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SUMMARY



I. SUMMARY

DESCRIPTION OF ACTION

The proposed project is the extension of I-35 between 10th Avenue East
and 26th Avenue East in the City of Duluth, St. Louis County, State of
Minnesota. This Environmental Impact Statement will assess the
project's eftects on both the socio-economic and natural environment o¥f
the project area.

In April of 1980, the Mayor of Duluth appointed a Citizen Advisory
Committee to review the 10th Avenue East to 68th Avenue East freeway
extension issue. Their recommendation was to dedesignate the 26th to
63th Avenue East portion and to construct the 10th to 26th Avenue East

portion. This recommendation was supported by a City wide referendum in
November, 1980.

Easterly from 10th Avenue East, the freeway will continue in a depressed
section generally following the alignment of London Road. It then
enters a tunnel and curves south beneath the Rose Garden area of Lei¥f
Erikson Park. It emerges fTrom the tunnel southerly of the Curling Club
parking lot near 13th Avenue East and curves easterly parallel to the
south side of South Street. It continues in generally a straight line
depressed 5 feet to 10 feet below the existing ground line. Near 24th
Avenue East the alignment begins curving north and rising in elevation
to join London Road near 27th Avenue East. A half-diamond interchange
serving northbound off and southbound on traffic is planned for 2lst
Avenue East. (See map pages 17 and 18).

MAJOR ALTERNATIVES

The major alternatives considered were a 4—-lane divided freeuway
(recommended alternativel), a mass transit alternative, an upgraded
London Road alternative and the do-nothing alternative. All
alternatives except for the freeuway alternative have many disadvantages
and have been dismissed as viable for the following reasons:

Mass Transit:

The extension of I-35 between 10th and 26th Avenues East is
compatible with local transit plans and objectives. Mass transit
itself will not result in significant decreases in traffic volumes

and for this reason, mass transit cannot bhe considered a viable
alternative.

Upgraded London Road:

A raised median/channelization concept on London Road is not
considered viable because of significant indirection of travel to get
to and from London Road businesses. A fifth lane concept on London
Road requires the elimination of on street parking and does not
achieve the objective of reducing traffic volumes and related impacts
on parallel streets in the corridor.



Do-Nothing?

The "do-nothing™ alternative does not reduce traffic and associated
satety, noise and visual impacts on heavily traveled neighborhood
streets. The "do-nothing™ alternative provides no extra margin for
neak travel demands. Traffic congestion on streets in the corridor
will continue and peak demand periods will only compound the problem.

The "do-nothing™ alternative was dismissed based on the above
deficiencies.

ENVIRONMENTAL IMPACTS

Land Use:

The freeway will result in the removal of the Curling Club, a former
recreational facility. This facility has been replaced by Pioneer
Hall in the Arena—Auditorium complex south of the Central Business
District (CBD). Pioneer Hall provides for the same type of
recreational activities as the Curling Club did. Also, it can be
used Tor conventions and other similar activities.

Natural Features:

The proposed freeway will result in the temporary loss of the Rose
Garden and other areas of Leif Erikson Park. However, upon
completion of the freeway, these areas will he restored as parklands.
As mitigation for disruption and loss of parkland, Mn/DOT will
purchase 1.2 acres of private land and add it to the existing park.

Social:

The freeway through this area results in the disruption of a
neighborhood and taking of 14 residential buildings. This results in
the relocation of 38 people.

Economic:

The proposed fTreeway section from 10th Avenue East to 26th Avenue
East will result in the taking of approximately 14 businesses. Six
of the 7 business owners who responded to a questionaire indicated
they would relocate elsewhere in Duluth and one would liquidate.
Three of the 6 business owners that are relocating, indicated they
would increase employment Trom their current levels.

The acquisition of R/W Tor the construction of the freeway will
result in the reduction of the local real estate tamx base Ffor Duluth
which would result in a loss of tax revenue. This real estate tax
loss is mitigated by the expected change in the existing land use
because of the freeway, to a higher density use which will result in
an increase in market value and tax revenue.

Air Quality:

This project is consistent with the State Implementation Plan to
attain and maintain air quality standards. State and Federal air

-2-



quality standards will not be exceeded, whether through natural
occurance or as a result of mitigative measures. An Indirect Source
Permit will be required for this project and will be obtained through
the Minnesota Pollution Control Agency (MPCA).

The Freeway alternative will result in a slight increase in carbon
monoxide (C0O) concentrations in the corridor and on 21st Avenue East
undeir normal operating conditions. During periods of vehicle
congestion in the Leif Erickson Tunnel, CO concentrations in the
relocated Rose Garden portion of the park will increase significantly
but will not exceed air quality standards.

Levels of CO within the tunnel would exceed air quality standards
only if extensive vehicle congestion were allouwed to continue for an
hour. It is anticipated that congestion to the extent that vehicles
would move through the tunnel at a congested rate for an hour is
possible but highly improbable., MWMitigative measures will be employed
to assure that air quality standards will not be violated.

Noise?

Construction of the freeway will result in a significant noise
reduction in the area of Leif Erikson Park, the Rose Garden and to
residential land use on London Road between 10th and l4th Avenues
East. Even with this reduction, projected noise levels will exceed
State noise standards.

From 10th to 26th The predicted noise level with proposed mitigation
is at, or less than, the state day time standard. Assuming a typical
night time noise level drop of 8 to 9 dBA for most of the night time
hours, the state standard level will occur for this period.

Mater Quality:

The I-35 extension from 10th to 26th Avenues East is in the Lake
Superior drainage basin. Three watersheds are crossed by this
project: Grey Creek, Chester Creek, and Oregon Creek.

Impacts to the receiving uwaters are caused by pollutants in highway
runoff during construction or operations after completion.
Construction impacts are usually short—term and can be minimized by
temporary erosion control methods. Operational impacts continue to
occur as long as the freeway remains in operation, Freeway runof+f
Will be routed to a retention pond teo reduce pollutants prior to its
discharge into Lake Superior.

Energy:

The energy analysis indicated that extending the freeway from 10th to
26th Avenues East will neither increase nor decrease energy
consumption over the no-build alternative.

HistoricalsCultural & Recreational Lands:
The proposed freeway construction between 10th and 26th Avenues East
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will have the following effects to historic and recreational lands:

- the relocation of Endion Passenger Station
- the temporary loss of certain areas of Leif Erikson
Park during the construction of the freeuay.

This document will be distributed for comment to the following agencies
and individuals:

BDEPARTMENT OF ENERGY, PLANNING & DEVELOPMENT
Planning Division

Room 101, Capitol Square Bldg.

550 Cedar Street

St, Paul, MN 55101

MN POLLUTION CONTROL AGENCY
1935 W. County Road B2
Roseville, MN 55113

ENVIRONMENTAL QUALITY BOARD STAFF
Room 101, Capitol Square Bldg.
550 Cedar Street

St. Paul, HMN 55101

DEPARTMENT OF AGRICULTURE
90 W. Platoc Blvd.
St. Paul, MN 55107

DEPARTMENT OF HEALTH
717 Delaware Street S.E.
Minneapolis, HMN 55440

DEPARTMENT OF NATURAL RESOURCES
3rd Floor, Centennial Office Bldg.
658 Cedar Street

St. Paul, HMHN 55155

DEPARTMENT OF ENERGY, PLANNING & DEVELOPMENT
Energy Division

980 American Center Bldg.

150 East Kellogg Blvd.

St. Paul, MN 55101

GOVERNOR'S OFFICE

Special Assistant to the Governor
Room 130, State Capitol

St. Paul, HMN 55155
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REGIONAL DEVELOPMENT COMMISSION
Region 3 (Arrouwhead)

Executive Director

200 Arrowhead Place

211 Hest Second Street

Duluth, MN 55802

LOCAL UNITS OF GOVERNMENT

Chairperson

St. Louis County Board

207 County Court House

Duluth, HMN 55802 ®

CITY OF DULUTH

O0ffice of the Mayor
Mayor John Fedo
City Hall

Juluth, MN 55802

Dept. of Planning & Development
Director

City Hall

Duluth, MN 55802

Duluth City Council
President
City Hall
Duluth, MN 55802

CITY OF TWO HARBORS

O0ffice of the Mayor
Mayor Lyle Northey

610 Second Avenue

Two Harbors, MN 55616

Additional information in regard to the proposed project and the
Environmental Impact Statement can be obtained from:

District Engineer, Mn/DOT
1123 Mesaba Avenue
Duluth, MN 55811
Telephone: (218) 723-4803

Permits:

Permits will be required from the Minnesota Pollution Control Agency,
Minnesota Department of Natural Resources and the U.S. Corps of
Engineers. (See Section XI)



SECTION 1I

INTRODUCTION



IT. INTRODUCTTIGON

This section will describe the background for the type of transportation

facility proposed for 10th Avenue East to 26th Avenue East in eastern
Duluth.

STATUS AND HISTORY OF INTERSTATE 35 IN DULUTH

Interstate 35 (I-35) begins in Laredo, Texas and enters Minnesota at the
Iowa State Line approximately ten miles south of Albert Lea. It
proceeds north through the Minneapolis-St. Paul Metropolitan Area to
the City of Duluth. In Duluth; I-35 is presently constructed to Mesaba
Avenue (10th Avenue HWest).

The following is a chronological listing of the major events leading up
to the selection of the recommended alternative for the E.I.S.

July 7, 1958 - The State of Minnesota requested the extension of I-35
from Mesaba Avenue to 68th Avenue East.

August 5, 1958 - The Bureau of Public Roads (BPR)(1l) denied the
State's request for the extension to 68th Avenue East. Houever,; in
September they did approve extension to 10th Avenue East.

September 5, 1963 - The BPR approved the alignment and design of I-35
from Garftield Avenue to 2nd Avenue West. The alignment and design
from 2nd Avenue West to 10th Avenue East was approved on the
condition that a direct ramp connection between I-35 and London Road
be made. This would provide for the extension of the roadway east
+rom 10th Ave. East as T.H. 61l. On October 22, 1963 a ramp
connection to London Road wmas included in the layout. December 2,
1963 — The BPR approved the revised layout showing a direct ramp
connection between I-35 and London Road.

June 17, 1968 - The BPR approved the revised layout for future
development of plans. The approved alignment curved south at Mesaba
Avenue to approximately 7th Avenue MWest, then ran parallel along
Commerce Street to Lake Avenue. The freeway passed over Lake Avenue,
curved north and passed behind the Fitger Brewery buildings between
5th and 6é6th Avenues East, and the buildings on the lower side of
Superior Street to 8th Avenue East. The freeway then continued along
the south side of London Road through Leif Erikson Park along the
north side of the D.M.&I.R. railroad.

In 19705, the Citizens for the Inteagration of Highways and Environment
(CIHE) was formed. CIHE advocated halting construction of the
freeway at Mesaba Avenue until a complete analysis could be performed

I I I N ;KA NN K N K

(1) Predecessor agency of Federal Highuway Administration (FHWA)
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to indicate the need and the proper location and Kind of facility or
facilities to solve east-west traffic problems and protect the
environment.

In 1973 a study on the location and design of the Treeway uwas
completed and a Federal Draft Environmental Impact Statement (DEIS)
was prepared.

October 9, 1973 a public hearing on the DEIS was held.

May, 1974 — The Duluth City Council requested extension to 68th.
June, 1974 - Extension approved by FHUA.

During 1975 a Citizen Advisory Committee was appointed by the Mayor
of Duluth to study the design of the freeway to 10th Avenue East.

September 15, 1976 a public hearing was held for review and comments
on the recommendations made by the Citizen Advisory Committee.

June, 1977 - The State Draft EIS was made available (Mesaba to 10th).

October, 1977 - Federal Final Environmental Impact Statement to 26th
Avenue East approved by FHHA.

February, 1978 - The Minnesota Environmental Quality Board finds the
Final EIS on I-35 ftrom Mesaba to 10th adequate and determines that
further review of the Final EIS is not needed.

April, 1980 - Mayor of Duluth appoints Citizen's Committee for revieuw

and recommendations on 10th Avenue East to 68th Avenue East.

September, 1980 - Mayor's Committee recommends dedesignation of the
portion from 26th Avenue East to 68th Avenue East and that the
segment from 10th to 26th be constructed as indicated in the Federal
F.E.I.S.

November; 1980 - A referendum is held to determine the location that
the citizens would like to terminate I-35.

End I-35 at 10th Avenue East 16,400
End I-35 at 26th Avenue East 21,100

City Council approves construction to 26th Avenue East.

February, 1981 - Mayor's Committee submits Final Report dealing with
substitution projects for 26th to 68th money.

December, 1981 — Completion of Environmental Study for Railroad
Relocation.



EXISTING FACILITY
The City of Duluth is served by fTive highways:

- 1I-35 co-designated T.H. 61 south of Duluth

- T.H. 61 a Tour—lane expressway hortheast
of Duluth

- T.H. 23 a two—-lane highway also to the
south of Duluth :

- T.H. 2 a two—-lane highway west and east
of Duluth

- T.H. 53 a Tour-lane divided highuway
northwest and south of Duluth.

Two state highways generally parallel the proposed improvement - T.H.

61 and T.H. 23. Presently T.H. 61 is designated on I-35 entering
Duluth from the south through western Duluth, on 2nd and 3rd Streets (a
one—-way pair) in the CBD and on London Road in eastern Duluth. T.H. 23
is designated on Grand Avenue in western Duluth, on 2nd and 3rd Streets
in the CBD, and on Superior Street in eastern Duluth to its junction
with T.H. 61 at Lester River.

These facilities are 2 to 4-lane east-uwest city streets with
cross—streets (at grade intersections) generally every block, no access
control, signalized at major intersections, on street parking, and
transit stops at specified locations. Basic right-of-way widths range
from 66 Teet to 88 fTeet. (Roaduway Characteristics and Street Functional
Classification, page 9)

TRANSPORTATION STUDIES

In the last ten years there have been five studies concerning
transportation problems within the City of Duluth and the eastern
corridor of Duluth.

TOPICS Report

The first of these studies was the TOPICS Program (Traffic Operation
Program to Improve Capacity and Safety) completed in 1971. This study
made many recommendations for improvement of existing facilities. In
the eastern corridor of Duluth, however, it recognized that these
improvements were only an interim solution until the freeway is built.
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Eckbo Corridor Study Report

The Eckbo Corridor Study Report was a study on the transportation needs
in eastern Duluth and was completed in 1973. The report emphasized that
a major new transportation fTacility wWwas needed. This report evaluated
various types of solutions to the transportation problems. Several
locations for a major highway and various types of highuways uere
included in the study. It concluded that the transportation facility
should be a freeway to 26th Avenue East and a parkway to 68th Avenue
East in the D.M.&I.R. corridor.

Urban Transportation Plans

The Metropolitan Interstate Committee (MIC) is the designated
metropolitan planning organization for the Duluth-Superior area and is
responsible for areawuide transportation planning. The MIC has completed
and updated the Duluth-Superior Transportation Plan in recent years.

Two of the elements that make up the Duluth-Superior Transportation Plan
and their relationship to this project are briefly discussed below:

Long Range Element (Year 2000):

The Long Range Element, initially adopted in 1977, addresses

transportation policies and the highuway system plan. Resolution of
transportation problems in Duluth's eastern corridor is designated as
an urgent priority. The Plan recommends that additional information

and project level studies are necessary to determine the need for
I-35 east of 10th Avenue East.

1980~-85 Transportation System Management (TSM) Element:

The TSHM plan, initially adopted in 1979, is a short range,
comprehensive transportation plan which emphasizes improving the
efficiency of existing transportation resources at a low capital
cost. The TSM plan also addresses transportation problems in
Duluth's eastern corridor and recommends various improvements to
improve safety and traffic flow on congested streets and avenues in
the corridor. The plan recommends a citizen committee study of I-35
to 68th Avenue East and/or the substitution of other transit or
highway projects.

I-35 Citizen Advisory Committee Study

An I-35 Citizen Advisory Committee was appointed by the Mayor of Duluth
in 1980 and given the charge to "study and recommend as to what should
be the final disposition of I-35 from 10th Avenue East to 68th Avenue
East.™ The committee recommended that I-35 be constructed to 26th Avenue
East and that the 26th to 68th Avenues East segment be withdrawn from
the Interstate system in favor of other needed transit and highuway
substitution projects.

_10_



The primary reasons for recommending construction of I-35 to 26th Avenue
East are that it will substantially reduce traffic congestion and access
problems on London Road, will improve safety and reduce traffic on
neighborhood streets in the corridor and will provide the opportunity
for putting the lakeshore between Leif Erikson Park and 26th Avenue East
into public use and enjoyment. The recommendation was supported by
Duluth voters in a November, 1980 referendum and by the Duluth City
Council in December, 19830. I-35 Ffrom 26th to 68th Avenues East was
officially withdrawn from the Interstate system on March 16, 1981.

GOALS AND OBJECTIVES

One of the tasks of the Eckbo Corridor study process was to establish
goals and objectives. The following traffic movement objectives uere
established jointly by citizen groups, local agencies and the consultant
to evaluate alternate transportation improvement proposals along with
social, economic and environmental objectives.

Road Traffic Movement Objectives

1. Improve access to commercial facilities
in the downtown area.

2. Reduce congestion throughout the c¢ity.

3. Minimize the impact of seasonal peak
traffic demands.

G, Enhance feasibility of public and
non—-automotive transportation.

5. Reduce accidents and related costs.

6. Reduce commercial vehicle and passenger
car operating cost and cost of time.

The above related transportation studies and local transportation
objectives support the need for a freeway to 26th Avenue East. Table 1
shows existing street conditions, capacities, and forecasted traffic
volumes at 14th Avenue East and Table II at 21st Avenue East.

-11-



TABLE I
EXISTING AND YEAR 2000 DAILY TRAFFIC VOLUMES

AT
14TH AVENUE EAST

Existing 2000 Traffic 2000 Traffic

Street Div. of Capacity* Traffic Build to Build to

Location Width Flow W/Parking Volumes 10th Ave. E. 26th Ave. E.
London Rd. 66'** 2-way 25,700 13,600 26,400 1,500

Superior
Street 46" 2-way 15,700 8,500 5,600 4,000
1st Street  44' 1-way 14,000 5,800 6,100 2,900
2nd Street  30' 1-way 9,000 5,400 7,700 3,800
3rd Street . 36! 1-way 12,000 5,800 7,200 3,300
4th Street 40" 2-way 14,500 7,700 4,500 2,100
90,900 46,800 57,500 17,600
TABLE II
EXISTING AND YEAR 2000 DAILY TRAFFIC VOLUMES
AT
21ST AVENUE EAST

Existing 2000 Traffic 2000 Traffic
Street Div, of Capacity* Traffic Build to Build to

Location Width Flow W/Parking Volumes 10th Ave. E. 26th Ave, E.
London RAd. 68' 2-way 23,700 14,800 26,600 4,800

Superior

Street 45" 2=way 15,600 8,100 5,200 3,600
Tst Street 34" 1-way 11,000 2,800 8,700 2,600
2nd Street 30" 1-way 9,000 4,400 5,600 2,700
3rd Street 35" 1-way 11,500 3,400 4,000 1,400
4th Street 40" 2=-way 14,500 1,800 2,000 3,100
85,300 35,300 52,100 18,200

* Capacity at level of service "C". Level of service is a measure of various
levels of driving conditions ranging from free flow to total conjestion.
Level of service "C" or better is the desired objective for streets in the
eastern corridor. N

*¥% Tncludes 6' wide traffic divider island.
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As shown in the Traffic Tables, existing east/west streets beyond 10th
Avenue East have enough capacity to handle present and future travel
demand. This assumes that traffic will distribute on streets within the
corridor relative to street capacity constraints (traffic congestion).
In other words, once traftfic on London Road approaches capacity
(approximately 25,000 vehicles a day), people will divert to other
parallel east/west streets.

Construction of I-35 to 26th Avenue East would remove more than 30,000
vehicles a day from neighborhood streets, from over 50,000 to less than
20,000. This substantial reduction of traffic from neighborhood streets
is an important community objective and would result in safer and more
pleasant neighborhoods (feuwer vehicle and pedestrian accidents, reduced
noise pollution, more efficient bus service, etc.).

During the years of 1978-80 the traffic accident rate for all accidents
on Superior Street between 8th Avenue East and 21st Avenue East was 6.7
accidents per million vehicle miles (acc/mvm). During the same years on
London Road between 8th Avenue East and 26th Avenue East the rate uwas
9.1 acc/mvm. These Tfigures compare to the statewide average rate of 5.7
acec/mvm for urban streets. The statewide average rate for urban
interstate highways is 2.7 acc/mvm . As can be seen a reduction in the
amount of accidents betuween 8th Avenue East and 26th Avenue East can be
2xpected due to the reduction in the amount of traffic using the
neighborhood streets and use of a safer facility.

Rased on community objectives and present forecasted travel demand there
is a need for construction of I—-35 to 26th Avenue East.

MODAL INTERRELATIONSHIPS

The proposed freeway will result in significantly reduced traffic on
streets and existing bus routes in the corridor. This will reduce
transit travel time on these transit routes and the freeway will improve
travel time on express routes to eastern neighborhoods. This reduced
traffic will also allow for a safer bicycle route on London Road.

The Endion rail yard, which is no longer utilized for railroad
operations, will be removed. One D.M.&I.R. track will remain in the
corridor along the lakeside of the proposed freeway. Highway and street
crossings of the railroad at 21lst and 26th Avenues East will be grade
separated. A pedestrian pathway is planned along the lakeshore
throughout the project area with grade separated access across the
Ffreeway and railroad track at Leif Erikson Park, 18th Avenue East, 21lst
Avenue East, and 24th Avenue East.

BENEFITS TO STATE, REGION AND COMMUNITY

If the freeway is not constructed the general effect on the Duluth area
would be negative due primarily to an increase in traffic congestion.
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This increase in congestion would result in additional noise pollution
and reduced accessibility to various parts of the city.

To do-nothing would hinder the implementation of some proposed transit
system improvements in Duluth (transit/pedestrian mall and express bus
service).

The benefits generated by construction of this new facility fall into
several categories:

1. Air and noise pollution increases will be
minimized. On the adjacent City streets,
air and noise pollution will be reduced.

2. The Ffacility will provide the motorist with
a better sense of orientation, it will open
up pleasant lake views not now available and
Will improve appearance of the corridor.

3. The facility will create opportunities for
joint use of highway right-of-way for
expansion of parK and recreation land in
Duluth.

4, The Tfacility will restore the proper functions
of city streets throughout the corridor area
by relieving them of non—-local traftfic.

5. Freeway use yields lower accident rates and
user operating costs than arterial streets
and highuways.

6. Ease of access uwill encourage better
utilization of the recreational potential of
Duluth and the North Shore Drive.

7. The new facility would have a positive short
and long term effect on business and
employment.

8. The feasibility of public transportation is
enchanced. Buses operating on less congested
streets, express buses; reduced travel time
and stabilized schedules make r1d1ng the bus
more attractive.
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SECTION Il

DESCRIPTION OF THE PROPOSED
ACTION AND ALTERNATIVE
SELECTED
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This section will discuss the recommended alternative, a 4-lane freeuway.
This alternative was selected because it best meets the goals and
objectives of various citizens groups and local agencies and satisfies
the need for an east-west transportation Ffacility in the eastern portion

of Duluth.

RECOMMENDED CORRIDOR

With the approval of the State E.I.S. for the Mesaba to 10th Avenue
East project the corridor for the entire interstate betueen Mesaba and
26th Avenue East was selected.

RECOMMENDED ALTERNATIVE WITHIN THE CORRIDOR

The recommended alternative within the‘corridor is a 4-lane freeway from
Mesaba Avenue to 26th Avenue East. There are tuwo sections within the
recommended alternative:

- Mesaba to 10th Avenue East
- 10th Avenue East to 26th Avenue East.

Mesaba Avenue to 10th Avenue East

The extension of I-35 from its present terminus at Mesaba Avenue was at
a stalemate for a number of years. Business and civic interests favored
extending the freeway because alleviation of the traffic congestion on
local streets would open the door for economic development in the CBD.
Environmental groups, on the other hand, fTeared that extending the

freeway would permanently damage the unique environmental setting of
Duluth.

In late 1975, the Mayor of Duluth appointed a Citizen Advisory Committee
to determine the design of I-35 to 10th Avenue East. This committee was
made up of citizens representing both sides of the freeway issue,
business and community leaders, environmental protection advocates and
professional planners. After seven months of deliberations, the
zommittee agreed on a location and design for the freeway to 10th Avenue
Cast which was largely acceptable to both pro and anti-freeway factions,
Their proposal was presented at a public hearing on September 15, 1976.

The Federal Final Environmental Impact Statement was approved in October
1377.

The State of Minnesota Draftt Environmental Impact Statement was
submitted in June, 1977, a public informational meeting was held in
August, 1977 and the State Final Environmental Impact Statement was
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approved in February, 1978.

The land required for construction is being acquired, buildings
demolished and construction will begin in mid 1982,

10th Avenue East to 26th Avenue East

In April of 1980 Mayor Fedo appointed a Citizen Advisory Committee to
review the 10th to 68th Avenue East freeuway extension. They made their
recommendation in September, 1980 to dedesignate the 26th to 68th Avenue
East portion and to construct the Interstate from 10th to 26th Avenue
East using the design in the approved Federal Final Environmental Impact
Statement. This recommendation was supported by a City wide referendum
vote in November, 1980.

The location and design features recommended for this section will also
intergrate the freeway into its surrounding environment. The Tollowing
description of the freeway has been divided into two segments to aid in
Tollowing its location and design.

10th Avenue East to 15th Avenue East

Easterly from 10th Avenue East, the freeway will continue in a depressed
section generally following the alignment of London Road. It then
enters a tunnel (cut and cover design) and curves south beneath the Rose
Garden area of Leif Erikson Park. It emerges fTrom the tunnel southerly
of the Curling Club parking lot near 13th Avenue East and curves
easterly parallel to the south side of South Street. It continues in
generally a straight line depressed 5 to 10 feet below the existing
ground line. Near 24th Avenue East the alignment begins curving north
and rising in elevation to join London Road near 27th Avenue East. A
half-diamond interchange serving northbound off and southbound on
traffic is planned for 2lst Avenue East. (See map pages 17 and 18)

Special attention will be given to the tunnel design and associated
landscaping to assure its compatibility with the park.

London Road will be reconstructed over the tunnel and connect with
Superior Street at 10th Avenue East. It may be reduced to a two-lane
roadway between 10th Avenue East and 12th Avenue East as its primary
purpose in this area will be to function as a service road providing
access to the property on its upper or north side.
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15th Avenue East to 26th Avenue East

The freeway grade line is depressed 5' to 10" below the existing ground
line from the tunnel section in Leif Erikson Park to 24th Avenue East
where the grade rises to the London Road elevation. The northbound
grade is three feet lower than the southbound grade to provide a view of
Lake Superior and to decrease the noise to adjacent property.

The alignment is parallel to and just south of South Street. At
approximately 24th Avenue East it begins curving north following the
DM&IR tracks and intersects with London Road at 26th Avenue East. An at
grade intersection with traffic signals will connect London Road with
I-35 at 26th Avenue Hest. Turn lanes wWill be provided for the most used
movements. A conventional half-diamond interchange is being planned at
2lst Avenue East to serve the northbound off and the southbound on
traffic. The residents and commercial properties located south of the
railroad in the area between 21lst Avenue East and 24th Avenue East will
be served by this interchange.

The Treeway will co-exist with the railroad. A single track will be
reconstructed immediatley south of the fTreeuway between 13th Avenue Etast
and 25th Avenue East. The track grade will be louwered to match the
freeway grade and the remaining material daylighted to eliminate
reflected noise and to provide views of Lake Superior.

The costs of the 10th Avenue East to 26th Avenue East section are:

- Right-of-Way $ 11,850,00
- Construction 33,150,000
Total $645,000,000

RESTRICTIONS FOR HAZARDOUS MATERIALS

Federal regulations prohibit transportation of hazardous materials
through certain highway tunnels. Many products not ordinarily thought
of as dangerous are considered hazardous materials.

Federal Motor Carrier Safety Regulations place the responsibility of
identifying and proper handling with the carrier. Types of materials
restricted are:

- Explosives — Class A, B, & C

- Flammable Liquids

- Flammable Solids

- Oxidizing Materials

- Corrosive Liquids

- Compressed Gasses

- Poisons - Class A, B, C, & D

These are dgeneral classes, Tor specific types of materials consult the
Code of Federal Regulations, Title 49, Section 172.5.
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Some hazardous materials can be transported through tunnels safely in
smaller quantities if certain precautions are taken. The safeguards
necessary to transport smaller quantities of hazardous materials through
tunnels are described in federal regulations.

Prior to the opening of the tunnel under Leif Erikson Park, the
Commissioner of Mn/DOT will issue an order closing the tunnel to the
transport of hazardous materials by vehicles whose gross weight exceeds
3,000 pounds.

This ban will effect approximately 3% of the heavy commercial traffic
that will use I-35 in Duluth (total heavy commercial = 2% of total
traffic).

At the time the tunnel is opened, a designated truck route will bhe
2stablished for vehicles banned from the tunnel.

RIGHT-0OF-UAY

The freeway will be constructed on newly acquired right-of-way virtually
throughout its entire length. This right-of-way will have Tully
controlled access (access provided only at interchanges). It will have
a minimum width of approximately 130-feet and will be wider in areas
such as interchange locations. In the 13th Avenue East to 20th Avenue
East area, all the land locked property located between the freeway and
Lake Superior will be acquired. The DM&IR will be provided either an
easement or right-of-way along the single remaining relocated track.
Section VI, Economic Impacts, discusses in detail the property that is
necessary to be acquired.
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SECTION IV

SOCIAL, ECONOMIC & ENVIRONMENTAL
CONTEXT OF THE AREA
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The examination of a study area must take into consideration the
components of the total environment which affect the people living
there. This section will present a broad viewpoint of the natural;
social, and economic factors.

NATURAL ENVIRONMENT

The natural environment encompasses the land features of geology, soils,
topography, hydrology, vegetation, fish, wildlife, meterology,
climatology, and aesthetics.

Geology

A series of complex rock formations converge at the uwestern tip of Lake
Superior. One of the predominant rocks is the Duluth Gabbro, a famous
mass of igneous rock that lies under much of Duluth and the North Shore
area. Other types of rock are present but the Gabbro makes up three
quarters to nine tenths of the mass.

Soils

Within the I-35 corridor study area, there are three major natural soil
types. These soil types vary in thickness (1 to 50 feet), desirability
for highway construction, and erosion potential. Part of the study area
is located in an area of manmade Ffill. The erosion potential of a
particular soil type is5 dependent upon the existing vegetation cover and
the slope of the exposed surface.

The recommended alignment passes through an area in which the majority
>f the soil is deep clayey soil. Part of the corridor passes over an
area of manmade fill. The land surface slope varies from 0% (flat) to
6% (mild slope)d. The so0il types within the alignment will have small
erosion potential due to the nearly flat surface.

SOIL TYPE
(1) deep clayey soil
(2} shallow loamy & clayey soils
over bedrock
(3) deep loamy so0il
(4) manmade fill
CONSTRUCTION DESIRABILITY

(1) somewhat undesirable because of settlement
(2) desirable because of lack of settlement
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(3) somewhat undesirable because of voids and
settlement
(4) undesirable because of voids and settlement
EROSION POTENTIAL

(1) moderate

(2) high
(3) high
(4) louw

Topography

A conspicuous feature of Duluth's topography is the high bluff that
overlooks the St. Louis River and Lake Superior. This bluff is formed
by the massive, resistant rock of the Duluth Gabbro complesx. The bluf¥
varies in height from 400 to 600 feet above Lake Superior and extends
172 to 1-1/2 miles from the shore. The area between the lake and the
toe of the bluff where the project will be located is relatively flat.
The upland area north and west of the bluff is characterized by gently
rolling to flat land. The steep hillside of the bluff has deep gorges
cut in the rock by creeks flowing towards the lake.

Hydrology

The most imposing water feature of the area is Lake Superior. Duluth is
located along the shoreline at the western tip of the lake. Surface
drainage within the study area and the upland area beyond the bluff is
accomplished primarily by three creeks, as shown on page 72. Located
Trom west to east they are: (1) Grey (2) Chester Creek (3) Oregon Creek.
The total area drained by these creeks is 8.78 square miles. Several of
the streams have their headwater in the upland area fTrom which they
generally meander through the gently rolling landscape. As they leave
the upland and flow through the bluff, they enter deep channels in rock
which are maintained to the lake. Runoff is generally rapid as the
creek channels have profiles with 10 percent or more slopes and land
surface profiles up to 30 percent. There is virtually no floodplain or
flat area near the mouth of the creeks.

The largest area drained by any one c¢reek is the 7.3 square miles by
Chester Creek. Most of the creeks have year around flow although the
quantity varies greatly due to the Fast runoff characteristics.
Portions of the creeks in the study area are in conduits as they pass
through heavy urbanized areas. The underlying rocks in this area tend
o yield small quantities of groundwater. MWater quality is variable,
but tends to be mineralized. Most grounduwater movement is lateral to
established watercourses and then to Lake Superior.
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Vegetation

The plant materials within the generally urbanized study area are
basically remnants of native vegetation. Many plants in the study area
are volunteer species typical of disturbed and abandoned land. No major
stands of trees exist, except along the stream courses and lakeshore.
Open undeveloped areas have mixed grasses and weeds with a scattering of
aspen, birch trees and shrubs. Vegetation along the creeks is usually
heavy and consists of a mixture of conifers (pine, fir, spruce), and
hardwoods such as maple, and bassuwood. Volunteer vegetation such as
aspen is also present in the overall mixture. The bands of heavy
vegetation are usually narrow and are limited to the creek beds and
adjacent valleys.

Fish and Wildlife

The natural vegetation corridors within the city are most commonly
associated with the creeks. Most wildlife is by necessity associated
with these creeks, and because of urban development, populations are
small. The most common small mammals are squirrels, chipmunks, and
rabbits with an occassional porcupine and striped skunk.

Game birds that frequent the area are the ruffed grouse and various
species of ducks. Resident populations are extremely small. Other
birds such as blackbirds, warblers, sparrouws, miscellaneous songbirds,
along with hawks and owls are rather common. The aquatic organisms in
the creeks are as varied as the creeks themselves. The population of
invertebrate fauna is relatively sparse and when found are
characteristic of high gradient creeks. Those species found such as
mayflies; caddisflies, leeches and snails all have an adaption for
maintaining position in moving water. Burrouwing types are limited to
impoundments and silt deposits. Minnows are the primary fish in the
streams and are also limited to impoundments. All populations vary
greatly because of the intermittent flow of the streams.

Chester Creek is the only c¢reek in the study area which is designated a
trout stream by the Minnesota Department of Natural Resources. The
legal description for the portion of Chester Creek designated as a trout
stream is T50N,R14W, Sections 7, 8, 9, 14, 15, 16, and 23 (main stem)
and T50N,R14H, Sections 4, 5, 9, 15, and 16 (east branch).

Meteorology and Climatology

The major influence of the climate is the passage of a succession of
high and low pressure systems that continually move across the United
States from west to east. The proximity to Lake Superior with its cold
water materially influences local climate, particularly in spring and
summer. The average minimum temperature ranges from +2 degrees F. in
February to +56 degrees F. in July and August. The average maximum
temperature ranges from +17 degrees F. in January to +79 degrees F. in
July. The prevailing winds are easterly May through August and west to
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northuest for the remainder of the year. The average wind speed is 11.5
miles per hour.

The average snouwfall ranges from 55 inches in downtown Duluth to near 75
inches at the airport, 6 miles away from the lake. The heaviest
rainfall occurs in the summer months. Average precipitation is about 30
inches per year. Heavy Tog occurs occasionally when moist air from over
the laKe rises abruptly upon meeting the rocky bluf . In downtown
Duluth, this condition usually does not last longer than one day.

Visual Features

The visitor approaching from the southuest on Interstate 35 and T.H. 61
first sees the Duluth area as, they clear the bluff at the top of
Thompson Hill. The expanse of water of St. Louis Bay, the natural
harbor, and Lake Superior stretching to the horizon is truly spectacular
at day or night. The City of Superior, Wisconsin, and the
industrialized area of Duluth lie below the bluffs along the lakeshore.

From Thompson Hill the highway descends to the narrow plain between Lake
Superior and the bluff. Duluth is located on this moderately sloping
incline, stretching out to be about 26 miles long and 2 to 3 miles wide.
Traveling easterly, the highway gradually approaches Lake Superior,
passing through residential, industrial, and finally the business
district. Continuing easterly from the business district and the
western tip of Lake Superior, the traveler passes Leif Erikson Park, and
progresses through the eastern commercial/residential area of Duluth,
catching glimpses of the lake along the way. To the left the residences
expand upward and beyond the bluf+. The eastern terminus of residential
Duluth joins with and begins the famous North Shore Drive as it
parallels the shoreline of Lake Superior.

Approaching Duluth from the southeast through Superior, Wisconsin is
also a view to behold. The crossing of the John Blatnik Bridge with its
120 feet of clearance for passage of the ocean and lake ships presents
an unsurpassed scene of the bustling seaport below you. Ships ftrom
around the world exchange their cargos here. Grains from America's
heartland, coal from the west, and industrial goods from the east are
transshipped here. Lying before you is the elongation of the city. The
corridor selected for this project is roughly parallel to the linear
development.

Approaching Duluth from the east, (along the North Shore of Lake
Superior), the visitor has traveled either the T.H. 61 expressuway or
the scenic route (0ld T.H. 61). Both routes afford a panoramic view of
Lake Superior. Near the outskirts of the eastern residential area the
skyline of downtown Duluth appears on the horizon. At approximately
68th Avenue East (Lester River) both routes come together and continue
through eastern Duluth along London Road. From Lester River to 26th
Avenue East T.H. 61 is routed through a residential area. The proposed
terminus of I-35 junctions with London Road at 26th Avenue East.
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TRANSPORTATION FACILITIES

Several modes of transportation are available such as water, air, rail,
public bus, and private vehicle.

Highways

Duluth is at the northern terminus of I-35, an interstate highway which
has its southern terminus at the U.S./Mexico border at Laredo, Texas.
Highway I-535 junctions with I-35 in western Duluth and extends
southeasterly to Superior, Wisconsin.

Access to Canada north of Duluth is via T.H. 61, a primary north-south
highway through Minnesota. The major east-west highway is T.H. 2, a
coast to coast highway passing through western Duluth. T.H. 53 links
Duluth with the Iron Range and continues north providing another access
to Canada at International Falls, Minnesota. T.H. 23 originates in the
southuestern corner of Minnesota, traverses diagonally across the state
and terminates in eastern Duluth.

Within Duluth, I-35 enters the western neighborhoods of the city at
about 62nd Avenue Hest and continues easterly to Mesaba Avenue near the
center of Duluth where it temporarily terminates. T.H. 61 co-exists
with I-35 through western Duluth, continuing from Mesaba Avenue along
2nd and 3rd Streets and London Road to eastern Duluth where it heads
northeasterly to Canada. I-535 junctions with I-35 at 22nd Avenue East
forming an east~uwest connection bhetween Duluth, MN and Superior, MWI.
T.H. 53 co-exists with I-535 from Superior to Duluth, then winds its
way up the hill to the northerly outskirts of Duluth and on to
International Falls, Minnesota. T.H. 23 enters Duluth at the far
western city limits (Fond du Lac), follows Commonwealth and Grand
Avenues through western Duluth, by—-passes the CBD on 2nd and 3rd Streets
(one-way pair), and terminates in eastern Duluth at 60th Avenue East,
where it junctions with T.H. 61.

City Streets

In Duluth the streets generally parallel the lakeshore while the avenues
are perpendicular to the streets and shoreline. Superior Street is the

zero point with the other streets numbered in ascending numerical order

both to the north and south. In the downtown and shoreline area some of
the streets are named in lieu of numerical assignment.

Lake Avenue is the zero point with other avenues numbered in ascending
numerical order both to east and west. Occasionally some of the avenues
are named in lieu of numerical assignment.

Major arterial city streets between the lakeshore and the top of tne

bluff run in a general northeast—-southwest direction. These arterials
are: Commonwealth and Grand Avenues in western Duluth; Superior, 2nd and

-2 5=



3rd Streets through the CBD; and Superior Street, London Road in eastern
Duluth. Routes above the bluff are portions of SKyline Drive, 9th
Street, Kenwood and Woodland Avenues, Arrowhead and Jean Duluth Roads,
Glenuwood Street. Primary routes going up the hill and connecting the
street and highway network paralleling the lakeshore are 40th, 27th,
24th Avenues West; Piedmont, Mesaba, and Lake Avenues; 6th, 10th, 21lst,
36th, 43rd and 60th Avenues East.

Airports

Duluth International Airport is served by Republic Airlines which has
direct flights to major cities in the central United States and Canada.
The runway facilities are also used by the Minnesota Air National Guard.
Private charter flights are also available.

Railroads

Duluth is a regional center for several railroads which transship
freight, iron ore, grain and coal through here. Railroads serving the
area are the Duluth, Missabe & Iron Range (DM&IR), Burlington Northern
(BN), Chicago Northwestern (C&NWT), Minneapolis, St. Paul and Sault
Ste. Marie (Soo0), and the Duluth, Winnipeg and Pacific (DW&P).
Passenger service is provided via a connhection to the nationwide Amtrack
system.

Water

Based on total tonnage handled the Duluth-Superior port is one of the
largest ports in the world. In 1981 a total of 36,406,820 metric tons
(2,204 Lbs.) were moved through the harbor.

Buses

Public bus transportation within the City of Duluth is provided through
the Duluth Transit Authority (DTA). Operating a fleet of 101 buses the
DTA served over 5.6 million passengers in 1981. Interstate bus service
is provided by tuwo companies: Greyhound and Northern Transportation.
Charter bus service for special interest occasions is available from six
local companies.

Taxis
Taxi service is provided by 6 local companies. The City of Duluth

regulates the size of the taxi fleet through a licensing system. The
maximum number of licenses issued is currently 32.
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RECREATION

The recreation aspects of the Duluth area include both indoor and

outdoor facilities through parks, playgrounds, forest preserves, museums
and the Arena-Complex.

Parks

Duluth is handsomely endowed with many parks and open

space land scattered throughout the city. Many of the parks

are associated with the natural watercourses extending fron

the bluff to the lake. Leif Erikson Park is adjacent to the

I-35 development and is located on the Lake Superior shoreline
between 8th and 13th Avenues East. The parks have varied uses
from the passive (large parks and forest preserves), to the

active (athletic fields and playgrounds). The total area reserved
in the City of Duluth is 6,200 acres.

Arena-Complex

The Duluth Arena—Auditorium and Pioneer Hall is a large
multipurpose facility located on the bayfront near the center of
Duluth. The three building complex is capable of handling large
crouwds for several activities simultaneously. Pioneer Hall is
used for hockey, curling, skating,; and conventions. The Arena
is used for conventions, rodeos, major sports activities, and
home shows. The Auditorium is used for plays, musical concerts,
lectures, and film shous.

Museums

Located in downtown Duuth is the Union Depot, a former railroad
station of national historic significance. Housed within the
building are the A.M. Chisholm Museum; St. Louis County Historical
Society, and Lake Superior Transportation & Industry Museum. Near
the Aerial Bridge and entry to the Duluth harbor is the Canal Park
Visitor Center & Marine Museunm.

CULTURAL ASPECTS

Fundamental to the social environment is the ancestral and intellectual
background of the existing population. It would include an appreciation
for the fine arts, humanities and folklore.
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Fine Arts

Other attractions located in the Union Depot building are the Duluth Art
Institute (Minnesota's oldest art institutel), Duluth Plavyhouse (one o¥f
the oldest community theaters in the U.S.), the Duluth Ballet (one of
two in Minnesota), and the Duluth-Superior Symphony (performing since
1632).

Library

Duluth has a newly completed library at 5th Avenue West and Superior
Street. ’

Ethnic Culture

An annual event at Leif Erikson Park is the Duluth Folk Festival, an
exhibition of ethnic clothing, food, dancing and crafts.

Public Institutions

No public institutions are located within the alignment. The nearest
institutions are:

- Congdon Park Elementary School,
3lst Avenue East and Superior Street
- London Road Campus of the Duluth
Area Vocational Technical Institute

Jommunity Facilities

The only FTacility located within the proposed alignment is the Culuth
Curling Club at 1330 London Road (no longer in use). Nearby facilities
outside proposed alignment are:

- Duluth Fire Department - Main Hall, 602 W. 2nd Street - Duluth Civiec
Center, three building complex at 5th Avenue W. & lst Street,
consisting of Federal Bldg., St. Louis Co. Court House, and City Hall
- YMCA, 3rd Ave. H. & lst Street - YWCA, 2nd Ave. W. & 2nd Street -
Public Library - Main Branch,
5th Ave. W. & Superior
- Government Services Center
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ECONOMIC SETTING

The economic setting is characterized by land use, tax base,
socioeconomic status and labor force. Other areas of study include
Duluth area occupations, and typical salaries within the I-35 corridor.

Land Use

From 10th Avenue East to 26th Avenue East the corridor passes through a
mixed land use area. This area includes Leif Erikson Park and Rose
Garden. Commercial use includes rail operations, warehousing, general
contracting and others. A number of residential properties are located
here as well. (See Section VI.B for detailed discussion of residential
implications of the proposed project). The majority of houses in the
project area are older tuwo story frame homes. One historic property is
located in this section.

Tax Base

The bar charts on page 31 illustrate the relationship of the real estate
market value to the taxes that are generated. Both charts include itenms
of machinery and personal property as well as land and buildings.

Socioeconomic Status

1980 Census data, aggregated at the block lavel has recently become
available. Although block level data does not include income
statistics, it does include population and housing data. The housing
data may provide one indication of socioceconomic status. The data
presented below are for those blocks in Census Tracts 17, 14, and 11
which would be adjacent to the project. Most of these blocks lie
between London Road and the Lake, and between 10th Avenue East and 26th
Avenue East.

The population in this area was slightly less than 300. This population
includes a smaller proportion of children than Duluth as a whole.
Fifteen percent of this population was under age 18, where the same
statistic for the City of Duluth was 24.2%. The same pattern is true
“or the older population. Whereas 15.4% of Duluth's population was age
65 or over, the same statistic for blocks in the project area uwas
somewhat less than 12%.
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Housing in the project area tends to be somewhat smaller than in the
city as a whole. Also, the available information indicates that value
of housing is lower in the project area than in Duluth as a whole. For
the blodks in which data was not suppressed, mean owner occupied housing
values uwere low. They ranged from $19,200 to $30,600 (2). Typical
values were in the upper middle $20,000's, and the mean of means for the
project area was $26,900. The mean owner occupied non condominium
housing unit value for Duluth was $42,600. Immediately up the Lakeshore
from the project area, property values increase in a dramatic fashion.
Immediately upon crossing 26th Avenue East, mean housing values in the
Census blocks located between London Road and Lake Superior increase to
more than $100,000.

Labor Force

The labor force in Duluth is characterized by a diversity of
occupations. The chart on page 32 illustrates this diversity. Its
importance as county seat, and the location of the University, and many
other state and federal offices is revealed in the fact that over 20% of
the labor force is employed by government. Its role as an important
retail center for much of northern Minnesota is also apparent.

3 KK I I KK K KKK

{2) To insure privacy, the census bureau suppresses data if there are
fewer than 15 people or 5 housing units in the area being summarized.
In block analysis, suppression of at least some items occurs routinely.
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CITY OF DULUTH
TOTAL MARKET VALUE = 1,226,900,604 (1982)

RESIDENTIAL HOMESTEAD
RESIDENTIAL N-HOMESTEAD
COMMERCIAL

INDUSTRIAL

PUBLIC UTILITIES
PERSONAL PROPERTY

797,628,728 (65%)
138,834,486 (11%)
188,792,102 (15%)
35,137,900 (03 %)
39,640,600 (04 %)
26,866,788 (02 %)

REAL ESTATE TAX GENERATED= 45,181,541 (1982)

RESIDENTIAL HOMESTEAD
RESIDENTIAL N-HOMESTEAD
COMMERCIAL
INDUSTRIAL

PUBLIC UTILITIES
PERSONAL PROPERTY

21,136,906 (47 %)
6,384,613 (14 %)
11,671,719 (26 %)
2,202,779 (05 %)
2,125,480 (05 %)
1,660,044 (03 %)

SOURCE: 1982 Duluth City Assessor Office.
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LABOR FORCE =

OCCUPATIONS  (CITY OF DULUTH) - MAY 1982
SOURCE : MINNESOTA DEPT. OF EMPLOYMENT SVCS.

TRANSPORTATION, COMMERCE . MANUFACTURING
g_{l;gBLlC UTILITIES 4770

GOVERNMENT (CITY, COUNTY,

WHOLESALE TRADE STATE & FED. - INCLUDING

2000 PUBL[TC EDUSM)’ION
INSTITUTIONS

CONSTRUCTION

1090 8670

FINANCE, INSURANCE
& REAL ESTATE :
1850 .

SERVICES & MISC.
11000

RETAIL TRADE
8750

TOTAL NONAGRICULTURAL EMPLOYMENT = 41,860
TOTAL UNEMPLOYMENT (APPROX.) MAY 1982 =9.7%

32




SECTION V

LAND USE PLANNING



V. LAND USE PLANNTINSG

i.and use planning is a discussion of existing land uses, zoning
districts, proposed land use and development, and the compatibility of
future land uses as a result of the proposed freeway construction. It
will also include a discussion of the study and analysis performed to
identify and plan for potential multiple use projects within and
adjacent to the I-35 corridor. This plan was developed to mitigate the
adverse effects of freeway construction from 10th Avenue East to 26th
Avenue East. Commitments of funding for the potential projects in this
part have not been made.

EXISTING LAND USE AND ZONING DISTRICTS

The area along the freeuway corridor is divided into zoning districts as
shown on the Existing Zoning Map, page 34. MWithin each zoning district
various land uses are permitted. The zZoning generally establishes land
uses which are compatible with each other. The land use classification
of a particular plat or area within a zoning district is determined by

the facility, building, or industry using that area of land.

The freeway corridor passes through two designated zoning districts.
The zoning district designation and permitted land uses within the
district are:

M=1 - Manufacturing District
Permitted uses are buildings and premises for petroleum products
distribution; manufacturing, compounding, and processing of
various products.

C-2 - Highuway Commercial
Permitted uses are sales rooms, bowling alleys, drive—-ins, and
restaurants.

PROPOSED LAND USE

The City of Duluth Planning and Development Office has not officially
formulated a land use plan for the area along the proposed freeway
corridor. Landscaping and re-establishment of the Leif Erikson Park
amenities and vegetation disturbed by tunnel construction will be
accomplished after completion of freeway construction. A pedestrian
pathway will be constructed on freeuway right-of-uway easterly from Mesaba
Avenue to 26th Avenue East Landscaping of the right-of-way with earth
mounding and plantings will be provided.
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COMPATIBILITY OF LAND USES

The proposed freeway crosses zoning district boundaries and land use
groups. Construction of the freeway between 10th and 26th Avenue East
Wwill not alter the trend in the existing land use changes in this area.
The trend of development has been to phase out residential dwellings
with industrial-commercial properties.

CORRIDOR ANALYSIS/MULTIPLE USE STUDY

This part of Land Use Planning will summarize the study and analysis
performed to identify and plan for potential multiple use projects
within and adjacent to the I-35 corridor. These potential projects uere
developed to mitigate adverse land use impacts resulting from freeway
construction. Objectives of the study uwere to:

- locate new and productive land uses

- provide better physical and visual access to available resources
- outline potential multiple use areas

- preserve cultural and historic features

- improve or establish vegetation for wildlife habitat

- study compatibility of existing and future land uses.

The Mn/DOT = OFffice of Environmental Services conducted a Corridor
Analysis and Multiple Use Consideration Study for the eastern portion of
the freeway corridor. This study concentrated on the area from 10th
Avenue East to 26th Avenue East. Commitments of funding for the
potential projects in the study area have not been made to date.

Identification

The 1-1/2 mile long study area is located between 10th Avenue East
(western boundary), and 26th Avenue East (eastern boundary). The

southern boundary is LaKe Superior while the northern boundary is London
Road.

Existing

The study area contains railroad right-of—-uway, undeveloped land, and
residential,; commercial, light industrial properties. The Endion Depot
(listed on the National Register) is located near 15th Avenue East.
Lei¥ Erikson Park is located between 8th and 13th Avenues East with the
valley of Chester Creek at its eastern edge.

Much of the study area is sparsely vegetated. Only three parts of the

area have significant vegetative cover. Tuwo of the areas;, Leif Erikson
Park and Chester Creek valley, occur in the western end of the project.
The third area is a 6 acre strip along the shoreline near 25th and 26th
Avenues East at the east end of the project.

=35



The study area has low value for most wildlife because of the limited
amount and scattered distribution of vegetation. In the three sites
where vegetation exists songbirds and small mammals do occur.
Populations will be small and consist of the more common species such as
squirrels, chipmunks, rabbits, and several Kinds of songbirds.

Impacts

Small patches of vegetation will be eliminated along the railroad
right-of-way. These consist of weedy vacant lots, and trees and shrubs
around buildings which will not be a significant loss.

Alignment of the freeway will require the relocation of Endion Depot.
The Leif Erikson Park will lose 0.2 acres of land to freeway
construction. Freeway construction will also reinforce the limited
access to the Lake Superior shoreline. :

Mitigation

Re-establishment of vegetation and wildlife habitat can be accomplished
by plantings in some areas and in others allowing the natural
regeneration to take place. Planting of a mixture of species and size
of trees; shrubs and ground cover; would provide a habitat with both
food and cover. Aesthetic plantings throughout the corridor would
improve the visual character of the freeway and blend it into the
natural setting of the study area.

A 1.2 acre site has been proposed to be purchased by the Mn/DOT as
replacement land for Lief Erikson Park. The multiple use proposal is to
develop this site by construction of pathways and vegetative plantings.
It will be necessary to construct a pedestrian bridge to connect this
site to the pathway system in the existing park.
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VI, LE IMPACT OF PROPOSETPD

P ROBAB THE

A CTION ON THE ENVIRONMENT

Impacts from the proposed construction could be far reaching in their
effects. Individual impacts to segments of the environment will range
from negligible to severe. Examination of the segments will determine
the degree of these impacts and discuss efforts to minimize adverse
effects. The study will also reveal actual and potential positive
effects from the proposed construction. Segments of the environment to
be discussed are:

{a) Natural and Ecological Resources
(b) Relocation Impacts

(c) Social and Economic Impacts

(d) Air Quality

(e) Noise Impacts

(f) HWater Quality Impacts

(g) MWetlands and Coastal Zones Impacts
(h) Stream Modification or Impoundments Impacts
(i) Flood Hazard Evaluation

(j) Construction Impacts

(k) Historic & Cultural Impacts.

(1) Energy Impacts

(m) View & Aesthetics

VI(CA). NATURAL AND ECOLOLGICAL RESOURCES

Potential effects from the propoéed construction are the addition or
deletion of vegetation along the corridor, significant landform changes;
and possible changes to wildlife population and habitat.

Vegetation

The primary impact to vegetation from this proposal will be the
elimination of all trees within the construction limits. The total
number of trees and ornamental plantings in the study area is relatively
small, and in many cases the trees and plantings are poor in quality.

Small patches of vegetation will also be eliminated from areas near
14th, 21lst, 23rd, and 26th Avenue East (approximately 30 trees). The
vegetation lost in these areas includes weedy vacant lots, scattered
clumps of brush; trees, shrubs and part of a small nursery.

Considerations must be given to the effects of deicing salts on the
vegetation along and adjacent to the highway corridor. Professor Eduward
Sucoff of the University of Minnesota, College of Forestry, has
completed a study titled "Effect of Deicing Salts on Hoody Vegetation
Along Minnesota Roads"™ (Investigation Number 636).
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The study has identified three factors which determine probable damage
to woody vegetation:

- tolerance to salt

- average daily traffic (ADT) on the roadways

- distance from the travel lanes to the woody
vegetation.

Most woody vegetation in the study area is in the tolerant (cottonuood)
and moderately tolerant (elm, birch) categories. The average daily
~raffic (year 2000) is estimated to be in the 20,000 to 40,000 range and
the remaining woody vegetation will be 65 feet or more from the travel
lanes. Zero to sixty five feet is the area of greatest impact.

With these conditions, based on the above mentioned report, damage to
remaining trees should be medium to low.

Wildlife

Because of the urban character of the study area, the presence of
wildlife is rather limited. Vegetated sections to be eliminated
currently provide habitat for small wildlife such as rabbits, squirrels,
porcupines and skunks.

Due to the low quality and small amount of wildlife habitat within the
project limits, impacts to wildlife habitat will not be significant.

The Mn/DOT Wildlife Biologist has revieuwed this project and determined
that there is no involvement with threatened or endangered species at
the State or Federal level.

Alterations To The Land

Alterations to land through the Leif Erikson Park area are discussed in
the View and Aesthetic (Section VI.M) of this document (see page 87).

From 1l4th Avenue East to 26th Avenue East the freeway is a depressed
facility, with the railroad coexisting. The impacts associated with
this design are the same as the ground level facility except Ffor the
visual and noise level impacts (see Noise Analysis, page 69). The
visual impact to neighboring property, due to this land shape change,
would be positive because the freeway would be below the normal line of
sight.
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Prime And Unique Farmlands

The U.S. Department of Agriculture - Soil Conservation Service has been
consulted on involvement with Prime and Unique Farmlands. They have
indicated that there are no Prime or Unique Farmlands that will be
aftffected by this project.

Measures to Mitigate Harm

In the construction of a new freeway, certain measures must be taken to
lessen the adverse impacts to the natural and ecological resources. In
most instances these impacts can be lessened by comprehensive planning

and design (Multiple Use Studies = Mns/DOT, 1123 Mesaba Avenue, Duluth;
Minnesota 55811).

Through the entire project landscaping and planting will be done. This
@ill involve the planting of trees;, shrubs, and grasses uwhich are
tolerant to deicing chemicals used on highuways.

Corridor site development which will be done to make the area
aesthetically pleasing and available to the public will include:

- coordinated structure and other
design elements

- retaining wall treatments

- coordinated lighting ,

- development of additional land forms
{mounding) ‘

= hiking trail system.

The removal of the limited amount of existing vegetation in the study
area represents an insignificant loss of wildlife habitat. Trees and
shrubs planted along the highuway after construction will replace much of
the removed vegetation and may provide better wildlife habitat than
currently exists.

Trees and shrubs will be planted that provide good food and cover for
small game and song birds. The Mn/DOT Wildlife Biologist and Forester
have examined the study area and determined that this area is best

suited for song birds. MWhere safety and construction standards permit,
song bird habitat will be developed by:
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- Allowing natural regeneration of birch and aspen with

thick undergrouth.

- Planting fruit—bearing trees for food (mountain ash;,; cherry,
crab apple, honeysuckle;, buckthorn, barberry, Russian 0live,
hawthorn, etc.).

- Planting dense growth for cover (buffalo berry; American
bittersuweet, forsythia, rock cottoneaster; inkberry, birds
foot trefoil, white cedar, spruce, juniper, etc.).

- Planting a mixture of species and sizes of trees, shrubs and
ground cover to provide a complete habitat with food and cover
in one planting. v

- Planting thick patches or clumps (1l/74 - 1/2 acre) of woody
vegetation interpersed with grass, uweeds or paths (rather
than large mass planting or dispersing single trees or
small groups of trees over large areas). (Exhibit page 89)

With this type of development, the overall impact of the proposal upon
wildlife will be beneficial.

VI(B). RELOCATION IMPACTS

A preliminary relocation plan for this project has been prepared and is
available at the Minnesota Department of Transportation, 1123 Mesaba
Avenue, Duluth, Minnesota 55811. The requirements for this plan are
stated in the Federal-Aid Highway Program Manual, Volume7, Chapter 5,
Section 1, Paragraph 11. The plan is necessary to estimate the
availability of decent, safe and sanitary housing for the displaced
rersons affected by this acquisition.

Consultation

The Mn/DOT relocation advisor consulted the following resources fTor
information pertaining to the relocation plan for this project:

Housing and Redevelopment Authority of Duluth
City of Duluth Offices

13 Planning and Development

2) Industrial Development

The Duluth Chamber of Commerce

Multiple Listing Service

Field Drive

Analysis of Relocation Needs
From 10th Avenue East to 26th Avenue East the Mn/DOT - District 1,

Relocation Unit identified 14 residential buildings which will be
removed. The total number of displacees in this area is 38 people.
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I-35 Building Survey - Duluth
Residential Sites Affected by Relocation
10th Avenue East to 26th Avenue East

No. Res.,
Building Address Bldgs. Units Adults Children
2023 East South Streetx 1 1 2 0
409 So. 2lst Ave. E.* 0 1 2 0
411 So. 2lst Ave. E.* 1 1 2 0
423 So. 21st Ave. E. 1 1 2 0
431 So. 21st Ave. E.¥* 1 1 2 0
426—-172 So. 2lst Ave. E. ¥ 1 1 1 1]
428=172 So. 21lst Ave. E. 0 1 1 0
430 So. 21lst Ave. E.* 1 1 2 2
$30-172 So. 21st Ave. E.* 0 1 2 2
432 So. 21lst Ave. E. 1 1 2 2
2109 E. Hater Streetx 1 1 1 0
2129 East Water Street 1 1 2 ]
2131 East Water Street 1 1 2 0
2205 East Water Street 1 1 2 0
2207 East Water Street 1 1 2 1
631 So. 23rd Ave. E.* 1 1 2 1
2542 London Road 1 1 1 0

Totals

[
£
[
~
(]
o
o2}

¥Rental Units = 10 Tenant units

No personal contacts uwere made with the home ouwner-occupants or tenants
of the affected properties. Discussions with the Duluth Housing and
Redevelopment Authority indicate that income levels in this area are
medium to low. An inventory of occupant ages and length of time in
these duwellings is unavailable at this time. There are two (2) minority
families living in the atfected area.

4 field investigation and Sociological—-Economic Impact Survey, conducted
3y the Mn/DOT Relocation Advisor and the Duluth Chamber of Commerce,
‘ndicates that there are fourteen (l14) businesses in fourteen (14)
buildings that will require relocation because of this project. The
results of this survey indicate that the majority of the businesses
interviewed wWill relocate within the Duluth Metropolitan Area. For a
detailed analysis of the economic impacts of these relocations;, see the
Economic Impacts Section later in this report.

Summary of Relocation Assistance
Following is a summary of owner and tenant entitlements under the

Uniform Relocation Assistance and Real Property Acquisition Policies Act
of 1970, Public Lauw 91-646:
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1. Ouner - Occupant of at least 180 days (residential) a. Replacement
housing payment or rent supplement b. Moving expenses c¢. Closing costs
(replacement dwelling) d. Interest differential e. Appraisal fees

2. Owner = Occupant of less than 180 days but more than 90 days
(residential) a. Rent supplement or douwn payment b. Moving expenses c.
Appraisal fees d. Closing costs (replacement dwelling)

3. Ouwner = Occupant of less than 90 days (residential) a. Moving
expenses b. Appraisal fees

4, Tenants of at least 90 days (residential) a. Rent supplement or
down payment b. Moving expenses c¢. Closing costs

5. Tenants of less than 90 days a. Moving expenses

6., Business a. Moving expenses - including actual direct loss of
tangible personal property or payment in lieu of moving expenses b.
Payment for time spent in searching for replacement business or site c.
Appraisal fees (to owner of real property)

7. Non=Profit Organization a. Moving expenses - including actual
direct loss of tangible personal property b. Payment for time spent in
searching for a replacement site ¢. Appraisal fees.

Replacement Housing

Homes for Sale

The Mn/DOT Relocation Advisor surveyed available houses and rental
units in the City of Duluth. This survey indicates that sufficient
housing is available for all who will be displaced by this project.
The survey indicates sixX areas in Duluth that have houses and rental
units comparable to those in the project area. These areas are shown
on the map on the following page.
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Review of the current Multiple Listing Service Catalog issued by the
Duluth Area Board of Realtors indicates that the following number of
homes are available for sale:

Current Housing (Sales Units) Availabilityx*
(Local News Ads and MLS Listings)

Area 1 2 3 % 5

BR BR BR BR BR
East Hillside 1 14 25 5 1
Downtown 0 5 11 0 0
West End 1 G 4 1 0
West End Hillside 1 10 12 1 0
Lower West Duluth 0 2 2 2 0
Hest Duluth Hillside 3 7 13 1 1

¥ The listed prices for these units ranged from $9,900.00 to
$75,900.00

Rental Property

Review of newspaper advertisements indicates 185 properties available
for rent in the City of Duluth. Rents range from $150.00 to $440.00
per month.

The City of Duluth has 32 units of rental housing available for
senior citizens.

Since 17 families will be displaced by the project, replacement
housing should pose no problem to those who wWwould wish to rent.

Replacement Business Sites

The Mn/DOT Relocation Advisor surveyed available buildings and
warehouses to which displaced businesses could relocate. This survey
revealed that sufficient buildings are available to accomodate
businesses relocation needs.

For those businesses which plan to build new facilities, numerous vacant
commercial lots and two large industrial parks with approximately 120
acres are available. These sites are indicated on the map on page 46.

The following is a partial listing of sites available in the City of
Duluth for commercial or industrial development. This listing is from a -
Development Prospectus prepared by the City of Duluth - Department of
Planning and Development in 1975, (checked by Mn/DOT right-of-way in
1982) for the Seaway Port Authority of Duluth.
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Inquiries regarding the current availability of sites should be directed
to the OFffice Industrial Development - Seaway Port Authority of Duluth.

Site Name Location Size Map Re*.
Michigan 26 26th Ave. W. & Michigan St. 1.5 Acres 1
Superior 26 26th Ave, W. & Superior St. 1.0 Acres 1
Huron 31 3lst Ave. HW. & Hichigan St. 1.7 Acres 2
Michigan 32 32nd Ave. W. & Michigan St. 0 Acres 2
Oneota 39 39th Ave. W. & Oneota St. 4.8 Acres 3
Michigan 39 39th Ave. W. & Oneota St. 1.2 Acres 3
Superior 40 40th Ave. W. & Superior St. 2.7 Acres &
Superior 4l 41st Ave. W. & Superior St. 2.6 Acres G
First 44 G66th Ave. W. & First St. 5.5 Acres 5
Superior 44 44th Ave. W. & Superior St. 5.8 Acres 5
Superior 47 47th Ave. W. & Superior St. 4.8 Acres 6
Nicollet 51 Blst Ave. W. & Nicollet St. 4.5 Acres 7
Nicollet 52 52nd Ave. W. & Nicollet St. 6.0 Acres 7
Raleigh 55 55th Ave. W. & Raleigh St. 1.2 Acres 8
Redruth 56 - 56th Ave. W. & Redruth St. 2.5 Acres 9
Sherburne 57 57th Ave. W. & Sherburne St. 1.0 Acres 9
Waseca 61 6lst Ave. HW. & Waseca St. 7.5 Acres 10
Sherburne 66 66th Ave. W. & Sherburne St. 2.8 Acres 11
Grand 67 67th Ave. W. & Grand Avenue 3.0 Acres 11
Air Park Haines Road & Airport Road 360 Acres 12
Port Terminal Port Terminal Road N/7A 13

In addition to the monetary relocation benefits described on page 42,
businesses Wwill have available to them the services of the Mn/DOT
relocation office. Staff Ffrom this office will make every effort to
assist in locating and obtaining the type of facilities needed and
locations desired to insure the continuance of successful business
operations.

=4 5=



oL =d =
o< m
W or
k= M
wwao. N
=20 <
g ol =
=Z W
w=> o
= ot L]
mmnAnu o
O o
"mmm Ll
< W W
2= R
w Ld NiOd 0
T
MHVYd 831537 3S4N0J . TUH
A JQISINV] aN3 4709 ON 3 N3 1S3M 4y
= 15v3
JYOHS H -
.>/// LN <P : NMOLNMOQ
> ‘\W7/ 3 x 8 .xm £0 m:h..,w. S
oo & ‘ & = b.uQ: nn\,mw %

[T | {0134 1
oWa3idh




VI(C). SOCIO-ECONOMIC IMPACTS

The socio-economic environment consists of human, cultural and economic
factors. These include employment, education, housing, public services,
population and economic base.

SOCIAL IMPACTS

Potential social impact areas include community cohesion, ethnic groups
impact, mobility impact, and neighborhood facilities.

Neighborhood Context

Between 10th and 20th Avenue East the proposed I-35 construction limits
do not contain any residential properties. The area is occupied by Leif
Erikson Park and the Curling Club, (now vacant). The bulk oFf the

corridor is within the right-of-uway of the DM&IR railroad and existing
city streets.

Residential and commercial properties on the upper side of the tracks
are located on London Road;, South Street, and along the avenues. The
only street to the south of the tracks is Water Street. Interspersed
through this area are the following land uses:

= @& small number of residential properties

- lumber yard and housing supply dealer

- City of Duluth equipment storage sheds

- plumbing and sheet metal contractor

- equipment rental agency

= bulK Fuel supply tank farms

- miscellaneous railroad operation buildings.

Betuween 20th and 24th Avenue East the railroad trackage consists of tuo
mainline tracks and one spur track. These tracks divide the
neighborhood and isolate the small group of homes south of the DM&IR
right-of-way. Access to the area between the railroad and Lake Superior
(Hater Street) is now limited to 2lst, 22nd, and 23rd Avenues East. The
streets and avenues in the area have a light bituminous coating which
has deteriorated to a near gravel surface condition. SidewalKks, curb
and gutter have not been installed. The homes are generally small with
lower market values. The primary route to the neighborhood used by the
medical services, police, and fire protection is 21st Avenue East.

The Water Street area is isolated in several ways:

- elementary school children are a minimum of 12
blocks from their assigned school

- the nearest church is five blocks auway

- the corner grocery is seven blocks distant

- no community recreational facilities are located
within normal walking distance.
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Betuween 24th and 26th Avenues East the proposed corridor runs through

open space. Near the proposed junction with London Road some commercial
land uses occur.

Community Cohesion

Betuween 20th Avenue East and 26th Avenue East the construction of I-35
poses two distinct impacts to the residents of the area. One impact is
relocation due to the necessity of providing access to the freeway at
2lst Avenue East. The other impact is to the people remaining.

For those people in the 21st Avenue East area; relocation will mean
moving to a new neighborhood. The children may have to attend a
different school. The move could result in adjustments to a different
church, shopping center, or recreational activities. If the move is to.
a different part of the city it may require re—-establishment of medical,
dental or community facility services. It means a break from things
that are familiar routine now such as:

= church attendance
- recreational sites
- voter registration and polling place
- community club activities
- school and related activities
- shopping patterns
. = youth or senior citizen activities
- access to public transportation
- neighborhood friendships
= change in distance and route to work.

The 21st Avenue East relocation wWwill involve approximately 26 adults and
10 children.

The other distinct impact from the proposed construction will be to the
residants who remain in the 2lst Avenue East area. The area above the
DM&IR tracks (South Street and London Road), will experience the least
impact due to the psychological and partial physical barrier imposed by
the inplace tracKage. The primary impact to these people will be in the
loss of neighbors and friends. Access to the lakeshore will be limited.
Changes to community activities, schools or other services will not be
affected.

To the people living southerly of the DM&IR tracks (Water Street), the
proposed construction will include somewhat different impacts. The
freeway following the same route as the DM&IR tracks will not only
reinforce the previous neighborhood isolation but will be an actual
physical barrier. Even though access to this area was limited to three
avenues before the proposed construction, access wWwill now be restricted
to 21st Avenue East only.

This change can have both positive and negative effects. It will force
the residents to change their travel habits and will concentrate traffic
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on Water Street and the access leg of the interchange. The former
at-grade crossings of multiple railroad tracks will be eliminated. The
interchange bridge at 21st Avenue East provide safer access to this
area.

Probably the most negative impact will be the loss of residents from the
upper side of Water Street. The total population of the area below the
tracks (between the DM&IR and Lake Superior), is about 31 adults and 12
children. The remainder, 20 adults and 9 children, will have lost
neighborhood friends and acquaintances while the children will lose
playmates and school chums. These people are living in 11 residential
homes concentrated in two blocks on the louwer side of Water Street.

The alignment of the freeway to connect London Road at 26th Avenue East
will require relocation of one adult resident in that area.

Ethnic Groups

There are at least two minority families living in the immediate
vicinity of the project.

Transportation/Mobility

From 10th Avenue East to 20th Avenue East all forms of travel have
restricted access to the lakeshore because of the existing railroad
trackage. Vehicular and pedestrain/bicycle access is limited to the
streets which cross tracks. Construction of the freeway will further
limit vehicular access to specific points. A pedestrian pathuway
paralleling the freeway will provide nearly unlimited access to the
lakeshore.

The proposed freeway construction will not cause significant changes to
existing bus routes. The addition of an express run serving
Lakeside/Lester Park along the route of the freeway is anticipated.

Between 20th Avenue East and 26th Avenue East the traftfic pattern will
change at the 2lst Avenue East interchange and at the connection to
London Road at 26th Avenue East. The proposed interchange will not
generate any additional traffic in the residential area between the
freeway and the lake (Hater Street). Present traffic counts are low and
W@will remain so, being generated by the residents and commercial
interests now located in the area. The closest existing public bus
route for the Water Street residents runs along London Road on uweekdays
only. Walking distance to the bus line from the remaining homes in the
WHater Street area will remain the same.

Elementary school children residing in the MWater Street area are nouw

bussed to Congdon Park School. There will be no change in this
procedure in the future.
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Neighborhood Facilities

The construction as proposed between 10th and l4th Avenue East will
require the disruption of the northeast segment of Leif Erikson Park.
All recreational uses of this segment will be lost during the period of
construction and until vegetation can be re—-established. Freeway
construction wWwill also require demolition of the Curling Club building.

Indirect Impacts

Indirect or secondary impacts resulting from a major transportation
project may be considerable. They extend beyond project boundaries,
frequently take a considerable time to become manifest, and are
difficult to describe with a high degree of precision. Nevertheless,
their potential importance necessitates discussion.

Traffic — The freeway will attract traffic which now uses existing city
streets. Substantial traffic decreases will be realized on east-uest
streets between London Road and 3rd Street. This will result in
quieter; safer neighborhoods and reduced congestion in commercial areas.

Freeways also increase traffic volumes on c¢ity streets adjacent to
access points. Traftffiec volumes on 2lst Avenue East will increase as a
result of the interchange at this location. This increased traffic will
result in moderate congestion between London Road and 3rd Street during
peak traffic periods.

Noise = Noise will increase in this residential areas as a result of the
project. See page 69 fTor a detailed discussion of noise impacts.

ECONOMIC IMPACTS

"The extension of Interstate 35 will have mixed effects on the economy
of Duluth. Probable economic effects of I-35 are discussed immediately
below."™

Employment and Business Activity

Impacts resulting from the extension of I-35 in Duluth, Minnesota are as
follouws:
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-~ Approximately 14 businesses will be displaced by
the freeway extension. The businesses affected
are categorized into 4 types:

Construction % businesses
Wholesale 4 businesses
Retail 3 businesses
Service 3

businesses

Employment

All 14 business ouners uwere contacted and asked to complete an impact
questionaire. Fifty percent returned their questionaire, which
contained the following data regarding employment. The businesses
employ:

- 21 Full time workers
- 13 part time workers
- 95 sgeasonal uworkers

129 total

In terms of full time employment, I-35 will potentially affect less
than 1% of the total uwork force of 64,670,

Further analysis indicated that these businesses uwould relocate in
Duluth. Of the seven which returned the questionaire, six indicated
they would relocate in Duluth. One indicated that liquidation uas
likely. None indicated they would locate new operations outside
Duluth. Three indicated they would increase employment Ffrom their
current levels,

The indication that most businesses wWwill relocate in Duluth, and that
some wWill expand following relocation leads to the conclusion that
significant adverse impact will not occur as a result of the project.

Business Activity

Business activity will receive mixed impacts from the project. The
major effects Wwill occur as a result of altered traffic flow.

Currently, virtually all traffic traveling in an east-west direction
must journey on Duluth city streets to traverse Duluth. Currently
the main thoroughfare, Superior Street, is heavily congested. Level
of Service is E, indicating that volume is substantially in excess of
capacity. This congestion is likely an impediment to commercial
activity in the Duluth Central Business District.

Removing through traffic from downtowun streets will reduce this

congestion: Year 2000 projected level of service under the build
alternative is C, indicating that capacity is able to handle the
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volume. This will make the downtown shopping district more
accessible and attractive.

It will also make West Duluth more accessible to potential shoppers
on the East side of Duluth and will likely exert some increase in
commercial activity in that area.

Traftfic volumes will also be substantially decreased in the London
Road commercial district. Once entering the freeway at 26th Avenue
East, the westhbound motorist will be unable to exit prior to Lake
Avenue. For the eastbound motorist,; no exit is planned between Lake
Avenue and 21st Avenue East.

As a result of anticipated changes in traffic volume, commercial
operations particularly sensitive to traffic flow may experience some
adverse impact.

We here define the London Road Commercial District as those
businesses along and immediately adjacent to London Road between 10th
and 26th Avenues East. MWithin this district are more than 60
businesses. Among these, many are of a type which have traditionally
been defined as "traffic sensitive," i.e. motels, restaurants,
service stations, etc. The relationship between business activity
and traffic is a very complex issues; for which precisely definitive
ansuwers are unlikely to be found. Mathematical or statististical
functions precisely describing a general traffic—-sales relationship
do not exist. As a result; the ensuing discussion will address the
major issues in a more qualitative manner.

One source of relevant information is the body of analogous research
regarding community bypasses. As the practice of building highuway
bypass loops around cities and touwns grew, the concern was frequently
expressed that such actions would cause the economic strangulation of
the bypassed town or city. Many state highway departments across the
.country and others studied the effects of bypasses on existing
communities. Several such studies were conducted in Minnesota. One
overall result of these studies is that the direst predictions do not
come to pass. Experience with bypasses over the past two decades
does not support the fears of community social and econmic decline.
Tabulation of bypass study findings has so far failed to reveal any
direct or consistent relationships betuween business activity and
traffic changes in bypassed areas. For the community as a whole, a
bypass seems to exert little effect.

However, even though the overall effect to the entire community may
be negligible, individual businesses may be impacted. Those
businesses catering to the needs of transient motorists, or serving a

non-local clientele, may be seriously impacted. Businesses serving
the needs of local residents are likely to be little harmed, and some
may increase business due to reduced congestion. A detailed analysis

of 24 bypass studies for the FHWA indicated that retail
establishments catering mostly to motorists were adversely impacted
the most.
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Normally traffic sensitive businesses may attentuate adverse impact
through a variety of measures; e.g. offering specialty goods or
services, increased advertising, weekend specials, etc.

To the extent that these bypass findings are applicable to the London
road commercial district, the prediction is that those establishments
catering to the through motorist,; i.e. service stations, will most
likely be negatively impacted.

The bypass findings noted above have been found on community bypass
projects. In a typical community bypass, the highway will leave the
old alignment on the very edge of the community. The new alignment
may be a mile or more from the community business district. Such is
not the case in the project here presented. In the present case the
new freeway would typically be located +/- 500 feet from London Road.

Additional light is shed on this topic by professional research ih
the areas of retailing and marketing.

The effective location of stores is an extremely important issue for
virtually all retailers. As a result, store location as a variable
in retail marketing has received considerable attention in the
professional literature. Review of this literature reveals that the
relationship between traffic flow and business operations is quite
complex. A large number of factors are important in the success or
failure of a business operation. Two such variables are most
relevant to the issue at hand: the accessibility of the store and the
level and type of consumer traftfic.

Accessibility

Differences in accessibility under the build or no build alternates
will be unchanged. Access to the London Road Commercial District
will be virtually unchanged from the existing condition. Consumers
traveling to the London Road Area, will be able to reach the area by
existing routes.

Accessibility to the London Road Commercial Area will be enhanced by
the reduction in travel time required to reach the area from
virtually any point to the west or south.

Consumer Traffic

The importance accorded sheer traffic volume varies with other
variables. The more recent view is that absolute traffic volume is
less important than previously thought:

Until rather recently, it was felt that the success of a store was
in direct proportion to the total volume of pedestrian and auto
traffic that passed the store. Lately this opinion has shifted
and new concepts have been introduced. To a large extent this has
been due to the mobility of shoppers. A heavy auto traffic
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location is not an absolute guarantee of success. Most people can
and do drive right past one store on their way to another.
Butcher & McAnelly (1973:224)

Davidson, Doody and Sueeney (1975) reinforce the idea that the nature
of the store is very important:

The opinion was once held that the total volume of traffic passing
a site was the most significant factor determining its value for
merchandising purposes. Experience has demonstrated, houever,
that qualitative characteristics of the traffic and its
convertability into sales volume are far more important
considerations for most kinds of stores (1975:504).

Rosenbloom notes that "some types of traffic may be largely
irrelevant to the retailer™ (1981). For some types of business,
traffic is important:

The importance that should be attached to the traffic levels
associated with particular sites varies widely for different Kinds
of retailers. For example, a drug retailer that sells a wide
variety of convenience goods—-—items that are purchased by almost
everyone—-—-should attach a great deal of importance to the level of
tratfic at the store site. A specialty retailer, on the other
hand-=— such as a camera shop that sells high-quality photographic
equipment-—-should not give as much weight to traffic levels
because, in all likelihood, only a small fraction of the number of
people passing by the store are prospects for the store's
merchandise (1981:340).

Integrating the transportation and marketing literature;, certain
inferences may be drauwn.

a.Most frequently, the most dire predictions of business decline
following a bypass do not come to pass. Research indicates that
the economic impact aggregated at the community level is
negligible. Houwever, certain business operations within the
community may be adversely impacted.

b.Traffic flow does have some relationship with business volume
although the nature and magnitude of the effect is variable; as it
interacts with a large number of other variables. A major factor
is the nature of the goods offered for sale. The professional
literature in this area indicates that sheer traffic volume is of
particular importance to the seller of convenience goods.
Illustrative examples typiccally include such businesses as
gasoline stations, fast food restaurants, drug stores, newsstands,
convenience food stores, and bakeries.

In the case of the London Road Commerical District, the projected
impact would be that businesses catering to the needs of passing
motorists and/or those selling convenience goods are those most
likely to be adversely impacted by the proposed project. Those
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selling shopping or specialty goods or catering to local residents
are not likely to experience significant adverse impacts as a
result of this project.

Construction Related Impacts

The data presented below are not forecasts, but rather are based upon
information empirically generated by the FHWA from contractors reports.
This means that the figures are quite precise for the level of
aggregation and years indicated. Houwever, tuwo limiting conditions must
be Kept in mind. First, the data are averages, aggregated at the
national level. To the extent that a project is not "average™, i.e.
involves unique engineering or construction problems, the cost
distributions presented below can be expected to vary. . Second; overall
costs for highway construction have been subject to relatively volatile
changes over the past few years. For example, composite construction
costs remained gquite constant betuween 1974 and 1977, changing only five
percent during that period. The next three year period, (1977-1980) sau
an increase of 63 percent. This declined slightly the next year.
Compared to base year 1977, 1981 highway construction costs are 56.7
percent higher. Further compounding this problem is the fact that
unequal rates of change are found across construction cost categories,
i.e., one item increases at a faster rate than another. This means that
the data should not be construed as a precise prediction of cost
Aistribution in 1986 for I-35 in Duluth. Rather they are a description
of average projects constructed during the late 1970°'s and 1980.

Two different statistics are available which may be used to estimate
labor impacts. For the years 1978-79-80 between 21 percent and 24
percent of construction costs for urban interstate highuways has been
allocated to direct labor expenditures. Using an estimated construction
cost of $33,150,000 we may expect betueen seven and 8 million dollars of
direct labor expenditures.

Another available datum is in man hours per million dollars of
construction cost. The FHWA reported that for all federal—-aid highuay
projects completed during 1978, 1979 or 1980, more than 27,000 of
man—hours uwere generated per million dollars of construction cost. For
projects ending during the three year period 77-78-79, the equivalent
statistic was nearly 30,000. Using these figures, we might expect that
the project would require between 900,000 and 1,000,000 man hours of
direct labor. Assuming a construction wage of $12/hr. the project
could be expected to produce a labor expenditure of between $11 million
and $12 million .

On the basis of these data, it is reasonable to expect that the project,
it constructed, would inject approximately $10,000,000 (+/—- $2,000,000).
directly in the labor sector of the economy. It would involve betuween
440 and 477 person years of employment.

A project such as here proposed involves the purchase of substantial
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quantities of construction material and supplies.

The following table presents data regarding the range of costs, by
percent, which were found during the period 1978-1980 for urban
interstate construction. Columns 1 and 2 express the percent range of
construction cost allocations on each item for 1978-19%80, Columns 3 and
4 express these ranges for a project with a construction cost of
$33,150,000. Many of these cost items would involve labor impacts as
well, e.g. the purchase of aggregate wWill mean employment for equipment
operators, truck drivers, and others.

Impacts on Land Value and Property Taxes

The impacts resulting fromethe acquisition of land and buildings on
local tax revenues are as follouws:

At the current values the lost tax revenue will be approximately $39,000
(excluding railroad property).

For the lack of foundation in literature; it is neither possible nor
appropriate to attempt to specify property value impacts of the freeuway
alternative to specific parcels in the 10th to 26th segment. Houwever,
recent research regarding highway effects on adjacent property allow
some tentative dgeneral conclusions. A major roadway exerts mixed
etfects on nearby property.

The value of residential property abutting the right-of-way of a major
roaduway is subject to the negative influence of noise and esthetic
intrusion. Such property is also subject to the positive influence of
accessibility improvements. Regarding commercial property, a fairly
extensive body of research indicates that commercial property located
near a fTreeway, particularly near an interchange, will appreciate at a
more rapid rate than will comparable property less proximate.
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TYPICAL EXPENDITURES FOR
MATERIALS AND SUPPLIES:
URBAN INTERSTATE PROJECTS

RANGE OF
RANGE OF PURCHASES OF SUPPLIES AND
CONSTRUCTION COSTSs MATERIALS ON A TYPICAL URBAN
EXPENDED ON ITEM INTERSTATE PROJECT WITH

PERCENT A CONSTRUCTION COST OF $33.15
1978 = 1980 MILLION
ITEM 1978 - 1980
Low High Low High
Cement 1.7 2.4 $§ 563,500 $ 795,600
Purchased Aggregates 5.7 8.2 1,889,550 2,718,300
Bitumens .5 .8 165,750 265,200
Lumber .4 .7 132,600 232,050
Timber Piling .1 .1 33,150 33,150
Corrugated Steel Culvert .3 .8 99,450 265,200
Reinforcing Steel 3.4 4.5 1,127,100 1,491,750
Structural Steel 4.4 7.2 1,458,600 2,386,800
Ready Mix Concrete 5.1 8.1 1,690,650 2,685,150
Premixed Bituminous 3.6 6.5 1,193,400 2,154,750
Paving Materials
Aggregates Produced .1 .1 33,150 33,150
Concrete Culvert o7 .9 232,050 298,350
Clay Pipe .1 .1 33,150 33,150
Misc. Steel .8 .9 265,200 298,350
Fencing .9 .3 298,350 430,950
Guardrail 1.7 .8 364,650 596,700
Bridge Rail .3 .3 99,450 99,450
Petroleum Product 2.0 2.1 663,000 696,150
Explosives .1 .3 33,150 99,450
Other Material 8.0 12.6 2,652,000 4,176,900
TOTAL MATERIALS 46.9 50.8 15,547,735 16,840,200

* Table generated from data in Highway Statistics 1978 (Oct. 1979),
Highway Statistics 1980 (August 1981l)s, Highway Statistics 1981 (July 1982)
Federal Highway Administration, Federal Aid Division.
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VI(D). AIR QUALITY

This project is consistant with the State Implementation Plan (S5IP) to
attain and maintain the ambient air quaility standards. Violations of
the carbon monoxide (C0) standards are not anticipated. Construction
activities will conform to local, state and federal regulations. An
Indirect Source Permit (ISP) will be obtained prior to construction of
the facility.

This project is located within the Duluth urbanized area and was
included in the transportation improvement program (TIP) for this
urbanized area. No air quality sanctions or other actions have been
initiated by USEPA or FHWA against this urbanized area or this specific
project which would preclude proceeding with the project. Further, it
has been determined by the Federal agencies involved that the routine
documentation requirements of 23 CFR 770 do not apply to this areas as
the conformity requirements have been fulfilled through acceptance of
the TIP based on a review process which provides for joint DOT, EPA and
State reveiw and comment on conformity of transportation plans and
programs. Therefore, this project conforms to the SIP.

Previous Analysis

The air quality of I-35 from Mesaba Avenue to 26th Avenue East in Duluth
was analyzed and the project's Air Quality Report was submitted (April
1976) to the Minnesota Pollution Control Agency, the U.S. Environmental
,Protection Agency, the Wisconsin Department of Natural Resources and the
City of Duluth Planning Department. The Federal Final Environmental
Impact Statement (FEIS) was circulated on June 6, 1977. The State of
Minnesota Final Environmental Impact Statement which addressed air
quality impacts from Mesaba Avenue to 1l0th Avenue East was circulated on
December 2, 1977. Copies of these reports are available at the District
1 Headquarters of Mn/DOT.

Air Quality Analysis

The air quality studies for the previous reports were evaluated at
selected receptors using the U.S5. EPA 1975 Guidelines for Air Quality
Maintenance Planning and Analysis, VYolume 9 and U.S. EPA-AP-42 Second
Addition Supplement 5. This DEIS includes results of previous analyses
and evaluates additional receptor sites using the EPA HIWAY 2 dispersion
model and the EPA Mobile II emissions. The additional evaluations were
made only at selected receptor sites and continued to yield predictions
well below the standards.

Worst case meterological assumptions of 1 meter per second wind speed, a
wind angle of 10 degrees for free flowing traffic or of variable
directions for intersection analysis, an 8 hour persistence factor of
0.6, and a Pasquill Gifford stability class D as contained in Volume 9,
were used in performing these analyses.
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Receptor site locations were selected in areas of highest traffic
demand, traffic congestion, or general public usage. U.S. EPA
Guidelines, Volume 9, suggested 1975 background values of 5 ppm and 2
ppm for one and eight hour periods respectively uwere used at all sites.

Total CO concentrations consist of computed values emanating from the
roadways which directly affect the receptor site, plus concentrations
from other roadways and various other sources (background). These
values are listed in parts—per-million or ppm, as shown in the following
chart. State of Minnesota Carbon Monoxide Standards are 30 ppm Tor the
1 hour standard and 9 ppm Ffor the 8 hour standard.
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TOTAL CARBON MONOXIDE CONCENTRATIONS (PPM)

1975 EPA VOL. 9 METHODOLOGY

1990 1990 2000 2000

No Build Build No Build Build
I :
South St. between 1 Hour 1.0 2.4% 1.0 2.5
15th Ave. E. & 8 Hour 0.4 0.9% 0.4 0.9
16th Ave. E. :
IT.
Rose Garden
Intersection of
12th Ave. E. & 1 Hour 6.5 1.2%# 7.2 1.2
London Road 8 Hour 2.9 1.1%% 3.1 1.1
IIT. .
Sidewalk 21st Ave. 1 Hour 3.4 5.5 3.7 6.3
E. and 2nd St. 8 Hour 1.4 2.4 1.5 2.6
IV.
Intersection of 1 Hour 11.3 14 6%%% 11.3 15.1
21st Ave. E. and 8 Hour 3.4 L pxxx 3.6 4.9

London Road

State of Minnesota Carbon Moncride Standards are 30 ppm for the 1 Hour

standard and 9 ppm for the 8 Hour standard.

* EPA Hiway 2 - Mobile II: 2.6 ppm (1-hour) and 1.5 ppm
' (8-hour)
rH See Sub Table -~ Rose Garden
k%% EPA Hiway 2 - Mobile II: 8.0 ppm (l-hour) and
3.6 ppm (8-hour). The 2000 values would be very similar
to the 1990 values. Traffic will increase but emissions

will decrease.



%¥% Sub—Table Rose Garden = Build Alternative

The Rose Garden proper will be relocated, with the build alternative, to
the area presently occupied by the Curling Club. Three areas within the
relocated Rose Garden uwere analyzed for CO emmissions eminating from the
east portal of the tunnel for the expected highest traffic conditions
and for periods of extensive traftfic congestion within the tunnel. Both
conditions are for the "worst case™ of wind direction and speed and the
highest traffic volumes expected for the traffic conditions analyzed.
The results listed in ppm were:

1990 Build Alternative

Highest Traffic Congested Tratfic
40 MPH 5 MPH
1 Hour 8 Hour 1 Houf
Adjacent to
Tunnel Portal 6.0 6.1 20.1
Center of Neuw
Rose Garden 5.2 3.6 17.46
Adjacent to
London Road 4.4 3.0 14.8
State of
Minnesota 30 9 30

The Rose Garden was analyzed using the FHWA Tunvin Tunnel model, Hiway 2
EPA dispersion model and Mobil Il emissions. The 2000 values would be
similar to the 1990 values. Even the CO concentrations for the
congested conditions assuming a vehicle speed of 5 MPH would not violate
the air quality standards in the Rose Garden.
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Leif Erikson Park Tunnel

The tunnel was analyzed using the TUNVEN A/Q tunnel model and mobile 2
emission factors. The concentrations listed below are the results of

the peak traffic flow and worst case meterological conditions for the

year 1990 and with natural tunnel ventilation:

EPA and OSHA CO

40 MPH Tunnel Standards
1 hour 10.9 125
4 hour 9.6 75
8 hour 9.3 50

The expected maximum speed limit in the tunnel is 40 MPH. If greater
speed limits are authorized CO levels in the tunnel will be slightly
less than showun on the above chart.

A CO hourly concentration of 152 ppm was predicted with peak hour
traffic volumes moving at 5 MPH. At 10 MPH the predicted CO
concentration is 52 ppm.

Because the C0O concentrations wWill exceed OSHA standards if extensive
vehicle congestion occurs for an hour, measures will be employed to
nitigate impacts.

Although the occurance of extensive vehicle congestion is not
anticipated, a CO concentration which might exceed OSHA standards is an
area of concern. Possible mitigative measures under consideration in
regard to this issue are the use of an artificial ventilation system and
the incorporation of a traffic surveillance and warning system.

Artificial ventilation alternatives consist of a continuous ventilation
system or a standby system that would be activated in emergency
situations. Possible components of a traffic surveillance and warning
system could include automatic traffic detectors in the roaduway to

. monitor traffic flow and speed;, and direct communication lines to a
traffic control center where authorities will quickly be notified of
emergency situations in the I-35 corridor and can therefore promptly
respond to the situation.

Changeable message signs also associated with the system could warn
drivers of congestion in the tunnel area and stop or direct traffic to
other routes as needed.

Any of these possible alternative systems in combination with the design
of the highway should alleviate possible air quality impacts in the

tunnel area. The roadway through the tunnel is a full interstate design
roaduay with two lanes and shoulders in either direction to facilitate
quick clearing of the tunnel should an emergency arise. In addition
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truck transporting hazardous materials will not be allowed in the
tunnel.

Because of the nature of the development of Mn/DOT transportation
projects and studies currently being undertaken to analyze mitigative
alternatives for CO concentrations in tunnels of this type, a detailed
analysis of emergency procedures and mitigative alternatives are not
discussed in this EIS. Both of these design elements will be explored
further and decisions on methods to be followed will take place during
the detailed design phase of this project. Emergency procedures and
mitigative alternatives will also be discussed during the application
process for the MPCA Indirect Source Permit that is needed for this
project.
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Airnescial Pollution Control Agency

June 11lth, 1976,

Mr., Frank D, Marzitelli, Commissioner,
Minnesota Depertment of Highways,
State Highwayvy Building,

St Paul, Minnesota. 55155,

RE: 330
Minnesota Project I-35-6
State Project 6982-03 (I-35)
From Nesaba Avenue East
Duluth, St. Louis County, Minnesota

Dear Mr. Marzitelli:

Thg Division of Air Quality has reviewed the Air
Quality Report on the above referred to project and finds
that the project is not incousistent with the Stata
Implementation Plan's Transportaticn Control Secticu since
that section only concerns the Minneapolis Central Business
District.

A finding of counsistency or inconsistency requires, 1
believe, a portion of the State Implementation Plan againsct
which the proposdd highway can be measured. Since there is
no portion of the SIP relevant to Duluth's carbon monoxide
problem, to say that the project is not inconsistent is, at
best, an acknowledgment that there is no visible conflict
between the project and the non-existent portion of the
State Implementation Plan.

We have several reservations concerning this project;
specifically, the Air Quality Report's tunnel analysis
currently high 0 background levels in the vicinity of the
precject, and Congrecss' present considerations on relaxing
auto emission standavds.

Since the proposed tunnel under Leif Erickson Park is
not planned to have & mechanical ventilation eystem,
emergency prepareduess actions should be investigated due
to the possible cccurrence of accidents and traffic congestion
in the tunnel, '



The air quality analysis contained in the veport pre-
dicts that National Ambient Air Quality Standards for Carbon
Monoxide will be met at date of openiig (even though current
background concentrations are in violation). However, if
Congress does grant auto-makers further extensions the possi=-
bility remains that the proposed development could jeopardize
Carbon Monoxide standards at the date of opening.

Hopefully, these concerns will be addressed in the near
future as we are anticipating continued cooperation from your
department on this matter. - :

n

Sin;erely,

-

pe ,g.,.v; k4
P ter L. Gove
Executive Director

PLG/rug
COPILS:

F.i', Marzitellid
I, Dean Carlson
F.C. Marxhall
L.4. Korth

Panl G. Velsz
J.T. Pawlak
C.P. Kachelmyer
E.H. Jonassen=J. Thorson
R.M. Canner
A.J. Berka

J.P. Halvorson
P.H. File

File
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tatle og "nsconsin \ DEPARTMENT CF NATURAL RESQURCES

Anthony S. Carl
Szererary

BOX 400
MADISON, WISCONSIN 53701

May i9,1976 IN REPLY REFER TO: 14520

Mr. Frank D. Marzitelli, Commissioner
State of Minnesota B B A

Department of Highways ‘ IAN S
St. Paul, Minnesota 55155

A2ring

Dear Mr. Msrzitelli:

Re: 33C - Minn. Proj. I-35-6 ( ) . ;
State Proj. 6982-03-(I-35)
Air Quality Report From
Mesata Avenue to 26th Avenue East
Duluth, St. Louis County, Minnescta

The Air Management Section for the State of Wisconzin has reviewed the
"Air Quality Report" on the zbove mroject and finds the analysis method
used is adequate and satisfactory. ‘

Further, we note that the air qualily projection ccaputations for future
years up to 2000 A.D, indicates an iumprovement in the quality of the air
and hence we feel this project is consistent with Wisconsin's State Air
Quality Implementation Plan.

Sincerely, : A °
Bureau of Air & Solid Waste Management

ffyuvi‘,(flﬁf 0L4;v4&\:~(q

Subroto Mitro, Engineer
Air Management Section

SM:br

COPIES:

F,D. Marzitelli

F.C. Marshall

L. Ao Korth

Paul G. Velz

John T, Pawlak

C.P. Kachelmyer

E.H, Jonassen~Jd. Thorson

A.J. Berka

R.M., Canner )
J.P. Halvorson P.H. File .- File

THIS IS 100% RECYCLED PARPER
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UNITED STATES
ENVIRONMENTAL PROTECTION AGENCY
REGION V
230 SOUTH DEARBORN ST
CHICAGO. ILLINOIS 50004

1576
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Mr. Paul G. Velz

Road Design Engineer
Depariment of Highways
State of Minnesota

St, Paul, Minnesota 55155

Dear Mzr, Velz:

We have completed our review of the Air Quality Report for I-35 in
Duluth, Minnesota as requested in your letter of May 6, 1976.

The Air Quzlity Report adequately addresses the comments which EPA
has previcusly made on this project, We do not anticipate adverse air
quality 1mpacts o he realized due to the completion of this pronosed
transportation fecility., Our conclusion is based on the resulls of the
anﬁlyklo which gcqer'allv utilized U, S. EPA recommiended procedures
(Guidelines for Air Quality Maintenance Planning and Analysu, Volume 9;
Evaluating Indirect Sources), in addition to the fact that the facility would
not be completed until 1985, Thank you for the opportunity to review this
Air Quality Report,

Sincerely yours,

A%;///m

Garv A, Williams
Chlef
Environmentai Review Section
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VICE). NOISE IMPACTS

Noise impacts were evaluated according to Federal Aid Highway Program
Manual 7-7-3 using the National Cooperative Highway Research Program
(NCHRP) Report 117 and NCHRP 144 methods for computing noise impacts.
The FHWA Highway Traffic Noise Prediction Model (Stamina) was used to
"spot check™ barrier heights and noise impacts primarily at residential
locations. Results using both models are similar.

Noise impacts are expressed as L10-dBA, the sound level that is exceeded
10% of the time fTor the period under consideration, and measured in
decibles (dB) that involves the human audibility of certain frequency
levels (A);, commonly referred to as dBA. *®

Predicted noise levels from this analysis are compared to the FHWA
Design Noise Levels which apply to land uses adjacent to Interstate
Highways. The State of Minnesota noise standards have also been listed

for comparison purposes. The FHWA design noise levels are based on the
following:

Land Use Design Noise Description of Land Use Category
Category Level - L10
A 60 dBA Tracts of land in which serenity and quiet are
(exterior) of extraordinary significance and serve an

important public need, and where the preserva-
tion of those qualities is essential if the
area is to continue to serve its intended
purpose. Such areas could include
amphitheaters, particular parks or portions

of parks, or open spaces uwhich are dedicated
or recognized by appropriate local officials
for activities requiring special qualities

of serenity and quiet.

B 70 dBA Residences, motels, hotels, public meeting
(exterior) rooms, schools, churches, libraries, picnic
areas, recreation areas, playgrounds, active
sports areas and parks.

C 75 dBA Developed lands, properties or activities not
{(exterior) included in categories A and B above.

D n/a Undeveloped lands.

E 55 dBA Residences, motels, hotels, public meeting
(interior) rooms, schools, churches, libraries, hospitals

and auditoriums.
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State Standards are based on the following:

LAND USE DAY (0700-2200) NIGHT (2200-0700)

L50 L10 L50 L10
Residential 60 65 50 55
Commerical 65 70 65 70
Industrial 75 80 75 80

Existing (ambient) noise levels were monitored in the corridor for the
initial (FEIS) noise analysis (1972-1973) and again in late summer of
1981. Monitoring for both phases was conducted during either the daily
peak hour traffic periods or during periods of higher truck traffic.
Monitored noise levels for the two phases are similar throughout the
corridor except in the interior of the Rose Garden portion of Leif
Erikson Park where ambient noise levels dropped from 68 dBA to 59 dBA.
The reduction is primarily due to the restriction of westbound truck
traffic past the Rose Garden.

Results of the noise analysis are listed according to adjacent land use
and the proposed highway design.

10th Avenue East to 1l4th Avenue East

Existing land use along the northerly side of London Road consists of
six commercial buildings; the Plaza Shopping Center, the National
Guard Armory, one church and Tour apartment buildings. Land use
southerly of London Road to Lake Superior are Leif Erikson Park, the
Rose Garden portion of the Park, the abandoned Curling Club building
and one fish market.

The noise analysis considers the existing, no build and build

alternatives as listed below. Traffic volumes are in Average Daily
Traffic. Noise levels, where appropriate, are in dBA.
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LOCATION EXISTING NO-BUILD BUILD

Traftfic Volumes on -
London Road 13,600 26,400 1,500

Sidewalks on London Rd. 78 80 69

Closest Residential
Building on Northerly

Side of London Road 68 78 63

Leif Erikson Park 58 69 55

Rose Garden - Interior 68 (19723 75 85 (1)
59 (1981)

Curling Club 68 (1972) 70 N/7A (2)
68 (1981) '

Fish Market 68 70 N/7A (2)

(1) The project unabated noise level (85dBA) immediately behind
the tunnels east portal headuall. Section VI.M page 87
details proposed changes of the Rose Garden and proposed
noise wall and other noise abatement measures that will
reduce noise levels to meet the FDNL.

(2) These buildings will be demolished with this alternative.
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l4th Avenue East to 26th Avenue East

Land use northerly of the proposed freeway is zoned by the City of
Duluth as commercial and light industrial, but the area contains a
substantial number of single Ffamily units. Land use southerly of the
proposed route to Lake Superior is primarily undeveloped.

Ambient noise levels monitored during "quiet times™ in 1972 and
during the 1981 monitoring period are similar and range from 48 dBA
to 56 dBA throughout the area. During the 1972 monitoring period
noise levels generated by switching operations produced noise levels
up to 79 dBA at residential buildings adjacent to the switching yard.
The DM&IR ceased switching operations during the late 1970's,
althouah the switching yard remains intact.

By depressing the freeway through this area, noise levels can be
reduced to meet the Federal Design Noise Level for residential land
use.

Current Mn/DOT policy is to incorporate noise abatement measures into
freeuway design where technically and economically feasible. The
depressed nature of the highway allows noise walls to become
integrated into the design of retaining and safety walls (in.lieu of
conventional fencing) and Kept at a low profile. This climinates the
need for high free—-standing walls which have become controversial in
other parts of the State.

VI(F). WATER QUALITY

Background

The Duluth storm water drainage area is divided into two contrasting
types of surface terrain. The upland part is gently rolling to flat
land with meandering streams and small swamp areas which retard stream
flow. The stream sections near Lake Superior have extremely steep
slopes which rise from the lakeshore 600 to 700 feet above the lake
level to form a bluff parallel to and between 172 mile to 1-1/2 miles
westerly from the shore. The upland portion above the bluff is not
highly urbanized and much of it is open grassland, brushland or timber.
The steep hillside below the bluff and in the study area is almost
totally urbanized. Creek channel profiles with slopes of 10% or more
and land surface profiles of up to 30% are common below the bluff. The
stream channels are well defined and occupy deep stream carved gorges in
the bedrock below the bluff, some of which run all the way to the lake.
In the study area, the steep slope and urban development below the bluf¥
contribute to very rapid storm water run off.

The rapid run off resulting from spring snow melt or from heavy or
prolonged rainfall produces profound effects on the biota of streams.
The greatly increased volume and discharge rate of water tend to scour
the creek channel and its banks, resulting in increased erosion
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accompained by increased turbidity and nutrient load. The Fluctuating
water level has had adverse effects on vertebrate populations,
especially fish, stream invertebrates, algal communities, and rooted
plants. Animal populations in the creek valleys are limited in both
size and variety as a result of the urban development (3).

Three watersheds will be traversed in the 10th to 26th Avenues East
freeway extension. These uwatersheds are Grey, Chester and Oregon.
(Exhibit page 75) Freeway runoff will be routed through a storm seuwer
system into a retention sedimentation pond before discharge into Lake
Superior. Therefore, no freeway runo¥f will be directly discharged into
any stream channel or Lake Superior.

The water quality of these creeks is influenced by storm water runoff of
the city street systems, public usage, residual garbage disposal areas
and the city's antiquated sanitary sewer system. Visual inspection and
Wwater quality sampling during the past 3 years indicates the presence ofF
iiigh coliform counts and of raw sewage in all of the creeks.

Grey Creek

Grey Creek originates near the top of the bluff and traverses the
hillside through a series of open channel sections;,; culverts and storm
seuwers before discharging into Lake Superior at 9th Avenue East. The
drainage basin covers an area of about 0.6 square miless; 60% of which is
residentially and commercially developed.

Chester Creek

The three branches of Chester Creek junction near the top of the bluff
with the creek descending the hillside in an open channel through
Chester Park to the southerly limit of the park at 4th Street. Chester
Park occupies the creek valley and extends approximately 5,000 feet
upstream from 4th Street. The park although classified as undeveloped
by the City of Duluth, has year round recreational use. The DNR has
designated Chester Creek upstream of 4th St. as a trout stream. The
creek is stocked annually with trout to supplement natural reproduction
and is heavily fished by youngsters providing important fishing
recreation.

3 3 3 3 3 I ¥ 5% 3 3 % %
(3) Duluth Stormuwater Flood Control Project. Revised Draft

Environmental Statement, March, 1976, available at Mn/DOT,
1123 Mesaba Avenue, Duluth, Minnesota 55811.
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The creek continues in an open channel passing under city streets via
stone arches. At Superior Street the creek enters a tunnel which flouws
under the Armory and London Road emerging in a deep gorge in Leif
Erikson Park about 200" from the lake.

Oregon Creek

This creek originates below the bluff descending the hillside in open
channel and through a series of culverts before discharging into the

lake near 18th Avenue East. The 0.85 square mile drainage basin has

dense residential development.

Modifications to Inplace Systems

Several of the storm seuwer systems currently draining the hillside
between 10th and 26th Avenues East will be louered to pass under the
freeway before discharging into Lake Superior,

Chester Creek will be impacted by extensive excavation and construction
(see Section VI (H), Stream Modification and Impoundments page 79).
Special procedures will be investigated and implemented to control these
related impacts.

The Corps of Engineers has proposed improvements to several of Duluth's
storm water systems(4) including the creeks affected by the freeuway

extension. The freeway storm water run off design will be coordinated
with affected improvements proposed in the Corps of Engineers plan.

Impacts

Water quality impacts result from freeway operation and construction
activities.

Jperations Impacts

‘reeway runoff has been identified as a significant contributor of
pollutants. Pollutants are generated during the normal operation of a
freeway from the accumulation of materials upon freeway surftaces and

their subsequent removal during runoff events. The major pollutants
found in freeway runoff are:

I H 3 H I K S H H KKK

(4) ibid
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1. Chloride from the application of winter de-icing
chemicals.

2. Sediments generated by winter sanding activities,
accumulation of dust and litter, and wear of the
roadway itself.

3. Pollutants associated with motor vehicle emissions
and the wearing of tires and mechanical parts.
a. Heavy metals such as lead, iron, and copper.
b. Petroleum product residues such as oil and
grease.
G, Other pollutants
a. Pesticides and herbicides

b. Plant fertilizers such as nitrogen and phosphorus.

Other pollutants can be generated by both the construction and
operational phases of a freeway. Pesticides, herbicides and fertilizers
may be applied during the latter stages of construction to help
establish vegetative growth (for permanent erosion control) or during
the actual operation of the freeway to control noxious uweeds or help
establish additonal vegetative plantings.

Quality of Freeway Runoff

The impact that freeway runoff will have on receiving waters, such as
Lake Superior, is reflected by the average concentrations of pollutants
found in freeway runoff. Table 1 (page 78) shows the concentrations of
suspended solids, BOD, COD, orthophosphorus, nitrate, chloride, lead,
iron, copper and zinc in freeway runoff. It is anticipated that the
average pollutant concentrations in runoff from I-35 will be most
similar to the runoff from I-94 in St. Paul, due to design
similarities.

Minimization of Harm = Ponding Areas

Freeway runoff will be collected using an urban drainage system (curb
and gutter). Stormsewers will route the runoff to a ponding area prior
to discharge into Lake Superior. This ponding area wWwill be located
south of I-35, approximately 18th Avenue East (near sewage lift
station).

All freeway stormwater runoff from 18th Avenue East to 26th Avenue East
Wwill be routed to this pond before discharge into Lake Superior. This
pond will allow suspended sediment and associated pollutants to settle
out prior to discharge. A study by Whipple (1980) shouwed that a
retention pond removed 65% of Total Suspended Solids, 50% of the
Biochemical Oxygen Demand, 47% of Total Phosphorus and 62% of Lead in
drban runoff. The I-35 pond will be designed to contain floatable
materials and will act as a containment area in the event of a spill of
hazardous or toxic materials.
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AVERAGE POLLUTANT CONCENTRATIONS IN FREEWAY RUNOFF (mg/ 1)

Table 1

Runoff Source ™ Total BOD {CcOD |Ortho- Nitrate |Chlor—- |Lead ICoppe‘ Zinc | Iron
gu:':pended , Phosphorus (NO4- ide|(Pb) | (cu) | (zn) (Fe)
olids (POy4) N) (ch)
Freeway 1-94 1 '
ST PAUL MN 79 16.0 | 54 4253 43 | 11 |.410 | .027 | .140 | 44
2
Freeway I-794
138 - 105 .31 -
MILWAUKEE, Wi 63 | 1.50] .10 | .35 | 7.5
Freeway(Hwy 45)2
396 - -
MILWAUKEE, WI 120 .48 229 | .78 | .08 | .39 |13.3

Howard, J.E. 1981,

Envirex, 1981.
RD-81/045.

Winter samples not represented

Characteristics of Urban Highway Runoff (Interstate 94,
Saint Paul, Minnesota) FHWA/Mn-81/6.

Characteristics of Runoff from Operating Highways.

FHWA/

This measurement is for Total Phosphorus, instead of Ortho-phosphorus.




Minimizing Harm From De-icing Salt

De-icing salt applied by Mn/DOT, District 1, is typically 98% sodium
chloride (NaCl) and 2% calcium chloride (CaCl). Approximately 9 tons
per lane mile of de-icing salt would be applied to I-35 each winter,

A sedimentation/retention pond is useful for removing suspended sediment
particles; houwever;, it has no effect on removing dissolved particles,

such as chloride. From an ecological standpoint, no chloride should be
added to Lake Superior. Safety reasons; houwever, do not permit the
non—application of de~-icing salt. I-35 will receive minimum amounts of

de—-icing salts to maintain safe driving conditions. Given the large
volume of Lake Superior, versus; the relatively small amount of de-icing
salt applied to I-35, only a small, localized increase in chloride '
concentrations should be detectable near the pond outlet.

‘Construction

Impacts to water quality during freeway construction are usually
short—-term and occur from three primary sources:

1. Waste-uwater from concrete mixing operations.

2. Accidental spills of petroleum products or
other materials.

3. Erosion of exposed earth during rainfall events.

In order to minimize impacts from the first tuwo sources, Mn/DOT enforces
pollution control measures described in Standard Specifications for
Highway Construction (Mn/DOT 1978). In addition, during construction
all petroleum products and other water degrading materials will be
stored in areas where any spills of such materials can be contained and
not allowed to reach Lake Superior.

Erosion is the most serijous source in terms of both quantity of
pollutant and detrimental impact to water quality. Sediment generated
by erosion, if allowed to enter Lake Superior unchecked;, could result in
a serious localized degradation of water quality through an increase in
turbidity and total suspended solids (TSS). A large increase in
turbidity and TSS could have an adverse impact upon plants,
invertebrates and fish by decreasing light penetration and reducing
growth of plants; depositing silt which could smother benthic
invertebrates and causing fish to leave the area to seek less turbid
waters.

To avoid these impacts Mn/DOT routinely requires contractors to install
adequate erosion controls. Permanent and temporary controls will be
used to minimize erosion and insure that water quality will not be
significantly degraded. Permanent control measures include items such
as, replacement of topsoil, seed, sod and rock riprap. Seed, sod and
topsoil are used to re-establish vegetation after construction.
Vegetative cover is the best permanent means of controlling and reducing
erosion in large exposed areas. Permanent erosion control measures are
included in the construction plans by the designer and it is the project
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engineer's responsibility to see they are implemented. Temporary
controls of erosion include items such as, bale ditch checks, earth
diversions, bale diversions, and temporary sediment basins. Mn/DOT
Specification 1803.5 defines erosion control procedures and
responsibility.

VI(G). WETLANDS

The term wetlands as used in this report refers to lowlands covered with
shallow and sometimes temporary or intermittent waters. There is no
involvement with wetlands (marshes, swamps) in the project study area.

VI(H). STREAM MODIFICATION OR IMPOUNDMENT

There are tuwo creeks crossing the freeway corridor between 10th and 26th
Avenues East. (Exhibit page 75). Oregon Creek is completely enclosed
in conduit, (concrete pipes, metal pipes, brick facia storm conduit),
within the project limits. Construction of the freeway will not change
this conduit system, although the pipes may be improved within the
freeway corridor. '

Some modifications near the outlet of Chester Creek will be necessary
for construction of the freeway. Chester Creek is in a conduit to about
172 block south of London Road. From there Chester Creek is in its
natural creek bed, passing under the DM&IR Railroad arched bridge, and
then into Lake Superior.

Chester Creek will pass beneath the freeway tunnel (see sketch page 81).
Coordination with the Minnesota Department of Natural Resources, U.S.
Corps of Engineers, and other governmental agencies is an "on-going"”
process and will continue throughout the development of this project.
The type of foundation to be used on the Leif Erikson tunnel has not

been determined but, regardless of the type picked, drainage will be
provided so that the structure does not act as a dam to grounduater.
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CHESTER CREEK

Chester Creek now flows along
an underground culvert to the
south edge of London Road near
13th Ave. E. From here the
creek follows its natural open
course to Lake Superior.

Construction of I35 across
Chester Creek will result in
several changes in the area:

1. The creek culvert will
be extended to the Lake
side of new F5. From
here the creek will pro-
ceed on its regular
course to Lake Superior.

2. A pedestrian walkway
will bridge from the
London Rd. level and
provide access down to
the added park area.




VI(I). FLOOD HAZARD EVALUTION

A Federal Insurance Administration Floodway and Flood Boundary map shows
that the extension of I-35 in Duluth from 10th to 26th Avenues East will
transversely cross the 100-yea+r Tloodplain of Chester Creek.

The interstate will be in a tunnel as it crosses Chester Creek.
Currently, Chester Creek is in a conduit to 1/2 block south of London
Road. Preliminary plans show extension of the conduit underneath the
tunnel.

This floodplain encroachment is not significant'according to the .
provisions of FHPM 6-7-3-2 for the following reasons:?

1. There is no significant potential for interruption: ,
6r termination of a transportation facility which i
is needed for emergency vehicles or provides a :
communitys only evacuation route.

a. Other transportation routes are available for
emergency vehicles to use;, such as London Road
or the one-way pairs.

2. No significant adverse impact on natural and beneficial
floodplain values will result.

a. Appropriate turf establishment and erosion control
will be taken.

b. Rock riprap will be placed adjacent to the culvert
outlet if considered necessary.

¢. No threatened or endangered species are found
in Chester Creek.

3. No significant risk, such as increased flooding of
property or hazard of life will result.

a. The conduit extension wWwill be designed so that no
significant change in hydraulic conditions occur
and will be in accordance with applicable floodplain
regulations.

4. The culvert extension at Chester Creek is not expected
to support potential incompatible floodplain development
for the following reason:

a. The City of Duluth zoning ordinances regulate
floodplain development.

Based on the above assessment, the culvert extension at Chester Creek

should not have any significant impact on a transportation facility
needed for emergency vehilces; will not have any significant impact on
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natural and beneficial floodplain values; should not increase the risk
of flooding and will not support incompatible floodplain development.

VI(J). CONSTRUCTION IMPACTS

The construction of a highuway project of this size often results in a
short term decrease in the environmental quality of the project area.
The following discussion Will identify the probable construction impacts
and discuss construction methods that can be used to mitigate harm.

Changing Traffic Patterns and Access

During the construction of this project, it will be necessary to close
or periodically interrupt traffic flow on several streets. This will be
done both to facilitate completing the project and to insure the safety
of the traveling public.

London Road will be closed between 8th and 12th Avenues East during
construction of the depressed section and tunnel. The properties on the
upper side of London Road between 10th and 12th Avenues East will have
vehicular access to Superior Street and 12th Avenue East. Maintaining
access to the parking lots of the Metropolitan Life Insurance Co. and
First Lutheran Church will not be possible during the construction phase
of the tunnel.

If the freeway from Mesaba to 10th Avenue East is opened to traffic
Yefore the completion of the 10th Avenue East to 26th Avenue East
section a temporary connection could be made betuween 8th Avenue East and
:0th Avenue East that would ramp up to Superior Street. This detour
2ill result in a traffic increase on Superior Street between 10th Avenue
East and l4th Avenue East. This additional traffic should not cause any
capacity problems on Superior Street because the detour should, in
effect, be self-regulating. For example, if a motorist has used the
detour and found it to be congested, he would probably use either the
Mesaba Avenue;, 5th Avenue West, or Lake Avenue interchanges to reach
alternative routes on his next trip.

The remainder of the I-35 construction will have a minor impact on
traffic patterns and access because the freeway is south of London Road
from Leif Erikson Park to 26th Avenue East. Access to the remaining
property south of the freeway can be maintained by leaving either 22nd
or 23rd Avenue East open during construction of the interchange at 2lst
Avenue East. Constructing the connections to London Road may
necessitate the detouring of London Road traffic to Superior Street.

Erosion and Dust
Anytime the soil is exposed by removing vegetation during construction,

the possibility of erosion and dust problems occur. All construction
operations are covered by state, federal and local regulations governing
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erosion and the possible sedimentation of lakKes and streams and fugitive
dust. In addition, Mn/DOT specifications require formulation of an
erosion control plan which also involves fugitive dust control.

Examples of construction practices which are used to control erosion and
dust are prompt revegetation of exposed areas; curb and gutter, sediment
basins, hay bales, and paved surfaces on temporary road connections and
detours.

Utility Involvement

Construction of this project will require removal or relocation of
public utilities such as storm and sanitary seuwers, gas and water mains,
and telephone and electric lines. Studies will be made jointly with the
various utility owners to determine which utilities are involved and
require relocation. This work will be accomplished in accordance with
all State and City codes and environmental regulations. Relocaticn will
be designed in the construction plans or performed separately by the
utility company (by agreement), to provide a minimal interruption of
service during construction.

Waste Disposal Areas

Basically there will be two types of materials that must be disposed of:
natural materials (various types of soil and rock), and rubble from
demolished buildings.

The excess natural materials are a valuable resource in that they can be
used for fill material at a different location. It appears that
excavated rock from both the 10th Avenue East to 26th Avenue East
section and the Mesaba Avenue to 10th Avenue East section could be used
to enhance the shoreline of Lake Superior between l14th Avenue East and
2lst Avenue East. This section of shoreline has been used as a dumping
site for broken concrete slabs, other hard rubble and has become a very
unsightly area. Approximately 60,000 to 100,000 cubic yards of rock
would cover the rubble, providing a native material that would blend
into the surrounding rock outcrops and also provide added shoreline
orotection. Care will be taken to preserve the small areas of natural
heach within this area.

The rubble from demolished buildings will be disposed of at a location
that will not harm the environment such as a sanitary land fill.

When specific waste disposal sites are found, consideration will be
given to alternative routes over which the material will be hauled. The
route selected will be one on which the increased truck traffic will not
cause severe problems. Special provisions such as water tight boxes on
trucks hauling wet material will be used to avoid spillage along the
haul road.
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Construction Noise

The changes in traffic patterns will increase traffic generated noise
along the designated detour routes. This noise impact will vary due to
several factors which include construction procedures, adjacent land
use, duration and/or amount of traffic restriction.

The other major source of noise in the project corridor will be
generated by construction activities. While all construction operations
produce noise, pile driving, rock drilling, and blasting are expected to
cause the most significant impact.

Preliminary investigations indicate that pile driving may be required
for the Leif Erikson tunnel, and the bridge at 2lst Avenue East. IFf
pile driving is required at these locations, the noise impact to
adjacent residential land uses will be minimized by the anticipated
short pile lengths and reduced pile driving times. Shorter pile lengths
provide the opportunity to effectively shield adjacent property from
pile driving noise by the use of temporary noise barriers or other

acceptable means. Pile driving operations will be restricted to daytime
hours in the residential areas.

Rock drilling and blasting may be required in the cut section betueen
10th and 24th Avenue East. Due to the noise generated by these
operations, the contractor will be required to erect noise barriers
which will be effective in reducing the impact to adjacent property.
The contractor will be required to comply with the Duluth blasting
permit requirements issued through the Duluth Fire Department.

Present Mn/DOT specifications require that any piece of equipment used
on a project be adequately maintained including mufflers and other noise
abatement devices. Construction machinery suppliers have indicated that
the noise generated by the majority of the construction equipment has
been reduced to 85 dBA or louwer at a distance of 50 feet from the
equipment.

The Contractor will be required to use this type of equipment in noise
sensitive areas.

VI(K). HISTORIC
Passenger Depot: Endion

The DM&IR Railroad's former passenger depot, Endion Depot, is a
designated historic property. It must be moved from its present
location because it falls within the proposed freeway construction area.
The station is currently ouned and operated by a private business. The
new location, method of movement and payment for the move have not been
Finalized. Because the depot is now in private ownership, the Federal
Highway Administration's (FHWA) rules for moving the historic structure
are different than previously discussed in the Federal EIS. A procedure
tor the move is presently being developed by the MN/DOT and the FHUWA,
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VYI(L). ENGERY IMPACTS

This energy section evaluates the effects of the proposed project
alternatives in terms of their energy consumption impacts.

Two types of energy consumption are dealt with. Direct consumption is
the energy consumed in the actual propulsion effort of a vehicle. It
refers to the impacts of operating the highway after it is constructed.
Indirect energy impacts include the energy required to construct and
maintain the highway, Tor substantial changes in consumption likely to
result from project induced land use changes or modal shifts, and to
manhufacture, and maintenance energy due to changes in vehicular useage.

An energy analysis was done in order to compare the build and the
no—-build alternatives. It was done using a computer model developed by
the California Department of Transportation and modified by the
Minnesota Department of Transportation which uses procedures and
computation fTactors previously accepted by the Federal Highuway
Administration. The width of the corridor studied (I-35 to 4th Street)
was determined by the number of streets whose traffic patterns were
affected by construction of I-35. Traffic volumes were obtained from
the Duluth-Superior Metropolitan Area Transportation and Planning Study.

The following table shows the results of the energy analysis averaged in
terms of equivalent barrels of crude o0il per day (Bbl/Day) over a 20
year period. There are no significant project induced land use changes
anticipated, so peripheral effects were considered nil for both the
build and no-build alternatives.

EQUIVALENT DAILY CONSUMPTION

Energy Consumption Alternatives
by Source Build No-Build
DIRECT
Vehicle Fuels 154 174
INDIRECT
Vehicle Manufacture and Maintenance 28 22
Roaduway Construction 14 0
Maintenance 0 0
TOTAL ENERGY EXPENDED 196 Bbl/Day 196 Bbl/Day

The final results show there is no difference in energy consumption
between the build and no-build alternatives. This makes neither
alternative more or less energy intensive than the other.
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VI(M). VIEW AND AESTHETICS

This section will discuss the views and aesthetic considerations
associated with the project.

Leif Erikson Park Proposed Development

Rose Garden

About 0.2 acre of the park near the Rose Garden will be lost to the
freeway. The park will be affected by I-35 in that normal use will
be disrupted during construction. Construction of the tunnel section
will require removal of statues, the rose garden, and vegetation
along Chester Creek channel. Once construction is completed, the
park lands will be restored.

The following concept plan was developed in consultation with the
City and the Duluth Rose Society, operators of the Rose Garden. The
concept shows the Rose Garden moved to a new location compared to
earlier reports. Under this concept, the gardens would be within the
area presently occupied by the Curling Club.

This change occurred because of several factors, including:

1. The Curling Club is currently vacant and subject to
vandalism. The present owners want Mn/DOT to acquire

the building sooner than other properties along the route
to remove their liabilty.

2. The Rose Society felt that were the gardens to be
closed or relocated during tunnel construction, the
Society would cease to function. They need the
visibility »f the present location and continuous
operation of the gardens to maintain membership.

3. None of the present rose varieties are rare ones uwhich
cannot be replaced. The roses cannot be stored well or
easily transplanted so the garden will need to be
replanted with new plants.

4. The Society has been concerned about security and
vandalism because they cannot close the gardens of+¥
from access during evening hours. They also have
trouble with conflicting uses of the space, such as
Frizbees sailing through the garden.

5. The present arrangement doesn't provide any large
open spaces for informal group recreation.

6. The need for the off-street parking by the Curling
Club will be eliminated because parallel parking will
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be available on each side of London Road once the
freeway is completed.

The plan involves purchasing the Curling Club in advance of other
interstate R/H. Once the site has been cleared, Mn/DOT will relocate
the garden, using the same three bed design. Flowering crabs will
surround the garden. On the freeway edges of the garden, noisewalls
Wwill be extended from the retaining walls to reduce noise levels
within the garden. On the London Road and entrance sides of the
garden, an iron picket fence will be installed with a lockable gate
to secure the garden during non-operation hours.

Within the garden, space will be provided for the cycling of roses
between beds. The entire area will be grass, with the exception of
the main entrance and the stone paving around the horse fountain. A
paved overlook area will also be provided for vieuws back toward the
lake and downtown Duluth. The overlook will allow views over the top
of the noisewall.

The Leif Erikson statue will be moved to a prominent area as a focal
point at the entrance to the garden.

After completion of the tunnel the present Rose Garden will be
restored to an open grass surface. This will permit area for
informal recreation and also will allow a broad view to the lake.
Pedestrian trail systems will continue from downtown, through the
park and on along the shore.

The design details for retaining walls, bridges, fences and other
elements will be identified in a detail design guide to be prepared
by the Site Development Unit of the Office of Environmental Services.,

Additional Park Land

As mitigation for disruption and loss of park land, Mn/DOT will
purchase 1.2 acres of private land and add it to the existing park.
This property will add 500 lineal feet of shoreline to the park.
Access to the shore will be by a bridge from the top of the tunnel
portal over the railroad track and then down to the shoreline.

This additional park land will be grass covered and trees and perhaps
low noise mounds will be developed.
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Shoreline

The present shoreline along this stretch is generally in poor condition.
Much of it has been spoiled by random dumping of debris, such as
concrete slabs, bituminous chunks and wood. The banks are heavily
2roded at many points. In several eroded sections between 15th and 18th
Avenue East, the height of the bank above the lake level will be
reduced. This is the result of the freeway being louwered below the
level of the existing tracks. This will significantly reduce erosion
into Lake Superior at these difficult points.

To further reduce erosion, stabilize the bank and clean up the
debris—-covered beach, the shoreline will be randomly riprapped with
large native rock pieces from roadway construction. At some points, the
debris, old concrete slabs, bituminous chunks, etc. will be covered
with excess soil from the roadway excavation and then riprapped. Areas
oFf natural beach will be carefully retained and protected. Where
possible;, native vegetation will be planted, both for visual purposes
and bank stabilization.

Trail System

The City of Duluth and previous Mn/DOT documents have designated trail
systems as a part of the corridor. Pedestrian traffic is expected to
use the system.

As currently planned, Mn/DOT will construct a pedestrian trail along the
lake. The lakeshore trail will extend from the bridge structure in Leif
Erikson Park along the shore to about 20th Avenue East. The trail
construction might require small retaining walls at several points,
because of the steep slopes toward the lake. A fence will separate the
railroad tracks from the trail.

Between 17th and 18th Avenue East a bridge will connect the lakeshore
trail with South Street beyond the freeway. This bridge will link the
neighborhood and London Road district with the lake.

All bridge structures will be handicap accessible. Another link over
the freeway will be available on the bridge carrying 2lst Avenue East
over the corridor. This will also be a direct link to London Road.

Between about 20th Avenue EFast and 24th Avenue East, the trail may be
carried as part of Water Street which runs parallel to the corridor and
the lakeshore. At about 25th Avenue East another bridge will carry the
trail across the corridor and up the bluff to its termination at 26th
Avenue East and London Road. ‘

The trail system described will provide a public link along one mile of
lakeshore. Most of this shore is presently privately owned and
relatively inaccessible. The trail represents a significant increase in
recreational opportunties for the Duluth citizens.
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Ponding Area

One method of controlling storm drainage off the freeway is to collect
the flow and store it temporarily in a sedimentation pond. The pond
Wwill be constructed on the point of land at 18th Avenue East and will be
approximately one acre in size.

This point of land is covered with scrub vegetation and strewn with
debris. Once constructed, trees and shrubs would be planted to replace
those lost during construction. Water retention in the pond would be
limited to storm periods to eliminate a potential safety hazard,

The lakeshore side of the pond would be riprapped to protect against
storm erosion from the lake. Large chunks of native rock will be used.

Coordination of Surface Treatments

All retaining walls, bridge facias and noisewalls will be designed using
a consistent pattern of treatments. The same treatments used further
down the freeway toward downtown will be duplicated along this section.

Where noisewalls are required at retaining walls, they will be
continuous structures. The retaining walls will be extended vertically
to the height required for noise protection.

Detail design elements along the entire corridor from 10th Avenue East
to 26th Avenue East should be coordinated. To insure a consistant
visual image, the Site Development Unit, Office of Environmental
Services, Will prepare a detail design guide covering this section. The
guide will include design details for elements such as retaining walls,
lights, fencing, surface treatments, etc.
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SECTION VI

ALTERNATIVES AND SUMMARY OF
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This section is a summary of alternatives considered and reasons for
dismissal.

This section discusses no-build alternative, mass transit, lLondon Road
upgrading alternatives, alignment alternatives within the corridor and
various Tacility types.

Extensive analysis of a range of alternatives was undertaken during the
long history of this project, dating back to the early 19609s. Those
interested in reviewing the alternatives analysis on this project may
review one or more of the following documents:

Final Environmental Impact and Section 4(f) Statements (Federal)

I-35 Iterim Report 10th Avenue East to 68th Avenue East (Citizen
Advisory Committee)

RECOMMENDED ALTERNATIVE

The recommended alignment and design of the proposed freeuway within the
corridor is discussed in detail in Section III, Description of the
Proposed Action and Alternative Selected (pages 15 to 20).

1'0-NOTHING ALTERNATIVE

The "do-nothing™ alternative means no additional major construction or
upgrading of existing streets in the corridor between 10th and 26th
Avenues East. I-35 would end at 10th Avenue East and London Road with
freeway traffic flowing directly to and from London Road. The
"do-nothing™ alternative results in increased traffic on London Road
between 10th and 2lst Avenues East (13,600 present ADT to 26,400 ADT in

the year 2000). This results in the following impacts along London
Road:

- Increased difficulty finding gaps in traffic flouw
for access to and from adjacent property. This
increased traffic congestion probably would have an
adverse effect on London Road businesses and the
use and enjoyment of Leif Erikson Park.

- Increased vehicular accidents.

- Increased noise, above standards between 10th and
14th Avenues East adjacent to Leif Erikson Park.

- Increased air pollution, but below standards.
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The "do-nothing™ alternative does not reduce traffic and associated
safety, noise and visual impacts on heavily traveled neighborhood
streets. The "do-nothing"™ alternative provides no extra margin for peak
travel demands. Traffic congestion on streets in the corridor will
continue and peak demand periods will only compound the problem.

The "do-nothing™ alternative was dismissed based on the above
deficiencies.

MASS TRANSIT ALTERNATIVE

The Duluth Transit Authority (DTA) Board, the Duluth and Superior City
Councils, American Transit Enterprises (ATE) Management Company and the
Metropolitan Interstate Committee (MIC) are five separate bodies with
five separate, but interacting roles in addressing mass transit in the
Duluth-Superior Area. The DTA is the policy-makKing authority, the City
Councils are the funding authorities, the ATE Management Company is
responsible for operational expertise and the MIC is the designated
Metroplitan Planning Organization (MPO) which provides information to
assist them in their policy, operational, and funding decisions.

The 1980-1985 Duluth-Superior Transit Development Program (TDP) is a six
year operational and capital plan for the improvement of public
transportation in the Duluth-Superior area. As such, it reflects the
concerns of area citizens, transportation related staff and policy
makers in a composite guide for implementation. Major recommendations
of the TDP are as follows:

- Staggered workK hours program

- Coordinated system for the mobility handicapped

- Carpooling, vanpooling and other paratransit programs

- Pass options to transit users

- Flexible and convenient stopovers and transfers

- Transit route improvements

- Examine feasibility of a high speed express shutttle system

Present transit planning in the Duluth-Superior area centers around the
conventional bus as the primary transit vehicle. Some local officials,
however,; have been conducting preliminary studies on a high speed
express shuttle system during the past few years. This system would
have buses circulating in neighborhoods and feeding stations along a
high speed express corridor. The express vehicle being studied is an
aerobus which runs on overhead cables. The MIC has recently requested
that the Federal Urban Mass Transit Administration (UMTA) look into the
availability of funds to conduct an Alternatives Analysis to determine
the feasibility of different transit systems and to prepare construction
bid plans for an aerobus demonstration track and vehicle.

The proposed construction of I-35 from 10th Avenue East to 26th Avenue
East is compatible with local transit plans and objectives regardless of
the type of transit system and vehicles utilized in the future. Tuo
related transportation objectives adopted by the MIC are:
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- The Mass Transportation Ridership should increase to the point
of carrying 40% of all CBD uwork trips by 1985 compared to 15% in
1970 and 25% in 1980; and 8% of all intra-community trips
compared to 6% in 1970 and 5% in 1980.

- The home based Work Trip Auto Occupancy Rate should increase to
1.6 by 1985 compared to 1.2 in 1970 and 1.25 in 1980.

Achievement of these objectives will require substantial improvements
and investment in mass transit service as well as a significant number
of people makKing a decision to change their mode of travel and share
rides to work. A substantial increase in the number of buses and
drivers and a large staggered work hour program or a new system such as
aerobus would be required to provide needed capacity. One of the more
important questions to be ansuwered is whether government can aftford the
operating costs associated with increased levels of transit service. An
- Alternative Analysis would address this important issue while evaluating
alternative transit systems and determining the most efficient type of
transit system for the Duluth-Superior area.

Achievement of the mass transit objectives (transit ridership 8% of
person trips and work trip vehicle occupancy rate of 1.6) would result
in approximately a 10% reduction in projected (year 2000) daily vehicle
trips in the corridor compared with 1971 transit ridership and vehicle
occupancy rates. Below is a summary of trips in the corridor at
approximately l4th Avenue East between Lake Superior and 4th Street
assuming the different mode split rates:

YEAR PERSON TRIPS TRANSIT AUTO PASS. AUTO DRIVER
1371 76,000 2,900 27,700 45,400
1980 81,100 3,500 30,300 47,300
2000 99,500 3,900 36,200 59,400
(1971

rates)

2000 99,500 7,900 38,700 52,900
(2000

rates)

This reduction of approximately 10% in projected (year 2000) daily
traffic volumes in the corridor is not significant in terms of reducing
traffic related impacts in the corridor.

LONDON ROAD UPGRADING ALTERNATIVES

Two alternatives were considered to improve the safety and capacity of
London Road, a raised medians/channelization concept and a fifth lane
concept for leftt turn movements. The raised median/channelization
alternative is not feasible because of the numerous driveways per block
wroviding access to commercial properties. The raised median would
require significant indirection of travel to get to and from London Road
businesses and undesirable U-turns at intersections.
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The fifth lane alternative makes more effective use of London Road to
move cars, but on-street parking would have to be eliminated. Four
through traffiec lanes would be supplemented with a fifth, shared center
lane Tor use by congestion-causing left turn traffic. A 3' paved
(minimum) bikeway could also be provided on London Road adjacent to the
curb in each direction. This alternative will not reduce traffic
volumes and associated impacts on neighborhood streets and would have
the same adverse impacts on Leif Erikson Park as the "do-nothing"™
alternative. The fifth lane alternative, however, would reduce traffic
congestion and accidents on London Road to some degree.

ALIGNMENT ALTERNATIVES WITHIN THE CORRIDOR

The alignment alternatives are analyzed in relation to the recommended
alternative by varying the horizontal alignment. The alternatives
discussed in this section are "more southerly alignments™ and "more
northerly alignments™. The "more southerly alignments™ refer to all
those alternatives lying southerly of the recommended alternative
alignment. Likewise, "more northerly alignments™ refer to those
alternatives lying to north of the alignment of the recommended
alternative.

More Southerly Alignment
10th Avenue East - 1l4th Avenue East (Leif Erikson Park)

This alignment would result in removal or relocation of the railroad.
The depressed highway on the southerly alignment would virtually
destroy Leif Erikson Park because of the land required for
construction. Alignments that would avoid the park would place the
freeway over the lake on an elevated structure or require a huge lake
fill section. The negative visual impact, the cost and the public
sentiment against any type of lakKe fill make these proposals
unfeasible.

14th Avenue East - 26th Avenue East

This alignment would require lake fill, and would have a negative
impact on the proposed multiple use in this area. This alternative
would require removal of buildings on the south side of the inplace
railroad. Because of the above adverse impacts, this alternative is
dismissed.

More Northerly Alignment
10th Avenue East - l4th Avenue East
Alignments that would not involve London Road or park land and alsco

provide access to London Road in the vicinity of l4th Avenue East
were studied. These alignments require acquisition of all the
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residential and commercial property on the north side of London Road
between 10th Avenue East and l4th Avenue East and some commercial
property on the south side of London Road east of 14th Avenue East.
Included in this property is St. Lukes Hospital intern residence;
First Lutheran Church, Plaza Shopping Center, the old National Guard
Armory and Plaza Dodge. The social and economic effects and the
relocation of people involved with these alignments are not prudent;
therefore, these alignments uwere dismissed.

Alternatfves which could utilize London Road from 9th to l4th Avenue
East and curve to the south at a point east of the Rose Garden were
evaluated. These alignments are not prudent because they:

- restrict access to the properties on the north side of London
Road

- eliminate access from Superior Street to London Road in this
area

- adversely affect air, noise, and visual qualities of the park
and adjacent properties

- eliminate the one way traffic operation of 12th and 1l4th
Avenues East

- disrupt continuity of London Road by eliminating London Road
west of 14th Avenue East

- isolate the park from the community

- require acquisition of additional residential and commercial
property south of London Road.

Based on these disadvantages; these alternatives to miss Leif Erikson
Park were dismissed.

l14th Avenue East = 26th Avenue East

These alignments would result in the removal of a considerable number
of business and residential buildings betuween 14th Avenue East and

26th Avenue East.

Because of the above disadvantages, this alternative was dismissed
from further considerations.

ARTERIAL/PARKWAY ALTERNATIVE

An arterial or parkway facility alternative was evaluated on the
proposed freeway alignment and an alignment on London Road adjacen to
Leif Erikson Park before swinging down to the DM&IR Railroad corridor to
by-pass the London Road commercial strip.

Freeway Alignment

A 6-lane arterial between 10th and 21st Avenues East and a G-lane
arterial betuween 21lst and 26th Avenues East would be required to
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handle the projected mainline traffic volumes. An at-grade
intersection at 2lst Avenue East, houwever, could not adequately

handle the heavy turning movements. An arterial highway between 10th
and 15th Avenues East would result in the total destruction of the
upper portion of Leif Erikson Park. For these reasons, this

alternative was dismissed from further consideration.

London Road/Railroad Alignment

An arterial or parkuway facility on London Road betuween 10th and 1lé4th
Avenues East would have the same adverse impacts on Leif Erikson Park
as the "do-nothing™ and the fifth lane alternatives. An arterial
highway by-passing the London Road commercial strip would only
attract trips from London Road and would not reduce traffic and
associated impacts on neighborhood streets in the corridor.
Construction of a major, new arterial highuay (with its large
right-of-way requirements and high cost) for the sole purpose of
diverting traffic around the London Road commercial strip is not a
prudent alternative. For these reasons, this alternative uwas
dismissed from further consideration.
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SECTION VIII

PROBABLE ADVERSE ENVIRONMENTAL
EFFECTS WHICH CANNOT BE AVOIDED
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Should the proposal be implemented, probable adverse effects which
cannot be avoided or reduced to an acceptable level are:

- Noise levels are predicted to exceed State daytime and nighttime
standards, for residential properties, between 10th and 1l4th
Avenues East. State nighttime standards will be exceeded 1in the
area from 14th to 26th Avenues East.

- Taxable property in the form of houses and commercial buildings
displaced will be taken off the tax rolls. The *tax revenue
would have been $39,000 (excluding railroads).

- The development of the facility being proposed will displace 14

businesses in 14 buildings. The ouners of 7 of the 14 businesses
responded to a questionnaire of which 1 indicated that he would
liquidate instead of relocating. The one business employs

approximately 7 employees.

- Access fTrom the freeway to the London Road commercial district
will be provided only at 2lst Avenue East. The removal of through
traffic from London Road may result in some slight loss of
business to some highuway related businesses (gas stations,
restaurants, etc.).
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SECTION IX

RELATIONSHIP BETWEEN LOCAL SHORT
TERM USES OF THE HUMAN
ENVIRONMENT AND THE MAINTENANCE
AND ENHANCEMENT OF LONG TERM
PRODUCTIVITY
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This evaluation outlines the immediate environmental benefits derived
from the proposed construction as opposed to the future environmentsl
losses caused by the proposed action. The obvious gains obtained from
the proposed action are examined only to the extent that they may
foreclose future options of development.

SHORT TERM GAINS

Implementation of the proposed construction will create a demand on the
local job market. Positive benefits will be experienced by the real
estate and housing industry, commercial and retail sales, along with
increased City of Duluth sales taxes. Increased sales taxes will also
be derived from the purchase of construction materials.

SHORT TERM LOSSES

The construction will necessitate local and through city traffic to be
detoured around the project. Disruption of travel habits will lead to
more circuitous patterns and traffic congestion.

Some of the land that will be used for the freeway, ramps, and
interchanges was formerly occupied by commercial and residential real
estate. Real estate taxes paid for these properties will be lost. In
some instances the displacement of commerical buildings will result in
the loss of jobs by people working there. See Section VI (Economic
Impacts), page 50.

Construction of the freeway will remove existing vegetation in some
areas. Inherent in all construction is the temporary erosion problem
along with increased air and noise pollution. The location of the
proposed fTreeway is such that public service utilities will have to be
relocated. Also requiring relocation will be ornamental and aesthetic
shrubs and vegetation in the area of Leif Erikson Park.

LONG TERM GAINS

Long range benefits attributable in part to the completion of the
freeway will begin to accrue immediately. Fuel economy from elimination
of stop and go driving along with higher average speeds allowed on
freeways increase the efficiency of today's internal combustion engines.
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Safety records of existing freeways show that the accident rate is
lowered dramatically from that experienced in the congested downtouwn
areas. Decreased travel time will benefit local drivers and commercial
haulers.

The continuous flow traffic pattern typical of freeways reduces noise
and air pollution. Vehicles moving out of the residential neighborhoods
to use the freeway will also reduce noise and air pollution in those
areas along with accident reduction.

As shown in the economic study in this report (Section VI, page 50) the
majority of the commercial companies that relocate will remain in this
area. Some of these companies are planning to build new buildings and
some are expecting to expand their businesses. The expansions will
create new job openings, and the new buildings will add to the tax base,
both of which will help the economy of the area.

Throughout the construction area of the freeway, stormwater run of¥f
controls will be installed to reduce potential damage from heavy
rainfalls. Even though the roaduway is neuw, periodic and seasonal upkeep
is necessary , one such activity being snow plowing.

Initially Leif Erikson Park will be partially disrupted and permanently
lose 0.2 acres of land. Acquisition of additional land in the vicinity
of the park will be added to the existing park for a net gain in park
lands of about 2.1 acres.

LONG TERM LOSSES

The physical occupancy of the land by a highuay facility most generally
removes the possibility of the land contributing to the real estate
taxing base. Multiple use development on the land could provide tax

revenues through another medium such as personal property taxes.

The freeway will become a permanent barrier to access to the lakeshore
except at selected locations.

Construction activity will use up petroleum based fuels and oils in the
heavy equipment needed to build the project.
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SECTION X

IRREVERSIBLE AND IRRETRIEVABLE
COMMITMENT OF RESOURCES
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The loss of resources considered to be irreversible are those that are
permanently removed from the environment. The loss of resources
considered to be irretrievable are those that cannot be replaced within
the human life span, approximately 100 years.

The total committment of resources for the proposed project is estimated
to cost 45 million dollars.

Real estate consisting of business buildings and property, residential
homesites, apartment buildings, and open space land will be acquired to
facilitate construction. Even though the properties acquired for
construction may be replaced with equal or better structures in other
locations, the tax revenues received from the original structures is
lost. The estimated lost tax revenue is $39,000.
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XI. S TATE GOVERNMENT AND MULTI-STATE
RESPONSIBTIULITTITES

This section will discuss the impact on State Government of any State or

Federal controls associated with the proposed action.

Federal regulations require a Section 4(f) Statement whenever any
publicly ouwned park, recreation area, wildlife and water fowl refuge or
historic property is directly or indirectly affected by a proposed
action. Because there is a historic building and a park in the
corridor, a Section 4(Ff) Statement and Historic and Cultural
Preservation Report was required for the proposed extension of the
freeway. This Section 4(Ff) regulation resulted in a longer
Environmental process,

In order to receive Federal fTunding for this project, the Mn/DOT Design
Standards must conform to the AASHTO (American Association of State
Highway Transportation Officials) standards. This requirement of the
FHWA (Federal Highway Administration) wuhen adopted resulted in a more
stringent design standard.

Permits will be required from the:

MN Dept. of Natural Resources Chester Creek
Public Waters Permit , : Lake Superior
U.S. Army Corps of Engineers Section Lake Superior

406 Permit
Section 10 Permit

Pollution Control Agency Lake Superior
401 Certification
Indirect Source Permit Air Quality
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X1I. COORDTINATTION

Throughout the Duluth transportation and highway studies, coordination
with Federal, State and local interests has and continues to play an
important role in development of a transportation plan. Close
coordination has been maintained with the City of Duluth, particularly

the engineering and planning offices.

The first public hearing for this project was held on April 7, 1959.
Since then, four more public hearings have been held:

- December 28, 1961

- November 2, 1965 ®
- October 9, 1973

- September 15, 1976

Through the years these meetings have attracted a large number of
people. The 1973 hearing was attended by approximately 1,100 people.

Public hearings have not been the only means of communication and
coordination between the Minnesota Highway Department/Mn/DOT and the"

public and private sectors in Duluth.

There have been a large number of

open forums and meetings. The list of governmental agencies, private
businesses and organizations which have been involved

process is quite extensive:

U.S. Environmental Protection Agency

Federal Highway Administration

Dept. of the Army—-Corps of Engineers

Minn. Pollution Control Agency
City of Duluth

St. Louis County

Duluth Plan Committee

Mayor's Citizens Advisory Committees

Model Cities Administration
Arena—Auditorium Board

Arrowhead Regional Development Commission

Metropolitan Interstate Committee

Duluth Park Board

Western Lake Superior Sanitary District

Holiday Inn's, Inc.

Nerthern Pacific Railroad
Fitger Brewing Company
Chicago Northuestern Railroad

Duluth, Missabe and Iron Range Railroad

AFL-CIO Central Labor Body
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Duluth Chamber of Commerce

Citizens for Integration of Highway and Environment
Stop the Freeway

Duluth Preservation Society

Dowuntown Development Corporation

League of Women Voters

St. Louis County Historical Society

Minn. Historical Society

Duluth Building Ouwners and Managers Association
Duluth Engineers Club

Duluth Property Ouners Association

Womens Institute

Rose Garden Society

Northern Environmental Council

Duluth Architects Committee on Urban Design
Junior League of Duluth

Duluth Scottish Rite Bodies

Congdon Park P.T.A.

Lions Club

Rotary Club

Optimists Club

Izaak Walton League of Minnesota

This list, as large as it is, is representative of the large number of
groups and individuals which have participated in the development of
this project. In 1977 the Federal FEIS was distributed to State,
Federal and local agencies.

The Mn/DOT and FHWA have actively sought public participation at all
stages of this project. Minority groups in the Duluth area have electedﬁ
not to become involved in this process.

Along with this extensive community involvement there have been several
private engineering and architectural firms employed for study and
design. In 1971, Eckbo, Dean, Austin and Williams were contracted to do
the Duluth Corridor Study. This firm had been recommended to the
M.H.D./Mn/D0OT by the Mayor of Duluth and a citizens committee (Citizens
for Integration of Highway and Environment). In September of 1976 the
M.H.D./Mn/DOT at the request of the Mayor's Citizens Advisory Committee,
employed Architectural Resources of Duluth, Thomas—Vecchi of Duluth, and:
Bather, Ringrose and Wolsfeld of Edina, Minnesota, for multiple use, ‘
traffic and geometrics design studies for this project.
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X1rr. COMMENTS AND RESPONSES

The public meeting of December 7, 1982 was attended by approximately 250
people. Of this total, 42 presented oral testimony. OFf the 62 who
spoke, six expressed support for the freeway alternative, 32 voiced
opposition, and the remarks of fTour were unclear.

Within the comment period which followed the public meeting, 96 written
comments were received. O0Ff these 965 43 expressed support for the
freeuway alternative;, 51 expressed opposition, and two were unclear.

Since many of the letters and oral comments ask similar questions,; the
letter and testimony transcript are not reproduced. Rather, significant
recurring issues and questions uwere summarized and are presented belouw.
Many of the letters and oral comments did not contain questions which
could be ansuered, or issues uwhich could be discussed; but rather uwere
simple statements of preference. No response is given to those
comments. The complete meeting transcript and the full text of all
written comments are available for review at the following locations:

Minnesota Dept. of Transportation
Transportation Building

John Ireland Boulevard

St. Paul, Minnesota 55155

Minnesota Dept. of Transportation
District 1

1123 Mesaba Avenue

Duluth, Minnesota 55811

The complete transcript and written comments have been provided to the
Minnesota Environmental Quality Board.

Many speakers and letters refer to a "Bypass Alternative,"™ or a
"Lakeshore Bypass Alternative."™ Both of these phrases mean the same
thing: an Talternative™ being advocated by a citizen9s group. The
"Bypass Alternative™, houever, is not an alternative to the action here
sroposed. Rather, it is directed at the portion of the freeway located
hetween Mesaba Avenue and 10th Avenue East. The "Bypass Alternative™
tould terminate in the vicinity of 5th Avenue East.

The "Bypass Alternative™ is outside the limits of the project considered
in this document. Further, the Mesaba to 10th portion underuent
environmental review and acceptance at both the State level (MEQB on
279778 unanimously approved a resolution finding the state EIS adequate)
and federal level (FHWA approval 10/14/77). For these reasons the
"Bypass Alternative™ will not be discussed in this document.

Below are composite comments received at the public meeting and uwuritten
comments received during the comment perijod. First, favorable comments
are summarized, then critical comments and questions are presented and
given response.
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0Ff those who spoke or wrote in favor of the project, a number of common

themes were expressed. Most frequently cited were the follouwing
tfactors:

1, Safety. The freeway was seen as reducing accidents.

2. Transportation. The freeway was seen as making travel in
Duluth easier and more efficient.

3. Lakeshore Access. The project was seen as making the
lakeshore more accessible.

G, Public Invoivement° The project was seen as having had a long
history of*study and public involvement.

5. Economic. The project was seen as providing needed
construction jobs.

COMMENTS AND RESPONSES
Rose Garden
Comment:

Is a 6' high retaining wall behind the roses a proper backdrop and is
the old garden going to become a parking lot?

Response:

Mn/DOT has re—-evaluated the noise wall needs at this site. They have
determined that a 3-1/72 to 4 foot high wall will be adequate. This
height is low enough that most people will be able to see over it to the
lake and will allow designers to eliminate the elevated viewing platform
that had been planned so people could see over the wall. This louwer
wall will be topped with an ornamental railing. (See page 89)

The existing Rose Garden area will not become a parking lot. There was
one early design that provided approximately 200 parking spaces where
the Rose Garden is now. That plan did not last long - it was decided
that on- street parallel parking would be adequate and that the existing
Rose Garden area will be regraded with small mounds.

Description of Proposed Action
Comment:
The dead ending of London Road near 26th Avenue East will create many

sroblems; loss of business to adjacent businesses;, access Trom London
Road to East London Road will be dangerous and inconvenient?

-107-



Response:

The design for London Road and I-35 at 26th Avenue East has been
changed. The plan now involves an at-grade intersection with traffic

signals and turn lanes. The redesigned intersection will connect
directly with 26th Avenue East. Southbound motorists will be able to
continue on London Road or turn left onto I-35. Northbound traffic on

I-35 will be able to continue north on London Road or turn left towards
the London Road business area.

Comment:

How do we Know that the amenities, those things which would soften the
negative impacts, will be funded?

Response:

The FHWA has ruled that certain "amenities™ are not eligible for
standard interstate construction funds (90 Federal - 10 State). This
does not mean that these features will not be funded or built. Federal
Highuway funds from the 4R Program (90 - 10) are available and will be
used for most of the amenities. The 4R Program is currently authorized
through 1986. The 1983 Minnesota share is approximately %35 million.
This is up from $14.5 million in 1982. Minnesota's share is expected to
continue to rise through the end of the program. Mn/DOT is committed to
fund all amenity projects in this area.

Comment:

The number of on/off points is inadequate. Once you get on the freeway
you can't get off? '

Response:

In the CBD there are three exit points - Mesaba Avenue, Fifth Avenue
West and Lake Avenue., Likewise acess to the freeway is also available
at these crossings. Also there is an additional NB access from Michigan
Street at about Third Avenue East. There are no other entrance or exit
points betuween Lake Avenue and 2lst Avenue East, a distance of
approximately 1.9 miles. From Mesaba Avenue to 21st Avenue East, a
distance of 2.6 miles there are four entrances/exit sites (includes
Mesaba and 21ist).

The design for the connection of I-35 and London Road at about 26th
Avenue East has been modified. It will be an at-grade intersection with
traffic lights. Southbound motorist will be able to continue on London
Road or turn left onto I-35. Northbound traffic on 1I-35 will be able to
continue north on London Road or turn left towards the London Road
business area.
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Comment:

Will recreational vehicles carrying propane tanks be prohibited from
using the tunnel?

Response:

The Federal Bureau of Motor Carrier Safety uwas contacted and they stated
that there are no restrictions on recreation vehicles as long as the

propane is used as engine fuel or heating fuel. Mn/DOT has done some
research on this issue and found that many states apply more stringent
tunnel rules than the federal government. For instance, the Lowry

Tunnel in Minneapolis has been closed to all vehicles over 9000 lbs.
which are carrying hazardous materials, such as propane. This would
include the larger recreational, vehicles.

View and Noiée

Comment:

After the construction of this freeway the view from my house will be a
retaining wall instead of Lake Superior and we will also have the sounds
of the freeuway.

Response:

In determining the height of the noise barrier/safety wall, the primary
concern was to maintain the view of Lake Superior. This was
accomplished by first establishing lines of sight between the houses on
South Street and the near shore of Lake superior. +the wall height was
then adjusted so as to not obstruct these sight lines. The roaduay
elevation was lowered the required amount to achieve the des1red noise
reduction. (See page 89)

Comment:

Construction noise and equipment will have an adverse impact on the
tourism industry.

Response:

This is a sporadic short—=term impact and should not have a serious
effect on the tourism industry.

Lakeshore Access
Comment:

A frontage road or pull of should be provided so people can leave their
cars and walk to the lake.
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Response?

. Access to this area will be provided by a pedestrian trail and
nedestrian overpasses located at Leif Erickson Park, 18th Ave. E., 2lst
Ave. E. and in the vicinity of 26th Ave. E. The only place a
frontage road could be constructed would be along the upper side of the
freeway where it would only duplicate the function of the local street
system.

Neighborhood Impacts

Comment:
® : @ .
Can you guarantee that the area below the freeway will be plowed? Are

the roads going to be upgraded? Could we possibly get good police
protection?

Response:

There is no reason to believe there will be any change in existing
conditions.

Air Quality
Comment:

It is evident from the letter from the Pollution Control Agency of June
11, 1976, and the statements on page 56 of the DEIS that the potential
carbon monoxide impact in the vicinity of the Rose Garden Tunnel will be
in excess of current standards. We believe that the EIS should embody
the mitigation measures for dealing with such a problen. To simply
assert that these problems will be dealt with in further studies does
not meet the intent or purpose of the Federal Environmental Policy Act
in mandating environmental impact statements for major projects.

Response:

Outside of the tunnel there will not be any violations of air quality
standards. The carbon monoxide concentrations within the tunnel could
result in violations if extensive traffic congestion were allowed for an
hour. Please see the Air Quality Section and the responses to the MPCA
letter for further information.

Relocation
Comment:
Have there been any cases uhere residents have been paid for the adverse

impacts on their environment and property value losses when a freeway is
built near them?
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Response:

Yes, damages have been paid for intangible losses suffered by property
owners under State law.

Comment:

How many jobs will be lost and businesses will leave Duluth because of
the I-35 extension from 10th Avenue East to 26th Avenue East?

Response:

3ased on the business relocations that have taken place between Mesaba
and 10fh Avenue East between 80-90% have relocated within the City of
Duluth. As far as relocation in the 10th-26th area; it is expected that
a similar percentage will remain in Duluth.

Lakeshore

Comment:

The freeway will cut us off Ffrom easy, leisurely access to our lake.
The effect on the lakeshore uwould be permanent damage.

Response:
The condition of the lakeshore between 14th and 20th Avenue East is;

with four exceptions, in terrible condition. It has generally been used
as a dump site by a variety of ouwners. The portions of the shoreline in)

good condition will be carefully pro ected. The remainder of the
shoreline will be cleaned up or re—-graded and riprapped to improve its
appearance. The depressed freeuway construction will allow shoreline

slopes to be flattened. This will reduce erosion into Lake Superior,
which is currently severe in some locations. (page 89).

The shoreline in this area is in private ownership and citizens who
utilize the shoreline could be trespassing. Current access is across
the still active railroad tracks of the DM&IR railroad, which is not a
safe condition. Once freeway construction is complete, the shoreline
Will be in public ouwnership with safe access for all citizens at Leif
Erickson Park, between 17th and 18th Avenue East and at 2lst Avenue. A
surfaced trail will be constructed along this entire shore. It will be
fenced off from the railroad and the freeway.

The trail will generally be below the level of the adjacent freeway
which will visually remove traffic from the trail users line of sight.

There have been several award-winning developments over and adjacent to
freeways. Projects in Seattle, Washington and Louisville, Kentucky are
successful, even though they are adjacent to very busy freeways. A
number of vest pocket parks have also been constructed in such a way
that they are compatible with the adjacent freeuway.
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Economics
Comment:

This project will have an adverse impact on the Duluth economy.

Response:

The section dealing with the economic impact of the project on Duluth
has been rewritten and clarified. (See page 54)

Comment:

The funds expended on this project should be spent on other social
needs; in time of budget deficits, this project can9t be afforded.

Response:

Funding for highuway construction and maintenance is provided solely by
user taxes and fees. In the case of interstate construction, 90 percent
of these funds will be provided Trom the federal highway trust fund, the
balance from state user taxes and fees. All such funds must by lauw be
expended for transportation purposes. The dedication and expenditure of
“hese funds have no relationship to the budget deficits of either the
state or federal government. The City of Duluth will incur no financial
liability for the construction’'or maintenance of the freeuway.

Natural Environmental

Comment:

No mention or reference was made of the wildlife along the shoreline,
the lakes most productive lake trout spawning grounds, or the effect to
aquatic birds both native and transient.

Response:

Wildlife was not disucssed extensively in the DEIS because field studies
did not find wildlife to be abundant in the corridor (see page 38).

Lake trout spawning sites are Knoun to exist at scattered spots along
the shoreline in and near Duluth, although MDNR was unable to pinpoint
exact locations.

No reference was made to the impact on aquatic birds because there will
be no significant impact. Nesting by these species is concentrated in
Duluth harbor rather than along the shoreline.

Comment:

We are greatly concerned about the use of rock to cover up previously
disposed rubble along the Lake Superior shoreline. Also the alteration
of the shoreline itself can result in erosion by the creation of
changing wave patterns.
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Response:

The placement of riprap along the Lake Superior shoreline will be done
in accordance with the Department of Natural Resources Public Waters
Permits 6 MCAR 1.5021. Erosion will not be accelerated since wave
patterns are dictated by lake bottom topography and prevailing wind
direction. Riprapping shorelines is a recognized means of preventing
not causing erosion.

Comment:

We are very concerned about the potential harm caused by freeway runof+f
and the development of sedimentation ponds. Is the pond capable of
handling the very heavy rainfall? ‘

Response:

The retention pond near 18th Avenue East will be designed for a
100-year, 24-hour rainfall event.

Mn/DOT recognizes that pollutants found in highway runoff, such as lead;
phosphorus and chloride, will enter Lake Superior. This is an
unavoidable adverse impact, similar, though of far less magnitude, to
the same pollutants found in Duluth urban runo¥ff. By providing ponding,
the .amount of particulate pollutants entering the lake will be
minimizezd. Ponding will not prevent dissolved pollutants from entering
Lake Superior. Mns/DOT is required by law to apply only the minimum
amount of de-icing salts necessary to keep the roads open.

Traffic and Planning
Comment:

Projected traffic volumes and associated problems do not justify the
need for a multi-million dollar freeway.

Response?

There is enough capacity in the corridor to handle projected traffic
volumes, however, London Road will be over capacity and congested during
peak periods. The freeway is expected to remove approximately 35,000
vehicles a day from local streets in the corridor. Projected traffic
volumes and congestion on London Road are not the only basis for
determining the need for the freeuway. Other factors are:

- Removal of through traftffic from local streets
- Lower accident rates and user operating costs
~ Opportunity for joint public use of the lakeshore
- Improved bus operation on less congested streets
-~ Reduced noise along corridor streets and in

Leif Erickson Park
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The Duluth City Council will make the final decision on the need for the
freeway.

Comment:

Table I, page 12 indicates increased traffic on east/west streets at
l4th Avenue East with the Do-Nothing Alternative. This does not seem
possible, when the main reason to build the freeway is to remove traffic
from east/uwest streets.

Response:

Projected increases in traffic volumes on east/uest streets at 14th
Avenue East is due primarily to normal growth in traffic by the year
2000, not redistribution of trips as a result of the freeway
construction. With the freeway built to 10th Avenue East most traffic
east of 10th Avenue East would continue to use east/uest streets to the
Central Business District (CBD). This traftfic would use the freeway for
trips south of the CBD.

Comment:

How can traffic volumes be projected to increase, when population is
declining?

Response:

The projected 20 year growth of traffic amounts to 1% per year. Traffic
projections uwere developed using state of the art systems models,
historiec travel patterns and Duluth-Superior metropolitan area forecasts
of socio-economic characteristics. Small increases in population,
employment and incomes are projected over the 20 year period. Data
obtained from permanent traffic recorders installed at five different
locations on completed sections of I-35 and I-535 have proven the 1% per
yvear factor valid to date. Traffic figures collected at these locations
over the past eight years indicate a slight upuward trend in total
traffic. This trend holds in spite of slightly declining population and
the economic conditions of recent years because land use changes and
increased net incomes result in more travel and slightly longer trip
lengths.

Tomment:

Since UMD is a large traffic generator, it is important that the
Environmental Impact Statement consider enrollments at UMD as a factor.

Response:

Traffic projections used for the study are average summer weekday
volumes, as this generally reflects peak travel demand in the corridor.
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UMD trip generation is very low during the summer and thus is not
included in the traffic projections. Additional trips in the corridor
generated by UMD for nine months of the year would be off-set by the
reduction in tourist travel during this period.

Comment:

Would you please tell us what the accident rate is for I-35 betueen
Boundary Avenue and Mesaba Avenue and how the accident rate would be
decreased on London Road with the addition of a fifth lane?

Response:

Recent accident rates of Superior Street and London Road in the corridor
are 6.7 accs/mvm and 9.1 acc/mvm respectively. The accident rate on I-35
between Boundary Avenue and Mesaba Avenue is 4.6 acc/mvm. The statewide
average rate for urban interstate highways in Minnesota is 2.7 acc/mvm.

Based on experiences With two-way left turn lanes in other cities, uwe
would expect a reduction in the accident rate on London Road with the
addition of a fifth lane for left turns. Experiences in Michigan cities
indicate a 33% reduction in accident rates. This would_result in a rate
of 6.1 acc/mvm for London Road with the addition of a fifth lane.

Comment:

Obviously the 10th to 26th segment is connected with the Mesaba to 10th
segment and cannot be discussed in isolation. The Mesaba to 26th
designation has been segmented in an apparent attempt to complete the
whole project by building the first segment in such a way that the
remainder becomes essential.

Response:

The Mayor of Duluth appointed a citizen advisory committee to recommend
a location and design for I-35 between Mesaba Avenue and 10th Avenue
East in 1975. The primary reason for this segmentation was that there
was substantial community support for this segment while further studies
were necessary east of 10th Avenue East.

The Federal Environmental Impact Statement prepared in 1977 covered the
segment from Mesaba Avenue to 26th Avenue East so as to indicate the
impacts on Leif Erickson Park (4F land) of ending the freeway at 10th
Avenue East and/or continuing the freeway beyond 10th Avenue East.

The Mayor of Duluth appointed another citizen advisory committee to make
recommendations concerning I-35 east of 10th Avenue East in 1980. The
two segments are independent of each other and I-35 can esd at either
10th Avenue East or 26th Avenue East as finally determined by the Duluth
City Council.

=115~



Comment:

On page 50 of the DEIS there is a suggestion that the traffic volumes
on 21lst Avenue East will increase. How much will they increase? Why
have no studies been done comparable to those listed in the tables on
pace 12 of the DEIS? Additionally, why would there be anticipated
conjestion between London Road and Third Street on 2lst Avenue East
during peak traffic periods if in fact the traffic on these cross
streets will decrease greatly because of the anticipated extension of
the Interstate?

Response:

The table below indicates existing and projected traffic volumes on
21lst Avenue East.

®
TABLE III
EXISTING AND YEAR 2000 DAILY TRAFFIC VOLUMES
ON
2lst Avenue East

— Existing 2000 Traffic 2000 Traffic

Street Div. of Capacity* Traffic Built to Built to
Location Width Flow W/Parking Volumes 10th Ave. E. 26th Ave. E.
London Rd.
to Superior
Street 48" 2-way 24,500 5,500 9,500 27,700
Superior St.
to 1lst St. 44" 2=-way 22,500 8,300 12,300 20,700
lst St. to
4th St. 44" 2-way 22,500 9,700 18,000 21,200
4th St. to
Woodland Ave. 44'° 2=way 22,500 7,800 16,300 18,200

Approximately 3,000 trips per day will be attracted to the corridor
from the Woodland area of Duluth. The substantial increase in
traffic volumes projected on 21st Avenue East between 2nd Street and
London Road is because 21st Avenue East is the access route to the
freeway. The large volume of trips being attracted from the
east’/west streets in the corridor will be usina 21lst Averue Fast

as access to and from the freeway. The decrease in traffic on cross

sStreets will result in a similar increase in traffic on 21lst Avenue
East,



27th AVENUE WEST & THE WATERFRONT / DULUTH, MINNESOTA 55806 / PHONE 218/722-3336

December 20, 1982

Mr. J. T. Pawlak, District Engineer
Minnesota Department of Transportation
1123 Mesaba Avenue

Duluth, MN 55811

Dear Mr. Pawlak:

RE: S.P. 6982-03 (I-35)
10th Avenue East to 26th Avenue East
Public Informational Meeting - 12/7/82

Please include the following comments in the transcript of the above referenced
public informational meeting:

The extension of I-35 as proposed by MnDOT would extend the Inter=~
state from 10th to 26th Avenue East. Most of the extension would
follow the alignment of existing DM&IR Railroad tracks between Lon-
don Road at 10th and again between 26th & 27th Avenues East.

As you are aware, the Western Lake Superior Sanitary District presently
owns and operates an interceptor system in the general area of the pro-
posed extension of I-35. We are, therefore, concerned with the subject
project and the potential impacts to our facilities. Specifically, we
are most concerned with the following three elements of the proposal:

P A

1. Interstate Construction at 18th Avenue East = A 20-inch
sewage forcemain currently extends from Water Street to
Jefferson Street. Operation of this line would be af-
fected by construction in this area.

2. Tunnel Construction, l10th to 13th Avenue East = A
gravity sewer, varying in size from 30 to 36 inches,
currently exists along London Road in the general area

' of proposed tunnel construction. Here again, these
facilities would be affected by proposed construction
resulting in possible relocation of facilities, and

- 3. Stormwater Retention Pond - The WLSSD currently
operates a pump station at 18th Avenue East and
the Waterfront. Construction of a retention pond
around this facility could potentially affect




Mr. J. T. Pawlak
Page 2
December 20, 1982

operations. Design elements such as pond ele-
vation, separation from WLSSD facilites, etc.
must be considered through design.

In addition to these specific comments is the general concern that adequate
protection of our facilities be guaranteed throughout the construction period.
WLSSD engineering personnel would welcome an opportunity to meet with your
staff at some future date. to discuss these points of concern and possible
design considerations prior to formulation of final project plams.

Thank you for the opportunity to comment on the proposal.
Please feel free to contact our offices if you have any questions.
Sincerely, S

%Z.Z;aw

ohn C. Ezell
Senior Planner

pb
cc: Dave Shefchik, WLSSD Facility Engineer



WLSSD Response

1. All construction activities affecting storm sewer lines or seuwage
lines will be coordinated with the City of Duluth Public Horks
Department, Water and Gas Department and the WLSSD.
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December 23, 1982

Mr. J. T. Pawlak

District Engineer

Minnesota Department of Transportation
1123 Mesaba Avenue

Duluth, Minnesota 55811

RE: S.P. 6982-03 (I-35)
10th Avenue East to 26th Avenue East
Public Informational Meeting

Dear Mr. Pawlak:

Please include the following comments in the transcript of the
above referenced public informational meeting:

In the years since the proposed extension of I-35 through the
City of Duluth has been studied one of the greatest concerns that
we, as the Regional Trauma Center for our bi-state area, have

had has been the complete lack of sensitivity on the part of

the planners to the severely injured person requiring care by

not providing an access to the Regional Trauma Center at 10th
Avenue East.

We have discussed this matter with various planning agencies
both within the city as well as the state but have not had any
satisfactory response. The only response is that for those
patients who would be requiring a trip through town on the free-
way it would be necessary to leave the freeway in the downtown
area and negotiate some nine traffic 1ights in order to arrive

~at the Regional Trauma Center. The alternative suggestion

has been that an emergency vehicle should go past the Regional
Trauma Center four blocks, turn north two blocks and then return
four blocks in order to come to the Regional Trauma Center.

At a public hearing which was held regarding the extension of
I-35 to 26th Avenue East it was galling to note that emergency
vehicles rank last in the priority of those planners who are
considering extending I-35 to 26th Avenue East. Specifically,
there is no exit planned for vehicles moving out of the city
up the North Shore from Lake Avenue to 21st Avenue East. As
a result, emergency vehicles would have to go all the way to
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Mr. J. T. Pawlak
December 23, 1982
Page 2

21st Avenue East to come back on London Road or leave the
expressway at Lake Avenue and negotiate along Second Street
the nine traffic lights to get to the hospital and the Regional
Trauma Center.

In other areas of the country where I've Tived I have noted
that there has been a greater sensitivity to the needs of emer-
gency vehicles and certainly to those vehicles that are con-
cerned with patient needs. Such was certainly the case in

Des Moines, Iowa, ang in the Twin Cities.
I, therefore, would ask once again that access be made available
at Tenth Avenue East for emergency vehicles which are using

the freeway for the purpose of transporting severely injured
patients or patients in any need to the Regional Trauma Center
and t4 St. Luke's Hospital.

7. 7. Evans, FACHA
Administrator
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St. Lukes Response

1. During the study of this project, the provision of access to this
facility was examined. Impacts resulting from such access would be
substantial. The construction of a ramp in this area would require land
Trom Leif Erickson Park, and removal of most of the businesses between
London Road and St. Lukes near 10th Avenue East. Avoiding these
properties would require moving the access eastward, which would then
require the displacement of numerous residences possibly as far east as
l6th Avenue East. As a result of these factors it was decided that
access at this point was not justified. ‘

Emergency vehicles can continue to use the routes currently being used.

The reduction in traffic on the east-west one-way pairs and the cross

avenues should improve the access to St. Lukes over the existing
condition,
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DNR-8

PHONE:

STATE OF
NNESOTA
DEPARTMENT OF NATURAL RESOURCES
December 22, 1982
Mr. J. T. Pawlak, District Engineer

Minnesota Department of Transportation
1123 Mesaba Avenue
Duluth, Minnesota 55811

RE: 330

Dear Mr.

Draft EIS for I-35, Duluth

Pawlak:

The Department of Natural Resources (DNR) has reviewed the Draft EIS for
the proposed 1-35 extension in Duluth and offers the following comments for
your consideration.

Generally, we foresee no major problems with the project as a whole as it
is currently proposed. Our only area of concern relates to the Leif Ericson |
Park Tunnel, as to (1) the potential for flooding in the tunnel; (2) where
runoff from the tunnel will be routed; and (3) the flood-frequency design of
the retention pond. Because of the nature of the topography of the area, high
.volumes and rates of runoff can occur. The tunnel should be designed to

minimize

flooding hazards; runoff accumulations in the tunnel should be routed

through the retention pond; and the pond should be designed to accommodate
high runoff frequencies so that runoff is not discharged directly into Lake

Superior.,

These concerns should be addressed in the Final EIS.

Other specific comments on the Draft EIS include the following:

1.

Page 22, Hydrology -- The first paragraph discusses the fact that
there is v1rtualiy no floodplain or flat area near the mouths of the
creeks involved. While this is true, the mouth of Chester Creek is
within a designated floodway. Since this is also the area where I-35
will cross Chester Creek, it would be helpful to have this area
described in the EIS.

Cr——————
Page 23, Fish and Wildlife -- The legal description for the portion
of Chester Creek designated as a trout stream is T50N, R14W, Sections
7, 8, 9, 14, 15, 16 and 23 (main stem) and T50N, R14W, Sections 4, 5,
9, 15 and 16 (East Branch). The listing of the legal descriptions

would be clearer than referring simply to the upper and lower reaches.

AN EQUAL OPPORTUNITY EMPLOYER

8 123

| DN

N

IN



Mr. J. T. Pawlak
December 23, 1982

Page 2

Page 72, Operations Impacts (4th paragraph) -- It should be noted
that all excavation and construction in Chester Creek will require
DNR waters permit approval. MN/DOT should contact Dan Retka, DNR
Regional Hydrologist in Grand Rapids (218-326-1716) for further
information regarding permitting matters. Plan designs must include
provisions for adequately carrying the 100-year flood without
substantially increasing flood heights (that is, not more than 0.5
feet). A more detailed map than the one on page 76 showing the

modifications to Chester Creek would be helpful.

Page 78, Flood Hazard Evaluation -- Point #3 should state that design

will be in accordance with applicable floodplain requlations, |

Page 79, Dust -- If either surface or groundwater is to be used for ‘

dust control, and the amount of water will exceed 10,000 gal./day or
1 million gal./year, a DNR water appropriation permit will be
required.

Page 86, Shoreline -- The Draft EIS indicates that soil and riprap
will be placed along stretches of the shore of Lake Superior to cover
existing debris such as concrete slabs and bituminous chunks. Any
fi11 below the ordinary high water mark (OHW) of Lake Superior will
require DNR approval. The same is true for riprap placed on the lake
side of the proposed retention pond discussed on page 87.

Page 87, Surface Treatments -- It should be noted that the height of
noise walls must comply with shoreland zoning structure height
Timitations (35' max.) e

Page 98, State Government Responsibilities -- It would be helpful to
list the individual (DNR) permits required such as water

appropriations and work in the beds of public waters.

Thank you for the opportunity to comment on this proposal. If you have

any questions regarding our comments, please call Ken Wald of my staff at
612-296-4790.

TWB:pje
5807D

Sincerely,

R/ A Ve =9 A

Thomas W. Balcom
Environmental Review Coordinator

cc: Ron Harnack
John Chell
Dan Retka
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MDNR Responses

1. 1) Interstate standards require that flood protection for at least a
50 year storm be provided for I-35. 2) Runoff uwater will enter the
subsurface drainage system at the tunnel exits and entrances. Under
normal conditions the tunnel will be dry. Provisions for removal of
water from the tunnel will be made during the detail design of the
project and plans will be available for DNR review at the permit stage.
3) The flood frequency design of the retention pond is the 100 year, 24
hour rainfall event.

2. The desighated floodway of Chester Creek is the same as the channel
cut through the rock out crops adjacent to the lake. This is shown on a
map onh page 77, of the DEIS. No work will be done douwnstream of the
DM&IR crossing.

3. Text has been changed, see page 23.

4, The project has not yet entered detail design. When the design
becomes available application for the required permits will be made.

5. Text has been changed, see page 82. —

6. If necessary, application for a water appropriation permit will be
made .

7. Placing of soil and riprap will be done in accordance with 6 MCAR
1.5021, Filling into Public HWaters.

8. Noise walls will not exceed 35' in height.
9. Minnesota DNR permits will probably be needed for work done at

Chester Creek; along the Lake Superior shoreline (riprap) and for using
water from Lake Superior.
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Minnesota Pollution Control Agency

December 23, 1982

Mr, J. T. Pawlak, District Engineer
Minnesota Department of Transportation
1123 Mesaba Avenue

Duluth, Minnesota 55811

Dear Mr. Pawlak:

The Minnesota Pollution Control Agency (MPCA) has reviewed the draft
environmental impact statement (EIS) on U.S. Trunk Highway 61 and
Interstate Highway 35 between 10th Avenue East and 26th Avenue East
in Duluth and has comments to offer in the areas of air quality,
noise and water quality, '

It appears from the air quality analysis on page 58 of the draft
EIS that carbon monoxide (CO) concentrations associated with the
project will be well helow the federal and state ambient air quality
standards for carbon monoxide., However, the air quality analysis
is incomplete and partly in error. The final EIS should contain
carbon monoxide concentrations for all years (1985, 1990 and 200Q)
and all sites for the no build and build alternatives so that an
adequate assessment of the impact of the project can be made,
Comparison of data from the March, 1976 air quality report prepared
for Interstate Highway 35 from Mesaba Avenue to 26th Avenue East
with the air qualitﬁatable on page 58 of the draft EIS for this
project indicates that part of the draft EIS table is incorrect,
For the Lief Erickson Park Rose Garden (Interior) site II,, the
carbon monoxide concentrations listed for the no build alternative
are actually huild alternative concentrations. In addition, it
appears that the no build carbon monoxide concentrations for the
site II,, Rose Garden Intersection of 12th Avenue East and London
Road site, may actually bhe Build alternative concentrations.

From the incomplete information given in the table, it is unclear
which predicted CO concentrations may be the highest for the pro-
ject, When the table is complete, for indirect source permit

Phone(612) 296-7301

1935 West County Road B2, Roseville, Minnesota 55113-2785
Regional Offices e Duluth/Brainerd/Detroit Lakes/Marshall/Rochester
Equal Opportunity Employer
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Mr, Pawlak
Page Two

December 23, 1982

purposes, updated modeling using EPA Highway 2 and Mobile II
emission factors should be done for the two sites with the highest
predicted carbon monoxide concentrations for one year and 10 years
after completion of the project, The final EIS should contain
this information and a discussion justifying the selection of
these sites for the updated modeling,

~On page 58 the draft EIS states that with congested traffic at 5
MPH through the tunnel, that the one hour CO concentrations at the
last tunnel portal could reach 20,1 ppm if such conditions persist
for one hour, The final EIS should state what 8 hour CO concen-
tration will occur with this scenario, If the 8 hour standard
would be exceeded, mitigative measures must be proposed to bring
CO concentrations into compliance with the standard.

Also, the draft EIS states that CO concentrations in the tunnel
will exceed the Environmental Protection Agency (EPA) tunnel
standard with peak hour traffic volumes moving at 5 MPH, The final
EIS must specifically contain the possible emergency procedures

and acceptable alternatives to a continuous or standby ventilation
system and give probable CO concentrations under each general sce-
nario so that the possible mitigative alternatives can be assessed,
A state indirect source permit can not be granted if a violation
of the EPA tunnel standard will occur,

S
TS

The description of the noise impacts for the project given on page
3 of the draft EIS, states that between 10th and l4th Avenues,

even with a general reduction in noise at park areas and residential
land use on London Road, projected noise levels will exceed federal
noise, and, thus, state noise standards., Between 15th and 26th
Avenues East, the project will increase noise levels at adjacent
residential areas and the state nighttime noise standards will be
violated, Although federal, not state noise standards are required
to be met along Interstate freeways, the MPCA recommends that an
effort be made, wherever possible, to meet state daytime and night
time noise standards at sensitive receptors. :

The water quality issues appear to be adequately addressed. We
recommend that the retention pond be sized to contain the most
probable amount of spilled material based on the history of acci-

dential spills in the Duluth area. The record of accidential ______ |
spills in the Duluth area can be obtained by contacting John Pegors,
Regional Director, MPCA, Duluth Government Services Center, Room 704,
320 West 2nd Street, Duluth, Minnesota 55802 (Phone 218~723-4660).
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Mr, Pawlak
Page Three
December 23, 1982

In regard to the proposed erosion control measures, we recommend

that an erosion control plan he developed and be implemented at
the appropriate stages during construction, TFugitive dust control
should be made an overall part of the erosion control plan,

Thank you for the opportunity to comment on this project, If you
have any questions about these comments, please contact Debora
Pile, Environmental Review Coordinator (612) 296-7216,

Sincerely,

Louis J., Breimhurst
Executive Director

LJB:pak
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MPCA Responses

1. The table in the Air Quality Section of the EIS has been reviewed,
modified and a sub—-table has been added to assist in clarifying the
receptor locations and the projected CO concentrations, especially
in/near the Rose Garden. The 1985 analyses has been deleted because the
estimated time of completion of the project is four years later, in
1989.

Design changes of the park with the Build Alternative have resulted in
relocation of certain areas of interest, such as the Rose Garden. The
maximum No Build CO concentrations in the Rose Garden are at the
intersection of 12th Avenue East and London Road (see table - page 60).
The maximum Build CO concentrations in the Rose Garden are near the
Tunnel Portal (see Sub—-table - page 61). Therefore, the Site II Leif
Erickson Park Rose Garden (interior) as stated in the DEIS has been .
replaced by the Sub-table to better address the maximum CO impact to the
Rose Garden for the Build Alternative.

2. The Air Quality section now contains a modified table and a
sub—-table to assist in clarifying the receptor locations and predicted
CO0 concentrations. Receptor sites uwere selected as the most critical in
areas of highest traffic, traffic congestion ands/or public use. MNorst
case meteorological conditions as described in the Air Quality Section,
were used in the analysis. EPA HIWAY 2 dispersion model and EPA Mobil
I] emissions were used to update two receptor sites.  The Sub-table data
was developed from these latest EPA models. The updated analysis
substantiates the conclusion that the anticipated concentrations are
well below standards. The Indirect Source Permit will contain an
analysis using EPA HIWAY 2 and Mobile II.

3. The "Highest Traftfic " analysis in the sub-table of the Air Quality
Section (page 61) addresses the worst case meteorology and highest
traffic volumes expected at 40 MPH. The congested traffic conditions
involve a speed of 5 MPH for a l-hour period and improvement to the
"Highest Traffic™ condition for the 8-hour period. Although we believe
that the 8—hour "Highest Traffic™ condition addresses the worst case
8-hour condition, a recalculation using l-hour of the "Congested
Traffice"™ condition and 7-hours of the "Highest Traffic"™ condition would
still yield an 8-hour concentration well below the standard; 5.1 ppm
adjacent to the tunnel portal.

The CO concentrations in the tunnel would exceed the OSHA standards only
if extensive vehicle congestion were allowed to continue for an hour.
This congested condition is possible but highly improbable for an hour.
Mitigative measures will be employed and are discussed in the Air ’
Quality Section (page 58).

It is not possible to specify the specific characteristics and resulting
CO concentrations for the alternative mitigative measures at this stage
of project study and design. Selection of mitigative measures will also
be influenced somewhat by future funding availability. Any of the
possible mitigative measures mentioned in the Air Quality Section (page
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58) would be designed to assure that the OSHA standards would not be
violated. A specific proposed mitigation alternative will be developed
during the design phase of this project and discussed in the ISP
application.

4, The noise analysis for this site was reviewed and new traffic data
included. This has brought the projected noise levels to below Federal
standards but are still in excess of State standards. Pages 3 and 70

reflect the results of this revieuw.

5. The largest tanker truck operating in the Duluth area has a capacity
of 8900 gallons. A spill of this magnitude will be easily containable
within the proposed pond.

k]
6. Text has been changed, see page 82.
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