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ABSTRACT 

This Final Environmental Impact Statement (FEIS) documents the selection 
of a preferred alternative for proposed TH 60 improvements and 
commitments to mitigate anticipated adverse impacts. The preferred 
alternative is to construct on new alignment from near St. James to 
approximately one-half mile west of Mountain Lake and to reconstruct on 
existing alignment from Mountain Lake to Worthington. Construction will 
be staged over a period of years contingent on funding availability. 
Initial stages will provide two-lane reconstruction to modern highway 
standards. Subsequent stages will provide dualization to a four-lane 
expressway in rural sections. Also included in this FEIS are responses 
to comments received on the DEIS; wetlands, air quality, and Section 
4(f) findings; and supplemental technical information. 
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SUMMARY 

This Final Environmental Impact Statement (FEIS) has been prepared 
according to paragraph 1503.4 of the Council on Environmental Quality 
Regulations for FEIS preparation. 

PURPOSE OF THE FINAL ENVIRONMENTAL IMPACT STATEMENT 

The purpose of this FEIS for TH 60 is to: 1) document the selection of 
the preferred alternative; 2) list commitments to mitigation measures; 
3) provide corrections and supplemental information to the Draft 
Environmental Impact Statement (DEIS); 4) provide a wetlands finding; 5) 
document a State Air-Quality Implementation Plan conformance finding; 6) 
provide a final evaluation of impacts on Section 4(f) properties; and 7) 
provide responses to public hearing and DEIS comments. 

Information previously provided in the DEIS has not been duplicated in 
this FEIS, and the DEIS can be referenced for additional information. 

PROJECT ALTERNATIVES CONSIDERED 

The proposed action consists of constructing improvements to 
approximately 52 miles of TH 60 between St. James and Worthington, 
Minnesota. 

Al terna ti ves considered in the DEIS include (a) no-action, (b) 
reconstruction on the existing alignment, and (c) construction on new 
alignment in the northern portion of the corridor. Construction on new 
alignment was considered from near Windom to St. James (25 miles) or 
from near Mountain Lake to St. James ( 13 miles). Alignment and design 
variations were evaluated in the vicinity of the cities of Heron Lake, 
Windom, Bingham Lake, Mountain Lake and Butterfield. Traffic operations 
improvements were considered in the urban sections of TH 60 under 
existing alignment reconstruction. 

Impacts were analyzed for both two-lane and four-lane construction. Due 
to funding and practical limitations, a prioritized schedule was 
developed in the DEIS process to provide initial two-lane reconstruction 
to modern highway standards; subsequent stages provide dualization to a 
four-lane expressway in rural sections. Alternative sequencing of 
dualization was evaluated for the sections south of Wilder. The two­
lane impact evaluation also reflected the alternative of postponing or 
cancelling of the proposed dualization at a future date, should re­
evaluation of need during the initial two-lane construction indicate 
that such dualization would no longer be warranted. The four-lane 
impact evaluation also included the alternative of initial four-lane 
dualization. 
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PREFERRED ALTERNATIVE DECISION 

The Commissioner of the Minnesota Department of Transportation (Mn/DOT) 
decided as a preferred alternative, to construct on new alignment from 
St. James to southwest of Mountain Lake and to reconstruct on existing 
alignment from Mountain Lake to Worthington. Initial stages will 
provide two-lane reconstruction to modern highway standards, beginning 
with the St. James to Butterfield section. Design of the initial two­
lane construction will be fully compatible with future staged 
dualization to four-lanes and will include limited four-lane sections to 
accommodate channelization at major intersections in the bypasses of 
Butterfield and Mountain Lake. Traffic operations improvements will be 
provided along the existing four-lane urban section within Windom. 
Final determinations regarding (a) alignment and design variations at 
Butterfield, Mountain Lake and Heron Lake pending a design hearing and 
(b) the staging sequence for four-lane dualization south of Wilder have 
been deferred. 

The improvement "build" alternatives were preferred over the "no-buildn 
alternative based upon demonstrated transportation and economic needs of 
the area and strong support of the local and regional governments. 
Potential adverse environmental impacts can be reasonably mitigated and 
certain locations will experience a net positive environmental impact as 
a result of the proposed improvements. 

The preferred location was selected based on a significant reduction of 
travel delays and community land use, cohesion, traffic noise and 
traffic safety conflicts without unreasonably increasing total cost or 
other adverse impacts compared to reconstruction completely on existing 
alignment. The alternative of continuing on new alignment to bypass 
Windom was not selected because the additional costs and impacts were 
found to significantly outweigh the additional travel benefits and 
community conflict reduction of bypassing. 

The decision to construct a modern two-lane facility during initial 
stages of TH 60 improvement was based heavily on available funding. In 
view of such limitations, it best addresses immediate needs, will 
provide adequate traffic service under current traffic demands, and is 
fully compatible with the proposed future four-lane design. 

IMPACT MITIGATION MEASURES 

Several unadvoidable adverse impacts are associated with the preferred 
alternative for improvement of TH 60. Means to mitigate these impacts 
will be incorporated in the design, construction and operation of TH 60. 
They include: 

1) Relocation assistance and compensation will be provided to 
owners of displaced residences and businesses. 
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2) A reduced-median design will be used for four-lane 
construction and existing TH 60 rural sections will be 
obliterated and restored for agricultural use, where possible, 
to minimize impact on prime farmland. Restoration and return 
to farm use will also help to mitigate the impact on local tax 
base by returning the affected sections to the tax rolls. 

3) Damage payments will be included in property acquisition 
settlements to help mitigate effects of severence and 
triangulation on farm operations. Impacted farm tile systems 
will be modified or restored as appropriate. 

4) Noise impacts can be mitigated by the use of earthen berms and 
walls at certain locations, subject to input from the affected 
residents and communities and cost effectiveness evaluations. 

5) Stream modification, wetland and water quality impacts will be 
mitigated by the use of special design guidelines and cross­
sections; use of controlled fill procedures and selected 
deepening along the shorelines; reconstruction of fish and 
water control structures at Warren Lake; development or 
acquisition of additional wetland areas through borrow pit 
restoration, use of abandoned channel sections, and tradeoff 
or expanded right-of-way acquisition; development of an 
accidental spill control and cleanup program; and 
incorporation of erosion and other pollution control measures 
during construction. 

6) Acquisition of replacement lands or other mitigation 
acceptable to MDNR and incorporation of special design 
features will offset loss of 6.7 acres from the Valleau 
Wildlife Management Area at the time of four-lane dualization. 

7) Construction cautions and provision for salvage plans will be 
used to mitigate potential impact on prairie remnants. 

8) Roadside habitat will be protected and enhanced by use of 
selected grass covers and controlled mowing of roadside 
ditches. 

9) Special attention to landscaping details will help to minimize 
potential visual impacts at railroad overpasses and at Lommen 
Park in Windom. 

10) Construction specifications will contain special provisions 
for erosion control, water pollution control, borrow pit 
treatment, disposal of unsuitable materials, protection of 
unrecorded archaeological remains, disruption to utilities and 
traffic, and construction noise mitigation. 
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WETLANDS FINDINGS 

Construction of the preferred alternative will result in the alteration 
of seven wetland areas. Two-lane construction will alter a total of 5.4 
acres of wetland; four-lane construction a total of 9.6 to 11.4 acres. 

It was determined that there was no practicable alternative to the 
proposed construction of the preferred alternative for TH 60 to further 
reduce the amount of wetland takings. The proposed action includes all 
practicable measures to minimize harm to wetlands and to create or 
acquire new wetland areas where practicable. 

CONFORMANCE WITH STATE AIR QUALITY IMPLEMENTATION PLAN 

The proposed project is located in an area where the approved State 
Implementation Plan (.SIP) to attain and maintain ambient air quaHty 
standards does not contain any transportation control measures. 
Therefore, the conformity procedures of 23 CFR 770 do not apply to this 
project. The project is not expected to result in the violation of air 
quality standards. 

SECTION 4(f) FINDINGS 

The preferred alternative for improvement of TH 60 will require use of 
land from two properties covered by Section 4(f) of the Department of 
Transporta ti.on Act. They are: ( 1) the Carpenter Wildlife t<anagemen t 
Area near Bingham Lake and (2) the Valleau Wildlife Management Area near 
Heron Lake. It is determined that there is no feasible and prudent 
alternative to the use of land from these properties, and that the 
proposed action includes all possible planning to minimize harm to the 
Section 4(f) property resulting from such use. 
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PREFERRED ALTERNATIVE 

The following section of the Final Environmental Impact Statement (FEIS) 
describes: (1) the preferred alternative for proposed TH 60 improve­
ments, including related decisions deferred at this time; and (2) the 
reasons for selecting the preferred alternative. 

DESCRIPTION 

Location 

The Draft Environmental Impact Statement (DEIS) evaluated in detail 
three location alternatives for the improvement of TH 60 from St. James 
to Worthington and a no-build alternative. The alternative preferred by 
the Minnesota Department of Transportation is to construct on new 
alignment from near St. James to approximately one-half mile southwest 
of Mountain Lake and to reconstruct on existing alignment from Mountain 
Lake to Worthington. A short section at the extreme northeast end of 
the 52-mile corridor near St. James will also be reconstructed on 
existing alignment, as shown in Figure 1. 

Staging 

Due to funding and practical limitations, the entire 52-mi.le improvement 
from St. James to Worthington cannot be constructed in a single, all 
inclusive construction effort. Therefore, construction will be staged 
over a period of years contingent on funding availability. Initial 
stages will provide two-lane reconstruction to modern highway standa~ds. 
Subsequent stages will provide dualization to a four-lane expressway in 
rural sections.. The inHial two-lane design will be fully compatible 
with the future four-lane design. 

Barring unforeseen delays or funding problems, construction of initial 
two-lane construction from St. James to Butterfield will begin in 1985. 
Construction west to Mountain Lake will follow immediately thereafter. 
Limited four-lane sections to accommodate channelization at major 
intersections in the bypasses around Butterfield and Mountain Lake will 
be constructed as part of the initial construction. Reconstruction of 
the remainder of TH 60 to Worthington will follow in logical segments as 
funding and other conditions permit. Figure 2 illustrates a preliminary 
time framework for completing the overall improvements that is 
consistent with reasonable current anticipation of funding availability. 
Priority was given to roadway sections most deficient in terms of 
roadway condition, traffic service, safety and community conflicts; and 
to providing a logical construction sequence. 

S~ecial Conditions 

Through Windom, TH 60 will remain a four-lane urban section on existing 
alignment, but will be improved with the addition of traffic signals and 
other modifications. Traffic signals will be added at 6th and 16th 
Streets (a signal currently exists at 10th Street). The north 
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intersection with TH 71 will be improved and the median extended 
southerly to include the 16th Street intersection. The easterly 
frontage road will be realigned at 16th Street, to provide adequate 
separation from TH 60 to permit the signalized intersection to function 
satisfactorily. To eliminate severe flat angle conflicts at 12th 
Street, the frontage road connection to TH 60 will be closed. 

From the TH 71 intersection eastward to the vicinity of Warren Lake, TH 
60 will be reconstructed to provide a five-lane urban section with a 
continuous center lane for left turns to serve the numerous businesses 
and side roads in this section. On the long grade immediately southwest 
of Windom, a truck climbing lane will be added for westbound traffic 
during the initial two-lane upgrading. 

At the west side of Bingham Lake, approximately one mile of TH 60 will 
be realigned slightly to the south to eliminate two substandara 
horizontal curves and poor profile conditions. County and township road 
crossroads will be realigned to provide improved intersections with TH 
60. At the TH 86 intersection east of Wilder, TH 60 will also be 
realigned and four-lane channelization added during initial two-lane 
upgrading. 

From Bingham Lake to Mountain Lake, the existing right-of-way is 
generally 125 feet wide and the centerline of roadway is only 50 feet 
from the railroad right-of-way line. Reconstruction to modern two-lane 
standards, therefore, will require an additional 25 feet of right-of-way 
and the centerline of the upgraded two-lane road will be 25 feet north 
of the existing roadway centerline. 

Right-of-Way 

Right-of-way acquisition will be confined to that necessary for two-lane 
construction, except in those limited areas where four lanes are to be 
built initially. This will help reduce the impacts on farmland and will 
avoid taking farmland out of production and reducing the tax base prior 
to actual four-lane construction. Mn/DOT will encourage local 
authorities to adopt appropriate building setbacks and, where 
appropriate, will acquire access right to preserve adjacent lands for 
eventual four-lane dualization, as described on DEIS pages 39-41. 
Existing right-of-way no longer needed for highway purposes will, where 
appropriate, be returned to farmland use as described on page 12 of this 
FEIS. 

Deferred Decisions 

Yet to be resolved is the determination of specific detailed alignments 
for the preferred new alignment bypasses of Butterfield and Mountain 
Lake. Alternative alignment variations designated on Figure 1 as 
"inner" and "outer" remain under consideration.. A final determination 
will be made as part of the detailed design hearing process currently 
scheduled for this winter ( 1983-84) .. 
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Final determinations regarding (a) alignment/design variations at Heron 
Lake and (b) the staging sequence for four-lane dualization south of 
Wilder have also been deferred, since construction is not anticipated to 
occur in these locations for some years. Deferral of these decisions 
does not affect the basic preferred alternative decision described above 
that is required to implement the first construction stages. 

At Heron Lake, three location/design variations remain under 
consideration. Two of these follow the existing, or "inner", alignment 
as shown on Figure 1. The other follows an "outer" realignment which 
passes to the north of the presently developed lands adjoining the TH 
60-CSAH 9 intersection. This alignment joins the existing alignment 
near CSAH 24 on the southwest and near Duck Lake on.the northeast. A 
four-lane, 75-foot median, channelized intersection with CSAH 9 is 
incorporated in the design of the two-lane, as well as the ultimate 
four-lane improvement on the outer alignment. 

On the inner alignment, the variations include a four-lane 
channelization with (1) a narrow raised median, and (2) a typical rural 
(75-foot median) sections A two-lane channelization with a narrow 
median is considered as a first stage of the future four-lane typical 
median design. Two four-lane design alternatives also remain under 
consideration at the Duck Lake area adjoining the city of Heron Lake: 
(1) the typical rural median, and (2) a narrow median which would reduce 
encroachment on the Duck Lake wetlands. 

Two options remain under consideration for completing the dualization to 
a four-lane expressway in the Worthington to Wilder portion of the 
corridor, as illustrated in Figure 2: 

OPTION A - Complete all sections of the two-lane upgrade first, 
dualizing in the final stages; 

OPTION B - Dualize using the existing roadway "as-is" for one-way 
eastbound traffic, improving the existing roadway as the 
final stage (this option is not practicable from Wilder to 
St. James). 

Reevaluation 

Both U.S. Council on Environmental Quality (CEQ) and Federal Highway 
Administration (FHWA) environmental impact statement regulations provide 
for the evaluation of large, multi-year staged construction projects 
such as the proposed TH 60 improvements on a "tiering" approach, the 
initial EIS (draft and final) covering the overall project alternatives 
and impacts as a whole. During the detailed design phase for each 
individual stage, these regulations require a reevaluation of the 
initial EIS findings. A supplemental impact statement(s) will be 
prepared if such reevaluation reveals any significant changes in the 
proposed action, the affected environment, the anticipated impacts or 
the proposed mitigation measures. 
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REASONS FOR SELECTION 

Mn/DOT's selection of the preferred alternative for TH 60 was based on a 
detailed review of the Draft EIS, public hearing testimony, and written 
and verbal position statements received in response to the Draft EIS 
circulation. The positions of local governing bodies weighed heavily in 
the decision. 

Build Versus No-Build 

The need to improve TH 60 to modern highway standards from St. James to 
Worthington has been clearly demonstrated and was strongly supported by 
virtually all those commenting on the project. 

Over 30 percent of the 52-mile study section of TH 60 currently operates 
below normal rural trunk highway traffic service level design standards 
(Service Level "B"). Without significant roadway improvement, over 80 
percent of the route will operate below such standards under projected 
future demand. Even with future "constrained" tripmaking, over 60 
percent would operate below level "B" conditions. 

The build alternatives will provide desirable operating conditions over 
all or most of the route. They are also needed to eliminate or 
significantly reduce such existing deficiencies and hazardous conditions 
as: 

o substandard lane widths, shoulders, shoulder slopes and 
ditches; 

o numerous "no passing" zones; 

o hazardous intersections, driveway entrances and railroad 
crossings; 

o old and deteriorating pavement; 

o local land use, traffic and pedestrian conflicts and through-
traffic delay. 

TH 60 is a vital link in the flow of grain, livestock and poultry 
products from farm to market. The physical obsolescence of TH 60 has 
long been recognized as an impediment to the efficient movement of 
agricultural goods within and from the region.. Without improvement, 
increased deterioration and reduced travel speeds would further add to 
transportation costs for farm products and detract from the region's 
ability to attract further investment in agricultural and industrial 
development. 

Potential adverse environmental impacts from the build alternatives 
will, for the most part, be reasonably mitigated by measures described 
on pages 11 to 25 of this FEIS. Furthermore, at some locations certain 
build alternatives will have a net positive environmental impact (e.g., 
reduction of noise and community cohesion impacts in Mountain Lake and 
Butterfield). 
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Location 

Three basic location options were considered for the proposed 
improvement of TH 60: 

1) Existing Alignment; 

2) Existing Alignment from Worthington to southwest of Windom, 
New Alignment from southwest of Windom to St. James; 

3) Existing Alignment from Worthington to southwest of Mountain 
Lake, New Alignment from southwest of Mountain Lake to St. 
James. 

The latter option was selected because it: 

1) Eliminates significant adverse community land use, cohesion, 
traffic noise, traffic safety and traffic circulation 
conflicts in Butterfield and Mountain Lake. For example the 
number of sensitive receptors exceeding State Noise Standards 
would be reduced by approximatley 70 to 80 receptors, over 
half the total expected to exceed State Daytime Standards and 
over one-quarter the total expected to exceed State Nighttime 
Standards for the entire 52-mile section on existing 
alignment. Included are residences, schools, churches and a 
hospital which adjoin existing TH 60. 

2) Does not require significantly greater net farmland taking 
than the existing alignment alternative in view of proposed 
farmland reclaimation of abandoned segments of existing TH 60. 
Net farmland taking for the initial two-lane facility 
improvement would be approximately 120-150 acres, compared to 
85-95 acres for the existing alignment alternative. 

3) Substantially reduces through traffic delays compared to the 
existing alignment alternative. A savings of over 55,000 
vehicle hours per year for through traffic is anticipated 
under projected traffic conditions. 

4) Will cost only about 8-9% more for the 52-mile project ($6-7 
million for two-lane upgrade, $8-10 million overall for 
completed four-lane facility) than the existing alignment 
alternative .. 

5) Will not significantly differ from the existing alignment 
alternative with regard to other identifiable impacts. 

As noted in the preceding section, a decision on the specific alignment 
("inner" versus "outer") in the vicinity of Butterfield and Mountain 
Lake has been deferred pending detailed consideration during the final 
design hearing process currently scheduled for winter 1983-84. However, 
the overall costs and impacts of these new alignment variations do not 
differ significantly from one another in comparison to their differences 
from the existing alignment alternative and thus do not affect the 
decision preferring the new versus existing alignment. 



Strong consideration was also given to the alternative of continuing on 
new alignment from Mountain Lake to southwest of Windom, bypassing 
Windom. The al terna ti ve would further reduce urban travel delays for 
through traffic (by an estimated 31,000 vehicle hours per year under 
projected traffic conditions), permit a continuous rural expressway 
design for the entire corridor upon completion of future four-lane 
dualization, aid the development of a planned industrial area in 
southeast Windom, and reduce community-through traffic conflicts in 
Windom. 

However, this alternative was not selected because the additional costs 
and impacts were determined to significantly outweigh the benefits, as 
follows: 

1) The total cost would be $15-23 million more than the preferred 
alternative cost for the initial two-lane improvement phase, 
$11-20 million more overall for a completed four-lane project. 
(Note: the new alignment portion adjoining Windom would be 
constructed to four lanes during the initial development 
phase.) 

2) Community-through traffic conflicts are not as severe as in 
Mountain Lake and Butterfield since adjoining land uses in 
Windom are primarily commercial and industrial.. Thus, for 
example, the additional reduction in receptors exceeding noise 
standards is not nearly as significant. 

3) The Windom City Council supports keeping TH 60 on its present 
route through Windom. 

4) Existing TH 60 in Windom is already a four-lane roadway with 
no parking and, with additional traffic signals and other 
operational improvements, will continue to adequately handle 
traffic for the foreseeable future. 

5) The existing bridge near the south edge of Windom over the Des 
Moines River is a fully adequate four-lane structure built in 
1971 .. 

6) U.S. 71 and TH 62 would continue to pass through Windom. 

7) Net farmland taking (after obliteration of existing TH 60, 
where possible, and reclamation for such area for farming) 
would be nearly double that of the preferred alternative. 

Stag_ing 

The decision to construct a modern two-lane facility during initial 
stages of TH 60 improvement was based heavily on available funding. In 
view of funding limitations, it best addresses the immediate need for 
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the elimination of: existing substandard lane widths, shoulders, 
shoulder slopes and ditches; vertical profile deficiencies; hazardous 
intersections; and old and deteriorating pavement -- particularly in the 
portion of the corridor from St. James to Wilder. 

The decision also recognizes that: 

1) The initial two-lane construction is fully compatible with the 
proposed future four-lane design. 

2) Limited four-lane sections will be constructed at major 
intersections leading to Mountain Lake and Butterfield, thus 
ensuring adequate capacity and compatibility with the future 
four-lane design. 

3) Building setback regulations will be encouraged and purchase 
of access controls will be used at selected locations to 
"preserve" adjoining lands for future four-lane duali.zation. 

4) The two-lane upgrade will provide adequate traffic service 
under current traffic demands. 

5) In the southwestern portion of the corridor where ex:i.sti.ng 
roadway geometrics and pavement deficiences are not as 
critical, but current and projected traffic volumes are 
higher, the option of accelerating the dualization process by 
adding westbound lanes while using the existing roadway nas­
is" for one-way eastbound traffic during initial constructi.on 
remains under consideration. This decision can be deferred 
until the initial two-lane upgrade from St. James to Wilder is 
completed, at which time priorities can be reassessed in view 
of then prevailing conditions. 
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IMPACT .MITIGATION MEASURES 

A number of adverse environmental effects are associated with the 
preferred alternative for TH 60. Mitigation measures proposed to reduce 
these impacts are described below. 

RELOCATION IMPACTS 

Residential Dis~lacements 

The total number of residential displacements required for the preferred 
alternative ranges from 2 to 9 residences for initial two-lane 
construction; 8 to 17 residences overall for four-lane construction 
(DEIS Table 23, page 70). No residential displacement is required for 
the first two development stages of the preferred alternative. Third 
stage development would require the taking of one residential property 
if the inner alignment variation is selected for the bypass of Mountain 
Lake. Most residential displacements would occur in the later stages of 
project development. Overall, the relocation impacts are considered 
relatively minor for a highway improvement project 52 miles in length. 

Properties which are acquired will be compensated at market value, and 
owners have the option of obtaining independent appraisals. Relocation 
assistance and compensation will be provided through the Mn/DOT Mankato 
District Relocation Office. Mn/DOT relocation personnel will assist the 
persons displaced as long as necessary to reestablish them in homes. 
Relocation benefits will include replacement-housing differential, 
moving costs, closing costs, interest differential, and appraisers fees, 
if any. The Relocation Office will ensure that all persons will be 
relocated into decent, safe, and sanitary housing within their financial 
means, without regard to race, color, or national origin. 

Non-Farm Business Dis~lacements 

All non-farm business displacements for the preferred alternative occur 
along existing alignment sections. The number of displacements ranges 
from 6 to 12 businesses for the two-lane construction; 9 to 14 
businesses overall for four-lane construction (DEIS Table 24, page 72). 
The range reflects the design/locations variations remaining under 
construction in the Heron Lake area. 

No business displacements are required in the first three stages of the 
preferred alternative. Acquisition of business property will not occur 
for some years; however, when it does, relocation assistance and 
compensation will be provided through the Mn/DOT Mankato District 
Relocation Office. As project plans for the later stages are developed, 
Mn/DOT will consult with owners in developing relocation plans and, if 
desired, to help obtain resources or utilize relocation services and 
financing or tax incentives offered through local, State or Federal 
agencies. 
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FARM IMPACTS 

Farmland Acguisition 

Farmland acquisition required for the preferred alternative ranges from 
292-333 acres :for two•-lane construction to 644-691 acres for four-lane 
construction depending on specific bypass alignments. To help mitigate 
the impact of prime farmland acquisition, Mn/DOT has accepted a reduced 
median right-of-way standard for four-lane construction, as described on 
pages 23-26 of the DEIS. The reduced median decreases land acquisition 
needs by nearly 600 acres, significantly reducing impact on prime 
farmland. Obliteration and restoration of existing TH 60 rural sections 
for farmland use, where possible, will provide an additional mitigative 
measure. Locations of the sections expected to be returned to farmland 
use are shown on Figure 3 and in greater detail on the maps in Appendix 
A of the DEISo Restoration w Hl return approximately 140-150 acres to 
agricultural use, depending on the final location of the railroad cross­
over from new to existing alignment west of Mountain Lake@ This restor­
ation will reduce prime cropland loss to a net of approximately 120-150 
acres for two-lane acquisition and 430~480 acres for four-lane acquisi­
tion, reducing net takings by approximately 55% and 25%, respectively. 

To restore the right-of-way for cropland use, Mn/DOT will regrade the 
affected areas and scarify the soil to remove compaction® Soil borings 
indicate that the existing roadway base is primarily topsoil suitable 
for cropland use if regradedo Existing pavement will be removed and, 
where practicable, reused in the new roadway construction. Where 
necessary, connections to relocated drainage ditches will be provided 
for existing drainage systems in adjoining fields. Installation of 
additional tile drainage facilities in the restoration areas, when 
necessary, would be the responsibility of the new owners. However, the 
cost for such facil:Lties would be reflected by reduced property 
acquisition or transfer cost for the new owners. 

Severances and Triangulation 

The preferred alterna t:L ve will sever approximately 180-280 acres from 
main farmsteads and create approximately 10 additional frontage miles of 
triangulation. Severence occurs when a formerly contiguous property is 
divided into two or more sections. Triangulation occurs when the new 
property line creates angular crop row ends, which decrease the 
efficiency of farming operations. The majority of impacted property is 
located in the vicinity of Mountain Lake and Butterfield. Damage 
payments will be included i.n the property acquLsitlon settlements to 
help mitigate the impact on the aff~cted owners~ 

Additional mitigative options may be initiated by affected landowners. 
The exchange of several par·cels ls possible where two or more adjacent 
landowners each suffer separation of a small parcel, small meaning too 
small to farm efficiently. The exchange of properties which puts a 
small inefficiently farmable piece with a larger more efficently 
farmable parcel will s11bstantially mitigate severance and triangulation 
effects. 
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Another option, should there be no possible exchange, is to sell the 
severed and triangulated parcel to an adjacent landowner. In most 
cases, there will be only one or two potential buyers, creating an 
effectively depressed price. This is a damage factor Mn/DOT considers 
when arriving at damage amounts payable to landowners. 

A third option is the specialized use of a severed and triangulated 
parcel. An example is the use of the parcel for hay production with no 
new crop farming. Generally this option is not as desirable and is 
anticipated only where the other options are not available or 
appropriate. 

Tile Im~acts 

Construction of the preferred alternatives will require some 
modification or reconstruction of existing farm drainage tile systemso 
Affected drainage systems will be modified or restored by Mn/DOT to 
operating effectiveness equivalent to pre-construction conditions. 

NON-FARM BUSINESS IMPACTS 

"BIE_ass" Effects 

Prior bypass experience indicates that certain businesses catering 
largely to the needs of transient motorists -- service stations, 
restaurants and a motel -- in the bypassed business areas of Mountain 
Lake and Butterfield will likely be adversely affected if they remain 
along the old route. While no specific mitigation is proposed by 
Mn/DOT, past experience has shown that such businesses can often adjust 
by reorienting their merchandise and services to local trade. Also, the 
improved shopping convenience and environment for local shoppers in the 
existing business area and potential new gas station and restaurant 
facilities near the proposed new alignment intersections, particularly 
at Mountain Lake, can likely be expected to avoid a net business loss to 
the communitiese 

COMMUNITY IMPACTS 

Neighborhoods 

The inner alignment variation for the preferred alternative at Mountain 
Lake will separate six residences of a relatively new, low - density 
suburban - type development from the remainder of town. If the inner 
location is selected during the final design process, a new service road 
will be constructed to maintain access to this area. 

Parks 

Lommen Park, a highway wayside in Windom, would be altered by the traf­
fic operations improvements of the preferred alternative. The park 
would be altered by closing access between the adjoining service road 
and TH 60 at 13th Street -- ihe northern limit of the existing park. 
The alteration itself should help to mitigate any adverse effects by 
increasing the park size. The park will retain its cµrrent picnic and 
drinking well facilities. 
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Tax Base and Property Values 

Acquisition of buildings and property for the construction of the 
preferred alternative will reduce the tax base of the TH 60 corridor. 

Market accessibility is necessary to maintain property value and thus 
tax revenues. The direct loss of tax base from property acquisition can 
be expected to be at least partially, if not totally, offset by an 
increase in the value of remaining property stemming from increased 
accessibility .. Also the restoration of portions of existing TH 60 to 
farmland use will help to mitigate the impact by returning these areas 
to the tax rolls. 

NOISE IMPACTS 

The preferred alternative will significantly reduce noise levels along 
the bypassed sections of existing TH 60 in Butterfield and Mountain 
Lake. The number of receptors exeeding FHWA design noise levels will be 
reduced from 49 to zero; exceeding State standards from 131 daytime and 
93 nighttime to zero. However, several residences at the outer edges of 
these communities adjoining the proposed new alignment will be subject 
to new noise impacts. 

Based upon a preliminary analysis of noise levels, areas along the 
"inner" location variations at Butterfield and Mountain Lake have been 
identified for potential noise mitigation, as shown on Figure 3. At the 
south edge of Butterfield 11 residences with noise levels exceeding 
State nighttime standards could be protected by earthen berms along the 
north side of the roadway. At Mountain Lake, combination berm and wall 
barriers between the new roadway and proposed adjoining frontage roads 
on both north and south sides would protect six residences from 
exceeding State daytime and nighttime standards, including one where 
FHWA design noise levels would also be exceeded. 

At Heron Lake, combination berm-wall barriers could be used along 
portions of each side of the "outer" alignment variation, as shown on 
Figure 3. The barriers could protect up to 23 residences from exceeding 
State standards and help mitigate increases over present levels. 

Actual construction of earthen berms and or noise walls to provide noise 
attenuation will be further evaluated in future design stages of the 
project. Decisions to implement noise barriers will be based on 
resident input and cost-effectiveness evaluations. Final location and 
design of noise attenuation barriers, if any, will be described in Final 
Noise Reports prepared during the final design process for each proposed 
construction stage. 

Where abatement is not prudent or is not desired by affected communi­
ties, a variance from State noise standards will be requested from the 
Minnesota Pollution Control Agency. Variances will also be requested 
for the scattered individual receptors in rural areas and receptors 
along the existing alignment in Windom where abatement is not 
practicable .. 
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Also, Mn/DOT has furnished all cities, counties and regional development 
commissions in Minnesota with copies of "The Audible Landscape", a 
Federal Highway Administration handbook that provides guidance for local 
land use planning, plan layout, and building design for compatible 
development near traffic noise. 

STREAM MODIFICATION IMPACTS 

All construction at stream crossings will be carried out in conformance 
with joint FHWA and Mn/DOT design guidelines for shoulders, side slopes 
and clear zones to minimize stream encroachment (Mn/DOT Technical Memo­
randum 79-18-RD-2 or equivalent)e Precautionary measures to avoid pol­
lution of the streams from construction activities are described on 
pages 20-21 of this FEIS. 

No significant encroachment on the base floodplain is anticipated. All 
anticipated work in the floodplain complies with Executive Order 11988, 
as documented in the Draft EIS and the "Hydraulic/Hydrology" section of 
Appendix D, "TH 60 Engineering Studies Report" .. 

In those areas where stream relocation is necessary, special design 
treatments will be considered in the detailed design process. For 
example, the old channel may be left unfilled or dredged and otherwise 
expanded. Such areas have the potential to develop into valuable wet­
lands. Judicial Ditch Noe 76 and Jack Creek are potential ideal areas 
for such treatment; Okabena Creek and Butterfield Lake Outlet also have 
limited potential. See Figure 3. Development of these design features 
will be coordinated with the UeS. Fish and Wildlife Service (USFWS) and 
the Minnesota Department of Natural Resources (MDNR), in conformance 
with provisions of the Fish and Wildlife Coordination Act. 

Preliminary analysis (DEIS Table 37, page 111) indicates that 
reconstructed stream crossings at Elk Creek, Jack Creek, Duck Lake and 
Heron Lake Outlet will require individual Section 404 permits from the 
U.S. Army Corps of Engineers. The remainder of the 15 new or 
reconstructed crossings in the 52 mile corridor will likely be 
authorized under the "nationwide" permit provisions, since they affect 
only a small headwaters drainage area or involve only minor fills. 
Twelve of the crossings affect State Protected Waters and will therefore 
require MDNR Highway Construction permits. Detailed mitigation measures 
will be developed and specified as part of the permit process during 
final roadway design. 

WETLAND IMPACTS 

All construction in affected wetlands areas will be carried out in 
conformance with joint FHWA and Mn/DOT design guidelines for shoulders, 
side slopes and clear zones to minimize wetland encroachments along new 
or reconstructed trunk highways (Mn/DOT Technical Memorandum 79-18-RD-2 
or equivalent)® Precautionary measures to avoid poll~tion of wetlands 
areas from construction activities are discussed on pages 20-21 of this 
FEIS. 



Near the lakes that are subject to encroachment -- Warren, Clear, and 
Duck Lakes -- it is critical to maintain a gradual slope from the road 
shoulder into the water in order to create a shallow shelf or littoral 
zone. In so doing, the aquatic vegetation will better be able to 
reestablish itself and the potential for invertebrate, fish and wildlife 
habitat would be maximized. Filling in or near the water will be done 
in a controlled fashion to prevent localized slope failures from 
occurring. Although fill placement will occur over an extended period, 
the net impact will minimize lake sedimentation. 

The deepening of selected seasonally flooded areas of Duck Lake could 
help make this area a more valuable wetland resource. The locations 
where such a practice could most reasonably be applied is at both the 
southeastern and southwestern shores of the lake. In these spots, 
existing Type 1 wetland could be altered to create a more "permanent" 
Type 2 or 3 wetland fringe to the lake. As indicated above, however, it 
remains important that a relatively gradual slope be maintained from the 
road shoulder into the water. Simply dredging a deep-water perimeter 
around the lake will not, in itself, promote invertebrate, fish and 
wildlife habitat to the fullest extent~ 

At Warren Lake, construction of new control structures (or a combined 
structure) at the culvert connection to Cottonwood Lake will be 
necessary. Construction will be timed during October or May, or special 
provisions made to control water levels in Warren Lake during construc­
tion, so as not to result in the loss of walleye production. Culvert 
reconstruction during the initial two-lane upgrade will be designed to 
accommodate future dualization so as to avoid a second disruption. Also 
at Warren Lake, a highway runoff diversion system to protect the walleye 
rearing activity in the lake appears to be feasible but not prudent due 
to high cost. Such a system is described on page 34; acceptable mitiga­
tion measures will be worked out with MDNR and USFWS. 

Borrow pits generally fill with water and can be utilized to provide 
additional wetlands area. Where practicable, borrow areas will be 
designed and located specifically to create a marsh habitat; flat side 
slopes (6:1), shallow areas and lining with organic spoil material will 
be included to promote the establishment of marsh vegetation. 

Additional mitigative measures may be incorporated to enhance the 
natural environment and to minimize harm to present wetlands, found to 
be practicable during the detailed roadway design process for the 
affected roadway sections. Low meadows, such as adjoin existing TH 60 
at County Road 44 in the short ........ ,!'"-, ...... ...,... section near Bingham Lake may 
be dredged or impounded to create a pond or deepwater marsh and thus a 
more diverse habitat than at Such areas would be acquired as 
expanded right-of-way for water ponding to facilitate drainage. Ditch 
blocks, used in conjunction with the four-lane options, would serve to 
hold runoff water and provide some waterfowl habitat. 

Detailed mitigation plans will be developed by Mn/DOT in consultation 
with MDNR and USFWS as detailed designs are developed for each of the 
staged construction sections. 



WATER QUALITY IMPACTS 

Appropriate construction control practices will be used to minimize 
potential water quality impacts from erosion and chemical pollutants 
during construction, as described on pages 20-21. 

Until less harmful roadway de-icers are readily and economically 
available, limiting the amount of salt applied to the highways will be 
the most effective means of minimizing the impacts of de-icing salts on 
streams, lakes and wetlands. Mn/DOT has instituted a program under 
which it has attempted to cutback on the amount of salt used on highways 
in the State without sacrificing the safety of motorists. In keeping 
with this program, the Mn/DOT will apply salt on TH 60 at the minimum 
amount that safety will allow. 

Accidental spills of hazardous liquids are always a possibility along 
any major highway. Should such an event occur, it is important that a 
preconceived control and clean up procedure to avoid or minimize 
contamination of water resources be carried out as quickly as possible. 
I·,1n/DOT has recently developed such a plan for the Arrowhead Bridge at 
Duluth, Minnesota. As this project moves forward into design, a similar 
plan applicable to TH 60 will be formulated. Measures to protect water 
quality and walleye rearing activity in Warren Lake have been investi­
gated as discussed on page 34. 

VEGETATION AND WILDLIFE IMPACTS 

Valleau Wildlife .U::UJ1a5,~wl~U Unit 

The Valleau Wildlife Management Unit south of Heron Lake is one of the 
most important natural areas along the TH 60 improvement corridor. 
Four-lane dualization will encroach into the unit, since the existing 
roadway bisects the area. 

Suitable replacement lands in excess of the 6.7 acres to be acquired for 
highway use exist adjacent to the unit. In addition, new bridges at 
Jack Creek and a culvert location near the center of the unit can be 
bu.ilt long enough to provide wildlife trails under the highway to im­
prove wildlife movement between the north and south tracts. The 
flattened slopes of the improved highway can be planted with suitable 
grasses to furnish additional wildlife habitat within the highway right­
of-way with screen type plantings to reduce the visual intrusion of the 
roadway .. 

Since four-lane dualization in this area is not anticipated for many 
years under the proposed staging program, action to acquire replacement 
lands and develop detailed design features are not appropriate at this 
time .. However, Mn/DOT and FHWA will work with MDNR and USFWS at the 
appropriate time to refine and implement features providing the 
acceptable types of mitigation, and will acquire replacement lands of at 
least equal fair market value and reasonable equivalent wildlife value. 
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Prairie Remnants 

Prairie remnants along the Chicago and Northwestern railroad right-of­
way adjoining TH 60 are of significant interest to the MDNR for 
maintenance as a long term seed source, as discussed on pages 31-34. 
Since most of the prairie remnant occurs on railroad property, it should 
not be affected by the proposed TH 60 improvements. However, special 
care will be taken that construction equipment does not encroach upon 
the railroad property beyond required construction limits. Such 
cautions will be written into the special provisions of the construction 
specifications. Construction easements onto railroad property, where 
necessary for joint drainage provisions, will be identified during final 
design to allow for appropriate salvage mitigation provisions as 
discussed below. 

Some spreading of the prairie grasses onto the existing highway right­
of-way has occurred in various locations. The extent to which (1) 
regrading of the ditches and backslopes to upgrade the existing roadway 
section, (2) regrading of abandoned sections of TH 60 for farmland 
reclamation, and (3) construction at the crossover from new to existing 
alignment will affect such locations cannot be determined until detailed 
design plans are prepared for each construction phase& As such plans 
are developed, Mn/DOT will provide MDNR with information identifying the 
construction limits so that Mn/DOT and MDNR can determine if salvage is 
desirable and practical. Salvage would consist of a cessation of mowing 
and controlled burning to locate high quality sites followed by harvest­
ing the seed or sod as appropriate. 

Roadside Habitat 

A patchwork mixture of brome grass and alfalfa with switch grass -- a 
prairie species -- will be planted for roadside cover where practicable, 
as recommended by MDNR and Mn/DOT wildlife biologists. Switchgrass 
provides needed winter cover while brome/alfalfa serve the needs of 
nesting birds. In areas where heavy salt use is anticipated, shoulders 
and medians will be planted with salt tolerant species such as fescue, 
wheat grass, wild rye and reed canary grass. 

Mn/DOT maintenance policy discourages full-width mowing in rural areas 
until after July 31 in order to avoid disturbance of nesting cover for 
wildlife. Farmers harvesting the right-of-way for hay are also 
encouraged to wait until after July 31. Exceptions are spot mowing for 
noxious weeds and mowing adjacent to homes, businesses and similar 
developed uses. 

AESTHETIC AND VISUAL IMPACTS 

Railroad overpasses are proposed at the CNW branchline south of 
Butterfield and for the CNW mainline west of Mountain Lakee The highway 
will be elevated over 20 feet above the general level of terrain. 
Special landscaping treatments will be considered during the design of 
these sections to soften the visual impact of the high embankments. 
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CONSTRUCTION IMPACTS 

General 

Precautionary measures will be used during the construction of this 
project to prevent air and water pollution. Controls over contractor's 
construction operations will be provided by Mn/DOT's "Standard 
Specifications for Highway Construction" and other related regulations 
in effect at the time of construction. Also, all applicable regulations 
of the U.S. Environmental Protection Agency and the Minnesota Pollution 
Control Agency and others relating to the prevention and abatement of 
pollution shall be complied with during hauling_and construction 
operations. The Minnesota Department of Transportation's construction 
specifications require the contractor to become familiar with local 
conditions and National, State and local regulations before starting 
construction. 

Additional controls relating to the prevention of air and water 
pollution will be included in the contract. These specifications and 
special provisions include, but are not limited to the following 
mitigation measures. 

Erosion Control 

The supervising field engineer will have the authority to limit the 
surface area of erodible earth material exposed by clearing and 
grubbing, excavation, borrow and fill operations and to direct the 
contractor to provide immediate permanent or temporary control measures 
to prevent contamination of adjacent streams and other water courses, 
lakes, ponds, and areas of water impoundment. Cut slopes will be seeded 
and mulched as the excavation proceeds to the extent considered 
desirable and practicable. 

The contractor will be required to incorporate all permanent erosion 
control features into the project at the earliest practicable time. 
Temporary pollution control measures will be used to correct conditions 
that develop during construction that were not foreseen during the 
design stage; that are needed prior to installation of permanent erosion 
control features; or that are needed temporarily to control erosion that 
develops during normal construction practices, but are not associated 
with the permanent control features on the project* Some examples of 
temporary control devices are mulches, slope drains, dikes, sediment 
basins, and turf establishment@ Temporary grasses will be quick growing 
species suitable to the area, that will provide temporary cover but will 
not later compete with the grasses sown for permanent cover. 

Where erosion is likely to be a problem, clearing and grubbing 
operations will be so scheduled and performed that grading operations 
and permanent erosion control features can follow immediately thereafter 
if the project conditions permit; otherwise, temporary· erosion control 
measures may be required between successive construction stages. 
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The engineer will limit the area of excavation, borrow and embankment 
operations in progress commensurate with the contractor's capability and 
progress in keeping the finish grading, mulching, seeding and other such 
permanent erosion control measures current in accordance with the 
accepted schedules. Should seasonal limitations make such coordination 
unrealistic, temporary erosion control measures will be taken 
immediately to the extent feasible and justified. For example, if river 
bridging work is stopped for the winter, the exposed cuts or fills for 
approaches will be riprapped to protect against erosion during spring 
runoff and resulting high water. 

The engineer may increase or decrease the amount of surface area of 
erodible earth material that may be exposed at one time by clearing and 
grubbing, excavation, borrow and embankment operations, as determined by 
his analysis of project conditionso For example, two separate areas 
could be opened simultaneously if two fleets of equipment were 
available. 

MPCA Agency rule APC-6 requires that avoidable amounts of particulate 
matter be prevented from becoming airborne. In addition to the above 
measures to minimize exposed surfaces, the contractor will be required 
to utilize such measures as job site maintenance; haul road maintenance; 
watering of exposed areas undergoing grading, earth moving or site 
preparation; cessation of operations during periods of high winds; and 
covering of or applying dust suppresants to truck loads to prevent the 
excape of materials. 

Water Pollution 

Fording of live streams with hauling equipment will not be permitted. 
Temporary bridging will be used if and where stream crossings are 
necessary. Waterways will be cleared as soon as possible after 
construction .. 

During construction, potentially harmful materials such as gasoline and 
oil will be kept in confined areas out of the floodplain to prevent any 
spillage from entering the water bodies. 

Water containing sediment from aggregate wash operations will be treated 
to the extent that the final sediment content will meet the specified 
effluent standards that the MPCA has set. Wash water or wastes from 
concrete mixing operations will not be allowed to enter live streams. 
All necessary permits will be obtained and complied with. 

Borrow Pit Treatment 

Much of the proposed roadway is on fill, and sites outside the construc­
tion limits will be as a source of fill material. Mn/DOT may 
identify potential borrow pit sites for the contractor at such time as 
construction plans are developed for each of the staged construction 
sections in the 52-mile corridor.. Topsoil and clays will be utilized 
for fill provided they are not used for placement in water. The rela­
tively high groundwater level in the area indicates that borrow sites 
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may require dewatering, and could produce siltation problems at the 
discharge point. Additional soils investigations will insure that bor­
row pits would not be located in areas of silty soils; this should 
minimize potential harm. The high groundwater table also dictates a 
relatively shallow borrow pit configuration; care in shaping will 
enhance the potential use as a wetlands area. 

As soon as borrow is completed in a given area, these sites will be left 
neat and in as near a natural condition as possible. Restoration will 
include cleaning, shaping, replacement of topsoil, and establishment of 
vegetative cover on all areas disturbed by construction operations. 

Dis~osal of Unsuitable Materials 

Near Warren Lake, Clear Lake and Butterfield Lake Outlet, areas with 
unstable soils or peat will first have to be excavated down to stable 
materials. The excavated peat and organic soil will be used as slope­
dressing wherever needed along the overall project route. To keep this 
material from reentering the water bodies, the excavated material would 
normally be removed from the floodplain area. However, if subsequent 
testing of the dredged material shows it to be relatively free of 
pollutants, these materials may be used to create a 10- to 15-foot 
shallow shelf or littoral zone; this would enhance the productivity of 
the affected lake or wetland. The concurrence of MDNR, the U.S. Army 
Corps of Engineers and the U.Sa Fish and Wildlife service will be 
obtained before the dredged material is reused in this manner. 

An additional mitigation measure use for peat/muck soils is as bottom 
dressing for reclaimed borrow pits. The relatively sterile mineral soil 
exposed in borrow excavation is unsuitable for marsh plant production, 
resulting in a slow rate of revegetation. By lining the pits with 
organic material, a fertile substrate will be provided for plant growth. 

Historic Artifacts 

The State Historical Society and State Historical Preservation Officer's 
review of the project corridor has revealed no known sites of historic 
and cultural significance. However, as requested, the Trunk Highway 
Archaeologist will be notified prior to construction in the Duck Lake 
vicinity to permit monitoring of soil stripping operations. 

Also, if any construction operations uncover unrecorded archaeological 
remains, construction specifications require that the contractor 
restrict or suspend operations in the immediate area of the discovery 
until the State Historical Society can study the discovery, determine 
its value, and develop a method of preserving it, if deemed appropriate. 

to Utilities 

Mn/DOT will notify utility companies and municipaiities in which 
properties (pole lines, conduits, gas lines, water mains, sewers, etc.) 
must be relocated to complete the project; this notice will specify 
final utility locations. The contractor will give notice to the 
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utilities at least 48 hours before commencing operations affecting those 
properties. The contractor will also take all precautions, including 
use of special equipment and hand labor, to prevent damage to the 
facilities. 

Disru~tions to Traffic 

Construction work will cause some disruptions to local traffic patterns. 
Since the project is relatively lengthy (Worthington to St. James, about 
52 miles), the actual construction will be done under several separate 
contracts. Construction will be scheduled in such a manner that 
alternate routes around construction areas can be developed. Vehicular 
access to adjacent properties will be maintained during construction. 

The Minnesota Department of Transportation's "Standard Specifications 
for Highway Construction" requires contractors to conduct their 
operations in a way that will cause the least obstruction to traffic. 
Contractors are also required to provide for the safety of the general 
public as well as residents abutting the highway. When necessary, 
contractors will provide temporary facilities to serve pedestrian travel 
over or through obstructions at public walkways. Open excavations will 
be fenced off and posted with warning signs. 

Contractors are required to give the chiefs of the local fire and police 
departments sufficient notice to arrange for routing of emergency 
vehicles before it becomes necessary to blockade a street. They must 
also keep them informed as to the status and removal of street blockades 
affecting emergency travel. Access to fire hydrants will not be 
obstructed without the approval of the local fire chief. 

Tentative detour routes for sections to be reconstructed on existing 
alignment have been selected. They were selected to minimize detour 
length, maximize use of existing paved trunk highways and county roads, 
and to avoid routing traffic through developed areas. Where county 
roadways are used, the roadway pavements will be upgraded or 
rehabilitated before and/or after use, as appropriate, to accommodate 
the increased traffic volumes and loads, and to repair· any resultant 
damages. With the exception of a possible alternate detour route 
following Cottonwood CSAH 13, all the routes are through rural areas, 
thereby minimizing potential noise and other traffic related impacts. 
Details of all detours will be coordinated with county and local 
officials prior to final designation and use. 

Reconstruction Segment: St. James to railroad overpass east of 
Butterfield 

Detour Route: 

NOTE: 

TH 4 south to Watonwan CSAH 10, CSAH 10 west to 
Watonwan CSAH 2, CSAH 2 north to TH 60. Detour 
has been used successfully in past when 
railroad overpass was close·d for repairs. 

Extension of detour west via Watonwan CSAH 10-
Cottonwood CSAH 16 to Cottonwood CSAH 1, then 
north on CSAH 1 to TH 60 could also be used if 



existing TH 60 is obliterated for reuse of 
materials at the same time the new alignment is 
constructed. Specific construction staging 
details in this area to be developed during 
final design. 

Reconstruction Segment: Mountain Lake to Bingham Lake 

Detour Route: Cottonwood CR 44 west to Cottonwood CSAH 2, 
CSAH 2 south to TH 60 

Reconstruction Segment: Bingham Lake to Windom 

Detour Route: Cottonwood CR 44 west to TH 71, TH 71 south to 
TH 60 

NOTE: If full Mountain Lake to Windom segment is 
under construction at one time, consideration 
may also be given to use of an alternate detour 
using Cottonwood CSAH 1 south to Cottonwood 
CSAH 13, CSAH 13 west to TH 60 in Windom. 

Reconstruction Segment: Windom to Wilder 

Detour Route: TH 62 west to CSAH Cottonwood CSAH 18, CSAH 18 
- Jackson CSAH 13 south to TH 60 or via 
Cottonwood CSAH 18 and township road west of 
Wilder. 

Reconstruction Segment: Wilder to Heron Lake 

Detour Route: Jackson CSAH 13 or township road - Cottonwood 
18 north to TH 62 as above, TH 62 west to 
Cottonwood CSAH 5, CSAH 5 - Jackson CSAH 9 
south to TH 60 

NOTE: Use of TH 62 and CSAH' s 5 and 9 from Windom to 
Heron Lake (without connection at Wilder) could 
also be used for either of above segments 
separately or if they are constructed 
simultaneously. 

Reconstruction Segment: Heron Lake to Brewster 

Detour Route: Jackson CSAH 24 - Nobles CSAH 16 west to Nobles 
CSAH 1, CSAH south to TH 60 

Reconstruction Segment: Brewster to Worthington 

Detour Route: Nobles CSAH 1 and 14 west to TH 59, TH 59 south 
to TH 60 
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Construction Noise 

The impact of construction noise may, as appropriate, be minimized by 
restricting the hours of construction activity, constructing temporary 
barriers and by careful attention to see that all equipment is properly 
muffled. Ordinances regarding working hours -- or types of construction 
that can be performed during certain hours -- sometimes vary among 
counties or cities. Contractors will be required to comply with these 
regulations. 

Truck traffic serving the construction will generally approach the sites 
over the most direct route. In most instances, this will be over rural 
roads with a minimum of noise receptors. As a general rule, 
construction trucks will be prohibited from operating through built up 
residential areas. Adequate alternate routes are available to make this 
enforceable. 

Normal TH 60 truck traffic during construction will be routed over the 
same detours as the other traffic. As described above, detour routes 
are available and proposed which generally avoid built up areas, thereby 
avoiding significant noise impacts. 
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SUPPLEMENTAL INFORMATION 

This section of the FEIS updates and supplements material contained in 
the DEIS. These modifications and additions are provided in response to 
comments received during the DEIS review period and to report further 
studies conducted since completion of that document. 

PURPOSE AND NEED 

Modal InterrelationshiQS - Rail 

(This section has been included to update DEIS information on rail 
facilities and service in the TH 60 corridor.) 

DEIS information on the Chicago and North Western (CNW) mainline, which 
parallels TH 60, and on the status of rail branchlines in the TH 60 
corridor were based primarily on information in the 1979 State Rail 
Plan. 

Train frequency on the mainline remains at approximately two trains per 
day in each direction. One regularly scheduled through service train of 
100-150 cars operates daily in each direction. Extra grain or local 
trains of 20-75 cars also operate approximately once daily in each 
direction. 

The CNW mainline track condition rating from Worthington to Butterfield 
has been dropped from Federal Railroad Administration (FRA) Class 4 (60 
mph maximum) to Class 3 (40 mph maximum). The rating had dropped to 
Class 2 (25 mph maximum), but has since been upgraded to Class 3 through 
a program of rail, tie and ballast replacement. An exception occurs in 
the immediate vicinity of Butterfield where slow orders of 10 mph remain 
in force. Efforts are underway to upgrade this section. Through the 
remainder of the corridor, operations are conducted at 30 to 40 mph. 
The State Track Inspector indicates that current operations are 
conducted at 30 mph, although 40 mph would be allowable under the 
standards. Future plans of CNW are to upgrade the entire corridor to 49 
mph operation .. 

Local access between relocated TH 60 and the portions of Butterfield and 
Mountain Lake north of the CNW mainline will be provided via existing 
and new at-grade crossings. Evaluation of the anticipated railroad 
operating conditions and discussions with CNW officials indicate that 
the convenience and safety of such access should not be significantly 
altered for either the general public or emergency vehicles. Crossing 
protection will be provided at major crossings. Alternative crossing 
locations within and at either end of each town will be available. 

With the exception of three segments, all of the branchlines listed in 
DEIS Table 7, "Railroad Branchline Status - TH 60 Corridor" are now 
officially abandoned. The "1981-1982 Minnesota State Rail Plan" lists 
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each of the three remaining segments as candidate projects for 
rehabilitation under the Minnesota Rail Service Improvement Program. 
The Plan also provides an update of the 1979 financial feasibility 
analysis for each line and an estimated cost and starting date for 
rehabilitation, as follows: 

Railroad & Line 

CNW Butterfield 
to Sp.nborn 

CNW Butterfield 
to Welcome 

CNW Org/Agate to 
SD Border 

Financial Feasibility 

Not financially viable 
based on local traffic; 
increased grain shipping 
potential requires 
further analysis 

Identified as viable by 
operator based on 
operational functions 

Viable based on 
local traffic 

Estimated Cost & 
Starting Date for 
Rehabilitation 

($Million-1981 Dollars) 

$2· .. 7 (1984-87) 

$2 .. 4 (1985-90) 

$4 .. 7 (1985-90) 

(Source: "1981-1982 Minnesota State Rail Plan", Mn/DOT) 

Traffic Volumes 

(This section has been added to update the description of "present" 
traffic demands based on completed 1980 traffic counts and traffic 
counts taken during 1982.) 

Estimated "present" traffic volume levels presented in the DEIS were 
based on an examination of trends from 1970 to 1978 records of Average 
Daily Traffic (ADT), plus preliminary count data from 1979-1980, as 
discussed in pages 33-42 of DEIS Appendix D. Since then, completed and 
seasonally adjusted annual ADT traffic count data for both 1980 and 1982 
have become available.. The data is summarized in Table 1.. • 

The data reflects the economic downturn over the past 2-3 years, 
particularly the effect on local traffic within the urban areas. Rural 
volumes continue to remain near pre-1980 levels, with some increase 
registered in the northern portion of the corridor from Windom to St .. 
James. Also noticeable is that despite the apparent initial downturn, 
the comparison of 1982 to 1980 volumes tends to reflect an establishment 
of the trend toward gradually increasing volumes in the corridor as a 
whole .. 
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TABLE 1 

PRESENT TRAFFIC VOLUME TRENDS 

Section 

Rural: 
Worthington to Brewster 
Brew~ter to Heron Lake 
Heron Lake to Wilder 
Wilder to Windom 
Windom to Mt. Lake 
Mt. Lake to Butterfield 
Butterfield to St. James 

Urban: 
Heron Lake 
Windom 
Mt .. Lake 
Butterfield 

TH 60 CORRIDOR 

vehicles per day 

DEIS 
"Present 

4,200 - 4,500 
3,400 - 3,600 
3,300 - 3,600 
4,400 - 4,600 
3,600 - 4,000 
3,200 -· 3,300 
2,800 - 3,000 

3,500 
6 
' 4 100 

3 800 

1980 
ADT** 

3,800 - 4,000 
3,000 - 3,200 
3,000 - 3,100 
3,900 - 4,200 
3,500 - 3,800 
3,200 - 3,300 
2,900 - 3,000 

3,200 - 3,900 
4,500 9,900 
4 400 5,400 
3,000 - 4,000 

1982 
ADT** 

4,000 - 4,400 
3,100 - 3,400 
2,900 - 3,000 
4,000 - 4,400 
3,900 - 4,300 
3,500 - 3,600 
3,300 - 3,500 

3,300 - 3,500 
5,000 - 9,800 
4,200 - 5,700 
3,300 - 4,000 

*Estimate based on 1 1 ~ .. ,L~u-~ Daily Traffic (ADT) records 
plus preliminary count See DEIS Appendix D, pages 
33-420 

**Based on completed, uv(AU~;ua counts for 1980 and 1982. 

AFFECTED ENVIRONMENT AND ENVIRONMENTAL CONSEQUENCES 

Historic and Cultural 

(This section has been added to provide supplemental information in 
response to comments by the State Historic Preservation Officer.) 

Documentation from the State Historic Preservation Officer in the Draft 
EIS concerning the identification of significant historic and cultural 
resources requested further intensive testing at Duck Lake Site #2 
(southwest end of Duck Lake) to identify the nature, condition and 
significance of archaeological deposits and the potential impacts or 
salvage needs associated with the proposed TH 60 construction 
alternatives. Mn/DOT subsequently requested the Minnesota Historical 
Society (MHS) to complete the necessary additional testing as part of 
the MHS Trunk Highway Archaeological Survey Program. 

The testing was completed during August 1982, as documented in the 
following correspondence from the Minnesota Historical Society (page 
30). The site was found to have little research potential and to not 
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J@l,, .,,,,, "· ,,,., MINNESOTA ~,~~:,.?,~l.E~.:. 5,_o_c_~~~:' 

I 
c.,..:i 

0 
! 

~lr. C.P. Kaci1t·l111v<.:r 
l'reliminary Jle:,ign Ern;in<.:er 
Department of Transportation 

J 8 Oct"ber J q82 

Room 612ll - Transportation Bui]ding 
St. Paul, Minnesota 55155 

Dear Mr. Kachelmyer: 

RE: 1703, 3204-26, 5306-23, 8308 (T.li. 60) 
From the Jct. J-90 at \.Jortllingtnn tD \.Jest .let. T.11 . .:. 
near St. James/Nohles, .l3ckson, Cort01;\./uod and i-/atnnl.'an Cuunti,-~--

MllS Referral fi]e Number: C-995 

Thank you for the opportunity to review and comment on thf' above prc'­
ject. It has been revie.:ed pursuant to responsihilities given tlit= SL'1tc· 

Historic Preservation Officer by the !Satiuna] Historic Preservation ;,ct 
of 1966 and t:1e Pn,ceJu1·e,; of t\Je N'-ILion:.il i\t.lvi,;ury Council of lii,;t,>ric 
Preservation (36CFRBOO). 

We concur with the findings and conclusi,,ns of the MnDC1T Trunk lli,:h\,:av 
Archaeologist (see attached). Ir is our opinion that the site does nnt 
meet the criteria for inclusion in tile !Si1ci,,:izd Rc•gisLer of llistnri, 
Places. However, there may be some scattered data remainin,:: helo.; t:k 
plow zone; to guard against the possihilit\· nf t.listurhinr, any potL'r.ti:.ll:: 
signficant data we recomn,end that the Trunk lligh.;ay Archaeo]o"ist be 
present to monitor the soil stripping operation during the proiect's 
construction. This procedure would conic>rr;1 to the rer]tlirements of 
01apter 138 of Minnesota Statutes. 

ln summary, this rc•vie-..: reveals the location of no knr,.__71 sir es 0f 

historic, a,c-!Ji tectural, cu] tural, arciiaPolo,;ical, or cn~ineering 
significance which :ire on or eligible for inclusion on the N:1tion;;l 
RL'gistcr, iln<l thcref,,re, none which may he affecLeli by yuur propoi;;il. 

,\gain, thank vou for ::our participi1tion in this important effort r,• 
1:reservt- !·finnt=sota' s iit.:ritagc~ 

S 15'e I'", /J 7 )_,/ ,Z. !7/J 
, (~42,,eL /7. 7/r.u:..t.·r 

Russel] \./. Fri<l]eY 
Stall· lli-.;tl,ri,· I1 r(•:--.L'r\1 riti,,11 Ofi-ii·L·t 

En..:]. 

STATE OF MINNESOTA 

ULP/,iilMlNl Minnesoli1 Historical Society 
Trunk Highway Archaeology 

Office Memorandum 

TO Rubert Clouse ✓ OAT[ 
Oc l t1bc 1· 7, l 'JH2 

FROM Leslie Peterson PHONE· 726-1171 

SUBJECT, 1703, 3204-26, 5306-23, 8308 (T .H. 60) 
From the Jct. 1-90 at worthington to \.:est Jct. T.H. 4 
near St. James/Nobles, Jackson, Cotlc•:iwuo<l ;ind l.:'1Lo11wan Counties 
MHS Reference File :Sumber: C-995 

As recommended to your office in the last correspondence on this 
project 9 December 1981 1 the Duck Lake Site {/2 (21 JK 13) .,as the last 
area of potential concern within the limits of this 600-mile long 
widening and relocation project which has been under study since 1971. 

During August, 1982, staff of the Trunk Highway Survey conducted 
additional test excavation at site 21 JK 13 to supplement the data 
gathered in 1981. A lxl test #1 excavated in 1981 yielded only 10 
stone waste flakes - 7 from within the 30 cm plow zone and 3 from below 
that level. The two lxls excavated in 1982 also were sparse but 
contained slightly more diagnostic materials including 1 point tip 1 
2 bifacial tool frngments, 20 l.'!lSte flakes, 13 pot sherds (5 shell 
ternpered-B]uc Earth? and 8 CwP). Although these data do suggest a bit 
better cultural context with possible Oneota and ~oodland components, 
most of the materials were recovered within the remnant plow zone. 
The five sherds and ten waste flakes found be]ow the visible base of 
the plow zone are also in questionable context. Several of these 
artifacts were noted in the field as having been recovered from the 
many rodent burrows extending to the 80 cm base of the limits. The 
presence of modern debris, including sheet metal, wire and coal fragments, 
to the base of the units suggests acti-ve transporr of all materials 
within the burrows. On the basis of the sparsity of cultural materials 
at the site and their apparent concentration within the disturbed 
plow zone, I would recom~end that the site be deLermined ineligible fer 
nomination to the National Register and defined as having little 
research potential. 

I would recoms,end, ho\./ever, that I be informed of construction 
schedules and be alln\.·ed to monitor stripping of the site area to 
i:,sure that no scnttered artifact concentrnti,mt. or features remain 
intact beneath the plow zone. 

Therefore, except for that ,:iinor request 1 feel that there are 
no other data of concern l.'ithin the entire projpct area and that a fjnal 
state~ent can be i~sucd. 



meet the criteria for inclusion in the National Register of Historic 
Places. However, a recommendation was made to notify the Trunk Highway 
Archaeologist prior to construction in the affected area to permit 
monitoring of soil stripping operations and thus insure that no 
scattered artifact concentrations or features remain intact below the 
plow zone. This provision has been added to the project mitigation 
measures described on page 22 of this FEIS. 

With the completion of the additional Duck Lake site review, the State 
Historic Preservation Officer has concluded that the proposed 
construction corridor contains " ... no known sites of historic, 
architectural, cultural, archaeological, or engineering significance 
which are on or eligible for inclusion on the National Register, and 
ther~fore, none which may be affected by your Mn/DOT's proposal". 

Natural Features 

(This section has been included to incorporate additions and revisions 
with regard to corridor natural features in accordance with Minnesota 
Department of Natural Resources and U.S. Department of Interior 
comments.) 

Table 12 in DEIS Appendix I listed all the wetlands and other critical 
areas along the proposed corridor, referenced to accompanying aerial 
photos of the corridor. The reference numbering system used was based 
on the Minnesota Department of Natural Resources (MDNR) 1979 
"Preliminary Designation of Public Waters and Wetlands". Lakes, streams 
and rivers were listed with a "p" designation; wetlands with a "w" 
designation. Based on its revised "Protected Waters" listing, MDNR 
attached a list of revisions to DEIS Table 12 with its June 18, 1982 
comments on the DEIS (see page 76). These revisions are listed in Table 
2. In addition, it should be noted that the Des Moines River from its 
source through Windom to Petersburg near the Iowa border has been listed 
in the Nationwide Inventory of Rivers which are likely to qualify for 
inclusion in the National Wild and Scenic Rivers system. 

These revisions do not significantly affect the assessment of impacts 
contained in the Environmental Consequences section of the DEIS. 

Prairie Remnants 

(This section has been included to incorporate supplemental information 
on prairie remnants in response to comments by the Minnesota Department 
of Natural Resources.) 

The existence of a limited amount of prairie remnant in the TH 60 
corridor was acknowledged in the DEIS and described on pages 62-63 of 
DEIS Appendix I, "TH 60 Natural Resources Report". The descriptions 
were based on limited observations by Mr. Earl Kopischke, MDNR Area 
Wildlife Manager in Madelia. Since the DEIS prep.aration, a more 
comprehensive listing of prairie remnant occurring along the Chicago and 
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TABLE 2 

REVISIONS TO TH 60 CORRIDOR NATURAL 

FEATURES LISTING 

(Table 12, DEIS Appendix I, pp. 56 to 60 
and Accompanying Aerial Photograph Maps) 

Location No. Descri2tion Change 

3A,p North side of existing TH 60 
1/2 mile S.W. of Butterfield 
at Butterfield Lake 

"w" designation 
changed to "p" 

5,p Butterfield Creek Tributary, 
approximately 2 miles S.W. 

description as 
wetland deleted 

of Butterfield 

6,p Regehr State Wildlife 
Management Area 

"p" designation 
added 

7A 

10 

Former wetland 4 3/4 miles 
S.W. of Butterfield on north 
side of TH 60. Drained for 
agricultural use. 

Tributary to Judicial Ditch 
No. 1, 1 mile east of 
Bingham Lake 

"w" designation 
deleted, not on 
protected waters 
inventory 

"p" designation 
deleted, shown as 
"judicial ditch" 
on protected 
waters inventory 

28C,w Proposed acquisition by USFWS 
to the southeast of Federal 
Waterfowl Production Area; 
northeast of Wilder 

description 
corrected to read 
"northeast" of 
Wilder. 

North Western (CNW) railroad right-of-way adjoining existing TH 60 has 
been compiled by Mr. Ed Brekke-Kramer, MDNR Resources Management 
Specialist. The listing (see Table 3) was compiled by field observation 
on November 2, 1982. Each site was classified as to importance, as 
follows: 

A1 is the best quality and can be used as a seed source for the 
widest variety of species. It would be excellent for sodding. 

A2 has many prairie species, but may be weedy or invaded by 
bluegrass or brome sod. It may have been damaged by mowing or 
herbicide use.. It is good for seed collecting and would be 
suitable in part for sodding and good for plugging (digging 
individual plants or clumps). 

A3 is heavily invaded by weeds or domestic sod, severly damaged by 
herbicide use or mowing. It has limited use for seed collecting 
and plugging .. 
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TABLE 3 

PRAIRIE REMNANTS - CHICAGO AND 

NORTH W&STERN RAILROAD RIGHT OF WAY 

ADJOINING TRUNK HIGHWAY 60 

Location Type 

190 to bridge #5577 A2 
Allied Mills to Noble Co. A2 

#3 and #36 
Nobles u36 to twp. road A2 

Bridge 5576 to bridge 5575 A2 
Bridge 5575 to twp. road A2-

A3 
Twp. road to Jackson Co. #61 A2-

A1 
A2 

Jackson Co. #61 to #20 A2 
#20 to twp. road A2-

A3 
Jackson Co. #63 to Miloma A2 
Miloma to Jack Creek A2 
Jackson Co. #24 to Heron Lk. A3 
Heron Lake to twp. road A2 
Twp. road to bridge 5569 A2? 
Twp. road to Heron Lk. outlet A2 
Bridge 5568 to Wilder A3 
Wilder to MN #86 A2? 
#86 to twp. road A3 
Twp. rd. to Jackson Co. #15 A2-

A3 
Jackson Co. #15 to Windom A3 
Windom to twp. road A2 
Twp. road to twp. road A2-

A1 
Bingham Lk. to Mt. Lake A2-

Mt. Lake to GTA 

GTA to Watonwan Co. line 
Wat. Co. line to Butterfield 
Twp. road E. of Butterfield 
to overpass 

A1 

A2-
A3 
A2? 
A3 
A2-
A1 

Notes 

(Mowed to Poles) 
(Backside Mowed) 

With Brome, (Backside bet­
ter, front mowed repeatedly 
to poles) 
(Backside Only) 
(Mowing History) 
(Backside may be A2) 
Front 

Back 
(Backside, SW 1/2) 
(Backside, SW end, and 
Unmowed Strip) 

With Brome 
With Bluegrass 
(Back), Some A2-A1 (Front) 

(Back) 

(Back) 

(Isolated spots & NE end) 

(Mowing History) 
(Backside variously en­
croached 

(Mowing History) 

Source: Mr. Ed Brekke-Kramer, MDNR Resource Management Specialist, 
MN/DOT 

Note: "Back" or "Backside" refers to side of railroad property away 
from existing TH 60. 
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The majority of the remnants were cautiously classed as A2. A 
prescribed burn of these areas would provide an opportunity to locate 
the highest quality areas. There may be more A1 remnant, but 
identification was difficult in November and without recent fire. Some 
mowed areas have good strands of prairie grasses but few forbs. These 
areas would be excellent seed sources if mowing was stopped and fire 
introducted to stimulate seed production. 

The MDNR Division of Parks and Recreation interest is for long term 
maintenance as prairie for a long term seed source. Nearly all state 
parks in MDNR Region IV have prairie restoration projects in progress or 
planned. Prairie remnants outside the parks provide quantities of seed 
and species that are unavailable in the parks. 

Since· most of the prairie remnant occurs on railroad property, it should 
not be affected by the proposed TH 60 improvements. However, some 
spreading of the prairie grasses onto the existing highway right-of-way 
has occurred in various locations. The extent to which (1) regrading of 
the ditches and backslopes to upgrade the existing roadway section, (2) 
regrading of abandoned sections of TH 60 for farmland reclamation, and 
(3) construction at the crossover from new to existing alignment will 
affect such locations cannot be determined until detailed design plans 
are prepared for each construction phase. As such plans are developed, 
Mn/DOT will provide MDNR with information identifying the construction 
limits so that Mn/DOT and MDNR can determine if salvage is desirable and 
practicaL Salvage would consist of a cessation of mowing and 
controlled burning to locate high quality sites followed by harvesting 
the seed or sod as appropriate. 

Warren Lake Area Runoff 

(This section has been included to describe findings of supplemental 
studies concerning highway runoff in the Warren Lake area in response to 
comments by the U.S. Environmental Protection Agency.) 

Preliminary studies indicate that diversion of highway runoff past South 
Warren Lake to protect the walleye rearing activity in the lake is 
feasible but not prudent due to high cost. The proposed solution would 
consist of an intake and containment levees built in the roadway ditch 
just upstream of South Warren Lake to intercept the roadway runoff. The 
intercepted runoff would be piped by gravity about 2,600 feet to the 
Warren Lake outlet stream below the outlet dam. The preliminary studies 
indicate that construction costs would vary from $200,000 to $700,000 
depending upon the quantity of runoff it is found desirable to divert. 
Mn/DOT will work with MDNR and USFWS to arrive at acceptable mitigation. 

The hydrologic effects of the diversion on Warren Lake and its outlet 
tributary to the Des Moines River will be very small, but measurable. 
To optimize the diversion system, it will be necessary to investigate 
the watershed hydrology in more detail to determine th~ flushing time 
and quantity of runoff diversion required to remove high concentrations 
of roadway chemicals from the runoff. Detailed investigations will be 
performed and designs prepared during the final design phase. 
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WETLANDS FINDINGS 

Implementation of the preferred alternative for TH 60 improvements will 
alter seven wet land areas, as shown on Figure 4. The extent of 
alteration is shown for both proposed initial two-lane construction and 
ultimate four-lane dualization. The Minnesota Department of 
Transportation prepared the Draft EIS in accordance with Executive Order 
11990 (Protection of Wetlands) and U.S. Department of Transportation 
Order 5660.1 A (Preservation of the Nation's Wetlands). The Draft EIS 
and its Appendix I, "TH 60 Natural Resources Report" contain a 
description of these resources and anticipated impacts of the various 
alternatives considered for TH 60 improvements, including the preferred 
alternative. 

ALTERNATIVES 

The other alternatives were not considered practicable for the following 
reasons: 

1) While the "no-build" alternative would avoid wetland 
alteration, it will not satisfy the significant existing and 
future transportation needs and objectives in the corridor. 

2) Reconstruction following the existing alignment for the entire 
corridor would require the same alterations as the preferred 
alternative, plus additional wetlands alteration in the 
Butterfield area. Bypassing Mountain Lake and Butterfield 
also provides significant traffic service benefits and 
reduction of existing community land use, cohesion, traffic 
noise and traffic safety conflicts. 

3) Construction on new alignment bypassing Windom would avoid 
wetlands alteration in the Warren Lake, Clear Lake and CR 44 
areas, but would create other wetlands alterations in the 
Cottonwood Lake vicinity. Also, the additional costs and 
potential adverse impacts to continue on new alignment 
bypassing Windom significantly outweigh benefits to the 
extent that such action is not considered practicable. 

MEASURES TO MINIMIZE HARM 

All practicable measures to minimize harm to the affected wetlands are 
being pursued in the planning and design for the subject roadway 
sections. These measures, which are discussed on pages 16-17 and 20-22 
of this FEIS include: 

1) construction in conformance with joint FHWA - Mn/DOT 
guidelines for shoulders, side slopes and clear zones to 
minimize wetlands encroachments; 

2) potential use of a special narrow median section adjoining 
Duck Lake; 

-35-



3) use of controlled filling procedures and selected deepening at 
the lake shore areas subject to encroachment to protect and 
enhance habitat; 

4) reconstruction of fish and water control structures at Warren 
Lake; 

5) restoration of borrow pits to provide suitable habitat; 

6) potential acquisition of expanded right-of-way to create 
additional habitat; 

7) incorporation of erosion control measures during construction; 

8) other construction control measures to avoid pollution or 
destruction of wetlands areas. 

COORDINATION 

The impact of TH 60 improvements upon wetlands and means to mitigate 
such impacts has been, and will continue to be coordinated with the U.S. 
Environmental Protection Agency (USEPA), the U.S. Fish and Wildlife 
Service (USFWS), the U.S. Army Corps of Engineers (Corps), the Minnesota 
Pollution Control Agency (MPCA) and the Minnesota Department of Natural 
Resources (MDNR), as described elsewhere throughout this FEIS. 

Construction at Duck Lake will require a Corps Section 404 individual 
permit; construction at Warren and Clear Lake will be covered by Section 
404 nationwide permit. MDNR permits for construction in protected 
waters will be required at each of these sites. Construction at the 
wetlands adjoining CR 44 will not require either federal or state 
permits. 

CONCLUSION 

Based upon the above consideration, it is determined that there is no 
practicable alternative to the proposed new construction in wetlands and 
that the proposed action includes all practicable measures to minimize 
harm to wetlands which may result from such use. 
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CONFORMANCE WITH STATE AIR QUALITY IMPLEMENTATION PLAN 

The proposed project will not result in the violation of air quality 
standards. It is located in an area where the approved State 
Implementation Plan (SIP) to attain and maintain ambient air quality 
standards does not contain any transportation control measures. 
Therefore 1 the conformity procedures of 23 CFR 770 do not apply to this 
project. Construction activities will conform to State and Federal air 
quality regulations. 

A Memorandum of Understanding with the Minnesota Pollution Control 
Agency (MPCA) specifies that (1) prior consultation with the MPCA is 
considered as accomplished for highway sections outside of metropolitan 
areas; (2) an air quality analysis demonstrating consistency with the 
approved SIP is considered as accomplished for highway proposals outside 
metropolitan areas where the annual average daily traffic is not 
expected to exceed 20,000 vehicles per day within ten years following 
construction. The proposed project meets these criteria. It will not 
require an indirect source permit from MPCA. 
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FINAL SECTION 4(f) EVALUATION 

INTRODUCTION 

A 11 4(f)" involvement occurs when a project requires use of land from a 
historic site or publicly owned park, recreation area or wildlife refuge 
of national, state or local significance. Section 4(f) of the 
Department of Transportation Act requires special consideration for 
actions that require "use" of land from such properties. The proposed 
TH 60 project would require use of land from two such properties, as 
described in the following sections. 

Project _p~scri_E.tion 

The Minnesota Department of Transportation (Mn/DOT) proposes the 
improvement of a 52-mile section of Trunk Highway (TH) 60 between 
Worthington and St. James in southwestern Minnesota. Proposed construc­
tion would be staged over a period of years, contingent on funding 
availability. Initial stages would provide two-lane reconstruction to 
modern highway standards. Subsequent stages would provide dualization 
to a four-lane expressway in rural sections. 

The preferred alternative is to construct on new alignment from near St. 
James to approximately one-half mile west of Mountain Lake and to 
reconstruct on existing alignment from west of Mountain Lake to 
Worthington. A short section at the extreme northeast end of the 52 
mile corridor near St. James will also be reconstructed on existing 
alignment, as shown on Figure 5. 

Additional traffic signals and other traffic operational improvements 
will be provided in the Windom urban section, where a four-lane 
undivided roadway currently exists. The preferred alternative provides 
for limited four-lane initial construction to accommodate channelization 
at major intersections in the bypasses of Butterfield and Mountain Lake. 
Alternative alignment variations in the new alignment sections bypassing 
Butterfield and Mountain Lake remain under consideration. They are 
designated as "inner" and "outer" variations on Figure 5. A final 
determination will be made as part of the detailed design hearing 
process currently scheduled for summer 1983. 

Final determinations regarding (a) alignment/design variations at Heron 
Lake and (b) the staging sequence for four-lane dualization south of 
Wilder (i.e., reconstruction of the existing roadway first followed by 
dualization versus dualization first followed by reconstruction) have 
also been deferred, since construction is not anticipated to occur in 
these locations for many years. Deferral of these decisions does not 
affect the basic preferred alternative decision described above that is 
required to implement the first construction stages. 

Other alternatives considered include ( 1) no-action, (2) reconstruction 
on the existing alignment through the entire corridor, and (3) 
additional construction on new alignment from west of Mountain Lake to 
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west of Windom, bypassing Windome The two-lane impact evaluations also 
reflect the alternative of postponing or cancelling of the proposed 
dualization at a future date, should re-evaluation of need during the 
initial two-lane construction indicate that such dualization would no 
longer be warranted. 

The preferred alternative was selected because it: 

1) best addresses immediate upgrading needs in view of funding 
limitations; 

2) provides flexibility for, and compatibility with, cons true ti on 
of an ultimate four-lane expressway as conditions permit; 

3) eliminates significant adverse community land use, cohesion, 
traffic noise, traffic safety and traffic circulation 
conflicts and impacts in Butterfield and Mountain Lake; 

4) does not require significantly greater net farmlan1 taking 
than the all existing alignment alternative in view of 
proposed farmland reclaimation of abandoned segments of 
existing TH 60; 

5) substantially reduces through traffic delays compared to the 
all existing alignment alternative; 

6) costs only about 8 percent more than the all existing 
alignment alternative. 

Additional costs and impacts to continue on new alignment to bypass 
Windom were determined to significantly outweigh the benefits of such 
action. 

Figure 5 shows the location of the two affected 4(f) properties. The 
properties are ( 1) Carpenter Wildlife Management Area at Bingham Lake 
and (2) Valleau Wildlife Management Unit southwest of Heron Lake. A 
third property -- Lommen Park in Windom -- was discussed as potentially 
subject to 4(f) determination in the draft "Impacts on Section 4(f) 
Properties" section contained in the DEIS. Lommen Park has subsequently 
been determined to be a highway wayside wholly within highway right-of­
way and operated as a highway appurtenance and thus is not subject to 
Section 4(f) determination. 

Project Need 

Both immediate improvement and protection of the future traffic service, 
safety and physical integrity of TH 60 are vital to southwestern 
Minnesota's agricultural based economic health, the mobility of its 
residents and its desire to attract industrial development. A program 
of immediate two-lane improvement of high priority sections, coupled 
with planning for ultimate conversion to a four-lane expressway is 
necessary if the present and future transportation needs of southwestern 
Minnesota are to be met. Significant existing deficiencies, which are 
aggravated by the heavy truck use TH 60 accommodates as a major grain 
and livestock shipping corridor, include: 
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1) substandard lane widths, shoulders, shoulder slopes and 
ditches; 

2) numerous "no passing" zones; 

3) hazardous intersections, driveway entrances and railroad 
crossings; 

4) old and deteriorating pavement. 

Reduced traffic service and safety together with land use and 
environmental conflicts in the urban communities of Mountain Lake, 
Butterfield, Windom and Heron Lake also dicated the need to consider new 
alignments bypassing these communities in selecting the location for the 
needed improvements. 

As noted above, the overall evaluation of costs, benefits and impacts 
resulted in the selection of a preferred location bypassing Mountain 
Lake and Butterfield, while retaining the current alignment through 
Windom.. At Heron Lake, a short "bypass" section remains under 
consideration. Since construction in the Heron Lake vicinity is not 
anticipated for many years, the location decision for this short section 
has been deferred at this time. 

Current Average Daily Traffic (ADT) volumes on TH 60 range from 
approximately 3,000 vehicles/day outside Butterfield to over 11,000 
vehicles/day in Windom. Rural demands are heaviest to the north of 
Worthington and south of Windom, averaging approximately 4,500 
vehicles/day. Traffic has increased throughout the corridor in the past 
20 years, with overall increases varying from 20 percent near the 
northern end to 80 percent in the southern end., Design traffic 
forecasts indicate continued growth in TH 60 traffic. Projected rural 
demands range from 5,300 to 7,500 vehicles/day; urban demands from 5,000 
to over 13, 000 .. 

Over 30 percent of the 52-mile study section of TH 60 currently operates 
below desirable rural traffic service level conditions under design hour 
traffic demands. Without significant roadway improvement, over 80 
percent of the route will operate below desirable levels. 

A modern two-lane facility with standard design features will permit 
level "B" or better operation over virtually the entire route, except 
for urban speed reduced sections in Windom and possibly Heron Lake. 
Ultimate four-lane expressway construction would allow free flow 
operation at the 55 mph speed limit, except in the urban speed reduced 
sections.. Urban traffic operational improvements will be required to 
maintain satisfactory urban traf~ic service in Windom. 

TH 169-60 is an expressway for the approximate 100-mile distance 
southwest from the Twin Cities through Mankato to St. James. 
Construction to four-lane expressway standards of the remaining 52-mile 
segment to Interstate 90 at Worthington would provide system design 
continuity. Dualization would also reduce both the number and severity 
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of accidents, particularly as traffic volumes exceed approximately 5,000 
vehicles per day. Under projected traffic conditions, the accident rate 
on the expressway sections would likely be approximately 30 to 40 
percent lower than for comparable sections of an improved two-lane 
facility. The significant truck traffic, projected traffic increases, 
improved safety and systems considerations substantiate the need to plan 
for future dualization of TH 60 to a four-lane expressway. 

CARPENTER WILDLIFE MANAGEMENT AREA 

Character and Uses 

The Carpenter area is 58.1 acres in size and lies between TH 60, CSAH 2 
and the southwest shore of Bingham Lake about 1/2 mile northwest of the 
city of Bingham Lake, as shown in Figures 6 and 7. Several other 
Wildlife Management Areas are located in a four- to eight-mile radius of 
the Carpenter unit, but there are none directly related in the immediate 
vicinity. 

The Carpenter area is a wetland and natural vegetation area providing 
native plant and animal habitat enhanced by a managed rearing pond for 
Northern Pike. It also contains a very small remnant of natural 
prairie. 

Thi.s facility provides pedestrian access to Bingham Lake for fishing. 
Hunting and nature study are also available. Available game are 
pheasants and Hungarian partridge. 

Attendance and Access 

Due to limited cover for game, the area is only lightly used by hunters 
in season. There is also some muskrat trapping in the area. 

Access is directly available from TH 60 and CSAH 2. A primitive road 
exists from CSAH 2 to Bingham Lake but vehicles are prohibited. 

Development 

There are no existing or planned facilities at this site other than 
small fringe parking areas. 

OwnershiQ and Title 

The property is owned and managed by the State of Minnesota Department 
of Natural Resources (MDNR). Title is subject to existing road and 
power line easements and continuance of tile field drains. 

The original 41 acres of this area were purchased with Federal Pittman­
Robertson Funding for wildlife management activities with stipulations 
requiring mitigation or replacement for alterations to the property. 
LAWCON funds have been used for management activities, but not for 
purchase. 
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Pro_Qosed Use 

Minor relocations of TH 60 and CSAH 2 in this section (which otherwise 
is proposed to follow the existing alignment) are necessary to eliminate 
substandard horizontal curves and vertical profile on TH 60 and 
hazardous, closely-spaced multiple intersections with CSAH 2, CR 44 and 
a township road. These conditions occur as a leftover from a former CNW 
railroad branch line crossing of TH 60. The rail line was recently 
abandoned, creating the opportunity to eliminate the substandard 
conditions. 

As shown in Figure 7, 0.4 acre of partially wooded management area land 
will be required for the proposed CSAH 2 relocation, but 2.4 acres of 
present TH 60 and CSAH 2 will revert to management area use, creating a 
net increase of approximately two acres. 

Alternatives to Use of 4(f) Lands 

The new alignment alternative bypassing Windom would avoid the area. 
However, the additional cost ($16 to 23 Million) and potential adverse 
impacts to continue on new alignment bypassing Windom significantly 
outweigh benefits to the extent that such action would not be prudent. 

Reconstruction on existing alignment without the proposed minor 
relocation to eliminate the substandard horizontal curves and hazardous 
intersections could also avoid the "use" of 4(.f) land, at least during 
initial two-lane reconstruction. However, retention of hazardous 
substandard conditions in an otherwise substantially improved roadway 
would not be prudent, particularly considering that the proposed action 
will have a net positive impact on the 4(f) property. Without the 
proposed relocation, implementation of anticipated future dualization to 
four lanes would also be made substantially more difficult, or require 
tak:ing of 4(f) land, since dualization would occur to the north of the 
existing roadway in the remainder of this section. 

Im_Qacts 

No facilities or access will be affected other than extending the 
primitive road to meet the relocated CSAH 2. The old TH 60 and CSAH 2 
would be removed and the area regraded and planted. Noise, visual and 
air pollution impacts from TH 60 will be slightly reduced, and the size 
of the area slightly increased, resulting in a net positive impact. 

Mitigation Measures 

The proposed action itself serves as a mitigative measure, since the 
preferred alternative will slightly enlarge the usable area -- the 0.4 
acre taking more than offset by the 2.4 acres reverting to 4(f) use. It 
will also improve the human environment by relocating th~ trunk highway 
to a greater distance from the area. 
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Coordination 

The U.S. Department of Interior - Fish and Wildlife Service (USFWS) and 
Minnesota Department of Natural Resources (MDNR) served as cooperating 
agencies in the preparation of the DEIS, including the draft "Impacts on 
Section 4(f) Properties" statement. Representatives of these agencies 
participated in the scoping process, assisted with field inventories, 
and helped identify environmental impacts and mitigative measures, as 
documented in the DEIS and its supporting Technical Appendicies. 
Included was a meeting with Mn/DOT representatives on July 18, 1980 to 
discuss impacts of the proposal on the Carpenter Wildlife Management 
Area. No adverse concerns were expressed. 

The U.S. Department of Interior also submitted comments on the draft 
Section 4(f) statement as part of its response to the DEIS (see page 
50). The Department concluded that "Should the Federal Highway 
Administration determine that reconstruction of TH-60 on the existing 
alignment is necessary and sufficient to meet regional transportation 
needs, we would concur that there are no feasible and prudent 
alternatives to the proposed direct use of the Carpenter Wildlife Area 
(2- or 4-lane options) ... and that the proposed measures to minimize 
harm ... would satisfy the second proviso of Section 4(f), provided firm 
commitments for their implementation are included in the final 
statement." Such findings and committments are included in this final 
statement. 

MDNR's formal comments on the draft 4(f) statement (see page 51) also 
conclude that impacts on the Carpenter Wildlife Management Area would be 
" .... minimal or possibly even beneficial". 

Copies of the draft 4(f) statement were provided to the U.S. Department 
of Agriculture and the U.S. Department of Housing and Urban Development 
for review and comment. No comment was received. 

Conclusion 

Based upon the above considerations, it is determined that there is no 
feasible and prudent alternative to the use of land from the Carpenter 
Wildlife Management Area, and that the proposed action includes all 
possible planning to minimize harm to the Section 4(f) property 
resulting from such use. 

VALLEAU WILDLIFE MANAGEMENT UNIT 

Character and Uses 

The Valleau Wildlife Management Unit is a 335-acre wetland and natural 
vegetation area providing native plant and animal habitat including a 
wintering area for deer. The Unit is divided into two roughly equal 
tracts by TH 60 and the Chicago and Northwestern Railroad as shown in 
Figure 9. Figure 9 also shows the wetland areas and vegetative cover 
included in the Unit. Tract 2, which is primarily the portion which 
would be altered by the TH 60 improvements, is shown in the aerial 
photo, Figure 8. 
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United States Department of the Interior 

OFFICE OF THE SECRETARY 

ER 82/807 

Mr. William R. Lake 
Division Administrator 

WASHINGTON, D.C. 20240 

F ederol Highway Administration 
490 Metro Square Building 
St. Poul, Minnesota 55101 

Dear Mr. Lake: 

JUN 2 5 i9S2 

This is in response to the request for the Deportment of the Interior's comments on the 
draft environmental/Section 4(f) statement for TH--60 (Worlhington to St. Jam-es), 
Nobles, Jackson, Cottonwood, and Wo1onwon Counties, Minnesota. 

SECTION 4-(f) STATEMENT COMMENTS 

Should the F ederol Highway Administration determine that reconstruction of TH-60 on 
the existing alignment is necessary and sufficient to meet regional transportation needs, 
we would concur that there are no feasible and prudent alternatives to the proposed 
direct use of the Carpenter Wildlife Management Area (2- or 4-lane options) and the 
Vo!leau Wildlife N,onogement Unit (4-lane option only), and the proposed constructive use 
(increased air/noise pollu1ion and reduced ease of access) of Lemmen Park. 

We also concur that the proposed measures to minimize harm listed on pages 139-140 and 
143 would satisfy the second proviso of Section 4(f), provided firm commitments for their 
implemen1otion ore included in the final statement. With regard to Lemmen Pork, we 
agree that the opporhnities for mitigation ore limited but recommend that full 
considero1ion be given to the provision of oddi1ionol landscaping to reduce as much as 
possible the oes1hetic effects of increased traffic on the park. We also note that if o 
bypass alternative is selected a transfer of ownership of Lemmen Park from the 
Minnesota Deportment of Transportation (MN-DOT) to the local jurisdiction may be 
required - if such is necessary, we recommend that the final statement include 
assurances that the property will continue to be available for public pork and recreation 
use. 

ENVIRONMENT AL ST A TEMENT COMMENTS 

Under the new alignment alternatives, a new TH-60 bridge would be built over the 
Des Moines River south of Windom. The final environmental statement should note that 
the Des Moines River from Petersburo to Windom Dom, from Windom Dorn to Tolbot 
Lake Dom, from Talbot Lake Dom to Lake She1ek Dom, and from that dam to the river's 
source, has been listed in the Nationwide Inventory of Rivers which are likely to qualify 
for inclusion in the Notional Wild and Scenic Rivers System. 

Mr. William R. Loke 2 

We ore concerned tho1 the construction of a new bridoe over the river in connection with 
the TH-60 project could have odverse impoc1 on the q~lities of this stretch of the 
Des Moines River which prom;::,1ed its inclusion in the inventory. A"lthough 1he measures 
described on page 127 of the draft s1o1emen1 should, to a large degree, mitigate the 
impact the project migh1 hove on the aesthetic and scenic qualities of the river, we 
nevertheless recommend thct odditionol coordination on this matter be under1a;,;en with 
the Regional Director, Notional Park Service,"in Omaha, and the results of that contact 
reported in the final s1otement if a new alignment alternative is selected. 

FISH AND WILDLIFE COORDINATION ACT COMMENTS 

The draft statement accurately describes the need for Corps of Engineers Section 404 
permits for project implementation, and odequaiely addresses the po~entiol impacts to 
fish and wildlife resources from the various alternatives. Pursuant to the Fish and 
Wildlife Coordirrotion Act, the U.S. Fish and Wildlife Service (F'NS) informs us that it 
would not object to the issuance of permits for any of the alternatives, providing 
adequate measures to minimize harm ore included in final project plans. The FWS would 
be pleased to work with you, the MN-DOT, the Minnesota Deportment of Natural 
Resources, and the Corps, in development of o detailed mitigation plan for the project. 
ln order to ovoid delays during permit processing, we recommend that such o plan be 
developed prior to cr.,d included in the final environmental statement. 

SUMMARY COMMENTS 

The Deportment of the Interior has no objection to Section 4(f) o;::,provol of this project, 
providing firm commitments to implement the measures to minimize harm discussed 
above ore included in the final s~otement. 

Since we hove a continuing interest in this project, we would be willing to provide 
technical assistance in further project development. For mat1ers concerning parks and 
recreation, cultural resources, and Wild and Scenic Rivers, please contact the Regional 
Director, National Pork Service, 1709 Jackson Street, Omaha, Nebraska 68102-2571 
(phone: FTS 864-3431; comm. 402-221-3431). For matiers concerning fish and wildlife 
resources, and consultation under the Fish and Wildlife Coordination Act, please contact 
the U.S. Fish and \Vildlife Service, 538 Federal Building and U.S. Court House, 316 North 
Robert Street, St. Paul, Minnesota 5510! (phone: FTS 725-7641; comm. 612-725-7641). 

Thank you for the opportunity to provide these comments. 

Sincerely, 

/ ·1---s?fM;ur:.-/ 
£~·chord, Director 

Environmental Project Review 

cc: Mr. Richard P. Braun, Director 
Minnesota Department of Transportation 
John Ireland Boulevard 
St. Poul, Minnesota 55155 
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(612) 79&.fi157 

June 18, 1982 

District Engineer 
Man~ato District Office 
Minnesota Department of Transportation 
501 Victory Drive 
Mankato, Minnesota 56001 

F""•WI Ne, --------

\ 
\ 

RE: 330 S.P. 5306, 3204, 1703, 8308, T.H. 60 from Worthington to St. James 

Dear Sir: 

The Department of Natural Resources (Dt,R.) has reviewed tne Draft EIS and 
t;(f) statement for the above-referenced proJect and offers the fol lowing 
co~~ents for your consideration. 

\.le do not see any major problems • . ..-ith the project as proposed. The 
alternative utilizing the present alignment from Worthington to l..'indom and a 
ne .. alignment from l..'indom to St. James is preferred by DNR. becac1se it has the 
least impact on wetlands. This alignment would avoid any im;:iacts to the 
Carpenter 1..'ildlife Management Area, although the impacts on the Area of the 
existing alignment alternative appear minimal or possibly even beneficial. 

The mitigation proposed for potential impacts ---to the Val1eau Wildlife 
1-'.cnagement Area appears to be adequate, but needs refinement and this should 
be coo,dinated with DNR wildlife personnel in our New Ulm Regional Office. 
Replacement lands should be of equal or greater wildlife value. 

For other wetlands impacted by the project, the mitigation measures 
proposed, such as wetland restoration and properly designed borrow pit 
construction, appear to adequately compensate for potential impacts. 
Replacement wetlands should be of equal or greater value. Further refiner.ie .. t 
of the mitigation plan should be coordinated with DNR at the appropriate time. 

The roadside vegetat ior. management proposals are generally good, although 
we would like to see mowing delayed until August l instead of mid-July. 

AN EQUAL OPPORTUNITY EMPLOYER 

'?' !c: .. 

District Engineer 
June 18, 1982 
Page 2 

The DNR Division of ~aters has reviewed the list of protected waters which 
will be affected by the project. A memo on this subject is attached for your 
information. 

If you have any Gu1csticns regc:rding these cormients, please contact Ken 
Wald of my staff at 296-4790. 

TB:pje 
20930 

attach11ent 

cc: Ron Harnack 
Jon Parker 
P.aynard tie 1 son 

Sincerely, 

-::v~,,--,---~ v eJ~ 
Thomas 'rl. Balcom 
Environmental Keview Coordinator 



The main recreation activity on the Unit is hunting, but the area is 
also used for nature study in general and in particular by biology 
classes from Heron Lake High School. The species hunted are upland 
game, waterfowl and deer. Due to the current high price for furs the 
area is also under heavy trapping pressure. 

This Unit is one of the most important natural areas along the TH 60 
corridor. Together with the Crosse Wildlife Management Unit which it 
abuts to the north, the two units provide 401 acres of protected natural 
area in the Jack Creek watershed which empties into Heron Lake about 3 
miles downstream. These two units function as satellites of the Heron 
Lake waterfowl area. The State owns 9 acres on South ~eron Lake and two 
Jackson County parks are located on the lakes. The county parks provide 
picnic facilities and boat access. 

Attendance and Access 

The Unit is bordered on all sides by public roads which provide ready 
access into the area on foot. Parking areas are provided at various 
locations around the perimeter, but vehicle access into the area is 
prohibited. 

The area is used moderately for hunting and is otherwise lightly used. 

Develo~ment 

No facilities exist to accommodate recreation activity other than the 
parking areas and none are planned. 

OwnershiQ and Title 

The Valleau Unit is owned by the State of Minnesota Department of 
Natural Resources (MDNR). The title to the property is subject to 
existing roadway and powerline easements. 

No federal funds were used in the acquisition of the area. 

!!::!:~=L Use 

Two-lane improvement will require a three to four feet roadway raise 
with the fill slopes flattened. The resulting highway slopes will 
occupy the entire right-of-way, whereas at present a small strip of 
natural area remains outside the highway slopes within the highway 
right-of-way. However, no additional right-of-way will be required, 
thus avoiding Section 4(f) involvement. Dualization to four lanes will 
require acquisition of a 75-foot-wide strip to accommodate the 
additional roadway and fill. A total of 6.7 acres of Section 4(f) 
property will need to be acquired, as shown on Figure 9. 

Alternative to Use of 4(f) Land 

Al terna ti ves considered include: ( 1) routing TH 60 around Valleau and 
adjoining Crosse Wildlife Management Unit to the north, (2) routing TH 
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60 around Valleau to the south, (3) a narrow- or no-median four-lane 
design through Valleau, and (4) retention of only two lanes (no-action 
or initial two-lane reconstruction only) through Valleau. 

The alternative alignment to the north would be nearly a mile longer, 
cost approximately $2 million more, require an additional 75 to 90 acres 
of land acquisition (mostly prime farmland) and create additionoal 
farmland triangulation impacts along one to two miles of property 
frontage. The alternative alignment to the south would be over one-half 
mile longer, require two additional railroad overpasses, cost 
approximatley $2 million more, require an additional 70 acres of land 
acquisition (mostly prime farmland), and create an additional three 
miles of farmland triangulation impact. 

Although providing slightly more wetland, the narrow- or no-median 
design would reduce the net amount of vegetative cover, increase roadway 
runoff, and remove the potential median refuge for animals moving across 
the road. Motorist safety would be significantly reduced. The no­
action alternative differs little from initial two-lane reconstruction 
in its effect on the area. It preserves a slight amount of existing 
wetland, but reduces the potential to enhance wildlife movement by the 
construction of longer bridges. Either alternative would have a 
significant adverse impact on traffic safety and operations by creating 
a short, two-lane restricted section in an otherwise continuous four­
lane rural expressway. 

In view of the limited degree of impact and potential for mitigation 
with normal four-lane dualization on existing location, none of the 
alternatives are considered prudent. 

Impacts 

The physical effects on the users of the area relate mainly to visual 
conditions, although loss of 6.7 acres of land, 2 percent of the total, 
for four-lane construction will reduce the habitat and thus the hunting 
potential slightly. The slightly higher elevation and the broader 
expanse of pavement of the four-lane highway will visually intrude in 
the natural area to a greater degree than the existing highway. 

At the proposed northerly ROW line, construction of a four-lane facility 
will cause a maximum daytime noise level increase of 3 dBA over 
comparable two-lane roadway conditions. The noise level increase will 
decrease to a difference of 1 dBA at a distance of 1,000 feet, again 
measured from the four-lane ROW line. Nighttime noise levels will be 
increased by approximately 1 dBA at all distances less than 1,000 feet. 
South of the railroad embankment, construction of a four-lane facility 
will result in a negligible change in noise levels. All noise level 
increases due to a four-lane roadway should be barely perceptible (3 dBA 
or less). There should be no perceptible difference in noise levels 
between the two-lane improvement and the no-action alt~rnative. Thus, 
noise impacts should not be significant in any case. 

-55-



Mitigative Measures 

Suitable replacement lands in excess of the 6.7 acres to be acquired for 
highway use exist adjacent to the unit. In addition, new bridges at 
Jack Creek and a culvert location near the center of the unit can be 
built long enough to provide wildlife trails under the highway to 
improve wildlife movement between the north and south tracts. The 
flattened slopes of the improved highway can be planted with suitable 
grasses to furnish additional wildlife habitat within the highway right­
of-way or with screen type plantings to reduce the visual intrusion of 
the roadway® Noise mitigation for the minor changes are not warranted. 

Since four-lane dualization in this area is not aniticipated for many 
years under the proposed staging program, action to acquire replacement 
lands and develop detailed design features are not appropriate at this 
time. However, Mn/DOT and FHWA will work with MDNR and USFWS at the 
appropriate time to refine and implement features providing the 
acceptable types of mitigation and will acquire replacement lands of at 
least equal fair market value and reasonable equivalent wildlife value. 

Coordination 

The U.S. Department of Interior - Fish and Wildlife Service (USFWS) and 
Minnesota Department of Natural Resources (MDNR) served as cooperating 
agencies in the preparation of the DEIS, including the draft'"Impacts on 
Section 4(f) Properties" statement. Representatives of these agencies 
participated in the scoping process, assisted with field inventories, 
and helped identify environmental impacts and mitigative measures, as 
documented in the DEIS and its supporting Technical Appendicies. 
Included was a meeting with Mn/DOT representatives on July 18, 1980 to 
discuss impacts of the proposal on the Valleau Wildlife Management Unit. 
Suggestions for mitigation were offered which have been incorporated 
into this statement. 

The U .. S. Department of Interior also submitted comments on the draft 
Section 4(f) statement as part of its response to the DEIS (see page 
50).. The Department concluded that "Should the Federal Highway 
Administration determine that reconstruction of TH-60 on the existing 
alignment is necessary and sufficient to meet regional transportation 
needs, we would concur that there are no feasible and prudent 
alternatives to the proposed direct use of. ... the Valleau Wildlife 
Management Unit (4-lane option only) .... and that the proposed measures 
to minimize harm .... would satisfy the second proviso of Section 4(f), 
provided firm commitments for their implementation are included in the 
final statement .. " Such findings and committments are included in this 
final statement. 

MDNR's formal comments on the draft 4(f) statement (see page 51) also 
conclude mitigation for potential impacts to the V~lleau Wildlife 
Management Unit appear adequate, given than commitments are made to 
provide replacement lands of equal or greater wildlife value and to 
coordinate refinement of the plans with the MDNR. 
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Copies of the draft 4(f) statement were provided to the U.S. Department 
of Agriculture and the U.S. Department of Housing and Urban Development 
for review and comment. No comment was received. 

Conclusion 

Based upon the above considerations, it is determined that there is no 
feasible and prudent alternative to the use of land from the Valleau 
Wildlife Management Unit, and that the proposed action includes all 
possible planning to minimize harm to the Section 4(f) property 
resulting from such use. 
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RESPONSES TO COMMENTS 



RESPONSES TO COMMENTS 

INTRODUCTION 

The following are written comments on the Draft EIS received by Mn/DOT 
from various federal, state, and regional agencies and individuals. The 
responses of Mn/DOT to specific elements of the comments are included. 
Reference letters added to the copies of the comments correspond to the 
lettered responses. A list of agencies, organizations and officials to 
whom copies of the Draft EIS were sent and from whom comments were 
received is provided below. This list also indicates the page of the 
FEIS where each comment and response is printed. 

List of Agencies, Organizations and Officials 
To Whom Copies of the Draft EIS Was Sent 

And From Whom Comments Were Received 

Legislators 

DEIS 
Sent 

U.S. Rep. Vin Weber X 
U.S. Rep. Thomas M. Hagedorn X 
State Senator Marion Menning (Edgerton) X 
State Senator Darrel Peterson (Fairmont) X 
State Senator Dennis Fredrickson (Morgan) X 
State Rep. Bruce Anderson (Slayton) X 
State Rep. Wendell O. Erickson (Hills) X 
State Rep. George L. Mann (Windom) X 
State Rep. David M. Jennings (Truman) X 
State Rep. Gilbert D. Esau (Mountain Lake) X 

Federal Agencies 
Advisory Council on Historic Preservation X 
Department of Agriculture 
Agricultural Stabilization & Conservation 
Service X 

Soil Conservation Service X 
Department of the Army 

Corps of Engineers, St. Paul District X 
Corps of Engineers, Rock Island District X 

Department of Commerce X 
Department of Health, Education & Welfare X 
Department of Housing & Urban Development X 
Department of the Interior 

Office of the Secretary 
Fish & Wildlife Service X 
Heritage Conservation & Recreation Service X 

Department of Transportation 
Federal Aviation Administration X 
Federal Railroad Administration X 

Council on Environmental Quality X 
Environmental Protection Agency X 
Federal Emergency Management Agency X 
Federal Energy Regulatory Commission X 
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Written 
Comment 
Received 

X 

X 

X 
X 
X 

X 

X 

X 

X 

See 
FEIS 
Page(s) 

80 

67 

68 
68 
70 

69-70 

71 

62-66 

71 



State Agencies 

DEIS 
Sent 

Department of Agriculture X 
Department of Economic Development X 
Department of Natural Resources X 
Department of Public Safety X 
Energy Agency X 
Environmental Quality Board X 
Historical Society X 
Pollution Control Agency X 
State Planning Agency X 
Water Resources Board X 

Regional, County and Local Agencies 
Region Nine Development Commission X 
Southwest Regional Development Commission X 
Cottonwood County X 
Nobles County X 
Jackson County X 
Watonwan County X 
Alba Township X 
Butterfield Township X 
Delafield Township X 
Great Bend Township X 
Hersey Township X 
La Crosse Township X 
Lakeside Township X 
Lorain Township X 
Midway Township X 
Mountain Lake Township X 
St. James Township X 
City of Bingham Lake X 
City of Brewster X 
City of Butterfield X 
City of Heron Lake X 
City of Mountain Lake X 
City of St. James X 
City of Wilder X 
City of Windom X 
City of Worthington X 

Others* 
Chicago & Northwestern Transportation Co. X 
Pepin, Dayton, Herman, Graham & Getts X 
Interstate Power Co. X 
Minnesota Good Roads X 
TH 60 Advisory Committee X 
Highway 60 Action Corporation X 
Windom Area Chamber of Commerce 
Worthington Area Chamber of Commerce 
Heron Lake Community Club, Inc. 
Linus Liepold 
Wilber Hartberg 
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Written 
Comment 
Received 

X 

X 
X 

X 
X 
X 

X 

X 
X 

X 
X 

X 

X 

X 
X 
X 
X 
X 
X 

See 
FEIS 
Page(s) 

76-78 

79 
72-75 

81 
81 
81 

82 

83 
83 

84 
84 

88-94 

86 

85 
86 
86 
86 

102 
103 



Written See 
DEIS Comment FEIS 
Sent Received Page(s) 

Truman Hartberg X 103 
Mr. & Mrs. Virg Freitag X 103 
Sam Franz X 102 
Clarence Blomgren, Jr. X 95-97 
John F. Zender X 98-99 
Albert D. Thiessen X 99 
Robert Anderson X 103 
Harvey Stoez X 100 
Frank Foley X 103 
Chester King X 103 
Jacob· M. Harder X 102 
Harold Vatndal X 100 
Richard Linscheid X 101 
F. A. "Jim" Miller X 104 

*Note: Copies of the DEIS were available for public review at a number 
of locations in the affected corridor and at the corridor 
information meeting and public hearing. 
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WRITTEN COMMENTS: FEDERAL 

U.So Environmental Protection Agen~ 
.J"\1[.0 ltJ..-~t"_,, 

~ ~ ... 
,~~ 

~l'" .... ,.•tpJ+Cfl\.(,, .. , 

UNITED STATES 
ENVIRONMENTAL PROTECTION AGENCY 

230 SOUTH Dl!AAOOflN liT. 

CHtcAGO. llUNOIS 60G04 

~~ ~.~{!~ L. Hansen O 2 J1JL J91J2 
Office of Desian Services 
Minnesota Depar'tment of Transportation 
Transportation Building 
St. Paul, ~inneosta 55155 

iUPLV TO AnfNTlOH OF: 

RE: NEPA~DE-FHW-F 40200-MN( 82055) 
Dear Mr. Hansen: -2-

Ue have completed our revtew of the Draft Environmental J;t,pact Statement 
(EIS) for T.H, 60, Worthinqton to St. Jomes, In Nobles, Jackson, Cottonwood 
and Watonwan Counties, Minnesota. The proposed project consists of 52 miles 
of improvements to T ,H. 60, to be staged uver a 25-year period. Thh high­
way is a principal corridor connecting southwest Minnesota with the Twin 
Cities area, •nd the grain morkets with the Gulf Coast and the Duluth • 
Superior area. 

s,of the project and we request that • copy of each assessment be sent to us as 
soon as possible. Also, because of the hrge size of the project and the nature cont'd of the environmental impacts involved, "" believe a stte visit would be bene­
ficial and will be contacting you,r office in that regard. 

A 

. ' The most significant Impacts associated with the two build alternatives are 
the conversion of prime agri cultural 1 and to highway use, the fil llng of 
wetl<rnd areas adjacent to the proposed roadways, And the increi!lse in noise 
levels in the urban areas, Based on information provided in the EIS, it 
appears that the alternatlve whlch uses the existing rfght 0 of-way from 
Worthington to Windom ana new alignment from Iii ndom to St. James has a 
slightly more positive impact upon the environment, when compared to the 
other alternatives, provided the mitigative measures to minimize the impacts 
to prime farnlands, wetlands, streams and noise levels are implemented. 
Sf nee a corrJTii tment has not been made regardt ng the mi ti gat 1 ve measures, we 
have rated the project as ER (environmental reservations), In our detailed 
co11t11ents we have also requested that additional lnfonnation be provided 
regarding measures to reduce the loss of prime hnnlands and stream chonne11-
zation. lie havo cotegori,ed the EIS as class 2 (additional Information 
needed), The date and classification of our comments will be published in 
the F edera 1 Reoi ster In accordance with our res pons I b1l 1ty to inform the 
publlCofou'r'~on other agencies' projects. 

We appreciate the opportunity to review this draft EIS, If you or your staff 
have any questions regarding our comments, please contact Hr, Bill Franz, at 

1

312/886-6687. We note frDIII our review of the draft EIS that se,er•l appendices 

B are avai\cble which provide specific infonnation on the assessment of wetlands, 
air quality, noise levels aod prime farml•nds, The information in these 
appendices would assist us in the cont1nued analyses of the environmental impacts 

U.S. Environmental Prntectlon Agency's COOlffil!nts on the Draft 
Environmental Jmpact Statement for T ,H. 60, \Jorthington 

to St. James, Nobles, Jackson, Cottonwood and 
Watonwan Count les • H1nnesota 

The proposed project is the improvement of 52 miles of hi9hw•y between 
Worthington and St. James 1n southwest Hfnnesota. Construction would be staged 
over a 25-year period. Three alternatives were evaluated in the environmental 
lmoact statement (EIS): (1) no-action, (2) construction on existing allqnment, 
and (3) construct 1 on on new a 1 f qnment in the northern portion of the project, 
The most siqnificant env1ronMental 1mpncts associated with project develooment 
are: (•) loss of prime fannlands, (b) stream channelization, (c) filling of 
wetlands, arid (d) noise level lncreases. The EIS has discussed these areas of 
potential impact, as well as mitiqatlve actions which could be taken to reduce 
them. 

Prime Farmlands 

The area served by T.H. 60 (southwestern Minnesota) fs used intensively for 
fanning. Much of the additional land required for the roadway would be prime 
farmland (80-91l'L). There are essentially three alternatives: (a) the existing 
alignment, (b) the existing alignment from Worthington to Windom and new align­
ment frau Windom to St. James, and (c) the existing alignment from Worthington 
to Mountain Lake and new al fgnment from ~1aunta1n Lake to St. James. These 
alternatives will result In a loss of prime farmland rangin9 from 395-411, 
801-831 and 585-635 acres, respect Ive ly, when compared to the 'no-action• alter­
native, The acreage of prime fannland required for the highway has been re-

. ouced through several steps Including the reduction In the width of the l'ledlan 
and the plans to construct only two lanes of new hiqnway until, and if, traffic 
conditions warrant the need for two additional lanes. 

Our Agency dQrees \iii th and commends the H1 nnesota: Department of Transportation 
for tak.ing these steps to minimize the loss of prime famlands. However, we 
request that an alternative be evaluated which uses more of the existing riqht­
of-way between the cofITTlunities of 81nqhnm lake, l'-!ountatn Lake, Butterfied and 

C I
\Jindo-n 1 and an existing bypass around ·the community of Bingham Lake. FrO'n v1ew­
inq the aerial photographs included in Appendix A, we particularly note that 
there. appears to be a northerly bypass of Bingham Lake which could be retained 
and connected re lot i ve ly eas I ly to the exist I nq route. The extent to which 
this alternative could further minimize prime farmland impacts should be 
assesed, It may be that these alternatives have already been considered but 
eliminated because or otner reasons, e,Q., social or economic factors .. If that 
Is the case, a summary of that reasoning should be presented in the Final EIS. 

One of the mitiQation measures under cons1deration ta reduce the amount of 
prime f annl and ta Ken is to return excess hi qhway ri 9ht-of-way to agri cu I tura J 
uses. This mitigation measure would primarily be used in the northern 
portion of the project where new location is: be1ng considered between w;ndom 
and St. James or Hountain Lake and St. James. lie commend this proposal •nd 
reco11t11end that It be lmple,,.nted as soon as it is feasible. The EIS indicated 
that the old ro•dway would be rededicated to agrlcul tural ourooses and proauction 
levels would be approximately 80-901 of the prime fannlands adjacent to them 
within five years. The Fin•l EIS should explain whether these lanos are prime 
fannlands or marginal fannlands whic~ w111 need additional management to attain 
the estimated yields. 
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Sincerely yours, 

Bar6o~e~ 
Environmental Review Branch 
Planning and l\anagement Division 

Attachment 

Copiea: 
L.L. Hansen 
R.P. Pecore 
L. Eilta-L. Foote 
L, Filter-If, Flygare 
Public Hearing tile 
Pila 

E 

1/etlaods 

The impacts uoon wetland areas are similar for all alternatives. The most 
significant wetland impacts expected are at Duck Lake, A narrow strip or 
wetland would be requ1red for the construction of the two, future additional 
lanes. Since this area has been identified as • valuable wetland, specific 
mitigation measures at this site should be consldored, By constructing the 
two aoditional lanes between 3.5 and 5.3 acres of emergent vegetation, 
adjacent to the open water of Duck Lake, will be lost. To restore this 
habitat. we request that consideration be given to deepening the arens which 
flood only seaonalh, so that they will support emergent ,egetation. Thfs 
measure may also serve to protect the integrity of the highway roadbed by 
minimizing erosion due to wave action. 

Additional mitigative l'leasures have been proposed in the EIS to offset the 
loss of wetlands. These Rlitigatlve measures are still in the planning st•~•• 

F 
the early discussions regarding mitigation to prevent future delays related 

I 

and ha·,e not been final !zed. lie request the opportunity to participate in 

to our review of the U.S. Army Corps of Engineers Section 404 permit for the 
project, Plans included in the EIS re9ardlng the uu of borrow pits to mitigate 
wetland losses appear to be especially promising. 

Stream Channelization 

The EIS indicated that there 1s the potential for the relocation of five streams 
along the corridor. Some of the relocations would result in a shortened stream 
length. The potential for subsequent increased stream velocities to cause in­
creased bank erosion should be assessed in the Final ElS, The Final EIS should 

GI include the design phns for the stream channel work to provide information 
necessary for consideration of the 404 permit. Hltigation to offset the impacts 
of streaA channelization include leaving or expanding old channels to increase 
their value as ""'tland areas. We believe that this proposal has the ootential 
to be environmentally beneficial and recllf1Vnl!nd that it be pursued further. 

Noise Impacts 

Routfn9 the traffic on new alignment from Windom to St. James results in the 
least number of residential sites exceeding the Federal Highway Administration's 
Design Hoise Levels and the Minnesota Pollution Control• Agency's standards. 
1/hile the number of residences exposed to noise levels which exceed th• 
standards are reduced, some residences wi 11 experf ence noise l eve 1 increases 
of up to 20 dBA. In our opinion, increases ?reater than 10 dBA are significant. 

HI
The number of residences exposed to such levels should be ident.1fied and miti­
gation measures should he considered at these sites, If residences where 
increases of 10 dBA or :Jreater are the same or adjacent to res1dences where 
noise standards will be~ exceeded, mitigation would be even more warranted. 
Hoi se contour mops would be helpful in identifying areas subject to increased 
noise levels, and detennining whether noise attenuation ts feasible and should 
therefore be provided. 

Additional Comnents 

I The southern portion of the project w11 l be constructed on existing alfgnment. 
I The final EIS should discuss how traffic will be 111o11ntained during the 



U.S. Environmental Protection Agency (cont'd) 

-J-

I I construction phase. l f 1 ou 1 roads wil 1 be used as de tour routes, the , ,r.;;acts 
cont'd from routing traffic on these roads should be evaluated. 

'warren Laii::e is used as a \.alleye rearing pond. The draft EIS indicated that 
toul dissolved solids levels have reached levels in excess of 500 parts 

!per million at this laJ.e. With the addition of two more ianes of highway 

J jadjacent tc; Warren LaJe. greater a'"lounts o~ t:.tal dissolved sol1ds can be 

\
expected to enter the 1.ak.e. Meas~res to diver~ h1~hway runoff away from this 
lake should be invest,oated and discussed in the Final EIS. 

Res2onse: 

A. The preferred alternative, as selected by the Commissioner of the 
Minnesota Department of Transportation, is to construct on new 
alignment from St. James to southwest of Mountain Lake, and to 
reconstruct on existing alignment from Mountain Lake to 
Worthington. The selection was made on the basis of overall costs 
and benefits, including but not limited to the environmental 
considerations presented by the USEPA. These reasons are given in 
the "Preferred Alternative" section of this FEIS, pages 6-9. 

B. 

Commitments to mitigation, including information on proposed 
restoration of portions of existing TH 60 to farmland use, are 
provided in the "Impact Mitigation Measures" section, pages 11-25 
and in answer to comment "D" below. 

Copies of the requested appendicies were forwarded to the U.S. 
Environmental Protection Agency on July 20th, 1982. 

They include: 

0 Appendix D - TH 60 Engineering Studies Report 
0 Appendix E - TH 60 Soils and Geology Report 
0 Appendix F - TH 60 Noise Analysis Report 
0 Appendix G - TH 60 Air Quality Analysis Report 
0 Appendix H - TH 60 Energy Analysis Report 
0 Appendix I - TH 60 Natural Resources Report 
0 Appendix J - TH 60 Farm Inventory Report 
0 Appendix K - TH 60 Preliminary Right-of-Way Acquisition and 

Relocation Report 
0 Appendix L - TH 60 Citizens Advisory Committee Reports 

Mr. Bill Franz of the USEPA accompanied Mn/DOT personnel on the 
requested site investigation through the project corridor on May 
25, 1983. 
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C. The "Existing Alignment" alternative presented in the DEIS uses the 
entire existing right-of-way between the communities of Bingham 
Lake, Mountain Lake, Butterfield and Windom--including the existing 
"bypass" of Bingham Lake--except for a minor realignment 
approximately 1/2 mile in length at the western edge of Bingham 
Lake. This realignment is required to eliminate a substandard 
horizontal curve and vertical profile in the existing roadway and 
to improve the existing hazardous intersection with County State 
Aid Highway 2. Note that this short realignment also applies to 
the "Existing Alignment - Worthington to Mountain Lake, New 
Alignment - Mountain Lake to St. James" preferred alternative. The 
short section of existing TH 60 right-of-way that would no longer 
be required for highway use with the minor realignment is proposed 
to be returned to farmland use, except for a portion adjoining the 
Carpenter Wildlife Management Area. The latter area is proposed to 
be added to the Wildlife Management Area, as described in the 
"Final Section 4(f) Evaluation" section of this FEIS. 

D. The portion of existing TH 60 proposed for restoration to 
agricultural purposes is constructed primarily on "prime" 
agricultural soils. They include soils in capability classes I 
(Nicollet series) and II (Canisteo and Webster series) as 
identified by the U.S. Soil Conservation Service. As discussed on 
DEIS page 78 and Appendix E, "TH 60 Soils and Geology Report", the 
existing roadway base consists of topsoil of depths u'p to 7 or 8 
feet. Thus with proper regrading, soil scarification and drainage 
provisions, nearly full production value can likely be obtained 
along the restored section. The proposed restoration is described 
on page 12 of this FEIS. 

E. The deepening of selected seasonally flooded areas of Duck Lake 
could help make this area a more valuable wetland resource. The 
locations where such a practice could most reasonably be applied is 
at both the southeastern and southwestern shores of the lake. In 
these spots, existing Type 1 wetland could be altered to create a 
more "permanentn Type 2 or 3 wetland fringe to the lake. As 
indicated in the DEIS, however, it remains important that a 
relatively gradual slope be maintained from the edge of shore 
waterward in order to create a shallow shelf or littoral zone. 
Simply dredging a deep-water perimeter around the lake would not, 
in itself, promote to the fullest extent, invertebrate, fish and 
wildlife habitat. At such time in the staged development program 
that detailed plans are developed for four-lane dualization in the 
Duck Lake area, specific plans for wetlands mitigation at Duck Lake 
will be developed in conjunction with the Minnesota Department of 
Natural Resources and the U.S. Fish and Wildlife Service. 
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F. U.S. Army Corps of Engineers Section 404 permit applications and 
related wetlands mitigation plans will be developed as part of the 
design process for each of the individual segments comprising the 
anticipated staged construction program.. For each affected 
segment, Mn/DOT will invite design process participation of all 
agencies involved in the review of the Section 404 permit 
applications. 

G. As discussed on page 106 of the DEIS, the proposed channel 
relocations with shortened stream lengths are not anticipated to 
produce any significant changes in channel slope, velocity or bank 
erosion potential, due to the flat channel slopes and the backwater 
nature of flow during flood events. Design plans for the stream 
channel work and applications for related Section 404 permits will 
be prepared during the design process for each segment of the 
proposed staged construction, as discussed under comment F above. 
Mn/DOT considers the reuse and expansion of remnant sections of the 
old channel to develop wetlands an appropriate mitigative measure, 
and will work with affected agencies to incorporate such measures 
into the design plans. See page 16 of this FEIS. 

H. Areas subject to significant noise increase lie along the "inner" 
new alignment variation at the south edge of Mountain Lake and the 
"outer" variation at Heron Lake, locations where the nearest 
residences would also exceed State noise standards. Residences at 
the south edge of Butterfield would be subject to levels exceeding 
State nighttime standards under the "inner" alignment alternative, 
although increases are expected to be less than 10 decibels. 
Potential for noise attenuation barriers at these locations will be 
evaulated in detail during final design of the subject roadway 
sections, as described on page 15 of this FEIS. 

Due to the scale of the project, inclusion of noise level contour 
maps in the DEIS was determined to be impractical. However, please 
note that Table 3 on page 14 of DEIS Appendix F, "Noise Analysis 
Report", does provide the noise level contour distances referenced 
to roadway location for both 2-lane and 4-lane configurations along 
each section of the existing and new alignment location 
alternatives. These "contours" were applied using 1"=100' scale 
layouts to identify the areas subject to increased noise levels and 
feasibility of attenuation as described in DEIS Appendix F. 
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I. Proposed provisions for traffic maintenance during construction of 
the sections reconstructed on existing alignment are discussed on 
pages 23-24 of this FEIS. Some county roads will be used as de­
tours. Anticipated impacts along these roads include: 

1) A temporary increase in traffic and traffic related noise and 
visual impacts. The detours are, almost entirely, through 
rural areas where residences are generally set back from the 
roadway a distance sufficient to attenuate severe traffic 
noise. 

2) Potential damage to road pavements. Measures to upgrade the 
pavements prior to detour use and/or reh~bilitate damaged 
sections are included in the mitigative measures. 

3) Businesses to be temporarily bypassed are primarily local 
service oriented and are not expected to be significantly 
affected. 

J. Measures to divert highway runoff from South Warren Lake have been 
investigated and are discussed on pages 17 and 34 of this FEIS. 
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Advisori Council on Historic Preservation 

Ai:lvisory 
Council On 
Historic 
Preservation 

IS22KStrHt.t-/W 
Wuh1n11on. DC 2000s 

June 16, 1982 

District Engineer 
!1.anlca.to District Officl!'!: 
501 South \'ictory Dt'ive. 
Mankato, MN 56001 

• De.ar Sir: 

;?e. have received your request for comments on the draft environmental 
impact stateoent (DE.IS) for Trunk Higm.'ay 60 betw-ae.n the cities of 
Worthington and St. James 1n Minnesota. \.le note that this document is 
intend£d to provide. a basis for improvement• to nt 60 that vill occur 
over the. next 25 years. While the DEIS provides a summary of thaae 
improvements, long-range planning of this nature is based on assumptions 
about costs, funrling 1 and traffic levels that. may not prove to be. accurate. 

A I '!'h.u.s ve re,::or.mend ,that the conclusions and findings in t.he DEIS be re­
e.:x.a:olned as specific ic:.provement projects are funded. 

From our review, however, \le are concerned \Jhl!ther the DEIS provides a 
comprehensive background for an assesment of impacts on all historic and 

I 

cultural properties. The .;urveys th.at have been conducted appear to 
have.been design.ed to identi.fy only archeological prope.r-cie&. While the 

8 surve1s appear t.o have been adequat.e to identify all archeological 
properties, this .Jrientation :nay well mean that histor:i.c:al properties, 
parc1.:::ularly bridges of engineering or ~istorical importance, have been 
overlooked. E.xcept for chis ?Ossible oicrission, it a pp earl that the 
DEIS provides an 3.Qequar.e overview regarding hiscoric and cultural 
propenie:s. 

Please remember that CC"mplianc.e -rich Section 106 of the ~a.tional Historic 
Preservation Act is .t requirc1.:ent independent of compliance vlth Section 
102(2) (c) of the Nat.ion.al Environmental Policy Act. Prior co any 
decisions rega.rdin~ this r,roject, you should en6ure that the responsi­
bilities of both laws are fulfilled. You m.ay vi.sh to coordinate t.hese 
separac.e responsibilit.l.ea a.s pt'oYided for in 36 CFR Section 800.9 of the. 
Council's regulatioua. 

Response: 

If we can ba of any a11siatance, please .:one.act H.ichael QuinD at (i02) 254-
J.\95. 

Since.rely, 

(\~~\)~ 
I) • 

JorJa.J. E. Tannenbaum 
Chi.}..1," Eastern DiV'i.sion 

of Project hviev 

A. Federal Highway Administration regulations require that FEIS 
fundings be reevaluated during the detailed design process and that 
a supplemental statement be prepared if there have been significant 
changes in the proposed action, the affected environment, the 
anticipated impacts or the proposed mitigation measures. The 
regulations also require a written evaluation to be prepared if 
major steps to advance the action have not occurred within three 
years of FEIS approval. 

B. Studies conducted by the Minnesota Historical Society were designed 
to identify and assess all sites of "historic, architectural, 
archaeological or cultural" significance, as stated in the letters 
from the State Historical Preservation Office contained in DEIS 
Appendix c. The only sites of potential significance identified 
were archaeological properties. Further detailed investigation 
indicated that these sites did not meet applicable significance 
criteria.. As a result, the State Historic Preservation Officer's 
review "reveals the location of no known sites of historic, 
architectural, cultural, archaeological, or engineering 
significance" which may be affected by the proposed project. (See 
page 29 of this FEIS). 
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Department_of_~he_~~myz._Q_~~ps_~f_Engineers 

~ 
~=~~.,g .... 

NCRED-P! 

DEPARTMENT OF THE ARMV 

CLOCK TOWEA IIUILDING 

ROCK HILAND. ILLINOIA e1ao1 

8 JUN 1962 

SDIIJECT: )30, l'.'llJA-HlH?.IS-82-01-D, Draft EIS ond Section 404(!) holuatioo, 
Trunk B1ghvay 60 io Nobles, Jack.Bon, Cottoowood 1 and Watonwan 
Counties, Mlnneoota 

Diatrict Engineer 
K.ankato Diatrict Office 
SOl South Victory Drive 
Mankato I Kinneaota 56001 

Dear Sir: 

Th• Ro~k Island Diatrict has reviewed tha referenced document and baa no 
comment regarding the proposed project. 

The St. Paul D1atric.t: office baa responsibility for activities in H.inneaot.a 
which m.ay require Department of the Army pe:naita. The.y vill comment separately 
on the referenced report. 

Copy Furnishad: 
Comunder 
US Amy Eaginaar District, 

St. Paul 

µ~ 
DOYLE ll, HcCULLY, P,E, 
Chief, Engineering Division 

ATTII: NCSCO-IU' (Den.he Blackvell-Kraft) 
1135 OS PO & Custom, Houae 
St. Paul, ~nne.11ota 55101 

Response: 

IEPLY TO 
ATTENTION Of! 

NCSCO-RF (a: 0656) 

District Engineau: 

DEPARTMENT OF THE ARMY 
SY PA.UL. Ol&TFUCT, COfllPS Oil f.NGIN!IAI 
1116 U. B. PO&T OFFICE a, CUSTOM HOUBl 

ST PAUL, MINNE.IIOTA 61101 

Mank.&to District Off1.ca 
Hinneaota De.partme.at of Trannportation 
501 Soucb Victoey Drive 
Manltato, Minneaota ;6001 

t>aar Sir: 

is JUN 1982 

Reference 1.8 mnda. to the proposed Trunk Highway 60 project from Worthington to 
St. Jame.a, Minneaot.11, ' 

The Regulatoey Function■ Branch haa revie<Je.d the drafc. environmental impact 

I 
statement and 4(£) EvaluatiOD. AIJ 111tatad prev1.owaly, it appeare individual 

A permits will be required for acme of the river and wetland ccossiega. BCNever, 
to confirm this, more information wt>uld ba required on the amo1.mta and dimenaiona 
of th• filling activitie■• 

Our reviev indicate.a that tha information included in the DE.IS would be adequate 
for w, to evalUAtC! th• impacts of the project. When plana become. finalized for 
the actual conetruction, you should aubmit applicacion• to tbia office. 

Please. forvard a copy of the. Fin.al EIS vhen it becomes available. If you have 
any quoationa pl•••• contact Mr. Tim Fell at (612) 72>-7775. 

Sincere.ly. 

vu~le~ 
_/J C/'2- HAROLD E. TAGGATZ 

Y- Chief, Regulatory Functiona Branch 
Con11truction-Operationa Division 

A. Preliminary analysis presented in Table 37 on page 111 of the DEIS 
indicates that for the preferred alternative, one individual permit 
would be required for 2-lane reconstruction and three for 4-lane 
dualization. Coordination with the Corps to determine actual 
requirements and preparation of permit applications will be 
conducted as appropriate during the detailed design process for 
each of the individual segments of the proposed staged construction 
program. 
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U.S. Department of the Interior 

0 I , 

United States Department of the Interior 
OFFICF. OF THE SECRETARY 

WASHINGTON, D.C. 202«! 

C 

Mr. William R. Lake 

We are concerned that the construction of a new bridge over the river In connection with 
the TH-60 project C<>Vld have odverse impoct on lhe qualities of this stretch of the 

A 

B 

ER 82/807 

Mr. William R. Lake 
Division Administrator 
Federal Highway Administration 
490 Metro Square Building 
St. Pool, Mirnesota 55101 

Dear Mr. Lake: 

Jilli 2 s \982 

This i.s in re5pon.se to the request for the Department of the Interior's comments on the 
draft environmental/Section 4(f) statement for TH-60 (Worthington ta St. Janes), 
Nobles, Jockson, Cottonwood, ond Watonwan Counties, Minnesota .. 

SECTION 4(0 ST A TEMENT COM~ 

Should the Federal Highway Administration determine that reconstruction of TH-60 on 
the existing alignment is neces.,ary and sufficient to meet regional transportation needs, 
we would concur that there ore no feo.!ible Md prudent ol1ernotives to the proposed 
direct use of the Carpente.- Wildlife Management Arco (2- or 4-lane options) and the 
Volleou Wildlife Management Unit (4-lone option only), and the prooosed constructive use 
Oncreosed air/noise pollution and reduced ease of access) of Lommen Park. 

Vie also coocur thot 1he proposed meo.svre.s 10 minimize harm lis1ed on poges 139-140 and 
143 would .soHsfy the second proviso of Section 4(f), provided firm commi1ments for their 
implementation are included in the final statement. With regard to Lommen Pork, we 
ogree that the opporh.nities for mitigation are limited but recommend that full 
consideration be given to the provision of odditionol landscaping to reduce as much as 
possible the aesthetic effects of increased traffic on the park. We also note that if o 
bypass alternative is selected o transfer of ownership of lommen Pork from the 
Minnesota Department of T ransportotion (MN-DOT) to the local jurisdiction may be 
required - if such is nece.uory, we recommend that the final statement include 
ossuronces thot 1he property will continve to be available for public pork and recreation 
use. 

ENVIRONMENT AL ST A TEMENT COMMENTS 

cont'd 

oJ 

Des Moines River which prompted its inclusion in the inventory. Although the measures 
described on poge 127 of the draft statement s.t-ovld, to a lorge degree, mitigate the 
impact the project might have on the aesthetic and scenic qualities of the river, we 
neiverthcles.s recommend that additional coordination on this matter be undertaken with 
1he Regional Director, Notional Pork Service;in Omoho, ol"Ki the results of that contact 
reported in the final statement if a new alignment alternative is selected. 

FISH AND WILDLIFE COORDINATION ACT COMMENTS 

The drofl slatemenl occvralely describes the need for Corps of Engineers Section 404 
permits for project implementation, and adequately addresses the potential impacts to 
fish ond wildlife re:sovrces from the various alternatives. Pursuont to the Fish and 
Wildlife Coordinolion Act, 1!-.e U.S. Fish and Wildlife Service (FWS) informs us that it 
would not object to the iuuonce 9f permits f« <Y\y of the alternatives, providing 
odeqvote measures 1o minimize harm ore included in final project plans. The FWS would 
be pleased to work with you, 11-,e MN-DOT, lhe Mlnnesola Deparlmenl of Nolurol 
Resources, and the Corps, in development of a detailed mitigation pion for the project. 
In order to avoid delays during permit processing, we recommend that such a pla, be: 
developed prior to ald included in the final environmental statement. 

SUMMARY C:OMMENTS 

The Deportment of lhe lr.leri0< has no objection to Seclion 4(f) opprovol of 1his project, 
providing firm commHme:nts to implem~nt the measures to minimize harm discussed 
above ore included in the final statement. 

Since we have o continuing interest in this project, we would be willing to provide 
tecl-Ylicol assistance in further proj~t development. For matters concerning parks end 
recreation, cultural resources, and '1/ild ono Scenic Rivers, olease contact the Regional 
Oirect0<, Notionol Pork Service, 1709 Jackson Slreet, Omaha, Nebrasko 68102-2571 
(phone: FTS 864-3431; comm. 402-221-3431). For molters concerning fish ond wildlife 
re.soorce.s, and consultation under the Fish ond Wildlife Coordination Act, pl~ose contact 
1he U.S. Fish ond Wildlife Service, 538 Federal Building and U.S. Court House, 316 North 
Rober! Street, S1, Paul, Minnesota 55!01 (phone: FTS 725-7641; comm. 612-725-7641). 

Thank you for the opporh.nity to provide lhese comments. 

Sincerely, 

Des Moines River south of Windom. The fiNJI environmental statement should note that 
the Des Moines River from Peter5burg to Windom Dom, from Windom Dorn to Toibot 

I 
Under Jh<, new aligrvnent al1ernatives, a new TH-60 bridge would be built over lhe 

C Loke Dom, from Talbot lake Dom to Lake Shetek Dom, and from 1hot dam to the river's 
source, has been listed in the Nationwide Inventory of Rivers which are likely to qvalify 
for inclusion in the Notional Wild and Scenic Rivers Svstem., 

Mr. Richard P. Brau,, Director 

/.~wv/.J 
~hard, Director 

Environmental Project Review 

Mimesoto Department of Transportation 
Jol-n Ireland Boolevard 
St. Poul, Mimesoto 55155 

Response: 

A. The Federal Highway Administration and the Minnesota Department of 
Transportation have determined that reconstruction of TH 60 on 
existing alignment in the sections adjoining the Carpenter Wildlife 
Management Area and the Valleau Wildlife Management Area is 
necessary and sufficient to meet regional transportation needs. 
The "Final Section 4(f) Evaluation" section on pages 41-57 of this 
FEIS describes the findings regarding feasible and prudent alterna­
tives and commitments for implementation of proposed mitigative 
measures. 

B. The Federal Highway Administration has determined that Lommen Park 
is a highway wayside wholly within highway right-of-way and 
operated as a highway appurtenance and thus is not subject to 
Section 4(f) determination. References to Lommen Park have thus 
been deleted from the "Final Section 4(f) Evaluation" section. 
However, mitigation measures regarding the park have been retained 
(see page 15). Since a bypass of Windom was 

alternative", transfer of ownership 
not be necessary. 

"preferred 
tion will 

-69-

not selected as the 
to a local jurisdic-



c. Inclusion of the Des Moines River in the "Nationwide Inventory of 
Rivers" is noted on page 31 of this FEIS. However, construction of 
a new river crossing will not be required under the preferred 
alternative(construction on existing alignment in the Windom 
vicinit0. 

D. Detailed mitigation plans will be developed during the detailed 
design process for each of the individual segments comprising the 
staged construction sequence. The Fish and Wildlife Service has 

proposed mitigation participated in the identification of the 
measures described on pages 16-22 of this FEIS and 
to also participate in the detailed design process. 

will be invited 

U.S. Dept. of Commerce, National Oceanic and A~mosQheric Administration 

, -1 1"'{i"'\. UNITED STATES DEPARTMENT OF CDMMERCI 
\ ~/· National Oceanic and Atmnpha~ic Admfnl■tratio 
\, l.:r. . ..' Wuh1ngton, 0.C. 20230 

~...__, OFFICE OF THE AOMINISTRATCIA 

June 9, 19R2 

Mr. Marcus Flygare 
TH 60 Project !-lanager 
HI nnesota Oepartnent or Transportat1 on 
501 South Victory Drive 
Hankato, HN 56001 

Dear Hr. Flygare: 

This 1s fn reference to your draft environmental impact statement 
and draft section 4(f) evaluation entitled "T, H. 60, Worthington to 
St .. James in t-liJhles, Jackson, Cottonwood and ~atonwan Count tes, Minnesota .. • 
The enclosed conrnents rr°" the National Oceanic and Atmospheric Administration 
are fon-,arded for your consideration. 

Thank you for giving us an opportunity to provide these conments, 
which we hope will bP. or assistance to you. We would appreciate receiving 
Dnl? copy of the final environmental impact statement. 

Sincerely. 

/ Lc11:M { +1. 
Joyce H, Wood '!I t'' 
Oirector 
Office of Ecology and Conservation 

Enclosure: Memo from: Robert B. Ro111ns 
National Ocean Survey 

i~}._ 110TH ANNIVERSARY 1!170-191110 
(~L..""~:T~j National Or;e ■nic and A~oepharic Adminln.ra~ 
•, ~ .-• A yout19 agency ml:h anhl•tone 
''-=•~ 17'9d1t1cnaf.....,oatatheN.eDO't 

Response: 

70: 

FROM: 

SUBJ[CT: 

r \f •., UNITED STATES DEPARTMENT DF COMMERCE ,,.~-.... I 
~ ~ ~ Nacianal Oceanic and Atmaapheric Admini•t.racion 

\.,~/ ~:cl::~;::~•~.C~~URVEV 

June 8, 1982 

PP/EC • Joyce H, liood 

OA(CS - Robert B, Roll in~rv 

T, H. 60, Worthington to St. James in tlobles, Jackson, Cottonwood 
and Watonwan Counties, Minnesota (DEIS 8206,07) 

The subject statement has b<en reviewed within the areas of the 
National Ocean Survey's (NOS) responsibility and expertise, and In 
tems of the Impact of the pro;,osed action on NOS act1vitles and 
projects. 

I 
Geodetic control sur,ey monuments may be located in the proposed 

project area. If there is any planned activity which will disturb 

A or destroy these monuments, NOS requires not 1 ess than 90 days' noti­
fication in advance of such activity in order to plan for their 
relocation. NOS reco,m,ends that funoing for this project includes 
the cost of any relocation required for NOS l!'onuments. For further 
information about these monuments. please contact Hr. ~ohn Spencer, 
Olr.ctor, ~at1onal Geodetic )nfonnation Center (OA/C18) or 
1-lr. Charles 11ovak, Chief, ~etwork liaintenance Branch (OA/C172). at 
6001 Executive Boulevard, P.ockvllle, Maryland 20852. 

;~:'\ I 1~Tlf ANNIVERSARY 1970•1!1110 
(~,. ~ J National Oceanic and Atmospheric fuJmini&tr■tin 

~. , , , A you,g eoencv-.,a, a hr5unr: 
"-...._.7 tnld:001daervic:ataU...Neaon 

A. The National Ocean Survey (NOS) will be consulted during the 
detailed design phase for each segment of the staged construction 
program to identify the location of any potentialy affected 
monuments. Where appropriate, arrangements for their relocation 
will be made in advance of construction as req~ired by Mn/DOT 
regulations. 
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Federal En~gy Regulatory Commission 

//(~,""'' 
;\~'."' 1/l 
\:'-~.i ,,,,.,,,,,, 

FEDERAL ENERGY q'::GULATORY COMfvilSSlON 

C,..!C-'.C.O A(OIO"-AI... r",FVICC 

~JO 50UTM OCAqBQR._, STA(:rf ROOM ,1:10 

C'-lCACiO t\ Lt"ICHS flO&O-' 

In reply refer to: 
oern-ca 

June 7, 1982 

District E.agtneer 
Hi,.nesota Depart:rient of Transportation 
~.ankato ptatrict Office 
~01 South Victory nrtve 
~.,u:;Y..A!.o, 1.11nnei.cta 56001 

:,r.,u· Str: Your Ref P.renc.e: 130 - ::r..:A-~C1-!I~-82-0l-O 
:Taft F:w·1t 1:,r1•:.,?ntal b:.r,>1ct Statement & 
:>:-aft Section.!.(() E•.•ftluation for 
':'nmk Fighv,1y 60 in ?;jbles, .l11ckson, 
r..ot tonvood & •,:a tonvsn Count ie", ~.1 r.ne1ota 
~!!n"";~c:.ota Pre jeo:ta F 016-1( ) I. F 004-1( ) 
!:cnte Projeet 5106, 3204, 170) &- 8303 
Fron t'ie City of "''orthinrton 
7o the City of St. J1H1111?6 

~is ts 1~ r~,;r,,nse to your r~c:ent ro?-'luest ~nvtt!m,; our rc.•,ripv P.nd cc:=r . .,•nts 
nn t:"e :'raft Envir0rmenr11.l l::.p.,ct StlHme.nt and ;;raft, ~ctioo 4(!) E\·alua­
::-ior: U'El5/46f). 

Cuo:ii,-?nrs of this office are ma.di! Jo nccord..lnce 1,,-tth the ~;at1o:i.nl Envi r<.•:---:iental 
rolicy A..:t of 196tl 11nd the: August l, 197J r.utdellnes or ~~e c~""\!!tcll on E.'1dron­
'1en:.1.l Q1u.l1ty. Our re•:iew cf th~ Draft E;wtrcn....- .. ntal :-:pact Sta:t.-~ent is to 
.:-leto>:nnine t!'lc effect on ms.ttf:"rs concerning the ~eCer-al E:iergy PPg•.llatory Cue­
:-:ission's :-espani:dbllit1.es. Such rt-s?~n<:t~ilitie,; stet trf'."ll the Fi>deral P::>\ler 
Act und the ~atun,1 C.aa Act and relate tc- th<! Ucrm~ing of non-?"eCeral hydn~•­
<!lectric projeets a.nd associate~ t:ran.,;c:i!,:;sirrn lines: ;11Htic1petfoa in pltlnning 
.'.'r.d develop-oent of federal hydi:-..,elec:tr1c projects; ccrtiftc:11.tton for c"ni;truc­
tion and operation of r.atural gas ;:,tpeline facilities, ::lefinrd to in-::lude hoth 
interstate r,ipellne and ter.:ii.nal ~af":llfties; nod the per.rl.nsion and approval 
requtrM for the abandoment of n:,~·r,..al ~as rtr...,.llne f.ac!litie-.. 

Becau1;" the above---.ioted protm,;ed rlev.e-lnrr,,.,,~t v,:-,uld not po~,: a ::-.aJor obst11cle 
tl; tt1e con~truct!on or oreriltion of such &ric111tie,: and ·~,11ui.e tr1e Draft 
.indicate« that the nan1r11l ga.l'J nnd tr-anRm1:'lsion !ine, affected t-: the project 
vould be ::ioved ";tthout any s1goificact !:::.r-Acts, ve have no specific r..t"lll:!l!!nta. 

- 2 -

Theae cn:!loeDtl He of thi• ('ffke And therefore do not neceaaarily 
repre&t!nt the vievis of the fedeT"l'-1 r. ••:-gy Re"ulatt')I';I' Ccn::;t"2.ia1ioo. 

Thank you for th~ opport•mi ty tn nr..~ot on thia Craft Environment11.l 
Imr.act Stlltcment. 

~4&jfff 
r.::~:~~ ~;.g~!!!ll, P.£. 

D~partment of Transportation, Federal Aviation Administration 

DEPARTMENT OF TRANSPORTATION 
fEDEPAL AVIATION t_l'~_":_>T_RA'-"T-"10.;.:_N ____________ _ 

Airr:-orts Diatrtct Office 
6301 • J<,tn Avenue, South 
~ir.neapoli,, Minnesota 55450 @ . . 

t,<AY 2: 1982 

District Eng i.n~er 
~.ankAto District Office 
501 South Victory Dti•J!: 
"1-'ank.oto, !-1inntosota S6001 

~30 nn.'A·~-f.1S-82-01-1"' Draft tn·-:!rrnrr.ental t~oact Sta:.er,\ent 6r 
Dnft St•ction 4(f) EvJ\uation for Trunk Hi1!-. ...-ay 60 in N<"bles, 
.Jackson, C(ltt0n'Jood b \.'atO~'--·an (.'.'l•.mties, ~inne.!ota; Xinnesota 
rrojt>c.ts F' 016-l( ) &. r 004·1 () State Pro1ect 5306

1 
}2~, 

1701 & P.308 From tl':l! C-:.ty of Vor-thingcon to the City of St. James 

t-~ar Str: 

\.:e- have revle...,ed thf' ::.ub~J?Ct draft '£:wa:·r~0;ntal !:.-.~act Statt··,ent and :fraft 
~er:-:1on !.(f) Ev,'lluanon for the suhJccc rroJcct and ...,e ha·.Jc '. • ., ccn-.,::nent on 
t!""",E, ;irorc-u l. We '-"l 11 r.ot have a nee-d to revte"'· r~e fina 1 EIS. 

7hank you for tne C.-?portunity to revie._. the dr3f-: EIS. 

S1.ncerely, 

,;;;dtr ;<sw~ 
D::-nald R. S~r,r:kdale 
State :'rcgrarn Office:-

/ ,:;'1,L··.1.:~ 
u ' 

,! ... r.._....-'•,' .;.::- -

-..-...;... ... , ..... ,, 
r: 
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WRITTEN COMMENTS: STATE 

Minnesota Pollution Control Agency 

A 

Minnesota Pollution Control Agency 

June 21, 1982 

District Engineer 
Minnesota Department of T:ransportation 
llankato District Office 
501 Victory Drive 
llankato, Minnesota 56001 

RB: 330 nrt'A-MN-EIS-82-01-D 
Draft Environmental Impact Statement lie 
D,-aft Section 4(fl Evaluation tor 
Trunk Righway 60 in Nobles, Jackson, 
Cottonwood & Watonwan Counties I Minnesota. 
State Project■ 5306, 3204, 1703 r. 8308 
l'rom the City of Worthington 
To the City of St. James 

Dear Sir: 

Tbe Minnesota Pollution Control Agency (llPCA} has reviewed the 
draft Environmental Impact Statement (EIS) on TH 60 Worthington 
to St. James and has several cormnents to offer. 

While water resource impacts ma.y not be considered primary issues 
in this project, protecting existing water quality and providing 
measures which could improve water resources should be thoroughly 
explored and quant1!1ed. The draft EIS has identified water resources 
impacted by the various alternatives. However, it is difficult to 
determine which streams, lakes or wetlands have a h.igh. resource 
va.lue and wbich ones do not. 

The EIS could rank the water resources by their assigned water 
quality standards and potential uses, and determine which resources 
would be impacted the most 6y this project. Following this, decisions 
can be made concerning the implementation ot any mitigative meMures, 
U required. 

Phone· (612) 296-7301 
1935 W....I County Rood B2, R--, M.,.,.,aola 5511J-2785 

R9gl!OMl10f1ice9. Oulu~tro't ~-

District Engineer 
Page Three 
June 21, 1982 

----

I It is also unclear what is meant by the 1995 emission rates described 

I in the last paragraph. of page 103 of tb.e draft EIS. The analysis 
tor 1995-2000 period should be described in greater detail in the 
final EIS. 

I 
Ccnstruction generated noise levels and fug,l.tive dust emissions are 

J also of concern. In addition to the noise control measures listed 
, at page 129 of the draft EIS, the !inal EIS should evaluate the 

rerouting of truck traffic to mitigate noise impacts a.t nearby 
residences. 

K 

No mention was made of the fugitive dust emissions which will result 
!rom construction activities. Agency rule APC-6 requires that 
avoidable amounts of particulate matter be prevented from becoming 
airborne. Dust control measures such. as job site cleanup, h.aul roa.d 
maintenance, the watering ot exposed areas undergoing grading, 
earth moving, or site preparation, cessation of operations during 
periods of high winds, covering of or applying dust suppressants 

~~..;r~~kt!
0
:t:i.!~z~r:;;~!e~h:u;~~~~= ~!o:~~e~!at~l~~!lr~j:~; 

final EIS. 

Thank you for the op port unity to co:mnent. rt you have any questions, 
!eel free to call Deborah. Pile (.612-296-7216) of my staff. 

Sincerely, 

~;fr~~ 
Executive Director 

cc: Larry Johnson 
Lal-ry Landherr 
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District Engineer 
Page Two ' 
June 21, 1982 

This Agency supports th.e erosion and spill control measures dis-

8 I 
cussed in the document. \Vb.en an alternative ts selected for the 
final EIS, specific erosion and spill control measures should be 
identified. 

I 
lie agree with the statement on page 120 that the wells near the 
roadway in the river channel deposits should be sampled and depths 
determined. Depending on how these wells were coost:ructed they C could be ,adversely impacted by the construction and operation of 
the roadway. 

D 

From a noise impact standpoint, the best alternatives consist of 
reconstruction on the existing alignment from Worthington to Windom 
with construction of a new alignment from Windom to St. James. Tbe 
second best alternative ,consists of recons'truction of the existing 
alignment from Worthington to Mountain Lake with construction of e. 
new alignment from Mountain Lake to St. James. Compared to the 
existing alignment and no action alternatives, the new alignment 
alternatives would result in a net decrease in the number o:! receptors 
exceeding Federal Higbway Administration (.FHWA) and state noise 
level standards in the cities of Windom, Mountain I.ake u.nd Butterfield. 
Overall, in rural and urban areas, fewer receptors would be adversely 
impacted with the new alignment alternatives. 

In addition, fewer federal noise standard violations will occur with. 
the two-lane than with the four-lane alternative. However, there 
does not appear to be a significant difference in the number ot 
receptors exceeding the state noise s-candards when comparing 1:h.e 

EI 
two-lane and four-lane options. The Agency st:a!! recommends that 
noise barriers such ~s earth. berms be constructed wherever feasible 
1:0 meet the sta.te noise st.andards. 

I l'rom an air quality impact standpoint, the best alternatives are the 

F new alignment alternatives Decause th.ey would bypass existing con­
gested city are as. 

GI It is unclear from the discussion ot the air nualitv impacts which. 
air quality (carbon monoxide (CO)} modelling ,;nalyses were used. 
The final EIS should state which Environmental Protection Agency 
(.EPA) methods were used !or th:ts analysis (1975 or 1978 volume 9 
guidelines, Highway I or II, or Mobile r or llobile II). Moreover, 
the modelling results for the cities o! Windom and llountain Lake 
1or the existing alignment al ternat1.ves, 6 ~ 1 ?!>r.:t for an 8 hour 
a.verage, is sufficiently close to the state and federal 8 hour 

HI average standard of 9.0 ppm to warrant remodelling with the most 
up-to-date techniques; tb..at is, EPA' s ,1978 volume 9 guidelines, 
Highway II, and Mobile II (1981 emission tac.tors). !f the predicted 
CO levels e.xceed the standards and one o! t:hese alternatives is 
chosen, transportatioc control measures would have to be implemented. 



Res_Qonse: 

A. Description and categorization of each of the TH 60 corridor water 
resources by applicable Minnesota Pollution Control Agency use and 
water quality classification, Minnesota Department of Natural 
Resources Public Water designation, existing water quality and 
nutrient condition, fish population and management, and/or U.S. 
Fish and Wildlife Service Wetlands type classification is provided 
in DEIS Technical Appendix I, "TH 60 Natural Resources Report". 
This information is considered fully adequate to identify resource 
values for impact assessment and mitigative measure identification. 
Development of a numerical or other "ranking" is not considered 
either practical or necessary. General construction mitigation 
.procedures are to be applied to all water resources. Special 
mitigative measures have been developed where appropriate at 
specific locations as described in "Impact Mitigation Measures" 
section of this FEIS. 

B. Specific erosion and spill control measures based on the guidelines 
presented in this FEIS will be prepared as part of the plans and 
specifications during the detailed design phase for each segment of 
the staged construction program. 

C. This statement applies to the new alignment location near Windom. 
Construction of the preferred alternative on existing alignment in 
the Windom vicinity will not affect the old river channel area. 

D. As shown in DEIS Tables 33 and 34, the greatest proportion of the 
net decrease in the number of receptors exceeding FHWA design noise 
levels and State standards is associated with the "New Alignment -
St. James to Mountain Lake" portion of the preferred al terna ti ve. 
Continuation on new alignment to the south end of Windom would 
provide a further net decrease, but to a minor extent in comparison 
to the St. James to Mountain Lake section and to other costs and 
impacts associated with such construction. 

E. Preliminary noise analysis indicates potential for noise barrier 
construction at three locations, as discussed on page 15 of this 
FEIS. Detailed analysis will be carried out during future design 
phases for the affected segments of the proposed staged 
construction program. Decisions to implement noise barriers will 
be based on resident input and cost-effectiveness analysis. 

F. The preferred alternative does bypass the Mountain Lake urban 
section. As shown in Table 35 on page 104 of the DEIS, estimated 
nworst-case" carbon monoxide concentrations along existing TH 60 
within Mountain Lake would be significantly reduced. Based on the 
consideration of overall costs, impacts and needs, the preferred 
alternative retains the existing urban section in Windom. Air 
quality levels are anticipated to remain within acceptable 
standards. Implementation of the recommended traffic operations 
improvements in the Windom urban section should help to assure 
acceptable air quality levels. 
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G. As stated on page 4 of DEIS Appendix G, "TH 60 Air Quality Analysis 
Report", the supplemental screening analysis was carried out using 
the U.S. Environmental Protection Agency's (USEPA) screening 
procedures for "Evaluating Indirect Sources", Volume 9, 1975, 
updated to reflect USEPA 1978 emmission factors. A simplified 
application of the Volume 9 procedures developed by Mn/DOT for 
project level air quality analysis was used (Mn/DOT Memorandum, 
"Project Level Air Quality, Revised Simplified Analysis 
Instructions", 8/23/78 from J. Halvorson, Air Quality Engineer, 
Office of Environmental Affairs). Estimated concentrations in the 
simplified technique are based upon USEPA's Supplement No. 5 to 
"Compilation of Air Pollutant Emission Factors, AP-42 11 , December 
1975; updated to USEPA 1978 emissions factors, and the USEPA 
~IWAY dispersion model. For purposes of the TH 60 analysis, 
additional adjustments to the simplified technique were made to 
reflect TH 60 vehicle mix and cold start characteristics for rural 
and urban locations. These adjustments were made using correction 
factors contained in USEPA's "Evaluating Indirect Sources", Volume 
9 (Revised), September 1978. 

H. The 8.1 ppm eight-hour average carbon monoxide cone en tra tion 
reflects estimated 1985 conditions, prior to construction of any of 
the proposed staged construction program. The value thus 
represents a worst-case estimate for the "no-build" condition. 
With regard to Mountain Lake, the preferred alternative would 
bypass the existing urban section. Under the anticipated staged 
construction program, this section would not be completed until 
approximately 1990 .. The estimated "worst-case" eight-hour 
concentrations are 1 .. 7 ppm for the new alignment section and 4.7 
for the remaining portion of old TH 60 within Mountain Lake .. At 
Windom, the preferred alternative follows the existing alignment. 
However, construction is not anticipated for completion until 
approximately 1995 .. Under worst-case assumptions, the maximum 
estimated eight-hour concentration would be only 4.6 ppm. Note 
also that these "worst-case" estimates reflect a combination of 
peak traffic volumes and winter meteorological assumptions. As 
descrbed in the DEIS, since peak traffic volumes on TH 60 occur 
during summer months, the results tend to overestimate probable 
peak concentrations .. Based on these "worst-case" screening results 
and project consistency with the State Implementation Plan under 
the joint Mn/DOT-MPCA "Memorandum of Understanding" for highway 
projects, no further analysis is considered to be warranted. 

I. Since year 2000 emission factors were not available, emission 
factors for 1995 (determined as described in response "G" above) 
were applied to estimated traffic volumes for the year 2000. Each 
value represents the highest or "worst-case" condition for the 
1995-2000 period. While not occurring at the same time, the 
combined result produces a "worst-case" concentration estimate for 
the period .. 
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K. Mn/DOT construction specifications require compliance with 
Minnesota Pollution Control Agency rule APC-6. The contractor is 
required to submit for acceptance a schedule for both temporary and 
permanent control measures, which must be approved by the field 
engineer. 
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Minnesota De2artment of Natural Resources 

~tM't~'~@1Y6!\ 
f~lNDEPARTMENT OF NATURAL RESOURCES 

CfNTINNIAl OFFIC( IIUILDING • St. PAUl, MfNNt:SOTA • SSUS 

ONA INFORMATION 
(812) 21-Ml.57 

A 

June 18, 1982 

District Engineer 
Mankato· District Office 
Hlnnesota Department of Transportation 
501 Victory Drive 
Mankato, Minnesota 56001 

RE: 330 S.P. 5306, 3204, 1703, 8308, T.H. 60 from Worthington to St. James 

Dear Sir: 

The Department of Natural Hesources (ONR) has reviewed the Draft EIS and 
4(f) statement for the above-referenced project and offers the following 
cooments for your consideration. 

We do not see any major problems with the project as proposed. The 
alternative utilizing the present alignment from Worthington to Windom and a 
new alignment from Windom to St. James is preferred by ONR because it has the 
least impact on wetlands. This alignment would avoid any impacts to the 
Carpenter Wildlife Management Area, although the impacts on tne Area of the 
existing alignment alternative apoear mrnimal or possibly even beneficial. 

The mitigation proposed for potential impacts -to the 'lalleau Wildlife 
Management Area appears to be adequate, but needs reflne'!lent and this should 
be coordinated with DIIR wildlife personnel 1n our New Ulm Regional Office. 
Replacement lands should be of equal or greater wildlife value. 

For other wetlands impacted by the project, the mitigation measures 
proposed, such as wet land restoration and properly designed borrow pit 
construct ion, appear to adequately compensate for potential 1mpacts. 
Replacement wetlands should be of equal or greater value. Further refinement 
of tne mitigation plan should be coordinated with DHll at the appropriate time. 

BI The roadside vegetation management proposals are generally good, although 
we would like to see mowing delayed until August 1 instead of mid-July. 

AN EQCAL OPPORTUNITY EMPLOYlaR 

®. 

STATE OF MUINESOTA 

DEl'ARTMENT l-ONR - DIV .. OF WATERS - SOX 18 Off ice Memorandum 

DENNIS QUIJ4 
Dlvironmental Review 

June 11, 1982 • 

CHlllS IIUGHES (!jl,.... 
-'■sistant Hydrologist 

l'HON£: 172-216 

COMMENTS ON T .. H. 60 DRAFT DNIROUMENTAL IMPACT STATEMENT 
(E.I.S. 1 ANO DRAfT SE.."TION 4 (F) E:Vll!.llATIOlf 

The fol.lowing list reprasenta those protected waters of the State ot 
Minnesota a.ffect:.e.d by the proposed T.H. 60 Improveaient shown on the 
1980 preliminary protected waters invant.ory maps.. '1'1te list is sectioned 
by prot:acted watarcouraas, protected la.kea and protected wetlands.. The 
protected waters in each sect.ion •r• in geographic: sequence starting a.t 
St .. J'amea on the northeast end of the e.x,\.sting corridor and ending at. 
Worthington on the sout.hwast end ot the: e.xistin9 corridor .. 

?RarECTt:O WATERCOURSES 

l.. Tributa..ry to Butterfield Creek 
2.. Tributary to St .. James Creek 

Trihit:ary to Butterfield Creek 
4.. Dea Ho1.nes River 
5.. Dea Hoines River 
6.. Heron Lake Outlet 
7.. Jack Creek 
e. Jack O--eek 
9.. £.lk Creek 
10. Okabena. creek 

FROTECTm LAXES 

l.. Butterfield La.k■ (OJ-56P} 
2.. Regehr State. Wildlife Management Area (17-lP) 
3. Mount.a.in Lake (17-JP) 
4. Bin9ham Lake U7-7PJ 
5.. Clear Lake (17-BP) 
6. Warren Lake (l 7-21P) 
7.. Cottonwood La.ke (l 7-22P) 
a. lblf Lake (17-lJP) 
9.. String Lake (J2-24P) 

10. Federal Waterfowl Production Area (J2-48P) 
11. Timber La.ke (32-3EiP) 
12. Duck Lake (J2-57P) 
13.. Heron Lue (J2-S 7P) 
14.. Crosse State Wildlife Managemtnt Are.a (32-94P} 
15.. Cxo■ Sll!:Stat:e Wildlife Management Area (32-0JP) 

RECEI7ED 
JUi·l 1 '• '1cr?. 

Oi,isiOD ot Walm 
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District Engineer 
Jun!! 18, l 982 
Page 2 

The DNR Division of Waters has reviewed the list of protected waters which 
will be affected by the project. A memo on this subject Is attached for your 
infonnat ion. 

If you have any questions regarding these comnents, please contact Ken 
Ila ld of my staff at 296-4790. 

TB:oje 
20930 

attactrnent 

cc: Ron Harnack 
Jon Parker 
Maynard Nelson 

Denni& Qwtn 

JlB\e 11, 1982 
Page l 

PROTECTED WETLANDS 

l. a..oin l7-9W 
2. n..ain l7-64W 
3. Baain J2-87M 

Sincerely, 

~W,6'~ 
Thomas W. Balcom 
Envirorvnental Review Coordinator 

I 
SoN a.dditiona, deletions and changes have been m&da to Table 12 Page. 
56 Appendix I. of the draft E .. X .. S .. and Section 4F evaluation.. Appendix. C I showing in red thoae additions, deletion• and change• ls enclosed with 
the:•• comments .. 

CJH,jmh 
D\elocure 



Res_2onse: 

A. The preferred alternative, "Existing Alignment - Worthington to 
Mountain Lake, New Alignment - Mountain Lake to St. James" will 
impact both the Carpenter and Valleau Wildlife Management Areas. 
Impact on the former area would occur during initial two-lane 
construction, the latter during ultimate dualization to four lanes. 
Neither would occur during the proposed first construction stage, 
which covers only the segment from St. James to Mountain Lake. 
Anticipated impacts, mitigation measures and coordination with DNR 
are discussed in detail in the "Final Section 4(f) Evaluation" 
section on pages 41-57 of this FEISc 

B. The concern with the mowing of roadside ditches and rights-of-way 
is valid. Wildlife, notably song birds and the ring-necked 
pheasant, extensively, and on some areas almost exclusively, use 
these areas for nesting. As described on page 19 of this FEIS, 
current Mn/DOT maintenance policy does discourage full-width mowing 
in rural areas until after July 31 in order to avoid disturbance of 
nesting cover for wildlife. Farmers harvesting hay on the highway 
right-of-way are also encouraged to wait until after July 31. 
Exceptions are spot mowing of noxious weeds and mowing adjacent to 
homes, businesses and similar developed uses. 

C. Protected waters designations presented in Table 12, Page 56 of 
DEIS Appendix I were based on MDNR's 1979 Preliminary Designation 
of Public Waters and Wetlands. Additions, deletions and correc­
tions to update Table 12 are listed on page 32 of this FEISo 
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New Ulm Regional Resource Coordinatoi:i 

Minnesota Department of Natural Resources 

~!l~'ti'~@LJ~ . 
f~1EPARTMENT OF NATURAL RESOURCES 

~•Y 19, 1982 

Hr. Harcus Fly91re 
Tli 60 Project ~anager 
l'JI DOT 
501 South Victory Drive 
Hankato, Hll 56001 

Dear Hr. Flygare: 

In reviewing "T .H. 60 Ora ft Envi ror.rnenta l lmoact Statement and Draft 

Al 
Section 4 (Fl Evaluation", I noticed that there is no reference to 
the prairie remnant that occurs on the T.H. 60 right-of-way and para i I e Is 
ft on the Ol\J rioht-of-way. Is there any such .. eference in hopendix I, 
T.H. 60 Natural Resources Report? I do not Lave a copy of this Appendix. 

Sincerely, 

;:/ !L.L!-1~ 
Ed Brekke-Kramer 
Regional Kesource Coordinator 
P. o. Sax 756, llighway 15 South 
rlew Ulm, MN 56073 
(507) 354-2196 

EBK:jb 

Response: 

AN EOUAL OPPORTUNITY EMPLOYER -
The existence of a limited amount of prairie resource along the CNW 
right-of-way was recognized on pages 119-120 of the DEIS and pages 
63-64 of DEL'S Technical Appendix I, "TH 60 Natural Resources 
Report".. With the assistance of ivir. Brekke-Kramer, a more 
extensive listing of prairie remnant locations has been developed 
and measures to mitigate any potential adverse impacts have been 
identified. This information is contained on pages 19 and 31-34 of 
this FEIS. 
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Minnesota Historical Society 

Jl§it,00<0 '" "'" 
Ml NNESOTA_H ISTORICAL.S_OCI El 

Mr. C. P. K.schi! lmyer 
rreliadnary Design Engineer 
Room 604 
transport at ion Building 
St. Paul, Minnesota 55155 

Oear Mr, Kschelrayer: 

8u1/rl11t1 Jt lnf't Y)C//,ng. S1. huf. M•~~ .HUI • ,611) nt,. 

26 Hay 1982 

RE: Hlnn. Proj. F016-l( ) , F004-1( ) 
S.P. 1703, 3204-26, 5306-23, 

63C8 (T. H. 60) 
From the Jct. I-'10 at \forthington to 
\Jest Jee., T.H. 4 near St.. James/ 
Noble:s, Jackson, Coctcn,.,ood, and 
Watonvan Counties 

~HS 'Referral Fil~ i:urober: C 995 

Thank you for the opportunity to review the Draft Environt:tental h1pa.ct 
Statemen: for the abo11e referenced project, 

As '"'e havo stated in our letter of 1S December 1981. and as the report 

A I con!ino.s, ve believe that Duck t.ak.e Site iJ2 n~quires further re-sting. 
W11en that te~ting has been comph:teJ by the Trunk High\iay Archaeologist, 
we will forvard our final coir.rnents . 

Other than the above eonce.rn, UC!' continue to believe ~hat the project 
...,tll have no effect of sites of hi.storical, ard.itec:.ural, archaeological, 
cultural or engineering s1gn1ficarice listed on the National Register or 
eligible for listing on the National Register. 

Thank :.-iou for your participation in this important effort co ?reserve 
Minnesota's cult•ual resources. 

RllF/fr 

Response: 

Sincereli', 

f::ld~-~dl~ r7 
$tate Historic Presec-vation Officer 

~l..•L.•,n. 

~,tr 

A. The additional testing of Duck Lake Site #2 has been completed. 
See pages 29-31 of this FEIS for results. 
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Honorable Buzz Anderson 1 

Minnesota House of Re2resentatives 

Bruce W. (Buzz) Anderson 
01slrlct26A 
Mur,ay-Nob1es-Pipu1one Count1e1 
Commlllao ■• 

Agn-:ulture 

Minnesota 
House of 
Representatives 

C•:a1rman,Agncullure Programs 
ar:d Po1ie1es Subcomrmlleo 

E~u=atlon 
Vice Chairman, School Alda 

Flnanc1at lnsl1lullonsandlrsurance 
Banlo.mg Subcornm1t1ee 

Hcuse•St'!na1e Comm11tet> on Public 
L1orar1e s, Co-Chairman 

Jud1c1ary 

June 8, 1982 

To Whom 1-t May Concern: 

My name is Bruce W. (Buzz) Anderson, presently tne State Reore:entative 
of District 26A which is made up of portions of Murray, Nobles, and 
Pipestone Counties. I have served in this capacity nearly six years, and 
I am intimately familiar with the uncompleted portion of Highway 60 
between the lo"na border and SL James. In addition, I am a iifelong 
native of southwestern Minnesota, having been raised in a small town where 
my father operated a small ousiness. The aforementioned background provides 
me with a unique awareness of the needs, economically and socially, 1n our 
region. 

I am writ1ng to enaorse the statement provioed by the Highway 60 Action Com­
mntee, oresented june lO, 1982, on the Environmental Impact Study. I want 
to emphasize the importance of the ccr.r.;ittee' s oel ief that Highway 60 should 
be a four-lane expressway f:""om the i.owa boraer to St. James in order to 
adeouately meet the needs of the area. Hy beliefs and that of the conmittee 
are born out by numerous studies dating from 1962 to the present. In 
add it, on, the fact that the environmental imoact of an expressway was 
relati•,ely minor and could be dealt with easily. This, alcng wlth the fact 
that the cost differential between a two and four-lant expressway is 
reasorably small, provides even more rEason as to why tne four-lane project 
should proceed. 

Lastly, let me state that as a public polic}111aker, I am not only oersonally 
CCl~itted to the four-lane expansion; but, oolitically, I hJVe been and will 
continue to be willing to support the financiai resc,urc2s to fin1sh tnis 
long overdue project. 

Sincerely, 

~ ~ 12-,~ 
Buz~J.::; 
State Representative 

kb 

J\eply IC O 1£9 SU,le 0lhce 8uila1nc. SL Paul, M1nne!>ola 5515~ 

O3l1fil,laJ:JtoAve.,Slav1on.l.41nne,01a5617:.: 

OIIICIP;(E12)Z96-2068 ®. 
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WHITTEN COMMENTS: LOCAL/REGIONAL 

Soulhwe~Jtern Regiona 1 Development Commission z Trans_portation Comrn.i t te<; 

c.1'ATll'.UIT m·:, 11 ,.JJllll 10, l<l82 HIGHVIAV 5IXTY ris 11,:AHltlG 

r<Jfl Tiff AV!llA<lF l"!TJ~.r:u (!II Till: STP!TT, nv r. A. ",ITM" HTL!,l:Tl 

A:) All n,1:crrp (lr-flCIAI. OF CCl'T1'0HWOOO COUNTY, I WOUl,l) LIKF 1'1) F.XPl>t:;s 

Ill/ lltllAI..F o,· SlJHl: OF oun AVf'.JlA{l!; ClTTZ,F:N!J flN THE ,'lTIH:ET TIIEJn 

Tlltlt1<!11T5 AN!) !1TA'l'H•rNT~ TIIAT THEY 1uv1· r.xrnr.ssr.D 1'0 HE. THl~~i: 

Al/I: TII,: l'O{.K'.; THAT n:n. TlffV CAllNOT Ff!TrTtVV,l,Y 1xr·ntns THEIR TllOIIGl!TS 

AT A m:ARTl'lr. :111<:H A.S TIil S, 11Jl ,.1.~r Tll!:Y n-1:1. Tllr:Y \l/()1JJ.D AF:f'.()Hf, 

FHOTT()tlAL Mill SAY ~llHf.:THTNG THT:Y ::11(1\ILlltl'T. 

:•tr:n: AllF 'l'llr: rror1,r: WHO IIAVr: HA[) TP ::T,rn Tlll:Ifl CARS [)OWN IIJl111WAY 

;:JXTY, A f\l!MPY, T!:N FO(Yf LANI,;, WITH <lflAVl:1, .Sll(lll!,Pfllf,, !ti A Tll/1'/ltl(l 

J;AJNSTOH~. ilR, TIIEY AIH'. PPOl'l,I; 'w110 IIAVF :;urn:rn:ri A nROl<f'.11 wrn1:,,11rr1.n 

:nc1t-1 JTON;:!; THHOWH !IP TTY PA!33ltH1 TI?lln(:'i. 

Tllr:Y HAV!: 'liAITt:n l'ATIENT!,Y TlffiOIJGII Al,!, ;,(>tlTS (lf nfl,AY,', ovrn TIii: YF:Af/5 

WHlI.f. A f"Ol.lll LANF. TllVlilf'.D 1;xpm::;);WAY IHARS rm:rn llACKYAnrm. THf.Y !!AV!: 

lH:AJ;l) WITHIN TllEifl llWN r:uHH\INTTtrc:, rnr• !'.J:An ANn IH:AHTl VIA TJIT: tl;flS 

~r11u, STA'lTMf.NTS HAllf: 11Y ']OT\! HFH[ff!I:; llf Tiff f.XFCIJTl vr. ll!H,Nt;H ,\N[l 

11Y rno::;1; OF Tiff Lill I SLAT! VE nRAN~II THAT ~l)!Tflll NO HAS TO m: ;1lllff, 

AN\1 Wit.!. nF \)()NF, TO C0fll'U:n: lll(;JlWAY ,:tXTY. Tllf.Y IINPt:ll!;T(Xll) THAT TIIE 

nn;;;:N A[•Vl50RII ~'!'UDY IIAD TO [n: >IA!Jf'. ;J{IC:Y W\ilYfE Lr.TTF;H,; flY THF. 

}llltllJllf:DS Sl'FAKINll OUT TO Tlll!.l AT Tll.\T Tllll:. nn;v \lllllr:RSTOOTl T\!AT AN 

ns :,TATEHENT r.sTTHATED TO TAKF. F,l<JIITF.F:N HOflTH;, IIAD TO [JE KAflL 

n1rr, INST'F:AD Of \:llll!TF.f:H MONTHS, J'; 1:; N()IV FORTY i:IGIIT MONTH:; l,ATe.11 

Atlll Hf.HE WE ,\;H: TONIGHT FOR T\!C F:IS PIIB[,!C HEAfilNO. 

rnr.sr AV,:nrnr <:TTlZEtlS l)() NOT tJlll'l'T,:;TAN!l TIITS. IJIJRINO THl:l n:nron Tiff.'/ 

HAVE llAfl TO TRAVEL A. DAtlllEROIIS ()!1SllU:TE !WAil 1:0HPA.RED TO ·ronAY'S 

:;TANl,A.!<DS, AND NOW THF,Y AllE l,F.ll TO ~f'.LlEVE THAT PF.HHAPS IN 1984 

~ONSTnUG'l'IOII, LASTHIG A PF'.!HOD OF q ITJ'.!;11 Yr:A.RS WILL BE ::!TAl!TED ON 

Hl,;!IWAY SIXTY THAT WILL GIVE TllDI A SYSTHI TllA'I' HAY vrny 'IIEJ.L RE 

,)OSOLF.'l'I:: l'lY T!IE TIHE IT IS r.rn-1p1,r.Tr.D. AN fl TllCN, IF f:Vf:RYTIII NG 

Cottonwood County 

R[SOLUTlON 

\JHERCAS, th• OepartnMtnt o( Tranr.portation of th111 State of Hlnnesota. 

{or several Y••r• l•it patt 1;tudied propca,la foe th• improv.,tn.:nt 

of State! H lghvay Humbn 60 between St. Jal'N!I, Htnneaota, And cb• low• 

1\ne. and 

\JHEREAS, ther1t hav• heen several 1ndepend•nt .studicu made, of 

t-rafflc flov on said highway and the accident -races resulting from 

pre•ent condlt ~on and, 

WH[Rt.AS, ~oth thir Oepartrwnt of Tun,portation atudie:a and the i.nd,rpendert 

studt.ita have un.tnlrnously recof!!ll'M:ndcd that sald hlghv•y be e,cpanded to 

.a Cou-r-lant: expres&"fay and, 

'wliERE.AS, the Envi.ronm,ental lmµact Stue~nt Draft has indicated the 

same cone lusions. 

NOW, i'HER£FOR£, SE 1T HEREBY RESOLV'lD by the County Soard of Cott.on\.lood 

c.,unc.y, Hlnnesot.a, that !I.aid Board hereby recommends the adoption of the 

tnvironm,ental lrapact Statement to be submitted at the heanng to be held 

on June lO, 1982, and the construction of a four-lane dlvided expressway 

on said High...,ay 60 frOl'I St, Jam41 to 1-90 at \Jorthlngton. 

f June, 1982, / 1 ..., 
d 

this 9th day o --0 , I 

, .... ,.. II ·--d,dopte ~ .· 

/t,11, ', - I 

~irman 

ATTEST: 

L..!r..£. 
County Aud 1 tor 
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:;TATIJ1ErlT ~y • ,\. "1111" ll!l.t.,:,1 

AJ.L OP' Tiff. r:n~nrH5 or ':'HJ:t AlJ'//~(J'PV •:rf'!l1JTTrr 'IHI') p;:_ppr..:-;r:NTr.ri ()HP 

H~r:JON V(Yl'f.D lH F"AVOH r,n-· Tllf~ HF.:'. 1J'-1>-4DIOAiH1H. ~·A;',T S,TA.Tlt:Trr:t; tfl(J(r A';r. 

THAT OVF.R 1'11[ J.-•A3T 'rHF:llT'f ?J.AHS '.lllQ .::fiUTffNLr;Tf.11 H APt~A. r)F" ?f.'.ir~m FT':Wr 

HAf, llAJ) LlTTI.F; if" AIIY r;OH!',TPll'TTON ~·tflUlTflq t',Pf.tJl 1/ITHTH fT~ fl',lHJi;A;,r,_~;, 

'HH I J.F.: fYT'lH:n AHt.A!t HA Vf, nr.t/l At.r/Jr:A'f;·.;, ~~ r f,I.J. fJ?l$ r1r r;r-111n-rp11,;TJ 'in i,'il,t.A:1,:--, 

A,". ()Ill! .,TATE:'3 11r.rwnnr. OF Trl'IJIY. IIJ'l)rllA'/~ IJAVF. 1•.f.FJI aun:r 111 All/) 1.c:.w, 

]JIG IJUrNARll.'l r1HJH Tiff H!:1-P0;·1JJ.1TA'1 APF:A. 

lrf r:qttr.LtJn JON, FJF.C .. Ufif. or Tiff: ~H.':(JH:Hf.tHJATl rm r,r TP~ A UJ l:~'iPY ,.:,.,~~tr·~·: f. 

!H 1.,-171\, AUD ru:,:AU.5f. or THF. f.ArY. ()F' 'i'lP i"AT~ ~~HAfH': '>~ THf. ·.r,n·.;;,:1 1 ·r:'1~1 

r,1u,rn.~ ()VrJI THE PAST lWf:JIT'( Y•AR!;, Alli) r!f.':At/,;;, ',F' THE f•nr"s,:ir;- ,\flT' 

Gr;UtlT AND THAT Tf!F, PHO,,r:r:Trri A'./T' FT'.,•Jrir.'; Jll!H'.ATF: fT~ 11,r.r.~. A/I!, 

flf.C:Atl5f. 0F" THF: JHPOTITA.W::r, ()F Hr'iirNA'f ,"',f,(T"f T'> '1i:H ;JffHOl-P~ f.':..-_,N",?-'f', 

HIT!ffif.• IT L!l ntJH Pf.r;'JUJ-inlf,ATf'HI ·:·HA'; '":'Hf .",UH. r;r,w-; fHlJArl'":T ',f ·,r .. ~fr;!; 

or A. F'()TJR J.AHf. OT'Jt[1f:f) t/t';Jl,-,·1·NA'( HlTH A ·;;-_f/V-t:i \~;:,TA:T i~F. ".'1H.r,·;;,1;•;1;:i, 

ALWHJ THT,> r:(1HHlr~R AU[) ~HAT A ;,r,Al,TE',T!'; ·,r,Hr.;,1;r.;_ r,r :-~rn:,Utr~, .. ;:·rr:11'; 

ANO <:OlWTHll<;Tf')H f)A'rJ:~ HF: r,~: 11r.r.nrr.r1 ;.-;.,.-.;, rnrM 'JHJ./Af 1 f'AtlT~.n ':HA~i'H.:; 6:tii 

Jlf.'t..AYB .r;O A :-;oUJID LOC:AI. AflfJ J,;,ri{',liAL ;:,;r.At1)Ml<; :-,Ti.JATF.n7 ':AH ::u: 

[;f,'lf:LOPf:D MIO IHP1,f;Mf:IITJ.f,. 

Nobles County 

!H.$0LU-::::Ctl 

SE IT RESDLVED 1 fly the Cour.t.y Boar:! ,.~r r:c::::m..1.11ai,:.rutrw -:if :fn'ole:a ::O\mty, 
~J...r.neaot.a., t!'-..at, of th@ a.lt.cr,,a-:.lve :-r~JJ.d '-li!"iY.n• ;.N!len•.,1 -:,7 ';ne :.7a.ft 
£:r.v.1.ro:-.mental ~pact Sta.t>.:a:ient ft1r the ~rr1ro"l'l!m-,nt r,! 7rmk ?.iJ;;;-;va.7 5Q 
from St. J'amoa to w'o.r:f;L"4rton, ~he County :j'),a.r!,l. r""~c.,q . .:.ua ~"'.I! t-=,•,ir-h.tll! 

t•rpr1u1wa:, a.a the only pra.ctica.l a.nd pr-:.?f!!ir 1~1ign {':Jr .~ .. 1r;.,-r1J·t'!'ttl,!f'Ot, of <;h.U 
ma.jor rugtn,ay. 

C"rti!ica~!on 

STATE Of KD1l!ESOT.A ) 
( !:S 

GOUlfT'I OP l!OBLIS ) 

!. <er. \l. Roberta, Auiltor a( said ,::~-;:, c.f Soblea, !:, her-eo:, ~er":.if7 --..-:a":. 
T havff ccc~d the fongoui« c~p:, ·-..1t.-:. -:he ')r:~..r.a.: ="¾11:'.l;,."J.tl~ a..d.ot:,t.e1 :7 
~M Cauncy Board on June 8, ~ 982, ane1 r.c-w :-ei::a.;...-...;..::i_g :.n :~!.le and .,r r!~c.:-1 
:.n tlQ' ,;,Cfice a..nd "tlul.t t.'"le Sa..:!18 !.11 a. c:.r=-ec: ::-a:-.sc=:.;:,-; "'...'le~f~ ?.nd ei 
·-t1ole of aueh or:.g-inal. 

(S..al) 

iJ!.tr.ess ey :'.a::d a.rd. ~!'!!.,::.a~ e-e&.l 
: .. h.ia _JL_ :a: :r ~' • 782. 

/ ✓A,,/'8,,-i 
r.!n • .. •. ~cOe:--:s, Au,:..:.-:r= 

?;eble• ·==-~cy, :"2 .... -utao~ 



Watonwan County 

illafonwnn <!!aunty 
Public WOt"ks 0111p.artm~,nt 

Raedt & l,rtl ... - f-L - l-•• - Loa,s/lUI 
hiltli•r, - At /,.u,<nte, - Dihl" 
P.0,8ouoll61.Pn.l7S-llA1ut,281 

et. l)am2~;.:;inngmafa 

June: 29, 1982 

Mllrcus F'llJg,ulll, TH 60 Project Maneger 
~/DOT 
501 South Victory Drive 
Kankoto, HN~ 56001 

Ra: Jl7 
FH,IA-n,-EIS-82-01-0 
Oroft Environmentol Impect Statement l 
Drnft Sect1cm 4(f) Evoluntion ra1• 
Trunk Highway 60 in Nobles, Jocks an 
:ottanwood & Watonwan Counties, Minnesota 
Minnesoto Projects F 016-1( ) & F 00~-l( ) 
State Project 5306, 3204, 1703 & e:,oa 
From the C1ty of Worthington 
To the City or St. Jemen 

Dear Mr. n.ygett: 

The l:Jatonwan County Board of Cor,vniosioners have reviewed the above 
referenced document and diseuBsed the al~ernates ot their Comminaionor 
M\?.etlngn from t1rm! to time during the project development eteges. 
The Cormiis~ioners support the continuation of an adequate highway 
clong the south side or the C&MU railway to provide the eouthern 
~·Jpasa of' Butterfield- They also suopo1•t the use of the narrowest 
:·i:ie.sible right-or.......ay to reduce the losn or productive farn land .. 

I 
Watom..:.mn County relocated end con3tructed Countv State-Aid Highway 5 

B through the i:rnuthern part of Butterfield in 1978 to provide a better 
interchange with TH 6□ as prcpo.oed at that timf!.. Watonwan County 
supports the plan layout for the interchange 110 proposed l.n 1978 .. 
we have no preference ao to the outer or inner bypnem except the 
toking of the leost amount of agricultural lend should be con9idered .. 

Sincen.ly, 

.._,.d_.._J..{),4.~ 
Garnl.d A. Engotrom 
Hlgt-,..,ay Engineer 

"" 

Response: 

..&72 
S~rYO~ 
Chairman, County Board 
of Connissione:rm 

Ei:iv.tl Opp?Ov."\,ty E~t 

Ae The new alignment location along the south side of the C&NW railway 
bypassing Butterfield to the south has been selected as the 
preferred alternative. The proposed design for future four-lane 
dualization requires a 225-foot wide right-of-way, the minimum 
width allowable to retain a center median for safe storage of 
crossing and turning vehicles on an expressway-type facility with 
at-grade crossings. 

B. The proposed plan provides an at-grade intersection with relocated 
County State-Aid Highway 5 south of Butterfield, rather than a 
grade-separated interchange. This decision was based on an evalua­
tion of costs and traffic requirements during the DEIS route 
location and environmental impact studies. Layout features will 
depend upon the detailed alignment selected. As described on page 
5 of this FEIS, the selection between the inner and outer alignment 
variations will be made during the upcoming design phase for first 
stage construction. Among items to be considered will be the 
impact on farm operations, including both amount of land taken and 
the nature of farmland severence. 
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Citr of St. James 

Ct 
c}ai.nes 

June 21, 1982 

Mr. Marcus Flygare 
TH 60 Project Manager 
Minnesota Department of Transportation 
501 South Vic:.ory Drive __ 
Mankato, Minnesot..a 56001 

Dear Mr. Flygare: 

As representatives of the City of St. James, we wish to submit 
the follo,....ing comments on the Draft E:i.vironmental Irr.pact 
Statement on proposed improvements to Minnesota Highway 60,. 

The City of St. Jamea completely supports the improvement of 
TH 60.between St. James and Worthington. This highway is a 
major transportation corridor for southwestern Minnesota. 
The current design and condition of this highway clearly indicate 
the need for i.mprovements. Upgrading TH 60 will improve 
vehicular safety and enhance the accessability of commnnicies 
in ~his reg1on. 

The City of St . .;ames has, and will continue, to support the 
four-lane expressway alternative. We have experienced the 
benefits that this design has brought to our community. our 
city has !,ecome much more accessable to the Twin Cities. The 
by-pass has created a new area for economic development. The 
expansion of TH 60 between St. JameB and Wor'thingt:.on will help 
enhance our position as a regional center. It will also convey 
r.iany of the same benefits to. the other communities along this 
route .. 

As public officials, we recognize the financial difficulties that 
are being experienced at all levels of government. These constraints 
:nay make the initial consc.ruction of a four-lane design 1.mpractical. 
Al though a four-lane design is the most beneficial, we are not 
so short-sighted as to believing it is the only =rlcable option. 
The proposed stat.ed development would still make positive cont;-.i-· 
butions to t:he Region. It is better to achieve benefits that. are 
within our -..ns, than to set our :sights too high and end up 
with nothing. 

Tha Clly of St. Jamoa P. 0. Box 70 124 Arm. BIYd. So. SI. James, MN 55081 (50n 375-3241 
Alftfmattva AC11on EQ1.1•I O~pot111n\ly EmPIO'J'•' 

Mr. Marcus f'lygara 
Paga 2 
June 21, 1982 

We realize th.at there are many ~other issues to be resolved. 
Individual community impacts, use of agricultural land and 
overall environmental. impacts are all factors which nxust be 
considered. The City of St. James is concerned about creating 
a safe and efficient transportation corridor.. Bow these other 
factors are addressed is primarily a local issue. At this 
point, we are not in a position to comment . 

Thank you for the opportunity to ma.Ice our feelings part of 
. the official record. 

Respectfully, 
THE CITY OJ? ST. JAMES 

~. (, 
ur; Roger Paraona, Mayor 

~lei:,• c~ Member KrJ.s~-ci.1 Member 

Yh-<aa< :rl /4, 4c 
!1a.rg9'ret Warl1?\<j~~Men:'.'er 

City of Mountain_Lake (Represented by Elmer E. Friesen) 

Aj 

Elmer E. Friesen 
Mr,untain Lake, 
Minnesota 56159 

i,,epresentati ve - City of Mountain Lake 

As requested by the mayor of our city - to present ~e need and 
desire to have t"'° ingret/ egrets for the city of Mountain Lake. 
The council still remains in favor of a four lane bypass south of 
the city. 

/s/ 
Elmer E. Friesen 

Response: 

A .. The preferred new alignment alternative 
Lake provides for access connections to and 

to the south of Mountain 
from Mountain Lake via 

west ends of the city for existing TH 60 at both the east and 
either the inner or outer alignment variation. The connectors 
would intersect at-grade with proposed TH 60, although studies 
indicated that conversion to interchanges would be feasible if 
warranted at some future date. To avoid potential ~dverse traffic, 
land use and environmental effects, proposed TH 60 would be grade 
separated from CSAH 2 south of Mountain Lake without interchange 
connections. 
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City- of Windom 

STATE OF MINNESOTA 

COUIITY OF COTTONWOOD 

l, the undersigned, being the duly qualified and acting City 

Cl.erk of the City Council of the City of Windom, Cottonwood 

County, Mlnnesota, hereby certify t.hat I have carefully compared 

the attached wit.h the original ':.hereof on file and of record in 

my off ice, and find the same to be a fu 11, true and complete 

t:.ranscript of Resolution f 2082 duly adopted by t.he Windom City 

Council on the date indicated. 

Res2_onse: 

/ s / T, N, Weeks 
City Clerk 

Al 

RESOLUTION t20-82 

A RESOLUTION SUPPORTING THE CONSTRUCTION OF IMPROVED HIGHWAY 160 
AT THE PRESENT LOCATION THR:JUGH THE CITY OF WINDOM, PROVIDED, 
THAT PROPER SAFETY PRECAUT::JNS BE BUILT INTO THE SYSTEM FOR 
EAST-WEST TRAFFIC CROSSING ;;IGHWAY J60, 

Int.reduced: Uhl horn 
Seconded: Pur-rington 
In Favor: Uhlhorn, Purrinaton, Schwalbach & Tscherter 
Against: Fessing ~ 

Motion declared carried 

WHEREAS, A Location/Design Public Hearing for the proposed impro­
vement c= T,H. 60 from Worthington to St. James was held 
at 7:30 P.M on June 10, 1982, and, 

WHEREAS, The Minn, Dept. of Transportation invites ccmrrents from 
Public Bodies in writing in the event they were not 
ready to make a statement at the hearing on June 10, 
1982, 

NOW, THEREFORE BE IT RESOLVED BY THE CITY COUNCIL OF WINDCM, 
MINN, AS P·'JLLOWS: 

1. The Windom City Council supports the improvement of 
T.H. 60 a.t. its present location th!":)ugh the City of 
Windom, provided, 

a) That proper and safe crossings are installed to 
move trdffic East and West across Highway -:6C. 

b} That proper and safe crossings be provided for 
pedestr1~ns, and ~specially for children, having 
need to cro!'.5 T.H. 60, 

Adopted this :?9th day of June 1982, 

Attestt~~-~-~-~-,­
T, N. Weeks, City Clerk 

Dennis -fi~ijP.ricKsOn, Mayor 

A. Anticipated traffic operations improvements to TH 60 within the 
City of Windom include the installation of additional traffic 
signals at 6th Street (TH 62) and 16th Street. The signal will be 
coordinated with the existing signal at 10th Street. At 13th 
Street, 1st Avenue will be closed off from TH 60 to eliminate 
existing hazardous conditions. First Avenue at 16th Street will 
also be relocated to provide storage for vehicles stopped at TH 60. 
The addition of the traffic signals and related improvements should 
provide for and enhance the safety of vehicular and pedestrian 
crossing of TH 60. 

City of Worthington 

CITY OF WORTHINGTON 
N0QL£S COUNTY 'NORTHINGTON. MINNESOTA !161117 

OFFICE OF THE MAYOR HARLIN O OWENS 
MA'l'OA P.0 AOX!i2! 

PMONE !i07-J76-44~1 

CIT'fl-lALL 
PHONE507-37l'>-3111J1 

SHTEMENT 
CITY OF 1/0RTHINGT0N 
• ON 

E.'iVJ ROIIMENTAL l!IPACT STATEM:ENT FOR HWY, 160 

':'he City cf ~orthington strongly supports the High1,1ay 60 Action 

Ccrporation's position on the prcposed trunk high...,ay improvement. As 

~orthington is strongly dependent on the sale oi agricultural products 

from our com:;mnity and regional area ve urge the department of trans-

portation to approve a four ('4) lane design in order that ve export 

those valuable goods, safely and without delays. 

\.:e also believe traditionally, four lane high1.1ays have si~nificantly 

attracted a,:lditional uSaf;e fron:: purely a safety standpoint and ,._..e m.aint.ain 

that the vehicular projections \Jill be greater than those presently 

anticipilred and 'Jill definitely enhance the economic vitality of our 

coaounity in the future. 

Yours truly. 

'J.j--1.:_ ~ ct)~ 
H.nr 1 in O. 0\J'ens 
?-'.ayor 
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WRITTEN COMMENTS: ORGANIZATIONS 

Southwest Minnesota Highway 60 Action Corporation 

A 

Sta.te.m~nt ot Southl:leat ~inneBot.t Righv.e:y 60 Action Coqx>1:etion to 
the fort'llal hearing on tho ff.ighway 60 !nvil'onmental Iffipact Study 
June 10, 1982. 

The 5'.:>uthwest Hinne:sot.a Ri9h"lay 60 Action Corporation is an ar­

ganil.ation made up of citi:ens and local government repreaent.Jltivee 

in counties and communities aerved by Righv4y 60 frcm Mankato to the 

Iowa border. It vas forned in 1965 to work with th• State of Minne­

sota in accOfflplishing the atate's goal, .a.nnounc::l!d in 1,62, of extend­

ing a four--lane expcesavay along Highvay 60 to the Iova line. The 

people and 9overnr1enta.l units mlll<in9 up the corporation ~lieved then 

and believe today that only A foi.:r-lAne expr: e.savay can meet the travel 

and ecof\Of!lic ne~g ot Southwestern Hinneaota. It believes that any­

thi°? less th.an that vill not be adequate. It t>elleves t.o build firat 

a t-.,o-lane improvement and subsequently come back to C\Ake it a four­

lane roed will re.!rnlt in oces.aive coats to hiqhvay users both in 

noney and hlJJ"UU\ lives. 

W,e have reed the environmental inrp.act atatement 1,ihich ia th9 sub­

ject of these: hearings ar.d we think t.ha statement bears out these con­

clusions. We further believe th• EIS hears out ea:lier studies which 

said the 1:u,e thing. We refer to the- 20-y~ar nertda &tudy ot 1962 which 

initiated th@ exp:eusway program which has brought the roltd to St • .JAffte111 

i:he 1968 enviroNHntal impact study for the s~l1lent frOft St. Janses to 

Windom; the Uiqhvay 60 Socio-EconOl'tlic Analysis done by J.J1J1.es Barnes in 

1971 for the Highway 60 Coq:orations in Minnesota and Io..,a1 t.he back­

bonit plnn developed by the State of Minnesota in l972J the priority pri­

mary highvay plan ot l973i the post 1980 plan of 1976J the SJut.hV1tst Re­

gional Oevelopn-ent Coi'l'iQisaion comprehensive transportation plan of 1,11: 

and th11 bi-re,gional citi:l:en'a coasuittet! study of 1978. 

Evuy Study haa consistently shown that nothing but a four-lnne 

ex-pc eaa1Jay will aceol1Tl'IOdate traf!ic on this ro-ute at the normal de­

sign level for rural roods. The present £IS soys the 6Anie thing. 

lt reJX)rts pre:sent average daily tr&ffic is betv.e-.en 3,000 and 

4,600 vehicles per day a.nd predict& this will rise to bietveen 5,300 

and 7,SQO by the year 2,000_ It saye 30 ?CtCtnt of the road at pre­

sent ope.rates b-alov the Cass B level d.nd with no impcov~nt.s at 

all, BO pe.rc:ent vill btt belov that mark by tho year 2,000~ It aaya, 

only a four-lane expce!lsway wi11 allow the entire route to operate 

at Claaa B by thr: year 2,000. 

Response: 

A 
cont'd 

lt say.a betveen 13 a.nd 18 percent ot' t.he average daily traffic 

load is made up of heavy truck•, and a.nother 25 percent by pickupa, 

campi!:ra· and vans, .tnd that these percentages tiae during swrner and 

early fall mon':hs wh1m the ro&d is carrying its heaviest traffic .. 

It says further that n:ovenient of agr icul t;.ir al ~achi.nery frequently 

slowa and restricts traffic !low. 

It say5 accident rat•s ac. present ue .abcut norm.al for a rural 

highvay carrying its present traffic flaw but \olarna that on two­

lane highways •accident rates/increase sic;nificantly as t.r.affic 

volWIPS approach and exceed S, 000 vehicles per day•. The EIS say■ 

the accident rates can be expected to be 30 to 40 percent higher 

on a tvo-lane road than on • fouc-lane facility. 

»e furt.her note the EIS raises no major environmental proble:ns 

that cannot be easily mitigated. Taking of agricultural land can 

ta as !ittle as 100 or .:is high an 900 ac.cea but return or up to 

230 acres of pee.sent day right ot way to p.civat:e agricultural use 

is feasible. Th~• are no major wildlife or environmental probleaa. 

Studies have shovn that at!ects of new road conetruction on U• 

isting hiqhvay oriented buaineaaea are so ali9ht aa to not b• a aa­

jor dccicHng !actor. 

J\.nd we note the EIS pcoje:ct ■ i;oat dlfftrentiala betveen an in­

.adequate tW"O-lane and an ad.equate tour-lane au1 only betveen ll and 

Cl percent. 

An enviroNMnt.a.l. impact study, it it ia to be anything eoce than 

bureaucratic buayvork, ahou1d be used as a t.ool by vhieh to uke in­

telligent decisions. It should never be used as a tool to justify a 

prior decision. 

It one reads the draft EIS in light of these truths, ve believe 

it. saya the only adequate in.prove:ment for Highway 60 tr°" St. Jamea 

to W::>rthington is a four-lane cxpreasvay. Since ve fir11ly believe 

it says exactly that we support adoption of the docwent. 

A. Evaluation of highway improvement needs for the TH 60 corridor to 
provide safe and efficient traffic service and meet the economic 
development goals of the region support the eventual dualization to 
four-lanes, particularly for projected traffic demands for the year 
2000 and beyond and in view of the high proportion of truck traffic 
in the corridor. However, in view of funding limitations and 
statewide as well as local priorities, the Mn/DOT Commissioner has 
determined that a proposed staging program providing initial 
upgrading of current substandard sections to modern two-lane 
standards, using a design compatible with subsequent four-lane 
dualization, will best address both immediate and long-term needs. 
The reasons are discussed on pages 6-9 of this FEIS~ 
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Windom Area Chamber of Commerce 

'v!!J.tO,NDOM AREA CHAMBER OF COMMERCE 

920 2ND A.VENUIE·BOX I· Hn'- H1- 275'2 • WINDO::i, MNH101 

June 20, 1982 

Mr-. uarcu1 FlygaNI' 
TH 60 Project Manager 
~ Oepartmnnt of Tr1.napar'tation 
501 South Victory Drive 
Mankato, J.W 56001 

Daar Mr-. Flygare: 

Ae concerned citiz:ena and business people of th11 City of Windom, we, the Board 
of Directors and Eiecutive Committee of the Windom. Chamber of Cominerce, w1.ah to 
state our position to rec01M1endod a.c't:ion on T.H. 60. 

We believe ~hat the best option is to upgrade a.nd improve the present two lane 
facility to pernut level "8° or better operation for the ,,,110 .. 1.ng reaaons: 

Nee-d for i.rrrnedin.te safety ifflprovement rather than 1.w1uting 
"poasi.bla" four lane funding in the diatar,t: f"uturc. 

2. The loaa of' pr-ecioua farmland and or accee.1u.bil1ty to farmland 
a.nd theref"or-e inpreaoe1 rinanc i.a.l impact on -an already suffering 
rural economy cauaed oy the building o~ an ~xpre,sway. 

3. The loaa of non-reaident buaineoo now being realized would occur 
as a. result of the exoresaway. 

4. Althou9h the majority of" the Citizena Advisory CorM'lit"'tite recofl'\fflended 
a. fovr lane expresaway, it should oe retrn~nmered tnat the majority had 
hopea that th• building of" such & facility would be soon forthcoming 
under the much better economic conditions elCisti'lg at the time of the 
atudy,. 

5. Those most strongly advocating the ex:presaway option were aerving the 
best econonu.c 1.ntereata of the Worthington buainesa community at the 
~1t.penae of others. 

Wes belit1ve that in the beat interest cf" llfV'IH!diate improvement to sa.fe traval as well 
as in the best economic interest of business {fa.rm and city alike), uogra.ding of the 
existing two lane fac1.lity in the only realistic option available. 

When funding becomes available, a four lane facility a.long the present road bed should 
t>e utilized ciue to the reduced coGt and reduced ta:r. burden and further increased safety. 

Sincerely, m 
;£~~ 

Sill Schmidt 
Pres idant Pro Tem 

, , , Doing things most people l.hlnJc "just happen'' ••• 

Heron Lake Community Clubz Inc. 

HERON LAKE C□MMITNITY Cum, !Ne. 

June 7, 1982 

OUCKB' 
PARAPISI: 

Mr. Harcus Flygare 
TH60 Project Mana9er 
Mn/DDT 
501 South Victory Drive 
Hanl<ato, MN 56001 

Dear Hr. Fl ygere: 

~ 
,..~ 

HERON LAf::.E 
MINNESOTA 

At the June 3, 1982 meeti~g of the Heron Lake C:mm.mity 
Club, after some discussion on the Highway >iearing at 
Windom scheduled for Thursday, June 10, 1982, a motion 
was made, seconded and unanimously carr; ed that the Heron 
Lake Corrrnunity Club supp:>rt the resolution adopted and 
presented by the Hi9hway 60 Action Corp:>ration. 

SJ:::?k 
Warren L. So~tvag, ChJirman 

Worthington Area Chamber of Commerce 

~ 
~ VU:>rthington Area 

Chamber of Commerce 

TELEPHONE (507) 372.2919 

~ 1017 THIRD AVENUE P.O. BOX 310 WORTHINGTON, MINNESOTA56187 

Statemr!f1t of the \obrthington Area Chamber of Corrnerce to the 
!onu.l hearing on the Righlfay 60 Environmental Impact Study 
June 10, 1902. 

The Worthinqton Area Chamber of Cortn111u:cu after careful 

connideration and detaUed study concur• with the position 

paper prepared by the ijighway ~O Action Corporation. The ec­

onomic stability ot our area depend ■ greatly on tha availabi­

lity ot a safe trat!ic flow from s.w. Kinnesot11 to and from 

the TWin Cities u1u.. A !our lane designed highvay •• out­

lined in the report vill provide the needed safe trave-1 route. 

It is ncceasacy to enhance Minnesota's mnbec on'!! Industry, 

Agriculture, therefore, a sn£e method of moving co!Ti!!OOitien ia 

essential. 

Sincerely, 

Jt.-~ 
Norm Ga..llagher 
President 

dol 

Robert M. Johnsonz Minn. Good Roads 
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Robert M. Johnson 
3402 University Ave, S,E. 
Minneapolis, MN 55414 

Repre11entative1 Minnesota Good Roads 

We need Highway 60 •Jpgraded soon. 



WRITTEN COMMENTS: OTHERS 

Pepin, Dayton, Herman Graham & Getts 

C:/1,'1',;,..0ILC-JirT~ 

•>CJ14AOC../"U"l'I.J~ 
J.:»t"1h•IU..'<111.r 
MTH\.t..(1""~ 

~.,_.,Oll..f•t'"I'.(. 

PEPIN, DAYTON. HERMAN. GRAHAM & GETTS 

))0\,.t;M~~!.l(.,'1A"'I()( 

rt-, ~:X.tTN flFT" ~Tl'lt...rt "11~!"1C..VOU~ '111"'1,-.t.5QTA. ~~ 

July 2, H82 
JOn~C.. .. L'~~ 
1~""TJ0tl.LU"' 
C,,11'="-T'" Cl<\W"'U~ 
JOf'I.Hn"''"l,..!.:~"'Ot:AO 

~1.s:.ri.ct. E.nqi.neer 
.~a.n.<.ato :)1s1:.r1ct. Cffi.ca 
:JOl v1.ctcry Dr1.ve 
Ha.nkat.o, H.i.:u·.e:;;ota 56001 

rte: T .11. 00 Draft Env1.ro:unent.a:. l.:n?act Statement, Drat-: 
Section 4 (F) £valuac.i.on, ';,ior:.hi.ngton 't.O St. J4lUe5, 
:11.nnesota 

Ue.ar Sir: 

We represant a nunber of :"ar:ners wh.o are located a.lonq 
t:\e ?roposed .!...'nprove:nent section. uu..r cl.:.ents ?O!il'::.on is 
strongly :..:, !avor of a ;-;-oder::. '.lpgraaeC., -:.wo-la.ne road on -:.~e 
?=esent. r~ad-:;ed. ;.ie .... ere .:..nfor.:-e:i :-y '.-1...r. ~a.rk !'2.ygare t.:lat 
an extens:..on ;::;! ':1..'1\e for -=.:1.e ::-:=;:e1.p~ :::it =:nr~ents :lad '!:>een 
;r:-a:ited unt.:.l J..;.ly i, 1382. ';,ie. a ;rae :nat :.!"-.e pr:-esent 
r:.:.g:,vay 60 1.s :..n need of :..:-.prove!"',~n!. and ·,nC.e:11:1g !or sa!.ety 
=~asons. ~owever, •e believe that -:.:',e a.!.t:er:.a.:1.ve • ..,t:i=.n .,..e 
~ave::- :-ias b.ee:1 g1.ven :..nacie~uate :rea.t.r:·,ent .:.n ':.:-.e drat: t:15, 
a.nc! t.~a~ if a t'JO-l3ne hi;:-,· ... ay 1-s =cr.s':.='Jcted, as .... e sug­
:;~s-:., be:1e:".1ts wnich. are ~la.:...med ::::,: a fo'..lr }.3.:,e higr.r...·ay 
;..'Ou.'..d :>e :.argely ach.:.eved. 

::~a:iec·..:ate :!isC'Jss1cn c! ::.e :ela~;.::e :.::-.;:;ortance Jf .;:::r:..c:·.1lt·.1roll 
~a.."":.:! ?-rese:-:ac.i::;n: 

A I ~~por~~~c~=~~ t ?;;!e:~:~l.~~ t o;d;~~:~e;;~~:~~c~~r ~~~r.~~~ta. 
;:,:en ::.!.cuqn c.he areouni;. of :'ar:::..:.a..-:d "../h1c11 ·.-o'J.ld :>e ~aken :;iay 
Oe relative.l.y sm.al:. l.n lig:-.t :::;f ~he -.:otal fam:.an:i i:,. ::le 
st.ate, :::.i.'"Tler:n.!S recent studies have Si'IO\ol:i. <:.nist convers1or, of 
!,;ricultu:al ~..1!1d to :1on-agr:..cul:.t.:ra...:. 'o..Ses :-.as been oc-
=:t:r= .:..:,,g ?::.ecerneal :rem nu...'":lerous sources .:,ct..-, ;1.a t1onw;.::e 1;1d 
::=cm .l-1innesot.a, an::i -:he t.otal .u:ipact. .:-..f such ~osses 1s ' 
ser:..ou&, .::ur=ent..iy, .'1.1.nneso:a is !.0s1.ng a.oout. SU,000 acres 
o! :arr:iland per year accord1.nq t.c :..~"le Center :~r ~:.:-=-a.n and 
:leq:..onal A!!ai.rs at t:-.e t;n.1.vers.1.t.y o! ~ir.nesot.:i.. as an 
educated g\Jeas ~ i\ Minnesot.a st.ace p:..a.nn.:..ng agency study has 
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:'~e.se :.vsses a.re very disturbing wnen ycu look at ~he 
::.ef-.:y c::>nt.:l.cut.:..cns agr!.c".!lt.:.:ra: ?!'::;ducts :-:,ai<.e to :.ne 
stat.e ar.d nati.on' 5 eccno;ny. :-i.i.;.r.eso:.a ;:ar.es n'J.!'c..::er 
:"our :.n t.ne nat.ion !.n pr!....-ne farmland. 1:-. :.errus ;;f 
dol:.ars, the loss of one million ac::-es of ~:::.me !ar:o­
l.a.nd ::an e":{ual an annual ~o.ss o!. :..io, JOO, 00c bushels of 
cor:i at $3.50 a bushel, t..n.e er;• .. .avalent. of 49~.ooo.ooo 
:..rre::.rievaoly lost eacn a:-.d every year tnereaf~er.-"' 

~. Gray also noted t~e :..nsict.a.ous :-,ature :::;f :ar:ni.tl\d 
:ass, with a :e"' acres :>e.:..ng nibbled :1ere and -.:.nare, a.'1'.ount:.­
i.ng :.o a :-,uqe t..:>tal. 

:'he :nest d.J..fficult as?ect cf agrl.cultural land con­
•1ers.1.on is :..hat. .:..t ·.isually :,ccu.:s 1.n s~ll ;.:icrerJents 
20 a~res ~era, 80 acre• :.here. 7hese .1ncre."ten:.s are 
::;.1..-iiula:1.·1e and .J.dd up to :he ':~r~e ~1.ll1cn ac=es :,f 
agr1.cul:~ral :_3.:1.d ccr..ver-.:.ed 1.nnuallj. S1.~ce :..ni.s 
occ'J:.'.'S at a. local level 1:1 a ~.1ecemeal fasn1.on, the 
:naq:1.1t·.1de cf tnese losses :.s o::t.en :1ot !el: :..c"J:'\ed::.a':.ely. 
~tany tir.ies, the convers.:..cn ?r:-::cess -;.a,<.es p:ace .)Ve= l. 

:;urn:.>er of :ears a:-id =ecicces :.:-ie '.Jverall •✓ 1at:a!..1.t.y of 
-:.."":e ex.1.st:ing a;r.:..~· .. d.t·.ue i1.tt.l2 J)' .1.ittle. 

.-tr. G=ay a::..so noted :.:1e sa::r.e ;;ressure :or p~cd-..1cti:)n 
c::iserveci by :.:-.~ ?1innesot.a St.ate ?:.ann1nc; c,epart.::ie!"'.':. 1:-. :.:.a 
:_975 st:J.dy, ar:d sta-.:.ed :.n.at --c!le :"lac::.c:--.al ;...gt·1c•.1l.:'...:...t'al :..ands 
Study had pro:ected ':.:'.lat ·11.rt...:.ally :l.i:. our ?Ot.ent..:.a.:. c=c?­
.:.and w.:..11 ::>e 1.n ;:,rod\JC':.l.On b:,r t:-.e ye.ar 2JOO, th<..is ?.:.ac.ing 
~?ward ?ressure on :'ooC. p:-ices, and ?=OC!'..lC!.nq an adverse 
effect on i:-.!lat.:.-:>n. A cop-yo::!-\:, >Jray's st.ate:.,er.:. .:..s 
a~t:ached as ixl'ubit 2 . 

I 

F .:..nally I the E!S fa.i.:.s t.:'.:i :tote t:'Je :.;nport.ar.ce :,! <:he 
?articula.::::; :.anc.s ::.nat. IJOtll.d. :)e ~aken :or a. relocatec. -:·JO­

:.ane or a !O\l!'-:.ane alte.:.-.a.t.1·1e. ':'!'.ese are a.mcr.g :.r.~ :nest 
cont'd hi~~ly ?rcCu~t.ive crcpl-:-nc!s l,j :.:-.e sta.t.e and. t.:le:..r s1.g­

r:.1.:.1ca;1.ce as s;;.c(", shcul::: a!.so oe :1oted. See, ~:..:-:nesota 
::ro;,land rtescu:ces, Mi:-.r.esota S tat:.e P :.anni.:i.g Agency, .~y 
:.979 (a :>Ook..:.et 1.denti::,·1.ng ':.he ~ost. ?.:.-oauctive _ana.s,. 

We nave ~he following comments and questions conce:::-ung 
-=.he :iratt ZIS. We expec-::. t..hat. ::,ur =o~ent..s and ~uest.:..or .. s 
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conc!.uded <:hat "given a h1,;h =rop demand in a. ::oderate crop 
yield, 3. reasonable alternat:.ve, a tot.a.l harvested acreage 
of 22.6 :-:i.ill.10:1 acres would oe needed in 1990. :'his level 
of production would approach the 11.111.1.ts of J.va.1.!.aole ;:rop­
land 1.n the state.• Notebook of !..and :J.se ProJeC':.J.On5, St. 
Paul, Hinnasot.a, Ju.'"le 197 8. 

Last year, the !-linne.sot:.a 1::nviron.ruent:.al Quality 9.oard 
concluded that pre!'lerva~1on of pr!.me agri=ultural :an::! 1JA11 
so i..-oportant that 1.t adopted, following an extensive process 
over a. period of several years, a speclal regulation govern­
ing th'3 siting :,f power plants on ?rime agricultural lana, 
and !.1mit.1.:1q t.he a:Jount of ~and wh1.ch could oe t:aken !or any 
new p0\Jer plant to one-half acre of prLJne farmland per 
::ieqawatt of generat~:1q capac.:..ty. i\ great deal ::,f :-~search 
....,a.s done by t.!"'.e ?Ower ?lant siting staff in connection \oil.th 
t.!le puolic: hearing ?rocess. A thorough literature sear:=h 
was under':aken 1n ::irde= t.:i exa."'IU.ne -:.he :-ieec:1 :or a :-egul.at.ion 
which ·•ou ... d a'.:r.',l. ~:.e.:1ly :::;::eserve onl.J a tew acres ct !arm­
::..a.nd. A copy c~ :.t.e ;.ower ?lant s.:..<:..1.nq s:.aff's discuss.:..on 
cf the evijence 1s cont..3.;.:-.ed :.n ':.ne Scater.,ent of Need and 
~~a.sonaol.eness and .2.tta::r,eC. here1:o as E.xhib;.':. l. :'hat 
d:..scussi.cr. also uer:-onst.rat.es :.~e s:.r~nq :.P-g1s:.ati•1e rol.i.cy 
o! t:ie state f:,r :.he ?!"'~servat.ion ':l! ?r:>d'.l":':.lVe agr:..cultural 
:.a..,d, ':.:".e C3?l::i :.0ss o:' aqr.:..c'.llt.ural :and ':.'J ;.on-agri.cul:.:.:=al 
·.1s es, a.."'l.:i ::.~e :1eed f:.r st.3.te agencies ~o avoid .1::-::..1:ins ...,.hicn 
•...rould result 1-n t.he l.vss .:,f t""::'l.;'.)e ta.:-:i.iand. 

At ~he state's ~xpense, a. nas:.iona.i expert:. en 3,a=ic'-11-
':.ural :.anC ?O:.icy, Rc~er':. J. -:iray, D1:-ec-.:::ir -;,f ?o.i;.cy .Oe•1elo?­
:.1~nt £or -:.:le A.r.e.=:.can Far:nland :'rust, app-:!ared and -.:est.if1.ed 
!.n support :if the ?!:"Oposed restr::.~t.:..ons t..J ?re·1ent t...'1.e 
taking of ,1qr:.c·.1:..tural :ands :or power '?:.ants. Hi.s ~est;..-
:nony iesc:- :.~d :.he :-;at.1ona.l Agr: ic..i.!.tural !..c!nds Stud.'z' • :,f 
1Jnich he w.1.s ':.!le direct:or, and ':.he :-esult.s of t,'"le scudy, 
showing ar. 88 ::a.:..:l.o.n ac=e c!ecl.ine 0:1 •~and .1.r, far.us" .::>e!:ween 
1969 and :978. :tr. •.:;ray stated ':..hat -:.:ie ;...-:-.plicat.;..ons cf 
t!"'.ese mAJor =hang<es and shi.!:ts :..!'\ land use :or !1:.nnesota are 
·Jer"/ l::lport3l"'.t, :•.innesata .i.ost. J.i')O, ◊00 acres ~: aq::.:.cu~-
~u=a~ :.an.:: C'.l=:.:-:c; -:ne :er!.od !:rom 19~1 -.:.o l977 anl.l a ce-
c=ease of :n··~e ::\.:..:..:..ion :~rty-:11:,.e tr.cusa::-.d ;1.cres of • ::a::d :.r. 
!a~s" au.ring t.t1e ?er1.:.c! :369 =o .:973, ::;r ::.51 of -::--.e stat.e's 
!ar:nland base. He cone :...:ded ::.hat:.; 
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and your responses will be i.ncL.J.ded :...n ~:-.e final £:S. 

S",/st:.ems :.ir.X.3~a 3: 

;.,nere i.n t:--.e :.egt.slat:ion qcvern1.ng nign'way construction 
1s •~es1.9n ~ont..l:\u1.ty• .:..dent.ifiec! .1.s a spec1.!.i..:: goal? 

A.s noted ::..r. our lett.sr o! Se?te..":l.ber l.9, 1.;15 :-2gard1ng 
t!'\e :.ra.!t and : l.!"'lal :;r.3 !or t.he p,:icrt.i.on o! ·:. H. 60 bet....,aen 
5~. James and Wort:1:..n:;-;.on (F::lwA-n-EIS-72-i-f) ;.t ::.s :"let fair 
t.o cC:nf>are t:i.e r>e:-.ef1cs of a. ~:.anned cor.struc':..:..on 'Jf an 
enti=e system t.o tne ha.mi. to a 5r.;al~ po=t.1.on of t.he system. 
"!'o -:!"~e ext.cnt. '=.ha~ t.ne £IS 1dent:.!ies an advantage of a 
!oi...,:-:_3ne ever a •::..-o lane c::ns-:.:"'..!C':l.On because o! .=esic:r:. 
::ont:.nuity ~ •.Je :)el:..e·,e -=.hat. !.t e..""1:-?r,as1ses an ir-,ap?r::i?r~a.te 
.1;1;:i 1:-=ela'lar.t:. :ac-:.:ir. aenef!.':.S :.o ::.he syste.'ll , ... ould also ce 

t provided by u;:,grading the t•Jo-lane :1ig!\way. 

~eoti;etr.i.c S.";'!!:.c:enc1.es,_?_a.s,a 4: 

~s not.~d above, ':.here i.s general aqree..1;Jen:., which 

C ~~~;~;.e:a~~:.1~~;~~~~~r~~~t. a~~.:..~~~~g ~~;:~~~h.~~t c~:o;:~:s;!ry 
for :--ea!:ons oi sa!ety. :'hus, :he ::-,at.~er of :.:ie =:rndl."tl.on a! 
t.he ::-::,aC.way l.S r,ot supportive of any part.icu.lar alternat!.ve, 
but. only of a change in general .. 

St::--.:ctural ~nd Maint.~nance Conside=at.ions!.. ?aoe 

DI 
?lease d.<?scribe ~:\e ;r.ethods •..1sed b'j t.r.e !11gh•Ja.y depart­

:".\ent :.n ut.1l1z1.n9 an o!d road.~ed, ::;et.ween ."".aael:.a a.nd :.a.ke 
Crystal, !er w:u.ch t.'.1e n.:.t;n·o1ay jer=ia.r-=.."T',ent ...,on an a'w'ard. 

I 

,.; pr-?sent env1.rcn.mental i.::i.pact s':.atement =annoe =>• used 
-:.a ;ust.1.fJ a decis;.:::m c.o be ::iade some :J, :s, '.'.>r 20 years in 

C ~~:n:-~;~re -~ t~e:)(~~:t=~r~~~!~~~;~~~w:ra~~rn:n ~o~~~la~: 
L.,. r..iq-u1red. at t.ha"t. dec1.s1.on po1.n~, .:.ased ::n t..nen exist.:..:tq :!a.ta 

and ::ond1. tions. 1 

:'ra!:fi.c-Present an:i ?ro~ecte-:! '.;":!c.""lands, Page 8: 

FI ~e :1ave l.ittle confide.nee :.n -.:.raff:.c ;;ra~ec~ions 
~hey have i?rove.d t.o ~ :.naccurat.a :..n the past .. 
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The. small percentage of trips that travel the entire 
study corridor underscores our position that the benefits to 
other systems and linkages w.1.th other systems should not be 
over-emphasized. The assumed detriment of a slowing of 
traffic in urban areas fails to take into account the fact 
that many of trips are to, from, or between the urban areas 
in questions. 

Service Levels~e 9: 

As noted above, service levels in urban areas are not 
detrimental, since most of the trips are to, from or between 
urban areas, and only a small percentage of trips travel tho 
entire corridor. 

safet¥, Page ll: 

I 
\-lhat is the bas1.s for the undocumented assertion that 

H the accident would likely be appro~imately, J0-401 lower than 
for an upgrade t.wo-lane facility, 1.f oppos1.ng traffic is 
separated by a four-lane alternative. What are the assump­
tions underlying the statement? 

in Butterfield or :-lountain Lake from .!.9JlJ to 1982, and this 

I 
On the present alignment, there have been no fatalities 

I time span involves approx. 1.mately. 57. S million vehicles. The 
overpass east of Butterfield had no fatalities from 1938 t.o 
1980, a time span involving 50 million vehicles. 

Ra1.l, Paqe 13: 

include the BO-Bl statistics. The rail line is in the I 
The figures provided are outdated since they do not 

J process of being upgraded, and the heavy welded one-quarter 
mile rail sect.ions are: on site and ready to be installed .. 

Staging Options Considered, Page 31: 

on the existing .ilignm-ent, since construction on the new 

I 
The discussion demonstrates an advantage of construction 

K alignment will not allow construction of the highest priority 
segments first. 

Li 

Severances and T~ianqulation, Page 78: 

We believe that the draft EIS seriously under estimates 
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Q 
I 

tion of the bridge necessary for crossing the CMW railroad 
tracks south of Sutt:.erfield.. The tracks are not being 
considered for abandonment so a bridge would be necessary. 

1 However, utilizing the existing alignment, that crossing the 
cont d railroad tracks at a poine farther north, would eliminate a 

need for this bridge. 

H.ileaqe: 

to Worthington vs. via Interstate 90 and highway 47 How I 
What is the total mileage traveling between St. James 

R does that mileage compare with the mileage via a new align­
ment which bypasses the cities? 

s 

Use of outdated Data: 

Th111 use of data from differing base time periods neces­
sarily crea.tes inaccuracy. The EIS uses many different time 
periods- For example, tne cash income figures for agricul­
ture a.re taken from the year 1978. The ta>e base figures are 
for 1980. The travel and travel-oriented business figures 
are 1978 data. In times of rapid inflation, a difference of 
a few years may make a significant change in the cost. benefit 
analysis, therefore, the data should be utilized tram the 
same time periods for all purpose&, or the differences 
explained and appropriate adjustments made. This problem of 
changing costs and benefits also points out the impossibility 
of relying upon a present EIS, issued in 19&2, as a basis 
for a decis.1.on which may be made 10, 15 or 20 years in the 
future, on the issue of whether a two-lane roadway should be 
•aualized" to a four-lana .. 

CKD/rj 
Clarence Bloomgren 
Albert Thiessen 
Richard Lindschied 
Harold Vatendal 
John Zender 

Respectfully submitted, 
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L I the magnitude of the harm resulting from severances and 
cont'd triangulation, particularly by reason of a new alignment. 

M 

N 

Farmland Acquisition, Page 73-78: 

Land reclaimed from the existing roadbed is simply not 
of comparable quality to land which would be caken for a new 
alignment. For example, prime land would have an assessed 
valuation of approximately $2,400 per aero. We feel th&t 
reclaimed roadbed land should be classified as "'Cla.s.s C" and 
would ha.ve an assessed evaluation of $1,000. 

Farmstead Im~e 79: 

This section is inacc1.1rate. At least one farm resi­
dence will be taken by the proposed new alignment, •Butter­
field outer location.• See '"Alternatives 20, 21-. A farm­
stead located in Section 29 in the extreme southeast portion 
thereof will be taken. On that same a.er1al photograph, 
-r.here are five other residences which will be affected by an 
extreme proximity to the new alignment proposal, and an 
impact in terms of noise and thei.r quality should be assess­
ed vnth respect to those residents. Sae enclosed copy of 
sheet 20. 

'"Bypass• Effects, Pa~: 

I 
The claimed benefits co businesses near or on existing 

0 T.H.60 from "improved shopper conveniemce" is totally specu­
lative and unsupported by any data. 

Borrow Pit Treatraent, Pa_g_e 127: 

I 
Has the borrow pit land been included in the calcula-

tions of the acreage of agricultural land which will be 
taken au a result of the construction? 

Q1 

' 

Comparisons of Alternatives!. Table 59!_ Page 139: 

Nate that comparing the travel time through the entire 
corridor tor a two-lane upgraded roatlway uc.ilizing the 
existing alignment without bypasses, and a two-lane road on 
the existing alignment but:. with bypasses, there is only a 
four-minute travel time difference .. 

Ne'W Alignment, Butterfield Inne.= Locatioh, Apoendix ?age 19-21: 

Please provide information as to the cost and descrip-

t···: --------

----- --------~ 
• w 
4 ·; 

,;ti,;:; ··.· ~, 
~- • --~~:a.~ 
,:f ------ ........ , .. ~ 
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Response: 

(Note: Exhibits 1 and 2 enclosed with the preceeding letter have 
not been reproduced above due to their length. However, their 
content is summarized in the letter.) 

A. Impacts on prime farmland are addressed throughout the DEIS as one 
of the most significant concerns. For example, the "Summary Com­
parison of Alternatives" (DEIS pages 42-43) identifies farm impacts 
on one of the six major significant concerns for decision making. 
The "Abstract" and "Summary" at the beginning of the DEIS both 
identify loss of prime farmland as a significant adverse impact of 
the project. The "Agricult. 11re 11 portion of the "Affected Snviron­
ment" section (DEIS pages 52-58) identifies agriculture as the 
area's primary economic resource, compares agricultural character­
istics of the area to the region and State, and identifies most of 
the farmland in the corridor as prime farmland. Because of the 
particular concern for farm irnpaets, a speed.al inventory of farm­
land and farm operatiorn:, was conducted on a farm by farm basis and 
is reported in Appendix J, "TH 60 Farm Inventory Report". Jensen 
Management Services, Inc., farm manage1:1ent specialists r).ssi.sted 
with the inventory &nd assessment of impacts. Because of its 
importance, a separate portion of the "Environmental Cons8quences" 
section is devoted specifically to farm impacts (DEIS pages 73-82). 
The DEIS specifically shows the acreage of "prime" farmland 
acquisition required and prime cropland production loss for each of 
the alternatives (DEI3 Table.s 25-27, pages 74-77>, identifies the 
adverse effect of such takings, and proposes Measures to help 
mitigate the impact of such acquisition. 

B. The DEIS does not profess that "design continuity" is a specific 
goal in legislation governing highway ,~onstruction, nor does it 
"compare the benefits of a planned construction of an entire system 
to the harm of a small portion of the system". federal Highway 
Administration regulations for EIS preparation identify "system 
linkage" characteristics as one among many i.t ems to be considered 
in identifying and describing the purpose and need for a project. 
It is addressed as such in the TH 60 DEIS. 

Design continuity is commonly recognized as one of the design 
elements affecting both traffic safety and desirable flow charac­
teristics, which are goals of highway design and are not "inappro­
priate or irrelevant". The DEIS does state that while two-lane 
reconstruction " ... would not provide system design continuity, 
it would help retain the functional utility of TH 60 as a princi­
pal arterial in the face of increased travel demands and physical 
obsolescence of existing TH 60 11 • The proposed staged construction 
program provides for initial reconstruction to modern two-lane 
standards, with subsequent staged dualization to a four-lane 
expressway, consistent with funding limitations and current and 
projected traffic demands. 
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C. Geometric deficiencies were identified in the DEIS as part of the 
basic need for improvement documentation and as input to the 
prioritization of need among segments of the overall 52-mile corri­
dor (DEIS pages 34-35). While the poor existing roadway condition 
affects the cost to upgrade to acceptable standards under the 
"Existing Alignment" alternative, it is otherwise not directly 
supportive of any particular alternative and was not presented as 
such in the DEIS. 

D. A commendation was received for quality of construction of a 
bituminous overlay on existing TH 60 between Lake Crystal and 
Mankato.. The award was presented for the "ride quality" of the 
overlay and should not be construed as an award for innovation or 
ingenuity. Old roadway slabs are routinely overlaid as a stopgap 
maintenance measure and, like TH 60, are in need of additional work 
in 10 to 15 yearso Use of the old TH 60 roadway slab involved 
widening by 4 feet and overlaying. As part of a four-lane project, 
prevailing vertical sight problems could be retained since passing 
sight distance was not required. This would not be the case on TH 
60 from St. James to Wilder as a two-lane road. 

E. State and Federal policies provide that new highways or improve­
ments of existing highways should not be based on current traffic 
volumes alone, but on future traffic expected to use the facili­
ties. Desirably, a highway should be designed to accomodate traf­
fic demands anticipated to occur within the life of the facility 
under reasonable maintenance. A period of 20 years is widely used 
as a basis for design, as a reasonable compromise between a 
facility's useful life, the uncertainties of long-range projections 
and the consequences of inaccurate projections. This includes 
Mn/DOT design policy. 

Both U.S. Council on Environmental Quality (CEQ) and Federal 
Highway Administration (FHWA) environmental impact statement 
regulations provide for the evaluation of large, multi-year staged 
construction projects on a "tiering" approach, the basic initial 
statement covering the overall project alternatives and impacts as 
a whole. During the detailed design phase for each individual 
stage, these regulations require a reevaluation of the initial FEIS 
findings. A supplemental impact statement(s) must be prepared if 
there have been significant changes in the proposed action, the 
affected environment, the anticipated impacts or the proposed 
mitigation measures. 

F. Forecasts of travel demand are dependent upon a reasonably accurate 
and stable view of future social, economic and demographic condi­
tions. While all forecasts are subject to error due to uncertain­
ties and unpredictable conditions, past projections for relatively 
stable rural areas such as the TH 60 corridor have proven to be 
reasonably accurate, generally within± 10%. For example, Mn/DOT's 
System Planning Analysis Report 250 completed during the 1978 TH 60 
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Citizen's Advisory Committee Study revealed that actual 1976 state­
wide traffic counts for rural areas compared to projections made in 
1966 showed agreement within about 5%.. Most significant traffic 
projection "inaccuracies" have occured in major urban areas, where 
land development conditions are highly volatile and difficult to 
predict over long-range periods. Note also that to reflect uncer­
tainties with respect to energy constraints and potential travel 
diversion, an alternate "constrained travel" forecast scenario was 
developed and used in the TH 60 DEIS impact evaluation. 

G. The traffic delay estimates for the speed restricted urban sections 
presented in the DEIS do, in fact, reflect that many of the trips 
are to, from or between the urban areas in question. As described 
on DEIS pages 9-10, the reported travel delays are for through 
traffic only for the respective urban areas in question. Thus the 
DEIS finding that "TH 60 through travel delay per vehicle is 
greatest in Windom, but overall lost travel time is greater in 
Mountain Lake, due to the higher volume of through traffic in 
Mountain Lake "· 

H. Both State and national accident statistics support the DEIS con­
clusion that "under projected traffic conditions, the accident rate 
for a four-lane expressway would likely be approximately 30 to 40 

percent lower than for an upgraded two-lane facility".. Projected 
average Daily Traffic (ADT) in rural sections of TH 60 is generally 
in the 4,000 to 7,000 vehicles per day range. 

· For example, Minnesota Statewide trunk highway accident statistics 
for the 1981-82 period show rates of 1.2 versus 2 .. 0 (accidents per 
million vehicle travel miles) for two-lane rural versus four-lane 
rural expressway facilities under such conditions, a difference of 
40%. Trunk highway statistics for the 1977-79 period shown on DEIS 
page 1 reflect even greater differences. The National Highway 
Research Program Report 47, Accident Rates as Related to Design El­
ements of Rural Highways reveals similar results. Typical accident 
rates for a two-lane rural highway of 4000-7000 ADT are reported in 
the range of 2 to 3 accidents per million vehicle miles, while 
comparable rates for four-lane rural expressways are in the range 
of 1.5 to 2 accidents per million vehicle miles, or approximately 
30% lower on the average. 

The TH 60 Citizens Advisory Committee Study annual accident esti­
mates for TH 60, which included both urban and rural sections of the 
entire 52 mile corridor, also indicates a 30 to 40 percent 
difference. For the existing a ent alternative, the total 
annual accidents estimate was 370 for a two-lane configuration 
versus 270 for a four-lane con ion. For the new alignment 
alternative, the comparable estimate was 329 versus 207 accidents. 
(Pages XIV 6-7, "TH 60 Improvement Study" Notebook, TH 60 Citizens 
Advisory Commi tee),, 
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I. Available records from the Mn/DOT computerized accident record file 
for the period 1976 through 1981 reveal no fatal accidents in 
Butterfield or Mountain Lake., Information from earlier years was 
not available. However, during the 1976-1981 period 12 personal 
injury accidents and 46 total accidents were reported. As shown in 
DEIS Table 5, the total 1976-1979 accident rate on TH 60 per million 
vehicle travel miles was 2.0 in Mountain Lake and 3 .. 1 in 
Butterfield, compared to an average of 0.9 on rural sections. 

Four fatal accidents were reported on the Butterfield overpass and 
its approaches during the 1976-1981 period. They occured on 
9/04/76, 12/21/78, 5/11/80 and 4/11/81.. Again, data was not avail­
able for earlier years@ A total of 16 accidents were reported at 
this location during the 1976-81 period. As shown in DEIS Table 5, 
the rural section that includes this location has a much higher than 
normal accident rate ( 1 .. 5 versus 0.9), due to the hazardous over­
pass. 

J. DEIS figures were based on statistics in the 1979 Minnesota State 
Rail Plan. Updated rail statistics are provided on pages 27-28 of 
this FEIS .. 

K. Construction of the highest priority section, St. James to 
Butterfield, remains first on the construction schedule although 
new alignment has been selected as the preferred alternative in 
this portion of the corridor. Continuation of construction as 
proposed will complete all four of the top priority sections within 
the first four proposed construction stages. 

L. The DEIS provides a listing of the actual number of properties 
affected by severence and triangulation, the acreage severed from 
farmsteads, and the length of roadway-field frontage where new or 
increased triangulation would occur. Corresponding damage cost 
estimates presented in the DEIS were prepared by Jensen Management 
Service of Luverne, Minnesota, professional farm management and real 
estate appraisal specialists. The effects of such impacts were also 
considered in rating the degree of overall impact on each individual 
farm operation affected by the various alternatives. Jensen 
Management also assisted in this rating process. 

M. In the first few years following reclaimation, the land can be 
expected to have a reduced capability and assessment comparable to 
"Class C" farmland.. However, in view of the mitigating conditions 
and measures described in the DEIS and on page 12 of this FEIS, the 
land can be expected to attain capability and assessment 
characteristics comparable to adjoining prime farmlands within a 
reasonable time period. Since the short-term reduction would be 
reflected in the cost to the new owner to acquire the land, the 
future rise in value would help to compensate for decreased yield 
or additional costs during the interm periodm 
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N. 

o. 

P .. 

Q .. 

R. 

No farm residences would need to be taken for the Butterfield 
"outer" alignment location. With regard to the farmstead in 
Section 29, the initial two-lane roadway would be in the 
approximate location of the existing township road. This road is 
approximately 150 feet from the farm residence, which is the 
nearest building on the farmstead. Widening of the right-of-way to 
trunk highway standards would require the acquisition of a strip of 
land approximately 40 feet wide. The new right-of-way line would 
be approximately 80 feet from the residence. Future four-lane 
dua liza tion would occur to the opposite site of the roadway from 
the farmstead. Air quality and noise impacts on this farmstead and 
the five other residences cited are included in the analysis of air 
quality and noise impacts discussed on DEIS pages 98-105 and 
Appendices F and G. 

As discussed in the DEIS, the conclusion that TH 60 businesses 
serving largely local community needs would likely benefit from 
improved shopper convenience and shopping environment due to re­
duced traffic is supported by a Federal Highway Administration 
(FHWA) evaluation of bypass study findings for 45 areas reported in 
Social and Economic Effects of Highways (U.S. Department of 
Transportation, Federal Highway Administration, 1974, pages 63-66). 
Adverse business impacts are mostly limited to highway oriented 
concerns such as gas stations and motels, with most bypassed 
communities reporting an overall business increase. Similar 
findings are also reported in an analysis of 24 bypass studies 
reported in Beneficial Effects Associated with Freeway Construction 
(National Cooperative Highway Research Program Report 193, Trans­
portation Research Board, National Research Council, Washington, 
DC, 1978, pages 18-19). 

Borrow pit land was not included in the calculations of 
agricultural land to be taken. Such calculations would only be 
speculative, since no sites have been identified. 

A detailed description of the proposed bridge(s) over the 
Butterfield to Welcome branchline of the CNW for the new alignment 
alternatives south of Butterfield is contained in Table 7, Page 70 
of DEIS Append1x D, 11 TH 60 Engineering Studies Report".. Estimated 
cost of the initial two-lane bridge is $275,000 and was included in 
the cost estimates for the new alignment alternatives. A second, 
similar bridge was included in the cost for future four-lane 
dualization. For the existing alignment alternative, upgrading of 
the existing crossing was assumed, including provision of 
truck stopping lanes in accordance with Mn/DOT standards at a cost 
of approximately $ , 000. 

The distance from TH 60 - TH 4 interchange near St. James to the 
TH 60 - I 90 interchange at Worthington via TH 4 and I-90 is 
approximately 63.5 miles. The comparable distance on a new 
alignment TB 60 bypas Butterfield, Mountain Lake and Windom 
would be aooroximatelv 51 miles. 



s. Virtually all data and estimates used in the DEIS for comparison of 
costs and benefits were based on a common analysis year - 1980 
(e.g. construction and right-of-way costs, tax base loss). "Pre­
sent" travel data as presented in the DEIS was based primarily on 
1978 counts. The data was, however, reevaluated and adjusted where 
necessary to represent a reasonable approximation of 1900 levels 
(see Table 1, Page 36 of DEIS Appendix D). Similiarly, data for TH 
60 corridor travel oriented businesses was primarily collected 
during 1978, but was considered reasonably representative of 1980 
conditions. Thus, the DEIS acknowledges: 

Since the survey, an additional restaurant has opened on 
TH 60 in Windom and various ownership changes have 
occurred. Further changes are likely before any new TH 
60 facility could be constructed. Some other businesses 
such as auto and farm implement dealers or drug stores 
may experience minor sales loss, but are primarily local 
trade dependent.. The survey data is considered to 
provide a reasonable indicator of the extent and 
character of business activity along TH 60 for the most 
sensitive business types.. (DEIS, Pe 85) .. 

The 1978 agricultural cash income figures were not used for cost­
benefit analysis, but only to profile the nature of the area's 
agricultural economy, indicating the relative importance of crops 
versus livestock and the order of magnitude of farm income. 
Similar data recently available for 1980 (in Minnesota Agricultural 
Statistics, 1982, Minnesota Crop and Livestock Reporting Service, 
June, 1982) confirm that the figure continues to reasonably reflect 
the characteristics of the areas farm economy. Estimates of crop 
production value lost due to farmland acquisition (DEIS Table 26) 
were based on 1979 statistics, the most recent available at the 
time of analysis. However, current crop values are not 
significantly different and the previous estimates are considered 
to continue to represent a reasonable estimate of the order of 
magnitude of impact. 

Projections of future traffic indicate that a four-lane facility 
will be warranted. As discussed under response "E" above, EIS 
findings will be reevaluated during the detailed design phase for 
each segment of the staged construction program, and a supplemental 
impact statement will be prepared if significant changes in the 
need for, or impact of, the project occur. 
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A The total assessed valuation figure for Butterfield Township of 
$5,900,000 (rounded from $5,896,0ln) shown in Table 32 of the DEIS 
was based on data provided by the Watonwan County assessors office; 
Data was requested for 1980 and the data sheet provided by the 
Assessors Office was entitled "Tabular Schedule of Valuation, Rates 
and Taxes of 1980". Subsequent checking with the Assessors office 
reveals that the data is actually a 1979 assessment for taxes 
payable in 1980® However, the evaluation of impact on the township 
tax base is not significantly affected, since the estimated 
assessed value lost due to right-of-way acquisition and total 
assessed value are on a common base.. Thus, the DEIS estimate of 
the portion or percent of the total tax base lost due to right-of­
way acquisition (i.e., the ratio of assessed value lost to total 
assessed value) is essentially the same as if the $6,988,000 
assessed value were used, since both the total assessed value and 
the estimated assessed value lost would have the same proportional 
change. This is demonstrated in the following sample calculations 
for two-lane on existing alignment and four-lane on new alignment 
alternatives As shown, the portion of tax base lost is 
approximately equal (or slightly less) if the higher total 
assessment value is used Thus, the impact on tax bases has, if 
anything, been yVJ.,u,~~ overestimatedo 



Sample Calculations - Tax Base Loss: 

Acquisition_(~r_2-Lane Improvements on Existing Alignment 

1980 Estimated Fair Market Value of R.O.W. Acquisition=$ 
(Appraisal by Jensen Management Service, Inc.) 

62,000 

Method A: Using 1980 Payable (1979 Assessment) Assessors Values: 
Total Assessed Valuation for Township = $ 5,869,043 
Total Assessors Market Value for Township = $33, 4Li6, 718 

Estimated Assessors Market Values of 
R.O.W. Acquisition 

Estimated Assessed Value of R.O.W. 

Acquisition= 5, 869,043 x 34 000 
33,446,718 ' 

% of Tax Base Lost - 6,000 
5,869,043 

= $ 34,000 

:: $ 6,000 

= ..:..10%_ 
( DEIS Table '""12)-

Method B: Using 1981 Payable (1980 Assessment) Assessors Values: 
Total Assessed Valuation for Township = $ 6,988,574 
Total Assessors Market Value for Township = $37,547,600 

Estimated Assessors Market Values of 
R.O.W. Acquisition 

Estimated Assessed Value of R.O.W. 

Acquisition= 6 ,988 , 574 x 38 000 
37,547,574 ' 

% of Tax Base Lost= 7,000 
6,988,574 

Acquisition for ~-•J=a,,~ Improvement on New 

= $ 38,000 

= $ 7,000 

= .10% 

1980 Estimated Fair Market Value of ReO.W. Acquisition=$ 333,000 
to 368,000 

Method A: Using 1980 Payable (1979 Assessment) Assessors Values: 
Estimated Assessors Market Values of 

RuO.W. Acquisition 

Estimated Assessed Value of R.O.W 

= $ 183,000 
to 203,000 

Acquisition= 5, 869,043 x (183,000 to 203,000) = 
33,446,718 

$ 32,000 
to 36,000 

% of Tax Base Lost= 32,000 to 36,000 
- 5,869,043 
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(DEIS TABLE 32) 



Method B: Using 1981 Payable (1980 Assessment) Assessors Values: 
Estimated Assessors Market Values of 

R.O.W. Acquisition = $ 205,000 
to 228,000 

Estimated Assessed Value of R.O.W. 
Acquisition= 6, 988, 57 4 x (205,000 to 228,000) = $ 38,000 

to 1~2, 000 37,547,600 

% of Tax Base Lost= 38,000 to 42,000 
6,988,574 

= .54% to .60% 

B.. • The number of acres of "prime" farmland (Class 1 and 2 so.Us) taken 
for each alignment alternative for both 2-lane and 4-lane 
construction stages are clearly shown in DEIS Tables 25 and 27, and 
summarized in DEIS Table 39. The range shown in DEIS Tables 25 and 
39 reflect the different impact depending on the alignment 
variations chosen at Butterfield, Mountain Lake, Windom and Heron 
Lake. Acreage taken for each alignment variation is shown in DEIS 
Table 27. 

C.. The tax base, prime agricultural land loss and construction eost 
estimates presented in the DEIS are considered to be valid 
estimates that are reasonably representative of the magnitude of 
impact and the differences between the alternatives. They are 
based on relatively detailed alignment layouts at 1"=100' scale and 
data obtained from county assessors, the U.S. Soil Conservation 
Service, and recent t1n/DOT construction cost experience on similar 
roadway work. Past Mn/DOT traffic projections for rural areas such 
as TH 60 have been reasonably accurate, as discussed in the 
response to comment "F" of Pepin, Dayton, Herman, Graham and Getts 
on page 91 of this FEIS. 
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John F. Zender 

A 

B 

To: Hinneaota Deparbnent of Tnmspottetion 
Hr. fJ..ark. Flygare 

RE: E 1 Statement Highway 160 

SAFETY: 

Butterfield, kinn. 
Juoe. 23, 1982 

1 would like to address the matter o( safety ia three areaa where 
the concern for u.fety uems to run deeply: those are the villages of 
Ht. Lake, Butterfield, and the Viaduct 11rea tht'ee miles east of Butterfield. 
I am involving a ti.m.e span of about 44 years (1938 on) and a total volume 
of some 50 to 60 million vehicles. 

Butterfield Village: The busine.sa diatrict hera in the village!! 
of Butterfield h about 4 or 5 cJty blocka long, ond u&ing figures from. 
1938 until today, with close to a total of 60 million vehicles having 
p•••ed through thia tovn, no fatalitlea have ever taken place. I feel 
this 1.1 reuon to stay on the pre.,ent road bed rather than by ... p&su south 
ol town on ne-w roadbed. 

Ht. Lake Village: The combined business and t"esidential district 
iu Ht. L.a.ke is perhaps 12 block• long, and using the snme time span of 
44 years, with close to 60 million vehiclea total having pas.ted through 
these 12 city blocka, no fatalltiea have ta.ken place, l feel this aha 
is reu;on to .stay on the pre.sent. road bed rather then by-pass on new 
roadbed south of tovn. 

Viaduct Area: From. 1938 to about 1980, vi.th perhaps 55 million total'· 
vehicles having poued over this vinduct., ~ fatp litiea have taken place.. 
At about thh point in time. (1980) t\.l"O accidents involving fatalities 
did take. place, one a ir,otorcycle accident and the other an auto-truck 
acc.Ident. In both accident.s, extenuating circumstances prevailed. ln 
the auto-truckaccident, extremely ~hre ... ice conditions were not taken 
care of by the Highway Department. I believe the motorcycle incident 
or accident should also be looked at as having extenuating circumstancem, 
but l will decline in having cotm1ente on these extenuating circumstances, 

Conclusion: Safety record over a period of "-4 years in the areas of' 
Butterfield Village, Ht. Lake Village, and also the Viadect area, !.!l. things 
eonsidered, h excellent and l.s reason to build on the pTesent road bed., 

ECONOMY: 
Pt'esent road b~d and cement conditions on d60 are rather excellent 

from a view point of "pot holes and break .. up 11 when c.ompart!d to !!lost 
Interatate Hig'nwayu which have the large cracks plus hairline type cracks 
or break up sirr.ilar to lOoking at a pocket type road m..a.p. l believe use 
of the preunt roadbed for modernlziog 060 from St. James to Worthington 
1s feaaible and economical, the s&lile as us~ng the old 160 roadbed fr~ 
Mankato to St. Jaoes vas feasible. and economtc.i:li.... (One engineer rec.H.ved 
a special comrumdation for using this "old" roadbed.) 

·2· 

Conclu11loo.: Perhaps 75 to 100 mlllion dollar• of ta.xpoye.r.m monay 
can be ••ved by u11ln& the old r..adbed. ln vlev of the rough f1nanc1al 
times ve are facing in Khwcuota from the i.rco range to the farm land 
in the lloutb, I believe thia "extra" cnoney could be used for more urgent 
cauaea. 
j_ 

LAND USE 
StaUstically, the equivalent of ■ ix of our smaller states such as 

M.&saachu,e.ttes, Rhode Island, Ne."W Hampshl.re., New Jersey, etc.., have been 
covered vlth cement. I believe it h time to discontinue this abuae o( 
our good farm hnd. Further more, l do not believe that obliterated 

::::e~=t~y c;:0 ~: ~:c::s!~~ l~-~~u°c;~r1t~0 ;;:e~:e a':~ r~!:!~::r:~) some, 

vrn1cu: PER DAY COUITT 

C I 
3000 to J500 tot.al vehicles! per d.my does not justify • new two-i ar.e 

highvay on new roadbed. For this kind of veb{cle. count the old road 
bed should be suffici.ent. 

lOIIA'S lh"TEh'TIONS 
The 1tate of Iowa haa no intent{onc of doing any m.aJor \IOrk, according 

to the aufflciency rating9 given 1760, from the Iowa border south. 

1
Your;,ruly, . ·:,i l) 

/ '·~" 1 ,- ~ , .• t" r_.- ..... :::, ',, ·o . ~·--"• 
Y John F. Zender 

Res2_onse: 

A .. 

B .. 

According to available safety records for the period 
locations cited have significantly higher accident 
rural sections for the remainder of TH 60 from 

1976-1981, the 
rates than the 

St. James to 
accidents in the viaduct 

1981. See response to 
Worthington. Included are four fatal 
area---one each in 1976, 1978, 1980 and 
comment "I" of Pepin, Dayton, Herman, Graham and 
of this FEIS for further detail. 

Getts on page 92 

Use of the present roadbed for modernization of TH 60 is limited by 
the substandard profile and cross-section of the existing roadway, 
particularly between St. James and Wilder, as documented on DEIS 
pages 4 to 7. Significant regrading and some additional right-of­
way would be required to obtain a suitable roadway profile and 
cross-section on the existing location.. As described in the 
response to comment "D" of Pepin, Dayton, Herman, Graham and Getts, 
the commendation was received for "ride quality" of a bituminous 
overlay on existing TH 60 between Lake Crystal and Mankato. As 
part of a four-lane project, prevailing vertical sight problems 
could be retained since passing sight distance was not required. 
This would not be the case on TH 60 from SL James to Wilder as a 
two-lane highway. 
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C. State and Federal policies PfOVide that new highways or 
improvements of existing highways should not be based on current 
traffic volumes alone, but on future traffic expected to use the 
facilities. A 20-year projection period is commonly used as a 
basis for design.. Current Average Daily Traffic (ADT) volumes in 
rural sections between St. James and Worthington range from 
approximately 3000 to nearly 5000 vehicles per day. Mn/DOT 
projections indicate that these volumes are anticipated to increase 
to approximatE!ly 4000 to 7500 vehicles per day by the year 2000, as 
shown in DEIS Table 2. Truck traffic in the corridor effectively 
increases the ADT volumes by an additional 15 to 35 percent, since 
each truck displaces more than one car in the traffic flow, 
particularly in sections where passing sight is a problem. Thus, 
effective passenger-car "equivalent" volumes are significantly 
higher than the actual ADT volumes. 

Albert D. Thiessen 

STATF.MENT CARDS WERE RECEIVED '!'HE EVEtHNG OF THE HEARING, 
I.ETTERS AND DOCUMENTS WERE RECEIVED DURING THE REQUIRED WAITING 
PERIOD, THEY ARE AS POI.LOWS, 

,\lbert D. Thieasen 
Rt. ~ Box 20 
Butterfield, MN 56120 

Aa I have st.ated many times bt?fore I t12el that a good modern 
updat.ed two lane road ...,ich turnoffs will handle the traffic very 
>well and who knows in years to come anot.he.r two lane.a can always 
be added. We need a better road than what we got and the sooner 
wo get one the better and let it be a two lane on the present 
alignment. It is one thing to have good roads but we also have 
to have the produce to haul on it. We can 1 t raise it on 
concrete. If you want to talk about accident• I kno..., about t.hera 
too. ! had a son involved in one on Highway 15 near LeW'isville, 
M.n .. on Feb. 2, 82. He was given only a 15\ chance to get to the 
:.Jniversity Hospitals alivs by a Madelia Doctor.. He was there at 
the U of M for 64 daya but no'!tl he is home and doing well as he 10 

still getting therapy three timeo a week. So we do need good 
roads but that does not mettn that they have to be 4 lane. It is 
still the driver behind the wheel that makes a vehicle safe. Ha 
has to use good judgement in all that he does while on any road 
two lane or 4 lane. 

I 

If by any chance DOT should decide to go t..'i.e inner t"elocation ()n 

A 
t.he south si..de of 3utterfie. ld, which would be thro rrry farm .. would 
you consider moving the road bed ae far north as possible be it 
50 or more feet aa I do think it ie closer to my house as 1.t is 
to the city. 

Please enter tl'\ia in the record of the meeting held June 10, 82 
at Windom .. 

Albert O. Thiessen 
Rt. 2 Box 20 
Butterfield, MN 56120 

Thank you 

l ·..-"'Ould like to see an improved 2 lane thro to'6fn but if t.he inner 
bypdao is chosen I would liice to aee it moved to the north 50 or 
ao ft. more whatever possible t.o get 1.t from my house. 

Response: 

A. If the "inner" alignment variation for the preferred new alignment 
alternative at Butterfield is selected during the design phase, the 
potential for shifting the alignment to increase the separation 
from the Thiessen farmstead will be investigated. On the 
preliminary 1"=100' scale layouts, the near roadway of TH 60 is 
located approximately 200 feet from the Thiessen residence. A 
significant shift appears unlikely because of intersection spacing 
requirements between TH 60 and Prairie Avenue along the nearby 
section of relocated CSAH 5. 
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Harold Vatndal 

Harold Vat.ndal 
Butterfield, 
Minnesota 

A I I feel they should use the old roadbed as much as possible. I do 
not feel the turn back land is what it is cracked up to be. Is 
·tiling on this land considered? I feel it is like restoring an 
old car it can be done but maybe will cost t·,,i'ice the price of a 
new one. The highway in Butterfield can not be to busy as trucks 
park their trailers on it for ~ at a time. 

Resp_onse: 

A. As discussed in prior response to comments of Pepin, etal. and Mr. 
John Zender, use of the existing roadbed is limited by the 
substandard profile and cross-section of the existing roadway, 
particularly between St. James and Wilder. Significant regrading 
and some additional right-of-way would be required to upgrade the 
existing roadway to modern standards. Tiling of the portions of 
existing TH 60 propose'd for farmland reclamation has been 
considered, as described on page 13 of this FEIS. 

Harvez Stoesz 

Harvey Stoeez 
Mountain Lake, 
Minnesota 

I am a land owner along the route becween Mountain Lake and 
Butterfield and feel that a s_ood 2 lane along the existing read-

A I way be sufficient, The traffic is not as o:i.e is led to believe. 
I'd like to see traffic count for one week not in a town but in 
the country. 

Res2onse: 

A. Traffic volume information is provided in the DEIS for both in-town 
and rural locations.. These are based on numerous traffic counts 
taken throughout the corridor both as part of Mn/DOT's regular 
traffic monitoring program and supplemental counts specifically 
conducted for the TH 60 studies. These include counts taken to 
identify traffic variation by time of day, day of week, and month 
of year. 
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Richard Linscheid 

A 

Richard Linscheid 
R.R. I Box I 74 
Butter-field, MN 56120 

I believe High\lo'ay 60 should be rebuilt on the preeent. cl1gnment 
to a two-lane status. If t.he present alignment ...,ere used more 
lives would be saved sooner, because the cons'C.ruc!:.1on could be 
completed at an earlier date. And more miles could be 
constructed due to the lo·.Jer cost. 

I also question the pro)ected cost of $4. 5 million per mile to 
rebuild H.....y 60 on the present roadbed versus $5 million for a new 
alicnment south of the railroad tracks. A.re these reasonable 
estimates when t.he cost of Highway 71 from Jackson t.o Windom to 
have the old concrete completely demolished, drain tile 
installed, and recovered with a new 7" to 9 .. overlay was a little 
over S 100,000 per mile? 

Cert.ainly the use of prime agricultural lane which we have in 
Southwestern Minnesota has to be preserved. When you start out a 
new alignment for a new roadbed, y:)u are severing and cutting up 
farmland which makes production much more costly for the farmer 
';:>oth in fuel and in time to plant and har·,est his crops. 

Certainly the fuel and time to reconst.ruct a new road and to tear 
up old road and re-profile i!. in a manner so it. could be fermed 
would be tremendously more. This land from old roadbed could 
never be made into prime farmland. 

Farms and businesses have been established along the present 
alignment, If t.hese businesses do not. relocate (....,·hich ,..,a,1ld take 
more farmland), jobs will be lost. and the tax base will be 
decreased, adding problems to an already difficult situation, 

Let's get Highway 60 rebuilt to a modern two-lane road as 
possible! What do we have to lose? 

Response: 

A. The cost estimates of $4.6 million versus $5.0 million refer to 
cost per year under the comparative staging programs -- not the 
cost per mile. The cost per mile for the two lane upgrade on 
existing alignment would be approximately $1.3 million per mile 
($70 million for the 52 mile section). This cost includes bridge 
and culvert replacements and major regrading costs necessary to 
upgrade TH 60 to modern standards, and intersection improvements on 
in-town sections. It also includes estimated right-of-way, 
engineering and design costs. 

The $135,000 per mile cost for TH 71 included construction cost 
only and was for a relatively simple 4 1/2" bituminous overlay over 
a 25 year old concrete pavement. The concrete was fractured as 
part of the project but was not removed. It continues to function 
as a part of the road structure. Perforated pipe was placed on the 
south half of the project to help drain water from under the slab. 
No vertical grade or horizontal location changes were necessary. 
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Jacob M. Harder 

Jacob M. Harder 
207 ~orth St, 
Mountain Lake, M.."l 

In Section 4-105-34, the propomed highway will cross over our 

Al 
land cutting it. in t'd'O. We will have to have a- way to crams 
over the highway to farm on both aideo, Otherwise we will be: cut 
off from one side. 

Response: 

A .. Approximately 110 acres of the existing 122 acre Harder tract would 
be located south of the "inner" alignment variation .. Approximately 
80 acres would be south of the "outer" alignment variation.. This 
portion of the 
remaining 8 
roadway, but 

tract would not be directly accessible from the 
acre (inner) to 38 acre (outer) portion north of the 
would be accessible from the township road bordering 

the property on the southe In addition to the property acquisition 
cost, fair market value damages for splitting of the property will 
be compensablee Since the property is operated on a rental basis 
with no farmstead located on the property, the two portions may 
have to be rented and operated separately rather than on a common 
basis. The northern portion may also be subject to residential 
development, particularly under the inner variation, since it 
closely adjoins existing residential development in Mountain Lake. 

Linus Liepold 

Dear Siror 

I wish to have my comment:.11 added 
Statement on Highway 60. 

Heron Lake, Minnooota 
June 28, 1982 

the re.cord of the Impact 

About 10 ~learn ago a 111chool teach@r- from Germany visited relati­
vam in Minnesota.. One thing h&a a.lwaym stuck in my mind about 
hor an she said in broken english "You must. h1tf lots of cows in 
America, so much grass by roado. But I !:H!IEt no cows.~ "We don't 
waste like that in Germany." 

Thim past week a e:emi-drivtar tried to paae another truck aa it 
was making a laft turn off Highway 60. It ended on its top with 
800+ bushels of soybeans on the ground. It would have made no 
difference if the highWtt.y w@.re 2 lane or 6 lanm that driver would 
a till have tried to paaa, I bl.liillieve some driverm n@ed a.11 the 
highway that. is built. Two yearo ago in the spr:-ing we went to 
Waseca on I-90 from Exit 57 ta the exit fol." Waseca, we counted 11 
placem where cars and semi trucks had left tho road, and there 
wo;1in't any anew at that time. This wcrn either the- cauoe of fati·,,, 
gue or carelessness. 

On two occaBione in the last month I have baen forced off on to 
the shoulder by oemi' s who have pasoed oncoming traffic and 
couldn 1 t malt.@ it back to tho right lano without colliaion if I 
hadn't taken tho ahoulder. The speed limit signs through Heron 
Lake to them mumt mean speed up instead of 40 MP8, 

If traffic speed limits were set at abeolute 55 it might make a 
difference. 

June 4, 1982 :uy son came home through Mankato a.ft or college gra­
duation at Waseca about 9 :00 P.M. The nentt day he said dad why 
do they need a 4 lane? I didn I t meet on11 car froru Mankato to 
Aaron LaJa.il. The traffic count im high but: thats what tho highway 
is made for to uom. 

Lets upgrade Highway 60 with hard surfoc<!d olloulders and right 
lane turn off., At todays prices w-e do not need 4 lane highways. 

At todays prices we may think the graas is not needed, but tho 
world is atarving for food not cement. 

Sincurely, 

I•! 
Linuo Lhpold 
Landownor Ei. Operator 
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Sam Franz 

Mr. Marcus Flygare 
TH 60 Project Manager 
Mankato District Office 
Manka to, Mn. 56001 
Dear Mr, Plygare, 

Mountain lake, Mn. 
June J, 1982 

It is time we started looking ahead on our 
highway system, A good and adequate highway is 
an asset to everyone. We are told that by the 
year 2000 we will have 4Jmillion more vehicles 
on our highways. Also, the fatality rate is 2¼ 
times leas on interstae rour-lanes than on 
two-lane highways, 

Hwy, 60 has more vehicles than any s L'llilar 
highway in ft!innesota, It traverses the center 
of our grain and livestock territory, Most of 
this freight goes to market by truck, and these 
t::-ucks are fed into HW\I. 60 from adjoining areas. 
O·Llr railroad service is decreasing as more and 
more railroads are abandoned. 

'lie have enough land now, and in the foreseeable 
tutur0, for all our needed services I highways, 
pipelines, telephones, electric power lines ,,r,itl 
re ere a tion and any other needs. Through techno­
logy, we are constantly in~reas!i:ug our agricul tu­
ral production. In fact, farmers are asked and 
subsidized by our govern.'llent to idle from 10 to 
20 percent of our cropland to hold down burdeA­
some surpluses of grain crops. 

Whether or not we have good and adequate high­
ways, we pay for ~hem in additional truck and car 
repairs and higher insurance rates, And lives lost 
on overcrowded highways Blln never be replaced. 

Yours truly, 
'.,;,.: .z--

. >·:; rr;,-n- / -~ 
Sam Franz (/ 



Robert Anderson 

Robert Anderson 
Route :. , Box 21 
~ountain Lake, .'fN 56159 

A f~ur lane on T.H. 60 from St .. James to Worthington is not in 
our best int-2rest because: 
l, Going around Mountain Lake would hurt business. 
2. our nations economy can not st.and the excessible spending. 
3. Some of our Uat.ion'l prime farm land would be lost. 
4. At the present 55 mile speed limit, a good two-lane is 

adequate. 
S. Transportation in t.he future should be more by railroad and 

less and less by truck in order to save energy and help our 
nation meet its own energy needs. • 

If t.he present two-lane was upgraded and funds were available 
this \oloulC be my choice. 

Mr. & Hrs. Virg Freitag 

5-13-82 

In regards to the ?ublic Hearing bein_g held June 10th in Windom. 

We live next. to T.H. 60 in Butterfield. As the hi-way is our 
neighbor, we certainly do know that the hi-way is a very much 
traveled road. Besides the terrible condition it is in, the 
safety factor is almost nill. I should think a new 4-lane would 
give this area safer and more efficient way of travel besides aid 
in economic development. 

Bo-th of us would like to see the 4-lane not end at St. James but 
continue West to Worthington. -

Wilbur Hartberg 

6-10-82 

Mark Flygare 
Mankato, H.N 

Dear Mr. Flygare: 

/s/ 
Mr. & Mrs. Virg Freitag 
Butterfield, KN 56120 

Interstate 90 should be adequate for the Worthington area. 

I suggest, rather than the expense of another 4 lane highway 
through Jackson County, that the present Highway 60 be made an 
upgraded 2 lane. 

Make the road from St. James to Sherburn a heavy duty 2 lane for 
trucks. 

Post sufficier.t signs so travelers can find Interstate 90. 

Sincerely yours, 

Isl 
Truman Hartberg 
RR 12 Box 92 
Heron Lake, MN 56137 
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Frank Foler 

Frank Foley 
Heron Lake, 
Minnesota 

. Representative: Heron Lake 

Should be 4 lane all the way to Iowa border • 

Chester King 

Chester King 
Box 145 
Butterfield, MN 

All we need is two-lane highway upgraded with right and left turn 
off and permanent shoulders and using present roadbed. 

I'm not in favor of 4 lane bypass south of Butterfield. 

Truman Hartberg 

Dear Sire: 

In regard to the Highway No. 60 - Study, I feel that it has been 
one more way to waste our t.ax money. The first study that was 
conducted 3-4 years ago by our region representative at a cost of 
$150,000 was suppose to be impartial yet region 8 was represented 
by 4 past. Highway No. 60 club presidents and one active Highway 
60 member - at the State level I was told that these studies 
3enera lly come out the way they are suppose to. 

We would like to see Highway No, 60 made into an improved 2 lane 
road with passing lanes every few miles. - We can't afford 
anything better at the present time and if in the future, it 
would be justified a four lane could be built. How can the 
State even consider another 4 lane road when we have one a few 
miles to the south. Do we need two 4 lane roads through Jackson 
County and there is only one 4 lane (94) between here and the 
Canadian Border. 

There never has been so much propaganda and politics on a road as 
Highway No. 60. They always make the accidents worse. - I• m 
surprised the State leaders are taken in by the propaganda all 
put out by a few people. 

They say it will only ruin about 1000 acres of the beet land in 
the State, and for what. When I drive around St. James I always 
get the feeling somebody had to much money to spend when I :.oak 
at all t'le ove~?asses etc. This 'Same traffic goes through St. 
Peter and etc. with no problems. 

Submitted by 

/ s/ Wilbur Hartberg 
Heron La.ke 
Minnesota 56137 



F. A. "Jim Miller 

STATEllENT GIV};:; JUi!E 10, 1962 HIG.HWA1 SIXTY HURING 

FOR SOUTl!WESTF.JlN REGIONAL DEVF:LOPMF.NT COMMISSION TRANSPORTATION 

r.OMMITTEF. RY F. A. "JIM" MILLER, 

I AH JIH MlLLF.R. I AM SPEAKING IN BEHALF or THE TRANSPORTATION 

~OMHITTEE or REGION EIGHT or WHICH I AH CHAIRMAN. WE HAVE REVIE'IIED 

THF. T, H. SIXTY ENVIRONMF.NTAL IMPACT STATDIENT DRAFT FROM WORTHINGTON 

TO ST, JAMES, 

TO OUR KNOWLEDGE THERE IS NOT ANY _HAJOR PROBLEM OR OBSTACLES •rHAT 

WOULD AFFECT THE COMPLETION OF HIGHWAY SIXTY OVER THIS ROUTE, AS A 

TRANSPORTATION COMMITTEE COVERING THE NINE COUNTIES OF SOUTHWESTERN 

MINNESOTA WE ARE AWARE OF THE IMPORTANCE OF OUR TRUNK HIGHWAY SYS1'EMS 

IN OUR NINE COUHTY AREA. H0'/1 IMPORTAHT THEY ARE TO OUR AGRICULTllRE 

MOVEMENT, AND OF THE ECONOMIC IMPACT THA'r THEY PLAY, IN EITHER THF. 

SUCCESS OR FAILURE OF OUR REG!ON 1 S ECONOMIC EXISTANCE. WE ARE ALSO 

AWARE THAT THE HIGHWAY SIXTY CORRIDOR IS THE MOST HEAUILY TRAVF:LED 

TRUNK HIGHWAY SYSTEM WITHIN OUR NIIIF. COUNTY AREA AUD THAT IT SERVES 

SOTH THE FARM TO MARKET MOVEMENT INTO AND OUT OF OUR GRAIN TERMINALS 

l'IHICH ARE COIICENTRATED ALONG ITS ROUTE, THEIR COMBINED CAPACITY Al!D 

VOLUME OF BUSINESS IS PERHAPS THE GREATF.ST THAT CAN BE FOUND IN ANY 

SOUTHERN MINNESOTA AREA AND THAT HIGH\\'AY SIXTY• S OVERALL TRAFFIC AND 

':'RUCK MOVDIEIIT IS ONLY SLI3HTLY LCYIIER THAN THAT OF I-90, TIIE FEUERAL 

ItlTERSTATE THAT PASSES TlffiOUGR OUR REGIOH. 

OUR REGIOll'S COMPREHEIISIVE PLAII LISTS HIGHWAY SIXTY AT THE TOP OF ITS 

LIST FOR CONSTRUCTION COMPLETION IN OUR REGION. 

'HE WERE A PART OF Tl!E BI4REGION CITIZEN ADVISORY COMMITTEE STUDY IN 

1976 ALOIIG WITH REGION NINE. AT THE COMPLETION OF THIS STUDY TIIE 

MAJORITY OF THOSE ON THE ADVISORY COMMITTEE RF.COl1HENDED TO THE MINHESOTJ 

DEPARTHF.JIT OF TRANSPORTATION THAT TIIE RF.MAINDER OF HIGHWAY SIXTY BE 

CONSTRUCTED TO A FOUR LANE DIVIDED EXPRESSWAY II/ITH A REDUCED MEDIAN. 
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:;•rATl,.'lmlrr, 1982 111,Jll'.':AY !;!XTY F.IS HF.Alllllr., cont'd 

ClOF.S VIELL, Ill TEN YEARS THEY HAY HAVE A TRAHSPORTATION SYSTEM THAT 

\VILL RESEHRLF. THE ONE THAT IS PllESFJITLY NEAR THEIR BACKYARDS SERVIIIG 

THEIR NEIGIIBORS THESE PAST YEARS, THEY TELL ME THAT IT MAKES THEM 

F'EEL LIKE SECON!)..CLASS CITIZENS WITH SECOND-CLASS SERVICE. 

SO, WHAT ARE THEY SAYING? TO THE EXECUTIVE AND LEGISLATIVE BRAIICHF'.S 

OF 5TATE GOVERNMENT THEY ARE SAYING, JUST DOll'T TELL US SOf\ETHING 

SHOULll BE DO!rE TO llIGIIWAY SIXTY, LET'S GET IT UONEI TO. THE IHNNF.50TA 

DEPARTMEliT OF TRANSPORTATION THEY ARE SAYING, GET THE STUDYING DONE, 

rl/LFILL THE COMHI'l'HENTS GIVEII Tg THEM OVER THE YEARS I CONSTRUCT F'OR 

THEM A FIRST'.:.CLASS FOUR LANE DIVIDED RXFRESSWAY AS YOU RAVE DOHE 

FOR TllEIR NEIGHBORS AUD CJET THE JOB DOIIE IN A TIME PERIOD SO THAT 

THEY CAN SEE ITS -::OHPLETION AHD ARE STILL HERE TO USE IT AS THE 

FIRST-CLASS CITIZENS THEY ARE. 

IN THE MEANTHIE, THE ONLY OTHER MESSAGE PF.RHAPS THEY WOULD LIKE TO 

EXPRESS IS THE SAME MESSAGE MANY OF THEM CARRY ON THE BUMPERS OF 

THEIR CARS EVERY DAY. 

"PRAY FOR ME, I DRIVE HIGHWAY 601 11 



PUBLIC HEARING COMMENTS 

A public hearing was held on June 10, 1982 at the Windom Senior High 
School in Windom, Minnesota to receive comments on the TH 60 DEIS. 
Approximately 80 people were in attendance and comments were received 
from 20 people representing themselves and/or organizations. 

Many of the comments received were in the form of written statements, 
statement cards and/or resolutions. These comments have been 
incorporated in the preceeding written comments sections and thus are 
not repeated herein. 

This section does provide a summary of other oral comments made at the 
hearing and, as appropriate, responses thereto. 

Comment 
Numerous TH 60 studies have been conducted dating back more than 20 
years -- the highway has been "studied to death". We need to start 
building, not conduct more studies. 

Response 
Numerous studies of TH 60 have been conducted, both specifically focused 
on TH 60 and as part of statewide studies, as acknowledged in the DEIS. 
However, highway funding limitations and changing transportation 
priorities have forced Mn/DOT to reevaluate highway construction 
throughout the State, including TH 60. Moreover, current laws and 
administrative rules require the detailed process of environmental 
studies, hearing and documentation covered in this EIS that were not 
provided in the prior studies. These procedures must be carried out 
before final design and construction can begin. As noted in this 
document, additional study and documentation may also be necessary in 
subsequent phases of the anticipated phased construction program should 
there be significant changes in the proposed action, the affected 
environment, the anticipated impacts or the proposed mitigation 
measures. 

Comment 
Elimination of bonding and interest limits and new funding legislation 
is needed to provide sufficient funding for improvement of TH 60 and 
other needed projects in the State. 

Response 
Since the Public Hearing, the passage of Constitutional Amendment# 2 in 
November 1982 has removed ceilings on bonding and interest rates. 
Recent passage of Federal and State gas tax increases have also improved 
the highway funding situation.. While TH 60 must compete for funding 
with numerous other statewide needs, and while funding_ priorities are 
reviewed and revised on a year-to-year basis, current indications are 
that a reasonable schedule can be maintained for completing the proposed 
TH 60 improvements in the years ahead. 
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Comment 
Only a four-lane expressway can meet the travel and economic needs of 
southwestern Minnesota.. Only a four-lane expressway will allow the 
entire route to operate at the normal design level (Class B) for rural 
roads by the year 2000. 

Response 
Highway traffic capacity analyses (DEIS Appendix B, "TH 60 Engineering 
Studies Report", pages 46 to 51) for TH 60 indicate that an improved, 
modern two-lane facility will permit traffic service levels at or near 
the Service Level "B" criteria under the projected traffic demands to 
the year 2000 for much of the 52 mile corridor. Service level "B" 
provides stable traffic flow without unreasonable delays and an 
operating speed (highest overall speed under favorable weather 
conditions) of approximately 50 miles per hour. Exceptions are: 

a) urban speed reduced sections where the existing alignment is 
retained (i.e., within Windom and possibly Heron Lake for the 
preferred alternative); 

b) the approximate four mile segment (8% of corridor length) from 
Windom to Wilder, which would operate at a "C" rural service 
level .. 

However, service levels for most of the remaining rural sections would 
be at or approaching, a borderline "B-C" range under projected year 2000 
volumes. Therefore, further traffic increases beyond the year 2000 
would push the service level below the "B" or borderline "B-C" range. 
Projection of traffic volumes past the year 2000 was not considered 
practical or reliable for purposes of the corridor planning studies. 
However, the projection that demand volumes would likely be approaching 
normal design thresholds by the year 2000 was taken into account in the 
decision to continue to plan for -- and to implement the first-stage 
two-lane improvements compatible with -- future four-lane dualization. 
Also considered were (a) the comparative traffic safety benefits, 
particularly in view of the heavy truck usage, and (b) the importance of 
the route to the movement of agricultural goods and economic development 
objectives of the region, since four-lane would permit service level "A" 
( 55 mph) opera ting conditions through the rural sections of the 
corridor. 
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Comment 
Highway 60 should be rebuilt to an improved two-lane status on the 
present alignment. This will provide the quickest and most economical 
way to improve Highway 60 -- more miles can be constructed earlier 
because of the lower cost, saving more lives sooner. If needed sometime 
in the future, then we could go to four-lane. 

Response 
As described in the "Preferred Al terna ti ve" section of this FEIS (pages 
1-9, funding limitations and lower cost for upgrading along the existing 
alignment were major factors in the decision to construct a modern two­
lane facility during initial construction stages and to construct on 
existing alignment for approximately 80 percent of the 52 mile corridor 
from St. James to Worthington. Construction on new alignment in the 
remaining 20 percent of the corridor bypassing Mountain Lake and 
Butterfield is preferred because the long term benefits to the 
communities and motorist were found to outweigh the relatively minor 
additional costs and other impacts in this portion of the corridor. In 
view of projected future traffic demands and economic development 
objectives of the area, the design of initial two-lane construction, the 
special right-of-way preservation measures and the overall staged 
construction program have been specifically developed to provide for 
future dualization to a four-lane facility. 

After construction of the initial two-lane improvement stages, but prior 
to implementation of four-lane dualization, the traffic conditions and 
projections will be reviewed and updated to determine if dualization 
remains a desirable course of action. 

Comment 
Highway 60 should remain on existing alignment through Windom. The cost 
of a new alignment around Windom is greater than any other area because 
of all the bridges required. The current bridge over the Des Moines 
River at Windom was only recently built at a high cost. 

Response 
The preferred alternative does retain the existing alignment through 
Windom as suggested. The above reasons were among the factors 
considered in the decision, as described in the "Preferred Alternative" 
section pages 8-9. 
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Comment 
Along the Windom bypass alternative, access should be provided at CSAH 
13 and or CSAH 17, to allow traffic to "go east and come in from the 
east" into Windom. 

Response 
The Windom bypass alternative was not selected as the preferred 
alternative. However, if it had been selected, the proposal to not 
provide access at CSAH's 13 and 17 (cross traffic would be maintained by 
grade separations) was based on the following considerations, as 
described in the DEIS: 

a) proposed access via exisLing TH 60 connections at each end of 
Windom plus a third interchange at TH 71 or CSAH 26 would 
provide reasonably convenient and safe access to Windom for 
the demand volumes requiring such access; 

b) access at CSAH 13 and 17 would induce unplanned and 
undesirable development activity incompatible with the Windom 
comprehensive plan; 

c) resultant traffic increases along CSAH's 13 and 17 in Windom 
would be incompatible with adjoining residential land uses and 
require substantial roadway modifications to accomodate the 
additional traffic. 

Comment 
Work of the TH 60 Citizens Advisory Committee resulted in several 
important features to reduce the costs and impacts of TH 60 
improvements. These include such features as the reduced median design 
to limit prime farmland taking and other acquisition, restoration of' 
portions of existing TH 60 to farmland use under the new alignment 
alternatives, at-grade intersections on the new alignment bypasses of 
Mountain Lake and Butterfield, a shortened new alignment alternative at 
Bingham Lake, and special design considerations at the Heron Lake and 
the Heron Lake electrical substation. 

Comment 
Studies of our trucking operations throughout Iowa, Wisconsin and 
Minnesota have shown that we use our bra~es 20 to 25 times more on two­
lane roadways than we do on four-lane roadways -- not only a cost factor 
but a safety problem. We also know that we run on a fuel consumption at 
least 15 percent better on a four-lane roadway@ 
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