Chapter 7

TRANSPORTATION

I.
INTRODUCTION
One of the essential components of a high quality of life is the mobility- the freedom to go anywhere at any time, and transportation plays an important role.  Mobility affects everything from duration of travel, to air quality, to how land is developed, to the installation of sidewalks on neighborhood streets. 

This Chapter of the Comprehensive Plan shall be referred to as the Transportation Plan; it is developed in order that a total transportation plan is considered.  Such a plan embraces several modes, including automobile, bicycle, pedestrian, rail, public transit, and air.  Other important elements include access management of the roadway system and the goals of this Plan.  Each of these is intended to serve the existing and projected land use patterns and plans within the community. The Transportation component is also designed to complement the Future Land Use (FLU) Plan to ensure that land use and transportation planning are integrated effectively.  The FLU guides development in the City.  It serves as the primary policy document to establish the overall character, extent and location of various  land uses, and serves as a guide to communicate the policy of the Council to citizens, the business community, developers and others. 

This Plan is proposed with the goal of providing a system that accommodates the growth of Cold Spring. As with most plans, it requires continuous monitoring and revision in order to react to presently unforeseen changes in the economy and in the market conditions that foster expansion of the community. This Chapter of the Comprehensive Plan includes a planning level overview of various transportation system components within the City of Cold Spring.  The principal components of this section include:

· Functional Classification System of Roadways;

· Analysis of Existing Transportation System;

· Land Use Impact on Future Volumes;  

· Local, Regional and State Transportation Plans; and

· Transportation Goals and Recommendations.

This element of the Comprehensive Plan is intended to provide guidance for the development of a transportation system that serves the access and mobility needs of the City in a safe, efficient and cost-effective manner.  It is important that the local transportation system is coordinated with respect to county, regional and state plans, and that the system enhances quality economic and residential development within the City.   

II.


Functional Classification System of Roadways 

Roadways are classified based on the type of function they are performing or intended to perform, within and through the City.  The purpose of classifying roadways is to ensure that they provide access in a safe and efficient manner. The classification assists in designing the appropriate roadway widths, speed limits, intersection control, design features (such as weight capacities, street lighting and pedestrian access), accessibility and maintenance priorities.  Land use and development should be taken into account when planning functional classifications and roadway design.  The ideal system is not always possible due to existing conditions, topography or other natural features.  The classification system is intended to be used as a guideline and may need to be adapted as actual roadways are developed.  The Federal Highway Administration (FHWA) has established detailed criteria for all of the different functional classifications.  State and local jurisdictions may also develop criteria for road classifications.

Access and mobility are the two of six key elements in transportation planning.  Mobility is more important on arterials, which requires limited access points onto the arterial roadway.  Access is more important on local roadways, which results in more limited mobility.  Other functional design stages include:

· Main movement



· Transition

· Distribution

· Collection

· Access; and

· Termination

As a part of this Transportation Plan analysis, an inventory of the roadway system is necessary in order to view certain characteristics.  A key transportation goal for road authorities is to attempt to balance mobility (through traffic need) and access (abutting property owner need) functions of roadways.  The concept of functionally classifying a road system provides some guidance and suggests that a complete system should consist of a mix of various types of roads to best address the needs of a variety of users.  Therefore, an ideal system includes major arterials (strictly emphasizing mobility), minor arterials (which emphasizes mobility), collectors (address mobility and limited access) and local (focus on access) streets.  Functional classes of the same roadways may vary in different areas and access management guidelines and roadway characteristics differ depending on the nature of the surrounding land use (i.e. urban, urbanizing or about to become urban and/or rural).  Although, the population in Cold Spring is less than 5,000, for the purposes of this Transportation Plan, all street classifications within Cold Spring are defined as being within an urban boundary (as opposed to urbanizing and/or rural areas).  The functional classification of roadways within the City of Cold Spring are illustrated on Map 7-1.  They are classified as follows: Principal Arterial, Minor Arterial, Major Collector, Minor Collector and Local Roadway.

A. Principal Arterials:  

Interstate 94 (I-94) is classified as a principal arterial and is located 10 miles northeast of City limits. Access is provided through a grade-separated diamond interchange.  I-94 is the major highway of the region providing an improved vehicular link to Minneapolis/St. Paul, Fargo, Chicago, and Milwaukee.  MN State Trunk Highway 23 can also be classified as a principal arterial roadway located within the City.  This highway provides east-west access to the City and was converted to a four-lane highway in 2004.

Principal arterials connect communities with other areas in the state and other states.  Emphasis is placed on mobility rather than land access.   Intersections with principal arterials are usually limited and controlled.  Direct access to principal arterials from local or residential streets is generally not allowed and should be discouraged.  The nature of land uses adjacent to principal arterials is typically of a higher intensity.  Principal arterials are typically spaced every 2 to 3 miles for developing areas and about 10 miles in rural areas.  Principal arterials generally carry 5,000 to 25,000 vehicles per day with rural speed limits of 55 to 70 miles per hour.  Principal arterials as described by the Stearns County Comprehensive Plan and the St. Cloud Area Planning Organization follows:

· Generally carry over 15,000 vehicles per day; 

· Have typical rights-of-way 200 to 300 feet in width; 

· Allow unrestricted commercial truck traffic; Do not allow on-street parking; 

· Have suggested intersection spacing (from centerline to centerline) of: 

· 330 to 660 feet apart in the urban core 

· 2,310 – 2,970 feet apart in urbanizing areas, and, 3,630 feet in rural areas; 

· May employ traffic control devices including interchanges and/or traffic signals, generally spaced at 2,640 – 3,630 feet apart.  

It is noted the Minnesota Department of Transportation recommends principal arterials in rural, exurban or bypass areas feature primary, full-movement intersections spaced at one (1) mile intervals. Mn/DOT does allow for secondary intersections one-half (1/2) mile from primary full movement intersections under certain circumstances.

B. Minor Arterials:  

In Cold Spring, Red River Avenue going through County State Aid Highway (CSAH) 2, may be classified as a minor arterial. 

Minor arterials generally connect urban service areas in developed communities to areas outside. They typically provide access for medium to short trips. Minor Arterials are generally spaced every ½ to ¾ mile apart in metropolitan areas and 1 to 2 miles in developing areas. Minor Arterials are designed to allow traffic to flow at an average speed of 20 to 30 miles per hour during peak traffic times.  Like principal arterials, minor arterials emphasize mobility as opposed to land access. Minor arterials generally connect to principal arterials, other minor arterials and collector streets, but may occasionally connect to some local streets. The nature of land uses adjacent to minor arterials is typically of medium to high intensity in urban and urbanizing areas while land uses in rural areas are typically agricultural in nature. Stearns County suggests access spacing guidelines for arterial roadways (in rural and developing areas) by number of lanes and the presence or absence of a center median. Additional information for the following functional classification has been taken from St. Cloud Area Planning Organization guidelines with review by the City Engineer:
· Generally carry between 5,000 and 20,000 vehicles per day but may carry more/less;

· Have typical rights-of-way 100 to 150 feet in width;

· Driveway access is highly restricted, with drives set back 100 – 160 feet from the outer edge of intersections and set apart 100 or more feet from other access roads/driveways;

· Shared driveways are encouraged whenever possible, with one driveway access per parcel elsewhere when allowed;

· Allow unrestricted commercial truck traffic;

· Heavily restrict on-street parking;

· Have suggested intersection spacing (from centerline to centerline) of:

· ¼ - ½ mile for medium volume roadways (carry between 5,000 and 10,000 ADT) intersecting with non-continuous (cul-de-sac or local streets, typically less than ½ mile in length which may not cross the arterial roadway),

· ½ - one mile for medium volume roadways (carry between 5,000 and 10,000 ADT) intersecting with through streets,

· ¼ - ½ mile for local private residential or business accesses, and, field access should be based on stopping sight distance, drainage and alignment with other access points, but generally one access per 40 acres or ¼ mile;

· May employ traffic control devices including traffic signals, generally spaced one third to ½ mile apart.

C. Major Collector Streets:  


Major Collector streets within the City of Cold Spring include: CSAH 49 (new alignment) and CSAH 50.


The collector system facilitates movement from residential neighborhoods to other residential neighborhoods, to business concentrations and to minor arterials.  Collector roads can have many different characteristics.  Some urban collectors are wide boulevards entering communities or connecting sections.  Others are residential streets, which are typically wider than local roads, although few are wider than two lanes, except in extremely dense areas.  Some small-scale commercial areas can be found on collector roads in residential areas.  Key community functions such as schools, churches and recreational facilities can often be found on residential collector roads.  Collector roads can originate in different ways: most often they have been planned along with the suburban layout, and built especially for that purpose.  Occasionally they can fill gaps in a grid system between arterial roads.  Per Stearns County definition, collector streets typically serve short trips with speeds ranging from 30 to 35 miles per hour and place moderate emphasis on both access and mobility.  Stearns County suggests access spacing guidelines for collector roadways (in rural and developing areas) by number of lanes and the presence or absence of a center median.  Additional information for the following functional classification has been taken from St. Cloud Area Planning Organization guidelines with review by the City Engineer:

· Generally carry between 1,000 and 5,000 vehicles per day;

· Have typical rights-of-way 80 to 100 feet in width;

· Driveway access is restricted, with drives set back 50 – 100 feet from the outer edge of intersections and set apart 330 or more feet from other access roads/driveways;

· Shared driveways are encouraged whenever feasible, with one driveway access per parcel elsewhere when allowed;

· Allow unrestricted commercial truck traffic;

· Restrict on-street parking;

· Have suggested intersection spacing (from centerline to centerline) of:

· 1/16 to 1/8 mile (330 – 660 feet) when collector street intersects with non-continuous (cul-de-sac or local streets, typically less than ½ mile in length which may not cross the arterial roadway),

· 1/4 to 1/8 mile for collectors intersecting with through streets,

· 1/16 to 1/8 mile (330 – 660 feet) for local private residential or business accesses, and, field access should be based on stopping sight distance, drainage and alignment with other access points, but generally one access per 40 acres or ¼ mile;

· May employ traffic control devices including traffic signals or four-way stops, generally

spaced at ¼ to ½ mile apart.

The major collector street system facilitates movement from minor arterials and serves shorter trips within the County.  Major collector streets have equal emphasis on both access and mobility. Collector roads are typically spaced every ¼ to ¾ mile in fully developed areas and ½ to 1 mile in developing areas.  
D. Minor Collector Streets: 

Minor collector streets are typically spaced every ¼ to ¾ mile in fully developed areas.  Minor collectors provide supplementary interconnection among growth rural centers and have emphasis on land access.  Minor collector streets within the City of Cold Spring include County Road 158 (also known as 1st Street South), which runs west from Red River Avenue.

E. Local Streets:  

Neighborhood and community local streets connect blocks and land parcels.  The primary emphasis is on land access.  In most cases, local streets will connect to other local streets and collector streets.  In some cases, they will connect to minor arterials.  Local streets serve short trips at low speeds and carry less than 100 vehicles per day at speeds less than 35 miles per hour.  Local streets generally occur at every block.   Due to the number of local streets, a listing of street names is not included.  

This Plan further distinguishes local street typologies to augment the Functional Classification System.   These typologies have been developed to enable the City to prioritize local streets in terms of their land use context, not just their motor vehicle function.  This overlay may be used as a guide for creating policies related to sidewalk and pedestrian way placement and design. 

i. The Major Local Street is a non collector street segment located in a medium or high density residential, commercial, or mixed use area.  These secondary streets may include limited commercial, but do not have the same level of pedestrian and vehicular activity as collector streets.   In some locations, these streets provide service, utility access to alleys, loading docks, and building service areas for loading and unloading goods, recyclables, and refuse, although it is preferable to have these functions occur off of tertiary streets or alleys.  Sidewalks, landscaping, and street furnishings may be provided on these secondary streets, but they are at a reduced scale when compared to collector streets.  Typically such streets will have one 10 foot wide travel lane per direction, plus on-street parking and can vary from 28 to 36 feet in width.  Special bicycle facilities are not frequently needed, but can be added as space allows and demand supports.  In some locations these streets provide motorists with routes that allow avoidance of arterials for short distance trips in the same corridor.  These streets may provide pedestrians and bicyclists the same relief from heavy, high speed, and loud arterial traffic. School buses may also be routed on Major Local streets.   Sidewalks may be needed along one side of a street if the route provides access to a school, community facility, park or other well traversed route.   In some cases, dedicated bicycle facilities may be provided; however bicyclists are often best accommodated by sharing the street with motor vehicles.  Auto accommodations focus on access and local uses, so low speeds are required.
ii. Minor Local Streets occur in lower density areas and provide access for fronting properties and links to adjacent streets.   These streets are very similar to Major Local streets in form and function.  The distinctive feature of these streets is their nearly exclusive orientation to providing access to residences.  Since residential streets  typically  have low traffic volumes with infrequent travel by large vehicles, all users other than pedestrians can be accommodated within a relatively narrow travelway.  Like Major Local Streets, they provide a way to travel to and from home, connections to local resources, and a shared space in the neighborhood for walking, biking, talking with neighbors and conducting everyday activities. On-street parking is regulated according to need and ROW available.  It may be provided on one or both sides or not at all based on each street’s unique conditions.  Minor streets tend to be 32 to 36 feet in width and have a maximum design speed of 25 mph. They place the highest transportation priority on pedestrian, bicyclist, local motor vehicle, and emergency vehicle access.

iii. Alleys/Service Connectors supplement the public streets by providing valuable building access and loading away from routes with significant pedestrian and vehicular traffic. Alleys are by definition public thoroughfares, less than 30 feet in width, that provide vehicular and pedestrian access exclusively to the side or rear of lots or buildings.  In alleys, vehicular travel is prioritized over pedestrian travel.  Alleys most commonly are  unnamed, are accessed via driveway aprons and do not usually provide separate  areas for pedestrian travel or landscaping. They are designed for very low speed use, principally by homeowners and service vehicles such as delivery vans.  The primary purpose of alleys is to provide locations for loading and parking access to buildings that are not obtrusive to the activity on the adjacent sidewalks and streets.   Other purposes of alleys include providing locations for utilities, enhancing circulation within a block and enhancing firefighting capabilities. Alleys may also be pedestrian routes and could include walkways provided such facilities do not diminish the usability of the alley for the other purposes.  New alleys are usually provided as part of large redevelopment projects, particularly where they can function both as a service drive for buildings on a block, but also as a physical divide that signals a change in the scale or type of buildings within a block. Alleys are also likely to be built with larger townhouse developments in particular to provide access to  “rear-loaded” buildings.   

A summary of the functional classification and typical characteristics following in Table 7-1 on the next page.  

Table 1
Functional Classification Characteristics

	Functional Classification
	Right of Way

(feet)
	Travel Lane
	Paved Lane Width

(feet; face to face)
	Sidewalks
	Bike Path
	Limit Access
	On-street Parking
	Target Speed

(mph)
	Average Daily Traffic Count

	Principal Arterial
	200 – 300 
	2 – 4 plus turning
	Dependent on Established Policies
	Yes, excepting Interstates
	**Based on Suitability Factors
	Yes
	No
	55 – 70


	5,000 to 25,000

	Minor Arterial
	120-150
	2 – 4 plus turning
	
	Yes
	
	Yes
	Yes (restricted)
	30 – 40


	5,000 to 20,000

	Major Collector
	80-100
	2
	
	Yes
	
	Yes
	Yes
	30 – 35 
	1,000 to 5,000

	Minor Collector
	66-80
	2
	
	Yes
	
	As needed
	Yes
	20 – 30
	>1,000

	Major Local
	66
	2
	
	Dependent on Routes and Established Policies
	
	No
	Yes
	=>25
	>1,000

	Minor Local
	66
	1 – 2 (yield)
	8 – 10 
	
	No
	No
	Yes
	=>25
	>500

	Alley/Service Road
	10-20
	1 – 1½ (yield)
	10 – 12 
	No
	No
	No
	No
	>10
	>100


*Target speed is the intended regular operating speed by most motor vehicles.  It is not necessarily the posted speed limit nor the official design speed.

**Suitability Factors include:  Land Use & Location, Physical Constraints and Traffic Operations

III. 

ANALYSIS OF EXISTING TRANSPORTATION SYSTEM

The existing conditions of the transportation system are an important consideration in the determination of future needs.  Discussion of certain existing elements of the roadway, rail and transit systems in Cold Spring follow:

A. Existing Traffic Counts

The Stearns County Highway Department and the Minnesota Department of Transportation have recorded traffic volume information for major roadways within the City of Cold Spring.  Daily volumes are illustrated in Table 7-2 and indicative of 2000, 2003 and 2005 data.  The historic volumes are also indicated and reflect the growth/decline percentage at each location from 2000 to the most current estimate available (2005).  Map 7-2 graphically represents the Traffic Count data.  

Table 7-2

Historic Average Daily Traffic Counts 

	Roadway
	Location
	ADT

2000
	ADT

2005
	Percent Change

	CSAH 2 
	South of City Limits
	1,418
	2,176
	53.5%

	Highway 23
	Between 14th and 8th Avenues
	10,800
	11,859
	9.8%

	Highway 23
	East of 2nd Avenue NE 
	11,800
	12,864
	9.0%

	Red River Road/CSAH 2
	Between Fairway Ave and 10th St NE
	5,014
	6,679
	33.2%

	CSAH 50
	6th Street N to City Limits
	3,394
	4,503
	32.7%


B.
Physical Condition of Roadways

Community survey participants were also asked to identify specific priorities for the improvement of roadways within the community.  The following comments were received in conjunction with the community survey: 

	Are there areas or streets in the community where improvement of the condition or design of roadways should be a priority?
	
	

	CR 50/2 Intersection (22 people)   

	Red River Ave - Main St to Hwy 23 (2 people)

	Route truck traffic south on Cty 2 to Bus. Pk.

	6th St N & 7th Ave N (CC promised to make this a priority 10 yrs ago)

	6th St N floods

	10th Ave N by Mother Theresa Home, dips by man hole

	West of H.S. residential area (street design)

	2nd Ave N (in front of Kiess's old car lot)

	Main St 

	Old Kiess building & east along Main St

	Stop sign at 5th Ave & 2nd St S

	Speeding on 1st St S from Red River to 14th

	GL trails & sidewalks need to be maintained

	Drop off for Middle School (food supplier & Gluek Semis)

	Brewery Creek

	Connect closed off road behind Middle school & St. Boniface

	Cty Rd 2 needs general upgrade (2 people)

	Connect BHH to Fireside Rd

	Open up 2nd St. South

	14th Ave should connect to Hwy 23 (5 people)

	Avenue east of Kiess building

	Stop sign at 14th Ave & 2nd St

	Sidewalks in general (2 people)

	Around Pioneer Park

	Sidewalks from "Y" intersection to elementary (2 people)

	Snow should be cleared better & faster (2 People)

	Should be repaired in a timely manner, not take all summer


       C.  Bicycle and Pedestrian Facilities
With the development of the ROCORI Trail concept and the Cold Spring Walk and Wheel Loop at the Assumption Campus along with several other regional trails throughout the greater area, much has been completed in recent years to facilitate the transportation needs of pedestrians and bicyclists.  

The ROCORI Trail project is a two phase trail project which will connect the communities of Rockville, Richmond and Cold Spring utilizing the Burlington Northern railway corridor.  Phase I would provide for the construction of the trail from the proposed extension of the Glacial Lakes Trail east of Richmond into the eastern end of Cold Spring.  Phase II would bring the trail from Cold Spring along Highway 23 to about Stearns County Road 6 in Rockville and connect to the Sauk River Road at Eagle Park and continue to County Road 6 ending at the Suburban Racquet ball Club.  The construction of Phase I is scheduled to begin in 2010, with hopes that Phase II will begin in that same year. The total length of the trail as it is currently proposed would be approximately 12.2 miles.  Current cost estimates for the project are $941,948 for Phase I and $1,226,310 for Phase II.  A SAFETEA-LU grant for Phase I was approved in 2006 in the amount of $526,964.  In 2007, the DNR was awarded a grant for the span from west of Richmond, through to the beginning of Phase I for nearly $200,000. 

The ROCORI Trail is being designed in the expectation that it will connect to the Glacial Lakes State Trail which is paved from Willmar through Hawick for a distance of about 18 miles; the remaining 22 miles to the east side of Richmond (terminates at 278th Avenue) is undeveloped and has the original railroad stones as a surface.  Additionally, there has been interest in connecting the Rocori Trail to the Lake Wobegon Trail in St. Joseph, which connects to Fergus Falls.  The Stearns County Parks Department is in the process of securing the easement needed for that trail.  Connecting to these two regional trails would be beneficial for residents seeking to have excursions outside our communities, and would bring tourism to the City and region.

Bicycle and pedestrian facilities, however, are not limited to the development of large, regional trails. Local sidewalk linkages, as well as bicycle lanes, routes and paths all play an important role in the transportation network.  Cold Spring’s sidewalks do not cover the entire City but are dispersed in the older, more dense areas of the community, however they do not all connect or extend.  The subdivision regulations do require the installation of sidewalks and/or trails within new subdivisions according to street classification.  Sidewalks are required on both sides of an urban expressway, principal arterial, minor arterial highway or collector streets and along one side of local streets.  Sidewalks and trails within the City of Cold Spring are depicted on Map 7-4. 

Recommendations relative to bicycle and pedestrian facilities follow below:

1. Construct continuous pedestrian facilities along all major streets and highways; these should be direct and interconnect with all other modes of transportation.

2. Provide safe, secure and convenient facilities for pedestrians into and within commercial developments (downtown in particular).

3. Relate sidewalk design to the function and the anticipated amount of pedestrian traffic. Locate sidewalks to take advantage of views and other amenities, when appropriate.

4. Require pedestrian facilities as land is developed based on standards for the street classification; update the Subdivision Ordinance to relate to an established Functional Classification System as provided for within this Plan.  Prioritize areas for future pedestrian ways and include funding within a capital improvement plan.

5. Provide ramps and curb cuts throughout the pedestrian system for physically challenged persons.

Additional information relating to trails is contained within Chapter 10 entitled, “Parks, Trails and Recreation”.

D. Aviation

The St. Cloud Regional Airport operates Mesaba Air link providing six arrives to and six departures to the Twins Cities per day.

[image: image2.emf]
E. Rail
At one point the Burlington Northern Railroad was central to Cold Spring and its associated mining industry.  Today the merged Burlington Northern Santa Fe railway has retained a presence within the community, although that presence has been greatly reduced.  In 2005, Northern Lines Railway (NLR) began operating the 23 miles of branch track leased from BNSF Railway.  The railway remains operational within Cold Spring, but is used only approximately one time per week.  NLR connects with BNSF at St. Cloud and handles approximately 7,200 carloads annually, providing daily switching service to only two customers in Cold Spring, including Cold Spring Granite Company and Wenner Propane.  The lightly used railway is adjacent to Highway 23 occasionally following the Sauk River floodplain.  BNSF mainline tracks extending from the Twin Cities to Moorhead primarily exist within the Mississippi River floodplain throughout the St. Cloud area.  The mainline tracks carry approximately 30-40 trains Amtrak passenger services are available in St. Cloud.
E. Other Transit Service

MTC bus service is not available within the City of Cold Spring. Tri–CAP (Tri-County Action Program) provides transportation services for people in Cold Spring via reservation.  In addition, an established route to St. Cloud includes the City of Cold Spring on Tuesdays.  The bus service is available to the general public with no age or income requirements. All buses are handicapped accessible. Tri-CAP bus service is also available on a scheduled basis every weekday providing reservations are made 24 hours in advance.  A third service offered by Tri-CAP is a volunteer driver service wherein volunteers utilize their own vehicles to deliver passengers to social services at Stearns County or medical appointments in the area. To access this service, passengers are required to have the service recommended by either the County or a medical provider.


Greyhound Bus service is available in St. Cloud, 15 minutes east of Cold Spring.  Executive express service to the Minneapolis/St. Paul International Airport is also available in St. Cloud.  There is a local charter bus service available.  
IV. 
LAND USE IMPACT ON FUTURE TRAFFIC VOLUMES

The analysis of the transportation system of Cold Spring is primarily concerned with the roadway system since that is the principal element through which people and goods are transported.  The preparation of a thoroughfare plan considers many factors including, but not limited to; existing roadways, regional transportation plans (state and county) and future volume projections.

A. Projected Traffic Volumes

The projection of traffic volumes to a future year is highly dependent upon expected development within the City of Cold Spring and the growth area.  Another factor, particularly as it relates to arterial roadways, is the expected increase in through traffic volumes on those facilities.  Those volumes, which may or may not have destination within the City, are dependent upon regional and state growth.  Table 7-3 illustrates projected traffic (average trips/day) based upon land use calculations (acreages needed to support growth versus actual acreages included in the growth boundaries) established in Chapter 5 of the Comprehensive Plan.

Table 7-3

Vehicular Trips Generated By New Development 

	Land Use
	Assumed Density for Volume Projections
	Total Units Assumed
	Daily Trip Rate per Unit
	Estimated Daily Trips

	Residential–Low  Density (Single & Three Family Residential, Including Manufactured Homes)
	1.87 units per acre
	240
	10.0/DU
	2,400

	Residential – High Density*
	8.31 units per acre
	23
	7.0/DU
	161

	Commercial/Industrial
	198
	--
	55/ac
	10,890

	
	Sub Total Additional Trips
	13,451

	Assume 50 percent of the Highway Commercial Trips are Pass-By or Dual Purpose Trip Types

	
	Total Net Additional Trips


	6,725


· Assumes 85% of new households low density & 15% of new households high density

· The assumed land use traffic generation is developed by application of trip generation rates in the Institute of Transportation Engineers (ITE) report title Trip Generation, 7th Edition, 2003.

The calculations for the new development assumptions indicate approximately 6,700 additional daily vehicle trips could be generated by projected land uses within the City by the year 2030.  Although these trips will be spread out across the entire roadway system, roadways primarily being impacted are expected to include: Highways 23, 2, 50 and 158.
Table 7-4 lists traffic counts for specified roadways within Cold Spring in 2005 compared with those projected for 2025.  These numbers should be updated as more recent counts are made available from MNDOT or Stearns County.  

Table 7-3

2025 Projected Traffic Volumes

	Roadway
	Location
	2005 ADT
	2025 Projection

	CSAH 2 
	South of City Limits
	2,176
	     3,264 

	Highway 23
	Between 14th and 8th Avenues
	11,859
	    17,789 

	Highway 23
	East of 2nd Avenue NE 
	12,864
	    19,296 

	Red River Road/CSAH 2
	Between Fairway Ave and 10th St NE
	6,679
	    10,019 

	CSAH 50
	6th Street N to City Limits
	4,503
	     6,755 


        
Source:  Stearns County standard projection rate (1.5). vs. Traffic Analysis Zones (TAZ).  Volumes may be higher based on proposed new land uses in this Comprehensive Plan. 

B.  Access Management

The management of access along roadway systems, particularly arterial and collector roadways is a very important component of maximizing the capacity of a roadway and decreasing the crash potential along those facilities. Arterial roadways have a function of accommodating larger volumes of traffic and often at higher speeds.  Therefore, access to such facilities must be limited in order to protect the integrity of the arterial function.  Collector roadways provide a link from local streets to arterial roadways and are designed to provide more access to local land uses since the volumes and speeds are often lesser than arterial roadways.  

The Minnesota Department of Transportation reports that studies have shown that as the density of accesses increase, whether public or private, the traffic carrying capacity of the roadway decreases and the vehicular crash rate increases.  Businesses suffer financially on roadways with poorly designed access. Well-designed access to commercial properties supports long-term economic vitality. 

As with many transportation related decisions, land use activity and planning is an integral part of creation of a safe and efficient roadway system. Land use decisions have a major impact on the access conditions along the roadway system. Every land use plan amendment, subdivision, rezoning, conditional use permit or site plan involves access and creates potential impact to the efficiency of the transportation system. Properties have access rights and good design will minimize the deleterious effect upon the roadway system.  Access management is a combination of good land use planning and effective design of access to property.

The granting of access in the City of Cold Spring is shared by the City, Stearns County and by MnDOT, with each having the permitting process responsibility over roadways under their control. 

The guidelines are presented for functionally classified arterial and collector roadways without reference to the jurisdiction over these roadways. The basic references for the spacing guidelines are MnDOT guidelines. The access guidelines are presented in Table 7-5, which follows. The stated values are meant to be “minimum” values. It is also recognized that some existing connections, both public and private, may not meet these guidelines. It is also recognized that, due to various circumstances, access may need to be granted that cannot adhere to these guidelines.  

Table 7-5

MnDot Recommended Access Spacing  
	Functional Class
	Median Treatment
	Existing and Proposed Land Use
	Typical Posted Speed (MPH)
	Full Median Opening Spacing (Miles)
	Minimum Signal Spacing (Miles)
	Spacing Between Connections (Feet)**

	Principal Arterial


	Divided
	Rural

Urban

Urban Core
	65

>=45

<45
	1

½

¼
	1

½

¼
	1320

1320

440

	
	Undivided
	Rural

Urban

Urban Core
	55

>=45

<45
	NA

NA

NA
	1

½

¼
	860

860

440

	Minor Arterial 


	Divided
	Rural

Urban

Urban Core
	55

>=40

<40
	½

½

¼
	½

½

¼
	820

490

275

	
	Undivided
	Rural

Urban

Urban Core
	55

>=40

<40
	NA

NA

NA
	½

½

¼
	820

490

350

	Collectors

Highway
	Divided
	Urban

Urban Core
	>=40

<40
	¼

1/8
	¼

1/8
	435

275

	
	Undivided
	Rural

Urban

Urban Core
	55

>=40

<40
	NA

NA

NA
	½

¼

1/8
	585

435

310


Source: MnDOT

*Distances are based upon spacing between connections (major roads, local public streets and private driveways. Distances are minimum and greater spacing is beneficial.

C. Traffic Calming 

During the past few years, traffic calming in residential areas has been a hot topic.  In the very near future, it is expected that calming may be a technique that could spread to collectors and arterials and in some areas of the country, traffic calming of collectors is being pursued.


Traffic calming is a popular way of addressing various traffic aspects on residential streets.  It allows interested citizens to voice their opinions on what they don’t like, and to suggest improvements. Traffic calming can be a viable approach to decreasing volume and speed problems on residential streets. Residential traffic calming and traditional neighborhood designs are tools that can be used to help address the complex demands for more livable communities.  The goal of moving traffic efficiently and safely and, at the same time, providing more “comfort” in our communities is bringing together the many various elements used when analyzing roadways. This concept of bringing together various transportation planning and design features is called harmonization.


There are many residential street traffic-calming techniques being used throughout the United States.  Some are successful and some are not.  A wide range of traffic calming techniques has been used over the years. They range from physical changes to the roadway system to traffic control techniques that use signing and/or pavement markings.  It may be beneficial for the City to research the integration of traffic calming techniques into the residential areas as a means of promoting safe and efficient traffic movement.  The street arrangement adjacent to the Business Park may be an area where traffic calming techniques could alleviate commercial traffic from entering residential areas.

D. Existing Traffic Conflicts

There are two basic types of traffic conflicts within Cold Spring:

Capacity Problems  — Capacity problems occur where the existing roadways and intersections are operating at or close to capacity during peak hours. CSAH 2 and CSAH 50 is one of the locations experiencing capacity problems today (Stearns County is evaluating plans to address capacity and traffic movement at this intersection). County Road 2 and Highway 23 also experiences capacity problems. 

Conflicts in Functional Classification — There are two types of conflicts in functional classification: (1) an arterial being used to provide direct access to residences via driveways or numerous residential streets; and (2) a collector road or a residential street being used by through traffic. 

The City should seek to avoid the construction of neighboring residential subdivisions or commercial developments that have no shared circulation. The lack of a network of through connections forces all car trips out onto the few existing collectors. Over time, these roads become overburdened. New subdivisions, particularly residential in nature, should have through street connections with existing neighboring subdivisions. This kind of road network disperses the impact of traffic, preserves the character of the existing collector roads, and encourages more social interaction between subdivisions.

E. Safety and Accident Analysis

Analyzing accident data is crucial to understanding safety trends, designing strategies to combat safety problems, and evaluating impact on safety measurement.  Improving transportation safety requires a good data-analysis system with easy data extraction processes and analytic capabilities. Currently the City has not developed an accident data program.  Using accident data collected by law enforcement agencies and annually compiled by the Minnesota Department of Public Safety, the City may wish to seek to develop a GIS map showing locations of all accidents on roadways.  For the purpose of this Plan the following areas have been identified by the Cold Spring Police Department as traffic hazard areas based upon local knowledge of the area and accident information from the past five years.  

· Intersection of Highway 23 and Red River Avenue caused by high traffic volume

· Intersection of Red River Avenue and Main caused by high traffic volume

To address the areas identified above, a closer examination of each segment should be explored.  This could include a calculation of accident and severity rates and comparison of these rates to average rates from various agencies or MnDOT.  The Federal Highway Administration (FHWA) Hazard Elimination Safety (HES) program criteria require that four or more accidents per mile be correctable.

V.
Transportation Plans

The thoroughfare plan for the City in conjunction with the land use plan and other infrastructure plans, provides a guideline for which growth can be accommodated in a reasonable fashion and existing issues regarding transportation can be addressed.  Local, regional and state transportation plans follow below.

A. City Plans

Local street improvement projects which have not been identified within the City’s Capital Improvement Plan.  However, projects that may be completed within the next five years based upon the Public Works Director’s recommendations include:  

· 4th Street North at Veterans Park/County Road 50 – Reconstruction

· 2nd Avenue, Main to 2nd Street - Reconstruction, add curb, gutter, storm and retention basin

· Main Steet (south side), 1st Street to Bridge – Reconstruction

· Main Street East, Highway 23 to Bridge – Reconstruction, curb, gutter and sidewalks

B. County Plans

The 1998 Stearns County Comprehensive Plan identifies transportation issues on a county wide basis.  Additionally the Plan called out three special study areas which include one area in Melrose and two areas within Cold Spring:  

· CSAH 2/CSAH 50 Intersection - Two alternative intersection configurations were analyzed to determine the best possible level of service.  One alternative was to convert the intersection to an all way stop and the other alternative studied the impacts of realigning southbound CSAH 2 so that it tees into CSAH 2/CSAH 50, thus making the existing location of the stop sign consistent with the intersection configuration.  The final recommendation was to relocate the stop sign from southbound CSAH 2 eastbound CSAH 50 and installing a northbound bypass lane.

· North-South Collector route – The lack of a north-south collector route to the west of CSAH 2 was reviewed in conjunction with the TH 23 improvements and access changes.  The Plan recommended an additional north-south route that connects to TH 23 on the west part of Cold Spring would address the circulation problems on CSAH 2 and Main Street in downtown.  It noted that if Stearns County were to participate in the construction of this route, CSAH 158 should be considered as a transfer to the City.  The recommendation included that the City consider protecting the right-of-way for the extension of 14th Avenue North to CSAH 50 by setting guidelines for access and setback along 14th Avenue North to maintain higher mobility function for county routes.  This would connect to the extension of 14th Avenue North to TH 23, thereby serving as a parallel route to CSAH 2.  
The following projects were included within the 2007 Five Year Road Program: 

	Project Area & Description
	Year Scheduled
	2007 CIP  Amt.

	CSAH 49 – New Alignment (in River Links)
	2010
	$1,010,000

	CSAH 50 – Realign 1st Street South to CSAH 50
	2011
	$700,000


The 2007 Stearns Comprehensive Plan illustrates transportation issues according to type and status.  Within Cold Spring issues have been identified as “addressed” – Hwy 23 and “remains an issue” – North CR 50.

C. State Plans

In 2005, MNDOT completed the final stage of a divided four-lane expansion of the 7.5-mile Highway 23 corridor between Cold Spring and Richmond, which was completed at a cost of $32 million.  This project included a bridge reconstruction.  There are no MnDOT projects affecting Cold Spring included in the Department’s capital improvement plan at this time.  

Figure 2

Highway 23 Corridor Improvements

[image: image1.emf]
Source:  MnDOT

D. Transportation Funding


There are a number of various funding mechanisms available to support transportation projects these include but are not limited to the following:

1. Federal Funding.  Cold Spring may apply for federal funds for highways through the Surface Transportation Program of the Federal Highway Trust Fund, through MnDOT’s District 3B.   Solicitation occurs approximately every two years, with federal funding covering 80% of a project cost. Types of projects funded include highway reconstruction, safety projects, trails which are part of a project, transit and park-and-ride projects.

2. MSAS System. The State of Minnesota, through the gas tax and license fees, collects funds to be used to construct and maintain the State’s transportation system.  Most of the funds collected are distributed for use on the State’s Trunk Highway (TH) system, the County State Aid Highway (CSAH) system and the Municipal State Aid Street (MSAS) system.  Of the funds available they are distributed 62% TH, 29% CSAH and 9% MSAS.  When a City’s population goes above 5,000 they become eligible to receive a portion of the MSAS funding.  

3. MnDOT Cooperative Funds.  The State of Minnesota has funds available to assist with cooperative projects which increase safety and mobility.  
4. The FHA’s Safe Routes to School is a new program in the federal transportation bill, SAFETEA–LU, designed to improve the conditions and quality of bicycling and walking to K-8 schools.  The goal of the program is to reverse the 30 year decline in the numbers of children walking to school and reintroduce opportunities for regular physical activity.  Eligible infrastructure projects are planning, design, and construction of infrastructure-related projects that will substantially improve the ability of students to walk and bicycle to school.
5. Minnesota Railroad-Highway Grade Crossing Safety Improvement Program.  This program is available to increase the safety at at-grade railroad crossings.  Funds may be used for the installation of warning devices, signal installation and upgrades, signs and pavement markings, crossing closures, roadway relocations, lighting, crossing alignments and grade improvements and grade separations.  

6. MN Department of Natural Resources Grants.  Various federal and state grants are available for the development or reconstruction of trails.  Typically grants require a 50% match and illustration that the trail is not only of local importance but also of regional significance.  Grant programs through the DNR for trail projects include the Federal Recreational Trail Grant Program, Regional Trail Grant Program, Outdoor Recreation Grant Program, and Local Trail Connections Program.

7. Development Control.  Developers may be required to fund the entire cost of minor and major collector streets, as well as local streets as a part of their development fees.

VI. Transportation Goals and Recommendations 

The thoroughfare plan for the City in conjunction with the land use plan and other infrastructure plans, provides a guideline for which growth can be accommodated in a reasonable fashion and existing issues regarding transportation can be addressed.  The transportation plan consists of a map illustrating potential roadway projections and a written discussion regarding transportation issues and goals.  Map 7-4 (at the close of this Chapter) illustrates functional classifications and potential roadway projections as previously itemized within this Chapter.  It is important to note the attached map is for illustrative purposes only and not intended to constitute an official transportation map.  The City of Cold Spring, in order that a safe and efficient transportation system can be provided, is committed to adherence to the following goals.  Such goals are dependant upon the ability to finance the elements needed to improve safety and mobility for the citizens and businesses of the community.  The following lists the goals of the overall transportation system.  

A. T.H. 23 Corridor
1. Official Map.  In the context of regional transportation planning and to most efficiently provide for the development of future roadways, intersections and interchanges, the City should develop an official future transportation map and plan depicting future intersections with T.H. 23 and the extension of existing or future collector streets especially adjacent to 14th Avenue.  In addition, the Transportation Plan should reflect spacing guidelines consistent with urbanizing and rural development factors (possibly as represented by Stearns County recommended access management guidelines), projecting future volume/capacity analysis and outlining an improvement schedule and revenue streams.

2. Access Management.  T.H. 23 serves as a primary route moving moderate and long distance travelers to and from I-94, Cold Spring and other communities or points of interest.   Although it is likely future uses with highway visibility will attempt to capitalize on traffic volume, T.H. 23 shall remain of primary importance to commuters traveling to destinations either within or external to the area. Therefore, transportation officials should continue to promote integrity of T.H. 23 as a mobility corridor in urbanizing (adjacent to existing intersections) or rural areas guided by Mn/DOT or County recommended access management guidelines.

3. Frontage Roads.  To further protect the integrity of the T.H. 23 corridor and the safety of the public, the City shall consider implementing a frontage road system in areas adjacent to T.H. 23 guided toward commercial and/or industrial development.

Specifically, the City should ensure that building activity and site improvements for the businesses located south of T.H. 23 east, and west of County Road 140 do not adversely impact the ability to continue the future extension of the frontage road located at the rear of Schwieters Chevrolet.

4. Improve Entrance Appearance.  The City should promote the T.H. 23 entrance to Cold Spring from east and west as a high quality, aesthetically pleasing corridor which creates a distinctive impression of the City.  Distinguishing architectural design, quality building materials, limited outdoor storage, preservation of existing environmental features and civic entrance monuments of superior quality should be emphasized.

5. Development Along Corridor.  In addition, the City should consider the implementation of strict environmental protection and enforce building design standards for development adjacent to the T.H. 23 corridor in order to enhance the corridor as a quality entry point to the City of Cold Spring.  

6. Pedestrians.  The City should promote safe pedestrian crossing of T.H. 23.   

7. Safe Intersections.  The City should actively work with other transportation entities to investigate and promote vehicular safety at intersections with T.H. 23, including but not limited to reviewing warrants for intersections with TH 23 on an annual basis.   

B. Collector Streets

The location of community collector streets is a major determinant of what land use patterns will look like.  Potential future collector streets have been identified on Map 7-3.  The location of these collector streets has been based on recommended spacing of collector streets, land uses, topography and existing roadways. It is important to note the attached map is for illustrative purposes only and not intended to constitute an official transportation map.

Specific Policies/Recommendations:

1. Planned Growth.  Future growth patterns shall correspond to existing community collector streets where possible.  The spacing of future community and neighborhood collector streets should balance a strong need for mobility with a lesser need for land use access.  

2. Traffic Control.  Collector streets shall be designed to provide continuity and prudent access to minor and principal arterials.  Since the primary purpose of collector streets is to provide large volumes of through traffic with a high level of mobility, continuity is critical.  Intersections should be controlled with cross street stop signs or traffic signals.  Stop signs should not be used to stop traffic on collector streets except for intersections with other collector or arterial streets.  Each segment of the collector street system should be designed to satisfactorily perform its specific role within the overall transportation system.  

C. Local Streets

Local streets primarily function to serve residential neighborhoods and other areas of lesser daily traffic volumes.  The extension and/or spacing of future local streets should promote excellent access to lower intensity land uses and discourage excessive vehicle speeds.  Local streets should not be used for on-site traffic circulation which should be accommodated off the right-of-way (for circulation within a parking lot for example).

Local streets should be laid out to permit efficient plat layout while being compatible with the area’s topography, municipal utility plans and environmental constraints. 

As the street system continues to expand, street maintenance such as snowplowing, grading rural roadways, dust coating, routine maintenance, etc. will become increasingly important issues.  Additional street construction will either increase contracted labor expenses or necessitate an expansion of the City’s services provided by the municipal public works department.  Prior to approving proposed subdivisions, consideration should be given to the City’s ability to provide municipal services, facilities and equipment for snowplowing, street grading, minor street repair, dust-coating, etc. on either a contracted or staff basis.

Additional vehicle trips generated by proposed development and dispersed over the existing roadway system shall be examined relative to the capacity of existing roadways to accommodate increased traffic.  

Specific Policies/Recommendations:

1. Traffic Calming.  Traffic calming alternatives should be explored to provide a viable approach to decreasing volume and speed problems on residential streets.

2. Utility/Street Reconstruction.  To avoid duplicate costs the City should continue to correlate future road construction/reconstruction with municipal utility construction and reconstruction. 

3. Utility Notification. The City should advise private utility service providers of proposed urban subdivisions and/or construction/reconstruction project to ensure efficient construction/repair/replacement of services including natural gas, electrical and telephone facilities.    

D.
Future Roadways/Land Use

The various sized roadways form an interrelated network which can easily either benefit or detract from the community.  When determining the size, location and timing of construction of roadways, an essential function of a City, the following principals shall be considered:  Land uses that generate heavy traffic loads require efficient access and should be located near roadways designed to carry heavy volumes, such roadways shall be designed to carry heavy volumes and provide mobility rather than land access.  Conversely, land uses which generate very little traffic and do not benefit from through traffic (i.e. residential uses) should be located away from the noise, pollution and bustle of roadways designed to carry heavy traffic volumes. 

In the context of regional transportation planning and to most efficiently provide for the development of future roadways, the City should develop an official future transportation plan and map examining:

· The capacity of existing streets and the timing of improvements/reconstruction based on threshold increases in vehicle trips;

· The projected costs of said improvements/reconstruction;

· Depicting future collector street corridors which reflect spacing guidelines consistent with urbanizing and rural development factors;

· Projected municipal costs associated with the identification of collector street corridors, right of way acquisition, etc.      

The City should consider the incorporation of access management guidelines for local and collector streets within its Subdivision Ordinance.     

E.
Roadway Infrastructure

As the street system continues to expand, street maintenance such as snowplowing, seal coating, routine maintenance, etc. will become increasingly important issues.  Additional street construction will either increase contracted labor expenses or necessitate an expansion of the City’s services provided by the municipal public works department.  Prior to approving proposed subdivisions, consideration should be given to the City’s ability to provide municipal services, facilities and equipment for snowplowing, seal coating, etc. on either a contracted or staff basis.

Additional vehicle trips generated by proposed development and dispersed over the existing roadway system shall be examined relative to the capacity of existing roadways to accommodate increased traffic.  

The City’s Capital Improvement Plan should contain elements for new construction, reconstruction and scheduled upgrading of the street system.  Scheduled maintenance should be included in annual budgets.  Street maintenance should include routine patching, crack filling, storm sewer cleaning and aggressive sweeping.  The City should implement a schedule for roadway maintenance and reconstruction (e.g. seal coating two years after construction, every seven years thereafter; complete reconstruction or mill/overlay every 15-20 years).

To avoid duplicate costs the City should correlate future road construction/reconstruction with municipal utility construction and reconstruction.  In addition, the City should advise private utility service providers of proposed urban subdivisions and/or construction/reconstruction project to ensure efficient construction/repair/replacement of services including natural gas, electrical and telephony facilities.  

F.
Transit/Alternate Modes of Transportation

To diminish/prevent congestion in the T.H. 23 area, the City should encourage alternate and/or integrated transportation methods which are less dependent on motor vehicles.  The City could promote and encourage walking and biking as alternate transportation methods.  The City should strive to promote and provide park and ride facilities near T.H. 23 as a means of encouraging car-pooling and ride sharing.  As the population ages and diversifies, bus service will become an important amenity in the community and should be promoted.  Special attention should be given to improving pedestrian access, movement and crossings throughout the downtown and urban neighborhoods to provide both convenience and safety.

G.
General Objectives

There are a variety of policies and recommendations that are general in nature, with the objective of addressing within the time period covered by this Comprehensive Plan certain specific transportation deficiencies that presently exist.  Although they may be of equal importance to the other objectives in this chapter, they are listed here.

1. Access Improvements.  Maintain safe and effective accesses to properties for all land uses.  With the objective of  

A. Shared access.  Maximize the number of shared accesses serving multiple businesses.  NOTE: Hardees/Carquest and Quarry Cinema/Lindell property are two good examples of this application.

B. Identify concerns.  Develop an inventory of specific access concerns that ought to be addressed over time, so that information is readily available should individual site development plans arise.

C. Access improvements.  As opportunities arise, particularly through land use approvals, eliminate or modify (as appropriate) accesses that are counter to safe and efficient transportation objectives.

D. Access design.  Carefully review access proposals as part of site approvals for development projects and aggressively ensure that developers have followed through with access conditions established by the City.

2. Fireside Road.  Be open to opportunities to provide legitimate access from Fireside Road to adjoining public roadways, for the sake of improved traffic flow.

3. County Road 2/Hwy 23.  Improve traffic movements and eliminate excessive stacking for southbound traffic at the intersection of County Road 2 & T.H. 23.

4. Inter-jurisdictional.  Maximize planning efforts between the City and other governmental entities, with the objective of coordinating transportation routes that provide a seamless system for the public. 

A. Wakefield Township.  To the extent practical, ensure that there are logical connections of roadways which are under the jurisdiction of these two entities.

B. Stearns County.  Garner input from Stearns County when development activity on individual lots has the potential to impact County transportation systems.  Also, work jointly with Stearns County to gradual implementation of shared transportation route improvements.

5. Private roadways.  Prohibit the creation of private roadways, which function essentially as public streets.
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