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Executive Summary

The Phase | Screening Report evaluated each of the 14 candidate corridors based on
geometric and physical characteristics that support the feasibility of streetcar operations.
The Phase | evaluation eliminated several candidate corridors from further study, as well as
portions of several others. Corridors carried forward to the Phase Il analysis include:

e W Broadway Avenue — Robbinsdale Transit Center to downtown

e Central Avenue NE — 29" Avenue NE to downtown

e Chicago Avenue S — Lake Street to downtown

e Franklin Avenue — between Nicollet Avenue S and Chicago Avenue S

e Hennepin Avenue S — Lake Street (Uptown) to downtown

e Lake Street / Midtown Greenway — Southwest Corridor LRT to Hiawatha LRT
e Nicollet Avenue S — 66™ Street to downtown

e University Avenue SE / 4" Street SE — University Village to downtown

e Washington Avenue — Plymouth Avenue to I-35W

e Lyndale Avenue S — Lake Street to downtown

Downtown Connections

A key element in defining the future streetcar network involves connecting a potential
streetcar corridor with a potential route into and through downtown. By pairing the
downtown routes with corridors that extend beyond downtown, it is possible to determine
which corridors have the highest potential for streetcars in the long term, and also point to
areas that would have higher potential in the short term.

Most of the corridors carried forward from the Phase | analysis have logical connections
through downtown. The following summarizes the assumed routing through downtown
for proposed streetcar corridors. In cases where there are obvious alternates, these are also
described below.

e W. Broadway Avenue. This corridor would include Washington Avenue west of
Nicollet Avenue and would continue through downtown either via Nicollet or
Chicago Avenue.

e Central Avenue NE. This corridor could include the 3 Avenue bridge and
Washington Avenue to Nicollet Avenue or Hennepin Avenue. Alternatively, if
streetcar service is not feasible on the 3 Avenue bridge, the Hennepin Avenue
bridge could be used as an alternative routing into downtown. This corridor would
either continue across downtown via Nicollet Avenue or Hennepin Avenue.
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e Chicago Avenue S. Several alternative downtown routings are possible for this
corridor. The first option would be via 9" and 10" Street S to Nicollet Avenue. The
second option would include Chicago Avenue as far north as Washington Avenue,
as well as Washington Avenue between Chicago Avenue and Nicollet Avenue.

e Hennepin Avenue S. This corridor would continue on Hennepin Avenue to
Washington Avenue.

e Nicollet Avenue S. This corridor would continue on Nicollet Avenue to
Washington Avenue.

e University Avenue SE/4™ Street SE. This corridor would also include Hennepin
Avenue E and 1% Avenue NE and then Hennepin Avenue into and through
downtown.

e Washington Avenue. Rather than be evaluated individually, this corridor will be
evaluated as part of the W Broadway Avenue and Chicago Avenue S corridors.

e Lyndale Avenue S. This corridor would include Hennepin to Washington Avenue.

=  Franklin Avenue. This corridor includes Franklin Avenue between Nicollet Avenue
S and Chicago Avenue S.

Defining the operating routes through downtown is important for several reasons.
Historically, streetcar routes in Minneapolis did not terminate in the heart of downtown,
but rather traveled through the downtown and provided connections on either side of
downtown. Second, establishing the path of travel through downtown makes it possible to
evaluate initial segments for implementation that have the land uses and travel density that
would support streetcar service, but that may not have adequate capacity on the Metro
Transit system. As the figure illustrates, this broad network creates a number of strategic
connections in the potential streetcar network which maximize operating flexibility with
full implementation. These connections include:

e Broadway to Chicago — via Nicollet

e Broadway to Chicago - via Chicago and Washington
e Central to Nicollet — via Nicollet

e Central to Hennepin — via Hennepin

e Hennepin to University/4" - via Hennepin

e Lyndale to University/4™ — via Hennepin

It should be noted that two corridors, Franklin Avenue and the Midtown Greenway/Lake
Street corridor do not serve downtown, but rather provide east-west connections with
other potential streetcar and light rail services outside of downtown. Figure ES-1 below
shows this network.
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Phase Il Evaluation Criteria
The Phase Il evaluation criteria follow the evaluation plan presented in Phase | of the
analysis. In some cases, the evaluation criteria have been modified slightly to better reflect
available data. The criteria are organized in broad categories, each with several sub-
criteria. A summary of the evaluation criteria used in the Phase Il analysis is shown below:
e Transit Supportive Land Use (Chapter 3)
- Special Use Generators and Corridor Anchors
- Transit Supportive Land Use
e Economic Development Potential (Chapter 4)
- Area Targeted for Redevelopment
e Transit Operations (Chapter 5)
- Ability to Maintain Adequate Speed and Reliability
- Relationship to other potential streetcar corridors
- Relationship to current/future high capacity transit investments
- Competition with LRT or BRT lines
- Replacement of existing bus service
e Transit Demand (Chapter 6)
- Projected Population Density Within Corridor
- Projected Employment Density Within Corridor
- Low Income Household Density Within Corridor
- Zero Car Household Density Within Corridor
e Cost-Effectiveness (Chapter 7)
- Utilities
- Capital Costs

This report follows the evaluation criteria as an outline. A discussion of how the corridors
were assessed based on these criteria is included throughout the report.
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Summary and Recommended
Long-Term Streetcar Network

All of the corridors that passed the Phase | screening completed earlier in this study are at
least technically feasible for operation as a streetcar corridor. However, not all corridors
are equally well suited for streetcar operations in the short term.

Figure ES-2 below provides a summary of the results of the Phase Il analysis and identifies
those corridors that best meet each of the criteria used in this phase of the evaluation. The
table identifies the opportunities and constraints presented by each corridor based on the
broad criteria of Transit Supportive Land Use, Economic Development Potential, Transit
Operations, Demand Potential, and Cost Effectiveness.  Other considerations are
identified, where they are evident.
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Figure ES-2 Summary of Phase Il Analysis

Phase Il

Evaluation

Principal Streets CIGEDEN Chicago Hennepin Midtown Greenway Nicollet University [ 4th Lyndale
Robbinsdale Transit
From... Center 29th Ave NE Lake St Nicollet Ave S Lake St SW LRT SW LRT 66th St Downtown via Hennepin Lake St
To... Downtown Downtown Downtown Chicago Ave S Downtown Hiawatha LRT Hiawatha LRT Downtown Stadium Village Downtown

Transit-Supportive Land
Use

Serves only one special
generator but has relatively
strong anchors. Low transit

supportive land use.

Economic Development
Potential

Transit Operations

Good potential to impact bus
volumes; relatively good
connections with other

modes; minor duplication
with Bottineau BRT.

Does not serve any special
generators and weak anchor
on north end. Moderate to
low transit supportive land
use.

Limited ability to impact bus
volumes; relatively good
connection with other
modes; potential duplication
with Univeristy/4" corridor.

Transit Demand

Cost Effectiveness

Other Issues

(not included in evaluation
criteria)

Scored low in all indicators,
especially population density
and density of low-income
and zero-vehicle households.

No other major issues.

Scored low to moderate in
for all indicators.

Strong potential for utility
conflicts; potential for
higher capital costs due to
long bridge crossing.

No other major issues.

No other major issues.

Does not serve special

generators and no anchors.

Not scored for transit
supportive land use, but
serves dense
neighborhood.

Relatively low
redevelopment potential.

Limited utility as a
connecting corridor.

Corridor not evaluated

No other major issues.

Limited ability to impact
bus volumes; relatively
good connections to
other modes.

Limited utility conflicts;
moderate potential for

higher capital costs due
to Lowry Hill tunnel.

Serves several special use

generators and has strong

anchors. Moderate transit
supportive land use.

Limited potential to impact
bus volumes; strong ability
to connect Southwest
Corridor LRT to Hiawatha
LRT. No connection to
other modes downtown.

Serves several special use

generators and has strong

anchors. Moderate transit
supportive land use.

Strong potential to impact
bus volumes; moderate
ability to connect
Southwest Corridor LRT to
Hiawatha LRT; no
connection to other modes
downtown.

No other major issues.

Scored moderate in all
indicators.

Service in this corridor is

highly dependent on the

outcome of Southwest
Corridor LRT.

Scored moderate in all
indicators.

Minor potential for utility
conflicts; moderate potential
for higher capital costs due
to several bridges and
reconstruction project

Good potential for moderate

intensity development at

Greenway and Lake Street

and between Lake and
downtown.

Potential for utility conflicts
on Nicollet Mall; capital
costs higher in some
segments, but relatively low
overall.

Scored high in employment
density, average in other
indicators.

Serves moderate
number of special
generators, but weak
anchor on south end.
Moderately high transit
supportive land use.

Some potential for
moderate intensity
development at
Midtown Grenway/Lake
Street, and in several
locations downtown.

Strong potential for utility
conflicts in University area;
potential for moderately high
capital costs due to bridge
crossings.

Limited ability to impact
bus volumes; relatively
good connections to
other modes.

Moderate potential for
utility conflicts;
potential for higher
capital costs due to
Lowry Hill tunnel.

Service in this corridor is
highly dependent on the
outcome of Southwest
Corridor LRT; Major
reconstruction and
streetscaping project on
Lake Street.

Service in this corridor is

highly dependent on the

outcome of Southwest
Corridor LRT.

No other major issues.

No other major issues.
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Figure ES-3 below summarizes the recommendations developed as a result of this phase of
the analysis and Figure ES-4 provides a map of the corridors recommended for the long-

term streetcar network.

Figure ES-3 Streetcar Corridors Carried Forward to
Phase Il Evaluation

Candidate Corridor

Included in Long-
Term Streetcar
Network?

Comments | Explanation

W Broadway Avenue

Yes

Lacks high intensity land uses but shows long-term
potential, especially east of Penn Avenue N.

Central Avenue NE

Yes

Lacks high intensity land uses but shows long-term
potential, especially near Lowry Avenue NE and in East
Hennepin area.

Chicago Avenue S

Yes

High intensity land uses along entire corridor with both
short- and long-term potential. At least two potential
alignments through downtown are included.

Franklin Avenue

No

Does not work as a stand-alone corridor.

Hennepin Avenue S

Yes

High intensity land uses in Uptown and in downtown with
short-and long-term potential.

Lake Street

No

Good potential to impact local bus network and more
traditional streetcar corridor. However, has less potential
as a regional connection between LRT lines compared to
Midtown Greenway and corridor in process of major
reconstruction and streetscaping project.

Midtown Greenway

Yes

Good redevelopment potential and ease of transit
operations. Better than Lake Street at providing regional
connection between Hiawatha and Southwest Corridor LRT
lines.

Nicollet Avenue S

Yes, only as far as

High intensity land uses (north of Lake Street) with strong
potential to impact local transit services. Note: would not

38" Street be included if the Uptown/Nicollet alignment is chasen for
the Southwest Corridor LRT line.
. High intensity land uses in downtown, East Hennepin area
th
gr:::trss::iy Avenue SE /4 Yes and around the University of Minnesota. Both short and
long-term potential.
Lyndale Avenue S No Less redevelopment potential and minimal impact on transit

operations. Higher capital costs than other corridors.
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Chapter 1. Summary of Phase |
Screening Evaluation

The Phase | Screening Report evaluated each of the 14 candidate corridors based on
geometric and physical characteristics that are supportive of streetcar operations. The
Phase | evaluation eliminated several candidate corridors from further study, as well as
portions of several others. The results of that initial evaluation are summarized in
Figure 1-1 below. Figure 1-2 shows a city-wide map of the remaining candidate corridors.

Figure 1-1

Phase Il Evaluation (Table)

Candidate Streetcar Corridors Carried Forward to

Candidate Corridor

Carried Forward
from Phase |
Evaluation

Phase Il
Corridor

Reason for Not Carrying Forward from
Phase | Evaluation

W Broadway Ave

Yes, entire corridor

Downtown to
Robbinsdale
Transit Center

44™Ave N | Osseo Rd

Yes, south of 29" Downtown to . . "
Central Ave NE Ave NE 29" Ave NE Railroad crossing at 36™ Ave NE
Chicago Ave S Yes, north of Lake St Downtown to | Low transit-supportive land use south of Lake

Lake St St
th
lseAve SE [ Como No - Low underpass at 8" St SE
. Ygs, between NICOHEF Ave S Steep grade east and west of Lyndale Ave S;

Franklin Ave Nicollet Ave S and and Chicago low overnass at Hiawatha Ave

Chicago Ave S Ave S P

No strong anchor north of 44"Ave N [ Penn;

Fremont Ave N | No ~ Difficult turns at Fremont/Plymouth; Low

transit-supportive land use along entire
corridor

Downtown and

Hennepin Ave S Yes, entire corridor | Lake St/ -
Lagoon Ave
Lake St | Midtown Yes, west of f;#t?:VESt Low transit-supportive land use east of
Greenway Hiawatha Avenue Hiawatha LRT Hiawatha
. . . Downtown to
Nicollet Ave S Yes, entire corridor 66" St -
University Ave SE | Yes, entire corridor | Downtownto | -
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Carried Forward

from Phase | Phase Il Reason for Not Carrying Forward from
Candidate Corridor Evaluation Corridor Phase | Evaluation
4™ St SE Washington
Ave SE

Cedar Ave | Riverside Turn!ng movgmepts at. Sevgn Corners;

Ave No - possible duplication with Hiawatha and
Central LRT

. . . Plymouth Ave

Washington Ave Yes, entire corridor to 135W -
No strong anchor north of 44™Ave N | Penn;

Penn Ave N /| Hwy 55 | No - Low transit-supportive land use along entire
corridor

Lyndale Ave S | Yes. north of Lake Downtown to | No strong anchor south of Lake St; Low

Bryant Ave S ' Lake St transit-supportive land use south of Lake St

The purpose of the Phase Il evaluation is to convert candidate corridor segments into
logical streetcar routes which can be developed into an eventual streetcar system. This
potential streetcar system is a long range vision, which can not be implemented in a single
phase. Later analysis phases will determine the optimal segments for initial
implementation.

Over the next 20 years, many land use changes are predicted for Minneapolis, which may
increase or decrease the viability of a particular corridor for streetcar service. New
corridors that may not have high potential in this analysis may appear more feasible in the
future. The long term streetcar network proposed in this report is based on existing and
projected information, and may evolve over time.
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Figure 1-2 Candidate Streetcar Corridors Carried Forward to Phase |l Evaluation
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Downtown Connections

A key element in defining the future streetcar network involves connecting a potential
streetcar corridor with a potential route into and through downtown. Most modern
streetcar implementations have been in locations that are adjacent to downtown, but just
outside of the area where high frequency transit is available with available capacity. By
pairing the downtown routes with corridors that extend beyond downtown, it is possible to
determine which corridors have the highest potential for streetcar in the long term, and
also point to areas that would have higher potential in the short term.

Most of the corridors carried forward from the Phase | analysis have logical connections
through downtown using Primary Transit Network (PTN) corridors. Several of these
corridors, however, do not logically follow PTN corridors through downtown, or may have
alternative routing options that serve potential redevelopment areas and/or provide
connections to other streetcar corridors. A fundamental question which will need to be
resolved about these routes is whether they should be focused on areas outside of the PTN
network that have new development potential, or whether they should be designed to
serve the existing core, where travel demand is established.

The following summarizes the assumed routing through downtown for proposed streetcar
corridors. In cases where there are obvious alternates, these are also described below. A
map showing this expansive streetcar network is shown on Figure 1-3.

e W. Broadway Avenue. This corridor would include Washington Avenue west of
Nicollet Avenue and would continue through downtown either via Nicollet or
Chicago Avenue.

e Central Avenue NE. This corridor could include the 3 Avenue bridge and
Washington Avenue to Nicollet Avenue or Hennepin Avenue. Alternatively, if
streetcar service is not feasible on the 3 Avenue bridge, the Hennepin Avenue
bridge could be used as an alternative routing into downtown. This corridor would
either continue across downtown via Nicollet Avenue or Hennepin Avenue.

e Chicago Avenue S. Several alternative downtown routings are possible for this
corridor. The first option would be via 9" and 10™ Street S to Nicollet Avenue. The
second option would include Chicago Avenue as far north as Washington Avenue,
as well as Washington Avenue between Chicago Avenue and Nicollet Avenue.

e Hennepin Avenue S. This corridor would continue on Hennepin Avenue to
Washington Avenue.

e Nicollet Avenue S. This corridor would continue on Nicollet Avenue to
Washington Avenue.

e University Avenue SE/4™ Street SE. This corridor would also include Hennepin
Avenue E and 1" Avenue NE and then Hennepin Avenue into and through
downtown.
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e Washington Avenue. Rather than be evaluated individually, this corridor will be
evaluated as part of the W Broadway Avenue and Chicago Avenue S corridors.

e Lyndale Avenue S. This corridor would include Hennepin Avenue to Washington
Avenue.

=  Franklin Avenue. This corridor includes Franklin Avenue between Nicollet Avenue
S and Chicago Avenue S.

Defining the operating routes through downtown is important for several reasons.
Historically, streetcar routes in Minneapolis did not terminate in the heart of downtown,
but rather traveled through the downtown and provided connections on either side of
downtown. Second, establishing the path of travel through downtown makes it possible to
evaluate initial segments for implementation that have the land uses and travel density that
would support streetcar service, but that may not have adequate capacity on the Metro
Transit system. As the figure illustrates, this broad network creates a number of strategic
connections in the potential streetcar network which maximize operating flexibility with
full implementation. These connections include:

e Broadway to Chicago - via Nicollet

e Broadway to Chicago — via Chicago and Washington
e Central to Nicollet — via Nicollet

e Central to Hennepin — via Hennepin

e Hennepin to University/4™ - via Hennepin

e Lyndale to University/4™ — via Hennepin

It should be noted that two corridors, Franklin Avenue and the Midtown Greenway/Lake
Street corridor do not serve downtown, but rather provide east-west connections with
other potential streetcar and light rail services outside of downtown.
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Chapter 2. Phase Il Evaluation Criteria

The goal of this Phase Il report is to develop a potential long range set of streetcar corridors
operating primarily within the City of Minneapolis. Many of these streetcar corridors
could easily be extended beyond their currently proposed outer terminus to serve
additional suburban destinations. Expanding on the earlier, Phase | evaluation, this report
includes additional analysis of:

e Transit Supportive Land Use

e Economic Development Potential
e Transit Operations

e Transit Demand

e Cost-Effectiveness

It should be noted that all of the corridors that “passed” the Phase | screening analysis are
feasible and may at some time become higher priorities for implementation; however, the
goal of this phase of analysis is to reduce the number of high priority corridors being
carried through to the quantitative, third analysis phase, which will be completed in early
2007.

The Phase Il evaluation criteria follow the evaluation plan presented earlier in this project.
In some cases, the evaluation criteria have been modified slightly to better reflect available
data. Finally, public outreach and stakeholder interviews will be a key component of
Phase Il of the study where a detailed assessment of economic development potential and
interest among the development community will be conducted.

A summary of the Evaluation Criteria used in Phase Il is presented in Figure 2-1. This table
shows the criteria that were completed in the Phase | evaluation, the criteria that are used
in this report, and those criteria that will be used in Phase Il of the evaluation.

This report follows the evaluation criteria as an outline. A discussion of how the corridors
were assessed based on these criteria is included throughout the report.
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Figure 2-1 Phase Il Evaluation Criteria

Evaluation Criteria and Description
Transit Supportive Land Use

Special Use Generators and Corridor Anchors. Evaluates how well the corridor serves major transit generators,
categorized by two different types of generators: “special use generators” and corridor anchors, such as major
activity centers. This analysis is based on an evaluation of access to special use generators within % mile of the
streetcar line.

Conducted in Phase |
(previous report)

Conducted in Phase Il
(this report)

Listing of “special transit generators” served within % mile
of each corridor (as the crow flies). Also evaluates strength
of anchors for each corridor.

Conducted in Phase Ill
(next report)

Transit Supportive Land Use. Measures transit supportive planned land use types (by land area) within %2 mile (as
the crow flies) from the streetcar corridor. Existing zoning should be adjusted for planned land uses where
significant differences are known.

Economic Development Potential and Community Support

Economic Development Potential. Evaluates in more detail the potential of the corridor to generate significant economic
development. Existing land use/density compared to ideal density with streetcars (based on the % mile and % mile density
estimate done for Hiawatha)

Assessment of all candidate
corridors as supplement to
other Phase | evaluation
criteria.

Modified to include extended corridors from Phase | analysis
(Nicollet, Central and Broadway). Incorporates maximum
zoning to measure intensity of development potential.

Land use/density comparison of corridors.

Area Targeted for Redevelopment. Measures whether or not a corridor is targeted for redevelopment, either in
the Minneapolis Plan or other neighborhood planning initiatives.

Evaluates redevelopment and community planning initiatives
in the corridor and assesses the intensity of development
potential in each corridor.

Assesses maximum zoning potential in each corridor.

Community Support. Evaluates level of community support for streetcar technology in the corridor.

Additional evaluation conducted after stakeholder and community
meetings held.

Coordination with Other Jurisdictions. Evaluates the need to coordinate with other jurisdictions and assessment
of barriers.

Transit Operations

Ability to Maintain Adequate Speed and Reliability. Evaluates existing traffic conditions in the corridor to
determine whether or not streetcar operations would be able to maintain adequate speed and reliability. (For
purposes of evaluating LOS, assumes that streetcars would operate in mixed-flow traffic as buses do currently and
therefore be exposed to the same level of delay). Analysis will not assume preemptive signals.

This analysis will identify areas along each corridor where transit priority (either ROW, signalization, etc) is needed
to maintain PTN levels of speed and reliability.

Identify LOS at each
intersection along the corridor

Evaluate existing transit speed as percent of speed limit
(Peak and Midday)

High level assessment of need for transit priority treatments
to maintain speed and reliability (e.g., exclusive ROW or
signalization).

High level assessment of coordination with other jurisdictions and
overall assessment of implementation barriers.

Relationship to other potential streetcar corridors. Evaluates the relationship between the corridor and a future
expanded streetcar network.

Evaluates how well a streetcar corridor fits into an overall
network of streetcar service.
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Evaluation Criteria and Description

Conducted in Phase |
(previous report)

Conducted in Phase Il
(this report)

Conducted in Phase Ill
(next report)

Relationship to current/future high capacity transit investments. Measures the relationship (connectivity,
distribution of high-capacity transit investments, etc.) between streetcar and current or future LRT or BRT corridors.

Evaluates how well the streetcar corridor connects with
future high-capacity transit investments.

Includes an assessment of how potential streetcar lines may
enhance or duplicate proposed high capacity service.

Competition with LRT or BRT lines. Evaluates whether or not the streetcar corridor is in competition with a
future LRT or BRT corridor.

Evaluates whether or not streetcars would be in competition
with current or future LRT or BRT services.

Replacement of existing bus service. Evaluates how well streetcar would fit in the corridor and what impact
streetcars would have on existing bus volumes. Evaluation based on initial operating plans and potential impact on
underlying bus network.

Transit Demand

Bi-directional all day demand. Measures travel demand patterns in the corridor, ranking corridors with bi-
directional all day demand higher than corridors that have primarily a peak oriented or single directional demand
pattern.

Measures estimated change in operating hours and daily
vehicle volumes if streetcar were introduced along the
corridor.

Estimated operating cost per rider based on high level ridership
estimates adjusted from PTN.

Total trips into and out of the corridor by time of day from travel
model data.

Projected Population Within Corridor. Measures total population served within % mile of the corridor.

Total population and population density within corridor -
2020 forecasted data.

Projected Employment Within Corridor. Measures the total number of jobs within %2 mile of the corridor.

Total employment and employment density within corridor —
2020 forecasted data.

Low Income Households. Measures low income households within %2 mile of the corridor.

Total and density of low income households (under $25,000
annual household income) - 2000 data.

Zero Car Households. Measures zero-car households within % mile of the corridor.

Total and density of zero-car households — 2000 data.

Current and Future Transit Ridership. Measures current transit ridership and mode share, and evaluates
potential future ridership based on future population and employment and route productivity.

Utilities. Corridors that would require relocation of major utilities (such as water, storm and sanitary) would make
streetcar service too costly to be provided cost effectively.

Presence and diameter of water, storm and sanitary utilities
along the corridor.

Ridership estimates based on current travel demand and how
streetcar service might change ridership in a given corridor. This
analysis is not a traditional model approach but is based on a
comparison of travel options in the corridor.

Cost-Effectiveness

More detailed assessment to be completed in next phase of the
evaluation for high priority corridors only.

On-Street Parking Impact. Evaluates the width of the street and whether or not a streetcar line would
significantly impact on-street parking — especially through local business districts. Parking could be eliminated to
create a transit lane and/or to provide for turning movements when streetcars are operating in mixed flow traffic.

High-level analysis of impact to on-street parking based on
initial operating plans.

Detailed evaluation of impact on on-street parking to be
completed only for high-priority corridors.
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Evaluation Criteria and Description

Conducted in Phase |
(previous report)

Conducted in Phase Il
(this report)

Conducted in Phase Ill
(next report)

Maintenance Site. Unlike a bus maintenance facility, which can be located wherever land is available, a streetcar
garage will need to be located on track connected to the main alignment This criterion evaluates the presence of
land within %2 mile of the corridor that could be used for a maintenance facility. Sites that are within public
ownership will receive a higher score.

Proximity or connectivity to
existing rail maintenance
facilities.

Availability of publicly owned sites within %2 mile of corridor.

Capital Costs. Identification of major cost items that deviate from a standard cost/mile for streetcar capital costs.
Evaluation assumes double-track along entire length of corridor. Examples of items that will create additional
capital costs over a standard streetcar section include bridges, tunnels, exclusive ROW, property acquisition, etc.
Detailed costing will be conducted in the next phase of the evaluation.

Major capital cost items above standard cost/mile.

Planning level capital costs and estimated capital cost per rider.

Time to Implement. Factors that might affect implementation and/or cost such as scheduled street reconstruction,
available funding, etc.

Private Financing Support. Evaluates the level of business/developer support for private financing of streetcars in
the corridor.

Evaluates corridors (or segments) that are slated for major
reconstruction and/or other factors that may delay
implementation.

Assesses private development interest and support and identifies
potential private funding sources. Based on stakeholder
interviews with development community in each priority corridor.

Federal Funding. Assessment of potential for attracting federal funding, including Small Starts.

Assessment of obtaining local, State or Federal funds, including
the FTA Small Starts program. ldentification of other potential
funding options.
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Chapter 3. Evaluation of Transit-
Supportive Land Use

While overall density of housing and employment is the single factor most responsible for
determining transit ridership, it is also useful to evaluate “special generators and anchors”
that may attract a broader transit market. These “special generators and anchors” include
museums, cultural institutions, major medical facilities, and sporting venues and other
places where tourists, visitors and other occasional users may be attracted to transit.

Special generators along a streetcar line are not always positive. For example, a major
football stadium has the potential for generating large numbers of riders, but this occurs
only on a small number of days when there are football home games. Moreover, the large
surges of riders that would be arriving and leaving at game time could easily overwhelm a
streetcar system, with vehicles that typically carry less than 100 passengers per car fully
loaded.

Anchors may include special generators but may also include a significant district where a
variety of locals and visitors would like to travel. Anchors are important because they
represent principle origins and destinations for trips, which can help define logical
streetcar segments.

This chapter explores the opportunities and constraints presented by special generators and
anchors along each of the streetcar corridors as well as continuing the discussion of overall
transit supportive land use that was presented in the Phase | Screening Report.

Special Generators and Corridor Anchors

A number of the potential streetcar corridors serve special generators such as sport
stadiums, major entertainment facilities, major hospitals, and the convention center.
Service to special generators is important because their impact on ridership is not typically
captured in daily ridership estimates that are based on recurring or routine activities.
Because special generators tend to attract large numbers of occasional riders who may not
be familiar with the service, it is important to include only those generators that are very
close to the proposed corridor. For the purposes of this analysis, special generators within
¥4 mile (approximately 3-4 city blocks) are described.

Corridor anchors may be single nodes or may be a district with regional importance and
especially high trip generation. Like special generators, these anchors are important to the
ridership calculation, but are also important because they help to define viable segments
that connect important nodes and will generate ridership even before a full corridor is
completed.
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For the purposes of this analysis, regional transit connections, such as Light Rail or Transit
Center connections are also described as anchors. While a transit station may not generate
trips per se, providing new connectivity will increase the ridership of a proposed segment
and will help a segment to be sustainable before an entire corridor can be completed.
Chapter 5 further assesses how well the streetcar corridor integrates with existing and
planned transit services.

Streetcar services can be well utilized even without serving a special generator or without
a strong anchor. Streetcar service to corridors with high residential and employment
density will generate significant ridership even if they don’t serve specific nodes.
However, corridors that do serve special generators and have strong anchors will have a
“leg up” on generating ridership. Figure 3-1 shows a map of the major special use
generators, as well as areas that serve as strong anchors for each corridor.

In order to assess the difference between these corridors in terms of special generators,
some judgment was used to assess the significance of the generator and their potential for
transit ridership. This evaluation is summarized at the end of the chapter in Figure 3-4 and
discussed below for each corridor. It is important to note that this analysis includes only
existing or known future generators. It does not take into account any new development
that is not actually planned at this time.
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Figure 3-1 Special Use Generators and Corridor Anchors
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W Broadway Avenue

Outside of downtown, only one special generator — North Memorial Hospital — is located
within % mile of this corridor. The new Twin’s stadium is just over 1/4 mile south of
Washington Avenue on 3™ Avenue N.

Outside of the hospital itself, the only major anchor on the northern end of the corridor is
Downtown Robbinsdale. This is both a strong node on its own and is a major transit
connection point. Downtown Minneapolis is clearly a very strong anchor on the south
end.

Central Avenue NE

While there are no special generators within a % mile distance of this corridor, the new
Guthrie Theater is about 1/3 mile east of 3 Avenue on S. 2™ Street, just outside of the
quarter mile boundary. The route serves very important intermediate anchor points in the
Mill District and the inner core of downtown once the route turns into 3" Avenue.

North of the river, the East Hennepin area and the commercial node between Lowry
Avenue and 29" Avenue NE, serve as potential anchors on the north end of the corridor.
Due to the size and density of activity, the East Hennepin area is a stronger anchor than
the commercial node at Lowry.

Chicago Avenue S

In downtown, there are at least two potential alignment options for this corridor — one via
Chicago Avenue and the other via 9"/10" Streets. Both of these corridors serve a number
of major generators. Via the S 9"/10™ Street alignment, this corridor directly serves the
inner core of downtown and is within % mile of the convention center. The Chicago
Avenue alignment directly serves the Metrodome and the Hennepin County Medical
Center (HCMC) and would also serve the new Guthrie Theatre a block north of
Washington on S 2™ Street.

Outside of downtown, this corridor serves several special generators: the Midtown
Exchange at Lake Street and several major medical facilities (Children’s Hospital and
Abbott Northwestern Hospital).

The Chicago Lake Transit Center combined with the Midtown Exchange, create an anchor
for this corridor on the south end. On the north end, downtown Minneapolis clearly
serves as a very strong anchor. While this area provides a good north-south anchor, it does
not provide a strong enough east-west anchor.

Franklin Avenue

The Minneapolis Institute of Art and Minneapolis College of Art and Design are two blocks
(about % mile) south of Franklin between 1% Avenue S and 3™ Avenue S.
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Although Nicollet Avenue S and Chicago Avenue S are major neighborhood oriented
corridors, they are not especially strong anchors for a streetcar line.

Hennepin Avenue S

This corridor has very strong anchors along nearly its entire route. Within downtown, this
corridor serves the theatre district along Hennepin Avenue, the Target Center, and the
inner core of downtown. Outside of the core of downtown, this corridor serves the
Minneapolis Community College, the Minneapolis Sculpture Garden and the new Walker
Art Center. This corridor would be just over % mile from the planned Twin’s Stadium near
3" Avenue N and 5" Street N.

On the south end of the corridor, the Uptown area and the Uptown Transit Station serves
as a very strong anchor for this corridor. On the north end, downtown Minneapolis also
serves as a very strong anchor. This area could also serve as an east-west anchor.

Midtown Greenway/Lake Street

For the purposes of this analysis, these two corridors, which are less than 1/4 mile apart
can be analyzed together.

The Midtown Greenway is located between one and four blocks north of Lake Street and
bisects “Midtown” Minneapolis. Several special transit generators were identified along
this corridor: Lake Calhoun, the Midtown Exchange and Abbott Northwestern Hospital.
The only major commercial node located directly along the corridor is at Hennepin.
Important commercial nodes along the corridor are located a block south of the Greenway
at Lyndale, Nicollet, Chicago and to a lesser degree, Bloomington.

Lake Street itself is an important neighborhood commercial street, with high intensity
development from the Lake Calhoun area to Chicago.

The strongest anchors along this corridor, regardless of alignment, include the Hiawatha
LRT station on the east end and either Uptown on the west end, or the planned West Lake
station along the Southwest LRT line. The Hiawatha LRT station is a strong anchor on the
east side, even though land uses east of Hiawatha area are less intensely developed than
other areas along the corridor. The future West Lake station along the Southwest LRT line
will be a strong anchor, and land uses in the area are planned for high intensity conducive
to streetcar.

Nicollet Avenue S

In downtown, Nicollet is one of Minneapolis’ most prominent streets. Special generators
include the Nicollet Mall itself and the Convention Center. The Target Center is located
less than % mile west of Nicollet on 1* Avenue N. The Nicollet corridor also serves the
eastern edge of the Loring Park area, the Minneapolis Institute of Art (MIA), and the
Minneapolis College of Art and Design.
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Commercial activity along Nicollet extends south to approximately 32nd Street. The
densest part of the activity on Nicollet ends at Lake Street, going south from downtown.
The Lake and Nicollet area creates a significant node, though less intense than the area
north of Lake. While the Lake/Nicollet area provides a good north-south anchor, it does
not provide a strong enough east-west anchor. South of Lake Street, smaller commercial
nodes are located at 38™ Street, 46™ Street, Diamond Lake Road, and 66" Street. Of these
smaller commercial nodes, 38" Street forms the best anchor south of Lake Street, though
none of these by themselves are more than neighborhood attractors.

University Avenue SE / 4" Street SE

This corridor directly serves the inner core of downtown, the commercial node at East
Hennepin, as well as Dinkytown, and the University of Minnesota. The University of
Minnesota itself serves as a major special generator, especially the sports facilities located
along University Avenue SE and 4" Street SE. A new football stadium is planned near the
intersection of 4" Street SE and Oak Street SE, which would be a major special generator.

This corridor has a strong anchor at University and Washington Avenue SE and the future
Central LRT line, and a smaller anchor in the East Hennepin area. Downtown is a very
strong anchor on the western end of the corridor.

Lyndale Avenue S

As with the Hennepin Avenue S corridor, special generators along this corridor include the
Minneapolis Community College campus, the Loring Park area, the Walker Art Center and
the Minneapolis Sculpture Garden. South of Douglas Avenue, however, there are no large
special generators; however, the intersection of Lake and Lyndale is a major commercial
node (Lyn-Lake area). In downtown, this corridor serves the same special generators as
Hennepin — the theatre district along Hennepin Avenue, the Target Center, and the inner
core of downtown. As with the Hennepin corridor, the Lyndale corridor would be just
over % mile from the planned Twin’s Stadium near 3™ Avenue N and 5" Street N.

Downtown would serve as a strong anchor on the north end of this corridor. On the south
end, the Lyndale/Lake area would serve as the most logical anchor, though there are no
major attractors south of 1-94. While Lyndale/Lake provides a good north-south anchor, it
does not provide a strong enough east-west anchor.

Major Generators and Anchors - Conclusions

While most of the proposed streetcar corridors serve a number of important generators, a
few corridors stand out, either for the number of generators they serve, or the number of
visitors they are likely to attract. These include:

e Chicago Avenue S. This corridor connects downtown with the Chicago/Lake area
and the Midtown Exchange. Major attractors include the inner core of downtown,
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the Metrodome and Hennepin County Medical Center (on Chicago Avenue), the
Guthrie Theatre (on 2™ Street S), Children’s Hospital, Abbot Northwestern Hospital,
and the Midtown Exchange. The Convention Center is 2-3 blocks south of the
9"/10™ Street alignment.

Hennepin Avenue S. This corridor connects downtown to Uptown. Major
attractors include the theatre district, the inner core of downtown, the Target
Center, Minneapolis Community College, Minneapolis Sculpture Garden/Loring
Park, Walker Art Museum and Uptown.

University Avenue SE / 4™ Street SE. This corridor connects downtown with the
East Hennepin Area, Dinkytown and the University of Minnesota. The University is
the second largest activity center in the region and a new stadium is planned on the
north end of the campus. The new Central LRT line would connect with this
corridor at Washington Avenue SE.

Nicollet Avenue S. North of Lake Street, this corridor serves the Convention Center
and the inner core of downtown, as well as Loring Park and “Eat Street” between
downtown and Lake Street. Corridor also serves the Minneapolis Institute of Arts /
Children’s Theater / Minneapolis College of Art and Design area.
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Land Use Type and Intensity

This criterion measures the level of “transit supportive” planned land use (by area) within
approximately % mile of each candidate corridor. The analysis included in this section
builds on earlier work done in the Phase | Screening Report, but adding the downtown
corridors and new information about development potential derived from interviews with
the City’s Sector Planners. The overall methodology for this analysis is described below:

Methodology for Determining “Transit Supportive” Land Use

The first step in this process was to obtain the most recent planned land use dataset for the
Twin Cities. This information was available from the Metropolitan Council, and is based
on each community’s comprehensive plan that includes a depiction of what each
community expects or is planning for their land use in the year 2020.

This dataset includes many major land use classifications, ranging from agricultural to
high-density housing. Within Minneapolis, there are 39 different land use types. These
land use types were categorized into low, medium and high “transit-supportive” land uses,
as shown in Figure 3-2 below:

Figure 3-2  Transit-Supportive Land Uses
Low Medium High
Airport General Area Commercial Small Scale Commercial General
Golf Course Downtown Secondary Office Downtown Edge

Downtown Entertainment
Downtown Primary Office
Downtown Retail

Industrial General
Industrial Light
Institutional (Cemetery)
Institutional Uses

Office- Residential Medium Density
Mixed Use - Residential Medium
Office | Convertible Space

Minneapolis Parks
Water

Protected Open Space
Railway

Residential Low Density
(Institutional Vet's Home)

Retail Single Story

Trolley Railway

United States Army Reserve
Vehicular Right-of-Way
United States Army Reserve

Residential Medium Density

Light Rail Hiawatha Line

Live Work Units

Residential High Density

Mixed Use - Residential High

Mixed Use with Retail on Ground Floor
Office- Residential High Density

Residential Highest Density
Transit Oriented Use
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The entire land use dataset was then coded based on one of the three categories (either 1,
2 or 3 with 1 being “low,” 2 being “moderate” and 3 being “high”). Next, a % mile buffer
was drawn around each of the candidate corridors.

Based on land uses within this % mile buffer, the total land area that fell within the low,
medium and high transit-supportive categories was calculated and a “score” was produced
that indicates the degree of transit supportive land use in that corridor. For example, a
score of 3 would indicate that all land use in that corridor is transit supportive. A score of
1 would indicate that no land use in that corridor is transit supportive.

The results of this analysis are presented in Figure 3-3 (on the next page) for the corridors
that remain. There are several areas where the planned land use data used for this
comparative analysis does not reflect recent planning initiatives, as discussed below:

e Central Avenue NE: The Shorham Yards area between 27" Avenue NE and 31*
Avenue NE should include a small strip of mixed use or commercial adjacent to
Central Avenue NE. While the planned land use data used for this analysis shows
this area as industrial, it was adjusted to “medium” transit supportive land use and
the score was adjusted accordingly.

e University Avenue SE/4™ Street SE: Between 2™ Avenue SE and I-35W, the area
between University Avenue SE and the river is planned for medium- to high-density
residential. While the planned land use data used for this analysis shows this area as
industrial, it was adjusted to “high” transit supportive land use, and the score was
adjusted accordingly.

e Midtown Greenway: Between Uptown and Hiawatha Avenue, much of the
industrial land use on either side of the Greenway is planned for conversion to
mixed use, medium- to high-density residential and commercial uses. A significant
amount of the planned land use data used for this analysis shows this area as
industrial, but was adjusted to “medium” transit supportive land use. The score for
this corridor was adjusted accordingly.

e Nicollet Avenue S: The intersection of Nicollet Avenue S and the Midtown
Greenway is planned for either mixed use, medium- to high-density residential, or
commercial uses. The planned land use data used for this analysis shows this area
as industrial, but was adjusted to “high” transit supportive land use. The score for
this corridor was adjusted accordingly.

e W Broadway Avenue: The North Loop area is quickly converting from a mostly
industrial area to moderate- to high-density housing with small neighborhood
commercial uses. This trend is expected to continue in the future. The planned
land use data used for this analysis shows the entire North Loop area as industrial,
but was adjusted to “medium” transit supportive lands use. The score for this
corridor was adjusted accordingly.
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Figure 3-3  “Transit-Supportive” Average Land Use Score

Qualitative

Average Transit | Rating (HIGH,

Supportive Land | MODERATE,
Corridor and/or Corridor Segment Use Score LOW)
Nicollet (north of Lake Street) 2.53 HIGH
Chicago (via 9"/10" Street to Nicollet) 2.26 HIGH
C!licago (via Chicago Avenue and Washington Avenue to 993 HIGH
Nicollet)
University/4" (entire corridor) 2.20 HIGH
Lyndale (entire corridor) 2.09 MODERATE
Hennepin (entire corridor) 2.06 MODERATE
Midtown (entire corridor) 1.80 MODERATE
Lake (entire corridor) 1.75 MODERATE
Nicollet (entire corridor) 1.75 MODERATE
Central (entire corridor) 1.69 MODERATE
Broadway (east of Memorial Drive) 1.58 Low
Broadway (entire corridor) 1.55 LOW
Nicollet (south of Lake Street) 1.22 Low

Transit Supportive Land Use - Conclusions

Based on this analysis, a few corridors stand out in terms of their ability to serve transit
supportive land use:

e Nicollet Avenue S. Overall, this corridor had the highest score (north of Lake
Street) and a moderate score for the entire corridor.

e Chicago Avenue S. This corridor bisects one of Minneapolis’ most dense
neighborhoods, and serves some major activity centers (three major hospitals, the
Metrodome) and serves the inner core of downtown. This corridor also serves the
Elliot Park neighborhood.

e University Avenue SE/4™ Street SE. This short corridor is almost continuous in
terms of transit-supportive land use, and includes downtown, the East Hennepin
area, Dinkytown and the University of Minnesota.

Page 3-11
Nelson\Nygaard Consulting Associates ¢ Meyer, Mohaddes Associates  Short Elliott Hendrickson, Inc.
Richardson, Richter & Associates



Minneapolis Streetcar Feasibility Study e Phase Il Evaluation
CITY OF MINNEAPOLIS

This page intentionally left blank.

Page 3-12
Nelson\Nygaard Consulting Associates e Meyer, Mohaddes Associates  Short Elliott Hendrickson, Inc.
Richardson, Richter & Associates



Minneapolis Streetcar Feasibility Study e

CITY OF MINNEAPOLIS

Phase Il

Evaluation

Figure 3-4 Summary of Transit Supportive Land Use Criteria

Principal Streets

Broadway

Central

Chicago

Franklin

Hennepin

Midtown Greenway

Nicollet

University [ 4th

Lyndale

Outside of Downtown:

North Memorial Hospital

Convention Center, Nicollet
Mall (9™/10™/Nicollet)

Qutside of Downtown:

Children’s Hospital, Abbott
(Northwestern Hospital)

downtown, Minneapolis
Community College.

Qutside of Downtown:

Loring Park, Walker Art
Center, Minneapolis
Sculpture Garden

Outside of Downtown:

Minneapolis Institute of Art
(MIA), Minneapolis College of
Art and Design (MCAD),
Loring Park, Minneapolis
Convention Center

Univeristy of Minnesota, U
of M sports facilities,
future U of M football

stadium

From... Robbinsdale Transit Center 29th Avenue NE Lake St Nicollet Avenue S Lake St SW LRT SW LRT 66th St Downtown via Hennepin Lake St
To... Downtown Downtown Downtown Chicago Avenue S Downtown Hiawatha LRT Hiawatha LRT Downtown Stadium Village Downtown
Number of Special Downtown: None identified Downtown: None identified Downtown: Lake Calhoun, Midtown Exchange, Hiawatha LRT Downtown: Downtown: Downtown:
Generators Future Twin’s stadium (just over HCMC, Metrodome Theatre district, Target station Minneapolis Convention Inner core of downtown | Theatre district, Target
% mile) (Chicago/Washington) Center, inner core of Center, Nicollet Mall . Center, inner core of
Outside of Downtown:

downtown, Minneapolis
Community College.

Outside of
Downtown:

Loring Park, Walker Art
Center, Minneapolis
Sculpture Garden

Potential Anchors

North: downtown Robbinsdale

South: downtown Minneapolis

North: East Hennepin area
or commercial node at
Lowry

North: downtown
Minneapolis

South: Lake/Chicago

No strong anchors
along corridor

North: downtown
Minneapolis

South: Uptown

West: West Lake Station (Southwest LRT line) or
Uptown

East: Hiawatha LRT

North: downtown
Minneapolis

South: Nicollet/Lake or

East: University and
Washington (Central LRT)

West: downtown

North: downtown
Minneapolis

South: Lake/Lyndale

sections of low-density residential
or industrial uses.

uses.

numerous major activity
centers and very dense
residential neighborhoods.

Loring Park and north part of
the Wedge. Low- to
moderate-density housing
beyond 1-2 blocks of
Hennepin between
downtown and Uptown.

has development potential along the corridor, it

also includes major sections of industrial land

uses (on the east side) and low-density housing
and parks on the west end.

Because of the length of the
corridor, scores varied greatly
depending on the section.
Section north of Lake was
very strong and had the
highest score of any corridor
or section. The segment
south of Lake had the lowest
score due to large sections of
low-density residential and 1-
35W.

downtown, East Hennepin,
Dinkytown and the
University of Minnesota.

South: downtown (Midtown Exchange and (Lake/Lagoon and Hennepin) Nicollet/38th Minneapolis
Minneapolis Chicago-Lake Transit
Center)
Transit Supportive Land Use LOW (east of Memorial Dr) MODERATE (entire corridor) HIGH (via 9"/10th) Not scored. Only MODERATE (entire corridor) MODERATE (Midtown Greenway) HIGH (north of Lake) Score: Score:
LOW (entire corridor) Corridor scored low to HIGH (via congzztsif:’:ir? 1o;. | Moderately strong corridor MODERATE (Lake Street) MODERATE (entire corridor) |  HIGH (entire corridor) | MODERATE (entire
Corridor scored low due to Large m?::i?;:t?alieazz Ii?]‘:jvl;gf:;::ty Chicago/Washington) :;‘S :]? ioﬁ:ts?tw[;wldzr:v‘?; Although this corridor serves several commercial LOW (south of Lake) Very strong corridor due to corridor)
Very strong corridor due to g y g nodes (Hennepin, Lyndale, Nicollet, Chicago), and connection between Moderately strong

corridor due to
downtown and high-
density housing in
Loring Park and north
part of the Wedge.
Low- to moderate-
density housing beyond
1 block on either side
of Lyndale between
downtown and Lyn-
Lake.
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Chapter 4. Evaluation of Economic
Development Potential

While earlier chapters evaluated existing and planned land use, this chapter focuses on the
potential for the streetcar to catalyze redevelopment and intensification. Many of the
modern streetcars implemented or planned in the US were designed to be integral to an
overall strategy for redevelopment. No where is this more clear than in Portland, Oregon
where the Phase | Streetcar (NW Portland to Portland State University) was developed
specifically to catalyze redevelopment of a warehouse district on the edge of downtown.
The streetcar was designed in close cooperation with the development community who
then paid approximately 17% of the capital cost of the streetcar through a Local Impact
District. Between 1997 and 2004, approximately $1.5 billion in new development has
occurred in the Pearl, and the streetcar has been extended to several other developing
areas in the City (Riverfront area and the South Waterfront). While these close-in
neighborhoods may have developed on their own, the presence of a streetcar, which was
seen as a necessary amenity to attract development, may have catalyzed and organized the
development along the route. Similarly, approximately 50% of the capital costs for the
South Lake Union Streetcar in Seattle will be paid by landowners through a Local
Improvement District. The South Lake Union Area is close to both downtown and the
University of Washington campus, and is expected to experience major development of
housing and biotechnology businesses.

In Minneapolis, there is significant variation in the potential or desirability for
redevelopment along the proposed streetcar corridors. This chapter provides an initial
assessment of economic development potential, and whether the corridor is targeted for
redevelopment through City planning initiatives. A more detailed discussion of the
approach used to assess these elements, along with a discussion for each corridor, is
provided below.

The next phase of this study will take a more detailed look at the economic development
potential for the long-term streetcar network, and through stakeholder meetings in the
community, assess the level of interest to support streetcar service by the private sector in
each priority corridor. Ultimately, this assessment will lead to identification of an initial
starter line that builds toward the long-term network. Figure 4-1 presents a summary of
this analysis.

Area Targeted for Redevelopment

This criteria qualitatively assesses whether or not a corridor is targeted for redevelopment,
either in the Minneapolis Plan or through other neighborhood planning initiatives. To
help with this assessment, the consultant team held a meeting with sector planners from
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the City’s Community Planning and Economic Development (CPED) department. The
meeting began with a discussion of each of the candidate corridors, a status update on the
streetcar study, and an explanation of what this phase of the evaluation was trying to
accomplish. Next, each sector planner was asked to discuss planning initiatives along the
candidate corridors. In addition, the planners were asked to compare redevelopment
initiatives in each corridor to the other corridors being studied.

Through this process, it was clear that because these candidate corridors include some of
Minneapolis’ most prominent streets, some level of redevelopment is assumed for all
corridors. It should be reiterated that this evaluation is not intended to provide an
exhaustive list of all redevelopment initiatives occurring within the corridor. Rather, the
goal for this phase of the study is to conduct a qualitative, high-level assessment of the
corridors compared to each other with regard to redevelopment and the relative intensity
of that redevelopment. This chapter will also assess whether a corridor has redevelopment
potential, with the understanding that the potential is usually a function of support by the
development community. Redevelopment potential will also be a major focus of the
stakeholder interviews conducted with private developers in the next phase of the analysis.
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Figure 4-1

Principal Streets

Broadway

Robbinsdale Transit

Central

Phase Il

Chicago

Evaluation

Franklin

Hennepin

Summary of Economic Development Potential and Community Support Criteria

Midtown Greenway

Nicollet

University [ 4th

Lyndale

Area Targeted for
Redevelopment

East of Penn and west of
Lyndale has the greatest
potential, but relatively
small scale (1/2 to 1
block from Broadway).
Market has yet to fully
respond to significant
redevelopment in this
area.

Good redevelopment
potential in downtown
Robbinsdale, but at a
relatively small scale.

Very high redevelopment
potential in North Loop
area on hoth sides of
Washington (mostly
residential and
neighborhood
commercial).

Good potential between
Shorham Yards and
Lowry - % to 1 block
from Central Avenue
(market just beginning to
respond to redevelopment
potential).

Good infill development
potential in the East
Hennepin area, with

somewhat higher
intensity than northern
part of corridor.

3" Avenue South | Mill
District continues to
redevelop at very high
intensity (mostly
residential).

Strong redevelopment
potential in Elliot Park
area (especially
residential), along 9"/10™
closer to Nicollet, as well
as in Downtown East
area.

Mill District north of
Washington Avenue
currently experiencing
major residential
development. Potential
exists south of
Washington Avenue.

Some redevelopment
potential at Chicago/Lake
and along Midtown
Greenway.

Corridor between
Chicago/Lake and
downtown dominated by
institutional uses -
growth in hospital area
expected to continue.

Some potential south of
Lake and at 38"/Chicago,
but market has yet to
respond to this area.

Some redevelopment
interest between
Nicollet and Hiawatha
LRT, mostly at the
major intersections
(Nicollet, Chicago,
Bloomington,
Hiawatha).

Moderate potential

along Hennepin, but

corridor mostly built
out.

Greatest potential in
and around Uptown
with moderate density
commercial and
residential
development.

Continued
redevelopment
potential along

Hennepin Avenue in
downtown - especially
around Washington
and around 10™ Street.

Strong redevelopment potential, especially between
Lake and 28th Street between Uptown and Chicago
Avenue S. Moderate-density, residential infill
development, occurring mostly at the major nodes
(Hennepin, Lyndale, Nicollet, Chicago).

Good redevelopment
potential at Nicollet and
Lake.

Infill development
potential between Lake
and downtown — % to 1

block on either side of
Nicollet.

The 26th and 38th Street
intersections are also
identified as "investment
areas."

Nicollet Mall mostly built
out with the exception of
the north end of the Mall.

Good potential along river,
south of University Ave SE
(mostly residential).

Neighborhood north of 4th
between I-35W and
Hennepin to remain mostly
unchanged.

New stadium planned for U
of M campus on east end
of corridor.

From... Center 29th Ave NE Lake St Nicollet Ave S Lake St SW LRT SW LRT 66th St Downtown via Hennepin Lake St
To... Downtown Downtown Downtown Chicago Ave S Downtown Hiawatha LRT Hiawatha LRT Downtown Stadium Village Downtown
Mostly built-out

corridor with some
redevelopment
potential within % - 1
block of corridor.

Some redevelopment
potential between

Midtown Greenway
and Lake Street.

Page 4-3

Nelson\Nygaard Consulting Associates « Meyer, Mohaddes Associates ¢ Short Elliott Hendrickson, Inc. Richardson, Richter & Associates






Minneapolis Streetcar Feasibility Study e Phase Il Evaluation
CITY OF MINNEAPOLIS

W Broadway Avenue

According to the sector planner for this corridor, the City is in the beginning phases of
more intensive planning for this corridor — called the West Broadway Alive! Plan. The
potential for new housing is strong, especially for medium-density housing that fits into the
scale of the corridor. However, the housing market has not responded to this corridor as it
has in other areas of the city, and the intensity of this development is likely to be small to
moderate in scale. Most of the potential for redevelopment in this corridor is between
Penn Avenue N and Lyndale Avenue N, or the core of the commercial development on W
Broadway. Between W Broadway and downtown (via Washington), this corridor will
remain mostly industrial, with the exception of some potential for new housing along the
river and future conversion of industrial land uses in the North Loop area.

Between Penn Avenue N and downtown Robbinsdale is relatively low density with some
small-scale commercial uses along the corridor. Downtown Robbinsdale, however, has
seen a renaissance over the past several decades, and the Robbinsdale Comprehensive
Plan presents a vision for future development in this area. A focus of this Plan is on
historic W Broadway and Hubbard Avenues, and making downtown Robbinsdale a
destination for shopping, services and cultural amenities. This line would also serve the
Apache Mall redevelopment area. In addition, the Robbinsdale Transit Center provides a
strong connection point for the end of this corridor. The intensity of this redevelopment is
expected to be relatively low.

The North Loop area (south of Plymouth Avenue) is currently experiencing high intensity
redevelopment — mostly residential with small-scale neighborhood commercial. Nearly a
dozen new condominium projects (approximately 1,200 units) have recently been
completed, are under construction or are in the planning phases. Although dependent on
the housing market, redevelopment in this area is expected to continue in the future. Near
the intersection of Washington Avenue and Nicollet Ave, the new Minneapolis Public
Library has recently opened, which has increased redevelopment potential in the middle
section of this corridor.

Central Avenue NE

Several areas along this corridor show redevelopment potential. On the north end of the
corridor, the area between approximately 18" Avenue NE and 29" Avenue NE shows good
potential. While this is one of NE Minneapolis’ most active retail/commercial corridors,
the market has yet to respond fully to the potential in this area. Still, housing and
redevelopment in this area is occurring, though only % to 1 full block on either side of
Central Avenue. Just north of this area, some potential for redevelopment exists at the
Shorham Yards property, west of Central Avenue NE between 27" Avenue NE and 32™
Avenue NE. While redevelopment planning for this area has just begun, the initial vision
for this area includes retail/commercial adjacent to Central Avenue and light industrial uses
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further west. This area is identified in the Minneapolis Plan as an Activity Center and a
Major Housing Site.

Redevelopment potential also exists along this corridor in the East Hennepin area, which is
also an Activity Center as identified in the Minneapolis Plan. While the southern part of
this area is mostly built out, and commercial and housing infill developments have been
occurring in this area for many years, the north part of this area is starting to redevelop. A
new Lund’s grocery store that has just opened at the corner of University Avenue SE and
Central Avenue SE and the Cobalt condominiums are currently under construction above
the grocery store. The intensity of development in this area is also higher than along the
northern section of the corridor.

Just east of the East Hennepin area, redevelopment is continuing to occur along the river,
notably the East Bank Mills project which will include around 960 residential units.

In downtown, the 3 Avenue S corridor, and the Mill District to the east of the corridor, is
continuing to redevelop. The new Carlyle condominium project is slated to open in the
near future, the Mill District continues to infill. With the exception of the new Guthrie
Theatre, most of the development in this area is residential, with some small-scale
neighborhood commercial development.

Chicago Avenue S

Between downtown and Lake Street, the Chicago Avenue S corridor has relatively limited
redevelopment potential compared to other corridors. In general, this segment of the
corridor is dominated by institutional uses (Children’s Hospital and Abbot Northwestern
Hospital). While some growth of the hospital area is expected, other areas in the segment
of the corridor have relatively little redevelopment activity. The area outside of downtown
with the greatest redevelopment potential includes the Midtown Greenway and the area
surrounding the Midtown Exchange at Lake Street.

In downtown, the Elliot Park area has experienced a tremendous amount of residential
growth over the past decade. This trend is expected to continue as several high-density
residential developments (approximately 700 units), are currently under construction or in
the planning stages. The Downtown East / North Loop Master Plan envisions the
expansion of the core of downtown to the west (around the planned ballpark) and to the
east to the area around the Metrodome.

Washington Avenue east of Nicollet has seen significant redevelopment over the past
decade. This has occurred along the entire corridor, but mostly between Washington
Avenue and the river. Numerous large housing projects are still under way or are in the
planning stages along the entire corridor. The new Guthrie Theatre has just opened up in
this corridor, which adds significantly to the redevelopment wave that has occurred in the
Downtown East area. Near the intersection of Washington Avenue and Nicollet Avenue,
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the new Minneapolis Public Library has recently opened, which has increased
redevelopment potential in the middle section of Washington Avenue.

Although the market has responded extremely favorably to the area north of Washington
Avenue, the area south of Washington has yet to redevelop to any great degree. Recent
planning initiatives to redevelop the area south of this corridor are best summarized by the
Downtown East / North Loop Master Plan. Although this is not a redevelopment plan, the
vision for this area is one in which the core of downtown expands to the west (around the
planned ballpark) as well as to the east around the Metrodome. The plan is generally
focused around the area within % mile of the existing Hiawatha LRT line (on 5" Street).

South of Lake Street, some redevelopment potential exists (mostly at 38" Street), and future
planning efforts are currently underway, but the market has yet to respond to
redevelopment in this area.

Franklin Ave

Although some redevelopment has taken place along this corridor over the past decade,
this has largely occurred only at the major nodes (Nicollet, Chicago and Bloomington) and
is fairly low intensity development. While some redevelopment potential remains along
this corridor, it is relatively low compared to other candidate corridors.

Hennepin Avenue S

Because the Hennepin Avenue S corridor is mostly built out, and is already one of the
most vibrant corridors outside of downtown in the city, relatively little redevelopment
potential exists along this corridor. However, in the Uptown area, and near the Midtown
Greenway, additional redevelopment potential exists. It was also noted in the Hennepin
Avenue Strategic Plan (1995) that there are several auto-oriented shopping centers that
have the potential for redevelopment, which has occurred in several areas along the
corridor. The City is currently in the early stages of preparing the Uptown Small Area Plan,
which will prepare a master plan for this area. In addition, several other plans have been
developed for Uptown and the Hennepin Avenue S corridor over the past decade:

e Uptown Parking and Transportation Study (2005)
e Hennepin Avenue Strategic Plan (1995)

Although both of these studies, and studies conducted in the past, reinforce the notion that
Hennepin Avenue S is one of south Minneapolis’ most important commercial and transit
corridors, Hennepin Avenue S is largely built out — with the exception of additional
medium-density commercial and residential redevelopment in the Uptown area and along
the Midtown Greenway.
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Midtown Greenway

Based on conversations with City planners, the Midtown Greenway (and Lake Street) show
good potential in terms of redevelopment. Much of the land use along the Greenway is
currently zoned industrial but future plans for the corridor call for conversion of this land
to medium- and high-density housing along the entire corridor. |Initially, the greatest
potential exists between Hennepin Avenue and Chicago Avenue, but longer-term the
vision is to extend this type of development along the entire corridor.

A key document guiding future development in this corridor is the Midtown Greenway
Land Use Development Plan, which is currently in the public review stages. The goal of
this document is to develop a clear policy direction for land use and development along
the Midtown Greenway. This report clearly states that the Midtown Greenway plays a
prominent role in fulfilling the vision of The Minneapolis Plan, which has a major
emphasis on increasing density and the role of transit. The Greenway is identified as a
Major Study Area in the Minneapolis Plan, and intersects two major Activity Centers
(Uptown and Lyndale/Lake). In addition, the Greenway connects with several Major
Housing Sites between Hennepin and Lyndale, at Chicago and at Bloomington.

Lake Street

As with the Midtown Greenway, Lake Street has good redevelopment potential —
especially between Lake Street and the Midtown Greenway and between Uptown and
Chicago Avenue S. Several nodes are Activity Centers, as identified in the Minneapolis
Plan (Hennepin/Lake and Lyndale/Lake) and as with the Midtown Greenway, is close to
several major housing sites. Unlike the Midtown Greenway, however, Lake Street is
already a relatively strong commercial corridor for the entire length, and several of the
major intersections have recently started to see redevelopment occur (Chicago/Lake, for
example). Also, the Nicollet Avenue S and Lake Street intersection shows strong promise
for future redevelopment. Finally, the Lake/Hiawatha LRT station forms a strong terminus
on the east side of the corridor, and as discussed in the Hiawatha/Lake Station Area Master
Plan, as much as 20% of the land in this area has redevelopment potential.
Redevelopment of the existing commercial center to mixed use (including housing) is
being considered on the northwest corner of Lake and Hiawatha.

Nicollet Avenue S

The section of Nicollet Avenue between Lake Street and downtown is one of Minneapolis’
most active commercial streets — also known as “Eat Street.” In 2000, the Nicollet Avenue
Task Force produced a plan entitled “Nicollet Avenue: The Revitalization of Minneapolis'
Main Street.” This plan identified recommendations that were intended for the corridor as
a whole, as well for specific areas. The plan identified four basic strategies, all with the
goal of revitalizing the corridor and encouraging redevelopment and improved livability of
the corridor. Several of these goals explicitly state redevelopment of some key areas along
the corridor, especially reconnecting Nicollet Avenue at Lake Street. As discussed in the
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plan, the K-Mart store is a major barrier to the redevelopment of this corridor, and was
identified as the single most important element to revitalizing Nicollet Avenue. Likewise,
strategies were developed for numerous intersections between 15" Street and 58" Street.
The 26™ and 38"Street intersections are also identified as "investment areas" in the
Minneapolis Plan.

Redevelopment potential along this corridor is relatively strong between Lake Street and
downtown within one full block of the corridor. Several residential developments have
recently been completed along this corridor (at Franklin and at 26™), further enhancing
vitality of this corridor.

University Avenue SE / 4" St SE

According to the sector planner responsible for this area, the greatest potential for
redevelopment in this corridor is along the river, between University Avenue SE and Main
Street SE in the Marcy Homes neighborhood. At least four major condominium projects
are planned or underway in this area (accounting for over 1,000 new housing units).

The neighborhood north of 4" Street SE (between 1-35W and East Hennepin Avenue) is
likely to remain mostly unchanged. The University Avenue SE and 4™ Street SE corridor
connects to the East Hennepin neighborhood, which also has strong redevelopment
potential (as noted under the Central Avenue section).

The University of Minnesota will continue to serve as a strong impetus for redevelopment
in Dinkytown and the surrounding areas. A new stadium is planned for the north part of
the campus and will serve as a major activity center. Finally, the future Central LRT line
will serve the University Avenue/Washington Avenue SE area, which will likely aid in
future redevelopment of the area.

Lyndale Avenue S

As with the Hennepin Avenue S corridor, Lyndale Avenue S is mostly built out between
Franklin and Lake, and the Wedge neighborhood is generally interested in keeping
development unchanged, and whatever redevelopment does occur should happen directly
on Lyndale. Some infill development and redevelopment of existing properties has
occurred in this corridor over the past few decades (such as a new condominium project at
29" Street), but most of it has been relatively small scale and mostly % to 1 block on either
side of the corridor.

The greatest redevelopment potential along this corridor exists on a relatively small scale at
Franklin and Lyndale and to a greater degree along the Midtown Greenway and at Lake
Street. Development in this corridor is likely to include a mix of residential and
commercial development.
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Area Targeted for Redevelopment -
Summary and Conclusions

Based on this initial assessment of economic development potential, several corridors (or
areas) stand out in terms of their redevelopment potential:

W Broadway Avenue. While the market has yet to fully respond to redevelopment
along W Broadway, the North Loop area along Washington is quickly adding new
residential and commercial uses.

Hennepin Avenue S. The Uptown area of this corridor offers relatively high
potential for redevelopment. A Small Area Plan is being conducted to evaluate the
potential in this area.

Midtown Greenway/Lake Street. This corridor between Uptown and Chicago
Avenue (especially along the Greenway) is slated for major redevelopment.
Although not as intense as some of the development occurring in the downtown
area, moderate- to high-density housing is planned at the major nodes (Hennepin,
Lyndale, Nicollet, and Chicago) as well as between Lyndale and Hennepin.

Chicago Avenue S. Although there is less redevelopment potential between Lake
Street and downtown, the Chicago/Lake area (especially along the Greenway), Elliot
Park and the Downtown East area all show strong potential for redevelopment.

University Avenue SE / 4™ Street SE. Although this corridor has less potential
overall, the area south of University Avenue and the river is slated for major
residential redevelopment. In addition, a new stadium in the University area along
with the future Central LRT line will create strong redevelopment potential. Also,
the downtown to East Hennepin portion of this corridor exhibits some potential for
additional infill development.

Central Avenue NE. The downtown portion of this corridor shows relatively strong
potential, but will likely be built out in several years. The northern half of the East
Hennepin area also shows some potential, as does the commercial corridor around
Lowry Avenue.
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Chapter 5. Evaluation of
Transit Operations

This chapter evaluates how an initial streetcar operation might work in each of the
candidate corridors, and makes an assessment of the impact initial streetcar operations
would have on the underlying bus network. Ideally, from an operations and operating cost
perspective, when converting a PTN line to streetcar operations, the entire line would be
converted at once, allowing buses to be replaced by streetcars essentially one for one.
While this may be ideal, it is simply not practical — most of the PTN routes are very long,
coming into central Minneapolis from outlying suburbs, while the streetcar corridors being
studied are either entirely within the City of Minneapolis or continue only to the next
adjacent jurisdiction. Corridors can certainly be extended, however it is much more likely
that an initial segment would be much shorter. Most modern streetcar implementations
have initially been very short — only a mile or two in length for starters. This means that
for a significant period of time, it is likely that streetcars and buses would need to be able
to coexist in the PTN corridors.

Although streetcar service has some operational benefits over buses, as discussed in the
Phase | evaluation, the short length of initial streetcar corridors makes it difficult to simply
replace buses with streetcars. Some buses may be replaced with streetcars when the
streetcar carries a significant portion of the bus route demand. For example, if riders on
the inner part of a route choose streetcar, bus frequencies may be reduced to what is
needed only to serve the outer part of a line. Some bus demand may be reduced if stops
in the inner part of the route can be wider spaced because of the streetcar, allowing overall
bus speeds to increase. Given the fact that streetcar routes are quite short this factor is
probably minor.

One alternative would be to terminate the long line of buses at the first streetcar stop and
force a transfer for all riders from the bus to the streetcar. This is certainly possible, and
would reduce bus demand the most of any initial operating scheme, but would be so
inconvenient for so many passengers, this is not seen as desirable.

To evaluate how an initial streetcar plan might operate, several factors were considered.
First, a qualitative analysis of the ability of the streetcar and underlying bus service to
maintain adequate speed and reliability were assessed. Then connectivity and potential
conflicts with high capacity transit investments, including LRT and BRT were assessed.
Finally, initial operating plans were developed and an initial assessment of the opportunity
to reduce bus demand with the implementation of streetcar service was completed.
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Ability to Maintain
Adequate Speed and Reliability

This criteria examines existing peak and midday transit operating speeds to assess areas
where streetcar service may not be able to operate at an acceptable speed or maintain a
reliable headway. It is assumed at this phase of the analysis that streetcars will have
similar operating speeds as buses, though streetcar speeds can be impacted by their lack of
mobility to travel around obstacles such as double-parked vehicles, delivery vehicles or
emergency situations where the track is blocked.

A goal of 8 mph has been established for very urban operating 