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Livability Indicator
Walkability
Vision
Pedestrians are able to safely and efficiently move throughout the corridor including crossing Hiawatha Avenue
and other major streets. High quality pedestrian facilities connect residential areas with LRT stations, commercial
nodes, community facilities and other destinations in the corridor.
Source: Minneapolis Plan for Sustainable Growth, Access Minneapolis 10 Year Transportation Plan, and Station Area Master Plans.

Why is this indicator important?
 The neighborhood is more desirable for existing residents and potential future residents to live and invest in.
 Walking reduces dependency on automobile travel and its associated impacts.
 Walking promotes active and healthy lifestyles.
 Attached and higher density housing options are more desirable if they are located in areas within walking
distance to other destinations.
 Walking encourages community interaction
 Walking can increase neighborhood safety (“eyes on the street”)
What do things look like?
While existing pedestrian facilities (sidewalks and off-street trails) are generally
acceptable throughout the study area, the corridor does not offer a sense of
walkability, as there are some major accessibility barriers. These barriers are
most imposing when accessing the LRT stations, where vertical obstructions in
sidewalks, uneven sidewalk surfaces, poorly designed curb ramps, rail crossings
and intersection geometries make walking trips a challenge for all pedestrians,
but especially those who are mobility-challenged or visually impaired. With
the exception of neighborhoods near Lake Street, there are few commercial
or recreational destinations beyond the LRT stations and selected businesses
along Hiawatha Ave (primarily Walgreens and fast food restaurants). Most
trips require leaving the corridor and typically require either a car or transit.
Sidewalks are found on most study area streets with the exception of several
blocks of Dight Ave. Some sections of Hiawatha Ave also do not have
sidewalks on the east side; instead, pedestrians must walk through the parking
lots and loading areas of commercial/industrial land uses. In general, sidewalk
facilities are well-maintained and wide enough for two-way pedestrian traffic
or two wheelchairs to pass each other. However, there are sidewalk sections,
primarily on east-west streets, that have fallen into disrepair. In other sections,
primarily between Hiawatha Ave and Dight Ave in the middle of the study
area, total space given to pedestrians on both sides of streets is less than ten
feet. Numerous vehicles have been observed parked across sidewalks on crossstreets, thereby forcing pedestrians to walk in the street at these locations.
The Hiawatha LRT Trail is located on the west side of Hiawatha Ave. This
trail is wider than typical area sidewalks and also functions as a bicycle path.
A fairly wide boulevard separates trail users from traffic on Hiawatha Ave.
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Cars parked across sidewalk on 40th Street.

Sidewalk on 46th Street.

Hiawatha LRT Trail at 38th Street.

Livability Indicator
Walkablity
This trail is generally in good condition, owing in part to its
newness compared to other sidewalks within the study area.
Crosswalk signal timings are generally sufficient for most
pedestrians to cross Minnehaha Ave intersections, however,
signal timings are barely adequate for crossing Hiawatha Ave. A
pedestrian study was conducted in Fall 2008 for the 46th St and
38th St intersections. Challenging pedestrian crossings are most
notable at 46th St, where an able-bodied adult must step off the
curb nearly simultaneously with the WALK signal in order to
complete the crossing prior to the solid DON’T WALK phase.
DON’T WALK wait times are quite long, between two and twoand-a-half minutes. Consequently, many pedestrians were observed
crossing Hiawatha Ave north of the 46th St intersection, both 45th
St and mid-block. Only one-third of pedestrian crossings in this
area occurred at the 46th St crosswalk; one-third occurred at 45th
St and one-third at mid-block.
At 38th Street, the DON’T WALK signal is one-and-a-half
minutes long, which is somewhat shorter than at 46th Street. 88%
of pedestrian crossings occur at the 38th St crosswalk with 12%
occurring at 37th St or mid-block between 37th St and 38th St.
At Lake Street, numerous pedestrians were observed to choose
their own path through the single-point urban interchange under
Hiawatha Ave, rather than using the signals and crosswalks. It
is understood that this interchange was recently reconfigured
to prohibit through-movements from the ramps and improve
pedestrian crossing patterns.
Most signalized intersections within the study area experienced
at least one pedestrian/vehicle collision between 2002-2006.
The highest number of pedestrian/vehicle collisions occurred
at the intersection of Minnehaha Ave and 38th Street, with five
reported collisions during this time period. None of the collisions
at this intersection were fatal or severe, but the number indicates
that walking through the study area may be challenging due to
geometries of the street network, traffic volumes and speeds.

Pedestrian crossing Hiawatha Avenue
north of 46th Street.

How to measure future success?
1. Number of passengers walking to/
from LRT. (Metro Council survey)
2. Pedestrian/vehicle crash rate. (City of
Minneapolis)
3. Percentage of streets with tree
boulevards and percentage of
i nte rs e c t i o n s w i th i mp rov e d
pedestrian crossing facilities. (City
of Minneapolis
4. Number of vehicles owned per
household. (US Census Data).
5. Number of steps taken as measured
by neighborhood participants.
6. Walkscore.com results
Trends since 2004
 LRT operation resulted in increased
pedestrian activity throughout the
corridor.
 LRT signal preemption resulted in
long delays for pedestrians crossing
Hiawatha Avenue.
 Increased vehicular traffic on
Minnehaha Avenue and major eastwest streets due to LRT-related
changes in travel patterns.
 East Lake Street reconstruction
and streetscape project improved
walkability on Lake Street within the
study area.

Hiawatha Ave / Lake St crosswalk.
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Crosswalk timer at Hiawatha & 46th.

Data Inventory - Mobility | 2-3

Livability Indicator
Walkability
Pedestrian Facilities Analysis
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Livability Indicator
Walkability
Pedestrian Crashes (2002-2006)
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Livability Indicator
Mobility Choice
Vision
Adequate facilities and service are available so that neighborhood residents, employees, customers and others are
free and able to choose their own mode of travel.
Source: Minneapolis Plan for Sustainable Growth, Access Minneapolis 10 Year Transportation Plan, & Development Objectives for the Hi-Lake Center.

Why is this indicator important?
 The choice of travel options reduces the need for auto travel and supports transit use.
 Some residents may be unable or unwilling to purchase a personal vehicle and should not be limited in
alternative travel options.
 The neighborhood would be more desirable for existing and potential future residents to live and invest in.
 Travel by means other than personal vehicles promotes active and healthy lifestyles.
 Travel options allow people to better match the transportation mode to the trip purpose
What do things look like?
Based on 2000 Census data, the majority of households living in the study corridor have access to at least one
vehicle, yet 17% chose not to or could not afford to own a personal vehicle. On average there are 1.37 vehicles per
household in the study corridor versus 1.29 for the City of Minneapolis and 1.60 for Hennepin County. Even with
their vehicles, many people choose to use transit for work and other activities.
The Hiawatha LRT has already exceeded pre-construction 2000 Census Journey to Work
Mode of
Study
City of
Hennepin
ridership goals for 2020. In late 2005, approximately 1,000
Travel to Work Corridor Minneapolis County
passengers were surveyed at three LRT stations. Roughly
Drive Alone
67%
62%
77%
half of those surveyed were either beginning or completing
Auto
13%
11%
10%
their trip at the LRT station, i.e. no previous transit travel
Passenger
for those boarding the LRT, and no further travel for those
Public
12%
15%
7%
exiting. At all stations, anywhere between 40% - 60% of riders
beginning or ending their trip on the LRT had a personal Transportation
vehicle available to them but chose to take transit regardless.
Bicycle
2%
2%
1%
The majority of respondents walked to the LRT, with the next
Walk
3%
7%
2%
highest category being those who drove alone and parked.
Other/Work
4%
4%
3%
The number of passengers who drove is worthy of further
at Home
analysis, as there are no park and ride facilities at either 46th
Street or 38th Street.
Hiawatha Line Annual Ridership
The influence of the LRT on study area traffic volumes is
most pronounced on Hiawatha Ave, where two of three count stations
recorded annual average daily traffic reductions of between 2004 and 2008.
One station reported a reduction of approximately nine percent, while the
other reported a reduction of nearly 12 percent. The third count station,
located between Lake and 32nd Streets, recorded an increase in volume
of nearly 16 percent during this same time period. Based on other area
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Year

Ridership

2004 (Two Quarters)
2005

2.9 million
7.9 million

2006
2007

9.4 million
9.1 million *

*Humphrey Station was closed for nine
months due to airport construction

Livability Indicator
Mobility Choice
volumes, it is felt that this increase is due, at least in part, to traffic
associated with places west of the study area.
However, some of the traffic that vacated Hiawatha Ave was not
replaced with transit trips, but instead greater volumes on Minnehaha
Ave. Two of three Minnehaha Ave count stations experienced total
traffic growth of approximately 11-12 percent between 2004 and
2008. It would appear that motorists, both within and outside the
study area, find Hiawatha Ave to be a slower and more frustrating
commute, due to the presence of the LRT and its associated signal
preemption. However, it should be noted that given Minnehaha
Ave’s classification as an A-Minor Arterial (Reliever), this increase
is seen as modest. A-Minor Arterials are important corridors within
overall regional transportation operations, and the traffic increases
seen on Minnehaha Ave are well within the traffic volumes that this
classification of road is capable of supporting, and also within the
excess capacity available on Minnehaha Ave in particular.

How to measure future success?
1. LRT passengers boarding/alighting
at study area stations as measured
by ridership surveys.
2. Transit routes within and across the
corridor as measured by frequency,
span and reliability of service.
3. Pedestrian and cyclist activity as
measured by pedestrian/bicycle
counts.
4. Trip generation by mode type
(walk, bike, transit, car, other) as
measured by surveys.

The changes in travel patterns are also reflected in the number of
reported crashes in the study area. Twenty-nine locations were
analyzed on Minnehaha Ave – 15 intersections and 14 mid-block
locations spanning Lake Street to 46th Street. The number of crashes
was compared for the years 2001-2002 and 2005-2006. Crash data
for the years 2003, 2007 and 2008 is not available, and crash data for
2004 was not considered due to any changes in traffic that may have
been introduced due to LRT construction and initial operations.

Trends since 2004

The analysis indicates that since the LRT was implemented,
Minnehaha Ave volumes have increased and there has been an
increase in collisions at some locations. However, it is inconclusive
whether or not the LRT is responsible for either, as the increase
in traffic volumes is modest given Minnehaha Ave’s functional
classification, and the additional collisions are within expected yearly
variation (the increased rate is attributable to one additional collision
per year at many locations). It can also be seen that crashes involving
pedestrians have not changed since the LRT was implemented.

 LRT ridership has already achieved
and exceeded 2020 goals with
ridership currently 8% above the
2020 goals.

 LRT has increased the homebased work trips in the corridor
by all modes, including LRT, from
12.6% in 2000 to 15.5% in 2005
according to simulated results
from the Regional Travel Demand
Forecasting Model.

 Hiawatha Avenue traffic volumes
have reduced in some locations,
with associated volume increases
on 46 th Street and Minnehaha
Avenue.
 The Go-To card makes transit
travel more attractive, reduces
boarding times on buses and
protects passengers’ fares against
loss or theft.

Cyclist in Minnehaha Avenue
bike lane.
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Bicycle facilities at 46th Street
Station.
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Livability Indicator
Mobility Choice
Reported Crashes on Minnehaha Avenue
Period

Total
Crashes

2001 - 2002

118
133

2005 - 2006

Total
Crashes
Crashes
Crashes at
Involving
Involving
Intersections Pedestrians Pedestrians at
Intersections

96
107

7
7

5
8

Further analysis was done on Minnehaha Ave crash rates, for the period 2000-2002 and 2005-2006. Crash rates
are measured by million entering vehicles (intersections) or million vehicle miles (mid block locations). The postLRT crash rate increased at 9 locations (5 intersections and 4 mid block locations). This implies that the rate
either decreased or remained unchanged at the remaining 20 locations. When compared to citywide average rates,
it can be seen that fewer locations exceed the citywide average rate since LRT implementation for their particular
type of intersection or roadway segment. The three locations that currently exceed the citywide critical rate are
31st Street, 46th Street and mid block between 32nd and 33rd Street. At two of these three locations, the postLRT crash rate is less than the pre-LRT critical rate, indicating the role that citywide trends over time play in the
analysis of any given location.
Period

Intersections
Exceed Citywide
Average Rate

2000-2002
2005-2006

24%
14%

Exceed Citywide
Critical Rate

0%
7%

Mid block Locations
Exceed Citywide
Average Rate

17%
17%

Exceed Citywide
Critical Rate

0%
3%

The personal vehicle travel seen today is consistent with general Twin Cities characteristics. The 2000 Census
indicated that while the Twin Cities was the 15th largest metropolitan area in the United States, it ranked 4th
in vehicle ownership per household and 8th in percentage of workers who drive alone (nearly 79%). While these
numbers may not be indicative of study area households, and while it can be expected that the number of drivealone trips would have reduced since 2000 with the introduction of the LRT (and indeed, Hiawatha Ave traffic
volumes support this claim, at least in part), it can still be seen that the combination of a major regional arterial
and prevalent driver behavior can result in a severely constrained roadway network.
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Livability Indicator
Mobility Choice
2005 Ridership Survey Findings
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Livability Indicator
Mobility Choice
2008 Annual Average Daily Traffic
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Livability Indicator
Mobility Choice
Change in Annual Average Daily Traffic (2004-2008)
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Livability Indicator
Mobility Choice
Average Vehicle Crashes per Year (2004-2006)
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Livability Indicator
Mobility Choice
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Livability Indicator
Bicycle Friendly
Vision
The corridor is known for its availability of and accessibility to quality bicycle facilities connecting to existing and
planned facilities and key local and regional destinations. Residents choose cycling as a viable means of traveling
within and outside the corridor. Facilities are well-marked and well-maintained for the safety and comfort of
users.
Source: Minneapolis Plan for Sustainable Growth, Access Minneapolis 10 Year Transportation Plan, and 38th Street Station Area Master Plan.

Why is this indicator important?
 The choice of travel options reduces the need for auto travel and supports transit usage.
 The neighborhood would be more desirable for existing residents and potential future residents to live in and
invest in.
 Travel by means other than personal vehicles promotes active and healthy lifestyles.
 Bicycle facilities are most effective when they connect to a larger network and to supporting land uses such as
parks, transit stations and schools.
What do things look like?
Marked bicycle lanes are found in both directions on Minnehaha Avenue between 31st Street and Nawadaha
Boulevard. To the south, the bike lanes connect to off-street facilities along Godfrey Road to the east and Minnehaha
Creek to the west. The bike lanes terminate north of 31st Street. The Hiawatha LRT Trail is an unmarked
multi-use path on the west side of Hiawatha Avenue. To the south, this path connects to the off-street trail along
Minnehaha Creek and continues south to Fort Snelling. To the north, a gap exists between 32nd Street and the
Midtown Greenway, although narrow sidewalks are available for cyclists. The City has not identified this gap in
their bikeway planning.
The City of Minneapolis continues to plan and fund bicycle facilities both inside and outside the study area. As
of June 2009, two study area projects had received funding:
 RiverLake Greenway Bicycle Project, Phase III – 4.5 mile bikeway running along 40th Street from I-35W to
Nokomis Avenue and along 42nd Street from Nokomis Avenue to the Mississippi River. The path will connect
to the 38th Street Station via 29th Avenue between 38th Street and 40th Street. Project design is underway and
the City held public meetings throughout 2008 and 2009. The project is
funded with construction planned for 2010.
 Minnehaha Avenue / 20th Avenue S Bicycle Lane Extension – this
funded project will extend marked bicycle lanes along Minnehaha Avenue
north of 31st Street, connecting to the Midtown Greenway and to the
existing bicycle lanes on 20th Avenue S, north of the study area.
All LRT stations in the study area feature bicycle racks and lockers. Metro
Transit also permits passengers to bring bicycles onboard the LRT so that
commutes may continue via bicycle after alighting the transit vehicle.
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Minnehaha Avenue Bicycle Lanes

How to measure future success?
1. Miles of bikeways
2. Before and after counts of number of bicyclists using corridor’s bikeways
3. Number of public bike racks located in the corridor
4. Number of occupied bicycle racks and lockers at LRT stations
Trends since 2004
 Introduction of Hiawatha LRT line with its associated bicycle
facilities and off-street multi-use Hiawatha LRT Trail.
 Completion of the Midtown Greenway Trail extension from
Hiawatha Avenue to the Mississippi River in 2006.
 Completion of the Martin Olav Sabo Bridge over Hiawatha
Avenue for bikers and pedestrians in 2007.
 From 2007-2009, almost $10 million in funding was awarded
to the City of Minneapolis Public Works Department from the
federal Non-Motorized Transportation (NTP) Pilot Program for
improving the City’s bicycling and walking networks, including
the Minnehaha Avenue Bike Lane Extension.

Midtown Greenway

 RiverLake Greenway Phase III design completed and funding secured for 2010 construction.
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 General upswing in citywide bicycle use, with Minneapolis now the #2 cycling city for work trips in the United
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Livability Indicator
Bicycle Friendly
Existing and Planned Bicycle Facilities
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Livability Indicator
Bicycle Friendly
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Livability Indicator
Connectedness
Vision
All residents are conveniently connected to transit, trail systems and a network of local and collector streets and
arterial roads. This infrastructure system conveniently connects the corridor to the region and beyond making the
corridor a great place to live, work, shop and play. The flow of auto traffic, pedestrian traffic and LRT and bus
traffic is constantly managed to minimize travel delays and increase reliability.
Source: Minneapolis Plan for Sustainable Growth, Access Minneapolis 10 Year Transportation Plan, and Metro- Transit’s Central South Final Plan.

Why is this indicator important?
 The corridor has an important regional role directly connecting downtown Minneapolis with the Airport.
 Hiawatha Avenue and Minnehaha Avenue play important regional transportations role as arterial roadways.
 The ability to cross the corridor needs to be preserved both for vehicular and pedestrian modes of travel.
 The ability to make longer distance trips because of connected trails and transit systems provides residents
with access to needs that are provided elsewhere in the region.
 The neighborhood would be more desirable for existing residents and potential future residents to live in and
invest in when connected to multiple travel modes.

What do things look like?
The LRT has provided reliable transit service for much of the corridor, connecting residents and businesses to
the region and the world through the Airport. With the exception of some blocks in the vicinity of 33rd and 41st
Streets, nearly all study area residences are within a ½-mile radius of an LRT station. When a more conservative
¼-mile radius is superimposed on the LRT stations, the majority of residences in the study area are outside this
commonly accepted walking distance.
Fortunately, the study area is well served by bus transit, with a number of routes serving each of the three LRT
stations. Route 7 travels the length of Minnehaha Avenue, stopping at nearly every corner, and serves the 46th
Street LRT station. A number of other routes serve the study area, with east-west service on Lake Street, 38th
Street and 46th Street. It was observed however, and heard through residents’ comments, that traffic volumes,
long signal delays, poor timing coordination between LRT line and buses, frequency of stops and transit headways
often contribute to long commutes on these bus routes.
Limitations exist in the street grid for crossing Hiawatha Avenue. Left turns and through traffic are only permitted
at 6 intersections within the study area: Lake Street, 32nd Street, 35th Street, 38th Street, 42nd Street, and 46th
Street. The concentration of vehicular traffic at these six locations, combined with LRT signal preemption and signal
timings that favor Hiawatha Avenue, results in long delays for cross-street traffic and comments of difficulty accessing
homes and businesses. In addition, travel patterns and permitted movements have changed at the intersections
of Hiawatha Avenue with Lake Street and 32nd Street. Previously, southbound Hiawatha Avenue traffic wishing
to turn right onto westbound 32nd Street could exit at Lake Street, pass through the intersection onto the service
road and turn right at 32nd Street. This through movement at Lake Street is now forbidden, and new islands have
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Livability Indicator
Connectedness
What do things look like?
been constructed to prevent it. Since southbound right turns from
the Hiawatha Avenue mainline are not permitted at 32nd Street,
motorists are now forced to turn west onto Lake Street and then
choose another north-south route to 32nd Street.
The impact of the LRT on vehicle delay has been studied many
times since its 2004 opening. Trips by car experience long queues
and delay when crossing Hiawatha Avenue, particularly during
peak periods when train service is more frequent. Typical eastwest delays at Hiawatha Avenue are two to three minutes, with a
maximum delay of nearly five minutes (westbound 46th Street, AM
peak hour). These delays impact the ability of residents to enter and
exit their neighborhoods, with such difficulty further compounded
by the limited number of cross streets along Hiawatha Avenue
where left turns or through traffic are permitted.
Travel time surveys recorded on Hiawatha Avenue and Minnehaha
Avenue between 46th Street and Lake Street in September 2008
indicate longer travel times in the peak direction on Hiawatha
Avenue than Minnehaha Avenue. The increase in travel time
somewhat explains increased traffic on Minnehaha Avenue since
the introduction of LRT in the corridor. It is faster to travel the
study area on Minnehaha Avenue than on Hiawatha Avenue.
While the study area does feature bicycle facilities, the facilities are
not wholly sufficient from a connectedness standpoint. The existing
facilities are not fully integrated with other cycling facilities in the
north, primarily the Midtown Greenway. The gaps in the bicycle
network limit their effectiveness and usefulness for cyclists who
may not feel comfortable riding on street in mixed traffic.
Corridor Travel Times
Peak
Period
AM

Road

Hiawatha
Avenue
Minnehaha
Avenue

PM

Hiawatha
Avenue
Minnehaha
Avenue
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Direction

Average
Travel Time

Average
Stopped
Time

NB
SB
NB
SB
NB

08:14
05:55
06:33
06:20
07:25

03:39
01:19
01:41
01:21
00:47

SB

08:12

02:50

NB

06:13

01:07

SB

05:16

00:30

How to measure future success?
1. Tr a v e l t i m e s f ro m h o m e t o
destinations.
2. Travel times through the corridor.
3. Length of delay at key intersections.
4. New pedestrian & bicycle facilities.
5. Transit ridership volumes.
Trends since 2004
 The LRT has improved neighborhood
access to high-quality transit, but
passengers face some challenges in
reaching the LRT station.
 The LRT has contributed to increased
traffic on Minnehaha Avenue and
associated queues and delays at many
study area intersections.
 The City of Minneapolis is moving
forward with plans to introduce new
cycling facilities, particularly the
Hiawatha LRT Trail and River Lake
Greenway on 42nd Street.
 A 2005 Regional Travel Demand
Model showed 50% more trips leaving
than coming into the study area in
the morning, reflecting a balance
of residential and non-residential
development.
 Metro Council completed a major
reconfiguration of bus service in
conjunction with LRT line opening

Typical Right-In/Right-Out on Hiawatha.
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Livability Indicator
Connectedness
Transit Operations
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