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Affected Environment, Impacts, and Mitigation

This chapter describes the affected environment, potential impacts on the environment and potential
mitigation measures for the proposed adjustments to the Locally Preferred Alternative (LPA) within the
context of three study areas: Eden Prairie Segment, the Hopkins Operations and Maintenance Facility (OMF)
site, and the St. Louis Park/Minneapolis Segment (see Exhibit 2.5-1). As such, it supplements information
provided in the project’s Draft EIS (October 2012) for the three study areas. The LPA, as adjusted in the Eden
Prairie Segment, the Hopkins OMF site, and the St. Louis Park/Minneapolis Segment, is described in
Section 2.5 of this Supplemental Draft EIS. The analysis summarized in this chapter is restricted to only the
adjustments in Eden Prairie Segment, the Hopkins OMF site, and the St. Louis Park/Minneapolis Segment of
the LPA.
This chapter includes the following sections:

3.1
3.2
3.3
3.4
3.5

Environmental Resources Addressed and Related Methods and Regulations
Eden Prairie Segment
Hopkins Operations and Maintenance Facility
St. Louis Park/Minneapolis Segment
Draft Section 4(f) Evaluation Update

Section 3.1 identifies the environmental categories that are evaluated within each of the three study areas.
For those environmental categories that are evaluated in this chapter, Section 3.1 summarizes the analytical
methods and data sources that were used to assess impacts, providing references to the Draft EIS where
additional detail on methods and regulations may be found. Where appropriate, this section also updates the
methods used for the environmental analysis summarized in this Supplemental Draft EIS, compared to those
used for the Draft EIS. Differences in the data sources used in this Supplemental Draft EIS compared to those
used in the Draft EIS are also identified in Section 3.1.

The remainder of this chapter is organized by the Eden Prairie Segment in Section 3.2; the proposed Hopkins
OMF site in Section 3.3; and the St. Louis Park/Minneapolis Segment in Section 3.4. Each of the three sections
begins with a brief summary of key findings for that study area and, if applicable, a description of the related
resource agency coordination that has occurred since publication of the Draft EIS. These sections then
describe the existing affected environment, the potential impacts of the proposed adjustments to LPA and
the mitigation measures 1 to address those impacts, each noting changes since the Draft EIS. The focus of the
environmental analysis within Sections 3.2, 3.3, and 3.4 of this Supplemental Draft EIS is the new substantial
environmental impacts that could result from adjustments to the LPA that were made after publication of the
Draft EIS. The impact analysis within these sections addresses long-term direct and indirect impacts, as well
as short-term impacts that would occur during construction of the LPA. Cumulative impacts identified in
Chapter 9 of the Draft EIS under LRT 3A-1 would be substantially similar to those anticipated under the LPA
as adjusted by the Council in April and July 2014. The Final EIS will include a full analysis of cumulative
impacts under the LPA. Section 3.5 provides updated information on the project’s Draft Section 4(f)
Evaluation, which was included in the Draft EIS (addressing the potential use of publically-owned parks,
recreation areas and wildlife/waterfowel refuges, and eligible or listed historic resources and archaeological
sites). The project’s Final Section 4(f) Evaluation will be included in the project’s Final EIS and Record of
Decision (ROD).
As previously noted, light-rail transit (LRT) 3A and LRT 3A-1 of the Draft EIS include the LPA, coupled with
different sets of freight rail modifications termed “relocation” and “co-location,” respectively (see Section 2.2
of this Supplemental Draft EIS for additional information). See Chapters 3, 4, 5, 6, 9, and 10 of the Draft EIS
1

Under applicable environmental categories, this Supplemental Draft EIS identifies best management practices (BMPs) that
would be incorporated into the design of the LPA. BMPs are not considered mitigation measures and they are described,
where applicable, within the impacts subsections of Sections 3.2, 3.3, and 3.4 of this Supplemental Draft EIS.

Affected Environment, Impacts, and Mitigation

3-1
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

for the description of methods, regulations, impacts and mitigation LRT 3A and LRT-3A-1 for environmental
categories not supplemented in this chapter, which are addressed under Draft EIS Segments 3, 4, A, and FRR
(freight railroad relocation) (see Figure 2.3-9 of the Draft EIS for an illustration of the Draft EIS segments). In
the Draft EIS, Segments 3, 4, FRR and A apply to LRT 3A and Segments 3, 4, and A apply to LRT 3A-1 (see
Table 3.0-1 of the Draft EIS for the segments that apply to other alternatives addressed in the Draft EIS).

The potential environmental effects as evaluated in this Supplemental Draft EIS are based on technical issue
areas implemented by the Metropolitan Council (Council) after publication of the Draft EIS (see Section 2.4 of
this Supplemental Draft EIS). The segments used in the Supplemental Draft EIS focus on study areas with
adjustments to the project proposed since publication of the Draft EIS that could result in impacts to the
environment, although these do not correspond directly to the segments used in the Draft EIS. See
Section 2.3.3.4 of the Draft EIS for additional information on Draft EIS segments. Finally, note that the
Hopkins OMF site evaluated in this Supplemental Draft EIS was not among the four OMF sites evaluated
within the Draft EIS.

3.1

Environmental Resources Addressed and Related Methods and Regulations

This section first describes the environmental categories included within this Supplemental Draft EIS,
followed by a summary of the applicable methods and environmental regulations that guide the analysis of
resources.
3.1.1

Environmental Resources Addressed in this Supplemental Draft Environmental Impact Statement

As described in Section 2.5 of the Supplemental Draft EIS, Federal Transit Administration (FTA) and the
Council began preparation of the Supplemental Draft EIS by considering whether the design adjustment
process described in Sections 2.4 and 2.3 resulted in any new alternatives or any likely new significant
adverse impacts not addressed in the Draft EIS. FTA and the Council concluded that there were no new
alternatives identified, but there was the potential for new significant adverse impacts caused by the design
adjustments to the proposed project that were not identified in the Draft EIS in the Eden Prairie Segment;
the Hopkins OMF; and the St. Louis Park/Minneapolis Segment. Subsequently, FTA and the Council reviewed
each resource category addressed in the Draft EIS for each study area to determine which environmental
categories should be addressed in the Supplemental Draft EIS. The determinations were based on whether
there would likely be new substantial environmental impacts for a particular resource category within each
study area. Table 3.1-1 summarizes the results of that review.

As shown in Table 3.1-1 of this Supplemental Draft EIS, the following environmental categories are
addressed in one or more of the three study areas of the Supplemental Draft EIS: land use; acquisitions and
displacements; cultural resources; parklands, recreation areas, and open spaces; visual quality and
aesthetics; geology and groundwater; water resources: wetlands, floodplains, public waters and stormwater
management; noise; vibration; hazardous and contaminated materials; economic effects; and transportation
effects (transit, roadway and traffic, parking, freight rail, bicycle and pedestrian, and safety and security).
Furthermore, environmental justice compliance is addressed for all three study areas.
TABLE 3.1-1

Environmental Resources Addressed in the Supplemental Draft EIS by Study Area
Eden Prairie Segment
Resource Group/
Environmental
Category

Social Effects
Land Use
Socioeconomics
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Addresseda
Yes
No

Rationaleb

Draft EIS study area
encompasses
adjustments to the
LPA and primarily
uses current 2010 US
Census datac

Hopkins OMF
Addresseda
Yes
No

Rationaleb

Draft EIS study area
encompasses
adjustments to the LPA
and uses current 2010
US Census datac

St. Louis Park/ Minneapolis Segment
Addresseda
Yes
No

Rationaleb

Draft EIS study area
encompasses
adjustments to the LPA
and uses current 2010
U.S. Census datac
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Eden Prairie Segment
Resource Group/
Environmental
Category

Neighborhoods and
Community

Addresseda

Acquisitions and
Displacements
Cultural Resources

No

Yes

Rationaleb

LPA is generally
within 0.5-mile study
area; no major
changes since data
were provided in
Section 3.2 of Draft
EIS

Yes

Hopkins OMF
Addresseda
No

No
No

LPA is generally within
0.5-mile study area; no
major changes since
data were provided in
Section 3.2 of Draft EIS

Yes
Yes
Yes

Yes

Yes

Yes

Yes

No

No potential substantial
issues identified

No

No potential substantial
issues identified

No

No new species within
1 mile; Draft EIS
preliminarily determined
no effect; Final EIS will
finalize determination of
effect
No farmland in study
area
No potential substantial
issues identified

No

No new species within
1 mile; Final EIS
preliminarily determined
no effect; Final EIS will
finalize determination of
effect
No farmland in study
area
No potential substantial
issues identified

No sensitive noise
receptors in study area
No sensitive vibration
receptors in study area

Yes

No

No potential substantial
issues identified

No

No potential substantial
issues identified

No

No potential substantial
issues identified

No

No potential substantial
issues identified

No
No
No

Yes

Yes

Yes

Yes

Yes

No

Affected Environment, Impacts, and Mitigation

No resources in study
area
No parklands, recreation
areas, and open spaces
in study area
No sensitive views in
study area

Yes

Hazardous and
Contaminated
Materials
Electromagnetic
Interference and
Utilities
Energy and
Climate Change
Economic Effects
Economics
Transportation Effects
Transit

Rationaleb

Yes

Yes

No

No

No

Yes

Yes

No potential
substantial issues
identified
No potential
substantial issues
identified

Addresseda

Yes

Vibration

No

LPA is generally within
0.5-mile study area; no
major changes since
data were provided in
Section 3.2 of Draft EIS

Yes
No

Parklands,
Yes
Recreation Areas,
and Open Spaces
Visual Quality and
Yes
Aesthetics
Environmental Effects
Geology and
Yes
Groundwater
Water Resources
Wetlands:
Yes
Floodplains:
Yes
Public waters
and
stormwater
management:
Yes
No potential
Biota and Habitat
No
substantial issues
identified
Threatened and
No new species within
No
Endangered
1 mile; Draft EIS
Species
preliminarily
determined no effect;
Final EIS will finalize
determination of effect
No farmland in study
Farmlands
No
area
No potential
Air Quality
No
substantial issues
identified
Noise
Yes

Rationaleb

St. Louis Park/ Minneapolis Segment

No
No

Yes
Yes

Yes
No potential substantial
issues identified

Yes
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Eden Prairie Segment
Resource Group/
Environmental
Category

Roadway and
Traffic
Parking
Freight Rail

Addresseda

Bicycle and
Pedestrian
Safety and Security
Environmental
Justice Compliance

Yes
Yes
No
Yes
Yes
Yes

Rationaleb

No freight rail lines in
study area

Hopkins OMF
Addresseda
Yes
Yes
No
No
Yes
Yes

Rationaleb

No freight rail lines
affected in study area
No potential substantial
issues identified

St. Louis Park/ Minneapolis Segment
Addresseda
Yes

Rationaleb

Yes
Yes
Yes
Yes
Yes

Yes = category addressed in the Supplemental Draft EIS; No = category addressed in the Draft EIS and forthcoming Final EIS.
Rationale for not addressing the environmental category in the Supplemental Draft EIS (Section 2.4 of the Supplemental
Draft EIS).
c
More site-specific and recent low-income data were reported by Census block group and discussed under EJ Compliance.
a
b

In summary, eight environmental categories were eliminated from further study in the Supplemental Draft
EIS within the three study areas: socioeconomics; neighborhoods and community; biota and habitat;
threatened and endangered species; farmlands; air quality; electromagnetic interference and utilities; and
energy and climate change. In addition: freight rail is not addressed in the Eden Prairie Segment, and cultural
resources; parklands, recreation areas, and open spaces; visual quality and aesthetics; noise; vibration;
transit; freight rail; and bicycle and pedestrian are not addressed for the Hopkins OMF. These environmental
categories were not further studied in the Supplemental Draft EIS because there would likely be no
substantial changes in impacts within those categories since publication of the Draft EIS. These
environmental categories are addressed in the Draft EIS for the No-Build, Enhanced Bus, and LRT Build
Alternatives and all will be addressed in the forthcoming Final EIS for the No-Build alternative and for the
entire LPA.
3.1.2

Environmental Resources Methodologies and Regulations

This section summarizes the methodologies and data sources used to analyze impacts on social,
environmental, economic, and transportation resources in this Supplemental Draft EIS. The methodologies
described in this section are presented in the order of the environmental categories listed in Table 3.1-1.
This section notes whether or not the methods or data sources used for the environmental analysis in this
Supplemental Draft EIS are different than those used for the Draft EIS, and it provides a description of the
changes that have occurred. Where applicable, this section also provides a description of any new data
resources used for this analysis and a summary of resource agency coordination activities that have occurred
since publication of the Draft EIS. Regulations in the Legal and Regulatory Context sections of the Draft EIS
for applicable environmental categories are also identified in this section as they pertain to the Supplemental
Draft EIS environmental categories and analysis.
3.1.2.1

Land Use

Using the methodologies described in the Draft EIS, this Supplemental Draft EIS provides additional analysis
of potential land use impacts resulting from the LPA, based on the design adjustments identified by the
Council. The land use impact analysis within the Draft EIS focuses on the following: compatibility with local
land use plans; changes to existing land uses at the parcel level that would result from the proposed action
and whether or not those changes would result in changes to the overall land use character of the study area;
and the indirect effect of the proposed action on land uses within station areas. The long-term direct land use
analysis for the Draft EIS was completed following the methodology presented in Section 3.1.1.1 of the Draft
EIS.
As part of the design adjustments to the LPA, the design of proposed light rail improvements and freight rail
modifications in the Kenilworth Corridor would change from those studied under the Draft EIS. Therefore,
the compatibility of the LPA with local planning documents within the St. Louis Park/Minneapolis segment
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was re-evaluated. Based on this evaluation, the LPA was found to be either compatible or neutral to each of
the plans and studies reviewed as part of the Draft EIS. Because the Draft EIS determines that the LPA was
consistent with local land use plans for the other segments evaluated, the Supplemental Draft EIS does not
reevaluate this issue. The methodology used in the Draft EIS for the long-term indirect land use analysis is
described in Section 9.2.1 of the Draft EIS and the methodology used in this Supplemental Draft EIS is
consistent with the Draft EIS. In particular, the analysis supporting the indirect land use analysis included in
this Supplemental Draft EIS involved a review of existing land uses in station areas where improved
transportation could support higher-density or mixed-use developments, including high-density residential,
commercial, and office-related uses. While there are no specific federal regulations guiding land use, existing
zoning and land use codes, as well as overarching comprehensive plan policies, guide the initial assessments
of the types of changes that could occur with the redevelopment actions by others. In addition to using
existing zoning and plans as a guide, other changes could also occur if local jurisdictions propose or enact
changes in their existing zoning and land use codes to allow for higher levels of development and/or
redevelopment in station areas. The assessment of the potential for station area development recognizes
local goals, partnerships, and implementation, where applicable. Several specific transit area plans have been
updated since the Draft EIS was published. These were reviewed as part of the analysis for land use
consistency of the LPA and are noted in the appropriate Eden Prairie, Hopkins OMF, and St. Louis Park/
Minneapolis areas. Consistent with the study area definition in Section 9.2.3.1 of the Draft EIS, indirect land
use impacts assessed for this Supplemental Draft EIS are analyzed within a 0.5-mile radius from the station
location.
As part of the development of mitigation strategies for potential short-term (construction) land use impacts,
the Council will develop and implement a Construction Communication Plan to prepare project-area
residents, businesses and commuters for what to expect during construction, listen to their concerns, and
develop plans to minimize harmful or disruptive effects, as described in the Communications and Public
Involvement Plan for the project (see Chapter 4 “Public and Agency Coordination” for additional detail).
Strategies included in the construction communications plan may include:
•
•
•
•
•
•
•
•

Issuing regular construction updates and posting them on the Project website
Providing advance written notice of roadway closures, driveway closures and utility shutoffs
Conducting public construction meetings
Establishing a 24-hour construction hotline
Preparing brochure with information about construction
Posting special “open for business” and way-finding signage
Addressing property access issues
Assigning staff to serve as liaisons between the public and contractors during construction

3.1.2.2

Acquisitions and Displacements

The identification of potential property acquisitions and displacements for this Supplemental Draft EIS
follows the same methodology described in Section 3.3.2 of the Draft EIS. The acquisitions and displacement
analysis in this Supplemental Draft EIS reflects the design adjustments identified by the Council in
March 2014, as well as updated Hennepin County parcel data (provided by the Hennepin County Assessor’s
Office) and updated aerial photography.

Section 3.3.1 of the Draft EIS outlines the applicable federal and state laws governing property acquisition.
In particular, Article 6 of the Cooperation Agreement (Council and MnDOT, 2012) states that Minnesota
Department of Transportation (MnDOT), acting for the Council, may acquire all lands, easements, and rightsof-way required for the project, as described in Section 3.3.5 of the Draft EIS. The Council reserves the right
to acquire any and all real property interests itself. Project acquisitions and displacements would comply
with the Uniform Relocation Assistance and Real Property Acquisitions Policies Act of 1970, as amended
(42 United States Code [U.S.C.] 4601 et seq.) and state law. Acquisitions and displacements would also be
consistent with the final design plans for the project. The acquisition process would also follow the project’s
Real Estate Acquisition and Management Plan, which will be developed and maintained during preliminary
engineering, final design, and construction.
Affected Environment, Impacts, and Mitigation
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Following construction, the Council and the FTA may dispose of excess property based on Council policy and
applicable state law, and in conformity with FTA’s Circular 5010.1D (FTA, 2008a). The sale of the excess
property would likely return the land to its general use prior to the project’s acquisition process
(e.g., commercial use), but not necessarily to the former property owner.
3.1.2.3

Cultural Resources

The cultural resource analysis assesses potential impacts of the project on buildings, structures, districts,
objects, and sites that are listed on or eligible to be listed on the National Register of Historic Places (NRHP).
Cultural resources are generally categorized as architecture/history or archaeological resources. The
cultural resources, methods, analysis, and documentation in the Supplemental Draft EIS, like the Draft EIS,
continues to conform to Section 106 rules and guidance, based on the National Historic Preservation Act
(NHPA) of 1966 (54 U.S.C. Section 306108), as well as the Minnesota Field Archaeology Act, the Minnesota
Historic Sites Act, and the Minnesota Private Cemeteries Act, as applicable, as discussed in Section 3.4 of the
Draft EIS. The methods used to prepare the cultural resource analysis for this Supplemental Draft EIS are
unchanged from those used for and documented in the Draft EIS (see Section 3.4.4 of the Draft EIS).

Reflecting the design adjustments to the LPA made since publication of the Draft EIS, the MnDOT Cultural
Resources Unit (CRU), as authorized by FTA to conduct portions of the Section 106 process, in consultation
with the Minnesota State Historic Preservation Officer, adjusted the LPA’s architecture/history and
archaeological Areas of Potential Effect (APE). Both adjustments to the APE for architecture/history and
archaeology followed the methodologies identified in the Draft EIS for revisions to account for modifications
to the project. The architecture/history APE methodology was also updated by MnDOT CRU to capture
project improvements that extend beyond the ¼-mile APE around stations to include these elements of the
project. The project improvements that utilized this methodology included the proposed OMF and new
roadway and pedestrian/bicycle improvements. The APEs used for the cultural resources analysis for the
Draft EIS and this Supplemental Draft EIS are illustrated in the Section 106 Consultation Package – Potential
Effects on Historic Properties (April 2012 and October 2014) located at the end of Appendix H of the Draft
EIS and in Appendix E of this Supplemental Draft EIS, respectively. Areas that were not previously surveyed
for potential architectural and archaeological resources for the Draft EIS were included in a Phase I
architecture/ history survey and a Phase Ia archaeological investigation (106 Group, 2014a and 2014b) or
are in the process of being surveyed to identify properties that are listed on or are eligible for inclusion on
the NRHP. The Phase I archaeological surveys and Phase I architecture/history surveys that are underway
will be reported in the Final EIS. The methodology used for the earlier studies was also used for these studies
(see Section 3.4.4 of the Draft EIS).

The revised cultural resources APEs and results of these surveys are reflected in the Supplemental Draft EIS
cultural resources analysis in this chapter. Section 3.2 of this Supplemental Draft EIS describes the changes
in the Eden Prairie Segment. The revised cultural resources APEs and results in the Eden Prairie Segment are
described and illustrated in Section 3.2 of this Supplemental Draft EIS. No cultural resources were identified
within the revised cultural resources APEs for the Hopkins OMF site and, as such, no further discussion of
cultural resources is provided in Section 3.3 of this Supplemental Draft EIS. The revised cultural resources
APEs and results along the St. Louis Park/Minneapolis Segment are described and illustrated in Section 3.4
of this Supplemental Draft EIS.
FTA, MnDOT CRU, and the Council are responsible for the implementation of the Section 106 consultation
process, including coordination with the USACE, which has Section 106 responsibilities as a NEPA
Cooperating Agency. The USACE recognizes FTA as the Lead Federal Agency for the Section 106 process 2 –
see Section 2.1.1 of this Supplemental Draft EIS for additional information on the USACE. The Section 106
2

In a letter dated January 15, 2015, the USACE recognized FTA as the Lead Federal Agency pursuant to 36 CFR 800.2(a)(2), to
act on its behalf for meeting the requirements of Section 106. The USACE will remain a signatory party to the Section 106
Agreement for the Southwest LRT Project. See Appendix E for documentation of the USACE’s designation of FTA as the lead
Federal agency for the Section 106 process.
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consultation on project effects has continued with MnSHPO and other Section 106 consulting parties since
publication of the Draft EIS and will continue through development of a Section 106 Agreement. 3

On April 30, 2014, the Council and MnDOT CRU held a consultation meeting to review listed and eligible
historic properties and potential project effects. Comments from the consulting parties were solicited during
the meeting and in written form after the meeting on these resources. A subsequent meeting was held on
November 24, 2014, to (1) present project adjustments identified since the April 30, 2014 meeting, as
adopted at the July 9, 2014 Council meeting, (2) consult to consider effects to historic properties and reach
agreement on preliminary determinations of effect , and (3) identify measures to avoid, minimize, or
mitigate impacts to architecture/history and archaeology resources for inclusion in the Section 106
Agreement.

In February 2015, the Council and MnDOT CRU held two Section 106 consultation meetings. At the
February 6, 2015 meeting, the Council and MnDOT CRU presented revised bridge design concepts and
discussed effects related to the new crossing over the Kenilworth Lagoon. At the February 24, 2015 meeting,
the Council and MnDOT CRU led a discussion on effects to historic properties throughout the project area
and provided an overview of the content and consulting parties roles in the development of a Section 106
agreement. The Section 106 consultation process is ongoing and will continue through execution of the
Section 106 Agreement.

A Section 106 agreement is documentation that will commit FTA and the Council to implement measures to
avoid, minimize or mitigate adverse effects on historic properties and archaeological resources. The Section
106 agreement for the LPA will be developed in consultation with MnSHPO, FTA, MnDOT CRU, the Council,
and appropriate consulting parties and will be included in the Final EIS. Mitigation measures for impacts to
cultural resources will be developed and coordinated under the Section 106 consultation process and
included in the Section 106 agreement. Mitigation measures included in the Section 106 agreement may
include the following:
•

•
•
•
•
•

Consultation with MnSHPO and other consulting parties during the development of project design and
engineering activities for locations within and/or near historic properties
Integration of information about historic properties into station area planning efforts
Recovering data from eligible archaeological properties before construction

Consultation with MnSHPO and other consulting parties during construction to minimize impacts on
historic properties
Preparation of NRHP nominations to facilitate preservation of historic properties

Public education about historic properties in the project area

Section 106 consultation will continue throughout the project engineering, design and construction phases,
as specified in the Section 106 agreement, to identify measures to avoid, minimize or mitigate impacts
including coordination on design efforts for project elements near historic resources and development of
monitoring plans and measures to minimize impacts during construction.

3.1.2.4

Parklands, Recreation Areas, and Open Spaces

The analysis of potential impacts on parklands, recreation areas, and open spaces within the Supplemental
Draft EIS is based on the same methodology as described in Section 3.5.2 of the Draft EIS. Specifically, the
methodology involved identifying existing and planned parklands, recreation areas, and open spaces within
350 feet on either side of the light rail alignment and then determining whether the LPA would have any
long-term direct or indirect or short-term impacts on those parklands, recreation areas, and open spaces.
New data on parklands, recreation areas, and open spaces, as well as some additional effects of the LPA on
3

Section 106 consulting parties for the Southwest LRT project include: MnSHPO; USACE; Hennepin County; Cities of Eden
Prairie, Minnetonka, Hopkins, St. Louis Park, and Minneapolis; Minneapolis Park and Recreation Board; Three Rivers Park
District; Cedar-Isles-Dean Neighborhood Association; and Kenwood Isles Area Association.

Affected Environment, Impacts, and Mitigation
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parklands, recreation areas, and open spaces, are provided for the Eden Prairie and St. Louis Park/
Minneapolis Segments, in Sections 3.2 and 3.4 of this Supplemental Draft EIS, respectively. See Section 3.5 of
this Supplemental Draft EIS for information on the project’s compliance to date with Section 4(f) regulations.

Lands purchased or developed by state and local governments using Land and Water Conservation Fund
(LWCF) Act grant funds are protected as Section 6(f) properties (16 U.S.C. 460). Any property so acquired
and/or developed shall not be wholly or partly converted to other than public outdoor recreational uses
without the approval of the National Park Service pursuant to 36 CFR 59. An analysis of the proximity of
6(f) properties was completed as part of this Supplemental Draft EIS and is documented in Southwest LRT
Project Identification of Grant-Funded Parks and Natural Areas Technical Memorandum (see Appendix C for
instructions on how to access this report). Based on this analysis and consistent with the Draft EIS, no
Section 6(f) encumbered properties will be permanently converted by the project.

From 1965 to 2008, Minnesota has received $69 million from the LWCF. Each grant dollar is matched by an
equal amount of state or local funding. Minnesota allocates one half of each annual apportionment to three
grant programs available to local units of government through the DNR's Local Grant Initiatives Program:
Outdoor Recreation Grants, Regional Park Grants, and Natural & Scenic Areas Grants. These local
government grants have been awarded to counties, cities, and townships throughout the state. 4 Minnesota
has adopted grant guidelines similar to the federal 6(f) guidelines for the administration of recreation grants
to local governments. The Department of Natural Resources, Office of Management and Budget Services, is
responsible for overseeing the program and is the main liaison between the state and the National Park
Service. As such, converting any properties funded through those programs requires prior approval by the
State Commissioner of Natural Resources. Based on this analysis summarized in the Southwest LRT Project
Identification of Grant-Funded Parks and Natural Areas Technical Memorandum, no properties under the
State of Minnesota grant program will be permanently converted by the project.

As part of the development of mitigation strategies for potential short-term (construction) impacts to
parklands, recreation areas, and open spaces, the Council will develop and implement a Construction
Communications Plan to provide advance notice of construction activities, prepare project-area residents,
businesses and commuters for what to expect during construction, listen to their concerns, and develop
plans to minimize harmful or disruptive effects, as described in the Communications and Public Involvement
Plan for the project (see Chapter 4 “Public and Agency Coordination” for additional detail). Strategies
included in the construction communications plan may include:

•
•
•
•
•
•
•
•

Issuing regular construction updates and posting them on the Project website
Providing advance written notice of roadway closures, driveway closures and utility shutoffs
Conducting public construction meetings
Establishing a 24-hour construction hotline
Preparing brochure with information about construction
Posting special “open for business” and way-finding signage
Addressing property access issues
Assigning staff to serve as liaisons between the public and contractors during construction

3.1.2.5

Visual Quality and Aesthetics

This section summarizes the methodology used to conduct the visual quality and aesthetics assessments
summarized in this Supplemental Draft EIS. First, it provides background on the general similarities and
differences between the visual quality methods used in the Draft EIS and in this Supplemental Draft EIS.
Second, it summarizes the methodology used to identify and assess the viewpoints included in the
Supplemental Draft EIS’s visual assessment. Third, it describes the methodology used to gauge the level of
impact that the LPA would have on the identified viewpoints, compared to existing conditions.
4

The MnDNR maintains the list of 6(f) resources on the “Grant Funded Parks and Natural Areas Subject to Permanent Grant
Program Requirement” list, which is available at http://www.dnr.state.mn.us/aboutdnr/lawcon/index.html (as of 7/28/2014).
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Background

The visual and aesthetic assessment in Section 3.6 of the Draft EIS was based on a project-specific
methodology that considered visual and aesthetic resources contributing to visual quality, sensitive viewers
or receptors, and changes to the character of the area, resulting in potential visual impacts categorized as:
generally not substantial, possibly substantial, or substantial. The categories used in this analysis to evaluate
impacts are the same as those used in the Draft EIS. The methodology used to assess the visual impacts in
this analysis differ from the Draft EIS. Because the Draft EIS evaluated a large number of alternatives, it used
a qualitative analysis to reach its conclusions. Because the Supplemental Draft EIS evaluated a single
alternative for which more design information was available than at the Draft EIS phase, it was possible to
use a standard visual impact assessment method that made extensive use of drawings and photo simulations
and employed a systematic evaluation protocol.

The analysis of the project’s visual quality and aesthetic effects in this Supplemental Draft EIS applies the
principles of the standardized approach for visual impact assessment developed by the Federal Highway
Administration (FHWA) (FHWA, 1988). This method has been widely adopted by state highway departments
and other agencies responsible for development of transportation facilities as the standard for evaluation of
project visual effects. For reference, a copy of the FHWA Visual Impact Assessment manual is included in
Appendix J to provide complete documentation of the FHWA methodology. Based on the FHWA assessment
methodology, the discussion below provides a brief summary of how that approach was applied in preparing
this section of the Supplemental Draft EIS.
B.

Identifying and Assessing Viewpoints

Based on the FHWA methodology, which entails photographically documenting representative views along
linear transportation projects, the identification of viewpoints to be used within this Supplemental Draft EIS
focused on views in locations that are relatively highly sensitive to visual changes and where major visual
changes are likely to occur.

Once identified, the existing visual quality of these views was evaluated using a systematic procedure that
entails application of numerical ratings. Under the FHWA methodology, the visual quality of a view was
evaluated in terms of its vividness, intactness, and unity (which are defined below) and each of these
dimensions were scored on a scale of from 1 to 7 for each of these three attributes, where a low score (1)
represents low visual quality and a higher score (7) represents high visual quality. The individual attribute
scores were then summed and divided by three to produce a summary rating of the view’s overall level of
visual quality. This assessment methodology answered the following questions: Is this particular view
common or dramatic? Is it a pleasing composition (a mix of elements that seem to belong together) or not
(a mix of elements that either do not belong together or contrast with the other elements in the
surroundings)? The resulting metrics supported the overall visual impact determinations.

The visual quality of the identified viewpoints was evaluated and discussed using these terms:
•

•

•

Vividness is the degree of drama, memorability, or distinctiveness of the landscape components. Overall
vividness is an aggregated assessment of landform, vegetation, water features, and human-made
components in views.

Intactness is a measure of the visual integrity of the natural and human-built landscape and its freedom
from encroaching elements. This factor can be present in well-kept urban and rural landscapes, as well as
in natural settings. High intactness means that the landscape is free of unattractive features and is not
broken up by features and elements that appear out of place. Low intactness means that visual elements
that are unattractive and/or detract from the quality of the view can be seen.

Unity is the degree of visual coherence and compositional harmony of the landscape considered as a
whole. High unity can be found with an undisturbed natural landscape or in developed environments
where individual components of a landscape are well designed and “fit” well in the landscape.

In summary, the visual quality analysis for this Supplemental Draft EIS was initiated by reviewing the
viewpoints identified in the Draft EIS and identifying any additional viewpoints that would be warranted due
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3-9
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

to changes in the definition of the project (i.e., new visually-sensitive areas affected or new major visual
changes would occur). In this analysis, an assessment was then made of the visual quality of each of the
representative viewpoints as they now exist and of the views as they would appear with the project in place.
A more detailed discussion of the identification, analysis and evaluation process of viewpoints can be found
in Appendix J.
C.

Assessing Visual Change

For many of the viewpoints evaluated in this Supplemental Draft EIS, images were prepared to provide an
understanding of how the project features would relate to the view, and these visualizations provided the
basis for making the assessments of the project-related changes in the visual quality of the view. In locations
where visualizations were not prepared for a viewpoint, the assessments of the visual changes were
evaluated based on review of project plans and drawings and by evaluating the visualizations that had been
prepared for other views in which similar changes are proposed.

The visual conditions under the LPA were evaluated using the same numerical rating system that was used
for evaluating the existing view. The numerical ratings of the existing views and views under the LPA were
compared to determine the degree of visual change. In evaluating the numerical changes in visual quality
between the existing and with-project conditions, a change in visual quality score in the range of 0.1 through
0.5 point was considered to indicate a low level of visual change; a change from 0.6 through 1.0 point as
moderately low; a change from 1.1 through 2.0 points as medium; and a change of more than 2.0 points as
high.
The assessments of the level of visual change were then related to the sensitivity of the views to those who
see them to identify the overall degree of impact. In assessing the sensitivity of the views, factors taken into
account included:

•

•

•

The numbers and kinds of people who see the view.

How long do viewers see the view? Some of the assumptions made include assuming that residents and
recreationists generally have views of long duration, whereas motorists often experience views that are
short in duration.

What are the viewers’ likely levels of concern about the visual character and quality of the view? Level of
concern is a subjective response that is affected by factors such as the visual character of the surrounding
landscape, the activity a viewer is engaged in, and the viewer’s values, expectations, and interests. Some
of the assumptions about level of concern are that residents and recreationists are likely to be highly
sensitive viewers, while commuters and employees in industrial areas may be less sensitive.

Low viewer sensitivity would occur in situations where there are few viewers who experience a defined
view, or when viewers may not particularly concerned about the view. High viewer sensitivity would occur
when there are many viewers who have a view frequently or for a long duration, as well as viewers (many or
few) who are likely to be very aware of and concerned about the view, such as viewers in a residential
neighborhood.

The overall levels of visual impact identified in the Supplemental Draft EIS are expressed in terms of the
three impact levels (generally not substantial, possibly substantial, and substantial) used in the Draft EIS.
In all situations in which the degree of visual change is low (a change in visual quality score in the range of
0.1 through 0.5 point), the impacts were assumed to be generally not substantial. Impacts were assumed to
be potentially substantial in situations with moderately low to medium levels of visual change (i.e., a change
from 0.6 through 1.0 point [moderately low] or a change from 1.1 through 2.0 points [medium] and high
levels of sensitivity, and substantial impacts were assumed to occur in situations with high levels of visual
change (i.e. a change of more than 2.0 points) and moderate to high levels of sensitivity.

3.1.2.6

Geology and Groundwater

The geology, soils, and groundwater analysis within this Supplemental Draft EIS uses the same methodology
as described in Section 4.1.2 of the Draft EIS. Additional geologic and groundwater data were collected as
part of the Supplemental Draft EIS analysis.
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There are regulations concerning groundwater removal in the study area. In Minnesota, a permit is required
to appropriate groundwater if the amount to be used is more than 1.0 million gallons per year or more than
100,000 gallons in any day. A permanent or temporary groundwater removal system is considered a
groundwater appropriation. The appropriation permit would be obtained from the Minnesota Department of
Natural Resources. Discharge of groundwater from water removal systems also may be regulated. Water
removal during construction would be included under the National Pollutant Discharge Elimination System
(NPDES) permit, which would be required for construction activities. If the water being removed is
contaminated, the discharge would be managed either through an individual NPDES permit obtained from
the Minnesota Pollution Control Agency (MPCA) or through a permitted discharge to the sanitary sewer
administered by Metropolitan Council Environmental Services.
3.1.2.7

Water Resources: Wetlands, Floodplains, Public Waters and Stormwater Management

The identification of water resources for this Supplemental Draft EIS follows the same methodology
described in Section 4.2.2 of the Draft EIS other than for the assessment of wetlands. The primary change to
the water resources methodology for the Supplemental Draft EIS was the completion of Level 1 offsite and
Level 2 onsite wetland boundary delineations in 2013 and 2014. There have been no changes to the methods
used to assess impacts on floodplains or public waters and stormwater management since publication of the
Draft EIS. See Sections 4.2.2.1 and 4.2.2.2 of the Draft EIS for more information about the floodplain and
public waters methodologies.

To facilitate the Level 2 onsite wetland delineations, project staff developed a field investigation area based
on the range of adjustments being evaluated within the design adjustment process during the survey period
(see Section 2.3 of this Supplemental Draft EIS for a description of the range of adjustments). The field
investigation extent was developed using a 100-foot radius “buffer” around potential light rail related
improvements and freight rail modifications to ensure the delineation of wetlands that had the potential to
be directly or indirectly impacted.

Wetland field delineations, including test pits for soil types and hydrology, occurred between July and
October 2013, and between August and October 2014. Field crews used the Corps of Engineers Wetlands
Delineation Manual (USACE, 1987) and applicable supplements, under the oversight of a Minnesota Certified
Wetland Delineator, to conduct the field delineations. For one parcel where Level 2 onsite delineation could
not be completed, offsite methods were used to determine the boundary of the wetland using aerial
photographs, soil maps, and other geographical information system data to determine the potential presence
of a wetland, identify its type, and sketch its approximate boundaries. Delineated wetlands were reviewed in
the field by USACE, state, county, and local jurisdictional staff in September and October 2013 and
September and October 2014. Minor adjustments were made in late November 2013 and October 2014 to
individual wetland flags for a total of six wetland basins located in Minnetonka based on City of Minnetonka
preliminary field review comments.
The Supplemental Draft EIS uses the Minnesota Routine Assessment Method for evaluating the wetland
functions of delineated wetlands; local governments also provided information from their own wetland
inventories as available.

The primary federal regulations or statutes that apply to wetlands, streams, floodplains, and public waters
are the CWA Section 404 (33 U.S.C. 1344); EO 11988 Floodplain Management (May 24, 1977; 42 Federal
Register 26951); and USDOT Order 5650.2, Floodplain Management and Protection. In addition to these
federal regulations and statutes, there are state and local regulatory requirements associated with water
resources. See Section 4.5.1.2 of this Supplemental Draft EIS for a preliminary list of water resources permits
needed for the project.

Impacts to wetlands will require permits from federal, state, and local agencies. The primary federal
regulation associated with wetland impact is Section 404 of the Federal Clean Water Act (CWA) which is
implemented by the USACE. The primary state administrative rule associated with wetland impact is the
Minnesota Wetland Conservation Act (WCA) which is under the purview of the Minnesota Board of Soil and
Water Resources (BWSR) and is implemented by Local Government Units. In addition, most Local
Government Units have a local rule or ordinance associated with wetland protection.
Affected Environment, Impacts, and Mitigation
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The USACE is leading the project’s CWA Section 404 Permit review process. FTA and the USACE are
implementing a NEPA/404 merger process, which includes the following four sequential concurrence points
at key milestones: (1) Project Purpose and Need; (2) Array of Alternatives and Alternatives Carried Forward;
(3) Identification of the Selected Alternative; and (4) Design Phase Impact Minimization. Their concurrence
is intended to facilitate the issuance of a CWA Section 404 permit. To date, FTA and the USACE have reached
concurrence on the first three of the four milestones, including the USACE’s preliminary identification of the
least environmentally damaging practicable alternative (LEDPA) (i.e., the LPA, which was based on
LRT 3A-1, which would provide for continued freight rail service in the Kenilworth Corridor 5).
Documentation of the FTA’s and the USACE’s concurrence with the first three key milestones is provided in
Appendix E.

Prior to publication of the Final EIS, the Council will submit wetlands permit applications to all applicable
federal, state, and local agencies. Completed permit applications will include specific wetland mitigation
measures and will meet applicable state and local permit requirements, as well as the USACE’s requirement
for the project to submit a completed Permit for Discharges of Dredged or Fill Material Into Waters of the
United States, in compliance with part 33 CFR 323, pursuant to Section 404 of the CWA. USACE evaluation of
a Section 404 permit application involves multiple analyses, including (1) evaluating the impacts in
accordance with NEPA (33 CFR part 325), (2) determining whether the proposal is contrary to the public
interest (33 CFR § 320.4), and (3) determining whether the proposal complies with the Section 404(b)(1)
Guidelines (Guidelines) (40 CFR part 230).
3.1.2.8

Noise

This section describes the federal and state regulations and methods applicable to the Southwest LRT Project.

The Supplemental Draft EIS noise impact analysis is based on the same noise standards and methodology
used for the Draft EIS (see Section 4.7 of the Draft EIS), including the same FTA noise impact thresholds for
severe and moderate noise impacts, which can be found in Transit Noise and Vibration Impact Assessment
(FTA, 2006).

After the publication of the Draft EIS, project staff conducted additional noise monitoring in 2013.
The purpose of that additional noise monitoring was to: (1) supplement the Draft EIS noise monitoring data
in project areas unaffected by freight rail noise; and (2) replace the Draft EIS noise monitoring data within
project areas affected by freight rail noise to better reflect existing freight rail operations (for example,
within the Kenilworth Corridor). Additional noise monitoring was conducted at locations in Eden Prairie,
St. Louis Park, and Minneapolis adjacent to the alignment adjustments. In the St. Louis Park/Minneapolis
Segment the measurements were intended to reflect changes in freight traffic operations since
measurements were made in 2010 and 2011 for the Draft EIS. Because the thresholds for impact in the FTA
5

On December 20, 2012, the USACE commented on the project’s Draft EIS (see Appendix E). Within those comments, the
USACE noted the following: 1) a suggested overall project purpose for the 404 permit process of “to provide high-capacity
transit service in the Southwest Transitway study area,” which is reflected in Chapter 1 of the this Supplemental Draft EIS;
2) “the Corps concurs with the array of alternatives considered for this project as well as the alternatives that were carried
forward in the Draft EIS;” and 3) “as proposed [in the Draft EIS] the chosen LPA, alternative LRT 3A, would not qualify as the
LEDPA…, which as proposed would be alternative LRT 3A-1 (co-location).” In response to the USACE’s comment on the
LEDPA, and in compliance with CWA requirements for the analysis of practicable alternatives that would avoid or minimize
wetland impacts, the Council included both relocation and co-location designs as it developed and evaluated potential design
adjustments for the LPA, utilizing the process described in Sections 2.3 and 2.4 of this Supplemental Draft EIS. The results of
those design adjustments are documented in the NEPA/404 Merger Process – Southwest LRT Concurrence Points Package,
which was submitted to the USACE by the Council on May 5, 2014 (Council, May 2014). The Concurrence Package notes the
following: “The project scope as identified by the Council on April 9, 2014, which would retain existing freight rail service in
the Kenilworth Corridor, is consistent with USACE’s comment letter from December 20, 2012, stating that LRT 3A-1, which
would also have retained existing freight rail service in the Kenilworth Corridor, meets the USACE project purpose and has the
least amount of impact to aquatic resources…” (page 5). Based on the USACE’s identification of LRT 3A-1 as the LEDPA, LRT
3A-1 was advanced as part of the Project Development phase. As previously noted, the USACE, based on its review of the
May 2014 Concurrence Package, again made the preliminary determination that LRT 3A-1 remains the project’s LEDPA.
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noise criteria are based on the existing noise levels, measuring the existing noise and characterizing noise
levels at sensitive locations near the proposed light rail alignment is an important step in the impact
assessment. The noise measurements included both long-term (24-hour) and short-term (one-hour)
monitoring of the A-weighted 6 sound level at noise-sensitive locations near the alignment adjustments.

Additional sensitive receptors were also identified, based on design adjustments identified by the Council in
March 2014. Consistent with the methodology in the Draft EIS, freight rail noise modeling used to prepare
estimated future noise levels within this Supplemental Draft EIS is based on FTA guidance as well as the
Federal Railroad Administration Chicago Rail Efficiency and Transportation Efficiency model. The noise
impact assessment for freight rail is also based on the FTA noise impact criteria, in compliance with Federal
Railroad Administration guidelines and similar to the methods used within the Draft EIS.

As with the Draft EIS, the Supplemental Draft EIS noise assessment addressed noise during operation and
construction. Projected noise levels for the Supplemental Draft EIS study areas related to light rail operations
are based on noise measurements of the METRO Blue Line vehicles, which were conducted for the Central
Corridor Project, and the operating characteristics and conceptual design of the light rail alignment as
adjusted by the Council in March 2014. Specific inputs used in the noise impact assessment include:

•

•
•

•

Light rail train speeds would generally range from 20 miles per hour (mph) to 55 mph for revenue
operations, except for entry and exit from station areas. Light rail trains would travel up to 10 mph inside
the Hopkins OMF, and light rail vehicles would travel at approximately 45 mph within the proposed light
rail tunnel in the Kenilworth Corridor.
Light rail trains would be comprised of three rail cars during all hours of operation.
The operating hours and headways (the average time between a light rail train operating in the same
direction) would be as follows:
 Early morning hours (4:00 a.m. to 5:30 a.m.): 15-minute headways 7
 Peak operating hours (5:30 a.m. to 9:00 p.m.): 10-minute headways
 Evening hours (9:00 p.m. to 11:00 p.m.): 15-minute headways
 Late evening hours (11:00 p.m. to 2:00 a.m.): 30-minute headways
The same vehicle reference noise levels were used as in the Draft EIS and are based on measurements
conducted for the Draft EIS; these levels are shown in Table 3.1-2.

TABLE 3.1-2

METRO Blue Line Reference Noise Levels

•
•

Sound Exposure Level
Noise Source
(dBA)
LRT on embedded track or direct fixation track
84
LRT on ballast and tie track
81
Crossing bells
106
LRT bells
88
LRT horn
99
Note: The sound exposure level is the cumulative noise from a single noise
event taking into account both the level and duration of the sound.
Acronym: dBA = decibels, A-weighted.

Noise at proposed light rail tunnel portals is projected to increase noise levels by 1 decibel for locations
within 100 feet of the tunnel portal to account for reverberation inside the tunnel.
Noise from bells and horns devices was based on the following:

 LRT bells would be sounded for approximately five seconds as vehicles approach and cross grade
crossings.

The A-weighted sound level is the basic noise unit for transit noise. It describes a receiver’s (such as a residence) noise at
any moment in time and is read directly from noise-monitoring equipment with the “weighting switch” set on “A.” See
Section 4.7.1 of the Draft EIS for additional detail.
7
Headways are the average time between transit vehicles operating in the same direction by a common point over a given
period of time (e.g., four inbound light rail trains passing by a station within one hour would result in a 15-minute headway).
6
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Bells would be sounded twice when entering and exiting station platforms.
LRT horns would be sounded at at-grade crossings where speeds exceed 45 mph.
Grade crossing bells would be used at at-grade crossings for 20 seconds for each train.
LRT bells/horns would not be used at tunnel portals (entrances and exits) under normal operating
conditions. This was included as part of the project’s operation assumptions to limit noise levels in
sensitive areas, such as near residences.

FTA guidance states that severe impacts should be mitigated unless there are no feasible or practical means
to do so. For moderate noise impacts, project-specific factors will be included in the consideration of
whether to mitigate the noise impact, and if so how the noise impact would be mitigated. The project-specific
factors can include both the existing noise levels and the projected increase in noise levels; the types and
number of noise-sensitive land uses with impacts; existing sound insulation of buildings; and the costeffectiveness of providing noise mitigation. Final determinations of noise mitigation measures to be
incorporated into the project will be made in a noise mitigation plan and documented in the project’s Final
EIS. The project’s noise mitigation plan will address the following:
•

•
•

Additional noise monitoring and/or testing, where appropriate

Documentation of the evaluation of mitigation measures relative to their feasibility, practicality, and
project-specific factors used to identify the committed noise mitigation measures

Identification of committed long-term and short-term (construction) noise mitigation measures and their
effectiveness:

 Long-term noise mitigation measure that will be considered for inclusion in the noise mitigation plan
will be dependent upon several factors, such as the location, intensity, and source of the noise impact,
and will consider a variety of potential mitigation measures, such as noise barriers, operational
changes (e.g., use of bells/horns), and architectural treatments (e.g., sound insulating windows)
 Short-term (construction) mitigation measures that will be considered for inclusion in the noise
mitigation plan will be dependent upon several factors, such as the location, intensity, and source of
the noise impact, and will consider a variety of potential mitigation measures, such as equipment
specification and operational requirements and time-of-day work restrictions
 Construction contractors will be required to develop a noise mitigation plan that will include a
summary of noise-related criteria for construction contractors to abide by, including: compliance
with local ordinances, minimization of noise impacts on adjacent noise-sensitive stakeholders while
maintaining construction progress, an outline of the project’s noise control objectives and potential
components, and coordination of construction activities through a web-based schedule to allow
contractors and stakeholders to schedule noisier activities to avoid noise-sensitive events

Within the state, the MPCA is empowered to enforce the state of Minnesota noise rules (§7030 Noise
Pollution) and statute (§116.07 Powers and Duties). Minnesota’s noise limits are set by “noise area
classifications” based on the land use at the location of the person that hears the noise. They are also based
on the sound level in decibels (dBA) over ten percent (L10) or six minutes and fifty percent (L50) or thirty
minutes of an hour.

Certain areas in the vicinity of the project may already approach or exceed the L10 and/or L50 noise levels.
Adding operation of the light rail vehicles in those areas may contribute to an exceedance of the statutory
noise levels. These locations are likely in areas near existing highways and other roadways within the
corridor in areas such as Eden Prairie and downtown Minneapolis. These highways and roadways are typically
exempt from the noise standards (116.07 Subd. 2a). In cases where existing noise levels within the project area
corridor are at or near the MPCA standards, the project may or may not contribute to an exceedance of the MPCA
standards. Further, because of the way the L10 and L50 are calculated, the Project would not be able to determine if
there is an exceedance of the standards, using a predictive model, prior to Southwest LRT operation, however the
Council and FTA will work with MPCA to ensure that the analysis adequately considers the state standard.
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The Minnesota noise pollution rules and statute are not well suited to evaluate noise impacts from a transit
project (See Appendix H, MPCA Noise Approach Technical Memorandum). The noise analysis results in the
Draft EIS and this Supplemental Draft EIS do not reflect the noise rules enforced by the MPCA. However, the
Council is working with MPCA to determine the best approach to addressing Minnesota noise pollution rules
and statute for those areas of the project that are subject to them. This approach and its results will be
documented in the Final EIS in the Project’s Noise & Vibration Analysis.

3.1.2.9

Vibration

For the Draft EIS, a General Vibration Assessment was conducted using FTA procedures, consistent with
FTA’s Transit Noise and Vibration Impact Assessment (see Section 8.1 of the FTA Assessment and
Section 4.8.1 of the Draft EIS). The FTA General Vibration Assessment methodology uses generalized
information and assumptions to make projections of potential vibration impacts. For the Supplemental Draft
EIS, a Detailed Vibration Assessment methodology was used, also based on FTA procedures (see Section 8.2
of the FTA Assessment). The Detailed Vibration Assessment considers vehicle-specific vibration
characteristics, as well as uses vibration propagation testing at locations throughout the project corridor.
Vibration propagation testing for the vibration analysis (used to determine how well the soil at a specific
location transmits vibration) was conducted in July 2013.
As with the noise analysis, proposed light rail operating characteristics, including span of service,
frequencies, and speeds, were updated based on the project’s current proposed light rail operating plan.
Freight rail operations plans were based on updated field observations and data provided by the freight rail
owners/operators. Additional vibration-sensitive land uses were identified based on adjustments to the
proposed light rail alignment and freight rail modifications.

The Supplemental Draft EIS is based on the detailed vibration assessment criteria and methodology, as
outlined in the transit noise and vibration impact assessment provided in Appendix H of this Supplemental
Draft EIS. Additional vibration-sensitive land uses were identified based on adjustments to the proposed
light rail alignment and freight rail modifications and potential OMF site. The analysis in this Supplemental
Draft EIS also includes an assessment of ground-borne noise, which is not included in the Draft EIS. Groundborne noise is only assessed for underground operations and particular sensitive receptors, such as
recording studios. The LPA assessed in the Draft EIS does not include a proposed light rail tunnel; therefore,
ground-borne noise is not assessed in the Draft EIS.
Final determinations of vibration mitigation measures to be incorporated into the project will be made in a
vibration mitigation plan and documented in the project’s Final EIS. The project’s vibration mitigation plan
will address the following:
•

•
•
•

Additional testing, where appropriate

Documentation of the evaluation of mitigation measures relative to their feasibility, practibility, and
project-specific factors used to identify the committed mitigation measures

Identification of committed long-term mitigation measures (dependent upon several factors, such as the
location, intensity, type, and source of the impact) and their effectiveness

Identification of committed short-term (construction) mitigation measures (dependent upon several
factors, such as the location, intensity, type, and source of the impact)and their effectiveness, including
coordinating the construction schedule to reduce interference with vibration-sensitive activities, limiting
the use of high-vibration procedures such as impacted pile driving, and using alternative low vibration
construction procedures

3.1.2.10 Hazardous and Contaminated Materials

The analysis of hazardous and contaminated materials in the Draft EIS was based on a preliminary
assessment of known contaminated sites, as discussed in Section 4.9.2 of the Draft EIS. The Draft EIS notes
that a Phase I environmental site assessment (ESA) would be performed as a part of Preliminary Engineering
(now a component of Project Development).
Affected Environment, Impacts, and Mitigation
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The Draft EIS methodology for hazardous and contaminated materials consists of a review of three online
databases, supplemented by a records database search for the Freight Rail Relocation Segment, as discussed
in Section 4.9.1 of the Draft EIS. The Supplemental Draft EIS hazardous and contaminated materials
methodology for the Eden Prairie Segment is based on the same methodology used for the Draft EIS, because
of the limited occurrence of contaminated soils within that segment. A Phase I ESA of hazardous and
contaminated materials will be conducted in the Eden Prairie Segment for the Final EIS. The hazardous and
contaminated material methodology used for the Hopkins OMF site and the St. Louis Park/Minneapolis
Segment in this Supplemental Draft EIS is based on an assessment of the Modified Phase I Environmental Site
Assessment, Southwest Light Rail Transit – Segment A and Freight Rail Co-location (Short Elliott Hendrickson
Inc., 2013a) and the Modified Phase I Environmental Site Assessment, Southwest Light Rail Transit – Segment 4
(Short Elliot Hendrickson Inc., 2013b.) (See Appendix C for a listing of related project reports). Phase II ESAs
will be completed, where determined appropriate based on the Phase I ESAs, prior to construction. All
environmental investigative work will be conducted within the MPCA Brownfield Program regulatory
framework with the Southwest LRT project having been entered in the Brownfield Program on September 8,
2014, and having received site identification numbers PB4648/VP31670 from the MPCA.

The Phase I ESA consisted of reviewing two of the same databases as the Draft EIS: the MPCA and Minnesota
Department of Agriculture (MDA), which includes information from the MPCA leaking underground storage
tank (LUST) database, the MPCA Master Entity System, and the MDA AgChem database, as described in the
Draft EIS. The Phase I ESA environmental database search covered an area of a 550-foot buffer on either side
of the proposed light rail alignment and freight rail improvements. The Phase I ESA also included site
reconnaissance; interviews with local government officials and watershed district representatives; and
review of historical fire insurance maps, aerial photographs, and topographic maps. To identify recognized
environmental conditions and historical recognized environmental conditions for the issues analyzed in this
Supplemental Draft EIS, files were reviewed for specific high- and medium-risk sites having potential to
impact the project or to be affected by construction of the project.

High-, medium-, and low-risk levels are defined by the MnDOT Office of Environmental Stewardship for
transportation projects in Minnesota as follows:

•

•
•

High Risk: active and inactive Voluntary Investigation and Cleanup (VIC) sites and Minnesota
Environmental Response and Liability Act sites, active and inactive dump sites, active LUST sites, and
historical industrial sites with likely chemical use on the premises.

Medium Risk: closed LUST sites, sites with underground storage tanks and aboveground storage tanks,
and sites with historic vehicle repair activities.
Low Risk: hazardous waste generators, and some farmsteads and residences.

The primary federal laws regulating hazardous and contaminated materials are the Resource Conservation
and Recovery Act of 1976 and the Comprehensive Environmental Response, Compensation and Liability Act
of 1980. The Resource Conservation and Recovery Act provides for “cradle to grave” regulation of wastes, as
well as regulating underground storage tanks, which are a common source of contamination. The purpose of
Comprehensive Environmental Response, Compensation and Liability Act, often referred to as Superfund, is
to clean up contaminated sites so that public health and welfare are not compromised. Other relevant federal
laws and regulations include Community Environmental Response Facilitation Act of 1992; CWA (1972);
Clean Air Act (as amended 1990); Safe Drinking Water Act (as amended 1996); Hazardous Waste Operations
and Emergency Response regulations (29 CFR 1910.120 and 29 CFR 1926.65); the Toxic Substances Control
Act (as amended 2002); and the Federal Insecticide, Fungicide, and Rodenticide Act (as amended 1988).
3.1.2.11 Economic Effects

The Draft EIS analyzes direct economic impacts in two ways, as described in Chapter 5 of the Draft EIS:
(1) assessing the effects of the project on the local economy based on the project’s capital and operating
expenditures (Section 5.1); and (2) assessing the project’s potential to effect commercial and residential
development near proposed transit locations (Section 5.2). The methodology used to assess potential
indirect economic impacts of the project is briefly described in Section 9.2 of the Draft EIS. That methodology
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focused on changes in land use and the intensity of development that could occur within a half-mile of
proposed station areas.

The methodology for the economic analysis for this Supplemental Draft EIS includes a quantitative analysis
of the potential property tax revenue impacts as a result of property acquisitions. The conversion of private
property into transit right-of-way would decrease the number of properties paying property taxes to local
governments. In the analysis, the decrease in property tax revenue as a result of property acquisitions is
compared to the overall local government’s tax base. In some cases, the Council may determine following
construction of the project that an economic portion of an acquired parcel may no longer be needed. In these
cases, the excess property would be disposed of in conformity with Council policy and the FTA’s
Circular 5010.1D (FTA, 2008a). In those cases, the remainder parcel could be sold and returned to
compatible land use, as discussed in Section 3.1.2.1 of this Supplemental Draft EIS, which could reduce the
projected loss in property tax revenue.

Indirect economic impacts assessed in this Supplemental Draft EIS include evaluating the potential for future
development or redevelopment around stations. The analysis of these impacts is based, in part, on the
results of the land use analysis for the Supplemental Draft EIS (see Section 3.1.2.1) and on related station
area planning efforts that would involve local jurisdictions. The methodology for addressing indirect
economic impacts in the Supplement Draft EIS are generally the same as presented in Sections 5.2 and 9.2.1
of the Draft EIS. As such, this Supplemental Draft EIS provides qualitative assessments of transit-oriented
development opportunities, focusing on the indirect economic impact of potential changes to businesses and
other development within a half-mile of proposed stations.

In addition, direct economic impacts are assessed in this Supplemental Draft EIS for changes to freight
operations along the St. Louis Park/Minneapolis Segment (see Section 3.4). The methodology for analyzing
the direct economic impact of freight operations included identifying and evaluating the effect of any
changes to existing operating freight rail tracks on the operations and economics of the affected freight
railroad and related impacts customers of the affected freight railroad. No indirect effects to freight rail
transportation are anticipated under the LPA and freight rail modifications.
The short-term (construction-related) economic impacts to freight railroads is based on the analysis of the
duration of downtime required during construction, ranging from hourly to weekly increments. The
methodology also analyzed the impact of individual interruptions on freight rail operations. For the
construction period, the freight rail economic analysis considers whether slow orders for freight rail trains
would be in place, which could result in increased freight rail costs and/or reduced freight rail revenues.
Slow orders are restrictions on a train’s top speed over a certain track segment.
3.1.2.12 Transportation Effects: Transit, Roadway and Traffic, Parking, Freight Rail, Bicycle and Pedestrian,
Safety and Security

This section addresses the methods used to assess effects that the LPA would have on the following elements
of the transportation system: transit; roadway and traffic; parking; freight rail; bicycle and pedestrian; and
safety and security.
A.

Transit

The general methodology for transit presented in Section 6.1.1 of the Draft EIS remains the same for the
Supplemental Draft EIS. In general, the LPA, based on design adjustments identified by the Council in
March 2014, would not modify effects on existing transit routes or interruptions during construction from
those reported in the Draft EIS, Section 6.1.2. In the Draft EIS, the Southwest LRT ridership forecasts were
developed using the Council’s regional travel demand model for the Twin Cities metropolitan area.
The model uses the standard four-step transportation forecasting process of trip generation, trip
distribution, mode choice, and traffic/transit assignment. The forecast year for the model is 2030. Refer to
Section 6.1.3 of the Draft EIS for current ridership projections. Southwest LRT ridership will be updated
during the development of the Final EIS. The primary inputs used in the model are the study area population,
employment, household socioeconomic characteristics, transit fares, automobile operating costs, tolls, and
highway and transit networks.
Affected Environment, Impacts, and Mitigation
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An updated operating plan for the proposed LPA is shown in Table 3.1-3. The Draft EIS proposes an
operating plan with 7.5-minute peak headways; this has been changed to 10-minute peak headways for the
Supplemental Draft EIS.
TABLE 3.1-3

Locally Preferred Alternative Operating Plan
Green Line Westbound (from
Minneapolis)

Headway

Green Line Eastbound (from Eden Prairie)

Headway

Weekday
4:00 a.m. to 5:30 a.m.

15 to 20 minutes

4:15 a.m. to 5:30 a.m.

15 to 20 minutes

5:30 a.m. to 9:00 p.m.

10 minutes

5:30 a.m. to 10:00 p.m.

10 minutes

9:00 p.m. to 11:00 p.m.

15 to 20 minutes

10:00 pm to midnight

15 to 20 minutes

11:00 p.m. to midnight

30 minutes

Midnight, 1:00, 1:30, 2:00 a.m.

30 to 60 minutes

Midnight, 12:30, 1:00, 2:00, 3:00 a.m.

30 to 60 minutes

4:30 a.m. to 9:00 a.m.

15 to 20 minutes

4:30 a.m. to 10:00 a.m.

15 minutes

9:00 a.m. to 7:00 p.m.

10 minutes

10:00 a.m. to 6:30 p.m.

10 minutes

7:00 p.m. to 9:00 p.m.

15 minutes

6:30 p.m. to 10:00 p.m.

15 minutes

9:00 p.m. to 11:00 p.m.

15 to 20 minutes

10:00 p.m. to midnight

15 to 20 minutes

11:00 p.m. to midnight

30 minutes

Midnight, 1:00, 1:30, 2:00 a.m.

30 to 60 minutes

Midnight, 12:30, 1:00, 2:00, 3:00 a.m.

30 to 60 minutes

Saturday/Sunday/Holiday

Source: Metro Transit, Service Development, 2013.

B.

Roadway and Traffic

The general methodology for traffic presented in Section 6.2.2 and Appendix H(1) (Traffic Analysis
Memorandum Update 2012) of the Draft EIS generally remains the same for the Eden Prairie Segment,
proposed Hopkins OMF, and St. Louis Park/Minneapolis Segment evaluated in this Supplemental Draft EIS,
with updates to data as necessary. The steps followed in the traffic methodology for the two segments and
proposed OMF are listed below with key updates to the methodology for the Supplemental Draft EIS where
necessary.
•

•

•
•

Identify study area intersection/crossing locations to evaluate if these locations would operate at
acceptable Level of Service (LOS). LOS A through D were identified as acceptable while LOS E or F were
identified as unacceptable. These criteria are consistent with the operational intersection impacts
analysis completed for the Draft EIS. Beyond the at-grade LRT/roadway intersections analyzed in the
Draft EIS, the Supplemental Draft EIS methodology includes all proposed at-grade LRT crossings of
proposed full access roadways and intersections (including private driveway intersections with public
roadways) directly impacted by LRT operations regardless of volume. See Section 6.2 of the Draft EIS and
the Supplemental Draft EIS Traffic Modeling Technical Memorandum (March, 2014) for additional
information on intersection LOS analysis.
Collect existing baseline data, including traffic volumes from April through June 2013, roadway
geometric/intersection configurations as of April to June 2013, signal timing and phasing adjusted for
current conditions.
Determine analysis scenarios.

Develop local roadway traffic volume forecasts for the intersection-level traffic analyses. The Draft EIS
used a single 20-year growth factor for all traffic volumes. As such, this analysis did not account for
localized variability in traffic growth that is typical of individual roadway segments and would be further
expected to occur due to differences in changes in land use and development. The Supplemental Draft EIS
developed 20-year growth rates on a roadway segment with the roadway segment as a basis to more
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accurately evaluate traffic impacts. The growth rates were determined utilizing updated traffic counts
(made in 2013) and traffic forecasts obtained from adopted local and county comprehensive plans.
The land use and socioeconomic data used to develop the local traffic forecasts is consistent with the
data used by the Council in the regional travel demand forecasting model to develop the 2030 forecasts
for the regional roadway network. In general, the process resulted in larger forecast growth rates than
were used in the Draft EIS. The methodology used for this Supplemental Draft EIS will also be used in the
forthcoming Final EIS, which will address all affected local intersections within the project’s traffic study
area.
Define potential build alignment adjustments with updates to LRT schedule (the Draft EIS uses
7.5 minutes between LRT trains while the Supplemental Draft EIS used 10 minutes), crossing location,
crossing time, and LRT defined geometric and operational improvements.

Determine intersection operations. The Supplemental Draft EIS used an additional software package to
complete the LOS analysis not used during the Draft EIS analyses.

As part of the development of mitigation strategies for potential short-term (construction) traffic impacts,
the Council will develop and implement a Construction Communication Plan to prepare project-area
residents, businesses and commuters for what to expect during construction, listen to their concerns, and
develop plans to minimize harmful or disruptive effects, as described in the Communications and Public
Involvement Plan for the project (see Chapter 4 “Public and Agency Coordination” for additional detail).
Strategies included in the construction communications plan may include:
•
•
•
•
•
•
•
•

C.

Issuing regular construction updates and posting them on the Project website
Providing advance written notice of roadway closures, driveway closures and utility shutoffs
Conducting public construction meetings
Establishing a 24-hour construction hotline
Preparing brochure with information about construction
Posting special “open for business” and way-finding signage
Addressing property access issues
Assigning staff to serve as liaisons between the public and contractors during construction
Parking

The Supplemental Draft EIS assesses the potential change in on-street and off-street parking spaces that
would result from the LPA in the Eden Prairie and St. Louis Park/Minneapolis segments and in the vicinity of
the proposed Hopkins OMF. On-street parking is parking in the public street right-of-way, which could be
either eliminated, relocated, or added as a result of the LPA. Off-street parking is contained within parking
lots that are generally privately owned and serve related industrial, commercial, and retail businesses. The
analysis notes whether or not the LPA would also affect the businesses associated with the displaced
parking. New park-and-ride lots (surface and structured) that would be associated with various proposed
light rail stations are addressed in Section 2.5 and in the transit sub-sections of Sections 3.2, 3.3, and 3.4 of
this Supplemental Draft EIS.
As part of the development of mitigation strategies for potential short-term (construction) parking impacts,
the Council will develop and implement a Construction Communication Plan to prepare project-area
residents, businesses and commuters for what to expect during construction, listen to their concerns, and
develop plans to minimize harmful or disruptive effects, as described in the Communications and Public
Involvement Plan for the project (see Chapter 4 “Public and Agency Coordination” for additional detail).
Strategies included in the construction communications plan may include:
•
•
•
•
•

Issuing regular construction updates and posting them on the Project website
Providing advance written notice of roadway closures, driveway closures and utility shutoffs
Conducting public construction meetings
Establishing a 24-hour construction hotline
Preparing brochure with information about construction

Affected Environment, Impacts, and Mitigation
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Posting special “open for business” and way-finding signage
Addressing property access issues
Assigning staff to serve as liaisons between the public and contractors during construction
Freight Rail

The Supplemental Draft EIS documents long-term and short-term (construction-related) impacts of the
proposed rail modifications on freight rail operations in the St. Louis Park/Minneapolis Segment
(see Section 3.4 of this Supplemental Draft EIS). For the construction period, the freight rail analysis
considers whether slow orders for freight rail trains would be in place, which could result in increased
delays. For the analysis of potential long-term impacts on rail operations, potential modifications to freight
rail service due to the proposed Southerly Connection are assessed.

As noted in Section 2.5 of this Supplemental Draft EIS, the LPA would result in short-term and long-term
shifting of the freight rail tracks prior to tunnel construction of the light rail tunnel in the Kenilworth
Corridor. Changing the physical operations of freight railroads can result in an impact when the change
affects the efficiency and level of service that can be maintained. These changes can have either a positive or
negative result, depending on the circumstances. The schedule of operations and, ultimately, service to the
customer could be negatively impacted when there are delays.

Table 3.1-4 provides a summary of existing freight rail operating characteristics in the project area, based on
information provided by freight rail owners and operators since publication of the Draft EIS. The analysis
included within Section 3.4 of this Supplemental Draft EIS is based on the continuation of these operating
characteristics under the LPA, noting that freight rail operations can change in the future, depending on
factors such as market conditions and the discretion of the freight rail owners and operators.
TABLE 3.1-4

Existing Freight Rail Conditions on the Kenilworth Corridor, Bass Lake and MN&S Spurs
Freight Rail Characteristic
Class of Track
Maximum Design Speed
Maximum Operating Speed

a

10-20 Car Trains per Week

a

65-75 Car Trains per Week

a

80-125 Car Trains per Week

a

Kenilworth Corridor

Bass Lake Spur

MN&S Spur

2

2

1

25-mph

25-mph

10-mph

10-mph

25-mph

10-mph

0

0

10 (CP)

14 (TC&W)

14 (TC&W)

0

5-6 (TC&W)

5-6 (TC&W)

0

Subject to change based on market demand and operational adjustments
Source: TC&W/CP; 2013.
a

Sections 2.3.3 and 2.5.3 of this Supplemental Draft EIS describe in greater detail the following modifications
to freight rail facilities that would result from the LPA:

•

•

•
•

Beginning west of the St. Louis Park/Minneapolis Segment and extending east of Beltline Boulevard, the
existing Bass Lake Spur freight rail tracks would be shifted north approximately 30 feet, allowing the
proposed light rail alignment to be located south of the freight rail tracks
A portion of the northern leg of the existing Skunk Hollow switching wye between the Bass Lake Spur
and Oxford Street would be removed and replaced with a new southerly connection between the Bass
Lake Spur and the Minneapolis, Northfield, and Southern Railway (MN&S) Spur

There would be relatively minor adjustments to and reconstruction of the freight tracks between Beltline
Boulevard and Cedar Lake Parkway
The existing freight tracks would be moved up to 40 feet north between Cedar Lake Parkway and the
Burnham Road overpass

Construction period activities that could affect freight rail operations include the following:
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The proposed light rail tunnel would be constructed using cut-and-cover techniques that would require
the temporary relocation of existing freight rail tracks
Fencing would be required in certain parts of the work zones, mainly in publicly accessible areas

Severing the northern connection of the Skunk Hollow switching wye would not affect the freight rail
service to shipper Robert Hill Company during construction

The methodology for the traffic queuing analysis related to at-grade freight rail crossings in the
Supplemental Draft EIS is largely the same as the methodology in the Draft EIS, but with updated data and a
focus solely on the St. Louis Park/Minneapolis Segment (co-location corridor). Because of the potential for
freight rail to disrupt traffic at at-grade intersections of freight track and roadways, the project team
performed a queuing analysis. The queuing analysis simulates the length of the delayed vehicles queue when
a freight train blocks an at-grade crossing.

The queuing methodology evaluated three primary factors: the time of day at which the train arrives; the
length of the train (number of cars); and the speed at which the train travels through the crossing. The
analysis presented in the Draft EIS relative to one train arriving in the peak 15-minute period is still
considered to be the worst case and is used in the Supplemental Draft EIS. The differences between the Draft
EIS and Supplemental Draft EIS methodologies concerning the intersections evaluated, freight train length,
and freight train speed are summarized in Table 3.1-5.
TABLE 3.1-5

Freight Co-Location Crossing Blockage Times
Location

2030 Draft EIS Crossing Analysis

2030 Updated Crossing Analysisa

Wooddale Avenue

50-car train at 10 mph = 232 seconds

75-car train at 25 mph = 3.0 minutes (177 seconds)

Beltline Avenue

50-car train at 10 mph = 232 seconds

75-car train at 25 mph = 3.0 minutes (177 seconds)

Cedar Lake Parkway

50-car train at 10 mph = 232 seconds

75-car train at 10 mph = 7.4 minutes (441 seconds)
75-car train at 25 mph = 3.0 minutes (177 seconds)

21st Street

Not Analyzed

75-car train at 10 mph = 7.4 minutes (441 seconds)
75-car train at 25 mph = 3.0 minutes (177 seconds)

Change in train length and speed assumptions are based on updated and refined information obtained through the project
development process and from Twin City & Western Railroad. A detailed discussion of the assumptions can be found in the
Technical Memorandum regarding Southwest Transitway Draft EIS – Traffic Analysis Update.
Sources: Delmore, Sean and Chad Ellos. 2010 (Updated 2012). Technical Memorandum regarding Southwest Transitway Draft EIS
– Traffic Analysis Update, WSB Project No. 01837-050. WSB & Associates, Inc., Minneapolis, MN. April 20, 2010 (Updated on
March 21, 2012); Kimley-Horn and Associates, Inc., October 2013.
a

E.

Bicycle and Pedestrian

Section 6.3.1.4 of the Draft EIS does not have a formal methodology section, however; the Draft EIS assesses
the potential impacts on the bicycle and pedestrian trails within the Hennepin County Regional Railroad
Authority (HCRRA) right-of-way. Bicycle and pedestrian use data from the trail systems was gathered from
the City of Minneapolis and Transit for Livable Communities. See Table 6.3-3 in the Draft EIS. LRT design
standards developed by Metro Transit were then applied to all locations where trails would cross the
proposed improvements to determine the appropriate safety measures required to accommodate bicyclists
and pedestrians and determine where rerouting trails may be needed during construction. The project team
will follow the process identified in the Draft EIS to allow bicyclists and pedestrians to cross the proposed
light rail alignment and modified freight rail tracks.
As part of the development of mitigation strategies for potential short-term (construction) parking impacts,
the Council will develop and implement a Construction Communication Plan to prepare project-area
residents, businesses and commuters for what to expect during construction, listen to their concerns, and
develop plans to minimize harmful or disruptive effects, as described in the Communications and Public
Involvement Plan for the project (see Chapter 4 “Public and Agency Coordination” for additional detail).
Strategies included in the construction communications plan may include:

•

Issuing regular construction updates and posting them on the Project website

Affected Environment, Impacts, and Mitigation

3-21
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

•
•
•
•
•
•
•
F.

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Providing advance written notice of roadway closures, driveway closures and utility shutoffs
Conducting public construction meetings
Establishing a 24-hour construction hotline
Preparing brochure with information about construction
Posting special “open for business” and way-finding signage
Addressing property access issues
Assigning staff to serve as liaisons between the public and contractors during construction
Safety and Security

The Draft EIS includes safety and security under the broader category of Section 3.7, Social Effects. Within
this Supplemental Draft EIS, safety and security issues are addressed in the transportation sections of
Sections 3.2, 3.3, and 3.4. This Supplemental Draft EIS identifies new LRT at-grade crossings or roadways not
identified in the Draft EIS, as well as addresses safety and security issues associated with light rail tunnels,
which also are not addressed in the Draft EIS.

Relative to rail transit systems, the project is being developed to conform to FTA’s State Safety Oversight
Program for Rail Safety. This program was developed in response to Congressional concern regarding the
potential for accidents and incidents on rail transit systems as part of the Intermodal Surface Transportation
Efficiency Act of 1991 added Section 28 to the Federal Transit Act (codified at 49 U.S.C. 5330). The FTA has
created a state-managed oversight program for rail transit safety. Additional information on the State Safety
Oversight Program for Rail Safety is available at:
http://www.transit-safety.volpe.dot.gov/Safety/oversight.asp. For additional information, see also FTA’s
Safety and Security Guidance for Recipients with Major Capital Projects, covered under 49 CFR part 633, “Project
Management Oversight.”

In addition, Moving Ahead for Progress in the 21st Century Act (MAP-21 8) includes several elements related
to rail safety. MAP-21 gives FTA authority to establish safety criteria for all modes of public transportation
and establish minimum safety standards for public transportation vehicles used in revenue operations.
To initiate that process, FTA issued an Advanced Notice of Proposed Rulemaking in October 2013 requesting
comment on a number of questions related to the implementation of the new MAP-21 requirements for a
National Transit Safety Plan, for Transit Agency Safety Plans, a Safety Certification Training Program, and a
National Transit Asset Management System. FTA also established the Office of Transit Safety and Oversight,
which is responsible for administering and overseeing the National Transit Safety Program. It will also
facilitate the partnership between FTA and states with state safety oversight obligations under MAP-21.

The Council will also work with the Federal Railroad Administration on the evaluation and potential
implementation of any quiet zones that could be associated with proposed light rail grade crossings of roads.
In October 2014, the project received a jurisdiction determination from the Federal Railroad Authority
(FRA). FRA concluded that the proposed Southwest LRT project will be an urban rapid transit (URT)
operation, therefore FRA will exercise its safety jurisdiction and regulations over the five shared highwayrail grade crossings for the Southwest LRT project, and these regulations will not apply to other locations
(See Appendix E of the Supplemental Draft EIS for a copy of this letter and description of the five shared
highway-rail grade crossings).

3.1.2.13 Mitigation Measures

Table 3.1-6 summarizes the mitigation measures included in Sections 3.2, 3.3, and 3.4 of this Supplemental
Draft EIS. The mitigation measures are identified by environmental resource area for the Eden Prairie
Segment, the proposed Hopkins OMF, and the St. Louis Park/Minneapolis Segment. The table also notes
instances where mitigation measures are the same for the entire LPA, or specific to a particular location.
Refer to Section 3.2, 3.3, and 3.4, respectively, for a more detailed discussion of mitigation measures.

8

MAP-21, Moving Ahead for Progress in the 21st Century Act (P.L. 112-141), was signed into law on July 6, 2012.
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TABLE 3.1-6

Summary of Short-term and Long-term Mitigation Measures by Resource Area
Environmental
Resources

Land Use

Acquisitions
and
Displacements
Cultural
Resources

Parklands,
Recreation
Areas, and
Open Spaces

Visual Quality
and
Aesthetics

Geology and
Groundwater

Water

Summary of Mitigation Measures for the Eden Prairie Segment, the Hopkins OMF, and the St. Louis Park/Minneapolis Segment

Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segment
• The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.1 for additional detail) to coordinate with city, neighborhood
groups, and commercial interests to ensure consistency with existing land uses and to determine need for providing alternative access to neighborhoods,
properties, and businesses during construction
• Implementation of the LPA, anticipated intensification of land uses near proposed light rail stations, and potential changes resulting from the proposed OMF are
consistent with existing plans and policies, no mitigation measures addressing long-term land use impacts have been identified
Hopkins OMF
• As design progresses for the Shady Oak Station, the Council will continue to work with the City of Hopkins to ensure that the proposed OMF would remain
compatible with existing land uses and will be consistent with the City of Hopkins Comprehensive Plan
Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segment
• All property will be acquired in full compliance with the Uniform Relocation Assistance and Real Property Acquisition Policies Act (Uniform Act).
• Businesses or persons displaced from the property will be compensated in accordance with the provisions of the Uniform Act.
Eden Prairie and St. Louis Park/ Minneapolis Segments
• Mitigation for impacts will be developed in consultation with MnSHPO, FTA, MnDOT CRU, the Council, and consulting parties, and will be included in the
Section 106 agreement. The draft Section 106 agreement will be included in the Final EIS and executed prior to the ROD. Mitigation measures that may be
included in the Section 106 agreement can be found in Section 3.1.2.3 of this Supplemental Draft EIS.
Eden Prairie and St. Louis Park/ Minneapolis Segments
• There are no long-term direct impacts to parklands, recreation areas, and open spaces, therefore no long-term mitigation measures have been identified
• Impacts during construction related to temporary changes to parking and access to parks will be mitigated by development of a Construction Communication
Plan, which will include coordination with the park owners, advance notice of construction activities, highlighting road, sidewalk, and trail closures and detour
routes (refer to Section 3.1.2.4 for additional detail)
• Areas and features of parks and recreation areas that are altered or disturbed as the result of construction activities will be returned to pre-construction
conditions or better.

Eden Prairie and St. Louis Park/ Minneapolis Segments
• The Council will develop aesthetic guidelines for the design of the project. These guidelines will consider input from affected communities and include
mitigation measures for visual impacts. The aesthetic guidelines will be described in the Final EIS
• Based in part on the forthcoming aesthetic guidelines, mitigation measures for substantial adverse visual impacts resulting from the light rail elements will be
identified during advanced engineering and could include measures such landscaping, visual treatments and continuity with the elevated structure design,
lighting, and signage
• Construction related mitigation measures will include elements such as locating construction staging areas in places not viewable by trail users or by otherwise
visually screening staging areas, preservation of existing vegetation to the extent possible, implementation of dust suppression efforts, shielding of nighttime
construction lights, continuous cleanup of trash and debris, and timely restoration of areas disturbed during construction

Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segments
• A groundwater management plan will be prepared by the Council, and approved by the appropriate regulatory agency, before construction. The plan will
include required groundwater monitoring and management practices during construction. The management plan will also address collection, storage, and
disposal of surface water runoff from the light rail track system, stations, and other infrastructure developed as part of the project. Mitigation measures related
to existing groundwater contamination and hazardous and contaminated materials are discussed in the respective Hazardous and Contaminated Materials
Sections of this Supplemental Draft EIS (Section 3.2.2.5, Section 3.3.2.3, and Section 3.4.2.5)
St. Louis Park/ Minneapolis Segment
• The groundwater management plan will include groundwater monitoring during operation, which will be used to assess excessive groundwater infiltration and to
prioritize any repairs to the waterproofing systems. The groundwater management plan will be based on an appropriate safety factor, to be determined in
consultation with the Minnehaha Creek Watershed District and the MnDNR, which will be applied to pumping rates and yearly pumping volumes in calculating
maximum inflow amounts.
Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segments
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Summary of Mitigation Measures for the Eden Prairie Segment, the Hopkins OMF, and the St. Louis Park/Minneapolis Segment
• A Compensatory Mitigation Plan will be developed by the Council, and reviewed by USACE and state and applicable local jurisdictions, prior to the submittal of
the Section 404 permit application
• Mitigation for permanent wetland impacts will include onsite project specific permittee responsible mitigation, offsite project specific permittee responsible
mitigation, and/or the purchase of wetland mitigation bank credits that meet USACE regulatory requirements, as well as state and local regulatory
requirements
• Stormwater runoff (both long-term and short-term) will be directed into stormwater detention facilities created as part of the project. Temporary impacts on
soils and vegetation (e.g., due to temporary pumping during construction) within and surrounding the wetlands will be restored upon completion of construction
• Impacts on floodplains and public waters will be mitigated by appropriate compensatory storage. After Project Development, the amount of floodplain impacts
will be calculated and coordination with the regulatory entities will occur to determine the appropriate type, location, and extent of compensatory floodplain
storage (likely in the form of excavation) required. The project will require coordination with, and permitting from local, state, and federal water resources
agencies. Development of permit applications will be completed during the Engineering phase of the project
Eden Prairie and St. Louis Park/ Minneapolis Segments
• Based on the projected noise impacts identified and in compliance with FTA guidance, final determinations of noise mitigation measures to be incorporated into
the project will be made in a noise mitigation plan and that will be included in the Final EIS
• The contents of that plan will include: additional noise monitoring and/or testing where appropriate; documentation of the evaluation of mitigation measures
relative to their feasibility, practicability, and project-specific factors used to identify the committed noise mitigation measures; and identification of committed
long-term and short-term (construction) noise mitigation measures and an assessment of their effectiveness
• See Section 3.1.2.8 for additional detail on FTA noise mitigation guidance and on the contents of a noise mitigation plan

Eden Prairie Segment
• There are no projected long-term vibration impacts in the Eden Prairie Segment, therefore no mitigation is identified
• If vibration impacts are identified in the Final EIS, a vibration mitigation plan will be developed, and will include: additional testing where appropriate;
documentation of the evaluation of mitigation measures relative to their feasibility, practicability, and project-specific factors used to identify the committed
mitigation measures; and identification of committed long-term and short-term (construction) mitigation measures and an assessment of their effectiveness
See Section 3.1.2.9 for additional detail on FTA noise mitigation guidance and on the contents of a vibration mitigation plan
St. Louis Park/ Minneapolis Segment
Based on the projected vibration impacts identified, and in compliance with FTA guidance, final determinations of vibration mitigation measures to be incorporated
into the project will be made in a vibration mitigation plan and documented in the project’s Final EIS
The contents of that plan will include: additional testing where appropriate; documentation of the evaluation of mitigation measures relative to their feasibility,
practicability, and project-specific factors used to identify the committed mitigation measures; and identification of committed long-term and short-term
(construction) mitigation measures and an assessment of their effectiveness
See Section 3.1.2.9 for additional detail on FTA noise mitigation guidance and on the contents of a vibration mitigation plan
Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segment
• Mitigation for hazardous and contaminated materials impacts will be conducted within the MPCA Brownfield Program regulatory framework
• A response action plan (RAP) will be developed by the Council and approved by MPCA to address the risks identified in Phase I and Phase II ESAs
• Upon MPCA approval of the RAP, cleanup of identified contamination would begin prior to, or in concert with, project excavation and/or drilling activities All
clean-up activity will be conducted with prior MPCA approval and in accordance with the approved Site Safety and Health Plan and will be continuously
monitored by qualified inspectors
• A Construction Contingency Plan shall be prepared by the Council and approved by MPCA prior to the start of construction to account for the discovery of
unknown contamination. This plan will outline procedures for initial contaminant screening, soil and groundwater sampling, laboratory testing, and removal,
transport, and disposal of contaminated materials at licensed facilities
• Any existing structures will be surveyed for the presence of hazardous/regulated materials prior to their demolition or modification. Potentially hazardous and
contaminated materials will be handled and managed in compliance with all applicable regulatory standards and will be disposed in accordance with an
approved remediation plan
Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segment
No long-term or short-term (construction) impacts are anticipated. Therefore, no mitigation measures have been identified.

Eden Prairie Segment
• During project development and engineering any potential impacts to SouthWest Transit bus operations would be identified and addressed in consultation with
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Summary of Mitigation Measures for the Eden Prairie Segment, the Hopkins OMF, and the St. Louis Park/Minneapolis Segment
SouthWest Transit. If construction-related detours are required that would affect SouthWest Transit bus routes, Metro Transit will communicate those detours
as soon as possible to allow SouthWest Transit time to plan for changes to bus routes and to notify affected patrons
• The Council will coordinate with SouthWest Transit to ensure Federal and local procedures for any route modifications or the suspension of transit service are
followed. This would include a Title VI analysis to determine how service changes would affect low-income and minority communities, as appropriate.
St. Louis Park/ Minneapolis Segment
If the LPA affects fixed route bus service, Metro Transit will follow Federal and local procedures for route modifications or the suspension of transit service, which
will include a Title VI analysis to determine how service changes would affect low-income and minority communities. This will include a community outreach
process for designing route changes, a public hearing for the proposed service changes, and ongoing outreach efforts to communicate service changes prior to
implementation.
Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segments
• During construction, contractors will be required to comply with all state and local regulations concerning the closing of roadway, effects of construction
activities, and the guidelines established in the Minnesota Manual on Uniform Traffic Control Devices.
• The Council will develop a construction staging plan (staging plan), which will be reviewed with all appropriate jurisdictions and railroads, and the contractor
will be required to secure all necessary permits and follow the staging plan, unless otherwise approved. Components of a staging plan include:
 Traffic management plans will be reviewed by all appropriate jurisdictions prior to the start of construction activities. In some cases, intersections may
need to be modified to minimize vehicle delay. Measures may include the addition of turn lanes, the construction of temporary traffic signals, the
revision of existing signal timing plans, or the addition of warning signs
 Detailed construction timeline will be developed before the initiation of construction activities that would inform roadway users and adjacent property
owners about when the activities would begin, the type of work being performed, an estimate of when the work will be completed, and recommendations
on how individuals and entities can minimize disruption to their activities
• The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.12 for additional detail) to coordinate with city,
neighborhood groups, and commercial interests to determine the need for providing alternative access to neighborhoods, properties, and businesses during
construction
Eden Prairie and St. Louis Park/Minneapolis Segments
• Mitigation will be identified for the following conditions:
 Intersections that would operate at LOS D or better under No Build Alternative conditions in the forecast year which would operate at LOS E or F in the
forecast year under the LPA would be mitigated to operate at LOS D or better
 Intersections that would operate at LOS E or F in the forecast year under No Build Alternative conditions which would operate at a worse LOS in the
forecast year under the LPA would be mitigated to operate at No Build Alternative conditions or better
• Following are general strategies that could be used to improve operations at intersections where mitigation would be warranted:
 Optimizing signal splits (green time) and offsets
 Adding new traffic signal controllers, pedestrian controllers, and signage at crossings
 Modifying a light rail at-grade crossing from preemption to a priority strategy
 Adding left- or right-turn lanes
 Lengthening left- or right-turn lanes
 Adding lanes to the cross-street approaches
 Providing a grade separation between the roadway and LRT guideway (or in specific circumstances)
 Restricting or removing full access
Hopkins OMF
Mitigation measures related to the partial acquisition of the parcel at 510 15th Avenue South will include providing circulation to the loading dock located on the
west corner of the building. These details will be refined as part of Project Development.
Eden Prairie Segment, Hopkins OMF, and St. Louis Park/Minneapolis Segments
The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.12 for additional detail) to coordinate with city, neighborhood
groups, and commercial interests to determine the need for providing alternative access to neighborhoods, properties, and businesses during construction
Eden Prairie Segment and St. Louis Park/Minneapolis Segments
• Mitigation of the displacement of off-street parking spaces for the parcels that would be fully acquired by the project is not be warranted, because the
businesses that the parking spaces are associated with would also be displaced
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Summary of Mitigation Measures for the Eden Prairie Segment, the Hopkins OMF, and the St. Louis Park/Minneapolis Segment
• Mitigation of the displacement of off-street parking for the parcels where the existing businesses would remain on their existing parcels will be determined
through the property acquisition process, which would occur during the Engineering and construction phases. The primary mitigation measure that would be
considered through that process would be potential modifications to the layout of the remaining parking lot to increase the number of off-street parking spaces
and potential modifications to the design of the project to reduce the number of displaced off-street parking spaces. Property owners would be compensated
for loss of parking in compliance with the Uniform Relocation Act. Where eliminated spaces are associated with partial property acquisitions, mitigation will be
determined in the final agreement with the property owner consistent with the requirements of the Uniform Act
Eden Prairie Segment
Because the project would increase the supply of on-street parking spaces in the segment, no mitigation measures for on-street parking impacts have been
identified.
Hopkins OMF
• Because the proposed OMF site would contain adequate off-street parking for employees and visitors, mitigation for the displacement of on-street parking is
not needed
• All off-street parking that would be displaced is associated with businesses that would also be displaced by the OMF. Therefore, no mitigation of the
displacement of off-street parking spaces has been identified.
St. Louis Park/ Minneapolis Segment
• No long-term impacts to freight rail transportation in the St. Louis Park/Minneapolis Segment are anticipated. Therefore, no long-term mitigation measures
have been identified
• In order to mitigate short-term impacts to freight rail operations related to construction activities, the Council will develop and update a freight rail operations
coordination plan. The purpose of the plan is to facilitate coordination between the project and the freight railroads throughout the construction period in order
to minimize impacts on freight rail owners and operators in the St. Louis Park/Minneapolis Segment without creating unreasonable constraints during
construction of the LPA. Freight rail owners and operators in the project area will review and approve the coordination plan, prior to the start of construction.
As part of this effort, Council staff will also work with the freight railroads to provide provisions in the construction contract to identify how the contractor will
interact with the railroads. Further, Council staff will work with the freight railroads to sequence construction to minimize effects on freight movements and to
identify optimal periods for closing the rail service and reducing speeds.
• During construction activities, flaggers will be used to allow freight railroad operations to continue without interruption, except for the following proposed
activities and durations:
 Four- to eight-hour stoppage when completing the freight rail track swap
 Two-day (likely over a weekend) stoppage for MN&S and TC&W trains for turnout construction for the new southerly connection to MN&S tracks
 One-day stoppage to shift the bridge over Highway 100 from its location along the current alignment to a location north of the light rail mainline
Eden Prairie and St. Louis Park/ Minneapolis Segments
• Because there would be no long-term adverse impacts from the LPA on bicycle and pedestrian facilities, no long-term mitigation measures have been
identified
• Short-term effects on pedestrian and bicycle routes would be mitigated through signage, information fliers, website postings with maps of construction areas/
detours, and notices placed at bicycle shops, for example
• The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.12 for additional detail) to coordinate with city,
neighborhood groups, and commercial interests to determine the need for providing alternative access to neighborhoods, properties, and businesses during
construction

Eden Prairie Segment, Hopkins OMF, and St. Louis Park/ Minneapolis Segments
• Metro Transit will coordinate with public service providers before and during construction to maintain reliable emergency access and alternative plans or routes
to minimize delays in response times
• Other mitigation measures will include signage, information fliers, and website postings with maps of construction areas/detours. More specific mitigation
concepts will be included in the Final EIS when additional design and construction information will be available, in accordance with Federal, state and local
requirements
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3.1.2.14 Environmental Justice Compliance
The environmental justice analysis for the Supplemental Draft EIS was completed following the methodology
presented in Section 10.3 of the Draft EIS. The environmental justice analysis included in this Supplemental
Draft EIS supplements the analysis provided in the Draft EIS for the Eden Prairie and St. Louis Park/
Minneapolis segments and provides new information related to the Hopkins OMF. The environmental justice
assessment in this Supplemental Draft EIS reflects the design adjustments identified by the Council in
March 2014, as well as the following updated data sources:
•

•

•

•

The Draft EIS uses 2000 US Census data to identify low-income populations. The Supplemental Draft EIS
environmental justice analysis includes new US Census data (2007-2011 American Community Survey
data) to determine low-income populations.
The Supplemental Draft EIS uses a secondary source of data (elementary school data), which was not
used for the Draft EIS. The elementary school data are used to supplement the United States Census
Bureau (U.S. Census) data and could identify demographic changes related to minority and low-income
populations since the publication of the U.S. Census data.

The study area for the Supplemental Draft EIS environmental justice analysis for the Hopkins OMF site is
a 1,000-foot radius around the site. The 1,000-foot radius was selected because this is the area in which
most of the impacts, both positive and negative, would likely occur. The environmental justice study area
for the Eden Prairie and St. Louis Park/Minneapolis segments remains at 0.5 mile, consistent with the
Draft EIS.

The environmental justice analyses in this chapter are based on the updated environmental impacts also
included in this chapter. Environmental elements where there has been either no change in impacts from
the Draft EIS or where no impact would occur are not included in the analysis.

The environmental justice compliance sections of this Supplemental Draft EIS also describe related public
involvement activities, as does Chapter 4.

Section 10.6 of the Draft EIS includes a preliminary finding of no disproportionately high or adverse impact
to environmental justice populations for alternatives LRT 3A and LRT 3A-1, which both include the LPA, with
varying freight rail modifications. This Supplemental Draft EIS updates the assessment of project impacts on
environmental justice populations in the Eden Prairie Segment, in the vicinity of the Hopkins OMF, and in the
St. Louis Park/Minneapolis Segment. The final environmental justice finding for the entire LPA will be
included in the Final EIS.
As with the Draft EIS, the analysis in the Supplemental Draft EIS was prepared in compliance with: the
Presidential Executive Order 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations, (February 11, 1994); the USDOT Order to Address Environmental Justice in
Minority Populations and Low-Income Populations (USDOT Order; May 2, 2012); and the FTA’s Circular
FTA C4703.1, Environmental Justice Policy Guidance for Federal Transit Administration Recipients
(FTA, 2012).

3.2

Eden Prairie Segment

This section provides a summary of the potential environmental impacts that would result from the LPA
within the Eden Prairie Segment and supplements information provided in the project’s Draft EIS. This
section addresses existing conditions within the vicinity of the proposed light rail-related improvements and
potential long-term and short-term (construction-related) impacts resulting from the LPA within the
segment. Mitigation measures are also identified.
As described and illustrated in Section 2.5 of this Supplemental Draft EIS, in April 2014, the Council
identified adjustments to the LPA in the Eden Prairie Segment 9. Appendix G of this Supplemental Draft EIS

9

See Section 2.5.1 for a description and illustration of the Eden Prairie Segment and the elements of the LPA included within
that segment. The scope of the LPA as identified by the Council includes a proposed western terminus at the Mitchell Station
south of Technology Drive and west of Mitchell Road. As part of the design and engineering process, the Council also
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includes the conceptual engineering drawings of the proposed light rail related improvements in the
segment. As shown on Exhibit 2.5-1 in this Supplemental Draft EIS, the LPA would construct a light rail
alignment and associated stations and park-and-ride lots within the Eden Prairie Segment. The LPA would
also result in related roadway and bicycle/pedestrian improvements in the segment.

The analysis discussed in this section focuses on the following environmental categories that could
potentially identify new significant adverse impacts not previously disclosed in the Draft EIS:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Land use
Acquisitions and displacements
Cultural resources
Parklands, recreation areas, and open spaces
Visual quality and aesthetics
Geology and groundwater
Water resources: wetlands, floodplains, public waters, and stormwater management
Noise
Vibration
Hazardous and contaminated materials
Economic effects
Transit
Roadway and traffic
Parking
Bicycle and pedestrian
Safety and security

An assessment of impacts to environmental categories that would not differ substantially from those
addressed in the Draft EIS will be updated in the Final EIS. Section 3.1 of this Supplemental Draft EIS
provides a description of the environmental categories addressed in this section, as well as a description of
the methodologies, data and regulations used to prepare this analysis, including updates made since
publication of the Draft EIS. Table 3.2-1 identifies the environmental categories evaluated in this section and
summarizes the key findings of that analysis by environmental category.

TABLE 3.2-1

Summary of Findings for the Eden Prairie Segment
Resource Group/
Environmental Category

Social Effects
Land Use

Summary of Findings
Direct conversion of about 22.3 acres of land to public transportation-related use
Potential indirect land use impact from possible redevelopment around station areas
LPA is compatible with adopted plans and existing land use
Temporary changes to property access during construction or temporary conversion of land to a
transportation use for construction staging and other construction activities
• Potential increases in noise levels, dust, traffic congestion, visual changes, and increased difficulty
accessing property
•
•
•
•

developed a design adjustment that would implement a western terminus of the proposed light rail line at the Southwest
Station. As a result of that western terminus, there would be no light rail alignment west of Southwest Station and no
Mitchell Station or associated structured park-and-ride lot. Further, the proposed structured park-and-ride lot at Southwest
Station would be increased by approximately 600 spaces (increasing from 450 spaces under the Mitchell Station terminus to
1,050 spaces under the interim Southwest Station terminus). The western terminus at the Southwest Station would also
include additional northbound and southbound through lanes on Prairie Center Drive, generally between Highway 212 and
Technology Drive. The environmental impact analysis of the LPA within the Eden Prairie Segment provided in Section 3.2 of
this Supplemental Draft EIS is based on a western terminus at Mitchell Station, with notes where the implementation of the
western terminus at the Southwest Station would potentially increase impacts (i.e., visual quality and aesthetics, traffic, and
transit).
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Summary of Findings
• Acquisition of two full and 33 partial parcels
• Potential relocation of an estimated nine businesses
• Potential increases in noise levels, dust, traffic congestion, visual quality, and increased difficulty
accessing property
• Phase I/II archaeological testing needed at two remaining locations within the APE
• No long-term impacts due to the proposed LPA are anticipated
• No short-term impacts due to the proposed LPA area anticipated

Parklands, Recreation
• Long-term effect on the setting of Purgatory Creek Park
Areas, and Open Spaces • Short-term construction (temporary) impacts on Purgatory Creek Park (i.e., visual quality, noise,
and access) and the Nine Mile Creek Conservation Area (short-term occupancy of open space
during construction)
Visual Quality and
Aesthetics

Environmental Effects

• Of the 10 viewpoints analyzed, two would experience a “substantial” overall level of impacts and
eight would experience a “not substantial” level of impact
• Potential construction-related visual impacts

Geology and Groundwater • Generally compatible geologic conditions would accommodate construction and operations
• Peats and fat clays west of the proposed Eden Prairie Town Center Station, near the proposed
Southwest Station, and along the alignment between the Southwest Station and the Mitchell Station,
would require remediation (e.g., soil replacement, pile foundations)
• Temporary groundwater pumping
• Risk of contamination during construction and the risk of settlement due to pumping of groundwater
during construction
Water Resources
• Wetlands:
• Permanent fill of 4.7 acres of wetlands
• Short-term impacts on wetlands during construction, such as temporary fill
• Erosion and sedimentation during construction
• Floodplains:
• 13.4 acres of fill within a floodplain
• Potential for construction-related sedimentation flow into the floodplain
•
•
•
•
Noise

Vibration
Hazardous and
Contaminated Materials

Economic Effects
Economic
Transportation Effects
Transit

Public Waters and Stormwater Management:
New light rail crossing of Purgatory Creek
Stormwater runoff would be directed into stormwater detention facilities created as part of the project
Erosion and sedimentation during construction

• One moderate noise impact at Baymont Inn, and one moderate and one severe noise impact at
Residence Inna
• Potential impacts at the Optum Auditorium on Technology Drive, which will be assessed in the Final
EIS
• Short-term noise impacts associated with construction activities and construction vehicles
• No vibration impacts (potential impacts at the Optum Auditorium on Technology Drive will be
assessed in the Final EIS)
• Short-term vibration effects from construction activities and, to a lesser extent, construction vehicles
• Six potentially high-risk sites that could affect project
• If permanent pumping of groundwater is needed, there is potential for contaminated groundwater to
enter the groundwater pumping system
• Potential spills during construction
• Encountering sites with existing contamination during construction

• Annual reduction of $34,600 in City of Eden Prairie property tax revenue (year 2013) (0.2 percent
of total)
• No short-term impacts due to the proposed LPA are expected
• Extension of LRT service to Eden Prairie
• No planned changes to existing bus service, but SouthWest Transitb could alter service
• Road detours and construction-related congestion that could affect SouthWest Transit bus
operations
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Summary of Findings
Traffic delays of approximately 50 seconds, 12 times per hour, at eight new light rail at-grade
crossings of roadways or private driveways
One intersection in the a.m. peak hour and three intersections in the p.m. peak hour would not
meet Level of Service (LOS) standards without mitigation;c modifications to existing roadways (Eden
Road, Technology Drive, Flying Cloud Drive, and Mitchell Road)
New unnamed roadway extending west from Eden Road to a cul-de-sac
Changes to traffic and local circulation patterns during construction, with a potential increase in truck
traffic due to construction activities

• 30 on-street parking spaces added along a new street segment
• Displacement of 250 private off-street parking spaces serving businesses at eight locations
• Short-term off-street parking impacts would generally be restricted to the eight properties where offstreet parking spaces would be displaced
• Long-term changes to trail alignments at light rail crossings with no change in trail connectivity
• Temporary trail detours would provide for continued trail connectivity during construction
• Short closures of bicycle and pedestrian facilities during the period of construction

• Potential for emergency vehicle delays of up to one minute, 12 times per hour, at eight new LRT
at-grade crossings
• Temporarily increased congestion along adjacent roadways as a result of temporary lane and
roadway closures, shifts in roadway alignments, and detours
Environmental Justice Compliance
Environmental Justice
• No disproportionately high and adverse impacts on EJ populations identified
Compliance
a
Without mitigation. Where identified and implemented, mitigation will reduce the number of noise impacts exceeding FTA criteria.
Mitigation measures at the hotels will be determined in the Final EIS – see Section 3.2.2.3 for additional information.
b
SouthWest Transit is a private bus service, providing local and express bus service within Eden Prairie.
c
All intersections during a.m./p.m. peak hours would meet LOS standards with potential mitigation measures (average weekday in
2030).
Note: Data are approximate.
Source: CH2M HILL, 2014.

This section also provides an update of the project’s environmental justice compliance within the Eden
Prairie Segment. Section 3.2.5 provides a summary of: updated demographic characteristics of
environmental justice populations in the segment; the project’s environmental justice-related public
involvement efforts in the segment since publication of the Draft EIS; and the updated impacts relative to
environmental justice populations in the segment.
3.2.1

Social Effects

This section addresses the following environmental categories in the Eden Prairie Segment: land use;
acquisitions and displacements; cultural resources, parklands, recreation areas, and open spaces; and visual
quality and aesthetics. In general, this section describes the existing conditions, potential environmental
impacts, and mitigation measures for each environmental category addressed.
3.2.1.1

Land Use

This section addresses how the LPA would affect land use in the Eden Prairie Segment. In particular, this
section describes:

•

•
•
•

Existing land uses and land use designations in the segment.
The compatibility of the LPA with local land use plans.

How the current use of parcels of land would change under the LPA (e.g., from private commercial use to
public transportation) and how that could affect the overall land use characteristics of the segment.
How the LPA would indirectly affect adjacent properties by indirectly attracting transit-oriented
development.

Changes in transportation systems can influence changes in nearby land uses. The project can directly affect
land use through property acquisition required for the project; and, conversely, the project can be a factor in
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considering development patterns of an area. Light rail development can act as a catalyst for development
and/or redevelopment in those station locations where jurisdictions have identified the desire for greater
density and mixture of land uses. In those areas where no land use changes are desired, the local
jurisdictions control land use regulations and only the jurisdictions have the ability to make changes to
directly influence land uses. In areas where the jurisdictions decide to influence land use changes, light rail
can indirectly influence development patterns and decisions toward a pedestrian-friendly environment
around stations in support of transit ridership. The potential indirect land use impacts of the LPA are
discussed in further detail in the Long-Term Indirect Land Use Impacts section below. For the evaluation
contained in this section, the project’s land use compatibility and conformance with existing land use policies
and plans was measured and compared to the following plans:

•

•

•

A.

Comprehensive Guide Plan, Future Land Use Plan (City of Eden Prairie, 2009): Describes planned land
uses for the year 2030. Supports LRT in the transit corridor by planning for transit supportive uses and
densities within one-half mile of the proposed Eden Prairie Town Center and Golden Triangle Stations.
Eden Prairie Town Center Design Guidelines (City of Eden Prairie, 2007): Design guidelines for the area
surrounding the proposed Eden Prairie Town Center Station. Enables and encourages planning
principles that promote transit supportive uses.

Eden Prairie Major Center Area Study (City of Eden Prairie, 2006): Contains a future land use plan for the
area surrounding the proposed Eden Prairie Town Center Station. Plans for increased intensity of
development surrounding the proposed Eden Prairie Town Center Station.
Existing Conditions

This section describes existing conditions related to land use in the Eden Prairie Segment. The existing land
uses and zoning for the Eden Prairie Segment of the LPA are documented in Sections 3.1.2 and 5.2.1
(a portion of Segment 3) of the Draft EIS and have not changed substantially since publication of the Draft
EIS. The adjustments to the LPA within the Eden Prairie Segment would not extend proposed light railrelated improvements in the segment beyond the original study area for the land use analysis completed as
part of the Draft EIS, and therefore, they are not described in detail here. In summary, land uses within the
segment are predominantly institutional/public, industrial, retail-commercial, office-industrial, multi-unit
residential, and vacant.

Planned land use tends to be industrial in the west portion of the segment and commercial and mixed use in
the east portion of the segment. The proposed light rail-related improvements in the Eden Prairie Segment
would be allowable uses under Eden Prairie’s existing comprehensive plan and zoning designations, and
they would be compatible with existing surrounding land uses.
B.

Potential Land Use Impacts

This section discusses the potential impacts on the land use patterns and the consistency of the adjustments
made to the Eden Prairie section of the LPA with regional, state, and local policies. Direct land use impacts
would occur in locations where the LPA would require private or public property acquisition for the
alignment, stations, or parking and traction power substations. These property acquisitions would convert
property to a transportation-related use. Direct impacts also include proximity impacts (e.g., traffic, noise,
and visual quality impacts) that could cause changes in adjacent land uses.

Indirect land use impacts affect the development and/or redevelopment of land (such as transit-oriented
development) in the vicinity of the proposed project facilities (i.e., light rail line, stations, parking facilities,
traction power substations). In addition to those uses allowed by current zoning and land use codes,
jurisdictions could enact changes in their codes to spur other development and/or redevelopment.
Long-Term Direct Land Use Impacts

For the purpose of this land use analysis, the entire area of property that would be acquired by the project, as
reported in Section 3.2.1.2 of this Supplemental Draft EIS, is defined as a direct change in land use. A change
in the use of a parcel of land is not the same as a change in the land use of the surrounding neighborhood.
That is, a commercial district that loses one or more commercial buildings is still a commercial district;
Affected Environment, Impacts, and Mitigation
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similarly, a residential neighborhood that gains higher density residential uses, or compatible mixed use or
commercial development, would still be a residential neighborhood. While the LPA would result in changes
to the existing use of particular parcels of land, those would not change the overall land use characteristics of
the segment.
Following is a summary of the primary adjustments to the LPA within the Eden Prairie Segment made since
publication of the Draft EIS and, generally, how those adjustments would affect the amount of land
permanently incorporated into the transportation project: 10
•

•

•

The location of the proposed Mitchell Station studied in the Draft EIS has been adjusted to the south, and
the proposed alignment between the Mitchell and Southwest stations has been modified. The Mitchell
Station would be located on the south side of Technology Drive, west of Mitchell Road, and adjacent to
the Eden Prairie Town Center (rather than on the south side of Highway 212, west of Mitchell Road). The
structured park-and-ride lot adjacent to the Mitchell Station would have approximately 900 spaces
(relative to 400 spaces within the Draft EIS). The light rail alignment between the stations would
generally be via Technology Drive, rather than generally via Highway 212. Compared to land use impacts
described in the Draft EIS, the adjusted station location, park-and-ride lot size and location, and light rail
alignment would result in decreased conversion of industrial land and increased conversion of public
land to transportation use. The location of the Mitchell Station in the Draft EIS can be seen on
Figures 2.3-5 and 2.3-8 of the Draft EIS. In this Supplement Draft EIS, it is shown on Exhibit 2.5-2.

The proposed Southwest Station location is generally unchanged from the Draft EIS. However, the
proposed adjacent structured park-and-ride lot, which would be west (rather than east) of the existing
structured park-and ride lot, would be smaller than what was studied in the Draft EIS (approximately
450 spaces, compared to approximately 650 spaces), resulting in conversion of less land to a
transportation use than reported in the Draft EIS. The changes to the proposed park-and-ride structure
would relocate the SouthWest Transit office, relocate or close the Culvers Restaurant to allow a larger
kiss-and-ride facility, and reconfigure the SouthWest Transit bus access road from Technology Drive.
The location of the Southwest Station in the Draft EIS can be seen on Figures 2.3-5 and 2.3-8. In this
Supplement Draft EIS, it is shown on Exhibit 2.5-2.

The proposed Eden Prairie Town Center Station would be located between Technology Drive and
Singletree Lane, on the north side of a new unnamed road that would extend west from Eden Road,
rather than on the south side of Technology Drive, between Prairie Center Drive and Flying Cloud Drive,
as described in the Draft EIS. The proposed light rail alignment connecting to the station was shifted
south (from along Technology Drive to along Eden Road and along the new unnamed road extending
west of Eden Road). This alignment adjustment would result in an increase in the amount of land that
would be converted to a transportation land use. However, the LPA would also include a 160-space
leased surface park-and-ride lot in the vicinity of the station, rather than the 650-space structured lot
included in the Draft EIS, which would reduce the amount of land converted to a transportation use. The
location of the Eden Prairie Town Center Station in the Draft EIS can be seen on Figures 2.3-5 and 2.3-8.
In this Supplement Draft EIS, it is shown on Exhibit 2.5-2.

Table 3.2-2 summarizes the anticipated changes to use of land within the Eden Prairie Segment at the parcel
level as a result of the LPA (by land use type). In summary, approximately 22.3 acres of land would be
acquired for the project and converted to transportation use. Most of that land is privately owned and used
for industrial and commercial purposes. Parcel acreages will continue to be developed as the project
completes Project Development and reported in the Final EIS. Refer to Section 3.2.1.2 of this Supplemental
Draft EIS for more information on property acquisitions that would occur within this segment.
10

As noted in Section 2.5.1 of this Supplemental Draft EIS, design adjustments to the LPA made since publication of the Draft
EIS include modifications to the size and location of proposed park-and-ride lots. In general, the adjustments to the size and
location of park-and-ride lots were in response to requests from the City of Eden Prairie to minimize the use of land in the
core of the activity center for park-and-ride lots and to help intercept park-and-ride lot trips outside of the core of the activity
center (i.e., near the Eden Prairie Town Center).
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While the acquisition of property in the Eden Prairie Segment would change the land use of specific parcels,
the acquisitions would not change the overall character of land within the segment.
TABLE 3.2-2

Changes in Existing Land Use under the LPA – Eden Prairie Segment
General Land Use Categorya

Area Converted to Public Transportation Use
(acres)

Percent of Total Project Land
Converted

Parklands, Recreation Areas, and
Open Spaces

0.0

0.0%

Industrial

6.9

30.1%

Commercial

11.0

48.9%

Mixed Use

0.0

0.0%

Residential

1.0

4.4%

Public/Institutional

3.4

16.6%

TOTAL

22.3

100%

The conversion of land from existing land uses to a transportation use is consistent with relevant local land use plans and policies,
which generally plan for increased intensity of development surrounding the proposed LRT stations, as previously described.
Note: Total impacts are based on estimated and rounded property acquisition.
Sources: MnDOT, 2014; and Hennepin County Property Tax Information Search.

a

Long-Term Indirect Land Use Impacts
As noted in the Draft EIS, construction of the LPA within the Eden Prairie Segment could indirectly attract
transit-oriented development, primarily within proposed station areas. Improved transit access could
increase the desirability of surrounding residential, commercial, office and industrial properties. If other
market conditions are present, that improved access could help accelerate and/or concentrate development
and redevelopment patterns. As a result, the type of development or redevelopment near stations with
available land and supportive zoning in place generally tends to be more intense, mixed-use development
that supports higher-density residential, commercial, and office-related uses. The following is a summary of
the potential for indirect impacts to development patterns surrounding each of the proposed station within
the Eden Prairie Segment.

•

•

•

Mitchell Station: The LPA will complement the existing industrial and institutional uses and, because
there is some vacant land within the vicinity of the proposed station, there is some potential for
development/redevelopment in the area. However, existing structures on parcels in the area currently
meet the maximum density (floor-to-area ratio of 0.30) allowable under the current zoning (I-2), which
could affect the potential redevelopment of land in the proposed station area. While the City of Eden
Prairie is supportive of transit-oriented development surrounding station areas, there are no adopted
plans for redevelopment in the area surrounding the Mitchell Station. Wetlands north of the proposed
station, adjacent to Technology Drive, could also limit development potential of some parcels.

Southwest Station: The city’s future land use plan (City of Eden Prairie, 2009), calls for continued
regional commercial uses, high-density residential uses, and parks and open space in the area
surrounding the proposed Southwest Station. However, because most of the surrounding land is already
built out to relatively high densities, no immediate land use changes in this area are anticipated.

Eden Prairie Town Center Station: This station would be located in an area planned for future mixed-use
redevelopment. Future land use plans (City of Eden Prairie, 2009) designate this area as a regional
activity center in support of future light rail service and transit-supportive uses surrounding this station.
Of the three stations that would be located within the segment, the area encompassing the Eden Prairie
Town Center Station would be the most likely to see earlier and more intense development due, in part,
to the extension of light rail service into Eden Prairie, especially if the city targets infrastructure
improvements to this area.
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Short-Term Land Use Impacts
This section describes the short-term land use impacts anticipated during construction of the LPA.
In general, construction-related activities associated with the light rail-related improvements in the Eden
Prairie Segment would not change the land use of the area in the long-term. Short-term land use impacts
resulting from the LPA could include temporary changes to property access during construction or
temporary conversion of land to a transportation use for construction staging and other construction
activities throughout all or part of the construction period. Temporary occupancies of parcels would include
the use of construction easements or intergovernmental agreements and would not change existing land
uses in the long term. The short-term impacts to property that could indirectly affect their use could include
potential increases in noise levels, dust, traffic congestion, visual changes, and increased difficulty accessing
residential, commercial, and other-use properties. See Sections 3.2.1.5 – Visual Quality and Aesthetics,
3.2.2.3 – Noise, and 3.2.4.2 – Roadway and Traffic of this Supplemental Draft EIS for additional information
on temporary construction impacts from the LPA that could temporarily affect the use of property in the
Eden Prairie Segment. Although some businesses may experience hardship during construction due to those
types of impact, the impacts would not affect land use type unless the property became vacant.

Based on the project’s conceptual engineering, no temporary construction easements have been identified
beyond the property to be permanently acquired for the LPA. If temporary easements are identified at the
conclusion of the Project Development or during the subsequent Engineering phase, construction easements
might affect portions of property on residential, commercial, industrial, and public properties. Any
construction easements would be temporary and would be returned to preconstruction conditions upon
completion, depending on executed agreements. See also the short-term impacts subsection of
Section 3.2.1.2 – Acquisitions and Displacements of this Supplemental Draft EIS.

BMPs identified in Section 3.1 of the Draft EIS, including development of a BMP construction plan, will apply
to construction within the Eden Prairie Segment. Construction BMPs, including preparation of a BMP
construction plan, will be developed prior to construction to address optimum traffic re-routing measures,
minimization of temporary lane, sidewalk, and trail closures, and maintenance and timely removal of
temporary traffic control devices. In addition, potential modifications to the construction schedule and other
measures will be incorporated into the plan to minimize temporary impacts. For example, the BMPs would
include working with residents and businesses to provide alternative access, as well as providing advance
notice of construction activities, temporary trail or sidewalk closures, and detour routes. To minimize
construction-related noise and dust impacts on adjacent land uses, contractors will be required to comply
with applicable laws regarding proper use of construction equipment and onsite construction and public
safety standards applicable to ADA access requirements and with keeping construction equipment outfitted
with appropriate environmental protection features, such as noise mufflers and air filters, to minimize
exhaust.
C.

Mitigation Measures

Because the implementation of the LPA in the Eden Prairie Segment, as well as the anticipated intensification
of land uses near proposed light rail stations, are consistent with existing plans and policies, no mitigation
measures addressing long-term land use impacts have been identified.

The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.1 for
additional detail) to coordinate with city, neighborhood groups, and commercial interests to ensure
consistency with existing land uses and to determine need for providing alternative access to neighborhoods,
properties, and businesses during construction.
3.2.1.2

Acquisitions and Displacements

This section identifies potential long-term and short-term impacts related to the purchase of parcels in the
Eden Prairie Segment that would be needed to accommodate the light rail-related improvements included
within the LPA, including the closure and/or relocation of business occupants that are currently housed in
buildings on these parcels. As summarized in Table 3.2-1, the LPA would result in the acquisition of two full
and 33 partial parcels of land and the potential relocation of up to an estimated nine businesses.
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As with the overall project, the Eden Prairie Segment remains in the Project Development phase of design,
based on the conceptual engineering design (see Appendix G). As the level of detail in the design increases,
the project team will continue to work to avoid or minimize property acquisitions required for the LPA.
Changes in property acquisitions and displacements associated with the proposed light rail-related
improvements in the Eden Prairie Segment will be presented in the forthcoming Final EIS.
A.

Existing Conditions

This section describes existing conditions related to the purchase of land parcels needed to accommodate
the project, as well as the requirement that current parcel occupants must move as a result of land
acquisitions. Since the publication of the Draft EIS, the Council has continued to review and attempt to
minimize property acquisitions and displacements due to the Southwest LRT Project LPA. While the
Supplemental Draft EIS reflects more advanced design development, the design is still conceptual; therefore,
right-of-way impacts presented in this document remain preliminary and are subject to change as the project
design proceeds.
When an acquisition occurs, it typically results in either a full or partial acquisition of a parcel’s inherent real
estate property interests and rights, or an easement. A partial acquisition would occur if only a portion of the
entire parcel was required to accommodate the project infrastructure and facility needs. This would occur if,
for example, a portion of a commercial parking lot fronting the alignment is required, but not the adjacent
commercial building located away from the immediate alignment area. A full acquisition could occur when
the majority of the property is required to provide sufficient right-of way for elements such as the horizontal
alignment of stations with park and ride facilities or for maintenance facilities. A full acquisition could result
from a severe loss of access (e.g., driveway access is eliminated) that reduces the useful operation of a
property, despite all attempts to avoid or offset the impact through restored ingress/egress. An easement
can involve a general or specific portion of the property and can be either on, below, or above (aerial) the
surface of the property. As applicable, easements can be temporary (during construction) or permanent.
A temporary construction easement is an easement required during construction that would revert back to
the owner of record after completion of construction activities. Its use is not limited to construction staging
or equipment use. It could also include actual construction of temporary facilities that would be removed
prior to reversion of the property to the owner of record (e.g., temporary shoring, temporary retaining walls,
temporary erosion control, temporary drainage system, temporary detour, etc.). Permanent easements may
be obtained for access to another property, usually called “access and egress” easements. An easement can
involve a general or specific portion of the property and can be either at the surface level, beneath or above
(aerial) the property. Permanent underground easements are used when tunneling for a subway and for
underground utilities. Permanent aerial easements are used for the operation of an elevated transit line,
where necessary, if located within property outside of the project’s right-of-way.

Article 6 of a Cooperation Agreement between the Council and MnDOT states that MnDOT, acting for the
Council, may acquire all lands, easements, and rights-of-way required for the project in the name of the
Council, unless the Council and MnDOT mutually agree otherwise. The Council also reserves the right to
acquire any and all real property interests itself. Project acquisitions and displacements would comply with
the Uniform Relocation Act and state law and would be consistent with the design plans for the project. The
acquisition process would also follow the Real Estate Acquisition and Management Plan, which will be
developed and maintained during Project Development, Engineering, and construction phases. In carrying
out property acquisitions, MnDOT would use all powers available to them under applicable law (Council and
MnDOT, 2012).

The acquisitions and displacements analysis and documentation in this Supplemental Draft EIS, like the Draft
EIS, conform to applicable federal and state laws governing property acquisition, including the Uniform
Relocation Act. In addition, disposition of excess property as determined by the Council and FTA, would
conform to Council policy, applicable state law, and FTA’s Circular 5010.1D (FTA, 2008a). See Section 3.1.2.2
of this Supplemental Draft EIS and Section 3.3.1 of the Draft EIS for additional detail.
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Potential Acquisitions and Displacements Impacts

This section identifies the potential long-term and short-term impacts that would result from the need to
acquire land for implementation of the LPA in the Eden Prairie Segment. The number of parcels that would
need to be acquired and the potential for relocation of existing businesses are discussed in this section.

Long-Term Direct and Indirect Acquisitions and Displacement Impacts
This section addresses how businesses and other land uses could be affected by the proposed LPA in the long
term. Implementation of the LPA in the Eden Prairie Segment would result in full acquisition of two parcels
and partial acquisition of 33 parcels, as summarized in Table 3.2-3 and illustrated on Exhibit 3.2-1.
All potential acquisitions within the segment will be within the City of Eden Prairie.

The two parcels to be fully acquired by the project are currently used for commercial purposes. The
acquisition of these parcels could result in the need for up to nine businesses to relocate. Refer to Appendix G
(Eden Prairie Segment) for conceptual engineering drawings showing the potential acquisitions associated
with the LPA. Approximately one acre of residential property would be acquired (two separate parcels of
approximately 0.5 acres each); however, no residential displacements are anticipated because of these
acquisitions. 11 As noted in the Draft EIS in Sections 5.2 and 9.5, the potential for increased development and
redevelopment in areas surrounding proposed light rail stations due to improved transit access could
indirectly result in additional displacements resulting from implementation of the LPA (see Section 3.2.1.1 of
this Supplemental Draft EIS for additional information).
Short-Term Acquisition and Displacement Impacts
This section describes the short-term acquisition and displacement impacts that may occur as a result of
construction of the LPA in the Eden Prairie Segment. Based on the project’s conceptual engineering plans
(see Appendix G), all construction activities would occur within parcels that would be permanently acquired
by the Council or are currently owned by the Council or HCRRA. However, during Engineering, temporary
property acquisitions (e.g., construction easements) may be identified. These temporary property
acquisitions could include short-term changes to property access or temporary conversion of land use to
transportation use for construction staging and other construction activities throughout all or part of the
construction period. Short-term occupancies of parcels would include the use of construction easements or
intergovernmental agreements and would change existing land uses in the short term. The short-term
impacts would include potential increases in noise levels, dust, traffic congestion, visual changes, and
increased difficulty accessing residential, commercial, and other uses. Some businesses may experience
hardship during construction and may choose to temporarily or permanently change business location or
terminate the business. In addition, some of the property acquired by the project, as identified in Table 3.2-3,
may not be needed in the long term after construction of the project is complete. In these cases, unneeded
areas of property would be considered remnant parcels, and could be sold in compliance with FTA
Circular 5010.1D (FTA, 2008a) and applicable state regulations, thereby changing acquisition and land use
impacts of the remnant parcels from long-term to short-term impacts. See Section 3.1.2.2 for additional
information on the sale of excess property.
C.

Mitigation Measures

All property will be acquired in full compliance with the Uniform Relocation Assistance and Real Property
Acquisition Policies Act (Uniform Act). Any businesses or persons displaced from the property will be
compensated in accordance with provisions of the Uniform Act. Relocation benefits will be available, under
the provisions of the Uniform Act, for displaced businesses and non-profit organizations including moving
costs, tangible personal property loss as a result of relocation or discontinuance of operations,
reestablishment expenses, and costs incurred in finding a replacement site.
11

These parcels are currently used for multifamily residential. The potential partial acquisitions would involve strip takings at
the edge of the parcel, which are not anticipated to directly impact the structure. Therefore, no residential relocations are
anticipated.
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TABLE 3.2-3

Eden Prairie Segment – Parcel Description
Property Address

Hennepin County PIN

Current Use

14900 Technology Drive

16-116-22-12-0009

Industrial

Address Unassigned

15-116-22-22-0009

Public

14615 Lone Oak Road

14000 Technology Drive
Address Unassigned
Address Unassigned
Address Unassigned

13600 Technology Dr
Address Unassigned

11800 Technology Drive
14949 Technology Dr

13500 Technology Drive
12950 Technology Drive

12900 Technology Drive
13550 Technology Drive

775 Prairie Center Drive

800 Prairie Center Drive
12011 Technology Drive

12001 Technology Drive

13000 Technology Drive
13250 Technology Drive
12200 Singletree Lane
Address unassigned

12100 Singletree Lane
8000 Eden Road
8022 Glen Lane

7915 Eden Road

7900 Eden Road

8080 Mitchell Road

Address Unassigned

13625 Technology Drive

7780 Flying Cloud Drive
Address Unassigned
Address Unassigned

7740 Flying Cloud Drive
Total

a

16-116-22-11-0007
15-116-22-22-0011

15-116-22-23-0004
15-116-22-23-0003
15-116-22-21-0005
15-116-22-21-0006
15-116-22-12-0004
14-116-22-12-0029

16-116-22-13-0009
15-116-22-11-0012

15-116-22-11-0008
15-116-22-11-0009
15-116-22-11-0011

14-116-22-23-0015

14-116-22-22-0007
14-116-22-22-0008
14-116-22-21-0008
15-116-22-11-0010

15-116-22-11-0007

14-116-22-24-0021

14-116-22-24-0022
14-116-22-24-0026
14-116-22-12-0034
14-116-22-13-0043
14-116-22-12-0011

14-116-22-12-0016

16-116-22-14-0004

15-116-22-23-0005
15-116-22-13-0002
11-116-22-43-0003
11-116-22-44-0011

11-116-22-44-0012

11-116-22-44-0010

Commercial
Industrial
Public

Parcel Size
(acres)

Area to be Acquired
(acres)

Acquisition
Type

17.3

0.5

Partial

32.9
9.6

34.9

0.5
0.5
0.5

0.3

<0.3

Industrial

14.2

0.5

Residential

2.9

Public

Commercial
Public

0.1

4.9
1.2

Industrial

4.3

Commercial

1.1

Public

Commercial

4.7
1.9

<0.1
0.5
0.5
0.5
0.5
0.7
0.5
0.5

Commercial

1.0

Commercial

2.9

0.5

32.9

2.9

Commercial
Commercial
Industrial

Commercial

8.1

18.1

1.0

0.5

Residential

4.8

Commercial
Commercial
Commercial

<0.5

2.9

0.5

1.2

2.3

Public

25.8

Commercial

53.8

Industrial

Commercial

35.8
4.3

Commercial

0.8

Commercial

3.2

Commercial

<0.1

0.5

3.4

Partial
Partial
Partial
Partial
Partial
Partial
Partial
Partial
Partial
Full

Partial

5.0

Commercial

Partial

0.5

Commercial
Public

Partial

Partial

<0.1

1.7

Partial

0.1

2.8

Commercial

Partial

0.5
0.5
0.5
2.3

Partial
Partial
Partial
Partial
Partial
Partial
Partial
Partial
Partial
Partial
Full

0.8

Partial

0.7

Partial

2.0

0.5
0.5

0.2

<0.2

Approximately
341.8

Approximately 22.3

<0.5

Partial
Partial
Partial
Partial
Partial

The acreage of public parcels required for project development is still pending. Public and private parcel acreages will continue to
be developed, and reported in the Final EIS. Parcel impacts of <0.5 acre are approximated at 0.5 acre or less than total parcel
size (whichever is less). The total land use impacts reported are approximate; more refined impact information for these parcels will
be provided as project details emerge.
Note: For the purpose of this analysis, parcels within or partially within the construction limits for the LPA were quantified.
Acronyms: PIN = property identification number; ROW = right-of-way
Sources: MnDOT, 2014, and Hennepin County Property Tax Information Search.
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EXHIBIT 3.2-1

Property Acquisitions, Eden Prairie Segment
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Cultural Resources

This section identifies archaeological and architecture/history resources listed on or eligible for the NRHP
and the project’s potential impacts on those resources that are located within an area of potential effect
(APE) surrounding the proposed light rail improvements in the Eden Prairie Segment.

As noted in Section 3.1.2.3 of this Supplemental Draft EIS, the project’s archaeological and architecture/
history APEs were updated to reflect adjustments in the LPA since publication of the Draft EIS. The revised
APEs are illustrated on Exhibit 3.2-2. As summarized in Table 3.2-1, the revised archaeological APE for the
Eden Prairie Segment includes two locations that have been identified as requiring further Phase I/II
archaeological investigation. There are no architecture/history resources in the architecture/history APE for
this segment that would be affected by the LPA.

FTA initiated the Section 106 consultation on the Southwest Light Rail Project with the MnSHPO in
November of 2009. FTA designated MnDOT’s Cultural Resources Unit (CRU) to carry out many aspects of the
Section 106 review. MnDOT CRU developed an APE for the project, and identified and evaluated historic
properties in the APE in consultation with MnSHPO, the Council, and the consulting parties. The project’s
coordination efforts since publication of the Draft EIS included meetings with the consulting parties in
April 2014, November 2014, and February 2015. Appendix E provides documentation of related
correspondence with the MnSHPO and other consulting parties that has occurred since publication of the
Draft EIS. MnDOT CRU will continue to consult with the consulting parties in reaching final findings of effects
to historic properties. If the required further Phase I/II archaeological investigation results in the
identification of any additional historic properties, MnDOT CRU, on behalf of FTA, will consult with the
MnSHPO, consulting parties, and the public to consider effects to these properties. Measures to mitigate,
minimize, or avoid adverse effects on all historic properties will be stipulated in a Section 106 agreement,
which will be included in the project’s Final EIS (see Chapter 4 for a listing of parties that will be invited to
sign the agreement).
A.

Existing Conditions

This section describes existing archaeological and architecture/history resources in the Eden Prairie
Segment. The Supplemental Draft EIS Phase I Architectural History Survey Southwest LRT Project, Hennepin
County, Minnesota, Volume Six, Supplemental Report Number Three (SDEIS) (The 106 Group Ltd., 2014a), the
Phase 1a Archaeological Investigation, Southwest Light Rail Transit, Hennepin County, Minnesota, SDEIS Areas:
Eden Prairie Segment, Hopkins Operations and Maintenance Facility, and St. Louis Park/Minneapolis Segment
(The 106 Group Ltd., 2014b), and the Phase I Archaeological Investigation for the Proposed Southwest LRT
Project, Hennepin County, Minnesota - SDEIS Area: Eden Prairie Segment Archaeological Potential Area C
(The 106 Group Ltd., 2014c) utilized the same methodology that had been used for earlier investigations
completed during the Draft EIS. The cultural resources analysis and documentation in the Supplemental
Draft EIS, like the Draft EIS, conform to the requirements of Section 106 of the National Historic Preservation
Act, (NHPA), which protects properties that are on or eligible for listing on the National Register of Historic
Places (NRHP), as discussed in Section 3.4.1 of the Draft EIS.

The Supplemental Draft EIS Phase 1a archaeological investigation identified three areas of archaeological
potential within the revised Eden Prairie Segment APE. A Phase I archaeological survey, including pedestrian
surveys and shovel testing, will be conducted in consultation with the Minnesota State Historic Preservation
Office (MnSHPO) to determine whether any intact archaeological resources are present and to evaluate any
identified sites for eligibility to the NRHP. A Phase II archaeology survey will be completed, if needed, based
on the Phase I survey results. The survey for one of these sites was completed in October 2014 and no
archaeological material was recovered and determined not to meet NRHP criteria. Therefore, no additional
archaeological investigations were recommended for that area.
B.

Potential Cultural Resources Impacts

This section identifies the potential long-term and short-term impacts to the archaeological and historic
architectural resources listed in or eligible for the NRHP.
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EXHIBIT 3.2-2

Archaeological and Historic Architectural Areas of Potential Effect, Eden Prairie Segment
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Long-Term Direct and Indirect Cultural Resources Impacts
This section addresses long-term direct and indirect impacts on cultural resources within the segment’s
APEs. Between August 2013 and early 2014, a Phase I architecture/history survey and Phase 1a
archaeological investigation were prepared to supplement similar investigations conducted during the Draft
EIS phase where the current APE for archaeological and historical resources extends beyond the APEs
identified in the Draft EIS. 12 To date, no NRHP listed or eligible architecture/history resources have been
identified in the revised Eden Prairie segment. If any archaeological sites are identified in the Phase I/II
archaeological survey of the two remaining probability areas identified in the Phase 1a investigation, and if,
in consultation with MnSHPO, any of those sites are found to meet NRHP criteria, potential effects to those
sites will need to be considered.
Potential Short-Term Cultural Resources Impacts

This section addresses the potential short-term impacts to archaeological and historic architectural
resources during construction of the LPA. In summary, based on the analysis completed to date, no shortterm impacts to cultural resource due to the proposed LPA are expected to occur within the Eden Prairie
Segment. As previously noted, if any archaeological sites are identified in the Phase I/II archaeological
survey of the two remaining probability areas identified in the Phase 1a investigation, and if, in consultation
with MnSHPO, any of those sites are found to meet NRHP criteria, potential short-term effects to those sites
will need to be considered and addressed in the Section 106 consultation process and documentation.
C.

Mitigation Measures

Mitigation for impacts will be developed in consultation with MnSHPO, the FTA, MnDOT CRU, the Council,
and appropriate consulting parties, and will be documented in the Section 106 agreement. Additional
information about the Section 106 agreement can be found in Section 3.1.2.3 of this Supplemental Draft EIS.
3.2.1.4

Parklands, Recreation Areas, and Open Spaces

This section identifies parklands, recreation areas, and open spaces in the Eden Prairie Segment, along with
long-term direct and indirect, and short-term impacts that would occur as a result of the LPA. Some potential
effects of the LPA on parklands, recreation areas, and open spaces in the segment have changed since
publication of the Draft EIS; these are also identified and addressed in this section.

As summarized in Table 3.2-1, there would be no long-term direct impacts (defined as the permanent
incorporation of parklands, recreation areas, and open spaces into the project) from the LPA on parklands,
recreation areas, and open spaces in the segment. Indirect long-term and short-term temporary construction
impacts (i.e., visual, noise, and access) from the LPA would occur at the Purgatory Creek Park, which is
adjacent to an elevated segment of the proposed light rail alignment. Short-term temporary construction
impacts would also occur at one conservation area, which is an unincorporated open space within Nine Mile
Creek Conservation Area, that will be adjacent to the proposed light rail extension.
A.

Existing Conditions

This section describes the parklands, recreation areas, and open spaces, in the Eden Prairie Segment. The
Eden Prairie Segment includes two resources identified as parklands, recreation areas, and open spaces
within 350 feet on either side of the light rail alignment. Those two resources are Purgatory Creek Park and a
small isolated parcel of Nine Mile Creek Conservation area, as shown on Exhibit 3.2-3 (see Table 3.2-4).
Purgatory Creek Park was not addressed in the Draft EIS because none of the improvements associated with
the alternatives evaluated within the Draft EIS would have been located in proximity to the park.
Purgatory Creek Park

Located at 13001 Technology Drive, Purgatory Creek Park contains a 125-person-capacity pavilion, bicycle
and walking trails, the Mayor Jean Harris Gathering Bridge, gardens, a dock, a fountain, the Eden Prairie
Veterans’ Memorial, the Lambert Pavilion, a 54-space parking lot, and restrooms. The approximately 5.2-acre
12

See Appendix C of this Supplemental Draft EIS for instructions on how to access the links to technical reports that provide
additional information related to the archaeological and architectural surveys and analysis described in this section.
Affected Environment, Impacts, and Mitigation

3-41
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

park is bordered on two sides by Technology Drive and Prairie Center Drive, and on the remaining two sides
by a business center parking lot and by Purgatory Creek Park reservoir. The park is accessible, free of charge,
to the public all days of the year, from dawn to dusk. Events at the memorial, which is within the park,
include an annual Memorial Day celebration that highlights honoring specific Eden Prairie veterans.
TABLE 3.2-4

Parklands, Recreation Areas, and Open Spaces in the Eden Prairie Segment
Parklands, Recreation Areas,
and Open Spaces

Types of Impacts

Section 4(f)
Property?a

Purgatory Creek Park

Changes to visual setting, noise, access; temporary changes to access,
noise, and visual quality during construction

Yes

Nine Mile Creek Conservation Areab

Changes to visual setting, noise; potential for construction activities
within the parcel

No

See Section 3.5 of this Supplemental Draft EIS for information on Section 4(f) and Section 4(f) properties.
Due to the recent reconstruction of Valley View Road, a small portion of the northeast corner of the conservation area was
recently separated from a much larger portion of the parcel that extends south into the western half of Lake Smetana. The area,
located on the north side of Valley View Road immediately east of Prairie Center Drive, is an open space, landscaped median
separating Valley View Road from the freeway on-ramp from Prairie Center Drive to Highway 212 eastbound.
a
b

The park’s parking lot is accessed via Technology Drive and via Prairie Center Drive, through the adjacent
business center’s parking lot. Bicycle and pedestrian access to the park is provided by connections to city
sidewalks and off-street trails. The park is owned by the City of Eden Prairie and is maintained and operated
by the city’s Park and Recreation Department. Although the park’s setting is primarily urban/suburban,
there are also views of natural areas to the southwest. Purgatory Creek Park is a protected property under
Section 4(f) (see Section 3.5 for additional information on Section 4[f]).

Nine Mile Creek Conservation Area
The Nine Mile Creek Conservation Area is an 89.7-acre conservation area made up of several parcels that
generally surround Lake Smetana and a segment of Nine Mile Creek north of the lake (see Exhibit 3.2-3). The
Conservation area includes Lake Smetana Park, which is on the northeast shore of the lake near Smetana
Lane. Lake Smetana Park includes a boat ramp and picnic tables and benches. The park is not within the
Eden Prairie Segment’s parklands, recreation areas, and open spaces study area. The conservation area
contains a paved public walking path that circles Lake Smetana. Within the Eden Prairie Segment parklands,
recreation areas, and open spaces study area, the path stays south of the recently reconstructed portion of
Valley View Road.

Due to the recent reconstruction of Valley View Road, a small portion of the northeast corner of the
conservation area was recently separated from a much larger portion of the parcel that extends south into
the western half of Lake Smetana. The area, located on the north side of Valley View Road immediately east
of Prairie Center Drive, is an open space, landscaped median separating Valley View Road from the freeway
on-ramp from Prairie Center Drive to Highway 212 eastbound. With no parklands, recreation areas, and
open spaces, no connection to the trail that encompasses the lake, and no vehicle or pedestrian access, this
area serves no recreation purpose. This area is not a protected property under Section 4(f) (see
Section 3.5.4.1 for additional information on Section 4[f]). Sections of the conservation area to the east and
north contain large stands of mature deciduous vegetation. The majority of the lake and conservation area is
surrounded by industrial and commercial land uses.
B.

Potential Parklands, Recreation Areas, and Open Spaces Impacts

This section identifies the potential long-term and short-term impacts to parklands, recreation areas, and
open spaces that could be impacted by implementation of the project within the Eden Prairie Segment.
Specifically, this includes discussion of potential impacts to Purgatory Creek Park and the small isolated
parcel of Nine Mile Creek Conservation Area.
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EXHIBIT 3.2-3

Parklands, Recreation Areas, and Open Spaces, Eden Prairie Segment
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Long-Term Direct and Indirect Parklands, Recreation Areas, and Open Spaces Impacts
This section addresses the potential long-term direct and indirect impacts to parklands, recreation areas,
and open spaces. A direct long-term impact to parklands, recreation areas, and open spaces is defined as the
permanent incorporation of parklands, recreation areas, and open spaces into the transportation project.
Long-term indirect impacts to parklands, recreation areas, and open spaces are defined as changes to their
access, setting, views, or noise.

Purgatory Creek Park
As illustrated on Exhibit 3.2-3, an elevated section of the LRT alignment is be located adjacent to the
northeast boundary of the Purgatory Creek Park, avoiding any long-term direct impacts to the park.
Permanent improvements can be contained within the existing right-of-way of Flying Cloud Drive. As
previously noted, this alignment was not evaluated within the Draft EIS. As described in Section 2.3 of this
Supplemental Draft EIS, project staff consulted with the City of Eden Prairie, the park owner, on design
adjustments to the light rail alignment and associated facilities within the vicinity of the park.

Existing bicycle, pedestrian, and vehicular access to the park would be maintained under the proposed LPA.
The proposed Southwest Station is within walking distance of Purgatory Creek Park, thereby providing
improved transit access to the park. Although the sound of light rail trains can be audible from within the
park, this sound does not constitute an impact based on FTA’s noise threshold criteria, as discussed in
Section 3.1.2.8 of this Supplemental Draft EIS and in Section 4.7 of the Draft EIS. Changes in development
density in areas surrounding proposed transit stations could result in an increase in Purgatory Park usage,
which could have potential for both positive and negative consequences.

The proposed project would have an indirect impact to Purgatory Creek Park by altering the park’s setting in
the following ways:

•

•
•

Users who access the park via the pathway connecting to the sidewalks and crosswalks at the corner of
Prairie Center Drive and Technology Drive would pass underneath the elevated light rail structure and
by one or more columns supporting the structure.
Portions of the sidewalk, trees, and decorative lampposts adjacent to, and outside of, the northeastern
boundary of the park would now be located underneath the overhead LRT structure.

Most park users would see the proposed light rail structure, depending on their orientation, from most
places within the park.

These changes in the park’s setting would change a Purgatory Creek Park visitor’s visual experience,
resulting in a moderately-low and low impact to views into and from the park, respectively. In particular,
some users’ visual experiences could be perceived as adversely affected by the introduction of the elevated
light rail structure immediately east of the park, as discussed in Section 3.2.1.5 of this Supplemental Draft
EIS. However, the visual changes and impacts will not alter or impair the overall use or function of the park.

Another potential indirect effect of the LPA on parklands, recreation areas, and open spaces could be that
potential increases in development density in areas surrounding proposed transit stations (see
Section 3.2.1.1 of this Supplemental Draft EIS) could result in an increase in park and recreation area use.
Depending on the parklands, recreation areas, and open spaces, an increase in the number of users could
have positive and/or negative consequences.
Nine Mile Creek Conservation Area

Exhibit 3.2-3 also shows that an elevated section of the light rail alignment would be located immediately
north of the small isolated parcel of the Nine Mile Creek Conservation Area, which primarily functions as
open space. The light rail alignment would be located adjacent to the northwest corner of the isolated parcel
of the conservation area, thus avoiding any long-term direct impacts to the conservation area. A portion of
the conservation area that is removed from this location is designated as a park (i.e., Smetana Park on
Smetana Lane) and would not be directly or indirectly effected by the LPA. The isolated parcel of the
conservation area is north of Valley View Drive and does not contain any parklands/recreational amenities
or improvements, nor does it serve any recreation purpose. The proximity of an elevated segment of the
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proposed light rail alignment would have a low visual impact on the area, and it reflects a change from the
Draft EIS, which evaluated an at-grade light rail alignment in proximity to this portion of the conservation
area.

No indirect impacts would affect the small isolated parcel of the Nine Mile Creek Conservation Area. There is
no public access to the small parcel and there are no views from the parcel.

Short-Term Parklands, Recreation Areas, and Open Spaces Impacts
This section describes the potential short-term impacts to parklands, recreation areas, and open spaces that
would occur during construction of the LPA. Activities associated with construction of the proposed LPA
would not directly extend into Purgatory Creek Park but could result in temporary and short-duration
closures of the pedestrian access to the park (from the corner of Prairie Center Drive and Technology Drive)
and the sidewalk adjacent to the northeastern park boundary; these temporary closures, which are
anticipated to last for up to approximately one or two days, would occur periodically over the course of
construction. Temporary short-term disruption of vehicle access to Purgatory Creek Park via Flying Cloud
Drive and the adjacent commercial parking lot could be required, such as closure of one of the two access
points between the commercial parking lot and Flying Cloud Drive. Construction would result in visual,
noise, and dust impacts that could inconvenience those using the northeast side of the park. Short-term
effects will be minimized by using standard construction BMPs, such as dust control, erosion control, and
proper mufflers.
During construction of the LPA, there could be temporary construction activities within the isolated parcel
north of Valley View Drive that is part of the Nine Mile Creek Conservation Area (open space). Some project
construction activities may need to occur within the parcel, outside of the open space area. Project
construction activities, including those that would occur within the parcel, would be coordinated with the
Eden Prairie Park and Recreation Department.

Smetana Lake Park, which is a small portion of the conservation area, is not in the vicinity of the where
construction activities would occur and thus it would not be affected during construction of the LPA.

C.

Mitigation Measures

Actions associated with the LPA in the Eden Prairie Segment, since publication of the Draft EIS, would not
result in long-term, direct impacts to parklands, recreation areas, and open spaces; therefore, no long-term
mitigation measures have been identified. Mitigation measures addressing indirect impacts (i.e., visual,
noise, and access) are addressed below and in the respective sections of this Supplemental Draft EIS. Impacts
related to temporary changes to parking and access will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.4 for additional detail on the
Construction Communication Plan. Areas and features of parklands, recreation areas, and open spaces that
are altered or disturbed as the result of construction activities will be returned to pre-construction
conditions or better.
3.2.1.5

Visual Quality and Aesthetics

This section documents the existing visual conditions and project visual impacts in the area along the Eden
Prairie Segment where there would be proposed light rail-related improvements that have changed
substantially since publication of the Draft EIS. In particular, this section focuses on the adjustments to the
locations of two proposed light rail stations and the light rail alignments that would connect to those
stations. This section identifies long-term direct and indirect and short-term (construction-related) impacts
that the LPA would have on visual quality that would be experienced by sensitive user groups. Mitigation
strategies to minimize adverse visual impacts are also identified. This section supplements the analysis used
in the Draft EIS by applying the standardized approach developed by the FHWA (FHWA, 1988) for visual
impact assessments, which was not used for the Draft EIS visual assessment. The application of the FHWA
methodology in conducting this analysis is described in Section 3.1.2.5 of this Supplemental Draft EIS, and a
copy of the FHWA Visual Impact Assessment for Highway Projects (FHWA, 1988) is provided in Appendix J.
The information presented in this section is a summary of the full visual analysis that is documented in detail
Affected Environment, Impacts, and Mitigation
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in Appendix J. The exhibits referred to in this section can be found at the end of the technical report in
Appendix J.

In addition to the light rail related improvements described above, the LPA will also include TPSS facilities.
The specific locations for TPSS’s have not been defined; however, siting of these facilities will be determined
by utilizing fully developed areas, including surface parking lots, existing roadway right-of-way, and vacant
parcels where feasible. The mitigation strategies referenced below to minimize adverse visual impacts would
also apply to the TPSS facilities.
A.

Existing Conditions

This section documents the existing visual quality at 10 viewpoints in the Eden Prairie Segment which were
not evaluated in the Draft EIS, but where changes to visual quality are possible.

A general description of visual elements within the Eden Prairie Segment is provided in Section 3.6.2.2 of the
Draft EIS. As indicated in Table 3.6-2 of the Draft EIS, the environment in this area offers a moderate to low
visual quality experience. The visual environment in the Eden Prairie Segment is dominated by relatively
recent urban and suburban development. Prominent features include roadways, mid- to low-rise office
building campuses, multi-family residential buildings, commercial buildings, water retention ponds, and
Purgatory Creek Park. These elements exist in the foreground of the study area, the middle ground, and the
background.

Many of the commercial developments and office parks in the segment have landscaping, including lawns
and trees, with gently rolling hills toward the north of the segment, providing topographical relief. The
individual developments have architectural treatments on their facades and other specific design elements,
but there are no consistent visual or design elements that link all of the developments together to create
a visually integrated whole.

Ten viewpoints represent areas where changes to the visual environment (not discussed in the Draft EIS)
could potentially occur as a result of the LPA. The locations of these viewpoints are shown on the key map,
Exhibit J-1 in Appendix J. Photographs depicting the existing conditions seen in the views from these
locations are presented in Appendix J on the exhibits indicated in the list below.

•
•
•
•
•
•
•
•
•
•

Viewpoint 1 is the view looking southwest from Technology Drive at Mitchell Road (Exhibit J-2).

Viewpoint 2 is the view looking southwest along Technology Drive in front of the Optum Health Services
headquarters (Exhibit J-3).
Viewpoint 3 is the view from Purgatory Creek Trail looking north (Exhibit J-4).

Viewpoint 4 is the view from Technology Drive West of the SouthWest Transit Center (Exhibit J-5).

Viewpoint 5 is the view looking south along Prairie Center Drive at Technology Drive (Exhibit J-6).

Viewpoint 6 is the view from east side of Prairie Center Drive toward Purgatory Creek Park (Exhibit J-7).

Viewpoint 7 is the view from Purgatory Creek Park looking east (Exhibit J-8).

Viewpoint 8 is the view north along Prairie Center Drive south of proposed elevated crossing of
roadway (Exhibit J-9).

Viewpoint 9 is the view from Eden Road looking west (Exhibit J-10).

Viewpoint 10 is the Valley View Drive, view looking south toward the intersection with Flying Cloud
Drive (Exhibit J-11).

Table 3.2-5 summarizes the existing visual quality of the views seen from these viewpoints using the visual
assessment criteria and rating system developed by the Federal Highway Administration. As described in
more detail in Section 3.1.2.5, the existing conditions in these views have been evaluated on a numerical
scale from 1 to 7 where 1 = very low visual quality, 4 = medium or average visual quality, and, 7 = very high
visual quality.
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TABLE 3.2-5

Existing Visual Quality and Aesthetics by Viewpoint in the Eden Prairie Segment

Existing Visual Quality
and Aesthetics

Vividness

View Viewpoint
Point Description

Elements of the
Visual
Environment

Description

1

View looking
southwest
from
Technology
Drive at
Mitchell
Road

2

View looking The dominant
southwest
element is a threealong
story building in a
Technology landscaped
Drive in front business park
of the Optum setting. There are
Health
trails and park-like
Services
landscaping rather
headquarters than sidewalks
along the arterial.

The overall level of
vividness is
moderate due to
degree of extra
landscaping and
compatible building
design.

View from
View of multifamily
Technology residential and
Drive west of commercial
the
buildings with
SouthWest landscaping and
Transit
roadways.
Center
Architecture
combines similar
colors, textures.
Views of Purgatory
Creek Reservoir
and a trail.

The commercial
architecture and
water features
provide a moderate
level of vividness.

3

4

5

View from
the
Purgatory
Creek Trail
looking north

View looking
south along
Prairie
Center Drive
at
Technology
Drive

Arterial roadways, The overall level of
asphalt jogging
vividness is
moderately low.
path, and
landscaping to the
north; natural
vegetation and
wetlands to the
south. Buildings
are set back with
low visibility.

The trail is raised The overall level of
from the natural
vividness is
terrain level with
moderate, with a
the road. The north glimpse of the water
side of the trail
in the adjacent
parallels Purgatory creek and views of
Creek, which is
the natural
crossed by a rustic vegetation adjacent
pedestrian bridge to the trail.
just south of the
Technology Drive.
There is low
vegetation cover
and a few trees.

Intactness

Rating

Description

3.5 With the presence
of natural and
landscaped
vegetation, the
visual intactness
is medium.

3.8
Moderately
Low

4.3 Components
3.8 While relatively
consistent with
new developments,
business park:
there are no
setbacks, distance
unifying features.
between buildings,
Moderately low
overall visual unity.
parking and
landscaping.
Moderately low
visual intactness.

3

3.7
Moderately
Low

4.2 The balance
between the
natural and
landscaped
vegetation and
the small-scale
infrastructure
elements results
in a medium level
of visual
intactness.

4

4.1 Medium

3.6

4.2
Medium

4.0

3.8
Moderately
Low

4

4

Description

4

Landscaping
compatible with
natural areas, but
no unifying
features. Medium
overall visual unity.

Overall
Visual
Quality and
Aesthetics
Rating
(Scale of
1-7; 7=very
high and
Rating 1=very low)
4

The trail, the
adjacent creek, the
vegetation, and the
low-scale
infrastructure
features combine
to create a visual
composition with a
medium level of
visual unity.

The buildings and 4.5 The surroundings
landscaping
and generally
create a moderate
consistent
level of
architectural scale
intactness.
and materials
create a
moderately low
level of unity.

View of divided
Flat landform with
3.3 Given the
arterial boulevard low vividness.
presence of the
with large
Lawns/planted trees
visually dominant
structures
with average level of
roadway and
supporting traffic
vividness. Humanassociated
signals and road made features
equipment, the
lighting. Dense
include roadway,
visual intactness
landscape trees
support structures
of this view is
medium.
are present along for signals/lighting,
the east side of the large, boxy office
road. Purgatory
buildings.
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Unity

4.0 Given the
somewhat visually
disparate set of
elements visible in
this view, the
overall level of
visual unity is
medium.
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Existing Visual Quality
and Aesthetics

Vividness

View Viewpoint
Point Description

Elements of the
Visual
Environment
Description
Rating
Creek Park is to
Moderately low level
of vividness.
the west of the
boulevard, with
trees and lawn. A
large office building
is in the
background.

6

View from
east side of
Prairie
Center Drive
toward
Purgatory
Creek Park

7

View from
Purgatory
Creek Park
looking east

8

View north
along Prairie
Center Drive
south of
elevated
crossing of
roadway

9

View from
The view includes There is a
Eden Road a portion of a
moderately low level
looking west parking lot for
of vividness due to
existing commercial a mixture of
establishments to commercial and
the north and
natural elements,
south of Eden
and a large water
tower in view.
Road. The view
forward is of a
natural,
undeveloped area
with deciduous
trees with a large,
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Intactness

The view is a
divided arterial
boulevard and a
landscaped park
with a large
decorative picnic
pavilion structure.
A large brick-faced
parking ramp is
present at
Southwest Station.
A parking lot is in
the foreground,
with lawns and
dense plantings of
evergreen and
deciduous
landscape trees.
Dense tree
plantings screen
much of the
commercial
development
located in the area
east of Prairie
Center Drive.
The view is a
divided arterial
boulevard, a large
parking ramp at
Southwest Station,
lawns and
landscape trees,
and an asphalt
trail.

Description

Unity

Rating

Description

Overall
Visual
Quality and
Aesthetics
Rating
(Scale of
1-7; 7=very
high and
Rating 1=very low)

The landform is flat,
low level of
vividness. Lawns
and planted trees
with an average
level of vividness.
Roadway, large
parking ramp, the
roof of the picnic
pavilion, average
level of vividness.
Moderately low
overall vividness.

3.6 Except for the
visually dominant
roadway, this view
is relatively free
of intrusive visual
elements, creating
a moderately high
level of visual
intactness.

5

The consistent
scale and material
of the structures
and the dense
mass of landscape
trees across the
middle of the view
create a
moderately high
level of visual
unity.

5.5

4.7
Medium

Landform is flat, low
vividness. Lawns,
planted trees with
moderately high
vividness. Humanmade features have
average level
vividness.
Moderately low
overall vividness.

3.6 This view is
relatively free of
significant
encroaching
elements and has
a moderately high
degree of
intactness.

5

The dense mass of
landscape trees
across the middle
of the view creates
a high level of
visual unity.

6

4.9
Medium

Landform is flat, low
vividness. Lawns,
planted trees,
average level of
vividness. Roadway,
large parking ramp,
roof of picnic
pavilion with
average vividness.
Moderately low
overall vividness.

3.5 Except for the
visually dominant
roadway, this view
is relatively free
of intrusive visual
elements, creating
a moderately high
level of visual
intactness.

5

The consistent
scale and material
of the structures
and the presence
of landscape trees
across the view
create a
moderately high
level of visual
unity.

5

4.5
Medium

3.2 There is
moderately low
intactness since
there is a mixture
of development
features, natural
areas, and
parking areas.

3

The unity is low to
moderate. Unifying
features are the
grass and trees
along the roadway,
softening the
asphalt parking
areas in the view.
The water tower
breaks up the unity
of the landscaping
and natural areas.

3

3.1
Moderately
Low
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Existing Visual Quality
and Aesthetics

Vividness

View Viewpoint
Point Description
10

Elements of the
Visual
Environment
white water tower
over the horizon.

Valley View The view is of a
Drive, view major arterial
looking south intersection with
toward the multiple office
intersection complexes in the
with Flying background.
Cloud Drive

Description

Intactness

Rating

Description

The level of
3.2 Moderately low
vividness is
intactness
moderately low due
because the
to a dominant office
large, dominant
park that does not
arterials intrude
provide any
and contrast with
outstanding features.
visual pattern of
landscaped office
parks.

Rating

Unity

Description

3.4 There is low unity
among the office
buildings’
architectural styles
and the dominant
transportation
features.

Overall
Visual
Quality and
Aesthetics
Rating
(Scale of
1-7; 7=very
high and
Rating 1=very low)
2.8

3.1
Moderately
Low

Note: Scale is taken from Publication FHWA-HI-88-054, Visual Impact Assessment for Highway Projects (FHWA, 1988).

The existing visual conditions seen in each of these views is discussed in narrative form in the visual
resources technical report in Appendix J.

Viewer Groups and Viewer Sensitivity
Viewer groups in the Eden Prairie Segment include park users, drivers, pedestrians, and cyclists on the
existing street network; workers; and shoppers. Residents and park users are assumed to be more sensitive
to change than the other viewer groups, and this is assumed to be particularly true for any visual changes
that might affect their enjoyment of Purgatory Creek Park. Viewer groups and view sensitivity are discussed
in greater detail in the visual resources technical report in Appendix J.
B.

Potential Visual Quality and Aesthetic Impacts

This section identifies both the potential long-term and short-term visual and aesthetic impacts of the visual
changes that the project would bring about in the area along the Eden Prairie Segment. This analysis focuses
on the changes that would occur in the views seen from each of the 10 representative viewpoints. Based on
the impacts predicted, an identification is made of appropriate measures to mitigate the project’s aesthetic
effects.

Long-Term Direct and Indirect Visual Quality and Aesthetic Impacts
Impacts will result primarily from the construction of light rail elements, such as elevated concrete light rail
structures, catenary wires, signal equipment, TPSS siting, and removal of vegetation. New elements
introduced with the LPA in the Eden Prairie Segment would consist of light rail guideway (some at-grade and
some structured), including tracks, signal systems, and overhead wires; stations; structured and surface
park-and-ride lots; and traction power and signal substations. Viewpoints were selected in areas of potential
change to the visual and aesthetic environment. Exhibits J-2 through J-11 in Appendix J present photographs
of the existing view from each viewpoint, and below some of the photographs is a preliminary rendering that
depicts the view as it would appear with the project elements in place. Comparison of the rendering of the
view with the project in place with the photograph of the existing view provides a basis for making a
determination of the visual change the development of the project would bring about and the nature and
level of any visual impacts that would be created. Because visualizations were not prepared for all views
evaluated in the Eden Prairie Segment, the assessments of the visual changes were made based on review of
project plans and drawings and of the visualizations that had been prepared for other views in which similar
changes were proposed.
Affected Environment, Impacts, and Mitigation
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Table 3.2-6 summarizes the anticipated visual changes that would occur within each of the 10 views and
evaluates the changes to visual quality through application of the FHWA visual impact assessment system to
assess the view as it would appear with the project in place. An assessment is made of each of the three
landscape dimensions (vividness, intactness, and unity), rating each dimension using the 7-point evaluation
scale. Comparison of these scores and the overall score for the view with the scores for the view’s existing
condition provides a basis for pinpointing the nature and degree of the changes to the view’s level of visual
quality. The table is followed by a brief narrative that summarizes the visual changes and the nature and
degree of visual impact to each of the views.
TABLE 3.2-6

Anticipated Direct Change and Impact in Visual Quality and Aesthetics from Eden Prairie Segment Viewpoints
Vividness

Viewpoint Number,
Viewpoint Description,
and Identification of
New Visual Elements

Description of
Change

Intactness

Ratinga

Description of
Change

Unity

Ratinga

Description of
Change

Visual
Quality and
Aesthetics
Change and
Impacta
(Scale of
1-7; 7=very
Overall high and
Ratinga Ratinga 1=very low)

1. View looking
southwest from
Technology Drive at
Mitchell Road
At-grade LRT would
require removing
vegetation and adding
fill on the south side
of the road in a
corridor that extends
to Mitchell Station.

The overall level of
vividness of this
view, which is
currently moderately
low, would remain
the same.

3.5

The intactness of
this view would be
reduced by the
removal of
vegetation and
widening the
infrastructure
corridor.

3.5

The level of visual
unity would remain
about the same
because the LRT
would be a
consistent element
along this roadway.

3.5

3.5

From 3.8 to
3.5
Low

2. View looking
southwest along
Technology Drive in
front of the Optum
Health Services
headquarters
The at-grade LRT
alignment would locate
along the south side of
Technology Road and
require relocating the
trail and landscaping.

The overall level of
vividness would
remain moderate
because the LRT
would be integrated
into the landscaping.

4.1

While there would
be a noticeable
change, the visual
intactness would
remain moderate
because
landscaping and
park-like features
would remain.

3.7

The overall level of
visual unity is
medium to low and
may be enhanced
through integrating
the LRT to unify the
infrastructure with
the landscaping.

3.4

3.7

From 3.7 to
3.7
Low

3. View from the
Purgatory Creek Trail
looking north
The trail would be
relocated to the south
of the LRT. The LRT
guideway would cross
Purgatory Creek in
front of the existing
pedestrian bridge.

The overall level of
vividness may be
lowered; signs and
crossing arms visible
among the natural
setting nearest the
trail. LRT facilities
may be dominant in
view from trail.

3.2

Visual intactness
level would remain
about the same.
Although elements
would be added to
the view, they
would be designed
to be compatible
with the existing
landscape features.

3.5

The moderate unity
would remain
through sensitive
design and features
to accommodate the
trail into the design,
such as native
landscaping and
detouring the trail to
avoid an unsafe
crossing of the LRT
tracks.

4

3.6

From 4.1 to
3.6
Low

4. View from
Technology Drive west
of the SouthWest
Transit Centerb
The at-grade light rail
would travel from the
south side of
Technology Drive,
adjacent to Purgatory
Creek Reservoir and
cross the road

The overall level of
vividness of this
view, which is
currently moderate,
would remain the
same.

4

The intactness of
this view would be
slightly reduced by
the LRT corridor
removing some
natural areas along
the Purgatory
Creek Reservoir
and some of the
landscaping now
visible in front of

4.0

The level of visual
unity would be
increased to some
degree because the
linear LRT features
would visually tie
together the
disparate elements
in the view.

4

4.0

From 4.2 to
4.0
Low
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Viewpoint Number,
Viewpoint Description,
and Identification of
New Visual Elements
diagonally to access
the SouthWest Transit
Center. A parking
ramp would extend
diagonally from the
west side of the
Transit Center,
following the alignment
of the light rail line,
and the area between
this parking ramp and
Technology Drive
would be converted to
access drives.

Description of
Change

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT
Intactness

Ratinga

Unity

Description of
Change
Ratinga
the Transit Center.

Description of
Change

Visual
Quality and
Aesthetics
Change and
Impacta
(Scale of
1-7; 7=very
Overall high and
Ratinga Ratinga 1=very low)

5. View looking south
along Prairie Center
Drive at Technology
Drive
A concrete elevated
light rail structure
would travel along the
western edge of the
roadway, adding a
visually prominent
structure to the setting
that would split the
view.

The overall level of
vividness of this
view, which is
currently moderately
low, would remain
the same.

3.3

The intactness of
this view would be
substantially
reduced by the
addition of the
large, visually
dominant LRT
structure in the
immediate
foreground.

2.0

The level of visual
unity would remain
about the same
because of the
consistency of the
elevated light rail
structure’s
alignment with the
other linear features
in the view and
because the
structure would
serve as a visually
unifying view
element.

4.5

3.3

From 3.8 to
3.3
Low

6. View from east side
of Prairie Center Drive
toward Purgatory
Creek Park
A concrete elevated
light rail structure
would pass along the
opposite side of the
road, adjacent to the
park, adding a visually
prominent structure to
the setting. Because of
the structure’s height
and widely spaced
supports, views into
the park would be
maintained.

The vividness of this
view would be
slightly increased by
the addition of the
visually striking LRT
structure.

4.0

The change to
visual intactness
would be large
because of the
introduction of a
new and visually
dominant element
into the view.

2.0

The level of visual
unity would remain
about the same
because of the
consistency of the
elevated light rail
structure’s
alignment with the
other linear features
in the view and
because the
structure would
serve as a visually
unifying view
element.

5.5

3.8

From 4.7 to
3.8
Moderately
Low

7. View from
Purgatory Creek Park
looking east
A concrete elevated
light rail structure
along eastern edge of
park, adding prominent
structure to setting.
Densely planted
landscape trees
between the park’s
primary use areas and
the elevated structure
would reduce the
structure’s visibility

The addition of the
elevated LRT
structure would
create a slight
increase in the
overall vividness of
this view.

4.3

The overhead LRT
structure would
contrast with the
visual character of
the other elements
in the view,
reducing the
overall level of
visual intactness.

3.0

The level of visual
unity would remain
about the same
because of the
consistency of the
elevated light rail
structure’s
alignment with the
other linear features
in the view.

6.0

4.4

From 4.9 to
4.4
Low
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Viewpoint Number,
Viewpoint Description,
and Identification of
New Visual Elements
and integrate it into
the view. Over time,
with tree growth, the
degree of visual
integration would
increase.

Description of
Change

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT
Intactness

Ratinga

Description of
Change

Unity

Ratinga

Description of
Change

Visual
Quality and
Aesthetics
Change and
Impacta
(Scale of
1-7; 7=very
Overall high and
Ratinga Ratinga 1=very low)

8. View north along
Prairie Center Drive
south of proposed
elevated crossing of
roadway
A large, concrete
elevated light rail
structure would cross
the boulevard at this
viewpoint and travel
northwest along the
opposite edge of the
roadway, adding a
visually prominent
structure to the setting.

The vividness of this
view would be
slightly increased by
the addition of the
visually striking LRT
structure.

4.0

The LRT structure
would dominate
and intrude on
what is now an
open view with a
suburban
character,
substantially
decreasing the
level of intactness.

2.0

Large visual change
because new
visually dominant
element. Level of
visual unity would
remain due to
consistency of
elevated structure’s
alignment with other
linear features, as
the structure would
be a unifying
element.

5.0

3.6

From 4.5 to
3.6
Moderately
Low

9. View from Eden
Road looking west
The LPA includes a
Town Center Station,
which would extend
Eden Road, replace
some parking areas,
and remove the
natural vegetation
north of Market Place
Shopping Center.

The LPA may
enhance the low to
moderate vividness
with the addition of
modern transportation
features.

3.6

The intactness of
the view may be
slightly reduced
with the addition of
rails and
catenaries are
likely to contrast
with their
surroundings.

2.5

Unless appropriate
design and
landscape measures
are taken, the new
project elements
may have the
potential to reduce
the visual unity of
the view.

2.5

3.6

From 3.1 to
2.9 Low

10. Valley View Drive,
view looking south
toward intersection
with Flying Cloud
Drive
LRT alignment would
be elevated east from
Viking Drive to Prairie
Center Drive. The
guideway would block
views from office
building in southwest
corner of this
intersection.

The elevated
guideway would not
reduce the low to
moderate vividness
since the area is
dominated by large
infrastructure
features.

3.2

The elevated
guideway may
lower the
moderately low
level of intactness
to low, since it
may increase the
views of concrete
transportation
features to this
area.

2.5

The LRT would
slightly lower the
low unity since the
structure may block
views of the office
park, but it is
dominated by
arterial roadways
and access to the
highway.

2.8

2.8

From 3.1 to
2.8
Low

Scale is taken from Publication FHWA-HI-88-054, Visual Impact Assessment for Highway Projects (FHWA, 1988). This rating is
an assessment of the visual quality change. The overall level of impact is described in the text below.
b
The scope of the LPA as identified by the Council includes a proposed western terminus at the Mitchell Station south of Technology
Drive and west of Mitchell Road. As part of the design and engineering process, the Council also developed a design adjustment that
would implement a western terminus of the proposed light rail line at the Southwest Station. Under this adjustment, the proposed
structured park-and-ride lot at the Southwest Station would increase by approximately 600 spaces (from 450 spaces with the western
terminus at Mitchell Station to 1,050 spaces under the western terminus at Southwest Station). With the western terminus at the
Southwest Station, the height of proposed structured park-and-ride lot at the Southwest Station would increase by two floors and its
footprint would approximately double (generally extending further to the south). Because of the nature of the proposed improvements
and the existing visual environment, there would be little change in the level of visual impacts at this viewpoint.
a
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Viewpoint 1 - View Looking Southwest from Technology Drive at Mitchell Road (Exhibit J-2)
Overall Level of Impact: Not Substantial
Development of the at-grade LRT would require removing vegetation and adding fill on the south side of the
road in a corridor that extends to Mitchell Station. Although the visual character of this view would change
somewhat in that the view would appear more developed, the overall change to the visual quality of the view
would be low, particularly with attention to careful design and placement of LRT elements and installation of
appropriate landscaping.

Viewpoint 2 – View Looking Southwest along Technology Drive in front of the Optum Health Services
Headquarters (Exhibit J-3)
Overall Level of Impact: Not Substantial

The at-grade LRT alignment would locate along the south side of Technology Road and require relocation of
the trail and landscaping. The visual character of the view will change with installation of the tracks and
catenaries in the area in front of the buildings, but the overall change to the visual quality of this view would
be low, particularly with careful design and placement of LRT elements and installation of appropriate
landscaping to tie all of the elements of this view together.
Viewpoint 3 - View From Purgatory Creek Trail Looking North (Exhibit J-4)
Overall Level of Impact: Not Substantial

The trail would be relocated to the south of the LRT alignment. The LRT guideway would cross Purgatory
Creek in front of the existing pedestrian bridge. Project features visible in this view would include a new
bridge structure located in front of the existing bridge, tracks, catenaries, and a fence along the LRT right-ofway. These features would be readily visible from this view and would create a moderate level of increase in
the intensity of development seen in the view. However, the impact to the overall visual quality of the view
would be low in that the project features will be similar in form and in their linear alignment to the other
features along Technology Drive, and as a consequence, the effects on the visual intactness and unity of the
view will be low. The new LRT bridge across Purgatory Creek is likely to result in a small increase in the
vividness of the view. Taking these factors into account, overall, the change in the visual quality of the view
will be low.
Viewpoint 4 - View from Technology Drive West of the SouthWest Transit Center (Exhibit J-5)

Overall Level of Impact: Not Substantial

The at-grade light rail would travel from the south side of Technology Drive, adjacent to Purgatory Creek
Reservoir and cross the road diagonally to access the SouthWest Transit Center. A structured park-and-ride
lot would extend diagonally from the west side of the Transit Center, following the light rail alignment, and
the area between this parking ramp and Technology Drive would be converted to access drives. As a result of
the project’s development, there will be some removal of natural areas along Purgatory Creek Reservoir and
the view will appear more intensively developed. The view’s level of vividness will remain about the same,
and there will be a moderate decrease in the level of visual intactness. The level of visual unity will increase
because the LRT’s tracks, catenaries, and fencing will create a linear feature that visually ties together the
disparate visual elements now seen on the left and right sides of Technology Drive.
Viewpoint 5 - View Looking South Along Prairie Center Drive at Technology Drive (Exhibit J-6)

Overall Level of Impact: Not Substantial

A concrete elevated light rail structure would be constructed along the western edge of the roadway, adding
a visually prominent structure to the setting that would split the view. With the addition of the overhead
structure, the visual character of this view would be changed by the enclosure of the view and the greatly
increased level of development. The overall level of vividness of this view, which is currently moderately low,
would remain the same. The intactness of this view would be substantially reduced by addition of the large,
visually dominant LRT structure in the immediate foreground. The level of visual unity would remain about
Affected Environment, Impacts, and Mitigation
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the same because of the consistency of the elevated light rail structure’s alignment with the other linear
features in the view, and because the structure would serve as a visually unifying view element. The overall
change to the level of visual quality of this view would be low.

Viewpoint 6 - View From East Side of Prairie Center Drive Toward Purgatory Creek Park (Exhibit J-7)
Overall Level of Impact: Substantial

A concrete elevated light rail structure would pass along the opposite side of the road, adjacent to the park,
adding a visually prominent structure to the setting. Because of the structure’s height and widely spaced
supports, views into the park would be maintained. The overhead structure will become a visually dominant
element in the view and will change the visual character of this view, specifically the area seen in the view
will appear to be more intensively developed and creating a sense of enclosure. The overall change to visual
quality will be moderately low. The sensitivity of this view is moderate to high because of its visibility to high
numbers of roadway users and pedestrians. Even though the change to visual quality will be moderate, given
the view’s visual sensitivity, the visual impact will be substantial.
Viewpoint 7 - View From Purgatory Creek Park Looking East (Exhibit J-8)

Overall Level of Impact: Not Substantial

A concrete elevated light rail structure would be constructed along the eastern boundary of the park, adding
a visually dominant linear element to setting that will frame the park’s eastern edge. Densely planted
landscape trees between the park’s primary use areas and the elevated structure would have high potential
to reduce the structure’s visibility and integrate it into the view. Over time, with tree growth, the degree of
visual integration would increase. Even though this view is highly sensitive because it is seen by recreational
viewers, because of the visual screening provided by the trees in the park, the LRT’s overall impact on the
visual quality of this view would be low.

Viewpoint 8 - View North Along Prairie Center Drive South of Proposed Elevated Crossing of Roadway
(Exhibit J-9)
Overall Level of Impact: Substantial
A concrete elevated light rail structure would cross the boulevard at this viewpoint and travel northwest
along the opposite edge of the roadway, adding a visually dominating structure to the setting. Although the
presence of this structure will make this view feel more enclosed and intensively developed, the change to
overall visual quality would be moderately low. This view is moderately sensitive because it is seen by large
numbers of roadway users at close range. Even though the change to visual quality will be moderately low,
given the view’s visual sensitivity, the visual impact will be substantial.
Viewpoint 9 - View From Eden Road Looking West (Exhibit J-10)
Overall Level of Impact: Not Substantial

The LPA includes a Town Center Station, which would include the construction of a short segment of local
roadway extending west from Eden Road, replace some parking areas, and remove the natural vegetation
north of Market Place Shopping Center. The visual character of this view would be substantially changed,
with replacement of the lower density development, now hidden by trees, with the LRT and LRT station. The
visual quality of the view would be reduced because of the removal of vegetation and the introduction of the
tracks and catenaries, which could reduce the visual intactness and visual unity for this view. The overall
level of change in the visual quality of this view would be moderate.

Viewpoint 10 - View from Valley View Drive Looking South Toward the Intersection with Flying Cloud
Drive (Exhibit J-11)
Overall Level of Impact: Not Substantial
An elevated LRT structure would pass across this view from left to right and then continue along the north
side of Flying Cloud Drive, seen on the right side of the photo. With the addition of the elevated structure, the
visual character of this view would be substantially changed, and there is likely to be obstruction of views
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from the upper stories of the office building seen in the center of the photo. The visual quality of this view is
already moderately low. With the visual changes brought about by the project, the level of vividness of the
view remains the same, but the presence of the contrasting overhead LRT structure would contribute to
small decreases in the intactness and unity of the view. Overall, there would be a low level of change in the
visual quality of the view.
Short-Term Visual Quality and Aesthetic Impacts

This section addresses the potential short-term temporary impacts to the 10 key viewpoints as a result of
constructing the LPA. Potential construction-related visual impacts may occur because of the placement of
construction staging areas and equipment/materials storage in areas visible to sensitive users such as
residences and recreational areas abutting the alignment. The contractor would comply with appropriate
federal, state, and local regulations concerning the removal of existing vegetation. Prior to construction, a
plan for protecting existing trees and vegetation that could be injured during construction activities would
be developed.

C.

Mitigation Measures

Based on FHWA guidelines, the Council will consider visual mitigation measures for visual quality impacts
that are deemed substantial and will identify the mitigation measures to be incorporated into the project in
the Final EIS. The Council will develop aesthetic guidelines for the design of the project. These guidelines will
address mitigation measures for visual impacts identified in the Final EIS and will consider input from the
affected communities. Mitigation measures for substantial adverse impacts resulting from the light rail
elements will be identified during advanced engineering and could include measures such as landscaping,
visual treatments and continuity with the elevated light rail structure design, lighting, and signage.

Where appropriate, construction related mitigation measures will include elements such as locating
construction staging areas in places not viewable by trail users or by otherwise visually screening staging
areas, preservation of existing vegetation to the extent possible, implementation of dust suppression efforts,
shielding of nighttime construction lights, continuous cleanup of trash and debris, and timely restoration of
areas disturbed during construction.
3.2.2

Environmental Effects

This section addresses the existing natural environment in the Eden Prairie Segment and the potential longterm and short-term direct and indirect impacts to that environment that would result from the proposed
LPA, including potential impacts to: geology and groundwater; water resources (wetlands, floodplains,
public waters, and stormwater management); noise; vibration; and hazardous and contaminated materials.
3.2.2.1

Geology and Groundwater

This section describes the existing geologic, soil and groundwater conditions in the Eden Prairie Segment
and how the proposed LPA would be affected by or affect geology and groundwater. Geology and
groundwater considerations important to the Southwest LRT Project include geology, soil characteristics,
groundwater conditions, and geologic hazards. These considerations would affect the type of construction
methods used for the project and, if not adequately considered during project design, could affect the longterm operations and safety of the light rail system or nearby buildings, roadways, and utilities. Geology and
soil considerations are closely related to groundwater conditions. Construction activities and potential light
rail-related improvements both have the potential to affect groundwater by potentially changing the flow of
or contaminating groundwater within the project vicinity.

As summarized in Table 3.2-1, the vicinity of the proposed light rail-related improvements generally has soil
types that would accommodate construction of the proposed facilities. However, peats and fat clays 13 west of
the proposed Eden Prairie Town Center Station, near the proposed Southwest Station, and along the
alignment between the Southwest Station and the Mitchell Station would require remediation (e.g., soil
replacement, pile foundations). Further, there is the potential for short-term pumping of groundwater at the
proposed structured park-and-ride lots.
13

Fat clays are fine-grained, inorganic soils that have a high plasticity (i.e., that can be easily molded or altered).
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Existing Conditions

This section describes the existing geologic and groundwater conditions within the Eden Prairie Segment.
Section 4.1.3 of the Draft EIS describes the existing geologic conditions in the study area, which include
surficial geology (soils), bedrock geology, and groundwater. Geology and groundwater information and
mapping provided in the Draft EIS for the greater project area cover all areas addressed in this Supplemental
Draft EIS, including the Eden Prairie Segment (see Section 2.5 for a description of the segments used in this
Supplemental Draft EIS).

Most soils within the Eden Prairie Segment are silts, sands, and gravels. These soils are typically resistant to
settlement and would provide good bearing support for light rail structures, including stations and track
sections. However, zones of organic deposits (such as peats) and silty clays exist along the south side of Lake
Idlewild and surrounding the location of the proposed Southwest Station (Exhibit 3.2-4). Between the
locations of the proposed Southwest and the Mitchell stations, there is also a deposit of organic soils adjacent
to the water body on the north side of Technology Drive and where Technology Drive crosses Purgatory
Creek. These types of organic soils are typically characterized by high settlement potential and have low
bearing strength.

As determined by geotechnical investigations in the 1990s in the project vicinity, bedrock in the area is
expected to be 50 feet or more below the ground surface along the proposed light rail alignment. As noted in
Figure 4.1-7 of the Draft EIS, if bedrock is encountered, it would be expected to consist of St. Peter Sandstone
(sandstone) and Prairie du Chien Group (dolostone). The depth of the rock is such that it should have little
effect on the design and construction of the project. There is a potential for karst 14 conditions along the
portions of the Eden Prairie Segment underlain by the Prairie du Chien Group bedrock (Draft EIS
Figure 4.1-7). As noted, this bedrock unit appears to be located at least 50 feet below the ground surface
based on the exploration information available for the segment. At such depths, the potential risk of karst
conditions posing constraints for construction of the LPA appears to be limited. As geologic studies are
conducted in the Eden Prairie Segment, additional evaluation of this potential hazard will be conducted and
reported in the forthcoming Final EIS.
Groundwater is close to the ground surface within the Eden Prairie Segment, often occurring within 10 feet
of the ground surface. Wetlands located along the proposed light rail alignment near Lake Idlewild, west of
the proposed Eden Prairie Town Center Station, near the proposed Southwest Station, next to Purgatory
Creek, and between Purgatory Creek and the Mitchell Station confirm the shallow occurrence of
groundwater in these locations. In areas with high groundwater elevations and granular soils, there is an
increased potential for groundwater contamination as a result of hazardous material spills.

Additional geotechnical data will be collected along the proposed light rail alignment in the Eden Prairie
Segment during the later stages of Project Development to support preparation of the forthcoming Final EIS.
This additional information is expected to include soil explorations to define soil types and groundwater
location along the alignment. Results of these explorations would be used to evaluate requirements for
supporting at-grade and elevated segments of the alignment, including where unsuitable soft clays and peats
can be removed and replaced with granular soils; where deep foundations such as drilled shafts or driven
piles can be used; or where ground improvement is more suitable. Results of these explorations will also be
used to identify the need for pumping of groundwater and its potential effects on nearby structures,
roadways, and utilities, as well as the occurrence of groundwater and soil contamination.
B.

Potential Geology and Groundwater Impacts

This section identifies the potential long-term and short-term geology and groundwater impacts. Potential
geology and groundwater impacts include long-term direct and indirect impacts that will be important
during the operational life of the project, and short-term impacts during construction.
14

Karst is a geological formation that results from portions of a layer or layers of soluble bedrock being dissolved by water.

The dissolution of rock can lead to features such as caves, sinkholes, and springs
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EXHIBIT 3.2-4

Areas with Compressible Soils, Eden Prairie Segment
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Long-Term Direct and Indirect Geology and Groundwater Impacts
This section describes potential long-term direct and indirect impacts to geology and groundwater.

Geology
In most locations within the segment, foundations supporting the elevated section of the proposed light rail
alignment would be in glacial soil. This type of soil would provide foundations for elevated light rail
structures that would undergo little settlement during construction and operation. The nature of the glacial
soil is also such that normal construction methods can be used to construct foundations for the elevated light
rail structures. Foundations for elevated guideways and stations could include either driven piles or drilled
shafts. Both foundation types perform well in these types of soil. Typically, there would be little need for
pumping of groundwater during construction if drilled shaft foundations are used. Driven pile foundations
may require limited pumping of groundwater during construction of pile caps. Impacts on areas of glacial
soil from these foundations would be minimal.

In areas where the light rail alignment would be located at existing grade or constructed on earth fills,
explorations will be required to determine whether soil conditions are appropriate for supporting the light
rail structures. Where peats and fat clays are found (see Exhibit 3.2-4), particularly between the Mitchell and
Southwest stations and to the west of the location of the proposed Eden Prairie Town Center Station, there
would be the potential for ground settlement and bearing failure associated with constructing foundations
for the light rail alignment and stations and surface parking lots/parking structures, unless the peats and fat
clays are removed or deep foundations are used. Uneven ground settlement could create structural problems
for transit stations and parking structures and would be expected to increase the amount of maintenance
required to maintain an acceptable driving surface, if these conditions are not mitigated
(see Section 3.2.2.1.C of this Supplemental Draft EIS).

Groundwater
The LPA was assessed to determine if the construction of foundations for the light rail system’s features,
including stations and park-and-ride facilities, or the construction of new earth fills would result in localized
changes in groundwater flow. In areas within the Eden Prairie Segment where the soil is granular in
consistency, water flow would be around or under the new structures, resulting in no noticeable changes in
the groundwater flow regime. In areas where the light rail alignment would be located on organic soils or
clays, drainage features such as French or trench drains may be needed to allow normal groundwater flow
through areas where the alignment is on earth fills to prevent ponding. The potential to contaminate
groundwater from operation of the light rail system would be low, because the trains would be electric and,
generally, no activities that generate pollutants would occur in this area. Although the light rail system would
generate few, if any, pollutants, there would be a risk of unexpected contamination during routine
maintenance of the light rail system. The contamination could be in the form of solvents used to clean
greases and oil. In view of the potential for groundwater contamination along the alignment, particularly
along Prairie Center Drive near the proposed Southwest Station, maintenance practices would be adopted
that minimize the risk of these occurrences. These practices could include the use of lining systems and other
containment methods when risk of contamination exists (see Figure 4.1-13 in the Draft EIS).
The Phase I Environmental Site Assessment (ESA) of potential groundwater contamination for this segment is
ongoing and will be included in the Final EIS. A Phase II ESA will be completed, where determined
appropriate based on the Phase I ESA, prior to construction. Acquiring land with known contamination that
cannot be easily remediated or contained would be avoided, to the extent possible, based on Phase I and/or
II ESAs as the project advances. The long term risk to the project will be determined once remediation is
completed in areas of known and encountered contamination during construction. See Section 3.2.2.5 of this
Supplemental Draft EIS for additional information on hazardous and contaminated material sites within or
adjacent to the Eden Prairie Segment and how potential contamination to groundwater would be addressed.
In 2004, the City of Eden Prairie completed the second part of its Wellhead Protection Plan (WHPP),
in accordance with Minnesota Rules Chapter 4720.5200. The purpose of the WHPP is to assure that the
water supply for the City of Eden Prairie is adequately protected through existing and new land use
ordinances, in association with Hennepin County oversight. The WHPP includes the Wellhead Protection
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Area (which covers an area in the north half of Eden Prairie that supplies water to city wells) and the
Drinking Water Supply Management Area (which is the remainder of the city that is to be protected and
managed). The west end of the Eden Prairie Segment, including the area around the Mitchell Station, is
located within the Wellhead Protection Area, and the remainder of the segment is located in the Drinking
Water Supply Management Area. In advance of construction, the Council will coordinate with the City of
Eden Prairie to insure that the construction and operation of the LPA meets the provisions of the WHPP.
No indirect effects for geology or groundwater are expected.

Short-Term Geology and Groundwater Impacts
This section describes the potential short-term impacts to soil, geology, and groundwater during
construction of the LPA. Short-term impacts to the geology, such as soil erosion when the earth is exposed
during construction or sedimentation associated with run-off, would be avoided through implementation of
normal BMPs and implementation of a stormwater pollution prevention plan (SWPPP). The SWPPP is
discussed in Section 3.2.2.2.B of this Supplemental Draft EIS.

The short-term impacts of the LPA on groundwater include the risk of contamination during construction
and the risk of settlement due to pumping of groundwater during construction. While the portion of the Eden
Prairie Segment from Prairie Center Drive west about 2,300 feet was identified as an area susceptible to
groundwater pollution in the Draft EIS (Section 4.1.3.6), the risk of groundwater contamination in this
segment would be reduced because, in most locations, construction within the Eden Prairie Segment would
be either at- or above-grade. For this type of construction, little pumping of groundwater would be
anticipated.

Reducing the amount of groundwater pumping would lessen: 1) the potential for groundwater
contamination 2) impacts to wetland hydrology and vegetation (where wetlands are groundwater fed) and
3) the risk of settling that could affect structures, roadways, and utilities. In areas where groundwater
pumping may be needed during construction, such as near the proposed Southwest Station, a temporary
drainage system could be developed that would treat water through the use of filtration tanks and
infiltration basins. To minimize the potential impact of settlement in areas where groundwater pumping
would be necessary, a monitoring plan would be developed and implemented to ensure that if any building,
road, or parking area settlement occurs, it would be detected as soon as possible so that additional
remediation methods could be employed.

As noted, most of the proposed improvements in the Eden Prairie Segment would be either at- or abovegrade. For construction of these types of improvements, sub-soil would be exposed during construction
when topsoil is removed. This soil would be susceptible to surface water and wind erosion. Normal BMPs,
such as sub-soiling (turning, breaking, or stirring the subsoil) in compacted areas and establishment of longterm vegetation in areas where erosion may be a concern, would be used to avoid or mitigate these potential
effects.
C.

Mitigation Measures

A groundwater management plan will be prepared by the Council, and approved by the Minnesota
Department of Natural Resources, the City of Eden Prairie, Riley Purgatory Bluff Creek Watershed District,
and Nine Mile Creek Watershed District before construction. That plan will include required groundwater
monitoring and management practices during construction. The management plan will also address
collection, storage, and disposal of surface water runoff from the light rail track system, stations, and other
infrastructure developed as part of the project. Mitigation measures related to potential existing
groundwater contamination and hazardous and contaminated materials are discussed in Section 3.2.2.5 of
this Supplemental Draft EIS.
3.2.2.2

Water Resources: Wetlands, Floodplains, Public Waters, and Stormwater Management

This section describes existing water resources (i.e., wetlands, floodplains, public waters, and stormwater
management) within the Eden Prairie Segment and assesses how the LPA would impact those water
resources in the long term and short term (during construction). Mitigation measures for these impacts are
also covered in this section.
Affected Environment, Impacts, and Mitigation
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Public waters are lakes, wetlands, and watercourses (streams and rivers) are under the jurisdiction of the
Minnesota Department of Natural Resources (MnDNR). MnDNR defines public waters as all water basins
(lakes and wetlands) and watercourses that meet the criteria set forth in Minnesota Statutes,
Section 103G.005.

As summarized in Table 3.2-1, the LPA would result in the following impacts to water resources in the Eden
Prairie Segment: permanent fill of approximately 4.7 acres of wetlands, temporary effects on wetlands
during construction, a new light rail crossing of Purgatory Creek, and 13.4 acres of fill within a floodplain.
Field-validated wetland delineations were conducted since publication of the Draft EIS. These, along with
refinements and adjustments to the LPA, have resulted in potential wetland impacts higher than those
reported in the Draft EIS.
Agency Coordination

Coordination with the federal, state, and local permitting agencies and jurisdictions has been ongoing
throughout development of this Supplemental Draft EIS. Beginning in July 2013, the SPO convened a monthly
Technical Evaluation Panel (TEP) meeting with permitting agencies with jurisdiction under the federal Clean
Water Act, the state Wetland Conservation Act (WCA) and local water resources rules. The TEP is a panel of
technical experts, specified by WCA, to assist the Local Government Unit (LGU) responsible for implementing
WCA. Formally specified TEP membership includes technical professional employees of the Board of Water
and Soil Resources (BWSR), the soil and water conservation district of the county, the Minnesota
Department of Natural Resources, and the LGU(s). The TEP membership may be informally expanded to
include other technical members as necessary. Monthly TEP meetings were attended by USACE, the BWSR,
MnDOT, Hennepin County Conservation District, and the following LGUs with permitting authority: the cities
of Eden Prairie and Minnetonka, Nine Mile Creek Watershed District, and Minnehaha Creek Watershed
District. The MnDNR was also invited to the monthly TEP meetings but has declined to participate at this
time. However, they retain permitting authority on Minnesota public waters and wetlands. Additionally, the
following agencies were invited to participate: Minnesota Pollution Control Agency (MPCA), Riley-PurgatoryBluff Creek Watershed District, City of St. Louis Park, City of Minneapolis, Bassett Creek Water Management
Organization (BCWMO), and the Mississippi River Water Management Organization (MWMO). The RileyPurgatory-Bluff Creek Watershed District and cities of St. Louis Park and Minneapolis have participated in
some of the scheduled monthly TEP meetings. The MPCA, BCWMO, MWMO have declined to participate in
monthly TEP meetings at this time.
Section 3.1.2.7 of this Supplemental Draft EIS explains the process for merging NEPA and Section 404
requirements. Furthermore, the MPCA overseeing the Section 401 certification process under the Clean
Water Act requested that the information necessary for Section 401 certification be incorporated into the
USACE’s 404 wetland permit application. Coordination will continue through development of the
forthcoming Final EIS and through review of applicable permit applications listed in Table 4.5-2 of this
Supplemental Draft EIS. Specific to the Eden Prairie Segment, the wetland sites considered, as described in
Section 2.3.1 of this Supplemental Draft EIS, were reviewed with the USACE and state and local jurisdictions
taking into consideration potential impacts to wetlands. Table 3.2-7 lists wetlands that would be filled by the
proposed improvements. These wetlands are described in Section 3.2.2.2.B of this Supplemental Draft EIS.

In addition to wetland permitting authority, Nine Mile Creek Watershed District, Riley Purgatory Bluff Creek
Watershed District, and Minnehaha Creek Watershed District have authority on floodplain impacts.

A.

Existing Conditions

This section describes the water resource features (wetlands, floodplains, public waters, and stormwater
management) in the Eden Prairie Segment. Field delineations of wetlands, which were not conducted for the
Draft EIS, were conducted in August and September 2013, and between August and October 2014 within the
Eden Prairie Segment. Field crews used the US Army Corp of Engineers Wetlands Delineation Manual and
applicable supplements (USACE, 1987), under the oversight of a Minnesota Certified Wetland Delineator, to
conduct the field delineations. See Section 3.1 of this Supplemental Draft EIS for more information. In
addition to the wetland delineations the project team conducted in the Eden Prairie Segment in 2013 and
2014, the City of Eden Prairie and the USACE verified the wetland boundaries and types.
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TABLE 3.2-7

Eden Prairie Segment Wetland Impact Summary

Wetland Size
Wetland Impact (fill)
(acres)
(acres)
Wetland I.D.
Wetland Type (Circular 39a)
EP-EP-07
4.36
0.57
Type 3/7 (shallow marsh/hardwood swamp)
EP-EP-08
1.72
0.06
Type 3 (shallow marsh)
EP-EP-11
9.89
0.67
Type 3/5 (shallow marsh/shallow open water)
EP-EP-15
90.00
0.11
Type 3 (shallow marsh)
EP-EP-16
8.00
0.84
Type 2/5 (fresh wet meadow/ shallow open water)
EP-EP-17
2.23
0.01
Type 3/4/6 (shallow marsh/deep marsh/scrub carr)
EP-EP-18
0.81
0.81
Type 5 (shallow open water)
EP-EP-22
0.20
0.20
Type 3 (shallow marsh)
EP-EP-23
3.74
0.01
Type 3 (shallow marsh)
EP-EP-24
0.38
0.38
Type 5 (shallow open water)
DIG-EP-EP-04
0.65
0.65
Type 1b (seasonally flooded basin)
DOT-EP-03
0.27
0.07
Type 2/3 (fresh wet meadow/shallow marsh)
DOT-EP-07
0.01
0.01
Type 2 (fresh wet meadow)
DOT-EP-17
2.21
0.29
Type 2/5 (fresh wet meadow/shallow open water)
DOT-EP-18
0.10
< 0.01
Type 3 (shallow marsh)
DOT-EP-20
0.08
0.02
Type 1 (seasonally flooded basin)
Total
124.65
4.70
a
USFWS Circular 39 System (Shaw and Fredine, 1956).
b
Wetland type not field-verified for digitized wetlands. Based on USFWS National Wetlands Inventory mapping.
Notes: Permitting agencies would be USACE, MnDNR, and City of Eden Prairie.
Sources: Wetland field delineation performed in August and September 2013, and August and October 2014, Anderson Engineering,
LLC.

Wetlands
The Draft EIS identifies wetlands in this segment based on available mapping databases. The result was
wetlands identified along Purgatory Creek; north of Lake Idlewild; along an unnamed tributary immediately
east of the Town Center Station and west of Purgatory Creek; and along Nine Mile Creek east of
Highway 212. Field delineations conducted as part of the Supplemental Draft EIS in this segment in August
and September 2013, and between August and October 2014, identified/delineated wetland locations that
are illustrated on Exhibit 3.2-5. Wetlands were delineated at the following locations: along both sides of
Technology Drive between the proposed Mitchell Station to Southwest Station, within the Purgatory Creek
Reservoir, along the proposed light rail alignment east of Prairie Center Drive, along the south side of
Highway 212, and along Flying Cloud Highway. Additional information about Eden Prairie Segment wetlands
can be found in the Wetland Investigation Report (Anderson Engineering of Minnesota, LLC, 2013) and the
2014 Supplemental Wetland Investigation Report (Anderson Engineering of Minnesota, LLC, 2014). See
Appendix C for instructions on how to access these reports.
Floodplains
While the Federal Emergency Management Agency (FEMA) is in the process of evaluating flood elevations
within the Eden Prairie Segment, there has been no adopted change to their 100-year floodplains identified
in Section 4.2.3.4 of the Draft EIS. MnDNR’s floodplain data are derived from the FEMA Flood Insurance Rate
Maps. A large floodplain associated with Purgatory Creek is within the Eden Prairie Segment
(see Exhibit 3.2-5).

MnDNR mapping for this area shows the floodplain following Purgatory Creek from the north and then into
the park, with floodplains identified at the location of the SouthWest Transit Center, across Technology
Drive, and then surrounding the entire reservoir at Purgatory Creek Park. The floodplain is classified by
FEMA as Special Flood Hazard Area Zone A 15 (Flood Insurance Maps, No. 27053C0430E, 2004). The
floodplain is also associated with Nine Mile Creek at the east end of the segment as it crosses under
15

Areas subject to inundation by the 1-percent-annual-chance flood event generally determined using approximate
methodologies. Because detailed hydraulic analyses have not been performed to date, no Base Flood Elevations (BFEs) or
flood depths are shown. Mandatory flood insurance purchase requirements and floodplain management standards apply
(http://www.fema.gov/floodplain-management/zone).
Affected Environment, Impacts, and Mitigation
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Highway 212. The data layer used to identify flood plain boundaries was obtained from the MnDNR GIS Data
Deli (MnDNR, 2013). The MnDNR floodplain data are derived from the Federal Emergency Management
Agency (FEMA) Flood Insurance Rate Maps. No other MnDNR-mapped floodplains were identified in the
Eden Prairie Segment.
Public Waters and Stormwater Management

No additional public watercourses were identified by analysis of MnDNR GIS data for the Eden Prairie
Segment beyond those disclosed in Section 4.2.3.2 of the Draft EIS. Lake Idlewild and Lake Smetana, which
are close to, but outside of the LPA’s construction limits, are not discussed in this section because the LPA
would not directly or indirectly affect either lake.
B.

Potential Water Resources Impacts

This section identifies the potential long-term and short-term impacts on wetlands, floodplains, public
waters, and stormwater management that would occur in the Eden Prairie Segment.
Long-Term Direct and Indirect Water Resources Impacts

This section describes the long-term direct and indirect impacts on water resources in the segment.

Wetlands
The proposed Eden Prairie Segment improvements would place fill in 16 wetlands, as illustrated on
Exhibit 3.2-5. These basins are primarily adjacent to Technology Drive, between the proposed Mitchell and
Southwest stations and Purgatory Creek Reservoir. The total wetlands filled in this segment would be
approximately 4.7 acres, as summarized in Table 3.2-7. The wetland types that would be filled include:

Type 1 (seasonally flooded basin), Type 2 (fresh wet meadow), Type 3 (shallow marsh), Type 4 (deep
marsh), Type 5 (shallow open water), Type 6 (scrub carr), and Type 7 (hardwood swamp).

EP-EP-07 is a moderately sized isolated Type 3/7, shallow marsh/hardwood swamp south of Technology
Drive and west of Mitchell Road. Wetland vegetation is dominated by American elm (Ulmus americana), reed
canary grass (Phalaris arundinacea), and narrow-leaf cat-tail (Typha angustifolia). The upland vegetation
adjacent to the wetland is dominated by American elm (Ulmus americana), common buckthorn (Rhamnus
cathartica), garlic mustard (Alliaria petiolata), and common burdock (Arctium minus).

EP-EP-08 is a created Type 3, shallow marsh north of Technology Drive and east of Mitchell Road. Wetland
vegetation is dominated by swamp milkweed (Asclepias incarnata), common spikerush (Eleocharis palustris),
reed canary grass (Phalaris arundinacea), foxtail barley (Hordeum jubatum), and American water horehound
(Lycopus americanus). The upland vegetation adjacent to the wetland is dominated by big bluestem
(Andropogon gerardii), and Kentucky bluegrass (Poa pratensis).
EP-EP-11 is an isolated Type 3/5, shallow marsh/shallow open water wetland that is used for stormwater
treatment. The wetland, which is north of Technology Drive and west of SouthWest Station, is part of a larger
wetland complex. The wetland is dominated by black willow (Salix nigra), and reed canary grass (Phalaris
arundinacea). The adjacent upland vegetation is dominated by green ash (Fraxinus pennsylvanica), reed
canary grass (Phalaris arundinacea), water smartweed (Persicaria amphibium), and Kentucky bluegrass
(Poa pratensis).

EP-EP-15 is a Type 3, shallow marsh and is part of a larger wetland complex. The wetland vegetation is
dominated by sandbar willow (Salix interior) and common spikerush (Eleocharis palustris). The adjacent
upland vegetation is dominated by Eastern cottonwood (Populus deltoides), common buckthorn (Rhamnus
cathartica), Canada goldenrod (Solidago canadensis), and big bluestem (Andropogon gerardii).

EP-EP-16 is a large Type 2/5, fresh wet meadow/shallow open water wetland that is part of a larger wetland
complex that receives stormwater runoff. The wetland is dominated by box elder (Acer negundo), reed
canary grass (Phalaris arundinacea), and sandbar willow (Salix interior). The adjacent upland vegetation is
dominated by smooth brome (Bromus inermis) and Kentucky bluegrass (Poa pratensis) along the wetland
edge.
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EXHIBIT 3.2-5

Water Resources: Wetlands, Floodplains, and Public Waters, Eden Prairie Segment
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EP-EP-17 contains both Purgatory Creek and a stormwater treatment pond and is located north of
Technology Drive and west of SouthWest Station. The wetland associated with Purgatory Creek is classified
as a Type 3/6 shallow marsh/shrub carr and the stormwater pond is classified as a Type 4 deep marsh.
These wetland areas are dominated by black willow (Salix nigra), box elder (Acer negundo), jewelweed
(Impatiens capensis), and reed canary grass (Phalaris arundinacea). The upland vegetation adjacent to the
wetland is dominated by black willow (Acer negundo), green ash (Fraxinus pennsylvanica), and Kentucky
bluegrass (Poa pratensis).

EP-EP-18 is a created Type 5 shallow open water stormwater treatment pond on the south side of
Technology Drive opposite EP-EP-17. The wetland vegetation is dominated by box elder (Acer negundo) and
narrow-leaf cat-tail (Typha angustifolia). The adjacent upland vegetation is dominated by field thistle
(Cirsium discolor) and crown vetch (Vicia sativa).

EP-EP-22 is a Type 3 shallow marsh constructed storm pond that was excavated out of historic wetland. The
wetland vegetation is dominated by narrow-leaf cat-tail (Typha angustifolia) and purple loosestrife (Lythrum
salicaria). The upland vegetation is dominated by smooth brome grass (Bromus inermis) and Kentucky
bluegrass (Poa pratensis).
EP-EP-23 is a Type 3 shallow marsh. The wetland vegetation is dominated by reed canary grass (Phalaris
arundinacea) and common buckthorn (Rhamus cathatrica). Upland vegetation is dominated by common
buckthorn (Rhamus cathatrica) and America basswood (Tilia americana).

EP-EP-24 is a Type 5, shallow open water excavated stormwater pond (two connected stormwater ponds)
that was excavated out of historic wetland. The wetland vegetation is dominated by sandbar willow (Salix
interior) and narrow-leaf cat-tail (Typha angustifolia). Upland vegetation is dominated by prickly lettuce
(Lactuca serriola) and Kentucky bluegrass (Poa Pratensis).

DIG-EP-EP-04 is mapped as a Palustrine emergent, Type 1 wetland according to the NWI. This wetland was
modified for use as a stormwater detention basin and decorative pond. It appears that this area is
hydrologically connected to Purgatory Creek.

DOT-EP-03 is a linear Type 2/3, fresh wet meadow/shallow marsh that is part of the Highway 212 drainage
system. The wetland vegetation is dominated by reed canary grass (Phalaris arundinacea). The adjacent
upland vegetation is dominated by smooth brome (Bromus inermis) and reed canary grass (Phalaris
arundinacea).

DOT-EP-07 is a small, Type 2, fresh wet meadow that is part of the Technology Drive drainage system.
The wetland vegetation is dominated by narrow-leaf cat-tail (Typha angustifolia) and reed canary grass
(Phalaris arundinacea). The adjacent upland vegetation is dominated by Canada goldenrod (Solidago
canadensis) and reed canary grass (Phalaris arundinacea).

DOT-EP-17 is a large, isolated Type 2/5, fresh wet meadow/shallow open water wetland. The wetland
vegetation is dominated by reed canary grass (Phalaris arundinacea) and stinging nettle (Urtica diocia). The
upland vegetation is dominated by reed canary grass (Phalaris arundinacea) and stinging nettle (Urtica
diocia).
DOT-EP-18 is a small, isolated Type 3 shallow marsh. The wetland vegetation is dominated by common
spikerush (Eleocharis palustris). The upland vegetation is dominated by field thistle (Cirsium discolor) and
smooth brome (Bromus inermis).

DOT-EP-20 is a small, isolated Type 1 seasonally flooded basin. The wetland vegetation is dominated by
reed canary grass (Phalaris arundinacea) and narrow-leaf cat-tail (Typha angustifolia). The upland
vegetation is dominated by smooth brome (Bromus inermis).

Floodplains
Long-term direct impacts to floodplains are defined as the introduction of fill material into an area currently
mapped as a 100-year floodplain. The floodplain surrounding Purgatory Creek and the Purgatory Creek
Reservoir would be crossed by the proposed light rail alignment in the vicinity of the proposed Southwest

3-64
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Station and along Prairie Center Drive, adjacent to Purgatory Creek Park. The area immediately surrounding
the proposed Southwest Station includes the proposed location of the station platform.
The location where the floodplain would be crossed along Prairie Center Drive at Purgatory Creek Park
would be grade-separated, with the light rail alignment on structure, allowing vehicles and pedestrians to
cross under the alignment on existing roads and sidewalks. The light rail structure would be supported by
piers at this crossing of floodplain, which would minimize fill within the 100-year floodplain.

Although the proposed light rail alignment in this segment differs from that evaluated in the Draft EIS, the
floodplain impacts would be similar. As shown on Exhibit 3.2-5, approximately 13.4 acres of floodplain
within the proposed Eden Prairie improvements would be filled by the proposed improvements. This
approach to estimating floodplain impacts likely overestimates the potential impacts due to the conservative
approach to include all portions of floodplain within the project footprint as impacts. Project design elements
(such as the use of piers to place the light rail alignment on structure above the floodplain) would help to
reduce the total impact to floodplain volume. The proposed light rail alignment would be designed to
prevent a rise in the floodplain elevation of no more than one foot.

Public Waters and Stormwater Management
Under the LPA, Purgatory Creek, a public waterway, would be spanned by the proposed light rail alignment,
immediately south of where Technology Drive currently spans the creek. The LPA construction limits would
be close to Lake Idlewild, but would not extend into the lake.
Impervious surfaces associated with the LPA’s proposed improvements would increase stormwater runoff
rates, volumes, and pollutant loads. These, in turn, could cause higher flows and degraded water quality in
affected storm sewers and streams. Impervious surfaces could also result in decreased infiltration and
aquifer recharge. New impervious areas from the project would include tracks and guideways, stations,
park-and-ride lots, maintenance facilities, and roads. Ballasted (gravel) track sections would be considered
as impervious areas because of the high compaction and low permeability of the subsoils underlying the
tracks.

The pollutant-generating impervious surface (PGIS) associated with the LPA would consist primarily of new
or reconstructed roadways in the vicinity of the proposed light rail alignment that would need to be
reconstructed to accommodate the proposed light rail tracks.

Because the proposed light rail alignment would generally be near or commingled with automobile
roadways, it would be treated as PGIS for purposes of stormwater treatment. Some proposed new parking
surfaces would create impervious surface, notably at new park-and-ride facilities, but even at those
locations, the new facilities would generally be built on areas with existing parking surfaces, so the
additional new impervious surface would be minimized. Elevated areas, such as the portion of the proposed
light rail alignment that would be located adjacent to Prairie Center Drive, have little or no need for road
reconstruction and therefore would have relatively low PGIS values. In contrast, at-grade alternatives within
urban settings frequently require relocating lanes of roadway parallel to the alternative, which would result
in a relatively large PGIS. Stormwater runoff from project-related PGIS would receive water quality
treatment.

The stormwater systems managed by local jurisdictions in this area typically discharge to local streams and
wetlands. Urbanization has changed many of the land uses in the area from forested areas to urban
development. Higher peak flows that are caused by impervious surface prevent infiltration from occurring
and result in channel scour and degradation of stream habitat. To reduce the high flows that would
otherwise occur within the streams, the City of Eden Prairie operates a system of regional detention ponds.
Runoff from developments constructed less than 15 to 20 years ago generally receives treatment and
detention before discharging into the city stormwater systems. Eden Prairie and the Riley-Purgatory-Bluff
Creek Watershed District have stormwater management regulations and program. The project would
construct additional stormwater facilities as needed, and construction would be coordinated with the local
jurisdictions to connect the new facilities to existing stormwater management facilities.
Affected Environment, Impacts, and Mitigation
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If it occurs, development and/or redevelopment around transit station areas may result in an increase in
impervious surfaces that could indirectly affect water quality. However, that development would comply
with stormwater requirements applicable at the time of their permitting and construction, which would tend
to avoid or minimize adverse impacts to water quality.
Short-Term Water Resources Impacts

This section describes the potential short-term impacts to water resources in the segment caused by
constructing the LPA.

Wetlands
Short-term fill within wetlands due to construction activities, and potentially other related construction
activities, could affect wetlands along Prairie Center Drive. These impacts would generally be limited
because much of the new light rail alignment would be built adjacent to existing roadways, providing direct
access to the construction site. Construction activities may result in loss or disturbance of soils and
vegetation or potential for inorganic solids to reach the wetlands. Erosion and sedimentation typically occur
when rainfall and stormwater runoff erode soil and deposit the eroded materials downslope or downstream
from the construction area. Erosion and sedimentation can result from a variety of potential actions
associated with construction, including the following:
•
•
•
•
•
•

Removing vegetation that exposes soil to erosion
Exposing soil by way of grading, filling, and excavation
Tracking soils onto roads by vehicles
Constructing in or near wetlands, lakes, streams, or drainage courses
Constructing slopes that collect and concentrate stormwater, causing erosion
Pumping of groundwater at excavations

Implementing appropriate BMPs would help minimize erosion and sedimentation impacts. These BMPs will
include the preparation of a temporary erosion and sediment control plan and a hazardous and
contaminated materials management plan, if needed. BMPs that will be implemented during construction
will be designed to minimize the potential for soil erosion and sedimentation and to protect water quality, if
needed. Potential BMPs that could be implemented during construction include the following:
•

•
•
•
•
•
•
•
•
•
•
•

Minimizing the amount of cleared area at a construction site

Stabilizing construction entrances and haul roads using quarry spalls
Washing truck tires at construction entrances, as necessary
Constructing silt fences downslope from exposed soil
Protecting catch basins from sediment

Containing and controlling concrete and hazardous and contaminated materials onsite

Installing temporary ditches to route runoff around or through construction sites, with straw bales or
rock check dams strategically located to slow and settle runoff
Providing temporary plastic or mulch to cover soil stockpiles and exposed soil

Using straw wattles to reduce the length of unbroken slopes and minimize runoff concentration

Using temporary erosion control blankets or mulch on exposed steep slopes to minimize erosion before
vegetation is established
Constructing temporary sedimentation ponds to remove solids from concentrated runoff and
groundwater pumping before being discharged
Conducting vehicle fueling and maintenance activities no closer than 100 feet from a wetland

3-66
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Floodplains
No short-term direct impacts to floodplains are expected to occur due to the proposed project, although
sedimentation flow into the floodplain could indirectly occur during construction if a substantial storm event
were to occur. Construction staging would be located outside the floodplain areas to minimize the potential
for temporary impacts.
Public Waters and Stormwater Management
The potential water quality impacts resulting from construction activities may increase turbidity and
sedimentation in the receiving streams as a result of stormwater runoff from disturbed construction sites.
Erosion and sedimentation typically occur when rainfall and stormwater runoff erode soil and deposit the
eroded materials downslope or downstream from the construction area. Erosion and sedimentation can
result from a variety of potential actions associated with construction, including the following:
•
•
•
•
•
•

Removing vegetation that exposes soil to erosion
Exposing soil by way of grading, filling, and excavation
Tracking soils onto roads by vehicles
Constructing in or near wetlands, lakes, streams, or drainage courses
Constructing slopes that collect and concentrate stormwater, causing erosion
Pumping of groundwater at excavations such as pier foundations, trenches, and tunnels

The runoff from newly poured concrete surfaces can have high alkalinity, often above pH 9, which can result
in degraded water quality and can adversely affect fish. In addition, total suspended solids from the concrete
fines might result in a milky-white appearance of the runoff, exceeding turbidity requirements. Because the
total amount of ground disturbance during construction would be more than one acre, a National Pollutant
Discharge Elimination System general construction stormwater permit would be required for this project.
One of the permit requirements is a project-specific SWPPP. The SWPPP plan would be developed and
implemented in accordance with Council Environmental Services guidance and procedures. This plan would
include a temporary erosion and sediment control plan and a hazardous and contaminated materials
management plan, and would employ BMPs during construction to minimize the potential for soil erosion
and sedimentation and to protect water quality. Potential BMPs would include those listed above for
wetlands.

A temporary erosion and sediment control plan also would include a water quality monitoring plan and
a schedule for inspecting the erosion control measures for effectiveness. Water pumped from the
construction site, such as from guideway pier construction, would be treated as required to meet discharge
requirements identified on the SWPPP. Pavement slurry and residue from road cutting and grinding would
be collected and properly disposed of offsite, and a concrete containment and disposal plan would also be
prepared. An MnDNR-certified erosion and sediment control specialist would be employed to conduct the
inspections, and deficiencies would be promptly corrected. These measures would minimize the likelihood
for serious water quality problems occurring during construction.

The concrete used for the project would take several months to cure enough so that the pH of exposed
surfaces would decrease to acceptable levels. Stormwater runoff would be tested, and if excessive levels of
pH or turbidity are found, the runoff would be treated before it is released to storm sewers or a receiving
water body. If discharge of treated construction or process water to a sanitary sewer is proposed, approval
must be obtained from the City of Eden Prairie.
Additional Construction BMPs

The proposed project will comply with applicable state, federal and local regulations and will install BMPs to
control and minimize erosion and potential impacts to surface water resources as determined during the
permitting process. Construction BMPs may include some or all of the following:
•
•

Inlet protection of catch basins (filters, bio-bags, catch-basin drop-filters)
Excavation silt control (silt fence, bio-bags)

Affected Environment, Impacts, and Mitigation
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Temporary seeding of open excavations and stockpiles as appropriate for surface soil areas that remain
exposed for several weeks or longer
Swales with check dams – surface waterways with periodic check dams for silt removal
Temporary paving of area to receive traffic prior to final restoration
Infiltration of stormwater runoff after removal of heavy sediments

Temporary rerouting of stormwater away from exposed slopes and stockpiles

Temporary rock construction entrances to remove mud for construction vehicles before they leave
the site

When applicable, these BMPS will be installed prior to earthwork and grading activities, and would be kept
in good working order for the duration of the project. The project would be monitored under grading
permits issued by the watershed districts, WMOs, and the cities in the corridor.

Runoff volume control techniques would be considered during Engineering to minimize the rate, volume and
quality of surface runoff, including: green swales, infiltration strips, rainwater gardens, subsurface storage,
grit chambers, and sump manholes.
C.

Mitigation Measures

The Section 404 permit application will identify compensatory mitigation for unavoidable impacts to
wetlands and other aquatic resources. A Compensatory Mitigation Plan will be developed by the Council, and
reviewed by USACE, prior to the submittal of the Section 404 permit application.
Mitigation options to off-set permanent wetland impacts include onsite project specific permittee
responsible mitigation, offsite project specific permittee responsible mitigation, and/or the purchase of
wetland mitigation bank credits that meet USACE regulatory requirements, as well as state and local
regulatory requirements. Wetland impacts could be reduced by continued project design refinements to
limit the affected areas within the wetlands, including the placement of construction fencing to control
construction limits. The actual mitigation ratio for the loss of wetlands will depend on the location, type, and
functional value of the wetland being impacted and permits obtained from agencies with regulatory
authority. Compensatory wetland mitigation required for this project will depend on final footprint of
wetland fill, as well as the ecological value of the wetlands affected. Impacts to waters and wetlands will be
detailed in the Final EIS.

Stormwater runoff (both long-term and short-term) will be directed into stormwater detention facilities
created as part of the project (see prior discussion concerning stormwater). Temporary impacts on soils and
vegetation (e.g., due to temporary pumping during construction) within and surrounding the wetlands will
be restored upon completion of construction.

Impacts on floodplains and public waters will be mitigated by compensatory storage. After Project
Development, the amount of floodplain impacts will be calculated, and coordination with the appropriate
entities will occur to determine the type, location, and extent of compensatory floodplain storage (likely in
the form of excavation) required. The project will require coordination with, and permitting from local, state,
and federal water resources agencies. Development of permit applications will be completed during the
Engineering phase of the project.
3.2.2.3

Noise

This section provides a summary of the existing noise levels around noise-sensitive properties within the
Eden Prairie Segment, and an assessment of how those properties would be affected by the LPA and how
those impacts could be mitigated. As summarized in Table 3.2-1, there would be a moderate noise impact at
one hotel and a moderate and severe noise impact at another hotel without mitigation.

Background information on how noise is defined, the noise generated by LRT, and FTA noise impact
guidelines can be found in the Noise Fact Sheet in Appendix H of this Supplemental Draft EIS. Appendix H of
the Draft EIS also contains background information on noise and FTA evaluation criteria. Detailed
3-68
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

information regarding noise measurements, impact methodology, and the impact assessment can also be
found in Appendix H. The Final EIS will contain a comprehensive technical appendix with detailed
information regarding all inputs, measurements, an impact assessment, and mitigation.

A.

Existing Conditions

This section describes existing noise-sensitive land uses in the Eden Prairie Segment and existing noise
levels, which are used within the noise impact analysis summarized in Section 3.2.2.3.B of this Supplemental
Draft EIS. Subsequent to publication of the Draft EIS, additional noise monitoring was conducted in July and
August of 2013, to supplement the measurements conducted during the Draft EIS, and based on design
refinements within the Eden Prairie Segment. The noise analysis conducted for this Supplemental Draft EIS
followed FTA guidelines published in Transit Noise and Vibration Impact Assessment (FTA, 2006).
As discussed in Section 3.1.2.8 of this Supplemental Draft EIS, this monitoring updates monitoring used for
the Draft EIS. Noise-sensitive land use for the Eden Prairie Segment was identified based on aerial
photography, project drawings, and a site survey, and identified noise-sensitive land uses were categorized
using FTA’s land use categories. Based on the information from these sources, the noise-sensitive land uses
for the Eden Prairie Segment are the Southwest Station Condominiums, Purgatory Creek Park,
two apartment complexes on Singletree Lane, the Optum Auditorium on Technology Drive, and several
hotels on Flying Cloud Drive. The existing dominant noise sources in this segment include traffic on local
streets, Highway 212, and I-494.

Table 3.2-8 summarizes the results of the existing noise level measurements, and Exhibit 3.2-6 shows the
location of the three long-term noise monitoring sites and one short-term noise monitoring site for the Eden
Prairie Segment. At each site, the measurement was conducted at the approximate setback of the building or
buildings relative to the proposed light rail alignment. The results of the existing noise measurements were
used to calculate the existing noise levels for all the noise-sensitive locations in the study area. The noise
measurement results at each site are described below.
•

Site N2 – Southwest Station Condominiums. The 24-hour, time-averaged, A-weighted sound level
(day-night) (Ldn) measured at this location was 71 dBA. The dominant noise source was traffic on
Highway 212. Noise levels were measured for 24 hours in a landscaped area on the Highway 212 side of
the condominiums. This site is representative of the ambient noise conditions at the Southwest Station
Condominiums.

TABLE 3.2-8

Summary of Existing Noise Level Measurements – Eden Prairie Segment

Noise Level
(dBA)c

Measurement Start
Site No.

Measurement Location

Date

Time

Measurement
Duration (hrs)

Ldn

Leq

TBD

TBD

TDB

TDB

TDB

N2

a

Optum Auditorium

N2

b

Southwest Station Condominiums

7/25/2013

14:00

24

71

--

N3

b

Purgatory Creek Park

7/25/2013

07:30

1

--

54

N4

b

Lincoln Park Apartments

8/7/2013

16:00

24

62

--

Homestead Hotel

3/8/2010

10:07

24

61

-

N25

d

The auditorium at the Optum facility on Technology Drive has been identified as a noise sensitive receptor. The project is awaiting
right of entry to conduct the testing, therefore the measurements are not available at the time of publication of this Supplemental
Draft EIS. The noise measurements and analysis will be included in the Final EIS.
b
Noise sites from Supplemental Draft EIS measurements conducted during July and August 2013.
c
Ldn is used for Category 2 (residential) land use and Leq is used for Category 3 (institutional) land use.
d
Noise sites from Draft EIS measurements conducted during March 2010.
Acronyms
dBA = A-weighted decibel
Ldn = 24-hour, time-averaged, A-weighted sound level (day-night)
Leq = equivalent continuous sound level
Source: Cross-Spectrum Acoustics LLC, 2013.
a
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EXHIBIT 3.2-6

Noise/Vibration Impacts and Monitoring Locations, Eden Prairie Segment
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Site N3 – Purgatory Creek Park. The equivalent continuous sound level measured at this location was
54 dBA. The dominant noise source was traffic on local roads. Noise levels were measured for 1 hour at
the gazebo in the park. This site is representative of the ambient noise conditions at the Purgatory Creek
Park.

Site N4 – Lincoln Park Apartments. The Ldn measured at this location was 62 dBA. The dominant noise
sources were traffic on local streets and Highway 212. Noise levels were measured for 24 hours near the
Eden Prairie Marketplace water tower. This site is located near the alignment and is representative of the
ambient noise conditions at the Lincoln Park and Water Tower apartments on Singletree Lane.

Site N25 (Draft EIS) – Homestead Hotel. The Ldn measured at this location was 61 dBA. The dominant noise
sources were traffic on Highway 212 and I-494. Noise levels were measured for 24 hours adjacent to the
hotel. This site is representative of the ambient noise conditions at the hotels on Flying Cloud Drive north
of I-494.
B.

Potential Noise Impacts

This section identifies the potential long-term and short-term direct and indirect noise impacts that would
occur in the Eden Prairie Segment. The long-term noise impact evaluation considered the potential increase
in noise levels for sensitive receptors closest to the proposed LRT stations and track in the segment as
a result of the operation of light rail.
Short-term noise impacts are those that may occur during construction of the LPA.

Long-Term Direct and Indirect Noise Impacts
This section identifies the potential long-term and short term noise impacts in the Eden Prairie Segment.
The project team conducted a Detailed Noise Analysis in the Eden Prairie Segment. See Appendix H of this
Supplemental Draft EIS for more information. The results of the analysis, which are presented in Tables 3.2-9
and 3.2-10, include both residential and institutional (e.g., parks, churches, and schools) land uses. The
results include a tabulation of all noise-sensitive locations in the segment and detailed descriptions of any
locations with noise impacts. The tables show the location information for each sensitive receptor group, the
existing noise levels, the projections of future noise levels, the impact criteria, and whether there are any
noise impacts.
TABLE 3.2-9

Summary of Noise Impacts for Residential Land Use – Eden Prairie Segment

Location

Project Noise Levels
(dBA)

Distance from
near LRT Track
Centerline

LRT
Speed

Existing
Noise Level

138

30

62

Lincoln Park Apartments

(feet)

(mph)

Criteria

Impact?

(dBA)

LRT

Mod

Sev
64

No

57

59

Type and #
of Impacts
Mod

Sev

0

0

Water Tower Apartments

113

30

62

58

59

64

No

0

0

Southwest Station Condos

95

20

71

64*

65

70

No

0

0

Residence Inn

44

45

61

65

58

64

Sev

1

1

Baymont Inn

69

35

61

62

58

64

Mod

1

0

*Includes an increase in bus noise due to change in SW Transit operations.
Notes: the reported noise levels are rounded to the nearest decibel, except for the noise level increases. The “Type and # of
Impacts” column identifies whether the LRT noise level exceeds FTA’s moderate or severe noise impact criteria thresholds, which
are also found under the “Project Noise Levels” column. It also reports the number of units that would experience a moderate or
severe noise impact.
Acronyms
Mod = moderate
Sev = severe.
Source: Cross-Spectrum Acoustics LLC, 2013 and 2014.
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TABLE 3.2-10

Summary of Noise Impacts for Institutional Land Use – Eden Prairie Segment
Project Noise Levels
(dBA)

Location
Purgatory Creek Park

Distance from
near LRT Track
Centerline

LRT
Speed

Existing Noise
Level

(feet)

(mph)

(dBA)

LRT

Mod

Sev

Impact?

Mod

Sev

269

25

54

53

60

66

No

0

0

Criteria

# of Impacts

Note: the reported noise levels are rounded to the nearest decibel, except for the noise level increases.
Acronyms
Mod = moderate
Sev = severe.
Source: Cross-Spectrum Acoustics LLC, 2013.

In summary, the LPA would result in the following noise impacts to residential land uses in the Eden Prairie
Segment:
•

Baymont Inn and Residence Inn. These two hotels are located adjacent to Highway 212 on Flying
Cloud Drive and are projected to have moderate and severe noise impacts (Table 3.2-9). The projected
noise impacts would be due to the nearby at-grade crossing and the proximity of the buildings to the
light rail alignment.

Indirectly, increased development density that could occur around transit stations due to the LPA may put
more people near the noise produced by light rail and park-and-ride facilities (see Section 9.5, Table 9.5-1,
of the Draft EIS).
Additionally, the auditorium at the Optum facility on Technology Drive has been identified as a noise
sensitive receptor. Site-specific measurements will be conducted at this location during the Final EIS to
determine the potential for impacts and the corresponding need for any mitigation.

Short-Term Noise Impacts
This section describes the potential short-term noise impacts that would be caused by constructing the LPA.
Employees and travelers in the Eden Prairie Segment would experience temporary increases in noise levels
from construction activities and construction vehicles. Noise generated by construction equipment varies,
depending on equipment type/model/make, duration of operation, and specific type of work effort. Typical
noise levels may occur in the 67 to 107 dBA range at a distance of 50 feet. Construction noise impacts are
expected to be localized, temporary, and transient, and they would be regulated by applicable local noise
ordinances. Construction-related noise impacts generally would increase with proximity to the physical
improvements. Potential short-term noise impacts will be addressed further in the forthcoming Final EIS
when additional design and construction information is available.
C.

Mitigation Measures

Based on the projected noise impacts identified in the Eden Prairie Segment and in compliance with FTA
guidance, final determinations of noise mitigation measures to be incorporated into the project will be made
in a noise mitigation plan and documented in the project’s Final EIS. The contents of that plan will include:
additional noise monitoring and/or testing, where appropriate; documentation of the evaluation of
mitigation measures relative to their feasibility, practicability, and project-specific factors used to identify
the committed noise mitigation measures; and identification of committed long-term and short-term
(construction) noise mitigation measures and their effectiveness. See Section 3.1.2.8 for additional detail on
FTA noise mitigation guidance and on the contents of a noise mitigation plan. 16
16

The auditorium at the Optum facility on Technology Drive has been identified as a noise sensitive receptor. Assessment of
the facility will be conducted during the Final EIS to determine the potential for impacts and the corresponding need for any
mitigation.
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Vibration

This section provides a summary of the findings of the vibration analysis, which evaluated the project’s
vibration (motion of the ground or building) impacts on vibration-sensitive properties within the Eden
Prairie Segment. As summarized in Table 3.2-1, based on the project’s General Vibration Assessment, there
would be no vibration impacts in the Eden Prairie Segment as a result of the LPA.

Background information on how vibration is defined, the vibration generated by light rail vehicles, and FTA
vibration impact guidelines can be found in the Vibration Fact Sheet in Appendix H of this Supplemental
Draft EIS. Appendix H of the Draft EIS also contains background information on vibration and FTA evaluation
criteria used to assess vibration impacts. Detailed information regarding vibration measurements and the
impact assessment can be found in Appendix H of this Supplemental Draft EIS. The forthcoming Final EIS will
contain a comprehensive technical appendix with detailed information regarding all inputs, measurements,
an impact assessment, and mitigation.

A.

Existing Conditions

This section describes existing vibration-sensitive land uses in the Eden Prairie Segment and existing
vibration levels. In the Draft EIS, a General Vibration Assessment was conducted using FTA procedures.
The General Vibration Assessment methodology uses generalized information and assumptions to make
projections of potential vibration impacts. For this Supplemental Draft EIS, a Detailed Vibration Assessment
methodology using FTA procedures was used. The Detailed Vibration Assessment considers the vehiclespecific vibration characteristics, as well as using vibration propagation testing at locations throughout the
project corridor. The Detailed Vibration Assessment followed FTA guidelines published in Transit Noise and
Vibration Impact Assessment (FTA, 2006).

Vibration-sensitive land uses for the Eden Prairie Segment were identified based on aerial photography,
project drawings, and a site survey, and identified vibration-sensitive land uses were categorized based on
FTA’s guidelines. Based on the information from these sources, the vibration-sensitive land uses for the Eden
Prairie Segment include the Optum Auditorium on Technology Drive, two apartment complexes on
Singletree Lane, the Southwest Station Condos, and several hotels on Flying Cloud Drive. There are no
noticeable sources of existing vibration in the area.

A vibration measurement conducted in July 2013 was used to characterize the response of the soil at a
location in the Eden Prairie Segment. No vibration measurements were conducted during the Draft EIS.
At the measurement site, a vibration propagation test was conducted by impacting the ground with an
instrumented weight and measuring the response of the soil at distances ranging from 25 to 150 feet. The
results of the vibration propagation tests were combined with the force density (vehicle input force) to
project vibration levels from LRT operations at vibration-sensitive locations near the alignment adjustments.
The location of the vibration measurement site for the study area is described as follows and is shown on
Exhibit 3.2-6:
•

B.

Site V2 – SouthWest Station. The vibration propagation measurement was conducted in the driveway
of the existing SouthWest Transit Station. The measurements at this site are representative of all
vibration-sensitive land uses in the Eden Prairie Segment.
Potential Vibration Impacts

This section identifies the potential long-term direct and indirect vibration impacts as well as short-term
impacts that would occur in the Eden Prairie Segment. The long-term vibration impact evaluation considers
the potential increase in vibration that sensitive receptors closest to the proposed LRT stations and track
may experience as a result of the operation of light rail and freight rail. There may be indirect changes in
vibration levels as increased development density anticipated around transit stations may cause more
people to experience vibrations produced by light rail vehicles.
Short-term vibration impacts are those that may occur during construction of the LPA while jackhammers,
rock drills, and impact pile-drivers are being used, for example.
Affected Environment, Impacts, and Mitigation
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Long-Term Direct and Indirect Vibration Impacts
This section describes the potential long-term direct and indirect vibration impacts in the segment.
The project team conducted a Detailed Vibration Analysis for the Eden Prairie Segment. The results are
presented in Table 3.2-11 for residential land use (there are no vibration-sensitive institutional land uses in
the Eden Prairie Segment). The table includes a tabulation of all sensitive locations and detailed descriptions
of any locations with vibration impacts. The table also indicates the location information for each sensitive
receptor group, the projections of future vibration levels, the impact criteria, and whether there are any
impacts. The table also shows the total number of impacts for each location. The results in Table 3.2-11
indicate operation of the light rail line under the LPA would not result in any vibration impacts to residential
land uses within the Eden Prairie Segment, based on FTA’s vibration impact threshold criteria.
TABLE 3.2-11

Summary of Vibration Impacts for Residential Land Use – Eden Prairie Segment
Location

Lincoln Park Apartments
Water Tower Apartments

Distance from near
LRT Track Centerline
(feet)

LRT
Speed
(mph)

95
69

20
35

SouthWest Station Condos
Baymont Inn
Residence Inn

113
225

44

30
30

45

Max Vibration Velocity Level (VdB) in
any 1/3-Octave Band
Project Vibration Level
Impact Criterion
56
53

72
72

62

72

53
58

72
72

Note: Vibration levels are rounded to the nearest decibel.
Acronyms
VdB = Vibration velocity level is reported in decibels relative to a level of 1x10-6 inches per second.
Impact Criterion = The threshold for a vibration impact under FTA guidance.
Source: Cross-Spectrum Acoustics LLC, 2013 and 2014.

# of Impacts
0
0
0
0
0

However, the auditorium at the Optum facility on Technology Drive has been identified as a vibration and
ground-borne noise sensitive receptor. Site-specific measurements will be conducted at this location during
the Final EIS to determine the potential for impacts and the corresponding need for any mitigation.
A potential vibration-related indirect impact is that changes in development density anticipated around
transit stations would put more people near transportation-induced vibration generated by light rail
vehicles, buses, and other vehicles at proposed stations and park-and-ride facilities (see Section 9.5,
Table 9.5-1, of the Draft EIS).

Short-Term Vibration Impacts
This section describes short-term vibration impacts that would be caused by construction of the LPA.

As with short-term noise impacts, residents in the Eden Prairie Segment would experience vibration effects
from construction activities and, to a lesser extent, construction vehicles. Vibration would be expected
during construction activities using jackhammers, rock drills, and impact pile-drivers. Construction of the
proposed piers for the elevated segments of the proposed light rail alignment, where installing sheetpiling
would be required, is an example of a construction activity that would generate vibrations. Construction
vibration impacts are expected to be localized, temporary, and transient. These impacts generally would
increase with proximity to the physical improvements. Construction BMPs will be used during construction
to minimize or mitigate short-term construction-related vibration impacts.
C.

Mitigation Measures

There are no projected long-term vibration impacts in the Eden Prairie Segment, therefore no mitigation is
identified. 17
17

The auditorium at the Optum facility on Technology Drive has been identified as a vibration and ground-borne noise
sensitive receptor. Assessment of the facility will be conducted during the Final EIS to determine the potential for impacts
and the corresponding need for any mitigation.
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Based on the projected short-term vibration impacts identified in the Eden Prairie Segment and in
compliance with FTA guidance, final determinations of short-term vibration mitigation measures to be
incorporated into the project for this segment will be made in a vibration mitigation plan and documented in
the project’s Final EIS. The contents of that plan will include: additional testing where appropriate;
documentation of the evaluation of mitigation measures relative to their feasibility, practicability, and
project-specific factors used to identify the committed mitigation measures; and identification of committed
long-term and short-term (construction) mitigation measures and their effectiveness. See Section 3.1.2.9 for
additional detail on FTA noise mitigation guidance and on the contents of a vibration mitigation plan.
3.2.2.5

Hazardous and Contaminated Materials

This section provides an overview of hazardous and contaminated materials that could be located on parcels
that either would be acquired for the Eden Prairie Segment of the LPA or would be near enough to
construction activities that there would be a risk that the project would encounter contaminated soils and/or
groundwater. It also describes potential control or cleanup requirements for the project as a result of
hazardous and contaminated materials that might be mobilized or released as a result of project activities.
Hazardous and contaminated materials can be classified in a number of different categories based on laws
and regulations that define their characteristics and uses. These categories include hazardous waste,
dangerous waste, hazardous substances, and toxic substances.
As summarized in Table 3.2-1, there are six high-risk sites in proximity to the proposed light rail-related
improvements of the LPA that could require remediation prior to construction. In addition, there is the
potential that long-term groundwater pumping could encounter zones of contaminated groundwater.

A.

Existing Conditions

This section describes the existing hazardous and contaminated materials sites in the Eden Prairie Segment.
The Phase I Environmental Site Assessment (ESA) for this segment is ongoing and will be included in the
Final EIS, therefore the same tools applied in the Draft EIS were applied for the Supplemental Draft EIS. A
review of MPCA and MDA databases was performed to identify potential high-, medium-, and low-risk sites
that could affect the project. The online environmental database search and review of files revealed 44
potential sites in the Eden Prairie Segment. Of these sites, six were classified as high-risk sites, six were
classified as medium-risk sites, and 32 were classified low-risk sites. The potential high-risk sites are listed
in Table 3.2-12 and shown on Exhibit 3.2-7. These findings are preliminary and the total site count could
change with the forthcoming Phase I ESA, which will be documented in the forthcoming Final EIS. A Phase II
ESA will be completed, where determined appropriate based on the Phase I ESA, prior to construction.
B.

Potential Hazardous and Contaminated Materials Impacts

This section identifies the potential long-term and short-term impacts to hazardous and contaminated
materials that could result from implementation of the Eden Prairie Segment. These impacts could result
from earthwork or other disturbance at or in proximity to contaminated areas that might mobilize or result
in the release of hazardous and contaminated materials.

Long-Term Direct and Indirect Hazardous and Contaminated Materials Impacts
This section addresses long-term direct and indirect hazardous and contaminated material impacts in the
segment. As described in Section 4.9 of the Draft EIS, long-term hazardous and contaminated material
impacts are not expected as a result of the LPA because the project would not generate hazardous and
contaminated materials or regulated wastes. In addition, the Draft EIS notes if third-party contamination is
present near a project site if permanent pumping of groundwater is needed, there is potential for
contaminated groundwater to enter the groundwater pumping system.

A potential indirect impact on properties with known and unknown hazardous and contaminated materials
is that these materials could be cleaned up as redevelopment occurs near proposed transit stations.
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TABLE 3.2-12

Potential High-Risk Hazardous and Contaminated Material Sites – Eden Prairie Segment
Site Name

Details from MPCA database

Potential Use of the Site by the LPA

Rosemount, Inc. Eden Prairie • Has an open petroleum leak site (Leak site 19163)
• Direct disturbance to parcel due to
Facility
project construction
• A diesel release was reported there on June 28, 2013,
(12001 Technology Drive)
but the report does not specify whether there is offsite
contamination
• Unlikely, but possible, potential for impact to the alignment
Gander Mountain 489
(12160 Technology Drive)a

• Inactive VIC site (VP 5452)
• No direct disturbance and no
indirect disturbance anticipated
• No details are provided regarding participation in the VIC
program, but the MPCA VIC website indicates that
participation was related to offsite contamination from the
adjacent Applied Coating Technologies site
• The offsite contamination scenario would indicate that the
facility is not a contamination source area of concern to
the LPA, but that Applied Coating Technologies is a highrisk contamination source area

Applied Coating Technologies • Includes an unpermitted dump site (REM0460), active
and Fotomart
VIC sites (VP 5450 and 5451), and an inactive
Superfund/CERCLIS (MN 245068) site
(12150 Technology Drive)b
• Contaminated Groundwater; VIC program groundwater
monitoring reports indicate that groundwater has been
affected by non-petroleum compounds, although the site
reportedly received a No Action letter on December 24,
1996
One Hour Martinizing
(7910 Eden Road)

Former Amoco 2095
(8100 Flying Cloud Drive)c

Phillips Petroleum
(8045 Flying Cloud Drive)d

• Recently activated VIC site (VP 29010)
• No information is available on the VIC program website;
however, the site (a drycleaner) is a former Small
Quantity Generator (SQG) of tetrachloroethene, and it is
thus suspected that VIC participation is related to a
chlorinated hydrocarbon release

• No direct disturbance and no
indirect disturbance anticipated

• Direct disturbance to parcel due to
project construction for LRT

• Has a closed petroleum leak site (Leak site 1523)
• No direct disturbance and no
indirect disturbance anticipated
• Contaminated Groundwater: Soil and groundwater
contamination documented, with up to 2.9 feet of liquid
phase petroleum on the water table
• Vapor intrusion risk from residual petroleum contamination
• Has a closed petroleum leak site (Leak site 15560)
• No direct disturbance and no
indirect disturbance anticipated
• Contaminated Groundwater: Soil and groundwater
contamination documented, with up to 7.4 feet of liquid
phase petroleum on the water table
• Vapor intrusion risk from residual petroleum contamination

Site no longer occupied by Gander Mountain
Site currently occupied by Gander Mountain
c
Site currently occupied by a BP gas station and Bobby & Steve’s Auto World
d
Site currently occupied by a Holiday gas station
Acronyms
CERCLIS = Comprehensive Environmental Response, Compensation, and Liability Information System.
SQG = Small Quantity Generators.
VIC = Voluntary Investigation and Cleanup.
Sources: Minnesota Department of Agriculture (MDA), 2013; Minnesota Pollution Control Agency, (MPCA), 2013.
a
b

Short-Term Hazardous and Contaminated Material Impacts
This section describes short-term hazardous and contaminated material impacts caused by constructing the
LPA. Table 3.2-12 identifies the potential high-risk hazardous and contaminated material sites in the Eden
Prairie Segment that would be directly disturbed by construction activities associated with the LPA.

Of the six high-risk sites identified in Table 3.2-12, the sites with contaminated groundwater are a concern in
the event that deep excavation is necessary during construction (these areas were not previously discussed
in the Draft EIS). The sites are identified in Table 3.2-12 and will be investigated in the Phase I ESA.
Table 3.2-12 lists the potential impacts related to potential high-risk sites. Two sites would be directly
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EXHIBIT 3.2-7

Potential High-Risk Hazardous and Contaminated Materials Sites, Eden Prairie Segment
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disturbed by construction activities related to the LPA (i.e., Rosemount, Inc. Eden Prairie Facility and One
Hour Martinizing).

The potential residual offsite groundwater contamination and the presence of liquid-phase petroleum
increase the chances of encountering petroleum-contaminated soil during construction. These factors will
need to be considered during groundwater pumping efforts and disposal of water captured during the
pumping process. Vapor intrusion to utilities adjacent to these sites is also a concern; the risk will be better
characterized in the site assessment(s) to be conducted.

Potential construction impacts could result from use of hazardous and contaminated materials (for example,
lubricants, fuels, and solvents) during construction or from encountering sites with existing soil or
groundwater contamination as described in more detail in the Draft EIS. The potential short-term
construction impacts specified in the Draft EIS, including cost and schedule impacts and potential public and
worker exposure to hazardous and contaminated materials, can be reduced or avoided by following the
procedures in the MPCA Brownfields Program regulatory framework.
C.

Mitigation Measures

Mitigation for potential hazardous and contaminated materials impacts in the Eden Prairie Segment will be
conducted within the MPCA Brownfield Program regulatory framework with the Southwest LRT project
having been entered in the Brownfield Program on September 8, 2014, and having received site
identification numbers PB4648/VP31670 from the MPCA. In accordance with MPCA Brownfield Program
guidelines, the forthcoming Phase I ESA and subsequent documents will be submitted to the MPCA
Brownfield Program as part of the regulatory process. All mitigation measures will be implemented in
accordance with the investigation and mitigation documents submitted to the MPCA. Implementation of
these measures would result in controlled management of hazardous and contaminated materials and low
risk of human exposure to unhealthy contaminants. A Response Action Plan (RAP) will be developed by the
Council and approved by MPCA to address the risks identified in the Phase I and II ESAs. Upon MPCA
approval of the RAP, cleanup of identified contamination would begin prior to, or in concert with, project
excavation and/or drilling activities. All clean-up activity will be conducted with prior MPCA approval and in
accordance with the approved Site Safety and Health Plan and will be continuously monitored by qualified
inspectors. A final report shall be prepared and submitted to the MPCA documenting all removal and
disposal activity.

It is reasonable to expect that previously undocumented soil or groundwater contamination may be
encountered during construction. A Construction Contingency Plan shall be prepared by the Council and
approved by MPCA prior to the start of construction to account for the discovery of unknown contamination.
This plan will outline procedures for initial contaminant screening, soil and groundwater sampling,
laboratory testing, and removal, transport, and disposal of contaminated materials at licensed facilities.
Contaminated material removal and disposal would be in accordance with this plan, monitored by qualified
inspectors, and documented in final reports for submittal to MPCA.

In addition to contaminated soil and groundwater, the potential exists for structures on acquired lands to
contain asbestos, lead paint, or other hazardous and contaminated materials. Any existing structures will be
surveyed for the presence of hazardous/regulated materials prior to their demolition or modification.
Potentially hazardous and contaminated materials will be handled and managed in compliance with all
applicable regulatory standards and will be disposed in accordance with an approved remediation plan.
3.2.3

Economic Effects

New infrastructure projects may affect local businesses, jobs and the influx of money into the economy. This
section addresses the potential tax base losses caused by the potential displacement and relocation of
businesses in the Eden Prairie Segment. It also discusses the potential for increased property tax revenues
from the potential redevelopment of property around the proposed light rail stations within the Eden Prairie
Segment and potential mitigation measures for economic effects.
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Existing Conditions

As discussed in Section 3.2.1.1 of this Supplemental Draft EIS, the Eden Prairie Segment is characterized by
commercial, industrial, and mixed land uses. Section 3.2.1.2 and Table 3.2-3 of this Supplemental Draft EIS
identify full and partial parcel acquisitions that would need to occur to accommodate the proposed Eden
Prairie Segment improvements. The majority of the budgeted general fund revenues for the City of Eden
Prairie are from property taxes, comprising 76-percent of the total general fund revenues (City of Eden
Prairie, 2012). This Supplemental Draft EIS analyzes the changes related to the City of Eden Prairie property
taxes.
B.

Potential Economic Impacts

This section identifies the long-term and short-term economic impacts that would result from the conversion
of private businesses into transit right-of-way in the Eden Prairie Segment.
Long-Term Direct and Indirect Economic Impacts

This section describes the long-term direct and indirect economic impacts associated with property
acquisitions in the Eden Prairie Segment. Within the Eden Prairie Segment, the proposed LPA would require
an estimated: two full and 33 partial acquisitions of private properties 18; and an estimated nine potential
business relocations. The property acquisitions would result in an annual reduction in property tax revenue
to the City of Eden Prairie of approximately $34,600 per year in property tax revenue, which is
approximately 0.2 percent of the total city property tax revenues (based on 2013 property tax receipts) 19.
This loss of property tax revenue could be reduced if less land area is actually used for construction of the
LPA. For example, in some cases, the Council may determine that an entire parcel would need to be acquired
to accommodate construction, but later, following construction, some property may no longer be needed for
the project. In these cases, the excess property would be disposed of per Council policy and applicable
federal and state regulations and would likely be sold to return to compatible land use, as discussed in
Section 3.1.2.2 of this Supplemental Draft EIS. Further, the loss in property tax revenue due to the acquisition
of privately held land has the potential to be offset with increased property tax revenues, if the station areas
within the affected city result in higher property values due to improved access and other benefits associated
with the proposed light rail stations are within the city limits. The loss of property tax revenue could also be
offset if the affected businesses relocate elsewhere within the affected city. Businesses displaced by the
project would receive compensation and relocation assistance, as discussed in Section 3.1.2.2 of this
Supplemental Draft EIS.
As an indirect economic impact, there is also the potential for increased property tax revenues from the
potential redevelopment of property around the proposed light rail stations within the Eden Prairie
Segment. Improved transit access can increase the convenience and desirability of surrounding residential,
commercial, and office properties. Light rail transit can contribute to existing market forces that can increase
the potential for transit-oriented development or redevelopment.
Short-Term Economic Impacts

No short-term economic impacts are expected in the Eden Prairie Segment.
C.

Mitigation Measures

No adverse impacts are expected and therefore no mitigation measures have been identified.
3.2.4

Transportation Effects

This section addresses the impacts that the proposed LPA would have on transportation facilities in the Eden
Prairie Segment, addressing transit, roadway and traffic, bicycle and pedestrian facilities, and safety and
security. Where appropriate, mitigation measures to alleviate adverse impacts are also identified.
18

Publicly owned parcels acquired by the project are not currently taxed and their acquisition will not change the tax status.
Tax base loss was calculated by dividing the property taxes lost as a result of full property acquisitions by the total property
tax collected in Eden Prairie in 2013.
19
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Methodologies and data used to prepare these analyses, updated since publication of the Draft EIS, may be
found in Section 3.1.2.12 of this Supplemental Draft EIS.

3.2.4.1

Transit

This section describes impacts that the LPA would have on the existing transit system in the Eden Prairie
Segment (express and local bus service), which is operated by SouthWest Transit. As summarized in
Table 3.2-1, there is the potential for the LPA to affect fixed route bus service, as well as for changes in
service frequencies that are needed to coordinate with light rail service.

The introduction of light rail service in the Eden Prairie segment would include the construction of bus
facilities at or near one or more of the proposed light rail stations to facilitate transfers between both light
rail and buses and between buses and buses. The Council will continue to coordinate with SouthWest Transit
regarding the integration of light rail service with bus service in Eden Prairie during Project Development,
Engineering, and Construction.
A.

Existing Conditions

This section describes the existing transit system in the Eden Prairie Segment. The existing transit system,
including current service and the planned transit system based on the Council’s 2030 Transportation Policy
Plan (Council, 2010, amended May 2013), are described in Chapter 6 of the Draft EIS. The Draft EIS includes
a discussion of SouthWest Transit, a carrier service operating between Chanhassen, Chaska and Eden Prairie,
and downtown Minneapolis, which currently provides express bus service to and from the SouthWest
Transit Station and local bus service. As noted in Section 6.1.2.1 of the Draft EIS, the principal type of
weekday service is intercity express service, with some intercity local and circulating loop services. The type
of service currently provided is reflective of the trip-making behaviors of transit users in the study area.
Most are commuters making either home-based work or school trips. On weekends, transit service is
available on a limited basis within the study area, and is intended to serve home-based work and shopping
trips. Most of the express routes operate during the weekday morning and afternoon peak periods, and some
off-peak early morning, mid-day, and evening express service is provided at reduced frequencies. Although
service headways vary, the majority of the current routes operate at approximately 30-minute headways
(or more frequent) during peak periods. Off-peak service is provided by the local and circulating loop routes,
running at increased headways, generally between 30 and 60 minutes apart. Directionally, most of the routes
provide inbound service to downtown Minneapolis during the morning peak period, with outbound service
provided in the afternoon peak period.

The updated proposed operating plan for the Southwest LRT extension is shown in Section 3.1.2.12 and
Table 3.1-3 of this Supplemental Draft EIS. This discussion includes changes to the light rail operating plan
from what was reported in the Draft EIS, including changing from 7.5-minute headways described in the
Draft EIS to 10-minute headways, which are used for analysis in this Supplemental Draft EIS.
B.

Potential Transit Impacts

This section identifies the potential long-term and short-term transit impacts that would result from the
proposed LPA within the Eden Prairie Segment.

Long-Term Direct and Indirect Transit Impacts
This section describes the potential long-term direct and indirect transit impacts in the Eden Prairie
Segment. The primary change in transit service that would occur in the Eden Prairie Segment under the LPA
would be the introduction of light rail service to the area, consistent with the Draft EIS. Section 2.3.3.10 of
the Draft EIS provides a description of potential transit operations changes that could result from the LPA,
including changes that could occur within the Eden Prairie Segment (see Table 2.3-10 of the Draft EIS). In
general, bus service (e.g., routing, frequency) could be modified to: provide or improve feeder service to light
rail stations; provide service to new or relocated bus facilities; remove or relocate bus service that would
duplicate the new light rail service. Those potential changes to transit operations are currently under
development and review, which will include consultation with SouthWest Transit. Based on that continuing
effort, the forthcoming Final EIS will include a description of changes to transit operations that could result
from the implementation of Southwest LRT.
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In addition, coordination with SouthWest Transit will continue as the design of the Southwest LRT project
elements continues to be developed. Under the LPA, there would be some changes to the layout of the
existing SouthWest Station to accommodate the introduction of the light rail platform, light rail alignment,
and park-and-ride lot. Those changes in layout, which would be developed in coordination with SouthWest
Transit, could affect existing transit facilities on the site, such as bus lanes, staging areas, and passenger
amenities. The LPA would provide an indirect benefit of enhanced intermodal transit accessibility that could
lead to having higher ridership for both SouthWest Transit service and the Southwest LRT.
Indirect transit impacts would be a coordinated transit service, which may result in additional bus ridership
associated with transfers to the new light rail line.

Short-Term Transit Impacts
This section describes the short-term transit impacts in the Eden Prairie Segment caused by constructing the
LPA. Construction activities in the segment could lead to road detours and construction-related congestion
that could affect SouthWest Transit bus operations. Those potential road detours and construction-related
congestion could temporarily lead to increased bus travel times and reduced reliability. Some bus stops in
the segment, if located within construction zones, may need to be temporarily closed or relocated. There
could also be some short-term temporary effects on waiting passengers at bus stops from project
construction noise and dust, depending on the proximity of bus stops and construction sites.

C.

Mitigation Measures

Because there would be no long-term adverse impacts from the LPA on transit in the Eden Prairie Segment,
no transit mitigation measures have been identified. However, through coordination with SouthWest Transit
during project development and engineering, any potential impacts to SouthWest Transit bus operations will
be identified and addressed in consultation with SouthWest Transit. If construction-related detours are
required that would affect SouthWest Transit bus routes, Metro Transit will communicate those detours as
soon as possible to allow SouthWest Transit time to plan for changes to bus routes and to notify affected
patrons. The Council will coordinate with SouthWest Transit to ensure Federal and local procedures for any
route modifications or the suspension of transit service are followed. This could include a Title VI analysis to
determine how service changes would affect low-income and minority communities, as appropriate.
3.2.4.2

Roadway and Traffic

This section describes the proposed roadway modifications and anticipated traffic impacts resulting from
the LPA in the Eden Prairie Segment. The traffic impacts analysis completed for this segment is based on
projected travel demand, transportation network capacity, transportation system performance measures,
and proposed changes to the roadway network.
As summarized in Table 3.2-1, the LPA would result in the following impacts to roadway and traffic in the
Eden Prairie Segment:
•

•

•
•
A.

There would be eight new light rail at-grade crossings of roadways or driveways.

One intersection in the a.m. peak hour and three intersections in the p.m. peak hour (2030 average
weekday) would not meet LOS standards without mitigation; all intersections during a.m./p.m. peak
hours would meet LOS standards with mitigation measures.

Modifications would be made to existing roadways to accommodate the proposed light rail alignment
(Eden Road, Technology Drive, Flying Cloud Drive, and Mitchell Road).
A new unnamed roadway would be constructed extending west from Eden Road to a cul-de-sac to
accommodate the proposed light rail alignment.
Existing Conditions

This section describes the roadway and traffic operations in the Eden Prairie Segment. The general
transportation analysis methodologies and existing roadway network and traffic operation conditions
presented in Chapter 6 of the Draft EIS remain the same for this Supplemental Draft EIS. A description of
updated and changed data used in the analysis is described in Section 3.1.2.12 of this Supplemental Draft EIS.
Affected Environment, Impacts, and Mitigation
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Potential Roadway and Traffic Impacts

This section identifies the potential long-term and short-term roadway and traffic impacts that would result
from the transportation-related changes within the Eden Prairie Segment.

Long-Term Direct and Indirect Roadway and Traffic Impacts
This section describes the potential long-term direct and indirect roadway and traffic impacts in the Eden
Prairie Segment. The proposed LPA would include roadway improvements as described in Section 2.5.1 and
shown on Exhibit 2.5-2 of this Supplemental Draft EIS. In general, the proposed roadway improvements
would maintain current traffic operations and safety for the integration light rail train operations within the
local street network at several locations. There would also be locations where roadway alignments would be
shifted to accommodate construction of the proposed light rail alignment within constrained existing rightof-way. Roadway improvements would also include traffic signals that would coordinate both light rail and
vehicle movements, and turn lanes for any vehicle movements that would cross the proposed light rail
tracks.
Within the Eden Prairie Segment, the LPA would include eight at-grade crossings of existing roadways or
private driveways, crossing the following streets: Mitchell Road adjacent to Technology Drive; West Optum
Access; realigned East Optum Access/St. Andrew’s access drive; Technology Drive, southwest of the
Southwest Station; Technology Drive/Flying Cloud Drive; and private driveways at intersections with Eden
Road; Glen Lane; Viking Drive (see Exhibit 2.5-2). In addition, one at-grade crossing of a planned Main Street
that would be a north-south roadway located at the western end of the new, unnamed roadway to be
constructed off of Eden Road as part of the Eden Prairie Town Center Station. Proposed at-grade crossings
would be gated or signalized.
Following is a list of the key changes to the local roadway network in the Eden Prairie Segment that would
result from the LPA: 20
•

•
•

Technology Drive would be reconstructed and reconfigured from a two-lane roadway to a three-lane
roadway between Mitchell Road and Mitchell Station. At the intersection of Mitchell Road and
Technology Drive, an additional left-turn lane would be added to eastbound and westbound Technology
Drive, the left-turn lanes would be extended for both northbound and southbound Mitchell Road, and the
northbound right turn lane would also be extended.
Technology Drive would be shifted to the north for 0.3 mile to accommodate the light rail alignment
along the south side of the roadway between Southwest Station and Mitchell Road.

To accommodate the light rail alignment and the new unnamed roadway off of Eden Road between Glen
Lane and future “Main Street,” Eden Road would be re-constructed and re-configured from a two-lane
roadway to a three-lane roadway (one through lane in each direction and a left-turn lane for both
eastbound and westbound traffic at each access). The new unnamed roadway off of Eden Road would
also be a three-lane roadway. Right-turn lanes would accommodate traffic movements across the LRT
tracks.

A LOS analysis was completed for the at-grade intersections with the Eden Prairie Segment for the a.m.
and p.m. peak hours. Details of the traffic analysis can be found in the Supplemental Draft EIS Traffic Analysis
– Technical Issue #1 Memo (AECOM, 2013).

Results of the a.m. and p.m. traffic operations analysis are summarized in Tables 3.2-13 and 3.2-14,
respectively. Based on state and local standards, intersections that operate or would operate at LOS E or F
20

All of these modifications would be confirmed as design proceeds and any changes would be reflected in the forthcoming
Final EIS. As part of the design and engineering process, the Council also developed a design adjustment that would
implement a western terminus of the proposed light rail line at the Southwest Station. As a result of that western terminus,
there would be no Mitchell Station or park-and-ride lot and the proposed structured park-and-ride lot at Southwest Station
would be increased by approximately 600 spaces. The western terminus at the Southwest Station would also include
additional northbound and southbound through lanes on Prairie Center Drive, generally between Highway 212 and
Technology Drive, designed to accommodate increased peak-period traffic to and from the larger park-and-ride lot.
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are considered congested and do not meet standards. The analysis results for unsignalized intersections are
shown with two levels of service: (1) the LOS for the overall intersection and (2) the LOS for the approach
with the highest average delay.

As shown in Table 3.2-13, one intersection, at Mitchell Road and Technology Drive, would exceed LOS D in
the forecast year under the LPA during the a.m. peak hour. During the p.m. peak hour, the intersection at
Flying Cloud Drive/Technology Drive/I-494 South Ramp would operate at LOS E under the LPA in both 2018
and the forecast year, as shown in Table 3.2-14. This deterioration in operations would be the result of
additional delays and queuing of the eastbound right-turn movement, which would be restricted to no right
turns on red because of the light rail at-grade crossing. The eastbound left-turn and through movements and
the northbound left-turn movement would also be delayed by light rail vehicles passing through the
intersection.

In addition, the intersection of Mitchell Road/Technology Drive would operate at LOS F in the forecast year
in the p.m. peak hour under the LPA. This LOS would be the result of longer delays and queuing for several
movements including northbound, eastbound, and westbound left-turn and right-turn lanes, which would be
delayed due to the at-grade light rail crossing.
TABLE 3.2-13

Intersection Level of Service – A.M. Peak Hour

Existing

2018
No Build

2018
LPA

2030
No Build

2030
LPA

2030 LPA
Mitigated

A/C

A/D

B

B/F

B

-

Flying Cloud Drive/I-494 North Ramp

B

B

B

B

C

-

Flying Cloud Drive/Technology Drive/I-494 South Ramp

B

B

C

B

D

-

Flying Cloud Drive/Eden Road

B

B

B

B

B

-

Eden Road/Glen Lane

A/A

A/A

B

A/B

B

-

Eden Road/Eden Road

A/A

A/A

B

A/A

B

-

Technology Drive/SW Station west bus access

A/B

A/B

C

A/B

C

-

Technology Drive/Southwest Condos (East Driveway)

A/B

A/C

A/C

A/C

A/D

-

Technology Drive/Southwest Condos (West Driveway)

A/B

A/B

A/B

A/C

A/C

-

Technology Drive/St Andrews (East Driveway)

A/B

A/B

A/B

A/C

A/C

-

Technology Drive/MTS (East Driveway)

A/B

A/B

(1)

A/C

(1)

-

Technology Drive/Optum (East Driveway)

A/B

A/C

C

A/C

C

-

Technology Drive/Optum (West Driveway)

A/A

A/B

B

A/B

C

-

C

C

D

D

F

D

A/B

A/B

B

A/C

B

-

Intersection
Flying Cloud Drive/Viking Drive

Mitchell Road/Technology Drive
Technology Drive/Hiawatha Avenue/Mitchell Station Access

Notes: At unsignalized intersections, the first LOS is for the overall intersection, while the second represents the LOS on the most
heavily traveled roadway approach. Shaded and hatched cells denote locations with LOS E or F.
(1) = Roadway realigned to create four-legged intersection with Technology Drive/Optum (East Driveway) under LPA.
Source: Council, 2013.

Preliminary intersection configuration changes, accounting for park-and-ride traffic, are included in the
current LPA design, particularly on Prairie Center Drive and Technology Drive adjacent to the Southwest
Station. LOS operations will be evaluated and presented in the Final EIS to confirm that no other mitigation is
necessary for these intersections and the results of that analysis will be included in the forthcoming Final
EIS.
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TABLE 3.2-14

Intersection Level of Service – P.M. Peak Hour
Existing

2018
No Build

2018
LPA

2030
No Build

2030
LPA

2030 LPA
Mitigated

A/E

A/F

B

C/F

B

-

Flying Cloud Drive/I-494 North Ramp

C

C

C

D

D

-

Flying Cloud Drive/Technology Drive/I-494 South Ramp

C

C

E

D

E

D

Flying Cloud Drive/Eden Road

C

C

C

C

C

-

Eden Road/Glen Lane

A/B

A/B

B

A/C

C

-

Eden Road/Eden Road

A/A

A/A

B

A/B

B

-

Technology Drive/SW Station west access

A/B

A/B

C

A/B

C

-

Technology Drive/Southwest Condos (east driveway)

A/B

A/C

A/C

A/C

A/E

-

Technology Drive/Southwest Condos (west driveway)

A/B

A/B

A/B

A/B

A/C

-

Technology Drive/St Andrews (east driveway)

A/B

A/B

A/C

A/C

A/C

-

Technology Drive/MTS (east driveway)

A/B

A/C

(1)

A/D

(1)

-

Technology Drive/Optum (east driveway)

A/B

A/B

C

A/B

C

-

Technology Drive/Optum (west driveway)

A/B

A/C

B

E/F

C

-

C

C

D

D

F

D

A/B

A/B

B

A/C

C

-

Intersection
Flying Cloud Drive/Viking Drive

Mitchell Road/Technology Drive
Technology Drive/Hiawatha Avenue/Mitchell Station Access

Notes: At unsignalized intersections, the first LOS is for the overall intersection, while the second represents the LOS on the most
heavily traveled roadway approach. Shaded and hatched cells denote locations with LOS E or F.
(1) = Roadway realigned to create four-legged intersection with Technology Drive/Optum (East Driveway) under LPA.
Source: Council, 2013.

Short-Term Roadway and Traffic Impacts
This section describes the short-term roadway and traffic impacts associated with construction of the LPA.
The LPA would result in changes to traffic and local circulation patterns during construction, particularly at
the station areas, at the at-grade crossings, and where grade separations are planned, as shown on
Exhibit 2.5-2. Construction of the LPA would result in temporary impacts on arterials, local streets, and
parking within the construction areas. While the overall construction would last approximately 3 years, most
impacts would occur during the civil construction period (light rail and/or roadway construction) that
would range from approximately one to two years.
Construction activities that would be expected to have roadway impacts include utility relocation, roadway
construction, light rail construction, truck hauling, demolition, and construction staging. Additional
modifications to existing roadways in the Eden Prairie Segment would include:

•
•

•
•

Roadway closures or lane reductions due to construction of the light rail overpass at Flying Cloud Drive/
Valley View Road intersection
Reconstruction of the intersection of Flying Cloud Drive/Technology Drive/I-494 South Ramp to
accommodate the proposed light rail alignment on the north side of the roadway and additional turn
lanes on Flying Cloud Drive and Technology Drive

Reconstruction of Eden Road between Flying Cloud Drive and where Eden Road turns to the south, to
accommodate the proposed light rail alignment and additional turn lanes on Eden Road
Reconstruction of Technology Drive at the western access into the proposed Southwest Station parkand-ride lot to provide capacity improvements
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Reconstruction and realignment of Technology Drive for 0.3 mile between the proposed Southwest
Station and Mitchell Road
Reconstruction of the east and north approaches to Mitchell Road/Technology Drive intersection

Reconstruction and reconfiguration of Technology Drive between Mitchell Road and Mitchell Station
Mitigation Measures

Mitigation will be identified for the following conditions:21

•

•

Intersections that would operate at LOS D or better under No Build Alternative conditions in the forecast
year which would operate at LOS E or F in the forecast year under the LPA will be mitigated to operate at
LOS D or better

Intersections that would operate at LOS E or F in the forecast year under No Build Alternative conditions
which would operate at a worse LOS in the forecast year under the LPA will be mitigated to operate at No
Build Alternative conditions or better

Following are general strategies that could be used to improve operations at intersections where mitigation
would be warranted:
•
•
•
•
•
•
•
•

Optimizing signal splits (green time) and offsets
Adding new traffic signal controllers, pedestrian controllers, and signage at crossings
Modifying a light rail at-grade crossing from preemption to a priority strategy
Adding left- or right-turn lanes
Lengthening left- or right-turn lanes
Adding lanes to the cross-street approaches
Providing a grade separation between the roadway and LRT guideway (or in specific circumstances)
Restricting or removing full access

Based on preliminary analysis, these strategies will improve the operations of congested intersections
as a result of the project to acceptable levels. More detailed analysis and impacts of mitigation measures will
be included in the Final EIS.

During construction, contractors will be required to comply with all state and local regulations concerning
the closing of roadway and the effects of construction activities. Contractors will also be required to comply
with the guidelines established in the Minnesota Manual on Uniform Traffic Control Devices. The Council will
develop a construction staging plan (staging plan), which will be reviewed with all appropriate jurisdictions
and railroads, and the contractor will be required to secure all necessary permits and follow the staging plan,
unless otherwise approved. Components of a staging plan will include:

•

Traffic management plans reviewed by all appropriate jurisdictions prior to the start of construction
activities. In some cases, intersections may need to be modified to minimize vehicle delay. Measures
could include the addition of turn lanes, the construction of temporary traffic signals, the revision of
existing signal timing plans, or the addition of warning signs.

Detailed construction timeline developed before the initiation of construction activities that would
inform roadway users and adjacent property owners about when the activities would begin, the type of
work being performed, an estimate of when the work will be completed, and recommendations on how
individuals and entities can minimize disruption to their activities.

Impacts related to temporary changes to access will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional detail on the
Construction Communication Plan.
21

Final mitigation measures will be included in the Final EIS, and will be determined based on a combination of factors such
as traffic operations, impacts, and effectiveness of the proposed mitigation.
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Parking

This section describes the potential changes to on- and off-street parking in the Eden Prairie Segment due to
the LPA. As summarized in Table 3.2-1, the LPA would result in the addition of 30 new on-street parking
spaces related to the construction of a new roadway segment and the displacement of approximately
250 private off-street parking spaces that serve existing businesses at eight locations. Proposed park-andride lots in the segment that are associated with the three proposed light rail stations in the segment are
described in Section 2.5.1 of this Supplemental Draft EIS and the cumulative supply of parking spaces within
those lots would meet demand in the forecast year.

A.

Existing Conditions

Parking for personal automobiles in the Eden Prairie Segment is predominantly privately owned, off-street
parking associated with individual businesses, office complexes, and commercial retail malls. Off-street
parking in the segment is generally provided on surface parking lots, with some structured parking facilities,
including a structured park-and-ride lot serving the existing SouthWest Transit Station near the intersection
of Highway 212 and Prairie Center Drive. On-street parking is relatively limited in the segment and is
generally prohibited along the arterial street network in the vicinity of the proposed light rail alignment.

B.

Potential Parking Impacts

This section describes the anticipated long-term and short-term (construction-related) impacts to parking in
the Eden Prairie Segment that would result from the LPA.

Long-Term Direct and Indirect Parking Impacts
This section describes the long-term direct and indirect impacts to parking in the Eden Prairie Segment that
would result from the LPA.

Long-term direct impacts to parking in the Eden Prairie Segment would result from the LPA through the
addition of approximately 30 on-street spaces and the displacement of approximately 250 off-street parking
spaces. The additional 30 on-street parking spaces would be along the proposed new unnamed local street
that would extend west from the existing Eden Road. The displacement of approximately 250 off-street
parking spaces would generally be associated with the potential full or partial property acquisitions by the
project. 22 Table 3.2-15 summarizes the off-street parking displacements that would result from the LPA. The
number of off-street parking spaces displaced and the layout of the affected off-street parking spaces would
ultimately be determined through the property acquisition process, which will occur during the Engineering
and construction phases.
TABLE 3.2-15

Eden Prairie Segment – Potential Off-Street Parking Displacements

Location
13550 Technology Drive

Existing
41

Displaced
41

Type of Property Acquisition
Full

12001 Technology Drive
8000 Eden Road

583
179

42
36

Partial
Partial

7740 Flying Cloud Drive
Total

135
1,266

13250 Technology Drive
13000 Technology Drive

7900 Eden Road
7915 Eden Road

Source: Council, 2014.

132
52

103
41

14
4

103
9

1
250

Partial
Partial

Full
Partial
Partial

22

One location where approximately four off-street parking spaces would potentially be displaced would not result from the
acquisition of property. Instead, they would be a result of a potential change to the layout of an existing surface parking lot.
The changes to the existing parking lot could occur, with agreement by the property owner, as a way to address anticipated
increased automobile traffic in the parking lot due to the addition of the structured park-and-ride lot adjacent to the
proposed Southwest Station (at 13000 Technology Drive).
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Indirectly, the LPA could affect the supply of and demand for off-street parking in the Eden Prairie Segment
due to development that could be attracted to the new light rail station areas. Any development occurring
within the segment would, however, be required to comply with the City of Eden Prairie’s parking
requirements, which would tend to ensure a long-term balance of parking supply and demand.

Sizing the park-and-ride lots in this segment to cumulatively meet forecast demand for park-and-ride spaces
in this segment would help to minimize spill-over park-and-ride parking at the proposed light rail stations in
the segment.
Short-Term Parking Impacts

This section describes the short-term (construction related) parking impacts associated with construction of
the LPA in the Eden Prairie Segment. In general, there would be no short-term impacts to on-street parking
in the segment because there are no on-street parking spaces within the direct vicinity of the project’s
construction area. Short-term off-street parking impacts would generally be restricted to the eight
properties where off-street parking spaces would be displaced. Additional off-street parking spaces within
those parking lots could be temporarily displaced if the layouts of those parking lots are modified to adjust
for the displaced off-street parking spaces.

C.

Mitigation Measures

Because the project would increase the supply of on-street parking spaces in the segment, no mitigation
measures for on-street parking impacts have been identified. Mitigation of the displacement of off-street
parking spaces for the parcels that would be fully acquired by the project is not be warranted, because the
businesses that the parking spaces are associated with would also be displaced. Mitigation of the
displacement of off-street parking for the parcels where the existing businesses would remain on their
existing parcels will be determined through the property acquisition process, which would occur during the
Engineering and construction phases. The primary mitigation measure that would be considered through
that process would be potential modifications to the layout of the remaining parking lot to increase the
number of off-street parking spaces and potential modifications to the design of the project to reduce the
number of displaced off-street parking spaces. Property owners would be compensated for loss of parking in
compliance with the Uniform Relocation Act. Where eliminated spaces are associated with partial property
acquisitions, mitigation will be determined in the final agreement with the property owner consistent with
the requirements of the Uniform Act.

Impacts related to temporary changes to parking will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional detail on the
Construction Communication Plan.

3.2.4.4

Bicycle and Pedestrian

This section describes the potential changes to bicycle and pedestrian facilities that would result from
implementation of the LPA within the Eden Prairie Segment. As summarized in Table 3.2-1, there would be
long-term changes to trail alignments at light rail crossings with no change in trail connectivity and
temporary trail detours would provide for continued trail connectivity during construction.
A.

Existing Conditions

This section describes the existing bicycle and pedestrian facilities in the Eden Prairie Segment.
Section 3.2.1.4 of this Supplemental Draft EIS provides a description of the existing trails‘ relationships to
recreation areas in the Eden Prairie Segment, including trails within parklands, recreation areas, and open
spaces. Those trails are Purgatory Creek Park Trails and Nine Mile Creek Conservation Area Trails.

In general, sidewalks or trails are currently available on at least one side of adjacent roadways to the LPA
within the Eden Prairie Segment, with pedestrian crossings at all major signalized intersections providing
sufficient pedestrian connections across the right-of-way and adjacent to the LPA corridor. There is a midblock pedestrian crossing located on Technology Drive, midway between Mitchell Road and Prairie Center
Drive. Bicycle routes typically follow existing street networks.
Affected Environment, Impacts, and Mitigation
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Potential Bicycle and Pedestrian Impacts

This section identifies the potential long-term and short-term impacts that would result from the changes to
bicycle and pedestrian facilities within the Eden Prairie Segment.

Long-Term Direct and Indirect Bicycle and Pedestrian Impacts
This section describes the long-term direct and indirect bicycle and pedestrian impacts in the segment.
The LPA would not have long-term effects on the Purgatory Creek Park Trails or Nine Mile Creek
Conservation Area Trails within the Eden Prairie Segment.

Portions of local trails and sidewalks adjacent to the west side of Flying Cloud Drive, both sides of Eden Road,
and both sides of Technology Drive, between the Southwest Station and Mitchell Station, would be
maintained. Those trails and sidewalks would be reconstructed as part of the roadway reconstruction
necessary to accommodate the LPA. The reconstructed trail on the west side of Flying Cloud Drive would
remain outside of Purgatory Creek Park and it would continue to connect to the park’s trails and sidewalks.
A new segment of sidewalk/trail would be added along the south side of Technology Drive between West
Mitchell Road and the Mitchell Station.

A new sidewalk connection would be constructed between the existing trail on the north side of Singletree
Lane into the parking area located just south of the Eden Prairie Town Center Station to provide pedestrian
connection between Singletree Lane and the station. A new sidewalk would also be constructed along Eden
Road at the Eden Prairie Town Center.
Further design refinements affecting bicycle and pedestrian facilities could be incorporated into the LPA
through the completion of the Project Development phase and addressed in the forthcoming Final EIS.

As noted in the Draft EIS, a potential indirect effect of the LPA could include a change in demand using
existing pedestrian and bicycle facilities to access proposed light rail stations. The Draft EIS notes that there
would be a potential for greater use of bicycle and pedestrian facilities located near transit stations and
demand for more facilities, goods, and services related to those modes.

Short-Term Bicycle and Pedestrian Impacts
This section describes the short-term bicycle and pedestrian impacts associated with construction of the LPA
in the Eden Prairie Segment.

Reconstruction of bicycle and pedestrian facilities would result in only short closures during the period of
construction. Trails and sidewalks would be reconstructed in their new locations before the existing trail is
removed and traffic would be diverted to the new trail, or an acceptable detour route providing the same
connections would be provided and signed during construction. Potential impacts on other local pedestrian
and bicycle facilities would be minimized by providing detours or clearly delineated facilities within
construction areas, such as protected walkways. The public would be notified of temporary detours,
closures, and new facilities, as appropriate. Short-term effects on pedestrian and bicycle routes within the
Eden Prairie Segment would be minimized through, signage, information fliers, website postings with maps
of construction areas/detours, and notices placed at bicycle shops. Construction documents would require
the contractor to comply with all traffic management best practices and local regulations. A traffic
management plan will be developed to document how pedestrians and bicyclists, as well as motor vehicle
traffic, would be accommodated during construction.

C.

Mitigation Measures

Because there would be no long-term adverse impacts from the LPA on bicycle and pedestrian facilities in
the Eden Prairie Segment, no long-term mitigation measures have been identified. Short-term effects on
pedestrian and bicycle routes will be mitigated through signage, information fliers, website postings with
maps of construction areas/detours, and notices placed at bicycle shops, for example.

Impacts related to temporary changes to bicycle and pedestrian facilities will be mitigated by development
of a Construction Communication Plan, which will include advance notice of construction activities and
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highlighting road, sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional
detail on the Construction Communication Plan.

3.2.4.5

Safety and Security

This section discusses potential safety and security issues for pedestrians, automobile traffic, and emergency
service providers at at-grade intersections with light rail tracks. Mitigation measures to alleviate these
potential impacts are also identified. The Draft EIS addresses safety and security under the broader category
of Social Effects (see Section 3.7 of the Draft EIS). As summarized in Table 3.2-1, there would be eight new atgrade light rail crossings of roadways where emergency vehicles could be delayed for up to one minute,
typically 12 times per hour.

A.

Existing Conditions

See Section 3.7.2 of the Draft EIS for a description of existing conditions for the safety and security
assessment, which has not changed since publication of the Draft EIS.

As discussed in Section 3.1.2.12 of this Supplemental Draft EIS, the Southwest LRT Project will conform to
the FTA’s State Safety Oversight Program for Rail Safety. This topic will be covered in detail in the
forthcoming Final EIS.
B.

Potential Safety and Security Impacts

This section identifies the potential long-term and short-term impacts on safety and security that would
result in the Eden Prairie Segment that are specifically associated with at-grade intersections that would be
introduced by the proposed Eden Prairie Segment improvements.

Long-Term Direct and Indirect Safety and Security Impacts
This section describes the long-term direct and indirect safety and security impacts in the Eden Prairie
Segment. Under the LPA, the proposed light rail alignment in the Eden Prairie Segment would predominantly
be located in dedicated right-of-way, which would minimize conflicts with vehicular traffic, bicycles, and
pedestrians. However, in areas where light rail trains would operate at-grade, the potential for train-vehicle
or train-pedestrian conflicts would be present. Eight light rail at-grade crossings of roadways or driveways,
shown on Exhibit 2.5-2, would be introduced in the Eden Prairie Segment under the LPA. These would be
crossings of the following roads: Mitchell Road adjacent to Technology Drive, West Opus Access, realigned
East Opus Access/St. Andrew’s access drive, Technology Drive southwest of the Southwest Station, Eden
Road, Glen Lane, Technology Drive/Flying Cloud Drive, and Viking Drive. There would also be one at-grade
crossing of a planned “Main Street” that is a new north/south roadway located at the western end of the
extension of Eden Drive for the Eden Prairie Town Center Station. There would be the potential for
emergency vehicle delays of up to approximately one minute, 12 times per hour, at the eight new light rail atgrade crossings.

To avoid the potential for incidents at at-grade intersections, crossings would be signalized or equipped with
gates with bells to warn of oncoming trains. The trains will also have bells and horns. Bells, gates, and horns
would be activated according to Metro Transit operating procedures and safety guidelines. Light rail trains
that cross streets or intersections with automatic gate crossings would require emergency vehicles to yield
for their movement. Further details associated with signal prioritization and protocols will be developed in
coordination with local jurisdictions.
Short-Term Safety and Security Impacts

This section describes the short-term safety and security impacts caused by construction of the LPA in the
Eden Prairie Segment. Construction activities in the Eden Prairie Segment under the LPA would temporarily
result in increased congestion along adjacent roadways as a result of temporary lane and roadway closures,
shifts in roadway alignments, and detours. This temporary increase in roadway congestion could affect
access and response times for public service providers, including emergency service providers and public
utilities and transportation. However, provisions would be made to maintain required accesses during
established periods or to keep one lane of traffic open on main arterials. Before construction, traffic control
plans would be reviewed and approved by applicable agencies before implementation. Before construction,
Affected Environment, Impacts, and Mitigation
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the Council will coordinate with public service providers on required detour routes and lane closures in
order to minimize increases in travel and response times and to minimize impacts on solid waste and
recyclables collections and the transportation of students.
C.

Mitigation Measures

During construction, roadways could temporarily be fully or partially closed, limiting access and requiring
temporary detours. These temporary detours could cause minor delays in emergency response times and
cause detours for other public services. Metro Transit will coordinate with public service providers before
and during construction to maintain reliable emergency access and alternative plans or routes to minimize
delays in response times. Other mitigation measures could include signage, information fliers, and website
postings with maps of construction areas/detours. Specific mitigation measures will be discussed in the Final
EIS when additional design and construction information will be available, in accordance with Federal, state
and local requirements.
3.2.5

Environmental Justice Compliance

This section describes: (a) the minority and/or low-income populations in the Eden Prairie Segment; (b) the
opportunities provided to minority and/or low-income populations to participate in the Southwest LRT
Project planning process; and (c) a summary of impacts in the Eden Prairie Segment that could impact
environmental justice populations. In summary, changes to the anticipated environmental impacts in the
Eden Prairie Segment would not change the preliminary environmental justice finding for the LPA 23 in the
Draft EIS (see Table 10.6-1 in Section 10.6 of the Draft EIS). A final corridor-wide environmental justice
analysis, including a final project-wide finding, will be completed as part of the Final EIS.
The Eden Prairie Segment environmental justice study area is illustrated on Exhibits 3.2-8 and 3.2-9 and
defined in Section 3.1.2.14 of this Supplemental Draft EIS.

A.

Demographic Characteristics

This section provides updated demographic data for the environmental justice study area, defined in
Section 3.1.2.14, that have changed since publication of the Draft EIS. Other data and characteristics that
have not changed since publication of the Draft EIS can be found in Section 10.3 of the Draft EIS and are not
repeated herein. The environmental justice analysis in this section of the Supplemental Draft EIS is based on
new and updated data sources to describe demographic characteristics surrounding and within the Eden
Prairie Segment environmental justice study area, such as updated 2010 U.S. Census data and minority and
school lunch enrollment data for public elementary schools that have attendance boundaries encompassing
the study area. Additional information on these new and updated data is provided in Section 3.1.2.14 of this
Supplemental Draft EIS. Table 3.2-16 provides updated information on the demographic characteristics of
the LPA in the Eden Prairie Segment environmental justice study area, compared to the City of Eden Prairie
and Hennepin County. Exhibits 3.2-8 and 3.2-9 illustrate the concentration of minority and low-income
populations within the segment’s study area. The exhibits also illustrate areas in the study area with no
population (as identified in 2010 U.S. Census block groups or Census blocks with zero population). The
exhibits show that the majority of the population in the study area is located towards the outer edges of the
study area. The segment’s environmental justice study area contains a higher minority population than
greater Eden Prairie and Hennepin County (35.2 percent, compared to 20.0 and 28.3 percent, respectively).
The percent of the study area’s low-income population (6.4 percent) is similar to that of greater Eden Prairie,
but almost half that of Hennepin County’s low-income population (5.3 and 12.3 percent, respectively).

Providing additional context for the U.S. Census data, Table 3.2-17 contains information on the 2010-2011
school year collected from the National Center for Education Statistics for the two elementary schools that
draw students from larger areas encompassing portions of the segment’s environmental justice study area.
Of the students enrolled in the two elementary schools, 55.8 and 38.6 percent were identified as minority
students and 43.7 and 8.6 percent were enrolled in the school’s free-lunch program, respectively.
23

The LPA was included within LRT 3A and LRT 3A-1 of the Draft EIS. See Chapter 2 of this Supplemental Draft EIS and of the
Draft EIS for additional information on the LPA as described in the Draft EIS.
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EXHIBIT 3.2-8

Low-Income Population Within Census Block Groups, Eden Prairie Segment
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EXHIBIT 3.2-9

Minority Population Within Census Blocks, Eden Prairie Segment
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TABLE 3.2-16

Demographic Characteristics – Eden Prairie Segment Environmental Justice Study Area, City of Eden Prairie, and Hennepin County
Eden Prairie Environmental
Justice Study Area

Characteristic
Total Population

City of
Eden Prairie

Hennepin County

7,694

60,797

1,152,425

Minority Population

2,711 (35.2%)

12,143 (20.0%)

325,755 (28.3%)

Population for whom Low-Income Determinedb

13,168

59,927

1,124,293

Low-Income Populationb

838 (6.4%)

3,180 (5.3%)

138,258 (12.3%)

a
a

Information based upon 2010 U.S. Census data.
Information based upon 2007-2011 American Community Survey data.
Sources: U.S. Census, 2010; 2012.
a
b

TABLE 3.2-17

Eden Prairie Segment Public Elementary School Demographics (2010-2011 School Year)
School

Total Students

Minority Population

Free Lunch

Forest Hills Elementary

577

322 (55.8%)

252 (43.7%)

Cedar Ridge Elementary

914

353 (38.6%)

79 (8.6%)

Sources: National Center for Education Statistics, 2012. U.S. Department of Education Institute of Education Sciences.

B.

Outreach to Minority and Low-Income Populations

Section 10.4 of the Draft EIS summarizes environmental justice-related public involvement performed as
part of the Draft EIS process. Since completion of the Draft EIS, the Southwest LRT Project provided project
information via its website, distributed information at community events, coordinated with the media, and

conducted public meetings and open houses. Those activities were used to convey information on the
various steps in the project process and opportunities to the public on the overall project, including
proposed adjustments to the light rail-related improvements included within the Eden Prairie Segment.
Those activities were also used as a venue to the public to comment on the various design adjustments under
consideration at the time. Additional information on these public engagement activities is provided in
Chapter 4 of this Supplemental Draft EIS.
As part of the technical issue areas included within the Eden Prairie Segment (described in Section 2.3.1.2 of
this Supplemental Draft EIS), evaluation criteria and measures on potential design adjustments being
considered at the time were presented to several committees, including the CAC. CAC members represent
neighborhood groups, special-interest groups, advocacy groups, educational institutions, and ethnic
communities, several of which represent areas that include environmental justice populations. The project
team also participated in numerous meetings and events at the request of CAC members. The project team
also responded to requests for meeting participation made by community groups that are not officially part
of the CAC, including those groups representing environmental justice communities. Throughout the
technical issue area process, members of the committees were provided information on the potential design
adjustments to the LPA under consideration for review and comment. In addition, open houses were held at
milestones during the evaluation process to allow the communities, including the City of Eden Prairie, an
opportunity to comment on the potential design adjustments. Section 2.4 of this Supplemental Draft EIS
describes the process used by the Council to develop, evaluate, and identify the potential design adjustments
considered for incorporation into the LPA. Section 2.3.1 of this Supplemental Draft EIS provides additional
information on the range of potential design adjustments to the LPA in the Eden Prairie Segment that were
considered and the various criteria and measures used to evaluate them.
C.

Environmental Justice Analysis Summary

The USDOT Order on environmental justice (USDOT, 2012) states that policies, programs, and activities that
have the potential to have a disproportionately high and adverse effect on human health or the environment
shall include explicit consideration of the effects on minority populations and low-income populations.
Table 3.2-1 summarizes the long-term impacts that would be associated with the proposed Eden Prairie
Affected Environment, Impacts, and Mitigation
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Segment, which are described in greater detail throughout Section 3.2 of this Supplemental Draft EIS. The
table also summarizes by environmental category whether or not the LPA has the potential to result in

disproportionately high and adverse impacts to EJ populations. The DOT Order defines “disproportionately
high and adverse effect on human health or the environment,” to include:
“an adverse effect that:
(a) is predominantly borne by a minority population and/or a low-income population, or
(b) will be suffered by the minority population and/or low-income population and is appreciably
more severe or greater in magnitude than the adverse effect that will be suffered by the nonminority population and/or non-low-income population.”

Section 8.b of the USDOT Order on environmental justice (USDOT, 2012) states that, in making
determinations regarding disproportionately high and adverse effects on minority and low-income
populations, mitigation and enhancement measures that will be implemented and all offsetting benefits to
the affected minority and low-income populations may be taken into account.

As previously noted, the Draft EIS included a preliminary finding that the LPA would not result in a
disproportionately high and adverse impact to EJ populations (see Table 10.6-1 in Section 10.6 of the
Draft EIS). Table 3.2-18 provides a summary of the preliminary assessment of whether the anticipated
environmental impacts within the Eden Prairie Segment would likely change the preliminary assessment in
the Draft EIS and result in disproportionately high and adverse impacts to environmental justice
populations. This assessment considers the potential environmental benefits the project would have for
environmental justice populations, as well as mitigation measures identified throughout Section 3.2 of this
Supplemental Draft EIS. The project’s Final EIS will include a final project-wide environmental justice
assessment, which will include FTA’s final environmental justice finding for the project.
TABLE 3.2-18

Potential Impacts by Alternative and Potential for Disproportionately High and Adverse Impacts on EJ Populations – Eden Prairie Segment
Resource Group/
Environmental Category

Social Effects
Land Use

Acquisitions and
Displacements

Cultural Resources

Summary of Findings
• Direct conversion of about 22.3 acres of land to public
transportation-related use
• Potential indirect land use impact from possible
redevelopment around station areas
• LPA is compatible with adopted plans and existing land
use
• Temporary changes to property access during construction
or temporary conversion of land to a transportation use for
construction staging and other construction activities
• Potential increases in noise levels, dust, traffic congestion,
visual changes, and increased difficulty accessing property

None: LPA is consistent with adopted
land use plans and would not change
overall land use character of the
segment

No disproportionately high and
adverse impacts on EJ populations

• Acquisition of two full and 33 partial parcels
• Potential relocation of an estimated nine businesses
• Potential increases in noise levels, dust, traffic congestion,
visual quality, and increased difficulty accessing property

None: no residential displacements
and potentially displaced businesses
do not predominantly serve EJ
populations

• Phase I/II archaeological testing needed at two remaining
locations within the APE
• No long-term impacts due to the proposed LPA are
anticipated
• No short-term impacts due to the proposed LPA area
anticipated

None: no adverse effects on cultural
resources in the segment

Parklands, Recreation
• Long-term effect on the setting of Purgatory Creek Park
Areas, and Open Spaces • Short-term construction (temporary) impacts on Purgatory
Creek Park (i.e., visual quality, noise, and access) and
the Nine Mile Creek Conservation Area (short-term
occupancy of open space during construction)
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Potential for Disproportionately High
and Adverse Impacts on EJ
Populationsa

No disproportionately high and
adverse impacts on EJ populations
No disproportionately high and
adverse impacts on EJ populations

None: adverse indirect impacts
(visual) to one park would impact
both EJ and non-EJ populations and
would be offset by improved transit
access to/from the park

No disproportionately high and
adverse impacts on EJ populations
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Environmental Effects
Geology and
Groundwater

Water Resources
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Summary of Findings
• Of the 10 viewpoints analyzed, two would experience a
“substantial” overall level of impact and eight would
experience a “not substantial” level of impact
• Potential construction-related visual impacts

Vibration

Hazardous and
Contaminated Materials

No disproportionately high and
adverse impacts on EJ populations

• Generally compatible geologic conditions would
accommodate construction and operations
• Peats and fat clays west of the proposed Eden Prairie
Town Center Station, near the proposed Southwest
Station, and along the alignment between the Southwest
Station and the Mitchell Station, would require remediation
(e.g., soil replacement, pile foundations)
• Temporary groundwater pumping
• Risk of contamination during construction and the risk of
settlement due to pumping of groundwater during
construction
Wetlands:
• Permanent fill of 4.7 acres of wetlands
• Short-term impacts on wetlands during construction, such
as temporary fill
• Erosion and sedimentation during construction

None: generally compatible with
geologic conditions and no long-term
effect groundwater; short-term water
pumping would include BMPs to avoid
adverse temporary impacts on
groundwater and soils

Floodplains:
• 13.4 acres of fill within a floodplain
• Potential for construction-related sedimentation flow into
the floodplain

None: impacts on floodplains would
be mitigated in compliance with
federal and local requirements and
adverse impacts would not be
predominantly borne by EJ
populations

Public Waters and Stormwater Management:
• New light rail crossing of Purgatory Creek
• Stormwater runoff would be directed into stormwater
detention facilities created as part of the project
• Erosion and sedimentation during construction
Noise

Potential for Disproportionately High
and Adverse Impacts on EJ
Populationsa
None: visual impacts in the segment
would be moderate or lower and
would not be predominantly borne by
EJ populations

• One moderate noise impact at Baymont Inn, and one
moderate and one severe noise impact at Residence Innb
• Potential impacts at the Optum Auditorium on Technology
Drive, which will be assessed in the Final EIS
• Short-term noise impacts associated with construction
activities and construction vehicles

• No vibration impacts (potential impacts at the Optum
Auditorium on Technology Drive will be assessed in the
Final EIS)
• Short-term vibration effects from construction activities
and, to a lesser extent, construction vehicles
• If permanent pumping of groundwater is needed, there is
potential for contaminated groundwater to enter the
groundwater pumping system
• Six potentially high-risk sites that could affect the project
• Encountering sites with existing contamination during
construction

Affected Environment, Impacts, and Mitigation

No disproportionately high and
adverse impacts on EJ populations

None: impacts on wetlands would be
mitigated in compliance with federal
and local requirements and adverse
impacts would not be predominantly
borne by EJ populations

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations

None: new light rail crossing of
Purgatory Creek would comply with
federal and local requirements and
stormwater would be treated to meet
local requirements

No disproportionately high and
adverse impacts on EJ populations

None: no moderate or severe noise
impacts with identified mitigation
measures; short-term noise impacts
would be avoided or minimized
through BMPs and adverse impacts
would not be predominantly borne by
EJ populations

No disproportionately high and
adverse impacts on EJ populations
None: no vibration impacts

No disproportionately high and
adverse impacts on EJ populations
None: no likely risks of hazardous
and contaminated material
contamination during operations;
BMPs would effectively manage risks
during construction and known sites
that would be disturbed are removed
from residential properties

No disproportionately high and
adverse impacts on EJ populations
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Economic

Transportation Effects
Transit

Roadway and Traffic

Parking

Bicycle and Pedestrian

Safety and Security

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Summary of Findings
• Annual reduction of $34,600 in City of Eden Prairie
property tax revenue (year 2013) (0.2 percent of total)
• No short-term impacts due to the proposed LPA are
expected

Potential for Disproportionately High
and Adverse Impacts on EJ
Populationsa
None: effect on local tax revenues is
minor and adverse effects on EJ
populations would not be
predominantly borne by EJ
populations

No disproportionately high and
adverse impacts on EJ populations
• Extension of LRT service to Eden Prairie
• No planned changes to existing bus service, but
SouthWest Transitc could alter service
• Road detours and construction-related congestion that
could affect SouthWest Transit bus operations

• Traffic delays of approximately 50 seconds, 12 times per
hour, at eight new light rail at-grade crossings of
roadways or private driveways
• One intersection in the a.m. peak hour and three
intersections in the p.m. peak hour would not meet Level
of Service (LOS) standards without mitigation;d
modifications to existing roadways (Eden Road,
Technology Drive, Flying Cloud Drive, and Mitchell Road)
• New unnamed roadway extending west from Eden Road to
a cul-de-sac
• Changes to traffic and local circulation patterns during
construction, with a potential increase in truck traffic due
to construction activities

None: transit service would be
improved for EJ populations

No disproportionately high and
adverse impacts on EJ populations
None: all intersection would meet LOS
standards or would not be worse than
no-build conditions and adverse
effects would not be predominantly
borne by EJ populations

No disproportionately high and
adverse impacts on EJ populations

• 30 on-street parking spaces added along a new street
segment
• Displacement of 250 private off-street parking spaces
serving businesses at eight locations
• Short-term off-street parking impacts would generally be
restricted to the eight properties where off-street parking
spaces would be displaced

None: on-street parking spaces would
increase and displacement of private
off-street parking spaces would and
adverse effects would not be
predominantly borne by EJ
populations

• Long-term changes to trail alignments at light rail
crossings with no change in trail connectivity
• Temporary trail detours would provide for continued trail
connectivity during construction
• Short closures of bicycle and pedestrian facilities during
the period of construction

None: all trail and sidewalk
connections would be maintained and
temporary detours would be provided
during construction as needed

• Potential for emergency vehicle delays of up to one
minute, 12 times per hour, at eight new LRT at-grade
crossings
• Temporarily increased congestion along adjacent roadways
as a result of temporary lane and roadway closures, shifts
in roadway alignments, and detours

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations

None: potential for emergency vehicle
delays of up to 1 minute at new LRT
at-grade street crossings would be
minor and adverse effects would not
be predominantly borne by EJ
populations

No disproportionately high and
adverse impacts on EJ populations

Considering mitigation measures identified in Section 3.2 of this Supplemental Draft EIS and whether the adverse impacts of the
project suffered by the minority population and/or low-income population and would be appreciably more severe or greater in
magnitude than the adverse effect that will be suffered by the non-minority population and/or non-low-income population.
b
Without mitigation. Where identified and implemented, mitigation will reduce the number of noise impacts exceeding FTA criteria.
Mitigation measures at the hotels will be determined in the Final EIS – see Section 3.2.2.3 for additional information.
c
SouthWest Transit is a private bus service, providing local and express bus service within Eden Prairie.
d
All intersections during a.m./p.m. peak hours would meet LOS standards with mitigation measures (average weekday in 2030).
Note: Data are approximate.
Source: CH2M HILL, 2014.
a

Following is a description of the preliminary findings summarized in Table 3.2-18. As noted, the preliminary
finding associated with impacts in the Eden Prairie Segment will not change the preliminary finding in the
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Draft EIS that the LPA does not result in disproportionately high and adverse impacts to environmental
justice populations.

Based on the analysis described in Section 3.2 of this Supplemental Draft EIS and summarized in
Table 3.2-18, the following environmental categories would not result in any disproportionately high and
adverse impacts on EJ populations within the Eden Prairie segment in terms of: land use; cultural resources;
parklands, recreation areas, and open spaces; geology and groundwater; wetlands; floodplains; public
waters and stormwater management; hazardous and contaminated materials; vibration; economic effects;
transit; and roadway and traffic. In addition, the following environmental categories were not evaluated
within this Supplemental Draft EIS for the Eden Prairie Segment, for reasons outlined in Section 3.1.1 of this
Supplemental Draft EIS: socioeconomics; neighborhoods and community; biota and habitat; threatened and
endangered species; farmlands; air quality; electromagnetic interference and utilities; energy and climate
change; and freight rail.

Acquisitions and Displacements
Section 3.2.1.2 (including Exhibit 3.2-1) of this Supplemental Draft EIS describes the analysis of potential
property acquisitions and displacements resulting from the LPA. While the LPA would result in the
acquisition of approximately one acre of residential property, it would not result in the long term or
temporary displacement of any residents within the Eden Prairie Segment. The LPA would result in the
purchase of two full commercial parcels in the Eden Prairie Segment, which could result in the need for up to
nine businesses to relocate. One of those parcels is occupied by a family restaurant chain and the other is
occupied by a strip mall housing approximately nine businesses, such as a fast food restaurant, an
international delivery service, and a credit union. None of the businesses predominantly serve
environmental justice populations and it is likely that at least some of the businesses could be relocated
within Eden Prairie through the property acquisition process. A third full parcel acquisition in the Eden
Prairie Segment is a vacant publicly-owned parcel serving as a roadway median between Technology Drive
and Highway 212 east of Prairie Center Drive.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse acquisitions and displacements affecting environmental justice
populations in the Eden Prairie Segment.

Visual Quality and Aesthetics
Section 3.2.1.5 of this Supplement Draft EIS describes the potential impacts that the LPA would have on
visual quality and aesthetics in the Eden Prairie Segment (see Appendix J – Visual Resources Technical
Report). Of the impacts of the LPA on the visual environment, eight are considered to be “low” and two are
considered to be “moderately low.” In summary, the at-grade light rail elements, including overhead
catenary wires, would be compatible with adjacent roadway infrastructure and would not lower the visual
quality of the commercial and office park development patterns. The segments on elevated structures, in
some cases, have the potential to create a higher, but still moderate, level of visual effect. Project design and
landscaping have the potential to attenuate the project’s impacts, and in general, the project would have an
appropriate visual fit with its setting. None of the viewpoints assessed would be predominantly viewed by
environmental justice populations.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse impacts to visual quality and aesthetics affecting environmental justice
populations in the Eden Prairie Segment.

Noise
Section 3.2.2.3 of this Supplemental Draft EIS describes the potential impacts that the LPA would have on
noise in the Eden Prairie Segment (see also Appendix H – Noise and Vibration Memoranda). In summary, the
analysis found that there would be no severe or moderate noise impacts to homes, condominiums, or
apartments in the segment. The analysis found that there would be one moderate and one severe noise
impacts without mitigation, each to a different hotel in the same general location south of Highway 212 and
Affected Environment, Impacts, and Mitigation
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west of Valley View Road. Both of these noise impacts could be avoided through mitigation measures.
Neither hotel predominantly serves minority or low-income populations.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse noise impacts to environmental justice populations in the Eden Prairie
Segment.

Parking
Section 3.2.4.3 of this Supplemental Draft EIS describes the potential impacts to parking resulting from the
LPA in the Eden Prairie Segment. On-street parking would increase in the segment under the LPA by
approximately 30 spaces, associated with the construction of a new local unnamed street segment extending
west from the existing Eden Road. This increase in on-street parking would be a noticeable beneficial impact
in the vicinity of the new street segment, as there is relative limited on-street parking in the vicinity of the
proposed Eden Prairie Town Center Station. The LPS would also result in the displacement of approximately
250 privately owned off-street parking spaces. Over half of those displaced off-street parking spaces are
currently associated with businesses that would also be displaced by the project (see Table 3.2-15).
In general, the remaining displaced parking spaces would be associated with six properties that would be
partially acquired by the project. It is anticipated that the existing businesses would remain on those
properties following the property acquisition process. Mitigation of those displaced parking spaces would be
determined through the property acquisition process, which would occur during the Engineering and
construction phases. The primary mitigation measure that would be considered through that process would
be modifications to the layout of the remaining parking lots to increase the number of remaining off-street
parking spaces, as well as the consideration of modifications to the design of the project to reduce the
number of displaced off-street parking spaces. None of the areas of displaced off-street parking spaces serve
existing businesses that predominantly serve environmental justice populations.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse parking impacts to environmental justice populations in the Eden
Prairie Segment.

Bicycle and Pedestrian
Section 3.2.4.4 of this Supplemental Draft EIS describes the impacts that the LPA would have on the bicycle
and pedestrian facilities within the Eden Prairie Segment. Specifically, portions of local trails and sidewalks
adjacent to the west side of Flying Cloud Drive, both sides of Eden Road, and both sides of Technology Drive,
between the Southwest Station and Mitchell Station, would be maintained. Those trails and sidewalks would
be reconstructed as part of the roadway reconstruction necessary to accommodate the LPA. A new sidewalk/
trail would be added along the south side of Technology Drive between West Mitchell Road and the Mitchell
Station. A new sidewalk connection would be constructed between the existing trail on the north side of
Singletree Lane into the parking area located just south of the Eden Prairie Town Center Station to provide
pedestrian connection between Singletree Lane and the station. A new sidewalk would also be constructed
along Eden Road at the Eden Prairie Town Center. In summary, all existing bicycle and pedestrian
connections would be maintained or improved with the reconstructed trails and sidewalks. If sidewalks or
trails are temporarily closed during construction, alternate detour routes and signage would be provided.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse bicycle and pedestrian impacts to environmental justice populations in
the Eden Prairie Segment.

Safety and Security
Section 3.2.4.5 of this Supplemental Draft EIS describes the effects that the LPA would have on safety and
security in the Eden Prairie Segment. In particular, the section notes that the LPA would result in the
addition of eight new light rail grade crossings of local streets within the Eden Prairie Segment. To avoid the
potential for incidents at at-grade intersections, crossings would be signalized or equipped with gates with
bells to warn of oncoming trains. The trains would also have bells and horns. Bells, gates, and horns would be
activated according to Metro Transit operating procedures and safety guidelines. Light rail trains that cross
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streets or intersections with automatic gate crossings would require emergency vehicles to yield for up to
one minute for their movement. Further details associated with signal prioritization and protocols would be
developed in coordination with local jurisdictions. Adverse effects on emergency vehicle travel times would
not would not be predominantly borne by EJ populations.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse safety and security impacts to environmental justice populations in the
Eden Prairie Segment.

3.3

Hopkins Operations and Maintenance Facility

This section provides a summary of the potential environmental impacts that would result from a proposed
light rail Operations and Maintenance Facility (OMF), which would be an element of the Southwest LRT
Project, and supplements information provided in the project’ s Draft EIS. This section addresses existing
conditions within the vicinity of the proposed OMF site, potential long-term and short-term (constructionrelated) impacts resulting from the proposed OMF, and identifies mitigation measures.

As described and illustrated in Section 2.5 of this Supplemental Draft EIS, the Council identified a proposed
site for an OMF in the City of Hopkins that is now incorporated into the project’s LPA. A conceptual
engineering drawing of the proposed Hopkins OMF is in Appendix G of this Supplemental Draft EIS. The
proposed Hopkins OMF would be located approximately 1,000 feet south of the proposed Shady Oak Station.
As shown on Exhibit 2.5-3 in this Supplemental Draft EIS, the proposed OMF site would occupy an
approximately 15-acre site between the Bass Lake Spur to the south, 5th Street South (K-Tel Drive) to the
north, 15th Avenue South to the east, and the proposed light rail mainline to the west.
While the Draft EIS addresses four potential OMF sites (see Section 2.3.3.9 of the Draft EIS for a description
of those sites), it also notes that a broader and more detailed evaluation of potential locations would occur
after the Draft EIS. Section 2.4 of this Supplemental Draft EIS summarizes the process used by the Council to
identify design adjustments to the LPA since publication of the Draft EIS. Section 2.3.2 provides a summary
of the range of potential OMF sites that were developed and evaluated after publication of the Draft EIS,
including the criteria and evaluation measures used by the Council to identify the OMF site to incorporate
into the LPA.
The analysis conducted for this Supplemental Draft EIS focuses on the following environmental categories
that could potentially identify new significant adverse impacts not previously disclosed in the Draft EIS:

•
•
•
•
•
•
•
•
•

Land use
Acquisitions and displacements
Geology and groundwater
Water resources: wetlands, floodplains, public waters, and stormwater management
Hazardous and contaminated materials
Economic effects
Roadway and traffic
Parking
Safety and security

An assessment of impacts to environmental categories that would not differ substantially from those
addressed in the Draft EIS will be updated in the Final EIS. Section 3.1 of this Supplemental Draft EIS
provides a description of the environmental categories addressed in this section. It also provides a general
description of the methodologies, data, and regulations used to prepare this analysis, including a description
of updates since the Draft EIS. Where applicable by resource category, Section 3.1 also includes a description
of agency coordination that has occurred since publication of the Draft EIS. Table 3.3-1 identifies the
environmental categories evaluated in this section and summarizes the key findings of that analysis by
environmental category.
This section concludes with an update of the project’s environmental justice compliance for the proposed
Hopkins OMF, addressing the environmental categories evaluated throughout Sections 3.3.1 to 3.3-4.

Affected Environment, Impacts, and Mitigation
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Section 3.3.5, Environmental Justice Compliance, provides a summary of: updated demographic
characteristics of environmental justice populations in the segment; the project’s environmental justicerelated public involvement efforts in the segment since publication of the Draft EIS; and the updated impacts
relative to environmental justice populations in the OMF environmental justice study area.

3.3.1

Social Effects

This section addresses the following environmental categories that would be affected by the proposed
Hopkins OMF: land use and acquisitions and displacements. In general, this section describes the existing
conditions, potential environmental impacts, and mitigation measures for each environmental category
addressed.
3.3.1.1

Land Use

This section describes how the proposed Hopkins OMF (as part of the LPA) would affect land use. In
particular, this section describes:
•

•
•

•

Existing land uses and land use designations in the segment.
The compatibility of the LPA with local land use plans

How the current use of parcels of land would change under the LPA (e.g., from private commercial use to
public transportation) and how that might affect the overall character of land uses within the vicinity of
the site
How the LPA could indirectly affect adjacent properties by attracting transit-oriented development

While changes in transportation systems can influence changes in nearby land uses, local jurisdictions
control land use regulations and only the jurisdictions have the ability to make changes to directly influence
land uses. For the evaluation contained in this section, the project’s land use compatibility and conformance
with existing land use policies and plans was measured and compared to the following plans:
•

•

Hopkins Comprehensive Plan (City of Hopkins, 2009): Provides a vision for the city that includes
enhancing downtown Hopkins, redeveloping transportation corridors, and protecting open spaces.
Includes a future land use plan for the city which calls for continued industrial use for the proposed
Hopkins OMF.

City of Minnetonka Comprehensive Guide Plan (City of Minnetonka, 2009): Includes a future land use plan
for the city which shows continued industrial use adjacent to and west of the proposed Hopkins OMF,
and mixed use to the south and west.

As summarized in Table 3.3-1, the proposed Hopkins OMF would result in the direct conversion of 18.2 acres
of private land to a public transportation use, which would not change the overall character of land within
the vicinity of the OMF, and it would be compatible with existing land uses and zoning within the vicinity of
the proposed site.
A.

Existing Conditions

This section describes existing conditions at the OMF site related to land use. The existing land uses and
zoning within the City of Hopkins are documented in Section 3.1.2 of the Draft EIS. The land uses in the
vicinity of the proposed Hopkins OMF site illustrated in the Draft EIS remain unchanged.

In summary, the proposed Hopkins OMF site currently has mixed industrial land uses and is zoned for
industrial uses. Existing land use on parcels adjacent to the proposed OMF site include: office and industrial
to the north; the former Hopkins landfill south of the Bass Lake Spur; office, industrial, and distribution
development east of 15th Avenue; and industrial and distribution development to the west beyond the
proposed light mainline, which is in the City of Minnetonka. There is a mixed-use development
approximately 800 feet southwest of the site, which is zoned as Planned Unit Development that includes
some residential use. The proposed OMF improvements would be allowable under Hopkins’s existing
Comprehensive Plan and zoning designations, as well as compatible with surrounding land uses.
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TABLE 3.3-1

Summary of Findings for the Hopkins Operations and Maintenance Facility Site
Resource Group Environmental
Category

Summary of Findings

Social Effects
Direct conversion of 18.2 acres of land to public transportation-related use
No change in the overall land use character of the surrounding area
LPA is compatible with adopted plans and existing land use
Temporary changes to property access during construction or temporary conversion of land
to a transportation use for construction staging and other construction activities
• Potential increases in noise levels, dust, traffic congestion, visual changes, and increased
difficulty accessing property

Land Use

•
•
•
•

Acquisitions and Displacements

• Acquisition of eight full and one partial parcels
• Potential relocation of five businesses
• Potential increases in noise levels, dust, traffic congestion, visual quality, and increased
difficulty accessing property

Environmental Effects
Geology and Groundwater

•
•
•
•

Water Resources

•
•
•
•

Generally compatible geologic conditions would accommodate construction and operations
Potential for long-term groundwater pumping due to potentially contaminated groundwater
Temporary groundwater pumping
Risk of contamination during construction and the risk of settlement due to pumping of
groundwater during construction
Wetlands:
Permanent fill of approximately 0.7 acre of wetlands
Short-term impacts to wetlands during construction such as temporary fill
Erosion and sedimentation during construction

• Floodplains:
• Approximately 0.6 acre of permanent fill within a floodplain
• Potential for construction-related sedimentation flow into the floodplain

• Public Waters and Stormwater Management:
• No impacts on Nine Mile Creek
• Stormwater runoff would be directed into stormwater detention facilities created as part of
the project
• Erosion and sedimentation during construction
Hazardous and Contaminated
Materials

• Four high-risk sites of concern, two onsite and two adjacent to the site
• If permanent pumping of groundwater is needed, there is potential for contaminated
groundwater to enter the groundwater pumping system
• Potential spills during construction
• Encountering sites with existing contamination during construction

Economic Effects
Economic

• Annual reduction of $99,200 in City of Hopkins property tax revenues (year 2013)
(0.8 percent of total)
• Addition of approximately 160 long-term jobs associated with operations of the facilities and
light rail vehicles
• Beneficial short-term impacts of construction include the influx of business during
construction
• Increased noise during construction and temporary access restrictions to businesses during
construction

Transportation Effects
Roadway and Traffic

Parking

Affected Environment, Impacts, and Mitigation

• Permanent vacation of 16th Avenue South, between 5th and 6th Streets South
• One new non-revenue light rail at-grade road crossing
• Temporary impacts to traffic on adjacent streets, with a potential increase in truck traffic due
to construction activities
• Displacement of 43 on-street parking spaces
• Displacement of 310 off-street parking spaces associated with four potential full property
acquisitions
• Temporary displacement of parking on 15th Avenue
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Safety and Security

Environmental Justice Compliance
Environmental Justice
Compliance
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Summary of Findings

• Potential for emergency vehicle delays of up to one minute at one new non-revenue light
rail at-grade road crossing
• Temporarily increased congestion along adjacent roadways as a result of temporary lane
and roadway closures, shifts in roadway alignments, and detours
• No disproportionately high and adverse impacts on EJ populations identified

Note: Data are approximate.
Source: CH2M HILL, 2014.

B.

Potential Land Use Impacts

This section discusses the potential impacts on the land use patterns related to the Hopkins OMF. Direct land
use impacts would occur in locations where the LPA would require private or public property acquisition for
the OMF. These property acquisitions would convert property to a transportation-related use. Direct impacts
also include proximity impacts (e.g., traffic, noise, and visual impacts) that could cause changes in adjacent
land uses.
Indirect land use impacts affect the development and/or redevelopment of land (such as transit-oriented
development) in the vicinity of the proposed project facilities (i.e., light rail line, stations, parking facilities,
traction power substations). In addition to those uses allowed by current zoning and land use codes,
jurisdictions could enact changes in their codes to spur other development and/or redevelopment.

Long-Term Direct Land Use Impacts
For the purpose of this land use analysis, the entire area of property that would be acquired by the project, as
reported in Section 3.3.1.2 of this Supplemental Draft EIS, is defined as a direct change in land use.

Implementation of the OMF would require the permanent conversion of approximately 18.2 acres of
industrial land to a public transportation-related use, as shown in Table 3.3-1. The proposed Hopkins OMF
site will consist of nine existing parcels: one undeveloped lot, two driveways, and six properties with office/
warehouse uses or light manufacturing and assembly. All of these properties are both zoned and used for
industrial purposes.

Under the site’s conceptual layout design, the proposed OMF would be located along the west edge of the
site, adjacent to the proposed light rail mainline. As an allowed use within this industrially- zoned area of
Hopkins, the OMF is consistent with its surrounding land uses and would not change the overall character of
land uses in the area around the OMF.
Long-Term Indirect Land Use Impacts

As noted in Sections 3.1.5.1 and 9.6.3.2 and Table 9.5-1 of the Draft EIS, indirect impacts from the proposed
light rail project would be more likely to occur as a result of and in the vicinity of light rail stations, such as
the Shady Oak Station, which would be located north of the OMF site. In summary, the Draft EIS notes that it
would be through changes in accessibility that the LPA would have most of its effect on land uses. Further,
those changes in accessibility to and from properties would primarily be due to the presence of new light rail
stations. In particular, the presence of light rail stations may most likely make undeveloped parcels in the
vicinity of stations more attractive to developers and lead to higher-density residential development,
enhanced employment opportunities, and improved transit connections to new or existing services, activity
centers, and public facilities.

Because the proposed Hopkins OMF would be used to perform light maintenance on light rail vehicles and is
not a light rail station, the OMF is not anticipated to attract transit-oriented development nor would it
influence growth patterns and neighborhood characteristics on adjacent land. However, portions of the
proposed OMF site are within the area of potential land use influence of the proposed Shady Oak Station. As
such, the Hopkins OMF would proportionately reduce the overall size of the area that could be influenced by
the proposed station for more intense development and redevelopment. Because the proposed Hopkins OMF
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and uses that would occur within it are compatible with existing adjacent land uses, it would not limit future
development of adjacent parcels, which would remain as industrial uses.

Short-Term Land Use Impacts
This section describes the short-term land use impacts anticipated during construction of the proposed
Hopkins OMF. In general, construction-related activities associated with the proposed Hopkins OMF would
not change the land use of the area in the long-term. Short-term land use impacts resulting from the Hopkins
OMF could include temporary changes to property access during construction or temporary conversion of
land to a transportation use for construction staging and other construction activities throughout all or part
of the construction period. Temporary occupancies of parcels would include the use of construction
easements or intergovernmental agreements and would not change existing land uses in the long-term. The
short-term impacts to nearby property that could indirectly affect their use could include potential increases
in noise levels, dust, traffic congestion, visual changes, and increased difficulty accessing other properties.
Although some businesses may experience hardship during construction due to those types of impact, the
impacts would not affect land use type unless the property became vacant. Construction activities could also
affect access to adjacent parcels through temporary road, trail, and sidewalk closures. Those temporary
closures are anticipated from activities such as connecting road reconstruction, construction of the nonrevenue track connecting the OMF to the light rail mainline, or utility relocations or extensions. Construction
activities are anticipated to require easements beyond the property acquisition needed within the project
limits. If needed, these easements might affect portions of other properties. Any construction easements
would be temporary and will be returned to preconstruction conditions upon completion, depending on
executed agreements.

In addition, some of the property acquired by the project, as identified in Table 3.3-2, may not be needed in
the long-term after construction of the project is complete. For example, there is a portion on the east side of
the site that would remain unused as part of the OMF. In this or similar cases, unneeded areas of property
would be considered remnant parcels, which would be identified after construction is complete and could be
sold in compliance with the FTA Circular 5010.1D, and applicable state regulations, thereby changing land
use impacts to the remnant parcels from long-term to short-term impacts.
TABLE 3.3-2

Hopkins OMF Site – Parcel Descriptions
Property Address

1600 5th Street South

Hennepin County
PIN

Building Footprint
Current Use
(square feet)
a

Parcel Size
(acres)

Area to be
Acquiredb
(acres)

Acquisition
Type

25-117-22-23-0059

Industrial

42,253

2.23

2.23

Full

544 16th Avenue South 25-117-22-23-0060

Industrial

43,560

2.15

2.15

Full

610 16th Avenue South

25-117-22-23-0049

Industrial

67,953

5.09

5.09

Full

1520 5th Street South

25-117-22-23-0045

Industrial

43,560

1.86

1.86

Full

Address Unassigned

25-117-22-23-0046

Industrial

0

0.94

0.94

Full

510 15th Avenue South

25-117-22-23-0047

Industrial

22,651

1.13

0.50

Partial

1515 6th Street South

25-117-22-23-0050

Industrial

60,548

5.33

5.33

Full

Address Unassigned

25-117-22-23-0054

Industrial
(driveway)

0

0.08

0.08

Full

Address Unassigned

25-117-22-23-0055

Industrial
(driveway)

0

0.05

0.05

Full

Total

280,525

18.2

The conversion from existing land uses to transportation use is consistent with relevant local land use plans and policies, which
generally call for continued industrial use in the area of the Hopkins OMF, as previously described.
b
Public and private parcel acreages will continue to be developed, and reported in the Final EIS. Parcel acquisitions of <0.5 acre
are approximated at 0.5 acre or at the total parcel size (whichever is less).
Note: For the purpose of this analysis, parcels within or partially within the construction limits for the Hopkins OMF were quantified.
Acronym: PIN = property identification number
Sources: MnDOT 2014 and Hennepin County Property Tax Information Search.
a
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BMPs identified in Section 3.1 of the Draft EIS, including development of a BMP construction plan, will apply
to construction of the Hopkins OMF. Construction BMPs, including preparation of a BMP construction plan,
will be developed prior to construction to address optimum traffic re-routing measures, minimization of lane
and sidewalk closures, and maintenance and timely removal of temporary traffic control devices. In addition,
potential modifications to the construction schedule and other measures will be incorporated into the plan
to minimize temporary impacts. For example, the BMPs could include working with residents and businesses
to provide alternative access, as well as providing advance notice of construction activities, trail or sidewalk
closures and detour routes. To minimize construction-related noise and dust impacts on adjacent land uses,
contractors would be required to comply with applicable laws regarding proper use of construction
equipment and onsite construction and public safety standards applicable to ADA access requirements and
with keeping construction equipment outfitted with appropriate environmental protection features, such as
noise mufflers and air filters, to minimize exhaust.
C.

Mitigation Measures

Because the potential land use changes resulting from the proposed OMF are consistent with existing plans
and policies, no mitigation measures addressing long-term land use impacts have been identified. As design
progresses for the Shady Oak Station, the Council will continue to work with the City of Hopkins to ensure
that the proposed OMF would remain compatible with existing land uses and will be consistent with the City
of Hopkins Comprehensive Plan.

The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.1 for
additional detail) to coordinate with city, neighborhood groups, and commercial interests to ensure
consistency with existing land uses and to determine need for providing alternative access to neighborhoods,
properties, and businesses during construction.
3.3.1.2

Acquisitions and Displacements

This section identifies potential long-term and short-term impacts related to the purchase of parcels needed
to accommodate the proposed Hopkins OMF. As summarized in Table 3.3-1, the proposed Hopkins OMF will
result in the acquisition of eight full and one partial parcels of land and the potential relocation of up to an
estimated five businesses.
As with the overall project, the proposed Hopkins OMF remains in the Project Development phase of design,
based on the conceptual engineering design (see Appendix G). As the level of detail in the design increases,
the project team will continue to work to avoid and minimize property acquisitions and displacements
required for the LPA, including the proposed Hopkins OMF. Changes in property acquisitions and
displacements associated with the proposed Hopkins OMF will be presented in the Final EIS.
A.

Existing Conditions

This section describes existing conditions related to the purchase of land parcels needed to accommodate
the project, as well as the requirement that current parcel occupants would be required to vacate as a result
of some of the land acquisitions. Because the proposed Hopkins OMF site was incorporated into the LPA after
publication of the Draft EIS, discussion of acquisitions and displacements directly related to the site were not
included in the Draft EIS. Right-of-way impacts presented in this document remain preliminary and are
subject to change as the project design proceeds.

When an acquisition occurs, it typically results in either a full or partial acquisition of a parcel’s inherent real
estate property interests and rights, or an easement. A partial acquisition would occur if only a portion of the
entire parcel was required to accommodate the project infrastructure and facility needs. This would occur if,
for example, a portion of a commercial parking lot fronting the alignment is required, but not the adjacent
commercial building located away from the immediate alignment area. A full acquisition could occur when
the majority of the property is required to provide sufficient right-of-way for elements such as the horizontal
alignment of stations with park and ride facilities or for maintenance facilities. A full acquisition could result
from a severe loss of access (e.g., driveway access is eliminated) that reduces the useful operation of a
property, despite all attempts to avoid or offset the impact through restored ingress/egress. An easement
can involve a general or specific portion of the property and can be either on, below, or above (aerial) the
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surface of the property. As applicable, easements can be temporary (during construction) or permanent.
A temporary construction easement is an easement required during construction that would revert back to
the owner of record after completion of construction activities. Its use is not limited to construction staging
or equipment use. It could also include actual construction of temporary facilities that would be removed
prior to reversion of the property to the owner of record (e.g., temporary shoring, temporary retaining walls,
temporary erosion control, temporary drainage system, temporary detour, etc.). Permanent easements may
be obtained for access to another property, usually called “access and egress” easements. An easement can
involve a general or specific portion of the property and can be either at the surface level, beneath or above
(aerial) the property. Permanent underground easements are used when tunneling for a subway and for
underground utilities. Permanent aerial easements are used for the operation of an elevated transit line,
where necessary, if located within property outside of the project’s right-of-way.
Article 6 of a Cooperation Agreement between the Council and MnDOT states that MnDOT, acting for the
Council, may acquire all lands, easements, and rights-of-way required for the project in the name of the
Council, unless the Council and MnDOT mutually agree otherwise. The Council also reserves the right to
acquire any and all real property interests itself. Project acquisitions and displacements would comply with
the Uniform Relocation Act and state law and would be consistent with the design plans for the project. The
acquisition process would also follow the Real Estate Acquisition and Management Plan, which will be
developed and maintained during Project Development, Engineering, and construction phases. In carrying
out property acquisitions, MnDOT would use all powers available to them under applicable law (Council and
MnDOT, 2012). See Section 3.1.2.2 of this Supplemental Draft EIS and Section 3.3.1 of the Draft EIS for detail
on the methodology used to determine potential acquisitions and displacements.
B.

Acquisitions and Displacements Impacts

This section describes potential long-term and short-term impacts that would result from the need to
acquire land for implementation of the proposed Hopkins OMF. The numbers of parcels that would need to
be acquired and the potential for relocation of existing businesses are discussed in this section.

Long-Term Direct and Indirect Acquisitions and Displacements Impacts
This section identifies the potential long-term and short-term impacts that would result from the need to
acquire land for implementation of the Hopkins OMF. Implementation of the proposed Hopkins OMF would
result in the acquisition of nine parcels within the proposed Hopkins OMF site plan: eight full acquisitions
and one partial acquisition, all within the City of Hopkins. These sites are listed in Table 3.3-2 and are shown
on Exhibit 3.3-1.

Of the nine parcels that would be fully or partially acquired, all of them are actively being used for industrial
purposes. Three of the parcels do not have buildings on them, including two that serve as driveways to other
parcels that would be acquired by the project. In total, implementation of the proposed Hopkins OMF site is
anticipated to require relocation of up to five businesses. Depending on the preferences of the owner, the
project will work to relocate displaced businesses. All properties would be acquired in accordance with the
Uniform Relocation Act, which includes provisions for compensation. Additional detail is included in
Section 3.3.1.2, C “Mitigation Measures.”

Because the Hopkins OMF would not include a light rail station, the proposed Hopkins OMF would not
indirectly result in any acquisitions or displacements through induced development or redevelopment.
Short-Term Acquisitions and Displacements Impacts

This section describes the short-term acquisition and displacement impacts that may occur as a result of
construction of the proposed OMF. Based on the project’s conceptual engineering plans (see Appendix G), all
construction activities would occur within parcels that would be permanently acquired by the Council or are
currently owned by the Council or HCRRA. However, during Engineering, temporary property acquisitions
(e.g., construction easements) may be identified. These temporary property acquisitions could include shortterm changes to property access or temporary conversion of land use to transportation use for construction
staging and other construction activities throughout all or part of the construction period. Short-term
occupancies of parcels would include the use of construction easements or intergovernmental agreements
Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.3-1

Property Acquisitions, Hopkins Operations and Maintenance Facility
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and would change existing land uses in the short term. The short-term impacts would include potential
increases in noise levels, dust, traffic congestion, visual quality, and increased difficulty accessing residential,
commercial, and other uses. Some businesses may experience hardship during construction and may choose
to temporarily or permanently change business location or terminate the business. The project’s area of
construction activities at the proposed Hopkins OMF site is illustrated on Exhibit 3.3-1.

Following construction, the Council and the FTA may dispose of excess property based on Council policy and
applicable state law, and in conformity with FTA’s Circular 5010.1D (FTA, 2008a). The sale of the excess
property would likely return the land to its general use prior to the project’s acquisition process
(e.g., commercial use), but not necessarily to the former property owner.
C.

Mitigation Measures

All property will be acquired in full compliance with the Uniform Relocation Assistance and Real Property
Acquisition Policies Act (Uniform Act). Any businesses or persons displaced from the property will be
compensated in accordance with provisions of the Uniform Act. Relocation benefits will be available for
displaced businesses and non-profit organizations including moving costs, tangible personal property loss as
a result of relocation or discontinuance of operations, reestablishment expenses, and costs incurred in
finding a replacement site.
3.3.2

Environmental Effects

This section describes how the proposed Hopkins OMF would affect the following environmental categories
that are included within the Environmental resource group: geology and groundwater, water resources
(wetlands, floodplains, public waters, and stormwater management), and hazardous and contaminated
materials. Discussions for each environmental category addressed include description of existing conditions,
potential environmental impacts, and mitigation measures.
3.3.2.1

Geology and Groundwater

This section describes the existing geologic, soil, and groundwater conditions in the proposed Hopkins OMF
site and how the proposed OMF would be affected by or affect geology and groundwater. Geology
considerations important to the Southwest LRT Project include topography, soil characteristics,
groundwater conditions, and geologic hazards. These considerations can affect the type of construction
methods used for the project and, if not adequately considered during project design, could affect the longterm operations and safety of the OMF or nearby buildings, roadways, and utilities. Geology and soil
conditions are closely related to groundwater conditions.
Construction activities and potential light rail-related improvements both have the potential to affect
groundwater by potentially changing the flow of or contaminating groundwater within the project vicinity.
The analysis in this section is more detailed than that found in the Draft EIS, which identified potential OMF
sites but did not evaluate resource impacts to the extent found in this document.

As summarized in Table 3.3-3, the vicinity of the proposed Hopkins OMF site generally has soil types that
would accommodate construction and operations of the facility. Further, some of the properties on the
proposed OMF site are likely contaminated with hazardous material (soil and groundwater) and
development of the site as an OMF would be beneficial because the existing contamination would be
remediated prior to development.
A.

Existing Conditions

This section describes the existing geologic and groundwater conditions at the proposed Hopkins OMF site.
Section 4.1.3 of the Draft EIS describes the existing geological conditions in the vicinity of the proposed
Hopkins OMF site; the Draft EIS documents the presence of surficial geology (soils), bedrock geology, and
groundwater. Geologic and groundwater information and mapping provided in the Draft EIS for the greater
project area cover all areas addressed in this Supplemental Draft EIS, including the proposed Hopkins OMF
site.
Affected Environment, Impacts, and Mitigation
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TABLE 3.3-3

Summary of 2013 Soil Borings, Hopkins Operations and Maintenance Facilitya
Boring
Number
1
2

3

4
5

6

Soils

Depths

Fill, primarily silty sand and poorly graded sand. Water observed at 7 feet.

0-10 feet

Poorly graded loose sand (glacial outwash).

10-31 feet

Fill, primarily silty sand and poorly graded sand. Water observed at 5 feet.

0-7 feet

Clay and silt from swamp deposits.

7-12 feet

Poorly graded, medium dense sand (glacial outwash) and clayey sand (glacial till).

12-31 feet

Fill, silty sand under pavement.

0-2 feet

Peat, water observed at 4 feet.

2-12 feet

Loose alluvium, glacial outwash, and glacial till (alternating layers of clay, sand, and silt).

12-31 feet

Fill, primarily silty sand and poorly graded sand under paved surface. Water observed at 4 feet.

0-9 feet

Loose to medium dense glacial outwash (poorly graded sand and clayey sand).

9-31 feet

Fill, mixed clay and sand. Water observed at 9 feet.

0-9 feet

Loose to medium dense alluvium, glacial outwash, and glacial till (alternating layers of clay, sand, and
silt). Water-bearing sand lenses at 12 and 16 feet.

9-31 feet

Fill, primarily silty sand and poorly graded sand under paved surface. Water observed at 7 feet.

0-9 feet

Loose to medium dense glacial outwash and stiff to very stiff till (sandy clay, silty sand, and clayey sand). 9-31 feet
Additional borings have occurred within the project area through publication of this Supplemental Draft EIS and the results to date
have been consistent with the 2013 borings.
Source: Council, 2013.
a

The surficial geology in the vicinity of the proposed OMF site is dominated by glacial soil; however, peat and
soft clays occur in the upper five to 15 feet at various locations. Because the proposed Hopkins OMF site is
developed for industrial uses, the top seven to 10 feet of most of the site appears to be composed of fill
material. In some locations soft silt and clay underlies the fill, but in other locations, the fill is located on top
of glacial deposits. Figure 4.1-4 in the Draft EIS shows area of peat—an organic soil—in the vicinity of the
OMF site.

In 2013, the Council performed six soil borings at the OMF site to better define the near-surface soil
conditions. The results of these borings, which are summarized in Table 3.3-3, show that the site is
characterized by fill and soft soils near the ground surface and denser glacial deposits at deeper depth, and
that groundwater depths generally vary between four and nine feet below ground surface. Rock was not
encountered in the borings.

Groundwater is close to the surface within the vicinity of the proposed Hopkins OMF. In areas with high
groundwater elevations and granular soils, there is an increased potential for groundwater contamination as
a result of hazardous material spills. See Section 3.3.2.3 of this Supplemental Draft EIS for information on
hazardous and contaminated materials.
B.

Potential Geology and Groundwater Impacts

This section identifies the potential long-term impacts to geology and groundwater, as well as the short-term
impacts, which apply to groundwater only.

Long-Term Direct and Indirect Geology and Groundwater Impacts
This section addresses potential long-term direct and indirect impacts to geology and groundwater related
to the Hopkins OMF.
Geology

No long-term impacts on geology at the proposed Hopkins OMF site are anticipated, as soft deposits would
be either removed and replaced with engineered fill enhancements or resolved through other methods, such
as driven piles or drilled shaft supported foundations.
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Groundwater
Because the proposed Hopkins OMF site is near wetlands and the North Branch of Nine Mile Creek, and there
is a relatively high groundwater level on the site, pumping of groundwater from the site may be required
during construction of the OMF and associated tracks. Based on the project’s Phase I ESA investigation, two
of the properties on the proposed OMF site are likely contaminated with hazardous material (soil and
groundwater), and development of the site as an OMF would be beneficial because the existing
contamination would be remediated prior to development.

Acquiring land with known contamination that cannot be easily remediated or contained would be avoided
to the extent possible based on a Phase I and/or II Environmental Site Assessment of potential for
contamination as the project advances into further stages of project development. The long term risk to the
project will be determined once remediation is completed in areas of known and encountered contamination
during construction. A Phase II ESA will be conducted prior to any construction activities and will include a
summary of remediation efforts to be incorporated into the project. Depending on the results of this
remediation, long-term pumping of groundwater may be necessary to remove the contaminated
groundwater. See Section 3.3.2.3 of this Supplemental Draft EIS for additional information on hazardous and
contaminated material sites within or adjacent to the proposed OMF site and how potential contamination to
groundwater would be addressed.
Section 3.3.2.3 of this Supplemental Draft EIS also describes hazardous and contaminated materials that
would be used at the OMF site for maintenance activities and how these materials would be managed to
minimize exposure to groundwater. The likelihood of releases of hazardous and contaminated materials into
soils or groundwater from project operations and maintenance activities would be low because of design
features that would address containment of hazardous and contaminated materials used at the OMF and as a
result of implementation of BMPs required for the storage and handling of hazardous and contaminated
materials.
No indirect geology or groundwater impacts are anticipated.

Short-Term Geology and Groundwater Impacts
No short-term geological impacts are anticipated as a result of the proposed Hopkins OMF. Short-term
groundwater impacts include the potential risk of contamination during construction and the risk of
settlement due to pumping of groundwater during construction. Reducing the amount of groundwater
pumping would lessen: 1) the potential for groundwater contamination; 2) impacts to wetland hydrology
and vegetation (where wetlands are groundwater fed); and 3) the risk of settling that could affect structures,
roadways, and utilities. In areas where groundwater pumping may be needed during construction, a
temporary drainage system could be developed that would treat water through the use of filtration tanks
and infiltration basins. To minimize the potential impact of settlement in areas where groundwater pumping
would be necessary, a monitoring plan would be developed and implemented to ensure that if any building,
road, or parking area settlement occurs, it would be detected as soon as possible so that additional
remediation methods could be employed.

For construction activities at- or above-grade, sub-soil would be exposed during construction when topsoil is
removed. This soil would be susceptible to surface water and wind erosion. Normal BMPs, such as subsoiling (turning, breaking, or stirring the subsoil) in compacted areas and implementation of a stormwater
pollution prevention plan (SWPPP), will be employed to help avoid the surface water and wind erosion. The
SWPPP is discussed in Section 3.3.2.2.B of this Supplemental Draft EIS.
C.

Mitigation Measures

A groundwater management plan will be prepared by the Council, and approved by the Minnesota
Department of Natural Resources and Nine Mile Creek Watershed District, before construction that will
include required groundwater monitoring and management practices during construction. The management
plan will also address collection, storage, and disposal of surface water runoff from the light rail track
system, stations, and other infrastructure developed as part of the project. Mitigation measures related to
Affected Environment, Impacts, and Mitigation
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potential existing groundwater contamination and hazardous and contaminated materials are discussed in
Section 3.3.2.3 of this Supplemental Draft EIS.
3.3.2.2

Water Resources: Wetlands, Floodplains, Public Waters, and Stormwater Management

This section describes existing water resources (i.e., wetlands, floodplains, public waters, and stormwater
management) within the proposed Hopkins OMF site and assesses how the OMF would impact those water
resources in the long-term and short-term (during construction). Mitigation measures for these impacts are
also covered in this section.
Public waters are lakes, wetlands, and watercourses (streams and rivers) are under the jurisdiction of the
Minnesota Department of Natural Resources (MnDNR). MnDNR defines public waters as all water basins
(lakes and wetlands) and watercourses that meet the criteria set forth in Minnesota Statutes,
Section 103G.005.

As summarized in Table 3.3-1, the proposed Hopkins OMF would result in approximately 0.7 acre of
permanent fill into a wetland and the introduction of approximately 0.6 acre of fill into a 100-year floodplain.
These figures are higher than those identified in the Draft EIS, largely due to field-verified wetland
delineations that were conducted as part of this Supplemental Draft EIS and the identification of a proposed
location for the OMF that was not included in the Draft EIS.

Agency Coordination
Coordination with the federal, state, and local permitting agencies and jurisdictions has been ongoing
throughout development of the Supplemental Draft EIS. Beginning in July 2013, the SPO convened a monthly
Technical Evaluation Panel (TEP) meeting with permitting agencies with jurisdiction under the federal Clean
Water Act, the state Wetland Conservation Act and local water resources rules. See Section 3.2.2.2 of this
Supplemental Draft EIS for additional information on the TEP. Section 3.1.2.7 of this Supplemental Draft EIS
explains the process for merging NEPA and Section 404 requirements. Further, the MPCA overseeing the
Section 401 certification process under the Clean Water Act requested that the information necessary for
Section 401 certification be incorporated into the USACE’s 404 wetland permit application. Coordination will
continue through development of the Final EIS and through review of applicable permit applications listed in
Table 4.5-2 of this Supplemental Draft EIS. Specific to the Hopkins OMF site, the wetland sites considered, as
described in Section 2.3.2.2, were reviewed with the USACE and state and local jurisdictions taking into
consideration potential impacts to wetlands.
A.

Existing Conditions

This section describes the water resource features (wetlands, public waters and stormwater management,
and floodplains) in the vicinity of the proposed Hopkins OMF site. As noted in Section 3.2.2.2 of this
Supplemental Draft EIS, while existing conditions for water resources in the Draft EIS generally apply to this
Supplemental Draft EIS, this Supplemental Draft EIS has more detailed information about potentially affected
wetlands than was presented in the Draft EIS (see Section 3.1.2.7 of this Supplemental Draft EIS for
additional detail). In 2013, the project team delineated wetlands at the proposed OMF site. These
delineations were then field-verified by the USACE, MN Board of Water Supply, Minnehaha Creek Watershed
District, and the City of Minnetonka for wetland boundaries and types.

Wetlands
The proposed Hopkins OMF site contains two wetlands, both of which are natural, historical basins that
include areas excavated for stormwater retention. Wetland NM-HOP-13, which was surveyed on
July 23, 2013, is located along the southern border of the proposed site, and wetland MTA-MTA-12 is located
along the western edge of the site. It was surveyed on August 22, 2013. Due to shallow onsite groundwater
levels, both wetlands have perennial standing water (see Exhibit 3.3-2). The proposed Hopkins OMF site is
within the Nine Mile Creek Watershed District, which covers a large area extending southeast of the OMF site
(see Figure 4.2-1 in the Draft EIS). The site’s surveyed delineations were field-verified with a representative
from the Nine Mile Creek Watershed District. Additional information about the proposed OMF site wetlands
can be found in the Wetland Investigation Report (Anderson Engineering of Minnesota, LLC, 2013). See
Appendix C for instructions on how to access this report.
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Floodplains
While FEMA is in the process of evaluating flood elevations within the Hopkins OMF site, there has been no
adopted change to the 100-year floodplains identified in Section 4.2.3.4 of the Draft EIS. MnDNR’s floodplain
data are derived from the FEMA Flood Insurance Rate Maps. MnDNR floodplain mapping shows a 100-year
floodplain extending into the southwest corner of the Hopkins OMF site that includes a portion of wetland
NM-HOP-13, as illustrated on Exhibit 3.3-2. Background information on floodplains can be found in
Section 3.2.2.2 of this Supplemental Draft EIS.

Public Waters and Stormwater Management
Although the proposed Hopkins OMF site was not evaluated in the Draft EIS, the site was included in the
evaluation of water resources in Draft EIS Segment 4. No additional public water bodies were identified by
analysis of MnDNR GIS data for the Hopkins OMF site beyond those disclosed in Chapter 4.2.3.2 of the Draft
EIS. Figure 4.2-5 of the Draft EIS includes the area of Hopkins OMF site under the LPA; this figure shows that
the OMF would be in the general area of, but would not cross, Nine Mile Creek.
B.

Potential Water Resources Impacts

This section identifies the potential long-term and short-term impacts to wetlands, floodplains, and public
waters and stormwater management that would occur at the proposed Hopkins OMF.
Long-Term Direct and Indirect Water Resources Impacts

This section describes the long-term direct and indirect impacts to water resources at the proposed Hopkins
OMF site.

Wetlands
Long-term direct impacts to wetlands are defined as the introduction of fill into, dredging material out of,
or spanning a wetland. Long-term indirect impacts to wetlands are related to elements of the LPA that would
change the hydrology of a wetland, such as increasing or decreasing the flow of water into a wetland or
allowing untreated contaminated water to flow into a wetland.

The construction of the proposed Hopkins OMF would place fill in one wetland, as shown on Exhibit 3.3-2.
This basin is on the southern border of the OMF site (NM-HOP-13). The total wetland fill would be
approximately 0.68 acre to the 2.67-acre wetland, as shown in Table 3.3-4. The wetland type that would be
filled is a linear Type 3/6 (shallow marsh/shrub carr) wetland dominated by black willow (Salix nigra),
sandbar willow (Salix interior), reed canary grass (Phalaris arundinacea), and purple loosestrife (Lythrum
salicaria). The upland vegetation adjacent to the wetland is dominated by common ragweed (Ambrosia
artemisiifolia) and tall goldenrod (Solidago altissima). The wetland fill would be in an area where OMF
circulation tracks and the realignment of an existing interior roadway would be located. The circulation
tracks would also affect wetland buffer areas, but these areas would be limited to relatively thin boundaries
and would be bordered by asphalt surfaces. However, the conceptual design of the OMF site would allow for
wetland expansion adjacent to the site.
TABLE 3.3-4

Hopkins Operations and Maintenance Facility Wetland Impact Summary
Wetland I.D.

Wetland Size (acres)

Wetland Impact (fill) (acres)

Wetland Type (Circular 39a)

NM-HOP-13

2.67

0.68

Type 3/6 (shallow marsh/shrub carr)

Totals

2.67

0.68

USFWS Circular 39 System (Shaw and Fredine, 1956).
Note: Permitting agencies would be USACE, MnDNR, and Nine Mile Creek Watershed District, and City of Minnetonka.
Source: Wetland field delineation performed July 23, 2013
a

Wetlands in the vicinity of the proposed Hopkins OMF were evaluated to determine if there would be any
long-term indirect impacts to their hydrology, such as increasing or decreasing the flow of water into a
wetland, affecting the depth of groundwater that supports the wetland, or allowing untreated contaminated
water to flow into a wetland. In summary, that analysis found that long-term indirect impacts to the
Affected Environment, Impacts, and Mitigation
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hydrology of the wetland in the vicinity of the OMF site are not anticipated to occur because drainage from
the site would continue to be directed to the two existing stormwater detention ponds and the Project will
modify the detention ponds as needed to accommodate a potential increase in runoff volumes.

Additional analysis will be needed to determine whether the pumping of groundwater from the shallow
aquifer at the site that may be required during construction of the OMF and associated tracks would affect
NM-HOP-13 or offsite wetlands. Phase II ESA investigations are planned during the Final EIS phase to
evaluate the four high-risk hazardous and contaminated materials sites that have the potential to directly
impact the OMF site. Until the Council conducts the investigations, it is unclear whether permanent
groundwater pumping may be required to remediate groundwater contamination and whether the level of
pumping could affect the groundwater supporting onsite and offsite wetlands. Results of the analysis should
be available in the Final EIS.

Because maintenance activities at the proposed OMF would be conducted in an enclosed area away from the
wetlands, there is little possibility of maintenance activities contaminating onsite or offsite wetlands.
Further, stormwater from the proposed Hopkins OMF site will be treated onsite prior to being directed into
the wetland or nearby stormwater system. BMPs would be applied to the long-term operations of the OMF,
resulting in no additional pollutant loads flowing into the wetland. Further analysis will be conducted during
the design phase to determine whether the OMF site would affect Wetland MTA-MTA-12 by potentially
changing the amount of runoff entering the property west of the proposed OMF site.
Floodplains

Long-term direct impacts to floodplains are defined as the introduction of fill material into an area currently
mapped as a 100-year floodplain. Approximately 0.61 acre of MnDNR-mapped floodplain would be filled as
a result of the proposed Hopkins OMF (see Exhibit 3.3-2), due to the need to raise circulation tracks in the
southwest corner of the site above the floodplain. The 0.61-acre impact would eliminate the mapped
floodplain in the OMF site. The tracks would be supported by impervious subballast and ballast material,
thereby serving as a barrier for the floodplain. While this displacement would not increase the water surface
more than 1 foot, Engineering would work to avoid floodplain overflow impacts onto offsite locations.
Further, the LPA would include balanced cut and fill within any mapped floodplains, which would account
for the fill that would occur due to the proposed Hopkins OMF.

Because of the increase in impervious surface with the construction the proposed OMF site, a long-term
indirect impact to the floodplain west of the site may be that it would receive more runoff from the OMF site
than it currently does from the existing industrial development. Permitting requirements, established during
the design phase will determine whether additional runoff would enter the floodplain west of the proposed
OMF site; and, if so, whether the potential increase in runoff would affect the adjacent floodplain or Wetland
MTA-MTA-12 (see Exhibit 3.3-2).
Public Waters and Stormwater Management

Under the LPA, Nine Mile Creek, a public waterway in the general area of the proposed OMF site, would not
be affected by the proposed improvements. New impervious surfaces associated with the proposed OMF
could increase stormwater runoff rates, volumes, and pollutant loads, which could, in turn, cause higher
flows and degraded water quality in affected storm sewers and receiving streams. Impervious surfaces could
also result in decreased infiltration and aquifer recharge. New impervious areas within the proposed OMF
site would include portions of tracks, the OMF building and associated parking lot, and the extension of
15th Avenue S serving the site. Ballasted (gravel) track sections would be considered as impervious areas
because of the high compaction and low permeability of the sub-soils underlying the tracks.
The PGIS associated with the proposed OMF site would consist primarily of the proposed parking area,
equipment maintenance and fuel and chemical transfer areas at the proposed OMF and 15th Avenue South
that would serve the facility.

The additional new impervious surface would be minimized at the proposed OMF site because this location
is already a developed industrial area served by public roads. Because a large portion of the impervious
surface on the developed portion of the site would be the OMF building and associated trackway, it would
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EXHIBIT 3.3-2

Water Resources: Wetlands and Floodplains, Hopkins Operations and Maintenance Facility
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have relatively low PGIS values. Stormwater runoff from project-related PGIS would receive water quality
treatment.

The stormwater systems managed by local jurisdictions in this area typically discharge to local streams and
wetlands. Urbanization has changed many of the land uses in the area from forested areas to urban
development. Higher peak flows caused by impervious surface prevent infiltration from occurring and result
in channel scour and degradation of stream habitat. Drainage from the site would continue to be directed to
the two existing stormwater detention ponds to reduce the stormwater flows from the OMF site that could
affect streams. The Project would modify the existing detention ponds as needed, and construction would be
coordinated with the City of Hopkins to insure that it meets all applicable stormwater management
guidelines.
No development and/or redevelopment is expected as a result of the proposed OMF that could indirectly
affect water quality.

Short-Term Water Resources Impacts
This section describes the short-term water resource impacts that would be associated with construction of
the proposed OMF.

Wetlands
Short-term fill resulting from construction activities could affect the wetlands located on the proposed
Hopkins OMF site (see Exhibit 3.3-2). These impacts may result in loss or disturbance of soil and vegetation
or in the potential for inorganic solids to reach the wetlands. Erosion and sedimentation typically occur
when rainfall and stormwater runoff erode soil and the eroded materials are deposited downslope or
downstream from the construction area. Erosion and sedimentation can result from a variety of potential
actions associated with construction, including the following:

•
•
•
•
•
•

Removing vegetation that exposes soil to erosion
Exposing soil by way of grading, filling, and excavation
Tracking soils onto roads by vehicles
Constructing in or near wetlands, lakes, streams, or drainage courses
Constructing slopes that collect and concentrate stormwater, causing erosion
Pumping of groundwater at excavations

Implementing appropriate BMPs would help minimize erosion and sedimentation impacts. These BMPs will
include the preparation of a temporary erosion and sediment control plan and a hazardous and
contaminated materials management plan, if needed. BMPs that will be implemented during construction
will be designed to minimize the potential for soil erosion and sedimentation and to protect water quality, if
needed. Potential BMPs that could be implemented during construction include the following:
•

•
•

•
•
•
•
•
•
•

Minimizing the amount of cleared area at a construction site

Stabilizing construction entrances and haul roads using quarry spalls
Washing truck tires at construction entrances, as necessary
Constructing silt fences downslope from exposed soil
Protecting catch basins from sediment

Containing and controlling concrete and hazardous and contaminated materials onsite

Installing temporary ditches to route runoff around or through construction sites, with straw bales or
rock check dams strategically located to slow and settle runoff
Providing temporary plastic or mulch to cover soil stockpiles and exposed soil

Using straw wattles to reduce the length of unbroken slopes and minimize runoff concentration

Using temporary erosion control blankets or mulch on exposed steep slopes to minimize erosion before
vegetation is established
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Constructing temporary sedimentation ponds to remove solids from concentrated runoff and
groundwater pumping before being discharged

Conducting vehicle fueling and maintenance activities no closer than 100 feet from a wetland

Floodplains
No short-term direct impacts to floodplains are expected to occur due to the proposed project, although
sedimentation flow into the floodplain could indirectly occur during construction if a substantial storm event
were to occur. The adjacent wetlands would be expected to receive the temporary overflows. BMPs will
include protecting the wetlands from sedimentation during construction.

Public Waters and Stormwater Management
The potential water quality impacts resulting from construction activities may increase turbidity and
sedimentation in the receiving water features as a result of stormwater runoff from disturbed construction
sites. Erosion and sedimentation typically occur when rainfall and stormwater runoff erode soil and deposit
the eroded materials downslope or downstream from the construction area. Erosion and sedimentation can
result from a variety of potential actions associated with construction, including the following:

•
•
•
•
•
•

Removing vegetation that exposes soil to erosion
Exposing soil by way of grading, filling, and excavation
Tracking soils onto roads by vehicles
Constructing in or near wetlands, lakes, streams, or drainage courses
Constructing slopes that collect and concentrate stormwater, causing erosion
Pumping of groundwater at excavations such as pier foundations, trenches, and tunnels

The runoff from newly poured concrete surfaces can have high alkalinity, often above pH 9, which can result
in degraded water quality and can adversely affect fish. In addition, total suspended solids from the concrete
fines might result in a milky-white appearance of the runoff, exceeding turbidity requirements. Because the
total amount of ground disturbance during construction would be more than 1 acre, a National Pollutant
Discharge Elimination System general construction stormwater permit would be required for this project.
One of the permit requirements is a project-specific SWPPP. The SWPPP would be developed and
implemented in accordance with Council Environmental Services guidance and procedures. This plan would
include a temporary erosion and sediment control plan and a hazardous and contaminated materials
management plan, and would employ BMPs during construction to minimize the potential for soil erosion
and sedimentation and to protect water quality. Potential BMPs would include those listed above for
wetlands.

A temporary erosion and sediment control plan also would include a water quality monitoring plan and
a schedule for inspecting the erosion control measures for effectiveness. Water pumped from the
construction site, such as from guideway pier construction, would be treated as required to meet discharge
requirements identified on the SWPPP. Pavement slurry and residue from road cutting and grinding would
be collected and properly disposed of offsite, and a concrete containment and disposal plan would also be
prepared. An MnDNR-certified erosion and sediment control specialist would be employed to conduct the
inspections, and deficiencies would be promptly corrected. These measures would minimize the likelihood
for serious water quality problems occurring during construction.

The concrete used for the project would take several months to cure enough so that the pH of exposed
surfaces would decrease to acceptable levels. Stormwater runoff would be tested and, if excessive levels of
pH or turbidity are found, the runoff would be treated before it is released to storm sewers or a receiving
water body. If discharge of treated construction or process water to a sanitary sewer is proposed, approval
must be obtained from the City of Hopkins.

Additional Construction Best Management Practices
The proposed project will comply with applicable state, federal, and local regulations and will install BMPs to
control and minimize erosion and potential impacts to surface water resources as determined during the
permitting process. Construction BMPs may include some or all of the following:
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Inlet protection of catch basins (filters, bio-bags, catch-basin drop-filters)

Excavation silt control (silt fence, bio-bags)

Temporary seeding of open excavations and stockpiles as appropriate for surface soil areas that remain
exposed for several weeks or longer
Swales with check dams – surface waterways with periodic check dams for silt removal
Temporary paving of area to receive traffic prior to final restoration
Infiltration of stormwater runoff after removal of heavy sediments

Temporary rerouting of stormwater away from exposed slopes and stockpiles

Temporary rock construction entrances to remove mud for construction vehicles before they leave the
site

When applicable, these BMPS will be installed prior to earthwork and grading activities, and will be kept in
good working order for the duration of the project. The project would be monitored under grading permits
issued by the watershed districts, WMOs, and the cities in the corridor.

Runoff volume control techniques will be considered during Engineering to minimized the rate, volume and
quality of surface runoff, including: green swales, infiltration strips, rainwater gardens, subsurface storage,
grit chambers, and sump manholes.
C.

Mitigation Measures

The Section 404 permit application must identify compensatory mitigation for unavoidable impacts to
wetlands and other aquatic resources. A Compensatory Mitigation Plan will be developed by the Council, and
reviewed by USACE, prior to the submittal of the Section 404 permit application.

Mitigation options to off-set permanent wetland impacts include onsite project specific permittee
responsible mitigation, offsite project specific permittee responsible mitigation, and/or the purchase of
wetland mitigation bank credits that meet USACE regulatory requirements, as well as state and local
regulatory requirements. Wetland impacts could be reduced by continued project design refinements to
limit the affected areas within the wetlands, including the placement of construction fencing to control
construction limits. The actual mitigation ratio for the loss of wetlands will depend on the location, type, and
functional value of the wetland being impacted and permits obtained from agencies with regulatory
authority. Compensatory wetland mitigation required for this project will depend on final footprint of
wetland fill, as well as the ecological value of the wetlands affected. Impacts to waters and wetlands will be
detailed in the Final EIS.

Stormwater runoff (both long-term and short-term) will be directed into stormwater detention facilities
created as part of the project (see prior discussion concerning stormwater). Temporary impacts on soils and
vegetation (e.g., due to temporary pumping during construction) within and surrounding the wetlands will
be restored upon completion of construction.

Impacts on floodplains and public waters will be mitigated by compensatory storage. After Project
Development, the amount of floodplain impacts will be calculated, and coordination with the appropriate
entities will occur to determine the type, location, and extent of compensatory floodplain storage (likely in
the form of excavation) required. The project will require coordination with, and permitting from local, state,
and federal water resources agencies. Development of permit applications will be completed during the
Engineering phase of the project.
3.3.2.3

Hazardous and Contaminated Materials

This section provides an overview of hazardous and contaminated materials that could be located on parcels
that either would be acquired for the proposed Hopkins OMF site or that would be near enough to
construction activities that there would be a risk that the project would encounter contaminated soils and/or
groundwater. The section also describes potential control or cleanup requirements for the project as a result
of hazardous and contaminated materials that might be mobilized or released as a result of project activities.
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Hazardous and contaminated materials can be classified in a number of different categories based on laws
and regulations that define their characteristics and use. These categories include hazardous waste,
dangerous waste, hazardous substances, and toxic substances.

As summarized in Table 3.3-1, there are four high-risk sites with documented hazardous and contaminated
materials (two onsite and two adjacent to the site) that would require additional investigation to determine
if remediation would be required before construction of the proposed Hopkins OMF.
A.

Existing Conditions

This section describes existing conditions at the proposed OMF site. The analysis of hazardous and
contaminated materials summarized in Section 4.9 of the Draft EIS was based on a preliminary assessment of
known contaminated sites using online databases. The hazardous and contaminated materials assessment
for the proposed Hopkins OMF site in this Supplemental Draft EIS is based on a more detailed Phase I
environmental site assessment (ESA) conducted for the LPA, as described in Section 3.1 of this Supplemental
Draft EIS. A Phase II ESA will be completed, where determined appropriate based on the Phase I ESA, prior to
construction.
To identify documented hazardous and contaminated soils in the vicinity of the proposed Hopkins OMF site,
an online search of MPCA and MDA environmental databases was conducted. The online environmental
database search and review of files revealed 23 potential sites within 500 feet of the proposed Hopkins OMF,
including four high-risk sites of concern, two of which would be acquired by the project (see subsection B for
a description of those four sites of concern) and two that are in close proximity to the OMF site’s area of
construction. The document review process identified specific sites with a high- and medium-risk that
potentially contain hazardous or contaminated materials and could potentially impact the project. Of the
23 sites, it was concluded that nine sites are high-risk for the Hopkins OMF (shown on Exhibit 3.3-3), 12 are
medium-risk, and two are low-risk. Of the high-risk sites identified, four were VIC sites, two were petroleum
leak sites, one Agchem file, and one solid waste file (Short Elliott Hendrickson Inc., 2013a, 2013b). See
Appendix C for instructions on how to access the reports.
B.

Potential Hazardous and Contaminated Materials Impacts

This section identifies the potential long-term and short-term impacts to hazardous and contaminated
materials that could occur in the proposed Hopkins OMF site. These impacts could result from earthwork or
other disturbances at or in proximity to contaminated areas that might mobilize or result in the release of
hazardous and contaminated materials.

Long-Term Direct and Indirect Hazardous and Contaminated Materials Impacts
This section describes the long-term direct and indirect hazardous and contaminated material impacts that
could occur at the proposed Hopkins OMF site. As described in Section 4.9 of the Draft EIS, long-term
hazardous and contaminated material impacts are not expected as a result of the LPA, because the project
would not generate hazardous and contaminated materials or regulated wastes. However, of the nine highrisk sites located within 500 feet of the proposed Hopkins OMF, four are considered sites of concern due to
their proximity to the proposed Hopkins OMF (listed in Table 3.3-5). Two of those sites of concern would be
acquired by the project and two of the sites could have contaminated solid waste extending into the area of
construction for the proposed Hopkins OMF site.

The four sites of concern would receive a Phase II ESA investigation prior to any construction activities to
further evaluate risks from hazardous and contaminated materials. Unlike Phase I investigations, which
typically involve review of site information and regulatory files, a site inspection, and interviews with
owners and operators, Phase II investigations generally include collecting soil and/or groundwater samples
for laboratory analysis.

Other high-risk sites shown on Exhibit 3.3-3 are not sites of concern for the Hopkins OMF, because they have
a low potential to directly affect the proposed Hopkins OMF site based on the file review.
Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.3-3

Potential High-Risk Hazardous and Contaminated Materials Sites, Hopkins Operations and Maintenance Facility
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TABLE 3.3-5

High-Risk Hazardous and Contaminated Materials Sites of Concern at the Hopkins Operations and Maintenance Facility Site
Map
ID

Site Namea

008

Quality Assured
Label, Inc.

407

• Soil and groundwater are contaminated with metals, petroleum
Special Systems
hydrocarbons, and nonpetroleum volatile organic compounds
Design Pipeline
(chlorinated hydrocarbons), and an institutional control is in place for
Supply Precision Air
the site.c
WL Hall Co. Builders
Specialties
• Earthwork would require specific planning to address the various types
of contamination and to address the institutional control.
• Shallow soil contamination is possible based on review of historical
BNR Irrigationd
aerial photographs Phase I/II is required to evaluate for solid waste
and fill of unknown origin.

408
402

Hopkins Sanitary
Landfill (closed)

Potential Impacts

• Soil and groundwater are contaminated with metals, petroleum
hydrocarbons, and nonpetroleum volatile organic compounds
(chlorinated hydrocarbons), and an institutional control is in place for
the site.b
• Earthwork would require specific planning to address the various types
of contamination and to address the institutional control.

• The site contains methane vapor contamination.
• Solid waste from the landfill may encroach to the north onto railroad
property and possibly be encountered during construction.e
• Groundwater contamination risk is low.

Potential Use of the Site
by the LPA
Direct disturbance to
parcel due to project
construction for OMF

Direct disturbance to
parcel due to project
construction for OMF

No direct disturbance to
the parcel (adjacent to
the area of construction)
No direct disturbance to
the parcel (adjacent to
the area of construction)

See Exhibit 3.3-3 for the site locations. These four sites will receive a Phase II ESA investigation prior to any construction
activities. The three other high-risk sites illustrated in Exhibit 3.3-3 have a low potential to directly affect the proposed Hopkins OMF
site based on the file review.
b
The institutional control is an affidavit filed with Hennepin County by the partnership that purchased the property in 2004. The
affidavit was required by the Minnesota Pollution Control Agency (MPCA) under the Voluntary Investigation and Cleanup (VIC)
program as a condition of a No Association Determination (NAD). The affidavit and the NAD were based on the results of two
Phase II ESA efforts, which were reviewed for this project’s Phase I ESA.
c
The institutional control is an affidavit filed with Hennepin County by the partnership that purchased the property in 2009. The
affidavit was required by the MPCA under the VIC program as a condition of a NAD. The affidavit and the NAD were based on the
results of a Phase II ESA, which was reviewed for this project’s Phase I ESA.
d
This area was combined with the pond area as a high-risk concern because of the apparent filling of a marsh necessary for
development of both parcels.
e
Documentation on the Hopkins Sanitary Landfill prepared by others was reviewed for this analysis. That documentation included
the results of that site’s Phase II ESA and other additional site reviews, which were reviewed for this project’s Phase I ESA.
a

While there would be a permanent beneficial effect of removing contamination to meet MPCA risk-based
guidance and/or capping known contaminated sites, there is also the potential that a high water table in the
vicinity of construction activities could require permanent groundwater pumping in zones of remaining
contaminated groundwater within the OMF site. Phase II ESA investigations will evaluate long-term risks
associated with possible exposure to soil or groundwater contamination. Specific plumes of concern for the
proposed Hopkins OMF consist of the following:
•

•

Chlorinated hydrocarbons in shallow and deep groundwater and petroleum hydrocarbons in shallow
groundwater related to historic onsite operations by Honeywell Advanced Circuits and ARI
(Sites 008 and 407).

Shallow groundwater contamination at the south end of the site and offsite related to historical marsh
infill with fill of unknown origin (Site 408 and adjacent pond area between the OMF site and Bass Lake
Spur).

Additionally, long-term management of methane-related indirect impacts to the proposed Hopkins OMF site
from the Hopkins Sanitary Landfill using methods described in MPCA’s Guidelines for Monitoring Landfill Gas
at and Near Former Dumps may also be necessary to limit potential worker exposure to methane.

The operation of the proposed Hopkins OMF would require responsible management and containment of
hazardous and contaminated materials that would be used and stored onsite consistent with applicable
regulatory standards, principally Minnesota Rules Chapter 7045. The OMF would be defined as a Hazardous
Waste Generator and required to obtain a Generator License through Hennepin County. It would comply
with applicable requirements for annual reporting/licensing, storage, shipping, record keeping, emergency
Affected Environment, Impacts, and Mitigation
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planning, and disposal requirements. In addition, the proposed Hopkins OMF would be constructed with
engineering controls to limit and contain releases and spills. The likelihood of impacts (that is, releases) from
project operation and maintenance activities would be low.

Short-Term Hazardous and Contaminated Materials Impacts

This section describes the short-term hazardous and contaminated material impacts associated with
constructing the potential OMF site. Potential spills within the proposed Hopkins OMF could result from use
of hazardous materials (for example, lubricants, fuels, and solvents) during construction or from
encountering sites with existing soil or groundwater contamination. The potential for encountering
hazardous and contaminated materials during construction of the OMF is related to the number of displaced
businesses that have a history of using hazardous and contaminated materials and the extent of excavation
near sites containing hazardous and contaminated materials that would be required during construction.
Other potential short-term impacts could be associated with methane gas from the Hopkins Sanitary Landfill
and the high water table in the vicinity of construction activities that may require pumping of groundwater
in zones of contaminated groundwater. Phase II ESA investigations will evaluate short-term risks associated
with possible exposure to soil or groundwater contamination.
The potential short-term construction effects, specified in the Draft EIS of cost and schedule impacts and
potential public and worker exposure to hazardous and contaminated materials, can be avoided or
substantially minimized by following the due diligence procedures in the MPCA Brownfields Program
regulatory framework. Also, the effects can be avoided or substantially minimized by preparing and
implementing a spill prevention, control, and countermeasure plan and a SWPPP to manage and prevent the
release of pollution and hazardous substances to the environment.
C.

Mitigation Measures

Mitigation for potential hazardous and contaminated materials impacts will be conducted within the MPCA
Brownfield Program regulatory framework with the Southwest LRT Project having been entered in the
Brownfield Program on September 8, 2014, and having received site identification numbers
PB4648/VP31670 from the MPCA. In accordance with MPCA Brownfield Program guidelines, the Phase I ESA
was submitted to the MPCA Brownfields Program and subsequent documents will be submitted to the MPCA
Brownfield Program as part of the regulatory process. All mitigation measures will be implemented in
accordance with the investigation and mitigation documents submitted to the MPCA. Implementation of
these measures would result in controlled management of hazardous and contaminated materials and low
risk of human exposure to unhealthy contaminants. A Response Action Plan (RAP) will be developed by the
Council and approved by MPCA to address the risks identified in the Phase I and II ESAs. Upon MPCA
approval of the RAP, cleanup of identified contamination would begin prior to, or in concert with, project
excavation and/or drilling activities. All clean-up activity will be conducted with prior MPCA approval and in
accordance with the approved Site Safety and Health Plan and will be continuously monitored by qualified
inspectors. A final report will be prepared and submitted to the MPCA documenting all removal and disposal
activity.
It is reasonable to expect that previously undocumented soil or groundwater contamination may be
encountered during construction. A Construction Contingency Plan shall be prepared by the Council and
approved by MPCA prior to the start of construction to account for the discovery of unknown contamination.
This plan will outline procedures for initial contaminant screening, soil and groundwater sampling,
laboratory testing, and removal, transport, and disposal of contaminated materials at licensed facilities.
Contaminated material removal and disposal will be in accordance with this plan, monitored by qualified
inspectors, and documented in final reports for submittal to MPCA.

In addition to contaminated soil and groundwater, the potential exists for structures on acquired lands to
contain asbestos, lead paint, or other hazardous and contaminated materials. Any existing structures will be
surveyed for the presence of hazardous/regulated materials prior to their demolition or modification.
Potentially hazardous and contaminated materials will be handled and managed in compliance with all
applicable regulatory standards and will be disposed in accordance with an approved remediation plan.
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Economic Effects

This section addresses the potential tax base losses caused by the potential displacement and relocation of
businesses that would result from the construction and operation of the OMF, including potential reductions
in property tax revenue in the City of Hopkins and creation of new jobs. The potential positive and negative
economic effects related to an OMF facility in the City of Hopkins were not addressed in the Draft EIS.
Mitigation measures are also discussed in this section.
A.

Existing Conditions

As discussed in Section 3.3.1.1, the proposed Hopkins OMF site is characterized by industrial land uses,
resulting from activities occurring on nine parcels. Section 3.3.1.2 and Table 3.3-2 of this Supplemental Draft
EIS identify full and partial parcel acquisitions that would need to occur to accommodate the proposed
Hopkins OMF. The majority of the budgeted revenues for the City of Hopkins are from property taxes
comprising 54 percent of the total revenues (City of Hopkins, 2012).

B.

Potential Economic Impacts

This section identifies the potential long-term and short-term economic impacts that would result from the
conversion of private businesses into transit right-of-way to accommodate the construction and operation of
the proposed Hopkins OMF. Section 3.1.2.11 provides a summary of data used for this analysis, some of
which has been updated since publication of the Draft EIS.

Long-Term Direct and Indirect Economic Impacts
This section describes the long-term direct and indirect economic impacts associated with the proposed
Hopkins OMF, which would require full acquisition of eight properties, one partial acquisition, and potential
displacement of five businesses associated with these parcels. This reduction in the number of businesses
would result in an annual reduction in property tax revenue to the City of Hopkins of about $99,200
(0.8 percent of the total city property tax revenues in 2013) 24. See Section 3.1.2.11 for additional information
on methodology. This loss of property tax revenue could be reduced if less land area is actually used for the
OMF. For example, in some cases, the Council may determine that an entire parcel would need to be acquired
to accommodate construction, but later, following construction, some property may no longer be needed for
the project. In these cases, the excess property would be disposed of per Council policy and applicable
federal and state regulations and would likely be sold to return to compatible land use, as discussed in
Section 3.1.2.2 of this Supplemental Draft EIS.
Further, the loss in property tax revenue due to the acquisition of privately-held land has the potential to be
offset with increased property tax revenues, if the station areas within the city result in higher property
values due to improved access and other benefits associated with the proposed light rail stations within the
Hopkins city limits. Background on the potential for increased property tax revenues in proposed light rail
station areas is discussed in more detail under the Eden Prairie Segment in Section 3.2.3. The loss of
property tax revenue could also be reduced if the affected businesses relocate elsewhere within the City of
Hopkins.

The proposed Hopkins OMF would result in approximately 160 long-term jobs associated with operations of
the facilities and light rail vehicles. These new jobs may offset jobs located in the businesses that are
proposed for acquisition and that could be displaced. In addition, the businesses that would be displaced as a
result of acquisition might choose to relocate within the City of Hopkins. Businesses displaced by the
proposed Hopkins OMF site would receive compensation and relocation assistance.
Section 3.2.1.2 of the Eden Prairie Segment of this Supplemental Draft EIS addresses development potential
presented by the improved access. In general, this type of benefit would not be recognized by the proposed
Hopkins OMF, given the nature of the facility. However, increased development potential in the surrounding
area could occur since station areas can influence development activity and the LPA includes the proposed
Shady Oak Station just to the northwest of the proposed OMF site.
24

Tax base loss was calculated by dividing the property taxes lost as a result of full property acquisitions by the total property
tax collected in Hopkins in 2011.
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Short-Term Economic Impacts
This section describes the short-term economic impacts associated with constructing the proposed OMF.
Beneficial short-term impacts of construction include the influx of business during construction, as outlined
in Chapter 5 of the Draft EIS. Short-term construction-related economic effects may occur as a result of
implementation of the proposed Hopkins OMF. These construction-related impacts would include increased
noise during construction and temporary access restrictions to businesses during construction.
C.

Mitigation Measures

Because the proposed Hopkins OMF would result in a decrease in property tax revenue of less than one
percent, no adverse impacts are expected and therefore no mitigation measures have been identified.
3.3.4

Transportation Effects

This section describes the impacts the proposed Hopkins OMF would have on transportation facilities,
addressing roadway and traffic; parking; and safety and security. The proposed Hopkins OMF would not
affect transit revenue operations, freight rail operations, or bicycle and pedestrian facilities. This section also
identifies related mitigation measures. Methodologies and data used to prepare these analyses, updated
since publication of the Draft EIS, may be found in Section 3.1.2.12 of this Supplemental Draft EIS.

As summarized in Table 3.3-1, the proposed Hopkins OMF would vacate short sections of two existing local
streets and it would introduce one new non-revenue light rail track at-grade crossing of one street, which
could affect both traffic operations and safety and security.
3.3.4.1

Roadway and Traffic

This section describes the proposed roadway modifications and anticipated traffic impacts resulting from
the proposed OMF. Transportation analysis of the proposed Hopkins OMF site is based on projected travel
demand, transportation network capacity, transportation system performance measures, and resulting
impacts to the roadway network as a result of the proposed Hopkins OMF. The traffic impacts described in
Section 3.3.4.1 of this Supplemental Draft EIS were not included in the Draft EIS because the Hopkins OMF
site was incorporated into the project after completion of the Draft EIS.
A.

Existing Conditions

This section describes the roadway and traffic operations within and surrounding the proposed OMF site.
The proposed Hopkins OMF would be located on 5th Street/K-Tel Drive as illustrated on Exhibit 2.5-3 of this
Supplemental Draft EIS. The roadway network around the proposed Hopkins OMF site consists of the local
street connections of 16th Avenue, 15th Avenue, and 6th Street. These roadways are two-lane, low-volume
(less than 3,000 vehicles per day) local streets that provide access to the individual parcels off of 5th Street/
K-Tel Drive, a collector street. To the east, 5th Street connects to 11th Avenue, a four-lane major collector
that connects to Excelsior Boulevard, with a functional classification of a major reliever 0.25 mile north of
5th Street that provides regional access to Highway 169 to the east and I-494 to the west. K-Tel Drive
connects to Shady Oak Road (County Road 61), which also connects to Excelsior Avenue 0.5 mile to the
north. The parcels within the site designated for the proposed Hopkins OMF are characterized by land uses,
which currently generate truck traffic.
B.

Potential Roadway and Traffic Impacts

This section identifies the long-term and the short-term impacts that would result from the traffic changes
related to the proposed Hopkins OMF.
Long-Term Direct and Indirect Roadway and Traffic Impacts

This section describes the potential long-term direct roadway and traffic operation impacts as a result of the
proposed OMF. The proposed Hopkins OMF would result in the permanent vacation of 16th Avenue South
between 5th and 6th Streets South and a cul de sac would be constructed on 6th Street South immediately
east of 16th Avenue South. Fifteenth Avenue South would be extended from its current terminus at
6th Street South to the south and southwest, connecting 15th Avenue South to the proposed Hopkins OMF
site. The partial acquisition of the parcel at 510 15th Avenue South would eliminate one access point to the
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property on 16th Avenue South. The parcel would continue to have one access on 6th Street South and one
access on 15th Avenue South. The proposed Hopkins OMF would also result in a new at-grade crossing of
non-revenue light rail tracks at K-Tel Drive. That at-grade crossing would be used relatively infrequently, but
it would result in slight delays to traffic on K-Tel Drive and 5th Street South when used by non-revenue light
rail vehicles.

No long-term indirect impacts to traffic from the proposed Hopkins OMF are anticipated. The traffic analysis
for the Hopkins OMF followed the same general methodology used in the Draft EIS, as described in
Section 3.1.1.12 “Transportation: Transit, Traffic, Freight Rail, Bicycle and Pedestrian, and Safety and
Security.” Traffic operations analyses were conducted at locations which meet the following criteria:

•
•

•

Signalized intersections located within 200 feet of an at-grade LRT crossing

Intersections where a signal, roundabout, or stop sign controlling the roadway crossing the tracks was
located within 600 feet of the LRT crossing

Intersections where the roadway annual average daily traffic (AADT) is greater than 5,000 vehicles per
day

While the proposed Hopkins OMF would result in one new at-grade roadway crossing of non-revenue light
rail tracks at K-Tel Drive, that intersection would not meet the criteria listed above. This at-grade crossing
would result in slight delays to traffic, on K-Tel Drive and 5th Street South when K-Tel Drive is crossed by
non-revenue light rail vehicles. Typical delays are anticipated to be a maximum of 35 seconds and operations
are not expected to be reduced to an unacceptable level (LOS E or F) on K-tel Drive as a result of this delay.
The OMF will not significantly impact any arterial roadways and will not result in changes to any signalized
intersections. In addition, the OMF facility itself will not significantly change traffic patterns in the area as it
will have similar characteristics to the industrial uses currently in place and is expected to decrease trip
generation over the current use.
Short-Term Roadway and Traffic Impacts
This section describes the short-term roadway and traffic impacts associated with construction of the
proposed Hopkins OMF. Constructing the Hopkins OMF would result in temporary impacts to traffic on
adjacent streets, with a potential increase in truck traffic due to construction activities. Construction would
also result in the demolition and removal of numerous buildings. Construction activities would involve the
use of 11th Avenue South, Shady Oak Road, and 5th Street South/K-Tel Drive from Excelsior Boulevard by
trucks hauling debris away from the site during the building demolition and removal period, as well as
supply of equipment, personnel, and construction material to the site using the same local street network.
Because parcels that would be acquired currently generate truck traffic as part of the industrial activities
that take place on these sites, the subsequent removal of truck traffic associated with the parcels would
offset some of the increase in construction truck traffic.
C.

Mitigation Measures

Because there are no adverse long-term impacts to traffic, no mitigation measures were identified. Mitigation
measures related to the partial acquisition of the parcel at 510 15th Avenue South will include providing
circulation to the loading dock located on the west corner of the building. These details will be refined as
part of Project Development.
During construction, contractors will be required to comply with all state and local regulations concerning
the closing of roadway and the effects of construction activities. Contractors will also be required to comply
with the guidelines established in the Minnesota Manual on Uniform Traffic Control Devices. The Council will
develop a construction staging plan (staging plan), which will be reviewed with all appropriate jurisdictions
and railroads, and the contractor will be required to secure all necessary permits and follow the staging plan,
unless otherwise approved. The various components of a staging plan include:
•

Traffic management plans approved by all appropriate jurisdictions prior to the start of construction
activities. In some cases, intersections may need to be modified to minimize vehicle delay. Measures may
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include the addition of turn lanes, the construction of temporary traffic signals, the revision of existing
signal timing plans, or the addition of warning signs.

Detailed construction timeline developed before the initiation of construction that would inform
roadway users and adjacent property owners about when construction activities would begin, the type of
work being performed, an estimate of when the work will be completed, and recommendations on how
individuals and entities can minimize disruption to their activities.

Impacts related to temporary changes to access will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional detail on the
Construction Communication Plan.
3.3.4.2

Parking

This section describes the potential changes to on- and off-street parking due to the Hopkins OMF. As
summarized in Table 3.3-1, the LPA would result in the displacement of 43 existing on-street parking spaces
and the displacement of approximately 310 private off-street parking spaces that serve four existing
businesses that would also be displaced by the OMF.
A.

Existing Conditions

Parking for personal automobiles in the vicinity of the proposed Hopkins OMF is a mix of privately-owned,
off-street parking associated with individual businesses and on-street parking. Off-street parking in the
segment is provided on surface parking lots. On-street parking is allowed on both sides of 6th Street South
and 16th and 15th Avenues South and on the south side of 5th Street South.
B.

Potential Parking Impacts

This section describes the anticipated long-term and short-term impacts to parking in the vicinity of the
proposed Hopkins OMF that would result from the LPA.

Long-Term Direct and Indirect Parking Impacts
This section describes the long-term direct and indirect impacts to parking that would result from
construction of the Hopkins OMF.

The Hopkins OMF would result in the displacement of approximately 43 on-street and 310 off-street parking
spaces. The displaced on-street parking spaces would be from either side of 16th Avenue South
(37 displaced spaces) and on the south side of 6th Street South (six displaced spaces). The displacement of
approximately 310 off-street parking spaces would be associated with four potential full property
acquisitions by the project (partial acquisitions could result in the displacement of additional off-street
depending on the results of the property acquisition process). Table 3.3-6 summarizes the off-street parking
displacements by affected parcel that would result from the LPA.
TABLE 3.3-6

Hopkins – Potential Off-Street Parking Displacements

Existing

Displaced

Type of Property Acquisition

1600 5th Street S

Location

59

59

Full

544 16th Avenue S

68

68

Full

610 16th Avenue S

49

49

Full

1515 6th Street S

134

134

Full

Total

310

310

Source: Council, May 2014.

There would be no indirect impact to parking related to the Hopkins OMF, because the OMF site would
include approximately 110 off-street spaces, which would be enough capacity to meet the needs of the
facility’s anticipated employees and visitors.
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Short-Term Parking Impacts
This section describes the short-term parking impacts that would be associated with construction of the LPA
in the vicinity of the proposed Hopkins OMF. There could be the temporary displacement of parking on
15th Avenue South to accommodate the extension of that street south of 6th Street South and on 6th Avenue
South to accommodate the construction of the cul de sac. No additional short-term parking impacts would
result from the Hopkins OMF.
C.

Mitigation Measures

Because the proposed OMF site would contain adequate off-street parking for employees and visitors,
mitigation for the displacement of on-street parking is not needed. All off-street parking that would be
displaced is associated with businesses that would also be displaced by the OMF. Therefore, no mitigation of
the displacement of off-street parking spaces has been identified.

Impacts related to temporary changes to parking will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional detail on the
Construction Communication Plan.
3.3.4.3

Safety and Security

This section discusses potential safety and security issues for pedestrians, automobile traffic, and emergency
service providers at at-grade intersections light rail tracks as part of the proposed Hopkins OMF, including
identification of potential related mitigation measures. As summarized in Table 3.3-1, the proposed Hopkins
OMF would result in one new non-revenue light rail at-grade crossing of a roadway, which could delay
emergency vehicles when light rail vehicles are present in the crossing. Potential mitigation measures to
alleviate these potential impacts are also identified. The Draft EIS addresses Safety and Security under the
broader category of Social Effects (see Section 3.7 of the Draft EIS).
A.

Existing Conditions

This document identifies new LRT at-grade crossings or roadways not identified in the Draft EIS. Existing
roadway conditions described in Section 3.7.2 of the Draft EIS and Section 3.3.4.1.A of this Supplemental
Draft EIS apply. As discussed in Section 3.1.2.12 of this Supplemental Draft EIS, the Southwest LRT Project
will conform to the FTA’s State Safety Oversight Program for Rail Safety. This topic will be covered in more
detail in the Final EIS.
B.

Potential Safety and Security Impacts

Potential long-term and short-term safety and security impacts related to a new non-revenue light rail
at-grade crossing are identified in this section.

Long-Term Direct and Indirect Safety and Security Impacts
This section describes the long-term direct and indirect safety and security impacts associated with the
proposed OMF. The proposed Hopkins OMF would result in one new at-grade roadway crossing of nonrevenue light rail tracks at K-Tel Drive, as shown on Exhibit 2.5-3 of this Supplemental Draft EIS. That atgrade crossing would be used relatively infrequently, but it would result in slight delays to traffic, which
could include emergency vehicles, on K-Tel Drive and 5th Street South when K-Tel Drive is crossed by nonrevenue light rail vehicles. Section 3.2.4.4 of this Supplemental Draft EIS discusses safety measures that
could be implemented to warn motorists, bicyclists, and pedestrians of oncoming LRT trains. No long-term
indirect impacts to safety and security from the proposed Hopkins OMF are anticipated.
Short-Term Safety and Security Impacts

This section describes the short-term safety and security impacts caused by construction of the proposed
OMF. Construction activities related to the Hopkins OMF under the LPA would temporarily result in
increased congestion along adjacent roadways as a result of temporary lane and roadway closures, shifts in
roadway alignments, and detours. This temporary increase in roadway congestion could affect access and
response times for public service providers, including emergency service providers and public utilities and
Affected Environment, Impacts, and Mitigation
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transportation. However, provisions would be made to maintain required accesses during established
periods or to keep one lane of traffic open on main arterials. Before construction, traffic control plans would
be reviewed and approved by applicable agencies before implementation. Before construction, the Council
will coordinate with public service providers on required detour routes and lane closures in order to
minimize increases in travel and response times and to minimize impacts on solid waste and recyclables
collections and the transportation of students.
C.

Mitigation Measures

During construction, roadways will temporarily be fully or partially closed, limiting access and requiring
temporary detours. These temporary detours could cause minor delays in emergency response times and
cause detours for other public services. Metro Transit will coordinate with public service providers before
and during construction to maintain reliable emergency access and alternative plans or routes to minimize
delays in response times. Other mitigation measures will include signage, information fliers, and website
postings with maps of construction areas/detours. More specific mitigation concepts will be discussed in the
Final EIS when additional design and construction information will be available, in accordance with Federal,
state and local requirements.
3.3.5

Environmental Justice Compliance

This section describes: (a) the minority and/or low-income populations in the vicinity of the proposed
Hopkins OMF; (b) the opportunities provided to minority and/or low-income populations to participate in
the Southwest LRT Project planning process; and (c) a summary of impacts associated with the proposed
Hopkins OMF that could impact environmental justice populations. The Hopkins OMF environmental justice
study area is illustrated on Exhibits 3.3-4 and 3.3-5 and defined in Section 3.1.2.14 of this Supplemental Draft
EIS. In summary, the anticipated environmental impacts associated with the Hopkins OMF would not change
the preliminary environmental justice finding for the LPA 25 in the Draft EIS (see Table 10.6-1 in Section 10.6
of the Draft EIS). The LPA would not result in disproportionately high and adverse impacts to environmental
justice populations. A final corridor-wide environmental justice analysis, including a final project-wide
finding, will be completed as part of the Final EIS.
A.

Demographic Characteristics

While the proposed Hopkins OMF site was not specifically included in the Draft EIS, the overview of existing
conditions in the environmental justice analysis in Chapter 10 does encompass the Hopkins OMF site, as
illustrated on Figures 10.3-3 and 10.3-8 of the Draft EIS. The environmental justice analysis in this section of
the Supplemental Draft EIS includes updated and new data sources to describe the demographic
characteristics surrounding the Hopkins OMF, such as updated U.S. Census data and minority and school
lunch enrollment data for the public elementary school that has attendance boundaries that encompasses
the proposed Hopkins OMF environmental justice study area. Additional information on these new and
updated data is provided in Section 3.1.2.14 of this Supplemental Draft EIS. Population and demographic
characteristics provide information about the region’s social context, and race and income information
identify environmental justice populations within the study area. Table 3.3-7 provides information on the
demographic characteristics of the Hopkins OMF study area, compared to the cities of Hopkins and
Minneapolis and Hennepin County. In summary, the percent of the population within the OMF
environmental justice study area that is minority or low-income (24.2 and 7.1 percent, respectively) is less
than those of the Cities of Hopkins and Minneapolis and of Hennepin County. Exhibits 3.3-4 and 3.3-5
illustrate the concentration of minority and low-income populations within and immediately surrounding
the Hopkins OMF environmental justice study area. The exhibits also identify the 2010 U.S. Census block
groups or Census blocks that had zero population to illustrate the relative lack of population residing within
the study area.
25

The Draft EIS evaluated four potential OMF sites, which did not include the proposed Hopkins OMF site. However, the
overview of existing conditions in the environmental justice analysis in Chapter 10 does encompass the Hopkins OMF site, as
illustrated on Figures 10.3-3 and 10.3-8 of the Draft EIS. See Chapter 2 of this Supplemental Draft EIS and of the Draft EIS for
additional information on the LPA as described in the Draft EIS.
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EXHIBIT 3.3-4
Low-Income Population Within Census Block Groups, Hopkins Operations and Maintenance Facility
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EXHIBIT 3.3-5

Minority Population Within Census Blocks, Hopkins Operations and Maintenance Facility

3-128
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

TABLE 3.3-7

Demographic Characteristics – Hopkins OMF Environmental Justice Compliance Study Area, the Cities of Hopkins and Minneapolis,
and Hennepin County
Hopkins OMF Environmental
Justice Compliance Study Area

Hopkins

Minneapolis

Hennepin
County

1,201

17,591

382,578

1,152,425

291
(24.2%)

5,870
(33.4%)

151,928
(39.7%)

325,755
(28.3%)

Population for whom Low-Income Determinedb

5,934

17,253

366,536

1,124,293

Low-Income Population

422
(7.1%)

2,045
(11.9%)

81,889
(22.3%)

138,258
(12.3%)

Characteristic
Total Populationa
Minority Population

a

b

Information based upon 2010 U.S. Census data.
Information based upon 2007-2011 American Community Survey data.
Note: Study area is generally 1,000 feet around the proposed OMF site (see Exhibit 3.3-1).
Source: U.S. Census, 2010; 2012.
a
b

Providing additional context for the U.S. Census data, Table 3.3-8 contains information on the 2010-2011
school year collected from the National Center for Education Statistics for the Gatewood Elementary School
(located west of I-494 and north of Highway 62), which draws students from a much larger area that
encompasses the Hopkins OMF study area. Of the students enrolled at the school, approximately 42 percent
were identified as belonging to a minority and 33 percent were enrolled in the school’s free lunch program.
TABLE 3.3-8

Hopkins OMF Public Elementary School Demographics (2010-2011 School Year)
School

Gatewood Elementary

Total Students

Minority Population

Free Lunch

531

224 (42.2%)

176 (33.1%)

Source: National Center for Education Statistics, 2012.

B.

Outreach to Minority and Low-Income Populations

Section 10.4 of the Draft EIS summarizes environmental justice-related public involvement performed as
part of the Draft EIS process. Since completion of the Draft EIS, the Southwest LRT Project provided project
information via its website, distributed information at community events and neighborhoods adjacent to
proposed OMF locations, coordinated with the media, and conducted public meetings and open houses.
Those activities were used to convey information on the various steps in the project process and
opportunities to the public on the overall project, including the requirement to site a new light rail OMF
within the corridor. Those activities were also used as a venue to the public to comment on the various
design adjustments under consideration at the time. Additional information on these public engagement
activities is provided in Chapter 4 of this Supplemental Draft EIS.

As part of the Hopkins OMF site evaluation, site location and evaluation criteria were presented to several
committees, including the Community Advisory Committee (CAC). CAC members represent neighborhood
groups, special-interest groups, advocacy groups, educational institutions, and ethnic communities, several
of which represent areas that include environmental justice populations. The project team also participated
in numerous meetings and events at the request of CAC members. The project team also responded to
requests to meet with community groups that are not officially part of the CAC, including those groups
representing environmental justice communities. More information about the CAC and the groups it
represents is found in Section 4.3 of this Supplemental Draft EIS and at the communications tab of the
Council’s Southwest LRT Project website (http://www.swlrt.org). Throughout the OMF site evaluation
process, members of the committees were provided information on the potential sites under consideration
for their review and comment. In addition, open houses were held at milestones during the evaluation
process to allow the communities, including Hopkins, an opportunity to comment on the OMF site locations.

Selection of the OMF site was also done in compliance with FTA’s Title VI guidance, which requires that an
equity analysis be completed for proposed OMF sites to ensure that the location does not disproportionately
impact populations identified on the basis of race, color or national origin. Three open houses were held to
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solicit public input on possible OMF locations. To encourage greater participation by low income and
minority populations, the project coordinated communication efforts with community leaders and interest
groups. This effort included working with Corridors of Opportunity grant recipients to engage low income
and minority populations on OMF issues; door knocking and flyering area neighborhoods surrounding
potential OMF locations, especially those sites with nearby low income and/or minority populations are
located. This effort also included coordinating with Corridors of Opportunity grant recipients to hold special
meetings in which public feedback was sought. Community feedback and public input received resulted in
elimination of OMF sites near Blake road, due to community concerns and potential impacts to low income
and minority populations (Council, 2014b, Communications and Public Involvement Plan – see Appendix C for
details on accessing this plan).
C.

Environmental Justice Compliance Analysis Summary

The USDOT Order on environmental justice (USDOT, 2012) states that policies, programs, and activities that
have the potential to have a disproportionately high and adverse effect on human health or the environment
shall include explicit consideration of the effects on minority populations and low-income populations.
Table 3.3-1 summarizes the long-term impacts that would be associated with the proposed Hopkins OMF,
which are described in greater detail throughout Section 3.3 of this Supplemental Draft EIS. The DOT Order
defines “disproportionately high and adverse effect on human health or the environment” to include:

“an adverse effect that:
(c) is predominantly borne by a minority population and/or a low-income population, or
(d) will be suffered by the minority population and/or low-income population and is
appreciably more severe or greater in magnitude than the adverse effect that will be
suffered by the non-minority population and/or non-low-income population.”

As previously noted, the Draft EIS included a preliminary finding that the LPA would not result in a
disproportionately high and adverse impact to EJ populations (see Table 10.6-1 in Section 10.6 of the Draft
EIS). Table 3.3-9 provides a summary of the preliminary assessment of whether the anticipated
environmental impacts for the Hopkins OMF would likely change the preliminary assessment in the Draft EIS
and result in disproportionately and high adverse impacts to environmental justice populations. This
assessment considers the potential environmental benefits the project would have for environmental justice
populations, as well as mitigation measure identified throughout Section 3.3 of this Supplemental Draft EIS.
The project’s Final EIS will include a final project-wide environmental justice assessment, which will include
FTA’s final environmental justice finding for the project.
TABLE 3.3-9

Potential Impacts by Alternative and Potential for Disproportionately High and Adverse Impacts on EJ Populations – Hopkins OMF
Resource Group/
Environmental Category

Social Effects
Land Use

Acquisitions and
Displacements
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Summary of Findings
• Direct conversion of 18.2 acres of land to public
transportation-related use
• No change in the overall land use character of the
surrounding area
• LPA is compatible with adopted plans and existing
land use
• Temporary changes to property access during
construction or temporary conversion of land to a
transportation use for construction staging and
other construction activities
• Potential increases in noise levels, dust, traffic
congestion, visual changes, and increased difficulty
accessing property
• Acquisition of eight full and one partial parcels
• Potential relocation of five businesses
• Potential increases in noise levels, dust, traffic
congestion, visual quality, and increased difficulty
accessing property

Potential for Disproportionately High and
Adverse Impacts on EJ Populationsa
None: LPA is consistent with adopted land use
plans and would not change overall land use
character in the vicinity of the OMF

No disproportionately high and adverse impacts
on EJ populations

None: no residential displacements and
potentially displaced businesses do not
predominantly serve EJ populations

No disproportionately high and adverse impacts
on EJ populations
Affected Environment, Impacts, and Mitigation
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Summary of Findings

Environmental Effects

Geology and Groundwater • Generally compatible geologic conditions would
accommodate construction and operations
• Potential for long-term groundwater pumping due to
potentially contaminated groundwater
• Temporary groundwater pumping
• Risk of contamination during construction and the
risk of settlement due to pumping of groundwater
during construction
Wetlands:
Water Resources
• Permanent fill of approximately 0.7 acre of
wetlands
• Short-term impacts on wetlands during construction,
such as temporary fill
• Erosion and sedimentation during construction
Floodplains:
• Approximately 0.6 acre of permanent fill within a
floodplain
• Potential for construction-related sedimentation flow
into the floodplain

Hazardous and
Contaminated Materials

Public Waters and Stormwater Management:
• No impacts on Nine Mile Creek
• Stormwater runoff would be directed into
stormwater detention facilities created as part of the
project
• Erosion and sedimentation during construction

Transportation Effects
Roadway and Traffic

Parking

None: generally compatible with geologic
conditions and no long-term effect groundwater;
potential long-term water pumping would
include BMPs to avoid adverse impacts on
groundwater and soils

No disproportionately high and adverse impacts
on EJ populations
None: impacts on wetlands would be mitigated
in compliance with federal and local
requirements and adverse effects would not be
predominantly borne by EJ populations

No disproportionately high and adverse impacts
on EJ populations
None: impacts ono floodplains would be
mitigated in compliance with federal and local
requirements and adverse effects would not be
predominantly borne by EJ populations

No disproportionately high and adverse impacts
on EJ populations
None: stormwater would be treated to meet
local requirements

No disproportionately high and adverse impacts
on EJ populations

• Four high-risk sites of concern, two onsite and two
adjacent to the site
• Further investigation required to determine need for
remediation
• Potential spills during construction
• Encountering sites with existing contamination
during construction

None: no likely risks of hazardous and
contaminated materials contamination during
operations; BMPs would effectively manage
risks during construction and known sites that
would be disturbed are removed from
residential properties

• Annual reduction of $99,200 in City of Hopkins
property tax revenues (year 2013) (0.8 percent of
total)
• Addition of approximately 160 long-term jobs
associated with operations of the facilities and light
rail vehicles
• Beneficial short-term impacts of construction include
the influx of business during construction
• Increased noise during construction and temporary
access restrictions to businesses during
construction

None: effect on local tax revenues is minor and
adverse effects would not be predominantly
borne by EJ populations

• Permanent vacation of 16th Avenue South, between
5th and 6th Streets South
• One new non-revenue light rail at-grade road
crossing
• Temporary impacts on traffic on adjacent streets,
with a potential increase in truck traffic due to
construction activities

None: all changes to the roadway system would
be minor and adverse effects would not be
predominantly borne by EJ populations

Economic Effects
Economic

Potential for Disproportionately High and
Adverse Impacts on EJ Populationsa

• Displacement of 43 on-street parking spaces
• Displacement of 310 off-street parking spaces
associated with four potential full property
acquisitions
• Temporary displacement of parking on 15th Avenue

Affected Environment, Impacts, and Mitigation

No disproportionately high and adverse impacts
on EJ populations

No disproportionately high and adverse impacts
on EJ populations

No disproportionately high and adverse impacts
on EJ populations

None: removal of on and off-street parking
would not adversely effect EJ populations
access to services and facilities and adverse
effects would not be predominantly borne by EJ
populations

No disproportionately high and adverse impacts
on EJ populations
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Resource Group/
Environmental Category

Potential for Disproportionately High and
Adverse Impacts on EJ Populationsa
Summary of Findings
Safety and Security
• Potential for emergency vehicle delays of up to one None: potential for emergency vehicle delay at
minute at one new non-revenue light rail at-grade the new non-revenue LRT at-grade street
crossing would be less than one minute on
road crossing
average and adverse effects would not be
• Temporarily increased congestion along adjacent
predominantly borne by EJ populations
roadways as a result of temporary lane and
No disproportionately high and adverse impacts
roadway closures, shifts in roadway alignments,
on EJ populations
and detours
a
Considering mitigation measures identified in Section 3.3 of this Supplemental Draft EIS and whether the impacts would also be
borne by non-environmental justice populations.
Note: Data are approximate.
Source: CH2M HILL, 2014.

A description of the preliminary findings is summarized in Table 3.3-9 of this Supplemental Draft EIS. As
noted, these preliminary findings associated with impacts of the Hopkins OMF would not change the
preliminary finding in the Draft EIS that the LPA would not result in disproportionately high and-adverse
impacts to environmental justice populations.

Based on the analysis described in Section 3.3 of this Supplemental Draft EIS and summarized in Table 3.3-9,
the following environmental categories would not result in any adverse high impacts or the impacts would
be borne by all populations regardless of race, ethnicity, or socioeconomic status: land use; geology and
groundwater; wetlands; floodplains; public waters and stormwater management; hazardous and
contaminated materials; economic; and roadway and traffic. In addition, the following environmental
categories were not evaluated within this Supplemental Draft EIS for the Hopkins OMF, for reasons outlined
in Section 3.1.1 of this Supplemental Draft EIS: socioeconomics; neighborhoods and community; cultural
resources; parklands, recreation areas, and open spaces; visual quality and aesthetics; biota and habitat;
threatened and endangered species; farmlands; air quality; noise; vibration; electromagnetic interference
and utilities; energy and climate change; transit; bicycle and pedestrian; and freight rail.

Acquisitions and Displacements
Section 3.3.1.2 (including Exhibit 3.3-1) of this Supplemental Draft EIS describes the analysis of potential
property acquisitions and displacements resulting from the proposed Hopkins OMF. The proposed Hopkins
OMF would not result in the acquisition of any residential property it would not result in the long-term or
temporary displacement of any residents. The LPA would result in the purchase of eight full and one partial
industrial parcels in Hopkins, which could result in the need for up to five businesses to relocate. All of the
parcels are actively being used for industrial purposes. Six of the parcels have occupied buildings on them
and three parcels have no buildings (two of the three parcels serve as driveways to other parcels that would
be acquired). Existing businesses that could be displaced include an industrial supply company, a specialized
ventilation company, and a printing company. None of the potentially-displaced businesses predominantly
serve environmental justice populations and it is likely that at least some of the businesses could be
relocated within Hopkins through the property acquisition process.
Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and-adverse acquisitions and displacements affecting environmental justice
populations in the Hopkins OMF environmental justice study area.

Parking
Section 3.3.4.2 of this Supplemental Draft EIS describes the potential impacts to parking resulting from the
proposed Hopkins OMF. The proposed Hopkins OMF would result in the displacement of approximately
43 on-street parking spaces and approximately 310 privately-owned off-street parking spaces. The displaced
on-street parking spaces would be from either side of 16th Avenue South and the south side of 6th Street
South. None of the areas of displaced on-street parking spaces serve existing businesses that predominantly
serve environmental justice populations. The proposed Hopkins OMF site would include approximately
110 off-street parking spaces, which would accommodate anticipated employees at and visitors to the
facility. All of the displaced off-street parking spaces are currently associated with businesses that would
also be displaced by the project (see Table 3.3-6). All off-street parking that would be displaced is associated
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with businesses that would also be displaced by the OMF. Therefore, no mitigation of the displacement of offstreet parking spaces has been identified.
Preliminary Finding: based on the findings previously described, the Hopkins OMF would not result in
disproportionately high and adverse parking impacts to environmental justice populations.

Safety and Security
Section 3.3.4.3 of this Supplemental Draft EIS describes the effects that the proposed Hopkins OMF would
have on safety and security. In particular, the section notes that the LPA would result in the addition of one
new non-revenue light rail grade crossing of K-Tel Drive. The potential delay of emergency vehicles at the
new non-revenue at-grade light rail street crossing would be relatively minor (less than one minute on
average) and the adverse effects would not be predominantly borne by EJ populations.

Preliminary Finding: based on the findings previously described, the proposed Hopkins OMF would not result
in disproportionately high and adverse safety and security impacts to environmental justice populations.

3.4

St. Louis Park/Minneapolis Segment

This section provides a summary of the potential environmental impacts that would result from the LPA
within the St. Louis Park/Minneapolis Segment and supplements information provided in the project’ s Draft
EIS. This section addresses existing conditions within the vicinity of the proposed light rail-related
improvements and freight rail modifications, describes potential long-term and short-term (constructionrelated) impacts resulting from the LPA within the segment, and identifies mitigation measures.

As described and illustrated in Section 2.5 of this Supplemental Draft EIS, in April and July 2014, the Council
identified adjustments to the LPA in the St. Louis Park/Minneapolis Segment. In summary, the LPA has been
adjusted in the St. Louis Park/Minneapolis Segment to include: a proposed light rail tunnel in the Kenilworth
Corridor; proposed modifications to freight rail currently operating in the Kenilworth Corridor and a portion
of the Bass Lake Spur; and adjustments to the location and capacity of proposed park-and-ride lots.
Appendix G of this Supplemental Draft EIS includes conceptual engineering drawings of the proposed light
rail-related improvements and freight rail modifications in the segment. As shown on Exhibit 2.5-4 in this
Supplemental Draft EIS, the proposed LPA would: (1) construct a light rail alignment within the St. Louis
Park/Minneapolis Segment, portions of which would be at-grade, above-grade, or below-grade; (2) provide
for continuation of freight rail operations within the Kenilworth Corridor with relatively minor adjustments
to freight rail facilities and operations; and (3) reconstruct the multipurpose bicycle and pedestrian trail
generally within its current location, with modifications to new trail bridges over freight rail and light rail
east of Beltline Station and west of Penn Station to accommodate the new light rail alignment and related
facilities.
This section supplements the environmental analysis provided in the Draft EIS for the St. Louis Park/
Minneapolis Segment (see Section 2.5 for a description of the segments used in this Supplemental Draft EIS).
This analysis focuses on the environmental categories that could potentially identify new significant adverse
impacts not previously disclosed in the Draft EIS:

•
•
•
•
•
•
•
•
•
•
•
•

Land use
Acquisitions and displacements
Cultural resources
Parklands, recreation areas, and open spaces
Visual quality and aesthetics
Geology and groundwater
Water resources: wetlands, floodplains, public waters, and stormwater management
Noise
Vibration
Hazardous and contaminated materials
Economic effects
Transit

Affected Environment, Impacts, and Mitigation
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Roadway and traffic
Parking
Freight rail
Bicycle and pedestrian
Safety and security

An assessment of impacts to environmental categories that would not differ substantially from those
addressed in the Draft EIS will be updated in the forthcoming Final EIS. Section 3.1 of this Supplemental
Draft EIS provides a description of the environmental categories addressed in this section. It also provides a
general description of the methodologies, data, and regulations used to prepare this analysis, including a
description of updates since the Draft EIS.
Table 3.4-1 identifies the environmental categories evaluated in this section and it summarizes the key
findings of that analysis by environmental category.

This section also provides an update of the project’s environmental justice compliance within the St. Louis
Park/Minneapolis Segment. Section 3.4.5 provides a summary of: updated demographic characteristics of
environmental justice populations in the segment; the project’s environmental justice-related public
involvement efforts in the segment since publication of the Draft EIS; and the updated impacts relative to
environmental justice populations in the segment.
3.4.1

Social Effects

This section addresses how the proposed LPA would affect the St. Louis Park/Minneapolis Segment for the
following environmental categories that are included within the Social Effects resource group: land use;
acquisitions and displacements; cultural resources; parklands, recreation areas, and open spaces; and visual
quality and aesthetics. In general, this section describes the existing conditions, potential environmental
impacts, and mitigation measures for each environmental category addressed.

TABLE 3.4-1

Summary of Findings for the St. Louis Park/Minneapolis Segment
Resource Group
Environmental Category

Social Effects
Land Use

Summary of Findings
• Direct conversion of 33.6 acres of land converted to public transportation-related use
• LPA is compatible with adopted plans and existing land use
• St. Louis Park and Minneapolis have plans to encourage mixed use and higher densities of
development and land use around the Louisiana, Beltline, Wooddale, West Lake, and Penn Stations
• Temporary changes to property access during construction or temporary conversion of land to a
transportation use for construction staging and other construction activities
• Potential increases in noise levels, dust, traffic congestion, visual changes, and increased difficulty
accessing property

Acquisitions and
Displacements

•
•
•

Cultural Resources

Acquisition of 23 full and 29 partial parcels
Potential relocation of up to nine businesses
Potential increases in noise levels, dust, traffic congestion, visual changes, and increased difficulty
accessing property

•

Preliminary determination of an adverse effect on the Grand Rounds Historic District and the
Kenilworth Lagoon
Temporary closures of the Kenilworth Lagoon
Temporary closures of one or both lanes of a short segment of Cedar Lake Parkway between
Xerxes Avenue and Burnham Road

•
•
Parklands, Recreation
Areas, and Open Spaces

•

Visual Quality and
Aesthetics

•
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•

•

Indirect long-term impacts to Jorvig Park, Lilac Park, Park Siding Park, Cedar Lake Park, and Lake
of the Isles Park
Short-term construction (temporary) impacts to Cedar Lake Park, Cedar Lake LRT Regional Trail,
Kenilworth Trail, North Cedar Lake Regional Trail, and the Midtown Greenway
Of six viewpoints analyzed, three would experience a “substantial” overall level of impact and three
would experience a “not substantial” level of impact
Potential construction-related visual impacts, such as construction staging areas; concrete and form
installation; removal of some of the existing vegetation along the trail; lights and glare from
construction areas; and dust and debris
Affected Environment, Impacts, and Mitigation
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Resource Group
Environmental Category

Environmental Effects
Geology and
Groundwater

Summary of Findings
•
•
•
•
•

Water Resources

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Generally compatible geologic conditions would accommodate construction and operations
Potential for long-term pumping of water from the tunnel portals (predominantly stormwater) and of
groundwater from the tunnel to underground infiltration chambers
Potential for long-term pumping of water (predominantly groundwater) from the internal tunnel to
the adjacent sanitary sewer system
Groundwater removal would be required during construction of the light rail tunnel
Risk of contamination during construction and the risk of settlement due to pumping of groundwater
during construction

Wetlands:
•
Permanent fill of 0.5 acre of wetlands
•
Temporary effects on wetlands during construction, such as temporary fill
•
Erosion and sedimentation during construction

Floodplains:
•
No long-term floodplain impacts within the St. Louis Park/Minneapolis Segment
•
Potential for construction-related sedimentation flow into the floodplain

Noise

Public Waters and Stormwater Management:
•
New light rail crossing of Kenilworth Lagoon
•
Stormwater runoff would be directed into stormwater detention facilities created as part of the
project
•
Erosion and sedimentation during construction
•
•

Vibration

67 moderate and three severe noise impactsa
Short-term noise impacts associated with construction activities and construction vehicles, including
truck traffic

•
•
•

Hazardous and
Contaminated Materials

No vibration impacts
54 ground-borne noise impactsb
Short-term vibration effects from construction activities and, to a lesser extent, construction vehicles

•
•
•
•

Economic Effects
Economic

Transportation Effects
Transit
Roadway and Traffic

Six high-risk sites that could require remediation prior to construction
Potential permanent groundwater pumping from behind the tunnel walls could encounter zones of
contaminated groundwater
Potential spills during construction
Encountering sites with existing contamination during construction

Potential reduction of an estimated $35,940 (current dollars) in City of St. Louis Park property tax
revenues (0.2 percent of total)Potential impacts from removal of freight rail siding along the CP
Bass Lake Spur
• Potential short-term effects on freight rail operations
•

• Potential changes to fixed route bus service to coordinate service with LRT service
• Road detours and construction-related congestion that could affect SouthWest Transit bus operations
•
•
•

Reconstruction and/or reconfiguration of existing roadways at seven locations
Traffic delays of approximately 50 seconds, 12 times per hour, at three new LRT at-grade
crossings
Changes to traffic and local circulation patterns during construction, with a potential increase in
truck traffic due to construction activities

Parking

•
•
•
•

Freight Rail

Displacement of 297 off-street parking spaces associated with the full acquisition of 10 properties
Displacement of 118 on-street parking spaces at five locations
Addition of five on-street parking spaces at one location
Temporary displacement of on-street parking could occur

•
•
•

Light rail/freight rail Swap and Southerly Connection with some modified freight rail operations
Remove approximately 11,771 feet of freight rail siding track segments in the Bass Lake Spur
Temporary movement of the freight rail tracks during construction in the Kenilworth Corridor

Affected Environment, Impacts, and Mitigation
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Summary of Findings

Bicycle and Pedestrian

•
•
•

Safety and Security

Long-term changes to trail alignments at light rail crossings with no change in connectivity
Temporary trail detours during construction
Temporary trail detours would provide for continued trail connectivity during construction

•

Emergency vehicle delays of approximately 50 seconds, 12 times per hour, at three new LRT atgrade crossings
Temporarily increased congestion along adjacent roadways as a result of temporary lane and
roadway closures, shifts in roadway alignments, and detours

•

Environmental Justice
Compliance
Environmental Justice
•
No disproportionately high and adverse impacts on EJ populations identified
Compliance
a
Without mitigation. Where identified and implemented, mitigation will reduce the number of noise impacts exceeding FTA criteria.
Mitigation measures will be determined in the Final EIS – see Section 3.4.2.3 for additional information.
b
Without mitigation. Ground-borne noise mitigation will be determined in the Final EIS.
Note: Data are approximate.
Source: CH2M HILL, 2014.

3.4.1.1

Land Use

This section describes how the LPA would directly affect land use in the St. Louis Park/Minneapolis Segment.
In particular, this section describes:
•

•
•
•

Existing land uses and land use designations in the segment.
The compatibility of the LPA with local land use plans.

How the current use of parcels of land would change under the LPA (e.g., from private commercial use to
public transportation), and how that could affect the overall land use characteristics of the segment.
How the LPA would indirectly affect adjacent properties by indirectly attracting transit-oriented
development.

Changes in transportation systems can influence changes in nearby land uses. The project can directly affect
land use through property acquisition required for the project; and, conversely, the project can be a factor in
considering development patterns of an area. Light rail development can act as a catalyst for development
and/or redevelopment in those station locations where jurisdictions have identified the desire for greater
density and mixture of land uses. In those areas where no land use changes are desired, the local
jurisdictions control land use regulations and only the jurisdictions have the ability to make changes to
directly influence land uses. In areas where the jurisdictions decide to influence land use changes, light rail
can indirectly influence development patterns and decisions toward a pedestrian-friendly environment
around stations in support of transit ridership. For the evaluation contained in this section, the project’s land
use compatibility and conformance with existing land use policies and plans was measured and compared to
the following plans:
•

•

•

St. Louis Park Comprehensive Plan (City of St. Louis Park, 2009): Includes a future land use plan for the
city, including the areas surrounding the three stations proposed in St. Louis Park. Generally calls for
increased intensity of land use surrounding stations.

Elmwood Area Land Use, Transit and Transportation Study (City of St. Louis Park, 2003): Guides decisions
on land use redevelopment, infill development, and infrastructure changes in the Elmwood
neighborhood, which is located between the Louisiana and Beltline Stations. Results were incorporated
into the 2009 City of St. Louis Park Comprehensive Plan. Includes future land use and infrastructure
plans for the proposed Beltline and Louisiana Stations which encourage transit supportive uses and
densities within station areas.
Access Minneapolis (City of Minneapolis, 2011): Comprises six main components that include the
Downtown Action Plan, the Citywide Action Plan, Design Guidelines for Streets and Sidewalks, Street Car
Planning, the Pedestrian Master Plan, and the Bicycle Master Plan. Identifies specific actions that the City
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and its partner agencies (Metro Transit, Metropolitan Council, Hennepin County, MnDOT) need to take
within the next 10 years to implement the transportation policies.

Minneapolis Parks and Recreation Board Comprehensive Plan (Minneapolis Parks and Recreation Board,
2007): Provides a general vision and strategies for implementation for parks within the City of
Minneapolis. Identifies continued park/open space use for the land adjacent to the Kenilworth Corridor
near Cedar Lake.

Bryn Mawr Neighborhood Land Use Plan (City of Minneapolis. 2005): Includes a land use plan for the area
around the proposed Penn Ave Station. Identifies the potential for additional neighborhood residential
and commercial development.
Existing Conditions

This section describes existing conditions related to land use in the St. Louis Park/Minneapolis Segment.
The existing land uses and zoning for the St. Louis Park/Minneapolis Segment are documented in
Sections 3.1.2 and 5.2.1 of the Draft EIS (Segment 4 and Segment A) and have not changed substantially since
publication of the Draft EIS. The adjustments to the LPA within the St. Louis Park/Minneapolis Segment
would not extend proposed light rail-related improvements in the segment beyond the original study area
for the land use analysis completed as part of the Draft EIS and, therefore, they are not described in detail
here. In summary, land uses within this segment are predominately industrial, commercial, and multi-unit
residential.
Planned land use in the segment is a mix of industrial, commercial, residential, railroad, transportation, and
park and open space designations. The proposed light rail-related improvements and freight rail
modifications in the St. Louis Park/Minneapolis Segment would be allowable uses under the St. Louis Park’s
and Minneapolis’ existing comprehensive plan and zoning designations, and they would be compatible with
existing surrounding land uses.
B.

Potential Land Use Impacts

This section discusses the potential impacts on the land use patterns and the consistency of the adjustments
made to the St. Louis Park/Minneapolis section of the LPA with regional, state, and local policies. Direct land
use impacts would occur in locations where the LPA would require private or public property acquisition for
the alignment, stations, or parking and traction power substations. These property acquisitions would
convert property to a transportation-related use. Direct impacts also include proximity impacts (e.g., traffic,
noise, and visual impacts) that could cause changes in adjacent land uses.
Indirect land use impacts affect the development and/or redevelopment of land (such as transit-oriented
development) in the vicinity of the proposed project facilities (i.e., light rail line, stations, parking facilities,
traction power substations). In addition to those uses allowed by current zoning and land use codes,
jurisdictions could enact changes in their codes to spur other development and/or redevelopment.

Long-Term Direct Land Use Impacts
For the purpose of this land use analysis, the entire area of property that would be acquired by the project, as
reported in Section 3.4.1.2 of this Supplemental Draft EIS, is defined as a direct change in land use.

Direct changes in land use that would occur within the St. Louis Park/Minneapolis Segment under the LPA
would primarily be limited to station areas and access/circulation improvements to those stations because
the LRT alignment would be located primarily within existing public rights-of-way, such as the Kenilworth
Corridor, which is owned by HCRRA and is planned for light rail use.

A change in the use of a parcel of land is not the same as a change in the land use of the surrounding
neighborhood. That is, a commercial district that loses one or more commercial buildings is still a
commercial district; similarly, a residential neighborhood that gains higher density residential uses, or
compatible mixed use or commercial development, would still be a residential neighborhood. While the LPA
would result in changes to the existing use of particular parcels of land, those would not change the overall
land use characteristics of the segment.
Affected Environment, Impacts, and Mitigation
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Three adjustments to the LPA within the St. Louis Park/Minneapolis Segment have been made since
publication of the Draft EIS, which result in additional land converted to transportation use in the segment:
(1) the Louisiana Station in St. Louis Park would be shifted slightly south and east from the location
described in the Draft EIS, to be located outside of the HCRRA-owned right-of-way, and the proposed surface
park-and-ride lot at that station has increased in size from 100 spaces to approximately 270 spaces;
(2) there would be a new southerly connection between the Bass Lake and MN&S Spurs (which would
replace the northern leg of the existing Skunk Hollow switching wye to all continued freight rail movement
in the area); and (3) the Beltline Station is now proposed to include an approximate 540-space, rather than a
100-space, surface park-and-ride lot.

Conversely, the removal of four surface park-and-ride lots in the segment from the proposed LPA would
result in less land converted to transportation use in the segment than was identified in the Draft EIS (i.e., the
removed park-and-ride lots were to have the following capacities: 100 spaces each at Wooddale, 21st Street,
and Penn Avenue Stations, and 150 spaces at West Lake Street).

Table 3.4-2 summarizes the anticipated direct land use changes resulting from the LPA within the St. Louis
Park/Minneapolis Segment by land use type. Approximately 81.7 acres of land within the St. Louis
Park/Minneapolis Segment would be acquired for the project and converted to public transportation use.
The affected land would include the acquisition of privately-owned industrial, commercial, and residential
land, as well as both publicly-owned right-of-way (i.e., HCRRA) and privately-owned railroad right-of-way
(i.e., CP and BNSF). Approximately 33.6 acres of the acquired land (all of the land included in Table 3.4-2,
except the HCRRA right-of-way and the public/institutional land) would be converted from private to public
ownership. The exchange of land currently owned by HCRRA and dedicated for public transportation use to
CP, and of land from CP to HCRRA, would reduce the amount of land that will need to be acquired to
accommodate the light rail and the moved freight rail corridor by 27.2 acres. Approximately 22 acres of
privately-owned railroad land will need to be acquired and converted to a public transportation use. Parcel
acreages will continue to be developed as the project completes Project Development, and will be reported in
the Final EIS. Refer to Section 3.4.1.2 of this Supplemental Draft EIS for more information on property
acquisitions that would occur within this segment.
TABLE 3.4-2

Changes in Existing Land Use under the LPA – St. Louis Park/Minneapolis Segmenta
General Current Land Use Categoryb

Area Converted to Public Transportation Use (acres)c

Percent of Land Converted

Parks and Open Space

0.0

0.00%

Industrial

8.3d

10.16%

Commercial

2.1

2.57%

Residential

1.0

1.22%

Public/Institutional

3.8

4.65%

Privately-Owned Railroad Right-of-Way

22.2

27.17%

Publicly-Owned Right-of-Way (HCRRA)

44.3

54.22%

TOTAL

81.7

100%

Existing HCRRA right-of-way within the St. Louis Park/Minneapolis Segment is reserved for transportation use; this right-of-way
consists of an approximately 100-foot corridor. The CP corridor, on which freight rail now operates, is currently located between the
HCRRA-owned trail and the planned LRT corridor. The existing freight rail tracks are on existing right-of-way owned by CP.
In general, the existing freight rail tracks would be relocated approximately 45-feet north onto right-of-way owned by HCRRA.
The proposed light rail alignment would be on what is now the CP right-of-way. To accommodate these proposed improvements,
there would likely be an exchange of right-of-way between CP and HCRRA, as well as agreements for continuing property
ownership of right-of-way. The nature of the exchange and agreements has not been determined. Under this potential framework for
implementing the LPA, HCRRA and CP could transfer ownership of approximately 13.6 acres each. This possible exchange of land
between HCRRA and CP, which could affect a total of approximately 27.2 acres of land, is not considered to be a change in land
use, and is, therefore, not included in this table.
b
All land, except the right-of-way currently owned by HCRRA and public land owned by the cities of St. Louis Park and
Minneapolis, is considered privately-owned land within this table and related analysis. The acreage of some city-owned parcels
required for project development is pending and not included in the table or analysis above.
c
The conversion from existing land uses to transportation use is consistent with relevant local land use plans and policies, which
generally plan for increased intensity of development surrounding the proposed LRT stations, as previously described. The proposed
a
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LPA improvements in the St. Louis Park/Minneapolis Segment would be allowable uses under existing comprehensive plan and
zoning designations for St. Louis Park and Minneapolis, and would be compatible with existing surrounding land uses.
d
Includes approximately 2.9 acres of land that would be used for the proposed freight railroad connection between the Bass Lake
and MN&S Spurs.
Note: Total impacts are based on estimated and rounded property acquisition.
Sources: MnDOT, 2014; and Hennepin County Property Tax Information Search, 2013b.

While the acquisition of property in the St. Louis Park/Minneapolis Segment would change the land use of
specific parcels, the acquisitions would not change the overall character of land within the segment.

Long-Term Indirect Land Use Impacts
As noted in the Draft EIS, construction of the LPA within the St. Louis Park/Minneapolis Segment could
indirectly attract transit-oriented development, primarily within proposed station areas. Improved transit
access could increase the desirability of surrounding residential, commercial, and office properties. If other
market conditions are present, that improved access could help accelerate and/or concentrate development
and redevelopment patterns. As a result, the type of development or redevelopment near stations with
available land and supportive zoning in place generally tends to be more intense, mixed-use development
that supports higher-density residential, commercial, and office-related uses.

Hennepin County and the local jurisdictions completed a station area planning document for this project
(Hennepin County, 2014). This document is intended as a guide for transit-related investments along the
Southwest Corridor, with emphasis around the corridor’s 17 stations. Within the St. Louis Park/Minneapolis
Segment, the station area planning document includes transitional station area action plans (TSAAPs) for the
Louisiana, Beltline, Wooddale, West Lake, and Penn Stations.
Development of the Framework was led by Hennepin County’s Southwest LRT Community Works in
conjunction with the Hennepin County Regional Rail Authority, the Cities of St. Louis Park and Minneapolis,
the Minnehaha Creek Watershed District, the Minneapolis Park and Recreation Board, and the Council, as
well as other jurisdictions in other parts of the project area.

In addition, the City of St. Louis Park has been conducting planning studies supporting redevelopment
opportunities around the Louisiana and Beltline Stations, as has the City of Minneapolis for the West Lake
and Penn Stations. The cities have plans to encourage mixed use and higher densities of development around
the Louisiana, Beltline, Wooddale, West Lake, and Penn Stations, and land uses surrounding those stations
would generally be expected to increase in density, relative to both existing and No Build Alternative
conditions. The development and redevelopment expected to occur in these proposed station areas would
include the conversion of some land from industrial to commercial/mixed uses and from single-family to
multifamily residential. While some redevelopment within the West Lake 21st Street, and Penn Station areas
would be possible, land uses surrounding the stations would be expected to generally remain unchanged
because of the relatively high level of existing development in those areas.
Short-Term Land Use Impacts

This section describes the short-term land use impacts anticipated during construction of the LPA.
In general, construction-related activities associated with the light rail-related improvements and freight rail
modifications in the St. Louis Park/Minneapolis Segment would not change the land use of the area in the
long term. Short-term land use impacts from construction activities in the segment could include temporary
changes to property access or temporary conversion of land use to transportation use for construction
staging and other construction activities throughout all or part of the construction period. Temporary
occupancies of parcels would include the use of construction easements or intergovernmental agreements
and would change existing land uses in the short term, but not in the long term. The construction activities
that would result in short-term land use impacts would include potential increases in noise levels, dust,
traffic congestion, visual changes, and increased difficulty accessing residential, commercial, and other
properties. Although some businesses may experience hardship during construction, this would not affect
land use type unless the property became vacant.
Based on the project’s conceptual engineering, no temporary construction easements have been identified
beyond the property to be permanently acquired for the LPA. If identified during project development or
Affected Environment, Impacts, and Mitigation
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engineering, construction easements might affect portions of property on residential, commercial, industrial,
and public properties. Any construction easements would be temporary and would be returned to
preconstruction conditions upon completion, depending on executed agreements. See also the short-term
impacts subsection of Section 3.2.1.2.

BMPs identified in Section 3.1 of the Draft EIS, including development of a BMP construction plan, would
apply to construction within the St. Louis Park/Minneapolis Segment. Construction BMPs, including
preparation of a BMP construction plan, will be developed prior to construction to address optimum traffic
re-routing measures, minimization of temporary lane, sidewalk, and trail closures, and maintenance and
timely removal of temporary traffic control devices. In addition, potential modifications to the construction
schedule and other measures will be incorporated into the plan to minimize temporary impacts. For
example, the BMPs could include working with residents and businesses to provide alternative access, as
well as providing advance notice of construction activities, trail or sidewalk closures, and detour routes. To
minimize construction-related noise and dust impacts on adjacent land uses, contractors will be required to
comply with applicable laws regarding the proper use of construction equipment and onsite construction, as
well as public safety standards applicable to ADA access requirements; contractors will also keep
construction equipment outfitted with appropriate environmental protection features, such as noise
mufflers and air filters, to minimize exhaust.
C.

Mitigation Measures

Because the potential land use changes resulting from the LPA in the St. Louis Park/Minneapolis Segment
would be consistent with existing plans and policies, no mitigation measures addressing long-term land use
impacts have been identified.

The Council will develop and implement a Construction Communication Plan (refer to Section 3.1.2.1 for
additional detail) to coordinate with city, neighborhood groups, and commercial interests to ensure
consistency with existing land uses and to determine need for providing alternative access to neighborhoods,
properties, and businesses during construction.
3.4.1.2

Acquisitions and Displacements

This section identifies potential long-term and short-term impacts related to the purchase of parcels needed
to accommodate the light rail-related improvements and freight rail modifications included within the LPA,
including the closure and/or relocation of business occupants that are currently housed in buildings on these
parcels. As summarized in Table 3.4-1, the LPA would result in the acquisition of 23 full and 29 partial
parcels of land and the potential relocation of up to nine businesses.

As with the overall project, the St. Louis Park/Minneapolis Segment remains in the Project Development
phase of design, based on the conceptual engineering design (see Appendix G). As the level of detail in the
design increases, the project team will continue to work to avoid or minimize property acquisitions and
displacements required for the LPA. Changes in property acquisitions and displacements associated with the
proposed light rail-related improvements and freight rail modifications in the St. Louis Park/Minneapolis
Segment will be presented in the Final EIS.
A.

Existing Conditions

This section describes existing conditions related to the purchase of land parcels needed to accommodate
the project, as well as the requirement that current parcel occupants would be required to move as a result
of some of the land acquisitions. Since the publication of the Draft EIS, the Council has continued to review
and attempted to minimize property acquisitions due to the Southwest LRT Project. The right-of-way
impacts discussed in this Supplemental Draft EIS are based on information known at current level of design.

When an acquisition occurs, it typically results in either a full or partial acquisition of a parcel’s inherent real
estate property interests and rights, or an easement. A partial acquisition would occur if only a portion of the
entire parcel was required to accommodate the project infrastructure and facility needs. This would occur if,
for example, a portion of a commercial parking lot fronting the alignment is required, but not the adjacent
commercial building located away from the immediate alignment area. A full acquisition could occur when
the majority of the property is required to provide sufficient right-of-way for elements such as the horizontal
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alignment of stations with park and ride facilities or for maintenance facilities. A full acquisition could result
from a severe loss of access (e.g., driveway access is eliminated) that reduces the useful operation of a
property, despite all attempts to avoid or offset the impact through restored ingress/egress. An easement
can involve a general or specific portion of the property and can be either on, below, or above (aerial) the
surface of the property. As applicable, easements can be temporary (during construction) or permanent.
A temporary construction easement is an easement required during construction that would revert back to
the owner of record after completion of construction activities. Its use is not limited to construction staging
or equipment use. It could also include actual construction of temporary facilities that would be removed
prior to reversion of the property to the owner of record (e.g., temporary shoring, temporary retaining walls,
temporary erosion control, temporary drainage system, temporary detour, etc.). Permanent easements may
be obtained for access to another property, usually called “access and egress” easements. An easement can
involve a general or specific portion of the property and can be either at the surface level, beneath or above
(aerial) the property. Permanent underground easements are used when tunneling for a subway and for
underground utilities. Permanent aerial easements are used for the operation of an elevated transit line,
where necessary, if located within property outside of the project’s right-of-way.

Article 6 of a Cooperation Agreement between the Council and MnDOT states that MnDOT, acting for the
Council, may acquire all lands, easements, and rights-of-way required for the project in the name of the
Council, unless the Council and MnDOT mutually agree otherwise. The Council also reserves the right to
acquire any and all real property interests itself. Project acquisitions and displacements would comply with
the Uniform Relocation Act and state law and would be consistent with the design plans for the project. The
acquisition process would also follow the Real Estate Acquisition and Management Plan, which will be
developed and maintained during Project Development, Engineering, and construction phases. In carrying
out property acquisitions, MnDOT would use all powers available to them under applicable law (Council and
MnDOT, 2012).
The acquisitions and displacement analysis and documentation in this Supplemental Draft EIS, similar to
those within the Draft EIS, conform to applicable federal and state laws governing property acquisition,
including the Uniform Relocation Act. In addition, disposition of excess property, as determined by the
Council and FTA, would conform to Council policy, applicable state law, and FTA’s Circular 5010.1D
(FTA, 2008a). See Section 3.1.2.2 of this Supplemental Draft EIS and Section 3.3.1 of the Draft EIS for
additional details.
B.

Potential Acquisitions and Displacements Impacts

This section identifies the potential long-term and short-term impacts that would result from the need to
acquire land to implement the LPA in the St. Louis Park/Minneapolis Segment. The numbers of parcels that
would need to be acquired and the potential for relocation of existing businesses are discussed in this
section.

Long-Term Direct and Indirect Acquisitions and Displacements Impacts
This section addresses how businesses and other land uses could be affected by the proposed LPA in the long
term. Implementation of the LPA in the St. Louis Park/Minneapolis Segment would result in full acquisition
of 23 parcels and partial acquisition of 29 parcels, including those with industrial, commercial, railroad, and
residential land uses, as summarized in Table 3.4-3 and illustrated on Exhibit 3.4-1. All potential acquisitions
within the segment will be within the cities of St. Louis Park and Minneapolis.
The full acquisition of the 11 parcels with industrial and commercial uses could potentially result in the
relocation of up to nine businesses that currently operate on or use these parcels. The acquisition of three
parcels owned by a construction company and used for storage could result in the displacement of that
business if the storage area needs to be in close proximity to the company’s operation that is not affected by
acquisition. Depending on the preferences of the owner, the project would work to relocate displaced
businesses. A combined total of approximately one acre of land would be acquired from a total of seven
residential parcels occupied by multiple condominiums and apartments, and would result in no
displacements or relocations.
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TABLE 3.4-3

St. Louis Park/Minneapolis Segment – Potential Parcel Acquisitions under the LPAa
Property Address

Hennepin County PIN

Current Use

Parcel Size
(acres)

Area to be
Acquiredb (acres)

Acquisition Type

St. Louis Park
3830 Georgia Ave S

20-117-21-12-0001

Railroad

10.0

5.0

Partial

3900 Pennsylvania Ave S

20-117-21-21-0002

Railroad

6.3

6.3

Full

6900 Oxford St

20-117-21-12-0041

Industrial

1.1

0.1

Partial

6850 Oxford St

20-117-21-12-0035

Industrial

1.1

1.1

Full

6830 Oxford St

20-117-21-12-0004

Industrial

0.9

0.9

Full

6610 Oxford St

20-117-21-11-0004

Industrial

0.9

0.9

Full

6606 Oxford St

20-117-21-11-0039

Industrial

0.9

0.9

Full

6600 Oxford St

20-117-21-11-0040

Industrial

1.5

1.5

Full

6500 Oxford St

17-117-21-44-0063

Industrial

0.3

0.3

Full

6425 Oxford St

17-117-21-44-0064

Industrial

0.5

0.5

Full

3825 Edgewood Ave S

20-117-21-11-0042

Industrial

1.6

1.6

Full

6410 Oxford St

17-117-21-44-0062

Industrial

0.5

0.5

Full

7710 Oxford St

17-117-21-44-0005

Railroad

0.7

0.7

Full

3633 Dakota Ave S

17-117-21-44-0001

Railroad

3.4

1.7

Partial

3700 Dakota Ave S

17-117-21-44-0053

Railroad

2.2

2.2

Full

3524 Yosemite Ave S

16-117-21-31-0005

Railroad

6.5

3.3

Partial

3530 Yosemite Ave S

16-117-21-31-0006

Railroad

4.3

4.3

Full

3565 Wooddale Ave

16-117-21-34-0069

Commercial

0.65

0.1

Partial

3548 Xenwood Ave

16-117-21-31-0076

Railroad

0.80

0.1

Partial

3250 Natchez Ave S

06-028-24-24-0003

Railroad

9.3

4.7

Partial

3220 Natchez Ave S

06-028-24-24-0037

Commercial

0.6

0.6

Full

4725 Highway 7

06-028-24-24-0038

Commercial

1.0

1.0

Full

3121 Joppa Ave S

06-028-24-11-0001

Railroad

2.0

2.0

Full

3300 Belt Line Blvd

06-028-24-13-0014

Railroad

6.4

6.4

Full

3301 Belt Line Blvd

06-028-24-11-0072

Railroad

4.6

2.3

Partial

3251 Natchez Ave

06-028-24-13-0004

Railroad

0.01

<0.1

Partial

3100 Drew Ave S

05-028-24-22-0127

Railroad

1.9

1.9

Full

3655 31st St W

05-028-24-22-0128

Railroad

3.1

1.6

Partial

3016 Chowen Ave S

05-028-24-22-0006

Railroad

0.3

<0.3

Partial

3421 Lake St W

05-028-24-21-0243

Railroad

1.5

<0.1

Partial

3430 List Pl

05-028-24-22-0035

Residential

4.4

<0.1

Partial

3600 Lake Street

32-029-24-33-0126

Commercial

0.40

<0.1

Partial

2933 Drew Ave

32-029-24-33-0093

Residential

0.13

<0.1

Partial

3500 Lake St W

32-029-24-34-0509

Railroad

8.7

<0.2

Partial

Minneapolis
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Current Use

Parcel Size
(acres)

Area to be
Acquiredb (acres)

Acquisition Type

3426 Lake St W

32-029-24-34-0508

Railroad

3.8

3.8

Full

3120 Excelsior Blvd

05-028-24-21-0038

Commercial

0.29

<0.1

Partial

3149 Excelsior Blvd

05-028-24-21-0018

Commercial

0.11

<0.1

Partial

2936 Drew Ave S

32-029-24-33-0176

Residential

0.13

<0.1

Partial

3000 Cedar Lake Pkwy

32-029-24-42-0001

Railroad

0.8

0.8

Full

3400 Cedar Lake Pkwy

32-029-24-12-0001

Railroad

2.7

2.7

Full

3141 Dean Ct.

32-029-24-34-0164

Residential

5.6

0.2

Partial

2820 Cedar Lake Pkwy

32-029-24-42-0101

Residential

0.31

<0.1

Partial

2820 26th St W

32-029-24-13-0001

Railroad

5.6

2.8

Partial

2622 24th St W

32-029-24-12-0003

Railroad

1.4

1.4

Full

2603 21st St W

32-029-24-12-0005

Railroad

2.4

<0.5

Partial

2600 21st St W

32-029-24-12-0045

Railroad

0.2

<0.2

Partial

2012 Thomas Ave S

32-029-24-12-0046

Railroad

0.9

<0.5

Partial

1800 Kenwood Pkwy

29-029-24-41-0044

Railroad

32.4

14.0

Partial

3129 28th St W

32-029-24-34-0078

Railroad

0.3

0.3

Full

3301 St Louis Ave

32-029-24-34-0418

Residential

1.6

0.4

Partial

1011 Madeira Ave

29-029-24-41-0039

Commercial

0.9

<0.1

Partial

2501 Wayzata Blvd

29-029-24-41-0042

Commercial

2.1

<0.1

Partial

Approximately
150.0

Approximately
81.7

St. Louis Park/Minneapolis Segment Total:

There are four public parcels (3506 Wooddale Ave, 5925 Highway 7, 3130 Monterey Ave, and 4601 Highway 7) in the City of
St. Louis Park, which will require partial acquisition for this project. The acreage required for these parcels is pending, and they are
excluded from the Table 3.4-3 and the related analysis. Public and private parcel acreages will continue to be developed, and will
be reported in the forthcoming Final EIS.
b
Public and private parcel acreages will continue to be developed, and will be reported in the forthcoming Final EIS. Parcel
acquisitions of <0.5 acre are approximated at 0.5 acre or at the total parcel size (whichever is less).Acronym: PIN = property
identification number
Sources: MnDOT, 2014; and Hennepin County Property Tax Information Search, 2013b.
a

The potential property acquisitions that would occur as a result of the LPA in the St. Louis Park/Minneapolis
Segment would be less than those identified in the Draft EIS for a similar area under the alternative that
would retain freight rail service in the Kenilworth Corridor. As described in Section 2.3.3.2 of this
Supplemental Draft EIS, adjustments to the proposed light rail and freight rail alignments in the Kenilworth
Corridor have narrowed the width of the right-of-way that was reported as required in the Draft EIS.

This reduction in required right-of-way is due in part to the addition of the LRT tunnel in the Kenilworth
Corridor to accommodate the light rail alignment. This design adjustment, which would eliminate residential
displacements, would also reduce the number of commercial-industrial displacements anticipated in the
Draft EIS under LRT 3A-1 (see Section 2.3.3.2.A of this Supplemental Draft EIS for additional information on
displacements associated with LRT 3A-1).

As noted in Sections 5.2.4 and 9.5 of the Draft EIS, the potential for increased development and
redevelopment in areas surrounding proposed light rail stations due to improved transit access could result
in additional displacements indirectly resulting from implementation of the LPA. (See Section 3.4.1.1 of this
Supplemental Draft EIS for additional information).
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EXHIBIT 3.4-1

Property Acquisitions, St. Louis Park/Minneapolis Segment
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Short-Term Acquisition and Displacement Impacts
This section describes the short-term acquisition and displacement impacts that may occur as a result of
construction of the LPA in the St. Louis Park/Minneapolis Segment. Based on the project’s conceptual
engineering plans (see Appendix G), all construction activities would occur within parcels that would be
permanently acquired by the Council or are currently owned by the Council or HCRRA. However, during
Engineering, temporary property acquisitions (e.g., construction easements) may be identified. These
temporary property acquisitions could include short-term changes to property access or temporary
conversion of land use to transportation use for construction staging and other construction activities
throughout all or part of the construction period. Short-term occupancies of parcels would include the use of
construction easements or intergovernmental agreements and would change existing land uses in the short
term. The short-term impacts would include potential increases in noise levels, dust, traffic congestion,
visual changes, and increased difficulty accessing residential, commercial, and other uses. Some businesses
may experience hardship during construction and may choose to temporarily or permanently change
business location or terminate the business.

In addition, some of the property acquired by the project as identified in Table 3.4-3 may not be needed after
construction is complete. Those unneeded areas of property would be identified after construction is
complete and would be considered as remnant parcels. Remnant parcels could be sold in compliance with
FTA Circular 5010.1D (FTA, 2008a) and applicable state regulations, thereby changing land use impacts to
the remnant parcels from long-term to short-term impacts. See Section 3.1.2.2 for additional information on
the sale of excess property.
C.

Mitigation Measures

All property will be acquired all property in full compliance with the Uniform Relocation Assistance and Real
Property Acquisition Policies Act (Uniform Act). Any businesses or persons displaced from property will be
compensated in accordance with provisions of the Uniform Act. Relocation benefits are available, under the
provisions of the Uniform Act, for displaced businesses and non-profit organizations including moving costs,
tangible personal property loss as a result of relocation or discontinuance of operations, reestablishment
expenses, and costs incurred in finding a replacement site.
3.4.1.3

Cultural Resources

This section identifies architecture/history and archaeological resources listed in or eligible for inclusion in
the NRHP and the project’s potential impacts on those resources. The cultural resources analysis and
documentation in this Supplemental Draft EIS, like the Draft EIS, conform to Section 106 of the National
Historic Preservation Act rules and guidance, which protects properties that are listed in or eligible for
listing in the NRHP, as discussed in Section 3.4.1 of the Draft EIS.

The resources described in this section are located within APEs surrounding the proposed light rail
improvements and freight rail modifications in the St. Louis Park/Minneapolis Segment. As noted in
Section 3.1.2.3 of this Supplemental Draft EIS, the project’s architecture/history and archaeological APEs
were revised to reflect adjustments in the LPA since publication of the Draft EIS. The revised architecture/
history and archaeological APEs are illustrated on Exhibits 3.4-2 and 3.4-3, respectively, of this Supplemental
Draft EIS. The APEs follow the parameters outlined in Section 3.1.2.3 of this Supplemental Draft EIS, which
are more fully described in Appendix H of the Draft EIS. As noted later in this section, the revised APE for the
St. Louis Park/Minneapolis Segment of the LPA includes four NRHP eligible or listed historic districts and 18
individually listed or eligible resources (17 architecture/history properties and one archaeological site).

Agency Coordination

The Council and MnDOT CRU have continued with coordination activities related to the cultural resources
analysis since publication of the Draft EIS. This coordination has included correspondence between MnDOT
CRU and the MnSHPO concerning items such as revisions to the APEs, determinations of eligibility,
assessment of effects, and background on the Section 106 agreement, as well as correspondence with other
cultural resources consulting parties (see Appendix E). Coordination activities have included a project-wide
site visit to listed and eligible sites with the MnSHPO in December 2013 and meetings with all of the cultural
Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.4-2

Architecture/History Area of Potential Effect and Resources, St. Louis Park/Minneapolis Segment

3-146
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

EXHIBIT 3.4-3

Archaeological Area of Potential Effect, St. Louis Park/Minneapolis Segment
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resources consulting parties in April 2014, November 2014 and February 2015. Additional information on
the Council’s Section 106 coordination efforts since publication of the Draft EIS can be found in
Section 3.1.2.3 of this Supplemental Draft EIS.

A.

Existing Conditions

This section describes existing architecture/history and archaeological resources in the St. Louis Park/
Minneapolis Segment.
The following reports were completed since publication of the Draft EIS: 26
•

•
•

•

Phase I/Phase II Architectural History Investigation for the Proposed Southwest Light Rail Transit
Project, Hennepin County, Minnesota, Volume Six, Supplemental Report Number Three [SDEIS] (The 106
Group Ltd., 2014a); 27
Phase 1a Archaeological Investigation Southwest Light Rail Transit, Supplemental Draft EIS Areas: Eden
Prairie Segment, Hopkins OMF, St. Louis Park/Minneapolis Segment (The 106 Group Ltd., 2014b) 28

Phase I/Phase II Architecture History Investigation for the Proposed Southwest Light Rail Transit
Project, Hennepin County, Minnesota, Volume Five, Supplemental Report Number Two (Mead & Hunt,
Inc., 2014) 29

Phase II Archaeological Survey for the Southwest Light Rail Transit Project (10,000 Lakes Archaeology,
Inc., 2014)30

The locations of architecture/history properties within the APE for the St. Louis Park/Minneapolis Segment
are listed in Tables 3.4-4 and 3.4-5 and shown on Exhibit 3.4-2. MnSHPO has concurred on the eligibility of
all properties in Tables 3.4-4 and 3.4-5. Additional information on the listed and eligible architecture/history
resources in the segment, including documentation of their determinations of listing or eligibility for listing,
may be found in Appendix H of the Draft EIS or in the reports cited in this section. There are no listed
archaeological resources in the St. Louis Park/Minneapolis Segment. The eligible archaeological resource in
the St. Louis Park /Minneapolis Segment is listed in Table 3.4-5. The project will continue to evaluate the APE
and determine if additional investigation and survey work is needed. If additional studies are needed, these
will be included in the Final EIS.
Table 3.4-4 identifies the historic properties that would be adversely effected under the LPA and the
rationale for that preliminary finding.

Table 3.4-5 identifies the historic properties that would not be adversely effected under the LPA and the
rationale for that preliminary finding.
B.

Potential Cultural Resources Impacts

This section identifies the potential long-term and short-term impacts to the archaeological and
architecture/history resources listed in or eligible for the NRHP.

Long-Term Direct and Indirect Cultural Resources Impacts
This section describes long-term direct and indirect impacts on cultural resources within the segment’s
APEs.

Tables 3.4-4 and 3.4-5 provide preliminary determinations of effect that the LPA could have on the
architecture/history and archaeological resources in the St. Louis Park/Minneapolis Segment and, identifies
26

See Appendix C of this Supplemental Draft EIS for instructions on how to access the links to technical reports that provide
additional information related to the archaeological and architectural surveys and analysis described in this section.
27
Identifies listed and eligible properties within the current APE which are outside of the APE used for the Draft EIS.
28
Identifies listed and potentially eligible properties within the current APE which are outside of the APE used for the Draft
EIS.
29
Continuation of survey and investigations of the APE as identified in the Draft EIS
30
Identifies listed and eligible properties within the current APE that are outside of the APE used for the Draft EIS.
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areas for continued consultation. Long-term direct and indirect effects include changes to historic properties
and their settings, including visual effects, resulting from the construction of the project and new
development and redevelopment around transit stations. Long-term indirect effects include noise effects and
changes in traffic and parking patterns associated with operation of the project, as well as new development
and redevelopment around transit stations. Final determinations of effects (i.e., whether they would be
adverse or not) will be made by FTA, in consultation with MnDOT CRU, MnSHPO, and other consulting
parties, in the forthcoming Final EIS.
TABLE 3.4-4

Cultural Resources in St. Louis Park/Minneapolis Segment that would be adversely effected under the LPA
Inventory
Number

Site Property
Name Address

NRHP
Status

Historic Districts
XX-PRK- Grand Minneap Eligible
001
Rounds olis
as a
Historic
historic
District
district
(GRHD
)

Individual Resources
HE-MPC- Kenilw Minneap Eligible
1822
orth
olis
as a
Lagoon
contributin
g element
to the
GRHD
and the
LIRHD

NRHP Eligibility
Criteria & Area of
Significance

Rationale for Preliminary Adverse Effect Finding and
avoidance/minimization/mitigation measures

Criteria: A & Ca
• Rational for Preliminary Adverse Effect Finding: Based on
preliminary adverse effect finding for HE-MPC-1822, which is a
Areas of
contributing resource to the GRHD. Within the GRHD there are ten
Significance:
discrete contributing resources and three non-contributing resources
• Community
that will be affected by the Southwest LRT project. Since each
Planning &
resource has unique characteristics that qualify it for the NRHP,
Development
each may be impacted in different ways by the project, which could
• Entertainment/
effect the GRHD. Discussions of effects to individual contributing
Recreation
resources to the district are presented in the Individual Resources
• Landscape
section of this table and Table 3.4-5.
Architecture
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and identified
consulting parties during project design on the GRHD as part
of the consultation efforts for the individual resources to
avoid/minimize/mitigate adverse effects
 Develop a Section 106 agreementb

Criteria: A & Ca
• Rationale for Preliminary Adverse Effect Finding: Based on
changes to the resource and its setting, including:
Areas of
Significance
 Removal of the existing non-contributing railroad and trail
bridges (HE-MPC-1850 and HE-MPC-1851 [non• Community
contributing based on association, not age, design or
Planning &
integrity]) across the lagoonc
Development
 Replacement of the existing railroad and trail bridges with
• Entertainment/
new light rail, freight rail, and trail bridges over the lagoon
Recreation
o Design and visibility of the new bridge structure across
• Landscape
the lagoon
Architecture
o Impact of the width of the new crossing on the
character and feeling of the middle section of the
Kenilworth Lagoon and on the experience of using the
waterway when passing under the new structure
 Partial removal and/or alterations of contributing WPA
retaining walls
 Removal and/or replacement of some existing vegetation on
a portion of the lagoon banks
 Reconstruction of portions of the lagoon banks
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and identified
consulting parties during the design of the new bridges and
related work on the lagoon to avoid, minimize, and/or
mitigate adverse effect(s) from construction and operation of
the project through sensitive design and the incorporation of
protective measures.
 Develop a Section 106 agreementb
a
Minnesota State Historic Preservation Office.
b
A Section 106 agreement is documentation that will commit FTA and the Council to implement measures to avoid, minimize
and/or mitigate adverse effects on historic properties. For additional information on the contents on the forthcoming Section 106
agreement see Section 3.1.2.3 of this Supplemental Draft EIS.
c
Two existing wood pile bridges spanning the Kenilworth Lagoon within the Kenilworth Corridor were evaluated for NRHP eligibility
as Section 106 historic resources (i.e., HE-MPC-1850 and HE-MPC-1851; see Exhibit 3.4-2). The Burnham Road Bridge, a twolane automobile bridge with a steel beam span, was also evaluated for NRHP eligibility as a Section 106 historic property (HEMPC-1832). The three bridges were found to be non-contributing elements of the Grand Rounds Historic District and were found to
not be eligible for listing on the NRHP as individual properties.
Note: references to avoidance/minimization/mitigation measures in this table refer to those measures that will be included in the
forthcoming Section 106 agreement, as determined through continuation of the Section 106 consultation process.
Source: MnDOT CRU, 2014.
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TABLE 3.4-5

Cultural Resources in St. Louis Park/Minneapolis Segment that would not be adversely effected under the LPA
Inventory
Number

Site Name

Property
Address

NRHP
Status

Historic Districts

NRHP Eligibility
Criteria & Area of
Significance

HE-MPC9860

Lake of the
Isles
Residential
Historic
District
(LIRHD)

Vicinity of
E/W Lake of
the Isles
Parkway
Minneapolis

Eligible as Criterion: Aa
a historic Areas of
district
Significance:
• Architecture
• Community
Planning &
Development
• Landscape
Architecture

HE-MPC18059

Kenwood
Parkway
Residential
Historic
District
(KPRHD)

1805-2216
Kenwood
Pkwy.
Minneapolis

Eligible as Criterion: Aa
a historic Area of
district
Significance:
• Community
Planning &
Development

HE-MPC16387

St. Paul
Minneapolis
Minneapolis &
Manitoba RR
Historic
District
(StPM&MHD)

Eligible as Criterion: Ae
a historic Area of
district
Significance:
• Transportation

Chicago,
Milwaukee,
St. Paul &
Pacific RR
Depot

Listed as
an
individual
resource

Individual
Resourcesg
HE-SLC008
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6210 W. 37th
St. St. Louis
Park

Criterion: Ah
Area of
Significance
• Transportation

Effects Considered for Preliminary No Adverse Effect
Finding and avoidance/minimization/mitigation measures

• Effects considered:
 Changes to the district’s visual character and
setting due to the design and visibility of the new
bridge structures across the Kenilworth Lagoon,
which is partially located in the districtb
 Changes to traffic patterns in the district
 Noise effects from LRT operationsc
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation.
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design of
the new bridges and related work on the
Kenilworth Lagoon to avoid/minimize/mitigate
adverse effect(s) from both the construction and
operation of the project through sensitive design
and incorporation of protective measures to
minimize effects to the visual setting.
 Develop a Section 106 agreementd
• Effects Considered:
 Resource is located within ¼ mile radius of 21st
Street and Penn Stations
 Station access
 Possible station area development adjacent to
and within the district
 Noise effects from LRT operationsc
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including addressing:
o Station access
o Station area development
 Develop a Section 106 agreementd
• Effects Considered:f
 Alignment shift
 Introduction of LRT to corridor
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and consultation to
date. BNSF operations will continue. In one section of
the line, from approximately I-94 to approximately
Royalston Avenue (total length of 2,543 feet), the
tracks will be shifted from 0 to 11 feet northward, but
the continuity of the linear resource will be maintained
within the historic corridor.
• Avoidance/minimization/mitigation measures:
 None. No further consultation unless continued
plan development results in additional and/or
increased effects.



Effects Considered: Resource is located within a
¼ mile radius of Wooddale Station
Change to the resource’s setting, including:
o Introduction of LRT tracks and catenary to
nearby railroad corridor
o Potential placement of a signal bungalow
Affected Environment, Impacts, and Mitigation
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NRHP Eligibility
Criteria & Area of
Significance

Effects Considered for Preliminary No Adverse Effect
Finding and avoidance/minimization/mitigation measures

•

•

HE-SLC009

Peavey-Haglin Hwys 100 and
Experimental 7 St. Louis
Concrete
Park
Grain Elevator

Listed as
an
individual
resource
(also a
National
Historic
Landmark)

Criterion: Ch
Areas of
Significance
• Economics
• Engineering

•

•

•

HE-SLC055

Hoffman
Callan
Building

3907 Hwy 7
Eligible as Criterion: Ci
St. Louis Park an
Area of
individual
Significance
resource
• Architecture

•

•

•
HE-MPC17102

Minikahda
Club

3205 Excelsior Eligible as Criterion: Cj
Blvd
an
Area of
Minneapolis
individual Significance
resource
• Landscape
Architecture

•

•
Affected Environment, Impacts, and Mitigation

near the depot
o Possible station area development
Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation. The LRT guideway that passes the depot
follows the rail corridor and does not infringe on the
depot property and views of the signal bungalow from
the depot will be screened by existing vegetation. No
other project related work is proposed in the immediate
vicinity of the depot.
Avoidance/minimization/mitigation measures:
 Continued consultation with SHPO and identified
consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s) to the
views of the property
 Develop a Section 106 agreementd
Effects Considered:
 Change in access to/from the Cedar Lake Trail
 Change to the resource’s setting, including:
o Introduction of LRT tracks and catenary to
adjacent railroad corridor
o Construction of a traction power substation
nearby
 Operations noise and vibration
Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation. The LRT guideway that passes the elevator
is located across the existing railroad line from the
elevator and does not infringe on the depot property.
The trail and trail access near the elevator are
maintained. Given the low-rise nature of the traction
power substation, it will have a minimal impact on the
setting of the elevator and views of it.
Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s) on the
setting
 Provide design plans and final construction plans
and provisions to SHPO and consulting parties for
review
 Develop a Section 106 agreementd
Effects Considered:
 Resource is located within a ¼ mile radius of
West Lake Station, however no work is proposed
in the immediate vicinity of the building
Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and consultation to
date. No work is proposed in the immediate vicinity of
the building.
Avoidance/minimization/mitigation measures:
 None. No further consultation unless continued
plan development results in additional effects.
Effects Considered:
 Resources is located within ¼ mile radius of West
Lake Station
 Pedestrian and roadway improvements along
north side of the Minikahda Club, near the club
entrance.
 Temporary easement over a small portion of the
Minikahda Club driveway to remove existing
crosswalk striping and place new striping on
adjacent street right-of-way.
Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and consultation to
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HE-MPC1811

Lake Calhoun Minneapolis

HE-MPC1833

Cedar Lake
Parkway

Minneapolis

HE-MPC1820

Cedar Lake

Minneapolis
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Significance

Effects Considered for Preliminary No Adverse Effect
Finding and avoidance/minimization/mitigation measures

date.
• Avoidance/minimization/mitigation measures:
 None. No further consultation unless continued
plan development results in additional effects.
• Effects Considered:
Eligible as Criteria: A & Ch
a
 Resource is within ¼ mile radius of West Lake
Areas of
contributin Significance
Station
g element
 Minor pedestrian and roadway improvements near
•
Community
to the
the Lake Calhoun Playing Fields
Planning &
GRHD
 Changes in traffic and parking patterns around the
Development
Lake Calhoun Playing Fields related to West Lake
• Entertainment/
Station access
Recreation
• Rationale for Preliminary No Adverse Effect Finding:
• Landscape
Based on conceptual engineering and continued
Architecture
consultation.
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design of
project to minimize or avoid/minimize/mitigate
adverse effect(s), including addressing changes in
traffic within the park and to parking around the
Lake Calhoun Playing Fields
 Develop a Section 106 agreementd
• Effects Considered:
Eligible as Criteria: A & Ch
a
 Reconstruction of approximately 320 feet of the
Areas of
contributin Significance
roadway and raising it approximately 8 inches or
g element
less to construct the shallow LRT tunnel and
• Community
to the
reconstruct the at-grade trail and freight crossing.
Planning
&
GRHD
 Change to the parkway’s settingb
Development
o Introduction of LRT tracks and catenary to
• Entertainment/
adjacent railroad corridor
Recreation
o LRT tunnel portal outside of the parkway
• Landscape
o Noise effects from operations related to
Architecture
LRT entering and exiting tunnelc
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation. Cedar Lake Parkway will be reconstructed
in its existing configuration with slight increase in
elevation (less than 8 inches) and the railroad crossing
will be shifted approximately 3 feet within rail corridor.
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design and
construction of the shallow LRT tunnel and other
project elements adjacent to the parkway to
avoid/minimize/mitigate adverse effect(s)
 Develop a Section 106 agreementd
• Effects Considered:
Eligible as Criteria: A & Ch
a
 Change in the lake’s setting due to the new
Areas of
contributin Significance
Kenilworth crossing
g element
 Potential modifications to a trail between 21st
• Community
to the
Street station and East Cedar Beach on Cedar
Planning &
GRHD
Lakeb
Development
 Noise effects from LRT operationsc
• Entertainment/ • Rationale for Preliminary No Adverse Effect Finding:
Recreation
Based on conceptual engineering and continued
• Landscape
consultation. Design and visibility of the new bridge
Architecture
structures across the Kenilworth Lagoon will be
minimized by their distance from the lake, the
narrowness of the channel corridor in which they are
visible, and by the intervening Burnham Road Bridge
that further blocks them from viewi. Noise from LRT
operations will not introduce noise levels to the lake that
are greater than those present within its period of
significance, thus noise from operations will not
adversely affect the integrity or feeling of the resource.
• Avoidance/minimization/mitigation measures:
Affected Environment, Impacts, and Mitigation
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Status

HE-MPC6901

Park Bridge
W. Lake of the
#4/Bridge L- Isles Pkwy
5729
over Kenilworth
Lagoon
Minneapolis

Eligible
individually
and as a
contributin
g element
to the
GRHD and
the LIRHD

HE-MPC1825

Lake of the
Minneapolis
Isles Parkway

Eligible as
a
contributin
g element
to the
GRHD and
the LIRHD

HE-MPC1824

Lake of the
Isles

Eligible as
a
contributin
g element
to the
GRHD and
the LIRHD

HE-MPC6068

Frieda and J. 2801 Burnham Listed as
Neils House
Blvd
an
Minneapolis
individual
resource

Minneapolis

Affected Environment, Impacts, and Mitigation

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT
NRHP Eligibility
Criteria & Area of
Significance

Effects Considered for Preliminary No Adverse Effect
Finding and avoidance/minimization/mitigation measures

Continued consultation with MnSHPO and
identified consulting parties during the design of
the new bridge structure across the Kenilworth
Lagoon and related work on the lagoon, and on
the East Cedar Beach trail improvements to
avoid/minimize/mitigate adverse effect(s)
 Develop a Section 106 agreementd
• Effects considered:
Criterion: C
(individual)a
 Change in the bridge’s setting due to the visibility
of the new bridge structures across the Kenilworth
Area of
Lagoon
Significance
• Rationale for Preliminary No Adverse Effect Finding:
• Engineering
Based on conceptual engineering and continued
consultation.
Criteria: A & C
•
Avoidance/minimization/mitigation measures:
(historic districts)a
 Continued consultation with MnSHPO and
Areas of
identified consulting parties during the design of
Significance
the new bridges and related work on the
Kenilworth Lagoon to avoid/minimize/mitigate
• Community
adverse effect(s) from visual effects related to the
Planning &
design of the new crossing
Development
 Develop a Section 106 agreementd
• Entertainment/
Recreation
• Landscape
Architecture
• Effects considered:
Criteria: A & Ca
 Change in the parkway’s setting due to the
Areas of
visibility of the new bridge structures across the
Significance
Kenilworth Lagoon
• Community
• Rationale for Preliminary No Adverse Effect Finding:
Planning &
Based on conceptual engineering and continued
Development
consultation
• Entertainment/
•
Avoidance/minimization/mitigation measures:
Recreation
 Continued consultation with MnSHPO and
• Landscape
identified consulting parties during the design of
Architecture
the new bridges and related work on the
Kenilworth Lagoon to avoid/minimize/mitigate
adverse effect(s) from visual effects related to the
design of the new crossing
 Develop a Section 106 agreementd
• Effects considered:
Criteria A & Ca
 Change in the resource’s setting due to the
• Areas of
visibility of the new bridge structures across the
Significance
Kenilworth Lagoon
• Community
• Rationale for Preliminary No Adverse Effect Finding:
Planning &
Based on conceptual engineering and continued
Development
consultation
• Entertainment/
•
Avoidance/minimization/mitigation measures:
Recreation
 Continued consultation with MnSHPO and
• Landscape
identified consulting parties during the design of
Architecture
the new bridges and related work on the
Kenilworth Lagoon to avoid/minimize/mitigate
adverse effect(s) from visual effects related to the
design of the new crossing
 Develop a Section 106 agreementd
• Effects Considered:
Criteria: Ch
 Resource is within ¼ mile radius of 21st Street
Area of
Station
Significance
 Station access
• Architecture
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation.
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design and
construction of the project, to
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• Effects Considered:
o Resources is within ¼ mile radius of 21st Street
Station
o Station access
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation.
• Avoidance/minimization/mitigation measures:
o Continued consultation with MnSHPO and
identified consulting parties during the design
and construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including addressing station access
o Develop a Section 106 agreementd
• Effects Considered:
Criteria A & Ca,h
 Resource is within ¼ mile radius of 21st Street
Areas of
and Penn stations
Significance:
 Station access
• Community
 Possible station area development
Planning &
• Rationale for Preliminary No Adverse Effect Finding:
Development
Based on conceptual engineering and continued
• Entertainment/
consultation
Recreation
• Avoidance/minimization/mitigation measures:
• Landscape
 Continued consultation with MnSHPO and
Architecture
identified consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including addressing:
o Station access
o Station area development
o Develop a Section 106 agreementd

HE-MPC6766

Mahalia &
2405 W 22nd
Zachariah
St Minneapolis
Saveland
House (aka
Benjamin &
Cora Franklin
Residence)

Eligible as Criteria: C
an
Area of
individual Significance
resource
• Architecture

HE-MPC1796

Kenwood
Parkway

Minneapolis

Eligible as
a
contributin
g element
to the
GRHD and
the
KPRHD

HE-MPC6603

Frank and
Julia Shaw
House

2036 Queen
Ave S
Minneapolis

Eligible as Criterion: Ca
an
Area of
individual Significance
resource
• Architecture

HE-MPC1797

Kenwood Park Minneapolis
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avoid/minimize/mitigate adverse effect(s),
including addressing station access
Develop a Section 106 agreementd

a

• Effects Considered:
 Resources is within ¼ mile radius of 21st Street
Station
 Station access
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation.
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including addressing station access
 Develop a Section 106 agreementd
• Effects Considered:
Eligible as Criteria: A & Ch
a
 Resource is within ¼ mile radius of Penn Station
Area of
contributin Significance
 Changes to the park’s setting
g element
 Station access
• Community
to the
 Possible station area development
Planning &
GRHD
• Rationale for Preliminary No Adverse Effect Finding:
Development
Based on conceptual engineering and continued
• Entertainment/
consultation
Recreation
• Avoidance/minimization/mitigation measures:
• Landscape
 Continued consultation with MnSHPO and
Architecture
identified consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including addressing:
o Station access
o Station area development
Affected Environment, Impacts, and Mitigation
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Number

HE-MPC6476

HE-MPC8763

21HE0409h

Site Name

Kenwood
Water Tower

Mac Martin
House

–k

Property
Address

NRHP
Status

1724 Kenwood Eligible
Pkwy
individually
Minneapolis
and as a
contributin
g element
to the
GRHD

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT
NRHP Eligibility
Criteria & Area of
Significance

Criterion: C
(individual)h
Area of
Significance
• Engineering or
Architecture
Criteria: A & C
((historic
districts.)h
Areas of
Significance
• Community
Planning &
Development
• Entertainment/
Recreation
• Landscape
Architecture

1828 Mt.
Curve Ave
Minneapolis

Eligible as Criterion: Bi
an
Area of
individual Significance
resource
• Commerce

Minneapolis

Eligible as Criterion: Dl
an
individual
resource

Effects Considered for Preliminary No Adverse Effect
Finding and avoidance/minimization/mitigation measures
o

Develop a Section 106 agreementd

• Effects Considered:
 Resources is within ¼ mile radius of Penn Station
 Change to the tower’s setting
 Station access
 Possible station area development
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and continued
consultation.
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including addressing station area development
 Develop a Section 106 agreementd

• Effects Considered:
 Resources is within ¼ mile radius of Penn Station
 Change to the resource’s setting
o Seasonal views of lighting and signage
improvements along connection between
Cedar Lake Trail and Kenwood Parkway
• Rationale for Preliminary No Adverse Effect Finding:
Based on conceptual engineering and consultation to
date.
• Avoidance/minimization/mitigation measures:
 None. No further consultation unless continued
plan development results in additional effects.
• Effects Considered:
 None, current conceptual engineering and design
plans avoid this archaeological site.
 Rationale for Preliminary No Adverse Effect
Finding: Based on conceptual engineering and
continued consultation
• Avoidance/minimization/mitigation measures:
 Continued consultation with MnSHPO and
identified consulting parties during the design and
construction of the project, to
avoid/minimize/mitigate adverse effect(s),
including outlining measures to be taken during
project construction to protect the site area from
any project related activities, including staging
areas.
 Develop a Section 106 agreementd

Mead & Hunt. 2014.
Assessing visual impacts under NEPA and potential visual impacts to inform a determination of effect under Section 106 are two
separate processes that may have similar or different conclusions. The results of an evaluation of impacts to visual quality and
aesthetics per NEPA can be found in Section 3.4.1.5.
c
Under FTA guidance, historic sites are designated as noise or vibration sensitive depending on the land use of the site, not their
designation as historic. Sites of national significance with considerable outdoor use required for site interpretation would be in
Category 1. Historical sites that are currently used as residences would be in Category 2. Historic buildings with indoor use of an
interpretive nature involving meditation and study would be in Category 3, including museums, significant birthplaces and buildings in
which significant historical events occurred. Most downtown areas have buildings which are historically significant because they
represent a particular architectural style or are prime examples of the work of a historically significant designer. If the buildings or
structures are used for commercial or industrial purposes and are located in busy commercial areas, they are not considered noise
or vibration sensitive and the noise and vibration impact criteria do not apply. Similarly, historical transportation structures, such as
terminals and railroad depots, are not considered noise or vibration sensitive land uses. See Appendix H of this Supplemental Draft
EIS for additional information.
a
b

Affected Environment, Impacts, and Mitigation
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A Section 106 agreement is documentation that will commit FTA and the Council to implement measures to avoid, minimize
and/or mitigate adverse effects on historic properties. For additional information on the contents on the forthcoming Section 106
agreement see Section 3.1.2.3 of this Supplemental Draft EIS.
e
Summit Envirosolutions. 2010.
f
While the potential area of change is outside of the study area for the Supplemental Draft EIS, the larger resource extends within
the St. Louis Park/Minneapolis segment and therefore is included in the Supplemental Draft EIS.
g
This table also includes contributing resources to the Grand Rounds Historic District since they are discrete units, each with unique
attributes and characteristics, which will be effected differently by the Southwest LRT Project.
h
Minnesota State Historic Preservation Office
i
Mead & Hunt. 2010.
j
Hess, Roise, and Company. 2012.
k
This property is considered a sensitive historic resource under Section 304 of the National Historic Preservation Act of 1966, as
amended. In accordance with Section 304, information on this sensitive historic resource may cause a significant invasion of privacy
and/or put the resource at risk to harm and is not included in this document.
l
10,000 Lakes Archaeology, LLC, Archaeological Research Services, Archaeo-Physics, LLC, and Merjent, Inc. 2014.
k l
Names, locations, and areas of significance of archaeological sites are not disclosed to help preserve the resource.
Note: references to avoidance/minimization/mitigation measures in this table refer to those measures that will be included in the
forthcoming Section 106 agreement, as determined through continuation of the Section 106 consultation process.
d

Potential Short-Term Cultural Resources Impacts
This section describes short-term direct and indirect impacts on cultural resources within the segment’s
APEs.

The project would necessitate temporary closures of the Kenilworth Lagoon within the HCRRA-owned rightof-way and BNSF-owned freight rail right-of-way. The temporary closures would be for specified durations
during removal of the existing bridges and construction of the new bridges that would span the lagoon. The
closures would only affect connectivity between the east and west sides of the lagoon (and thus between
Lake of the Isles and Cedar Lake), and would not extend outside the HCRRA- and BNSF-owned rights-of-way.
The project would also necessitate temporary closures of one or both lanes of a short segment of Cedar Lake
Parkway between Xerxes Avenue and Burnham Road. The temporary closures would be for specified
durations during construction of the new shallow LRT tunnel under the parkway.

The project will continue to develop plans for construction, in consultation with MnSHPO and consulting
parties, for locations near historic resources. Other potential short-term construction impacts on
architecture/history and archaeological resources are identified in Section 3.4.6.3 of the Draft EIS.

C.

Mitigation Measures

Mitigation for impacts will be developed in consultation with MnSHPO, the FTA, MnDOT CRU, the Council,
and appropriate consulting parties, and will be documented in the Section 106 agreement. Additional
information about the Section 106 agreement can be found in Section 3.1.2.3 of this Supplemental Draft EIS.
3.4.1.4

Source: MnDOT CRU, 2014.Parklands, Recreation Areas, and Open Spaces

This section identifies parklands, recreation areas, and open spaces in the St. Louis Park/Minneapolis
Segment, along with potential long-term direct and indirect, and short-term impacts that would occur as a
result of the LPA. Some potential effects of the LPA on parklands, recreation areas, and open spaces in the
segment have changed since publication of the Draft EIS; these are also identified and addressed in this
section.

As summarized in Table 3.4-1, there would be no long-term direct impacts (defined as the permanent
incorporation of parklands, recreation areas, or open spaces into the project) from the LPA on parklands,
recreation areas, and open spaces in the segment. Long-term indirect and short-term temporary
construction impacts (i.e., visual, noise, and access) from the LPA would occur at four parks that would be
directly adjacent to the proposed light rail extension.
A.

Existing Conditions

This section describes the parklands, recreation areas, and open spaces in the St. Louis Park/Minneapolis
Segment. This segment includes seven parklands, recreation areas, and open spaces (regional trail system
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segments counted as one) within 350 feet on either side of the light rail alignment, as shown on Exhibit 3.4-4.
Parklands in this segment of the LPA include Jorvig Park, Lilac Park, Alcott Triangle, Park Siding Park,
Kenilworth Lagoon/Lake of the Isles Park, Cedar Lake Park, and Bryn Mawr Meadows. These publiclyowned, publicly-accessible parklands and recreation areas are Section 4(f) properties (see Section 3.5 of this
Supplemental Draft EIS for additional information on Section 4[f]). The regional trails are described below.
Section 3.5.3 of the Draft EIS describes and illustrates the parklands, recreation areas, and open spaces
within the St. Louis Park/Minneapolis Segment that were studied in the Draft EIS. (Also see Figure 3.5-2,
Figure 3.5-3, and Table 3.5-1 in the Draft EIS.)
Table 3.4-6 lists and Exhibit 3.4-4 illustrates the parklands, recreation areas, open spaces, and trails within
the St. Louis Park/Minneapolis Segment that are included in the analysis for this Supplemental Draft EIS.
Except for the addition of Lilac Park, these parklands, recreation areas, and open spaces are unchanged from
those identified in Section 3.5 of the Draft EIS. However, trails, which were not addressed in the parklands
and recreation areas analysis of the Draft EIS (Section 3.5), are included in the analysis for this Supplemental
Draft EIS.

Five paved multi-use trails within the St. Louis Park/Minneapolis Segment study area comprise a relatively
unified paved multi-use trail system that extends from Chanhassen in the south to the Mississippi River
riverfront in downtown Minneapolis. Each trail, except for the North Cedar Lake Regional Trail, generally
follows and is included within HCRRA-owned right-of-way, except at a few connections across roadways or
where geographic features require the trails to deviate from that right-of-way. Portions of the trails within
HCRRA-owned right-of-way were constructed under permit agreements between HCRRA and the applicable
jurisdictional agency that recognized the potentially temporary term of the agreements and specified that
the primary purpose of the right-of-way was for the construction of light rail and other transportation
purposes. As such, these trails are not Section 4(f) properties (see Section 3.5 of this Supplemental Draft EIS
for additional information on Section 4[f]). These trails include the following (see Exhibit 3.4-4):
1

Cedar Lake LRT Regional Trail, which extends from a point approximately 0.15 mile northeast of
Highway 169 (connecting to the Minnesota River Bluffs LRT Regional Trail that continues southwest to
Chanhassen) and a point approximately 0.10 mile northeast of West Lake Street, where the trail
continues as the Kenilworth Trail. In the St. Louis Park/Minneapolis Segment study area, the Cedar Lake
LRT Regional Trail is located on property owned by HCRRA and is operated/maintained by Three Rivers
Park District.

TABLE 3.4-6

Parks, Recreation Areas, and Open Spaces in the St. Louis Park/Minneapolis Segment
Parks, Recreation Areas, and Open
Spaces

Types of Impacts

Section 4(f)
Property?a

Jorvig Park

Changes to visual setting, noise, access; temporary changes to
access, noise, and visual changes during construction

Yes

Lilac Park

Changes to visual setting, noise; temporary changes to access,
noise, and visual changes during construction

Yes

Alcott Triangle

No impacts are anticipated

Yes

Park Siding Park

Changes to visual setting, access, temporary changes to access,
noise, and visual changes during construction

Yes

Kenilworth Lagoon/Lake of the Isles Park

Changes to visual setting, noise, access; temporary changes to
access, noise, and visual changes during construction

Yes

Cedar Lake Park

Changes to visual setting, noise, access; temporary construction
within the park to construct a bicycle/pedestrian overpass

Yes

Bryn Mawr Meadows

Changes to visual setting; temporary visual changes during
construction

Yes

Regional Trailsb

Relocation of trails within HCRRA right-of-way with no loss of
connectivity; temporary construction detours and short closures

No

See Section 3.5 of this Supplemental Draft EIS for information on Section 4(f) and Section 4(f) properties.
Includes the following trails within HCRRA as temporary uses under lease agreements: Cedar Lake LRT Regional Trail, Kenilworth
Trail, Midtown Greenway, Cedar Lake Trail, and North Cedar Lake Regional Trail.

a
b

Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.4-4

Parklands, Recreation Areas, and Open Spaces, St. Louis Park/Minneapolis Segment
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2. Kenilworth Trail, which begins approximately 0.10 mile northeast of West Lake Street and terminates
near Highway 2, where the trail continues as the Cedar Lake Trail. The Kenilworth Trail is located on
property owned by HCRRA and is operated/maintained by the MPRB.

3. Midtown Greenway, which connects to the Kenilworth Trail and Cedar Lake LRT Regional Trail in the
vicinity of West Lake Street. The Midtown Greenway is approximately 5.5 miles in length, connecting to
paths along the Mississippi River. In the St. Louis Park/Minneapolis Segment study area, the Midtown
Greenway is on property owned by HCRRA and is dually operated/maintained by the City of Minneapolis
and Hennepin County.
4. Cedar Lake Trail, which continues eastward from its connection to the Kenilworth Trail. The part of the
Cedar Lake Trail in the St. Louis Park/Minneapolis Segment study area extends eastward from the
Kenilworth Trail to the Mississippi River riverfront in downtown Minneapolis. In the St. Louis Park/
Minneapolis Segment study area, the Cedar Lake Trail is owned by HCRRA and is operated/maintained
by the MPRB.

5. North Cedar Lake Regional Trail, which continues westward from its junction with both the
Kenilworth Trail and the Cedar Lake Trail, extends through St. Louis Park and then arcs southward
where it connects to the Cedar Lake LRT Regional Trail just east of Highway 169 in Hopkins. In the
St. Louis Park/Minneapolis Segment study area, the North Cedar Lake Regional Trail is owned and
maintained by the Three Rivers Park District west of Cedar Lake Park. Within Cedar Lake Park, the trail
is known as the Cedar Lake Regional Trail and it is owned and maintained by the MPRB.
B.

Potential Parklands, Recreation Areas, and Open Spaces Impacts

This section identifies the potential long-term and short-term impacts to parklands, recreation areas, and
open spaces that could be impacted by implementation of the St. Louis Park/Minneapolis Segment under the
proposed LPA.

Long-Term Direct and Indirect Parklands, Recreation Areas, and Open Spaces Impacts
This section describes the potential long-term direct and indirect impacts to parklands, recreation areas, and
open spaces. A direct long-term impact on parklands, recreation areas, and open spaces is defined as the
permanent incorporation of parkland, recreation area, or open space into the transportation project.
Reflecting design adjustments since publication of the Draft EIS, the LPA would not result in the direct longterm impact of any parklands, recreation areas, or open spaces within the St. Louis Park/Minneapolis
Segment (see Exhibit 3.4-4). All permanent light rail improvements and freight rail modifications in the
segment under the LPA as currently defined would generally occur within the HCRRA-owned right-of-way or
within current railroad right-of-way to be purchased for the project. No existing parkland, recreation area, or
open space property would be permanently acquired for use by the project.

This assessment reflects a change from the Draft EIS. The Draft EIS reports that LRT 3A, which included the
LPA, would result in no direct impacts to parklands or recreation areas in the St. Louis Park/Minneapolis
Segment. The Draft EIS also reports that 0.82 acre of parkland would have been used under LRT 3A-1, which
also included the LPA (see Draft EIS Table 7.4-1: 0.81-acre direct impact at Cedar Lake Park and 0.01-acre
impact at Kenilworth Lagoon/Lake of the Isles Park). Neither of those permanent property acquisitions
would be required under the LPA based on design adjustments made by the Council in April 2014.
While the LPA would result in the reconstruction and realignment of the Cedar Lake LRT Regional Trail, the
Kenilworth Trail, the North Cedar Lake Regional Trail, and the Midtown Greenway Trail, it would not result
in long-term direct or indirect impacts to the trails because their connectivity and function would be
maintained.

Indirect impacts of the LPA to Jorvig Park, Lilac Park, Park Siding Park, Cedar Lake Park, Kenilworth
Channel/Lagoon, Lake of the Isles Park, and Bryn Mawr Meadows within the Supplemental Draft EIS study
area would occur due to the proximity of those parks to the proposed light rail line and related
improvements. The indirect impacts of the LPA would be in the form of visual, noise, and/or access impacts,
addressed in greater detail in Sections 3.4.1.5, 3.4.2.3, and 3.4.4.4 of this Supplemental Draft EIS.
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Another potential indirect effect of the LPA on parklands, recreation areas, or open spaces could be that
potential increases in development density in areas surrounding proposed transit stations could result in an
increase in parkland, recreation area, and open space use. Depending on the parkland, recreation area, or
open space, an increase in the number of users could have positive and/or negative consequences. Under the
LPA, indirect visual, noise, and access impacts to parklands, recreation areas, and open spaces directly
adjacent to the Kenilworth Corridor as identified in the Draft EIS would be the same as the No Build
Alternative conditions in the segments where the proposed light rail alignment would be located within the
proposed light rail tunnel (see Exhibit 3.4-4).

None of the indirect impacts on parklands, recreation areas, and open spaces from the LPA in the St. Louis
Park/Minneapolis Segment would substantially impair the recreational activities, features, or attributes of
those parklands, recreation areas, and open spaces.
Short-Term Parklands, Recreation Areas, and Open Spaces Impacts

This section describes the potential short-term impacts to parklands, recreation areas, and open spaces that
would occur during construction of the LPA.

The LPA would result in temporary construction within the boundary of Cedar Lake Park to accommodate
the reconstruction of North Cedar Lake Regional Trail. Reconstruction of the trail would grade-separate the
trail from the existing freight rail tracks and from the proposed light rail tracks (Exhibit 3.4-4). Also in Cedar
Lake Park, the sidewalk along the south side of West 21st Street would extend to the existing driveway curb
that leads to the existing gravel-surfaced trail connecting East Cedar Beach with West 21st Street. While
temporary construction under the LPA would take place within the boundary of the park, the project’s
construction activities within the park would take place explicitly for a park-related purpose: reconstructing
the existing trails within park boundaries to maintain and improve trail connectivity.

The LPA would result in short-term impacts to the Cedar Lake LRT Regional Trail, the Kenilworth Trail, and
the North Cedar Lake Regional Trail during construction of improvements to grade-separate the light rail
tracks from these trails (in the area northeast of Cedar Lake Park where these three trails intersect). The
Midtown Greenway could incur temporary short-term impacts due to construction activities being
performed to realign the trail in the area where it intersects with the Cedar Lake LRT Regional Trail. All trails
would temporarily be relocated or detoured during construction and would be replaced following
construction; the connectivity of these trails would be maintained during construction. The Council is
committed to maintaining trail access and continuity throughout the project’s construction period, with only
short periods (typically less than a week) of closure to accommodate specific construction activities or to
make connections to trail relocations or detours.

The project’s construction activities would necessitate temporary closures of the Kenilworth Lagoon within
the HCRRA-owned right-of-way and BNSF-owned freight rail right-of-way that would be purchased for the
project. 31 The temporary closures would be for specified durations during removal of the existing bridges
and construction of the new bridges that would span the lagoon. The closures would only affect connectivity
between the east and west sides of the lagoon (and thus between Lake of the Isles and Cedar Lake), and
would not extend outside the HCRRA- and BNSF-owned rights-of-way. For safety purposes, recreational
users of the lagoon would not be allowed to pass through the rights-of-way during certain construction
periods, including removal of the existing bridges and installation of overhead components of the proposed
bridges. BMPs and a detailed construction phasing plan will be developed for use during removal of the
existing bridges and construction of the new bridges over the lagoon to reduce the duration of the closure of
the lagoon to recreational users. In addition, signage will be posted at the boat launch areas of the affected
lakes alerting users of construction closure periods. The project will also place advanced alerts of closures on
31

This area also includes a publicly-owned easement obtained in 1912 through a condemnation action by the Board of Park
Commissioners in the name of the City of Minneapolis. (See Appendix C for instructions on how to obtain a copy of the
easement.) See Section 3.5 of this Supplemental Draft EIS for additional information on the easement and the LPA’s effects
on the easement area.
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the project website and will coordinate with the City of Minneapolis to provide similar alerts on the City
Parks website.

Construction activities could result in short-term indirect impacts to parklands, recreation areas, and open
spaces that would be located directly adjacent to the project’s construction zones (i.e., Jorvig Park, Lilac Park,
Park Siding Park, Cedar Lake Park, and Lake of the Isles Park). These short-term indirect impacts could
include temporary generation of dust, noise, and increased truck traffic (see Sections 4.6.5 and 4.6.6 of the
Draft EIS for further information on short-term air quality impacts and mitigation measures; and see
Section 3.4.2.3 of this Supplemental Draft EIS for additional information on short-term noise impacts and
mitigation measures, including noise generated by increased truck traffic). These impacts would be of short
duration and will be minimized through the implementation of standard related construction BMPs, such as
dust control, erosion control, and proper mufflers.
C.

Mitigation Measures

Actions associated with the LPA in the St. Louis Park/Minneapolis Segment since publication of the Draft EIS
would not result in direct long-term or short-term (construction) impacts to parklands, recreation areas, or
open spaces; therefore, no mitigation measures have been identified. Mitigation measures addressing
indirect impacts (i.e., visual, noise, and access) are addressed in Sections 3.4.1.5, 3.4.2.3, and 3.4.4.4 of this
Supplemental Draft EIS, respectively. Impacts related to temporary changes to parking and access will be
mitigated by development of a Construction Communication Plan, which will include advance notice of
construction activities, highlighting road, sidewalk, and trail closures and detour routes. Refer to
Section 3.1.2.4 for additional detail on the Construction Communication Plan. Areas and features of
parklands, recreation areas, and open spaces that are altered or disturbed as the result of construction
activities will be returned to pre-construction conditions or better.
3.4.1.5

Visual Quality and Aesthetics

This section documents the existing visual conditions and potential project impacts in the area within the
St. Louis Park/Minneapolis Segment where there would be proposed light rail-related improvements and
freight rail modifications that have changed substantially for the LPA since publication of the Draft EIS. In
particular, this section focuses on the introduction of a light rail tunnel that would generally be located
between the proposed West Lake Station and the Kenilworth Channel. The section identifies long-term and
short-term (construction-related) impacts that the LPA would have on visual quality that would be
experienced by sensitive user groups. Mitigation strategies to minimize adverse impacts are also identified.
This Supplemental Draft EIS supplements the analysis used in the Draft EIS by applying the standardized
approach developed by the FHWA for visual impact assessments, which uses a standard visual impact
assessment method that includes use of drawings and photo simulations and employs a systematic
evaluation protocol. The application of the FHWA methodology in conducting this analysis is described in
Section 3.1.2.5 of this Supplemental Draft EIS, and a copy of the FHWA Visual Impact Assessment Manual is
provided in Appendix J2. The information presented in this section is a summary of the full visual analysis
that is documented in detail in Appendix J1. The exhibits referred to in this section, except for Exhibit 3.4-4
under the Existing Conditions discussion, can also be found at the end of the technical report in Appendix J1.

In addition to the light rail-related improvements and freight rail modifications described above, the LPA will
also include TPSS facilities. The specific locations for TPSS’s has not been defined; however, siting of these
facilities will be determined by utilizing fully developed areas, including surface parking lots, existing
roadway right-of-way, and vacant parcels where feasible. The mitigation strategies referenced below to
minimize adverse visual impacts would also apply to the TPSS facilities.

As summarized in Table 3.4-1, there would be a positive visual effect at one viewpoint and low visual
impacts at two viewpoints; these impacts would not be substantial. Visual impacts that would be moderate
and potentially substantial were identified at three viewpoints in the Kenilworth Corridor.

A.

Existing Conditions

This section describes the existing visual quality at six viewpoints in the St. Louis Park/Minneapolis Segment
not evaluated in the Draft EIS where changes to visual quality are possible. The visual environment in the
Affected Environment, Impacts, and Mitigation

3-161
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

St. Louis Park/Minneapolis Segment generally falls within the HCRRA-owned right-of-way, which includes
existing trails throughout the length of the segment (i.e., Cedar Lake LRT Regional Trail, Kenilworth Trail,
Midtown Greenway, and Cedar Lake Trail; see Exhibit 3.4-4) and directly adjacent properties. Views of the
right-of-way and adjacent properties are primarily provided from the existing trails. Views within the
segment are dominated by the existing trails themselves and adjacent active freight rail track. The trails and
freight rail alignment are generally surrounded by overstory and understory deciduous vegetation. There
are some areas of clearing at several locations along the right-of-way that open up the bicycle and pedestrian
trail to views of its surrounding built urban environment, such as at locations where the trail crosses roads,
areas have been cleared adjacent to residential developments, and at the open, maintained trail corridor
north of Burnham Pond. The trails include occasional views of adjacent residential development and
occasional views of the distant Minneapolis skyline in the background. A further general description of visual
elements along this portion of the segment is provided in Section 3.6.2.4 of the Draft EIS.

Six key viewpoints represent areas where major changes to the visual environment (not discussed in the
Draft EIS) could potentially occur as a result of the LPA, reflecting design adjustments since publication of
the Draft EIS. Appendix J presents exhibits with viewpoint locations (see Exhibit J-12), as well as
photographs and renderings (see Exhibits J-13 through J-18) for each viewpoint. A project overview of the
segment is shown on Exhibit 2.5-4 and is described in Section 2.3.3 of this Supplemental Draft EIS.
•
•
•
•
•
•

Viewpoint 1 (Exhibit J-13) is the view northwest from South Chowen Avenue toward the existing rail
and trail corridor.
Viewpoint 2 (Exhibit J-14) is the view looking north near Lake Street.

Viewpoint 3 (Exhibit J-15) is the view from a point north of Cedar Lake Parkway looking north toward
the tunnel portal south of the channel crossing.
Viewpoint 4 (Exhibit J-16) is the view from the bike trail at the south side of the channel crossing

Viewpoint 5 (Exhibit J-17) is the view from the channel looking northwest toward the channel crossing.

Viewpoint 6 (Exhibit J-18) is the view northwest from West 21st Street at Thomas Avenue toward the
existing rail and trail corridor.

Table 3.4-7 summarizes the existing visual quality of the views seen from these viewpoints using the FHWA
visual assessment criteria and rating system. As described in more detail in Section 3.1.2.5, the existing
conditions in these views have been evaluated on a numerical scale from 1 to 7, where 1 = very low visual
quality, 4 = medium or average visual quality, and 7 = very high visual quality.
TABLE 3.4-7

Existing Visual Quality and Aesthetics by Viewpoint in the St. Louis Park/Minneapolis Segment
[Rating Range 1 (very low) to 7 (very high)]

Existing Visual Quality
and Aesthetics
Vividness
View
Point

1
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Viewpoint
Description

Elements of the Visual
Environment

View
northwest
from South
Chowen
Avenue
toward the
existing rail
and trail
corridor

Paved city street,
on-street parking and
no sidewalks bordered
by low vegetation and
dense rows of
overhanging trees.
Break in trees
provides partial view
into rail and trail
corridor bordered at
the far side by a
dense mass of tall
trees.

Intactness

Unity

Description

Rating

Description

Rating

Description

Rating

No topographic
variation. The
paved street is
the only visible
human-made
element. The
tree canopy
over the street
and the mass of
trees bordering
the far side of
the rail and trail
corridor are the
most memorable

3.8

View is
relatively free of
visual
encroachment.
The most
visually intrusive
elements are
the cars parked
along the street.

5

The parallel
street and
rail/trail corridors
enframed by
dense walls of
trees create a
degree of visual
cohesion, but the
view does not
have focal point
or a high level of
visual
organization.

4

Overall
Ratinga

4.3
Medium
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Existing Visual Quality
and Aesthetics

Vividness
View
Point

Viewpoint
Description

Elements of the Visual
Environment

2

View
looking
north near
Lake Street

3

Intactness

Unity
Overall
Ratinga

Description

Rating

Description

Rating

Description

Rating

Paved bike and
pedestrian trails
paralleled by a
narrow, at-grade
freight rail line behind
a rustic split rail
fence. Corridor
bordered by trees of
a variety of species.
Glimpses through
trees of nearby lowrise and high-rise
residential structures.

No topographic
variation.
Human-made
features mostly
utilitarian. Trees
bordering
corridor the
most memorable
element.

3.5

View is
relatively free of
visual
encroachment.
Visual
intrusiveness of
the rail line is
reduced by its
small scale and
location behind
the split rail
fence.

5

Unity of the view
is slightly
reduced by the
curving alignment
of the corridor
and the
contrasting
appearance of
the trees of
widely varying
species planted
along this
segment.

5

4.5
Medium

View from
a point
north of
Cedar Lake
Parkway
looking
north
toward the
tunnel
portal south
of the
channel
crossing

Wide, paved bike trail
paralleled by a
narrow, at-grade
freight rail line, cutting
through an area of
overstory and
understory deciduous
vegetation. Rustic
split rail fence
separates trail from
rail line.

No topographic
variation.
Human-made
features mostly
utilitarian.
Dense regular
mass of trees
bordering
corridor create a
highly
memorable
element.

4

View is
relatively free of
visual
encroachment.
Visual
intrusiveness of
the rail line is
reduced by its
small scale and
location behind
the split rail
fence.

5

Parallel trail and
rail corridors
enframed by
dense wall of
trees create a
cohesive visual
pattern.

6

5.0
Moderately
High

4

View from
the bike
trail at the
south side
of the
channel
crossing

Wide, paved trail
paralleled by a
narrow, at-grade
freight rail line, cutting
through an area of
overstory and
understory deciduous
vegetation. Rustic
split rail fence
separates trail from
rail line. View
includes at-grade
bridges that cross
over channels.

No topographic
variation.
Human-made
features mostly
utilitarian. Most
vivid feature is
dense massing
of trees
bordering
corridor.

4

View is
relatively free of
visual
encroachment.
Visual
intrusiveness of
freight rail line
is reduced by
its small scale
and location
behind the split
rail fence.

5

Parallel trail and
rail corridors
enframed by
dense wall of
trees create a
cohesive visual
pattern.

6

5.0
Moderately
High

5

View from
the channel
looking
northwest
toward the
channel
crossing

Waterway framed by
banks with a dense
cover of understory
and overstory
deciduous trees.
Rustic and massive
appearing trestle
constructed of heavy
timber is the focal
point of the view.

Water and
sloped banks
add to vividness
of view, along
with dense
massing of
trees, and
distinctivelooking trestle.

4.6

View is
relatively free of
visual
encroachment.
Heavy
construction of
trestle that
partially blocks
view down the
channel creates
an element of
encroachment.

5

The view’s
elements
generally
combine to
create a
coherent
composition.

5.5

5.0
Moderately
High

6

View
northwest
from West
21st Street
at Thomas
Avenue
toward the
existing rail
and trail
corridor.

Street intersection
bordered by tall thick
trees. View toward
point where rail/trail
corridor through
heavily forested area
crosses a two-lane
street

No topographic
variation. The
human-made
elements
include the
paved streets,
the bike trail,
and rail lines as
they cross the
streets. The tree

4

View is
relatively free of
visual
encroachment.

5

The view up the
tree-bordered
road provides a
focal point for
the view, and
the hint of the
rail/trail corridor
cut through the
forest provides a
point of visual

5.5

4.8
Medium
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Existing Visual Quality
and Aesthetics

Vividness
View
Point

Viewpoint
Description

Elements of the Visual
Environment

Description

masses that
border the
streets, and the
glimpse of the
cleared rail/trail
corridor through
the thick trees
create a
moderate
degree of
memorability

Intactness
Rating

Description

Unity
Rating

Description

interest.

Rating

Overall
Ratinga

Scale is taken from Publication FHWA-HI-88-054, Visual Impact Assessment for Highway Projects (FHWA, 1988).
Source: CH2M HILL, 2013.
a

The sensitive viewer groups present in the St. Louis Park/Minneapolis Segment include adjacent residents
and recreational users of the trails and the channel connecting the lakes. As described in Table 3.6-2 of the
Draft EIS, residents and recreational users have a high visual sensitivity.
B.

Potential Visual Quality and Aesthetics Impacts

This section identifies both the potential long-term and short-term visual and aesthetic impacts that would
be experienced by viewers along this segment of the LRT route as a result of new elements of the visual
environment. These elements include two tunnel portals and two parallel bridges crossing the channel. The
impact assessment is used as a basis for identifying appropriate mitigation activities.

Long-Term Direct and Indirect Visual Quality and Aesthetics Impacts
This section describes the potential long-term direct and indirect impacts to the six key viewpoints. Visual
changes associated with the LPA at the six viewpoints would include the effects of the underground tunnel
transition points and segments of light rail guideway, including tracks, stations, signal systems, and catenary
wires. There would be a mix of at-grade, below-grade, and above-grade segments. The viewpoints selected to
assess the visual changes that the light rail-related improvements and freight rail modifications would create
in the St. Louis Park/Minneapolis Segment are located primarily in areas where the highest levels of visual
change would take place. For four of the viewpoints analyzed, Appendix J presents a photograph of the
existing view from the viewpoint and a preliminary rendering that depicts the view as it could appear with
the project elements in place. A comparison between the rendered view with the project in place and the
photograph of the existing view provides a basis for making the visual change determination the project
could bring about and the nature and level of any visual impacts. For the two views for which simulations
were not prepared, the assessment of the visual changes in views was based on reviews of project plans and
drawings, and of the visualizations that were prepared for other views in which similar changes were
proposed.

Table 3.4-8 summarizes the anticipated visual changes that would occur within each of the six views and
evaluates the changes to visual quality through application of the FHWA visual impact assessment system.
An assessment is made of each of the three landscape dimensions (vividness, intactness, and unity), rating
each dimension using the 7-point evaluation scale. A rating system comparison between the overall view
score and the view’s existing condition score provides a basis for pinpointing the nature and degree of the
changes to the level of visual quality. Table 3.4-8 is followed by a brief narrative that summarizes the visual
changes and the nature and degree of visual impact on each of the six views. In evaluating the numerical
changes in visual quality, a change in visual quality score in the range of 0.1 through 0.5 points was
considered to be low; a change from 0.6 through 1.0 points as moderately low; a change from 1.1 through
2.0 points as moderate; and a change of more than 2.0 points as high.
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TABLE 3.4-8

Anticipated Direct Change and Impact in Visual Quality and Aesthetics from St. Louis Park/Minneapolis Segment Viewpoints
Vividness

VPN, Viewpoint
Description, and
Identification of New
Visual Elements

Intactness

Unity
Visual Quality
and Aesthetics
Changea and
Impact

Description of
Change

Ratinga

Description of
Change

Ratinga

Description of
Change

(Scale of 1-7;
7=very
high and
Overall
1=very low)
Ratinga Ratinga

1. View northwest from
South Chowen Avenue
toward the existing rail
and trail corridor
Addition of LRT rightof-way in corridor with
catenaries and
perimeter fencing on
left side of view. Bike
and pedestrian trails
pushed closer to the
street. Addition of
West Lake Station with
waiting platform,
catenaries, and
perimeter fencing.

Removal of trees
along north side
of street and
along the
northern
perimeter of the
rail/trail corridor
will decrease the
vividness of the
vegetation. The
addition of the
station structures
will make a
positive
contribution to
the level of
vividness that
counterbalances
the loss of
vividness due to
vegetation
removal.

3.8

Intactness
reduced by the
removal of trees,
the addition of
the station
infrastructure. and
the overhead
equipment
required by the
LRT.

4.5

The visual unity of
this view is likely to
be increased by the
tree clearing that will
open the view
corridor along the
road and open up a
view toward the
station, which will
provide the visual
focal point of a
well-ordered
rail/trail/transit
corridor.

5

4.4

From 4.3 to 4.4
Low (positive
increase)

2. View looking north
near Lake Street
LRT would be out of
sight, buried under
bike and pedestrian
trail. Substantial
removal of existing
vegetation along the
east side of the
corridor.

Removal of trees
along south side
of corridor
decreases
vividness of
vegetation.
Exposure of
distinctive
residential tower
structures
increases
vividness of
human-made
elements.

3.5

Intactness
reduced by
removal of trees
along southern
edge of corridor
and the exposure
of the tall,
visually-intrusive
residential towers.

3.5

Removal of trees and
visibility of the
residential towers
combine to create a
substantial decrease
in the visual unity of
the view.

3.5

3.5

From 4.5 to 3.5
Moderate

3. View from a point
north of Cedar Lake
Parkway looking north
toward the tunnel
portal south of the
channel crossing
Addition of LRT rightof-way to north of bike
and pedestrian trail,
with shift of freight line
into a widened area
along the northern
edge of the corridor.
Addition of a fenced
transition to the tunnel
portal next to the bike
trail.

Removal of large
trees along the
edges of the
corridor that now
contribute
substantially to
the vividness of
the view would
reduce the
vividness of the
view.

3.3

Intactness
reduced by
reduction in the
tree canopy and
by addition of
fencing and
overhead
equipment
required by the
LRT.

4.0

Unity reduced by
reduction of the
extent of the tree
canopy that currently
frames the view and
gives it a high level
of visual unity.

4.5

3.9

From 5.0 to 3.9
Moderate
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4. View from the bike
trail at the south side
of the channel
crossing
Trail corridor would be
widened to
accommodate
aboveground segment
of the LRT as it
approaches the
channel crossing.
Freight line moved
north up to 4 feet.
Installation of fencing
on both sides of the
bike/pedestrian trail
corridor.

Reduction in tree
masses
immediately
adjacent to the
trail and
elimination of the
fencing along the
trail would reduce
the vividness of
the view.

3.3

Fencing located
immediately
adjacent to the
trail corridor and
presence of new
rail corridor with
overhead
infrastructure
would intrude on
the view,
reducing
intactness.

3.5

View’s current high
level of unity would
be reduced by
reduction in the tree
masses that now
enframe the view and
by the addition of
disparate built
elements.

4.5

3.8

From 5.0 to 3.8
Moderate

5. View from the
channel looking
northwest toward the
channel crossing
Vegetation on the
banks at the channel
crossing would be
cleared to
accommodate building
a bridge across the
channel to carry the
LRT, bike and
pedestrian trails, and
freight.

The clearing
would slightly
decrease the
vividness of the
vegetation. The
new bridge would
have an attractive
design that would
add to the
vividness of the
view.

5.0

The intactness of
the view would
be reduced by
the creation of
the cleared area
adjacent to the
bridge and the
addition of more
built elements to
the view.

3.5

The attractive design
of the bridge to carry
bike and pedestrian
trails, light rail, and
freight rail would
serve as a visually
unifying element. The
increased clearance
and openness under
the bridge would
create a visual
connection between
the segments of the
lagoon north/south
of the new bridges.

5.5

4.6

From 5.0 to 4.6
Low

6. View northwest
from West 21st Street
at Thomas Avenue
toward the existing rail
and trail corridor.
Substantial clearing of
vegetation currently
screens views into
station site. Station
and associated
catenaries and fencing
would be visible. Wide
sidewalks installed
along edges of streets
in views.

Removal of trees
on left side of
view will
decrease the
vividness of the
vegetation. The
addition of the
station structures
will make a
positive
contribution to
the level of
vividness that
counterbalances
the loss of
vividness due to
vegetation
removal.

4

Intactness
reduced by the
removal of trees
and the addition
of the station
infrastructure and
the overhead
equipment
required by the
LRT.

4.5

Intactness reduced
by the removal of
trees and the
addition of the station
infrastructure and the
overhead equipment
required by the LRT.

6

4.7

From 4.8. to 4.7
Low

Scale is taken from Publication FHWA-HI-88-054, Visual Impact Assessment for Highway Projects (FHWA, 1988). This rating is
an assessment of the visual quality change. The overall level of impact is described in the text below.
Acronym: VPN = viewpoint number.
Source: CH2M HILL, 2013.

a

Viewpoint 1 – View Northwest from South Chowen Avenue toward the Existing Rail and Trail
Corridor
Overall Level of Impact: Not Substantial (Exhibit J-13)
In this view, clearance of the trees and other vegetation along the left side of the street will open up the
views into to the rail/trail/transit corridor. The corridor will have a more developed appearance, with the
addition of the LRT with its catenaries and perimeter fences and with the addition of the West Lake Station,
with its waiting platform, catenaries, fencing, and surrounding paved circulation areas. The existing
pedestrian and bike trails will be pushed up closer to the street, where they will be more visible. The overall
visual effects of the project will, on balance, be slightly positive. The removal of the dense trees along
Chowen Avenue South will make the view more expansive and the West Lake Station will provide a visual
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focal point, making the view more interesting and memorable than it is at present. The linear features within
the rail/trail transit corridor will be consistent with each other and with the lines of the street, contributing
to the creation of a visually unified composition. Because this view is seen by the residents of the high
density buildings along South Chowen Avenue and Abbott Avenue, there is a high level of sensitivity, so while
the project’s visual effects will be slightly positive, careful design of the project in this area will be required.
Viewpoint 2 – View Looking North near Lake Street (Exhibit J-14)

Overall Level of Impact: Substantial

The LRT alignment would be out of sight, located under the bike and pedestrian trail. The primary visual
impact would consist of removal of existing vegetation along the east side of the corridor. This tree removal
would decrease the mass of the existing vegetation that is an important contributor to this area’s visual
quality, and will reveal the tall, visually intrusive residential tower structures located south of the trail
corridor. The overall level of change to the visual quality of this view would be moderate. Given the high
visual sensitivity of views in this area to recreational and nearby residential viewers, this moderate level of
change to visual quality is considered to be significant.

Viewpoint 3 – View from a Point North of Cedar Lake Parkway Looking North toward the Tunnel
Portal South of the Channel Crossing (Exhibit J-15)
Overall Level of Impact: Substantial

In this view, insertion of the LRT portal tunnel and right-of-way in the area to the north of bike and
pedestrian trail, and shifting of the freight line into a widened area along the northern edge of the corridor
would give the corridor a more highly developed character. In addition, these changes will require removal
of many large trees along the edges of the corridor that now contribute substantially to visual quality. As a
result, there would be a moderate level of change in the view’s level of visual quality. As in other areas along
the Kenilworth corridor, the level of visual sensitivity is high. As a result, this moderate level of change to
visual quality is substantial.
Viewpoint 4 – View from the Bike Trail at the South Side of the Channel Crossing (Exhibit J-16)

Overall Level of Impact: Substantial

The trail corridor seen in this view will be widened to accommodate the aboveground segment of the LRT
alignment as it approaches the channel crossing. The freight line will be shifted slightly to the north. Fencing
will be installed on both sides of the bike/pedestrian trail corridor. Reduction in the tree masses
immediately adjacent to the trail and elimination of the existing split rail fencing along the trail will further
reduce the visual quality of the view. The overall reduction in the visual quality of this view would be
moderate. As in other areas along the Kenilworth Corridor, the level of visual sensitivity is high. As a
consequence, this moderate level of change to visual quality is substantial
Viewpoint 5 - View from the Channel Looking Northwest toward the Channel Crossing (Exhibit J-17)
Overall Level of Impact: Not Substantial

Vegetation on the banks at the channel crossing would be cleared to accommodate construction of a bridge
to carry the LRT alignment, bike and pedestrian trails, and freight across the channel. The vegetative clearing
would cause some reduction in the visual quality of the view. However, the bridge, as currently conceived,
will have an attractive design that will become a positive focal point in the view. The overall change to the
view’s level of visual quality would be low. Because of the recreational activity in the channel this view is
visually sensitive. Even though the view is visually sensitive, because the potential level of change to visual
quality will be low the potential visual impact will be not substantial.

Viewpoint 6 – View Northwest from West 21st Street at Thomas Avenue toward the Existing Rail and
Trail Corridor (Exhibit J-18)
Overall Level of Impact: Not Substantial
Affected Environment, Impacts, and Mitigation
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Removal and thinning of the vegetation on the left side of the view will open the view up, making it more
expansive. The tree removal will permit views into the rail/trail/transit corridor, and will make the new
21st Street Station a focal point in the view. The addition of the light rail infrastructure will cause a moderate
reduction in the visual intactness. Overall, though, the change in the level of visual quality will be low.
Because this view is seen by the occupants of homes in the nearby residential areas and those traveling to
the recreational facilities on Cedar Lake, the level of visual sensitivity is high. Although the sensitivity of the
viewers in this area is high, because the change to the level of visual quality will be low, the overall level of
visual impact will not be substantial.
Short-Term Visual Quality and Aesthetics Impacts

Potential short-term temporary impacts to the six key viewpoints as a result of constructing the LPA are
consistent with those described in Section 3.6.4 of the Draft EIS and would be associated with construction
staging areas; concrete and form installation; removal of some of the existing vegetation along the trail;
lights and glare from construction areas; and dust and debris.
C.

Mitigation Measures

Based on FHWA guidelines, the Council will consider mitigation measures for visual quality impacts that are
deemed substantial and will identify the mitigation measures to be incorporated into the project in the Final
EIS. The Council will develop aesthetic guidelines for the design of the project. These guidelines will address
mitigation measures for visual impacts identified in the Final EIS and will consider input from the affected
communities. Mitigation measures for substantial adverse impacts resulting from the light rail elements will
be identified during advanced engineering and could include measures such as landscaping, visual
treatments and continuity with the elevated light rail structure design, lighting, and signage. 32

Where appropriate, construction related mitigation measures will include elements such as locating staging
areas in places not viewable by trail users or by otherwise incorporating visually screening, preservation of
existing vegetation to the extent possible, implementation of dust suppression efforts, shielding of nighttime
construction lights, continuous cleanup of trash and debris, and timely restoration of areas disturbed during
construction.
3.4.2

Environmental Effects

This section addresses how the proposed LPA would affect the following environmental categories that are
included within the Environmental Effects resource group: geology and groundwater; water resources
(wetlands, floodplains, public waters, and stormwater management); noise; vibration; and hazardous and
contaminated materials.
3.4.2.1

Geology and Groundwater

This section describes the existing geologic and groundwater conditions in the St. Louis Park/Minneapolis
Segment and how the proposed LPA would be affected by or affect geology and groundwater. Geologic
considerations important to the Southwest LRT Project include geology, soil characteristics, groundwater
conditions, and geologic hazards. These considerations would affect the type of construction methods used
for the project and, if not adequately considered during project design, could affect the long-term operations
and safety of the light rail system or nearby buildings, roadways, and utilities. Geology and soil
considerations are closely related to groundwater conditions. Construction activities and potential light railrelated improvements both have the potential to affect groundwater by potentially changing the flow of or
contaminating groundwater within the project vicinity. This section evaluates the potential impacts of the
proposed light rail tunnel in the Kenilworth Corridor that were not considered during the Draft EIS.
As summarized in Table 3.4-1, the vicinity of the proposed light rail-related improvements and freight rail
modifications generally has soil types that would accommodate construction of the proposed facilities.
Further, there is the potential for long-term pumping of surface water from the tunnel portals
32

See also Section 3.4.1.3 of this Supplemental Draft EIS for information on the effect of the LPA on the Kenilworth Lagoon’s
setting, which includes visual characteristics of the setting, and on the forthcoming Section 106 agreement, which will
address proposed mitigation measures for the historic property.
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(predominantly stormwater) that collects inside and at the lowest point of the tunnel portals and is routed to
underground infiltration chambers. In addition, in order to build the tunnel, groundwater removal would be
required during construction of the light rail tunnel.
A.

Existing Conditions

This section describes the existing geologic and groundwater conditions within the St. Louis Park/
Minneapolis Segment. Section 4.1.3 of the Draft EIS describes the existing geological conditions in the study
area, which include surficial geology (soils), bedrock geology, and groundwater. Geologic and groundwater
information and mapping provided in the Draft EIS for the greater project area cover all areas addressed in
this Supplemental Draft EIS, including the Kenilworth Corridor.

Since publication of the Draft EIS, the Council has performed 37 soil borings and 8 cone penetrometer test
(CPT) soundings between the proposed West Lake Station and Penn Station. Of these, 17 soil borings and
4 CPTs were performed within the area where a light rail tunnel would be constructed. See Section 2.5.3 for a
description of the proposed light rail tunnel. The Kenilworth Shallow LRT Tunnel Basis of Design Technical
Report ([Council, 2014d]; see Appendix C for instructions on how to access this report) summarizes the soil,
geologic, and groundwater conditions in the vicinity of the proposed light rail tunnel based in part on the
results of the 37 soil borings and 8 CPT soundings 33. The technical report supplements the soil and
groundwater analysis conducted as part of the Draft EIS. Results of the soil borings and CPT soundings reveal
that soils along the tunnel alignment generally consist of deep alluvial sands with pockets of silty clay soils
and organic (peat) deposits in some areas. Areas of soft soils (organics or silt and clays) occur near West
Lake Street and just south of the Kenilworth Channel. The soft soils are approximately 4 feet in thickness in
both locations. Silt and clays near West Lake Street extend to depth of approximately 20 feet or greater.
Bedrock is located approximately 150 feet below the ground surface near West Lake Street (Minnesota
Geologic Survey). No geologic hazards (such as sinkholes, shallow limestone formations, or near-surface
karst) are expected.
Cedar Lake and Lake of the Isles are hydraulically connected by the Kenilworth Lagoon, which is often
termed the Kenilworth Channel. Prior to construction of the lagoon in the early 1900s, the water level in
Cedar Lake was several feet higher than in Lake of the Isles, causing an eastward groundwater flow from
Cedar Lake east toward Lake of the Isles. Construction of the lagoon allowed stabilization of water levels in
the two lakes to a common level, and the groundwater gradient between the two lakes was minimized or
eliminated. Groundwater is shallow in the vicinity of the proposed tunnel (approximately 10 feet below
ground surface in some places near West Lake Street and approximately 17 feet below ground surface along
the length of the tunnel). Seasonal fluctuations in groundwater occur, depending on rainfall, snowmelt, and
temperature changes. As described in the Draft EIS, in areas with high groundwater elevations and granular
soils, there is an increased potential for groundwater contamination as a result of previous hazardous and
contaminated materials spills.
B.

Potential Geology and Groundwater Impacts

This section identifies the potential long-term impacts to geology and groundwater, as well as short-term
impacts, which apply to groundwater only.
Long-Term Direct and Indirect Geology and Groundwater Impacts

This section addresses how geology and groundwater can impact and be impacted by the proposed LPA in
the long and short terms.

The Southwest Light Rail Transit: Kenilworth Shallow LRT Tunnels Water Resources Evaluation (Burns & McDonnell, 2014)
provides an independent review of the draft of the Kenilworth Shallow LRT Tunnel Basis of Design Technical Report, as well as
five other related documents. The final Kenilworth Shallow LRT Tunnel Basis of Design Technical Report (Council, 2014e)
addresses recommendations included in the Water Resources Evaluation report (Burns & McDonnell, 2014). See Appendix C
for instructions on how to access these reports.
33
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Geology
Because the proposed light rail tunnel would result in removal of soil and water within the tunneled zones,
the tunnel would be relatively light in weight compared to the soil that currently exists at the tunnel location,
resulting in little if any change in load. Settlement of the non-organic soils would, therefore, not be likely. In
this case, when the load change is small and the soils are not compressible, the amount of settlement below
and in the vicinity of the tunnel would be negligible. For these conditions, construction and operation of the
light rail system would not affect the performance of the proposed tunnel or other structures located in the
vicinity of the tunnel, such as roadways, utilities, and nearby buildings.
Potential long-term direct and indirect impacts outside of the tunnel area are similar to those addressed in
Section 4.1.4 of the Draft EIS.
Groundwater
The long-term impacts of the proposed LPA on groundwater involve a number of possible considerations
such as whether groundwater could affect long-term operations of the light rail tunnel; whether the
proposed tunnel would affect the levels of the adjacent lakes; and whether the proposed tunnel would
increase the risk of groundwater contamination.

Long-Term Tunnel Operations. As described in the Kenilworth Shallow LRT Tunnel Basis of Design
Technical Report (Council, 2014d), the light rail tunnel would be designed to minimize the inflow of
groundwater through use of a water proofing system and the permanent use of the steel sheetpile retaining
wall system. The tunnel design and construction is comprised of a relatively impermeable steel sheetpile
system on the outside, waterproofing installed between the inside faces of the sheetpile walls and the surface
of the concrete seal base, and the outside of the concrete tunnel and waterproofing applied to the outside of a
sloped concrete cap on top of the tunnel. Further, the report notes that, in the long term, stormwater and
groundwater would be addressed using two relatively distinct water control systems: 1) the tunnel portal
control system; and 2) the internal tunnel water control system.

Tunnel Portals. Water collected at the tunnel portals would be predominantly stormwater, but could also
include melted ice from the light rail trains. Water entering the tunnel portals would be collected and
prevented from entering inside the tunnel with drains located in the base of the tunnel portals near the
tunnel openings. The water would be routed through pumps, through a pretreatment system that would
capture debris and sediments and through an underground infiltration chamber, which would allow the
water to enter into the groundwater system. 34

Internal Tunnel. If water enters the internal tunnel, it would likely be predominantly groundwater entering
via small cracks or joints in the concrete walls, floors, and ceilings. In addition, some water could enter the
internal tunnel by light rail trains (e.g., dripping, melting ice). The drainage system inside the tunnel is
designed as a closed waterproofing system that excludes groundwater from entering the tunnel. In order to
provide a basis for the waterproofing system design and the design of the internal tunnel water control
system, an allowable seepage rate of 0.002 gal/ft2/day (as recommended by FHWA-NHI_10_034) is used.
Applying the allowable seepage rate to the tunnel design results in as much as approximately 190,000
gallons of water per year that could be collected by the internal tunnel water control system. Water collected
in the tunnel would be treated, if required, and pumped to the adjacent sanitary sewer systems owned by
either the City of Minneapolis or the Council Environmental Services.

The Tunnel’s Effects on Lake Level. Groundwater and lake levels in the area surrounding Cedar Lake, Lake
of the Isles, and Lake Calhoun are very similar, with little change in elevation across the system. The three
lakes are connected by free-flowing surface water channels, effectively making the lakes act as one water
body. As a result, there is little or no groundwater gradient among the lakes; groundwater does not “flow”
from one water body to another. Precipitation and evaporation processes are the dominant factors in lake
34

The infiltration chambers that are part of the light rail tunnel portal water management system would be sized to
accommodate stormwater volumes associated with a 100-year storm event. Drains in the tunnel portals would be sized for
volumes in excess of that level. Volumes of water in excess of the 100-year storm event would pass through the infiltration
chambers and would overflow into the existing storm sewer system and surface water bodies in the vicinity of the tunnel.
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level fluctuation for this area. Groundwater modeling studies carried out to evaluate the effects of the tunnel
on water levels in the vicinity of the tunnel show that due to the predominately sandy soil conditions and
lack of groundwater “flow” in the vicinity of the tunnel, groundwater will rise and fall equally around the
tunnel. The amount of water that could be collected by the internal water control system as described earlier
is expected to be a very small percentage of the water budget for the lakes, and when the role of precipitation
is considered on the broader Kenilworth Corridor area, this seepage would not affect groundwater or lake
levels.

Risk of Groundwater Contamination during Tunnel Operations. The area of the proposed light rail
tunnel was identified in the Draft EIS as an area susceptible to groundwater pollution because of its shallow
groundwater depth in combination with the highly permeable nature of soils, which is typical of sands and
gravels. However, the potential for contamination to groundwater from the tunnel is low because the trains
would be electric and there would generally be no activities in the tunnel that would generate pollutants that
could contaminate groundwater. In the very unlikely event of a hazardous materials spill within the tunnel,
the tunnel would have a base slab and drainage system, which would prevent infiltration through the tunnel
bottom and would allow contaminated materials to be collected, ensuring that the hazardous materials or
contaminated stormwater in the tunnel would not be released into the groundwater. Finally, the internal
tunnel water control system previously described in this section would channel water collected in the
internal tunnel to the adjacent sanitary sewer systems, treated as required, avoiding entry of that water into
the groundwater system. Section 3.4.2.5 of this Supplemental Draft EIS describes the hazardous material
sites in this area and potential groundwater contamination issues.

The Phase I Environmental Site Assessment (ESA) of potential groundwater contamination for this segment is
ongoing and will be included in the Final EIS. A Phase II ESA will be completed, where determined
appropriate based on the Phase I ESA, prior to construction. Acquiring land with known contamination that
cannot be easily remediated or contained would be avoided to the extent possible based on a Phase I and/or II
ESAs as the project advances into further stages of project development. The long term risk to the project will be
determined once remediation is completed in areas of known and encountered contamination during
construction. See Section 3.4.2.5 of this Supplemental Draft EIS for additional information on hazardous and
contaminated material sites within or adjacent to the St. Louis Park/Minneapolis Segment and how potential
contamination to groundwater would be addressed.

Direct Impacts Outside of the Tunnel Area. The LPA was assessed to determine if the construction of
foundations for the light rail system’s features, including stations and park-and-ride facilities, or the
construction of new earth fills would result in localized changes in groundwater flow. Because the native soil
along most of the St. Louis Park/Minneapolis Segment is granular in consistency, water flow would be
around or under the new structures, resulting in no noticeable changes in the groundwater flow regime.
If the light rail alignment is located on areas of organic soils or clays, drainage features may be needed to
allow normal groundwater flow through areas where the alignment is on earth fills to prevent ponding. The
potential to contaminate groundwater from operation of the light rail system would be low, because the
trains would be electric and, generally, no activities that generate pollutants would occur in this area.
Although the light rail system would generate few, if any, pollutants, there would be a risk of unexpected
contamination during routine maintenance of the light rail system. The contamination could be in the form of
solvents used to clean greases and oil. In view of the potential for groundwater contamination along the
alignment, particularly along the Louisiana Station, Beltline Station, Kenilworth Lagoon, and 21st Street
Station areas, maintenance practices would be adopted that minimize the risk of these occurrences. These
practices could include the use of lining systems and other containment methods when risk of contamination
exists (see Figure 4.1-13 in the Draft EIS).
Indirect Effects. No indirect effects for geology or groundwater are expected.

Short-Term Geology and Groundwater Impacts
This section describes the potential short-term impacts to soil, geology, and groundwater during
construction of the LPA.
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3-171
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

There would be no short-term impacts of the LPA on soils and geology, other than the potential for typical
soil erosion resulting from ground-disturbing construction activities, which would be avoided through the
implementation of industry-standard construction BMP and a stormwater pollution prevention plan
(SWPPP).The SWPPP is discussed in Section 3.4.2.2.B of this Supplemental Draft EIS. Short-term impacts
related to construction of the LPA would be limited to potential impacts to groundwater. The potential shortterm impacts of the proposed LPA on groundwater include the risk of contamination during construction
and the risk of settlement due to groundwater pumping during construction.

The Risk of Groundwater Contamination during Construction. Removal of groundwater from the tunnel
construction area would be necessary during construction of the cut-and-cover tunnel due to the high
groundwater level. Groundwater removal, however, would be limited to the construction cells bounded by
steel sheetpiling. The concrete tunnel would be built in stages within construction cells as described in the
Kenilworth Shallow LRT Tunnel Basis of Design Report (Council, 2014d). A drainage system comprised of
sumps and collection trenches would be installed to collect both groundwater seeping into the construction
area and any stormwater runoff. As documented in the Kenilworth Shallow LRT Tunnel Basis of Design
Technical Report, this drainage system would treat the water through use of filtration tanks and infiltration
basins or other means as approved by the Minnehaha Creek Watershed District (MCWD) and the MnDNR,
and would be designed to accommodate up to a 100-year storm event. In the case of a larger storm event, the
water would be discharged to the sanitary sewer system or other means as approved by the MCWD and the
MnDNR.
Outside of the tunnel area, the Louisiana Station, Beltline Station, Kenilworth Lagoon, and 21st Street Station
areas were identified as areas susceptible to groundwater pollution in the Draft EIS (Section 4.1.3.6).
However, the risk of groundwater contamination in these areas would be reduced because most
construction within these areas would be either at- or above-grade. For this type of construction, little
pumping of groundwater would be anticipated.

The Risk of Settlement due to Groundwater Removal during Construction. Within the tunnel area, the
primary potential impact during construction associated with groundwater removal could be settlement of
nearby buildings, roadways, and utilities. Removing water from surrounding soils increases the risk for soil
subsidence and the potential for building movement and settlement cracks in foundations or pavements.
The risk of groundwater removal during construction causing building settlement would be very low
because proper BMPs would be employed during construction and groundwater removal would be limited to
construction cells that would be specifically designed to avoid the settlement of any nearby structures.
Further, the specifications will include requirements for the contractor to develop a plan that includes
sheetpile test areas to determine the effect of pile operations. Pile operations would then be conducted in
these areas and monitoring would be conducted, and the contractor would provide results before operations
begin.
Outside of the tunnel area, in areas where groundwater pumping may be needed during construction, a
temporary drainage system could be developed that would treat water through the use of filtration tanks
and infiltration basins. To minimize the potential impact of settlement in areas where groundwater pumping
would be necessary, a monitoring plan would be developed and implemented to ensure that if any building,
road, or parking area settlement occurs, it would be detected as soon as possible so that additional
remediation methods could be employed.
C.

Mitigation Measures

A groundwater management plan will be prepared by the Council, and approved by the Minnesota
Department of Natural Resources and MCWD, before construction. That plan will include required
groundwater monitoring and management practices during construction. The management plan will also
address collection, storage, and disposal of surface water runoff from the light rail track system, stations, and
other infrastructure developed as part of the project. Mitigation measures related to potential existing
groundwater contamination and hazardous and contaminated materials are discussed in Section 3.4.2.5 of
this Supplemental Draft EIS.
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Within the St. Louis Park/Minneapolis Segment, the groundwater management plan will include monitoring,
which will be used to assess excessive groundwater infiltration and to prioritize any potential repairs to the
waterproofing systems. The project’s plan will be based on an appropriate safety factor, to be determined in
consultation with the MCWD and the MnDNR, which will be applied to pumping rates and yearly pumping
volumes in calculating maximum inflow amounts.
3.4.2.2

Water Resources: Wetlands, Floodplains, Public Waters, and Stormwater Management

This section describes existing water resources (i.e., wetlands, floodplains, public waters, and stormwater
management) within the St. Louis Park/Minneapolis Segment and assesses how the LPA would impact those
water resources in the long term and short term (during construction). Mitigation measures for these
impacts are also covered in this section.
Public waters are lakes, wetlands, and watercourses (streams and rivers) are under the jurisdiction of the
Minnesota Department of Natural Resources (MnDNR). MnDNR defines public waters as all water basins
(lakes and wetlands) and watercourses that meet the criteria set forth in Minnesota Statutes,
Section 103G.005.

As summarized in Table 3.4-1, the LPA would result in the following impacts to water resources in the
St. Louis Park/Minneapolis Segment: permanent fill of approximately 0.5 acre of wetlands; temporary effects
on wetlands during construction; one new light rail crossing of a public waterway; stormwater treated
before entering the municipal storm drain systems; and no long-term floodplain impacts. The Draft EIS
wetland impacts in the St. Louis Park/Minneapolis area are similar to those identified in this Supplemental
Draft EIS. However, floodplain impacts in the St. Louis Park/Minneapolis Segment identified in the Draft EIS
have been eliminated through a Letter of Map Revision (LOMR), which is described is greater detail below in
the floodplains discussion.

Agency Coordination
Coordination with the federal, state, and local permitting agencies and jurisdictions has been ongoing
throughout development of the Supplemental Draft EIS and will continue through development of the
forthcoming Final EIS and issuance of applicable permits listed in Table 4.4-5 of this Supplemental Draft EIS.
Specific to the St. Louis Park/Minneapolis Segment, the wetland sites considered, as described in
Section 2.3.3, were reviewed with the USACE and state and local jurisdictions taking in to consideration
potential impacts to wetlands. Table 3.4-9 summarizes wetlands impacts that would occur within the
St. Louis Park/Minneapolis Segment. Beginning in July 2013, the SPO convened a monthly Technical
Evaluation Panel (TEP) meeting with permitting agencies with jurisdiction under the federal Clean Water
Act, the state Wetland Conservation Act and local water resources rules. See Section 3.2.2.2 for additional
information on the TEP.
TABLE 3.4-9

St. Louis Park/Minneapolis Segment Wetland Impact Summary
Wetland Size
(acres)

Wetland Impact (Fill)
(acres)

DOT-MPL-11

1.44

0.06

Type 3 (shallow marsh)

MC-MPL-13

NA

0.15

Type 90 (permanently flooded riverine system)

MC-SLP-08

0.28

0.28

Type 7 (hardwood swamp)

Total

1.72

0.49

Wetland I.D.

Wetland Type (Circular 39a)

USFWS Circular 39 System (Shaw and Fredine, 1956).
Note: Permitting agencies would be USACE, MnDNR, Minnehaha Creek Watershed District, and City of Minneapolis.
Acronym: NA = not available.
Source: Wetland field delineation performed August 26 and September 12, 2013, Anderson Engineering, LLC.
a

Section 3.1.2.7 of this Supplemental Draft EIS explains the process for merging NEPA and Section 404
requirements. Further, the Minnesota Pollution Control Agency (MPCA) overseeing the Section 401
certification process under the Clean Water Act requested that the information necessary for Section 401
certification be incorporated into the USACE’s 404 wetland permit application. Coordination will continue
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through development of the forthcoming Final EIS and through review of applicable permit applications
listed in Table 4.5-2 of this Supplemental Draft EIS. Specific to the St. Louis Park/Minneapolis Segment, the
wetland sites considered were reviewed with the USACE and state and local jurisdictions taking in to
consideration potential impacts to wetlands.
A.

Existing Conditions

This section describes the water resource features (wetlands, floodplains, public waters, and stormwater
management) in the St. Louis Park/Minneapolis Segment. Field delineations of wetlands, which were not
conducted for the Draft EIS, were conducted between July and November 2013, and in September 2014
within the St. Louis Park/ Minneapolis Segment. Field crews used the Corps of Engineers Wetlands
Delineation Manual (USACE, 1987) and applicable supplements (USACE, 1987), under the oversight of a
Minnesota Certified Wetland Delineator, to conduct the field delineations. See Section 3.1.2.7 for more
information. In addition to the wetland delineations the project team conducted in the St. Louis Park/
Minneapolis Segment in 2013, the Minnehaha Creek Watershed District, the Cities of Minneapolis and
St. Louis Park, and the USACE verified the wetland boundaries and types.

Wetlands

The Draft EIS identifies wetlands in this segment based on mapping databases available at that time. The
result was wetlands identified near Minnehaha Creek associated with the channel crossing between Cedar
Lake and Lake of the Isles and immediately north of the proposed location of Penn Station. Field delineations
conducted as part of this Supplemental Draft EIS in this segment on August 26 and September 12, 2013, and
September 4, 2014, identified 12 wetlands, illustrated on Exhibit 3.4-5. Wetlands were delineated at the
following locations: near the proposed West Lake Station; near the Kenilworth Lagoon that connects Cedar
Lake and Lake of the Isles; near the proposed Penn Station; in the vicinity of Bryn Mawr Meadows; and near
the proposed Beltline Station at the location of a proposed park-and-ride facility. Additional information
about St. Louis Park/Minneapolis Segment wetlands can be found in the Wetland Investigation Report
(Anderson Engineering of Minnesota, LLC, 2013) and 2014 Supplemental Wetland Investigation Report
(Anderson Engineering of Minnesota, LLC, 2014). See Appendix C for instructions on how to access these
reports.

Floodplains
There are no 100-year floodplains within the St. Louis Park/Minneapolis Segment of the LPA. The Draft EIS
(Figure 4.2-2) shows a 100-year floodplain extending northeast from Minnehaha Creek toward and crossing
over the project alignment. The Draft EIS figure was produced using MnDNR floodplain data. MnDNR’s
floodplain data are derived from the FEMA Flood Insurance Rate Maps (Flood Insurance Rate Map,
No. 27053C0361E, 2004). However, the FEMA data were produced in 2004 and have since been amended
through a Letter of Map Revision, 35 which eliminated the 100-year floodplain within the St. Louis Park/
Minneapolis Segment (FEMA, 2007).
Public Waters and Stormwater Management

No additional public watercourses were identified by analysis of MnDNR GIS data for this segment beyond
those disclosed in Section 4.2.3.2 of the Draft EIS. As described in the Draft EIS, proposed improvements in
the St. Louis Park/Minneapolis Segment under the LPA would be near, but would not cross, Minnehaha
Creek. See Draft EIS Section 4.2.3.2 for more information.
B.

Potential Water Resources Impacts

This section identifies the potential long-term and short-term impacts of the LPA on wetlands, public waters
and stormwater management, and floodplains that would occur in the St. Louis Park/Minneapolis Segment.

35

A Letter of Map Revision is FEMA's modification to an effective Flood Insurance Rate Map, or Flood Boundary and
Floodway Map, or both) https://www.fema.gov/national-flood-insurance-program-2/letter-map-revision).
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EXHIBIT 3.4-5

Water Resources: Wetlands, Floodplains, and Public Waters, St. Louis Park/Minneapolis Segment
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Long-Term Direct and Indirect Wetlands, Floodplains, and Public Waters and Stormwater Management Impacts
This section describes the long-term direct and indirect impacts on water resources in the segment.

Wetlands
The St. Louis Park/Minneapolis Segment would place fill in three wetland basins as shown on Exhibit 3.4-5.
Wetlands that would be filled by the proposed light rail-related improvements and freight rail modifications
are described below. Table 3.4-9 summarizes wetlands impacts that would occur within the St. Louis Park/
Minneapolis Segment. These basins are primarily adjacent to the existing freight rail alignment in the
segment, with one exception near the Beltline Station where the permanent fill would be due to a proposed
park-and-ride lot. The total wetlands filled in this project segment would be approximately 0.5 acre. The
wetland types that would be filled include Type 3 (shallow marsh), Type 7 (hardwood swamp), and Type 90
(permanently flooded riverine system).

Wetland DOT-MPL-11, near the proposed Penn Station, is a Type 3 (shallow marsh) wetland that is part of
the highway drainage system. The wetland vegetation is dominated by narrow-leaved cattail (Typha
angustifolia) and duckweed (Lemna minor). The upland vegetation on the highway ditch slope is dominated
by black willow (Salix nigra), sandbar willow (Salix interior), common buckthorn (Rhamnus cathartica),
Canada goldenrod (Solidago canadensis), and Canada thistle (Cirsium arvense).

Wetland MC-MPL-13 is an unclassified manmade channel between Cedar Lake and Lake of the Isles
(i.e., Kenilworth Lagoon). This Type 90 (permanently flooded riverine system) wetland extends offsite to the
west and east. Wetland vegetation is dominated by green ash (Fraxinus pennsylvanica), American elm (Ulmus
americana), box elder (Acer negundo), and common buckthorn (Rhamnus cathartica). The upland vegetation
adjacent to the channel is dominated by white mulberry (Morus alba) and garlic mustard (Alliaria petiolata).
Wetland MC-SLP-08, near the proposed Beltline Station, is an isolated Type 7 (hardwood swamp) wetland
that is used for stormwater treatment. The wetland vegetation is dominated by common buckthorn
(Rhamnus cathartica), garlic mustard (Alliaria petiolata), and reed canary grass (Phalaris arundinacea).
Adjacent upland vegetation is dominated by box elder (Acer negundo), common buckthorn (Rhamnus
cathartica), and garlic mustard (Alliaria petiolata).

Floodplains
Long-term direct impacts to floodplains are defined as the introduction of fill material into an area currently
mapped as a 100-year floodplain. The LPA would not result in any direct impacts to 100-year floodplains
within the St. Louis Park/Minneapolis Segment, because there are no 100-year floodplains within the
segment.
As noted in Section 9.6.11.2 of the Draft EIS, the LPA would not result in any long-term indirect impacts to
floodplains because any anticipated development and redevelopment around station areas would be
required to implement applicable BMPs that would avoid impacts to floodplains.
Public Waters and Stormwater Management

The LPA would result in a new light rail crossing of the Kenilworth Lagoon, addressed and identified in
Section 4.2.3.5 of the Draft EIS as an unnamed channel connecting Cedar Lake and Lake of the Isles.

A general description of changes to impervious surfaces and potential impacts to stormwater runoff is found
in Section 3.2.2.2 of this Supplemental Draft EIS. Specific to the St. Louis Park/Minneapolis Segment, the
proposed park-and-ride lots at Louisiana and Beltline Stations; station platforms; LRT guideway and the light
rail tunnel portals in the Kenilworth Corridor would create new impervious surface. The tunnel would create
stormwater management needs because stormwater collected at the tunnel portals would need to be
pumped out of the facility. Such water pumping activities would need to comply with stormwater permit
requirements. See Section 3.4.2.1.B for additional information on the light rail tunnel water control systems.

The stormwater systems managed by local jurisdictions in this area typically discharge to local streams and
wetlands. Urbanization has changed many of the land uses in the area from forested areas to urban
development. In the St. Louis Park/Minneapolis Segment, the Cities of St. Louis Park and Minneapolis, in
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conjunction with the Minnehaha Creek Watershed District, have active stormwater management regulations
and programs.

Short-Term Wetlands, Floodplains, and Public Waters and Stormwater Management Impacts
This section describes the potential short-term impacts to water resources in the segment caused by
constructing the LPA.

Wetlands
Short-term fill within wetlands due to construction activities, and potentially other related construction
activities, could affect wetlands within the St. Louis Park/Minneapolis Segment. These impacts would
generally be limited because much of the new light rail alignment would be built on existing railroad rightof-way. Construction activities may result in loss or disturbance of soils and vegetation or potential for
inorganic solids to reach the wetlands. Erosion and sedimentation typically occur when rainfall and
stormwater runoff erode soil and deposit the eroded materials downslope or downstream from the
construction area. Erosion and sedimentation can result from a variety of potential actions associated with
construction, including the following:
•
•
•
•
•
•

Removing vegetation that exposes soil to erosion
Exposing soil by way of grading, filling, and excavation
Tracking soils onto roads by vehicles
Constructing in or near wetlands, lakes, streams, or drainage courses
Constructing slopes that collect and concentrate stormwater, causing erosion
Pumping of groundwater at excavations

Implementing appropriate BMPs would help minimize erosion and sedimentation impacts. These BMPs will
include the preparation of a temporary erosion and sediment control plan and a hazardous and
contaminated materials management plan, if needed. BMPs that will be implemented during construction
will be designed to minimize the potential for soil erosion and sedimentation and to protect water quality, if
needed. Potential BMPs that could be implemented during construction include the following:

•
•
•

•
•
•
•
•
•
•
•
•

Minimizing the amount of cleared area at a construction site

Stabilizing construction entrances and haul roads using quarry spalls
Washing truck tires at construction entrances, as necessary
Constructing silt fences downslope from exposed soil
Protecting catch basins from sediment

Containing and controlling concrete and hazardous and contaminated materials onsite

Installing temporary ditches to route runoff around or through construction sites, with straw bales or
rock check dams strategically located to slow and settle runoff
Providing temporary plastic or mulch to cover soil stockpiles and exposed soil

Using straw wattles to reduce the length of unbroken slopes and minimize runoff concentration

Using temporary erosion control blankets or mulch on exposed steep slopes to minimize erosion before
vegetation is established
Constructing temporary sedimentation ponds to remove solids from concentrated runoff and
groundwater pumping before being discharged
Conducting vehicle fueling and maintenance activities no closer than 100 feet from a wetland

Floodplains
No short-term direct impacts to floodplains are expected due to the proposed project, although
sedimentation flow into the floodplain could indirectly occur during construction if a substantial storm event
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were to occur Construction staging will be located outside the floodplain areas to minimize the potential for
temporary effects.

Public Waters and Stormwater Management
The potential water quality impacts resulting from construction activities may increase turbidity and
sedimentation in the receiving water features as a result of stormwater runoff from disturbed construction
sites. Erosion and sedimentation typically occur when rainfall and stormwater runoff erode soil and deposit
the eroded materials downslope or downstream from the construction area. Erosion and sedimentation can
result from a variety of potential actions associated with construction, including the following:
•
•
•
•
•
•

Removing vegetation that exposes soil to erosion
Exposing soil by way of grading, filling, and excavation
Tracking soils onto roads by vehicles
Constructing in or near wetlands, lakes, streams, or drainage courses
Constructing slopes that collect and concentrate stormwater, causing erosion
Pumping of groundwater at excavations such as pier foundations, trenches, and tunnels

The runoff from newly poured concrete surfaces can have high alkalinity, often above pH 9, which can result
in degraded water quality and can adversely affect fish. In addition, total suspended solids from the concrete
fines might result in a milky-white appearance of the runoff, exceeding turbidity requirements. Because the
total amount of ground disturbance during construction would be more than one acre, a National Pollutant
Discharge Elimination System general construction stormwater permit would be required for this project.
One of the permit requirements is a project-specific SWPPP. The SWPPP would be developed and
implemented in accordance with Council Environmental Services guidance and procedures. This plan would
include a temporary erosion and sediment control plan and a hazardous and contaminated materials
management plan, and would employ BMPs during construction to minimize the potential for soil erosion
and sedimentation and to protect water quality. Potential BMPs would include those listed above for
wetlands.

A temporary erosion and sediment control plan also would include a water quality monitoring plan and
a schedule for inspecting the erosion control measures for effectiveness. Water pumped from the
construction site, such as from guideway pier construction, would be treated as required to meet discharge
requirements identified in the SWPPP. Pavement slurry and residue from road cutting and grinding would be
collected and properly disposed of offsite, and a concrete containment and disposal plan would also be
prepared. An MnDNR-certified erosion and sediment control specialist would be employed to conduct the
inspections, and deficiencies would be promptly corrected. These measures would minimize the likelihood of
serious water quality problems occurring during construction.
The concrete used for the project would take several months to cure enough so that the pH of exposed
surfaces decreased to acceptable levels. Stormwater runoff would be tested, and if excessive levels of pH or
turbidity are found, the runoff would be treated before it is released to storm sewers or a receiving water
body. If discharge of treated construction or process water to a sanitary sewer is proposed, approval must be
obtained from the appropriate jurisdictions.

Additional Construction BMPs
The proposed project will comply with applicable state, federal, and local regulations and will install BMPs to
control and minimize erosion and potential impacts to surface water resources as determined during the
permitting process. Construction BMPs may include some or all of the following:
•
•
•
•

Inlet protection of catch basins (filters, bio-bags, catch-basin drop-filters)
Excavation silt control (silt fence, bio-bags)

Temporary seeding of open excavations and stockpiles as appropriate for surface soil areas that remain
exposed for several weeks or longer
Swales with check dams – surface waterways with periodic check dams for silt removal
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Temporary paving of area to receive traffic prior to final restoration
Infiltration of stormwater runoff after removal of heavy sediments

Temporary rerouting of stormwater away from exposed slopes and stockpiles

Temporary rock construction entrances to remove mud for construction vehicles before they leave
the site

When applicable, these BMPS will be installed prior to earthwork and grading activities, and would be kept
in good working order for the duration of the project. The project would be monitored under grading
permits issued by the watershed districts, water management organizations (WMOs), and the cities in the
corridor.
Runoff volume control techniques would be considered during Engineering to minimize the rate, volume,
and quality of surface runoff, including green swales, infiltration strips, rainwater gardens, subsurface
storage, grit chambers, and sump manholes.
C.

Mitigation Measures

The Section 404 permit application will identify compensatory mitigation for unavoidable impacts to
wetlands and other aquatic resources. A Compensatory Mitigation Plan will be developed by the Council, and
reviewed by USACE, prior to the submittal of the Section 404 permit application.

Mitigation options to off-set permanent wetland impacts include onsite project-specific permitteeresponsible mitigation, offsite project-specific permittee-responsible mitigation, and/or the purchase of
wetland mitigation bank credits that meet USACE regulatory requirements, as well as state and local
regulatory requirements. Wetland impacts will be reduced, as feasible, by continued project design
refinements to limit the affected areas within the wetlands, including the placement of construction fencing
to control construction limits. The actual mitigation ratio for the loss of wetlands will depend on the location,
type, and functional value of the wetland being impacted and permits obtained from agencies with
regulatory authority. Compensatory wetland mitigation required for the project will depend on final
footprint of wetland fill, as well as ecological value of the wetlands affected. Impacts to waters and wetlands
will be detailed in the Final EIS.
Stormwater runoff (both long-term and short-term) will be directed into stormwater detention facilities
created as part of the project (see discussion of stormwater above). Temporary impacts on soils and
vegetation within and surrounding the wetlands will be restored upon completion of construction.

Impacts on floodplains and public waters shall be mitigated by compensatory storage. During Engineering,
the amount of floodplain impacts will be calculated, and coordination with the appropriate entities (WMOs)
will occur to determine the type, location, and extent of compensatory floodplain storage (likely in the form
of excavation) required. The Council will coordinate with, and obtain permits from, local, state, and federal
water resources agencies. Development of permit applications will be completed during the Engineering
phase of the project.
3.4.2.3

Noise

This section provides a summary of the existing noise levels around noise-sensitive properties within the
St. Louis Park/Minneapolis Segment; an assessment of how those properties would be impacted by the LPA;
and how those impacts could be mitigated. As summarized in Table 3.4-1, there would be 67 moderate noise
impacts and three severe noise impacts without mitigation.

Background information on how noise is defined, the noise generated by LRT and freight rail, and FTA noise
impact guidelines can be found in the Noise Fact Sheet in Appendix H of this Supplemental Draft EIS.
Appendix H of the Draft EIS also contains background information on noise and FTA evaluation criteria. In
addition, detailed information regarding noise measurements, impact methodology, and the impact
assessment can be found in Appendix H of this Supplemental Draft EIS. The Final EIS will contain a
comprehensive technical appendix with updated and detailed information regarding all noise-related inputs,
measurements, an impact assessment, and mitigation.
Affected Environment, Impacts, and Mitigation
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Existing Conditions

This section describes existing noise-sensitive land uses in the St. Louis Park/Minneapolis Segment and
existing noise levels. The existing number and location of sensitive noise receptors in the St. Louis Park/
Minneapolis Segment are the same as those described in the Draft EIS. However, prior to publication of this
Supplemental Draft EIS, additional noise monitoring was conducted (July and August 2013) to better reflect
existing freight rail operations within the freight rail corridor. As discussed in Section 3.1.2.8, this monitoring
represents an update to the monitoring used for the Draft EIS.

Noise-sensitive land uses within the St. Louis Park/Minneapolis Segment were identified based on aerial
photography, project drawings, and field surveys. Based on the information from these sources, the noisesensitive land uses within the St. Louis Park/Minneapolis Segment include a mix of single-family and
multifamily residences generally along the south side of the light rail alignment west of West Lake Station.
East of West Lake Station and the Kenilworth Lagoon, the noise-sensitive land uses are primarily multifamily
residences and single-family residences. Currently, the dominant noise source in the segment is existing
freight rail traffic. Other noise sources include vehicle traffic on local roadways and aircraft overflights.

Table 3.4-10 summarizes the results of the existing noise level measurements and Exhibit 3.4-6 shows the
location of the four long-term noise monitoring sites for the St. Louis Park/Minneapolis Segment that were
monitored after publication of the Draft EIS. At each site, the measurement was conducted at the
approximate setback of the building or buildings relative to the alignment adjustment. The results were used
to determine the existing noise levels for the noise-sensitive locations in the study area.
TABLE 3.4-10

Summary of Existing Noise Level Measurements – St. Louis Park/Minneapolis Segment

Measurement Start
Site No.

N14
N15a
a

N16a
N17a

Measurement Location

Railroad Avenue and 37th Street West
Calhoun Isle Condos

Kenilworth Place and Upton Avenue South
21st Street and Upton Street

Date

7/23/2013
7/23/2013
7/23/2013
7/23/2013

Measurement
Duration

Noise Level
(dBA)b

Time

(hours)

Ldn

Leq

10:00 a.m.
11:00 a.m.

24
24

61
56

54
--

11:00 a.m.
11:00 a.m.

24
24

58
64

54
--

Noise sites from Supplemental Draft EIS measurements conducted during July and August 2013.
Ldn is used for Category 2 (residential) land use and Leq is used for Category 1 (highly sensitive) and Category 3 (institutional)
land use.
Acronyms: dBA = A-weighted decibel; Ldn = 24-hour, time-averaged, A-weighted sound level (day-night); Leq = equivalent
continuous sound level.
Source: Cross-Spectrum Acoustics LLC, 2013.

a
b

Site N14 – Railroad Ave and 37th Street West. The 24-hour, time-averaged, A-weighted sound level
(day-night) (Ldn) measured at this location was 58 A-weighted decibels (dBA) and the hourly equivalent
continuous sound level (Leq) was 54 dBA. The dominant noise source was freight rail activity in the
Kenilworth Corridor. Other noise sources included local roadway traffic and bike path activities. Noise levels
were measured for 24 hours at a residence facing the corridor. This site is representative of the ambient
noise conditions at residences and apartments in the southern portion of the St. Louis Park/Minneapolis
Segment.

Site N15 – Calhoun Isle Condos. The Ldn measured at this location was 64 dBA. The dominant noise sources
were freight rail activity in the Kenilworth Corridor and aircraft overflights. Other noise sources included
local roadway traffic and bike path activities. Noise levels were measured for 24 hours at the side of the
condominiums facing the corridor. This site is representative of the ambient noise conditions at residences
and condominiums in the southern portion of the St. Louis Park/Minneapolis Segment tunnel.

Site N16 – Kenilworth Place and Upton Avenue South. The Ldn measured at this location was 61 dBA and
the hourly Leq was 54 dBA. The dominant noise sources were freight rail activity in the Kenilworth Corridor
and aircraft overflights. Other noise sources included local roadway traffic and bike path activities. Noise
levels were measured for 24 hours in the back yard of a residence facing the corridor adjacent to the channel
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EXHIBIT 3.4-6

Noise/Vibration Impacts and Monitoring Locations, St. Louis Park/Minneapolis Segment
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crossing. This site is representative of the ambient noise conditions at residences and condominiums in the
middle portion of the St. Louis Park/Minneapolis Segment tunnel section near the proposed crossing of the
Kenilworth Lagoon.

Site N17 – 21st Street and Upton Street. The Ldn measured at this location was 56 dBA. The dominant noise
sources were freight rail activity in the Kenilworth Corridor and aircraft overflights. Other noise sources
included local roadway traffic and bike path activities. Noise levels were measured for 24 hours in the
backyard of a residence facing the corridor. This site is representative of the ambient noise conditions at
residences and condominiums in the northern portion of the St. Louis Park/Minneapolis Segment tunnel.
B.

Potential Noise Impacts

This section identifies and evaluates the potential long-term and short-term noise impacts that would occur
in the St. Louis Park/Minneapolis Segment. The long-term noise impact evaluation considers the potential
increase in noise levels for sensitive receptors closest to the proposed LRT stations and track as a result of
the operation of light rail and freight rail. The assessment of potential long-term noise impacts also considers
indirect changes in noise levels, including increased development density anticipated around transit stations
that could place sensitive receptors near the noise-generating sources like the LRT and park-and-ride
facilities. Short-term noise impacts are those that may occur during construction of the LPA.

Long-Term Direct and Indirect Noise Impacts
This section describes the long-term direct and indirect noise impacts in the St. Louis Park/Minneapolis
Segment. The project team conducted a Detailed Noise Analysis in this segment (see Appendix H for more
information) and summaries of the analysis results are presented in Tables 3.4-11 and 3.4-12 for residential
and institutional (e.g., churches and schools) land uses, respectively.
The results include a tabulation of location information for each sensitive receptor group, the existing noise
levels, the projections of future noise levels, the impact criteria, and whether there would be noise impacts.
The tables also show the total number of moderate and severe noise impacts for each location, without
mitigation measures.

As shown in Table 3.4-11, proposed improvements in the St. Louis Park/Minneapolis Segment would result
in 67 moderate noise impacts and three severe noise impacts for residential land uses (Exhibit 3.4-6). The
presence of the proposed tunnel in the Kenilworth Corridor eliminates almost all noise impacts relative to an
at-grade LRT system within the same segment of the corridor. A summary of each residential location that
would experience noise impacts follows.
TABLE 3.4-11

Summary of Noise Impacts for Residential Land Use – St. Louis Park/Minneapolis Segment

Project Noise
Levels (dBA)
Distance from
near LRT Track
Centerline

LRT
Speed

Existing
Noise Level

Side of
Track

(feet)

(mph)

(dBA)

LRT

Mod

Sev

Mod

Sev

Railroad Avenue

E

50

55

58

64

57

62

6

1

Camerata Way

E

50

55

64

64

60

66

32a

0

Highway 7 Service Road

W

125

55

64

58

60

66

0

0

Park Glen Road

E

113

45

64

57

60

66

0

0

Glenhurst Avenue

W

250

45

64

51

60

66

0

0

Ewing Avenue South

W

100

45

64

58

60

66

0

0

Lake Shore Drive

W

88

20

64

52

60

66

0

0

Chowen Avenue South

E

75

35

64

58

60

66

0

0

Location
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Project Noise
Levels (dBA)

Distance from
near LRT Track
Centerline

LRT
Speed

Existing
Noise Level

Side of
Track

(feet)

(mph)

(dBA)

LRT

Mod

Sev

Mod

Sev

St. Louis Avenue

W

63

45

64

58

60

66

0

0

Benton Boulevard

E

88

45

61

56

58

64

0

0

Upton Avenue South

E

100

45

61

57

58

64

0

0

Thomas Lane

E

130

35

56

54

56

62

0

0

Burnham Road South

W

100

45

61

55

58

64

0

0

Burnham Road North

W

50

45

61

64

58

64

6

1

Thomas Avenue South

E

50

35

56

66

56

62

16

1

Sheridan Avenue South

E

135

45

56

55

56

62

0

0

South Upton Avenue

W

125

40

56

59

56

62

6

0

66

3

Location

Type and
# of Impacts

Criteria

Total:

Notes: The reported noise levels are rounded to the nearest decibel. The “Type and # of Impacts” column identifies whether the
LRT noise level exceeds FTA’s moderate or severe noise impact criteria thresholds, which are found under the “Project Noise
Levels” column. It also reports the number of units that would experience a moderate or severe noise impact.
The noise levels for each location are the highest levels projected for that location. Noise projections at other receptors within each
location would be lower.
The reported noise levels are rounded to the nearest decibel.
a
32 units in one apartment complex.
Acronyms: Mod = moderate; Sev = severe
Source: Cross-Spectrum Acoustics LLC, 2013.
TABLE 3.4-12

Summary of Noise Impacts for Category 1 and Category 3 Land Use – St. Louis Park/Minneapolis Segment
Project Noise
Levels (dBA)

Land Use
Category

Distance
from near
LRT Track
Centerline
(feet)

LRT
Speed

Existing Noise
Level

(mph)

(dBA)

LRT

Mod

Sev

Mod

Sev

Lilac Park

3

150

55

54

53

60

66

0

0

Kenilworth Channel

3

40

a

45

54

60

60

66

b

1

0

Kenilworth Lagoon Bank

1

225

45

54

53

55

61

0

0

Location

Type and
# of Impacts

Criteria

The distance reported is the range of moderate impact for this location. All locations on the channel within 40 feet of the tracks
would experience moderate impacts. The distance to severe impact would not extend beyond the right-of-way.
b
The moderate noise impacts to the channel (Category 3) is at the lowest moderate level at the farthest point from the Southwest
LRT line with those levels increasing as you move closer to the Southwest LRT line, but not exceeding the moderate noise
threshold.
Note: The reported noise levels are rounded to the nearest decibel.
Acronyms: Mod = moderate; Sev = severe
Source: Cross-Spectrum Acoustics LLC, 2015.
a

•

Railroad Avenue. These residences are to the east of the proposed Louisiana Station, located along
Railroad Avenue and 37th Street West. One residence is projected to have severe noise impacts and
six are projected to have moderate noise impacts, without noise mitigation. The noise impacts would be
due to the proximity of the residences to the proposed LRT alignment.
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Camerata Way. This apartment complex (Hoigaard Village) is to the west of Highway 100 and is
projected to have 32 moderate noise impacts without noise mitigation. The noise impacts would be due
to the complex’s proximity to the proposed LRT alignment.

•

Burnham Road North. These residences are located to the west of the proposed light rail alignment,
adjacent to the aboveground portion of the corridor to the north of the Kenilworth Lagoon. There would
be one severe and six moderate noise impacts, without noise mitigation. The dominant source of
projected noise impacts are due to the proximity to the proposed LRT alignment.

•

Thomas Avenue South. These residences are located to the east of the proposed light rail alignment,
adjacent to the aboveground portion of the corridor to the north of the channel crossing in the vicinity of
the 21st Street Station and at-grade crossing. There would be one severe and 16 moderate noise impacts,
without noise mitigation. The projected noise impacts would be due to the proximity to the proposed
LRT alignment, noise from the grade-crossing bells, and station activity.

•

South Upton Avenue. These residences are located to the west of the proposed light rail alignment,
adjacent to the aboveground portion of the corridor to the north of the channel crossing in the vicinity of
the 21st Street Station and at-grade crossing. There would be six moderate noise impacts, without noise
mitigation. The dominant source of the projected noise impacts would be due to the proximity to the
proposed LRT alignment and noise from the grade-crossing bells.

•

The results in Table 3.4-12 indicate there would be one moderate noise impacts to institutional land uses for
the St. Louis Park/Minneapolis Segment.

Kenilworth Channel/Lagoon Bank. A moderate noise impact has been identified at the Kenilworth
Channel crossing for the channel itself. The channel is considered a Category 3 sensitive noise receptor
due to the presence of noise-sensitive activities that occur on the channel. There would be a moderate
noise impact within 40 feet of the tracks on both sides of the channel. The grassy area on the banks of the
lagoon is considered a Category 1 land use due to the passive and noise-sensitive recreational activities
that occur there (where quietude is essential feature of the park), however there would be no impact to
this area because of the distance from the tracks to the sensitive location. 36 These two sensitive noise
receptors are also included within the Kenilworth Lagoon and Grand Rounds Historic District, which are
Section 106 historic properties (see Section 3.4.1.3 for additional detail on the historic resources).

•

A potential noise-related indirect effect is that changes in development density anticipated around transit
stations might put more people near the noise produced by light rail equipment and park-and-ride facilities.
In addition, an increase in light rail ridership might reduce roadway traffic noise elsewhere in the
communities served by light rail.
Short-Term Noise Impacts

This section describes the potential short-term noise impacts that would be caused by constructing the LPA.
Residents and travelers in the St. Louis Park/Minneapolis Segment would experience noise effects from
construction activities and construction vehicles, including truck traffic. Noise generated by construction
equipment would vary, depending on equipment type/model/make, duration of operation, and specific type
of work effort. Typical noise levels might occur in the 67- to 107-dBA range at a distance of 50 feet.
Construction noise impacts are expected to be localized, temporary, and transient. These impacts would
increase with proximity to the physical improvements. Additional details regarding potential short-term
noise impacts will be evaluated further and provided in the forthcoming Final EIS, based on the equipment,
duration, and type of work effort. These details and the respective short-term impact determinations will be
provided when additional design and construction information is available.
C.

Mitigation Measures

Based on the projected noise impacts identified in the St. Louis Park/Minneapolis Segment and in
compliance with FTA guidance, final determinations of noise mitigation measures to be incorporated into the
36

Land use categorizations were made in consultation with the MPRB and the MnSHPO.
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project will be made in a noise mitigation plan and documented in the project’s Final EIS. The contents of
that plan will include: additional noise monitoring and/or testing where appropriate; documentation of the
evaluation of mitigation measures relative to their feasibility, practicability, and project-specific factors used
to identify the committed noise mitigation measures; and identification of committed long-term and shortterm (construction) noise mitigation measures and their effectiveness. See Section 3.1.2.8 for additional
detail on FTA noise mitigation guidance and on the contents of a noise mitigation plan.
3.4.2.4

Vibration

This section provides a summary of the findings of the vibration analysis. This analysis evaluated the
project’s vibration (motion of the ground or building) and ground-borne noise (reradiated noise generated
by vibration of walls and ceiling) impacts on vibration-sensitive properties within the St. Louis Park/
Minneapolis Segment. As summarized in Table 3.4-1, there would be no vibration impacts and 54 groundborne noise impacts without mitigation.

Background information on how vibration is defined, the vibration generated by light rail and freight rail
vehicles, and FTA vibration impact guidelines can be found in the Vibration Fact Sheet in Appendix H of this
Supplemental Draft EIS. Appendix H of the Draft EIS also contains background information on vibration and
FTA evaluation criteria used to assess vibration impacts. In addition, detailed information regarding
vibration measurements and the impact assessment can be found in Appendix H of this Supplemental Draft
EIS. The Final EIS will contain a comprehensive technical appendix with detailed information regarding all
vibration-related inputs, measurements, impact assessment, and mitigation.

A.

Existing Conditions

This section describes existing vibration-sensitive land uses in the St. Louis Park/Minneapolis Segment and
existing vibration levels. In the Draft EIS, a general vibration assessment was conducted using FTA
procedures. The assessment methodology used generalized information and assumptions to make
projections of potential vibration impacts. For this Supplemental Draft EIS, a detailed assessment
methodology using FTA procedures was used. The detailed assessment considers the vehicle-specific
vibration characteristics, as well as using vibration propagation testing at locations throughout the project
corridor. The vibration analysis followed FTA guidelines published in Transit Noise and Vibration Impact
Assessment (FTA, 2006).

Vibration-sensitive land uses for the St. Louis Park/Minneapolis Segment alignment adjustments were
identified based on aerial photography, project drawings, and a site survey. Based on the information from
these sources, the vibration-sensitive land uses include a mix of single-family and multifamily residences
generally on the south side of the light rail alignment west of West Lake Station. East of West Lake Station
and the Kenilworth Lagoon, the land uses are primarily multifamily residences and single-family residences.
The freight trains operating in the Kenilworth Corridor are the only source of existing vibration in the area.

Vibration measurements conducted in July 2013 were used to characterize the response of the soil at
locations in the St. Louis Park/Minneapolis Segment. No vibration measurements were conducted during the
Draft EIS. At each of the measurement sites, a vibration propagation test was conducted by impacting the
ground with an instrumented weight and measuring the response of the soil at distances ranging from 25 to
150 feet. The results of the vibration propagation tests were combined with the force density (vehicle input
force) to project vibration levels from LRT operations at vibration-sensitive locations near the alignment
adjustments. The locations of the vibration measurement sites for the St. Louis Park/Minneapolis Segment
are described below and shown on Exhibit 3.4-6. No vibration measurements were conducted as a part of the
Draft EIS.
Site V7 – Edgebrook Park. The vibration propagation measurement was conducted at Edgebrook Park near
the corner of Edgebrook Drive and Pennsylvania Avenue South. Although outside of the St. Louis Park/
Minneapolis Segment, the measurements at this site are representative of vibration-sensitive land use in the
southern portion of the alignment adjustments in this segment.
Affected Environment, Impacts, and Mitigation

3-185
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Site V8 – Dean Court and 28th Street West. The vibration propagation measurement was conducted on the
street at the corner of Dean Court and 28th Street West. The measurements at this site are representative of
vibration-sensitive land use in the southern portion of the St. Louis Park/Minneapolis Segment tunnel.

Site V9 – 21st Street. The vibration propagation measurement was conducted on the street at the
intersection of 21st Street and the bikeway. The measurements at this site are representative of vibrationsensitive land use in the northern portion of the St. Louis Park/Minneapolis Segment.
B.

Potential Vibration Impacts

This section identifies the potential long-term and short-term vibration impacts that would occur in the
St. Louis Park/Minneapolis Segment. The long-term vibration impact evaluation considers the potential
increase in vibration or ground-borne noise that sensitive receptors closest to the proposed LRT stations and
track might experience as a result of the operation of light rail and freight rail. A potential vibration-related
indirect effect is that changes in development density anticipated around transit stations would put more
people near transportation-induced vibration and ground-borne noise generated by light rail, buses, and
vehicles at stations and park-and-ride facilities.
Short-term vibration impacts are those that might occur during construction of the LPA while jackhammers,
rock drills, and impact pile-drivers are being used.

Long-Term Direct and Indirect Vibration Impacts
This section describes the potential long-term direct and indirect vibration impacts in the segment.
A Detailed Vibration Analysis was conducted for the St. Louis Park/Minneapolis Segment. The results of that
analysis are presented in Table 3.4-13 for residential land use. The results of ground-borne noise impacts for
residential land use are presented in Table 3.4-14. There would be no vibration or ground-borne noisesensitive institutional land uses in the St. Louis Park/Minneapolis Segment. See Appendix H for more
information on the Detailed Vibration Analysis.
TABLE 3.4-13

Summary of Vibration Impacts for Residential Land Use – St. Louis Park/Minneapolis Segment

Location
Railroad Avenue
Camerata Way
Highway 7 Service Road
Park Glen Road
Glenhurst Avenue
Ewing Avenue South
Lake Shore Drive
Chowen Avenue South
St. Louis Avenue
Calhoun Isle Condos
Dean Court
Xerxes Avenue South
Benton Boulevard
Upton Avenue South
Thomas Lane
Burnham Road South
Burnham Road North
Thomas Avenue South
Sheridan Avenue South
South Upton Avenue
Total:
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Side of
Track
E
E
W
E
W
W
W
E
W
E
E
E
E
E
E
W
W
E
E
W

Distance from
near LRT Track
Centerline
(feet)
50
50
125
113
250
100
88
75
44
43
45
45
43
100
130
102
50
50
130
125

LRT
Speed
(mph)
55
55
55
45
45
45
20
35
45
45
45
45
45
45
45
45
45
35
45
40

Max Vibration Velocity Level (VdB) in
any 1/3-Octave Band
Project Vibration Level Impact Criterion
62
72
62
72
58
72
57
72
55
72
57
72
54
72
57
72
57
72
57
72
57
72
57
72
57
72
57
72
58
72
56
72
65
72
62
72
54
72
54
72

# of
Impacts
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
0
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Notes: The vibration levels for each location are the highest levels projected for that location. Vibration projections at other receptors
within each location would be lower. The threshold of human perception to LRT and freight rail vibration is approximately 65 VdB or
less, and annoyance begins to occur for frequent events at vibration levels over 70 VdB.
Acronyms: VdB = vibration velocity level is reported in decibels relative to a level of 1x10-6 inches per second; Impact Criterion =
the threshold for a vibration impact under FTA guidance.
Source: Cross-Spectrum Acoustics LLC, 2013.
TABLE 3.4-14

Summary of Ground-Borne Noise Impacts for Residential Land Use – St. Louis Park/Minneapolis Segment
Side
of Track

Distance from
near LRT Track
Centerline
(feet)

LRT
Speed
(mph)

Calhoun Isle Condos

E

43

Dean Court

E

Xerxes Avenue South
Benton Boulevard

Location

St. Louis Avenue

W

45

# of
Impacts

37

35

45

37

35

36a

45

45

37

35

6

E

45

45

37

35

8

E

43

45

37

35

1

Total:

44

Ground-Borne Noise Level (dBA)
Project Ground-Borne Level Impact Criterion

3

54

Notes: The ground-borne noise levels for each location are the highest levels projected for that location. Ground-borne noise
projections at other receptors within each location would be lower. Ground-borne noise at the impact criterion of 35 dBA or less is
generally acceptable to people for sleeping areas. Ground-borne noise levels are only assessed for tunnel sections.
a
Up to an approximate number of impacted residential units within a single building.
Source: Cross-Spectrum Acoustics LLC, 2013.

The results include a tabulation of sensitive locations and detailed descriptions of locations with vibration
(motion of the ground or building) impacts (see Table 3.4-13) or ground-borne noise impacts (reradiated
noise generated by vibration of walls and ceilings in buildings, assessed for the tunnel sections only where
airborne noise is not present) (see Table 3.4-14). The tables show the location information for each sensitive
receptor group; the projections of future vibration or ground-borne noise levels; the impact criteria; and
whether there are any impacts. The tables also show the total number of projected vibration or groundborne noise impacts for each location.

The results in Table 3.4-13 indicate no vibration impacts for residential land uses along the St. Louis Park/
Minneapolis Segment.
There are no vibration-sensitive institutional land uses (e.g., churches, schools, and hospitals) near the
St. Louis Park/Minneapolis Segment. Therefore, no institutional vibration impacts are projected.

The results in Table 3.4-14 indicate 54 ground-borne noise impacts for residential land uses in the St. Louis
Park/Minneapolis Segment. Ground-borne noise is only assessed for tunnel locations. A summary of each
location with ground-borne noise impacts follows:
•

•

•

St. Louis Avenue: These townhomes would be located immediately adjacent to the tunnel alignment and
are projected to have three ground-borne noise impacts, without mitigation. The projected ground-borne
noise impacts would be due to the LRT vehicle force input characteristics and the proximity of the
buildings to the alignment. Force input characteristics relate to the vehicle vibration characteristics; it is
the component of the vibration levels related to the suspension and mass of the vehicle.
Calhoun Isle Condominiums: These condominiums would be located immediately adjacent to the
tunnel alignment and are projected to have up to approximately 36 ground-borne noise impacts, without
mitigation. The projected ground-borne noise impacts would be due to the vehicle force input
characteristics and the proximity of the buildings to the alignment.
Dean Court: These residences would be located immediately adjacent to the tunnel alignment and are
projected to have six ground-borne noise impacts, without mitigation. The projected ground-borne noise
impacts would be due to the vehicle force input characteristics and the proximity of the buildings to the
alignment.
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Xerxes Avenue South: These residences would be located immediately adjacent to the tunnel alignment
and are projected to have eight ground-borne noise impacts, without mitigation. The projected groundborne noise impacts are due to the vehicle force input characteristics and the proximity of the buildings
to the alignment.
Benton Boulevard: These residences would be located immediately adjacent to the tunnel alignment
and are projected to have one ground-borne noise impact, without mitigation. The projected groundborne noise impacts would be due to the vehicle force input characteristics and the proximity of the
buildings to the alignment.

A potential vibration-related indirect effect is that changes in development density anticipated around
transit stations would put more people near transportation-induced vibration and ground-borne noise
generated by light rail, buses, and vehicles at stations and park-and-ride facilities.

Short-Term Vibration Impacts
This section describes short-term vibration impacts caused by construction of the LPA. As with short-term
noise impacts, residents in the St. Louis Park/Minneapolis Segment would experience vibration effects from
construction activities and, to a lesser extent, construction vehicles. Vibration would occur during
construction activities using jackhammers, rock drills, and impact pile-drivers. Tunnel excavation and
sheetpiling installation would also generate vibrations near the proposed light rail tunnel. Construction
vibration impacts would be localized, temporary, and transient. These vibrations generally would increase
with proximity to the physical improvements. Additional details regarding potential short-term vibration
impacts will be evaluated further and provided in the forthcoming Final EIS, based on the equipment,
duration, and type of work effort. These details and the respective short-term impact determinations will be
provided when additional design and construction information is available.

C.

Mitigation Measures

Based on the projected vibration impacts identified in the St. Louis Park/Minneapolis Segment and in
compliance with FTA guidance, final determinations of vibration mitigation measures to be incorporated
into the project will be made in a vibration mitigation plan and documented in the project’s Final EIS. The
contents of that plan will include: additional testing where appropriate; documentation of the evaluation of
mitigation measures relative to their feasibility, practicability, and project-specific factors used to identify
the committed mitigation measures; and identification of committed long-term and short-term
(construction) mitigation measures and their effectiveness. See Section 3.1.2.8 for additional detail on FTA
noise mitigation guidance and on the contents of a vibration mitigation plan.
3.4.2.5

Hazardous and Contaminated Materials

This section provides an overview of hazardous and contaminated materials that could be located on parcels
that either would be acquired for the St. Louis Park/Minneapolis Segment of the LPA or would be near
enough to construction activities that there would be a risk that the project would encounter contaminated
soils and/or groundwater. It also describes potential control or cleanup requirements for the project as a
result of hazardous and contaminated materials that might be mobilized or released as a result of project
activities. Hazardous and contaminated materials can be classified in a number of different categories based
on laws and regulations that define their characteristics and uses. These categories include hazardous waste,
dangerous waste, hazardous substances, and toxic substances.
As summarized in Table 3.4-1, there are six high-risk sites in close proximity to the proposed light railrelated improvements and freight rail modifications of the LPA that could require remediation prior to
construction. In addition, there is the potential that long-term groundwater pumping in the proposed light
rail tunnel could encounter zones of contaminated groundwater (see Section 3.4.2.1 for additional
information on groundwater treatment in the proposed light rail tunnel).
A.

Existing Conditions

This section describes the existing hazardous and contaminated materials sites in the St. Louis Park/
Minneapolis Segment. The analysis of hazardous and contaminated materials summarized in Section 4.9 of
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the Draft EIS was based on a preliminary assessment of known contaminated sites using online databases.
The hazardous and contaminated material assessment for the St. Louis Park/Minneapolis Segment in this
Supplemental Draft EIS also used online databases and information from a Phase I ESA conducted for the
LPA, as described in Section 3.1.2.10 of this Supplemental Draft EIS. 37 A Phase II ESA will be completed,
where determined appropriate based on the Phase I ESAs, prior to construction.

To identify documented hazardous and contaminated soils in the vicinity of improvements within the
St. Louis Park/Minneapolis Segment, an online search of MPCA and MDA environmental databases was
conducted. The online environmental database search and review of files revealed 79 potential sites in the
St. Louis Park/Minneapolis Segment. The document review process identified specific sites with a high and
medium risk that potentially contain hazardous or contaminated materials and could potentially impact the
project. It was determined that 14 individual sites registered as having high-, medium-, or low-risk rankings.
Of the 14 sites, it was concluded that six sites were high-risk (shown on Exhibit 3.4-7) and eight were
medium-risk. Of the high-risk sites identified in the MPCA files, four were VIC sites and two were petroleum
leak sites.

The Phase I ESA also documented historic railroad operations along this segment as being among the six
high-risk sites. Specifically, the Cedar Lake Rail Yard was identified as the primary risk in the St. Louis Park/
Minneapolis Segment (Short Elliot Hendrickson Inc., 2013a, 2013b [see Appendix C for instructions on how
to access these reports]). See the short-term impacts section below for more information.
B.

Potential Hazardous and Contaminated Materials Impacts

This section identifies the potential long-term and short-term impacts to hazardous and contaminated
materials that could occur in the St. Louis Park/Minneapolis Segment. These impacts could result from
earthwork or other disturbance at or in proximity to contaminated areas that might mobilize or result in the
release of hazardous or contaminated materials.

Long-Term Direct and Indirect Hazardous and Contaminated Materials Impacts
This section describes long-term direct and indirect hazardous and contaminated materials impacts in the
segment. As described in Section 4.9 of the Draft EIS, long-term hazardous and contaminated material
impacts are not expected as a result of the LPA because the project would not generate hazardous materials
or regulated wastes. However, potential hazardous and contaminated materials impacts associated with the
proposed tunnel in this segment were not previously evaluated in the Draft EIS. The following is an
assessment of the hazardous and contaminated materials risks that could be associated with the proposed
light rail tunnel.

As previously described, the proposed tunnel would pass through an area of high groundwater sensitivity
resulting from shallow groundwater depth in combination with the highly permeable nature of the soils.
Despite these conditions, the potential for contamination to groundwater from operation of the light rail
tunnel would be low because the light rail trains would be electric and there would generally be no activities
in the tunnel that would generate pollutants that could contaminate groundwater. In the unlikely event of a
spill of hazardous or contaminated materials in the tunnel, the proposed tunnel designs include measures to
prevent infiltration through the tunnel bottom and allow contaminated materials to be collected, ensuring
that hazardous materials or contaminated stormwater in the tunnel would not be released into the
groundwater.
Permanent pumping of water from the light rail tunnel in zones of contaminated groundwater potentially
may encounter the following:
•

37

Chlorinated and petroleum hydrocarbons in shallow and deep groundwater at the south end of the
segment related to the contamination documented at the former dump sites (VIC sites), the Whole Foods
Grocery and strip mall site (149), the Calhoun Greenway Apartments site (146), and the Calhoun Village
strip mall site (150)

Additional Phase I ESA will be conducted in this segment and the results will be summarized in the Final EIS.

Affected Environment, Impacts, and Mitigation

3-189
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

EXHIBIT 3.4-7

Potential High-Risk Hazardous and Contaminated Materials Sites, St. Louis Park/Minneapolis Segment
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Petroleum hydrocarbons in liquid-phase petroleum or shallow groundwater at the north end of the
segment related to the Cedar Lake Rail Yard site (248) and associated rail uses (306)

These potential high-risk hazardous and contaminated material sites, shown on Exhibit 3.4-7 and listed in
Table 3.4-15, would require more intensive Phase II ESA investigation to further evaluate the risk and
identify actions that might be needed to minimize or avoid the risk. Unlike Phase I investigations (which
typically involve review of site information, regulatory files, a site inspection, and interviews with owners
and operators), Phase II investigations generally include collecting soil and/or groundwater samples for
laboratory analysis. The Phase II ESA investigation would be completed prior to any construction activities.
In addition, interaction with the MPCA would be included to complete due diligence for acquisition of
potentially contaminated properties. Specifically, following preparation of Phase II ESA work plans, the
project would be entered into the MPCA Brownfields Program (which includes both the former VIC Program
and former Petroleum Brownfields Program) to request applicable letters of assurance to reduce long-term
liability and avoid Superfund liability.
A potential indirect impact on properties with known and unknown hazardous and contaminated materials
is that these materials could be cleaned up as redevelopment occurs near proposed transit stations.
Short-Term Hazardous and Contaminated Materials Impacts

This section describes short-term hazardous and contaminated materials impacts caused by constructing the
LPA. Table 3.4-15 identifies the potential high-risk hazardous and contaminated material sites in the St.
Louis Park/Minneapolis Segment that would be directly disturbed by construction activities associated with
the LPA.
Potential construction impacts could result from use of hazardous or contaminated materials (for example,
lubricants, fuels, and solvents) during construction or from encountering sites with existing soil or
groundwater contamination as described in more detail in the Draft EIS. The potential short-term
construction impacts specified in the Draft EIS, including cost and schedule impacts and potential public and
worker exposure to hazardous and contaminated materials, can be reduced or avoided by following the
procedures in the MPCA Brownfields Program regulatory framework.
TABLE 3.4-15

Potential High-Risk Hazardous and Contaminated Material Sites – St. Louis Park/Minneapolis Segment
Map ID

Site Name

Risk Analysis and Background

• Three combined VIC sites.
• A restrictive covenant is in place at the Whole Foods
site.
• Former dump sites with solid waste in the fill.
• Fill being contaminated by polynuclear aromatic
hydrocarbons, polychlorinated biphenyls, petroleum
hydrocarbons, arsenic, lead, and mercury.

Potential Use of the Site by the
LPA

• No construction on parcel, which
abuts the Kenilworth
Corridor. Construction would be
immediately adjacent but not on
parcel.

146

Calhoun Greenway
Apartments

149

Whole Foods
Grocery and strip
mall

150

• No construction on parcel, which
Calhoun Village strip • Soil and fill between the redeveloped properties and the
alignment is likely impacted by the same contaminants as
abuts the Kenilworth
mall
have been observed on the VIC sites.
Corridor. Construction would be
immediately adjacent but not on
parcel
• Two combined freight rail use sites.
• Direct disturbance within the
MSL shops and
parcel.
yard (Cedar Lake
• Petroleum hydrocarbons were detected during extensive
Rail Yard site)
investigation of the MSL shops and yard site (248) in
the 2000s.
• Monitoring wells are present at the MSL shops and yard
site (248) with significant petroleum contamination in
groundwater.

248

• The Whole Foods site also had chlorinated hydrocarbons
in soil, groundwater, and in soil vapors.
• The covenant at Whole Foods would require special
coordination with the MPCA and specific permission to
disturb soil or groundwater at either site.
• Groundwater impacts could be migrating onto the
alignment from these sites.
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Joffe Medi‐Center

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Risk Analysis and Background
• Liquid-phase petroleum product was present in at least
five monitoring wells at the MSL shops and yard site
(248) as recently as 2008.

• Intensive investigation of this site would be necessary if
earthwork is planned for light rail or freight rail
construction.
• Associated rail site (#306) has former freight rail usage;
however, this site has not been investigated for specific
contamination.
• Although it is unlikely that contaminated fill would be
encountered, there is potential for shallow groundwater
contamination.

Acronym: VIC = Voluntary Investigation and Cleanup
Sources: MDA, 2013; MPCA, 2013.

Potential Use of the Site by the
LPA

• Direct disturbance within the
parcel.

• Direct Disturbance. Minor
driveway reconstruction on
parcel.

Over the short term, four of the high-risk sites have the potential to directly affect LPA-related construction
activities in the St. Louis Park/Minneapolis Segment (see Table 3.4-15). As previously noted, the high-risk
sites would be investigated prior to construction using a Phase II ESA, which would include preliminary soil
and groundwater investigations. Of the six high-risk sites shown on Exhibit 3.4-7, two are rail properties
along the proposed light rail alignment. The potential short-term construction effects specified in the Draft
EIS of cost and schedule impacts and potential public and worker exposure to hazardous and contaminated
materials might also be impacts, but those risks could be reduced by following the due diligence procedures
in the MPCA Brownfields Program regulatory framework.

The majority of the proposed light rail alignment under the LPA in the St. Louis Park/Minneapolis Segment
would be situated along a railroad grade with historical sidings. In addition, the Cedar Lake Rail Yard former
shops and yard complex was noted as a high-risk site at the north end of the segment. Railroad corridors and
associated property often require heavy industrial facilities, as well as the use of industrial chemicals and
compounds, thereby presenting high-risk environmental concerns. Common railroad facilities include paint
shops, car and locomotive washing facilities, foundries, gas works, creosoting plants, fuel storage, battery
shops, and laundries. Some historical freight rail operations used chemicals that might have resulted in soil
contamination. The most commonly reported contamination along rail lines includes metals, pesticides, and
constituents of lubricating oil or diesel fuel (petroleum products) that include coal ash from engines,
creosote from ties, and polynuclear aromatic hydrocarbons from the diesel exhaust. Contaminated material
requiring special disposal, such as old railroad ties and contaminated soil, could also be generated from
construction activities within and along railway corridors and crossings.

The chemicals and contaminated materials associated with normal railroad operations would likely be found
along the proposed light rail and freight rail alignment within the St. Louis Park/Minneapolis Segment. For
example, arsenic is commonly present in the soil along a railroad right-of-way as a result of old railroad ties
dipped in an arsenic solution, arsenic weed-control sprays, and arsenic-laced slag used as railroad bed fill.
As noted above, potential public and worker exposure to hazardous and contaminated materials associated
with normal railroad operations might also be impacts, but could be minimized as described below.
C.

Mitigation Measures

Mitigation for potential hazardous and contaminated materials impacts will be conducted within the MPCA
Brownfield Program regulatory framework, with the Southwest LRT project having been entered in the
Brownfield Program on September 8, 2014, and having received site identification numbers PB4648/
VP31670 from the MPCA. In accordance with MPCA Brownfield Program guidelines, the Phase I ESA was
submitted to the MPCA Brownfields Program and subsequent documents will be submitted to the MPCA
Brownfield Program as part of the regulatory process. All mitigation measures will be implemented in
accordance with the investigation and mitigation documents submitted to the MPCA. Implementation of
these measures would result in controlled management of hazardous and contaminated materials and low
risk of human exposure to unhealthy contaminants. A Response Action Plan (RAP) will be developed by the
Council and approved by MPCA to address the risks identified in the Phase I and II ESAs. Upon MPCA
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approval of the RAP, cleanup of identified contamination would begin prior to, or in concert with, project
excavation and/or drilling activities. All clean-up activity will be conducted with prior MPCA approval and in
accordance with the approved Site Safety and Health Plan and will be continuously monitored by qualified
inspectors. A final report shall be prepared and submitted to the MPCA documenting all removal and
disposal activity.

It is reasonable to expect that previously undocumented soil or groundwater contamination may be
encountered during construction. A Construction Contingency Plan will be prepared by the Council and
approved by MPCA prior to the start of construction to account for the discovery of unknown contamination.
This plan will outline procedures for initial contaminant screening, soil and groundwater sampling,
laboratory testing, and removal, transport, and disposal of contaminated materials at licensed facilities.
Contaminated material removal and disposal would be in accordance with this plan, monitored by qualified
inspectors, and documented in final reports for submittal to MPCA.
In addition to contaminated soil and groundwater, the potential exists for structures on acquired lands to
contain asbestos, lead paint, or other hazardous or contaminated materials. Any existing structures will be
surveyed for the presence of hazardous/regulated materials prior to their demolition or modification.
Potentially hazardous and contaminated materials will be handled and managed in compliance with all
applicable regulatory standards and will be disposed in accordance with an approved remediation plan.
3.4.3

Economic Effects

New infrastructure projects may affect local businesses, jobs, and the influx of money into the economy. This
section addresses the potential tax base losses caused by the potential displacement and relocation of
businesses in the St. Louis Park/Minneapolis Segment. It also discusses the potential for increased property
tax revenues from the potential redevelopment of property around the proposed light rail stations within the
St. Louis Park/Minneapolis Segment and potential mitigation measures for economic effects. This section
also addresses the potential long-term and short-term effects of the LPA on freight rail operations and
economics. Modification of the freight rail connection between the CP-owned Bass Lake and MN&S Spurs to
allow continued access to the north and south would improve the geometry of the freight rail alignment and
would allow for more efficient movement of freight in that section of the corridor than exists currently.
Further, constructing the LPA would have some effects on freight movements that would be temporary in
nature, as described below. Mitigation measures are also discussed in this section.
A.

Existing Conditions

As discussed in Section 3.4.1.1 of this Supplemental Draft EIS, the St. Louis Park/Minneapolis Segment is
characterized by commercial, industrial, and mixed land uses. Section 3.4.1.2 and Table 3.4-3 of this
Supplemental Draft EIS identify full and partial parcel acquisitions that would need to occur to accommodate
the proposed St. Louis Park/Minneapolis Segment improvements. The majority of the budgeted general fund
revenues for the Cities of St. Louis Park and Minneapolis are from property taxes. This Supplemental Draft
EIS analyzes the changes related to property taxes for the Cities of St. Louis Park and Minneapolis.

This section also describes existing freight rail operations in the St. Louis Park/Minneapolis Segment. Freight
railroad owners and operators in the St. Louis Park/Minneapolis Segment are illustrated on Exhibit 2.3-4 of
this Supplemental Draft EIS. The Bass Lake Spur, MN&S Spur, Kenilworth Corridor, and Wayzata Subdivision
are active freight corridors. The Bass Lake and MN&S Spurs are owned by CP, and both CP and TC&W have
operating rights for the spurs. Trains can connect to the MN&S Spur to travel to the north and south from the
Bass Lake Spur. The Kenilworth Corridor is owned by HCRRA, and TC&W operates freight trains in the
corridor to make the connection to the Wayzata Subdivision. The Wayzata Subdivision is owned by BNSF,
and TC&W has operating rights from the Cedar Lake Junction to the east.
B.

Potential Economic Impacts

This section identifies the potential long-term and short-term economic impacts that would result from the
conversion of private businesses into transit right-of-way in the St. Louis Park/Minneapolis Segment. This
section also identifies the impacts that the project could potentially have on the economics of freight rail
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lines operating in the St. Louis Park/Minneapolis Segment. Section 3.1.2.11 provides a summary of data used
for this analysis, some of which has been updated since publication of the Draft EIS.

Long-Term Direct and Indirect Economic Impacts
This section describes the long-term direct and indirect economic impacts associated with property
acquisitions and modifications of freight rail operations. Within the St. Louis Park/Minneapolis Segment, the
proposed LPA would result in the full acquisition of 11 parcels associated with commercial and industrial
uses (see Section 3.4.1.2 for additional detail). The acquisition of those properties would result in an annual
reduction in property tax revenue to the City of St. Louis Park of approximately $35,940, which is
approximately 0.2 percent of the city’s current total property tax revenues (in current dollars). This loss of
property tax revenue could be reduced if less land area is actually used for construction of the LPA. For
example, in some cases, the Council may determine that an entire parcel would need to be acquired to
accommodate construction, but later, following construction, some property may no longer be needed for the
project. In these cases, the excess property would be disposed of per Council policy and applicable federal
and state regulations and would likely be sold to return to compatible land use, as discussed in
Section 3.4.1.2 of this Supplemental Draft EIS.

Further, the loss in property tax revenue due to the acquisition of privately-held land has the potential to be
offset with increased property tax revenues, if the station areas within the affected city result in higher
property values due to improved access and other benefits associated with the proposed light rail stations
within the city limits. The loss of property tax revenue could also be reduced if the affected businesses
relocate elsewhere within the affected city. Depending on the preferences of the owner, the project would
work to relocate the five displaced businesses in this segment. All acquisitions made for the St. Louis Park/
Minneapolis Segment and all potential displacements and relocations of businesses resulting from those
acquisitions would conform to the applicable federal and state laws. Businesses displaced by the project
would receive compensation and relocation assistance, as discussed in Section 3.1.2.2 of this Supplemental
Draft EIS.

As an indirect economic impact, there is also the potential for increased property tax revenues from the
potential redevelopment of property around the proposed light rail stations within the Cities of St. Louis
Park and Minneapolis. Improved transit access can increase the convenience and desirability of surrounding
residential, commercial, and office properties. Light rail transit can contribute to existing market forces that
can increase the potential for transit-oriented development or redevelopment.

Within the St. Louis Park/Minneapolis Segment, the proposed LPA would generally result in no changes to
current operations of existing freight rail. Construction of the Southerly Connection between the CP Bass
Lake Spur and the MN&S Spur (see Section 2.5.3, Exhibit 2.5-5 and Section 3.4.4.4 for additional detail)
would maintain all movements between the two spurs in that section of the corridor (see Exhibit 3.4-8 that
illustrates TC&W’s current freight rail market area, which extends north and south onto the MN&S Spur).

The LPA would result in the removal of 11,771 feet of siding along the CP Bass Lake Spur, eliminating the
backing of freight trains at the Wooddale Avenue crossing that occurs under existing conditions. The removal
of the siding tracks will be negotiated with the freight railroad owner and operator, which could include
negotiated compensation for adverse effects to their operations.
No indirect effects to freight rail transportation are anticipated under the LPA and freight rail modifications.
Short-Term Economic Impacts

This section describes the potential short-term economic impacts associated with constructing the LPA.
Constructing the LPA would have some effects on freight movements in the corridor that would be
temporary in nature. During construction, freight rail would be affected as follows:
•

In general, the freight rail traffic would experience slower operations during construction of the LPA
between 7:00 a.m. and 7:00 p.m., which would be managed with onsite flaggers paid for by the project.
There may be short periods of freight stoppage required to make some modifications to the freight rail
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EXHIBIT 3.4-8

Twin Cities & Western Railroad Service Extent
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track, expected to be less than four to eight hours in duration. These infrequent situations would be
coordinated with and agreed upon by the affected operating railroads (CP and TC&W).

At the proposed Louisiana Station, two new freight rail turnouts would be required to connect the new
Southerly Connection to the MN&S Spur. One turnout would be on the Bass Lake Spur while the other
would be on the MN&S Spur. Constructing the switch to these turnouts would require approximately one
weekend (48-hour period) shutdown for trains operating on the MN&S Spur and the Bass Lake Spur.

Reconstruction of the freight rail tracks north over Highway 100, which would move the freight rail
tracks approximately 30-feet north, would require one approximately 24-hour shutdown of the freight
rail tracks.

Shifting the freight rail tracks between West Lake Street and Cedar Lake Parkway 2 to 3 feet north into
a temporary location to allow for construction of the southern light rail tunnel, and then returning the
tracks into their permanent position, would require approximately one week. This process of track
movement would be gradual and would progress through the alignment over that week, helping to
prevent freight rail operations stoppages. The track-shifting process would be able to accommodate
existing operational speeds of 10 mph without stopping normal freight movements in this portion of the
tracks.
Construction of a new freight bridge over Kenilworth Lagoon and a new track south to Cedar Lake
Parkway and north to Burnham Road would require cut-overs on each end that would require
approximately less than a day to reconnect the track.

The Beltline Boulevard pedestrian bridge and the Cedar Lake Trail pedestrian bridge would require an
approximately two- to four-hour closure to set bridge beams over the freight rail line, which would be
coordinated with and agreed to by the TC&W.

The intermittent freight train stoppage periods would affect freight rail operations during the project’s
construction period. Temporary service interruptions on the freight rail lines would mean that freight rail
operators would need to temporarily adjust their operation plans, which might temporarily inconvenience
their clients. Construction-related changes in freight rail operating plans could temporarily delay the
delivery of goods or could lead to customers choosing alternative shipping methods. Stoppages would occur
for up to 48 hours, but would likely be limited to two to four hours. The overall effect of an individual
interruption in freight rail service, when spread over the entire trip of a freight rail train, may be negligible,
depending on the average length of haul, the scheduling requirements, and the cargo value for the freight
moving on the train. Similarly, while reduced freight rail operating speeds are not anticipated, they might
occur, depending on circumstances. In the unlikely event that a slowdown occurs, the effect would be
minimal because the operating speed in the Kenilworth Corridor is already 10 mph.

To avoid short-term economic impacts on freight operators and owners during construction, the Council will
develop and update a freight rail operations coordination plan to facilitate coordination between the project
and the freight railroads throughout the construction period. Refer to Section 3.4.4.4 “Short-Term Freight
Railroad Operation Impacts” for additional detail on the freight rail operations and coordination plan.
Because freight rail operators and owners in the project area will review and approve the coordination plan
prior to the start of construction, no short-term economic impacts are anticipated.

C.

Mitigation Measures

No long-term or short-term (construction) impacts to freight rail transportation in the St. Louis Park/
Minneapolis Segment are anticipated. Therefore, no mitigation measures have been identified.

3.4.4

Transportation Effects

This section addresses the impacts that the proposed LPA would have on transportation facilities in the
St. Louis Park/Minneapolis Segment, addressing transit; roadway and traffic; parking; freight rail; bicycle
and pedestrian; and safety and security. Where appropriate, mitigation measures to alleviate adverse
impacts are also identified. Methodologies and data used to prepare these analyses, updated since
publication of the Draft EIS, may be found in Section 3.1.2.12 of this Supplemental Draft EIS.
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Transit

This section describes impacts that the LPA would have on the existing transit system within the St. Louis
Park/Minneapolis Segment, which is operated by Metro Transit. As summarized in Table 3.4-1, there is the
potential for the LPA to affect fixed route bus service or for changes in service frequencies to be made to
coordinate service with the LRT. The introduction of light rail service in the segment would include the
construction of bus facilities at or near proposed light rail stations to facilitate transfers between light rail
and buses.
A.

Existing Conditions

This section describes the existing transit system in the St. Louis Park/Minneapolis Segment. The existing
transit system, including current service and the planned transit system based on the Council’s 2030
Transportation Policy Plan (Council, 2010, amended 2013), is described in Chapter 6 of the Draft EIS.
Projected 2030 bus and light rail ridership levels are found in Table 6.1-3 and Appendix H of the Draft EIS.
The updated proposed operating plan for the Southwest LRT extension is discussed in Section 2.5,
Section 3.1.2.12 and Table 3.1-3 of this Supplemental Draft EIS. This discussion includes changes to the light
rail operating plan from what was reported in the Draft EIS, including changing from 7.5-minute headways
described in the Draft EIS to 10-minute headways, which are used for analysis in this Supplemental Draft EIS.

B.

Potential Transit Impacts

This section identifies the potential long-term and short-term impacts that would result from the transitrelated changes within the St. Louis Park/Minneapolis Segment.

Long-Term Direct and Indirect Transit Impacts
This section describes the long-term direct and indirect transit impacts in the St. Louis Park/Minneapolis
Segment. As noted in Chapter 6.1.3 of the Draft EIS, there is the potential for the LPA to affect fixed route bus
service or for changes in service frequencies to be made to coordinate bus service with light rail service.
Section 2.3.3.10 of the Draft EIS provides a description of potential transit operations changes that could
result from the LPA, including changes that could occur within the St. Louis Park/Minneapolis Segment
(see Table 2.3-10 of the Draft EIS). In general, bus service (e.g., routing, frequency) could be modified to:
provide or improve feeder service to light rail stations, provide service to new or relocated bus facilities, and
remove or relocate bus service that would duplicate the new light rail service. Those potential changes to
transit operations are currently under development and review, which will include consultation with
SouthWest Transit. Based on that continuing effort, the Final EIS will include a description of changes to
transit operations that could result from the implementation of the Southwest LRT Project.

Coordination with Metro Transit on potential changes to the bus transit system within the St. Louis Park/
Minneapolis Segment will continue as the project advances through the Project Development, Engineering,
and Construction phases. The LPA does include proposed transit access enhancements, such as new or
improved bicycle and pedestrian connections.
Bus facility improvements that would enhance bus service include the following (use of these facilities by
buses may require minor changes to bus routes and/or schedules):
•
•
•
•
•

Bus stops and shelters on Louisiana Avenue at Oxford for the Louisiana Station
Bus stops and shelters on 36th Street and Yosemite westbound for the Wooddale Station
Bus accommodations (stop, sidewalk/platform area) within the Beltline park-and-ride lot
Bus stops on West Lake Street for the West Lake Street Station
Bus stops on West 21st Street for the 21st Street Station

Indirect transit impacts would be a coordinated transit service, which may result in additional bus ridership
to connect with light rail ridership.
Short-Term Transit Impacts

This section describes the potential short-term transit impacts caused by construction of the LPA.
Construction activities in the segment could lead to road detours and construction-related congestion that
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could affect bus operations. Those potential road detours and construction-related congestion could
temporarily lead to increased bus travel times and reduced reliability. Some bus stops in the segment, if
located within construction zones, may need to be temporarily closed or relocated. There could also be some
short-term temporary effects on waiting passengers at bus stops from project construction noise and dust,
depending on the proximity of bus stops and construction sites.

Existing bus stop locations would generally not be impacted by construction activities associated with the
proposed new bus stop locations because all proposed bus stops would be at new locations, providing access
to proposed light rail stations.
C.

Mitigation Measures

Because there would be no long-term adverse impacts from the LPA on transit in the St. Louis
Park/Minneapolis Segment, no transit mitigation measures have been identified. However, as the project
develops and if the LPA affects fixed route bus service in the St. Louis Park/Minneapolis Segment, Metro
Transit will follow Federal and local procedures for route modifications or the suspension of transit service,
which will include a Title VI analysis to determine how service changes would affect low-income and
minority communities. This will include a community outreach process for designing route changes, a public
hearing for the proposed service changes, and ongoing outreach efforts to communicate services changes
prior to implementation
3.4.4.2

Roadway and Traffic

This section describes the proposed roadway modifications and anticipated traffic impacts that would result
from implementation of the LPA in the St. Louis Park/Minneapolis Segment. The traffic impacts analysis
completed for this segment is based on projected travel demand, transportation network capacity,
transportation system performance measures, and impacts to the roadway network.

As summarized in Table 3.4-1, there would be three new at-grade light rail crossings of roadways within the
segment (Wooddale Avenue, Beltline Boulevard, and West 21st Street). At each crossing, light rail operations
would impede vehicular traffic for approximately 50 seconds approximately 12 times per hour (six times per
hour in both directions).
A.

Existing Conditions

This section describes the existing roadway and traffic conditions in the St. Louis Park/Minneapolis Segment.
The general transportation analysis methodologies and existing roadway network and traffic operation
conditions remain the same for this Supplemental Draft EIS, as described in Chapter 6 of the Draft EIS.
However, this analysis of traffic impacts in the St. Louis Park/Minneapolis Segment is based on a revised
analysis of the existing at-grade freight rail crossings in the segment. Vehicular traffic within the St. Louis
Park/Minneapolis Segment is currently affected by freight rail operations on the Bass Lake Spur and
Kenilworth Corridor. Freight trains currently cause delay and vehicle queuing at the following at-grade
intersections: Wooddale Avenue, Beltline Boulevard, Cedar Lake Parkway, and 21st Street. The length of the
queues caused by freight trains crossing local roads is related to the amount of time a freight train blocks the
intersection (a function of the speed and length of the train) and the time that the delay occurs (longer
queues tend to develop during peak traffic hours, compared to off-peak traffic periods).
Since completion of the Draft EIS, the project team obtained updated freight train operating data and revised
the queuing analysis for the at-grade freight rail crossings in the St. Louis Park/Minneapolis Segment.
The updated analysis included a longer typical train length of 75 cars, based on information provided by the
freight railroads in 2013. Freight train operation speeds were increased from 10 mph, used in the Draft EIS
(see Section 6.2.2.3 of the Draft EIS), to 25 mph at the Wooddale Avenue and Beltline Boulevard at-grade
crossings, as freight trains can currently operate at 25 mph in this segment of track (which would be
unchanged under the LPA). The Cedar Lake Parkway and 21st Street at-grade crossings were analyzed at
both 10 mph and 25 mph (under the LPA, freight trains could operate at speeds up to 25 mph, but the freight
rail operator has indicated that they may continue to operate at 10 mph). Compared to the analysis included
in the Draft EIS, these changes of inputs to the freight train operations analysis resulted in a lower amount of
projected blockage time due to freight trains crossing Wooddale Avenue and Beltline Boulevard at-grade, but
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a slightly higher amount of blockage at Cedar Lake Parkway. Additional detail on existing and 2030 No Build
traffic conditions at at-grade freight train crossings can be found in the Freight Alignment – Traffic Impact
Evaluation Memorandum (Kimley-Horn and Associates, Inc., 2013 [see Appendix C for instructions on how to
access this report]).

B.

Potential Roadway and Traffic Impacts

This section identifies the potential long-term and short-term impacts to roadway and traffic that would
result from changes to the proposed light rail-related improvements and freight rail modifications under the
LPA on vehicular traffic on local roadways within the St. Louis Park/Minneapolis Segment. The proposed
light rail and roadway improvements and freight rail modifications in the LPA are described in Section 2.5.3
of this Supplemental Draft EIS.

Long-Term Direct and Indirect Roadway and Traffic Impacts
This section describes the potential long-term direct and indirect roadway and traffic impacts in the St. Louis
Park/Minneapolis Segment. The proposed light rail alignment would be located parallel to the existing
freight rail corridor, generally within existing HCRRA-owned or freight rail-owned right-of-way (see
Section 3.4.1.2 for additional information on railroad property acquisitions associated with the LPA). The
following changes have been made to the LPA since publication of the Draft EIS:
•

•
•

Removal of existing rail sidings in the Bass Lake Spur, generally from Highway 169 to Beltline Boulevard,
eliminating the backing of trains at at-grade freight rail crossings, which currently occurs under existing
conditions
Change in for the frequency of light rail trains in the peak period from 7.5 minutes to 10 minutes, which
would reduce the number of light rail vehicles by approximately four per hour in the peak period
A reduction in the delay to roadway traffic that would occur at at-grade light rail crossings in the
segment, generally proportionate to the reduction in the proposed frequencies of light rail trains

The LPA would result in reconstruction and/or reconfiguration of roadways at seven locations in the
St. Louis Park/Minneapolis Segment (see Short-Term Roadway and Traffic Impacts below and Section 2.5.3
for additional detail).

Freight rail operations would not be affected by light rail operations, so there would be no change in the
vehicle delay and queue lengths at at-grade freight rail crossings due to passing freight rail trains (except for
the changes resulting from the removal of existing rail sidings).
The LPA would result in three new at-grade light rail crossings in the St. Louis Park/Minneapolis Segment at
Wooddale Avenue, Beltline Boulevard, and West 21st Street (see Exhibit 2.5-4). At each at-grade crossing,
light rail operations would impede vehicular traffic for approximately 50 seconds, approximately 12 times
per hour (six times per hour in both directions).
Short-Term Roadway and Traffic Impacts

This section describes the short-term roadway and traffic impacts caused by construction of the LPA. The
LPA would result in changes to local circulation patterns during construction, particularly at the station
areas, at the at-grade crossings and where grade separations are planned. Construction of the proposed light
rail-related improvements and freight rail modifications would result in temporary impacts to traffic
operations on local roadways and would result in the temporary closure and/or relocation of on- and offstreet parking within the construction areas. The project’s construction duration in this segment would be
up to approximately three years, although construction activities at a particular location are expected to be
of shorter duration.
Construction activities that would potentially result in impacts to roadway operations include utility
relocation, roadway construction, light rail construction, truck hauling, demolition, and construction staging.
In addition, modifications to existing roadways that are included in the LPA and that would temporarily
impact roadway operations would occur at the following locations:
Affected Environment, Impacts, and Mitigation
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Reconstruction and reconfiguration of approximately 340 feet of Oxford Street at Edgewood Avenue to
accommodate the construction of the new southerly freight rail connection between the Bass Lake and
MN&S spurs.

Reconstruction of approximately 250 feet of Wooddale Avenue at the existing at-grade crossing of the
freight tracks, to accommodate the two proposed light rail tracks, utility relocation, and movement of the
existing freight rail tracks.

Reconstruction of approximately 300 feet of Beltline Boulevard, between the Highway 7 service road and
West 36th Street, to accommodate the two proposed light rail tracks, utility relocation, and movement of
the existing freight rail tracks.

Reconstruction of Cedar Lake Parkway to construct the proposed light rail tunnel and to relocate existing
utilities, the existing freight rail track, and the trail at-grade crossings of Cedar Lake Parkway.
Reconstruction would include approximately 400 feet of Cedar Lake Parkway and 150 feet of Burnham
Road, and would include utility relocation.

Realignment and widening of approximately 840 feet of the loop road formed by Abbott Avenue and
Chowen Avenue in the vicinity of the proposed Westlake Station to accommodate a proposed kiss-andride facility, bus stops, and bus layover.

Reconstruction of West 21st Street at the existing at-grade crossing of the freight tracks to accommodate
the at-grade light rail crossing, utility relocation, and relocation of the freight rail tracks at-grade at
21st Street. Reconstruction would include approximately 270 feet of 21st Street.
Reconstruction of approximately 405 feet of Wayzata Boulevard and Penn Avenue near I-394 to
accommodate kiss-and-ride facility and pedestrian connections to Penn station.
Mitigation Measures

Mitigation will be identified for the following conditions:38

•

•

Intersections that would operate at LOS D or better under No Build Alternative conditions in the forecast
year which would operate at LOS E or F in the forecast year under the LPA will be mitigated to operate at
LOS D or better

Intersections that would operate at LOS E or F in the forecast year under No Build Alternative conditions
which would operate at a worse LOS in the forecast year under the LPA will be mitigated to operate at No
Build Alternative conditions or better

Following are general strategies that could be used to improve operations at intersections where mitigation
would be warranted:
•
•
•
•
•
•
•
•

Optimizing signal splits (green time) and offsets
Adding new traffic signal controllers, pedestrian controllers, and signage at crossings
Modifying a light rail at-grade crossing from preemption to a priority strategy
Adding left- or right-turn lanes
Lengthening left- or right-turn lanes
Adding lanes to the cross-street approaches
Providing a grade separation between the roadway and LRT guideway (or in specific circumstances)
Restricting or removing full access

Based on preliminary analysis, these strategies will improve the operations of congested intersections
as a result of the project to acceptable levels. More detailed analysis and impacts of mitigation measures will
be included in the Final EIS.
38

Final mitigation measures will be included in the Final EIS, and will be determined based on a combination of factors such
as traffic operations, impacts, and effectiveness of the proposed mitigation.
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During construction, contractors will be required to comply with all state and local regulations concerning
the closing of roadway and the effects of construction activities. Contractors will also be required to comply
with the guidelines established in the Minnesota Manual on Uniform Traffic Control Devices. The Council
shall develop a construction staging plan (staging plan), which will be reviewed with all appropriate
jurisdictions and railroads, and the contractor will be required to secure all necessary permits and follow the
staging plan, unless otherwise approved. Components of a construction staging plan may include:
• Traffic management plans reviewed by all appropriate jurisdictions prior to the start of construction
activities. In some cases, intersections may need to be modified to minimize vehicle delay. Measures will
include the addition of turn lanes, the construction of temporary traffic signals, the revision of existing
signal timing plans, or the addition of warning signs.
• Detailed construction timeline developed before the initiation of construction activities that will inform
roadway users and adjacent property owners about when activities would begin, the type of work being
performed, an estimate of when the work will be completed, and recommendations on how individuals
and entities can minimize disruption to their activities.
Impacts related to temporary changes to access will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional detail on the
Construction Communication Plan.

3.4.4.3

Parking

This section describes the potential changes to on- and off-street parking in the St. Louis Park/Minneapolis
Segment due to the LPA. As summarized in Tables 3.4-16 and 3.4-17, the LPA would result in the
displacement of approximately 297 private off-street parking spaces that serve existing businesses at
10 locations and the displacement of approximately 118 on-street parking spaces at five locations (as well as
the addition of five new on-street parking spaces at one location), respectively. Proposed park-and-ride lots
in the segment that are associated with the three proposed light rail stations in the segment are described in
Section 2.5.3 of this Supplemental Draft EIS and the cumulative supply of parking spaces within those lots
would meet demand in the forecast year.

TABLE 3.4-16

St. Louis Park/Minneapolis Segment – Potential Off-Street Parking Displacements
Location

Existing

Displaced

Type of Property
Acquisition

168 Blake Rd. (150 Blake Rd)

71

71

Full

140 Blake Rd

59

59

Full

126 Blake Rd

24

24

Full

7710 Oxford St

14

14

Full

6600 Oxford St

10

10

Full

6500 Oxford St

11

11

Full

6460 Oxford St. (6425 Oxford St)

21

21

Full

3825 Edgewood Ave.

22

22

Full

4615 CSAH 25 Service Rd (4601 Highway 7 and 3130 Monterey Ave S)

14

14

Full

4767 CSAH 25 Service Rd. (4725 Highway 7 and 3220 Natchez Ave
S)

51

51

Full

297

297

Total
Source: Council, 2014.
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TABLE 3.4-17

St. Louis Park/Minneapolis Segment – Potential On-Street Parking Displacements/Additions
Location

Displaced
Spaces

New
Spaces

Reason for Impact/Type of Impact

North side of Oxford St between Louisiana
Ave. and Edgewood Ave

11

5

Removed to provide driveway access from Oxford
St to Louisiana Station, new parking spaces
provided by the removal of existing accesses

South side of CSAH 25 Service Rd in front of
4601 Hwy 7

10

0

Removed to provide driveway access from Hwy 7
Service Rd to Beltline Station

East side of Abbott Ave between Chowen Ave
and Excelsior Blvd

31

0

Removed to provide sufficient lane width for
buses serving the West lake Street Station

West side of Chowen Ave between 32nd St
and Abbott Ave

53

0

Removed to provide sufficient lane width for
buses serving the West lake Street Station

South side of W 32nd St between Chowen Ave
and Excelsior Blvd

13

0

Removed to provide sufficient lane width for
buses serving the West lake Street Station

118

5

Total
Source: Council, 2014.

A.

Existing Conditions

Parking for personal automobiles in the St. Louis Park/Minneapolis Segment is a mix of privately-owned, offstreet parking associated with individual businesses, office complexes, commercial retail businesses, and
residential complexes. Off-street parking in the segment is generally provided on surface parking lots, with
some structured parking facilities. On-street parking is provided on a wide variety of local streets within the
segment.
B.

Potential Parking Impacts

This section describes the anticipated long-term and short-term (construction-related) impacts to parking in
the St. Louis Park/Minneapolis Segment that would result from the LPA.
Long-Term Direct and Indirect Parking Impacts

This section describes the long-term direct and indirect impacts to parking in the St. Louis Park/Minneapolis
Segment that would result from the LPA.

Long-term direct impacts to parking in the St. Louis Park/Minneapolis Segment would include the
displacement of approximately 297 off-street parking spaces and 118 on-street parking spaces. The
displacement of off-street parking spaces would be associated with the potential full acquisitions by the
project. Table 3.4-16 summarizes the off-street parking displacements that would result from the LPA. The
number off-street parking spaces displaced and the layout of the affected off-street parking spaces would
ultimately be determined through the property acquisition process, which would occur during the
Engineering and construction phases. The LPA would also result in the addition of five on-street parking
spaces at one location. Table 3.4-17 identifies the location of the on-street parking displacements and the
reason for impact.

Indirectly, the LPA could affect the supply of and demand for off-street parking in the St. Louis Park/
Minneapolis Segment due to development new light rail station areas. Any development occurring within the
segment would, however, be required to comply with the City of St. Louis Park’s and the City of Minneapolis’
parking requirements, which would tend to ensure a long-term balance of parking supply and demand.

Sizing the park-and-ride lots in this segment to cumulatively meet forecast demand for park-and-ride spaces
in this segment would help to minimize spill-over park-and-ride parking at the proposed light rail stations in
the segment.
Short-Term Parking Impacts
This section describes the short-term (construction related) parking impacts associated with construction of
the LPA in the St. Louis Park/Minneapolis Segment. The short-term temporary displacement of on-street
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parking could occur at locations throughout the segment in the vicinity of the project alignment. These
potential displacements would be identified during Engineering and would help to facilitate construction of
the light rail improvement and associated roadway and freight rail modifications (e.g., to facilitate truck
movement, to provide a temporary truck loading zone).
C.

Mitigation Measures

As noted in Section 6.3.4 of the Draft EIS, mitigation of the displacement of off-street parking spaces for the
parcels that would be fully acquired by the project is not be warranted, because the businesses that the
parking spaces are associated with would also be displaced. Mitigation of the displacement of off-street
parking for the parcels where the existing businesses would remain on their existing parcels will be
determined through the property acquisition process, which would occur during the Engineering and
construction phases. The primary mitigation measure that would be considered through that process would
be potential modifications to the layout of the remaining parking lot to increase the number of off-street
parking spaces and potential modifications to the design of the project to reduce the number of displaced offstreet parking spaces. Property owners would be compensated for loss of parking in compliance with the
Uniform Relocation Act. Where eliminated spaces are associated with partial property acquisitions,
mitigation will be determined in the final agreement with the property owner consistent with the
requirements of the Uniform Act. Also, consistent with the Draft EIS, no mitigation is identified for the
displacement of on-street parking spaces.

Impacts related to temporary changes to parking will be mitigated by development of a Construction
Communication Plan, which will include advance notice of construction activities and highlighting road,
sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional detail on the
Construction Communication Plan.

3.4.4.4

Freight Rail

This section provides a summary of existing freight rail operations in the St. Louis Park/Minneapolis
Segment and how the proposed LPA could impact those operations in the long term and short term.
In addition, mitigation measures addressing adverse impacts to freight rail operations are identified.

As summarized in Table 3.4-1, the LPA would result in the light rail/freight rail Swap and Southerly
Connection, with some modified freight rail operations; the removal of approximately 10,375 feet of freight
rail siding track segments in the Bass Lake Spur; and temporary movement of the freight rail tracks during
construction in the Kenilworth Corridor.
A.

Existing Conditions

This section describes the existing freight rail ownership and operators in the St. Louis Park/Minneapolis
Segment.

Exhibit 2.3-4 illustrates the existing freight rail ownership and operators in the St. Louis Park/Minneapolis
Segment. In summary, CP owns the Bass Lake Spur, on which TC&W currently operates freight rail service.
The Bass Lake Spur directly connects to the HCRRA-owned Kenilworth Corridor, on which TC&W trains
operate, before connecting to the BNSF-owned Wayzata Subdivision. The Bass Lake Spur also connects to the
MN&S Spur via the Skunk Hollow switching wye (illustrated on Exhibit 2.5-5). The switching wye provides
freight rail access to the Robert B. Hill Company salt facility at the west end of the switching wye, which is
the only business in the St. Louis Park/Minneapolis Segment that receives direct rail service. The switching
wye also allows CP and TC&W trains to connect between the Bass Lake Spur and the MN&S Spur, which is
also owned by CP.
TC&W railroad operations have changed since the Draft EIS (refer to the Freight Alignment – Traffic Impact
Evaluation Memorandum; Kimley-Horn and Associates, Inc., 2013; see Appendix C for instructions on how to
access this report). Currently, TC&W typically operates 14 weekly trains (about two per day) with
65 to 75 cars and 5 to 6 weekly unit trains 39 (currently, no more than one per day) with approximately 80 to
39

A unit train is made up of approximately 100 cars that come from the same origin and travel to the same destination,
without being stored or split up during their travel.
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125 cars per train. CP operations remain unchanged from the Draft EIS, with 10 weekly trains with one to
two locomotives with 10 to 25 cars per train.
B.

Potential Freight Rail Impacts

This section identifies the potential long-term and short-term impacts that would result from the changes to
how the LPA would change the freight rail movements within the St. Louis Park/Minneapolis Segment.

Long-Term Direct and Indirect Freight Rail Impacts
This section describes the long-term direct and indirect freight rail operation impacts in the St. Louis Park/
Minneapolis Segment. Proposed modifications to existing freight rail facilities within the St. Louis Park/
Minneapolis Segment are described in Section 2.5.3 of this Supplemental Draft EIS. The proposed LPA would
generally result in no changes to existing freight rail operations because all segments of existing mainline
freight rail track would remain unchanged, except for relatively minor modifications to some track to
accommodate the construction of the proposed light rail line. This includes construction of the Southerly
Connection between the CP Bass Lake and the MN&S spurs (see Section 2.5.3 and Exhibit 2.5-5 of this
Supplemental Draft EIS for additional detail) to replace the existing Skunk Hollow switching wye to allow
continuation of freight in that section of the corridor. While this would change the geometry of the freight
rail alignment for the movement of freight rail between the Bass Lake Spur and the MN&S Spur, it would not
result in substantial long-term impacts to freight rail operations.
In addition, the LPA would result in the removal of 11,771 feet of siding along the CP Bass Lake Spur,
eliminating the backing of freight trains at the Wooddale Avenue crossing that occurs under existing
conditions. The removal of the siding tracks would be negotiated with the freight rail owner and operators,
which could include negotiated compensation for adverse effects to their operations. No indirect effects to
freight rail transportation are anticipated.

Short-Term Freight Rail Impacts
This section describes potential short-term freight rail operation impacts caused by construction of the LPA.
Constructing the LPA would have some effects on freight movements in the corridor that would be
temporary in nature.

Construction of the proposed south light rail tunnel in the Kenilworth Corridor would require the temporary
movement of the freight rail alignment at various locations along the Kenilworth Corridor. The shift would
be about 2 to 3 feet to the northwest and would facilitate construction of the proposed light rail tunnel.
During the time when the freight rail tracks are shifted to a temporary location, freight rail operations would
not be obstructed, discontinued, or slowed. Instead, light rail construction would be stopped by a flagger, and
the workers and machines would be moved away from the track whenever a freight train comes through the
work area. The cost of the flagging operation for labor and equipment delay would be borne by the project.
Despite this, the freight rail operator might choose to continue to travel through the corridor at lower speeds
based on its operating procedures. During this reconstruction period, the freight track would be maintained
for a maximum 25-mph track speed, which is the existing condition. However, the TC&W has agreed to hold
speed to 10 mph within the Kenilworth Corridor, their existing operating speed at that location (see
Section 3.1.2.12.C of this Supplemental Draft EIS for additional detail). Potential short-term impacts to
freight operations beyond the construction of the south light rail tunnel are described under Short-Term
Economic Impacts (see Section 3.4.3.B of this Supplemental Draft EIS for additional detail).

C.

Mitigation Measures

No long-term impacts to freight rail transportation in the St. Louis Park/Minneapolis Segment are
anticipated. Therefore, no long-term mitigation measures have been identified.

In order to mitigate short-term impacts to freight rail operations related to construction activities, the
Council will develop and update a freight rail operations coordination plan. The purpose of this plan is to
facilitate coordination between the project and the freight railroads throughout the construction period in
order to minimize impacts on freight owners and operators without creating unreasonable constraints
during construction of the LPA. Freight rail owners and operators in the project area will review and
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approve the coordination plan, prior to the start of construction. As part of this effort, Council staff will also
work with the freight railroads to provide provisions in the construction contract to identify how the
contractor will interact with the railroads. Further, Council staff will work with the freight railroads to
sequence construction to minimize effects on freight movements and to identify optimal periods for closing
the rail service and reducing speeds.
During construction activities, flaggers will be used to allow freight rail operations to continue without
interruption, except for the following proposed activities and durations:
•
•
•

Four- to eight-hour stoppage when completing the freight rail track swap

Two-day (likely over a weekend) stoppage for MN&S and TC&W trains for turnout construction for the
new southerly connection to MN&S tracks

One-day stoppage to shift the bridge over Highway 100 from its location along the current alignment to
a location north of the light rail mainline

Dates and times for all stoppages will be determined by CP, the owning railroad for the Bass Lake Spur, and
HCRRA for the Kenilworth Corridor. TC&W will also be coordinated with, as the freight rail operator on the
Bass Lake Spur and Kenilworth Corridor. The use of flaggers will require construction activities to halt while
freight trains traverse the construction area at regular speeds. Other construction activities will include
shifting the existing track into a temporary location (two to three feet to the north/west) to allow for
construction of the proposed light rail tunnel. This shift would be gradual, and is estimated to take
approximately a week to shift the tracks and another week to shift the tracks back after the light rail tunnel is
complete. Coordination between the contractor and the railroads will assist in minimizing disruptions and
planning for the expected shutdowns to occur at times that would cause the least impact on freight rail
operations. More detailed information on the impacts on freight rail carriers will be identified as
construction plans are developed. The Final EIS and freight rail operations coordination plan will include
details regarding construction sequencing, schedule, means, and methods.
3.4.4.5

Bicycle and Pedestrian

This section describes the changes to bicycle and pedestrian facilities that would result from implementation
of the LPA in the St. Louis Park/Minneapolis Segment. As summarized in Table 3.4-1, there would be longterm changes to trail alignments at light rail crossings with no change in trail connectivity and temporary
trail detours would be provided for continued trail connectivity during construction.
A.

Existing Conditions

This section describes existing bicycle and pedestrian facilities in the St. Louis Park/Minneapolis Segment.
Section 3.4.1.4 of this Supplemental Draft EIS provides a description of the existing regional trails in the
St. Louis Park/Minneapolis Segment that are generally within HCRRA-owned right-of-way. Those trails are
the Cedar Lake LRT Regional Trail, the Kenilworth Trail, the Midtown Greenway, the Cedar Lake Trail, and
the North Cedar Lake Regional Trail.

Sidewalks are currently available at all arterial street crossings of the existing HCRRA-owned right-of-way
within the St. Louis Park/Minneapolis Segment. These sidewalks provide sufficient pedestrian connections
across the right-of-way, which currently includes active trails. However, there are some adjacent roadways
that are missing sidewalks on one or both sides of some streets. Streets that lack sidewalks are typically in
industrial areas, on local access streets, or on streets with low pedestrian volumes. Bicycle routes typically
follow existing street networks. There are on-street bicycle-designated lanes on Cedar Lake Avenue on the
east side of the St. Louis Park/Minneapolis Segment. These bicycle-designated lanes provide a connection to
the bicycle boulevard on Dean Parkway, which connects the Kenilworth Trail to the trail system around the
Lake of the Isles. Within the St. Louis Park/Minneapolis Segment, the Cedar Lake LRT Regional and the
Kenilworth multi-use trails provide transportation value in addition to recreational use.
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Potential Bicycle and Pedestrian Impacts

This section identifies the potential long-term and short-term impacts that would result from the changes to
bicycle and pedestrian facilities within the St. Louis Park/Minneapolis Segment.

Long-Term Direct and Indirect Bicycle and Pedestrian Impacts
This section describes the potential long-term direct and indirect bicycle and pedestrian impacts in the
St. Louis Park/Minneapolis Segment. There would be no long-term effects of the LPA on either the Cedar
Lake Trail or the Kenilworth Trail within the St. Louis Park/Minneapolis Segment. Although both trails
would be maintained, they would be reconstructed and the existing at-grade trail crossing of the railroad
track just northeast of Beltline Boulevard would be replaced with a grade-separated crossing of both the
freight rail and light rail tracks.

At Beltline Boulevard, a sidewalk that now ends at Cedar Lake Trail (and that does not extend south of the
existing freight rail corridor) would be extended under the LPA to the west side of the crossing, which would
be done in conjunction with construction of the Beltline Boulevard roadway crossing.

As described in Section 2.3.3.2 of this Supplemental Draft EIS, the LPA incorporates a variety of bicycle and
pedestrian safety and access improvements associated with and in the vicinity of the West Lake, 21st Street,
and Penn stations (see Appendix G for the conceptual design of those proposed improvements), in
accordance with a memorandum of understanding between the Council and the City of Minneapolis. (Council
and City, 2014; see Appendix D, Sources and References Cited, for instructions on how to access the
subsequently executed memorandum.) These improvements include, but are not limited to the following:
•

•
•
•
•
•
•
•
•

Enhanced pedestrian connections between the Royalston Station and the nearby Minneapolis Farmer’s
Market, from both the north and south, via the frontage road and Holden and Border Avenues

Sidewalk improvements along Dunwoody Boulevard near Van White Station, including improvements to
the under-bridge area and intersection improvements at Stadium Pkwy/Emerson Ave S

A pedestrian bridge to Bryn Mawr Meadows at Van White Station

Enhanced pedestrian connections from the Penn Ave station across I-394 and north to Mount View Ave,
near Penn Station
Additional ADA compliance improvements to be made at each intersection along Penn continuing north
to Cedar Lake Road, near Penn Station
Additional sidewalks, as enhanced pedestrian connections, along the south side of Wayzata Blvd from
I-394 pedestrian bridge at Thomas Ave east to the access to Penn Station

Light and sign the existing trail segment from Cedar Lake Trail to Kenwood Parkway, near Penn Station
Enhanced pedestrian connections along West Lake Street between Drew Ave S and Market Plaza and
along Excelsior Blvd between Market Plaza and W 32nd St, near West Lake Station

Enhanced pedestrian connections along Chowen and Abbott Aves and along the newly realigned street
segment, near West Lake Station

Further design refinements affecting these and other bicycle and pedestrian facilities could be incorporated
into the LPA through the completion of the Project Development phase and would be addressed in the
Final EIS.

As noted in the Draft EIS, a potential indirect effect could include a change in demand using existing
pedestrian and bicycle facilities to access proposed light rail stations. The Draft EIS notes that there would be
a potential for greater use of bicycle and pedestrian facilities located near transit stations, and a demand for
more facilities, goods, and services related to those modes.
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Short-Term Bicycle and Pedestrian Impacts
This section describes the potential short-term bicycle and pedestrian impacts associated with construction
of the LPA.

Reconstruction of bicycle and pedestrian facilities would result in only short closures during the period of
construction. Trails and sidewalks would be reconstructed in their new locations before the existing trails
are removed and diverted to the new trails, or acceptable detour routes providing the same connections
would be provided and signed during construction. In particular, connectivity to the Kenilworth and Cedar
Lake LRT regional trails would be retained through construction with use of phased temporary detour plans
that would be established through coordination with the Cities of Minneapolis and St. Louis Park and the
MPRB. Potential impacts on other local pedestrian and bicycle facilities would be minimized by providing
detours or clearly delineated facilities within construction areas, such as protected walkways.
Reconstruction of bicycle and pedestrian facilities and establishment of detours would result in only short
closures during the period of construction. The public would be notified of temporary detours, closures, and
new facilities, as appropriate. Short-term effects on pedestrian and bicycle routes within the St. Louis Park/
Minneapolis Segment would be minimized through, signage, information fliers, website postings with maps
of construction areas/detours, and notices placed at bike shops. Construction documents would require the
contractor to comply with all traffic management best practices and local regulations. A traffic management
plan will be developed to document how pedestrians and bicyclists, as well as motor vehicle traffic, would be
accommodated during construction.
C.

Mitigation Measures

Because there would be no long-term adverse impacts from the LPA on bicycle and pedestrian facilities, no
long-term mitigation measures have been identified. Short-term effects on pedestrian and bicycle routes will
be mitigated through signage, information fliers, website postings with maps of construction areas/detours,
and notices placed at bicycle shops, for example.

Impacts related to temporary changes to bicycle and pedestrian facilities will be mitigated by development
of a Construction Communication Plan, which will include advance notice of construction activities and
highlighting road, sidewalk, and trail closures and detour routes. Refer to Section 3.1.2.12 for additional
detail on the Construction Communication Plan.

3.4.4.6

Safety and Security

This section discusses potential safety and security issues for pedestrians, automobile traffic, and emergency
service providers at at-grade intersections with freight rail and LRT tracks, as well as within the proposed
light rail tunnel. Mitigation measures to alleviate these potential impacts are also identified. The Draft EIS
addresses Safety and Security under the broader category of Social Effects (see Section 3.7 of the Draft EIS).
As summarized in Table 3.4-1, there would be three new at-grade light rail crossings of roadways and
emergency vehicle delays of approximately 50 seconds, 12 times per hour (six times per hour in both
directions), could occur at those new light rail at-grade crossings.
A.

Existing Conditions

See Section 3.7.2 of the Draft EIS for a description of existing conditions for the safety and security
assessment, which has not changed since publication of the Draft EIS. As discussed in Section 3.1.2.12 of this
Supplemental Draft EIS, the Southwest LRT Project will conform to the FTA’s State Safety Oversight Program
for Rail Safety. This topic will be covered in more detail in the forthcoming Final EIS.
B.

Potential Safety and Security Impacts

This section identifies the potential long-term and short-term impacts that would result from the changes to
safety and security in the St. Louis Park/Minneapolis Segment.

Long-Term Direct and Indirect Safety and Security Impacts
This section describes the potential long-term direct and indirect safety and security impacts in the St. Louis
Park/Minneapolis Segment. In the St. Louis Park/Minneapolis Segment, the proposed light rail alignment
would be located parallel to the existing freight rail corridor, generally within existing HCRRA-owned or
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freight rail-owned right-of-way (see Section 3.4.1.2 for additional information on railroad property
acquisitions associated with the LPA). Safety-related freight rail modifications in the Kenilworth Corridor
would include the installation of approximately 4,000 feet of freight rail guardrail. Freight rail operations
would not be affected by light rail operations, so there would generally be no change in the vehicle delay and
queue lengths at at-grade freight rail crossings due to passing freight rail trains.

The LPA would result in three new at-grade light rail crossings in the St. Louis Park/Minneapolis Segment at
Wooddale Avenue, Beltline Boulevard, and West 21st Street (see Exhibit 2.5-4). 40 Those at-grade light rail
crossings would be located adjacent to the existing freight rail at-grade crossings. During the peak weekday
hour, up to 12 light rail trains (6 in each direction) would pass through those two at-grade crossings. 41 The
amount of vehicle delay caused by light rail operations at these two locations would be approximately
50 seconds per light rail vehicle crossing, compared to 3 to 7 minutes of delay caused by existing freight train
crossings. The increased delay of approximately 50 seconds, potentially 12 times in the peak hour, would
cause short queues that would quickly dissipate after the light rail train clears the crossing. In addition, the
headway for light rail vehicles was changed from the Draft EIS from 7.5 minutes to 10 minutes, thereby
reducing the number of light rail vehicles crossing the at-grade roadway crossings and, in turn, reducing the
amount of delay caused by light rail vehicles. These at-grade crossings could potentially affect the safety of
pedestrians and vehicles crossing the light rail alignment. Further, delays at the crossings could increase fire
and emergency medical services and police emergency response times on routes using the crossings.
Alternative motor vehicle routes would be identified for emergency providers.
To avoid the potential for incidents at at-grade intersections, crossings would be signalized or equipped with
gates with bells to warn of oncoming trains. The trains will also have bells and horns. Bells, gates, and horns
would be activated according to Metro Transit operating procedures and safety guidelines. Light rail trains
that cross streets or intersections with automatic gate crossings would require emergency vehicles to yield
for their movement. Further details associated with signal prioritization and protocols will be developed in
coordination with local jurisdictions.
The safety and security of the stations would generally be the same as proposed in the Draft EIS, with the
exception of the Louisiana Station. The shift of the Louisiana Station removes the station from the freight rail
corridor, which would reduce the potential for conflicts with freight rail operations.

The proposed light rail tunnel in the Kenilworth Corridor would include a number of safety design features
to address fire prevention, ventilation and fire protection, and evacuation. Safety design features will include
the following:
•

•

•

•
•

Construction using noncombustible materials

The tunnel will include fire standpipe systems with detection and monitoring equipment and systems of
emergency ventilation fans that would direct fresh air into selected areas and remove smoke from areas
during an emergency

Passenger evacuation plans will be prepared that could include any of the following: reversing trains out
of the tunnel, transferring passengers to a rescue train, allowing passengers to exit the tunnel by walking
out of the tunnel or by having passengers use a cross passage (a passage connecting two tunnels) to
access an adjacent tunnel
Signs will be located in the tunnel to identify the locations of passages and tunnel openings

The tunnel will include emergency lighting, telephone connections, and underground communications
for safety officials

40

Under the LPA as defined in the Draft EIS, there would have been four at-grade light rail crossings in the St. Louis Park/
Minneapolis Segment. One of those proposed at-grade crossings (at 21st Street) was eliminated from the LPA by the Council
in March 2014 when it identified design adjustments to be incorporated into the LPA.
41
The traffic analysis in Chapter 6.2.2.3 of the Draft EIS was based on a light rail operating plan that included 7.5-minute
headways and would have resulted in 16 LRT crossings in the peak hours.
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Short-Term Safety and Security Impacts
This section describes the short-term safety and security impacts caused by construction of the LPA in the
St. Louis Park/Minneapolis Segment. Construction activities in the St. Louis Park/Minneapolis Segment
under the LPA would temporarily result in increased congestion along adjacent roadways as a result of
temporary lane and roadway closures, shifts in roadway alignments, and detours. This temporary increase in
roadway congestion could affect access and response times for public service providers, including
emergency service providers and public utilities and transportation. However, provisions would be made to
maintain required accesses during established periods or to keep one lane of traffic open on main arterials.
Before construction, traffic control plans would be reviewed and approved by applicable agencies before
implementation. Before construction, the Council will coordinate with public service providers on required
detour routes and lane closures in order to minimize increases in travel and response times and to minimize
impacts on solid waste and recyclables collections and the transportation of students.
C.

Mitigation Measures

During construction, roadways could temporarily be fully or partially closed, limiting access and requiring
temporary detours. These temporary detours could cause minor delays in emergency response times and
cause detours for other public services. Metro Transit will coordinate with public service providers before
and during construction to maintain reliable emergency access and alternative plans or routes to minimize
delays in response times. Other mitigation measures could include signage, information fliers, and website
postings with maps of construction areas/detours. Specific mitigation measures will be discussed in the Final
EIS when additional design and construction information will be available, in accordance with Federal, state
and local requirements.
3.4.5

Environmental Justice Compliance

This section describes: (a) the minority and/or low-income populations in the St. Louis Park/Minneapolis
Segment; (b) the opportunities provided to minority and/or low-income populations to participate in the
Southwest LRT Project planning process; and (c) a summary of impacts in the St. Louis Park/Minneapolis
Segment that could impact environmental justice populations. In summary, changes to the anticipated
environmental impacts in the St. Louis Park/Minneapolis Segment would not change the preliminary
environmental justice finding for the LPA 42 in the Draft EIS (see Table 10.6-1 in Section 10.6 of the Draft EIS).
A final corridor-wide environmental justice analysis, including a final project-wide finding, will be completed
as part of the forthcoming Final EIS.
The St. Louis Park/Minneapolis Segment environmental justice study area is defined in Section 3.1.2.14 of
this Supplemental Draft EIS. The study area is illustrated on Exhibits 3.4-9 and 3.4-10 of this Supplemental
Draft EIS and Section 10.3.2 of the Draft EIS contains comparable figures.

A.

Demographic Characteristics

This section provides updated demographic data for the environmental justice study area that have changed
since publication of the Draft EIS. Other data and characteristics that have not changed since publication of
the Draft EIS can be found in Section 10.3 of the Draft EIS and are not repeated herein. The environmental
justice analysis in this section of the Supplemental Draft EIS is based on new and updated data sources to
describe demographic characteristics surrounding and within the St. Louis Park/Minneapolis Segment
environmental justice study area, such as updated 2010 U.S. Census data and minority and school lunch
enrollment data for public elementary schools that have attendance boundaries encompassing the study
area. Additional information on these new and updated data is provided in Section 3.1.2.14 of this
Supplemental Draft EIS.

42

The LPA was included within LRT 3A and LRT 3A-1 of the Draft EIS. See Chapter 2 of this Supplemental Draft EIS and of the
Draft EIS for additional information on the LPA as described in the Draft EIS.
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EXHIBIT 3.4-9

Low-income Population Within Census Block Groups, St. Louis Park/Minneapolis Segment
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EXHIBIT 3.4-10

Minority Population Within Census Blocks, St. Louis Park/Minneapolis Segment
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Table 3.4-18 provides updated information on the demographic characteristics of the St. Louis Park/
Minneapolis Segment environmental justice study area, the Cities of St. Louis Park and Minneapolis, and
Hennepin County. Exhibits 3.4-9 and 3.4-10 illustrate the concentration of minority and low-income
populations within the segment’s study area. The exhibits also illustrate areas in the study area with no
population (as identified in 2010 U.S. Census block groups or Census blocks with zero population). The
minority and low-income characteristics of the study area are most similar to St. Louis Park
(17.6/6.5 percent and 18.8/8.8 percent, respectively), as both of these areas have lower percentages of
minority and low-income populations than Minneapolis and Hennepin County (39.7/22.3 percent and
28.3/12.3 percent, respectively). In summary, there is a small percentage of low-income residents in the
segment (6.5 percent) and no U.S. Census blocks where low-income residents are concentrated. While the
percentage of minority residents in the environmental justice study area is also low (17.6 percent), there are
small areas along the proposed light rail alignment at Louisiana Avenue South and France Avenue South
where the percentage of minority residents in the U.S. Census blocks is notably higher than the percentage of
minorities in the study area.
TABLE 3.4-18

Demographic Characteristics – St. Louis Park/Minneapolis (SLPM) Segment Environmental Justice Study Area, the Cities of St. Louis Park
and Minneapolis, and Hennepin County
Characteristic

SLPM
Environmental
Justice Study Area

City of
St. Louis Park

City of
Minneapolis

Hennepin County

23,564

45,250

382,578

1,152,425

4,157 (17.6%)

8,505 (18.8%)

151,928 (39.7%)

352,755 (28.3%)

Total Population (for minority comparison)

a

Minority Population

a

Total Population (for low-income comparison)

22,822

44,465

366,536

1,124,293

1,493 (6.5%)

3,899 (8.8%)

81,889 (22.3%)

138,258 (12.3%)

b

Low-Income Populationb

Information based upon 2010 U.S. Census data.
Information based upon 2007-2011 American Community Survey data.
Sources: U.S. Census, 2010; 2012.
a
b

Providing additional context for the U.S. Census data, Table 3.4-19 contains information on the 2010-2011
school year collected from the National Center for Education Statistics for five elementary schools that draw
students from larger areas that encompass portions of the segment’s environmental justice study area. Of the
students enrolled in the three elementary schools within St. Louis Park, 27.2 to 44.7 percent were identified
as belonging to a minority and 10.8 to 33.8 percent were enrolled in the school’s free lunch program. Of the
students enrolled in the two elementary schools within Minneapolis, 39.7 and 85.2 percent were identified
as belonging to a minority and 28.4 and 68.5 percent were enrolled in the school’s free lunch program.
TABLE 3.4-19

St. Louis Park/Minneapolis Segment Public Elementary School Demographics (2010-2011 School Year)
School

St. Louis Park
Susan Lindgren Elementary

Peter Hobart Elementary
Park Spanish Immersion Elementary

Minneapolis
Bryn Mawr Elementary
Kenwood Elementary

Total Students

Minority Population

Free Lunch

491

188 (38.3%)

155 (31.6%)

557
518

249 (44.7%)
141 (27.2%)

188 (33.8%)
56 (10.8%)

378

322 (85.2%)

259 (68.5%)

464

184 (39.7%)

132 (28.4%)

Sources: National Center for Education Statistics, U.S. Department of Education Institute of Education Sciences, 2012.

B.

Outreach to Minority and Low-Income Populations

Section 10.4 of the Draft EIS summarizes environmental justice-related public involvement performed as
part of the Draft EIS process. Since completion of the Draft EIS, the Southwest LRT Project provided project
information via its website, distributed information at community events, coordinated with the media, and
conducted public meetings and open houses. Those activities were used to convey information on the
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various steps in the project process and opportunities to the public on the overall project, including
proposed adjustments to the light rail-related improvements and freight rail modifications included within
the St. Louis Park/Minneapolis Segment. Those activities were also used as a venue for the public to
comment on the various design adjustments under consideration at the time. Additional information on
these public engagement activities is provided in Chapter 4 of this Supplemental Draft EIS.

As part of the technical issue areas included within the St. Louis Park/Minneapolis Segment (described in
Section 2.3.3.2 of this Supplemental Draft EIS), evaluation criteria and measures on potential design
adjustments being considered at the time were presented to several committees, including the Community
Advisory Committee (CAC). CAC members represent neighborhood groups, special-interest groups, advocacy
groups, educational institutions, and ethnic communities, several of which represent areas that include
environmental justice populations. The project team also participated in numerous meetings and events at
the request of CAC members. The project team also responded to requests for meeting participation made by
community groups that are not officially part of the CAC, including those groups representing environmental
justice communities. Throughout the technical issue area process, members of the committees were
provided information on the potential design adjustments to the LPA under consideration for their review
and comment. In addition, open houses were held at milestones during the evaluation process to allow the
communities, including residents of the Cities of St. Louis Park and Minneapolis, an opportunity to comment
on the potential design adjustments. Section 2.4 of this Supplemental Draft EIS describes the process used by
the Council to develop, evaluate, and identify the potential design adjustments considered for incorporation
into the LPA. Section 2.3.3 of this Supplemental Draft EIS provides additional information on the range of
potential design adjustments to the LPA in the St. Louis Park/Minneapolis Segment that were considered and
the various criteria and measures used to evaluate them.
C.

Environmental Justice Analysis Summary

The USDOT Order on environmental justice (USDOT, 2012) states that policies, programs, and activities that
have the potential to have a disproportionately high and adverse effect on human health or the environment
shall include explicit consideration of the effects on minority populations and low-income populations.
Table 3.4-1 summarizes the long-term impacts that would be associated with the proposed St. Louis Park/
Minneapolis Segment. The DOT Order defines “disproportionately high and adverse effect on human health
or the environment,” to include:
“an adverse effect that:

(e) is predominantly borne by a minority population and/or a low-income population, or
(f) will be suffered by the minority population and/or low-income population and is appreciably
more severe or greater in magnitude than the adverse effect that will be suffered by the nonminority population and/or non-low-income population.”

Section 8.b of the USDOT Order on environmental justice (USDOT, 2012) states that, in making
determinations regarding disproportionately high and adverse effects on minority and low-income
populations, mitigation and enhancement measures that will be implemented and all offsetting benefits to
the affected minority and low-income populations may be taken into account.

As previously noted, the Draft EIS included a preliminary finding that the LPA would not result in a
disproportionately high and adverse impact on EJ populations (see Table 10.6-1 in Section 10.6 of the Draft
EIS). Table 3.4-20 provides a summary of the preliminary assessment of whether the anticipated
environmental impacts within the St. Louis Park/Minneapolis Segment would likely change the preliminary
assessment in the Draft EIS and result in disproportionately and high adverse impacts on environmental
justice populations. This assessment considers the potential environmental benefits the project would have
for environmental justice populations, as well as mitigation measures identified throughout Section 3.4 of
this Supplemental Draft EIS. The project’s Final EIS will include a final project-wide environmental justice
assessment, which will include FTA’s final environmental justice finding for the project.
Affected Environment, Impacts, and Mitigation
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Potential Impacts by Alternative and Potential for Disproportionately High and Adverse Impacts on EJ Populations – St. Louis Park/
Minneapolis Segment
Resource Group/
Environmental Category

Social Effects
Land Use

Acquisitions and
Displacements

Cultural Resources

Parklands, Recreation
Areas, and Open Spaces

Visual Quality and
Aesthetics

Environmental Effects

Geology and Groundwater

Water Resources
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Summary of Potential Impacts
• Direct conversion of 33.6 acres of land converted to public
transportation-related use
• LPA is compatible with adopted plans and existing land use
• St. Louis Park and Minneapolis have plans to encourage
mixed use and higher densities of development and land use
around the Louisiana, Beltline, Wooddale, West Lake, and
Penn Stations
• Temporary changes to property access during construction or
temporary conversion of land to a transportation use for
construction staging and other construction activities
• Potential increases in noise levels, dust, traffic congestion,
visual changes, and increased difficulty accessing property

Potential for Disproportionately High
and Adverse Impacts on EJ
Populationsa
None: LPA is consistent with adopted
land use plans and would not change
overall land use character of the
segment

No disproportionately high and
adverse impacts on EJ populations

• Acquisition of 23 full and 29 partial parcels
• Potential relocation of up to nine businesses
• Potential increases in noise levels, dust, traffic congestion,
visual changes, and increased difficulty accessing property

None: no residential displacements
and potentially displaced businesses
do not predominantly serve EJ
populations

• Preliminary determination of an adverse effect on the Grand
Rounds Historic District and the Kenilworth Lagoon
• Temporary closures of the Kenilworth Lagoon
• Temporary closures of one or both lanes of a short segment
of Cedar Lake Parkway between Xerxes Avenue and
Burnham Road

None: adverse effects on cultural
resources in the segment would not
be predominantly borne by EJ
populations

• Indirect long-term impacts to Jorvig Park, Lilac Park, Park
Siding Park, Cedar Lake Park, and Lake of the Isles Park
• Short-term construction (temporary) impacts to Cedar Lake
Park, Cedar Lake LRT Regional Trail, Kenilworth Trail, North
Cedar Lake Regional Trail, and the Midtown Greenway
• Of six viewpoints analyzed, three would experience a
“substantial” overall level of impact and three would
experience a “not substantial” level of impact
• Potential construction-related visual impacts, such as
construction staging areas; concrete and form installation;
removal of some of the existing vegetation along the trail;
lights and glare from construction areas; and dust and debris
• Generally compatible geologic conditions would accommodate
construction and operations
• Potential for long-term pumping of water from the tunnel
portals (predominantly stormwater) and of groundwater from
the tunnel to underground infiltration chambers
• Potential for long-term pumping of water (predominantly
groundwater) from the internal tunnel to the adjacent sanitary
sewer system
• Groundwater removal would be required during construction
of the light rail tunnel
• Risk of contamination during construction and the risk of
settlement due to pumping of groundwater during
construction
• Wetlands:
• Permanent fill of 0.5 acre of wetlands
• Temporary effects on wetlands during construction such as
temporary fill
• Erosion and sedimentation during construction

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations

None: adverse indirect impacts
(visual) to four parks would be minor
and adverse effects would not be
predominantly borne by EJ
populations

No disproportionately high and
adverse impacts on EJ populations

None: visual impacts in the segment
would be medium or lower and
adverse effects would not be
predominantly borne by EJ
populations

No disproportionately high and
adverse impacts on EJ populations

None: generally compatible with
geologic conditions and no long-term
effect groundwater; short-term water
pumping would include BMPs to avoid
adverse temporary impacts to
groundwater and soils

No disproportionately high and
adverse impacts on EJ populations

None: impacts to wetlands would be
mitigated in compliance with federal
and local requirements and adverse
effects would not be predominantly
borne by EJ populations

No disproportionately high and
adverse impacts on EJ populations
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Environmental Category

Noise

Vibration

Hazardous and
Contaminated Materials

Economic Effects
Economic

Transportation Effects
Transit

Roadway and Traffic
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Summary of Potential Impacts

Potential for Disproportionately High
and Adverse Impacts on EJ
Populationsa

• Floodplains:
• No long-term floodplain impacts within the St. Louis
Park/Minneapolis Segment
• Potential for construction-related sedimentation flow into the
floodplain

None: impacts to floodplains would be
mitigated in compliance with federal
and adverse effects would not be
predominantly borne by EJ
populations

• Public Waters and Stormwater Management:
• New light rail crossing of Kenilworth Lagoon
• Stormwater runoff would be directed into stormwater
detention facilities created as part of the project
• Erosion and sedimentation during construction

None: new light rail crossing of
Kenilworth Lagoon would comply with
federal and local requirements and
stormwater would be treated to meet
local requirements

• 67 moderate and three severe noise impactsb
• Short-term noise impacts associated with construction
activities and construction vehicles, including truck traffic

• No vibration impacts
• 54 ground-borne noise impactsc
• Short-term vibration effects from construction activities and,
to a lesser extent, construction vehicles

• Potential permanent groundwater pumping from behind the
tunnel walls could encounter zones of contaminated
groundwater
• Six high-risk sites that could require remediation prior to
construction
• Potential spills during construction
• Encountering sites with existing contamination during
construction

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations

None: forthcoming noise mitigation
plan will seek to avoid or minimize
impacts with mitigation measures;
short-term noise impacts would be
avoided or minimized through BMPs;
and adverse impacts would not be
predominantly borne by EJ

No disproportionately high and
adverse impacts on EJ populations

None: no vibration impacts; the 54
ground-borne noise impacts would not
be predominantly borne by EJ
populations; and the forthcoming
vibration mitigation plan will seek to
avoid or minimize ground-borne noise
impacts with mitigation measures

No disproportionately high and
adverse impacts on EJ populations
None: no likely risks of hazardous
material contamination during
operations; BMPs would effectively
manage risks during construction

No disproportionately high and
adverse impacts on EJ populations

• Potential reduction of an estimated $35,940 (current dollars)
in City of St. Louis Park property tax revenues (0.2 percent
of total)
• Potential impacts from removal of freight rail siding along the
CP Bass Lake Spur
• Potential short-term effects on freight rail operations

None: effect on local tax revenues is
minor and adverse effects would not
be predominantly borne by EJ
populations

• Potential changes to fixed route bus service to coordinate
service with LRT service
• Road detours and construction-related congestion that could
affect SouthWest Transit bus operations

None: transit service would be
improved for EJ populations

• Reconstruction and/or reconfiguration of existing roadways at
seven locations
• Traffic delays of approximately 50 seconds, 12 times per
hour, at three new LRT at-grade crossings
• Changes to traffic and local circulation patterns during
construction, with a potential increase in truck traffic due to
construction activities

None: all intersections would meet
LOS standards or would not be worse
than no-build conditions and adverse
effects would not be predominantly
borne by EJ populations

•

Affected Environment, Impacts, and Mitigation

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations
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Freight Rail

Bicycle and Pedestrian

Safety and Security

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Summary of Potential Impacts

• Displacement of 297 off-street parking spaces associated
with the full acquisition of 10 properties
• Displacement of 118 on-street parking spaces at five
locations
• Addition of five on-street parking spaces at one location
• Temporary displacement of on-street parking could occur
• Light rail/freight rail Swap and Southerly Connection with
some modified freight rail operations
• Remove approximately 11,771 feet of freight rail siding track
segments in the Bass Lake Spur
• Temporary movement of the freight rail tracks during
construction in the Kenilworth Corridor

Potential for Disproportionately High
and Adverse Impacts on EJ
Populationsa
None: the adverse effect of
displacement of private off-street
parking spaces and public on-street
parking spaces to EJ populations
would be relatively minor and adverse
impacts would not be predominantly
borne by EJ populations

No disproportionately high and
adverse impacts on EJ populations
None: the effect of construction on
freight rail operations would not be
predominantly borne by EJ
populations

No disproportionately high and
adverse impacts on EJ populations

• Long-term changes to trail alignments at light rail crossings
with no change in connectivity
• Temporary trail detours during construction
• Temporary trail detours would provide for continued trail
connectivity during construction

None: all trail and sidewalk
connections would be maintained and
temporary detours would be provided
during construction as needed

• Emergency vehicle delays of approximately 50 seconds, 12
times per hour, at three new LRT at-grade crossings
• Temporarily increased congestion along adjacent roadways
as a result of temporary lane and roadway closures, shifts in
roadway alignments, and detours

None: potential for emergency vehicle
delay (<1 minute) at new LRT atgrade street crossings would be minor
and adverse effects would not be
predominantly borne by EJ
populations

No disproportionately high and
adverse impacts on EJ populations

No disproportionately high and
adverse impacts on EJ populations

Considering mitigation measures identified in Section 3.4 of this Supplemental Draft EIS and whether the impacts would also be
borne by non-environmental justice populations.
b
Without mitigation. Where identified and implemented, mitigation will reduce the number of noise impacts exceeding FTA criteria.
Mitigation measures will be determined in the Final EIS – see Section 3.4.2.3 for additional information.
c
Without mitigation. Ground-borne noise mitigation will be determined in the Final EIS
Note: Data are approximate.
Source: CH2M HILL, 2014.
a

Following is a description of the preliminary findings summarized in Table 3.4-20. As noted, the preliminary
finding associated with impacts in the St. Louis Park/Minneapolis Segment will not change the preliminary
finding in the Draft EIS that the LPA does not result in disproportionately high and adverse impacts to
environmental justice populations.

Based on the analysis described in Section 3.4 of this Supplemental Draft EIS and summarized in
Table 3.4-20, the following environmental categories would not result in any adverse high impacts or the
impacts would be borne by all populations regardless of race, ethnicity, or socioeconomic status: land use;
cultural resources; parklands, recreation areas, and open spaces; geology and groundwater; wetlands;
floodplains; public waters and stormwater management; hazardous and contaminated materials; economics;
transit; roadway and traffic; and freight rail. In addition, the following environmental categories were not
evaluated within this Supplemental Draft EIS for the St. Louis Park/Minneapolis Segment, for reasons
outlined in Section 3.1.1 of this Supplemental Draft EIS: socioeconomics; neighborhoods and community;
biota and habitat; threatened and endangered species; farmlands; air quality; electromagnetic interference
and utilities; and energy and climate change.
Acquisitions and Displacements
Section 3.4.1.2 (including Exhibit 3.4-1) of this Supplemental Draft EIS describes the analysis of potential
property acquisitions and displacement resulting from the LPA in the St. Louis Park/Minneapolis Segment.
While the LPA would result in the acquisition of approximately one acre of residential property, it would not
result in the long-term or temporary displacement of any residents within the segment. The LPA would
result in the acquisition of 23 full and 29 partial parcels in the St. Louis Park/Minneapolis Segment, which
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could result in the need for up to nine businesses to be displaced and to potentially relocate. The businesses
that could be displaced or relocated include a tax preparer, a bank, a heating and cooling supply company, a
building maintenance company, an automobile repair garage, and a construction materials supplier. None of
these businesses predominantly serve environmental justice populations and it is likely that at least some of
the businesses could be relocated within the vicinity of the St. Louis Park/Minneapolis Segment through the
property acquisition process.
Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse acquisitions and displacements affecting environmental justice
populations in the St. Louis Park/Minneapolis Segment.

Visual Quality and Aesthetics
Section 3.4.1.5 of this Supplement Draft EIS describes the potential impacts that the LPA would have on
visual quality and aesthetics in the St. Louis Park/Minneapolis Segment (see also Appendix J – Visual). Of the
impacts of the LPA on the visual environment, one is considered to be “no change,” one is considered to be
“low,” and three are considered to be “medium.” In summary, the removal of existing vegetation in the
Kenilworth Corridor would be the most predominant visual change in the segment. None of the viewpoints
assessed would be predominantly viewed by environmental justice populations.
Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse impacts to visual quality and aesthetics affecting environmental justice
populations in the St. Louis Park/Minneapolis Segment.

Noise
Section 3.4.2.3 of this Supplemental Draft EIS describes the potential impacts that the LPA would have on
noise in the St. Louis Park/Minneapolis Segment (see also Appendix H – Noise and Vibration Memoranda).
In summary, the forthcoming noise mitigation plan will be prepared and documented in the Final EIS. That
plan will seek to avoid or minimize the identified noise impacts.
Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse noise impacts to environmental justice populations in the St. Louis
Park/Minneapolis Segment.

Vibration
Section 3.4.2.4 of this Supplemental Draft EIS describes the potential impacts that the LPA would have on
vibration in the St. Louis Park/Minneapolis Segment (see also Appendix H – Noise and Vibration
Memoranda). In summary, the forthcoming vibration mitigation plan will be prepared and documented in
the Final EIS. That plan will seek to avoid or minimize the identified ground-borne noise impacts.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse vibration impacts on environmental justice populations in the St. Louis
Park/Minneapolis Segment.

Parking
As summarized in Table 3.4-20, the LPA would result in the displacement of approximately 297 private offstreet parking spaces that serve existing businesses at 10 locations that would also be displaced, and the
displacement of approximately 118 on-street parking spaces at five locations (as well as the addition of five
new on-street parking spaces at one location), respectively. Proposed park-and-ride lots in the segment that
are associated with three proposed light rail stations in the segment are described in Section 2.5.3 of this
Supplemental Draft EIS and the combined supply of parking spaces within those lots would meet forecast
demand.
Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse parking impacts to environmental justice populations in the St. Louis
Park/Minneapolis Segment.
Affected Environment, Impacts, and Mitigation
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Bicycle and Pedestrian
Section 3.4.4.5 of this Supplemental Draft EIS describes the impacts that the LPA would have on the bicycle
and pedestrian facilities within the St. Louis Park/Minneapolis Segment. In summary, there would be no
long-term effects of the LPA on either the Cedar Lake Trail or the Kenilworth Trail within the St. Louis Park/
Minneapolis Segment. Although both trails would be maintained, they would be reconstructed and the
existing at-grade trail crossing of the railroad track just northeast of Beltline Boulevard would be replaced
with a grade-separated crossing of both the freight rail and light rail tracks. At Beltline Boulevard, a sidewalk
that now ends at Cedar Lake Trail (and that does not extend south of the existing freight rail corridor) would
be extended under the LPA to the west side of the crossing, which would be done in conjunction with
construction of the Beltline Boulevard roadway crossing. If sidewalks or trails are temporarily closed during
construction, alternate detour routes and signage would be provided.
Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse bicycle and pedestrian impacts to environmental justice populations in
the St. Louis Park/Minneapolis Segment.

Safety and Security
Section 3.4.4.6 of this Supplemental Draft EIS describes the effects that the LPA would have on safety and
security in the St. Louis Park/Minneapolis Segment. In particular, the section notes that the LPA would result
in the addition of three new light rail at-grade crossings of local streets within the St. Louis Park/
Minneapolis Segment. To avoid the potential for incidents at at-grade intersections, crossings would be
signalized or equipped with gates with bells to warn of oncoming trains. The trains would also have bells and
horns. Bells, gates, and horns would be activated according to Metro Transit operating procedures and safety
guidelines. Light rail trains that cross streets or intersections with automatic gate crossings would require
emergency vehicles to yield for up to approximately 50 seconds for their movement. Further details
associated with signal prioritization and protocols would be developed in coordination with local
jurisdictions. Adverse effects on emergency vehicle travel times for EJ populations would not would not be
predominantly borne by EJ populations.

Preliminary Finding: based on the findings previously described, the LPA would not result in
disproportionately high and adverse safety and security impacts to environmental justice populations in the
St. Louis Park/Minneapolis Segment.

3.5

Draft Section 4(f) Evaluation Update

This section provides an update to the project’s Draft Section 4(f) Evaluation that was included in the
project’s Draft EIS. An update is being provided to reflect: 1) design adjustments to the LPA identified by the
Council in April and July 2014; 2) preliminary determinations of effect on historic properties on properties
within the LPA made by FTA, in consultation with the Council, MnSHPO and consulting parties as part of the
project’s Section 106 assessment of historical and archaeological resources; 3) provide opportunity for
public comment in FTA’s intent to make a de minimis impact determination, and 4) revised preliminary
determinations for Section 4(f) protected properties, including preliminary non-de minimis and de minimis
use determinations and temporary occupancy exception determinations. This update includes the following
sections:
•
•
•
•

3.5.1 – Regulatory Background/Methodology: an overview of the Section 4(f) regulations,
determinations, and terminology addressed in this update.

3.5.2 – Purpose and Need: a copy of the project’s Purpose and Need Statement, which is also provided in
Chapter 1 of this Supplemental Draft EIS.

3.5.3 – Description of the Locally Preferred Alternative: a summary description of the project’s proposed
LPA, reflecting design adjustments identified by the Council in April and July 2014.

3.5.4 – Use of Section 4(f) Properties in the LPA Study Area: a property-by-property assessment of how
the LPA would use all park/recreation and historic Section 4(f) protected properties within the park and
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recreation study area and the historic and archaeological areas of potential effect, respectively, including
preliminary Section 4(f) determinations for each property 43.
3.5.5 – Coordination: a summary of Section 4(f) coordination that has occurred between FTA and the
Council and the DOI, Section 4(f) officials with jurisdiction, and the public.

3.5.6 – Preliminary Determination of Section 4(f) Use: a summary of the project’s updated Section 4(f)
determinations identified in Section 3.5.4.

In summary, this section documents FTA’s updated preliminary Section 4(f) use determinations for Section
4(f) properties that would be used or temporarily occupied as a result of the LPA. In addition, this section
documents the analysis of other Section 4(f) properties that would be in proximity to the LPA but that would
not be used by the LPA. Appendix L of this Supplemental Draft EIS provides additional supporting
documentation for this Draft Section 4(f) Evaluation Update.
A.

Draft EIS Section 4(f) Evaluation Summary

Chapter 7 of the Draft EIS includes the project’s Draft Section 4(f) Evaluation, which was circulated for public
and agency review concurrently with the Draft EIS (the comment period closed on December 31, 2012). A
Draft Section 4(f) Evaluation was prepared and included in the Draft EIS because it was anticipated that the
proposed project could use Section 4(f) protected properties. In addition to other alternatives, the Draft EIS’s
Draft Section 4(f) Evaluation included an assessment of LRT 3A-1, which included the LPA and 44 would allow
for the continued operations of TC&W freight trains currently operating along the Bass Lake Spur and
Kenilworth Corridor (see Section 7.4.1 of the Draft EIS). Table 7.4-1 in the Draft EIS provides a summary of
the preliminary findings for LRT 3A-1 that were included in the Draft EIS’s Draft Section 4(f) Evaluation for
the areas of the project that are addressed in this Supplemental Draft EIS (see Section 2.5 of this
Supplemental Draft EIS for a description of those areas).
As noted in the Draft EIS’s Draft Section 4(f) Evaluation (Table 7.4-1 and Section 7.4.1), FTA preliminarily
concluded that LRT 3A-1 would have resulted in the following 45:
•
•
•
•
•

A 0.277-acre use of Nine Mile Creek Conservation Area
A use of the Kenilworth Lagoon (historic property – acreage of use is not specified in the Draft EIS)
A 0.016-acre temporary occupancy during construction of Park Siding Park (park property)
A 0.81-acre use of Cedar Lake Park (park property)
A 0.07-acre use of Cedar Lake Parkway (historic property)

Additional background information on the preliminary findings for the Draft EIS Draft Section 4(f)
Evaluation may be found in the following parts of the Draft EIS:
•
•
•
•
•
•
•

Executive Summary
Section 3.4 – Cultural Resources
Section 3.5 – Parklands and Recreation Areas
Chapter 7 – Draft Section 4(f) Evaluation
Chapter 9 – Indirect Effects and Cumulative Impacts
Chapter 11 – Evaluation of Alternatives
Appendix H – Supporting Technical Reports and Memoranda (Section 106 Information)

For the Section 4(f) property that FTA has preliminarily determined would have a non-de minimis use (Kenilworth
Corridor/Grand Rounds Historic District), this section includes a preliminary No Feasible and Prudent Alternatives Analysis, a
preliminary All Possible Planning to Minimize Harm finding, and a preliminary Least Overall Harm Analysis (see Section
3.5.4.2.O of this Supplemental Draft EIS).
44
LRT 3A also included the LPA, but would have relocated TC&W freight rail trains out of a portion of the Bass Lake Spur and
out of the Kenilworth Corridor. See Sections 2.0 and 2.2 of this Supplemental Draft EIS for additional detail on LRT 3A and
LRT 3A-1.
45
The potential for temporary occupancies of the Kenilworth Channel (historic), Cedar Lake Park, Lake of the Isles, and Cedar
Lake Parkway were not known at the time of the Draft EIS (see Table 7.4-1 of the Draft EIS).
43
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Changes from the Draft Section 4(f) Evaluation (Draft EIS) to Section 4(f) Evaluation Update
(Supplemental Draft EIS)

Table 3.5-1 provides a summary of the changes in preliminary Section 4(f) determinations made within this
Draft Section 4(f) Evaluation Update compared to those made for LRT 3A-1 (co-location) in the Draft Section
4(f) Evaluation that was included in the Draft EIS.
TABLE 3.5-1

Comparison of FTA’s Preliminary Section 4(f) Property Use Determinationsa in the Draft Section 4(f) Evaluation (Draft EIS) and the Draft
Section 4(f) Evaluation Update (Supplemental Draft EIS)
Property

Draft Section 4(f) Evaluation
(Draft EIS)

Draft Section 4(f) Evaluation Update
(Supplement Draft EIS)

Purgatory Creek Park

• No Section 4(f) Use

• Preliminary Temporary Occupancy
Exception

Nine Mile Creek Conservation Area

• De minimis Use

• Not a Section 4(f) Property

Minikahda Club

• No Section 4(f) Use

• Preliminary Temporary Occupancy
Exception

Park Siding Park

• Preliminary Temporary Occupancy
Exception

• Section 4(f) Use Avoided

Cedar Lake Parkway/Grand Rounds Historic
Districtb

• Section 4(f) Use

• Preliminary Temporary Occupancy
Exception

Kenilworth Lagoon/Grand Rounds Historic
Districtc

• Preliminary Section 4(f) Use

• Preliminary Section 4(f) Use

Kenilworth Channel/Lagoon (as an element of
the Minneapolis Chain of Lakes Regional Park)

• Not identified as a Section 4(f)
Property

• Preliminary de minimis Use

Lake of the Isles Park

• Section 4(f) Use

• Section 4(f) Use Avoided

Cedar Lake Park

• Section 4(f) Use

• Preliminary de minimis Use

Bryn Mawr Meadows Park

• No Section 4(f) Use

• Preliminary de minimis Use

St. Paul, Minneapolis & Manitoba Railroad
Historic District

• No Section 4(f) Use

• Preliminary de minimis Use

See Section 3.5.1.1 of this Supplemental Draft EIS for definitions of the potential types of Section 4(f) uses.
Because the Cedar Lake Parkway is a contributing element of Grand Rounds Historic District and both have been preliminarily
determined to be temporarily occupied by the LPA under Section 106, the parkway and the district are assessed together within this
draft Section 4(f) Evaluation Update.
c
Because the Kenilworth Lagoon is a contributing element of Grand Rounds Historic District and both have been preliminarily
determined to be adversely affected by the LPA under Section 106, the lagoon and the district are assessed together within this
draft Section 4(f) Evaluation Update.
a
b

Source: Chapter 7 of the Draft EIS and Section 3.5.4.1 of this Supplemental Draft EIS.

C.

Supplemental Draft EIS Section 4(f) Evaluation Update Summary

FTA’s updated preliminary Section 4(f) use determinations for the Southwest LRT Project LPA are
summarized in Table 3.5-2. These updated preliminary determinations are documented in Section 3.5.4 of
this Supplemental Draft EIS and supporting documentation is provided in Appendix L. In summary, FTA’s
preliminary determination in this Draft Section 4(f) Update is that as a result of the LPA there would be a
Section 4(f) use (non-de minimis) of the Kenilworth Lagoon/Grand Rounds Historic District (based on a
preliminary Section 106 adverse effect finding); this preliminary determination was also made under
Alternative 3A-1 in the Draft Section 4(f) Evaluation.

FTA has preliminarily determined that:

1. There would be a Section 4(f) non de minimis use of one historic property (Kenilworth
Lagoon/contributing element of the Grand Rounds Historic District) 46
46

See Section 3.5.4.2.O of this Supplemental Draft EIS for the preliminary No Feasible and Prudent Alternatives Analysis, a
preliminary All Possible Planning to Minimize Harm finding, and a preliminary Least Overall Harm Analysis for the Kenilworth
Corridor/Grand Rounds Historic District.
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2. There would be a Section 4(f) de minimis use of three park properties (Kenilworth Channel/Lagoon park
property, Cedar Lake Park, and Bryn Mawr Meadows Park) and one historic property (St. Paul,
Minneapolis & Manitoba Railroad Historic District); and

3. There would be Section 4(f) temporary occupancies of one park (Purgatory Creek Park) and two historic
properties (Minikahda Club and Cedar Lake Parkway).

TABLE 3.5-2

Summary of FTA’s Preliminary Section 4(f) Property Use Determinationsa

Non-de
minimis

Temporary

De minimis Occupancy:

Property Type

Official with
Jurisdiction

Park

City of Eden Prairie

•

Historic

MnSHPO

•

Cedar Lake Parkway/Grand Rounds Historic District

Historic

MnSHPO

•

Kenilworth Lagoon/Grand Rounds Historic District

Historic

MnSHPO

Kenilworth Channel/Lagoon (as an element of the
Minneapolis Chain of Lakes Regional Park)

Park

MPRB

•

Cedar Lake Park

Park

MPRB

•

Bryn Mawr Meadows Park

Park

MPRB

•

Historic

MnSHPO

•

Section 4(f) Property
Purgatory Creek Park
Minikahda Club
b

c

St. Paul, Minneapolis & Manitoba Railroad Historic District

Use

Use

No Use

•

See Section 3.5.1.1 of this Supplemental Draft EIS for definitions of the potential types of Section 4(f) uses.
Cedar Lake Parkway is a contributing element of Grand Rounds Historic District. FTA has made a Section 106 preliminary
determination of no adverse effect to Cedar Lake Parkway.
c
Kenilworth Lagoon is a contributing element of Grand Rounds Historic District. FTA has made a Section 106 preliminary
determination of adverse effect to Kenilworth Lagoon historic property and Grand Rounds Historic District.
a
b

In general, this draft Section 4(f) Evaluation Update is based on the Southwest LRT Project’s approximately
30 percent preliminary engineering and design work. The preliminary engineering plans provide design
details throughout the corridor, including station designs, site-specific and typical cross sections, and various
other design details (additional information on project-wide elements of the LPA can be found in Chapter 2
of the Draft EIS, including descriptions of light rail vehicles and ancillary light rail facilities).
For reference, Appendix L provides a copy of the preliminary engineering plan sheets where the project
would permanently or temporarily use a Section 4(f) property as described in Section 3.5.4. Exhibits within
Section 3.5.4 of the Supplemental Draft EIS provide additional detail on proposed project improvements and
construction activities for Section 4(f) properties that would be used by the project (non-de minimis and de
minimis) and where Section 4(f) properties would be temporarily occupied by the project during
construction. These exhibits supplement the preliminary engineering plans by providing additional detail
and/or reflecting additional design adjustments, which have preliminarily resulted from FTA’s and the
Council’s on-going coordination with officials with jurisdiction to avoid, minimize, and mitigate impacts to
Section 4(f) properties.

Section 2.5 of this Supplemental Draft EIS provides a more detailed description of the light rail related
improvements and freight rail modification included within the LPA since publication of the Draft EIS for the
Supplemental Draft EIS study area. Appendix J (Attachment J-1.1) of this Supplemental Draft EIS includes a
variety of conceptual visual renderings of proposed project improvements at various locations throughout
the corridor based on the project’s conceptual engineering plans (updated visual renderings reflecting the
preliminary engineering plans will be provided in the project’s Final EIS).
3.5.1

Regulatory Background/Methodology

Section 4(f) of the US Department of Transportation Act of 1966, 49 USC 303(c) is a federal law that protects
publicly owned parks, recreation areas, wildlife and/or waterfowl refuges, as well as significant historic
sites, whether publicly or privately owned. Section 4(f) requirements apply to all transportation projects that
Affected Environment, Impacts, and Mitigation
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require funding or other approvals by the USDOT. As a USDOT agency, FTA must comply with Section 4(f).
FTA’s Section 4(f) regulations are at 23 CFR Part 774.

This documentation has been prepared in accordance with legislation established under the United States
Department of Transportation Act of 1966 (49 U.S.C. 303; 23 U.S.C. 138, hereafter referred to as “Section
4(f)) and the joint Federal Highway Administration (FHWA)/Federal Transit Authority (FTA) regulations for
Section 4(f) compliance codified as Title 23 of the Code of Federal Regulations Section 774 (23 CFR 774).
Additional guidance was obtained from FHWA Technical Advisory T6640.8A (FHWA, 1987) and the revised
FHWA Section 4(f) Policy Paper (FHWA, 2012).
The same methods utilized in the Draft 4(f) Evaluation to identify potential Section 4(f) resources within
350 feet of the proposed LPA and to assess the potential use of those resources have been utilized for this
Section 4(f) Evaluation Update (this 350-foot buffer area is referred to herein as the study area). Three
hundred fifty feet is the unobstructed screening distance for FTA noise impact assessments and allows for
identification of potential constructive uses of Section 4(f) resources. Maps, aerial photography, and local
comprehensive plans were reviewed to determine the location of parks and recreational lands. Cultural
resources studies of historical properties for the Southwest LRT Project have been completed under
Section 106 of the National Historic Preservation Act (Section 106).

FTA will make its final Section 4(f) determinations in the project’s Final EIS and ROD for the project, and
subsequent to its consideration of public and agency comments. FTA will seek concurrence from the
Official(s) With Jurisdiction on the preliminary determinations, prior to the publication of a Final EIS and
issuance of a ROD, as required by regulations.
3.5.1.1

Types of Section 4(f) Properties

Section 4(f) requires consideration of:
•

•
•

Parks and recreational areas of national, state, or local significance that are both publicly owned and
open to the public

Publicly owned wildlife and waterfowl refuges of national, state, or local significance that are open to the
public to the extent that public access does not interfere with the primary purpose of the refuge
Historic sites of national, state, or local significance in public or private ownership regardless of whether
they are open to the public that are listed in, or eligible for, the National Register of Historic Places
(NRHP)

3.5.1.2

Section 4(f) Determinations

FTA cannot approve the use of a Section 4(f) resource, as defined in 23 CFR 774.17, unless FTA determines
that:
•

•

There is no feasible and prudent avoidance alternative, as defined in 23 CFR 774.1, to the use of land
from the property

The action includes all possible planning, as defined in 23 CFR 774.17, to minimize harm to the property
resulting from such use

3.5.1.3

Section 4(f) Evaluation Process

After identifying the Section 4(f) properties in the project study area, FTA determined whether and to what
extent the LPA would use each property. The type of Section 4(f) use was then determined according to the
following Section 4(f) use definitions:
•

•

Permanent Use. Pursuant to 23 CFR 774.17, a permanent use occurs when land from a Section 4(f)
property is permanently incorporated into a transportation project. This may occur as a result of partial
or full acquisition of the Section 4(f) property, permanent easements, or temporary easements that
exceed regulatory limits.

Temporary Use. As defined in 23 CFR 774.13(d), a temporary use occurs when there is a temporary use
of land that is “adverse in terms of the statute’s preservation purpose as determined by the criteria in 23
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CFR 774.13(d).” If the criteria in 23 CFR 774.13(d) are met, the “temporary use exception” applies in
which there is no “use” of the Section 4(f) property. If the criteria in 23 CFR 774.13(d) are not met, the
use is evaluated as permanent (see Section 3.5.1.5 for a listing of the temporary occupancy criteria).

Constructive Use. As defined in 23 CFR 774.15(a), a constructive use occurs when a transportation
project does not incorporate land from a Section 4(f) property, but the project’s proximity impacts are so
severe that the protected activities, features or attributes that qualify a property for protection under
Section 4(f) are substantially impaired.

The primary steps in a Section 4(f) evaluation are described below:
•

Analyze Avoidance Alternatives: In this step, FTA considers alternatives that completely avoid the use
of a Section 4(f) property. The avoidance analysis applies the Section 4(f) feasible and prudent criteria
(23 CFR 774.17(2) and (3)). An alternative is not feasible if it cannot be built as a matter of sound
engineering judgment (2). An avoidance alternative is not considered prudent (3) if:
i.

It compromises the project to a degree that it is unreasonable to proceed with the project in light of
its stated purpose and need;

ii. It results in unacceptable safety or operational problems;
iii. After reasonable mitigation, it still causes:

(a) severe social, economic, or environmental impacts;
(b) severe disruption to established communities;
(c) severe disproportionate impacts to minority or low income populations, or
(d) severe impacts to environmental resources protected under other Federal statutes;

iv. It results in additional construction, maintenance, or operational costs of an extraordinary
magnitude;

v. It causes other unique problems or unusual factors; or
•

•

vi. It involves multiple factors in paragraphs (3)(i) through (3)(v) of this definition, that while
individually minor, cumulatively cause unique problems or impacts of extraordinary magnitude.

Consider All Possible Planning to Minimize Harm: After determining that there are no feasible and
prudent alternatives to avoid the use of Section 4(f) property, the project approval process for an
individual Section 4(f) evaluation requires the consideration and documentation of all possible planning
to minimize harm to Section 4(f) property (see 23 CFR 774.3(a)(2)). All possible planning, defined in
23 CFR 774.17, means that all reasonable measures identified in the Section 4(f) evaluation to minimize
harm or to mitigate for adverse impacts and effects must be included in the project. All possible planning
to minimize harm does not require analysis of feasible and prudent avoidance alternatives, as such
analysis will have already occurred in the context of searching for feasible and prudent alternatives that
would avoid Section 4(f) properties altogether under 23 CFR 774.3(a)(a). Minimization and mitigation
measures should be determined through consultation with the official(s) with jurisdiction. Mitigation
measures involving public parks, recreation areas, or wildlife or waterfowl refuges may involve
replacement of land and/or facilities of comparable value and function, or monetary compensation to
enhance remaining land. Mitigation of historic sites usually consists of those measures necessary to
preserve the integrity of the site and agreed to in the project’s Section 106 Agreement in accordance with
36 CFR 800 by FTA, SHPO, and other consulting parties.

Determine Alternative/s with Least Overall Harm: If no feasible and prudent alternatives are identified
that would avoid using a Section 4(f) property, FTA also determines the alternative that would cause the
least overall harm to Section 4(f) properties using the following factors (23 CFR 774.3(c)1) and the
results of considering all possible planning to minimize harm:
i.

The ability to mitigate adverse impacts to each Section 4(f) property

ii. The relative severity of the remaining harm after mitigation
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iii. The relative significance of each Section 4(f) property

iv. The views of the officials with jurisdiction over each property

v. The degree to which each alternative meets the project purpose and need;

vi. The magnitude of adverse effects to resources not protected by Section 4(f)

•

vii. Substantial cost differences among the alternatives

Coordinate with Officials with Jurisdiction: FTA and the Council are coordinating with the officials with
jurisdiction over each of the protected properties for which a determination is made in the project’s
Draft Section 4(f) Evaluation.

3.5.1.4

Section 4(f) Use Definitions and Requirements

This section provides definitions of types of potential Section 4(f) uses that are used throughout Section 3.5
and their related requirements, including: Individual Section 4(f) Evaluation; Temporary Occupancy
Exception, de minimis Impact Determinations; and Constructive Use.
A.

Individual Section 4(f) Evaluation

The term “individual Section 4(f) evaluation” is used in this section to refer to the process of assessing
avoidance alternatives, determining the alternative with the least overall harm, and considering all possible
planning to minimize harm for each property that would be used by the project and where that use would
not be de minimis. This analysis is required for all uses of a Section 4(f) property, except in the case of a de
minimis use determination (de minimis use is described below in Section 3.5.1.6).
B.

Temporary Occupancy Exception

Temporary occupancies do not constitute a use and, are, therefore, not subject to the provisions of Section
4(f) if they meet each of the following five criteria for temporary occupancy exception in 23 CFR 774.13(d):
i.

Duration of occupancy must be temporary; i.e. less than the time needed for construction of the project,
and there can be no change in ownership of the land.

ii. The scope of work must be minor; i.e., both the nature and magnitude of the changes to the Section 4(f)
property are minimal.

iii. There can be no anticipated permanent adverse physical impacts, nor can there be interference with the
activities, features or attributes of the property, on either a temporary or permanent basis.
iv. The land being used must be fully restored; i.e. the property must be returned to a condition that is at
least as good as that which existed prior to the project.

v. Written concurrence must be obtained from the officials with jurisdiction, documenting agreement with
the above conditions. If the official with jurisdiction does not agree with a temporary occupancy
exception determination, an analysis of use must be conducted. If concurrence is obtained from the
officials with jurisdiction over the properties, a final determination will be made by FTA in the Final
Section 4(f) Evaluation, which will be included in the Record of Decision.
C.

De Minimis Impact Determinations

A determination of de minimis use can be made only if the project will not adversely affect the features,
attributes or activities that make the Section 4(f) property significant, after receipt and consideration of
public comment, and FTA receives concurrence with the official(s) with jurisdiction. If the official with
jurisdiction does not agree with a de minimis use determination, an analysis of avoidance alternatives must
be conducted. If the analysis concludes that there is no feasible and prudent alternative to use of the Section
4(f) property, FTA may only approve the alternative or alternatives that cause the least overall harm. A least
overall harm analysis is conducted to determine which alternative/s may proceed. A de minimis use
determination is inappropriate where a project results in a constructive use (23 CFR 774.3(b) and 23 CFR
774.17).
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Parks, Recreation, and Refuges. A de minimis use on a public parkland, recreational area, or wildlife and
waterfowl refuge is defined as that which does not “adversely affect the features, attributes or activities
qualifying the property for protection under Section 4(f).” This determination can be made only with the
concurrence of the official with jurisdiction, and can be made only after an opportunity for public review
and comment on the proposed determination.
Historic Properties. As defined in 23 CFR 774.5 and 774.17, a de minimis use determination is made for
an historic site if FTA makes a determination for a property of “No Adverse Effect” or “No Historic
Properties Affected” through consultation under Section 106 of the National Historic Preservation Act
(NHPA), and the State Historic Preservation Officer (SHPO) concurs with that determination.
Constructive Use

A constructive use involves no actual physical use of the Section 4(f) property via permanent incorporation
of land or a temporary occupancy of land into a transportation facility. A constructive use occurs when the
proximity impacts of a proposed project adjacent to, or nearby, a Section 4(f) property result in substantial
impairment to the property’s activities, features, or attributes that qualify the property for protection under
Section 4(f). As a general matter this means that the value of the resource, in terms of its Section 4(f) purpose
and significance, will be meaningfully reduced or lost. The types of impacts that may qualify as constructive
use are addressed in 23 CFR 774.15. A project’s proximity to a Section 4(f) property is not in itself an impact
that results in constructive use. Also, the assessment for constructive use should be based upon the impact
that is directly attributable to the project under review, not the overall combined impacts to a Section 4(f)
property from multiple sources over time.

3.5.2

Purpose and Need

The Southwest LRT Project’s Purpose and Need was included in Chapter One of the Draft EIS and is included
in Chapter One of this Supplemental Draft EIS. It is included in this section as reference for the draft Section
4(f) Evaluation update.
3.5.2.1

Project Purpose

The purposes for enhancing transit service in the Southwest LRT Project study area are summarized as
follows:
•

•

•

The Southwest LRT Project will improve access and mobility to the jobs and activity centers in the
Minneapolis central business district, as well as along the entire length of the corridor for
reverse-commute trips to the expanding suburban employment centers.

The Southwest LRT Project will provide a competitive, cost-effective travel option that will attract choice
riders to the transit system. The competitive and reliable travel time for the Southwest LRT Project is
attributed to the diagonal nature of the line compared to the north-south/east-west orientation of the
roadway network and to the increasing levels of congestion of the roadway network.

The Southwest LRT Project would be part of the region’s system of transitways integrated to support
regional transportation efficiency. Since the late 1990s, the Southwest LRT Project has been identified by
the Council as warranting a high level of transit investment to respond to increasing travel demand in a
highly congested area of the region. Due to congestion levels on the roadway network, speed and use
limitations of the shoulder bus operations, and capacity constraints in downtown Minneapolis, a bus
option is limited in its ability to adequately serve the travel demand and to provide reliable travel times.

3.5.2.2

Project Need

The transportation issues facing the Southwest LRT Project study area illustrate the need for improved
mobility, accessibility, and system linkages to the activity centers in the study area through high-capacity
transit service. The Southwest LRT Project is one of two light rail transitway corridors identified in the
Council’s 2040 Transportation Policy Plan as a “transitway expansion assumption to be funded within the
current revenue scenario.” The Southwest LRT Project study area continues to experience increases in
population and employment with limited additional traffic capacity on existing streets and highways,
resulting in increased travel time, delays, and air pollution. Portions of the Southwest LRT Project study area
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are already densely developed. New development and redevelopment occurring in the study area is expected
to generate increases in travel demand.

Three primary factors make the Southwest LRT corridor important for people who live and work in the
southwest metropolitan area: (1) declining mobility; (2) limited competitive, reliable transit options for
choice riders and people who rely on public transportation, including reverse-commute riders; and (3) need
to develop and maintain a balanced and economically competitive multimodal freight system.
Sections 1.3.2.1 through 1.3.2.3 of the Draft EIS provide additional information on the need for the proposed
Southwest LRT Project.
3.5.3

Description of the Locally Preferred Alternative

The proposed LPA is an approximately 16-mile proposed extension of the METRO Green Line (Central
Corridor LRT) which will operate from downtown Minneapolis through the communities of St. Louis Park,
Hopkins, Minnetonka, and Eden Prairie, passing in close proximity to Edina (see Exhibit 3.5-1). 47
EXHIBIT 3.5-1

Proposed Southwest LRT Alignment

47

As described in Section 2.3 of this Supplemental Draft EIS, the LPA is included within LRT 3A and LRT 3A-1 of the Draft EIS,
with the difference between these two alternatives being the “relocation” or “co-location” of TC&W trains currently
operating in the Bass Lake Spur and Kenilworth Corridor. In April and July 2014, based on the design adjustment process,
technical analysis, and agency and public involvement process described in Chapter 2 of this Supplemental Draft EIS, the
Council identified adjustments to the LPA throughout the approximate 16-mile proposed project based on the following: the
transit elements included in LRT 3A and LRT 3A-1 as described in the Draft EIS and adjusted as described in the Supplemental
Draft EIS; the freight rail modifications of LRT 3A-1 (i.e., retention of freight rail service in the Kenilworth Corridor, termed
“co-location” in the Draft EIS, with freight rail modifications described in the Supplemental Draft EIS).
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The approximate 16-mile LPA includes the proposed light rail alignment, 17 new stations, additional parkand-ride spaces, an OMF, and ancillary facilities (such as signal systems and substations). The LPA also
includes light rail-related bus, roadway, and bicycle/pedestrian improvements and retains the existing
freight rail in its current location with proposed modifications. Proposed bus improvements to facilitate
connections to light rail stations include some or all of the following: new or changes to existing bus routes;
new or modifications to existing bus stops and platforms; and new or relocated bus shelters and other
amenities. Proposed roadway improvements include changes to local streets to accommodate the light rail
alignment, access to park-and-ride lots and drop-off points, and at-grade crossings. Proposed
bicycle/pedestrian improvements include changes to trails, sidewalks, and other bicycle and pedestrian
facilities to accommodate the light rail alignment and to provide safe and convenient access to light rail
stations. Proposed freight rail modifications include the adjustment of freight rail tracks to accommodate the
light rail alignment, including modified at-grade street crossings, and modifications to freight rail
connections to meet freight rail operating requirements.
The double-tracked light rail alignment would be primarily at-grade, with some sections of below- and
above-grade alignment and a mix of at-grade and grade-separated roadway crossings. As described in the
Draft EIS, the proposed project would be an extension of the METRO Green Line (Central Corridor LRT).
When completed, the two projects’ light rail trains would provide a one-seat ride (with no transfer) between
the two corridors. In addition, the Southwest LRT line would be part of an integrated system of transitways,
including connections to the METRO Blue Line (Hiawatha) LRT (hereinafter referred to as “the Blue Line”),
the Northstar Commuter Rail line, a variety of major bus routes along the alignment, and proposed future
transitway and rail lines.

The proposed light rail and bus operating plans for the LPA are summarized in Section 2.3.3.10 of the Draft
EIS. One adjustment to the proposed light rail operating plan under the LPA is that light rail trains would
generally operate every 10 minutes during peak periods, compared to approximately every 7.5 minutes
identified under LRT 3A and LRT 3A-1 in the Draft EIS. The LPA’s proposed bus operating plan will be
updated as part of the completion of Project Development and will be reflected in the project’s Final EIS.

Chapter 5 of this Supplemental Draft EIS provides a summary of the project’s capital and operating costs and
finance plans, including a line-itemization of capital costs based on FTA’s Standard Cost Categories (see
Table 5.4-1). In summary, the LPA’s base-year cost (in 2014 dollars without contingency) would be
approximately $1,462 million, and total cost to fund the project would be approximately $1,653 million (in
year-of-expenditure dollars).
3.5.4

Section 4(f) Properties in the LPA Study Area

This section addresses the Section 4(f) properties that are within the project’s Section 106 Area of Potential
Effect and within the project’s park and recreation study area (see Sections 3.1.2.3 and 3.1.2.4, respectively).
The 35 Section 4(f) properties that are evaluated within this section are listed and briefly described in
Table 3.5-3 and their locations are illustrated on Exhibits 3.5-2 through 3.5-4A/B. Section 3.5.4.1 address 12
publically-owned park and recreation areas. Section 3.5.4.2 address 28 Section 106 historic properties. No
wildlife or waterfowl refuges were identified within 350 feet of the proposed LPA alignment centerline and
therefore there are no wildlife or waterfowl refuges addressed in this section.
TABLE 3.5-3

Section 4(f) Properties Evaluated in this Draft Section 4(f) Evaluation Update
Property Name

Property Type

Location

Official with
Jurisdiction

Section 4(f) Qualifying
Descriptiona

Parks and Recreational Areas
Purgatory Creek Park

Park

13001 Technology Drive, Eden
Prairie

City of Eden
Prairie

5.2 acre park

Flying Cloud Dog Park

Park

7171 Flying Cloud Drive, Eden
Prairie

City of Eden
Prairie

9.3 acre park

Overpass Skate Park

Park

100 Washington Ave S, Hopkins

City of
Hopkins

0.4 acre park
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Official with
Jurisdiction

Section 4(f) Qualifying
Descriptiona

Edgebrook Park

Park

3920 Pennsylvania Avenue South,
St. Louis Park

City of St.
Louis Park

1.3 acre park

Isaak Walton League
Creekside Park

Park

7341 Oxford Street, St. Louis Park

City of St.
Louis Park

1.8-acre park

Jorvig Park

Park

6210 West 37th Street, St. Louis
Park

City of St.
Louis Park

0.6 acre park

Lilac Park

Park

Located at Highway 7 Service Road
& Highway 100 in St. Louis Park

City of St.
Louis Park

2.7 acre park

Alcott Triangle

Park

At St. Louis Avenue and West 29th
Street, Minneapolis

MPRB

0.3 acre park

Park Siding Park

Park

3113 28th Street West, Minneapolis

MPRB

1.4 acre park

Kenilworth Channel/
Lagoon (an element
of the Minneapolis
Chain of Lakes
Regional Park)

Park

Located between Cedar Lake and
Lake of the Isles

MPRB

10.3 acre park

Cedar Lake Park

Park

Located at Cedar Lake Parkway
and Basswood Road in Minneapolis

MPRB

208.4 acre park

Bryn Mawr Meadows
Park

Park

601 Morgan Avenue South,
Minneapolis

MPRB

51.6 acre park

Historic Resources
Hopkins City Hall
Hopkins Commercial
Historic District

Individual Historic 1010 1st Street in Hopkins; SHPO
Property
Inventory#HE-HOC-026
Historic District

Located along Mainstreet between
8th Avenue and 11th Avenue in
Hopkins; SHPO Inventory#HEHOC-027

MnSHPO

Eligible for NRHP

MnSHPO

Eligible for NRHP

Minneapolis and St.
Louis Railroad Depot

Individual Historic 9451 Excelsior Boulevard in
Property
Hopkins; SHPO Inventory# HEHOC-014

MnSHPO

Eligible for NRHP

Chicago, Milwaukee,
St. Paul and Pacific
RR Depot

Individual Historic 6210 West 37th Street in St. Louis
Park; SHPO Inventory# HE-SLCProperty
008

MnSHPO

Listed on NRHP

Peavey-Haglin
Experimental Concrete
Grain Elevator

Individual Historic TH 100 and TH 7 in St. Louis Park;
Property
SHPO Inventory# HE-SLC-009

MnSHPO

Listed on NRHP; National
Historic Landmark (NHL)

Hoffman Callan
Building

Individual Historic 3907 Highway 7 in St. Louis Park;
Property
SHPO Inventory# HE-SLC-055

MnSHPO

Eligible for NRHP

Minikahda Club

Individual Historic 3205 Excelsior Boulevard in
Minneapolis; SHPO Inventory#HEProperty
MPC-17102

MnSHPO

Eligible for NRHP

Grand Rounds Historic
District (GRHD)

Historic District

Minneapolis; SHPO Inventory# XXPRK-001

MnSHPO

Eligible for NRHP

Lake Calhoun

Contributing
Element to
Historic District

Minneapolis; SHPO Inventory#
MPC-01811

MnSHPO

Contributing element to GRHD

Lake of the Isles

Contributing
Element to
Historic Districts

Minneapolis; SHPO Inventory#
MPC-1824

MnSHPO

Contributing element to GRHD
and contributing element to
Lake of the Isles Residential
Historic District

Lake of the Isles
Parkway

Contributing
Element to
Historic Districts

Minneapolis; SHPO Inventory#
MPC-1825

MnSHPO

Contributing element to GRHD
Lake of the Isles Residential
Historic District

Park Bridge #4

Historic Property
and Contributing
Element to
Historic Districts

W. Lake of the Isles Parkway over
Kenilworth Lagoon in Minneapolis;
SHPO Inventory# HE-MPC-6901

MnSHPO

Eligible for NRHP and
contributing element to GRHD
and Lake of the Isles
Residential Historic District
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Property Name

Property Type

Location

Official with
Jurisdiction

Lake of the Isles
Residential Historic
District

Historic District

Minneapolis; SHPO Inventory# HEMPC-9860

MnSHPO

Eligible for NRHP

Cedar Lake Parkway

l Contributing
Element to
Historic District

Minneapolis; SHPO Inventory#
MPC-01833

MnSHPO

Contributing element to Grand
Rounds Historic District

Individual Historic Minneapolis; SHPO Inventory#
MPC-1820
Property and
Contributing
Element to
Historic District

MnSHPO

Eligible for NRHP; contributing
element to GRHD

MnSHPO

Contributing element to GRHD
and to Lake of the Isles
Residential Historic District

Cedar Lake

Kenilworth Lagoonb

Contributing
Element to
Historic Districts

Minneapolis; SHPO Inventory#
MPC-1822

Section 4(f) Qualifying
Descriptiona

Frieda and J. Neils
House

Individual Historic 2801 Burnham Blvd, Minneapolis;
Property
SHPO Inventory# HE-MPC-6068

MnSHPO

Listed on NRHP

Mahalia & Zachariah
Saveland House

Individual Historic 2405 W 22nd Street, Minneapolis;
Property
SHPO Inventory# HE-MPC-6676

MnSHPO

Eligible for NRHP

Frank and Julia Shaw
House

Individual Historic 2036 Queen Ave S, Minneapolis;
Property
SHPO Inventory# HE-MPC-6603

MnSHPO

Eligible for NRHP

Kenwood Parkway

Contributing
Element to
Historic Districts

Minneapolis; SHPO Inventory#
MPC-01796

MnSHPO

Contributing element to GRHD
and the Kenwood Parkway
Residential Historic District

Kenwood Park

Contributing
Element to
Historic District

Minneapolis; SHPO Inventory#
MPC-01797

MnSHPO

Contributing element to GRHD

Kenwood Parkway
Residential Historic
District

Historic District

Minneapolis; SHPO Inventory# HEMPC-18059

MnSHPO

Eligible for NRHP

Kenwood Water Tower Individual Historic Minneapolis; SHPO Inventory#
MPC-06475
Property and
Contributing
Element to
Historic District

MnSHPO

Eligible for NRHP; contributing
element to GRHD

Mac Martin House

MnSHPO

Eligible for NRHP

Individual Historic 1828 Mt. Curve Ave, Minneapolis;
Property
SHPO Inventory# HE-MPC-8763

St. Paul, Minneapolis
& Manitoba Railroad
Historic District

Historic District

Minneapolis; SHPO Inventory#HEMPC-16387

MnSHPO

Eligible for NRHP

Osseo Branch of the
St. Paul, Minneapolis
& Manitoba RR
Historic District

Historic District

Minneapolis; SHPO Inventory# XXRRD-010 (district), HE-MPC-16389
(portion of district in Minneapolis)

MnSHPO

Eligible for NRHP

Minneapolis
Warehouse Historic
District

Historic District

Located in the vicinity of 1st Avenue
N., N. 1st. Street., 10th Avenue N.,
and N. 6th Street in Minneapolis;
SHPO Inventory# HE-MPC-0441

MnSHPO

Eligible for NRHP

Individual Historic 818 Dunwoody Boulevard in
Property
Minneapolis; SHPO Inventory# HEMPC-6641

MnSHPO

Eligible for NRHP

Dunwoody Institute

All listed parks are publically owned, publically accessible and of local significance.
Includes topographical features, vegetation and WPA-era retaining walls.
Acronyms: MPRB = Minneapolis Park and Recreation Board; MnSHPO = Minnesota State Historic Preservation Officer; NRHP =
National Register of Historic Places.
Note: see Exhibits 3.5-2 through 3.5-4A/B for an illustration of the location of the Section 4(f) properties listed in this table.
a
b
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SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Section 4(f) Properties within the vicinity of the proposed LPA – Mitchell Station to Shady Oak Station
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SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Section 4(f) Properties within the vicinity of the proposed LPA – City West Station to Beltline Station
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Section 4(f) Recreational and Individual Historic Properties within the vicinity of the proposed LPA – Louisiana Station to Target Field Station
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Section 4(f) Historic District Properties within the vicinity of the proposed LPA – Louisiana Station to Target Field Station
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Exhibits 3.5-2 through 3.5-4A illustrate the location of Section 4(f) park and recreation area properties in the
LPA study area. Table 3.5-3 lists the resource name, location, and jurisdictional owner. Table 3.5-4
summarizes FTA’s preliminary Section 4(f) use determination for each of the Section 4(f) park and
recreation properties within the LPA’s study area. Table 3.5-4 also includes how many acres, if any, of the
property would be used under the LPA (compared to the property’s acreage). Park and recreation properties
are generally listed from south-to-north in the LPA study area.
TABLE 3.5-4

Summary of Permanent Section 4(f) Park and Recreational Property Usesa
Section 4(f) Property

Non-de
De minimis
minimis Use
Use

No Use

Purgatory Creek Park

•b

Overpass Skate Park

•

Flying Cloud Dog Park

•

Edgebrook Park

•

Jorvig Park

•

Isaak Walton League Creekside Park

•

Lilac Park

•

Alcott Triangle

•

Park Siding Park

Kenilworth Channel/Lagoon (as an element of
the Minneapolis Chain of Lakes Regional Park)
Cedar Lake Park

•

Existing
Property
Acreage

Acres
Permanently
Used

% of
Property
Used

5.2

0.0

0.0%

0.4

0.0

0.0%

9.3
1.3
1.8

0.6
2.7

0.3
1.4

•

10.3

•

208.4

0.0
0.0
0.0
0.0
0.0
0.0
0.0
0.3
0.7

0.0%
0.0%
0.0%
0.0%
0.0%
0.0%
0.0%
0.3%

<0.1%

Bryn Mawr Meadows Park
•
51.6
0.4
0.1%
a See Section 3.5.1.1 of this Supplemental Draft EIS for definitions of the potential types of Section 4(f) uses.
b
Purgatory Creek Park would be temporarily used by the project during construction of the Southwest LRT Project. FTA has
preliminarily determined that this temporary use would meet the criteria for a Temporary Occupancy Exception under 23 CFR
774.13(d). See Section 3.5.1.5 of this Supplemental Draft EIS for a description of the criteria for a Temporary Occupancy Exception
and Section 3.5.4.1 of this Supplemental Draft EIS for a description of temporary construction activities at Purgatory Creek Park and
the rationale for why those temporary construction activities would likely meet the Temporary Occupancy Exception criteria.
All acreages in this table are approximate. The estimates of acres that would be permanently used are based on current plans
illustrated in this section and may change as designs are refined and as FTA and the Council coordinate with the officials with
jurisdiction and consider public comment to determine appropriate final avoidance, minimization, and mitigation measures.

The following properties in the LPA study area not considered Section 4(f) park/recreation properties:
•

•

The Grand Rounds National Scenic Byway consists of a network of parkways, regional parks, and
regional trails that encircle Minneapolis 48. The Grand Rounds National Scenic Byway was designated a
National Scenic Byway by the FHWA in 1998. The designation of a road as a scenic byway is not intended
to create a park or recreation area within the meaning of 49 U.S.C. 303 or 23 U.S.C. 138. Therefore, the
Grand Rounds National Scenic Byway as a roadway is not identified as a Section 4(f) resource in regards
to park and recreational lands.
The existing trails adjacent to the LPA (Cedar Lake Trail, Kenilworth Trail, Cedar Lake LRT Regional
Trail, and Minnesota Bluffs LRT Regional Trail) were constructed on HCRRA property under temporary
agreements between HCRRA and trail permittees. As documented in each trail’s interim use agreement
in Appendix G of the Draft EIS, HCRRA permitted these trails as temporary uses with the stipulation that
they may be used until HCRRA develops the corridor for a LRT system or other permitted transportation
use; therefore, these trails are not subject to protection as Section 4(f) property (as per 23 CFR
774.11[h]). See Section 3.4.1.4 and Exhibit 3.4-4 of this Supplemental Draft EIS for more information on

48

For a map of the Ground Rounds Scenic Byway and for additional information on the byway, see
http://www.fhwa.dot.gov/byways/byways/2243.
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and an illustration of the referenced trails, respectively (see Chapter 7 and Appendix G of the Draft EIS
for additional detail, including copies of the permit agreements).

In addition to the previously-mentioned trails within HCRRA, project staff also identified tails, paths,
bikeways, and sidewalks that that fall within the project’s park and recreation area study area but that
are located outside of the boundaries of parks and recreation areas. The identified trails, paths, bikeways,
and sidewalks are exempt from Section 4(f) because they: 1) occupy a transportation facility right-ofway without limitation to any specific location within that right-of-way, and the continuity of the trail,
path, bikeway, or sidewalk will be maintained under the LPA, as per 23 CFR 774.13(f)(3); and/or 2) they
are part of the local transportation system and function primarily for transportation purposes, as per
23 CFR 774.13(f)(4).

Section 4(f) was found to not apply to the Nine Mile Creek Conservation Area within the project study
area because its primary purpose is not as a park or recreation area but rather as a conservation area
that is not a designated wildlife or waterfowl refuge. The Eden Prairie Comprehensive Guide Plan (City of
Eden Prairie; 2008) is the master planning document for the Nine Mile Creek Conservation Area (there is
no adopted master plan specifically for the Nine Mile Creek Conservation Area). The Comprehensive
Guide Plan (page 7-10) notes that Eden Prairie's "conservation areas consist of large floodplain
preservation areas, wetlands, bluffs and sensitive woodland areas…[that] have some limited active
passive recreation facilities… [and that] consist of large wetland/floodplain preservation areas." The plan
does not cite wildlife or waterfowl or their habitat in the purpose of the conservation areas and there is
no specific adopted management plan for the Nine Mile Creek Conservation Area. Based on the City of
Eden Prairie's adopted Comprehensive Guide Plan and on 23 CFR 774.11, FTA has determined that
Section 4(f) protection is not applicable to the Nine Mile Creek Conservation Area because its primary
purpose is not recreation or to provide a refuge for wildlife or waterfowl refuge and it is not managed as
such.

Following is a description of the 12 Section 4(f) park and recreation properties within the LPA’s park and
recreation are study area (generally from south to north), including:
•
•

•
•
•
A.

A description of the Section 4(f) property;

A preliminary Section 4(f) permanent use determination;

A preliminary Section 4(f) temporary use determination/temporary occupancy exception determination
(for those properties that would not have a Section 4(f) use or a Section 4(f) de minimis use);

A preliminary Section 4(f) constructive use determination (for those properties that would not have a
Section 4(f) use); and
A preliminary overall Section 4(f) determination.

Purgatory Creek Park – Preliminary Temporary Occupancy Exception/No Section 4(f) Use

Section 4(f) Property Description
Located at 13001 Technology Drive, Purgatory Creek Park contains a 125 person-capacity pavilion (for
active recreation activities), bicycle and walking trails, the Mayor Jean Harris Gathering Bridge, gardens, a
dock, a fountain, the Eden Prairie Veterans’ Memorial (which is a quiet and contemplative area of the park),
the Lambert Pavilion, a 54-space parking lot, and restrooms (see Exhibit 3.5-2). The approximately 5.2 acre
park is bordered on two sides by Technology Drive and Prairie Center Drive, and on the remaining two sides
by a business center parking lot and by Purgatory Creek Park reservoir. The park is accessible, free of charge,
to the public all days of the year, from dawn to dusk. Events at the memorial, which is within the park,
include an annual Memorial Day celebration that highlights honoring specific Eden Prairie veterans. The
park’s parking lot is accessed via Technology Drive and via Prairie Center Drive, through the adjacent
business center’s parking lot. Bicycle and pedestrian access to the park is provided by connections to city
sidewalks and off-street trails. The park is owned by the City of Eden Prairie and is maintained and operated
by the city’s Park and Recreation Department. Consultation between city and project staff on design issues
related to the park has occurred throughout the design refinement process that occurred after publication of
Affected Environment, Impacts, and Mitigation
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the Draft EIS. In addition, project staff held a meeting with city staff focused on Purgatory Creek Park, the
Section 4(f) process and documentation, and FTA’s preliminary determination for the park on February 20,
2015 49. Although the park’s setting is primarily urban/suburban, there are also views of natural areas to the
southwest. As the park is a publicly owned, publicly accessible park of local significance, Purgatory Creek
Park is considered by FTA to be a Section 4(f) protected property.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated on Exhibit 3.5-5, the LPA would not result in a permanent incorporation of land from
Purgatory Creek Park, therefore, there would not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Occupancy Exception
The LPA would require a temporary occupancy of approximately 0.3 acres along the northeastern edge of
Purgatory Creek Park to facilitate project construction activities (see Exhibit 3.5-5). Section 4(f) temporary
occupancy exception criteria are addressed below with respect to the construction impacts at Purgatory
Creek Park:

1. Criterion: Duration is temporary (that is, the occupancy is shorter than the time needed for construction of
the project, and there is no change in ownership of the property).
Preliminary Finding: The overall duration of construction for the entire project is approximately four
years. The duration of the construction activities for the portion near Purgatory Creek Park is estimated
would extend for approximately up to 24 calendar months – additional time may be needed for
restoration activities within the park, depending on variables, such as seasonal timing of the activities
and weather conditions. There will be no change in ownership of the parkland that would be temporarily
occupied.

2. Criterion: Scope of work is minor (that is, the nature and magnitude of the changes to the Section 4(f)
properties are minimal).

Preliminary Finding: The part of Purgatory Creek Park to be temporarily occupied during construction
includes a portion of the park’s access path from the intersection of Technology Drive and Prairie Center
Drive as well as the park’s secondary parking lot access. Pedestrians entering from the Technology
Drive/Prairie Center Drive intersection would be provided a temporary pedestrian path detour. The park
would still be accessible to the public throughout construction for vehicles, bicycles, and pedestrians via
the main driveway off Technology Drive and also for bicycles and pedestrians via the respective offstreet sidewalk paths located adjacent to the west side of Prairie Center Drive and north side of
Technology Drive. The part of the park to be temporarily occupied also includes an open grass
landscaped area and a portion of the park driveway; this part of the park does not contain any
recreational features or amenities. There would be no permanent change to Purgatory Creek Park as a
result of project actions.

3. Criterion: There are no anticipated permanent adverse physical impacts or permanent interference with
the protected activities, features, or attributes of the property.

Preliminary Finding: None of the aforementioned activities, features, or attributes of Purgatory Creek
Park will be permanently impacted nor will temporary construction actions at the park permanently or
temporarily interfere with visitors utilizing the park as they do currently. Council staff will coordinate
construction activities with park staff from the City of Eden Prairie to schedule construction activities so
that they avoid park activities identified by the city that should be considered when setting the schedule
for construction activities. As illustrated in Exhibit 3.5-5, vehicular access to/from the park will be
maintained in the southeast corner of the temporary occupancy area (i.e., approximately 1,400 square
feet), with only short closures needed to safely complete some construction activities (e.g., beam
placement). Impacts related to temporary changes to parking and access will be mitigated by
49

See Section 3.5.6 of this Supplemental Draft EIS for a project-wide description of the FTA’s and the Council’s Section 4(f)
consultation process and activities that have occurred following publication of the Draft EIS.
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Draft Section 4(f) Evaluation Update – Purgatory Creek Park
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development of a Construction Communication Plan, which will include advance notice of construction
activities and highlighting road, sidewalk, and trail closures and detour routes.

4. Criterion: The property is restored to the same or better condition that existed prior to the project.

Preliminary Finding: The portion of the park to be temporarily occupied during construction will be
restored to existing conditions or better – this includes the previously described pedestrian path,
landscaped area (including signage and lighting) and secondary parking lot driveway access.

5. Criterion: There is documented agreement from the appropriate federal, state, or local officials having
jurisdiction over the property regarding the above conditions.

Preliminary Finding: FTA and Council staff met with City of Eden Prairie staff on February 20, 2015, to
review the project’s preliminary construction plan for Purgatory Creek Park. As a result of the meeting,
modifications to the plan were made by the Council, as reflected in this assessment and in Exhibit 3.5-5
(see Appendix L for meeting notes and materials). Those modifications included bifurcating the area of
construction activities within the park into two categories – one larger area for the full duration of the
construction activities within the park and the other of intermittent construction activities. The
modifications to the plan were made to minimize closures to the eastern vehicular access to the park’s
parking lot. The project will continue consulting with the City of Eden Prairie regarding obtaining written
concurrence on a final determination that the project would meet the above temporary occupancy
exception criteria.

Preliminary Determination of Constructive Section 4(f) Use
Although the sound of passing light rail trains would be audible from within the park, this increased sound
would not constitute an impact based on FTA’s noise threshold criteria. As discussed in Section 3.1.2.8 of this
Supplemental Draft EIS, the war memorial within the park is considered to be a sensitive noise receptor
(Category 3). The detailed noise analysis performed for this Supplemental Draft EIS indicates that noise levels
at the war memorial within the park would not exceed FTA’s noise impact criteria (i.e., noise levels under the
LPA at the war memorial would be 53 dBA, which is under the criteria of 60 dBA for a moderate noise impact
for a Category 3 land use – see Section 3.1.2.8 of this Supplemental Draft EIS for additional detail).
Changes in development density in areas surrounding proposed transit stations could result in an increase in
Purgatory Creek Park usage, which could have potential for both positive and negative consequences.

The LPA would also result in changes to the park’s setting and a visitor’s visual experience, resulting in a
moderately-low and low impact to views into and from the park, respectively. In particular, some users’
visual experiences could be perceived as adversely affected by the introduction of the elevated light rail
structure immediately east of the park, as discussed in Section 3.2.1.5 of this Supplemental Draft EIS.
However, the visual changes and impacts will not alter or impair the overall use or function of the park.

As illustrated on Exhibit 3.5-5, an elevated section of the light rail alignment is to be located adjacent to the
northeast boundary of Purgatory Creek Park, avoiding any long-term direct impacts to the park. Permanent
improvements can be contained within the existing right-of-way of Flying Cloud Drive. As described in
Section 2.3 of this Supplemental Draft EIS, project staff consulted with the City of Eden Prairie, the park
owner, on design adjustments to the light rail alignment and associated facilities within the vicinity of the
park. Existing bicycle, pedestrian, and vehicular access to the park would be maintained under the proposed
LPA. The proposed Southwest Station is within walking distance of Purgatory Creek Park, thereby providing
improved transit access to the park.

In summary, the proximity impacts of the LPA on Purgatory Creek Park would not substantially impair the
qualifying activities, features, or attributes of the park and, therefore, FTA has preliminarily determined that
there would be no Section 4(f) constructive use of Purgatory Creek Park under the LPA, consistent with
23 CFR 774.15(a).
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Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent
Section 4(f) use of Purgatory Creek Park and that proposed construction activities within the park would
meet the criteria for a Temporary Occupancy Exception described in 23 CFR 774.13(d).

B.

Flying Cloud Dog Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
Located at 7171 Flying Cloud Drive, Eden Prairie, Flying Cloud Dog Park is approximately one-acre fenced
park that provides year-round use by dogs and dog owners (see Exhibit 3.5-2). The fenced area includes a
section for small or fragile dogs and a larger area for big dogs. The park includes a small parking lot, obstacle
equipment for dogs, benches, and a portable toilet. The park is owned and managed by the City of Eden
Prairie. As the park is a publicly owned, publicly accessible park of local significance, Flying Cloud Dog Park
is considered by FTA to be a Section 4(f) protected property.

Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set and see Exhibit 3.5-6, the LPA would
not result in a permanent incorporation of land from Flying Cloud Dog Park – as such, there would not be a
Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Flying Cloud Dog Park during construction.

Preliminary Determination of Constructive Section 4(f) Use
Because the Flying Cloud Dog Park would be located away from the proposed light rail alignment, there
would be no proximity impacts to the park as a result of the Southwest LRT LPA. In particular, the park is not
a sensitive noise receptor, the light rail alignment would mostly be shielded from view from the park due to
existing and retained vegetation, and there would be no change in transit, vehicle, bicycle, or pedestrian
access to the park.
In summary, there would be no proximity impacts on Flying Cloud Dog Park under the LPA and thus the
Southwest LRT LPA would not substantially impair the qualifying activities, features, or attributes of the
park. Therefore, FTA has preliminarily determined that there would be no Section 4(f) constructive use of
Flying Cloud Dog Park under the LPA, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Flying Cloud Dog Park under the Southwest LRT LPA and that the proximity
impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of
Flying Cloud Dog Park.

C.

Overpass Skate Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
The Overpass Skate Park is located at 100 Washington Avenue South in Hopkins, Minnesota (see
Exhibit 3.5-3). The approximately 0.4-acre park is under the Highway 169 bypass. The park has a variety of
features for skateboard, inline skaters and BMX bikers, including piano banks, fun boxes, kinked rails, and
staircases. Protective helmets and pads are also available. The park is seasonal and operates as weather
permits – generally extending from May through October). Hours of operation are noon to dusk, weekends
during spring and fall and seven days a week during the summer. There is a fee for park use, which is
currently $8.00 per day for non-residents, with a $2.00 discount for residents. First-time users are required
to sign a waiver, with parent signature required for those under the age of 18. The park is owned by the City
of Hopkins and it is operated by 3rd Lair under a management agreement with the city. As the park is a
publicly owned, publicly accessible park of local significance, Overpass Skate Park is considered by FTA to be
a Section 4(f) protected property.
Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.5-6

Draft Section 4(f) Evaluation Update – Flying Cloud Dog Park
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Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-7, the LPA would not
result in a permanent incorporation of land from Overpass Skate Park – as such, there would not be a
Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Overpass Skate Park during construction.
Preliminary Determination of Constructive Section 4(f) Use

The Overpass Skate Park is not considered a sensitive noise receptor as it is an active recreation area and it
is not part of a sensitive visual landscape unit. Therefore the park would not be adversely affected by
elevated noise levels from the operation of light rail trains or the presence of new light rail facilities, such as
tracks and overhead wires. Changes in development density in areas surrounding proposed transit station
could result in an increase in Overpass Skate Park usage, which could have potential for both positive and
negative consequences. The park would see an improvement in transit access, with the addition of the
proposed Downtown Hopkins Station approximately one-third mile to the west. Vehicular, bicycle, and
pedestrian access to the park would not change.

In summary, there would be no proximity impacts of the LPA on Overpass Skate Park and thus the Southwest
LRT LPA would not substantially impair the qualifying activities, features, or attributes of the park.
Therefore, FTA has preliminarily determined that there would be no Section 4(f) constructive use of
Overpass Skateboard Park under the LPA, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Overpass Skate Park under the Southwest LRT LPA and that the proximity
impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of
Overpass Skate Park.
D.

Edgebrook Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
Edgebrook Park is located at 3920 Pennsylvania Avenue South in St. Louis Park, Minnesota, immediately
north of and paralleling the Cedar Lake Trail, generally between Brookview Drive and Taft Avenue South
(see Exhibit 3.5-3). The approximately 1.3-acre park includes a play structure, basketball courts, and access
to Cedar Lake Trail. During the winter, the park houses a figure lighted skating rink. The park is owned and
managed by the City of St. Louis Park. As the park is a publicly owned, publicly accessible park of local
significance, Edgebrook Park is considered by FTA to be a Section 4(f) protected property..
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-8, the LPA would not
result in a permanent incorporation of land from Edgebrook Park – as such, there would not be a Section 4(f)
permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Edgebrook Park during construction.
Preliminary Determination of Constructive Section 4(f) Use

While light rail trains would be audible from within the park, Edgebrook Park is not considered a sensitive
noise receptor under FTA noise guidelines, as it is an active recreation area. Therefore, under FTA noise
criteria there would be no noise impact to the park under the LPA. While light rail trains and light rail
improvements (e.g., tracks, overhead wires) would be visible from within the park under the LPA, this
change in the visual setting of the park would not adversely affect the activities, features, or attributes of the
Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.5-7

Draft Section 4(f) Evaluation Update – Overpass Skate Park
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EXHIBIT 3.5-8

Draft Section 4(f) Evaluation Update – Edgebrook Park
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park. Changes in development density in areas surrounding proposed transit station could result in an
increase in Edgebrook Park usage, which could have potential for both positive and negative consequences.
The park would see an improvement in transit access, with the addition of the proposed Louisiana Station
approximately one-third mile to the east. Vehicular, bicycle, and pedestrian access to the park would not
change.

In summary, there would be no proximity impacts of the LPA on Edgebrook Park and thus the Southwest
LRT LPA would not substantially impair the qualifying activities, features, or attributes of the park.
Therefore, FTA has preliminarily determined that there would be no Section 4(f) constructive use of
Edgebrook Park under the LPA, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Edgebrook Park under the Southwest LRT LPA and that the proximity impacts
associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of Edgebrook
Park.
E.

Isaak Walton League Creekside Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description

Isaak Walton League Creekside Park is located at 7341 Oxford Street in St. Louis Park, Minnesota,
immediately north of Minnehaha Creek (see Exhibit 3.5-3). The approximately 1.8-acre park includes a canoe
landing, an off-street parking lot, trail access, and outdoor cooking grills. The park is owned and managed by
the City of St. Louis Park. As the park is a publicly owned, publicly accessible park of local significance, Isaak
Walton League Creekside Park is considered by FTA to be a Section 4(f) protected property..
Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-9, the LPA would not
result in a permanent incorporation of land from Isaak Walton League Creekside Park – as such, there would
not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Isaak Walton League Creekside Park during construction

Preliminary Determination of Constructive Section 4(f) Use
Due to existing buildings and vegetation between the park and the proposed light rail alignment, the
Southwest LRT LPA would not change the visual setting of the park. Although some sound from light rail
trains would be audible from within the park, the park is not considered a sensitive noise receptor based on
FTA’s criteria, which are discussed in Section 3.1.2.8 of this Supplemental Draft EIS. Therefore, under FTA
noise criteria there would be no noise impact to the park under the LPA. Changes in development density in
areas surrounding proposed transit station could result in an increase in Isaak Walton League Creekside
Park usage, which could have potential for both positive and negative consequences. The park would see an
improvement in transit access, with the addition of the proposed Louisiana Station approximately onequarter mile to the east. Vehicular, bicycle, and pedestrian access to the park would not change.

In summary, there would be no proximity impacts of the LPA on Isaak Walton League Creekside Park and
thus the Southwest LRT LPA would not substantially impair the qualifying activities, features, or attributes of
the park. Therefore, FTA has preliminarily determined that there would be no Section 4(f) constructive use
of Isaak Walton League Creekside Park under the LPA, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or temporary
Section 4(f) use of Isaak Walton League Creekside Park under the Southwest LRT LPA and that the proximity
impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of Isaak
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Jorvig Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
Jorvig Park is located at 6100 West 37th Street in St. Louis Park, northwest of the intersection of Brunswick
Avenue South and West 37th Street and immediately south of the Bass Lake Spur (see Exhibit 3.5-3). The
approximately 0.6 acre park includes a play structure, horseshoe pits, picnic tables, and outdoor cooking
grills. The park also houses a relocated historic train depot (i.e., the Chicago, Milwaukee, St. Paul and Pacific
Railroad Depot – see resource HE-SLC-008 in Section 3.4.1.3 for more information). The park is owned and
maintained by the City of St. Louis Park. As the park is a publicly owned, publicly accessible park of local
significance, Jorvig Park is considered by FTA to be a Section 4(f) protected property.
Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-10, the LPA would not
result in a permanent incorporation of land from Jorvig Park – as such, there would not be a Section 4(f)
permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Jorvig Park during construction.

Preliminary Determination of Section 4(f) Constructive Use
Existing bicycle, pedestrian, and vehicular access to Jorvig Park would be maintained under the proposed
LPA. The proposed Wooddale Station is within walking distance of Jorvig Park, thereby providing improved
transit access to the park. Although the sound of light rail trains would be audible from within the park, the
park is not considered a sensitive noise receptor based on FTA’s criteria, which are discussed in
Section 3.1.2.8 of this Supplemental Draft EIS. Changes in development density in areas surrounding
proposed transit station could result in an increase in Jorvig Park usage, which could have potential for both
positive and negative consequences. The LPA would result in changes in the park’s setting and a visitor’s
visual experience through the introduction of the light rail alignment immediately north of the park. The
visual changes and impacts will not alter or impair the overall use or function of the park.
In summary, the proximity impacts of the LPA on Jorvig Park would not substantially impair the qualifying
activities, features, or attributes of the park and, therefore, FTA has preliminarily determined that there
would be no Section 4(f) constructive use of Jorvig Park under the LPA, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Jorvig Park under the Southwest LRT LPA and that the proximity impacts
associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of Jorvig Park.
G.

Lilac Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
Lilac Park (originally Roadside Park) is located immediately north of the Bass Lake Spur, east of Highway
100 (see Exhibit 3.5-4A). The approximately 2.7-acre park is accessed by a service road that connects to
Beltline Boulevard and by a connecting bicycle path. The park includes a relocated and restored “Beehive”
stone structure that houses three non-functional fireplaces, limestone picnic tables, “council ring” and fire
pit, bicycle racks, trash receptacles, and an information kiosk. The park was restored by the City of St. Louis
Park and others in 2009. As the park is a publicly owned, publicly accessible park of local significance, Lilac
Park is considered by FTA to be a Section 4(f) protected property..
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-11, the LPA would not
result in a permanent incorporation of land from Lilac Park – as such, there would not be a Section 4(f)
permanent use of the property.
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Draft Section 4(f) Evaluation Update – Lilac Park
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Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Lilac Park during construction.
Preliminary Determination of Constructive Section 4(f) Use

Existing bicycle, pedestrian, and vehicular access to the park would be maintained under the proposed LPA.
Although the sound of light rail trains would be audible from within the park, the park is not considered a
sensitive noise receptor based on FTA’s criteria, which are discussed in Section 3.1.2.8 of this Supplemental
Draft EIS. Changes in development density in areas surrounding proposed transit station could result in an
increase in Lilac Park usage, which could have potential for both positive and negative consequences. The
LPA would result in changes in the park’s setting and a visitor’s visual experience through the introduction of
the light rail alignment immediately south of the park. The visual changes and impacts will not alter or
impair the overall use or function of the park.
In summary, the proximity impacts of the LPA on Lilac Park would not substantially impair the qualifying
activities, features, or attributes of the park and, therefore, FTA has preliminarily determined that there
would be no Section 4(f) constructive use of Lilac Park under the LPA, consistent with 23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Lilac Park under the Southwest LRT LPA and that the proximity impacts
associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of Lilac Park.
H.

Alcott Triangle – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
Located at the junction of St. Louis Avenue and West 29th Street in Minneapolis, Alcott Triangle is an
approximately 0.3 acre park owned and managed by the MPRB (see Exhibit 3.5-4). The park has limited
facilities, including trees, a bench, picnic table, and waste can. The park is primarily used for picnicking,
walking, and open space. As the park is a publicly owned, publicly accessible park of local significance, Alcott
Triangle is considered by FTA to be a Section 4(f) protected property. Further information about Alcott
Triangle can be found in the MPRB information request letter provided in Appendix L of this Supplemental
Draft EIS. Consultation between MPRB, City of Minneapolis, and project staff on design issues related to the
park has occurred throughout the design refinement process that occurred after publication of the Draft EIS.
In addition, project staff held meetings with MPRB staff focused on parks owned and operated by the MPRB,
the Section 4(f) process and documentation, and FTA’s preliminary determination for the park on February
13 and March 6, 2015 50.
Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-12, the LPA would not
result in a permanent incorporation of land from Alcott Triangle – as such, there would not be a Section 4(f)
permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of Alcott Triangle during construction.

Preliminary Determination of Constructive Section 4(f) Use
Existing bicycle, pedestrian, and vehicular access to the park would be maintained under the proposed LPA.
Although the sound of light rail trains would be audible from within the park, the park is not considered a
sensitive noise receptor based on FTA’s criteria, which are discussed in Section 3.1.2.8 of this Supplemental
50

See Section 3.5.6 of this Supplemental Draft EIS for a project-wide description of the FTA’s and the Council’s Section 4(f)
consultation process and activities that have occurred following publication of the Draft EIS.
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Draft Section 4(f) Evaluation Update – Alcott Triangle

3-250
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

Draft EIS. Changes in development density in areas surrounding proposed transit station could result in an
increase in Alcott Triangle usage, which could have potential for both positive and negative consequences.
The LPA would result in changes in the park’s setting and a visitor’s visual experience through the
introduction of the light rail alignment immediately south of the park. The visual changes and impacts will
not alter or impair the overall use or function of the park.

In summary, the proximity impacts of the LPA on Alcott Triangle would not substantially impair the qualifying
activities, features, or attributes of the park and, therefore, FTA has preliminarily determined that there would
be no Section 4(f) constructive use of Alcott Triangle under the LPA, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Alcott Triangle under the Southwest LRT LPA and that the proximity impacts
associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of Alcott
Triangle.
I.

Park Siding Park – Preliminary No Section 4(f) Use Determination

Section 4(f) Property Description
Park Siding Park is located between the Kenilworth Corridor, Dean Court, and West 28th Street. Under the
LPA, the proposed light rail alignment would be located west of the park (see Exhibit 3.5-4A). Park Siding
Park is owned and managed by the MPRB. Facilities within the 1.4-acre park include two play areas with
various in-place playground equipment, a picnic area, benches, bicycle parking, ornamental lighting and
fencing, and a pergola seating area. Recreational activities within the park include picnicking, a stopover
point for users of nearby multiple use paths, and child’s play area. As the park is a publicly owned, publicly
accessible park of local significance, Park Siding Park is considered by FTA to be a Section 4(f)-protected
property. Further information about Park Siding Park can be found in the MPRB information request letter
provided in Appendix L of this Supplemental Draft EIS. Consultation between MPRB, City of Minneapolis, and
project staff on design issues related to the park has occurred throughout the design refinement process that
occurred after publication of the Draft EIS. In addition, project staff held meetings with MPRB staff focused
on parks owned and operated by the MPRB, the Section 4(f) process and documentation, and FTA’s
preliminary determination for the park on February 13 and March 6, 2015 51.
Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-13, the LPA would not
result in a permanent incorporation of land from Park Siding Park – as such, there would not be a
Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
The Southwest LRT Project’s Draft Section 4(f) Evaluation includes the preliminary finding that LRT 3A-1
would require construction activities that would have resulted in the temporary occupancy of approximately
0.016 acre of the park by the project to construct and remove a temporary detour trail associated with
construction of the proposed light rail alignment. Through additional design refinement, the Council has
determined that the Southwest LRT Project can be constructed without requiring a temporary trail detour
into Park Siding Park, thus avoiding the approximately 0.016 acre temporary occupancy anticipated in the
Draft Section 4(f) Evaluation. As illustrated in the Southwest LRT preliminary engineering plan set, the LPA
would not result in the temporary use of Lilac Park during construction.
Preliminary Determination of Constructive Section 4(f) Use
Existing bicycle, pedestrian, and vehicular access to the park would be maintained under the proposed LPA.
Because the light rail alignment would be in a tunnel in the vicinity of Park Siding Park, the sound of light rail
51

See Section 3.5.6 of this Supplemental Draft EIS for a project-wide description of the FTA’s and the Council’s Section 4(f)
consultation process and activities that have occurred following publication of the Draft EIS.
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Draft Section 4(f) Evaluation Update – Park Siding Park
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trains would not be noticeable from within the park and the park is not considered a sensitive noise receptor
based on FTA’s criteria, which are discussed in Section 3.1.2.8 of this Supplemental Draft EIS. Changes in
development density in areas surrounding proposed transit station could result in an increase in Park Siding
Park usage, which could have potential for both positive and negative consequences. The LPA would result in
changes in the park’s setting and a visitor’s visual experience through the construction of the light rail tunnel
and reconstruction of the existing freight rail tracks and bicycle and pedestrian path in HCRRA right-of-way
just south of the park. The primary visual change would be the removal and replacement of existing
vegetation in the HCRRA right-of-way. A landscaping plan for the area is currently under development, which
includes the participation of the MPRB staff. The visual changes and impacts resulting from the LPA would
not alter or impair the overall use or function of the park.
In summary, the proximity impacts of the LPA on Park Siding Park would not substantially impair the
qualifying activities, features, or attributes of the park and, therefore, FTA has preliminarily determined that
there would be no Section 4(f) constructive use of Park Siding Park under the LPA, consistent with 23 CFR
774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of Park Siding Park under the Southwest LRT LPA and that the proximity impacts
associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of the Park
Siding Park.
J.

Kenilworth Channel/Lagoon (as an Element of the Minneapolis Chain of Lakes Regional Park) –
Preliminary De Minimis Determination

Property Description
The Kenilworth Channel/Lagoon 52 is an element of the Minneapolis Chain of Lakes Regional Park 53 (see
Exhibit 3.4-4A). The Kenilworth Channel/Lagoon connects Cedar Lake and Lake of the Isles, which are also
part both of the Minneapolis Chain of Lakes Regional Park. The approximately 10.3-acre waterway and
banks were constructed by the MPRB in the early 1900s, replacing a meandering creek. Construction of the
waterway allowed the elevations of Cedar Lake and Lake of the Isles to equalize and for watercraft to freely
move between the two lakes (and ultimately throughout the lakes that are encompassed by the Minneapolis
Chain of Lakes Regional Park).
While most of the land making up the Kenilworth Channel/Lagoon is owned fee simple by the MPRB, two
areas approximately mid-point in the channel/lagoon (within the Kenilworth Corridor and where the
corridor crosses the channel/lagoon) are owned fee simple by BNSF and HCRRA. Within those two areas
(i.e., the portions of the channel/lagoon owned fee simple by BNSF and HCRRA), the MPRB owns, for park
purposes, a permanent easement for a right-of-way for a canal connecting Lake of the Isles and Cedar Lake.

Recreational features within the channel/lagoon include the large curved lagoon to the east of the
Kenilworth Corridor and the narrow and relatively straight channel to the west of the Kenilworth Corridor.
Most of the area around the lagoon has relatively long and gently-sloping grass banks, where the banks of the
channel are generally steeper, narrower, and have some remaining wood and stone retaining walls. The
52

FTA, MnSHPO, and the Council have also identified the Kenilworth Lagoon as a historic resource, as a contributing element
of the Grand Rounds Historic District, similar to but distinct from the Kenilworth Channel/Lagoon as an element of the
Minneapolis Chain of Lakes Regional Park. The historic and park properties are treated separately within this draft Section 4(f)
Evaluation Update as they have somewhat different boundaries, different Section 4(f) qualifying characteristics, and different
officials with jurisdiction. See the Kenilworth Lagoon Historic Property and Kenilworth Channel/Lagoon Park Property Section
4(f) Classification Technical Memorandum in Appendix L of this Supplemental Draft EIS for more detail. See Section 3.5.4.2 of
this Supplemental Draft EIS for the updated Section 4(f) analysis for the Kenilworth Lagoon historical resource.
53
The approximately 1555.3-acre Minneapolis Chain of Lakes Regional Park encompasses the following: Lake Harriet, Lyndale
Park, Lyndale Farmstead, Lake Calhoun, Lake of the Isles, Cedar Lake and Brownie Lake (and waterway connections between
the lakes). Per annual use estimates by the MPRB, approximately 5,361,200 people visited the Minneapolis Chain of Lakes
Regional Park in 2012.
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channel typically free-flows during late spring, summer and early fall months and it is typically frozen during
late fall, winter, and early spring months. During summer months, activities through the waterway include
canoeing, kayaking, and paddle boarding (docks are provided at several locations within the Chain of Lakes
Regional Park and rentals are provided on Lake Calhoun). During winter months, activities through the
frozen waterway include cross country skiing, snowshoeing, fat-tire biking, and walking. Weather and
ice/snow conditions permitting, a groomed cross country ski trail is maintained in the Chain of Lakes Park
during mid-winter months. The annual City of Lakes Loppet Cross Country Ski Festival, which encompasses
much of the Chain of Lakes Regional Park and passes through the Kenilworth Channel/Lagoon, typically
occurs within early February, weather and ice/snow conditions permitting. The event, which is organized by
a non-profit foundation and which includes a wide variety of activities, spans a weekend, and attracts
approximately 10,000 participants. Activities on the northern grassy banks of the lagoon, between West Lake
of the Isles Parkway and South Upton Avenue, include picnicking, walking, sightseeing, wildlife viewing, and
passive relaxation.

As the park is a publicly owned, publicly accessible park of local significance, the Kenilworth
Channel/Lagoon is considered by FTA to be a Section 4(f)-protected property. Consultation between MPRB,
City of Minneapolis, and project staff on design issues related to the park has occurred throughout the design
refinement process that occurred after publication of the Draft EIS. In addition, project staff held meetings
with MPRB staff focused on parks owned and operated by the MPRB, the Section 4(f) process and
documentation, and FTA’s preliminary determination for the park on February 13 and March 6, 2015 54.
Further information about the Kenilworth Channel/Lagoon can be found in the MPRB information request
letter provided in Appendix L.
Preliminary Determination of Permanent Section 4(f) Use: Section 4(f) de minimis Use
The LPA would result in changes to the facilities currently located within the Kenilworth Channel/Lagoon,
including the following (see Exhibit 3.5-14A/B):

•
•

•

Removal of the two existing wood bridges, supported by wood piers in the channel, that carry the
existing freight rail tracks and multipurpose trail across the waterway;

Construction of new bridges with new supporting piers in the channel, with a combined bridge width
that would be approximately double that of the existing wood bridges (to carry freight rail and light rail
tracks and the multipurpose trail); and

Modifications to the topographical features, vegetation, and WPA-era retaining walls of the channel that
would be needed to accommodate the new bridges.

The proposed light rail improvements and modifications to the freight rail and trail alignments would occur
within approximately 0.3 acres of the approximately 10.3-acre Kenilworth Channel/Lagoon. While
conceptual designs of the proposed new bridges have been developed and reviewed, the design of the
bridges remains under development as the project works to avoid, minimize, and mitigate impacts to the
Kenilworth Channel/Lagoon (see Section 3.5.4.2.O for examples of various bridge designs that have been
developed within early stages of the project’s Section 106 process).

Under the LPA, the Council would acquire the right-of-way within the Kenilworth Corridor from BNSF and
HCRRA and the existing recreational easement attached to the two rights-of-way and owned by the MPRB
would remain unchanged. In the long-term, the existing recreational activities, features, and attributes
within the Kenilworth Channel/Lagoon would not be adversely affected under the LPA and the horizontal
clearances between the banks and the new piers would be of sufficient width to accommodate recreational
activities that occur within the channel/lagoon. Further, the project would not have an adverse effect on the
activities, features, or attributes qualifying the easement for protection under Section 4(f). Removal of the

54

See Section 3.5.6 of this Supplemental Draft EIS for a project-wide description of the FTA’s and the Council’s Section 4(f)
consultation process and activities that have occurred following publication of the Draft EIS.
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EXHIBIT 3.5-14A

Draft Section 4(f) Evaluation Update – Kenilworth Channel/Lagoon Recreational Resource (element of the Minneapolis Chain of Lakes
Regional Park)
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EXHIBIT 3.5-14B

Draft Section 4(f) Evaluation Update – Kenilworth Channel/Lagoon Recreational Resource (element of the Minneapolis Chain of Lakes Regional Park) — Plan View
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existing bridges and construction of the new bridges would allow for the continuation of park uses and
recreational activities within the easement – recreational watercraft would be able to utilize the channel
connection between Cedar Lake and Lake of the Isles in the same manner they do currently.

As noted in Section 3.4.1.5 of this Supplemental Draft EIS, the LPA would affect the view within the
Kenilworth Channel/Lagoon (Viewpoint 5 – see Exhibit J-17 in Appendix J of this Supplemental Draft EIS),
however the assessment is that the overall level of visual impact would be “Not Substantial” 55. Vegetation on
the banks at the channel crossing would be cleared to accommodate construction of bridge to carry the light
rail alignment, bike and pedestrian trails, and freight rail across the channel. The vegetative clearing would
cause some reduction in the visual quality of the view. However, the bridges, as currently conceived, would
have an attractive design that would become a positive focal point in the view. The overall change to the
view’s level of visual quality would be low. Because of the recreational activity in the channel, this view is
visually sensitive. Even though the view is visually sensitive, because the potential level of change to visual
quality will be low the potential visual impact will be not substantial.

The Kenilworth Channel/Lagoon would also be affected by light rail-generated noise as light rail vehicles
would cross the waterway on a new bridge (see Section 3.4.2.3 of this Supplemental Draft EIS). For the noise
analysis, two separate areas of the Channel/Lagoon were identified as sensitive noise receptors. First, the
waterway itself (termed the Kenilworth Channel in the noise analysis) was classified as a Category 3 land
use. That area of the Kenilworth Channel Lagoon (approximately 40 feet on either side of the proposed light
rail alignment) would have a Moderate noise impact based on FTA’s light rail noise criteria. That Moderate
noise impact would occur without any mitigation measures. Mitigation measures would reduce or eliminate
the area of Moderate noise impacts in the Kenilworth Channel/Lagoon and will be developed and evaluated
through the Council’s and FTA’s continuing coordination efforts with the MPRB and MnSHPO (under the
Section 106 consultation process).

Second, the northern bank of the lagoon, generally between West Lake of the Isles Parkway and South Upton
Avenue (termed the Kenilworth Lagoon Bank in the noise analysis), was classified as a Category 1 land use,
with stricter noise impact standards than the Category 3 land use. However, because of the distance between
the light rail tracks and the western point of the Category 1 land use, noise levels under the LPA at that
location would not exceed FTA’s Severe or Moderate criteria.

The FTA and Council began working with the MPRB to identify avoidance, minimization, and mitigation
measures to address the project’s use of and effects on the recreational attributes, facilities, and activities of
the Kenilworth Channel/Lagoon, as previously described. The coordination efforts between the Council and
the MPRB may include the development of additional bridge design concepts and minimization and
mitigation measures. The Council and FTA have committed to continue Section 4(f) coordination activities
with the MPRB through to the completion of the project’s Final Section 4(f) Evaluation, Final EIS, and Record
of Decision. These Section 4(f) coordination activities will focus on the visual and noise effects of the LPA on
the Kenilworth Channel/Lagoon and will be coordinated with the development of a Section 106 Agreement
for the Kenilworth Lagoon historic resource (see Section 3.5.4.2 of this Supplemental Draft EIS for additional
information on the historic resource).

Under the LPA, construction activities within the easement area would occur to allow for the removal of the
two existing wood bridges and construction of the new bridges. Those construction activities would require
temporary closure/s of the lagoon for safety, and minimization and mitigation measures related to the
closure/s would be developed and evaluated, with MPRB consultation, before publication of the Final EIS.
Exhibit 3.5-15 illustrates the construction sequence that would be used to construct the new bridges over
the Kenilworth Channel/Lagoon.
The FTA, Council, and MPRB considered alternatives and design adjustments that would have avoided or
minimized the use of the Kenilworth Channel/Lagoon. Those avoidance alternatives and minimization
55

Based on the FHWA visual guidelines and the project’s conceptual engineering plans – see Section 3.5.4.2 of this
Supplemental Draft EIS for additional information on the project’s visual and aesthetic analysis.
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Draft Section 4(f) Evaluation Update – Bridge Construction Sequence over the Kenilworth Channel/Lagoon
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design adjustments are described in greater detail in Section 3.5.4.2 of this Supplemental Draft EIS, under the
discussion of the preliminary non-de minimis use of Kenilworth Lagoon, the Section 106 historic resource. In
summary, the No Build Alternative and Enhanced Bus Alternative as evaluated in the Draft EIS are the only
full Section 4(f) avoidance alternatives identified to date and neither of them would be prudent because they
would not meet the project’s purpose and need. Further, the Council and the MPRB independently developed
and evaluated design adjustments that would have placed the proposed light rail alignment in a tunnel under
the Kenilworth Channel/Lagoon using cut-and-cover and jacked-box tunnel construction techniques,
respectively. Those analyses both concluded that the design adjustments would not be prudent due to
substantial cost increases and delays in project benefits that would result from protracted construction
schedules required to construct the tunnel segments under the Kenilworth Channel/Lagoon. See
Section 2.3.3 and Appendix F of this Supplemental Draft EIS for additional information on the design
adjustment that would have constructed a cut-and-cover tunnel under the Kenilworth Channel/Lagoon; and
see Appendix L of this Supplemental Draft EIS for additional information on the design adjustment that
would have constructed a jacked-box tunnel under the Kenilworth Channel/Lagoon.

FTA and the Council will continue to coordinate with the MPRB to help avoid, minimize and mitigate impacts
to the Kenilworth Channel/Lagoon. Based on the analysis and design to date as summarized in this section,
FTA has preliminarily concluded that there would be a Section 4(f) de minimis use of the Kenilworth
Channel/Lagoon where the HCRRA and BNSF rights-of-way cross the property, consistent with 23 CFR
774.5(b). While the LPA would result in the placement of new bridge piers and bridge abutments within the
park property boundary, the LPA would not affect the protected activities, features, and attributes of the
property with appropriate minimization and mitigation measures as document in the project’s Section 106
Agreement.

Preliminary Section 4(f) Use Determination
Through coordination with MPRB to date and based on the design and analysis to date as described in this
section, FTA has preliminarily determined that the proposed permanent and temporary uses by the LPA
would not adversely affect the features, attributes or activities that qualify the Kenilworth Channel/Lagoon
for Section 4(f) protection. Consistent with the requirements of 23 CFR 774.5(b), FTA is, therefore, proposing
a de minimis use determination for the LPA at the Kenilworth Channel/Lagoon. Supporting this preliminary
determination is FTA’s expectation that mitigation measures will be incorporated into the project that will
avoid adverse effects to the protected activities, features, and attributes of the property. Those measures will
be identified through continued coordination with the MPRB, which will continue through preparation of the
project’s Final Section 4(f) Evaluation. The MPRB must concur in writing with the de minimis impact
determination after the opportunity for public comment on the preliminary Section 4(f) de minimis use
determination.
K.

Cedar Lake Park – Preliminary De Minimis Determination

Property Description
Cedar Lake Park 56 is a 288-acre regional park located at Cedar Lake Parkway and Basswood Road in
Minneapolis and is part of the Chain of Lakes Regional Park (see Exhibit 3.4-4A). Cedar Lake makes up
approximately 173 acres of Cedar Lake Park. Cedar Lake Park is owned and operated by MPRB. There is an
existing freight rail track in the park that occupies approximately 0.4 acres of undeveloped land just inside
the northeastern boundary the park. The Cedar Lake Trail traverses the northernmost portion of the park,
crossing the existing freight rail tracks at-grade and then connecting to the Kenilworth Trail within the
HCRRA right-of-way. Per annual use estimates, approximately 418,700 people visited Cedar Lake Park in
2012 (Council, 2013). Per MPRB 2014 beach attendance counts, East Cedar Beach had 16,649 visitors and
56

FTA, MnSHPO, and the Council have also identified Cedar Lake Park as a historic resource, as a contributing element of the
Grand Rounds Historic District, similar to but distinct from Cedar Lake Park as a recreational element of the Minneapolis
Chain of Lakes Regional Park. The historic and park properties are treated separately within this draft Section 4(f) Evaluation
Update as they have somewhat different boundaries, different Section 4(f) qualifying characteristics, and different officials
with jurisdiction. See Section 3.5.4.2 of this Supplemental Draft EIS for the updated Section 4(f) analysis for the Kenilworth
Lagoon historical resource.
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facilities within the park include Cedar Lake, beaches, wooded areas, picnic areas, a canoe/kayak launch and
racks, paths, and off-street parking. Recreational activities within the park include boating, fishing, cross
country skiing, skating, picnicking, hiking, running, and bicycling. Additional information on Cedar Lake Park
as an element of the Chain of Lakes Regional Park can be found in the prior property description for the
Kenilworth Channel/Lagoon; further information about Cedar Lake Park, including detailed user count data,
can be found in Appendix L of this Supplemental Draft EIS. Consultation between MPRB, City of Minneapolis,
and project staff on design issues related to the park has occurred throughout the design refinement process
that occurred after publication of the Draft EIS. In addition, project staff held meetings with MPRB staff
focused on parks owned and operated by the MPRB, the Section 4(f) process and documentation, and FTA’s
preliminary determination for the park on February 13 and March 6, 2015 57.
As the park is a publicly owned, publicly accessible park of local significance, Cedar Lake Park is considered,
by FTA, to be a Section 4(f) protected property.

Preliminary Determination of Permanent Section 4(f) Use: Section 4(f) de minimis Use
Two areas of Cedar Lake Park would be affected by the Southwest LRT LPA: East Cedar Beach; and Cedar
Lake Junction.
•

•

East Cedar Beach. As illustrated in Exhibit 3.5-16, the LPA would result in the extension of the sidewalk
on the south side of South Upton Avenue, between the existing HCRRA right-of-way and the pedestrian
entryway into East Cedar Beach. The sidewalk extension would be included within a permanent
maintenance easement (approximately 1,300 square feet or 0.03 acres) for the sidewalk. That permanent
maintenance easement could be acquired by another jurisdiction (discussions on ownership of the
permanent easement, if there is one, are on-going). The area where the sidewalk would be constructed is
not currently used or planned for recreational activities. The area generally consists of non-landscaped
vegetation. No other modifications would be made to Cedar Lake Park at East Cedar Beach as a result of
the LPA. Transit access to the park would be improved due to its proximity to the proposed 21st Street
Station. East Cedar Beach has not been identified as a noise sensitive land use, therefore, no noise
impacts to that area of Cedar Lake Park have been identified (see Section 3.4.2.3 of this Supplemental
Draft EIS for additional information on the project’s noise analysis). Because of existing vegetation that
would be retained between the park and the HCRRA right-of-way, the proposed light rail alignment and
station would generally not be visible from East Cedar Beach.

Cedar Lake Junction. As illustrated in Exhibit 3.5-17, the LPA would result in a variety of permanent
and short-term (construction-related) changes to Cedar Lake Park at Cedar Lake Junction (where the
Kenilworth Corridor and the Wayzata Subdivision meet). In general, the changes would affect the North
Cedar Lake Trail within the Cedar Lake Park. In summary, the trail would be realigned within Cedar Lake
Park to allow the trail to cross over the existing freight rail alignment and the proposed light rail
alignment on an elevated structure, connecting to the Kenilworth Trail to the east of the existing HCRRA
right-of-way. A portion of the existing at-grade trail would be relocated to a new at-grade location and a
portion of the existing at-grade trail would be replaced with an elevated trail at a new location. The
proposed elevated section of North Cedar Lake Trail within Cedar Lake Park would be located within an
approximately 0.7-acre proposed permanent maintenance easement, which could be acquired by
another jurisdiction (discussions on ownership of the permanent easement, if there is one, are on-going).
All existing trail connections for the North Cedar Lake Trail would be maintained in the long-term under
the LPA. Existing delays from freight trains experienced by trail users at the existing at-grade crossing of
the freight rail tracks would be eliminated with the proposed elevated trail crossing over the freight rail
and light rail tracks. Except for the potential for short trail closures to ensure trail user safety, all existing
trail connections would be maintained during construction of the new trail alignment and elevated trail
crossing. Under the current construction plan, temporary trails would be constructed to allow for the
removal of existing trail segments and construction of new trail segments. Under the current design,

57

See Section 3.5.6 of this Supplemental Draft EIS for a project-wide description of the FTA’s and the Council’s Section 4(f)
consultation process and activities that have occurred following publication of the Draft EIS.
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EXHIBIT 3.5-16

D Draft Section 4(f) Evaluation Update – Cedar Lake Park at East Cedar Beach
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EXHIBIT 3.5-17

Draft Section 4(f) Evaluation Update – Cedar Lake Park at Cedar Lake Junction*
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construction activities outside of the permanent maintenance easement area would occur within
approximately 2.8 acres of the park. The maintenance easement would include an area around the bridge
that will allow for continued maintenance of the bridge and would stipulate limitations on improvements
and vegetation allowed within the maintenance area (to ensure continued maintenance access to the
bridge). Construction activities within the park will be closely coordinated with MPRB to help avoid and
minimize effect on recreational activities within the park. The project will also provide the MPRB and the
public with ongoing notification of construction activities within the park, such as the timing and location
of trail detours. All areas of the park that are affected by construction activities outside of the permanent
easement area will be restored to existing conditions or better. Except for recreation activities on the
North Cedar Lake Trail, the area of Cedar Lake Park affected by the reconstruction of the trail does not
include recreational activities, features, and attributes that qualify the park as a Section 4(f) recreational
property.

FTA, MPRB, and the Council have initiated efforts to help avoid, minimize, and mitigate impacts to Cedar
Lake Park, including participation in Section 4(f) Coordination meetings in February and March 2015. Those
meetings also included participation by staff from Hennepin County and the City of Minneapolis. Notes and
materials for those meetings can be found in Appendix L of this Supplemental Draft EIS. For both areas of
Cedar Lake Park that would be affected by the LPA, FTA, MPRB, and the Council will continue to coordinate
to help avoid, minimize, and mitigate impacts to the park through publication of the Final Section 4(f)
Evaluation.
Based on the analysis, design, and avoidance, minimization, and mitigation measures identified to date as
summarized in this section, FTA has preliminarily concluded that there would be a Section 4(f) de minimis
use of the Kenilworth Channel/Lagoon, consistent with 23 CFR 774.5(b).

Preliminary Section 4(f) Use Determination
Through coordination with MPRB to date and based on the design and analysis to date as described in this
section, FTA has preliminarily determined that the proposed permanent and temporary uses by the LPA
would not adversely affect the features, attributes or activities that qualify Cedar Lake Park for Section 4(f)
protection as a park/recreation area. Consistent with the requirements of 23 CFR 774.5(b), FTA is, therefore,
proposing a de minimis use determination for the LPA at Cedar Lake Park (at East Cedar Beach and at Cedar
Lake Junction). Minimization and mitigation measures will be incorporated into the project that will avoid
adverse effects on the protected activities, features, and attributes of the property. The measures will be
identified through continued coordination with the MPRB. Also consistent with 23 CFR 774.5(b), the ROD
would include a final Section 4(f) de minimis use determination. The MPRB must concur in writing with the
de minimis impact determination after the opportunity for public comment on the preliminary Section 4(f) de
minimis use determination.

L.

Bryn Mawr Meadows Park – Preliminary De Minimis Determination

Section 4(f) Property Description
Bryn Mawr Meadows Park is a 51-acre regional park located at 601 Morgan Avenue South in Minneapolis.
Bryn Mawr Meadows Park is owned and operated by MPRB and contains two baseball fields, two broomball
rinks, cricket field, ice rink, 10-table picnic area, restroom facilities, soccer field, eleven softball fields, biking
path, sports facility, tennis court, tot lot/playground, wading pool, and walking path. As the park is a publicly
owned, publicly accessible park of local significance, Bryn Mawr Meadows Park is considered by FTA to be a
Section 4(f) protected property. Further information about Bryn Mawr Meadows Park can be found in the
MPRB information request letter provided in Appendix L of this Supplemental Draft EIS. Consultation
between MPRB, City of Minneapolis, and project staff on design issues related to the park has occurred
throughout the design refinement process that occurred after publication of the Draft EIS. In addition,
project staff held meetings with MPRB staff focused on parks owned and operated by the MPRB, the
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Section 4(f) process and documentation, and FTA’s preliminary determination for the park on February 13
and March 6, 2015 58.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in Exhibit 3.5-18, the LPA would result in a variety of permanent and short-term (constructionrelated) changes to Bryn Mawr Meadows Park, described as follows.

The proposed changes would affect the Luce Line Trail in Bryn Mawr Meadows Park, as well as two internal
park trails. In particular, the Luce Line Trail would be realigned within Bryn Mawr Meadows Park to allow
the trail to cross over a new bridge that would cross BNSF freight tracks to the east, connecting to the
proposed Van White Station and Cedar Lake Trail (which provides connections to the Kenilworth Trail). A
new bicycle/pedestrian bridge would replace the existing bridge that crosses BNSF freight rail tracks toward
the south. The existing bridge is owned and maintained by MnDOT and the northern bridgehead is partially
located within Bryn Mawr Meadows Park. A portion of the new bridge would be located within Bryn Mawr
Meadows Park; this new bridge would be north of, and parallel to, the southern border of the park (just
north of the BNSF freight rail right-of-way). The remaining portion of the new bridge would provide a
connection between the portion located within the park and the proposed Van White Station and Cedar Lake
Trail, across the BNSF freight rail and proposed light rail tracks.

A portion of the existing at-grade trail within Bryn Mawr Meadows Park would be relocated to connect to the
new bridge and a portion of the existing at-grade trail would be replaced with an at-grade trail segment at a
new location within the park. The new elevated section of Luce Line Trail within the park would be located
within an approximately 0.4-acre proposed permanent maintenance easement, which could be acquired by
the another jurisdiction (discussions on ownership of the permanent easement, if there is one, are on-going).
The maintenance easement would include an area around the bridge that will allow for continued
maintenance of the bridge and would stipulate limitations on improvements and vegetation allowed within
the maintenance area (to ensure continued maintenance access to the bridge). The realignment of the trails
within the park will ultimately be determined through continued consultation between FTA, the Council, and
MPRB, which will work to avoid, minimize, and mitigate impacts to the park’s qualifying activities, features,
and attributes.
Under the current design, construction activities outside of the permanent maintenance easement area
would occur within approximately 1.5 acres of the park; those areas are illustrated in Exhibit 3.5-16.
Construction activities within the park would include:
•

•

•
•

•
•

The construction of a temporary bituminous access road connecting the existing park parking lot to the
site of the new Luce Line Trail bridge (use of the parking lot by park visitors would be maintained during
construction);

Truck and other equipment use of the temporary access road, laydown area, temporary safety barriers to
separate the temporary construction activities from park activities, and permanent maintenance
easement area as required to construct the proposed improvements;
Removal of existing trees in the construction laydown area and temporary access road;

Preparation and use of a construction laydown area (e.g., for the staging of construction material and
equipment), the area of which would be reduced during cricket season to avoid impacting the existing
cricket field;
Grading, paving, bridge construction, landscaping, and other activities associated with construction of
the new trail bridge and at-grade trail segments;
Temporary realignment of the existing eastern soccer field to accommodate construction of the
temporary construction access road;

58

See Section 3.5.6 of this Supplemental Draft EIS for a project-wide description of the FTA’s and the Council’s Section 4(f)
consultation process and activities that have occurred following publication of the Draft EIS.
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EXHIBIT 3.5-18

Draft Section 4(f) Evaluation Update – Bryn Mawr Meadows Park
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Temporary realignment of park trail segments to allow for the construction of the temporary
construction access road, the new western bridge, and the new at-grade trail segments;

Removal of existing trail segments that would be replaced with the new trail segments, which would
include replanting and landscaping as per specifications agreed upon between the Council and MPRB;
Construction detour information, flagging at controlled crossings, and other related activities; and

Restoration of all park features to pre-construction conditions or better, based on specifications agreed
to between the Council and MPRB (e.g., replacement of trees, restoration of landscaping within the
construction laydown area, construction access road and temporary trail segments).

All existing trail connections for the Luce Line Trail would be maintained in the long-term under the LPA.
Except for the potential for short-term trail closures to ensure trail user safety, all existing trail connections
would be maintained during construction of the new trail alignment and elevated trail crossing. During those
short trail closures, trail users would be provided with detour routes and information. Under the current
construction plan, temporary trails would be constructed to allow for the removal of existing trail segments
and construction of new trail segments. Construction activities within Bryn Mawr Meadows Park will be
closely coordinated with MPRB to help avoid and minimize effects on recreational activities within the park.
The project will also provide the MPRB and the public with ongoing notification of construction activities
within the park, such as the timing and location of trail detours. All areas of the park that are affected by
construction activities outside of the permanent easement area will be restored to existing conditions or
better.
FTA, MPRB, and the Council have initiated efforts to help avoid, minimize, and mitigate impacts to Bryn
Mawr Meadows Park, including participation in Section 4(f) coordination meetings in February and March
2015. Those meetings also included participation by staff from Hennepin County and the City of Minneapolis.
Notes and materials for those meetings can be found in Appendix L of this Supplemental Draft EIS. For the
areas of Bryn Mawr Meadows Park that would be affected by the LPA, FTA, MPRB, and the Council will
continue to coordinate to help avoid, minimize, and mitigate impacts to the park through the period when
the Final Section 4(f) Evaluation is published.

Based on the analysis, design, and avoidance, minimization, and mitigation measures identified to date as
summarized in this section, FTA has preliminarily concluded that there would be a Section 4(f) de minimis
use of Bryn Mawr Meadows Park, consistent with 23 CFR 774.5(b).

Preliminary Section 4(f) Use Determination
Through coordination with MPRB to date and based on the design and analysis to date as described in this
section, FTA has preliminarily determined that the proposed permanent and temporary uses by the LPA
would not adversely affect the features, attributes or activities that qualify Bryn Mawr Meadows Park for
Section 4(f) protection as a park/recreation area. Consistent with the requirements of 23 CFR 774.5(b), FTA
is, therefore, proposing a de minimis use determination for the LPA at Bryn Mawr Meadows Park because the
proposed and anticipated mitigation measures that have and will continue to be identified through
coordination undertaken with the MPRB to minimize harm to the property. The MPRB must concur in
writing with the de minimis impact determination after the opportunity for public comment on the
preliminary Section 4(f) de minimis use determination.
3.5.4.2

Historic Properties

Exhibits 3.5-2 through 3.5-4 show the locations of historical properties within the LPA study area identified
as listed on or eligible for the NRHP and assessed for Section 4(f) use 59. Detailed maps of these resources are
provided in subsequent sections of this document, as appropriate. Table 3.5-5 lists the resource name,
59

Areas that were not previously surveyed with the APEs for architecture/history and archaeological resources, as revised in
October 2014, are in the process of being surveyed to identify properties that are listed on, or are eligible for, inclusion on
the NRHP. To date, a Phase I archaeological survey has been completed for one area along the Eden Prairie Segment (106
Group, 2014c). Additional Phase I archaeological surveys and Phase I architecture/history survey are underway and will be
reported in the Final EIS.
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location, and jurisdictional owner and indicates preliminary Section 4(f) use assessment; park/recreation
resources are listed from south-to-north in the LPA study area.
TABLE 3.5-5

Summary of Permanent Section 4(f) Historic Property Usesa
Section 4(f) Property – Park/Recreation
Area / (MnSHPO Inventory Number)

Non-de
De
Section 106 minimis minimis
Effect
Use
Use

No
Use

Existing Property
Acreage

Acres
% of
Permanently Property
Used
Used

Hopkins City Hall (HE-HOC-026)

No adverse
effect

•

1.9

0.0

0%

Hopkins Commercial Historic District (HEHOC-027)

No adverse
effect

•

7.0

0.0

0%

Minneapolis and St. Louis Railroad Depot
(HE-HOC-014)

No adverse
effect

•

0.24

0.0

0%

Chicago, Milwaukee, St. Paul and Pacific
Railroad Depot (HE-SLC-008)

No adverse
effect

•

1.3

0.0

0%

Peavey-Haglin Experimental Concrete Grain
Elevator (HE-SLC-009)

No adverse
effect

•

0.1

0.0

0%

Hoffman Callan Building (HE-SLC-055)

No adverse
effect

•

1.2

0.0

0%

Minikahda Club (HE-MPC-17102)

No adverse
effect

•

156.0

0.0

0%

0.0

0%

Grand Rounds Historic District (XX-PRK001)

Adverse
effect

•

1,657.2b



Lake Calhoun (MPC-01811) c

No adverse
effect

•

N/C

0.0

0%

Lake of the Isles (MPC-1824) c

No adverse
effect

•

N/C

0.0

0%

Lake of the Isles Parkway (MPC-1825) c

No adverse
effect

•

N/C

0.0

0%

Park Bridge #4 (HE-MPC-6901) c

No adverse
effect

•

N/C

0.0

0%

Cedar Lake Parkway (MPC-01833) c

No adverse
effect

•

N/C

0.0

0%

Cedar Lake (MPC-1820) c

No adverse
effect

•

N/C

0.0

0%

0.3

0.3%

Kenilworth Lagoon (MPC-1822) c

Adverse
effect

Kenwood Parkway (MPC-01796) c

No adverse
effect

•

N/C

0.0

0%

Kenwood Park (MPC-01797) c

No adverse
effect

•

N/C

0.0

0%

Frieda and J. Neils House (HE-MPC-6068)

No adverse
effect

•

0.5

0.0

0%

Lake of the Isles Residential Historic District
(HE-MPC-9860)

No adverse
effect

•

232.9

0.0

0%

Mahalia & Zachariah Saveland House (HEMPC-6676)

No adverse
effect

•

0.3

0.0

0%

Frank and Julia Shaw House (HE-MPC6603)

No adverse
effect

•

0.2

0.0

0%

Kenwood Parkway Residential Historic
District (HE-MPC-18059)

No adverse
effect

•

22.7

0.0

0%

Kenwood Water Tower (MPC-06475)

No adverse
effect

•

N/C

0.0

0%

Mac Martin House (HE-MPC-8763)

No adverse
effect

•

0.3

0.0

0%
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Area / (MnSHPO Inventory Number)

Non-de
De
Section 106 minimis minimis
Effect
Use
Use

St. Paul, Minneapolis & Manitoba Railroad
Historic District (HE-MPC-16387)

No adverse
effect

Osseo Branch of the St. Paul, Minneapolis
& Manitoba R.R. Historic District
Minneapolis [XX-RRD-010 (district); HEMPC-16389 (portion of district in
Minneapolis)]

No adverse
effect

Minneapolis Warehouse Historic District
(HE-MPC-0441)
Dunwoody Institute (HE-MPC-6641)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT
No
Use

Existing Property
Acreage

Acres
% of
Permanently Property
Used
Used

N/C

0.0

0%

•

N/C

0.0

0%

No adverse
effect

•

116.5

0.0

0%

No adverse
effect

•

12.8

0.0

0%

•

All Section 4(f) determinations and Section 106 findings of effect are preliminary. See Section 3.5.1.1 of this Supplemental Draft
EIS for definitions of the potential types of Section 4(f) uses. The Minikahda Club and Cedar Lake Parkway would be temporarily
used by the project during construction of the Southwest LRT Project. FTA has preliminarily determined that each of those temporary
uses would meet the criteria for a Temporary Occupancy Exception under 23 CFR 774.13(d). See Section 3.5.1.5 of this
Supplemental Draft EIS for a description of the criteria for a Temporary Occupancy Exception. All acreages in this table are
approximate. The estimates of acres that would be permanently used are based on current plans illustrated in this section and may
change as designs are refined and as FTA and the Council coordinate with the officials with jurisdiction and consider public
comment to determine appropriate final avoidance, minimization, and mitigation measures.
b
Acreage estimate only includes the Chain of Lake and the Kenwood elements.
c
Contributing element of Grand Rounds Historic District.
d
Estimate based on the size of the Kenilworth Channel/Lagoon (as an element of the Minneapolis Chain of Lakes Regional Park).
N/C = size not calculated.
a

Per the Section 106 analysis performed for the project, there are two NRHP-eligible archaeological sites in
the LPA study area (Site 21HE0436 and Site 21HE0437) 60 that would be adversely affected by the LPA.
However, analysis performed and subsequent consultation with MnSHPO has resulted in a preliminary
determination that these archaeological sites are important chiefly because of what can be learned by data
recovery and have minimal value for preservation in place. Based on this assessment, per 23 CFR 774.13(b),
Section 4(f) does not apply to these two archaeological sites.

The remainder of this section addresses Section 4(f) historic properties where LPA actions would result in
potential uses. Following is a description of the Section 4(f) historic properties within the LPA’s park and
recreation study area (generally from south to north), including:
1) A description of the Section 4(f) property;

2) A preliminary Section 4(f) permanent use determination;

3) A preliminary Section 4(f) temporary use determination/temporary occupancy exception determination
(for those properties that would not have a Section 4(f) use or a Section 4(f) de minimis use);
4) A preliminary Section 4(f) constructive use determination (for those properties that would not have a
Section 4(f) use); and
5) A preliminary overall Section 4(f) determination.

For the historic property where FTA has made a preliminary Section 4(f) non-de minimis use determination
(i.e., the historic Kenilworth Lagoon/Grand Rounds Historic District), this section includes a preliminary no
prudent and feasible determination, an assessment of all possible planning to minimize harm to date, and a
preliminary least overall harm analysis.

60

FTA does not disclose the location of archeological sites to help protect their integrity.
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Hopkins City Hall – Preliminary No Use

Property Description
Hopkins City Hall is located at 1010 1st Street in Hopkins. Hopkins City Hall has been found eligible for the
NRHP under NRHP Criterion A (see Exhibit 3.5-3). For more detailed information on this historic property
see Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Hopkins City Hall historic resource – as such, there would not be a
Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Hopkins City Hall historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Hopkins City Hall historic
resource (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS). No work is proposed in the immediate vicinity of the Hopkins City Hall; however, it
is located within 0.25 mile radius of the Downtown Hopkins Station.

Based on the preliminary Section 106 finding of No Adverse Effect, it can subsequently be concluded that the
Hopkins City Hall historic resource will not be substantially impaired by proximity impacts associated with
the LPA, and therefore no constructive use would occur consistent with 23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Hopkins City Hall historic resource under the Southwest LRT LPA and that
the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Hopkins City Hall historic resource.
B.

Hopkins Commercial Historic District – Preliminary No Use

Property Description
The Hopkins Commercial Historic District is located along Mainstreet between 8th Avenue and 11th Avenue
in Hopkins. The Hopkins Commercial Historic District has been found eligible for the NRHP under NRHP
Criterion A (see Exhibit 3.5-3). For more detailed information on this historic property see Draft EIS
Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Hopkins Commercial Historic District historic resource – as such,
there would not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Hopkins Commercial Historic District historic resource during
construction.
Preliminary Determination of Constructive Section 4(f) Use

Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Hopkins Commercial Historic
District historic resource (see the Section 106 consultation documentation in Appendix C and Appendix E of
Affected Environment, Impacts, and Mitigation
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this Supplemental Draft EIS). The only potential effects to the district area are related to potential
redevelopment catalyzed by the project.

Based on the preliminary Section 106 finding of No Adverse Effect, it can subsequently be concluded that the
Hopkins Commercial Historic District historic resource will not be substantially impaired by proximity
impacts associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR
774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Hopkins Commercial Historic District historic resource under the
Southwest LRT LPA and that the proximity impacts associated with the Southwest LRT Project would not
result in a Section 4(f) constructive use of the Hopkins Commercial Historic District historic resource.

C.

Minneapolis and St. Louis Railroad Depot – Preliminary No Use

Property Description
The Minneapolis and St. Paul Railroad Depot is located at 9451 Excelsior Boulevard in Hopkins. The depot
has been found eligible for the NRHP because it meets Requirement 1 of NRHP Criterion A.
Preliminary Determination of Permanent Section 4(f) Use
The LPA would not result in a permanent incorporation of property from the Minneapolis and St. Louis
Railroad Depot historic property.

Preliminary Determination of Temporary Section 4(f) Use
The LPA would not result in a temporary occupancy of the Minneapolis and St. Louis Railroad Depot historic
resource property.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Minneapolis and St. Louis
Railroad Depot historic resource (see the Section 106 consultation documentation in Appendix C and
Appendix E of this Supplemental Draft EIS). The proposed LRT bridge over Excelsior Boulevard and the
TC&W rail line will have an effect on the setting of the Minneapolis and St. Louis Railroad Depot. The western
approach to the LRT bridge has been shifted east to minimize impacts to the depot’s setting. The western
approach begins approximately 25 feet west of the depot, with the LRT tracks rising as they extend eastward
past the depot towards Excelsior Boulevard. At the east end of the depot the LRT tracks will be raised
approximately 2 feet above the existing tracks.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Minneapolis and St. Louis Railroad Depot historic resource will not be substantially
impaired by proximity impacts associated with the LPA, and therefore no constructive use would occur,
consistent with 23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Minneapolis and St. Louis Railroad Depot historic resource under the
Southwest LRT LPA and that the proximity impacts associated with the SWLRT Project would not result in a
Section 4(f) constructive use of the Minneapolis and St. Louis Railroad Depot historic resource.
D.

Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot – Preliminary No Use

Property Description
The Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot is at 6210 West 37th Street in St. Louis Park,
inside Jorvig Park, and is listed on the NRHP (see Exhibit 3.5-3). The depot was moved from the intersection
of Wooddale and 36th Street on Alabama Avenue, where it sat next to the railroad tracks. The depot served
the Milwaukee Road from 1887 to 1968 and now serves as a museum for the St. Louis Park Historical
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Society. For more detailed information on this historic property see Section 3.4 of this Supplemental Draft
EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot – as such,
there would not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot during
construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Chicago, Milwaukee, St. Paul,
and Pacific Railroad Depot (see the Section 106 consultation documentation in Appendix C and Appendix E
of this Supplemental Draft EIS). The LRT guideway, which passes the depot, follows the rail corridor and
does not infringe on the depot property and will have no effect on the depot. A signal bungalow is proposed
just west of the depot on the same side of the alignment and an access road may be constructed to the signal
bungalow within the railroad right-of-way, between the LRT tracks and depot property. Although the signal
bungalow, LRT catenary, and access road will introduce new visual elements to the depot’s setting, they will
not infringe on the depot property, and views of the signal bungalow from the depot will be screened by
existing vegetation. The water main under Brunswick Avenue will be reconstructed and lowered, but will not
impact the depot.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot historic resource will not be
substantially impaired by proximity impacts associated with the LPA, and therefore no constructive use
would occur, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot under the
Southwest LRT LPA and that the proximity impacts associated with the Southwest LRT Project would not
result in a Section 4(f) constructive use of the Chicago, Milwaukee, St. Paul, and Pacific Railroad Depot
historic resource.
E.

Peavey-Haglin Experimental Concrete Grain Elevator – Preliminary No Use

Property Description

The Peavey-Haglin Experimental Concrete Grain Elevator is at the junction of Highway 100 and Highway 7 in
St. Louis Park (see Exhibit 3.5-3). It is listed on the NRHP and is a national historical landmark. For more
detailed information on this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS
Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Peavey-Haglin Experimental Concrete Grain Elevator historic
resource – as such, there would not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Peavey-Haglin Experimental Concrete Grain Elevator historic resource
during construction.
Affected Environment, Impacts, and Mitigation
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Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Peavey-Haglin Experimental
Concrete Grain Elevator historic resource property (see the Section 106 consultation documentation in
Appendix C and Appendix E of this Supplemental Draft EIS). The LRT guideway passes the property within
the existing the rail corridor and does not infringe on the elevator property and will result in no effects that
would impact the significance of the property.

A traction power substation (TPSS) is also proposed to be located across the alignment, 500 feet southwest
of the elevator, thus it will have a negligible visual effect on the elevator’s setting. Access to the elevator area
from the recreational trail is maintained.

The LRT guideway that passes the elevator is located across the existing railroad line from the elevator and
does not infringe on the depot property. The trail and trail access near the elevator are maintained. Given the
low-rise nature of the traction power substation, it will have a minimal impact on the setting of the elevator
and views of it.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Peavey-Haglin Experimental Concrete Grain Elevator historic resource will not be
substantially impaired by proximity impacts associated with the LPA, and therefore no constructive use
would occur, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Peavey-Haglin Experimental Concrete Grain Elevator historic resource
under the Southwest LRT LPA and that the proximity impacts associated with the Southwest LRT Project
would not result in a Section 4(f) constructive use of the Peavey-Haglin Experimental Concrete Grain
Elevator historic resource.
F.

Hoffman Callan Building – Preliminary No Use

Property Description
The Hoffman Callan Building, located at 3907 Highway 7 in St. Louis Park, has been determined eligible for
the NRHP under Criterion C for Architecture (see Exhibit 3.5-4A). For more detailed information on this
historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Hoffman Callan Building historic resource – as such, there would
not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Hoffman Callan Building historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use

Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Hoffman Callan Building
historic resource property (see the Section 106 consultation documentation in Appendix C and Appendix E
of this Supplemental Draft EIS); no work is proposed in the immediate vicinity of the property.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Hoffman Callan Building historic resource will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).
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Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Hoffman Callan Building historic resource under the Southwest LRT LPA
and that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Hoffman Callan Building historic resource.
G.

Minikahda Club – Preliminary Temporary Occupancy Exception/No Section 4(f) Use

Property Description

The Minikahda Club, located at 3205 Excelsior Boulevard in Minneapolis, has been determined eligible for
the NRHP under Criterion C for Landscape Architecture (see Exhibit 3.5-4A). For more detailed information
on this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use
The LPA would not result in a permanent incorporation of land from the Minikahda Club historic resource.
Preliminary Determination of Temporary Section 4(f) Use

The LPA would require a minor temporary occupancy of land at the very northern edge of the property in
the landscaped triangle at the driveway entrance to the club. A part of this landscaped grass area will need to
be closed while the intersection of Excelsior Boulevard and W. 32nd Street is repaved and restriped (both
travel lane markings and crosswalk markings – see Exhibit 3.5-19). Section 4(f) temporary occupancy
exception criteria are addressed below with respect to the construction impacts at the Minikahda Club
historic resource:
Section 4(f) temporary occupancy exception criteria are addressed below:

1. Criterion: Duration is temporary (that is, the occupancy is shorter than the time needed for construction of
the project, and there is no change in ownership of the property).

Preliminary Finding: The overall duration of construction for the entire project is approximately four
years. The duration of the construction activities for the portion of the project at the Minikahda Club
property is estimated at approximately less than one month. There will be no change in ownership of the
parkland that would be temporarily occupied.

2. Criterion: Scope of work is minor (that is, the nature and magnitude of the changes to the Section 4(f)
properties are minimal).

Preliminary Finding: The part of the Minikahda Club property to be temporarily occupied during
construction is the grass-only part of the triangle median that sits between the entrance and exit
driveway lanes of the club. The club would still be accessible to the public throughout construction for
vehicles, bicycles, and pedestrians via the main driveway at the intersection of Excelsior Boulevard and
W. 32nd Avenue. There would be no permanent change to the Minikahda Club as a result of project
actions.

3. Criterion: There are no anticipated permanent adverse physical impacts or permanent interference with
the protected activities, features, or attributes of the property.

Preliminary Finding: The Minikahda Club has been determined eligible for the NRHP based on its
landscape architecture. The project would not alter, either temporarily or permanently, the landscaping
of the Minikahda Club. Based on conceptual engineering and continued consultation with MnSHPO, a
preliminary Section 106 finding of No Adverse Effect has been made with respect to LPA impacts at the
Minikahda Club (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS).

4. Criterion: The property is restored to the same or better condition that existed prior to the project.

Preliminary Finding: The aforementioned grass part of the driveway triangle that would be temporarily
occupied during construction will be restored to better conditions then exist currently.

Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.5-19

Draft Section 4(f) Evaluation Update – Minikahda Club
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Criterion: There is documented agreement from the appropriate federal, state, or local officials having
jurisdiction over the property regarding the above conditions.
Preliminary Finding: FTA and Council staff have consulted with MnSHPO through the Section 106
process to review the project’s preliminary construction plan in the vicinity of the Minikahda Club, and
the project will continue coordinating with MnSHPO regarding obtaining written concurrence on a final
determination that the project would meet the above temporary occupancy exception criteria.

Preliminary Determination of Constructive Section 4(f) Use
Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can be
preliminarily concluded that the Minikahda Club historic resource would not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent Section
4(f) use of the Minikahda Club and that proposed construction activities within the park would meet the
criteria for a Temporary Occupancy Exception described in 23 CFR 774.13(d).
H.

Lake Calhoun – Preliminary No Use

Property Description
Lake Calhoun, located in Minneapolis, is considered a contributing site within the overall potential Grand
Rounds Historic District (see Exhibit 3.5-4A).

Preliminary Determination of Permanent Section 4(f) Use
The LPA would not result in a permanent incorporation of land from the Lake Calhoun historic resource – as
such, there would not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Lake Calhoun historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Lake Calhoun (see the Section
106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS). There will be
potential changes in traffic and parking near the Lake Calhoun Playing Fields which need further assessment.
There will also be minor pedestrian improvements at the intersection of Excelsior Boulevard and Market
Plaza, but these improvements will have a negligible visual effect on the setting of the Lake Calhoun Playing
Fields.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect and the
requirements under 23 CFR 774.15(f)(1), it can subsequently be concluded that the Lake Calhoun historic
resource will not be substantially impaired by proximity impacts associated with the LPA, and therefore no
constructive use would occur.

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Lake Calhoun historic resource under the Southwest LRT LPA and that the
proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive
use of the Lake Calhoun historic resource.

Affected Environment, Impacts, and Mitigation
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Lake of the Isles – Preliminary No Use

Property Description
Lake of the Isles, located in Minneapolis, is considered a contributing site within the overall potential Grand
Rounds Historic District, which qualifies under Criterion C (Community Planning & Development;
Entertainment/Recreation; Landscape Architecture) (see Exhibit 3.5-4A). For more detailed information on
this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Lake of the Isles historic resource – as such, there would not be a
Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Lake of the Isles historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
The LPA would result in a change in the lake’s setting due to the design, visibility, and visual prominence of
the new bridge structures across the Kenilworth Lagoon; however, based on Section 106 analysis and
continued consultation with MnSHPO, this change would be minor and a subsequent preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Lake of the Isles historic
resource (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS).

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Lake of the Isles historic resource will not be substantially impaired by proximity
impacts associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR
774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Lake of the Isles historic resource under the Southwest LRT LPA and that
the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Lake of the Isles historic resource.
J.

Lake of the Isles Parkway – Preliminary No Use

Property Description
Lake of the Isles Parkway, located in Minneapolis, is considered a contributing site within the overall
potential Grand Rounds Historic District , which qualifies under Criterion A and Criterion C (Community
Planning & Development; Entertainment/Recreation; Landscape Architecture) (see Exhibit 3.5-4A). For
more detailed information on this historic property see Section 3.4 of this Supplemental Draft EIS and Draft
EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Lake of the Isles Parkway historic resource – as such, there would
not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Lake of the Isles Parkway historic resource during construction.
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Preliminary Determination of Constructive Section 4(f) Use
The LPA would result in a change in the parkway’s setting due to the design, visibility, and visual prominence
of the new bridge structures across the Kenilworth Lagoon; however, based on Section 106 analysis and
continued consultation with MnSHPO, this change would be minor and a subsequent preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Lake of the Isles Parkway
historic resource (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS). Based on the above discussion and preliminary Section 106 finding of No Adverse
Effect, it can subsequently be concluded that the Lake of the Isles Parkway historic resource will not be
substantially impaired by proximity impacts associated with the LPA, and therefore no constructive use
would occur, consistent with 23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Lake of the Isles Parkway historic resource under the Southwest LRT LPA
and that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Lake of the Isles Parkway historic resource.
K.

Park Bridge #4 – Preliminary No Use

Property Description
Park Bridge #4, which spans the Kenilworth Lagoon along West Lake of the Isles Parkway, is considered a
contributing site within the overall potential Grand Rounds Historic District and has been individually
determined eligible for the NRHP under Criterion C (Engineering) (see Exhibit 3.5-4A). For more detailed
information on this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix .

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Park Bridge #4 historic resource – as such, there would not be a
Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Park Bridge #4 historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Park Bridge #4 (see Supplemental
Draft EIS Section 3.4).The LPA would result in a change in the bridge’s setting due to the design, visibility,
and visual prominence of the new bridge structures across the Kenilworth Lagoon; however, based on
Section 106 analysis and consultation this change would be minor and a subsequent preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Park Bridge #4 historic
resource (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS).
Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Park Bridge #4 historic resource will not be substantially impaired by proximity
impacts associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR
774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Park Bridge #4 historic resource under the Southwest LRT LPA and that
the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Park Bridge #4 historic resource.
Affected Environment, Impacts, and Mitigation
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Lake of the Isles Residential Historic District – Preliminary No Use

Property Description
Lake of the Isles Residential Historic District, located in the vicinity of East and West Lake of the Isles
parkways in Minneapolis, is considered a contributing site within the overall potential Grand Rounds
Historic District and has been individually determined eligible for the NRHP under Criterion A (Architecture;
Community Planning & Development) (see Exhibit 3.5-4B). For more detailed information on this historic
property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Lake of the Isles Residential Historic District – as such, there
would not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Lake of the Isles Residential Historic District during construction.

Preliminary Determination of Constructive Section 4(f) Use
The LPA would result in potential changes in noise and traffic patterns in the district and a change in the
district’s visual character and setting due to the design, visibility, and visual prominence of the new bridge
structures across the Kenilworth Lagoon (which is partially located within the district); however, based on
Section 106 analysis and continued consultation with MnSHPO, this change would be minor and a
subsequent preliminary Section 106 finding of No Adverse Effect has been made with respect to LPA impacts
at the Lake of the Isles Residential Historic District historic resource (see the Section 106 consultation
documentation in Appendix C and Appendix E of this Supplemental Draft EIS).
Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Lake of the Isles Residential Historic District will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Park Bridge #4 historic resource under the Southwest LRT LPA and that
the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Park Bridge #4 historic resource.

M.

Cedar Lake Parkway/Grand Rounds Historic District – Preliminary Temporary Occupancy Exception/No
Section 4(f) Use

Property Description
Cedar Lake Parkway, located in Minneapolis, is considered a contributing site within the overall potential
Grand Rounds Historic District, which has been determined eligible for the NRHP under Criterion A and
Criterion C (Landscape Architecture; Community Planning & Development; Entertainment/Recreation) (see
Exhibit 3.5-4A). For more detailed information on this historic property see Section 3.4 of this Supplemental
Draft EIS and Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-20, the LPA would not
result in a permanent incorporation of land from the Cedar Lake Parkway historic resource – as such, there
would not be a Section 4(f) permanent use of the property. Based on design to date and continued
consultation with MnSHPO and other consulting parties, a preliminary Section 106 finding of No Adverse
Effect has been made with respect to LPA at Cedar Lake Parkway (see the Section 106 consultation
documentation in Appendix C and Appendix E of this Supplemental Draft EIS).
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Preliminary Determination of Temporary Occupancy Exception
As illustrated in the Southwest LRT preliminary engineering plan set and Exhibit 3.5-20, the LPA would
result in the temporary use of property from the Cedar Lake Parkway historic resource during construction.
Section 4(f) temporary occupancy exception criteria are addressed below:

1. Criterion: Duration is temporary (that is, the occupancy is shorter than the time needed for construction of
the project, and there is no change in ownership of the property).
Preliminary Finding: The overall duration of construction for the entire project is approximately four
years. The duration of the construction activities for the portion in Cedar Lake Parkway is estimated at
approximately 18 calendar months. There will be no change in ownership of the historic property that
would be temporarily occupied.

2. Criterion: Scope of work is minor (that is, the nature and magnitude of the changes to the Section 4(f)
properties are minimal).

Preliminary Finding: The proposed light rail alignment would pass under Cedar Lake Parkway in a
shallow tunnel, requiring the reconstruction of approximately 320 feet of the parkway to accommodate
tunnel construction. The parkway would be reconstructed to its existing width and configuration as it
crosses the corridor over the light rail tunnel, with a slight increase in elevation (less than eight inches).
The current at-grade intersections of the parkway with the recreational trail and with the freight rail
tracks would continue, with the freight rail tracks shifting approximately three feet to the west. A new
bicycle and pedestrian crossing signal would be added to the path’s crossing of the parkway. The
MnSHPO preliminarily concurred with the Section 106 finding of no adverse effect for the Cedar Lake
Parkway and , based on the current design and the Section 106 finding of no adverse effect, the resource
would be returned to current conditions or better.

3. Criterion: There are no anticipated permanent adverse physical impacts or permanent interference with
the protected activities, features, or attributes of the property.

Preliminary Finding: During construction activities that would require the closure of Cedar Lake
Parkway, the project will provide signed detour routes for vehicles, pedestrians, and bicyclists.
Notification of the detours would be provided to the public through various media, consistent with the
project’s construction management plan.

4. Criterion: The property is restored to the same or better condition that existed prior to the project.

Preliminary Finding: as noted under criterion 2, Cedar Lake Parkway would be reconstructed to its
existing width and configuration as it crosses the corridor over the LRT tunnel, with a slight increase in
elevation (less than eight inches). The current at-grade intersections of the parkway with the
recreational trail and freight rail tracks would continue, with the freight rail tracks shifting
approximately three feet to the west. The MnSHPO preliminarily concurred with the Section 106 finding
of no adverse effect for the Cedar Lake Parkway and , based on the current design and the Section 106
finding of no adverse effect, the resource would be returned to current conditions or better.

5. Criterion: There is documented agreement from the appropriate federal, state, or local officials having
jurisdiction over the property regarding the above conditions.

Preliminary Finding: FTA and Council staff have consulted with MnSHPO through the Section 106
process to review the project’s preliminary construction plan effecting Cedar Lake Parkway, and the
project will continue coordinating with MnSHPO regarding obtaining written concurrence on a final
determination that the project would meet the above temporary occupancy exception criteria. Based on
design to date and continued consultation with MnSHPO and other consulting parties, a preliminary
Section 106 finding of No Adverse Effect has been made with respect to LPA at Cedar Lake Parkway (see
the Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft
EIS).
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EXHIBIT 3.5-20

Draft Section 4(f) Evaluation Update – Cedar Lake Parkway
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Preliminary Determination of Constructive Section 4(f) Use
Because Cedar Lake Parkway will be reconstructed in its existing configuration with slight increase in
elevation (less than eight inches) a preliminary Section 106 finding of No Adverse Effect has been made with
respect to LPA impacts at the Lake of the Isles Residential Historic District historic resource (see the Section
106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS).

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can be
preliminarily concluded that the Cedar Lake Parkway historic resource will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent Section
4(f) use of the Cedar Lake Parkway historic resource under the Southwest LRT LPA and that the proximity
impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive use of the
Cedar Lake Parkway historic resource. Further, FTA has preliminary determined that the construction
activities that would occur within the Cedar Lake Parkway would meet the criteria for a Temporary
Occupancy Exception described in 23 CFR 774.13(d).
N.

Cedar Lake – Preliminary No Use

With regard to a discussion of potential Section 4(f) impacts to the Cedar Lake historic resource it is
important to note that the boundary of this historic resource is not coincident with the boundary of the
Cedar Lake Park recreation property (see Exhibit 3.5-4A/B). Because the historic and recreation property
boundaries are different, they are treated as two distinct Section 4(f) properties within this evaluation and
the anticipated uses and impacts to the two properties are not the same. For more detailed information on
this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Property Description
Cedar Lake has been determined eligible for listing in the National Register under Criteria A and C (areas of
significance: Community Planning & Development, Entertainment/Recreation, and Landscape Architecture).
Cedar Lake is considered a contributing site within the overall potential Grand Rounds Historic District.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Cedar Lake historic resource – as such, there would not be a
Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from Cedar Lake historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use

Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Cedar Lake (see the Section 106
consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS). Design and
visibility of the new bridge structures across the Kenilworth Lagoon will be minimized by their distance
from the lake, the narrowness of the channel corridor in which they are visible, and by the intervening
Burnham Road Bridge that further blocks them from view. Noise from LRT operations will not introduce
noise levels to the lake that are greater than those present within its period of significance, thus noise from
operations will not adversely affect the integrity or feeling of the resource.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Cedar Lake historic resource will not be substantially impaired by proximity impacts
associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR 774.15(a).
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Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Cedar Lake historic resource under the Southwest LRT LPA and that the
proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive
use of the Cedar Lake Park historic resource.
Kenilworth Lagoon/Grand Rounds Historic District – Preliminary non-De Minimis Use

O.

This section provides the following for the Kenilworth Lagoon 61/Grand Rounds Historic District:
•

•
•
•

A property description;

A summary of FTA’s and the Council’s preliminary avoidance alternatives analysis and determinations;

A summary of all possible planning to minimize harm and FTA’s and the Council’s preliminary
determination; and,

A summary of FTA’s and the Council’s preliminary least overall harm analysis and determinations.

Property Description

The Kenilworth Lagoon is a constructed body of water that connects Cedar Lake and Lake of the Isles in
Minneapolis, as shown on Exhibit 3.5-4A. The Kenilworth Lagoon is a contributing element of the Grand
Rounds Historic District, which is eligible for listing in the National Register of Historic Places based on
Criteria A and C (areas of significance: Community Planning & Development, Entertainment/Recreation, and
Landscape Architecture) 62. The boundary of the Grand Rounds Historic District within the project vicinity,
including the Kenilworth Lagoon, is illustrated on Exhibit 3.5-4B.

Documentation of the Kenilworth Lagoon’s and the Grand Rounds Historic District’s determination of
eligibility is provided in Section 3.4 and Appendix H of the Draft EIS and Section 3.4.1.3 and Appendix C and
Appendix E of this Supplemental Draft EIS. Additional documentation on the Kenilworth Lagoon can be
found in the Kenilworth Lagoon/Channel Context, History, and Physical Description for the Proposed Southwest
LRT Project (Mathis, 2014), which is included in Appendix E of this Supplemental Draft EIS. Following is an
excerpt from that report that describes the creation of the Grand Rounds (ibid. pages 2-3).

61

“In 1883, a series of events occurred that were critical to the creation of the present-day park system in
Minneapolis. The first occurred in February, when the Minnesota Legislature approved enabling
legislation for the creation of an independent park board. The second was in April, when Minneapolis
voters approved a referendum, the Park Act, to establish an independent board of park commissioners to
oversee the development of parks in the city. The Minneapolis Board of Park Commissioners (MBPC) was
authorized to obtain land for park development, issue bonds to pay for land acquisition and park
development, and to levy a citywide tax to repay the bonds (MPRB 2014a). Another major event
occurred shortly thereafter, when noted landscape architect Horace William Shaler (H.W.S.) Cleveland
came to Minneapolis and presented his “Suggestions for a System of Parks and Parkways for the City of
Minneapolis” (Roise et al. 2012a). Cleveland’s vision called for the creation of an interconnected park
system that featured a system of landscaped parkways to link the Mississippi River, Minnehaha Falls,
Minnehaha Creek, and the numerous lakes in the City (Cleveland 1883).

Kenilworth Lagoon, which is a constructed channel connecting Lake of the Isles to Cedar Lake, is made up of two distinct
components: a narrow channel with segments of retaining walls within its banks (between the Kenilworth Corridor and Cedar
Lake); and the wide lagoon that typically has gently sloping and landscaped banks (between the Kenilworth Corridor and Lake
of the Isles).
62
FTA, MnSHPO, and the Council have also identified the Kenilworth Channel/Lagoon as a Section 4(f) park and recreation
property, as part of the Grand Rounds Regional Park, similar to but distinct from the Kenilworth Lagoon as an individual
historic resource and a contributing element of the Grand Rounds Historic District. The historic and park properties are
treated separately within this draft Section 4(f) Evaluation Update as they have somewhat different boundaries, different
Section 4(f) qualifying characteristics, and different officials with jurisdiction. See Section 3.5.4.1 of this Supplemental Draft
EIS for the updated Section 4(f) analysis for the Kenilworth Channel/Lagoon park and recreation property.
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“Enamored with Cleveland’s vision, the MBPC set about with its implementation… In 1887, the MBPC
began to develop the Chain of Lakes. In 1890, the MBPC established a Special Committee on Park
Engagement. This committee looked at the park system, as developed along Cleveland’s ideas, and in
1891 made recommendations for expanding the system throughout the city. It was at this time that the
phrase “Grand Rounds” was first used to describe a parkway system that would form a loop around the
entire city and pass through several large parks. The proposal was thoroughly endorsed by the MBPC,
who continued to support it through the 1890s. However, aggressive implementation did not move
forward until 1906, when Theodore Wirth became the new superintendent of Minneapolis parks. During
Wirth’s 30-year tenure, the Minneapolis parks system nearly tripled in size, growing from 1,800 acres to
around 5,200 acres (Roise et al. 2012a).

“The modern-day Grand Rounds is an approximately 50-mile long, interconnected system of parks and
parkways that encircles most of Minneapolis. Encompassing approximately 4,662 acres, small portions of
the system also extend into the adjacent cities of Golden Valley, Robbinsdale, Saint Anthony, and Saint
Louis Park. The Grand Rounds is organized into seven segments: Kenwood, Chain of Lakes, Minnehaha,
Mississippi River, Northeast, Victory Memorial, and Theodore Wirth. Each segment is further divided
into sub-segments that include parkways, boulevards, and the parks they connect (Roise et al. 2012a)...
“The Chain of Lakes encompasses the major lakes within the Grand Rounds system. It extends from the
parkway bridge over Interstate 394 to the start of Minnehaha Parkway on the southeast side of Lake
Harriet. The Chain of Lakes includes the following sub-segments: Cedar Lake, including Brownie Lake,
Lake of the Isles, Dean Parkway, the Mall, Lake Calhoun, William Berry Park, originally Interlachen Park,
Linden Hills Boulevard, Lake Harriet; Lyndale Park; Kings Highway, and Lyndale Farmstead (Roise et al.
2012a).

“The park system that evolved into the Grand Rounds has experienced several significant periods of
development over the last 130 years. They include: initial development following H.W.S. Cleveland’s
recommendations; the early 1890s, when the vision for the system was expanded and it became known
as the Grand Rounds; the Theodore Wirth period between 1906 and 1935, when the system was greatly
expanded and improved; the 1970s when a substantial reworking of the system occurred following the
recommendations of San Francisco landscape architects Eckbo, Dean, Austin and Williams, as modified
by the Citizen Parkway Committee, and implemented by the landscape architecture firm InterDesign and
the engineering firm BRW; and finally after 1998, when the Grand Rounds was designated by the Federal
Highway Administration as the first urban National Scenic Byway and new layer of signage and other
elements were installed (Roise et al. 2012a).

Connecting the Chain of Lakes was one of the most important improvements undertaken by the MBPC in the
early period of Theodore Wirth’s tenure. By the early twentieth century there was widespread interest in
water sports on the lakes and streams in Minneapolis, which resulted in a strong public desire to create a
continuous navigable waterway to connect the Chain of Lakes. Construction of the Kenilworth Lagoon (EHMPC-01822) was part of the major effort between 1907 and 1931 to make improvements to the Lake District
in western Minneapolis, which included substantial dredging operations. This dredging work commenced at
Lake of the Isles and dredging work to create the Kenilworth Lagoon was substantially completed in
November 2012. The following year the MPRB adopted the name “Kenilworth” for the lagoon. In 1913, the
Minneapolis and Saint Louis Railway Company constructed what was characterized at the time as a
“temporary” wood timbered bridge across the lagoon. Work on the lagoon continued into the fall of 2013,
including the grading and planting of the banks between Cedar Lake and the railroad bridge. Walks were
planted along both sides of the lagoon leading from Lake of the Isles Boulevard to Cedar Lake Avenue, which
had its name changed to Burnham Avenue. The waterway officially opened on November 8, 1913. In 1938,
WPA crews stopped erosion of the banks by constructing approximately 2,400 cubic feet of retaining wall. In
1961 the MPRB completed the replacement of the timber retaining wall on the north side of the west end of
the lagoon running from Cedar Lake to the Burnham Road Bridge.
The existing freight rail and bicycle/pedestrian bridges crossing the Kenilworth Lagoon are known
collectively as Bridge No. 5 in the Section 106 documentation (the bridges are also collectively known as
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Bridge 27A43). The two bridges are seven-span creosoted timber trestles that historically carried two
Minneapolis and St. Louis Railway siding tracks that were part of the railroad’s Cedar Lake Yard. The bridges
were originally built in 1913 and replaced in the 1950s. FTA and MnSHPO have determined that neither of
the two existing timber trestles that make up Bridge No. 5 are contributing elements to the Kenilworth
Lagoon or Grand Rounds Historic District and they are not eligible for listing in the National Register of
Historic Places.
Exhibits 3.5-21 through 3.5-24 63 illustrate existing conditions of the Kenilworth Lagoon at the BNSF/HCRRA
rights-of-way, including the existing non-contributing wood trestle bridges.

Because the area of the Kenilworth Lagoon that would be used by the LPA is identical to the area of the
Grand Rounds Historic District that would be used by the LPA, and because the Kenilworth Lagoon is a
contributing element of the Grand Rounds Historic District, this preliminary Section 4(f) non-de minimis use
determination applies to both the Kenilworth Lagoon and the Grand Rounds Historic District. Throughout
the remainder of this section, the two historic resources are collectively referred to as the
Kenilworth/Lagoon/Grand Rounds Historic District (as the Section 4(f) property under review).

Preliminary Determination of Permanent Section 4(f) Use
The LPA would result in the permanent incorporation of approximately 0.3 acres of property from the
historic Kenilworth Lagoon/Grand Rounds Historic District (see Exhibit 3.5-25). At the Kenilworth Lagoon,
the LPA is based on the Shallow LRT Tunnel – Over Kenilworth Tunnel option that was developed and
evaluated by the Council through the design adjustment process described in Section 2.3.3.2 and Appendix F
of this Supplemental Draft EIS.

Based on the Section 106 analysis performed to date, FTA and the MnSHPO have preliminarily determined
that the LPA would result in an adverse effect on the Kenilworth Lagoon/Grand Rounds Historic District. The
rationale for this preliminary effect determination is based on proposed changes to the historic resource and
its setting, including the following:
•

•
•
•
•
•

Removal of the existing non-contributing railroad and trail bridges across the channel

Replacement of the existing railroad and trail bridges with new light rail, freight rail, and trail bridges
over the channel
Design and visibility of the new bridge structures across the channel

Visual impact from the width of the new crossing on the character and feeling of the middle section of the
channel and on the experience of using the waterway when passing under the new structure
Partial removal and/or alterations of contributing WPA-era retaining walls

Removal and/or replacement of some existing vegetation on a portion of the channel banks and
reconstruction of portions of the channel banks

63

Note that Exhibit 2.5-23 also illustrates in profile the location of the existing bridges relative to the proposed new bridges.
The exhibit was included in the November 12, 2014, Southwest LRT Project’s Section 106 Consultation Package, which were
presented and discussed at the project’s November 24, 2014, Consultation Meeting. The exhibit was based on draft for
discussion designs also presented at that meeting. The design of the bridges, including span configurations, materials, and
railing options, continue to be developed as part of the advancement of the design for the project.
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EXHIBIT 3.5-21

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District Existing Conditions (looking north)
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EXHIBIT 3.5-22

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District Existing Conditions (plan view)

3-286
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

EXHIBIT 3.5-23

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District Existing Conditions (looking north – relative to proposed new bridges)
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EXHIBIT 3.5-24

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District Existing Conditions (from water level)
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EXHIBIT 3.5-25

Draft Section 4(f) Evaluation Update – Kenilworth Channel/Lagoon (element of the Grand Rounds Historic District)
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Exhibits 3.5-26 through 3.5-38 illustrate a variety of cross sections and simulations of potential bridge types,
designs, and railing treatments that were developed by project staff to help facilitate early steps in the
project’s Section 106 consultation process to minimize and mitigate adverse effects to the Kenilworth
Lagoon/Grand Rounds Historic District. The potential bridge simulations were presented and discussed at
the project’s November 24, 2014, Section 106 Consultation Meeting to help initiate the project’s coordination
effort with the consulting parties on potential ways to resolve a preliminary Section 106 adverse effect on
the historic resource. These exhibits were used by the project to initiate the project’s avoidance,
minimization, and mitigation process for the Kenilworth Lagoon/Grand Rounds Historic District. Continuing
that process, additional draft designs, bridge span configurations, and railing options were discussed during
the project’s February 6 and 24, 2015, Section 106 Consultation Meetings. The consultation process,
including development and evaluation of additional bridge types, span configurations, materials, rail options,
and other minimization and mitigation measures will continue and the process for design review by the
consulting parties will be included in the project’s Section 106 Agreement. In addition, design options to
minimize or mitigate adverse effects to topographical features (vegetation and WPA-era retaining walls) will
be discussed with the consulting parties and be included in the Section 106 agreement. The Consultation
Meeting materials are included in Appendix C and Appendix E of this Supplemental Draft EIS.
As noted in Section 3.5.4.1 of this Supplemental Draft EIS, the Council and FTA have initiated coordination
activities with the MPRB to identify avoidance, minimization, and mitigation measures to address the
project’s use of and effects on the recreational attributes, facilities, and activities of the Kenilworth
Channel/Lagoon (park and recreation property). The coordination efforts between the Council and the
MPRB may include the development of additional bridge design concepts and minimization and mitigation
measures. The Council and FTA have committed to continue Section 4(f) coordination activities with the
MPRB. In general, these Section 4(f) coordination activities will focus on the visual and noise effects of the
LPA on the Kenilworth Channel/Lagoon and will be coordinated with the development of a Section 106
Agreement for the Kenilworth Lagoon/Grand Rounds Historic District.
Based on the information summarized in this section, FTA has preliminarily concluded that the LPA would
result in a non-de minimis use of the historic Kenilworth Lagoon Section 4(f) resource.

Preliminary Avoidance Alternatives Analysis
The Section 4(f) statute requires the selection of an alternative that completely avoids the use of Section 4(f)
property if that alternative is deemed feasible and prudent. Based on project analysis performed to-date, the
No Build and Enhanced Bus Alternative as described and evaluated in the project Draft EIS would completely
avoid the use of any Section 4(f) property. No other alternatives developed and evaluated to date would
completely avoid the use of a Section 4(f) property. Following is a summary of FTA and the Council
assessment of the feasibility and prudence of those two alternatives. In summary, the preliminary
determination is that both the No Build Alternative and the Enhanced Bus Alternative would be feasible but
not prudent avoidance alternatives as per the criteria provided in 23 CFR 774.17(3)(i) and described in
Section 3.5.1.4 of this Supplemental Draft EIS.

No Build Alternative

The No Build Alternative is required by the NEPA/MEPA process and includes all existing and committed
transportation infrastructure, facilities, and services contained in the region’s fiscally constrained and
federally approved transportation plan, the Metropolitan Council’s Transportation Policy Plan (TPP).

As defined in Chapter 2 of the Draft EIS and summarized in Section 2.2 of this Supplemental Draft EIS, the No
Build Alternative would completely avoid a use of all Section 4(f) resources.
Preliminary Evaluation of Feasibility

As per 23 CFR 774.17(2) of the Section 4(f) regulations, an alternative is not feasible if it cannot be built as a
matter of sound engineering judgment. FTA and the Council have determined that the No Build Alternative
would be feasible from an engineering perspective, because no construction would be required to implement
the alternative.
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EXHIBIT 3.5-26

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (arched pier concept cross section looking west)
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EXHIBIT 3.5-27

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (arched pier concept cross section looking north)
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EXHIBIT 3.5-28

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (arched pier concept simulation)
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EXHIBIT 3.5-29

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (arched pier concept simulation)
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EXHIBIT 3.5-30

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (thin deck concept cross section looking west)
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EXHIBIT 3.5-31

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (thin deck concept cross section looking north)
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EXHIBIT 3.5-32

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (thin deck concept simulation)
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EXHIBIT 3.5-33

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (thin deck concept simulation)

3-298
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

EXHIBIT 3.5-34

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (thin deck concept simulation)
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EXHIBIT 3.5-35

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (steel pier concept cross section looking west)
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EXHIBIT 3.5-36

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (steel pier concept cross section looking north)
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EXHIBIT 3.5-37

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (steel pier concept simulation)
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EXHIBIT 3.5-38

Draft Section 4(f) Evaluation Update – Kenilworth Lagoon/Grand Rounds Historic District under the LPA Conditions (steel pier concept simulation)
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Preliminary Evaluation of Prudence
Section 3.5.1.4 of this Supplemental Draft EIS lists the Section 4(f) criteria used by FTA to determine the
prudence of a full avoidance alternative as per 23 CFR 774.17(3).
i.

Effectiveness in Meeting Purpose and Need

The project’s Purpose and Need is summarized in Section 3.5.2 of this Supplemental Draft EIS and in Chapter
1 of the Draft EIS. In the Draft EIS, FTA and the Council concluded that, while the No Build Alternative would
avoid potential disruption to neighborhoods, commercial districts, and historic areas in the corridor, the No
Build Alternative would not adequately support the Purpose and Need of the project as expressed through
the project’s evaluation goal, objectives, criteria, and measures (see Section 11.2.1 of the Draft EIS). In
summary, the No Build Alternative would be inconsistent with local and regional comprehensive plans,
which include or are consistent with implementation of the Southwest LRT Project. Furthermore, the No
Build Alternative would not improve mobility, provide a cost-effective efficient travel option, or support
economic development and an economically competitive freight rail system, which are key elements of the
project’s Purpose and Need (see Chapter 1 of this Supplemental Draft EIS).
FTA and the Council have preliminarily determined that the No Build Alternative would compromise the
project to a degree that under the No Build Alternative the stated Purpose and Need for the project would
not be met; therefore, the No Build Alternative does not constitute a prudent alternative that would fully
avoid the use of Section 4(f) properties.
ii. Safety and Operational Considerations
• None.

iii. Social, Economic, Environmental, and Community Impacts
• None.
iv. Cost
• None.

v. Unique Problems or Unusual Factors
• None.

vi. Cumulative Consideration of Factors
• None.

Preliminary Avoidance Alternative Determination: The No Build Alternative would avoid uses of all
Section 4(f) resources, but it is deemed not prudent under the definition in 23 CFR 774.17(3). The No Build
Alternative is not prudent per 23 CFR 774.17(3)(i) because it neither addresses nor corrects the
transportation purpose and need that prompted the proposed project.
Enhanced Bus Alternative

The Enhanced Bus Alternative, carried forward into the Draft EIS from the Southwest Transitway
Alternatives Analysis and scoping, was refined with FTA input into the New Starts Baseline/Transportation
System Management Alternative for the purpose of the New Starts project development process 64. By
definition, the Enhanced Bus Alternative is a low-capital cost alternative that would provide the best transit
service to the corridor without a major capital investment. The Enhanced Bus Alternative included the same
highway and roadway network improvements contained in the No Build Alternative. The Enhanced Bus
Alternative did not include any modifications to the existing highway or roadway infrastructure in the
project study area.

The Enhanced Bus Alternative would have included two new limited-stop bus routes providing bidirectional
service between Eden Prairie and downtown Minneapolis, with stops in Minnetonka, Hopkins, and St. Louis
Park. The alternative also included minor modifications to the existing express bus service along with
64

A baseline alternative is no longer required by FTA for their New Starts rating process.
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increased service frequencies and restructured local service to provide access to stops along the new express
routes.
As defined in Chapter 2 of the Draft EIS and summarized in Section 2.2 of this Supplemental Draft EIS, the
Enhanced Bus Alternative would completely avoid a use of all Section 4(f) resources.
Preliminary Evaluation of Feasibility

As per 23 CFR 774.17(2) of the Section 4(f) statute, an alternative is not feasible if it cannot be built as a
matter of sound engineering judgment. FTA and the Council have determined that the Enhanced Bus
Alternative could be built as a matter of sound engineering judgment and therefore it would be feasible from
an engineering perspective.
Preliminary Evaluation of Prudence
Section 3.5.1.4 of this Supplemental Draft EIS lists the Section 4(f) criteria used by FTA to determine the
prudence of a full avoidance alternative as per 23 CFR 774.17(3).
i.

Effectiveness in Meeting Purpose and Need

The project’s Purpose and Need is summarized in Section 3.5.2 of this Supplemental Draft EIS and in Chapter
1 of the Draft EIS. In the Draft EIS, FTA and the Council concluded that, while the Enhanced Bus Alternative
would avoid potential disruption to neighborhoods, commercial districts, and historic areas in the corridor,
the Enhanced Bus Alternative would not adequately support the Purpose and Need of the project as
expressed through the project’s evaluation goal, objectives, criteria, and measures (see Section 11.2.1 of the
Draft EIS). In summary, the Enhanced Bus Alternative would be inconsistent with local and regional
comprehensive plans, which include or are consistent with implementation of the Southwest LRT Project.
The Enhanced Bus Alternative would only marginally improve mobility, and it would not provide an efficient
travel option, or support economic development and an economically competitive freight rail system.
FTA and the Council have preliminarily determined that the Enhanced Bus Alternative would compromise
the project to a degree that, under the Enhanced Bus Alternative, the stated Purpose and Need for the project
would not be met; therefore, the Enhanced Bus Alternative does not constitute a feasible and prudent
alternative that would fully avoid the use of Section 4(f) properties.
ii. Safety and Operational Considerations
• None.

iii. Social, Economic, Environmental, and Community Impacts
• None.
iv. Cost
• None.

v. Unique Problems or Unusual Factors
• None.
vi. Cumulative Consideration of Factors
•
None.

Preliminary Avoidance Alternative Determination: The Enhanced Bus Alternative would avoid uses of all
Section 4(f) resources, but it is deemed not prudent under the definition of in 23 CFR 774.17(3). The
Enhanced Bus Alternative is not prudent per 23 CFR 774.17(3)(i) because it neither addresses nor corrects
the transportation purpose and need that prompted the proposed project.
Preliminary All Possible Planning to Minimize Harm Analysis

In addition to a determination that there is no feasible and prudent alternative that avoids the use of a
Section 4(f) resource, the Section 4(f) regulations also states that FTA may not approve the use of a Section
4(f) resource unless it determines that the proposed action includes all possible planning, as defined in 23
CFR 774.17, to minimize harm to the property resulting from such use.
Affected Environment, Impacts, and Mitigation

3-305
May 2015

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

In evaluating the reasonableness of measures to minimize harm under §774.3(a)(2), FTA will consider the
preservation purpose of the Section 4(f) statute and:

•

•

•

The views of the official(s) with jurisdiction over the Section 4(f) property;

Whether the cost of the measures is a reasonable public expenditure in light of the adverse impacts of the
project on the Section 4(f) property and the benefits of the measure to the property, in accordance with
§771.105(d) of this chapter; and
Any impacts or benefits of the measures to communities or environmental resources outside of the
Section 4(f) property.

Project staff have consulted with MnSHPO and identified consulting parties during the design of the new
bridges and related work on the lagoon to avoid, minimize, and/or mitigate adverse effects from
construction and operation of the project through sensitive design and the incorporation of protective
measures. The design of the bridges, including span configurations, materials, and railing options, continue
to be developed as part of the advancement of the design for the project.

FTA, MnDOT CRU, and the Council are responsible for the project’s implementation of the Section 106
consultation process, including coordination with the USACE, which has Section 106 responsibilities as a
NEPA Cooperating Agency. The USACE recognizes FTA as the Lead Federal Agency for the Section 106
process. The Section 106 consultation on project effects has continued with MnSHPO and other Section 106
consulting parties since publication of the Draft EIS and will continue through development of a Section 106
Agreement.

Since its Section 106 consultation efforts reported in the Draft EIS (see Section 3.4 of the Draft EIS), FTA and
the Council have continued the project’s Section 106 consultation efforts. On April 30, 2014, the Council and
MnDOT CRU held a consultation meeting to review listed and eligible historic properties and potential
project effects. Comments from the consulting parties were solicited during the meeting and in written form
after the meeting on these resources. A subsequent meeting was held on November 24, 2014, to:
1) Present project adjustments identified since the April 30, 2014, meeting, as adopted at the July 9, 2014,
Council meeting;
2) Consult to consider effects to historic properties and reach agreement on preliminary determinations of
effect; and,
3) Identify measures to avoid, minimize, or mitigate impacts to architecture/history and archaeology
resources for inclusion in the Section 106 Agreement.

In February 2015, the Council and MnDOT CRU held two Section 106 consultation meetings. At the
February 6, 2015, meeting, the Council, and MnDOT CRU presented revised bridge design concepts and
discussed effects related to the new crossing over the Kenilworth Lagoon/Grand Rounds Historic District. At
the February 24, 2015, meeting, the Council and MnDOT CRU led a discussion on effects to historic
properties throughout the project area and provided an overview of the content and consulting parties’ roles
in the development of a Section 106 agreement. As previously noted, the exhibits within this section that
illustrate various aspects of the Kenilworth Lagoon/Grand Rounds Historic District under the LPA were used
to help initiate the consultation process for this property. The design of the bridges, including span
configurations, materials, and railing options, will continue to be developed as part of the advancement of
the design for the project, as will designs to minimize or mitigate adverse effects on the lagoon’s
topographical features, vegetation, and WPA-era retaining walls. The consultation process, including
meetings, is ongoing and will continue to proceed through execution of the Section 106 Agreement. Appendix
E includes documentation of Section 106 consultation packages and meetings to date. The Council and FTA
have also committed to continue Section 4(f) coordination activities with the MPRB related to proposed
bridge crossing designs. The continuing coordination efforts between the Council and the MPRB may include
the development of additional bridge design concepts and minimization and mitigation measures. In general,
these Section 4(f) coordination activities will focus on the visual and noise effects of the LPA on the
Kenilworth Channel/Lagoon as an element of the Minneapolis Chain of Lakes Regional Park and will be
coordinated with the MnSHPO through development of a Section 106 Agreement for the Kenilworth
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Lagoon/Grand Rounds Historic District. A Section 106 Agreement is documentation that will commit FTA
and the Council to implement measures to avoid, minimize, or mitigate adverse effects on historic properties
and archaeological resources.
Preliminary All Possible Planning to Minimize Harm Determination: Based on the summary within this
section, FTA has preliminarily determined in accordance with 23 CFR 774.17 that all possible planning to
minimize harm will be conducted and implemented through the completion of the project’s Section 106
process with the execution of a Section 106 Agreement prior to the issuance of the ROD.
Preliminary Least Overall Harm Analysis

Per 23 CFR 774.3(c), if the Section 4(f) analysis for a property that would be used by a project concludes that
there is no feasible and prudent avoidance alternative, then FTA may approve, from among the remaining
alternatives that use Section 4(f) property, only the alternative that causes the least overall harm in light of
the statute’s preservation purpose. If the assessment of least overall harm finds that two or more
alternatives are substantially equal, FTA can approve any of those alternatives. To determine which of the
alternatives would cause the least overall harm, FTA must compare seven factors set forth in 23 CFR
774.3(c)(1) concerning the alternatives under consideration (see Section 3.5.1.4 for a description of those
seven criteria).
The consultation process, including meetings, is ongoing and will continue to proceed through execution of
the Section 106 Agreement. The Council and FTA have also committed to continue Section 4(f) coordination
activities with the MPRB related to proposed bridge crossing designs. The continuing coordination efforts
between the Council and the MPRB may include the development of additional bridge design concepts and
minimization and mitigation measures. In general, these Section 4(f) coordination activities will focus on the
visual and noise effects of the LPA on the Kenilworth Channel/Lagoon as an element of the Minneapolis
Chain of Lakes Regional Park and will be coordinated with the MnSHPO through development of a Section
106 Agreement for the Kenilworth Lagoon/Grand Rounds Historic District.

A final determination of least overall harm requires the completion of the process to determine all possible
planning to minimize harm. Because the Kenilworth Lagoon/Grand Rounds Historic District is a Section 106
resource, all possible planning to minimize harm for it will be completed when the Section 106 process
concludes with an executed Section 106 Agreement. That Section 106 Agreement will specify how the project
will resolve the preliminary adverse effect it would have on the Kenilworth Lagoon/Grand Rounds Historic
District (see the previous Section C for additional information on the status and continuing efforts to
determine all possible planning to minimize harm). This update includes a preliminary least overall harm
analysis based on an anticipated Section 106 Agreement that will address the adverse effect to the
Kenilworth Lagoon/Grand Rounds Historic District.

As this Draft Section 4(f) Evaluation Update was being prepared, two options (in addition to the LPA) that
would result in the use of the Kenilworth Lagoon/Grand Rounds Historic District remained under
consideration: a) Shallow LRT Tunnel – Under Kenilworth Lagoon65 (Exhibit 3.5-39); and b) Shallow LRT
Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon (Exhibit 3.5-40). Following is a description of those
two options that remained under consideration and a comparison of those options with the LPA, based on
the Shallow LRT Tunnel – Over Kenilworth Lagoon option that was developed and evaluated as a part of the
project’s design adjustment process (see Section 2.3.3.2 and Appendix F of this Supplemental Draft EIS for
additional information on the evaluation process and measures). Detailed descriptions of the LPA, including
where light rail would cross the Kenilworth Lagoon, are provided in Section 2. 5 of this Supplemental Draft

Two variations of the Shallow LRT Tunnel – Over Kenilworth Lagoon option were initially developed; one short and one
long. Exhibits 2.3-11 and 2.3-12 in this Supplemental Draft EIS illustrate the extent of the LRT tunnel under the short and long
options, respectively. Both variations of the Shallow LRT Tunnel – Under Kenilworth Lagoon would have identical use and
impacts to the Kenilworth Lagoon. The short tunnel variation was used for this least overall harm analysis because the overall
tunnel length in that variation would be more similar to the tunnel length under the Shallow LRT Tunnel – Jacked Box Tunnel
Under Kenilworth Lagoon.

65
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EIS, as well as previously within this section. Base costs of the LPA are provided in Chapter 5 of this
Supplemental Draft EIS.

Shallow LRT Tunnel – Under Kenilworth Lagoon Option
The Shallow LRT Tunnel – Under Kenilworth Lagoon option, which is a variation of the Shallow LRT Tunnel –
Over Kenilworth Lagoon option, would extend the LRT alignment under the Kenilworth Lagoon to a portal
north of the lagoon, and it would eliminate the need for a light rail bridge over the lagoon. However, because
the LRT tunnel would be constructed where there are existing wood piles, the existing wood pile bridges
carrying freight rail and the trail would need to be replaced with new freight rail and trail bridges. Those two
new bridges would be located on either side of the LRT tunnel alignment. Due to the tunnel’s cut-and-cover
construction and bridge demolition and construction, approximately all of the area across the Kenilworth
Lagoon would be reconstructed, including the banks, retaining walls, and vegetation. The result would be
that all of the historic components of the Kenilworth Lagoon/Grand Rounds Historic District would be
removed, replaced, and reconstructed.
Beneath the lagoon, the tunnel would descend to where the tunnels would cross under the Kenilworth
Lagoon, approximately 10 feet from the Kenilworth Lagoon water surface elevation (in part, the depth of the
tunnel under the lagoon would be needed to provide space to replace the channel soils above the top of the
tunnel after construction). Two variations of the Shallow LRT Tunnel – Over Kenilworth Lagoon option were
initially developed; one short and one long. Exhibit 2.3-11 and Exhibit 2.3-12 illustrate the extent of the LRT
tunnel under the short and long options, respectively.

Both variations of the Shallow LRT Tunnel – Under Kenilworth Lagoon would have identical use and impacts
to the Kenilworth Lagoon. The short tunnel variation was used for the Shallow LRT Tunnel – Over
Kenilworth Lagoon option (Exhibit 3.5-39) this least overall harm analysis because the overall tunnel length
in that variation would be more similar to the tunnel length under the Shallow LRT Tunnel – Jacked Box
Tunnel Under Kenilworth Lagoon (Exhibit 3.5-40).
Exhibit 3.5-41A/B illustrates the general sequence that would be used to construct the cut-and-cover tunnel
under the Kenilworth Lagoon and to demolish and replace the existing freight rail and trail bridges.

Construction of the Shallow LRT Tunnel – Under Kenilworth Lagoon option would extend the overall
project’s construction schedule by up to one year, delaying benefits of the project for up to one year. Tunnel
construction would also result in the closure of the Kenilworth Lagoon to recreational use at the
construction site intermittently for approximately one year, which would effectively isolate Lake of the Isles
and Cedar Lake from each other for water and ice-related activities. The tunnel construction would directly
increase project costs by approximately $60 to $75 million (depending on the length of the tunnel extension)
and the project would incur approximately $45 to $50 million in additional costs due to the project delay. As
noted in Section 5.4 of this Supplemental Draft EIS, on April 27, 2015, the Council released a revised project
cost estimate of approximately $1.994 billion, an approximately $341 million increase over the year-ofexpenditure budget, citing project delays as one factor contributing to the increased costs. The cost increases
and project delays that would result from the Shallow LRT Tunnel - Under Kenilworth Lagoon would be over
and above the cost increases and contributing project delays released by the Council on April 27, 2015.

FTA and the Council have preliminarily concluded that the Shallow LRT Tunnel – Over Kenilworth Lagoon
option would result in the least overall harm to the protected Section 4(f) property. That preliminary
conclusion is based on the following (see Section 2.3 and Appendix F of this Supplemental Draft EIS for
additional information):
•

At the November 24, 2014 Section 106 Consulting meeting, which included MnSHPO and other
consulting parties, the parties discussed whether minimization and mitigation efforts can adequately
address the adverse effects under the Shallow LRT Tunnel – Under Kenilworth Lagoon option. The
parties agreed that under (23 CFR 774.3(c)1(i)), the Shallow LRT Tunnel – Under Kenilworth tunnel
cannot adequately be addressed, as this option would leave little (if any) of the contributing elements of
the Grand Rounds Historic District.
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EXHIBIT 3.5-39

Shallow LRT Tunnel – Under Kenilworth Lagoon
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EXHIBIT 3.5-40

Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon

3-310
May 2015

Affected Environment, Impacts, and Mitigation

SOUTHWEST LRT (METRO GREEN LINE EXTENSION)

SUPPLEMENTAL DRAFT ENVIRONMENTAL IMPACT STATEMENT

EXHIBIT 3.5-41A

Construction Sequence for the Shallow LRT Tunnel – Under Kenilworth Lagoon (cut-and cover construction at the Kenilworth Lagoon, looking northeast)
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EXHIBIT 3.5-41B

Construction Sequence for the Shallow LRT Tunnel – Under Kenilworth Lagoon (cut-and-cover construction at the Kenilworth Lagoon, looking northeast)
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There would be a substantial cost difference. The Shallow LRT Tunnel – Under Kenilworth Lagoon option
would result in $60 to $75 million in additional direct costs and $45 to $50 million in cost increases due
to the schedule delay, for a total additional project costs of up to $125 million. The Council approved the
Project’s scope and budget in July 2014. Local funding partners capped their funding commitments based
on the Council budget; therefore, additional cost increases from this option are not authorized and would
require the support and approval from the local funding partners. Further, there would be little if any
environmental benefit or benefit to the protected Section 4(f) property as a result of the substantial cost
increase and project schedule delay. (23 CFR 774.3(c)1(vii))

For the reasons outlined in this section, FTA and the Council have preliminarily determined that, compared
to the Shallow LRT Tunnel – Under Kenilworth Lagoon option, the Shallow LRT Tunnel – Over Kenilworth
Lagoon would result in the least overall harm to the Kenilworth Lagoon/Grand Rounds Historic District (23
CFR 774.3(c)1). The final least overall harm analysis is dependent on the measures outlined in the project’s
Section 106 Agreement, and therefore, subject to change. For this reason, the final determination of the least
overall harm analysis will be included in the Final EIS, along with the project’s Section 106 Agreement.

Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon Option
The Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon Option (Exhibit 3.5-40) was
proposed and conceptually developed and evaluated by the MPRB. Project staff coordinated with MPRB as
they independently developed and evaluated the option through a series of staff meeting in late 2014 and
early 2015. Documentation of the MPRB’s efforts to develop and evaluate the Shallow LRT Tunnel – Jacked
Box Tunnel Under Kenilworth Lagoon Option is provided in Appendix L of this Supplemental Draft EIS.

As proposed by the MPRB, the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option,
which is a variation of the Shallow LRT Tunnel – Over Kenilworth Lagoon option, would extend the LRT
alignment under the Kenilworth Lagoon to a portal approximately 400 feet north of the lagoon and would
eliminate the need for a light rail bridge over the lagoon. However, because the LRT tunnel would be
constructed where there are existing wood piles, the existing wood pile bridges carrying freight rail and the
trail would need to be replaced with two new bridges. Those two new bridges would be located on either
side of the LRT tunnel alignment. Due to the tunnel construction and bridge demolition and construction,
compared to the Shallow LRT Tunnel – Over Kenilworth Lagoon, a similar area across the Kenilworth Lagoon
would be reconstructed, including the banks, retaining walls, and vegetation.
Beneath the lagoon, the tunnel would descend to where the tunnel would cross under the Kenilworth
Lagoon, approximately 10 feet from the Kenilworth Lagoon water surface elevation (in part, the additional
depth of the tunnel would be needed to maintain the integrity of the lagoon during construction of the tunnel
under the lagoon). Exhibit 3.5-40 illustrates the extent of the LRT tunnel under the Shallow LRT Tunnel –
Jacked Box Tunnel Under Kenilworth Lagoon option. Exhibit 3.5-42A/B illustrates the general sequence that
would be used to construct the jacked box tunnel under the Kenilworth Lagoon and to demolish and replace
the existing freight rail and trail bridges. Following is a description of the Shallow LRT Tunnel – Jacked Box
Tunnel Under Kenilworth Lagoon option as provided in the MPRB’s independent draft report Kenilworth
Channel – Tunnel Crossing Study (MPRB; March 2015; page 8 – see Appendix L):
“The Jacked Box method [of tunnel construction] involves digging a pit on either side of the
Kenilworth Channel and supporting the pit walls in similar fashion to the cut and cover method
(sheet pile walls with bracing and bottom slab). The pits are identified as launching and receiving
pits, respectively. The launching pit is larger in order to accommodate the construction of the tunnel
box. For Kenilworth, the box will be approximately 205 feet in length and the pit must be at least that
large to allow the box and clearances for construction. The receiving pit on the opposite side of the
channel is significantly smaller. The jacking process is accomplished by hydraulic equipment and can
be done either by pulling the box with high strength steel cables or pushing it with hydraulic rams.
We have chosen the pulling method as the most effective for Kenilworth as it also provides improved
alignment tolerances compared to the pushing method. Controlling the ground during the tunneling
method is critical. As mentioned previously, the alluvial soils present along with a submerged
condition result in a ‘flowing ground’ condition without ground support.
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“Controlling the ground at the open face of the tunnel can be accomplished by ground modification
methods such as freezing, grouting with either chemical or cement grouts, or dewatering. Dewatering
is not practical due to the high permeability of the soil, the shallow design, and the presence of the
channel water as a nearly infinite source of water. Ground freezing is a good option; however,
consideration should be given to potential for freezing of portions of the channel water. Grouting of
the soil was chosen as the best option for ground improvement. The grouting will provide a stable
face at the leading edge of the tunnel during construction, minimize ground water intrusion during
construction, and will also serve to impede ground water permanently.
“Permanent waterproofing of the tunnel box is imperative to prevent water intrusion and ice
damming during cold months. The methods of membrane installation that are considered for the cut
and cover tunnel are not practical for the jacked box method. For the Jacked Box method of
construction, the tunnel can be effectively waterproofed by a combination of several design features.”

Construction of the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option would extend
the project’s overall construction schedule by up to 12 months, delaying benefits of the project for up to 12
months. The tunnel construction would directly increase project costs by approximately $80 to $95 million
and the project would incur approximately $45 to $50 million in additional costs due to the project delay,
increasing the overall cost burden for the project by up to $145 million. As noted in Section 5.4 of this
Supplemental Draft EIS, on April 27, 2015, the Council released a revised project cost estimate of
approximately $1.994 billion, an approximately $341 million increase over the year-of-expenditure budget,
citing project delays as one factor contributing to the increased costs. The cost increases and project delays
that would result from the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option would
be over and above the cost increases and contributing project delays released by the Council on April 27,
2015.

In comparing the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option to the Shallow
LRT Tunnel – Over Kenilworth Lagoon option and its effects on the Kenilworth Lagoon/Grand Rounds
Historic District, FTA and the Council have preliminarily concluded that the Shallow LRT Tunnel – Over
Kenilworth Lagoon option would result in the least overall harm to the protected Section 4(f) property. That
preliminary conclusion is based on the following (see Appendix L of this Supplemental Draft EIS for
additional draft information on the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon
option that was prepared by the MPRB):
•

•

There would be a substantial cost difference between the alternatives, as the Shallow LRT Tunnel –
Jacked Box Tunnel Under Kenilworth Lagoon option would result in additional costs up to $145 million
(not accounting for potential additional delay due to a potentially-longer review process – source: MPRB
2015). The Council approved the Project’s scope and budget in July 2014. Local funding partners capped
their funding commitments based on the Council budget; therefore, additional cost increases from this
option are not authorized and would require the support and approval from the local funding partners.
Further, there would be little if any environmental benefit or benefit to the protected Section 4(f)
property as a result of the substantial cost increase and project schedule delay. (23 CFR 774.3(c)1(vii))

The tradeoffs between the Shallow LRT Tunnel – Over Kenilworth Lagoon option and the Shallow LRT
Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option were reviewed and discussed at the
February 6, 2015, Section 106 Consultation meeting, which included the MnSHPO (see Appendix C and
Appendix E) (23 CFR 774.3(c)1(iv)). In summary, it was noted that both the Shallow LRT Tunnel – Over
Kenilworth Lagoon and Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option
would have an adverse effect on the Kenilworth Lagoon/Grand Rounds Historic District. Specifically, it
was noted that the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option would
result in the removal of the existing freight rail and trail bridges and construction of replacement
bridges, because the tunnel would be constructed in the same location as the wood piers for the existing
bridges. The Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon would also disturb and
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EXHIBIT 3.5-42A

Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon Construction Sequence
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EXHIBIT 3.5-42B

Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon Construction Sequence
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eliminate the WPA-era retaining walls and vegetation along the banks, both of which are contributing
elements to the Grand Rounds Historic District. In response to an MnSHPO inquiry, MPRB staff noted that
the MPRB has not identified concerns related to deeply-buried archaeological deposits in vicinity of
where the jacked box tunnel would be located.

On March 5, 2015, the MPRB provided the Council with a letter that summarizes the MPRB’s
understanding of the project’s consultation efforts to date with the Council and FTA on Section 4(f)
issues, particularly related to the Kenilworth Channel/Lagoon as an element of the Minneapolis Chain of
Lakes Regional Park (see Appendix L). The letter documents the MPRB’s finding that, based on its
independent engineering study, the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon
option would not be prudent, because of the additional costs and extended schedule under that option,
compared to the Shallow LRT Tunnel – Over Kenilworth Lagoon. In particular, the letter states that
MPRB determined that the additional costs and extended schedule the Shallow LRT Tunnel – Jacked Box
Tunnel Under Kenilworth Lagoon option would “not be prudent.”

For the reasons outlined in this section, FTA and the Council have preliminarily determined that, compared
to the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option, the Shallow LRT Tunnel –
Over Kenilworth Lagoon option would result in the least overall harm to the Kenilworth Lagoon/Grand
Rounds Historic District (23 CFR 774.3(c)1). The final least overall harm analysis is dependent on the
measures outlined in the project’s Section 106 Agreement, and therefore, subject to change. For this reason,
the final determination of the least overall harm analysis will be included in the FEIS, along with the project’s
Section 106 Agreement.

Preliminary Section 4(f) Determination: Based on the above analysis performed to-date and summarized
in this section, FTA and the Council have preliminarily determined that the LPA (i.e., Shallow LRT Tunnel –
Over Kenilworth Lagoon option) would result in a non-de minimis use of the Kenilworth Lagoon/Grand
Rounds Historic District Section 4(f) property and that there is no feasible and prudent alternative that
would avoid a use of this historic resource. In addition, based on the summary within this section, FTA has
preliminarily determined, in accordance with 23 CFR 774.17, that all possible planning to minimize harm
will be conducted and implemented through the completion of the project’s Section 106 process through the
execution of a Section 106 Agreement prior to making the Section 4(f) final determination in the FEIS. FTA
and the Council have preliminarily determined that the LPA would be the alternative that would result in the
least overall harm to the Kenilworth Lagoon/Grand Rounds Historic District. The final avoidance alternatives
discussion, all possible planning to minimize harm, and least overall harm analysis will be provided in the
4(f) Evaluation in the Final EIS.
P.

Frieda and J. Neils House – Preliminary No Use

Property Description

The Frieda and J. Neils House is located at 2801 Burnham Boulevard in Minneapolis and is listed on the
NRHP under Criterion C (Architecture) (see Exhibit 3.5-4A). For more detailed information on this historic
property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Frieda and J. Neils House historic resource – as such, there would
not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Frieda and J. Neils historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use

Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Frieda and J. Neils House (see
the Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS).

Affected Environment, Impacts, and Mitigation
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The Frieda and J. Neils House is located within 0.25 mile of the 21st Street Station. While it will not be
affected by station infrastructure, operation of the station may result in possible changes to traffic patterns
and parking that would require further assessment.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Frieda and J. Neils House historic resource will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Frieda and J. Neils House historic resource under the Southwest LRT LPA
and that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Frieda and J. Neils House historic resource.

Q.

Mahalia & Zachariah Saveland House – Preliminary No Use

Property Description
The Mahalia & Zachariah Saveland House is located at 2405 W. 22nd Street in Minneapolis It is eligible for the
NRHP under Criterion C (Architecture) (see Exhibit 3.5-4A). For more detailed information on this historic
property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Mahalia & Zachariah Saveland House historic resource – as such,
there would not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Mahalia & Zachariah Saveland House historic resource during
construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Mahalia & Zachariah Saveland
House (see the Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental
Draft EIS).

The Mahalia & Zachariah Saveland House is located within 0.25 mile of the 21st Street Station. While it will
not be affected by station infrastructure, operation of the station may result in possible changes to traffic
patterns and parking that would require further assessment.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Frieda and J. Neils House historic resource will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Mahalia & Zachariah Saveland House historic resource under the
Southwest LRT LPA and that the proximity impacts associated with the Southwest LRT Project would not
result in a Section 4(f) constructive use of the Mahalia & Zachariah Saveland House historic resource.
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Frank and Julia Shaw House – Preliminary No Use

Property Description
The Frank and Julia Shaw House is located at 2036 Queen Avenue S. in Minneapolis It is eligible for the NRHP
under Criterion C (Architecture) (see Exhibit 3.5-4A). For more detailed information on this historic
property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Frank and Julia Shaw House historic resource – as such, there
would not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Frank and Julia Shaw House historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Frank and Julia Shaw House
(see the Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft
EIS).

The Frank and Julia Shaw House is located within 0.25 mile of the 21st Street Station. While it will not be
affected by station infrastructure, operation of the station may result in possible changes to traffic patterns
and parking that would require further assessment.
Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Frank and Julia Shaw House historic resource will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Frank and Julia Shaw House historic resource under the Southwest LRT
LPA and that the proximity impacts associated with the Southwest LRT Project would not result in a Section
4(f) constructive use of the Frank and Julia Shaw House historic resource.
S.

Kenwood Parkway – Preliminary No Use

Property Description

Kenwood Parkway, located in Minneapolis, is considered a contributing site within the overall potential
Grand Rounds Historic District, which has been determined eligible for the NRHP under Criterion A and
Criterion C (Landscape Architecture; Community Planning & Development; Entertainment/Recreation) (see
Exhibit 3.5-4A). For more detailed information on this historic property see Section 3.4 of this Supplemental
Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Kenwood Parkway historic resource – as such, there would not be
a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Kenwood Parkway historic resource during construction.
Affected Environment, Impacts, and Mitigation
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Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Kenwood Parkway (see the
Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS).

Kenwood Parkway is located within 0.25 mile of the Penn Station. The provision of access routes to the
station from Kenwood Parkway (including the existing trail from the foot of Kenwood Hill along the south
side of I-394, and potential additional routes as illustrated by the conceptual trail in the Southwest Corridor
Investment Framework report) may result in potential minor direct effects to the Parkway where the
improvements connect to it, as well as indirect visual effects resulting from changes to its setting from these
improvements. There may be potential changes to traffic and/or parking patterns along the parkway related
to development and operation of the 21st Street and Penn stations, which would require further assessment.
Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Kenwood Parkway historic resource will not be substantially impaired by proximity
impacts associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR
774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Kenwood Parkway historic resource under the Southwest LRT LPA and
that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Kenwood Parkway historic resource.
T.

Kenwood Park – Preliminary No Use

Property Description
Kenwood Park, located in Minneapolis, is considered a contributing site within the overall potential Grand
Rounds Historic District, which has been determined eligible for the NRHP under Criterion A and Criterion C
(Landscape Architecture; Community Planning & Development; Entertainment/Recreation) (see Exhibit
3.5-4A). For more detailed information on this historic property see Section 3.4 of this Supplemental Draft
EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Kenwood Park historic resource – as such, there would not be a
Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Kenwood Park historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use

Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Kenwood Park (see the Section
106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS). Kenwood
Park is located within 0.25 mile of the Penn Station. The provision of access routes to the station from
Kenwood Parkway (including the existing trail from the foot of Kenwood Hill along the south side of I-394,
and potential additional routes as illustrated by the conceptual trail in the Southwest Corridor Investment
Framework report) may result in potential changes to traffic and/or parking patterns, which need would
require further assessment.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Kenwood Park historic resource will not be substantially impaired by proximity
impacts associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR
774.15(a).
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Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Kenwood Park historic resource under the Southwest LRT LPA and that the
proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f) constructive
use of the Kenwood Park historic resource.

U.

Kenwood Parkway Residential Historic District – Preliminary No Use

Property Description

Kenwood Parkway Residential Historic District is located on Kenwood Parkway (1805-2216 Kenwood
Parkway) in Minneapolis, is considered a contributing site within the overall potential Grand Rounds
Historic District and has been individually determined eligible for the NRHP under Criterion A (Community
Planning & Development) (see Exhibit 3.5-4B). For more detailed information on this historic property see
Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Kenwood Parkway Residential Historic District – as such, there
would not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Kenwood Parkway Residential Historic District during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Kenwood Parkway Residential
Historic District (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS). The historic district is located within 0.25 mile of both the 21st Street and Penn
Stations. The provision of access routes to Penn Station from Kenwood Parkway (including the existing trail
from the foot of Kenwood Hill along the south side of I-394, and any additional routes as illustrated by the
conceptual trail in the Southwest Corridor Investment Framework report) may result in potential minor
direct effects from construction of access routes to connect with Kenwood Parkway and from visual effects of
access route elements on the setting of the district. There may be potential changes to traffic and/or parking
patterns along the parkway related to development and operation of the 21st Street and Penn stations,
which would require further assessment. There may be potential auditory effects on some houses in the
northern part of the district, which would also require further assessment.

Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Kenwood Parkway Residential Historic District will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Kenwood Parkway Residential Historic District under the Southwest LRT
LPA and that the proximity impacts associated with the Southwest LRT Project would not result in a Section
4(f) constructive use of the Kenwood Parkway Residential Historic District.
V.

Kenwood Water Tower – Preliminary No Use

Property Description
The Kenwood Water Tower is located at 1724 Kenwood Parkway in Minneapolis, is considered a
contributing site within the overall potential Grand Rounds Historic District and has been individually
determined eligible for the NRHP under Criterion A and Criterion C (Community Planning & Development;
Affected Environment, Impacts, and Mitigation
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Entertainment/Recreation; Landscape Architecture) (see Exhibit 3.5-4A). For more detailed information on
this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Kenwood Water Tower historic resource – as such, there would
not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Kenwood Water Tower historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at Kenwood Water Tower (see the
Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS). The
Kenwood Water Tower is located within 0.25 mile of the Penn Station. The provision of access routes to the
station from Kenwood Parkway (including the existing trail from the foot of Kenwood Hill along the south
side of I-394, and potential additional routes as illustrated by the conceptual trail in the Southwest Corridor
Investment Framework report) may result in potential changes to the setting of the water tower. The
potential access routes may also result in potential changes to traffic and/or parking patterns, but this would
not impact the significance or use of the water tower.
Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Kenwood Water Tower historic resource will not be substantially impaired by
proximity impacts associated with the LPA, and therefore no constructive use would occur, consistent with
23 CFR 774.15(a).

Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Kenwood Water Tower historic resource under the Southwest LRT LPA
and that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Kenwood Water Tower historic resource.
W.

Mac Martin House – Preliminary No Use

Property Description
The Mac Martin House is located at 1828 Mt. Curve Avenue in Minneapolis It is eligible for the NRHP under
Criterion B (Commerce) (see Exhibit 3.5-4A). For more detailed information on this historic property see
Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Mac Martin House historic resource – as such, there would not be
a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Mac Martin House historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Mac Martin House (see the
Section 106 consultation documentation in Appendix C and Appendix E of this Supplemental Draft EIS).
Negligible change to the resource’s setting from lighting and signage improvements along trail connection
between Cedar Lake Trail and Kenwood Parkway that may be seasonally visible from the Mac Martin House.
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Based on the above discussion and preliminary Section 106 finding of No Adverse Effect, it can subsequently
be concluded that the Mac Martin House historic resource will not be substantially impaired by proximity
impacts associated with the LPA, and therefore no constructive use would occur, consistent with 23 CFR
774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Mac Martin House historic resource under the Southwest LRT LPA and that
the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Mac Martin House historic resource.

X.

St. Paul, Minneapolis & Manitoba Railroad Historic District – Preliminary De Minimis Determination

Property Description

The St. Paul, Minneapolis & Manitoba Railroad Historic District, located in Minneapolis, has been determined
eligible for the NRHP under Criterion A (Transportation) (see Exhibit 3.5-4B). For more detailed information
on this historic property see Section 3.4 of this Supplemental Draft EIS and Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
The LPA would result in the permanent incorporation of approximately 1.53 acre of property from the
historic St. Paul, Minneapolis & Manitoba Railroad Historic District; approximately 5.42 acres would be
temporarily occupied for construction access (see Exhibit 3.5-43).

A portion of this rail line in Minneapolis is located within the project corridor. The project will shift a
segment of the existing railroad tracks, from approximately I-94 to Royalston Avenue (total length of 2,543
feet), 0 to 11 feet north within the existing railroad right-of-way. The continuity of the linear resource will be
maintained within the historic right-of-way, resulting in a minor effect to the alignment of the tracks. BNSF
trains will continue to be able to use the line. There will also be minor visual effects from the introduction of
the LRT catenary along this section of the rail corridor. None of these impacts will have an adverse effect on
the ability of this resource to convey its historic significance or on its historic uses as a railroad and its
movement of goods on the tracks. Based on the preceding discussion and consultation with MnSHPO, a
preliminary Section 106 finding of No Adverse Effect has been made with respect to project impacts at the St.
Paul, Minneapolis & Manitoba Railroad Historic District (see Section 3.4 and the Section 106 consultation
documentation in Appendix C and Appendix E of this Supplemental Draft EIS).

Preliminary Determination of Permanent Section 4(f) Use: Section 4(f) de minimis Use
As defined in 23 CFR 774.5 and 774.17, a de minimis use determination is made for an historic site if FTA
makes a determination for a property of “No Adverse Effect” or “No Historic Properties Affected” through
consultation under Section 106 of the National Historic Preservation Act (NHPA), and the SHPO concurs with
that determination. Because a preliminary Section 106 Finding of No Adverse Effect has been made with
respect to LPA actions at the St. Paul, Minneapolis & Manitoba Railroad Historic District in tandem with
consultation with the MnSHPO, a subsequent de minimis impact determination is concluded in this
document. The MnSHPO must concur in writing with the de minimis impact determination after the
opportunity for public comment on the preliminary Section 4(f) de minimis use determination.
Y.

Osseo Branch of the St. Paul, Minneapolis & Manitoba Railroad Historic District – Preliminary No Use

Property Description

The Osseo Branch of the St. Paul, Minneapolis & Manitoba Railroad Historic District is within 0.25 mile of the
proposed Van White Station (see Exhibit 3.5-4B). The Osseo Branch of the St. Paul, Minneapolis & Manitoba
Railroad Historic District has been found eligible for the NRHP under NRHP Criterion A. For more detailed
information on this historic property see Draft EIS Appendix H.

Affected Environment, Impacts, and Mitigation
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EXHIBIT 3.5-43

Draft Section 4(f) Evaluation Update – St. Paul, Minneapolis & Manitoba Railroad Historic District
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Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Osseo Branch of the St. Paul, Minneapolis & Manitoba Railroad
Historic District – as such, there would not be a Section 4(f) permanent use of the property.

Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Osseo Branch of the St. Paul, Minneapolis & Manitoba Railroad Historic
District during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Osseo Branch of the St. Paul,
Minneapolis & Manitoba Railroad Historic District (see the Section 106 consultation documentation in
Appendix C and Appendix E of this Supplemental Draft EIS).

No changes will be made to the railroad line. There will be minor visual effects from the introduction of the
LRT catenary to a section of the rail corridor, but the introduction of these elements will not have an adverse
effect on the ability of this resource to convey its historic significance on its historic use as a railroad and its
movement of goods on tracks.

Based on the preliminary Section 106 finding of No Adverse Effect, it can subsequently be concluded that the
Osseo Branch of the St. Paul, Minneapolis & Manitoba Railroad Historic District will not be substantially
impaired by proximity impacts associated with the LPA, and therefore no constructive use would occur,
consistent with 23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination
Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Osseo Branch of the St. Paul, Minneapolis & Manitoba Railroad Historic
District under the Southwest LRT LPA and that the proximity impacts associated with the Southwest LRT
Project would not result in a Section 4(f) constructive use of the Osseo Branch of the St. Paul, Minneapolis &
Manitoba Railroad Historic District.
Z.

Minneapolis Warehouse Historic District – Preliminary No Use

Property Description
The Minneapolis Warehouse Historic District is located in the vicinity of 1st Avenue N., N. 1st. Street, 10th
Avenue N., and N. 6th Street in Minneapolis (see Exhibit 3.5-4B). The Minneapolis Warehouse Historic District
has been found eligible for the NRHP under NRHP Criterion A and Criterion C. For more detailed information
on this historic property see Draft EIS Appendix H.
Preliminary Determination of Permanent Section 4(f) Use

As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Minneapolis Warehouse Historic District – as such, there would
not be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Minneapolis Warehouse Historic District during construction.

Preliminary Determination of Constructive Section 4(f) Use

Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Minneapolis Warehouse
Historic District (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS).
Affected Environment, Impacts, and Mitigation
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A portion of the Minneapolis Warehouse Historic District is located within 0.25 mile radius of the Target
Field (aka Interchange) Station. However, the Target Field Station (which was previously termed the
“Interchange Station”) was recently reviewed under its own Section 106 review, and the new work to
connect the Southwest LRT line with the station infrastructure occurs in the west part of the station site,
away from the Warehouse District and its closest element, the Ford Building. The Section 106 Review for the
Interchange also assessed redevelopment around the district that would be catalyzed by the station,
including when the Southwest LRT was put in operation.

Based on the preliminary Section 106 finding of No Adverse Effect, it can subsequently be concluded that the
Minneapolis Warehouse Historic District will not be substantially impaired by proximity impacts associated
with the LPA, and therefore no constructive use would occur, consistent with 23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Minneapolis Warehouse Historic District under the Southwest LRT LPA
and that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Minneapolis Warehouse Historic District.
AA.

Dunwoody Institute – Preliminary No Use

Property Description
The Dunwoody Institute is located at 818 Dunwoody Boulevard in Minneapolis (see Exhibit 3.5-4A). The
Dunwoody Institute has been found eligible for the NRHP under NRHP Criterion A. For more detailed
information on this historic property see Draft EIS Appendix H.

Preliminary Determination of Permanent Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in a
permanent incorporation of land from the Dunwoody Institute historic resource – as such, there would not
be a Section 4(f) permanent use of the property.
Preliminary Determination of Temporary Section 4(f) Use
As illustrated in the Southwest LRT preliminary engineering plan set, the LPA would not result in the
temporary use of property from the Dunwoody Institute historic resource during construction.

Preliminary Determination of Constructive Section 4(f) Use
Based on conceptual engineering and continued consultation with MnSHPO, a preliminary Section 106
finding of No Adverse Effect has been made with respect to LPA impacts at the Dunwoody Institute historic
resource (see the Section 106 consultation documentation in Appendix C and Appendix E of this
Supplemental Draft EIS).

Pedestrian lights and ramps will be added to sidewalks along a portion Dunwoody Boulevard on the south
side of the Dunwoody Institute’s parking lot and at its driveway. The center median (island) in the street in
front of the building will also be modified. All of these elements would have a negligible visual impact on the
property’s setting.

Based on the preliminary Section 106 finding of No Adverse Effect, it can subsequently be concluded that the
Dunwoody Institute historic resource will not be substantially impaired by proximity impacts associated
with the LPA, and therefore no constructive use would occur, consistent with 23 CFR 774.15(a).
Preliminary Section 4(f) Use Determination

Based on the above findings, FTA has preliminarily determined that there would be no permanent or
temporary Section 4(f) use of the Dunwoody Institute historic resource under the Southwest LRT LPA and
that the proximity impacts associated with the Southwest LRT Project would not result in a Section 4(f)
constructive use of the Dunwoody Institute historic resource.
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Coordination

This section summarizes the project’s Section 4(f) coordination activities that have occurred since
publication of the draft Section 4(f) Evaluation and the Draft EIS, which address Section 4(f) coordination
and concurrence requirements set forth in 23 CFR 774.

3.5.5.1

Department of Interior (DOI)

The Draft Section 4(f) Evaluation was provided to the DOI for review and comment during the Draft EIS
comment period, which concluded on December 31, 2012. The DOI’s comments on the Draft Section 4(f)
Evaluation are included in Appendix L. The DOI will also have the opportunity to review and comment on
this Draft Section 4(f) Evaluation Update during the comment period for this Supplemental Draft EIS.
3.5.5.2

Officials with Jurisdiction

Following is a summary of the Section 4(f) coordination activities that have occurred with officials with
jurisdiction since publication of the Draft Section 4(f) Evaluation and the Draft EIS. See Appendix E for
documentation of the Section 106 consultation process and Appendix L for documentation of Section 4(f)
coordination meetings with officials with jurisdiction, including meeting agendas, notes, and handouts.
•

•

•

Eden Prairie. FTA and Council staff met with City of Eden Prairie staff on February 20, 2015, to review
the project’s preliminary construction plan for Purgatory Creek Park and modifications to the plan were
subsequently made by the Council, as reflected in this assessment. See Appendix L for meeting notes and
materials. The project will continue consulting with the City of Eden Prairie regarding obtaining written
concurrence on a final determination that the project would meet the temporary occupancy exception
criteria.

Minneapolis Park and Recreation Board. FTA and Council staff met with MPRB staff on February 13
and March 6, 2015, to coordinate on preliminary determinations and avoidance, minimization, and
mitigation measures for MPRB Section 4(f) properties that are addressed within this Draft Section 4(f)
Evaluation Update – those meetings also included staff from Hennepin County and Minneapolis. Agendas,
notes, and handouts from those meetings are provided in Appendix L of this Supplemental Draft EIS. On
March 5, 2015, the MPRB provided the Council with a letter that summarizes the MPRB’s understanding
of the project’s consultation efforts to date with the Council and FTA on Section 4(f) issues, particularly
related to the Kenilworth Channel/Lagoon as an element of the Minneapolis Chain of Lakes Regional
Park (see Appendix L). In particular, the letter states that MPRB determined that the additional costs and
extended schedule for the Shallow LRT Tunnel – Jacked Box Tunnel Under Kenilworth Lagoon option
“would not be prudent.” The project will continue consulting with MPRB regarding obtaining written
concurrence on FTA’s preliminary Section 4(f) de minimis impact determinations and seek feedback on
this Draft Section 4(f) Evaluation Update. The Council and FTA have committed to continue Section 4(f)
coordination activities with the MPRB through to the completion of the project’s Final Section 4(f)
Evaluation, Final Environmental Impact Statement, and Record of Decision. These Section 4(f)
coordination activities will focus on the visual and noise effects of the LPA on the Kenilworth
Channel/Lagoon and will be coordinated with the development of a Section 106 Agreement for the
Kenilworth Lagoon historic resource.
Minnesota State Historic Preservation Officer. Since its Section 106 consultation efforts reported in
the Draft EIS (see Section 3.4 of the Draft EIS), FTA and the Council have continued the project’s Section
106 consultation efforts. On April 30, 2014, the Council and MnDOT CRU held a consultation meeting to
review listed and eligible historic properties and potential project effects. Comments from the consulting
parties were solicited during the meeting and in written form after the meeting on these resources. A
subsequent meeting was held on November 24, 2014, to: 1) present project adjustments identified since
the April 30, 2014, meeting, as adopted at the July 9, 2014, Council meeting; 2) consult to consider effects
to historic properties and reach agreement on preliminary determinations of effect; and 3) identify
measures to avoid, minimize, or mitigate impacts to architecture/history and archaeology resources for
inclusion in the Section 106 Agreement. In February 2015, the Council and MnDOT CRU held two Section
106 consultation meetings. At the February 6, 2015 meeting, the Council and MnDOT CRU presented
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revised bridge design concepts and discussed effects related to the new crossing over the Kenilworth
Lagoon. At the February 24, 2015, meeting, the Council and MnDOT CRU led a discussion on effects to
historic properties throughout the project area and provided an overview of the content and consulting
parties’ roles in the development of a Section 106 agreement. The consultation process, including
meetings, is ongoing and will continue to proceed as needed through execution of the Section 106
Agreement. Documentation related to the Section 106 consultation process can be found in Appendix C
and Appendix E of this Supplemental Draft EIS. In addition to the Section 106 consultation meetings, a
meeting between the MnSHPO, FTA, and Council was also held on March 2, 2015 to review and discuss
MnSHPO’s role in the project’s Section 4(f) process as the official with jurisdiction for historic properties
and FTA’s preliminary Section 4(f) determinations in this Draft Section 4(f) Evaluation Update, which
reflect the project’s preliminary Section 106 findings of effect (see Appendix L for related meeting
materials).

In addition, the project’s Draft Section 4(f) Evaluation was provided to the officials with jurisdiction for
review and comment during the official Draft EIS comment period, which concluded on December 31, 2012.
The officials with jurisdiction will also have the opportunity to review and comment on this Draft Section
4(f) Evaluation Update during the comment period for this Supplemental Draft EIS. All substantive
comments received from officials with jurisdiction on the Draft EIS, the Draft Section 4(f) Evaluation, this
Supplemental Draft EIS (including this Draft Section 4(f) Evaluation Update) will be addressed in the Final
EIS.
3.5.5.3

Public

The Draft Section 4(f) Evaluation was provided to the public for review and comment during the official
Draft EIS comment period, which concluded on December 31, 2012. The public will also have the
opportunity to review and comment on this Draft Section 4(f) Evaluation Update during the comment period
for this Supplemental Draft EIS. All substantive comments received from the public on the Draft EIS, the Draft
Section 4(f) Evaluation, this Supplemental Draft EIS (including this draft Section 4(f) Evaluation Update) will
be addressed in the Final EIS.
3.5.6

Preliminary Determination of Section 4(f) Use

Based on preliminary engineering designs and analysis conducted to-date FTA has made the following
preliminary Section 4(f) determinations:
•

•

The LPA would result in a non-de minimis use of the Kenilworth Lagoon/Grand Rounds Historic District
historic Section 4(f) property and that there is no feasible and prudent alternative that would avoid a use
of this historic resource. In addition, based on the summary within this section, FTA has preliminarily
determined in accordance with 23 CFR 774.17 that all possible planning to minimize harm will be
conducted and implemented through the completion of the project’s Section 106 process through the
execution of a Section 106 Agreement prior to completion of the Section 4(f) process. Further, FTA and
the Council have preliminarily determined that the LPA would be the alternative that would result in the
least overall harm to the Kenilworth Lagoon/Grand Rounds Historic District. A final avoidance
alternatives discussion, all possible planning to minimize harm, and least overall harm analysis will be
provided in the Supplemental Draft 4(f) Evaluation that will be provided in the Final EIS.

The LPA would have Section 4(f) de minimis impacts on three Section 4(f) park/recreational properties,
Kenilworth Channel/Lagoon (as an element of the Minneapolis Chain of Lakes Regional Park), Cedar
Lake Park, and Bryn Mawr Meadows Park, and a Section 4(f) de minimis impacts on one historic
resource, the St. Paul, Minneapolis & Manitoba Railroad Historic District. Measures to minimize harm,
such as avoidance, minimization, mitigation, and enhancement measures, are proposed and subject to
written concurrence by the officials with jurisdiction over these four properties. Such measures include,
but are not limited to the following:

1. Kenilworth Channel/Lagoon (as an element of the Minneapolis Chain of Lakes Regional Park).
The Council and MPRB have initiated coordination activities with the MPRB to identify avoidance,
minimization, and mitigation measures to address the project’s use of and effects on the recreational
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attributes, facilities, and activities of the Kenilworth Channel/Lagoon, as described in Section
3.5.4.1.J. The coordination efforts between the Council and the MPRB may include the development
of additional bridge design concepts and minimization and mitigation measures. The Council and
FTA have committed to continue Section 4(f) coordination activities with the MPRB through to the
completion of the project’s Final Section 4(f) Evaluation, Final EIS, and Record of Decision, and
during design and construction. These Section 4(f) coordination activities will focus on the visual and
noise effects of the LPA on the Kenilworth Channel/Lagoon and will be coordinated with the
development of a Section 106 Agreement for the Kenilworth Lagoon historic resource (see Section
3.5.4.2 of this Supplemental Draft EIS for additional information on the historic resource).

2. Cedar Lake Park. Construction activities within the park will be closely coordinated with MPRB to
help avoid and minimize effect on recreational activities within the park. The project will also
provide the MPRB and the public with ongoing notification of construction activities within the park,
such as the timing and location of trail detours. All areas of the park that are affected by construction
activities outside of the permanent easement area will be restored to existing conditions or better.
For both areas of Cedar Lake Park that would be affected by the LPA, FTA, MPRB, and the Council will
continue to coordinate to help avoid, minimize, and mitigate impacts to the park through publication
of the Final Section 4(f) Evaluation, Final EIS, Record of Decision, and during design and construction.

3. Bryn Mawr Meadows Park. All existing trail connections for the Luce Line Trail would be
maintained in the long-term under the LPA. Except for the potential for short-term trail closures to
ensure trail user safety, all existing trail connections would be maintained during construction of the
new trail alignment and elevated trail crossing. During those short trail closures, trail users would be
provided with detour routes and information. Under the current construction plan, temporary trails
would be constructed to allow for the removal of existing trail segments and construction of new trail
segments. Construction activities within Bryn Mawr Meadows Park will be closely coordinated with
MPRB to help avoid and minimize effects on recreational activities within the park. The project will
also provide the MPRB and the public with ongoing notification of construction activities within the
park, such as the timing and location of trail detours. All areas of the park that are affected by
construction activities outside of the permanent easement area will be restored to existing
conditions or better. For the areas of Bryn Mawr Meadows Park that would be affected by the LPA,
FTA, MPRB, and the Council will continue to coordinate to help avoid, minimize, and mitigate impacts
to the park through the period when the Final Section 4(f) Evaluation is published, Final EIS, Record
of Decision, and during design and construction.

•

4. St. Paul, Minneapolis & Manitoba Railroad Historic District. All possible planning to minimize
harm to the historic district will be conducted and implemented through the completion of the
project’s Section 106 process through the execution of a Section 106 Agreement prior to completion
of the Final Section 4(f) Evaluation, Final EIS and Record of Decision.

The LPA would result in Section 4(f) temporary occupancies during construction of one Section 4(f)
park/recreation property, Purgatory Creek Park, and two historic properties Minikahda Club and Cedar
Lake Parkway; it has been preliminarily determined that Section 4(f) temporary occupation exception
criteria in 23 CFR 774.13(d) would be met in all three of these instances and therefore no use would
result at any of these three properties.
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