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Executive Summary
Purpose of study
The Blake Road corridor is expected to experience significant change over the next 20 years. A
major catalyst for this change will be the opening of the Green Line Extension (Southwest LRT)
and construction of a station at Blake Road. The LRT line is expected to open in 2019. In
recognition of this change, the City of Hopkins and its partners initiated the Blake Road
Corridor Study to address opportunities to:
•
•
•
•

Provide better transportation opportunities for pedestrians, bicyclists, and bus transit
users
Provide better connections and access to the planned light rail station at Blake Road for
all modes
Provide better connections and access to adjacent neighborhoods, commercial nodes,
schools, and recreational facilities
Provide transportation infrastructure to support redevelopment in and near the corridor
that will enhance economic growth, community connectivity, and residential diversity.

As part of the study, the project team analyzed existing and future conditions, developed
alternatives to improve conditions in the corridor, evaluated alternatives, and recommended a
design concept for transportation improvements in the corridor. The public and affected
agencies were involved throughout the study process.

Study area
The project study area includes Blake Road between Interlachen Boulevard to Trunk Highway
(TH) 7 and Aquila Avenue between TH 7 and 36th Street. Figure i1 shows the location of the
study area. The study corridor spans three cities: Edina (Interlachen Boulevard to Spruce Road),
Hopkins (Spruce Road to TH 7), and St. Louis Park (TH 7 to 36th Street). While the name of the
street changes at TH 7, the study area is referred to as the Blake Road Corridor for the purpose
of this study.

Study participants
The study was led by the City of Hopkins and guided by a Technical Advisory Committee (TAC)
with representatives from the following agencies:
•
•
•
•
•

City of Hopkins
City of Edina
City of St. Louis Park
Hennepin County
SWLRT Project Office

•
•
•

Minnehaha Creek Watershed
District (MCWD)
Three Rivers Park District
Minnesota Department of
Transportation (MnDOT)
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Study goals
Early in the study process, the TAC developed study goals to guide the development and
evaluation of alternatives for the Blake Road Corridor. The goals of the study included the
following:
•
•
•
•
•
•

Facilitate access to the future Southwest LRT Blake Road station
Create a roadway that is comfortable, safe, and functional for all transportation modes:
pedestrian, bicycle, motor vehicle, freight, and transit
Support redevelopment and make the roadway a place that is comfortable and active
Protect and enhance natural resources near the roadway including Minnehaha Creek
Improve connections between the roadway and nearby neighborhoods, parks, and trails
Improve connections to Minnehaha Creek and nearby trails

Public involvement
The public involvement process included open houses, neighborhood meetings, a Technical
Advisory Committee (TAC), and meetings with elected officials. Three open house meetings
were held as part of the planning process. Notice of each open house was posted on city websites
and mailed to residents and property owners along the corridor. Input from each meeting was
documented and provided to the TAC.
The project team reached out to neighborhood residents and property owners through
additional meetings and attendance at events. Project staff attended an event in Cottageville
Park, met with Westside Village Apartments management and residents, and met with
representatives from the Blake Road Corridor Collaborative and the Blake School.
Throughout the project, the City of Hopkins maintained a project webpage for the Blake Road
Corridor Study. The webpage listed meeting announcements and materials from each open
house. Edina and St. Louis Park also posted meeting announcements on their city websites.
A TAC was convened at the beginning of the project to ensure that all interested agency
stakeholders were involved in the study process. The TAC was composed of staff from the
agency partners listed under Study Participants. The TAC met monthly to guide the study
process, review and discuss technical analyses, provide direction on alternatives development
and evaluation, and work together to determine the preferred alternative.
The project team presented study progress to elected officials at several stages during the
project. Staff provided updates at Edina, St. Louis Park, and Hopkins City Council Work
Sessions in August and September 2014. Staff also presented the preferred alternative at an
April 14, 2015 Hopkins City Council Work Session.

Evaluation Process
The project team developed several alternatives to address the goals of the project. These
alternatives addressed roadway width and number of lanes, pedestrian and bicycle facilities,
pedestrian crossings, and intersection design. The alternatives were evaluated based on the
following criteria:
iii 
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•
•
•

•
•
•
•
•
•
•
•

Traffic operations: Ability to provide sufficient capacity for the existing and
forecast volumes on Blake Road and cross streets.
Safety and conflict points: Ability to reduce crashes on Blake Road and
minimize conflict points between corridor users.
Pedestrian and bicycle crossings - delay, safety, and directness:
Measure of the distance of pedestrian and bicycle crossings, safety of crossings,
and ability to directly link pedestrians and bicyclists to destinations in the
corridor.
Bicycle facility safety and comfort for likely users: Ability for the bicycle
facility to be comfortable and safe for a wide range of bicyclists.
Pedestrian safety and comfort: Measure of the amount of separation the
facility provides between pedestrians, vehicles, and bicyclists.
Business/Residential Access: Measure of how many vehicle movements are
preserved to and from businesses and residences on Blake Road.
Right of way impacts – Roadway cross-section width: Measure of how
much right of way impacts are anticipated.
Economic development: Related to right of way impacts, access, traffic
operations, and bicycle and pedestrian enhancements.
Construction cost: Estimated construction cost based on width of roadway.
Maintenance costs and ease of maintenance: Measure of how easily the
bicycle and pedestrian facilities can be maintained.
Environmental: Ability to minimize and enhance environmental impacts
adjacent to the roadway.

Recommendations
The evaluation of alternatives led to the following recommendations for the corridor. These
recommendations are broken out by segment.

Interlachen to Excelsior Boulevard
Figure i2 shows the preferred alternative for Interlachen to Excelsior Boulevard. The
recommended cross-section in this segment has two lanes with on-road bike lanes and sidewalk
on the west side. The primary improvement in this section is the addition of a sidewalk on the
west side of Blake Road. The sidewalk would provide a facility for pedestrians from the
residential areas south of Excelsior Boulevard, and provide connection to Excelsior Boulevard,
the future Blake Road LRT station and other areas on Blake Road north of Excelsior Boulevard.
It is recommended to maintain the existing bike lanes on Blake Road south of Excelsior
Boulevard. Existing and projected traffic volumes are low enough that the bike lane will
continue to be a comfortable facility for many bicyclists.

Excelsior Boulevard to TH 7
Figure i3 shows the preferred alternative for Blake Road between Excelsior Boulevard and TH
7. The recommended cross-section in this segment is a four lane divided roadway with multi-use
iv 
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trail on both sides of Blake Road. The 10 foot multi-use path on both sides of Blake Road will be
a combined facility for bikes and pedestrians.
Landscape and hardscape treatments were considered in this section during the evaluation
phase to make sure that adequate space was provided to accommodate the urban design
treatments that will create a friendly environment for pedestrians and bicyclists. Design and
treatments along the boulevard and the multi-use trail will be developed further during the final
design phase of this project. It is also recommended that the City of Hopkins consider zoning
requirements for a green buffer strip between the multi-use trail and the adjacent properties to
enhance the bicycle and pedestrian corridor and separate it from adjacent parking lots and
buildings. It is also recommended that the overhead power lines in the corridor be put
underground to further enhance the pedestrian and bicycle corridor.
Detailed consideration was given to pedestrian crossings and intersections in the corridor.
Intersection and crossing recommendations are summarized below:
•

•
•

•

•

•
•
•

•

Excelsior Boulevard intersection: Recommendation to provide two southbound left
turn lanes to provide adequate storage between the median opening at the West Side
Village access and Excelsior Boulevard. Combined through and right-turn lanes on
southbound Blake Road and northbound Blake Road are recommended in order to
minimize crossing distance on Blake Road at the intersection.
Median Opening at West Side Village Access: Full access recommended at this
location to support existing development and future redevelopment.
Pedestrian Crossing between Excelsior Boulevard and Railroad Tracks: A
marked pedestrian crossing with Rectangular Rapid Flashing Beacon (RRFB) is
recommended north of the West Side Village Access where there is a full width median.
Cedar Lake Trail Crossing: Three Rivers Park District is proposing a grade
separation at the Cedar Lake Trail crossing of Blake Road. It is recommended that no
marked at grade crossing be provided where the Cedar Lake trail intersects with the
Blake Road multi-use trail.
2nd Street Intersection: A signalized intersection is recommended. The 2nd Street
signal will be interconnected with the railroad signal to avoid trapping vehicles on the
LRT/railroad tracks.
Lake Street Intersection: Side-street stop control is recommended. A marked
pedestrian crossing with RRFB is recommended on the north side of the intersection.
Minnehaha Creek Bridge: It is recommended that the Minnehaha Creek Bridge be
retained.
Oxford Street: It is recommended that the median extend through the intersection of
Oxford Street and Blake Road. Oxford Street would have right in and right out access on
Blake Road. Businesses on the west side of Blake Road would also have right in and
right out access.
Cambridge Street: No change in the lane configuration or traffic control is proposed
at this intersection. The intersection of Cambridge Street and Blake Road will be
signalized.
vii 
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•

TH 7: The intersection of Blake Road/Aquila Avenue and TH 7 is recommended to be
modified to add a second left turn lane for northbound left turns on Blake Road and
southbound left turns on Aquila Avenue. In addition the southbound free right on
Aquila Avenue will be modified so that right-turns are made closer to TH 7. Modification
of the southbound free right will be completed as part of a separate MnDOT project. A
right-turn lane will be added for southbound right turns. It is recommended that the
radius on all corners of the intersection be reduced to reduce right turn speeds and
minimize pedestrian crossing distances.

TH 7 to 36th Street
Figure i4 shows the preferred alternative for Aquila Avenue between TH 7 and 36th Street. The
recommended cross-section in this segment is a four-lane divided roadway with multi-use trail
on both sides of Aquila Avenue. The roadway section in this segment will have a minimum 4
median at left turn lanes, 10.8 foot through lanes, a 4 foot median, a 7 foot boulevard and a 8
foot trail. This section will require acquisition of some right of way. No specific
recommendations have been made regarding landscape or hardscape in this section
The 36th Street intersection is recommended to be signalized and will have the same lane
configuration as the current intersection. The 37th Street intersection is currently signalized. A
roundabout was considered as an alternative at this intersection. The City of St. Louis Park will
continue to evaluate both alternatives for this intersection.

Cost Estimate
The estimated construction costs for the improvements are approximately $11.7 million in
current dollars (2015). A 20% contingency is included in the construction costs. The estimate
includes approximately $2.3 million for engineering and administration costs. The estimate
does not currently include any costs for city utilities, undergrounding the overhead power lines
or for right-of-way. The estimated construction costs are based on conceptual design and will
change as more detail design is completed.

Next Steps
The recommendations in this study represent a concept design for the corridor that addresses
the goals of the various stakeholders. There is significant additional design that is required
before final costs and right of way can be determined. Additional study is needed of the utilities
in the corridor to determine what should be replaced and the location for the utilities. As
indicated earlier more detail also needs to be developed for the urban design elements of the
corridor. The next step in the engineering process is to complete final design for the corridor
which will help establish final construction limits and right of way needs.

Environmental Review
This project is subject to state environmental regulations and potentially subject to federal
environmental regulations depending on the funding sources. Either a Project Memo or
Environmental Assessment would be required if the project receives federal funding. It is
recommended that a state EAW be completed for the project.
viii 
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Funding Sources
A variety of funding sources will be utilized to construct this project. Local funding sources
could include:
•
•
•
•
•

City of Hopkins: Local utilities and undergrounding of overhead utilities on Blake Road
between Excelsior Boulevard and TH 7
City of St. Louis Park: Aquila Avenue Improvements
City of Edina: Sidewalk improvements in Edina
Hennepin County: Blake Road between Excelsior Boulevard and TH 7
MnDOT: TH 7 intersection – Potentially Cooperative Agreement Funds

In addition, federal funding sources will be pursued and could include:
•

•

TIGER Grant: Federal funding for multi-modal transportation projects that generate
economic development and improve access to reliable, safe, and affordable
transportation. The minimum federal funding per project is $10 million.
Transportation Alternatives Program: Federal funds administered through the
Metropolitan Council that could be used for multi-use trail and aesthetic enhancements.

Coordination with other projects
The design of this project needs to be coordinated with several other projects that will be
designed and potentially constructed in the same time frame. This includes:
•
•
•
•
•

Southwest LRT and Blake Road Station Area
Cedar Lake Regional Trail grade separation
Cold Storage Site Development Plans
Highway 7 intersection improvements
City of Hopkins local street reconstruction

x
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1. Introduction
Purpose of study
The Blake Road corridor is expected to experience significant change over the next 20 years. A
major catalyst for this change will be the opening of the Green Line Extension (Southwest LRT)
and construction of a station at Blake Road. The LRT line is expected to open in 2019. In
recognition of this change, the City of Hopkins and its partners initiated the Blake Road
Corridor Study to address opportunities to:
•
•
•
•

Provide better transportation opportunities for pedestrians, bicyclists, and bus transit
users
Provide better connections and access to the planned light rail station at Blake Road for
all modes
Provide better connections and access to adjacent neighborhoods, commercial nodes,
schools, and recreational facilities
Provide transportation infrastructure to support redevelopment in and near the corridor
that will enhance economic growth, community connectivity, and residential diversity.

As part of the study, the project team analyzed existing and future conditions, developed
alternatives to improve conditions in the corridor, evaluated alternatives, and recommended a
design concept for transportation improvements in the corridor. The public and affected
agencies were involved throughout the study process. This report documents the study process
and analysis.

Study Area
The project study area includes Blake Road between Interlachen Boulevard to Trunk Highway
(TH) 7 and Aquila Avenue between TH 7 and 36th Street. Figure 1 shows the location of the
study area. The study corridor spans three cities: Edina (Interlachen Boulevard to Spruce Road),
Hopkins (Spruce Road to TH 7), and St. Louis Park (TH 7 to 36th Street). While the name of the
street changes at TH 7, the study area is referred to as the Blake Road Corridor for the purpose
of this study.
Blake Road is one of a limited number of continuous north-south roadways between US 169 and
TH 100. The corridor is approximately 1.7 miles long. The context of the corridor varies, from
single family residential at the south end to commercial at the north end. Blake Road is
designated as a Major Collector for the entire length of the study area. Blake Road is also
Hennepin County State Aid Highway (CSAH) 20 between Excelsior Boulevard and TH 7.
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Study participants
The study was led by the City of Hopkins and guided by a Technical Advisory Committee (TAC)
with representatives from the following agencies:
•
•
•
•
•
•
•
•

City of Hopkins
City of Edina
City of St. Louis Park
Hennepin County
SWLRT Project Office
Minnehaha Creek Watershed District (MCWD)
Three Rivers Park District
Minnesota Department of Transportation (MnDOT)

The TAC met a total of 12 times throughout the study process.

Study goals
Early in the study process, the TAC developed study goals to guide the development and
evaluation of alternatives for the Blake Road Corridor. The goals of the study included the
following:
•
•
•
•
•
•

Facilitate access to the future Southwest LRT Blake Road station
Create a roadway that is comfortable, safe, and functional for all transportation modes:
pedestrian, bicycle, motor vehicle, freight, and transit
Support redevelopment and make the roadway a place that is comfortable and active
Protect and enhance natural resources near the roadway including Minnehaha Creek
Improve connections between the roadway and nearby neighborhoods, parks, and trails
Improve connections to Minnehaha Creek and nearby trails

2. Public and Agency Involvement
The Blake Road Corridor Study was informed by public and agency input. The following sections
summarize public and agency involvement activities that occurred during the course of the
study.

Open House Meetings
Three open house meetings were held as part of the planning process. Notice of each open house
was posted on city websites and mailed to residents and property owners along the corridor.
Input from each meeting was documented and provided to the TAC.

Open House 1: June 25, 2014
The purpose of the first open house was to present the study team’s understanding of existing
issues and conditions and gather public feedback on the needs and opportunities in the corridor.
3
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Comments received at the first open house fell into the following themes. These comments were
incorporated into the alternatives developed through the corridor study:
•
•
•
•
•
•

Traffic operations and safety concerns
Pedestrian crossings of Blake Road and the need for sidewalks on intersecting streets
Desire for bicycle facilities on Blake Road
Safety concerns about the Cedar lake Regional Trail crossing of Blake Road
Access to future Southwest LRT station for pedestrians, bicyclists, and bus users
Concern about maintaining access to commercial and rental properties along the
corridor

Open House 2: October 9, 2014
The purpose of this open house was to present alternatives developed to address issues in the
Blake Road corridor. Feedback on alternatives is summarized below:
•
•
•

•

TH 7 intersection: Most meeting attendees preferred a pedestrian/bicycle bridge on the
east side of TH 7.
Intersections at 2nd and Lake Street: There was not a clear opinion among meeting
attendees about their preference for roundabouts or signalized/thru-stop intersections.
Pedestrian crossing between CSAH 3 and RR tracks: More meeting attendees preferred a
crossing close to the future LRT tracks; however, several attendees noted that people will
still want to cross near Westside Village Apartments.
Blake Road south of Excelsior Boulevard: Several attendees would like to see left turn
lanes at Boyce Street and the Blake School entrance. Some were concerned about
whether the proposed sidewalk would impact existing parking along the Blake School
fields.

Open House 3: April 20, 2015
At the third and final project open house, the project team shared information on the evaluation
of alternatives and presented a layout of the preferred alternative. The following feedback was
collected:
•
•

•

Blake Road South of Excelsior Boulevard: Several residents were concerned about the
impact of the proposed sidewalks on adjacent properties and trees.
Overall project: A number of residents supported the proposed improvements. A few
residents would prefer fewer lanes on Blake Road to promote a more bicycle- and
pedestrian-friendly feel.
Cedar Lake Regional Trail crossing: Several residents supported grade separation of the
regional trail.

Neighborhood/property owner meetings
The project team reached out to neighborhood residents and property owners through
additional meetings and attendance at events. Project staff attended an October 2014 event in
Cottageville Park to provide information and gather input on the project. Staff also met with
4
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Westside Village Apartments management and residents during October 2014. Additionally, city
staff met with representatives from the Blake Road Corridor Collaborative and the Blake School.

Project webpage
Throughout the project, the City of Hopkins maintained a project webpage for the Blake Road
Corridor Study. The webpage listed meeting announcements and materials from each open
house. Edina and St. Louis Park also posted meeting announcements on their city websites.

Technical Advisory Committee (TAC) meetings
A TAC was convened at the beginning of the project to ensure that all interested agency
stakeholders were involved in the study process. The TAC was composed of staff from the
following agencies:
•
•
•
•
•
•
•

City of Hopkins
City of Edina
City of St. Louis Park
Hennepin County
Minnehaha Creek Watershed District (MCWD)
Three Rivers Park District
Minnesota Department of Transportation (MnDOT)

The TAC met monthly to guide the study process, review and discuss technical analyses, provide
direction on alternatives development and evaluation, and work together to determine the
preferred alternative. Minutes of TAC meetings are available upon request.

Meetings with elected officials
The project team presented study progress to elected officials at several stages during the
project. Staff provided updates at Edina, St. Louis Park, and Hopkins City Council Work
Sessions in August and September 2014. The purpose of these meetings was to share draft
concepts for Blake Road and gather direction on refinement and evaluation of alternatives. Staff
also presented the preferred alternative at an April 14, 2015 Hopkins City Council Work Session.

3. Existing conditions
The purpose of this section of the report is to provide context for the alternatives generated
through the corridor study. This information was gathered from comprehensive plans, MnDOT
traffic count data, additional traffic counts, and input from the public and study stakeholders.
The following is an overview of the existing corridor characteristics.

Land use
Land use varies throughout the corridor. The following sections describe the land use adjacent
to Blake Road and Aquila Avenue, as shown in Figure 2. The Blake Road corridor is urbanized
and fully developed.
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Interlachen to Excelsior Boulevard
Land use in this section is single-family residential and institutional. Shepherd of the Hills
Lutheran Church is located in the southern end of the corridor, at Maloney Avenue. The Blake
School is located at the southwestern corner of Blake Road and Excelsior Boulevard. The school
property extends along Blake Road to Spruce Road.
Excelsior Boulevard to TH 7
This segment of Blake Road is adjacent to commercial, industrial, park, and multi-family
residential land use. Retail commercial uses are concentrated on the west side of Blake Road
between Excelsior Boulevard and 2nd Street NE and between TH 7 and Oxford Street. There are
several large multifamily residential buildings on the northeast corner of Blake Road and
Excelsior Boulevard (Westside Village Apartments) and on the west side of Blake Road between
Oxford and 2nd Streets. The Cold Storage site is the sole industrial land use on the corridor,
located on the east side of the road between the Cedar Lake LRT Regional Trail and Lake Street.
Cottageville Park is located on the east side of Blake Road between Lake and Oxford Streets.
Blake Road bridges Minnehaha Creek in this location. Minnehaha Creek runs through the
southern portion of the park. The park features a playground, basketball court, community
garden plots, and picnic tables. Minnehaha Creek passes underneath Blake Road just north of
Lake Street. Water quality in this section has been degraded due to increased impervious
surfaces in the watershed (resulting in increase in stormwater runoff and pollution loads) and
loss of wetlands.
TH 7 to 36th Street
Retail commercial land uses are located adjacent to Aquila Avenue between TH 7 and 36th
Street. Knollwood Mall is located on the east side of Aquila Avenue. Minnehaha Creek and
associated wetlands are located on the west side of Aquila Avenue.

Roadway characteristics
Interlachen to Excelsior Boulevard
Blake Road is a two-lane undivided roadway between Interlachen Boulevard and Boyce Street.
This segment is primarily an urban roadway with curb and gutter, though there is no curb on the
west side of Blake Road between Boyce Street and Spruce Road. In this location, there is a gravel
strip adjacent to the edge of the roadway that is used for parking. There are no signals in this
segment. All intersections are side-street stop controlled.
Between Boyce Street and Excelsior Boulevard, a raised concrete median develops. In the
northbound direction, Blake Road widens to two through lanes, a left turn lane, and right turn
lane. South of Excelsior Boulevard, Blake Road narrows from two to one southbound lane. There
is a traffic signal at Blake Road and Excelsior Boulevard.
Excelsior Boulevard to TH 7
This segment varies between a four-lane divided and five-lane undivided roadway. A raised
concrete median creates a four-lane divided roadway between Excelsior Boulevard and just
north of the Cedar Lake LRT Trail/railroad tracks. There is also an existing concrete median
7

Blake Road Corridor Study Final Report
between TH 7 and just south of Oxford Street. The remainder of the roadway is five-lane
undivided.
Traffic signals are in place at Excelsior Boulevard (CSAH 3), 2nd Street, Cambridge Street, and
TH 7. All other intersections are side-street stop controlled. The Excelsior Boulevard
intersection includes free-right turn lanes (southbound to westbound and westbound to
northbound) and a southbound left turn lane. At Hill Street (350 feet north of Excelsior
Boulevard), there are northbound and southbound left turn lanes and a southbound right turn
lane. There are free right turn lanes (southbound to westbound and eastbound to southbound)
at 2nd Street. At TH 7, there are northbound right and left turn lanes and a southbound free
right turn lane from eastbound TH 7.
There is an active freight rail crossing of Blake Road 500 feet south of 2nd Street. There are gate
arms at this rail crossing.
TH 7 to 36th Street
This segment is a four-lane divided roadway with traffic signals at TH 7, 37th Street, and 36th
Street. At TH 7, there is a southbound left turn lane and southbound free-right turn lane. There
are left turn lanes and a northbound right turn lane at 37th Street. There are left turn lanes at
the Knollwood Mall entrance 550 feet south of 36th Street. At 36th Street, there is a northbound
left turn lane and eastbound to southbound free right turn lane.

Safety
Three years (2011-2013) of MnDOT crash data were reviewed to understand safety problems in
the corridor. The sections below highlight existing safety conditions on Blake Road. Because
most of the intersections in the corridor are signalized, most crashes are intersection-related.
Figure 3 summarizes the results of crash analysis at intersections on Blake Road. At Excelsior
Boulevard and 2nd Street the number and severity of crashes is lower than similar intersections.
Most crashes at Excelsior Boulevard (63 percent) were rear end crashes. At 2nd Street, most (58
percent) of crashes were right angle. The number and severity of crashes on the segment of
Blake Road between Interlachen and Excelsior Boulevard was also lower than similar segments.
The number and severity of crashes at Lake, Cambridge, 36th and 37th Streets were about the
same as similar intersections. Most crashes at Lake and Cambridge Streets were rear end
crashes. At both 36th and 37th Street, most crashes were left-turn crashes.
At TH 7, the number of crashes exceeds the critical crash rate and the average severity rate. Most
(77 percent) of crashes were rear end. Two crashes involved pedestrians.
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Traffic operations
As part of the project, existing traffic operations were modeled based on traffic counts
conducted between 2011 and 2014. Figure 4 shows existing traffic volumes that were used to
analyze traffic operations in the corridor.
The section below describes the results of motor vehicle level of service analysis on the corridor.
Level of service A and B indicate that there is little congestion during peak periods, while level of
service C and D indicate some congestion during peak periods. Level of service E and F indicates
significant congestion during peak periods.
Figure 5 shows existing level of service at intersections on Blake Road. Level of service was
analyzed at all signalized intersections as well as Lake Street (currently side-street stop
controlled). Existing level of service at Blake Road intersections is generally within level of
service A to B, with the exception of Lake Street (B-C) and TH 7 (C-E). It can be challenging for
drivers to enter and cross Blake Road from Lake Street during peak hours. Traffic on Blake Road
backs up during peak periods because the signal cycle gives preference to traffic on TH 7.

Bicycle and pedestrian facilities
Interlachen to Excelsior Boulevard
Between Interlachen Boulevard and Boyce Street, there are striped bike lanes in both directions
and no sidewalk. Between Boyce Street and Excelsior Boulevard, there is a concrete sidewalk at
the back of the curb on the east side of the roadway. On the west side of the road, there is a
concrete sidewalk that transition to a bituminous trail. There is one marked crosswalk across
Blake Road at Spruce Road.
Excelsior Boulevard to TH 7
There are continuous sidewalks along both sides of Blake Road between Excelsior Boulevard
and TH 7. Sidewalks are at the back of the curb. There are no bicycle facilities on this segment of
Blake Road. The Cedar Lake LRT Regional Trail crosses Blake Road 500 feet south of 2nd Street
and is heavily used by pedestrians and bicyclists. This is an unmarked, mid-block crossing with
trail crossing warning signs on Blake Road approaches to the crossing.
There is demand for pedestrian crossings at two uncontrolled locations: Lake Street and Hill
Street (350 feet north of Excelsior Boulevard). Pedestrians currently cross Blake Road in these
locations.
TH 7 to 36th Street
This segment has continuous sidewalk along both sides. Generally the sidewalks are separated
from the roadway by a boulevard; however, the sidewalk is at the back of the curb in some
locations.
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Transit service
Blake Road is served by two Metro Transit routes: 17 and 668. Route 17 is a local bus route
serving Hopkins, St. Louis Park, and Minneapolis at approximately 30-60 minute headways on
weekdays and weekends. Route 17 stops at Hiawatha Avenue and Lake, Oxford, Cambridge,
37th, and 36th Streets.
Route 668 is an express route linking Hopkins and St. Louis Park with downtown Minneapolis.
This route stops at 2nd, Lake, Oxford, and Cambridge Streets and provides service every 30
minutes during the morning and evening weekday rush hours.

4. Future Conditions
Transit service
Transit service in the Blake Road corridor is expected to expand. The planned Southwest Light
Rail Transit (LRT) line/Green Line Extension is expected to begin service as soon as 2019. A
station is planned at Blake Road on the west side of the road, just south of the existing freight
rail line. The Southwest LRT line will link Eden Prairie, Minnetonka, Hopkins, St. Louis Park,
and Minneapolis with service every 15 minutes. At the line’s terminus at Target Field Station in
Minneapolis, passengers will be able to connect to LRT service to St. Paul (Green Line) and
Bloomington (Blue Line). A 477-space Park and Ride is planned adjacent to the future Blake
Road station. Blake Road is expected to carry additional pedestrian, bicycle, transit, and vehicle
traffic accessing the LRT station.
Changes to existing bus transit routes are expected to occur in coordination with the opening of
Southwest LRT. It is likely that an increased number of buses will travel on Blake Road in the
future to provide feeder service to the LRT station. Details of bus route changes and additions
will be determined one to two years prior to the start of LRT service.

Land use and development
Significant land use and development changes are not expected on the north or south ends of
the corridor. Land use and development changes are expected to be concentrated between
Excelsior Boulevard and TH 7. The City of Hopkins expects commercial and residential
redevelopment to occur on Blake Road, in part due to the future Blake Road LRT station. Below
is a summary of expected land use and development changes in the corridor.
Blake Road Southwest LRT Station and Associated Development
As mentioned above, a 477-space Park and Ride is planned for the Blake Road LRT station.
Current plans anticipate joint commercial development with the Park and Ride. Additional
commercial and residential redevelopment is expected in the area surrounding the LRT station
(northwest quadrant of the Blake Road-Excelsior Boulevard intersection). The LRT station, Park
and Ride, and any associated development will occur as a result of redevelopment of existing
retail commercial land uses.
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Cold Storage Site
The Minnehaha Creek Watershed District recently purchased the Cold Storage site. This site is
on the west side of the road, north of the Cedar Lake LRT Regional Trail and south of Lake
Street. The MCWD plans to construct stormwater improvements, greenway connections, and
other water quality and habitat improvements on portions of the site, primarily adjacent to
Minnehaha Creek. The remainder of the site will be made available for residential and/or
commercial redevelopment. While some redevelopment concepts have been prepared, there are
no firm site plans at this time.
Cottageville Park
The City of Hopkins plans an expansion and renovation of Cottageville Park within the next
several years. Improvements are planned both north and south of Minnehaha Creek. Current
plans include water quality and habitat improvements, a canoe launch, play area, soccer field,
pavilion, and lawn for events and informal use.
Oxford Green Apartments
A 51 unit apartment building is planned for the west side of Blake Road, between Cottageville
Park and Oxford Street. The apartment building will be constructed in place of six duplexes
planned to be removed.
Metropolitan Council Lift Station
Metropolitan Council is planning to relocate the existing lift station located on the northwest
corner of Blake Road and Lake Street. The lift station will be relocated outside of the Blake Road
Corridor to a location 600 feet west of Blake Road on Hiawatha Avenue.
Other Development
Several recent studies have identified potential land use changes in Blake Road Corridor. The
Blake Road Small Area Plan (2009) identified opportunities for retail and housing development
north of the future LRT station (along 2nd Street) and housing redevelopment along Oxford
Street and at the Cold Storage Site.
The Southwest Corridor Investment Framework (2014 – formerly known as Transitional Station
Area Action Plans) evaluated potential development sites near the future LRT station. The study
determined there is potential for mixed-use residential redevelopment at the Cold Storage site,
between the future LRT station and 2nd Street, and between the future station and Excelsior
Boulevard. The study also found potential opportunities for multi-family residential north of
Excelsior Boulevard (between Taylor and Pierce Avenues) and retail and other commercial
development north of Excelsior Boulevard, to the east of Westside Village apartments.
Additionally, the City of Hopkins is currently studying future redevelopment in the Blake Road
LRT station area. The city is considering opportunities to intensify land uses in the corridor.
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Traffic Forecasts
Figure 6 shows 2035 forecast traffic volumes for the Blake Road corridor. Forecast traffic
volumes are based upon assumptions related to future redevelopment in the corridor, including
the Blake Road LRT station, associated development in the northwest quadrant of the Blake
Road and Excelsior Boulevard intersection, and the Cold Storage site.
Table 1 shows the anticipated land use changes expected in the corridor and the change in trip
generation associated with this land use. Figure 7 shows the expected distribution of future
trips in the corridor. Land use assumptions were based on the redevelopment scenario identified
in the Southwest Corridor Investment Framework. Forecast volumes assume no growth in
background traffic.
Future traffic operations were analyzed based on 2035 forecast volumes. Projected intersection
level of service is described below and assumes no changes to Blake Road.

Traffic operations
Figure 8 shows future level of service at intersections on Blake Road. Intersection level of
service is generally not expected to worsen. The exception is at TH 7, with an expected level of
service of D-F. Level of service at Lake Street is also expected to worsen to C-F as traffic volumes
on Blake Road make it more difficult to enter and exit Lake Street.

Pedestrian and Bicycle Transportation
It is expected that a greater number of pedestrians and bicyclists will use the Blake Road
corridor as the Southwest LRT line begins service and redevelopment occurs in the corridor. It is
anticipated that the Blake Road corridor will attract a wide range of bicyclist types, from adults
accessing the LRT station or associated commercial development, families accessing corridor
destinations and/or the Cedar Lake LRT Regional Trail, and bicyclists making longer
transportation or recreation trips on the regional trail. Pedestrian and bicycle crossings of Blake
Road will become more challenging as traffic volumes increase on Blake Road.
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Figure 6: Future Traffic Volumes

TABLE 1: BLAKE ROAD CORRIDOR REDEVELOPMENT TRIP GENERATION
Site

Future Use

1

Mixed‐use Residential

1

Mixed‐use Retail

2

Mixed‐use Residential

Mixed‐use Retail

Total SF
(DU)
160

4,000

660

20,000

ITE Code/Description

AM Trips
Out

In

Total

PM Trips
Out

In

Total

Daily Trips

220, Apartments

10

41

51

41

22

62

667

820, Shopping Center

2

1

3

5

5

10

108

12

42

54

45

27

72

775

220, Apartments

42

169

211

167

90

257

2,752

820, Shopping Center

8

5

13

23

24

47

539

50

174

224

190

114

304

3,291

3

High‐density
Residential

280

220, Apartments

18

72

90

71

38

109

1,168

4

Mixed‐use Residential

385

220, Apartments

25

99

123

97

53

150

1,605

21

13

34

62

65

126

1,454

5

Mixed‐use Retail

54,000

820, Shopping Center

Park‐and‐Ride*

500

090, Park‐and‐Ride Lot
w/ Bus Service^

Mixed‐use Non‐retail

430,000

750, Office Park

* ‐ Unit number is total parking spaces.
^ ‐ ITE 093, LRT Station with Parking is not a reliable dataset
34% reduction for mixed‐use development (ITE Trip Generation, 9th Edition)
5% reduction for LRT users (SWLRT Mode Split by TAZ)
Reductions do not include P&R
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Figure 8: Future Intersection Level of Service
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5. Evaluation Criteria
The project team established evaluation criteria to be used in comparing alternatives for Blake
Road. The evaluation criteria were based upon the goals established for the study and the issues
identified by the project team and the public. The following evaluation criteria were used during
the alternatives evaluation process:
•
•
•

•
•
•
•
•
•
•
•

Traffic operations: Ability to provide sufficient capacity for the existing and forecast
volumes on Blake Road and cross streets.
Safety and conflict points: Ability to reduce crashes on Blake Road and minimize
conflict points between corridor users.
Pedestrian and bicycle crossings - delay, safety, and directness: Measure of the
distance of pedestrian and bicycle crossings, safety of crossings, and ability to directly
link pedestrians and bicyclists to destinations in the corridor.
Bicycle facility safety and comfort for likely users: Ability for the bicycle facility
to be comfortable and safe for a wide range of bicyclists.
Pedestrian safety and comfort: Measure of the amount of separation the facility
provides between pedestrians, vehicles, and bicyclists.
Business/Residential Access: Measure of how many vehicle movements are
preserved to and from businesses and residences on Blake Road.
Right of way impacts – Roadway cross-section width: Measure of how much
right of way impacts are anticipated.
Economic development: Related to right of way impacts, access, traffic operations,
and bicycle and pedestrian enhancements.
Construction cost: Estimated construction cost based on width of roadway.
Maintenance costs and ease of maintenance: Measure of how easily the bicycle
and pedestrian facilities can be maintained.
Environmental: Ability to minimize and enhance environmental impacts adjacent to
the roadway.
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6. Alternatives Development and Evaluation
Alternatives Considered between Excelsior Boulevard and TH 7
The following alternatives were identified as potential improvements to address the goals and
objectives of the Blake Road Corridor Study. Alternatives are grouped into three categories:
Roadway, Pedestrian and Bicycle Facilities, and Other Alternatives. Different evaluation criteria
apply to each category. The following alternatives are compared below in the Evaluation Criteria
section.

Roadway Alternatives between Excelsior Boulevard and TH 7 (Figure 9)
•
•
•
•

Three-lane – Center left-turn lane and right-turn lanes (47 feet curb face to curb face)
Four-lane undivided – No separate turn lanes (48 feet curb to curb)
Five-lane – Center left-turn lane with no median and no right-turn lane (59 feet)
Four-lane divided – Median with left-turn lanes and no right-turn lane (65 feet)

Pedestrian and Bicycle Facilities between Excelsior Boulevard and TH 7 (Figure 10)
•
•
•

On-road bike lanes with sidewalk
Cycle track with sidewalk
Multipurpose trails

Other Alternatives
Excelsior Boulevard to Railroad Crossing (Figure 11)
• Median break at Westside Village apartment access for both vehicles and pedestrians
• Median break at Westside Village apartment access for pedestrians only
• Median break immediately south of railroad crossing
• No median break
Cedar Lake Regional Trail Crossing (Figure 12)
• At grade crossing
• Grade separated
Lake Street Pedestrian Crossing
• At-grade crossing
• Grade separated crossing
Intersections at Lake and 2nd Streets (Figure 13)
• Signalized intersections
• Roundabouts
Intersection at TH 7 (Figure 14)
• At-grade intersection
• Grade separated interchange
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Evaluation of Alternatives
The following sections provide a brief summary of the alternatives and compare the key
differences between alternatives as relate to the evaluation criteria. The full alternatives
evaluation is available in the appendix.

Roadway Alternatives
Four different roadway sections were evaluated for the section of Blake Road from Excelsior
Boulevard to TH 7. The alternatives evaluated are:
•
•
•
•

Three-lane – Center left-turn lane and right-turn lanes (47 feet curb to curb)
Four-lane undivided– No separate turn lanes (48 feet curb to curb)
Five-lane – Center left-turn lane with no median and no right-turn lane (59 feet curb to
curb)
Four-lane divided -- Median with left-turn lanes and no right-turn lane (65 feet curb to
curb)

These alternatives are shown in Figure 9. Below is a summary of the differences between the
alternatives as identified through the alternatives evaluation process.
Operations
This criterion measures the ability to provide sufficient capacity for the existing and forecast
volumes on Blake Road. A capacity analysis of the existing signalized intersections on Blake
Road was completed for both the existing and forecast am and pm peak hour volumes to
determine vehicle delay, level of service and queue lengths with the current lane geometry.
The operations analysis was further refined by considering future travel times and delay for a
subset of the roadway alternatives: four-lane divided roadway, three-lane roadway, unbalanced
lanes (two lanes northbound, one lane southbound), and a three-lane roadway from 2nd to
Cambridge Streets with a four-lane divided roadway in other locations. The purpose of this
analysis was to determine whether a narrower roadway could provide enough capacity for
anticipated future development in the corridor.
The analysis of 2035 forecast hourly vehicle volumes shows that northbound traffic volumes
would exceed the capacity of a three-lane roadway from approximately 3:30 to 6:30 PM each
weekday (Chart 1). The three-lane alternative would also result in significantly greater average
delay and total network travel time and delay during the peak hour (Charts 2 and 3).
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Further analysis compared the four-lane divided and three-lane unbalanced alternatives in
terms of how much additional residential, office, and retail development could be
accommodated under the different alternatives. As it was determined that the three-lane
alternative does not provide adequate traffic operations, it was not considered in this analysis.
The three-lane unbalanced alternative would be constrained by the capacity of the single
southbound lane, which would allow for approximately an additional 100 vehicles per hour
(vph) in the southbound lane. The four-lane divided alternative would be constrained by the
capacity of the northbound lanes, which would provide an excess capacity of approximately 800
vph. This excess capacity would allow the four-lane alternative to accommodate significantly
more future development than the three-lane unbalanced alternative.
In conclusion, the four-lane divided and five-lane alternatives would provide adequate capacity
for the future and better intersection operations than the other alternatives. The three-lane
alternative fails to provide enough capacity to accommodate forecast 2035 traffic. The four-lane
undivided alternative provides acceptable capacity at 2nd, but not at Excelsior, Cambridge, and
TH 7.
Safety
This criterion measures whether the alternative will reduce crashes and conflicts on Blake Road.
Rear end, right angle, and side swipe crashes are the three most common crash types on this
segment of Blake Road. The roadway alternatives were evaluated based on their potential to
reduce these types of crashes.
The three-lane and four-lane alternatives perform the worst as relates to safety. The high level of
congestion that would occur on a three-lane roadway would result in an increase in crashes.
Four-lane roadways tend to have higher crash rates than other roadway designs, particularly
related to rear end and side swipe crashes. The five-lane alternative is very similar to existing
conditions on Blake Road and is not likely to reduce crash rates in the corridor. The four-lane
divided alternative provides turn lanes and medians which help to reduce rear end and rightangle crashes.
Pedestrian Crossings
This criterion measures how well the alternative provides safe and direct pedestrian crossings.
Shorter pedestrian crossing distances are generally safer for pedestrians, as pedestrians spend
less time exposed to the risk of a crash with a vehicle. Medians can also improve safety by
providing pedestrian refuge at intersections so that pedestrians can cross the roadway in two
stages.
The four-lane undivided and five-lane alternatives would result in challenging crossings for
pedestrians, as without medians there are limited opportunities for pedestrian refuges. The
three-lane alternative would provide the shortest crossing distance, but long queues and high
levels of congestion would make crossing difficult. The four-lane divided alternative would
result in wider crossing distances, but a median refuge area can be provided.
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Business and Residential Access
This criterion measures how well the alternative provides for business and residential access
along Blake Road. The existing roadway design provides full business and residential access at
most mid-block locations.
The four-lane divided alternative would result in loss of full access for several businesses and
residences, as access would be limited to right-in and right-out. The three-lane alternative would
provide full access to all adjacent properties but long queues and high levels of congestion will
make access difficult. The four-lane undivided alternative would provide full access to all
adjacent properties but lack of turn-lanes would make turning off or onto Blake Road difficult.
The five-lane alternative ranks the highest in this category, as it would provide full access to all
adjacent properties and provides a refuge area for vehicles.
Right of Way Impacts
This criterion measures the right of way impact of each roadway alternative. Alternatives that
require less right of way will have lower right of way acquisition costs and fewer impacts to
adjacent properties. The pedestrian and bicycle amenity zone will be approximately 20 feet on
either side of the proposed roadway and therefore add about 40 feet of width to the overall
cross-section. The existing roadway and sidewalk section between Excelsior Boulevard and TH
7 varies but is approximately 84 feet in width. The right-of-way varies from 84 feet just south of
Cambridge to 112 feet south of TH 7. North of TH 7, the right-of-way is as narrow as 72 feet in
locations. South of the Minnehaha Creek Bridge the right-of-way is between 90 and 94 feet.
The three-lane and four-lane undivided alternatives require minimal right of way due to the
narrower roadway width proposed. The five-lane alternative would require approximately a 5 to
10 foot strip of right of way which could be minimized in critical areas. The four-lane alternative
would require the greatest amount of additional right of way. Approximately a 12 to 17 foot strip
would be required; however, this could be minimized in critical areas.
Construction Cost
Typical construction cost for an urban arterial is approximately 200 dollars per lane foot in a
corridor like Blake Road. This would include storm sewer, utility relocations and complete
roadway reconstruction. Bridge replacement, retaining walls, median treatments, urban
streetscape improvements and other unique features would be in addition to this amount. The
distance between Blake Road and TH 7 is approximately 4000 feet. Based on these general
estimates the roadway alternatives would have the following costs:
•
•
•
•

Three-lane alternative -- $2,400,000
Four-lane undivided alternative -- $3,200,000
Five-lane alternative -- $4,000,000
Four-lane divided alternative --$4,400,000

Environmental Impacts
Several measures were suggested for measuring the potential environmental benefits or impacts
of the project relative to this criterion. These measures included:
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•
•
•
•
•
•

Connections to existing amenities – Minnehaha Creek, Cottageville Park
Stormwater Management
Green Infrastructure
Green Space
Impervious Surfaces – Build vs. No-build
Impacts to water quality, air quality, noise, and health

For many of these criteria the number of lanes will not determine how well the project addresses
these criteria. For example, connections to existing amenities will not be affected by the number
of lanes. On the other hand, as the number of lanes increases there is more impervious surface
and less room available for green infrastructure. In this regard the environmental impacts will
vary with the overall cross-section and right-of-way needs. In general, alternatives with greater
right of way requirements are assumed to have greater environmental impacts. The three-lane
alternative would have the least environmental impacts while the four-lane divided alternative
would have the greatest environmental impacts.
Economic Development
This criterion measures the ability of the roadway to accommodate the cities’ economic
development goals for the project. Measures related to place making, level of public amenities,
and alignment with city’s vision for pedestrian-oriented redevelopment are more dependent on
the level of investment made in the amenity zones rather than the number of lanes. A higher
density urban development will create more traffic that should be accommodated at a
reasonable level of service. A highly congested corridor with long vehicle queues and stop and
go traffic will not be an attractive location for residential development. Therefore in scoring this
criterion it was assumed that alternatives that provided acceptable traffic operations levels were
better than those that did not. Although the need for additional right-of-way could limit the
space available for actual redevelopment the additional area needed for the roadway corridor is
very small compared to the total land area available for development.
The three-lane and four-lane undivided alternatives ranked the lowest in this alternative
because they would not accommodate corridor traffic volumes, resulting in long delays, queues,
and discouraging investment. The four-lane divided and five-lane alternatives ranked higher
because they would meet corridor traffic needs. In particular, the five-lane alternative would
maximize business access.
Streetscaping
Opportunities for streetscaping were compared for the four roadway alternatives. Streetscaping
has a positive influence on corridor aesthetics and the bicycle and pedestrian experience. The
three-lane and four-lane undivided alternatives are the narrowest and therefore provide the
greatest opportunity for streetscaping behind the curb. The five-lane alternative would allow a
moderate amount of streetscaping behind the curb. The disadvantage of these alternatives is
that there are no medians included in the design, so there are not opportunities to provide
streetscaping in the median to improve the aesthetics of the corridor.
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The four-lane divided alternative is a wider roadway than the other alternatives; however, there
are opportunities for streetscaping in the median. Streetscaping in the median would result in a
more attractive roadway. The four-lane divided alternative is preferred from the streetscaping
and corridor aesthetics perspective. Draft concepts for streetscaping the four-lane alternative
are shown in Figure 10.
Conclusion
The results of this evaluation are summarized in the following table. The table shows that the
five-lane and four-lane divided alternatives have similar results. The three-lane alternative and
the four-lane alternative would be difficult to implement because they perform poorly relative to
the safety and operations standards required for state aid and many federal aid funding sources.
The four-lane divided cross-section is the recommended roadway cross-section for this corridor.
The width and locations of medians should be developed to minimize the right-of-way needs
and to maintain reasonable business access.
Roadway Alternatives
Criteria

4Lane

3-Lane

5Lane

4-lane
Divided

Operations

1

2

4

4

Safety

2

2

3

5

Pedestrian Crossings

3

2

2

4

Business and Residential Access

3

3

4

2

Right-of-Way Impacts

4

4

3

2

Construction Cost

4

3

2

1

Environmental Impacts

4

4

3

2

Economic Development

2

2

4

5

22

22

25

25

Total Score
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Bicycle and Pedestrian Alternatives
Alternatives
Three alternatives were proposed for pedestrian and bicycle facilities in the corridor: on-road
bike lanes with sidewalk, cycle track with sidewalk, and multipurpose trails. Each of these
alternatives is illustrated in Figure 11.
Under each of these alternatives approximately 20 feet on each side of the roadway is allocated
to the bicycle and pedestrian facilities. The following sections describe the evaluation criteria
and discuss performance of each alternative.
Operations
This criterion addresses travel time for bicycles and pedestrians in the entire corridor and delay
for pedestrians and cyclists at intersections/crossings. The travel time in the corridor is a
function of the driveways and side street entrances onto Blake Road as well as the number of
signalized intersections on Blake Road. Bicyclists in an on-road bike lane will follow the same
rules of the road as other vehicles; stopping at red lights and continuing through stop controlled
side streets and driveways. With the cycle track and multipurpose trail alternatives, pedestrians
and bicyclists would also stop at red lights at the signalized intersections and would have the
right-of-way at the stop controlled side streets. However, bicyclists using the multi-purpose trail
or cycle track would probably slow some at driveways and side streets to make sure there were
not conflicts with the side street traffic. Because the multi-purpose trail would be two-way,
bicyclists would not have to cross Blake Road to travel in the opposite direction.
In summary, there are not significant advantages or disadvantages to any of the alternatives
relative to this criterion. Because this section of Blake Road is relatively short the slight travel
time advantage for on-road bike lanes is not considered significant.
Bicycle facility safety and comfort for likely users
Bicycle facility safety is related to the potential for conflicts and crashes between bicyclists and
motor vehicles. All facilities have the potential for conflicts at intersections.
On-street bike lanes would have the greatest potential for conflicts between intersections as
there is not physical separation between bike and travel lanes. Multipurpose trails and cycle
tracks would have less potential for conflict because they would provide physical separation
between bicyclists and moving traffic. Because cycle tracks and multipurpose trails would be
located further from the travel lane, there is potential for increased conflicts at intersections
because motorists may have a more difficult time seeing a bicyclist riding on a trail or cycle
track.
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Based on discussions at TAC meetings and input from the public, it is expected that bicyclists
using the corridor will be less-experienced riders and families accessing the Cedar Lake Regional
Trail and the future Southwest LRT station. With this understanding, the on-road bike lane
alternative would not provide a comfortable facility for the expected bicycle users in the
corridor. An on-street facility on a four-lane roadway is typically not comfortable for
inexperienced bicyclists and families. The cycle track and multipurpose trail alternatives would
provide a more comfortable facility for the expected types of bicyclists in the corridor.
Pedestrian safety and comfort
Pedestrian safety and comfort is influenced by several factors, including the number of conflict
points, uncontrolled crossings, visibilities between modes, travel speeds, and interactions with
motor vehicles and bicyclists.
The greatest difference between the alternatives is related to separation between pedestrians,
motor vehicles, and bicyclists. Facilities with greater separation from traffic are more
comfortable and safe for pedestrians. Pedestrians are more comfortable walking on facilities
that are separated from bicyclists, as the speed differential between pedestrians and bicyclists
can create conflicts between users.
The other potential difference between the alternatives is the amount of space available for
plantings/landscaping/streetscaping. As shown in the proposed sections, the amount of space
provided for plantings/landscaping/streetscaping is very similar among alternatives.
The bike lane and cycle track alternatives would be more comfortable for pedestrians because
bicyclists and pedestrians would have separate facilities and the sidewalk would be separated
from travel lanes by over 11 feet. The multipurpose trail alternative would be less comfortable
for pedestrians because they would share the trail with bicyclists. The multipurpose trail would
also provide less separation between pedestrians and travel lanes.
Bicycle facility directness and connections to destinations
This criterion measures how easily a bicyclist can reach destinations on both sides of the
corridor. All alternatives would provide bicycle facilities on both sides of the roadway. However,
the bike lane and cycle track alternatives would provide one-way facilities, which would require
some bicyclists to cross Blake Road twice to reach some destinations. The multipurpose trail
alternative would provide better connections to destinations, as it would be a two-way facility.
Economic development, right of way impacts, and construction costs
Economic development, right of way impacts, and construction costs would be similar for all
alternatives.
Maintenance costs and ease of maintenance
This criterion refers to the cost and ease of maintaining bicycle and pedestrian facilities through
the winter. The bicycle lane alternative would be the easiest to maintain in the winter, as the
bike lane could be plowed with the roadway. The sidewalk would need to be plowed separately.
The cycle track and sidewalk alternative would result in the greatest maintenance costs, as both
the cycle tracks and sidewalks would need to be plowed separately from the roadway. The
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multipurpose trail alternative would need to be plowed separately from the roadway, but
maintenance costs would be lower than removing snow from both a cycle track and sidewalk.
Maintenance of the off-street alternatives (multipurpose trail and cycle track) would result in
better winter bicycling conditions than maintenance of the on-street bike lane. It can be
challenging to effectively keep a bike lane clear of snow and ice because vehicles tend to pack
down snow and ice in the bike lane.
Environmental Impacts
This criterion considers connections to existing amenities (Minnehaha Creek, Cottageville Park),
stormwater management, green infrastructure, green space, impervious surfaces, and impacts to
water quality, air quality, noise, and health.
There are no real differences among the alternatives relative to these measures. Each of these
alternatives can be developed to address the connections and stormwater management. The
amount of impervious surface is going to be very similar especially since the buffer area on these
alternatives is likely to be impervious surface.
Conclusions
The following table summarizes the scoring of the alternatives relative to the criteria. There is
not a significant difference among the alternatives. Because of the type of bicycle users that are
expected in this corridor (less experienced occasional users) the multi-purpose trail was slightly
favored because the facility will require fewer crossings of Blake Road and it would physically
separate the bicyclists from vehicles on the roadway.

Criteria

On-road
Bike Lane

Multi-purpose
Trail

Cycle Track

Operations

4

3

3

Bike Safety and Comfort

3

5

5

Pedestrian Safety and Comfort

5

5

4

Bike Facility Directness to Destinations

3

3

5

Economic Development

3

3

3

Right-of-way Impacts

3

3

3

Construction Costs

3

3

3

Maintenance Costs

3

2

3

Environmental Impacts

3

3

3

30

30

32

Total
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Other Alternatives
Excelsior Boulevard to Railroad Crossing
The primary alternative consideration in this section of the corridor is whether to leave the
median open at the access to Westside Village apartments and access to the LRT station area
development, as illustrated in Figure 12. A median break will require the addition of a second
southbound left-turn lane at Excelsior Boulevard to provide adequate storage. It is also
assumed that pedestrians will cross at this location even if there is no marked pedestrian
crossing. If the median is closed at this access a separate marked pedestrian crossing would be
provided south of the railroad tracks.
The two alternatives were evaluated based on safety, construction costs, right of way impacts,
access for all modes, and economic development. Closing the median would result in improved
safety, but would reduce access for vehicles, pedestrians, and bicyclists. Pedestrians and
bicyclists would need to travel out of their way to cross Blake Road at Excelsior Boulevard or the
existing regional trail crossing. An open median with pedestrian crossing would preserve vehicle
access, improve pedestrian and bicyclist connectivity, and support future economic development
by preserving access in this location.
Conclusion
The recommendation at this location is to leave the median open at the Westside Village
apartments since it would provide a more direct connection for pedestrians and would provide
the necessary access for future development at this location. It is expected that if a marked
crossing is provided it would be north of the median opening.

Cedar Lake Regional Trail Crossing – Grade Separated or At-Grade
The alternatives being considered at this location address the need for a grade separation of the
Cedar Lake Regional Trail and Blake Road as part of the Blake Road project. The focus of this
analysis is on how this grade separated crossing would impact the goals for the Blake Road
corridor rather than the impact on the use and safety of the Cedar Lake Regional Trail. This
crossing is currently at-grade. The grade separated and at-grade crossing alternatives are shown
on Figure 13.
The alternatives were evaluated based on safety, construction costs, right of way impacts, and
directness of bicycle and pedestrian connections. The grade separated option would improve
safety for bicyclists and pedestrians. However, the construction costs and right of way impacts of
this alternative are significantly higher than the at-grade crossing. The grade separated
alternative would also require pedestrians and bicyclists to travel out of their way to cross Blake
Road.
Conclusion
While the grade separated crossing may make sense from the standpoint of Cedar Lake trail
users it would not provide much benefit for the users of the Blake Road corridor. As a result it is
recommended the grade separation not be pursued as part of the Blake Road corridor project. If
Three Rivers Park District would like to pursue the grade separation as a separate project the
Blake Road project should be designed to allow for this option.
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Lake Street Pedestrian Crossing
Two alternatives are considered for the pedestrian crossing at Lake Street: an at-grade crossing
or grade-separated crossing along Minnehaha Creek, located underneath the Blake Road Bridge
over the creek. Similar to the Cedar Lake Regional trail crossing evaluation the focus of this
analysis is on how this grade separated crossing would impact the goals for the Blake Road
corridor rather than the impact on the use and safety of a trail system along Minnehaha Creek.
The alternatives were evaluated based on safety, construction costs, right of way impacts, and
directness of bicycle and pedestrian connections. As at the regional trail crossing, a grade
separated trail crossing along Minnehaha Creek would improve safety for pedestrians and
bicyclists. However, the grade separated crossing at Minnehaha Creek would be more circuitous
and less likely to be used for trips beginning or ending in the Blake Road corridor.
The cost of constructing a grade separated trail crossing along Minnehaha Creek would be
significant. To provide a trail underneath the Blake Road Bridge over Minnehaha Creek, the
existing bridge would have to be raised by approximately 4 feet. Hiawatha Avenue access to
Blake Road would need to be closed and Hiawatha Avenue would need to be rerouted to connect
to Lake Street. Lake Street would need to be reconstructed adjacent to Blake Road to meet the
new grade of the roadway and the bridge over Minnehaha Creek would need to be replaced.
This could add $2 to $3 million of construction costs to the Blake Road project.
Conclusion
While the grade separated crossing may make sense from the standpoint of a trail system along
Minnehaha Creek it would not provide much benefit for the users of the Blake Road corridor.
Raising the bridge would result in significant impacts and design changes on Blake Road. As a
result it is recommended the grade separation not be pursued as part of the Blake Road corridor
project.

Intersections at Lake and 2nd Streets
The alternatives at the intersections of 2nd Street and Blake Road and Lake Street and Blake
Road address the best type of traffic control at these intersections. Traffic signals were
compared with roundabouts at these intersections, as shown in Figure 14. These alternatives
were evaluated based on traffic operations, safety and conflict points, pedestrian crossings,
access, right of way impacts, environmental impacts, construction costs, and aesthetics.
Conclusion
The overall evaluation rates the alternatives as fairly equal. The roundabout is considered better
relative to the pedestrian crossing, access and aesthetic criteria but will cost more, have more
right-of-way impacts and more negatively impact the Cold Storage site and Minnehaha Creek.
The roundabouts may also require a signal at 2nd Street in order to prevent vehicle queues from
blocking the intersection at 2nd Street or queuing onto the railroad tracks. Therefore the
signalized intersection at 2nd Street is recommended as the preferred alternative in this area.
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TH 7 Intersection
The issue at TH 7 is whether to widen the Blake and Aquila approaches to TH 7 in order to add a
second left-turn lane to provide more capacity, as shown in Figures 15a and 15b. Seven
criteria were identified for evaluating alternatives for the intersection configuration: operations,
safety and conflict points, pedestrian crossings, access, right of way impacts, construction costs,
and environmental impacts. Additionally, a grade-separated pedestrian crossing of TH 7 was
considered at this location.
Conclusion
Adding a second left-turn lane on the Blake Road and Aquila approaches to TH 7 would improve
intersection traffic operations and safety. However, it would involve construction of retaining
walls, some right-of-way acquisition, and the longer crossing of Blake Road would be less
friendly for pedestrians and bicyclists. Because this intersection experiences the worst existing
and projected traffic congestion in the corridor, it is recommended that dual left-turn lanes be
installed at this location. There is little demand for pedestrian and bicycle crossings of Blake
Road at this location. Preliminary designs for this intersection would shorten the crossing of TH
7 as compared to existing conditions.
There is significant public support for adding a pedestrian bridge over TH 7 in this location. A
pedestrian bridge would provide a much safer crossing of TH 7 for pedestrians and bicycles;
however, it would result in significant property impacts and would screen adjacent properties.
At this time it is not recommended to pursue a pedestrian bridge. Future consideration of a
bridge should be coordinated with MnDOT to ensure that the bridge would not conflict with
long-term plans for this intersection.

Interlachen Boulevard to Excelsior Boulevard
In this segment, additional roadway, bicycle, and pedestrian alternatives were not determined
necessary to consider as part of the project. The existing two-lane roadway provides acceptable
traffic operations and is expected to continue to provide adequate capacity for the future. The
existing on-street bike lanes are appropriate for this section. Traffic volumes on this segment of
Blake Road are low enough that most bicyclists are comfortable on this facility. A sidewalk on
the west side of the road is proposed to meet the needs of pedestrians in this segment of Blake
Road.

TH 7 to 36th Street
This segment of Aquila Avenue is currently a four-lane divided roadway with sidewalk on the
east side of the road. There are no bicycle facilities in this segment. The existing roadway
configuration is expected to provide adequate traffic operations in the future. Multipurpose
trails are proposed on both sides of the road to provide for both pedestrians and bicyclists.
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7. Recommendations
The evaluation of alternatives led to the following recommendations for the corridor. These
recommendations are broken out by segment.

Interlachen to Excelsior Boulevard
Cross-section
Figure 16 shows the preferred alternative for Interlachen to Excelsior Boulevard. The
recommended cross-section in this segment has two lanes with on-road bike lanes and sidewalk
on the west side.

Sidewalk on West Side
The primary improvement in this section is the addition of a sidewalk on the west side of Blake
Road. The sidewalk would provide a facility for pedestrians from the residential areas south of
Excelsior Boulevard, and provide connection to Excelsior Boulevard, the future Blake Road LRT
station and other areas on Blake Road north of Excelsior Boulevard.

Maintain existing bike lane on Blake Road
It is recommended to maintain the existing bike lane on Blake Road south of Excelsior
Boulevard. Existing and projected traffic volumes are low enough that the bike lane will
continue to be a comfortable facility for many bicyclists.

Excelsior Boulevard to TH 7
Cross-Section
Figure 17 shows the preferred alternative for Blake Road between Excelsior Boulevard and TH
7. The recommended cross-section in this segment is a four lane divided roadway with multi-use
trail on both sides of Blake Road. The roadway width in the proposed typical section was
reduced by 6.8 feet from the roadway section that was initially considered. The purpose of
reducing the roadway width is to help reduce speeds on Blake Road while maintaining the
capacity needed in this section. The reduced roadway width was accomplished by narrowing
through lanes from 11 feet to 10.8 feet and by narrowing the median by 6 feet. At locations
where there are left turn lanes there would be no raised median. The space gained was added to
the boulevard area increasing the boulevard from approximately 8 feet to 11 feet and increasing
the separation between vehicle traffic and pedestrians and bicyclists.
The 10 foot multi-use path on both sides of Blake Road will be a combined facility for bikes and
pedestrians based on the feedback received from the public. The key public input was that
bicyclists in this corridor are occasional and recreational users who are making shorter trips in
the corridor and that both bicyclists and pedestrians do not want to cross Blake Road if they can
avoid it. The multi-use path is two-way and does not require bikers to cross the roadway unless
their destination is on the other side of the road. In general bicyclists along Blake Road will be
traveling at lower speeds and present less conflict with pedestrians.
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Urban Design Treatments
Landscape and hardscape treatments were considered in this section during the evaluation
phase to make sure that adequate space was provided to accommodate the urban design
treatments that will create a friendly environment for pedestrians and bicyclists. Design and
treatments along the boulevard and the multi-use trail will be developed further during the final
design phase of this project. It is also recommended that the City of Hopkins consider zoning
requirements for a green buffer strip between the multi-use trail and the adjacent properties to
enhance the bicycle and pedestrian corridor and separate it from adjacent parking lots and
buildings. It is also recommended that the overhead utilities in the corridor be put underground
to further enhance the pedestrian and bicycle corridor.

Excelsior Boulevard and Blake Road Intersection
It is recommended to provide two southbound left turn lanes in order to provide adequate
storage between the median opening at the West Side Village access and Excelsior Boulevard.
Combined through and right-turn lanes on southbound Blake Road and northbound Blake Road
are recommended in order to minimize crossing distance on Blake Road at the intersection.
Minimize radius for right-turns on all approaches to intersection to reduce speed of right-turns
and minimize pedestrian crossing distances.

Median Opening at West Side Village Access
It is recommended to provide full access to Blake Road at West Side Village to support the
development associated with the Blake Road Station and the vitality of the West Side Village
apartments.

Pedestrian Crossing between Excelsior Boulevard and Railroad Tracks
A marked pedestrian crossing with Rectangular Rapid Flashing Beacon (RRFB) is recommended
north of the West Side Village Access where there is a full width median. This RRFB will be
interconnected with the railroad crossing so that southbound vehicles are not trapped on the
railroad tracks by the RRFB when a train is coming. This may require that the RRFB not
activate when a train is within a selected distance from the Blake Road crossing.

Railroad Crossing
A railroad signal and gate arms will be provided at the railroad crossing with Blake Road. This
signal and gate arms will be activated by both the freight trains and the light rail vehicles. This
crossing will be the responsibility of the Southwest LRT project.

Cedar Lake Trail Crossing
Three Rivers Park District is proposing a grade separation at the Cedar Lake Regional Trail
crossing of Blake Road. An at grade connection between the Cedar Lake Road Regional trail and
the multi-use trail on either side of Blake Road will be maintained. It is recommended that no
marked at grade crossing be provided where the Cedar Lake trail intersects with the Blake Road
multi-use trail. Pedestrians and bicyclists crossing Blake Road would be encouraged to use
either the Cedar Lake Trail underpass of Blake Road or the marked at grade crossings at 2nd
Street or just south of the railroad tracks.
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2nd Street Intersection
The intersection of 2nd Street and Blake Road will be a signalized intersection and will include
pedestrian crossings. The 2nd Street signal will be interconnected with the railroad signal so that
northbound vehicles are not trapped on the railroad tracks when a train is coming and
southbound vehicles do not back up into the intersection of 2nd Street and Blake Road when the
gate arms are down. The east approach of the 2nd Street intersection will serve as the primary
access for the Cold Storage site.

Lake Street Intersection
The intersection of Lake Street and Blake Road will have side street stop control. A marked
pedestrian crossing with RRFB is recommended on the north side of the intersection. Longer
term it is recommended that the Hiawatha Avenue intersection with Blake Road be closed and a
connection from Hiawatha to Lake Street be provided.

Minnehaha Creek Bridge
It is recommended that the Minnehaha Creek Bridge be retained. The bridge is in good
condition and can accommodate the proposed cross section.

Oxford Street
It is recommended that the median extend through the intersection of Oxford Street and Blake
Road. Oxford Street would have right in and right out access on Blake Road. Businesses on the
west side of Blake Road would also have right in and right out access. The boulevard between
Blake Road and the multi-use trail will be reduced in this area in order to minimize right-of-way
impacts.

Cambridge Street
No change in the lane configuration is proposed at this intersection. The intersection of
Cambridge Street and Blake Road will be signalized.

TH 7
The intersection of Blake Road/Aquila Avenue and TH 7 is recommended to be modified to add
a second left turn lane for northbound left turns on Blake Road and southbound left turns on
Aquila Avenue. In addition the southbound free right on Aquila Avenue will be modified so that
right-turns are made closer to TH 7. Modification of the southbound free right will be completed
as part of a separate MnDOT project. A right-turn lane will be added for southbound right turns.
It is recommended that the radius on all corners of the intersection be reduced to reduce right
turn speeds and minimize pedestrian crossing distances.

TH 7 to 36th Street
Cross-Section
Figure 18 shows the preferred alternative for Aquila Avenue between TH 7 and 36th Street.
The recommended cross-section in this segment is a four-lane divided roadway with multi-use
trail on both sides of Aquila Avenue. The roadway section in this segment will have a minimum
4 median at left turn lanes, 10.8 foot through lanes, a 7 foot boulevard and an 8 foot trail. This
section will require acquisition of some right-of-way.
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Urban Design Treatments
No specific recommendations have been made regarding landscape or hardscape in this section

36th Street Intersection
This intersection is currently signalized and it is recommended that it be signalized in the future.
It will have the same lane configuration as the current intersection.

37th Street Intersection
This intersection is currently signalized. A roundabout was considered as an alternative at this
intersection. The City of St. Louis Park will continue to evaluate both alternatives for this
intersection.

Cost Estimate
The estimated construction costs for the improvements are approximately $11.7 million in
current dollars (2015). A 20% contingency is included in the construction costs. Table 2
provides a summary of the estimated costs broken out by the major project components and by
agency. The estimate includes approximately $2.3 million for engineering and administration
costs. The estimate does not currently include any costs for city utilities, undergrounding the
overhead utilities or for right of way. The estimated construction costs are based on conceptual
design and will change as more detail design is completed.
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Table 2: Blake Road: Interlachen to 36th Street
Project Cost Estimate Summary (Based on Preliminary Layout)
Last Revision: 4/24/2015

Hennepin
county

IMPROVEMENT

Hopkins

Edina

St. Louis Park

TOTAL PROJECT
CONSTRUCTION
COST

A

Mobilization

$

472,000 $

118,000 $

50,000 $

50,000 $

740,000

B

Removals

$

329,340 $

6,250 $

700 $

54,450 $

391,440

C

Grading and Paving (E/S)

$

2,565,760 $

- $

- $

1,029,530 $

3,595,290

D

Retaining Walls

$

1,104,000 $

- $

- $

72,000 $

1,176,000

E

Box Culvert

$

- $

- $

- $

- $

-

F

Storm Sewer

$ 384,718.13 $ 398,025.63 $

$

312,850 $

1,095,594

G

Subsurface Drains

$

2,180 $

- $

- $

800 $

2,980

H

Sanitary Sewer

$

- $

- $

- $

- $

-

I

Water Main

$

- $

- $

- $

- $

-

J

Multi-use Path --Assumed to be Concrete

$

432,000 $

21,600 $

86,400 $

51,000 $

677,400

K

Concrete Pavement & Curb and Gutter

$

218,550 $

- $

- $

86,880 $

305,430

L

Traffic Control

$

121,000 $

- $

- $

48,400 $

169,400

M

Signing/Striping

$

53,490 $

- $

- $

21,565 $

75,055

N

Traffic Signals

$

549,000 $

262,500 $

- $

56,250 $

867,750

O

Turf Establishment/Erosion Control

$

77,600 $

- $

- $

40,708 $

118,308

P

Lighting

$

100,000 $

100,000 $

- $

30,000 $

230,000

Q

Landscaping

$

125,000 $

125,000 $

- $

25,000 $

275,000

R

Building Demolition

$

- $

- $

- $

- $

-

S

Contingency (20%)

$

1,306,928 $

206,275 $

27,420 $

375,887 $

1,943,929

CONSTRUCTION COST SUBTOTAL $

7,841,566 $

1,237,651 $

164,520 $

2,255,319 $

11,663,576

$

1,568,313 $

247,530 $

32,904 $

451,064 $

2,332,715

TOTAL COST $

9,409,879 $

1,485,181 $

197,424 $

2,706,383 $

13,996,291

T

1

2

2

4

Engineering / Administration (20%)

-

NOTES:
1. Storm Sewer Costs were split 50% County and 50% City
2. Sanitary Sewer and Watermain are not estimated
3. Multi-use path was assumed as replacement of existing sidewalks
4. County assumed to have 3 legs at Excelsior, 2 legs at 2nd and 2 legs at Cambridge and 1 leg at TH 7, Hopkins has 1 leg at Excelsior, 2 legs at 2nd and 2 legs
at Cambridge
General Note: Right-of-way costs are not included.
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8. Next Steps
The recommendations in this study represent a concept design for the corridor that addresses
the goals of the various stakeholders. There is significant additional design that is required
before final costs and right of way can be determined. Additional study is needed of the utilities
in the corridor to determine what should be replaced and the location for the utilities. As
indicated earlier more detail also needs to be developed for the urban design elements of the
corridor. The next step in the engineering process is to complete final design for the corridor
which will help establish final construction limits and right of way needs. The urban design
should also be addressed during the development of final plans.

Environmental Review
This project is subject to state environmental regulations and potentially subject to federal
environmental regulations depending on the funding sources. If federal funding is secured for
the project a Federal Project Memorandum or Environmental Assessment will be needed. A
state Environmental Assessment Worksheet should also be completed. There is also potential
for 4(f) and 6(f) impacts associated with the road in the area of Cottageville Park. The
environmental review would determine potential environmental impacts and identify
appropriate mitigation measures.

Funding Sources
A variety of funding sources will be utilized to construct this project. Local funding sources
could include:
•
•
•
•
•

City of Hopkins: Local utilities and undergrounding of overhead utilities on Blake Road
between Excelsior Boulevard and TH 7
City of St. Louis Park: Aquila Avenue Improvements
City of Edina: Sidewalk improvements in Edina
Hennepin County: Blake Road between Excelsior Boulevard and TH 7
MnDOT: TH 7 intersection – Potential for Cooperative Agreement Funds

In addition, federal funding sources will be pursued and could include:
•

•

TIGER Grant: Federal funding for multi-modal transportation projects that generate
economic development and improve access to reliable, safe, and affordable
transportation. The minimum federal funding per project is $10 million.
Transportation Alternatives Program: Federal funds administered through the
Metropolitan Council that could be used for multi-use trail and aesthetic enhancements.

Coordination with other projects
The design of this project needs to be coordinated with several other projects that will be
designed and potentially constructed in the same time frame. This includes:
•
•

Southwest LRT and Blake Road Station Area
Cedar Lake Regional Trail grade separation
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•
•
•

Cold Storage Site Development Plans
Highway 7 intersection improvements
City of Hopkins local street reconstruction
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Appendix
Blake Road Corridor Study Alternatives Evaluation Memo
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engineering planning environmental construction

701 Xenia Avenue South
Suite 300
Minneapolis, MN 55416
Tel: 763-541-4800
Fax: 763-541-1700

Nate Stanley, PE
City of Hopkins

From:

Tony Heppelmann, PE
WSB & Associates

Date:

November 18, 2014

Re:

Blake Road Corridor Study
Evaluation of Alternatives
WSB Project No. 01787-240

AF

To:

T

Memorandum (Draft)

R

This memorandum discusses the evaluation of alternatives considered for improvements to Blake
Road between CSAH 3 and TH 7 in Hopkins. It does not apply to the sections in Edina or St.
Louis Park. It provides a discussion of the assumptions used to evaluate alternatives based on
the evaluation criteria reviewed by the project Technical Advisory Committee (TAC) in July
2014 and comments received since the last TAC meeting in October, 2014.

Alternatives Considered

D

The following alternatives were identified as potential improvements to address the goals and
objectives of the Blake Road Corridor Study. Alternatives are grouped into three categories:
Roadway, Pedestrian and Bicycle Facilities, and Other Alternatives. Different evaluation criteria
apply to each category. The following alternatives are discussed below in the Evaluation Criteria
section.

Roadway Alternatives between CSAH 3 and TH 7
•
•
•
•

Three-lane – Center left-turn lane and right-turn lanes (47 feet curb face to curb face)
Four-lane – No separate turn lanes (48 feet curb to curb)
Five-lane – Center left-turn lane with no median and no right-turn lane (59 feet)
Four-lane Divided – Median with left-turn lanes and no right-turn lane (66 feet)

Pedestrian and Bicycle Facilities between CSAH 3 and TH 7
•
•
•

On-road bike lanes
Cycle track plus sidewalk
Multipurpose trails
St. Cloud  Minneapolis  St. Paul
Equal Opportunity Employer
wsbeng.com
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Other Alternatives
Excelsior Boulevard to Railroad Crossing
• Median break at Westside Village apartment access for both vehicles and pedestrians
• Median break at Westside Village apartment access for pedestrians only
• Median break immediately south of railroad crossing
• No median break
Cedar Lake Regional Trail Crossing
• At grade crossing
• Grade separated

AF

T

Lake Street Pedestrian Crossing
• At-grade crossing
• Grade separated crossing
Intersections at Lake and 2nd Streets
• Signalized intersections
• Roundabouts

D

R

Intersection at TH 7
• At-grade intersection
• Grade separated interchange

Evaluation of Alternatives
The following sections provide a brief summary of the alternatives and discusses the
performance of each alternative relative to each of the evaluation criterion. At the end of the
discussion is a numerical summary of the relative performance of the alternatives against that
criterion. The numerical summary is based on a scoring range of 1 through 5 with the higher
score representing better performance. The ratings try to capture the relative differences among
the alternatives. At the end of the evaluation is a conclusion section that provides a summary
table and recommendation on the preferred alternative for that category or area.

Roadway Alternatives
Four different roadway sections were evaluated for the section of Blake Road from Excelsior
Boulevard to TH 7. The alternatives evaluated are:
• Three-lane – Center left-turn lane and right-turn lanes (47 feet curb to curb) Figure 1
• Four-lane undivided– No separate turn lanes (48 feet curb to curb) Figure 2
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•
•

Five-lane – Center left-turn lane with no median and no right-turn lane (59 feet curb to
curb) Figure 3
Four-lane Divided -- Median with left-turn lanes and no right-turn lane (66 feet curb to
curb) Figure 4

Seven different criteria were identified for evaluating the roadway alternatives for Blake Road
between CSAH 3 and TH 7. Economic development was added as an eighth criterion.

Operations

AF

T

This criterion measures the ability to provide sufficient capacity for the existing and forecast
volumes on Blake Road. A capacity analysis of the existing signalized intersections on Blake
Road was completed for both the existing and forecast am and pm peak hour volumes to
determine vehicle delay, level of service and queue lengths with the current lane geometry. The
signalized intersections on Blake Road include Excelsior Boulevard, 2nd Street, Cambridge
Street, TH 7, 37th Street, and 36th Street. The results of that analysis are shown on Table 1.
TH 7

Excelsior Boulevard

R

The Blake Road and TH 7 intersection currently operates at LOS “E” in the PM peak hour
and is forecast to operate at LOS “F” in the PM peak hour in 2035 without any improvements
at the intersection. The back-ups from the TH 7 intersection are forecast to spill back into the
intersection of Blake Road and Cambridge Street and will cause that intersection to operate at
LOS “E” in 2035.

D

The other intersection that currently has some movements at LOS “D” is the Excelsior and
Blake Road intersection. An analysis was completed to determine if the number of lanes on
Blake Road at this intersection could be reduced to provide a three-lane section on Blake
Road north of the intersection and still maintain an acceptable LOS (LOS “D” or better).
This would require reducing southbound Blake Road to one through lane, reducing
eastbound Excelsior Boulevard to a single left-turn lane, and reducing northbound Blake
Road to a single through lane. The purpose of this analysis was to determine whether
acceptable traffic operations could be maintained at this intersection if Blake Road was
reduced to a single through lane in each direction north of Excelsior Boulevard. The analysis
shows that the intersection would operate at LOS “E” in the pm peak hour in 2035 with some
individual approaches at LOS “F”. See Table 2.
2nd Street

An analysis was also completed at the 2nd Street and Blake Road intersection assuming only
one through lane in each direction. The analysis shows this intersection would operate at
LOS “E” in the pm peak hour in 2035 with some individual approaches operating at LOS “F”
under this option. In addition to the overall level service this analysis showed that with a
single through lane in each direction on Blake Road, the queues on Blake Road would extend
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back through adjacent intersections further degrading the level of service on the roadway and
creating extremely long delays on side-streets such as Lake Street.
As result of the analysis it was concluded that two through lanes in each direction are required
which eliminates the three-lane alternative. The poor level of service for vehicles under these
alternatives also impacts vehicle safety and pedestrian and bicycle safety. Even though the
distance that pedestrians and bicycles must cross will be less with the three-lane alternative, due
to long vehicle queues at unsignalized intersections there will not be gaps in the traffic for
pedestrians and bicyclists to cross.

AF

T

The operations analysis of the four-lane undivided alternative shows that it would provide
enough capacity for traffic between the railroad tracks and Cambridge Avenue to maintain LOS
“D” or better operations. Left and right turn lanes are needed at Excelsior Boulevard, Cambridge
Avenue and TH 7 in order to maintain an acceptable level of service. The four-lane divided and
five-lane alternatives would provide adequate capacity for the future and better intersection
operations than the other alternatives as shown in Table 1.

Safety

D

R

Operations Summary:
• Three-Lane Alternative – Fails to provide enough capacity to accommodate forecast 2035
traffic. Score: 1
• Four-Lane Alternative – Provides acceptable capacity at 2nd, but not at Excelsior,
Cambridge, and TH 7. Score: 2
• Four-Lane Divided and Five-Lane Alternatives—Provides acceptable traffic operations at
all intersections except at TH 7. Score: 4

This criterion measures whether the alternative will reduce crashes and conflicts on Blake Road.
Rear end, right angle, and side swipe crashes are the three most common crash types on this
segment of Blake Road. The roadway alternatives were evaluated based on their potential to
reduce these types of crashes.
Three-lane roadway

The three-lane roadway alternative would potentially reduce rear end crashes because it
provides turn lanes at intersections. However, this alternative may result in an increase in
right angle crashes because vehicles entering Blake Road from side streets would have fewer
gaps in traffic and much longer delays than currently exist. As a result, a driver may try to
take shorter gaps in traffic in order to cross or turn left onto Blake Road. In addition the long
queues and delays may cause traffic to run red lights to reduce their travel time in the
corridor.
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Four-lane undivided roadway

The four-lane undivided alternative has the least crash-reduction potential. Four-lane
roadways tend to have higher crash rates than other roadway designs, particularly related to
rear end and side swipe crashes. The four lane undivided roadway alternative will also have
more delays and congestion than the five-lane and four-lane divided roadway alternatives
resulting in potentially more violations of yellow and all red signal phases.
Five-lane roadway

The five-lane alternative is very similar to existing conditions on Blake Road and is not
likely to reduce crash rates in the corridor. As traffic volumes increase crashes have the
potential to increase given the amount of access on the corridor.
Four-lane divided roadway

AF

T

The four-lane divided alternative would provide turn lanes to reduce rear end crashes.
Additionally, the median would provide space to create pedestrian and bicycle refuge
medians to reduce the likelihood of crashes involving pedestrians and bicyclists.

D

R

Safety Summary
• Three-Lane Alternative – High levels of congestion will increase crashes. Score: 2
• Four-Lane Alternative – Lack of turn lanes and moderate congestion will increase
crashes. Score: 2
• Five-Lane Alternatives—Provides turn lanes and maintains acceptable traffic operations
but lack of medians at intersections would create potential conflicts at intersections.
Score: 3
• Four-Lane Divided – Provides turn lanes and medians which help to reduce rear end and
right-angle crashes. Score: 5

Pedestrian Crossings
This criterion measures how well the alternative provides safe and direct pedestrian crossings.
Shorter pedestrian crossing distances are generally safer for pedestrians, as pedestrians spend
less time exposed to the risk of a crash with a vehicle. Medians can also improve safety by
providing pedestrian refuge at intersections so that pedestrians can cross the roadway in two
stages.
Three-lane roadway

The three-lane alternative provides the shortest pedestrian crossing distance. Pedestrian
refuge medians could be installed in mid-block locations where turn-lanes are not needed and
the center left turn lane could be replaced by a median. However, traffic operations analysis
of the three-lane alternative shows that this alternative will have long queues that block
intersections and cross-walks, making it challenging for pedestrians to cross at both
signalized and unsignalized intersections. Traffic will also experience long delays which will

Mr. Nate Stanley
November 18, 2014
Page 6
increase running of yellow and all red signal phases, creating safety problems for pedestrians
crossing at signalized intersections.

Four-lane undivided roadway

A four-lane undivided roadway provides a shorter pedestrian crossing than the four-lane
divided and five-lane alternatives. However, pedestrian crossings of four lane roadways are
challenging because there are not opportunities for pedestrian refuge medians. Pedestrians
must cross traffic traveling in both directions at one time.
Five-lane roadway

AF

Four-lane divided roadway

T

The five-lane roadway presents challenges for pedestrian crossings, as the roadway is wider
than the three- and four-lane undivided alternatives. However, it is possible to provide refuge
medians in locations where turn lanes are not needed.

The four-lane divided alternative is wider than the three-lane and four-lane divided
alternative; however, the median can be used as a refuge for pedestrians at both intersection
and mid-block locations. The median provides a refuge so that pedestrians crossing the
roadway only have to cross one direction of traffic at a time.

D

R

Pedestrian Crossings Summary:
• Three-Lane Alternative – Long queues and high level of congestion will make crossing
difficult; however, the crossing distance is minimized and some refuge medians could be
provided. Score: 3
• Four-Lane Alternative – Lack of medians and moderate levels of congestion will make
crossing difficult. Score: 2
• Five-Lane Alternative—Wider crossing with no refuge area at locations with turn lanes.
Score:2
• Four-Lane Divided —Wider crossing distances but median refuge area can be provided.
Score: 4

Business and Residential Access
This criterion measures how well the alternative provides for business and residential access
along Blake Road. The existing roadway design provides full business and residential access at
most mid-block locations.
The three-lane, four-lane and five-lane alternatives would preserve full access to businesses and
residences along the corridor that exists today. The congestion and queues that are forecast with
the three-lane alternative would make access to business and residences more difficult because of
the intersection delays and because vehicle queues will block driveway access points. The four-
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lane alternative would preserve access to businesses and residences, but left turn access to midblock locations can be challenging without a center left turn lane. The four-lane divided
alternative would change access to right-in/right-out at up to four businesses. Businesses would
still have indirect access through U-turns at signalized intersections.

Right of Way Impacts

AF

T

Businesses and Residential Access Summary:
• Three-Lane Alternative – Provides full access to all adjacent properties but long queues
and high level of congestion will make access difficult. Score: 3
• Four-Lane Undivided Alternative – Provides full access to all adjacent properties but lack
of turn-lanes will make turning off or onto Blake Road difficult. Score: 3
• Five-Lane Alternative –Provides full access to all adjacent properties and provides a
refuge area for vehicles. Score: 4
• Four-Lane Divided —Restricts access to several properties to right-in and right-out but
with U-turns full access on Blake Road could be maintained. Score: 2

D

R

This criterion measures the right of way impact of each roadway alternative. Alternatives that
require less right of way will have lower right of way acquisition costs and fewer impacts to
adjacent properties. The pedestrian and bicycle amenity zone will be approximately 20 feet on
either side of the proposed roadway and therefore add about 40 feet of width to the overall crosssection. The existing roadway and sidewalk section between Excelsior Boulevard and TH 7
varies but is approximately 84 feet in width. The right-of-way varies from 84 feet just south of
Cambridge to 112 feet south of TH 7. North of TH 7, the right-of-way is as narrow as 72 feet in
locations. South of the Minnehaha Creek Bridge the right-of-way is between 90 and 94 feet.
Three-lane roadway

The three-lane roadway cross-section would be approximately 47 feet in width and the total
right-of-way width would be 87 feet. This would generally fit within the existing right-ofway between Excelsior Boulevard and TH 7.
Four-lane undivided roadway

The cross-section for the four-lane alternative would be approximately 48 feet in width and
the total right-of-way width would be 88 feet. This would generally fit within the existing
right-of-way between Excelsior Boulevard and TH 7.
Five-lane roadway

The five lane alternative would have a cross-section of approximately 59 feet and total rightof-way width of 99 feet. This section would require about 5 to 10 feet of right-of-way south
of Minnehaha Creek. North of the creek it may be necessary to narrow the median and
boulevards to avoid total takes.

Mr. Nate Stanley
November 18, 2014
Page 8
Four-lane divided roadway

The four-lane divided alternative would have a cross-section of approximately 66 feet and a
total right-of-way of 106 feet. This section would require about 12 to 17 feet of right-of-way
south of Minnehaha Creek. North of the creek it may be necessary to narrow the median and
boulevards to avoid total takes.

T

Right of Way Impacts Summary:
• Three-Lane Alternative – Minimal right-of-way needs. Score: 4
• Four-Lane Alternative – Minimal right-of-way needs. Score: 4
• Five-Lane Alternative –Needs approximately 5 to 10 foot strip of right-of-way but can be
minimized in critical areas. Score: 3
• Four-Lane Divided— Needs approximately 12 to 17 foot strip of right-of-way but can be
minimized in critical areas. Score: 2

AF

Construction Cost

R

Typical construction cost for an urban arterial is approximately 200 dollars per lane foot in a
corridor like Blake Road. This would include storm sewer, utility relocations and complete
roadway reconstruction. Bridge replacement, retaining walls, median treatments, urban
streetscape improvements and other unique features would be in addition to this amount. The
distance between Blake Road and TH 7 is approximately 4000 feet. Based on these general rule
of thumb costs the roadway alternatives would have the following costs.

D

Construction Cost Summary:
• Three-lane alternative -- $2,400,000 Score: 4
• Four-lane undivided alternative -- $3,200,000 Score: 3
• Five-lane alternative -- $4,000,000 Score: 2
• Four-lane divided alternative --$4,400,000 Score: 1

Environmental Impacts
Several measures were suggested for measuring the potential environmental benefits or impacts
of the project relative to this criterion. These measures included:
o
o
o
o
o
o

Connections to existing amenities – Minnehaha Creek, Cottageville Park
Stormwater Management
Green Infrastructure
Green Space
Impervious Surfaces – Build vs. No-build
Impacts to water quality, air quality, noise, and health
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For many of these criteria the number of lanes will not determine how well the project addresses
these criteria. For example, connections to existing amenities will not be affected by the number
of lanes. On the other hand as the number of lanes increases there is more impervious surface
and less room available for green infrastructure. In this regard the environmental impacts will
vary with the overall cross-section and right-of-way needs. In general, alternatives with greater
right of way requirements are assumed to have greater environmental impacts. The three-lane
alternative would have the least environmental impacts while the four-lane divided alternative
would have the greatest environmental impacts. Alternatives were scored the same for this
criterion as they were for the right-of-way criterion.

R

Economic Development

AF
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Environmental Impacts Summary
• Three-Lane Alternative – Needs approximately 4 foot strip of right-of-way. Score: 4
• Four-Lane Alternative – Needs approximately 4 foot strip of right-of-way. Score: 4
• Five-Lane Alternative –Needs approximately 15 foot strip of right-of-way but can be
minimized in critical areas. Score: 3
• Four-Lane Divided — Needs approximately 22 foot strip of right-of-way but can be
minimized in critical areas. Score: 2

D

This criterion measures the ability of the roadway to accommodate the cities’ economic
development goals for the project. Some of the measures that were suggested as measures of the
impact on economic development included the following:
o Ability of roadway to accommodate forecast traffic
o Access to existing businesses – Build vs. No-build
o Alignment with city’s vision for pedestrian-oriented redevelopment, higher density,
certain type of urban design
o Amount of R/W acquisition – space left for actual redevelopment
o Placemaking - feel and character of public space
o Level of public amenities (streetscape, etc.)
o Infrastructure to support future housing – market rate housing
Measures related to placemaking, level of public amenities, and alignment with city’s vision for
pedestrian-oriented redevelopment are more dependent on the level of investment made in the
amenity zones rather than the number of lanes. A higher density urban development will create
more traffic that should be accommodated at a reasonable level of service. A highly congested
corridor with long vehicle queues and stop and go traffic will not be an attractive location for
residential development. Therefore in scoring this criterion it was assumed that alternatives that
provided acceptable traffic operations levels were better than those that did not. Although the
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need for additional right-of-way could limit the space available for actual redevelopment the
additional area needed for the roadway corridor is very small compared to the total land area
available for development.

T

Economic Development Summary
• Three-Lane Alternative –Does not accommodate corridor traffic volumes resulting in
long delays, long queues, and discouraging investment. Score: 2
• Four-Lane Alternative – Does not accommodate corridor traffic volumes resulting in long
delays, long queues, and discouraging investment. Score:2
• Five-Lane Alternatives— Meets corridor traffic needs and maximizes business access.
Score: 4
• Four-Lane Divided –Meets corridor traffic needs. Score: 5

Conclusion

AF

The results of this evaluation are summarized in the following table. The table shows that the
five-lane and four-lane divided alternatives have similar results. The three-lane alternative and
the four-lane alternative would be difficult to implement because they perform poorly relative to
the safety and operations standards required for state-aid and much of the federal aid funding
sources.

D

R

The four-lane divided cross-section is the recommended roadway cross-section for this corridor.
The width and locations of medians should be developed to minimize the right-of-way needs and
to maintain reasonable business access.

Criteria
Operations
Safety
Pedestrian Crossings
Business and Residential Access
Right-of-Way Impacts
Construction Cost
Environmental Impacts
Economic Development
Total Score

Roadway
Alternatives
3-Lane
1
2
3
3
4
4
4
2
22

4-Lane
2
2
2
3
4
3
4
2
22

5-Lane
4
3
2
4
3
2
3
4
25

4-lane
Divided
4
5
4
2
2
1
2
5
25
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Bicycle and Pedestrian Alternatives
Alternatives
The following three alternatives were proposed for accommodating pedestrians and bicyclists in
the corridor. Each of these alternatives are illustrated on the figures on the following page.
• On-road bike lanes Figure 5
• Cycle track plus sidewalk Figure 6
• Multipurpose trails Figure 7
Under each of these alternatives approximately 20 feet on each side of the roadway is allocated
to the bike and pedestrian facilities.

AF

T

Seven different criteria were originally identified for evaluating the bicycle and pedestrian
alternatives for Blake Road between CSAH 3 and TH 7. One additional criterion was identified
in later review. The following sections describe the evaluation criteria and discuss performance
of each alternative.

Operations

D

R

This criterion was suggested as an additional criterion to evaluate the bicycle and pedestrian
alternatives. The two measures that were suggested were the travel time for bicycles and
pedestrians in the entire corridor and delay for pedestrians and cyclists at intersections/crossings.
The travel time in the corridor is a function of the driveways and side street entrances onto Blake
Road as well as the number of signalized intersections on Blake Road. Bicyclists on an on-road
bike lane will follow the same rules of the road as other vehicles; stopping at red lights and
continuing through stop controlled side streets and driveways. With the cycle track and
multipurpose trail alternatives, pedestrians and bicyclists would also stop at red lights at the
signalized intersections and would have the right-of-way at the stop controlled side streets.
However, bicyclists using the multi-purpose trail or cycle track would probably slow some at
driveways and side streets to make sure there were not conflicts with the side street traffic.
Because the multi-purpose trail would be two-way, bicyclists would not have to cross Blake
Road to travel in the opposite direction.
Operations Summary
In summary, there are not significant advantages or disadvantages to any of the alternatives
relative to this criterion. Because this section of Blake Road is relatively short and not a high
commuter bicyclist route the slight travel time advantage for on-road bike lanes is not considered
significant.
•
•

On-road bike lanes - Score: 4
Cycle track plus sidewalk – Score: 3
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•

Multipurpose trails – Score: 3

Bicycle facility safety and comfort for likely users
Two measures were suggested for this criterion; number of conflict points and number of
uncontrolled crossings. Bicycle facility safety is related to the potential for conflicts and crashes
between bicyclists and motor vehicles. All facilities have the potential for conflicts at
intersections.
On-street bike lanes

T

On-street bike lanes would have the greatest potential for conflicts between intersections as
there is not physical separation between bike and travel lanes.
Multipurpose trail and cycle track

AF

Multipurpose trails and cycle tracks would have less potential for conflict because they
would provide physical separation between bicyclists and moving traffic. Because cycle
tracks and multipurpose trails would be located further from the travel lane, there is potential
for increased conflicts at intersections because motorists may have a more difficult time
seeing a bicyclist riding on a trail or cycle track.

D

R

Based on discussions at TAC meetings and input from the public, it appears that bicyclists using
the corridor will be less-experienced riders and families accessing the Cedar Lake Regional Trail
and the future Southwest LRT station. With this understanding, the on-road bike lane alternative
would not provide a comfortable facility for the expected bicycle users in the corridor. An onstreet facility on a four-lane roadway is typically not comfortable for inexperienced bicyclists
and families. The cycle track and multipurpose trail alternatives would provide a more
comfortable facility for the expected types of bicyclists in the corridor.
Bicycle Facility Safety and Comfort Summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score: 5
• Multipurpose trail: Score: 5

Pedestrian safety and comfort
The following measures were suggested for evaluating the pedestrian and bicycle facilities
relative to this criterion.
o
o
o
o

Number of conflict points
Number of uncontrolled crossings
Visibility between modes and sightlines
Length of pedestrian crossings
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Delay for pedestrians at crossings
Phasing of signals – any priority for pedestrians?
Type of buffer from traffic lanes
Distance of pedestrian facilities from curb
Maintenance of pedestrian space – snow storage/removal
Speed limit on roadway
Level of traffic calming measures included in roadway design
Longest distance between designated crossings
Treatment of pedestrian crossings at intersections
Treatment of pedestrian crossings at driveways/curb cuts
Lighting/illumination of crosswalks and pedestrian spaces
Amount of refuge space for pedestrians
Number of lanes required to cross at one time
Amount of space available for plantings/landscaping

T

o
o
o
o
o
o
o
o
o
o
o
o
o
o

R

AF

The proposed pedestrian facilities are the same for the on-road bike lane and cycle track with
sidewalk alternative in that a sidewalk is provided on both sides of the roadway. The multi-use
trail alternative combines the pedestrian and bicycle facilities but the facilities still cross the
same roadways and serve the same areas. Therefore there is no difference between the
alternatives relative to most of the measures listed above.

D

The greatest difference between the alternatives relative to this criterion is related to separation
between pedestrians, motor vehicles, and bicyclists. Facilities with greater separation from traffic
are more comfortable and safe for pedestrians. Pedestrians are more comfortable walking on
facilities that are separated from bicyclists, as the speed differential between pedestrians and
bicyclists can create conflicts between users.
The other potential difference between the alternatives is the amount of space available for
plantings/landscaping/streetscaping. As shown in the proposed sections the amount of space
provided for plantings/landscaping/streetscaping is very similar among alternatives.
The bike lane and cycle track alternatives would be more comfortable for pedestrians because
bicyclists and pedestrians would have separate facilities and the sidewalk would be separated
from travel lanes by over 11 feet. The multipurpose trail alternative would be less comfortable
for pedestrians because they would share the trail with bicyclists. The multipurpose trail would
also provide less separation between pedestrians and travel lanes.
Pedestrian Safety and Comfort Summary
• On-road bike lanes: Score: 5
• Cycle track plus sidewalk: Score: 5
• Multipurpose trails: Score: 4
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Bicycle facility directness and connections to destinations
This criterion measures how easily a bicyclist can reach destinations on both sides of the
corridor. All alternatives would provide bicycle facilities on both sides of the roadway. However,
the bike lane and cycle track alternatives would provide one-way facilities, which would require
some bicyclists to cross Blake Road twice to reach some destinations. The multipurpose trail
alternative would provide better connections to destinations, as it would be a two-way facility.
Bicycle facility directness summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score: 3
• Multipurpose trails: Score: 5

T

Economic development

AF

The following measures were suggested for evaluating the pedestrian and bicycle facilities
relative to this criterion.

D

R

o Access to existing businesses – Build vs. No-build
o Alignment with city’s vision for pedestrian-oriented redevelopment, higher density,
and buildings with urban design following TOD principles (buildings fronting street,
parking on rear or structured, active uses on street level, etc.)
o Amount of R/W acquisition – space left for actual redevelopment
o Placemaking feel and character of public space
o Level of public amenities
o Infrastructure to support future housing – market rate housing
There are no real differences among the alternatives relative to these measures. The level of
public amenities does not depend on the alternative selected.
Economic Development Summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score: 3
• Multipurpose trails: Score: 3

Right of way impacts
This criterion measures the right of way impact of each bicycle and pedestrian facility
alternative. Alternatives that require less right of way will have lower right of way acquisition
costs and fewer impacts to adjacent properties. The right of way widths listed below are the total
widths required for the on- and off-street bicycle and pedestrian facilities. The alternatives have
very similar right-of-way needs. Forty feet of right of way (20 feet on both sides) would be
needed for each of the alternatives.
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Right of way impacts summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score: 3
• Multipurpose trails: Score: 3

Construction costs

AF

Construction costs summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score: 3
• Multipurpose trails: Score: 3

T

Construction costs for all of the alternatives would be fairly similar and will depend on the
details of the amenities that are provided. The level of amenities that can be provided is very
similar among alternatives.

Maintenance costs and ease of maintenance

D

R

This criterion refers to the cost and ease of maintaining bicycle and pedestrian facilities through
the winter. The bicycle lane alternative would be the easiest to maintain in the winter, as the bike
lane could be plowed with the roadway. The sidewalk would need to be plowed separately. The
cycle track and sidewalk alternative would result in the greatest maintenance costs, as both the
cycle tracks and sidewalks would need to be plowed separately from the roadway. The
multipurpose trail alternative would need to be plowed separately from the roadway, but
maintenance costs would be lower than removing snow from both a cycle track and sidewalk.
Maintenance of the off-street alternatives (multipurpose trail and cycle track) would result in
better winter bicycling conditions than maintenance of the on-street bike lane. It can be
challenging to effectively keep a bike lane clear of snow and ice because vehicles tend to pack
down snow and ice in the bike lane.
Maintenance summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score:2
• Multipurpose trails: Score: 3

Environmental Impacts
The following measures were suggested for evaluating the pedestrian and bicycle facilities
relative to this criterion:
o Connections to existing amenities – Minnehaha Creek, Cottageville Park
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o
o
o
o
o

Stormwater Management
Green Infrastructure
Green Space
Impervious Surfaces – Build vs. No-build
Impacts to water quality, air quality, noise, and health

There are no real differences among the alternatives relative to these measures. Each of these
alternatives can be developed to address the connections and stormwater management. The
amount of impervious surface is going to be very similar especially since the buffer area on these
alternatives is likely to be impervious surface.

AF

T

Environmental impacts summary
• On-road bike lanes: Score: 3
• Cycle track plus sidewalk: Score:3
• Multipurpose trails: Score: 3

Conclusions

R

The following table summarizes the scoring of the alternatives relative to the criteria. There is
not a significant difference among the alternatives. Because of the type of bicycle users that are
expected in this corridor (less experienced occasional users) the multi-purpose trail was slightly
favored because the facility will require fewer crossings of Blake Road and it would physically
separate the bicyclists from vehicles on the roadway.

D

Bike and Pedestrian Facility
Alternatives Evaluation Summary

Criteria
Operations
Bike Safety and Comfort
Pedestrian Safety and Comfort
Bike Facility Directness to Destinations
Economic Development
Right-of-way Impacts
Construction Costs
Maintenance Costs
Environmental Impacts
Total

Alternatives
On-road
Bike Lane
4
3
5
3
3
3
3
3
3
30

MultiCycle purpose
Track
Trail
3
3
5
5
5
4
3
5
3
3
3
3
3
3
2
3
3
3
30
32
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CSAH 3 to Railroad Crossing –Open or closed median at Westside Village
The primary alternative consideration in this section of the corridor is whether to leave the
median open at the access to Westside Village apartments and access to the LRT station area
development. A median break will require the addition of a second southbound left-turn lane at
Excelsior Boulevard to provide adequate storage. It is also assumed that pedestrians will cross at
this location even if there is no marked pedestrian crossing. If the median is closed at this access
a separate marked pedestrian crossing would be provided south of the railroad tracks.
Five different criteria were identified for evaluating alternatives for the median break between
CSAH 3 and the railroad crossing. The following sections describe the evaluation criteria and
discuss performance of each alternative.

T

Safety

R

AF

This criterion relates to the safety of mid-block pedestrian crossings and vehicular access to midblock businesses and apartment buildings. The alternative that does not provide a median break
would be the safer alternative since it reduces the number of conflict points and the amount of
information that a pedestrian would be required to process in order to make a safe crossing.
With the median closure the pedestrian crossing can be made farther from the intersection with
CSAH 3 and pedestrians would have a safe refuge area between the northbound and southbound
traffic.

D

Providing a median break at Westside Village apartments for both vehicles and pedestrians has
the potential to create the most safety problems. Pedestrians would have to cross four through
lanes and a left turn lane, which could result in conflicts with turning vehicles. The median break
would be located 350 feet north of the Blake Road and CSAH 3 intersection. The proximity of
this intersection to a signalized intersection would result in conflicts with vehicles turning
northbound onto Blake Road from CSAH 3, as drivers would have a short amount of time to
react to a pedestrian crossing the roadway or vehicle entering Westside Village from southbound
Blake Road.
Safety Summary
• Median Break –Score: 2
• No Median Break -- Score: 4

Construction Costs
There are negligible differences between the construction costs of a median break versus nomedian break. If the median is closed there is no need to construct a second left-turn lane but
there is additional work proposed on Excelsior Boulevard to provide a full access to Westside
Village from Excelsior Boulevard.
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Construction Costs Summary
• Median Break – Score: 3
• No Median Break -- Score: 3

Right-of-way Impacts

R

AF

T

This criterion measures the right of way impact of the median break alternatives. Alternatives
that require less right of way will have lower right of way acquisition costs and fewer impacts to
adjacent properties. Providing a median break for both vehicles and pedestrians at the Westside
Village apartment access would result in greater right of way impacts than the other alternatives,
as it would be necessary to provide left turn lanes for vehicular access to Westside Village and
the businesses on the west side of Blake Road. The median break would limit the amount of
storage available in the southbound left turn lane at CSAH 3. Double left turn lanes would be
required at CSAH 3 to provide adequate storage and maintain an acceptable level of service.
South of CSAH 3, this alternative would also require more right of way than other alternatives to
match the conditions on the north side of the intersection. Closing the median or providing
pedestrian-only access at this location would require less right of way, as left turn lanes into
Westside Village would not be necessary. One longer left turn lane could be provided at CSAH
3, rather than double left turn lanes. Providing a median break south of the railroad crossing
would not have an impact on the amount of right of way needed.

D

Right-of-way Impacts Summary
• Median Break – Score: 2
• No Median Break -- Score: 4

Vehicle access: This criterion addresses the ease of vehicle access to businesses and residences
along Blake Road. Currently, vehicles have full access to Westside Village apartments and
businesses on the west side of Blake Road. Closing the median to vehicles at Westside Village
apartments would negatively affect vehicle access, as access would be restricted to right-in/rightout at Westside Village and the businesses on the west side of Blake Road. A median break at
Westside Village would preserve the existing vehicle access in this location.
Vehicle Access Summary
• Median Break – Score: 4
• No Median Break -- Score: 2

Directness of bicycle and pedestrian access to destinations
This criterion measures how easily residents of Westside Village apartments would be able to
access the future Southwest LRT (SWLRT) station and businesses on the west side of Blake
Road. A median break at Westside Village would provide the most convenient and direct bicycle
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and pedestrian connection to businesses and the future SWLRT station. Closing the median
would require pedestrians and bicyclists to cross Blake Road at either CSAH 3 or at a point south
of the railroad tracks. Providing a median with a pedestrian crossing at the railroad tracks would
provide the least direct pedestrian and bicycle access to destinations in the corridor.
Bike and Ped Access Summary
• Median Break – Score: 4
• No Median Break -- Score: 2

Economic Development

AF
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The access provided to a parcel of land has a significant impact on the development of that land.
This is especially true for the proposed development at the Blake Road LRT station since Blake
Road will be the primary access for that development. A median closure at the Westside Village
would limit the access from Blake Road to the west side of the roadway to right-in and right-out
which would limit the potential development at this location.

R

Economic Development Summary
• Median Break – Score: 4
• No Median Break -- Score: 2

Conclusion

D

The recommendation at this location is to leave the median open at the Westside Village
apartments since it would provide a more direct connection for pedestrians and would provide
the necessary access for future development at this location. Additional analysis will be
completed to determine whether a marked pedestrian crossing should be provided between
CSAH 3 and the railroad tracks and if provided the location for this crossing. It is expected that
if a marked crossing is provided it would be north of the median opening.
West Side Village Access

Criteria
Safety
Construction Costs
Right-of-way
Vehicle Access
Directness to destinations
Economic Development
Total

Alternatives
Median
Break
2
3
2
4
4
4
19

No
Median
Break
4
3
4
2
2
2
17
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Cedar Lake Regional Trail Crossing – Grade Separated or At-Grade
The alternatives being considered at this location address the need for a grade separation of the
Cedar Lake Regional Trail and Blake Road as part of the Blake Road project. The focus of this
analysis is on how this grade separated crossing would impact the goals for the Blake Road
corridor rather than the impact on the use and safety of the Cedar Lake Regional Trail. It is
assumed that there would still be an at-grade crossing of Blake Road at the Cedar Lake Regional
Trail even with a grade separation of the Cedar Lake Regional Trail and Blake Road. Four
different criteria were identified for evaluating alternatives for the Cedar Lake Regional Trail
Crossing. This crossing is currently at-grade. The following sections describe the evaluation
criteria and discuss the performance of each alternative.

Safety

D
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This criterion relates to the safety of a mid-block trail crossing. An at-grade trail crossing of a
four-lane roadway presents safety concerns for trail users. The median refuge proposed as part of
this alternative would improve safety of the crossing over existing conditions. A trail underpass
would improve safety for trail users, as users would no longer have to cross a four-lane roadway
at grade. However, a trail underpass may create personal safety concerns for trail users,
especially at night. There would still be at-grade crossings of Blake Road even with a trail
underpass in order to facilitate crossings of Blake Road where the origin or destination is on
Blake Road. From the perspective of pedestrians and bicyclists using the Blake Road corridor
the underpass would be too circuitous for use by pedestrians and bicyclists that have one or both
ends of their trip in the Blake Road corridor. The grade separated crossing would improve safety
for users of the Cedar Lake Trail but not for pedestrians and bicyclists in the Blake Road
corridor.
Safety Summary
• At-Grade Crossing – Score: 2
• Grade Separated Crossing—Score: 4

Construction cost
The cost of an at-grade trail crossing would be minimal as it would not require significant
variation from the roadway alternatives. The cost of a trail underpass would be much higher,
estimated to be between $3-3.5 million.
Construction Cost Summary
• At-Grade Crossing – Score: 4
• Grade Separated Crossing—Score: 1
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Right of way impacts
Additional right-of-way would be required for the grade separated crossing. The at-grade
crossing would not require additional right-of-way.
Right-of-way Impact Summary
• At-Grade Crossing – Score: 3
• Grade Separated Crossing—Score: 1

Directness of bicycle and pedestrian connections

R
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This criterion measures how easily bicyclists and pedestrians would be able to cross the roadway
to connect to destinations in the corridor. The at-grade crossing alternative would provide a more
direct bicycle and pedestrian connection for local trips in the corridor. The grade-separated
underpass alternative would result in a less direct connection for local pedestrian and bicycle
connections in the corridor, as bicyclists and pedestrians would have to travel out of their way to
use the underpass access ramps to cross the roadway. It is assumed however that an at-grade
crossing would still be provided with the grade separated alternative since few bicyclists and
pedestrians would be willing to go out of their way to use the underpass for short local trips. The
underpass alternative would provide greater benefits to trail users on the Cedar Lake Regional
Trail than bicyclists and pedestrians on Blake Road.

D

Direct Bike and Ped Connections Summary
• At-Grade Crossing – Score: 3
• Grade Separated Crossing—Score: 3
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Conclusion
The following table summarizes the numerical evaluation of the two alternatives for this
crossing. While the grade separated crossing may make sense from the standpoint of Cedar Lake
trail users it would not provide much benefit for the users of the Blake Road corridor. As a result
it is recommended the grade separation not be pursued as part of the Blake Road corridor project.
If Three Rivers Park would like to pursue the grade separation as a separate project the Blake
Road project should be designed to allow for this option.

Alternatives
Grade
Separated

Criteria
Safety
Construction Cost
Right-of-way
Directness of Connections
Total

At
Grade

T

Cedar Lake Regional Trail
Crossing

2
4
3
3
12

D

R

AF

4
1
1
3
9
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Lake Street Pedestrian Crossing- Grade Separated or At-Grade
The alternative being considered at this location address the need for a grade separated trail
crossing under Blake Road at Minnehaha Creek. Similar to the Cedar Lake Regional trail
crossing evaluation the focus of this analysis is on how this grade separated crossing would
impact the goals for the Blake Road corridor rather than the impact on the use and safety of a
trail system along Minnehaha Creek. It is assumed that there would still be an at-grade crossing
of Blake Road at Lake Street even with a grade separated trail along Minnehaha Creek.
The same four criteria were identified for evaluating alternatives for a pedestrian crossing at
Lake Street at the location of a future Minnehaha Creek Trail. The following sections describe
the evaluation criteria and discuss performance of each alternative.

T

Safety

AF

A grade separated trail crossing along Minnehaha Creek would improve safety for pedestrians
and bicyclists, as they would not have to cross a four-lane roadway at grade. An at-grade
pedestrian crossing would be less safe than a grade separated trail crossing. However, the grade
separated crossing at Minnehaha Creek would be more circuitous and less likely to be used for
trips beginning or ending in the Blake Road corridor.

D

R

Safety Summary
• At-Grade Crossing – Score: 2
• Grade Separated Crossing—Score: 4

Construction cost

The cost of an at-grade pedestrian crossing would be minimal and would not require significant
changes from proposed alternatives at the intersection of Lake Street and Blake Road. The cost
of constructing a grade separated trail crossing along Minnehaha Creek would be significant. To
provide a trail underneath the Blake Road bridge over Minnehaha Creek, the existing bridge
would have to be raised by approximately 4 feet. Hiawatha Avenue access to Blake Road would
need to be closed and Hiawatha Avenue would need to be rerouted to connect to Lake Street.
Lake Street would need to be reconstructed adjacent to Blake Road to meet the new grade of the
roadway and the bridge over Minnehaha Creek would need to be replaced. This could add $2 to
$3 million of construction costs to the Blake Road project.
Construction Cost Summary
• At-Grade Crossing – Score: 4
• Grade Separated Crossing—Score: 1
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Right of way impacts
The construction of an at-grade pedestrian crossing would not result in any right of way impacts.
Construction of a grade separated crossing would result in additional right of way impacts due to
the need to raise the existing bridge and roadway to provide enough clearance for a trail
underneath the bridge. Raising the bridge would impact the drop-off access at the apartment
building northwest of the existing bridge. Access ramps from Blake Road to the trail would also
result in additional right of way impacts.

T

Right-of-way Impact Summary
• At-Grade Crossing – Score: 3
• Grade Separated Crossing—Score: 1

Directness of bicycle and pedestrian connections

AF

An at-grade pedestrian crossing would provide a more direct bicycle and pedestrian connections
for local residents to access Cottageville Park. The grade separated alternative would require
pedestrians and bicyclists to travel up and down access ramps to cross Blake Road. Few
bicyclists and pedestrians would be willing to go out of their way to use the grade separated trail
crossing for local trips.

D
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Direct Bike and Ped Connections Summary
• At-Grade Crossing – Score: 3
• Grade Separated Crossing—Score: 3
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Conclusion
The following table summarizes the numerical evaluation of the two alternatives for this
crossing. While the grade separated crossing may make sense from the standpoint of a trail
system along Minnehaha Creek it would not provide much benefit for the users of the Blake
Road corridor. As a result it is recommended the grade separation not be pursued as part of the
Blake Road corridor project. If the Minnehaha Creek Watershed District would like to pursue
the grade separation as a separate project the Blake Road project should be designed to allow for
this option.

Grade
Separated
Trail
4
1
1
3
9

Atgrade

2
4
3
3
12

D

R

AF

Criteria
Safety
Construction Cost
Right-of-way
Directness of Connections
Total

T

Lake Street Pedestrian Crossing

Mr. Nate Stanley
November 18, 2014
Page 26

Intersections at Lake and 2nd Streets—Roundabouts or signals
The alternatives at the intersections of 2nd Street and Blake Road and Lake Street and Blake
Road address the best type of traffic control at these intersections. Eight criteria were identified
for evaluating alternatives for the intersections of Blake Road with Lake and 2nd Street. The
following sections describe the evaluation criteria and discuss performance of each alternative.

Operations

R
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This criterion measures the ability to provide sufficient capacity for the existing and forecast
volumes on Blake Road at the intersections with Lake and 2nd Streets. Both the traffic signal and
roundabout alternatives would provide acceptable traffic operations in the corridor. However,
Lake Street does not currently meet traffic signal warrants. If this intersection remains throughstop controlled, vehicles on Lake Street will have fewer gaps to turn onto Blake Road as traffic
volumes increase on Blake Road. The roundabout alternative would improve access to Blake
Road from Lake Street. A roundabout at 2nd Street can accommodate the forecast volumes but
the railroad crossing just to the south does complicate the operations of a roundabout. When
freight trains cross Blake Road there will be queues that back up from the railroad crossing into
the roundabout. This would shut down the roundabout because the queues would block the other
roundabout movements. Traffic signals could be placed on the approach legs to the roundabout
that are coordinated with the railroad gate arms to prevent vehicles from entering the roundabout
during select times.

D

Operations Summary
• Roundabout – Additional signal control will be required to coordinate 2nd Street with the
railroad crossing and prevent queuing from blocking intersection or tracks Score:3
• Signal – Score:4

Safety and conflict points
This criterion measures whether the alternative will reduce crashes and conflicts on Blake Road.
The roundabout alternative includes fewer conflict points and reduce traffic speeds between 2nd
and Lake Streets and is expected to decrease the number and severity of crashes. However, if
traffic within the 2nd Street roundabout backs up, northbound traffic could queue onto the
SWLRT tracks, creating a safety problem at the LRT crossing. Signals can be more easily
coordinated with LRT operations to prevent vehicles queuing onto the tracks. Signals are also
more predictable to motorists and pedestrians. Traffic signals could be used in conjunction with
the roundabout options to coordinate the roundabout traffic operations with the railroad crossing
to the south.
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Safety Summary
• Roundabout – Additional signal control will be required to coordinate 2nd Street with the
railroad crossing and prevent queuing from blocking intersection or tracks Score:4
• Signal—Can be coordinated with railroad Score: 4

Pedestrian Crossings
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This criterion includes analysis of pedestrian delay, safety, and directness at the intersection
control alternatives at Lake and 2nd Streets. As compared to the traffic signal alternative, the
roundabout alternative would result in fewer delays for pedestrians. Pedestrians would be able to
cross Blake Road when there was a gap in traffic, rather than waiting for the signal to change.
Pedestrians would also be able to cross the roadway in two stages and wait in the splitter island,
allowing them to take advantage of a gap in one direction of traffic to begin crossing.
Roundabouts are safer for pedestrians than traffic signals, as pedestrians can cross the
roundabout in two stages and traffic moves more slowly through a roundabout than a signalized
intersection. The traffic signal alternative requires turn lanes for traffic operations, which results
in a greater pedestrian crossing distance than a roundabout. Signals provide a slightly more direct
pedestrian crossing than roundabouts. It should be noted that roundabouts can be challenging to
navigate for vision-impaired pedestrians.

D

Pedestrian Crossing Summary
• Roundabout—Roundabouts would slow traffic especially at Lake Street – Score: 5
• Signal – Similar to existing situation Score: 3

Business and residential access
The roundabout is more convenient for U-turns which may be required where property access is
limited to right-in and right-out.
Business and residential access Summary
• Roundabout—Easier for U-turns – Score: 4
• Signal – Similar to existing situation Score: 3

Right of way impacts
This criterion measures the right of way impact of each intersection alternative. Alternatives that
require less right of way will have lower right of way acquisition costs and fewer impacts to
adjacent properties. The roundabout alternative would result in more concentrated right of way
impacts. The roundabout alternative would result in greater right of way impacts at each
intersection as compared to signalized intersections. However, the roundabout alternative would
require less right of way between the intersections, as it would not require turn lanes. The turn
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lanes for the signalized alternative develop mid-block, effectively resulting in a five-lane section
between Lake and 2nd Streets. The Minnehaha Creek Watershed has indicated that the
roundabout alternative creates angular remnants that will be hard to utilize and therefore it has a
greater impact on their development of the Cold Storage Site.
Right-of-way Impact Summary
• Roundabout— Watershed District has indicated that this alternative has a greater
impact on their plans than the signal alternative– Score: 2
• Signal – Will require right-of-way from Watershed District Property-- Score: 3

T

Construction cost

Construction Cost Summary
• Roundabout—Score: 2
• Signal – Score: 3

R

Environmental impacts

AF

The construction cost for the roundabout will be slightly more than the signalized intersection
alternatives because of the need to also include traffic signals at 2nd Street.

D

The environmental impacts of the roundabouts alternative are expected to be slightly greater
because of the encroachment at Minnehaha Creek.
Environmental Impact Summary
• Roundabout—Score: 2
• Signal – Score: 3

Aesthetics
The roundabout alternative has greater potential to improve the aesthetics of the Blake Road
corridor. The center of each roundabout could be landscaped to create a more pleasant
streetscape. As the roundabout alternative would require less right of way between the
intersections, there would be additional potential for streetscaping. In addition, the roundabout
alternative would slow traffic between Lake and 2nd Streets, resulting in less traffic noise.
Aesthetics Summary
• Roundabout—Score: 4
• Signal – Score: 3
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Conclusion

Lake and 2nd Street Intersections

D

Signal
4
4
3
3
3
3
3
3
26

AF

Roundabout
3
4
5
4
2
2
2
4
26

R

Criteria
Operations
Safety
Pedestrian Crossings
Business and Residential Access
Right-of-way Impacts
Construction Cost
Environmental
Aesthetics
Total

T

The table below summarizes the results of the evaluation. The overall evaluation rates the
alternatives as fairly equal. The roundabout is considered better relative to the pedestrian
crossing, access and aesthetic criteria but will cost more, have more negative right-of-way
impacts and more negatively impact the Cold Storage site and Minnehaha Creek. The
roundabouts may also require a signal at 2nd Street in order to prevent vehicle queues from
blocking the intersection at 2nd Street or queuing onto the railroad tracks. Therefore the
signalized intersection at 2nd Street is recommended as the preferred alternative in this area.
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TH 7 Intersection –Existing lane configuration or add second leftturn lane
The issue at TH 7 is whether to widen the Blake and Aquila approaches to TH 7 in order to add a
second left-turn lane to provide more capacity. Seven criteria were identified for evaluating
alternatives for the intersection at TH 7. The following sections describe the evaluation criteria
and discuss performance of each alternative.

Operations

Safety and Conflict Points

AF

Operations Summary
• Add Second Left-turn Lane—Score: 4
• Existing Lane Configuration –Score: 2

T

This criterion measures the ability to provide sufficient capacity for the existing and forecast
volumes on Blake Road at TH 7. The existing at-grade intersection does not provide sufficient
capacity for 2035 traffic volumes. Adding a second northbound left-turn lane would improve the
traffic operations at this intersection to acceptable levels.

D

R

This criterion measures whether the alternative will reduce crashes and conflicts on Blake Road
at TH 7. The crash rate at this intersection is above the critical crash rate for this type of
intersection. The existing at-grade alternative would be expected to have crash rates similar to
the existing. Adding a second left turn lane would result in a slight reduction in the intersection
crash rate.
Safety and Conflict Summary
• Add Second Left-turn Lane—Score: 4
• Existing Lane Configuration –Score: 3

Pedestrian Crossings
This criterion includes analysis of pedestrian delay, safety, and directness under each intersection
alternative. Existing conditions are challenging for pedestrians. Pedestrians must cross free-right
turn lanes to reach porkchop islands and then cross a wide intersection with high-speed traffic on
TH 7. The at-grade alternative would slightly improve pedestrian crossings by removing the
porkchop islands and therefore reducing the number of potential conflicts at this intersection.
However, pedestrians would still have to cross a wide intersection with high-speed traffic. The
at-grade alternative that adds a northbound left turn lane on Blake Road will increase the width
of the crossing of Blake Road and Aquila Avenue.
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Pedestrian Crossing Summary
• Add Second Left-turn Lane—Score: 2
• Existing Lane Configuration –Score: 3

Business Access
Neither alternative would impact business access in this area.

T

Business Access Summary
• Add Second Left-turn Lane—Score: 3
• Existing Lane Configuration –Score 3

Right of way Impacts

AF

This criterion measures the right of way impact of each intersection alternative. Alternatives that
require less right of way will have lower right of way acquisition costs and fewer impacts to
adjacent properties. The alternative to add a second turn lane on the Blake and Aquila
approaches would require some additional right of way, but would not result in changes to
business access or business relocations.

D

R

Right-of-way Impact Summary
• Add Second Left-turn Lane—Score: 2
• Existing Lane Configuration –Score: 3

Construction Cost

The construction cost for adding a second left turn lane would be quite a bit higher than the
existing condition because of the need to construct retaining walls to minimize the right-of-way
acquisition.
Construction Cost Summary
• Add Second Left-turn Lane—Score: 2
• Existing Lane Configuration –Score: 3
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Environmental impacts:
There would not be significant environmental impacts associated with the construction of the atgrade intersection alternative. The grade-separated interchange alternative would likely result in
impacts to wetlands adjacent to TH 7.
Environmental Impact Summary
• Add Second Left-turn Lane—Score: 2
• Existing Lane Configuration –Score: 3

Conclusion

AF

T

Although adding a second left-turn lane on the Blake Road and Aquila approaches to TH 7
would improve the intersection traffic operations it would involve construction of retaining walls
and some right-of-way acquisition. The wider intersection would also be less friendly for
pedestrians and bicyclists. Therefore, it is recommended that this project not pursue the addition
of a second left-turn lane on the Blake and Aquila approaches to TH 7. There is significant
public support for adding a pedestrian bridge over TH 7 in this location. The costs of a
pedestrian bridge would be more than adding the additional turn lanes but it would provide a
much safer crossing of TH 7 for pedestrians and bicycles.

D

R

TH 7 Intersection

Criteria
Operations
Safety
Pedestrian Crossings
Business and Residential Access
Right-of-way Impacts
Construction Cost
Environmental
Total

Add
Second
Left Turn
Existing Lane
Lane
Configuration
4
2
4
3
2
3
3
3
2
3
2
3
2
3
19
20

2'

5'
Shld

11'

AF

T

Three Lane Roadway

Thru Lane

11'

Turn Lane

11'

5'

Thru Lane

Shld

2'

47'

D

R

Proposed Typical Section

August 27, 2014

11'

11'

Thru Lane

R

Thru Lane

11'

Thru Lane

11'

2'

Thru Lane

48'

Proposed Typical Section

D

2'

AF

T

Four Lane Undivided Roadway

August 27, 2014

11'
Thru Lane

11'

Thru Lane

11'

Turn Lane

11'

11'

Thru Lane

Thru Lane

2'

59'

R

Proposed Typical Section

D

2'

AF

T

Five Lane Roadway

August 27, 2014

11'

12'

Thru Lane

Thru Lane

6'

Median

11'

Turn Lane

11'

Thru Lane

11'

2'

Thru Lane

R

66'

Proposed Typical Section

D

2'

AF

T

Four Lane Divided Roadway

November 7, 2014

EXISTING CONDITIONS MOEs
Approach

LOS by Approach
(Sec/Veh)
Delay

Blake Rd N & Cambridge St

Blake Rd N & 2nd St

NB

49

D

WB

28

C

SB

36

D

EB

38

D

Blake Rd N & Excelsior Blvd

LOS by Intersection
(Sec/Veh)
Delay

LOS

35

D

R
AF

Blake Rd N/Aquila Ave & TH 7

LOS

PM Peak Hour
LOS by Approach
(Sec/Veh)
Delay

LOS

81

F

52

D

61

E

70

E

T

Location

AM Peak Hour

NB

6

A

24

C

WB

26

C

22

C

SB

11

B

27

C

EB

26

C

28

C

13

B

NB

16

B

13

B

WB

28

C

10

B

SB

5

A

5

A

EB

25

C

32

C

D

Signalized

Signalized

Signalized

Signalized

Control

Intersection

12

B

NB

29

C

45

D

WB

20

C

23

C

SB

32

C

44

D

EB

20

C

26

C

24

C

LOS by Intersection
(Sec/Veh)
Delay

LOS

65

E

26

C

15

B

31

C

2035 with EXISTING GEOMETRY MOEs

Signalized

Approach

Aquila Ave & 37th Street *

Blake Rd N/Aquila Ave & TH 7

Blake Rd N & Cambridge St

Delay

LOS

NB

6

A

WB

25

C

SB

3

A

EB

14

B

NB

5

A

WB

26

C

EB

6

A

NB

49

D

WB

31

C

SB

35

D

EB

47

NB

Blake Rd N & 2nd St

Blake Rd N & Excelsior Blvd

LOS by Intersection
(Sec/Veh)
Delay

11

LOS

B

8

A

LOS by Approach
(Sec/Veh)
Delay

LOS

9

A

24

C

5

A

16

B

13

B

48

D

10

B

86

F

59

E

47

D

D

133

F

8

A

100

F

WB

20

C

21

C

SB

11

B

19

B

EB

22

C

53

D

NB

11

B

28

C

WB

20

C

15

B

SB

7

A

14

B

EB

15

B

44

D

R
AF

Aquila Ave & 36th Street

LOS by Approach
(Sec/Veh)

PM Peak Hour

T

Location

AM Peak Hour

D

Signalized

Signalized

Signalized

Signalized

Signalized

Control

Intersection

41

11

11

D

B

B

NB

31

C

37

D

WB

24

C

20

C

SB

31

C

30

C

EB

22

C

22

C

26

C

LOS by Intersection
(Sec/Veh)
Delay

LOS

14

B

17

B

89

F

64

E

26

C

24

C

2035 with DUAL NB/SB LTs @ TH7 & EXCELSIOR MOEs

Signalized

Approach

Aquila Ave & 37th Street *

Blake Rd N/Aquila Ave & TH 7

Blake Rd N & Cambridge St

Delay

LOS

NB

6

A

WB

25

C

SB

3

A

EB

14

B

NB

5

A

WB

26

C

EB

8

A

NB

51

D

WB

25

C

SB

37

D

EB

29

NB

Blake Rd N & 2nd St

Blake Rd N & Excelsior Blvd

LOS by Intersection
(Sec/Veh)
Delay

12

LOS

B

8

A

LOS by Approach
(Sec/Veh)
Delay

LOS

9

A

25

C

5

A

16

B

13

B

62

E

11

B

80

F

43

D

42

D

C

59

E

7

A

18

B

WB

17

B

19

B

SB

11

B

18

B

EB

23

C

22

C

NB

12

B

16

B

WB

21

C

14

B

SB

7

A

13

B

EB

15

B

26

C

R
AF

Aquila Ave & 36th Street

LOS by Approach
(Sec/Veh)

PM Peak Hour

T

Location

AM Peak Hour

D

Signalized

Signalized

Signalized

Signalized

Signalized

Control

Intersection

31

11

11

C

B

B

NB

32

C

35

D

WB

19

B

18

B

SB

31

C

30

C

EB

18

B

20

C

24

C

LOS by Intersection
(Sec/Veh)
Delay

LOS

15

B

19

B

56

E

18

B

17

B

23

C

D

R

AF

T

TABLE 2
BLAKE ROAD 2035 PM PEAK HOUR WITH 3-LANE ALTERNATIVE

•

45 second train crossing every 5 minutes

D

R

AF

T

2035 PM PEAK HOUR – SIMULATION SHOWING EXTENDED QUEUING WITH 3-LANE ALTERNATIVE

T

VARIES

19.67'

Sidewalk

7.67'
Buffer

6'
Bike Lane

Roadway Section Varies 47'-67'

D

6'

R

AF

19.67'

Bike Lane and Sidewalk

6'
Bike Lane

7.67
Buffer

6'
Sidewalk

5.5'
One-Way
Cycle Track

2.67'
2'

T

R

Walk

6'

Roadway Section Varies 47'-67'

D

5.5'

Varies

AF

19.67'

Cycle Track and Sidewalk

19.67'

2.67'
2'

5.5'
One-Way
Cycle Track

6'

5.5'
Walk

T

Varies

19.67'

10'
Multipurpose
Trail

7.67' 2'
Buffer

Roadway Section Varies 47'-67'

D

2'

R

AF

19.67'

Multiuse Trail

2' 7.67'
Buffer

10'
Multipurpose
Trail

2'

