CHAPTER 5: TRANSPORTATION
5.1 Introduction & Transportation Plan Objectives
The purpose of the City of Brooklyn Park Transportation Plan is to identify existing and
future transportation needs, describe the transportation system that is needed to sustain
development and define the implementation process for the required improvements.
The Plan will allow the City to appropriately guide land use development patterns, to take
necessary steps to acquire or preserve the rights-of-way needed for future transportation
facilities and develop a staging and funding plan for the construction of these
transportation facilities.
The transportation system in the City of Brooklyn Park is based on previous
Transportation Plans. This updated plan will ensure that the transportation system will
continue to meet the City’s future needs. The objectives of the Transportation Plan are:
▪
▪
▪

To provide for a multi-modal integrated transportation system that will
serve the needs of City’s residents, employers, workers, and visitors.
To support the City’s development and redevelopment plans.
Compliment the metropolitan transportation system that lies within the
City’s boundaries.

5.2 Regional Context
The City of Brooklyn Park covers approximately 27 square miles and is located in Hennepin
County, northwest of downtown Minneapolis (Figure 5.2). The City is completely within
the Metropolitan Urban Service Area (MUSA) that defines the area where the
Metropolitan Council encourages urban development, however, the City has followed a
managed growth plan over the past several decades.
As a result of a long-standing growth management policy, the agricultural community that
once defined Brooklyn Park has evolved into a residential community. The southern and
eastern parts of the City are mature and suburban in character. The majority of
Northwestern Brooklyn Park, generally north of TH 610 and west of Winnetka Avenue,
remains rural in character. Urban and suburban style development is expected to fill in
this area within the next twenty years. In addition, the City has extensive industrial and
commercial districts.
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5.3 Roadways
5.3.1 Existing System
The existing street and highway system of the City of Brooklyn Park is presented
in Figure 5.3.1A. Several metropolitan highways provide Brooklyn Park with
access to the Twin Cities metropolitan area and to Greater Minnesota. These
roadways include Interstate 94/694 in the southern portion of the City; Trunk
Highway 169 along the western edge of the City; Trunk Highway 252 across the
eastern portion of the City, and Trunk Highway 610, located in the northern
portion of the City. Several County State Aid Highways within the City provide
both east-west and north-south connections with the adjacent communities and
link to trunk highways. The City currently has 84 traffic or pedestrian signals as
depicted in Figure 5.3.1B. Figure 5.3.1C illustrate the current number of lanes on
principal and arterial roadways within the City.
As increased development occurs, transportation improvements to the existing
system will be needed to provide continuity, system capacity, and sufficient
access to developing areas. Figure 5.3.1D shows the number of traffic lanes
planned by 2040 to prepare for these developments. The recent completion of
TH 610 to I-94 and the reconstruction of TH 169 north of County Road 81 provide
the northwestern portion of the City and the Twin Cities region with a significant
increase in roadway capacity and substantially alter existing travel patterns
within the corridor and the City. Note that TH 610 is ultimately planned to
include another interchange at I-94 in Maple Grove to provide for traffic
oriented to and from the south (east) on I-94 and also a connection to CSAH 30
to the west of I-94. These connections will likely result in even more traffic
volume on TH 610 through Brooklyn Park. Figure 5.3.1E illustrates existing traffic
volumes on Principal and A-Minor Arterials within the city.
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5.3.2 Functional Classification System
The designated function of a roadway is defined by the role it plays (mobility and
access) in servicing the flow of trips through the overall network. The
Metropolitan Council has established detailed criteria for all of the different
functional classifications.
The intent of a functional classification system is to create a hierarchy of roads
that collects and distributes traffic from individual properties in neighborhoods to
the metropolitan highway system. In doing so, the functional classification system
should also account for physical constraints to continuity, such as rivers. Arterial
roadways should serve significant trip generators such as large employment and
commercial centers. Collector routes should serve residential uses and areas of
relatively low demand. This is the relationship between the land use plan and
transportation plan.
The existing functional classification system is based upon the 2017 Metropolitan
Council Functional Classification map and supplemented with additional collector
routes based on Brooklyn Pak’s current Transportation Plan (see Figure 5.3.2). The
proposed roadway system should be consistent with the anticipated full
urbanization of Brooklyn Park by 2040.
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5.3.3 Principal Arterials
Principal arterials are the highest roadway classification and are considered part
of the metropolitan highway system. Their purpose is to connect the region with
other areas in the state and other states and the central business districts of
Minneapolis and Saint Paul with each other and with other regional business
concentrations in the metropolitan area. Principal arterials strictly emphasize
mobility over land access and are usually spaced at 3-6 miles apart (N/S and E/W)
in developed areas such as most of Brooklyn Park.
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Principal arterials are generally constructed as limited-access freeways in the
developed area, but may also be constructed as multi-lane divided highways (or
expressways). The Metropolitan Council’s functional classification plan includes
Interstate 94 and Trunk Highways 169, 252, and 610 as principal arterial roadways.
The following briefly describes existing principal arterial routes in Brooklyn Park:
Interstate 94. I-94 connects the Twin Cities metropolitan area with multiple other
major cities and states to the east and west. Within the state, I-94 connects to St.
Cloud and areas further north and west, such as Alexandria and the FargoMoorhead area. The nearest parallel facilities are TH 55, approximately six miles
to the south, and TH 610 approximately 3.5 miles to the north. I-94 is a freeway
with limited access provided at interchange locations.
Trunk Highway 169. TH 169 is an important regional highway serving a variety of
state-wide transportation needs, ranging from the movement of agricultural
goods in southern Minnesota to access to tourist and recreational amenities in
northern Minnesota. TH 169 also has significant continuity and services several
other states to the south of Minnesota. Within the Twin Cities metropolitan area,
TH 169 is one of the significant north-south routes, crossing the Mississippi River
to the north at Anoka/Champlin and the Minnesota River to the South
(Bloomington/Shakopee). TH 169 is a freeway through most of Brooklyn Park
transitioning to an expressway to the north of TH 610.
Trunk Highway 252. This roadway provides a high speed/high volume northsouth connection between I-94 and TH 610. It serves as the second north-south
principal arterial in Brooklyn Park and it’s proximity and connection to TH 610 and
the Mississippi River crossing results in it serving substantial traffic to and from
Anoka County and beyond. Trunk Highway 252 is a divided expressway with six
signalized, at-grade intersection approximately every half-mile.
Trunk Highway 610. This four-lane freeway was completed in 2016 between TH
252 and I-94 (to and from the west) in Maple Grove. It connects to TH 10 and I35W to the east and provides another northern bypass route of the Twin Cities
Area in addition to I-694. TH 610 is ultimately planned to include another
interchange at I-94 in Maple Grove to provide for traffic oriented to and from the
south (east) on I-94 and also a connection to CSAH 30 to the west of I-94.
5.3.4 Minor Arterials
Minor arterials emphasize mobility over land access and connect cities with
adjacent communities and the metropolitan highway system. Major business
concentrations and other important traffic generators are often located along
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minor arterials. In the metropolitan area, minor arterials are divided into two
classes: A-Minor and B-Minor arterials. Minor arterials are typically spaced one
mile apart in developed areas.
A-Minor Arterials. The Metropolitan Council has identified A-Minor arterials that
are of regional importance because they relieve, expand, augment or connect the
principal arterial system. The vast majority of A-Minor arterials within the city are
Hennepin County facilities. Sub-classifications of these roads have been
categorized as follows in Table 5.3.1A:

Table 5.3.1A Table of A-Minor Arterial Types
Type
Relievers
Expanders
Definition Relievers provide
Expanders connect
direct relief for
developing areas
metropolitan
outside the
highway traffic.
Interstate 494/694
Roadway
Examples

Brooklyn Boulevard
93rd Avenue.

ring.
Bottineau Boulevard
(north of I-94)
85th Avenue

Augmenters
Support Principal
Arterials within the
494/694 beltway.

Connectors
Connects town
centers.

Bottineau Boulevard
(south of I-94)

None in Brooklyn
Park

B-Minor Arterials. The Metropolitan Council defines or considers all minor
arterials other than A-Minor arterials as B-Minor arterials. These roadways
typically serve a city-wide function by providing mobility for medium-length to
long trips. Existing B-Minor arterials in Brooklyn Park include Jefferson Highway,
109th Avenue, Boone Avenue, 63rd Avenue and Zane Avenue (south of Brooklyn
Boulevard). These roadways typically provide more land access than A- Minor
arterials and are usually city owned and maintained.
5.3.5 Major (Class-I) Collectors
Major collector roadways serve shorter trips (1-4 miles) and provide access from
neighborhoods to the arterial system. They supplement the arterial system and
mobility and land access are of equal importance. They are typically lower-volume,
lower speed than arterial facilities. Collectors are typically spaced approximately
½ mile apart (N/S and E/W) in developed suburban areas like Brooklyn Park.
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5.3.6 Minor (Class-II) Collectors
Minor collectors are shorter in length and lower in volume than Major collectors.
They also serve lower-volume areas such as residential neighborhoods and
provide greater access to adjacent land uses than Major collectors.
5.3.7 Local Roadways
Local roadways provide access to private property from the minor arterial and
collector system. The City policy is that local roadways in developing areas and
some collector roadways are constructed by the developers through the platting
process.
Local streets (either residential, commercial, or industrial) should be
interconnected to the fullest extent possible. Cul-de-sacs should be used only to
access small areas that could not otherwise be served without environmental
impact or loss of parcels. The design function of local roadways is to provide
access.

5.3.8 Private Roadways
The City has several private roadways in both residential and business settings.
Private roadways are typically created so that certain zoning setbacks are not
required, a higher quality of design or amenity is implemented, or for privacy
reasons. The City policy is that all private roadways must be built to public
roadway construction standards to ensure durability and reliability. Maintenance
of private roadways is the responsibility of the owner of the roadway, typically a
residential neighborhood association or business.

5.3.9 Recent Roadway Improvements (Since 2008 Plan)
Several roadway improvements were made since the 2008 Transportation Plan
was prepared. Following are descriptions of the most notable construction or
reconstruction projects since 2008:
Trunk Highway 610. Trunk Highway 610 opened for traffic as a four lane freeway
between TH 169 and I-94. The segment between TH 169 and CSAH 81 was
completed in 2011. The segment between CSAH 81 and I-94 was completed in
2016. The System Interchange at TH 169 and TH 610 was upgraded to a full
cloverleaf design.
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TH 169 / CSAH 81 / CSAH 109 Triangle Area. The Triangle Area interchange
project was completed in 2011. This project upgraded TH 169 to a four lane
freeway through 85th Avenue, created a tight diamond type interchange at the TH
169 / 85th Avenue junction with direct connections between SB TH 169 and SB
CSAH 81 and NB CSAH 81 and NB TH 169, eliminated two of the highest crash cost
intersections within the state and the most hazardous at grade rail crossing in the
state.
TH 169 / 93rd Avenue Interchange. This project removed the at grade signal at
93rd Avenue and constructed a half interchange at the TH 169 / 93rd Avenue
junction with access provided to and from the south. The project was completed
in 2013.
Bottineau Boulevard (CSAH 81). The CSAH 81 project reconstructed Bottineau
Boulevard to a six lane urban roadway with exclusive turn lanes between 62nd
Avenue and 71st Avenue (CSAH 8) in Brooklyn Park. This project included
modifications to the I-94 WB off ramp and extending the Crystal Lake Regional
Trail along the east side of CSAH 81. The extension to 71st Avenue was completed
in 2017.
109th Avenue. The segment between Idaho Avenue and Winnetka Avenue (CSAH
103) opened for traffic as an urban 3 lane roadway in 2010.
Oxbow Creek Drive. The Major collector was extended from Winnetka Avenue to
new Xylon Avenue in 2016.
Decatur Drive. A new 3 lane urban Major Collector type roadway was constructed
between Jefferson Highway and 93rd Avenue (CSAH 30) in 2015.
Tessman Parkway. The fourth leg to the Century Farms roundabout was
constructed in 2014 as a two lane urban roadway. The roadway extends to 85th
Avenue opposite Idaho Avenue. This is a Minor Collector type roadway.
94th Avenue. The 94th Avenue improvements included segments to the east and
west of Zane Avenue. The segment to the east between Zane Avenue and 500
feet east was constructed in 2014 as a 3 lane urban roadway. The segment to the
west between Zane Avenue and new Colorado Avenue was constructed as a 3 lane
urban roadway in 2015. This construction included extending Colorado Avenue
from 93rd Avenue (CSAH 30) to new 94th Avenue.
5.3.10 Traffic Analysis Zones
The following section examines subsections of the City. These traffic analysis
zones (TAZ) are shown in Figure 5.3.13. The traffic forecasts documented in this
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transportation plan use existing and projected population, household and
employment data for each TAZ.
Each TAZ has population, employment, and household data that is used by the
model to generate trips that are assigned to various links on the roadway
network. Figure 5.3.13 displays Metropolitan Council TAZs within Brooklyn Park.
Table 5.3.10A provides a summary of existing and forecasted demographic
growth by TAZ for Brooklyn Park through the year 2040. The Brooklyn Park
population is forecasted to reach 97,900 by the year 2040, with households and
employment increasing by approximately to 34,300 and 40,200 respectively.
Allocated demographic growth and associated land use was located throughout
the community. Most of the forecasted growth for high density residential,
commercial, and multi-optional development is expected to occur in the central
portion of the city. For more information about the demographic allocation and
associated land use forecast, please refer to the Brooklyn Park Land Use Plan in
Chapter 3 of the Brooklyn Park Comprehensive Plan.
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Table 5.3.10A: City of Brooklyn Park Land Use Allocation of Forecasts by TAZ

2010 Census

CURRENT TAZ
828
829
830
831
832
833
834
835
836
837
838
839
840
841
842
843
844
845
846
850
851
854
1070
1071
1072
1073
1074
1075
1076

POP2010
298
895
1138
4923
2302
1607
2303
3057
1419
230
3246
3634
843
4
0
0
881
7
18
14
0
0
7
263
139
7
1254
5007
6103

HH2010
102
278
391
1906
642
443
789
886
546
113
977
1094
433
2
0
0
314
3
9
4
0
0
3
105
57
4
405
1758
2091

2020 Forecasts
EMP2010
0
13
265
1055
116
13
14
238
218
84
841
140
3300
265
58
321
922
59
5
0
88
634
3063
513
2314
962
1258
1842
652

POP2020
298
880
1254
5248
2328
1628
2384
3117
1624
496
3124
3842
920
18
48
124
2053
691
213
315
0
0
3
315
193
67
1296
5281
6134

HH2020
105
284
406
1975
667
491
819
1000
614
156
1006
1112
440
7
18
48
750
292
9
4
0
0
1
118
64
16
456
1812
2135

EMP2020
0
21
207
1195
120
13
48
193
467
126
1019
209
3396
895
185
647
3827
1607
778
339
93
858
3913
535
2009
781
1215
1876
707

2030 Forecasts
POP2030
318
866
1381
5201
2449
1740
2706
3218
2112
756
3887
4112
1017
27
204
519
3578
2054
213
315
0
0
1
331
176
130
1502
5268
6065

HH2030
102
283
443
1942
793
553
897
1012
740
240
1160
1330
458
10
81
206
1400
781
9
4
0
0
1
124
61
30
505
1835
2210

EMP2030
0
20
198
1192
131
16
53
206
500
156
1016
218
3382
1094
371
938
4923
2913
1247
620
96
840
3899
535
2089
782
1212
1870
783

2040 Forecasts
POP2040
318
873
1459
5191
2560
1815
2974
3335
2609
1135
4271
4342
1040
26
456
1162
4102
3285
1009
1304
0
0
0
352
165
223
1631
5198
6141

HH2040
100
280
460
1916
810
570
910
1030
830
360
1230
1390
460
10
180
460
1620
1260
460
510
0
0
0
130
60
90
560
1811
2281

EMP2040
0
20
190
1201
140
20
60
220
530
200
1021
230
3402
1231
640
1261
5963
4172
1701
890
100
830
3922
540
2201
790
1221
1881
870
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2010 Census

CURRENT TAZ

2020 Forecasts

2030 Forecasts

2040 Forecasts

POP2010
2825
1776
4090
3097
4796
655
1822
1563
1096
1679
2554
361
5039
3443
1386

HH2010
1347
603
1545
875
1480
195
585
624
332
606
890
187
1687
1438
480

EMP2010
374
1375
126
943
133
67
45
139
140
65
145
108
861
286
25

POP2020
3583
1839
4208
3002
4936
660
1888
1898
1137
1953
2679
510
5189
4184
1440

HH2020
1415
618
1683
990
1582
205
600
640
347
644
912
208
1840
1735
496

EMP2020
496
975
122
961
161
71
56
67
84
85
190
68
810
490
185

POP2030
3987
1787
4262
3155
4926
648
1872
1939
1177
2057
2615
515
5149
4343
1422

HH2030
1621
620
1602
1032
1519
202
606
641
375
697
921
216
1908
1734
496

EMP2030
506
999
119
956
160
70
38
85
86
87
147
64
807
488
188

POP2040
4236
1781
4230
3353
4952
655
1890
1978
1225
2292
2619
517
5179
4577
1440

HH2040
1720
610
1580
1110
1500
200
600
630
400
760
910
220
1981
1811
490

EMP2040
520
932
120
961
160
70
40
110
90
90
110
60
810
490
190

Totals
Met
Council
Growth

75,781

26,229

24,085

83,000

28,720

32,100

90,000

31,400

36,100

97,900

34,300

40,200

Allocation

7581

26229

24085

83,000

28,720

32,100

90,000

31,400

36,100

97,900

34,300

40,200

1077
1078
1079
1080
1081
1082
1083
1084
1085
1086
1087
1090
1111
1112
1113

2040
Land Use Plan
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5.3.11 Forecasts
Appendix A, May 16, 2018 Memorandum from SRF Consulting Group, Inc.,
describes additional traffic modeling process, socio-economic assumptions,
roadway network assumptions, resulting 2040 forecasts, existing roadway
deficiencies, expected 2040 roadway deficiencies and recommended roadway
improvements. The City should continue to monitor traffic levels on their roads
over time.
5.3.12 Recommended (Programmed) Roadway Improvements (by 2022)
The following roadway construction projects in Brooklyn Park have been
programmed or funded, at least partially, through the City’s Capital Improvement
Plan (CIP), the Hennepin County Capital Improvement Plan, and/or MNDOT’s State
Transportation Improvement Program (STIP).
TH 169/101st Avenue Interchange. This project is in the City’s CIP and the STIP for
a 2020/2021 construction. It will include a full land access interchange (folded
diamond to the north) with auxiliary lanes along TH 169 between TH 610 and the
proposed interchange. The project will also improve 101st Avenue to a four-lane
divided facility (west of the west ramp terminal to Xylon Avenue) and a three lane
urban facility from west of the west ramp terminal to Jefferson Highway. There
would be multi-purpose trails along both sides of 101st Avenue and the south side
of the interchange bridge.
West Broadway (CSAH 130/103) from 71st Ave. to north of Oak Grove Parkway.
This project is included in both the Hennepin County and City CIP’s and is part of
the upgrade to allow for the Blue Line Extension Light Rail Transit (BLRT) project
to run up the median of West Broadway between 75th and 94th Avenues. This
project is currently slated to start construction in 2019. The project would
reconstruct West Broadway to a four-lane divided urban facility with exclusive left
turning lanes and trails along both sides. The segment of West Broadway (CSAH
103) between TH 610 and the Rush Creek Regional Trail would be realigned to the
east. The segment of West Broadway between 71st and 74th Avenues will be
reconstructed to an urban 3 lane facility.
93rd Avenue (CSAH 30) Reconstruction. The segment of 93rd Avenue between
Xylon Avenue and Louisiana Avenue will be upgraded to a four-lane divided urban
roadway with exclusive left and right turn lanes and trails along both sides in the
2019-2021 timeframe coincident to the BLRT Project. This project is in both the
City and County CIP’s.
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Brooklyn Boulevard from Shingle Creek to east of CSAH 103. This segment of
Brooklyn Boulevard (CSAH 152/CSAH 130) will be reconstructed to a urban four
lane divided facility with turn lanes and trails along both sides in the 2019-2021
timeframe coincident to the BLRT Project. This project is in both the City and
County CIP’s.
Bottineau Boulevard (CSAH 81) between 71st and 83rd Avenues. This segment of
CSAH 81 will be reconstructed to an urban 6 lane roadway with exclusive turning
lanes in 2019/2020. The project will also extend the Crystal Lake Regional Trail
along the east side of CSAH 81 to 85th Avenue. This project is in the City and
County CIP’s.
73rd Avenue (CSAH 81 to CSAH 130). This segment will be reconstructed to an
urban 3 lane roadway in the 2019-2021 time period coincident to the BLRT Project.
This project is in the City’s CIP.
Oak Grove Parkway / 101st Avenue. Oak Grove Parkway will be realigned to
match into 101st Avenue to the west of West Broadway (CSAH 103) and will be
constructed as a four-lane divided urban roadway with turn lanes and trails on
both sides. This is slated to occur in the 2019-2021 time period coincident to the
BLRT Project. The project is in the City’s CIP.
Xylon Avenue. The existing segment of Xylon Avenue from Oxbow Creek Drive to
the Rush Creek Regional Trail will be extended to both the north to 109th Avenue
within the next five years and to the south to 101st Avenue in the 2019-2021
timeframe coincident to the BLRT Project. The roadway will be a two lane Major
Collector type facility with trails on both sides and would include a grade
separation of the Rush Creek Regional Trail. These projects are in the City’s CIP.
94th Avenue Connection to 93rd Avenue. The existing segment of 94th Avenue to
the east of Zane Avenue (CSAH 14) will be extended to the east and then south to
connect to 93rd Avenue. This project is slated to occur in the 2018/2019 timeframe
and will be constructed as an urban 3 lane Major Collector facility by the pending
development.
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5.3.13 Recommended (Planned) Roadway Improvements (by 2040)
HIGHER PRIORITY
TH 252 Conversion to Freeway. The city is currently working with the City of
Brooklyn Center, MnDOT, Hennepin County, FHWA and the Metropolitan Council
on a study to determine the preferred option for converting TH 252 from TH 610
to I-94 to a 6-lane freeway. This project may include managed (MnPASS) lanes
and be extended along I-94 to Dowling Avenue. The City of Brooklyn Center has
received funding and is planning to upgrade 66th Avenue to a full interchange and
remove the signal at 70th Avenue in the 2021/2022 timeframe. This would leave
four remaining signalized intersections. The safety and congestion issues along
TH 252 are amongst the worst in the state. The preferred option for the remainder
of TH 252, may include interchanges at 85th Avenue and Brookdale Drive and
closures at 73rd Avenue and Humboldt Avenue/81st Avenue. If and when these
locations are upgraded, the city would expect to upgrade 85th Avenue (restripe to
3 lane) to the east to West River Road and Brookdale Drive (restripe to 3 lane) to
the west to Humboldt Avenue. In addition, pedestrian improvements consistent
with the City’s Pedestrian and Bicycle Plan will be required to provide good
connections following reconstruction of the roadway.” In 2018, this project was
selected as a Corridors of Commerce Project and is budgeted at $163 million.
93rd Avenue (CSAH 30) Reconstruction from Louisiana Ave to Zane Ave. This
segment is planned to be upgraded to a four-lane divided facility with turn lanes
and trails along both sides by both the City and County. It is not currently in either
CIP but is expected to be included in both soon. There are several undeveloped
sites along this segment of CSAH 30 and to the east and west of this segment that
are anticipated to develop soon. This segment serves as a reliever route to TH
610, which is currently experiencing noticeable congestion during the peak
periods. The total cost of this upgrade is expected to be in the $10-15 million
range.
93rd Avenue Reconstruction from Zane Ave. to Regent Ave. This segment of 93rd
Avenue is owned by the city and is just now experiencing adjacent development.
The programmed extension of 94th Avenue down to 93rd Avenue in this segment
and the pending turn restrictions at Zane Ave/94th Avenue when coupled with this
development are expected to warrant the reconstruction of this segment to a 3lane urban Major Collector roadway with trails along both sides. The timing of this
construction may be coordinated with the segment of county owned 93rd Avenue
to the immediate west. The total cost of this upgrade is expected to be
approximately $2 million.
109th Avenue from Jefferson Hwy. to Winnetka Ave. 109th Avenue to the east of
Winnetka Avenue was reconstructed to a 3-lane roadway in 2010 by the cities of
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Brooklyn Park and Champlin. The segment between Jefferson Highway and
Winnetka is currently being studied by the cities and the preferred option is a fourlane divided roadway with trails along both sides. This would include upgrading
the geometry at the TH 169 intersection to add capacity. The total cost of this
upgrade is expected to be in the $8-12 million range.
Winnetka Avenue (CSAH 103) from Regional Trail to 109th Ave. This segment of
CSAH 103 is expected to be upgraded to a 3-lane urban roadway with trails along
both sides by the city and county as development occurs in this area and after the
completion of CSAH 103 to the immediate south. This project may include a grade
separation of the Rush Creek Regional Trail. The total cost of this segment
upgrade, including the grade separation, is roughly $4-7 million.

Candlewood Drive Extension. The area bounded by Brooklyn Boulevard / 85th
Avenue/West Broadway Avenue and CSAH 81 does not have any collector
roadways to help serve short and medium length trips to/from CSAH 81 and the
businesses along this segment of CSAH 81 (Walmart, Menards, etc). As noted in
the functional classification section of this study, collector type roadways should
be provided approximately every ½ mile. The lack of collector roadways in this
area results in more traffic demand and congestion and ultimately more cost to
improve 85th Avenue, Brooklyn Boulevard, CSAH 81 and Lakeland Avenue. All of
the Transportation Plans since 1993 have recommended the construction of this
segment. The segment would be constructed as a 2 lane urban roadway
connecting the West Broadway / Candlewood Drive intersection with the 79th
Avenue / Jolly Lane intersection. The demand for this connection was proven
when the Revive Church (7801 West Broadway) constructed their back driveway
connecting to Jolly Lane. The public found this private route through the Church’s
parking lot and driveways onto West Broadway and Jolly Lane. The resulting use
was so high that the church had to construct a gate to eliminate public use. The
timing of the roadway construction will be development driven and paid for by
the development through which the segment will bisect.
93rd Avenue (CSAH 30) from Decatur Dr. to Jefferson Hwy. This segment is
currently planned to be reconstructed to a 3-lane roadway with trails along both
sides. The segment serves three cities, Brooklyn Park to the north, Osseo to the
south and Maple Grove to the northwest of Jefferson Highway. This project is
included in the city and county CIP’s as a provisional project. The project is
expected to occur as the development of the Gateway site to the north continues
over the next 5-10 years. The total cost of this improvement is expected to be
approximately $2 million.
Xylon Avenue / 97th Avenue Extension to TH 610/West Broadway Int. This
segment is currently planned as a 3-lane urban major collector type facility with
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trails on both sides. It would connect the Oak Grove Parkway / Xylon Avenue
intersection with the West Broadway / TH 610 Westbound Ramps intersection.
This connection has been analyzed and approved by MnDOT and all other public
agencies as part of the BLRT Project. The timing of the connection would be
development driven and paid for by the adjacent development.
LOWER PRIORITY
West Broadway Avenue (CSAH 8) Reconstruction. The segment of CSAH 8 from
the southern city boundary (62nd Avenue) to roughly 69th Avenue is expected to
be upgraded to a 3-lane urban roadway with trails on both sides after the county
transfers jurisdiction to the city. The total cost of this improvement is expected
to be in the $4-7 million range.
68th / 69th Avenue (CSAH 130) Reconstruction. The segment of CSAH 130 from
71st Avenue (CSAH 8) to the south and east to the eastern city boundary with the
City of Brooklyn Center is planned to be upgraded to a 2 or 3 lane urban roadway
with trails on both sides after the county transfers jurisdiction to the city. The
total cost of this improvement is expected to be in the $4-7 million range.
Noble Avenue Restripe to 3 Lane. The segment of Noble Avenue from 85th
Avenue to the 73rd Avenue alignment (just south of Noble Court) is planned to be
restriped to a 3-lane facility to increase traffic capacity and potentially reduce left
turning crashes. The city should work with the City of Brooklyn Center to extend
this improvement to Brooklyn Boulevard. The total cost of this improvement is
expected to be approximately $100,000.
Xerxes Avenue / 74th Avenue / France Avenue Restripe to 3 Lane. The segment
of Xerxes Avenue between 85th Avenue and Brookdale Drive is planned to be
restriped to a 3-lane roadway for capacity reasons. The segment south along 74th
Avenue and ending on France Avenue near 73rd Avenue should also be considered
to help reduce left turning crashes. The total cost of this improvement is expected
to be in the $100,000 – $150,000 range.
94th Avenue Extension to Hampshire Avenue. The segment of 94th Avenue
between Colorado Avenue and Hampshire Avenue is expected to be constructed
to a 2-lane urban collector facility with trails on both sides coincident to the
development of this area and would be funded by the development.
Decatur Drive / 98th Avenue. The segment of Decatur Drive and 98th Avenue
between Jefferson Highway and 101st Avenue is expected to be constructed to a
3-lane urban collector facility with trails on both sides coincident to the
development of this area and would be funded by the development. The
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intersection with 101st Avenue may align with the southbound ramps of the TH
169 / 101st Avenue interchange.
REQUIRES ADDITIONAL MULTI-AGENCY STUDY
TH 169 / CSAH 130 (Brooklyn Boulevard) Interchange and CSAH 130
Reconstruction. The City of Maple Grove is very interested in upgrading this
interchange to help serve the Arbor Lakes Development Area to the immediate
west. This would be a multi-agency endeavor and include MnDOT, Hennepin
County and both cities. This would further require following the Metropolitan
Council’s Highway Interchange Request Criteria and Review Procedure outlined in
the 2040 TPP. The schedule of this improvement is dependent upon acquiring
significant funding from the state and/or federal governments. The expected total
cost for the interchange is in the $30-40 million range. A secondary part of this
project would be the reconstruction of CSAH 130 between Shingle Creek and TH
169 in Brooklyn Park to a four-lane divided roadway with trails along both sides.
This would be a city / county project. The expected total cost for the CSAH 130
roadway portion is approximately $10-15 million.
TH 169 3rd Lanes (62nd Ave. to TH 610). The need for additional lanes along TH
169 through the western portion of the metro area is recognized as a need but
the funding for this upgrade is cost prohibitive. Added lanes are currently not in
the TPP’s Current Revenue Scenario or the Increased Revenue Scenario. Currently,
this project does not have any funding. The city should work with MnDOT and the
other communities along the corridor to study the options for improving the short
and long-range traffic demands and ultimately finding funding for adding
additional capacity to TH 169 between 62nd Avenue and TH 610. This is likely to
include providing for the additional lane as interchanges along the corridor are
reconstructed and continued implementation of management options.
TH 610 3rd Lanes (Noble Pkwy to West Broadway). The existing traffic demands
along this segment have grown significantly since TH 610 was extended to I-94.
These demands are expected to continue to grow as this corridor develops in
Brooklyn Park and as additional connections are provided for the TH 610 / I-94 /
CSAH 610 area in Maple Grove. The forecast 2040 demands along this segment
are well above the current 4 lane freeway capacity and warrant additional (3rd
through) lanes eastbound and westbound on TH 610. The original construction of
the interchanges allows for this to occur. The city should work with MnDOT and
other municipalities along TH 610 within the next five years to conduct a corridor
study to determine the appropriate short and long-term options to adequately
service the forecast traffic demands.
This should include potential
implementation of intelligent transportation systems (CCTV cameras, changeable
message signs, Highway Helper vehicles, etc.) along the TH 610 corridor within the
city.
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5.3.14 Jurisdictional Transfers
West Broadway (CSAH 8). West Broadway from the southern City limits to
Bottineau Boulevard is a two-lane rural section roadway surrounded by an
established residential neighborhood south of I-94 and business uses north of I94. Pedestrian facilities are limited to two blocks along the south end of the
roadway. The county identified this roadway as a possible turn-back to the City
due to the proximity to parallel County Road 81 (Bottineau Boulevard).
68th/69th/Lakeland Avenues (CSAH 130). This roadway is predominately a twolane rural section roadway. A four-lane urban section roadway ties into West
Broadway near the intersection with 71st Avenue. Traffic is expected to remain
constant along this roadway over the next twenty years with about 6,500
vehicles per day. The county identified this roadway as a possible turn-back to
the City due to its low volume of traffic.
101st Avenue / Oak Grove Parkway. This future roadway with interchange at TH
169 will service as a northern backage road for TH 610 similar to CSAH 30 to the
south of TH 610. Its projected volumes and function would warrant a County
Road designation between Jefferson Highway and Noble Parkway.
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5.3.15 Roadway Design
The proposed network for parkway roads is a central component of the City’s
effort to promote high quality development that has lasting value. The 2000
Northern Area Master Plan proposed that several arterial and collector roads be
built or improved as “parkways” or “greenways” which means generous
landscaping on the sides and possibly the median. This plan will continue to
promote constructing/reconstructing roadways in this manner
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It has been found that public investments in roadway landscaping, parks, and
similar amenities leads to higher initial private investment and better growth in
values over time. Public investments such as these are a more powerful
inducement than larger minimum lot sizes in encouraging housing investments
and upgrades. The cost to the City of these improvements will be returned
through higher property taxes, better quality of life in the neighborhoods, and in
an improved community image.
This plan encourages parkway treatments be applied to Major Collector and Aand B-Minor Arterial roadways. Shoebox LED lighting should be used as well as
burying all overhead utilities to the fullest extent possible.
These higher levels of design require higher levels of maintenance and care.
This increased level of service needs to be included in annual budgets.
Table 5.3.17 Roadway Design Guidelines for New Construction or Reconstructed Roadways
Major Collectors
B-Minor Arterials
A-Minor Arterials
Sidewalks*
None. Trails preferred.
East/South
Side. East/South Side.

However, trail preferred
on at least one side.
Trails*
Both sides, if possible
and R/W avail.
On-Street Bike If conditions meet State
Lanes
Aid guidelines and R/W
Trees &
Shrubs**
Parking

avail.
In Boulevards
Generally Allowed

However, trails
preferred on both sides.
Both sides
Both sides, if possible
and R/W avail.
If conditions meet State None
Aid guidelines and R/W
avail.

In
Boulevards
Medians, if feasible
None

& In Boulevards and
Medians, if feasible
None

* Reference Potential Sidewalk and Trail Network (Figure 5.5.6) for location specifics.
**Landscaping placed in locations not detrimental to vehicle and pedestrian safety.

Gateways. Section 7.4.2 introduces gateways as a decorative element welcoming people
to the community. These elements would be located either adjacent to a roadway or in
a median island. The city should consider working with Hennepin County through their
Roadside Enhancement Partnership Program (REPP) to provide gateway elements at
selected locations along county roadways entering the community.
5.3.16 Access and Corridor Protection
Access guidelines are important because they define a starting point for balancing
property access, safety, and mobility concerns. Routes that provide higher mobility
functions (ie. arterials) have less access and those that have a high amount of access
(locals) will have lower mobility (see Figure 5.3.16A below). A major purpose of relating
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access control to roadway purpose is to protect continuous routes and important
corridors to the extent possible and to prevent undue restriction of access to local and
minor collector routes where access is appropriate. Adequate access control on routes
designed to provide mobility prevents the need for expending additional public funds to
acquire new rights-of-way and establish new corridors as existing corridors become
congested or develop safety problems. On the other hand, excessive protection or
acquisition of access along local or urban collector facilities adversely affects potential
development and could result in inappropriate expenditures for access control.
Figure 5.3.16: Access versus Mobility
Freeway
Principal
Arterial

Mobility
Increasing
Mobility

Access

Minor
Arterial
Collector
Local
Cul-de-sac

Increasing Access

Transportation agencies regularly receive requests for additional access (new public
streets, commercial or residential driveways) and these requests may be evaluated by
different agencies, planning commissions, and engineering staff. Because of the number
of individuals and agencies involved, it is easy to have inconsistent application of access
controls and differing viewpoints on the need for access restrictions. This often results in
confusion, frustration, and disagreements between agencies, developers, and property
owners and can lead to inconsistent and undesirable access spacing and strained
relationships, therefore, an essential element to developing a successful access plan is to
have published guidelines. Standard access guidelines can be used to improve
communication between agencies, landowners, and developers. This will also establish
initial expectations for access spacing on higher-level routes and promote consistent
access practices between agencies.
Key in controlling access is to understand how some control over access locations is lost
early in the process. This begins during the formation of the individual parcels. The City’s
subdivision requirements are structured to allow for review of all proposed access points
on the newly created parcels. Appeal of the regulations may be sought at the Planning
Commission or City Council levels of review and are sometimes granted based on specific
hardships.

5-30

Hennepin County and Mn/DOT must provide reasonable access to each parcel (cannot
land-lock parcels or restrict unreasonably unless access rights have been purchased).
Reasonable access has been shown by the courts to include a right-in/right-out access or
a single-point access. Mn/DOT can also encourage access changes through comments to
local governmental units on plats. In addition, they may control the location of the access
on the parcel through its driveway access permitting process. Cities and counties may
control access though zoning and land subdivision regulations and other review
procedures and processes. Methods for controlling access include access points per land
parcel and distance between access points, however, counties, like Mn/DOT, are required
to provide reasonable access to each parcel unless an alternative, indirect access is
available. Alternative access locations normally require advanced planning.
Access to the arterial and major collector streets is of primary concern since these
facilities typically carry the highest volumes and have the highest traffic speeds. Longterm impacts of poor access management on these facilities include erosion of roadway
capacity and increased safety problems.
It is estimated that under average conditions, the capacity of a four-lane arterial or major
collector street with a 45-mile-per-hour speed limit will be reduced by over one percent
for every two percent of the traffic that turns between the right lane and driveways at
unsignalized driveway locations. For example, if a street carries 1,200 vehicles per hour
in a direction and 120 turn into driveways and 120 turn out of driveways per mile (twenty
percent turns), then the capacity in that direction will be reduced by ten percent.
Currently, over thirty percent of the traffic along arterial or major collector routes with
strip commercial development may turn to and from driveways. As the level of design of
the driveway is increased (allowing turns to be made at higher speeds), the capacity loss
is reduced, thus it is undesirable to limit driveways to a minimum number with design for
higher speeds.
Access Policies
In addition to the impact access points have on roadway capacity, they also introduce
conflicting traffic movements which affect roadway safety. Providing access control in
some form—whether it is through grade-separated crossings, frontage roads, or rightin/right-out entrances and exits—reduces the number of conflicts and increases safety.
A number of studies have demonstrated a relation between the number of full access
points and the number of accidents, including the Federal Highway Administration
(FHWA) Access Research Report Number FHWA-RD-91-044. Generally, as the frequency
of access points increase, so does the crash rate. In addition, a study of accidents in
suburban areas has indicated that over eleven percent of all accidents on major streets in
municipalities involved driveway maneuvers; hence, it is in the public’s best interest to
have the following policies:
1. Alignment of new accesses with other existing access points;
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2. Adequate spacing of access points to separate and reduce conflicts;
3. Indirect access, rather than direct access, on high-speed, high-volume arterial
routes; and
4. Adequate right or left turn lanes.
Access Standards
The first step in encouraging better access management is to have a set of consistent
access standards that all agencies and private developers can use. Consistent standards
have been developed for urban arterial and collector roads (see Table 5.3.16A). The
implementation of the guidelines can be achieved through a number of different
methods, such as land use regulations, subdivision regulations, access permit processes,
and access/transportation advisory committees. These processes should be developed
so that they can deal with situations that either are outside the guidelines or are hardship
cases.
In existing corridors where significant development has occurred, the number of existing
access points is likely to exceed the access guidelines. Unless these areas are undergoing
significant redevelopment, their access must be addressed or approached differently. It
is recommended that these corridors minimize any new access locations while
consolidating and/or reducing existing access as redevelopment occurs.
It is important to consider the following points when reviewing the guidelines and
addressing access issues:
• The guidelines apply primarily to routes with an arterial and major
collector functional classification; however, the guidelines may also be
used on other collector streets;
• The guidelines will not cover every access situation;
• Volumes in Table 5.3.16A refer to 2040 forecast volumes;
• Guidelines should be used as long-term goals, not absolute rules;
• Maintaining some flexibility is important in promoting access
consolidation;
• Approach to implementation is an important as the guidelines themselves;
and
• Existing physical barriers or constraints need to be considered when
considering spacing requirements.
In addition to the proposed access spacing guidelines outlined in Table 5.3.16A and with
the significant number of new routes proposed in northern Brooklyn Park, the following
eight additional access planning principles should be considered when reviewing
proposed improvements. These planning principles encourage agencies to look at the
overall transportation system and the potential future improvements that could affect
the area and individual development or access that is being proposed. Table 5.3.16B
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presents urban driveway access spacing guidelines that also abide by the following
principles:
1.

Encourage shared driveways and internal circulation plans. If indirect
access cannot be achieved during plat reviews, promote internal site
circulation using shared access points.

2.

Restrict turning movements to reduce conflicts. If access locations cannot
be eliminated, consider turning movement restrictions (left-in only, rightin/right-out only) though channelization, such as installation of a raised
median or signing. Eliminating a single turning movement can significantly
reduce vehicle conflicts and potential accidents.

3.

Develop parallel street systems for carrying local traffic. Ensure that
important arterial routes have a good parallel street system to provide the
local access function and to carry shorter local trips.

4.

Develop proper setbacks for future frontage or backage roads. If frontage
roads cannot be justified (benefits do not outweigh costs), ensure that
proper building and parking lot setbacks are established so that future
frontage or backage roads can be installed with minimal impacts.

5.

Develop proper secondary street spacing. When reviewing plats and
proposals for new development, ensure that they provide proper
intersection spacing for future traffic signals. As a guideline, signalized
intersection should be limited to through streets with spacing between
one-quarter mile and two-thirds mile, depending upon the type of street.
Collector streets should provide some continuity and connectivity with
other street systems (see Table 5.3.16A).

6.

Encourage proper lot layout to minimize access points. Promote direct
residential access points onto local routes, not arterial or major collectors.
Direct residential access off arterial or collector routes can result in
complaints when traffic volumes increase.

7.

Encourage connectivity between development. Individual developments
should align streets to provide access to existing developments or reserve
right-of-way to provide for future connections to adjacent developments.
This promotes neighborhood connectivity, good emergency services, and
more efficient travel for mail, garbage, and bus service, as well as street
maintenance.

8.

Consider official map process for important corridors. Important arterial
corridors of future interchange areas that are located in development5-33

prone areas can be protected through an official mapping process. The City
should revise its zoning ordinances and subdivision regulations to provide
for dedication of officially mapped corridors at the time of platting.

5-34

1

2

3

4

5
6

7

8
9
)

Arterial:
High-Volume
Streets and
Expressways(2

1-mile
spacing with
signals and
turn lanes

½-mile
spacing with
signals and
turn lanes

1-mile
spacing
(interchang
e)

1- to 2- mile
spacing
(interchang
e)

½-mile
spacing with
signals and
turn lanes(5)

½-mile
spacing with
signals and
turn lanes(5)

¼-mile
spacing with
no median
opening(4)

Multi-Lane
Divided
Arterial or
collector
Over 10,000

No Direct
Access

No Direct
Access

Local:
MediumVolume, Noncontinuous
Streets(2)(3)
Collector:
Low- and
MediumVolume
Through
Streets(2)
Collector and
Arterial:
High-Volume
Through
Streets(2)

No Direct
Access

Controlled
Access
Arterial
Freeway

Local:
Low-Volume,
NonContinuous
Streets(2)(3)

Type of
Public Access
Requested

1-mile
spacing with
signals and
turn lanes

½-mile
spacing with
signals and
turn lanes

¼-mile
spacing with
signals and
turn lanes

¼-mile
spacing(6)
with signals
and turn
lanes

¼-mile
spacing(6)(7)
with turn
lanes

Multi-Lane
Undivided
Arterial or
Collector
8,00025,000

1-mile
spacing with
signals and
turn lanes

½-mile
spacing with
signals and
turn lanes

¼-mile
spacing with
signals and
turn lanes

¼-mile
spacing(7)
with turn
lanes

1/8-mile
spacing(7)
with turn
lanes

Two-Lane
Arterial or
Collector
3,00010,000

1-mile
spacing with
signals and
turn lanes

¼-mile
spacing with
signals and
turn lanes

¼-mile
spacing with
turn lanes

1/8-mile
spacing with
turn lanes

1/8-mile
spacing(7)

Two-Lane
Arterial Less
than 3,000

½-mile
spacing with
signals and
turn lanes

¼-mile
spacing with
signals and
turn lanes

1/8-mile
spacing with
turn lanes

1/8-mile
spacing with
turn lanes

1/16-mile
spacing

Two-Lane
Collector or
Local Roads
Less than
3,000

Type of Roadway and Average Daily Traffic Affected by Access(1)(9)

Table 5.3.16A: Urban Public Street Spacing Guidelines (Speeds Less Than 45 mph)

Notes:

The urban access guidelines are applicable to Mn/Dot, County, and City roads. Shaded areas are guidelines that may be
modifies (see below).
All volumes represent 20-year forecasts. “Low-Volume” denotes fewer than 3,000 vehicles per day. “Medium-Volume”
denotes between 3,000 and 8,000 vehicles per day. “high-Volume” denotes more than 8,000 vehicles per day.
Non-continuous streets refer to cul-de-sac or short local streets (less than half-mile) which do not necessary cross the
roadway in question.
Additional Access may be permitted in the form of right-in/right-out if the corridor extends through a mature area or if the
facility is under the jurisdiction of the County or City. These areas should be evaluated on an individual basis.
For four-lane County or City roads, the guidelines may be relaxed to ¼-mile spacing.
When retrofitting an existing corridor, direct access may be permitted after considering turning conflicts, speed, accident
history, and capacity issues.
Continuous left-turn lanes or a raised median with left-turn lanes may be considered if retrofitting an existing corridor and
access guidelines cannot be achieved.
Property access off of an arterial street should be minimized
All access locations should have adequate stopping sight distance, drainage, spacing from adjacent access and alignment.
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Table 5.3.16B: Urban Private Driveway Access Spacing Guidelines
For New Developments, Redevelopment of Existing Areas, and Changes in Land Use
Nearest Intersecting Street(e)(f)(g)
Minor Arterial(c)(d)
Street with proposed driveway

Minimum
Spacing
Between
Adjacent
Driveways

Local Street

Minor
Collector

Major
Collector(d)

Low Density

High Density

40 ft
50 ft
90 ft

40 ft
50 ft
90 ft

50 ft
90 ft
125 ft

50 ft
90 ft
125 ft

50 ft
90 ft
125 ft

40 ft
50 ft
100 ft

40 ft
50 ft
90 ft

40 ft
50 ft
90 ft

50 ft
90 ft
125 ft

50 ft
90 ft
125 ft

50 ft
90 ft
125 ft

40 ft
50 ft
100 ft

Not Permitted
90 ft
125 ft

Not Permitted
90 ft
125 ft

Not Permitted
220 ft
220 ft

Not Permitted
220 ft
220 ft

Not Permitted
220 ft
220 ft

Not Permitted
200 ft(h)
200 ft(h)

Not Permitted
Not Permitted
Not Permitted

Not Permitted
Not Permitted
Not Permitted

Not Permitted
Not Permitted
Not Permitted

Not Permitted
660 ft
660 ft

Not Permitted
660 ft
660 ft

Not Permitted
230 ft(i)
230 ft(i)

Not Permitted
Not Permitted
Not Permitted

Not Permitted
Not Permitted
Not Permitted

Not Permitted
Not Permitted
Not Permitted

Not Permitted
Not Permitted
Not Permitted

Not Permitted
Not Permitted
660 ft

Not Permitted
230 ft(i)
230 ft(i)

Local Street
Private residential(b)
Individual Commercial/Multi-Family
Multiple Commercial
Minor Collector
Private residential(b)
Individual Commercial/Multi-Family
Multiple Commercial
Major Collector(d)(e)
Private residential(b)
Individual Commercial/Multi-Family
Multiple Commercial
Minor Arterial (Low Density)(c)(d)
Private residential(b)
Individual Commercial/Multi-Family
Multiple Commercial
Minor Arterial (High Density)(c)(d)
Private residential(b)
Individual Commercial/Multi-Family
Multiple Commercial

General Comments:
1.
Areas marked “Not Permitted” indicate that:
a.
Direct access to private residential uses should be prohibited on major collectors and arterials, and
b. When direct access is requested for higher intensity land uses (individual commercial/multi-family residential,
multiple commercial) and intersecting streets are of different functional classifications, access should be granted from
the street with the lower functional classification.
2.
The “Minimum Driveway Distance From Intersecting Street” guidelines refer to full access driveways. Driveways may be
located within these minimum distances, but must be approved by the City Engineer and should be limited to right turns
into and out of the property.
3.
Access will not be permitted onto streets within right-turn lanes or taper areas.
4.
The City Engineer reserves the right to review and adjust these guidelines on an individual basis. Departure from the
guidelines may be approved by the City Engineer.
Notes:
a
b
c
d
e
f
g
h
i

Maximum curb cut width is 24 feet unless specific site plan (Internal Design and Access Review) is approved by the City
Engineer.
Private Residential includes single-family, two-family, townhome, quadraminium, and manor home dwellings.
Apply specific design criteria.
Driveways onto arterials and major collectors should be prohibited if possible. If driveways cannot be prohibited, the
number of driveways onto arterials and Major collectors should be minimized.
If the nearest intersecting street is a signalized Minor collector, driveways may be located less than 125 feet from the
corner, but access should be limited to right turns into and out of the property.
If the nearest intersecting street is a signalized Major collector, driveways may be located less than 220 feet from the
corner, but access should be limited to right turns into and out of the property.
If the nearest intersecting street is a signalized minor arterial, driveways may be located less than 660 feet (low density) or
1,320 feet (high density) from the corner, but access should be limited to right turns into and out of the property.
Assumes a speed of 40 mph.
Assumes a speed of 45 mph.
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5.3.17 Freight
Freight transportation in Brooklyn Park is primarily served by TH 610, TH 169, TH 252
and I-94. The Burlington Northern Santa Fe Railway (BNSF) crosses through Brooklyn
Park along County Road 81. BNSF is a major freight terminal and provides service to
Minnesota and parts of Western Wisconsin. Figure 5.3.17 shows the city’s freight
system network.
Within Brooklyn Park, BNSF has safe railroad crossings at the railroad and roadway
intersections. Key crossing intersections are located along the BNSF railroad at W.
Broadway Avenue, 73rd Ave N, and CSAH 130.
There are several commercial nodes located within Brooklyn Park. The greatest
concentration of commercial activity is along TH 81 between I-94 and 85th Ave N. There
are also several industrial areas located within the city, including west of W. Broadway
Avenue and south of TH 81.
Figure 5.3.17 shows the Heavy Commercial Average Daily Traffic (HCADT) on arterial
roadways within Brooklyn Park. I-94 carries the largest volume of truck trips in the city
at 6,500 heavy commercial vehicles per day. TH 610 carries between 1,600 – 3,900 truck
trips and parts of TH 252 carry over 3,000 truck trips per day.
The Metropolitan Council 2040 TPP acknowledges several freight challenges that impact
the city and the region. Freight traffic and congestion are expected to increase and place
pressure on the region’s highway and rail systems. Additionally, there are concerns
about compatibility between freight traffic and adjacent land use. While land uses
adjacent to the city’s primary freight routes are generally compatible, it will be
important to ensure that future development is also compatible with freight operations.
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5.3.18 Complete Streets
Even though the city does not have a formally adopted Complete Streets Policy, the city
is committed to develop and maintain a safe, efficient, balanced and environmentally
sound transportation system and to support active living – integrated physical activity
through activities such as walking, biking and taking transit. The city will enhance
safety, mobility, accessibility and convenience for all transportation users including
pedestrians, bicyclists, transit riders, motorists, commercial and emergency vehicles and
for people of all ages and abilities by planning, designing, operating and maintaining a
network of complete streets. The city will implement complete streets in such a way
that the character of the project area, the values of the community, and the needs of all
users are fully considered. Developing complete streets will be a priority on all corridors,
and every transportation and development project will be treated as an opportunity to
make improvements. The city will work with MnDOT, Hennepin County and adjacent
communities to meet these goals.
Applicable design standards and best practices will be followed in conjunction with
construction, reconstruction, development or other roadway character changes. The
implementation processes for all roadway and transitway corridors will:
• Involve the community and stakeholders
• Consider the function of the roadway.
• Integrate innovative and non-traditional design options.
• Consider transitway corridor alignment and station areas.
• Assess the current and future needs of the corridor users.
• Include documentation of efforts to accommodate all modes and users
• Incorporate a review of systems plans to identify complete streets
opportunities.
The city will implement complete streets unless one of more of the following conditions
are documented:
• The cost of providing complete streets elements is excessive in relation to
total project cost.
• The city council disapproves or there is a lack of community support.
• There are safety risks that cannot be overcome.
• The corridor has severe topographic, environmental, historic or natural
resource constraints.
5.3.19 Safety
Even more important than the goal of reducing roadway congestion is the goal of
improving roadway safety. As with congestion reduction, Intelligent Transportation
Systems (ITS) can have a strong role in improving safety. The state of Minnesota has a
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federally required Strategic Highway Safety Plan which addresses the four E’s of
transportation safety – education, enforcement, engineering and emergency response.
The state’s safety plan focuses on primary safety areas with the greatest promise to
reduce crashes and serious injuries including:
• Speeding
• Young drivers
• Occupant Protection
• Impaired driving (includes texting, cell phone use, eating, etc)
• Roadway departure
• Intersections
Strategies to address several of the primary safety areas listed above will require
extensive educational efforts and traffic enforcement. The focus of the
recommendations contained within this Transportation Plan relate to physical roadway
improvements to address congestion, speeding, roadway departure and intersections.
The City Engineering Division conducts a bi-annual review of the recent crashes along
the city’s roadways and intersections. The most current review indicates that crashes
have decreased significantly over the past decade within the city including:
• A reduction in total crashes of 27%
• A reduction in injury crashes of 28%
• A reduction in fatal crashes of 40%
These decreases are consistent with those of the state and have occurred even though
the vehicle miles of travel within the city and state have increased.
The City is committed to continuing to work with other agencies and the private sector
to refine existing and develop new strategies to address speeding, young drivers,
occupant protection (including enforcement of seat belt laws), impaired driving,
roadway departure, intersection safety and providing/obtaining good data.
5.3.20 Transportation Demand Management (TDM)
Transportation demand management, traffic demand management or travel demand
management (all TDM) is the application of strategies to reduce travel demand,
specifically that of single occupancy private vehicles, or to redistribute this demand in
space or time. Congestion in Brooklyn Park is primarily concentrated in the morning
rush hours, school hours and/or the afternoon rush hours. During off peak hours, many
of the same roadways function at an acceptable level. There are some large employers
and schools within the city that lend themselves well to TDM strategies.
Because of these traffic patterns, some congestion could be alleviated by reducing
demand during the peak hours. By increasing roadway capacity through relatively
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inexpensive technological improvements, such as signal coordination and “Intelligent
Transportation Systems (ITS)” or the changing of traffic habits, more expensive road
widening could be delayed for avoided. TDM congestion management strategies and a
continued push for the use of alternative transportation modes are targeted as
preferred congestion reduction measures, if feasible, over the need for more road
construction projects.
TDM includes a variety of programs and incentives, including the following:
• Carpooling and commuter matching
• Transit incentives
• Biking and walking incentives
• Managed lanes
• Guaranteed ride programs for anyone who gets to work by means other than
driving alone.
• Information regarding park and ride lots
• Vanpooling / leasing
• Teleworking or working from home
• Local ordinances that encourage mixed use development and integration of
land uses to reduce the amount of distance between residential, work and
other activities to make active transportation and transit choice alternatives
(transit oriented development (TOD))
• Parking prices strategies, if applicable
• Flexible work hours
The recommended TDM strategies include; 1) Investigate alternatives to roadway
widening to alleviate congestion. Multi-modal transportation, ITS, and the various TDM
strategies outlined above are the likely alternatives to accomplish this. 2) Continue to
focus on changing land use development patterns to encourage mixed use and TOD
development in appropriate areas throughout the city, particularly in strategic growth
areas. 3) Encourage and provide (if feasible) incentives for employers to reduce peak
hour demand by utilizing flexible or off peak schedules and telecommuting. 4) Possible
development of a comprehensive TDM plan for the city. 5) Reduce the impacts of
parking supply on travel demand by developing fee-based parking strategies and
regulations or limiting parking supply in appropriate areas with good transit service.
Some of these strategies may not be feasible until the 2040 timeframe.
5.3.21 Intelligent Transportation Systems (ITS)
Over the past two decades there have been substantial technological advances that
have improved or otherwise made information easier to obtain to make travel
decisions. This section describes the regional and local implementation of this
technology.
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At the regional level, MnDOT provides and maintains extensive ITS infrastructure along
the freeway systems within the Twin Cities Metro Area. Technologies currently in use
include:
• Regional Transportation Management Center (RTMC) which incorporates various
ITS technologies to assist staff with traffic monitoring, incident response and
information dissemination.
• Traffic surveillance via Closed Circuit Television (CCTV) Cameras provide
roadway images to the RTMC and the public.
• Vehicle Detection Devices record traffic volumes and speeds and help RTMC
staff locate congestion and incidents.
• Electronic Toll Collection allows travelers to pass quickly through special lanes
avoiding backups and delays due to paying tolls.
• Ramp Meters control the flow of vehicles accessing the regional roadway system
to improve capacity and reduce incidents.
• 511MN provides up to date traveler information via telephone, cellphone, the
internet and other methods.
• Automatic Vehicle Location provides location of transit and maintenance
vehicles aiding on time performance.
• Emergency Vehicle Signal Pre-Emption (EVP) changes the traffic signals when
emergency vehicles approach improving the safety and response time of
emergency vehicles.
• Changeable Message Signs (CMS) provides up to date information to the
traveling public.
• Advanced Signal Systems improves the coordination and timing of traffic signals
in a corridor which reduces delays and incidents.
• MnPASS provides managed lanes to improve person throughput within a
corridor.
• Freeway Incident Response Safety Team (FIRST) minimizes congestion and
prevents secondary incidents through the quick response and removal of
crashes.
These ITS components are in-place along the principal arterials maintained by MnDOT
within the City of Brooklyn Park although some items will be installed along TH 610 in
the next few years. Hennepin County also operates a smaller scale Traffic Operations
Center and maintains some of these components (detection, EVP and advanced signal
systems) along the county roadways within the city.
Other newer technologies that have improved or have the capability to improve traveler
information, safety and/or travel times include the following:
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Mobile Applications (Apps)
In the age of smartphones, apps have become a commuters modern day compass.
Mobile apps are transforming the way we travel and how we think about mobility. A
wealth of travel information is now at the fingertips of commuters. We are only
beginning to value the data generated from and the utility of these apps. The creation
of real-time and historical data may shape the future landscape of our transportation
networks and transform the way we currently travel. The apps are inclusive of all types
of travel modes and, in some cases, have the ability to streamline those travel modes
into one seamless journey.
Smarter Systems
The future of transportation management systems will improve vastly with advances in
technology. Adaptive traffic signal control technology, otherwise known as smart
signals, will both reduce harmful vehicle emissions and travel times. New technology
allows signals to communicate with one another and adapt to traffic conditions in real
time. Emerging technologies in Information and Communication (ICT), Global
Positioning Systems (GPS), and ITS will continue to advance and affect the way we
currently travel. Communicating real-time traffic information has become
instantaneous with digital platforms provided by the internet. Most State DOT’s,
including MNDOT, use social media and mobile apps to communicate time-sensitive
traffic and travel information to a broader audience than in decades past.
Connected Vehicles
Connected vehicle applications provide connectivity between vehicles, infrastructure
and wireless devices and the “cloud” to prevent crashes, reduce congestions and
emissions, and promote continuous real-time connectivity. Vehicle safety applications
will provide data such as speed and location flowing from nearby vehicles. Vehicles will
identify risks and provide drivers with warnings to avoid other vehicles preventing
collisions. This technology is evolving rapidly and several items are already in use in
Minnesota or installed in today’s vehicles (Collision avoidance, Bluetooth technologies,
snowplow driver assist, In vehicle work zone messaging, etc).
Autonomous Vehicles
Autonomous vehicles are fully automated or “self-driving” vehicles that operate without
direct driver input to control the steering, acceleration and braking. These vehicles are
designed so that the driver is not expected to constantly monitor the roadway while
operating in self driving mode. This technology is also evolving rapidly and could result
in significant benefits, including safer roads, improved mobility services, reduced
congestion, improved fuel efficiency, reduced energy consumption, cleaner
environment, better land use, positive societal impacts and better quality of life. The
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primary barriers to implementation include; high vehicle costs, licensing, liability and
litigation, security and privacy.
5.3.22 Roadway Recommendations
•
•
•
•
•
•
•

•
•
•

Pursue available funding grants and identify alternative funding strategies ,
including private sector options, to reduce reliance on shrinking state and federal
funding sources.
Promote mixed use development and transportation demand management,
especially in designated growth areas, to reduce the need for single occupancy
vehicle trips and encourage transit oriented development.
When developing and updating the city’s Capital Improvement Plan, review the CIP
for conformity with the Comprehensive Plan.
Consider the impact on quality of life, aesthetics to adjacent land uses and all other
travel modes when constructing new or reconstructing existing roadways.
Improve coordination of public and private roadway and utility projects to minimize
pavement cuts and traffic disruptions.
Work with MnDOT, Hennepin County and other agencies to utilize Intelligent
Transportation Systems (ITS) to maximize the efficiency and safety of all roadways
within the city.
Continue to identify and implement safety strategies to address speeding, young
drivers, occupant protection, impaired driving, roadway departure, intersection
safety and reliance on good data.
Work with MnDOT and Hennepin County to initiate studies within the next five years
of the three areas identified above in 5.3.13 as requiring additional multi-agency
study.
Work with Hennepin County to transfer jurisdiction of the roadways identified above
in 5.3.14.
Implement the roadway improvements described above in 5.3.13 as funding
become available with emphasis on regional coordination to fund and implement
the large-scale projects.

5.4 Transit
5.4.1 Existing Transit System
Brooklyn Park is divided into two transit market areas. The southern portion of
the city is generally classified as Market Area II and the northern portion of the
city is generally classified as Market Area III. These areas are described in Table
5.4.1A and shown in Figure 5.4.1
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Table 5.4.1A Transit Market Area Description
Market

Land Use Pattern

Service Option

Areas

Service
Characteristics

Frequencies: 15-30

II

Moderate
concentrations of
jobs, housing and
activities

Regular-route locals,
all day expresses,
small vehicle
circulators, special
needs paratransit
(ADA, seniors),
ridesharing

minute or 30-60
minute depending on
land use pattern
Span of Service: 1220 hours per day, 7
days per week

Access: Locals
spaced 0.5-1.0 mile
apart with 6-8 bus
stops per mile

III

Generally lower
concentrations with
intermittent pockets
of moderate
concentrations
(pockets would
receive highest
service levels)

Peak-only express,
small vehicle dial-aride, midday
circulators, special
needs paratransit
(ADA, seniors),
ridesharing

Frequencies: Peakperiod-only
expresses, 1-2 hour
midday frequencies,
dial-a-ride advance
registration
Span of Service: 1014 hours per day,
weekdays and
limited weekends

Access: Services
tied to park-andride lots and hubs

Adapted from: Metropolitan Council 2030 Regional Transportation Plan, Table 4-1.
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Local and Express Transit Service. Brooklyn Park is served by multiple local and
express transit routes (see Figure 5.4.1A). Local fixed route bus service in
Brooklyn Park is described below:
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Route 705: Weekday service to suburban communities from Brooklyn
Park to St. Louis Park
Route 716: Daily bus service from Brooklyn Park to St. Louis Park
Route 721: Daily bus service from Minneapolis to Brooklyn Park
Route 722: High frequency bus service between Brooklyn Park and
Brooklyn Center
Route 723: High frequency bus service between Brooklyn Park and
Brooklyn Center
Route 724: High frequency bus service from Minneapolis to Brooklyn
Park Target Center
Route 760: Express service from downtown Minneapolis to Brooklyn
Park
Route 761: Express service between downtown Minneapolis and
Brooklyn Park
Route 763: Express service from downtown Minneapolis to Brooklyn
Park
Route 764: Express service between downtown Minneapolis and
Brooklyn Park
Route 765: Express service from downtown Minneapolis to Brooklyn
Park
Route 766: Express service from downtown Minneapolis through
Brooklyn Park to Anoka
Route 767: Express service between downtown Minneapolis and Maple
Grove through Brooklyn Park
Route 768: Express service from downtown Minneapolis to Brooklyn
Park

Figure 5.4.1A further outlines the planned METRO Blue Line Extension (LRT)
alignment as well as the planned stations that will be located within Brooklyn
Park. See section 5.4.2 for a more information on the METRO Blue Line
Extension.
Park & Ride Facilities. Brooklyn Park is currently served by two park and ride
facilities. The 63rd Avenue and Bottineau Boulevard Park and Ride opened in
March 2007 and accommodates 565 vehicles. The Highway 610 & Noble Parkway
Park and Ride opened in August 2014 providing approximately 1,000 spaces and
can be expanded to accommodate an additional 500 spaces. Metro Transit also
owns a shuttered 117-space lot at the northeast corner of TH 252 and 73rd Avenue.
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Transit Centers. Brooklyn Park currently contains one transit center at Starlite
Shopping Center. Several bus routes converge to create a timed transfer. The
current location was expanded in 2009.
Transit Corridors. Interstate 94/694 and T.H. 252/610 both currently have bus
shoulders to provide express bus service between the northwestern and northern
suburbs, respectively, and downtown Minneapolis. Both of Brooklyn Park’s park
and ride facilities are located either adjacent to these routes or within a short
distance (see Figure 5.4.1B).
Metro Mobility. A special transportation service is available for people with
disabilities. Metro Mobility, an ADA-compliant service, is the door-through-door
public transportation system for people with disabilities in the Minneapolis/St.
Paul area and certain adjoining suburbs, including Brooklyn Park. Customers who
are certified can call transportation providers to schedule their trips.
Dial-a-ride Service. Dial-a-ride service is provided by Transit Link. Transit Link
provides curb-to-curb service to the public where regular transit service is not
available. Dial-a-ride services can be combined with fixed route services. Transit
Link serves the seven-county metro region.
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5.4.2 Planned Changes
METRO Blue Line Extension. The METRO Blue Line Extension (LRT) will operate
northwest from downtown Minneapolis through north Minneapolis, Golden
Valley, Robbinsdale, Crystal and Brooklyn Park, drawing riders northwest of
Brooklyn Park. The proposed alignment is primarily at-grade and will have 11 new
stations in addition to Target Field Station, and about 13 miles of double track.
The line will interline with the METRO Blue Line and connect Minneapolis and the
region’s northwestern communities with existing LRT on the METRO Green Line,
future LRT on the METRO Green Line Extension, bus rapid transit on the METRO
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Red Line, the Northstar commuter rail line and local and express bus routes. The
project is under development with construction anticipated in 2019. Passenger
service is expected to begin in 2022.

5.4.3 Future Transit Needs
Target Area Development. As the Target area northeast of Highways 169 and 610
develops, it is anticipated that transit needs will increase. The City will work with
Metro Transit and property owners in the area to determine transit needs,
including transit centers, as development occurs.
Link Transit and Land Use. The City will encourage business developments along
transit routes to include site provisions that accommodate transit and transit
users. Examples are internal or external bus stops or shelters, sidewalks, or
walkways from transit stops to the principle use.
The City will also encourage commercial and higher density residential
developments along existing or future transit routes.

5.4.4 Transit Plans and Goals
Policy 1: The City will work with Metro Transit to provide convenient, reliable,
and efficient mass transit.
Policy 2: The City will promote transit-oriented development opportunities where
appropriate.
Policy 3: When locating affordable housing and senior housing sites, transit
availability will be considered.

5.5 Bikeways and Walkways
The City of Brooklyn Park recognizes that travel by foot and bicycles are essential
components of the transportation system. These systems are also widely used for
recreation in Brooklyn Park. Modifications to the transportation network should always
include a review of the impacts to bikeways and walkways and will require proper
connections be made as part of the construction. The Recreation and Parks Systems Plan
addresses recreational trails and the City’s Pedestrian and Bicycle Plan (2015) addresses
general travel. Please refer to the two studies for more details of these systems.
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5.5.1 Planned Regional Non-Motorized Transportation Network
The Metropolitan Council 2040 TPP encourages the use of bicycles as a transportation
mode and establishes the Regional Bicycle Transportation Network (RBTN) as an
integrated network of on-street bikeways and off-road trails that complement each
other and provide connections across the region. The RBTN identifies Tier 1 and Tier 2
alignments where existing regional or other trails exist or where a specific alignment has
been identified. The RBTN also identifies Tier 1 and Tier 2 corridors where specific
alignments have not yet been defined.
In 2017, revisions to the RBTN were proposed as part of the 2040 TPP Update in order
to better align the network with county and city plans. The updated existing and
proposed regional network is shown in Figure 5.5.1A. Several identified RBTN corridors
line up with planned Hennepin County bikeways and trails. Figure 5.5.1A shows that
multiple RBTN corridors and existing alignments are located near job and activity
centers.
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5.6 Aviation Plan
This section explains aircraft operations and facilities in Brooklyn Park and addresses the
land use and planning considerations created by the unique nature of air transportation.
The facilities in Brooklyn Park include the Crystal Airport and the Gopher VORTAC (a
regional instrument guidance signal transmitter). Other aviation opportunities not
currently in Brooklyn Park, such as float planes and heliports, are also discussed.
5.6.1 Crystal Airport
The Crystal Airport is located within the communities of Crystal, Brooklyn Center,
and Brooklyn Park (see Figure 5.6.1). Approximately 79.9 acres of the airport’s
433 acres are located within the corporate limits of Brooklyn Park. The airport is
accessible primarily by County Road 81. County Road 81 is accessed by Bass Lake
Road from the south, and 63rd Avenue from the north. Other major roadways
accessible to the airport are Interstate 94/694, Highway 169, and Highway 100.
The Crystal Airport is one of the seven publicly owned airports in the Metropolitan
Airports Commission (MAC) system. It is classified as a minor airport in terms of
its functional and operational role within the system. MAC has operated it as a
general aviation airport since 1948. Miscellaneous private hangars are located at
the airport and most are in poor repair. Figure 5.6.2 shows the existing layout of
the airport.
MAC adopted the 2035 Long Term Comprehensive Plan for Crystal Airport in 2017
which included the following objectives:
•
•
•

Right-size the airfield to match existing and forecasted activity levels;
Preserve and, if possible, improve operational capabilities for the current
family of aircraft using the facility; and
Enhance safety by simplifying the runway and taxiway layout.
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Figure 5.6.2 Source: Crystal Airport 2035 Long-Term Comprehensive Plan (LTCP)
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Short Term Planning and Safety Considerations
As the airport continues to operate, certain land use planning considerations must
occur.
Under federal and state regulations, special zones are established around public
airports to assure safety of aircraft operations. Land uses in these zones must be
consistent with FAA and Minnesota Department of Transportation-Aeronautics
rules.
The imaginary airspace surfaces as described in Rule 8800.1200 are shown in
figure 1 below. Any structure or tree of greater height than any of these imaginary
airspace surfaces is considered an “obstruction to a public airport.” The imaginary
airspace surfaces for Crystal Airport as they affect Brooklyn Park are shown in
figure 2. In addition, objects are considered “general obstruction to air
navigation” if they exceed certain heights:
1. Objects extending more than 500 feet above ground level at the site of the
object.
2. Objects more than 200 feet above the ground or more than 200 feet above
the established airport elevation, whichever gives the higher elevation, within
three nautical miles of the nearest runway of an airport, and increasing in
height in the proportion of 100 feet for each additional nautical mile of
distance form the airport.

Figure 1. Imaginary Airspace Surfaces.
Rule 8800.1200
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Brooklyn Park presently has no structures greater than 200 feet in height, except for a
water tower. It is the policy of the City to review all application for development to
determine if the proposed structure would be a “general obstruction to air navigation” or
an “obstruction to a public airport.” The City will ensure that proper notification to the
Commissioner of Transportation is made if any structure over 200 feet is proposed
outside of either zone.
The existing minimum clear glide angle is 67:1 on the approach from the nortwest. This
slope produces a clearance of 46 feet at the intersection of 63rd Avenue and Douglas Drive
and increasing to 52 feet at the intersection of 63nd and Edgewood Avenues, just outside
of the airport (see figure 3 below). The City shall review all proposals for development
within the area of the runway approach to allow for appropriate clearence.
Noise
Because aircraft are capable of creating noise, land use sensitive to noise should not
locate in the vicinity of the Crystal Airport without special noise reduction building
techniques. Examples of such noise sensitive uses may include hospitals, nursing homes,
or certain precision manufacturing. The City will continue to work with the Metropolitan
Airports Commission on airport noise related issues. Application of the Land Use

City Limits

Figure 2.
Imaginary
airspace
surfaces in
Brooklyn
Park.

City Limits
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Compatibility Guidelines for Aircraft Noise will be used for land use planning within the
noise impact area depicted in the MAC’s 2035 Final Preferred Alternative Noise Contour
figure below.
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Long-Term Planning and Safety Considerations
The Crystal Airport has experienced several consecutive years of declining use.
Over the past several years, several air-based businesses have left the Crystal
Airport. There are no commercial fixed-route passenger carriers. Nearly all of the
airport’s use is from private recreational flights.
The MAC has closed one of the primary parallel runways and the turf crosswinds
runway. With the closing of these two runways, MAC expects to have land
available for non-aeronautical uses.
If MAC pursues non-aeronautical
development, they have committed to meeting with the city and the Metropolitan
Council staff to discuss the potential uses and how the cities feel the parcels could
best be utilized. MAC will work with the city to determine if zoning changes are
appropriate for any non-aeronautical uses proposed. The City will exert is zoning
authority for non-aeronautical uses on MAC property.

5.6.2 Gopher VORTAC
The Federal Aviation Administration (FAA) operates an aircraft navigation facility
in northern Brooklyn Park (see Figure 5.6.1). This Very High Frequency OmniDirectional Range Tactical Air Navigation (VORTAC) is located on a 13-acre parcel
lying north of Oxbow Creek Drive and east of the Marvella neighborhood. The
VOR is a ground-based electronic navigation aid transmitting very high frequency
navigation signals, 360 degrees azimuth, oriented from magnetic north and is used
as the basis for navigation in the National Airspace System. It serves as a
navigational aid for cross-country air traffic and also for airplanes approaching the
Metropolitan Airport Commission’s airport system as well as airports in central
Minnesota and western Wisconsin. To ensure the effectiveness of the facility, The
FAA prefers to maintain a clear zone of at least 1000 feet from the VOR in which
no structures may be located. This clear zone is subject to the position and height
of the object or structure in relation for the VOR as well as the materials of the
object or structure.
When the City of Brooklyn Park developed the Northern Area Master Plan in 1999,
the FAA had indicated that the facility would be removed within several years as
a new technology is implemented to provide air traffic navigation. Since that
Comprehensive Plan Update, the City has worked with the FAA and the adjacent
landowners on the status of the VOR. The FAA subsequently upgraded the facility
to a Doppler system, which improves its reliability and decreases the impact of
nearby obstructions. The FAA indicated that the ground-based VOR system would
remain in place for several more years while a satellite-based system is refined.
The ground-based system would then be retained for some time for military use.
Currently, no decommissioning date has been set, although the FAA has indicated
that they may not need it within the next 5 to 10 years, subject to congressional
action.
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The FAA owns development easements over the properties to the north and west
of its property. During its review period, the developer of the adjacent “Oxbow
Creek West” subdivision worked with the FAA to determine what areas must
include height restrictions. Five of the proposed lots were determined to need
restrictions to the type of house that could be constructed to avoid negative
impacts to the VOR. The City maintains a list of these properties to ensure that
any proposed additions to these homes will undergo FAA review.
5.6.3 Heliports
No heliports currently exist in the city, however Brooklyn Park’s current Zoning
Code allows heliports as conditional accessory uses in the Business Park zoning
district. With increased corporate presences along the T.H. 610 corridor, heliports
may be attractive features for large businesses or for a hospital desiring an airambulance component. The City will notify the Commissioner of Transportation
should a heliport be proposed.

5.6.4 Float Planes/Sea Planes
The Mississippi River forms the east boundary of the City. Much of the river area
could accommodate float planes. The Coon Rapids Dam area would not be
suitable for airplane activity due to the currents. River Park provides public access
to the river, although it is not designed specifically to accommodate aircraft.

5.6.5 Private Airports
No private airports exist in Brooklyn Park any more. The last private dirt runway
was removed in 2004 with the development of the “Prairie Gardens” subdivision
(near Brunswick Avenue and Oxbow Creek Drive). When this private runway was
created, Brooklyn Park was a rural community. Now that the City is predominately
urban and suburban, this type of use is not seen as compatible. Other than
business heliports, the City will not encourage or allow private airports.

5.7 Goals, Policy Objectives, and Implementation Actions
Integrated System. The City will support an integrated transportation system consisting
of roadways, transit, and off-street pedestrian ways.
Target Development Area. The City will work with Hennepin County, MNDOT, and Metro
Transit with the Target project.
Transportation Choice. The system will be conducive to choices in the mode of
transportation Brooklyn Park residents and visitors use. Users should not be forced to
use only automobile transportation because no other mode is available.
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Link Transportation to Land Use. The City will consider transportation in its land use
decisions, including the relation between different neighboring land uses.
Promote Non-Automotive Transportation. The City will include pedestrian, bicycle, and
transit use in public and private developments. Walkways and Transit in High Density
Housing and Commercial Areas will be required.
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