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EXECUTIVE SUMMARY

Interstate 35 (I-35) is among the most important, and historically controversial, infrastructure projects within the
Duluth-Superior are. A comprehensive study of [-35 therefore must take stock of the existing infrastructure,

how it interacts with local and regional facilities, how it supports, or inhibits, different modes of travel serving
different purposes. Additionally, such a large study area and prominent interregional corridor plays a large role in
the local economy, land use, and environment, all of which must be considered and evaluated alongside I-35's

infrastructure and operations.

Key takeaways from the existing conditions analysis
found on the following pages are summarized
below:

- The roles of |-35 are diverse throughout the area -
from providing critical interregional access, to both
defining and separating communities — each with
varying degrees of impact on adjacent land uses.

Much of the adverse impacts of the corridor -
particularly connectivity barriers, safety issues, and
land use separation - occur within neighborhoods
with disproportionately high percentages of
renters, those who don't own a car, and those who
commute with modes other than cars.

- Unlike other Minnesota metro areas, Duluth's
population and real estate markets have largely
remained stagnant over the last several decades -
a trend estimated to continue into the immediate
future.

- Traffic fluctuates along I-35 and at key interchanges
seasonally and daily, with summer months and
weekend traffic combining to increase traffic
volumes by 10-19 percent above average, and
winter traffic decreasing over 15 percent from
average.

- Just 10 percent of traffic originating south of the

project limit continues north through to TH 61 and
the North Shore.

Notable proportions of short (<2 miles) trips occur
in the Cody, Fairmount, Spirit Valley, Downtown,
Endion, and Congdon Park neighborhoods
surrounding the interstate , indicating there may be
demand for non-motorized travel across and along
the corridor.

- Much of the study area experiences acceptable

traffic operations during peak hours and throughout
the day. Intersections in the Canal Park area do
experience more significant delays for a few hours
of the day.

- All segments of 1-35 within the study area operate

above expected safety levels, particularly where
interchange and ramp spacings and design are
substandard. The majority of ramp terminals and
surrounding intersections operate either above the
statewide average crash rates, or with a statistically
significant deviation from the expected crash rate.
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STUDY AREA

This I-35 Corridor Study is evaluating a 14-mile segment of
the interstate 35 corridor, from the St. Louis/Carlton County
line, to London Rd/TH 61 in Duluth.

[-35 is the primary gateway to northeastern Minnesota
(especially from the Twin Cities) and the major thoroughfare
in the Duluth-Superior metropolitan area. The roadway's
history is both storied and controversial and has undeniably
been integral to the City of Duluth and surrounding
metropolitan area. [-35 has served the region for nearly 50
years as the very last completed sections of the National
Interstate System.

Major connections to US & TH 61, US 2, US 53, and |-535 are
made within the study area, providing direct access to and
between Duluth, northwestern Wisconsin, the Twin Cities,
Minnesota’s Iron Range, North Shore, and the Canadian
border.

The 14-mile study area travels through several distinct
areas of the region, all with unique characteristics that bring
different sets of challenges and opportunities. As such, the
study area has been segmented into three subareas as
highlighted in the project overview map.
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PROGRAMMED IMPROVEMENTS

MnDOT identifies and budgets for maintenance and improvement projects on all
roadways under its jurisdiction in the Capital Highway Investment Plan (CHIP) for a
10-year planning horizon. Programmed projects within the study area are identified in
the map below.
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LAND USE

The study area is a living reflection of the region’s deep
interconnections with shipping and industry, anchored

by Duluth's shipping yards and canal. Duluth was once
among the nation's most prominent port cities, driven by its
connection to both the Atlantic Ocean via the Great Lakes
and Pacific Ocean via a network of rail lines. This unique
position drove an immense population and employment
boom through the 19th and early 20th centuries, with

the city’'s population peaking in 1960 at 107,000 people.
Industrial and manufacturing uses dominated the

city's landscape, primarily along and near the lakefront

— o

where daily ships from around the world entered into

port to collect or deposit goods. This boom spilled out

into neighboring cities, with Proctor's population and
development oriented around the steel and rail yards at the
center of Downtown.

Like much of the rest of the country however, Duluth
and the surrounding region couldn't escape the drastic
industrial decline that occurred until the late 1900s. The
decline was largely catalyzed by the closing of US Steel
in the 1970s, and economic shifts across the country.
Over the subsequent decades, Duluth lost a significant
piece of its economic base, and population dropped by
nearly 20 percent before leveling off around the 1990s.
Over the last several decades, Duluth and surrounding
communities have emphasized regional and state-wide
tourism, leveraging the surrounding natural environment
and location on the western edge of Lake Superior.
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ENTER INTERSTATE 35

The extension of |-35 into northern Minnesota was a
long sought after extension, connecting the region
to the Twin Cities and the rest of the country.
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Once completed, I-35 had immense impacts on
land uses across the study area, particularly for
Duluth. Undoubtably, the expansion of the interstate
led to new inter- and intra-state access to the
region, aiding in local efforts of economic renewal
and tourism—specifically for Canal Park in the later
1900s.

However, the price of such access was immense.
Construction of the interstate led to the demolition
of hundreds of buildings. While public outcry

and lawsuits redirected the corridor's northern
alignment, and preserved lakefront access near
Leif Erickson Park, the southern segments of
Duluth received less critical consideration. As

the corridor carved a path across Grand Ave and
Central Ave, and in between Michigan and Oneota
St, hundreds of homes, businesses, factories, and
public institutions were razed, displacing hundreds
of residents.

LAND USES TODAY

Land uses through the study area reflect this historic rise, fall, and stabilization of the
region. While downtown Duluth continues to anchor the region's commercial and tourism
heart, industrial and traditionally blue-collar homes remain south of downtown, along

the waterfront - echoing the historic locations of shipping-oriented industries and their
workers lived. Further inland, the City of Proctor is centered around the CN rail yards

and US 2, which relied on rail, and eventually vehicle access to the Ports of Duluth, for its
economic vitality.



RURAL SUBAREA
Land Uses

The rural subarea is almost entirely undeveloped wooded hills and
rural residential, with occasional breaks of limited, highway-oriented
commercial and small-scale industrial uses. These tend to be
concentrated immediately around or adjacent to I-35 interchanges
access ramps and cater largely to regional and statewide shipping,
freight, or regional tourists traveling to or through Duluth. Additional
speciality uses dot across the landscape including camping, hiking.
and most notably, Spirit Mountain Recreation Area.

There are minimal anticipated land use changes throughout the rural
subarea. The City of Proctor has expressed the strongest aspirations for
land use development along the corridor.

At the Boundary Ave interchange, the primary entrance to Spirit
Mountain, the city has expressed intent towards pursuing growth of
highway-oriented commercial uses. Proctor has also pursued studies
towards rethinking its downtown, located on US 2 with direct access off
of 1-35, a major freight route and regional connector from the interstate.

I-35 through Proctor, facing east towards Lake Superior

Relevant Plans Reviewed:

Proctor Comprehensive Plan (2016)

Proctor Transportation Plan (2021)

Imagine Duluth 2035 (2018)

Spirit Mountain Master Plan Update (2017)

St. Louis County Comprehensive Land Use Plan

1X31INOD
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\Within the rural areas of the 1-35 corridor, the
interstate provides vital connections necessary for
statewide access to an otherwise regionally-oriented
transportation system and land uses. The Highway
61 and Midway Rd interchange offers direct access
to industrial uses along the St. Louis River estuary,
while Boundary Ave and US 2 are critical connections
with the City of Proctor. Midway road also provides
an alternative southern connection to the Gary-New
Duluth neighborhoods, offering more direct interstate
access.

Without the connections created by I-35 area access,
connectivity, and economic activity may be at risk..

Boundary Ave interchange in Proctor




URBAN SUBAREA
Land Uses

Land uses quickly densify within the urban subarea, assuming
a traditional urban neighborhood character oriented along long
commercial corridors. The urban subarea is rooted in the historic
industrial and blue-collar backbone of Duluth. Unlike the steep
lakefront of east Duluth, the city’'s western neighborhoods rest
at a flat landing between the hills and waterfront, resulting in
topography more conducive to shipping and port access. The
subsequent industrial and shipping uses established along

the waterfront provided a wealth of well-paying jobs, and a
foundation for the city and region's major growth in the late
1800s through early 1900s .

The regional downturn of the late 20th century, however,
hit West Duluth and Lincoln Park especially hard. Much of
its historic shipping and manufacturing character remains,
but, it is a remnant of its former peak.

Today the neighborhoods of West Duluth are anchored by single
family, traditional urban block neighborhoods, with corridor-oriented
commercial. Neighborhood centers are concentrated along Grand Ave,
Central Ave, and W Superior St. The heart of the city’s industrial uses
remain within West Duluth, framed between Grand Ave and the [-35
corridor. Unlike the Downtown Subarea, the waterfront is dominated
almost entirely by shipping-oriented industrial uses.

The commercial node along Central Ave and Grand Ave, framed to

the south by the interstate, has long been recognized as a focal point
with immense potential for reinvestment. Duluth’s Comprehensive Plan
identified the area (under the title Spirit Valley), as a Core Investment
Area, identified in part for its redevelopment potential and opportunity
towards being a neighborhood-oriented destination. A more recent
study was done for corridor through Fairmount and Irving, which
highlighted additional redevelopment opportunities. The Irving
Fairmount Brownfields Revitalization Plan outlined plans to densify
housing and commercial uses along corridors in each neighborhood.

Further east, Lincoln Park has witnessed a renaissance of economic
activity, anchored by the Duluth Heritage Sports Center and

the Superior St Commercial Corridor. With a growing reputation

as the Craft District, Lincoln Park has experienced an immense
“makers” transformation over the last several years, reflective of the
neighborhoods industrial and manufacturing DNA.

Relevant Plans Reviewed:

Imagine Duluth 2035
Irving Fairmount Brownfields Revitalization Plan
Lincoln Park Small Area Plan

- Bayfront District Small Area Plan (2010)

- West Duluth Neighborhood Revitalization Plan
Lincoln Park Neighborhood Revitalization Plan

11
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As land uses along the interstate begin intensifying at Cody St,
the role of I-35 transitions from connector to divider and definer,
This is particularly true for West Duluth’'s neighborhoods, land
uses, and amenities.

Unlike in downtown Duluth, interstate construction through the
urban subarea occurred prior to the wave of national scrutiny
of urban interstate projects that emerged in the 1960s and 70s.
[-35 was built with comparatively little regard towards land use
and livability impacts. As such, it is here that the impacts of the
corridor's construction were felt especially heavily, as hundreds
of homes, businesses, and institutions were either destroyed or
relocated.

As it winds through West Duluth, the interstate divides the
collection of once cohesive neighborhoods and establishes
a physical border around Norton Park, Bayview Heights,

Fairmount, Cody, Irving, Spirit Valley, Denfeld, and Oneota (which
approximately comprise West Duluth and Lincoln Park). The
result is an interstate that has become the literal defining feature
for each neighborhood.

Unique to this area, 1-35 elevates from 63rd Ave N to Central Ave,
creating an elevated physical and psychological divider between
neighbors and neighborhoods. While this elevation does

permit for some through-access, the resulting passageways

are generally unwelcoming - particularly for bicyclists and
pedestrians and at night. As the corridor returns to- and
below-grade, crossings become immensely more difficult and
interspersed. The result is a hard “edge” along the southern
borders of West Duluth and Lincoln Park, further dividing the
area from the adjacent waterfront and job centers.



DOWNTOWN SUBAREA
Land Uses

Downtown Duluth hosts the densest land uses of the entire study area.
With it is the central business district for the entire region comprised of
major employers, civic, government, and entertainment uses. Like West
Duluth, portions of downtown rest on a relatively flat landing between
the hills and the lake; however, topography quickly climbs as you move
north and west through downtown. The resulting views, elevations,

and land use implications have become intricately associated with
downtown's development and layout.

Downtown also hosts the region's major commercial and tourism
destination anchored by Canal Park and the adjacent entertainment
district. With the regional industrial downturn of the late 20th
century, Duluth turned its attention to attracting tourism, leveraging
its location along Lake Superior and surrounding topography and
natural resources. Acting as the “Gateway to the North Shore,” Duluth

1X31INOD

has established a reputation of a model mid-sized city, centered on
livability and affordability — particularly compared to peer cities. Canal
Park is the focal point of this tourism effort, offering exceptional views
of both the waterfront and downtown alongside entertainment and
recreation.

Anchoring the east side of downtown is the Essentia and St. Luke's
medical campuses, two major regional medical districts near the heart
of downtown. Further east near the end of the study area, land uses
transition back to residential. These neighborhoods are laid out across
fairly dense urban residential blocks comprised of interspersed single
and multifamily housing. Owed in part to topography, industrial uses
never established in East Duluth compared to West Duluth, resulting
in higher percentage of residential land use, compared to West Duluth
and Lincoln Park.




CONTEXT
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I-35 as Segregator

Construction of the interstate stopped at Mesaba Ave in the 1970s. The
city then began to wrestle with where to bring the interstate through
downtown. Initial designs envisioned the I-35 extending out over Lake
Superior. This would have functionally cut off the entire area from

the lake, and obstructed views that Duluth is now famous for. Unlike
West Duluth, downtown was the beneficiary of heightened national
urban interstate scrutiny, which sought to better integrate 1-35 within
the existing built form of downtown. Over the course of nearly two
decades, driven largely by citizen advocacy groups, the alignment was
directed to its current location. Despite the scrutiny and realignment,
construction still resulted in immense clearance and displacement
through downtown, with numerous buildings being destroyed or
relocated. The notable Bridge Yard railroad yards for example, took a
remarkable 10 years to coordinate and complete its relocation.

Today, as I-35 reaches its final few miles, it must be recognized

as being a cornerstone to the city’s tourism efforts. The interstate
ushers in tourists to the city and was critical to supporting the tourism
boom that has reshaped the city's identity. This access has come at
a price as I-35 reaches downtown, it takes on the role of segregator
of land uses, destinations, and identities. While downtown Duluth
and Canal Park are collectively the cultural, economic, and tourist
heart of the region, the bisecting interstate has functionally created
two distinct “places”—downtown's central business center identity,
and Canal Park’s tourism identity. This has made a cohesive blending
of downtown and Canal park impossible - the few hundred feet
separating the two may as well be miles.

Further east along the corridor, starting around the Jay Cooke Plaza
Tunnel, the interstate segregates the commercial, medical, and
residential districts from direct access to the lakefront. Running
generally adjacent to the shoreline, the interstate frames the edge of
the city, creating a series of a de facto "overlooks™ along Jay Cooke

DM&IR Endion Passenger Station from 15th Ave E to Canal Park during the

construction of |-35. Source: Duluth Public Library

i

Plaza, the Rose Garden, and South St. While the Lake Walk, Leif
Erikson Park, and past interstate capping efforts have attempted
to address this segregation, much of the Downtown area remains
physically unable to access the waterfront.

Renewed efforts have merged to reconsider the role of the
interstate's impacts on Duluth's land uses, particularly in and around
Downtown. Organizations like the Duluth Waterfront Collective have
begun to catalyze attention to reconsider and reevaluate the role and
future of the interstate. These efforts are gaining traction they harken
back to initiatives nearly 50 years ago by groups like the Citizens

for Integration of Highways and the Environment, who led some of
the first coordinated concerns about the original highway alignment
through downtown.

Relevant Plans Reviewed:

Imagine Duluth 2035
Bayfront District Small Area Plan



I-35 Corridor Area Land Uses
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Compared to the City of Duluth, the 1/2 mile area surrounding the 1-35
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Color (BIPOC), and have a lower household income. This demographic
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Regionally, after peaking in the mid 1900s, there was a sharp
population and jobs declined, spurred by regional and national
economic shifts and subsequent loss of industrial and blue-

collar jobs. This downturn lasted for decades and didn't level off
until around the 1990s. Since the turn of the century, the region,
including the I-35 corridor, has been in a state of relative population
and employment stasis. Much speculation and attention has been
given to the region's stagnation over multiple decades, which has
seen area population, age division, racial diversity, income, and
home ownership all remain relatively unchanged since the early
2000s.

The 1-mile area surrounding the length of the corridor reflects
similar trends, remaining essentially unchanged over the last 12
years.

Summary Census 2010 Census 2020
Population 43,396 43,213
Househalds 19,711 19,988
Families 8,985 -
Average Household Size 2.15 2.09
Owner Occupied Housing Units 9,420
Renter Occupied Housing Units 10,292
Median Age 32.0

source: Esri

Future estimates for the 1-mile area out to 2027, anticipates
almost entirely unchanged demographics and socioeconomics -
population, age, income, or home ownership.

Trends: 2022-2027 Annual Rate National
Population 0.25%
Households 0.31%
Families 0.28%
Owner HHs 0.53%
Median Household Income 3.12%

source: Esri

Further, these future estimates are anticipated to lag both state
and national growth over the next five years, as shown in the
below table and images.
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Reflective of the shipping and industrial industries’ heavy presence
near downtown and in West Duluth and Lincoln Park, higher rates
of key demographic and socioeconomic indicators are generally
concentrated within Downtown Duluth. As shown in the maps on the
following page. higher rates of each tend to extend west along the
[-35 corridor from the study area in Downtown.

Notably, the study area’s eastern extent (I-35's termination at
26th Ave) is approximately where there is a sudden drop off of
percentage of households that rent, are without cars, and are in
poverty.
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CONTEXT
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ECONOMICS

In many ways, the study area reflects a comparable story to rust belt
communities elsewhere throughout the Midwest, which witnessed
drastic economic and population declines in the late 20th century.
Rooted heavily in national and global market shifts, the Duluth

area's downturn lasted for decades as manufacturing, mining, and
industrialization jobs either relocated or closed all together. \While its
population and workforce have largely stabilized, the area continues
wrestling with compounding factors impacting its economic
development goals and opportunities:

- While population and job declines have stabilized, they have
largely remained stagnant since the 1990s. In the 2020 census,
Duluth lagged population growth seen across the state, and
particularly other mid-sized peer cities.

Population declines were somewhat offset by diverse international
immigration moving to the area; however, this immigration has not
been enough to grow the area workforce.

Despite their declines, industrial and manufacturing jobs remain a
core backbone of the area’'s economy, particularly those related
to the ports of Duluth which is a major regional economic driver. In
light of this, significant effort has been made to support business
development as part of a “choice community” livability focus, as
well as tourism for visitors.

Historically, people living in West Duluth and Lincoln Park have
had lower income levels. While this meant area markets are
more affordable, it also created barriers for attracting certain
development that relies on market rents.

- The city contains a sizeable amount of non-taxable land and
buildings, reducing the tax base potential of the city.

STUDY AREA ECONOMICS

One measure used to assess conditions for a specific site’s likelihood to
redevelop, is to contrast the value of the property - the building(s) and
equipment associated with the sites - against the land it rests on. If the
value of the property is less than the land underneath it, market conditions
are seen as generally favorable for the site to redevelopment.

Looking at the area immediately surrounding the study area, there are a
significant number of properties in which the land is more valuable than
the above property. This suggests, on paper at least, that there should be
favorable conditions for redevelopment along much of the corridor, and
that there is a large inventory of potentially favorable sites.

Alternatively, what it may instead suggest, is that if there are such a large
number of sites that appear favorable to infill redevelop but haven't, other
factors may be at play - such as market conditions, site specific constrains,
or both.

Naturally, there are a multitude of factors that go into the development
decisions of any one site. Some known study area specific development
constraints much of the study area faces include:

- Challenging geography, geology, and weather
- Aging public infrastructure with expensive reinvestment needs
- Aging private properties with expensive reinvestment needs, due to
lack of maintenance and historically vacant properties.
Lack of density for efficient transportation and utilities
- Challenging topography that makes development either expensive
or infeasible
Brownfield sites and/or those that need remediation
Limited stock of flat, greenfield sites
- Smalland/or irregular lots
Land use policies or protections
- Concentrated economic inequality
19
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‘Industrial and shipping lots along the east edge of the corridor were assumed very unlikely to change from their
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Duluth has taken efforts to catalyze and drive
development along the study area. Reimagine

Duluth 2035 i

dentified a series of Core

Investment Areas, highlighted below, in which

to concentrate economic development efforts.
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HOUSEHOLD SNAPSHOT

The more than 43,000 people who live within 1/2 mile of the
corridor work in comparatively higher rates of blue-collar and
service jobs than the surrounding region. Household income
trends below both Duluth and Proctor average, and nearly 20
percent of residents spend at least 30 percent of their income
on housing costs—a general threshold of cost burdened
households. Notable, about 7 percent of area households
spend 50 percent or more of the income on housing costs, a
threshold of a severe cost-burdened household.
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ECONOMICS AROUND I-35

The interstate plays a somewhat conflicting role economically
with the study area, and Duluth at large. It has undoubtably been
the lifeline in the recent history of the city, ushering in visitors to
support its tourism, helping the city maintain its industrial and

manufacturing businesses, and providing critical regional access.

Conversely, the interstate also brings a series of likely negative
impacts such as concentrating development around interstate

Employment per Square Mile
[ Lessthan 300
[ 300tas00
[ s00 to 800
&Q\k I 500 to 1,000

%, B 100010 2,000
B 200010 4,000
[ 4000 10 5,000
[ 6000 t0 8,000
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[ 100000 12,000
[ 1200010 14,000 s
[ 14.000t0 16,000
[ 16000t 18,000
[ 18000 to 20,000
P [ 20000t 22,000

I 22000 to 24,000

B = 000 e 26,000
~ .
4 /

access points, a risk of “blighting” adjacent residential uses, and
carrying harmful environmental and public health impacts.

UMD is currently studying the economic impacts of the
interstate focused on downtown Duluth to help shed light on the
totality of its impacts. As that study progresses, findings will be
incorporated into the 1-35 Corridor Study.

Much of the area’'s employment centers are concentrated along I-35
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“Duluth and the surrounding region
can ensure continued growth and
support of its industry clusters
through focusing on workforce
development, educational resources,
transportation/logistics, road
infrastructure, water transportation,
and supporting business services.

As the largest city of the Arrowhead
region, Duluth is positioned to attract
new people and potential workforce
to both work and live in the region.
With 6.7 million tourist visits per
year, there are many opportunities to
attract new residents and expand on
the workforce supply for the coming
years."

-Imagine Duluth 2035
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ENVIRONMENT

The existing environmental conditions, or affected environment,
within the 1-35 corridor are provided to further define the
baseline environmental conditions for the study area. The
affected environment consists of the various social, economic,
and environmental resources that could constrain alternatives
development or be impacted by future transportation
improvements. This assessment is not intended to provide
sufficient detail for state and/or federal environmental review,
but rather to identifying potential constraints that will advise the
development of concept alternatives.

This section contains an overview of the current environmental
conditions within approximately 500 feet of the [-35 corridor
that could affect alternatives development. It is recognized that
transportation facilities such as I-35 have potential impacts that
can reach beyond the immediate area surrounding the corridor,
but this analysis is intended to identify potential “fatal flaws”
and “stewardship opportunities” that will be considered in the
development of alternatives.

A desktop assessment of the corridor was completed using a
variety of federal, state, and local online resources to identify
potential environmental constraints and impacts that future
projects along the corridor could encounter. As individual
project alternatives are developed and refined, a more detailed
assessment of potential impacts will be required.

Social and Economic

Highway corridors and transportation networks can directly
affect social and economic conditions of an area. The existing
[-35 corridor provides local, regional, and interstate connections

for the Duluth region. The presence of the highway corridor

has influenced and shaped the existing economic environment
including businesses in the commercial/retail, entertainment/
tourism, and manufacturing/industrial sectors. To varying levels,
these businesses rely on I-35 for the movement of goods and
services and by providing efficient access for visitors that are
attracted to the Duluth area.

As shown in the following images, and in the Appendix, higher
rates of Environmental Justice (EJ) variables are generally
concentrated in Duluth, in and around Lincoln Park, Central
Hillside, and downtown. This is also where the city and region’s
shipping and industrial uses have been centralized and continue
to operate.

Transportation corridors tends to provide several unique social
and economic benefits, however also present temporary and
permanent negative impacts as well. Temporary social and
economic impacts are often associated with construction
activities that may result in short-term reductions in mobility or
access through construction zones. Permanent social impacts
can occur when transportation corridors disrupt community
cohesion or create barriers between neighborhoods or parts of
a community. A transportation corridor like 1-35 can limit access
between land uses and create challenges for efficient pedestrian/
bicycle movements.



ENVIRONMENTAL CONDITIONS

The existing highway typical section and corresponding
right-of-way varies along the 1-35 corridor. In areas between
Highway 61 (Exit 245) and approximately Boundary Ave (Exit
249) the typical section generally consists of a rural divided
(wide center grass median) roadway section. Between
Boundary Ave and Grand Ave/Central Ave the typical section
transitions back and forth between a rural divided and
urban divided (narrow concrete barrier) roadway section.
The presence of an urban section through this segment of
the corridor is commonly introduced in areas constrained

by topographic features (bedrock and steep slopes). North
of Central Ave the |-35 corridor is predominately an urban
divided section that is generally constrained by existing
development. Portion of the corridor through the downtown
area have been further reduced using retaining walls,
bridges, and tunnel structures. Future improvements along
the corridor may require acquisition of right-of-way and/

or temporary easements. Coordination with landowners,
residents, and/or businesses would be required for any
acquisitions, access changes, or relocations in accordance
with state and federal law, including the Uniform Relocation
Assistance and Real Property Acquisition Policies Act of 1970.

SURFACE WATER RESOURCES

Surface water resources generally include lakes, rivers, streams,
and wetlands. \Water resources were desktop-evaluated

using aerial imagery, U.S. Fish & Wildlife Service (USFWS)
National Wetland Inventory (NW1) maps, Federal Emergency
Management Agency (FEMA) Flood Insurance Rate Maps
(FIRMs), and various mapping tools.

The study area, located in the Lake Superior Basin and St. Louis
River and Nemadji River Watershed Districts, is rich with water
resources including several wetlands, rivers/streams/creeks,
and Lake Superior.

Wetland resources have the potential to be protected by
several decrees, including Executive Order 11990, Protection
of Wetlands; Sections 401, 402, and 404 of the Clean Water
Act (US Army Corps of Engineers [USACEI); Section 10 of the
Rivers and Harbors Appropriation Act (USACE); Minnesota
Wetland Conservation Act (local government unit); the
Shoreland Development section under Minnesota Statute
103F; Minnesota Statute 103G - Waters of the State, pertaining
to public waters and public waters wetlands (MNDNR); and
watershed district rules.
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Numerous wetland basins and artificial ditch wetlands are
located in the southern rural segment of the study area. Other
surface waters (waterways/drainway) within the study area
generally flow toward the St. Louis River and Lake Superior,
which are prominent surface waters in the region. The I-35
highway corridor crosses over several creeks and unnamed
waterways. These include, but are not limited to, the following:

- Stewart Creek
Knowlton Creek
Kingsbury Creek
Keene Creek
Merritt Creek

- Miller Creek

- Coffee Creek

- Chester Creek

Surface waters within the study area are shown within the
Appendix.

Several resources in the study area are considered “impaired
waters” due to elevated pollutant levels that exceed limits of
one or more parameters for surface water quality. An interactive
map tool (Impaired Waters 2022 (arcgis.com) developed by the
Minnesota Pollution Control Agency (MPCA), depicts impaired
waters and provides information the type of impairment(s).

Floodplains constitute land situated along rivers and their
tributaries that are subject to periodic flooding in any given
year. Executive Order 11988 - Floodplain Management requires
federal agencies to take actions to reduce the risk of flood
losses and flood impacts on human safety, health, and welfare,
whenever possible. Pursuant to EO 11988, potential effects

on floodplains must be evaluated and alternatives that avoid
adverse effects and incompatible development in floodplains
must be evaluated. If it is found that the only practicable
alternatives require impacts within a floodplain, it is necessary

to design or modify the project to minimize potential harm to or
within the floodplain.

An assessment of the |-35 corridor was completed by reviewing
Floodways or Special Flood Hazard Areas identified on FEMA
Flood Insurance Rate Maps (FIRMs). These online resources are
intended to aid in determining the presence of floodplain areas
and not for detailed impact assessments.

The I-35 corridor study area passes through the following FIRMS:

+ 2704210025C
+ 2704210040D
+ 2704210035C
« 2707411650C
+ 270420002C

Several of the surface waters previously listed have designated
floodplains. Some rivers and creeks have established 100-year
flood elevations, which generally indicate higher risk areas, others
are merely desighated as “Zone A" indicating a moderate-to-low
risk area where special precaution is still needed. Any project

that impacts a floodplain will be required to obtain permits for
construction in these areas from the local floodplain administrators.

A field aquatic resources delineation should be completed
during the environmental review process for future proposed
improvements. Impacts to any of the identified surface water
resources may require permits pursuant to the local, state,

and federal regulations previously listed. In general, impacts

to wetlands must be avoided, minimized, and mitigated in
sequence. Increased impervious surface area may necessitate
implementation of stormwater handling measures. Best
management practices during construction activities to improve
water quality and minimize erosion/sedimentation are typically
required.



REGULATED MATERIALS & HAZARDOUS/
CONTAMINATED WASTE SITES

Regulated materials and hazardous/contaminated sites can be
hazardous to human health and the environmental well-being of

an area. The Environmental Protection Agency (EPA) is the federal
agency that regulates the remediation of hazardous waste and
contaminated areas. In addition to the EPA, the Minnesota Pollution
Control Agency (MPCA) is responsible for enforcing state and federal
environmental laws to regulate where and how materials are stored
and their ultimate disposal.

In review of the MPCA's "What's in My Neighborhood" database (see
Appendix), numerous potentially hazardous/contaminated properties
are in proximity to the 1-35 corridor. These sites are scattered
throughout the study area, but a higher concentration is found in the
urban segments (north of Grand Ave), which correspond with existing
and historical manufacturing and industrial land uses.

Due to the likelihood of encountering regulated materials or
hazardous/contaminated sites along the I-35 corridor, it is
recommended a Phase | Environmental Site Assessment be
completed as part of a more detailed design phase and prior to any
right-of-way acquisition or construction activities commencing in the
corridor. Knowing the type and magnitude of material/contamination
can be used to advise the development of alternatives/design
options and lower the risk of liability and high remediation costs.

NOISE

Noise is generally defined as unwanted sound, and can be
intermittent or continuous, steady or impulsive, stationary or transient.
Noise levels discernible by humans and animals are dependent on
several variables, including distance and ground cover between

the source and receiver and atmospheric conditions. Perception of
noise is affected by intensity, frequency, pitch and duration. Noise

1X31INOD

levels corresponding to human
hearing are quantified by
A-weighted decibels (dBA).

HISTORIC/
CULTURAL
RESOURCES

Section 106 of the National
Historic Preservation Act (54
U.S.C. § 306108) requires that
federal agencies consider the
effects of their undertakings on
historic properties. An historic
property is any prehistoric or
historic district, site, building, structure, or object included on,
or eligible for inclusion on, the National Register of Historic
Places (NRHP). The Section 106 review process is defined in
regulations promulgated by the Advisory Council on Historic
Preservation (ACHP), “Protection of Historic Properties” (36 CFR
Part 800).

According to the NRHP interactive mapping tool (National
Register of Historic Places (nps.gov), there are several listed
historic buildings/properties and an historic district on the
NRHP within the study corridor. Confidential historic properties
or historic properties that have yet to be identified may also be
present along the corridor. Projects along the corridor should
include a records search at the State Historic Preservation
Office (SHPO) records, field cultural resources inventory, and
coordination with the SHPO to ensure all historic properties are
identified and properly handled.

A map of area historic places is located in the Appendix.



—
<
L
—
Z
O
O

WILDLIFE HABITAT, THREATENED &
ENDANGERED SPECIES

From the standpoint of both a state and federal
environmental review process, it is important to evaluate
biological resources to determine if a project has the
potential to adversely affect unique wildlife habitats as
well as state and/or federal threatened and endangered
(T&E) species.

The rural segment of the study area is generally surrounded
by naturally wooded upland habitat with pockets of
wetland habitats. According to the Minnesota Biological
Survey (MBS), there is one site of biodiversity significance
located south of 1-35 between the St. Louis County Rd 13/
Midway Rd (Exit 246) interchange and the Broadway Ave
Interchange (Exit 249). The site is ranked “outstanding”
due to the presence of a ecologically intact and functional
landscape.

Minnesota s, including Minnesota Statutes, section
84.0895 and Minnesota Administrative Rules part 6134

and 62121800 through 6212.2300, provide protections and
restrictions that is some cases prohibit taking/destroying.
purchasing, importing, possessing, transporting, or selling
endangered, threatened, or special concern species,
including their parts or seeds, without a permit. Similar
federal laws protect federally-listed species under Section
7 of the Endangered Species Act of 1973, amended. The
federal ESA directs all federal departments and agencies
to “.conserve endangered species and threatened species
and utilize their authorities in furtherance of the purposes
of this Act.” The Act must ensure “..that any action they
authorize, fund, or carry out is not likely to jeopardize the
continued existence of a listed species or result in the

destruction or adverse modification of designated critical habitat.”

Areview of the Minnesota Natural Heritage Informational System (NHIS)
database and assessment using the USFWS federal IPaC interactive tool
was completed for the I-35 corridor study area. The results of the reviews
indicate several state and/or federal T&E species are present in proximity
to the study area. The listings in both the NHIS and IPaC consisted of rare
plants, animals, native plant communities, and other rare features. Due

to the sensitivity of these resources, no listing or visual representation/
location information can be provided. It is recommended that further
review, agency coordination, and potentially a biological assessment be
conducted as part the future phases of project development.

SECTION 4(F)/6(F) RESOURCES

Section 4(f) of the Department of Transportation Act (23 U.S.C. 138)
prohibits federal transportation agencies from approving the use of
public parks, recreational areas, wildlife and waterfowl refuges, or public
and private historical sites unless no feasible and practicable avoidance
alternative exists. If such an avoidance alternative is not available, only
the alternative with the least harm, including all possible planning to
minimize harm, can be approved.



A review of aerial imagery and the City of Duluth’'s Essential Spaces:
Duluth Parks, Recreation, Open Space & Trails Plan (Essential Spaces
(duluthmn.gov) identified several recreational properties that are
adjacent or in close proximity to the I-35 corridor. These resources
include, but are not limited to, the following:

-+ Bayfront Park

+ Cross City Trail

+ Duluth Rose Garden

- Gichi-ode Akiing/Corner of the Lake Park
+ Jay Cooke Plaza/Tunnel Park

- Keene Creek Park/Dog Park

+ Lakewalk Park

- Lakewalk Trail

+ Leif Erickson Park

- Sister Cities Park

+ Spirit Mountain Recreation Area

In addition to recreational/park properties, sites determined to be on
or eligible for listing on the NRHP that may be identified during project-
specific surveys and coordination would be protected by Section 4(f).

Section 6(f) of the Land and Water Conservation Act requires that
the conversion of lands or facilities acquired with Land and Water
Conservation (LAWCON) funds be coordinated with the Department
of Interior through the Minnesota Department of Natural Resources
(MNDNR). When such a conversion occurs, replacement in-kind (land
value and recreational function) is typically required.

According to the MnDNR list of LAWCON funded sites, there are
several properties in the City of Duluth. Further coordination will be
required with the MnDNR during the design phase of any future
project(s) to determine if any Section 6(f) implications existing that
would require a formal conversion process.

1X31INOD
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Il Mn Percentile
I =rPA Region 5 Percentile
I National Percentile

Particulate Matter 2.5

ENVIRONMENTAL Ozone
JUSTICE , ,

2017 Diesel Particulate Matter
Comparatively across all of EPA's
Environmental Justice (EJ) Variables, 2017 Air Toxics Cancer Risk
the 1 mile area surrounding the study
area ranks in the top 64 percent 2017 Air Toxics Respiratory Hi
percentile for MN, 58 percent
percentile for EPA Region 5, and 43 Traffic Proximity

percent percentile for the US.

As shown in Appendix, factors are Lead Paint

generally concentrated in Duluth,

in and around Lincoln Park, Central Superfund Proximity

Hillside, and Downtown. This is also Risk Management Plan
where the city and region’s shipping Facility Proximity
and industrial uses have been o

centralized and continue to operate. Hazardous Waste Proximity

Underground Storage Tanks

Wastewater Discharge

64

Average Percentile 58
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INVENTORY

TYPICAL SECTIONS

Throughout the I-35 study area, the corridor context and typical roadway
design changes numerous times. Beginning from the southern study limits
at the Highway 61 interchange, the corridor traverses across a primarily
rural and undeveloped landscape. The typical freeway section consists of
a high speed (70 mph) four-lane divided roadway with a wide grass center
median and grass ditches that collect and convey runoff from the roadway.

Image representative of the rural 4-lane divided section near Midway Rd interchange with
Mountain Drive frontage road on east side of the corridor (right side). Google Map Link:
https.//www.google.com/maps/@46.7178721,-92.2462226,3905m/data=13mile3

Entering Duluth and the Hilltop area, the corridor begins to transition

to reflect the urban environment that require several bridge structures
(underpasses/overpasses) and special design elements to accommodate
urban development and challenges presented by the surroundings (bedrock
outcrops and steep slopes). While the majority of the corridor remains a four-
lane divided section, other design elements change including the median

FJANLONILSVAHANI
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width and type (narrow concrete
barrier vs. wide grass median),
drainage features (grass side slopes
vs curb/gutter), and the use of
guardrail in several areas to limit the
roadways footprint.

Moving north into the downtown
Duluth area, the urban freeway
section is wider with the number
of lanes being accommodated Image representative of |-35 near the 27th Ave W interchange. Google Map Link: https:./www.google.com/
(interchange exit/entrance auxiliary maps/@46.7572456,-92.1313781,190m/data=13m1l1e3

lanes) but is also compressed to
the extent possible with a center
concrete median barrier, outside
guardrail/concrete walls and three
tunnel structures.

Image representative of I-35 near the Garfield Ave overpass with Lower Michigan St on the west. Google Map
Link: https://www.google.com/maps/@46.7688503.-92.1191202,118a.35Y.42.58h.45t /data=13milie3https.//

www.google.com/maps/@46.7688503.02.1191202,118a,35Y.42.58h.45t /data=13m1l1e3



https://www.google.com/maps/@46.7572456,-92.1313781,190m/data=!3m1!1e3
https://www.google.com/maps/@46.7572456,-92.1313781,190m/data=!3m1!1e3
https://www.google.com/maps/@46.7688503,-92.1191202,118a,35y,42.58h,45t/data=!3m1!1e3
https://www.google.com/maps/@46.7688503,92.1191202,118a,35y,42.58h,45t/data=!3m1!1e3
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RIGHT-OF-WAY

Right-of-way (ROW) is the available space owned by MnDOT

on which the I-35 corridor resides. ROW is often a constraining

factor in developing alternatives, because acquiring additional . . o .

ROW can be costly, increase project delivery deadlines, or stop "€ MnDOT Right of Way Mapping and Monitoring Tool (arcgis.

a project altogether. Similar to the roadway typical section, com) provides access to a series oflelectromc ROW figures.

the existing ROW widths vary considerably along the corridor, These maps will be further utilized in the development of
concept alternatives.

depending on the location and transportation features being
accommodated in a particular area.
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2021 RIDE QUALITY INDEX (RQI)

Pavement conditions are rated Primarily Good (3.1 -
5.0), with some sections of Fair (2.1 - 3.0): Right at the
northeastern end of I-35 (Near London Rd), to the
east of Canal Park, and also near the intersection with
US US 2. This section heads down the hill into Duluth
and stretches from near Spirit Mountain Ski Area
down toward the city. There are no areas with Poor
RQI within the project area.

ATP1
2021 Pavement Condition
Ride Quality Index (RQI)
——— Poor (0.0- 2.0)
Fair (2.1 - 3.0)

= Good (3.1-5.0)

All the surface ratings for this stretch of 1-35

are considered to be “Good". Every part of the
project area is a 2.5 or above on the scale. There
are no areas with either Fair or Poor surface
ratings within the project area.

™ Duluth
1194 53

ATP 1
2021 Pavement Condition

Surface Rating (SR)
Poor (0.0 - 1.6)

- Fair (17 -2.4)

Good (2.5 - 4.0)



2021 RIDE QUALITY INDEX (RQI)

Every section of the project area, except for westbound
[-35 near London Rd, has a PQl rating of Good. This
section by London Rd has a PQI of Fair. There are no
spots within the project area that have a Poor PQl.

ATP 1
2021 Pavement Condition
Ride Quality Index (RQI)
Poor (0.0- 2.0)

Fair (2.1 - 3.0)

——— Good (3.1-5.0)

Remaining Service Life (RSL) can be divided into five sections
within the project area. From the western edge of the project
bounds to the junction with US 2, the RSL is High (12+ Years). The
segment between US 2 and Central Avenue has a RSL of Low (0-3
Years) for both directions. From here until Canal Park the pavement
is in good condition again, with a RSL of High. Northeast of Canal
Park, the pavement is in worse shape. The northbound pavement
has a section of Low RSL, while the southbound pavement has a
Medium remaining service life. After this, the northbound direction
has a RSL of High for the rest of the project area (all the way to
London Rd). The southbound direction has approximately half of
the remaining pavement rated as High, but the section closest to
London Rd is rated as Low.

ATP 1
2021 Pavement Condition

Surface Rating (SR)
Poor (0.0 - 1.6)

Fair (1.7 - 2.4)

Good (2.5 - 4.0)
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BRIDGES Local Planning Index Ratings

Information about all of the bridges along the project corridor was o0 A .-

. . . . . 95.00
collected, with every overpass and underpass inventoried. All information 20,00 O N “b: S
was retrieved from the MnDOT Bridge Information Interactive Map. % 8500 .,! I

£ . . s HCR
Trends and notes regarding bridge condition: = i:gg oY ; !
- According to the MnDOT Bridge Information Interactive Map, there are Z:ZZ :..
67 bridges along the project corridor (as of August 2022). 60‘00 °
1945 1955 1965 1975 1985 1995 2005 2015 2025

- There are 12 different types of bridges along the corridor. The most Year Built

common type of bridge is the steel continuous-beam span. There are

23 of these bridges. Sufficiency Rating

- There are significantly more bridges along the lakefront/bayfront 100.00 3 P o
portion of the freeway than there are west of Duluth. 95.00 o .: b .0" o8
= 90.00
Local Planning Ratings (LPI) generally followed a trendline, with more B es.00 * !‘ e
recently constructed bridges having higher LPI ratings than older g 80.00 o . -’ o
bridges. % 75.00 . . '.
v 70.00 °
Sufficiency ratings were more scattered than LPIs and depended less 65.00 &
on the age of the structure. The average Sufficiency Rating is 88.8, with 60.00

1940 1950 1960 1970 1980 1990 2000 2010 2020 2030
Year Built

- The longest bridge connected to the project area is the Richard |. .
Bong Bridge at 8,320 feet long. Bridge Type

steel-Tied Arch [l
Steel-Thru Girder

a maximum rating of 99.8 and a minimum of 64.2.

.
Steel Continuous-Deck Girder [l
Steel Continuous-Beam Span |
Prestress or Precast-Box Culvert [l
Prestress or Precast-Beam Span [ NG
Prestress of Precast-Pipe Culvert [l
Post-Tensioned-Box Girder [
Concrete-Rigid Frame [N
Concrete-Box Culvert | N
Concrete Continuous-Slab Span [
Concrete Continuous-Box Girder | NNRGTNNNEGEGEGEGEGEEE



https://mndot.maps.arcgis.com/apps/webappviewer/index.html?id=458be6fe9acf4131a35455cc63702068

Deficiency Rating

More than 90 percent of bridges along the interstate corridor were
found to be Not Deficient. The only structurally deficient bridge is
the 5th Ave W / Harbor Drive bridge in downtown Duluth. It is the
older bridge in the project area (built in 1066). Functionally obsolete
bridges include: 40th Ave W overpass, S 37th Y2 Ave W overpass, Exit
25 6A from Northbound I-35 to Mesaba Ave, E Superior St over |-35
(at Brewery Historic District Tunnel), and E Superior St over [-35 (at
Jay Cooke Plaza Tunnel).

Deficiency Rating

B Not Defificient

m Functionally Obsolete

m Structurally Deficient

FJANLONILSVAHANI

Super Structure Status

The category most bridges fall under regarding their super
structure status is Good Condition. There are 10 categories that
a bridge's super structure rating can be classified under (not
including N/A) that range from Failed Condition to Excellent
Condition. None of the bridges in the project area are classified
in the lowest five categories. The lowest classification seen in
the project area is Fair Condition, with 8 bridges. One bridge is
classified in Excellent Condition. This is the 27" Ave W overpass
over I-35 in the Lincoln Park neighborhood of Duluth. This bridge
was completed in 2021. There are eight bridges in Fair Condition,
which should be monitored into the future. They are:

- Overpass over railroad tracks west of S Boundary Ave

+ S Boundary Ave overpass over |-35
Railroad bridge over NB |-35 at US 2/1-35 interchange
Railroad bridge over SB I-35 at US 2/1-35 interchange
Entrance ramp to SB I-35 from N Central Ave
Exit Ramp from NB I-35 (Exit 252) onto N Central Ave

+ 40th Ave overpass over |-35
Railroad bridge owned by Canadian National over I-35 near
\Wade Stadium (eastern of two railroad bridges)

Super Structure Status

35 32
30
25
20 17
15
10 8
6
5 3
1
. | [—
Fair Condition Satisfactory Good Very Good Excellent N/A
Consition Condition Condition Condition
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RETAINING WALLS AND TUNNELS
RETAINING WALLS

Retaining walls are vital pieces of infrastructure that are used in
multiple locations along the |-35 corridor. Designed as walls to
hold back a mass of soil to produce the desired flat area for the
freeway, there are 12 retaining walls within the project corridor.
Notably, 11 of those 12 are within the last 2.5 mile stretch of 1-35
north of Lake Ave, with most connected to the tunnel complex
that better connects downtown Duluth to Lake Superior. The
other retaining wall is located on the crest of Thompson Hill,
directly across from the Minnesota Welcome Center. This specific
retaining wall is used below the freeway surface to keep the
grade level, while the other retaining walls are used to keep a
mass of earth from falling onto the freeway within the gaps of
the tunnel system. It is important to be aware of these elements
due to the extreme importance they play in the success of the
freeway system.

This retaining wall is approximately 1,000 feet long and keeps
[-35 from spilling onto the railroad tracks below:. It is on the
section of freeway heading down the hill toward the city of
Duluth and has an average slope of -2.3 percent. This retaining
wall is significantly older than the others on the corridor and is
made from stone.

There are two retaining walls located between Lake Ave and
the start of the series of four tunnels, one on the downtown side
and one on the Canal Park side of the freeway. The downtown

side retaining wall separates the freeway from Michigan St., while
the Canal Park side wall separates the freeway and a single set
of railroad tracks from the pathway along Sister Cities Park. The
downtown side wall is short, while the Canal Park side wall starts
short and gets taller as is moves northeast. Both retaining walls
are made from concrete.

There is a set of six retaining walls between the set of four
tunnels, one on each side of the road between every tunnel.
All six retaining walls are tall, as this is the trenched section of
the freeway. Each retaining wall in this section is made from
concrete.

In the northernmost section of 1-35, there are three additional
retaining walls. All three are on the downtown side of [-35, with
none on the lake side. Moving towards London Rd, the first runs
for 3,500 feet between the exit of the Leif Erikson Tunnelto S

21°t Ave E, ending at the start of the southbound entrance ramp
at S 21t Ave E. The next picks up directly under the S 215t Ave E
overpass and continues for 1,200 feet, becoming shorter and
shorter before eventually disappearing. The final retaining wall
starts about 300 feet north of the end of the second retaining
wall and wraps around the corner of the freeway until London Rd.



TUNNELS

Northeast of Canal Park and the Lake Ave intersection, I-35 goes
through a series of four tunnels. These tunnels help to bridge
the gap between downtown Duluth and the lakefront, covering
sections of the freeway for easier access. These connections
lessen the impact the freeway has as a barrier, especially for
pedestrians and bicyclists. The tunnels were part of a public
input process that began in 1959. When finally constructed in the
1980s and early 1990s, they remain an important investment in
connecting the city to the waterfront.

The four tunnels are all located within a 1.1 mile stretch of the
freeway, and are topped by Gichi-ode’ Akiing Park, the Brewery

Historic District, Jay Cooke Plaza, and Leif Erikson Park. The
tunnels were constructed using the cut and cover method, and
cost approximately $200 million. The tunnel under Brewery
Historic District, the second entered while going northbound,

is the shortest tunnel at 500 feet. The third tunnel, covered by
Jay Cooke Plaza, is 600 feet, and the first tunnel under Gichi-
od' Akiing Park is 785 feet. The longest tunnel of the four is the
northernmost tunnel, under Leif Erikson Park, and is 1,480 feet
long. This was the final piece of infrastructure completed along
[-35, with the ribbon cutting ceremony on October 28, 1992,
officially completing the 1,593-mile freeway stretching from
Laredo, Texas to Duluth.
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Utilities
Major utilities are commonly located within road rrights-
of-way. There are many reasons for this including but not

limited to: cost of right-of-way acquisition, ease of access,

and necessity for the functioning of items related to
transportation (i.e. lights, signals, etc.).

oo
oajoo
oojoojoo

1
Public Utilities

Public utilities are those that are owned and maintained
by a governmental agency such as the City of Duluth.
Public utilities found within, crossing, or in proximity to
[-35 include urban and rural storm water management

systems. Typical features include drainage ditches,
culverts, treatment ponds/infiltration basins, curb and
gutter with catchment structures, and storm sewer pipes
used to collect and convey runoff to treatment and
discharge locations.

@
(=2

Private Utilities

Private utilities are those that are owned and maintained
by private companies. Sometimes these have shared uses
between public and private entities. These can include
both above and below ground power lines, gas lines, and
communication lines.

\l v

Lighting & Signage

Roadway lighting is a vital aspects of corridor safety. Multiple
studies have shown a reduction in crashes per vehicle mile
traveled when sufficient roadway lighting is provided, in some
cases reducing crash rates up to 60 percent. For I-35, most of
the study area includes corridor lighting. Short segments in
the rural areas, between Highway 61 and Russell Rd, do not
contain lighting, except for the interchange areas at Highway
61 and County Rd 13, which include lighting.



DESIGN REVIEW

EXISTING DESIGN CONSIDERATIONS

The physical characteristics of the I-35 and interchanges contribute to
congestion/mobility and safety issues along the corridor. Inadequate
interchange and ramp spacing, and heavy entering and exiting
volumes at certain interchanges leads to considerable weaving
problems. Other design elements such as route continuity/lane
configuration throughout the corridor, horizontal and vertical curves,
sight distance, and clear sight lines in curves can all contribute to

the corridor’s performance in terms of existing mobility and safety
conditions.

Interchange Spacing

According to MnDOT's Road Design Manual, the minimum desirable
interchange spacing in rural areas is 2 miles with 5- to 10-mile spacing
preferred. In urban areas, the minimum desirable interchange spacing
is 1 milet with preferred spacing at 2 miles.

The [-35 corridor study area has several substandard ramp spacing
and weaving distance issues throughout the corridor. In some portions
of the downtown Duluth area, collector distributor roads have been
added to connect interchanges that are in close proximity (e.g.. 5th Ave
W/Harbor Dr. and Lake Ave/Canal Park Dr).

The distance between the 27th Ave W interchange ramps and the

US 53 ramps are less than 1,000 feet apart, creating a challenging
situation where entering/exiting trafic must make critical movements
as they weave into and out of I-35 traffic at higher speeds.

tMinnesota Department of Transportation. (2001). Road Design Manual. 6-1.04.04

FINLONTGLSVHAN]
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Route Continuity and Lane Configuration

Driving in heavy traffic through complex highway sections and
interchange areas can create anxiety and confusion for motorist,
especially aging drivers and those unfamiliar with a city or
segment of roadway. Complexities can result from various design
features including the addition or reduction in the number of
travel lanes (widening from four to six lanes), lane drops or lanes
that abruptly turn into exit ramps.

The I-35 study area is characterized by several features that
disrupt route continuity and/or have non-traditional design
elements. These include left lane entrance/exit ramps (e.g.,
Grand Ave interchange), altering the number of through lanes,
and lane configuration (lane drops and auxiliary lanes). FHWA
discourages and currently tries to prohibit the use of left exits for
driver expectancy reasons. Complex interchanges associated
with the [-35/US 2 E (Bong Bridge) and the 1-35/US 53 (Can of
Worms) require intense attention and rapid decision-making to
navigate these complex interchange areas.

Bridge Lengths

The length of a bridge is not a design deficiency, but longer
bridge structures can often be associated with safety/
operational and maintenance challenges. Longer bridges can
create drainage/stormwater runoff concerns in both conveyance
and treatment. Winter icing conditions are also a concern as
snow melt or wet pavement conditions can icy-over sooner

than a section of roadway built at-grade. These conditions may

require additional salting to remove accumulated ice, which

is both a short-term and long-term maintenance cost. Other
long-term maintenance concerns stem from the fact that bridge
rehabilitation and replacement of all structures, especially longer
more complex bridges come at a high cost.

The [-35 corridor has several long bridge structures including

a few of substantial length. These include the segment of I-35
between 63rd Ave W and Central Ave (bridge is approximately
3,200 feet and the segment of [-35 from the US 53 (Can of
Worms interchange) to approximately Harbor Dr that involves the
freeway being built on structure/bridge for over 1.5 miles.

Other Design Deficiencies

Substandard shoulder widths are present within the study

area, including the barrier section beginning near Ugstad Rd

to Boundary Ave and the bridge opening for I-35 under the
railroad bridges near US 2, which has reduced inside and outside
shoulders.

Inadequate sight distance, clear sight lines in curves, or
substandard horizontal and vertical curves can contribute to
safety and mobility conditions along I-35 and at the interchanges
located throughout the study area. Further detailed analysis for
areas of heavy congestions and/or hot-spot crash locations is
needed to isolate the root cause of the issue and whether certain
design deficiencies are contributing to the problem.
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UTILITY

Existing transportation activity in the study area was evaluated using a
combination of data sources, including:

- 13-hour turning movement data at 26 intersections (collected in
June 2022). This data includes truck counts and non-motorized
counts

+ Where available, MnDOT daily traffic data was obtained for
segments of 1-35, intersecting roadways, and ramps

- StreetlLight Insight transportation data was utilized to
supplement the two datasets above. StreetLight Insight can used
for a variety of data types, including daily traffic estimates, hourly
turning movement estimates, non-motorized traffic estimates,
and origin-destination data
Pedestrian and bicycle volume data was obtained from the MIC
at a number of key crossings of the study corridor using a variety
of counting methods. This data was used to calibrate StreetLight
data fro non-motorized volumes where unavailable.

Daily traffic volumes on I-35 range from a low of around 16,000 vehicles
per day on the north end of the study corridor near TH 61 and London
Rd/S 26th Ave E, to a high of nearly 47,000 vehicles per day between
the Twin Ports Interchange and Mesaba Ave.

TRAFFIC PATTERNS

As expected for a heavy tourism community, Fridays tend to see

the highest traffic volumes with a 16 percent increase in daily traffic
compared to the average day. This pattern of increased weekend
traffic is intuitive to an area with heavy tourism activity, especially
during the summer months. Monday and Tuesday both experience
the lowest average daily volumes with a 10 percent decrease from the
average daily volumes, likely due to a respite in tourism activity.

The downtown area is the only subarea in which Saturday volumes are
higher than Friday volumes, with a 16 percent increase from average.
Similarly, this area uniquely sees a large decrease in daily volumes on
Sunday with 10 percent less than average traffic experienced.

Hourly Traffic Profile

Hourly Traffic Profile

3500
S 3000
2500
2000
1500
1000
500

0

)

Hourly Volume (v:

12:00 AM
11:00 AM
12:00 PM
2:00PM
3:00PM
4:00PM

S
=1

e Urban == Downtown

Monthly Traffic Profile by Subarea

20

&

U

L
P o
N S g g

BRural ®Urban ® Downtown

Weekly Traffic Profile

ntown Subarea

NOILONN4S




z
o
l_
O
z
>
L

Rural Subarea - Hwy 61 to Cody St - Aug 2022
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The rural subarea experiences the largest fluctuation in change from the annual average traffic volumes with a difference of nearly
11,000 vehicles per day between the highest and lowest monthly average volumes. A 19 percent increase in traffic in comparison to
the annual average is experienced in August and a 22 percent decrease is experienced in January; both are the greatest deviations
observed within the project area.



Urban Subarea - Cody St to Garfield Ave - Aug 2022
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The urban subarea experiences the smallest fluctuations in seasonal traffic with only April and May deviating from the annual average
by more than 10 percent. This area also does not experience the decrease in traffic during the winter months experienced by the rural

and urban subareas.
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Downtown Subarea - Garfield Ave to London Rd - Aug 2022
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The downtown area experiences similar fluctuations in seasonal traffic as seen in the rural subarea and follows the general monthly
pattern as well. Seasonal deviations reach up to 17 percent difference from the annual average; January shows a 17 percent decrease

from average while July shows a 17 percent increase in trafic volumes from the annual average.
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Average Trip Length

AVERAGE TRIP LENGTH Average Trip Lenth

Reflective of their respective contexts’, average trip lengths vary greatly
across each subarea. Average trips measured through the rural subarea
are approximately 64 miles. Average lengths in the urban subarea
average 48 miles, while the downtown subarea averages 32 miles.
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Lower trip lengths in both the urban and downtown subareas are almost
certainly a result of more local, short-distance trips.

Average Trip Length (miles)
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ORIGIN-DESTINATION

Origin-Destination data obtained from StreetLight Insight « Traffic entering I-35 via US 2 in Proctor is predominately
provides information on how traffic flows through the corridor destined for the US 2 Bong Bridge to Wisconsin (27 percent)
and to/from areas along the route. Forty-four analysis zones and the Central Ave exits (41 percent); 18 percent of Proctor
were placed along segments of -35 between interchanges and traffic is destined for the downtown exits.

at all major entrance and exit points.

Key findings are summarized below:

10 percent of trips originating from the southern project 6%

limit are observed traveling the length of the corridor to the ’ 19%
northern project limit at TH 61/London Rd/26th Ave E; 23 74% North Terminal
percent are observed exiting I-35 at one of the downtown

area exits (Mesaba Ave, W Superior St, 5th Ave W and Lake

Ave); 12 percent make the crossing into Wisconsin via the 8%

US 2 Bong Bridge while only 4 percent use the [-535 Blatnik 42%' 20%

Bridge. Downtown

Sevlentelenl percent of trips origirjating from the northern 1% 30% 9%
project limit are observed traveling the length of

the corridor to the southern project limit at the county line; ' 26% £ "289
46 percent are observed exiting |-35 at one of the Downtown * 62% PI’OCtOf Cana| Park

area exits (Mesaba Ave, Superior St, 5th Ave W and Lake
Ave); 6 percent make the crossing into Wisconsin via the
US 2 Bong Bridge versus the 10 percent using the I-535

Blatnick Bridge.

21% 28%

7%

' 29%

Wisconsin ' es%

Considering traffic originating in Canal Park and
entering 1-35, 13 percent travel north on [-35
toits end at TH 61 and 10 percent travel |

south to the county line. 16 percent 99% South Terminal
exit via 21st Ave E.

1%

Regional Trip
Local Trips
@ Bike Trip Potential
@ Multimodal Potential




FREIGHT ANALYSIS

Northeastern Minnesota covers almost one-quarter of
Minnesota’s land area and relies on a multimodal freight manufacturing, and forestry stand out as important
transportation system that supports the safe and efficient freight-dependent industries in the region. The economic
movement of bulk freight products such as iron ore, timber, impact of freight-relevant industries, primarily mining, retail
and manufactured goods (e.g.. metal and paper products). and wholesale, transportation, and manufacturing contribute
The multimodal transportation system includes I-35, state, and approximately $6.75 billion towards the state's GDP.

local highways, major railway lines,
multiple pipelines, two commercial
service airports, and three ports along
Lake Superior.

of the district’s Gross Domestic Product (GDP). Mining,

[-35 is the only major interstate within
the region and is a key truck route

as it directly links Duluth and the
Twin Cities, provides access to other
important highway corridors such as
US -2, US-53, and MN-61 along with

connections to NW Wisconsin via the o

Bong and Blatnik bridges. Trucking m|

activities in northeastern Minnesota, e

including the Iron Range cities and . i W4,

Grand Rapids, are reliant on US |} / 2 g_:r'"r' 3

highways and state routes, making g p e

their connections to I1-35 in this area f,\ﬂ? L' /

vitally important. T — 5 by
Buwd™, — i

The freight-dependent businesses oo PN T

in northeastern Minnesota that rely ¢ T g, Gepeiry, Fishing and Bartg (9

on the transportation of physical Arbanion *  Covantnis]

goods for their operations comprise @ Q,::,’;’J‘,"::‘:' *  Masabacoring (1)

approximately 29 percent of the B el : o f‘“‘"'"'f‘_”_a"’“‘_:"""“' s

areas employment and 45 percent _i::;-::vhu ;i m';”:“ S

Sate Hghanay
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FREIGHT TRAFFIC ANALYSIS
Thru Truck Trips

As previously noted, 10% of all trips originating at the southern project limit are found the be thru trips and exit the project area at TH
61/London Road. Performing a similar analysis limited to heavy vehicles finds that 5% of trucks make the full movement from south to
north along I-35. This equates to approximately 75 trucks per day.

There is a large drop off in trucks originating from the southern project limit on [-35 at the Twin Port Interchange. The major truck
movements originating from this point are across the harbor to Wisconsin via US 2 and I-535, and into the industrial areas of Duluth
south of I-535.

Port of Duluth

StreetlLight data indicates that
approximately 5,075 vehicle trips
end in the port area each day. An
analysis of the truck traffic entering
and exiting the port area reveals
that upwards of 43% of all port truck
traffic uses I-35 at some point.

Further analysis of trip ends
destined for the Port of Duluth was
conducted to determine where port
traffic often originates from and
how far does it travel on a typical
weekday.

Saint Cloud
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Analysis finds that the most significant amount of port destined truck trafic begins in Superior, WI. Aside from industrial areas

in Duluth, Proctor, Cloquet, and Grand Rapids are frequent origin locations. Smaller proportions of port destined truck traffic are
detected across upper Minnesota, the Twin Cities, multiple Wisconsin locations along the 1-90/94 corridors, and as far as North and
South Dakota, Chicago, and northern lowa. The table below shows a breakdown of truck trip lengths beginning and ending at the port.
The table shows that there are negligible differences in trip length between trips beginning or ending in the port. Over half of all port
trips are less than 10 miles in length.

Trip Length Percent of Trips on a Typical Weekday

miles) Trips to Port Trips from Port
0-5 36% 37%
5-10 26% 22%
10-50 16% 16%
50-100 11% 10%
100+ 12% 14%
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MINING

The northeastern portion of Minnesota
is @ major center for the mining industry
in the state and Upper Midwest. This
part of the state is the largest producer
of iron ore in the country. Most of the
mining establishments are concentrated
along the Mesabi Iron Range and utilize
the rail and port systems for outbound
shipments, which are suited to handle
the heavy, high volumes of taconite iron
ore that is produced. Specifically, taconite
is moved by rail to three ports: Duluth-
Superior, Two Harbors, or Silver Bay.
Within the Iron Range, there are 12- 14
trains a day dedicated to carrying ore to
ports.

The roadway network in the region

is also a critical asset for the inbound
movement of materials supporting the
mining industry, including equipment and
fuel. Many of these truck-borne loads are
either oversized or overweight and utilize
the 1-35 corridor to connect to US 53, US
2,and MN 61.

9

FORESTRY

Minnesota’s forestry industry is primarily
concentrated in the northeastern part
of the state and the presence of both
forest resources and forestry products
companies means that wood products
are one of the key commodities moving
along the transportation network.
Forestry-related manufacturing occurs

in central St. Louis County, ltasca County,

and around Duluth-Superior, but the
extraction of forest products occurs
across northeastern Minnesota. The
forestry industry’s freight needs involve
rail, truckload, and maritime modes of
transportation. Therefore, establishing
safe and efficient connections among
these modes in vital for the industries
continued success.

Y
MANUFACTURING

St. Louis, Carlton, and Itasca Counties
stand out as particularly important
centers for manufacturing employment,
with towns such as Grand Rapids, Virginia,
and Duluth hosting concentrations of
manufacturing jobs. The manufacturing
industry’s freight needs are varied due to
the wide variation in the types of products
and value. However, trucking and rail are
the most used modes for manufacturing-
related firms. Since manufacturing firms
are often engaged in trade with other
states or countries, strong and reliable
connections to other regions outside

of the area are key considerations for
many firms. Again, I-35 in the Duluth area
provides many of the critical roadway
connections.
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MARITIME

Duluth lies at the western end of an
important maritime trade corridors; the
Great Lakes and St. Lawrence Seaway.
The lakes and seaway provide the area
with access to the Atlantic Ocean and
foreign trade markets. In particular, they
serve as an important trade corridor

for bulk goods such as iron ore from
northeastern Minnesota, grain from the
Great Plains, and coal from Wyoming.

The northeast region has three active
lake ports, including Duluth-Superior, Two
Harbors, and Silver Bay. Two Harbors and
Silver Bay nearly exclusively serve the iron
mining industry, while Duluth-Superior's
services are more varied, including
BHRSEone At S oy Buie S minals
as well as a public terminal capable of

handling project cargoes. These three
ports are among the most heavily used

ports on the Great Lakes System with the

Duluth-Superior port frequently cited as
the world's biggest freshwater port by
tonnage handled.

The Duluth Port also includes the Duluth
Intermodal Container Terminal, which

is designed to handle up to 50,000
annualized containers. This is a rail served,
land based intermodal container hub
where container shipments of imports and
exports are handled and moved between
railroads and trucks. This terminalis
heavily reliant on the I-35 corridor through
Duluth and all the highway connections

it provides. It is critically sensitive to

the generally free flowing conditions of
I-35 and lack of low vertical clearance
structures.

Jf’
AVIATION

[-35 through Duluth also provides
connections to the Duluth International
Airport, Range Region Airport, and Falls
International Airport via Highway 53.
The Duluth airport includes two major
operators: Fed Ex and UPS who both
utilize 1-35 in the Duluth area and the
connections it provides throughout the
region and state.
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OPERATIONS

AM and PM peak hour operations were analyzed using Highway
Capacity Manual (HCM) methodology for segments of [-35 in

the rural subarea and at ramp terminal and adjacent at grade
intersections within this subarea using the collected turning
movement count data. Analysis finds that all intersection and
segments operate acceptably during the peak hours, with all
locations providing the MnDOT standard Level of Service (LOS) C
or better. Several movements and approaches operate at LOS D
during the PM peak hour and no maximum queue distances are
shown to exceed two or three vehicles.

AM and PM peak hour operations were analyzed in Vissim

from Grand Ave to London Rd. The peak hour intersection and
approach operations are summarized in the following pages.
During the AM peak hour, all intersections operate with LOS C or
better overall and all intersection approaches operate with LOS
D or better except the 26th Ave E approach at the intersection of
TH 61/London Rd/26th Ave E which operates with LOS E. During
the PM peak hour all intersections operate with LOS C or better
overall except the intersection of Lake Ave at Superior St which
operates with LOS D. All approaches operate with LOS D or better
except the following which operate with LOS E:

+ Southbound 63rd Ave W at Grand Ave

- Westbound Helm St at 27th Ave W

+ Westbound Superior St at Lake Ave
Eastbound [-35 Exit Ramp at 21st Ave E

+ Southbound 26th Ave E at I-35/London Rd

The corridor LOS was also analyzed during the peak hours and
is summarized in the following pages. The LOS thresholds are
based on density or speed according to the Highway Capacity
Manual (HCM) for basic freeway, merge and diverge, freeway
weaving segments, and urban street segments. These figures
indicate that most of the corridor operates with LOS A-C showing
free-flow or nearly free-flow operations. There is however some
congestion near the signalized intersection at TH 61/London
Rd/26th Ave E during both peaks. Also, during the AM peak
hour northbound I-35 near Grand Ave and north of Highway 535
operates with LOS D showing some capacity limitations.

Due to peaked traffic flows, there are a number of maximum
queues that may exceed the provided storage and/or link
length and back into upstream intersections for short periods
of the peak periods. In all cases, the average queue lengths are
manageable and adequate storage capacity is often provided.
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Additionally, a 12-hour analysis was completed for the downtown area including the 5th Ave W and Lake Ave interchanges and the
adjacent intersections. The hourly intersection LOS is shown in the table below.

Intersection 3 5400 P | G:00 P
Sth Awe & Railrgad 5t
Hourl_y Harbor Dr & St Ave
5 35 & Sth Ave/Harbor Dr
Intersection N 135 & St Ave/Harbor Dr

Sth Awve & Michigan 5t
1-35 & Ralroad St'Harbar Dr
Ralroad 5t & Lake P DrflLaks Ave

Level Of Service

1-35 B lake Ave
Lake Awe & Superiar 5t

This table indicates that vehicle operations are acceptable throughout the day. Most intersections operate with LOS A or B throughout
the day which indicates that there is excess capacity throughout the project area, even during the peak travel times.

The worst movement LOS at each intersection was also analyzed throughout the day. This is shown in the table below. This indicates
that most movements operate with LOS D or better, but a few movements operate with LOS E.

Inter e ction 7:00 &AM | 800 AM | S00 AM [10:00 AM 1100 AM|12:00 PM| 1200 PM | 200PM | 3:00 PM | 4200 PM | 500 M | 6200 PM
Sth Awe & Raifroad 5t B B B B B B B B C B
Harbaor Or & S Ave B B B B B B B
H i 5 35 & Sth Ave/Harbor Dr C B B B B B C C C C D
Hourly leltlng M 35 & Sth AweHarbar Dr C C C C C C C C C C D
Movement Level Sth Awe & Michigan 5t ) [ t | e A = [ B [
g I-35 & Radroad 5t/Harbor Dr C C C C C C C C ] O ]
Of SerVICe Radroad 5t E Lake P DryfLake Awve O E O i} E O O ) ) O )
Raisoad 5t E Lake Awve/Canal Park Dr O O O i} ) O O ) ) O )
1-35 K Lake Awe C C C C C C C C C O ]
Lake Ave & Supernor 5t C C C C C C C D o E o

Analysis of the full corridor area reveals that there are few capacity-related operational issues during the peak periods of regular
summer traffic conditions. Adequate capacity is provided to carry traffic volumes, which are well documented as being highest during
these summer months. Throughout much of the corridor there is adequate capacity to accommodate the potential for trafic growth
and fluctuations in traffic volumes due to local events. Delays do exist off of the I-35 corridor where frequent heavy traffic volumes are
experienced in the Lake Ave, Canal Park Drive, and Railroad St areas. The most notable traffic deficiencies are found at the terminus
of the I-35 corridor at the TH 61/London Rd/26th Ave E where the urban divided freeway transitions to a conventional roadway at a
signalized intersection.

Existing Peak Operations AM and PM exhibits can be found in the Appendix.
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CONNECTIVITY

An excellent tool for vehicular mobility throughout Duluth and northern Minnesota,
the [-35 corridor can also be a challenge for some users, especially for pedestrians,
bicyclists, and transit riders. Since pedestrians and bicyclists cannot use the freeway
itself, and only a select few transit routes run on the freeway, the ability for those
users to cross the corridor to get to their destinations is vital. Yet the corridor often
acts as a barrier, with crossing locations either few and far between, inconvenient, or
inaccessible for some. The following series of maps shows the current conditions of
the multimodal system of infrastructure within the project corridor.

Non-motorized activity

- There are 23 available grade-separated crossings of I-35 in the downtown and
urban areas.

Ninety-one percent of pedestrian trips using these crossing locations are 2 miles
or less in length. Only 41 percent of bike trips using these crossing locations fit the
same metric.

Highest volume crossings are at Lake Ave and 5th Ave W, which were found to carry
448 and 222 non-motorized users during the 13-hour count period in late-June.

- Streetlight Insight data calibrated with physical count data throughout the corridor
also finds that the DECC skyway carries 240 pedestrians across the interstate on a
typical day.

- 10 of the identified crossing locations carry fewer than 10 pedestrians per day- the
Wade Stadium pedestrian bridge was found to carry the lowest pedestrian volume
of all crossings.

- The seven crossings under [-35 between Thompson Hill and Grand Ave typically
carry between 20 and 60 non-motorized per day, with the exception of the 58th Ave
W underpass, resulting in over 200 non-motorized trips underneath the highway on
a typical day.

LATENT DEMAND

Origin-destination data obtained via StreetLight
Insight is able to identify trips starting or

ending within the study area that are 2 miles

or less in length. Areas with high proportions

of these trips might be suffering from a lack

of infrastructure supporting non-motorized
trips and users are forced to make these short
distance trips via vehicle.

This analysis suggests that there are

opportunities to increase non-motorized activity
through most of the corridor as a number of
tracts within the urban and downtown areas
feature over 20 percent of trips of 2 miles or
less. While most of these areas feature dense
urban populations and zoning activity, there are
some surprising results.

Areas with the highest proportion of short trips
are located at the northern end of the study
area from S 15th Ave E to the [-35 terminus

at TH 61, as well as one tract north of the
downtown area. Addition areas with high
numbers of short trips are located in the Cody,
Denfield, and Lincoln Park neighborhoods
surrounding the Grand Ave and Central Ave
interchanges, as well as the Canal Park,
Bayfront, and downtown areas.
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PEDESTRIAN BARRIER

The following four pages of maps highlight the barriers to pedestrian [DECCI, Amsoil Arena, and the Great Lakes Aquarium) and to Canal
movement through the project corridor. The largest and most critical Park. Both crossings have major barriers, and due to the high numbers
gaps are in the urban and downtown subareas, with crossings over I-35  of visitors at these locations, it's important to identify the shortcomings
between located between the Richard I. Bong Bridge and Canal Park of the current infrastructure.

being especially dificult. In downtown Duluth. The two most important
crossings are 5th Ave W and North Lake Ave, which connect downtown
to Bayfront Park (including the Duluth Entertainment Convention Center

Pedestrian Barrier exhibits are located in the Appendix.

Network Gaps

The maps also highlight how much [-35 acts like a
barrier between the city and its shoreline. Two large
gaps stand out. The first is between S 37" Y2 Ave W

and 5" Ave W. This is a distance of 3 miles, and there
are four total crossing locations of |-35. This includes
two pedestrian bridges, one of which does not have
clear access to the other side. This stretch has primarily
industrial uses along the waterfront, but with averaging
more than 1/2 a mile between crossing points, there is
very low accessibility for everyone.

The second gap is in the access to the Lakewalk Trail,
between Leif Erikson Park and S 21 Ave E, a distance of
.8 miles. There is one access point, a pedestrian bridge,
between these two locations. This bridge requires

users to traverse a long ramp to access the other side,
significantly lengthening the journey of those who use

it. The Lakewalk is a popular walking and biking trail,
and the access gaps in this location could hinder the
number of users.




SUBSTANDARD PEDESTRIAN AREAS

The following crossings of 1-35 are highlighted due to their high
pedestrian and vehicle volumes and substandard pedestrian
facilities. Two of these facilities, Lake Ave and 5" Ave, are the
main connections from downtown Duluth to Canal Park and
Bayfront Park.

RIGHT LANE
MUST

Lake Avenue

Lake Ave is the main connection between downtown Duluth
and Canal Park, the tourist and commercial heart of the city.
This intersection has an average daily traffic volume of 18,600
vehicles and sees an average of 448 daily pedestrian and bike
crossings. While generally easy to cross in a motor vehicle, this
crossing as a pedestrian is a challenge.

Pedestrians are not able to cross from one side of Lake Ave

to the other over I-35, they can only travel down Lake Ave.

To cross to the freeway, there are three separate crosswalks
that must be navigated. While the center crosswalk has a
pedestrian signal, the two side crosswalks have no pedestrian
signage or control. These side lanes are for right turns from
Lake Ave onto the I-35 entrance ramps and right turns from the
[-35 exit ramps to Lake Ave. There are yield signs up for drivers,
but no other traffic control devices.

The three separate crosswalks have a total crossing distance
totaling 200 feet, including the two islands between the
crosswalks. The center crosswalk is 60 feet, while the two side
crosswalks are each 25 feet. The center crosswalk on both
sides of the road has a cement curb without any pedestrian
ramps taking up much of the marked crosswalk space, leaving
pedestrians with a choice of either hopping onto the curb or
moving out into the intersection to go around it. This makes this

TURN RIGHT

crosswalk even more dangerous for users who cannot
mount the curb.

In addition, the pedestrian ramps in the intersection are
not ADA compliant. As mentioned above, the center
crosswalks do not have a clear crossing space between
the curb ramps, as there is a cement curb between them
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within the crosswalk. There are no APS push buttons at either
pedestrian signal and the signals do not have countdown timers.

51 Ave West is the primary connection to Bayfront Park and

the Duluth entertainment complex, which includes AMSOIL
Arena, and DECC Arena. The AADT is 4,400, and there are 222
daily pedestrian and bicycle crossings. These numbers are
higher on days where there are events. To cross I-35, there is

a sidewalk on 5" Ave W solely on one side of the road. There
are two crosswalks, which cross the southbound [-35 exit ramp
and the northbound I-35 entrance ramp. Each of the crosswalks
is approximately 50 feet. This crossing can be a difficult and
uncomfortable journey. While the sidewalk is 8 feet wide, there is
no buffer between the sidewalk and the four lanes of traffic. It is
a loud environment, with trafic moving quickly underfoot on the
freeway. The curb ramps are unusually short and steep, making

While not as heavily traveled as the Bayfront and Canal Park
crossings, Central Ave is an important crossing of 1-35 in west
Duluth, connecting the Irving and Spirit Valley neighborhoods.
North of the intersection is a large commercial center, which
includes restaurants, a theater, a grocery store, and other
businesses.

There are no signals at this double intersection, which has on and

crossing the corridor difficult for anyone who is not fully able
bodied. The ramps are also not ADA compliant.

Current conditions are substandard, and changes are

especially important to consider. As previously discussed in the
infrastructure inventory section, MnDOT has been looking at
replacing this crossing due to its importance and the structural
deficiency of the bridge. The initial study was conducted from
October 2021 to June 2022 and included stakeholder and public
engagement pieces to gather information regarding usage and
shortcomings of the current bridge crossing. Four concepts were
also created after consulting with the public, including an option
that removes all vehicular traffic from the bridge.

off ramps for I-35. N Central Ave does not have any stop signs,
with both off ramps having two oversized stop signs located at
each exit, one on each side of the road. Central Ave runs directly
north to south, with sidewalks on both sides of the street north of
[-35 and under the freeway but only has sidewalks on the west
side of the street on the south side of |-35.

The crossing distance is longer than necessary, especially at



the southwest crossing. The exit ramp is two lanes and
24 feet wide, but due to the large, sweeping curb radius
of the corner, the crossing distance for pedestrians is
approximately 50 feet, making crossing this section more
challenging. The other exit ramps have much shorter
crossing distances. The southeast crossing has a similarly

The Duluth Lakewalk is an 8-mile paved pedestrian and
bicycle trail that runs from Kitchi Gammi Park to Bayfront
Park. Much of this trail is along the shore of Lake Superior,
with one section along the mouth of the St. Louis River

(St. Louis Bay) as it approaches Bayfront Park. The path
originally was only ¥2 mile in length when it opened in 1983,
but with the help of the group “Friends of the Lakewalk,” the
trail has been extended to its current size.

In addition to providing spectacular views, the Lakewalk also
connects to popular destinations along the water. Part of the
Lakewalk runs along the lake shore in Canal Park, a popular
destination for tourists and locals alike. In this section, there
are two separate paths, the paved path that is part of the
Lakewalk and is used for bicycles, and a separate boardwalk
for pedestrians. Great views of Duluth and the Aerial Lift
bridge can be found from this path. Another section runs
through Bayfront Park and along St. Louis Bay, which

gives users access to the park, AMSOIL Arena, the Duluth
Entertainment and Convention Center (DECC), and more.

In recent years, powerful storms have produced giant waves
that have damaged or destroyed sections of the Lakewalk,
including within Canal Park. In 2018, sections of the
boardwalk were washed away after a particularly powerful
storm. To protect the shoreline, Duluth built a retaining wall

long crossing distance, at over 80 feet, although there is
no sidewalk or receiving curb ramp on the south side. The
east side sidewalk under the freeway has a curb ramp on
the south end, but there is no marked crossing of Central
Ave, which is a 66-foot wide road. These factors combined
means this intersection is quite dificult to navigate.

and placed large boulders along the shoreline in Canal
Park to help absorb the force of the waves. This project was
completed in October 2020.
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SIDEWALK CONDITIONS

The following series of three maps shows the condition of sidewalk
segments located within 500 feet of the corridor. This data was
collected by the Duluth-Superior MIC, and is rated on a scale of
excellent, good, fair, and poor. No map of the rural subarea was made,
as there are very few sidewalks along that stretch within 500 feet of the
road and no condition data available for the ones that do exist. Of note,
no sidewalks within the study area were classified as being in excellent
condition.

The urban subarea had areas with the worst sidewalk conditions. The
Lincoln Park neighborhood, on the north side of the urban subarea
map, had the largest concentration of sidewalks in poor condition.

The area near the intersection of Grand Ave and the [-35 corridor had
sidewalks in primarily good and fair condition, but also had sections

of sidewalk in poor condition. The downtown subarea shows a variety
of sidewalk conditions, but generally had better sidewalks that the
urban subarea. The pedestrian dense areas of Canal Park and Bayfront
Park were primarily all in good condition, including all crossings of the
corridor. Sidewalks further north of Canal Park show varying conditions,
although most sidewalks that ran parallel to the I-35 corridor were in
good condition.
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SAFETY

An analysis of 5- (2017-2021) and 10-year (2012-2021) crash data
obtained via MnDOT's Crash Mapping Analysis Tool (CMAT)
application was performed throughout the study area to assess
and identify study area crash patterns and identify potential safety
issues that can be mitigated with roadway improvements.

All roadway segments were found to be operating with a crash
index of greater than 1.0, indicating that there is a disproportionate
number of crashes at a given location when compared to the

crash history of similar intersections or segments statewide. Ten
study intersections are operating with a critical index greater than
1.0, notable findings of crash history is documented within this
section. Ten additional intersections are operating with crash rates
at or above the statewide average crash rates of intersections with
similar characteristics; these locations should be monitored for
crash performance as their current performance may not require
safety improvements on their own but should be considered if
within a larger project area.
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SAFETY TRENDS - 1-35 MAINLINE SEGMENTS
General Findings:

+ Truck-related crashes are most present in the rural subarea
and rare in the urban and downtown areas.

Run off road crashes are the predominant observed type in

the rural area while rear ends and sideswipe, same direction
crash, and run off road become more common in the urban

and downtown areas.

Rural Subarea - Crash Type Rural Subarea - Crash Severity

Rural Subarea

66 percent of all crashes observed are coded as single
vehicle run off road; over 75 percent of crash reports include
the phrase “lost control.”

60 percent of all crashes occurred between November

and February, indicating that crash frequency increases
during the winter months - the months with the lowest traffic
volumes.

- 7 percent of crashes involve a truck or heavy vehicle; most
occur near the US Proctor interchange and Thompson Hill.

- 1/3 of all crashes occur in snowy weather conditions.

- 20 percent of all crashes were reported on the Thompson
Hill segment of I-35 in the last five full years; over 70
percent of these are run off road crash type, common
contributing factors are snow or ice covered roadway and
careless driving/speeding (40 percent occur in the downhill

- Winter weather and poor surface conditions is a common

theme throughout the study area with hot spots in and
around tunnels, underpasses and overpasses, and on

elevated structures.

- Closely spaced interchanges: 65 percent of all reported 1-35

segment crashes are within 1/4 mile of an interchange. 84
percent of all crashes are within 1/2 mile of an interchange.
These high proportions of crashes occurring within
intersection functional areas indicates that there may be
issues with closely spaced entrance and exit ramps.

9,3%—7,2%

16,4%
41,11% \‘

= Single Vehicle Run Off Road = Rear End

Sideswipe Same Direction Other

= Angle = Single Vehicle Other

1,0%_ 1,0%

28,
8%

42,12%

= Fatal = Serious Injury
Minor Injury Possible Injury

= Property Damage Only



= Fatal

0, 0%

14, 6% 5, 2% 4,2

@

31,12%

= Rear End = Single Vehicle Run Off Road
= Serious Injury
= Sideswipe Same Direction Angle

= Minor Injury Possible Injury

= Other = Single Vehicle Other

= Property Damage Only

= Head On

Urban Subarea

71

Nearly all crashes are rear ends or run off roads
with an even number of the two crash types

Half of all crashes occur during poor surface
conditions (snow, ice, rain covered roadway)

35 percent of all crashes occur during December
and January

Hot spot present surrounding the Grand Ave-
Central Ave interchange due to closely spaced
ramps; 15 percent of observed crashes in this
area involve a merging or weaving maneuver

= Fatal

1,1%_ 0,0% 5,2% 2 1%

| 2% 539 2%/
|

' 28,13%

= Serious Injury = Single Vehicle Run Off Road = Rear End

= Minor Injury Possible Injury = Sideswipe Same Direction Angle

= Property Damage Only = Other = Single Vehicle Other

Downtown

52 percent of crashes occur during December and
February

43 percent occur between 2 PM and 6 PM

52 percent of crashes reported occur under poor
surface conditions

Hot spots are present in all three tunnels north of the
Lake Ave interchange; reports indicate the majority
of these are due to slick roadway surfaces during
inclement weather



Crash Rates
September 2022

Duluth Area I-35 Corridor Plan

Duluth-Superior Metropolitan Interstate Council
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INTERSECTION/INTERCHANGE HOTSPOTS

I-35 Northbound Ramp at W Skyline Parkwa

- 60 percent of crashes are right angle or left turn crash type,
likely due to unconventional two-way stop controlled conditio
and tight radius curvature on the south approach

US 2 at W Skyline Parkway

Half of all crashes occurred either during nighttime hours or in
the months of December and January

- 1/3 of all reported crashes are of the sideswipe same directio
crash type, likely due to lack of turn lanes on the northbound
US 2 approach

Multiple atypical design features are likely contributing to

the elevated crash history at this intersection. Such features
include curvature on all approaches and steep grades on
Skyline Pkwy, which may limit sight distance, and the adjacent
transition from one to two northbound lanes on US 2 may be
contributing to the elevated crash history




Grand Avenue - Central Avenue Interchange

- Over 100 crashes have occurred on I-35 and the ramps associated with
this interchange in the last five years; half of which occurred between 6
AM and 10 AM and are of the run off road crash type

+ The eastbound Grand Ave ramps are a left side exit and the westbound
ramps are a left side entrance, both featuring notable curvature on an
elevated structure. Of the 30 crashes reported on these ramps within the
last five full years, 19 are of the run off road crash type and 65 percent
occurred under snow/ice roadway conditions

Eight crashes can be attributed to trafic merging onto I-35 northbound
from the Grand Ave ramps. The left entrance nature of these ramps

is atypical and may create unexpected or uncomfortable interactions
between merging and through traffic

- The |-35 southbound ramp at Central Ave features a critical index greater
than 1.0; while no common crash trends or concerning crash severities
can be identified, elevated crashes may be due to driver confusion
caused by the wide northbound lane of Central Ave and transition to a
narrow urban section with frequent private accesses in close proximity
to the ramp terminal.

I-35 at 40th Avenue W Ramp Terminals

+ QOver 75 percent or reported crashes at the two ramp terminal
intersections are of the angle or left turn crash type. The prevalence
of the crashes may be due to driver confusion associated with the
unconventional two-way stop control as the eastbound approach to the
north ramp terminal is uncontrolled and Michigan St is a southbound
one-way street. There are also restricted sightlines due to area
vegetation and significant vertical curvature of the I-35 overpass.
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I-35 at 27th Avenue W Ramp Terminals

- Similar sightline issues are present at both ramp terminals as see
at the 40th Ave interchange. Atypical one-way frontage roads ang
side street stop conditions combined with poor sightlines due to
the vertical curvature of the I-35 and railroad overpasses are likel
contributing factors. Wide lanes with little delineation of turn lang
where heavy truck movements are common may also be contrib)
to the observed safety issues.

5th Avenue W Interchange

- Over half of all reported crashes are an angle crash type, commqg
due to failure to comply with the traffic signals.

- Crashes appear to be most common during busy periods; 56 per
occur Friday-Sunday and 70 percent occur between 12 PM and g

Lake Avenue Interchange

- As seen at the 5th Avenue W interchange, a spike in crashes is
detected during peak traffic periods; 47% of reported crashes ocq
between the 4 PM to 6 PM period.

- As expected at congested signalized intersections, rear end cras
are the most prevalent type with 42% of all reported crashes




21st Avenue E Interchange

+ The northbound ramp terminalis found to operate with a crash index
greater than 1.0; crash history here indicates that the majority of crashes
are of rear end crash type, all occurring on the I-35 off ramp approach,
where delays and queuing is commonly experienced during the PM
peak hour

I-35 at TH 61/London Road/26th Avenue E

- 48 percent of all reported crashes occur during the 4 PM to 6 PM
period

+ 51 percent of crashes are of rear end crash type; 64 percent of rear
ends occur in the westbound direction (TH 61)

-+ Sideswipe same direction crash types are also common; nearly all are
attributed to the westbound dual left turn from TH 61 onto 1-35




Rural Subarea - Hwy 61 to Cody St - Aug 2022
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Urban Subarea - Cody St to Garfield Ave - Aug 2022
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Downtown Subarea - Garfield Ave to N 6th Ave E - Aug 2022
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Downtown Subarea - N 6th Ave E to London Rd - Aug 2022
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Fatal/Severe Injury & Pedestrian/Bike Crashes
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FATAL AND SEVERE
INJURY CRASHES

An analysis of 10-year data

was performed at a large scale
within the project area to better
understand trends and locations
of fatal and severe injury crashes,
as well as pedestrian and bicycle
related crashes. These crash
types and severities are often
rare and random in nature,
making it difficult to reveal
common trends and factors that
can be acted upon.

General findings that better
explain the reported crashes are
as follows:
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Fatal and Severe Injury Screening

Four fatal and 18 severe injury crashes were reported within the
project area in the last 10 years, all on mainline 1-35

- Three of the four fatal crashes were run off road crashes, the fourth

was a wrong way, head on collision involving an impaired driver

- Of the four reported fatal crashes, three were wrong way, head on

collisions; all occurring near Wade Stadium and 40th Ave Won [-35

Half of all reported fatal/severe injury crashes occurred during
nighttime hours

Half of all reported fatal/severe injury crashes occurred between
June-September, a converse finding to total crash trends where
winter crashes are most common. This may be explained by the

notion that higher vehicle speeds are more common in the summer
when weather is favorable. Higher speeds often correlate with more

severe crashes.

- 75 percent of all reported fatal/severe injury crashes involve a driver

younger than 30 years old

- 75 percent of all reported fatal/severe injury crashes occurred under
dry pavement conditions, and half involved a DWI

Pedestrian and Bike Crash Screening

- 12 crashes involving a pedestrian or bike occurred within the last 10

years resulting in 4 severe injuries

- Three of the four reported severe injury crashes occurred south of

[-35 in the Canal Park area; two of the four were mid-block crossings,
one was at a signalized intersection.

Five crashes reported on Lake Ave and Railroad St in the Canal Park
area

Remainder of crashes are dispersed among the urban and
downtown subareas with common trends including pedestrian/bike
non-compliance with trafic control devices or a lack of a designated
space for non-motorized travel.
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Key Prior Transportation Studies Related to I-35

CONNECTIONS 2040
DSMIC (2014)

Between 2003 and 2012, 1-35 within the
Duluth Superior Metropolitan Interstate
Council (DSMIC) boundary experienced
a 12 percent decrease in traffic. The
document partly attributes this to the
great recession, increased gas prices,
and large construction projects, and
expected this to reverse. Vehicle Miles
Traveled (VMT) is projected to increase
between 24 percent and 36 percent by
2040.

The 1992 extension of I-35 appears to
have significantly improved air quality
in downtown Duluth (page 4-21).

Rehabilitation work on the [-35
tunnels in downtown Duluth is a “for
study” project and the Blatnik Bridge
replacement (costing $175M) with
long-range time frames (2025-2040).

SUSTAINABLE CHOICES
2045

DSMIC (2019)

The guiding document for the MPO
and its transportation facilities, planning
towards a 2045 horizon.

Forecasts 3.4 percent growth of MIC area
population by 2045; Duluth and Superior
show slow growth while Hermantown
and Proctor grow by over 10 percent.

Identifies the Thompson Hill section of
[-35 as a larger, expensive infrastructure
project that will have to be constructed in
the near future.

Planning and design for the major work in
the |-35 corridor has not been conducted.
Costs are anticipated to be higher than
what the MnDOT District 1 budget can
afford, so funding will need to be sought
from other sources as well, including
other statewide sources.

1-35, 1-535, HWY 53 TWIN
PORTS INTERCHANGE

MnDOT

This MnDOT project will reconstruct the
interchange between I-35, I-535 and
Highway 53 in Duluth near St. Louis Bay.
Key improvements this project intends to
make include:

Elimination of blind merges
Relocation of all entrances and
exits to the right side
Lane continuity for through traffic
Elimination of weaving issues

- Change to a conventional
interchange design

- This project is scheduled to last
from January 2021 to August 2024
Estimated construction cost - $435
million

Due to the ongoing reconfiguration of
the interchange, this study will largely
not consider this area for analysis or
modification.



Key Prior Transportation Studies Related to I-35

DOWNTOWN DULUTH
MODAL CONNECTIONS
STUDY

DSMIC (2009)

- The MIC-led study performed
an assessment of existing land
use conditions and transportation
infrastructure in the areas included
downtown Duluth, Canal Park, DECC,
and Bayfront Park.

Found that the existing infrastructure
discourages non-motorized travel
between downtown and the attractions
on the opposite side of 1-35. Skywalk
facilities and transit services are
inadequate or under-utilized by local
and tourist traffic.

+ The study ultimately made
recommendations for filling multimodal
gaps and increasing mobility between
these key areas and included a strategy
for implementation. The primary
recommendation was constructing
a "connectivity platform” over the
interstate, connecting the downtown
districts.

I-35/BAYFRONT AREA
TRAFFIC MODELING AND
SPECIAL EVENT TRAFFIC
CONTROL PLAN

DSMIC (2019)

- The MIC led a study of event traffic
and the effects on area parking,
traffic, and wayfinding experiences
centered around the downtown
Duluth, Canal Park, DECC and
Bayfront Park areas.

- The plan identifies improved signal
timings, new DMS boards, static
and dynamic event signage as
recommended improvements
impacting the 1-35 corridor.

Sth Avenue Bridge

Planning Study |- Duluth, MN

Virtual Open House:

5TH AVE W BRIDGE
PLANNING STUDY

- AMnDOT-led study of the existing
infrastructure surrounding the 5th
Ave W interchange connecting the
downtown and Bayfront/DECC areas
scheduled to conclude in 2022.

- The study considered several
concepts that considered
repurposing the existing bridge
to feature dedicated pedestrian
facilities, constructing a separate
pedestrian bridge, or restricting the
bridge to pedestrians only.

Public feedback was highly
supportive of adding pedestrian
dedicated spaces and increasing
mobility to area attractions. Concern
was voiced about impacts to event
traffic.
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Key Prior Transportation Studies Related to I-35
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Better Bus
Blueprint
Network
PROCTOR DTA COMPREHENSIVE DULUTH-SUPERIOR
TRANSPORTATION PLAN OPERATIONS ANALYSIS METROPOLITAN
. The plan identifes the replacement (BETTER BUS BLUEPRINT) PEDESTRIAN PLAN (2021)
_Of the Boundary Ave interchange - The Duluth Transit Authority saw - The plan published by the MIC
in 2035 as well as a study of the the need to reassess its services provides a 20-year vision with short-
interchanges with |-35 that serve and infrastructure to provide better and long-term recommendations
Proctor in the short-term, including service to the region. A four-phase and strategies to improve the walking
a potential interchange added at comprehensive planning effort environment within the area. The
Ugstad Rd, lasting two years was conducted plan is intended to serve as a guide
Multimodal connectivity across the and provided recommended to all stakeholders for prioritizing
I-35 corridor is also identified as a modifications and reconfigurations investments in the pedestrian system.
- - of existing bus routes, schedules
future need with the Munger Trail for a morge efficient. wider servin . Several hlgh—prlorlty pedestrian
Spur under 1-35 at Ugstad Rd and _ . : 9 . I . .
blic t t svst | d corridors crossing |-35 are identified
multimodal improvements alon pUblc transit system. Improve ; . ;
P g fider exoerience is provided via by the plan, with few critical corridors
Boundary Ave between I-35 and p P hich llel |-
modernized bus stops and buses. which paratet1-35.

US 2. Both projects are identified as

long-term improvements. -+ Upon implementation, many trips will

see significant travel time reductions
with reconfigured routes adding
16,000 people to the service area.




Key Prior Transportation Studies Related to 1-35

Duluth-Superior
Metropolitan Bikeways Plan

DULUTH-SUPERIOR
METROPOLITAN BIKEWAYS
PLAN (2019)

- Acomplementary document to the
MIC's Long Range Transportation
Plan (LRTP), the bikeways plan
serves as a guide to advancing the
bicycling component of the LRTP.
The plan provides design, program
and prioritization guidance to area
stakeholders. The bikeways plan
is intended to serve as a guide
to all stakeholders for prioritizing
investments in the pedestrian system.

+ The plan is a working, living, and
adoptable document which is planned
for updating every five years.

Many crossings of -35 are identified
as in need of future bike facilities as
nearly all existing crossings lack space
dedicated to bicycles only.
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MNDOT DISTRICT 1
FREIGHT PLAN (2019)

- The plan serves as an inventory of the

existing freight network and the key
freight producing facilities and guides
a part towards supporting freight
dependent industries by making
sound investment in freight carrying
infrastructure through a collaborative
planning process.

- The plan acknowledges that I-35 is

the only interstate within the district;
therefore, US and state highways must
carry a large number of truck traffic
within the sistrict.

- While no deficiencies are noted on

[-35, the plan notes that due to weight
restrictions on the Blatnik Bridge, the
Bong Bridge is a crucial interstate truck
link in the region. If the Bong Bridge
was out, truck traffic would have to
make a 170-mile detour to Superior
from Duluth.

GRASSROOTS EFFORTS

Grassroots efforts opposing urban
highway expansion and advocating for
their removal are a growing presence
across the nation. The Duluth Waterfront
Collective is one such group that has
been locally advocating for the removal
of 1-35 through the downtown Duluth
area, and replacing it with a six-lane
urban parkway. The reduction in the
highway's footprint would create space
for additional development and boosting
the city’s tax base, the group claims. The
group has made strides in gaining public
support as well as the support of various
local decision makers. Other groups have
advocated for the construction of a ‘lid’
over the interstate, covering the highway
and creating green space for non-
motorized travel and public parks.
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Existing Peak Operations AM - Intersections
Urban Subarea - Garfield Avenue to London Road
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Existing Peak Operations PM - Intersections
Urban Subarea - Garfield Avenue to London Road
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Urban Subarea - Cody St to Garfield Ave - Aug 2022
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Downtown Subarea - N 6th Ave E to London Rd - Aug 2022
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