Transportation is an essential element in the development of any community. Since
local roadway networks and local land uses are highly inter-related, a transportation
plan should focus on the roadway system as a whole and how it relates to and serves
the varying land uses throughout the community.
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Faribault’s transportation network has developed over the last century from a system
that primarily utilized rail and water transportation focused in the current central
business district to a more complex surface transportation system focused on highway
corridors that provide regional links. Today, Faribault’s road network of more than
120 miles follows a traditional grid pattern, with many of the busiest roadways located
in or leading to the central business district from Interstate 35. Barriers, both natural
and man-made, often contribute to congestion and poor traffic circulation. In Faribault,
several unique physical characteristics impact its road network, most notably, the
Cannon and Straight Rivers and Interstate 35. These features serve as natural obstacles
to this grid pattern and present their own unique challenges.
Given its proximity to the Twin Cities and Rochester, Faribault is expecting significant
growth over the next 20 years. Furthermore, the city has significant importance to the
region as a county seat, trade center, and transportation hub. This expectation of
increased economic activity and growth was reflected in the comprehensive planning
process and subsequently in the transportation plan.
While development of a street network can enable land development, the demand
created by new development can result in a need for improvements to the existing
roadway network or a need for new roadways altogether. In the future, new
development will undoubtedly create additional traffic and will therefore consume an
additional portion of a street system’s capacity. Furthermore, different land uses
generate different amounts of traffic, with each having a different subsequent impact
on a roadway network. This relationship should always be kept in mind when making
land use decisions, and Faribault is no exception.
Faribault’s transportation plan has been developed as a guide for roadway system
improvements that reflect and support future land use changes, as well as the overall
community goals and objectives identified through the comprehensive planning
process. It should be noted that this plan focuses primarily on the roadway network,
recognizing that this system will facilitate the vast majority of trips to, from, in, and
around Faribault. Other transportation systems and modes are discussed later in the
plan.
Development of the transportation plan involved a comprehensive and systematic look
at Faribault’s roadway network. The plan process involved identification of both
existing and expected future conditions on the system, documentation of appropriate
criteria by which to evaluate these conditions, analysis and subsequent identification
of deficiencies based on the criteria and objectives established by the city, and a
development of potential strategic transportation investments to mitigate these
deficiencies in coming years.
The planning process also utilized significant input from the parallel land use planning
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process, as well as technical analysis of and other information on existing and future
roadway conditions. This analysis has lead to a plan that allows Faribault to consider
the impact of future development on roadway operations and safety while
simultaneously enabling system improvements that support community development
goals.
Most importantly, the planning process involved very significant and valuable input
from local citizens and city staff. The process also involved discussions and meetings
with Rice County and the Minnesota Department of Transportation (Mn/DOT), as
well as review of various plans produced by these agencies, in order to coordinate
Faribault’s potential transportation improvements with the future intentions of these
other jurisdictions.
Finally, the transportation plan, along with other components of the comprehensive
plan, is a general guide for future physical improvements in Faribault over the next 20
years. In order to achieve a roadway system that will serve Faribault’s needs, specific
issues, such as intersection geometry, will likely need further study and detailed design
beyond the scope of this plan.

Key Transportation Issues
As part of the comprehensive planning process, the city has developed a vision for the
future. As part of the visioning process, as well as from continuing discussion with
city staff and local citizens, several issues were identified in regards to the city’s
transportation system. These were:
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•

Operations and traffic control at the Interstate 35/Trunk Highway 60
interchange

•

Operations on Trunk Highway 60 through the central part of Faribault

•

Operations on Trunk Highway 21 from Trunk Highway 60 to the Interstate 35
interchange

•

Trunk Highway 60 river crossing over the Straight River

•

Interstate 35/CSAH 48 interchange

•

Operations at the intersection of TH 3 and 2nd Avenue

•

Operations on CSAH 48

•

Promotion of CSAH 48 and TH 21 as a business corridor

•

Operations on Central Avenue

•

Railroad crossings and low bridges

•

Coordination with Mn/DOT and Rice County concerning transportation
improvements

•

Overall arterial roadway congestion

•

Overall safety and operations at intersections
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•

Possible County Road 76 reroute

•

Potential northeast arterial/bypass

•

Potential reroute of TH 60 to existing southern interchange location or further
south

•

Overall distribution and connectivity of functionally classified roadways

•

Overall issues with highways and access to transportation routes and the region
as a whole

•

Need to support Faribault businesses with an excellent transportation system

•

Need for signage, gateways, and corridors as ways to welcome people to the
city

•

Better access to the east side of town

•

Planning purchase of right-of-way for future transportation investments

These issues can be further simplified into the following four major issues:

•

Operations and safety at major intersections and along major arterials

•

Overall connectivity, accessibility, and functional balance of the arterial and
collector system

•

Interchanges and Faribault’s overall connectivity to Interstate 35

•

Planning and prioritization of future transportation improvements

This transportation plan focuses on these major issue areas by identifying safety and
operational issues on segments and at intersections on Faribault’s “backbone” road
network, by looking systematically at the current road network and future locations
of supporting roads, by addressing deficiencies and future needs of the three Interstate
35 interchanges, and by providing strategies for the city to implement over the next 20
years to best utilize the local road network. The following sections explain the process
used to analyze and address these issues.

System Evaluation
As a starting point for an evaluation of the city’s transportation network, the
transportation plan process focused, primarily, on Faribault’s functionally classified
road network. This network includes Interstate 35, the three major state trunk
highways in town, and other roads within the limits of Faribault classified as arterials
or collectors by either the Minnesota Department of Transportation or by the City of
Faribault itself. City Staff also provided input on further defining the study network.
This study network serves as the basic “backbone” of the transportation plan, and is
shown in Figure 5-1.
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Figure 5-1 – Study Network
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System Inventory and Conditions
The transportation planning process began with an inventory of the city’s physical
transportation infrastructure, limited to the study network. This inventory included
collection of basic roadway segment and major intersection geometry, basic geometry
of the three Interstate 35 interchanges, intersection traffic control, bridge locations,
and railroad crossing locations. In addition, both traffic volumes and crash data were
collected from the Minnesota Department of Transportation and used in an analysis of
safety and operations.
Figure 5-2 shows the existing roadway facility type and approximate existing
annualized average daily traffic (AADT) volumes for major roadways in Faribault. The
AADT counts reflect the typical volume of traffic expected on one day during the middle
of the week and have been “annualized” to account for seasonal variations. Not
surprisingly, the highest AADT volumes in and around Faribault are on Trunk Highway
60, Trunk Highway 21, and Interstate 35.
The Minnesota Department of Transportation’s Rice County travel demand model was
also used to support the analysis of future traffic operations in Faribault. This model
utilized existing traffic volumes, as well as data on future employment and households
derived from the land use planning process to produce forecasted future traffic volumes
throughout Faribault. Figure 5-15 shows estimated future traffic volumes in Faribault.
These future volumes are discussed in detail later during the analysis of future
operations, and further details on data collection and the resulting analysis can be
found in the technical memorandums provided in the appendix to this plan.
The various data collected were used in the analysis and subsequent identification of
deficiencies in Faribault’s transportation network, based on specific criteria. The
following section discusses the establishment of these criteria.

Evaluating Criteria
In order to evaluate both Faribault’s existing transportation system and the likely
condition of this system in 20 years, criteria were established based on a variety of
sources. These sources include commonly recognized standards for functionally
classified street system characteristics, roadway geometric design, traffic signal
characteristics, roadway and intersection capacity, and traffic safety.
From these sources, four basic criteria were established and utilized to evaluate
Faribault’s transportation system. These criteria are:

•

Safety

•

Existing traffic operations

•

Future traffic operations

•

Priority roadway designation (based on functional classification)

Deficiencies discovered through analysis of these four areas were used as the basis for
recommended strategies for improving Faribault’s transportation system.
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Figure 5-2 – Existing Facility Type and Traffic Volumes
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Safety Analysis
The first major criterion applied to the existing study network was safety. Mn/DOT
crash data for years 1999-2001 was used to determine locations, both on roadway
segments and at intersections, of high crash frequency for the existing road network.
Based on crash rate and frequency, the top ten intersections in need of safety-focused
improvements within Faribault include:
1)

TH 60 at CSAH 18/8th Avenue NW

2)

TH 60 at TH 21/CSAH 48

3)

TH 60 at 1st Avenue NW

4)

TH 21 at CSAH 11/7th Street NW

5)

TH 60 at 4th Avenue NW

6)

TH 60 at 30th Avenue NW

7)

TH 60 at 2nd Avenue NW

8)

CSAH 48 at Division Street

9)

CSAH 48 at Old 4th Street

10)

TH 60 at Division Street

The results of the segment crash rate analysis shows that most of the roads with a
significantly high crash rate are located at or near the center of the city. Faribault’s
top ten roadway segments, in terms of highest crash rate, include:
1)

TH 60 from TH 21 to 1st Avenue NE

2)

TH 60 from the west city limits to TH 21

3)

7th Street NW from TH 21 to Central Avenue

4)

Lyndale Avenue (TH 21) from TH 60 to TH 3

5)

Division Street from Old 4th Street to TH 60

6)

TH 60 from 1st Avenue NE to the east city limits

7)

Lyndale Avenue (CSAH 48) from Interstate 35 to TH 60

8)

CSAH 18 from the south city limits to TH 60

9)

20th Street (TH 3) from TH 21 to 2nd Avenue NW

10)

Old 4th Street from Western Avenue to TH 60

A summary of the results of the safety analysis is shown in Figure 5-3. More details on
the analysis of existing safety conditions can be found in the technical memorandums
provided in the appendix to this plan. It is recommended that safety improvements be
considered at the locations above. The majority of these locations are also discussed
further under the specific corridor recommendations.
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Figure 5-3 – Results of Safety Analysis
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The relationship between land use and transportation makes it important to compare
the demand on a roadway, in terms of traffic volumes, with the overall capacity of a
roadway, which is ultimately determined by roadway geometry and intersection
control. This comparison, or ratio, can be expressed as a roadway’s level of service or
level of congestion. The objective of the following two operations analyses was to
identify corridors and intersections currently experiencing, or that will likely
experience, congestion in the future. Further details on the methodology used to
evaluate both existing and future traffic operations can be found in the appendices.

Existing Traffic Operations Analysis
Existing traffic operations was the second criterion applied to the study network. As
briefly mentioned earlier, in order to estimate the quality of traffic flow on any roadway,
traffic engineers utilize a recognized standard called “level-of-service” (LOS). Much
like an academic report card, LOS A represents conditions with “free-flow” traffic at
higher speeds with little or no delays. Conversely, LOS F conditions are represented
by considerable congestion with long delays and queuing. In a traffic operations or
level of service analysis, it is important to determine at what levels operations will be
considered acceptable. The point at which roadways are considered unacceptably
congested is referred to as the “index of congestion”.
In Faribault, roadways and intersections were identified as congested if they exceeded
LOS C conditions. In cities like Faribault, where people expect better traffic conditions
than those in larger cities, the index of congestion is commonly set at the LOS C/D
boundary. This is because even though LOS A conditions represent the best possible
traffic flow, it is seldom feasible to build roadways to such high standards. Therefore,
a lower LOS condition, such as the LOS C/D boundary, is often selected for cities similar
to Faribault to indicate congestion problems.
A planning-level LOS analysis was competed for the study network in Faribault in
order to identify corridors and intersections currently experiencing congestion. A
summary of the results of the existing congestion analysis is shown in Figure 5-4. In
this figure, the roadways and selected intersections are classified as either uncongested,
nearing congestion, or congested based on the estimated level of service.
Results of the analysis show that several segments and intersections in Faribault are
either at or approaching congested levels. In very general terms, roadways that show
the most congestion (in red) are close to, or radiate from, the central business district
(CBD) of Faribault. This result would be expected, since the city was developed in a
traditional grid pattern with many of the highest traffic land uses located in the CBD.
Roadways with levels of service nearing congestion (in yellow) are also more prevalent
in central areas of the cities, and on roadways that serve as main links through town or
where few travel “options” exist.
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Figure 5-4 – Results of Existing Operations Analysis
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Future Traffic Operations Analysis
The third criterion applied to the study road network was future traffic operations. As
with existing operations, the objective the analysis was to identify corridors and
intersections on the existing network expected to experience congestion upon full
build out of the city’s future land use plan. In order to analyze the future scenario, it
was also necessary to estimate future traffic volumes on the study network. To do so,
the Minnesota Department of Transportation’s Rice County travel demand model was
utilized. This type of model uses socioeconomic information as the basis for creation
of traffic on the model network. When modelling the future “build-out” scenario for
Faribault, specific data from the land use planning process was utilized. Further detail
on the model and the overall modelling process can be found in the appendices to this
plan. Figure 5-5 shows approximate future volumes for the major roadways in Faribault.
A more detailed discussion of estimated future volumes by segment can be found in
the Recommendations-Existing Corridors section.
Results of the analysis show that several segments and intersections in Faribault will
likely be at or approaching congested levels upon build out of the proposed land use
plan. A summary of the results of the existing congestions analysis is shown in Figure
5-6. The results show that, with the current network in place and no further capacity
improvements, much of Faribault would likely see significantly increased congestion.
Specifically, in addition to the segments and intersections that are experiencing
congestion today, several other areas show congestion in the future. These areas are
TH 3 from TH 21 to the northern city limits, TH 21, 7th Street NW west of TH 21, most
of TH 60, portions of Western Avenue, most of St. Paul Avenue, 9th Avenue SW, Ravine
Street, and southern portions of Willow Street.

Primary Roadway Designation
The fourth and final criterion used in the initial evaluation of Faribault’s road network
was established with input from the city staff through discussions of likely investment
priorities and the functional classification concept. As the city reviewed results of the
safety and operations analyses, it became apparent that several roadways are
experiencing or would experience problems. The city felt it was important to identify
road segments where improvements should be made and would provide the best return
on investment. This primary roadway group is shown in Figure 5-7. If a roadway
segment was listed as a primary roadway under this criterion, it was given a “deficiency”,
in line with the results of the previous three analyses.

Summary of Deficiencies
The overall results of the analyses, showing total number of “deficiencies” by segment
and intersection, are shown in Figure 5-8. The summary of deficiencies was seen as a
starting point in the development of priorities and eventual development of
improvement alternatives.
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Figure 5-5 - Estimated Future Traffic Volumes
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Figure 5-6 – Results of Future Operations Analysis
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Figure 5-7 – Major Corridors
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Figure 5-8 – Summary of Deficiencies
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Prioritization and Development of Initial Strategies
From the summary of deficiencies discussed in the prior section, the next step in the
planning process was to prioritize roadway segments and intersections, based on overall
need. To accomplish this, the segments and intersections were first prioritized based
on total number of deficiencies and/or designation as a primary roadway. Those
segments and intersections with all four conditions were considered first priority, with
three conditions considered second priority, etc. From this initial prioritization, the
city provided input on further refinement of priorities into mitigative strategies. Based
on several factors, including programmed improvement scheduling and project
continuity, the strategies can then be further refined into an improvement plan by city
staff.
One example of this re-prioritization is the intersection of TH 21 and 17th Street. This
intersection was initially shown in the second priority grouping, reflecting 3
deficiencies. With the city’s understanding of the area and prior discussion of
improvement options, this intersection was made one of the city’s top priorities. As
part of the city’s future capital improvements program, improvements at this
intersection will be coordinated with improvements at the TH 3 and TH 21 intersection
to the north.
These improvement plans are also reflected in the recommendations discussed in the
following section, organized by corridor.

Recommendations – Existing Corridors
Interstate Highway 35
Interstate Highway 35 (I-35), which serves Minnesota as the major north-south freeway
from the Twin Cities to points south, runs along the westerly edge of Faribault and is
classified as a major arterial. I-35 is a limited access four-lane divided facility with
current traffic volumes through Faribault ranging from approximately 25,000 to 28,000
vehicles per day (vpd). An Interstate-level facility of this type has a capacity of
approximately 85,000 vpd. Therefore, this facility currently operates at a level of service
(LOS) of A or B. The future operations analysis shows that this facility would likely
still have significant reserve capacity in 20 years.
Although Interstate 35 was not included as part of the formal safety analysis, Interstates
are traditionally one of the safest roadway facility types nationally, and there was no
indication of concern by the city for safety on I-35.
While I-35 itself operates at an acceptable level, the interstate itself is a physical barrier
that impacts the rest of the local road network. As Faribault expands to the west of I35, additional burden is placed on the limited existing crossings. New crossings of I-35
may be necessary in the future, as development occurs.
Though neither safety nor operations were identified as likely significant problems for
Interstate 35 over the next 20 years, one major issue that arose during the transportation
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planning process was Faribault’s overall connectivity to Interstate 35 at the three
existing interchanges. The city has long recognized the importance of connectivity to
the Interstate system and has noted a strong desire to make improvements to existing
interchanges to better facilitate future economic development activities. In addition
to the existing interchanges, the city has voiced support for potential new interchanges,
especially to the north, toward the ever-expanding Twin Cities metropolitan area.
The city’s support of this issue is directly in-line with one of the four major issues
identified during the planning process – interchanges and Faribault’s overall
connectivity to Interstate 35.
To address this important issue, a geometric review of the existing three interchanges
was conducted. This review indicates that the existing interchanges meet or exceed
most, if not all, the applicable design guidelines. Nonetheless, as Faribault further
develops, improvements to these interchanges will likely need to be considered.
Specifics of the reviews of existing and future interchanges and issues associated with
each are discussed in the following sections.

Interchange with CSAH 48
According to the design review, the CSAH 48 interchange at the south end of Faribault
has been, and continues to be, a useful access to and from I-35 to the south. This design
was relevant in the 1970’s when the interchange was constructed as a result of the realignment of Interstate 35. However, there has been question whether the design still
meets the expectations of Mn/DOT, the City of Faribault, and the traveling public.
Present-day CSAH 48 has not remained a high-speed roadway, as it had prior to the
Interstate 35 bypass. Rather it has become and will continue to serve primarily as an
access route to local businesses. This purpose is reiterated in the city’s future land use
plan and would subsequently indicate slower expected and accepted speeds.
Mn/DOT and the Federal Highway Administration, who has jurisdiction over the
Interstate System, would likely not support reconstruction to a full access interchange
with access to the north unless there were significant need and a sufficient supporting
roadway network. Furthermore, CSAH 48 in its present alignment is not conducive to
an interchange style other than the existing directional interchange. CSAH 48 would
need to align more perpendicular to I-35 and also align with a roadway on the west side
of I-35. This realignment would allow for a more typical interchange design. A new road
on the west side of I-35 would then serve both as access to the land uses in western
Faribault and as a collector to deliver traffic to and from I-35. Without a full interchange
in southern Faribault, growth is unlikely to occur.
The City of Faribault has expressed strong support for the reconfiguration of the current
southern interchange to a full access interchange. The city supports this upgrade in
order to provide additional access to the Lyndale Avenue business corridor and to
accommodate future economic/business development in this area of the city. Though
specific land uses are not designated in the southwestern area of town west of I-35,
the city’s future land use plan designates a large portion of this area as urban reserve.
As development occurs in this area, whether within 20 years or after, another point of
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access from this area to I-35, other than the existing TH 60 interchange, could be
warranted. If and when this occurs, there would be a need for substantial development
of a supporting road network in the southwestern area of the city.
Access to Interstate 35 is also a major theme of both the Rice County Comprehensive
Plan and Mn/DOT’s evaluation of the state transportation system within the county.
The Rice County plan lists the promotion of the CSAH 48 interchange to a full
interchange as a goal. This plan also calls for a review of potential new accesses to I-35
at CSAH 39 and CSAH 15, among others. Both of these potential new access locations
are south of Faribault. The City of Faribault sees the upgrade of the existing CSAH 48
interchange as a higher priority than entirely new southern interchanges for reasons
already mentioned, as well as concerns with the linear development a more southern
interchange could promote. More specifically, expansion and development toward a
southern interchange could potentially add additional pressures to Faribault’s
infrastructure.
The Mn/DOT plan also discusses the idea of a full southern interchange. Discussion of
this upgrade centers on improving the performance of TH 60 through the city. The
results of the regional analysis of this concept show that the full interchange would be
of more value for moving traffic through Faribault than managing traffic on state
highways. The Mn/DOT plan recommends further engineering-level analysis of
potential improvements along TH 60. Mn/DOT has also noted this improvement as a
longer-term project, currently outside the scope of its present improvement plans.
Another potential issue concerning the southernmost interchange is the possible
relocation of TH 60 to meet the existing alignment of CSAH 48. This concept was
discussed in some detail during the planning process. Though this realignment would
warrant much more discussion and analysis, it was recognized that this concept would
provide relocation of traffic from the existing TH 60 interchange and western Faribault
and would likely warrant the upgrade of the existing interchange to allow full access
between a relocated TH 60 and I-35.
Significant growth and subsequent demand on the transportation network in the
southwestern area of Faribault, or a significant diversion of traffic from an existing
highway, will likely call for an upgrade to the southern interchange. The City of
Faribault intends to continue to support the conversion of this interchange to a full
access interchange as the preferred alternative to other improvements or other potential
interchanges in southern Rice County. The city has also noted that it will welcome an
open discussion with both Rice County and Mn/DOT and future consideration of
improvements in this area.
Furthermore, in order to best situate itself for a possible upgrade, the City of Faribault
should consider preservation of right-of-way in the vicinity of the present CSAH 48
interchange and continue to work with Rice County and Mn/DOT concerning options
for this interchange. Furthermore, though the trigger for improvements are tied to
development, the city should consider pursuing a conceptual plan for an interchange
upgrade with Mn/DOT and Rice County. This concept would be beneficial in
preservation of right-of-way and planning the future supporting road network in the
5 18

Faribault Comprehensive Plan

Transportation

southwestern area of the city.
While the interchange remains a partial interchange, the city should pursue ways to
attract traffic to the Lyndale Avenue business corridor. One way to increase commercial
traffic along this corridor, the development of a signed business loop, is discussed later
in this plan.

Interchange with TH 60
As mentioned earlier, access to Interstate 35 is a major theme of both the Rice County
Comprehensive Plan and Mn/DOT’s evaluation of the state transportation system
within the county. A specific goal of the Rice County plan is to support the redesign
and construction of the TH 60 interchange to better serve current and future traffic
needs. This interchange was also noted as one of the highest priorities for the county.
In addition, Mn/DOT has indicated that the TH 60 interchange reconstruction is
currently on the Mn/DOT plan, presently scheduled for the 2009 construction season.
The existing TH 60 folded diamond interchange is also a design that made sense 30
years ago when this area of Faribault was much more rural. However, this interchange
is now in an urbanizing area, and according to land use plans, will become even more
urbanized in coming years. According to the design review, with this further
urbanization will come greater concerns with safety. The existing interchange ramps
are designed for higher speeds onto TH 60. Because the land use adjacent to TH 60 is
more urban, there is a conflicting message sent to drivers using this interchange. Of
particular concern is the I-35 northbound to TH 60 eastbound ramp. This ramp is
very close to a signalized intersection. The present design allows a driver on the ramp
to maintain a higher speed while entering TH 60. This driver must merge onto TH 60,
while at the same time approaching a signalized intersection. As traffic volumes grow,
the chance for this particular conflict, as well as other conflicts will increase.
In the future, as volumes increase, a simple solution to solve some of these potential
conflicts would be to remove the free right movements on the ramps. Since all ramp
traffic would need to be stopped before entering TH 60, a second improvement that
would need to be made would be widening the ramps at the ramp terminals. This
would be necessary to adequately store those vehicles now queued up at the
intersection. By aligning the ramp traffic to a single intersection for both the
southbound and northbound exit ramps, the interchange would become more urban
and therefore more consistent with TH 60. These single intersection points for both
the northbound and the southbound exit ramps would also make it easier to
accommodate future traffic control changes.
As noted later under discussion of Trunk Highway 60, the 30th Avenue intersection
was also noted as a concern in the West Side Land Use Plan, which noted that highspeed traffic from the west created a safety concern for turning traffic at 30th Avenue.
As a result of this concern and follow-up by the city, Mn/DOT will be installing a
temporary traffic signal. Furthermore, even though TH 60 near the interchange is not
expected to be congested in forecast year, intersection modeling did reveal that the
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Figure 5-9 – Interstate 35 Corridor Recommendations
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isolated intersections of TH 60 with the I-35 northbound off-ramp and Western Avenue
are expected to operate at congested conditions given the build out of the future land
use plan and no improvements to the existing road network.
In summary, this interchange has been identified as the top priority for the city over
the next 20 years. Because of this, the city should remain engaged with Mn/DOT
concerning their prioritization of improvements to this interchange, and facilitate
discussion of specific issues and potential redesign options.

Interchange with TH 21
The northernmost TH 21 partial cloverleaf interchange has many of the same issues as
the TH 60 interchange. This is a rural design interchange in an urbanizing area, which,
once again, often creates conflicts. A recent Mn/DOT construction project has
addressed the ramps on the east side of Interstate 35, but as development occurs and
traffic volumes increase, the ramps on the west side could be modified to one single
intersection and provide additional width at the TH 21 ramp terminal for queuing
vehicles. This would create a more urban type of interchange that would fit better
with the urbanizing area adjacent to TH 21. As with the TH 60 interchange, it is
recommended that the city remain engaged with Mn/DOT concerning potential
improvements.

Future Interchanges
As noted earlier, as Faribault grows, the city has noted it will support discussion of
additional interchanges with Interstate 35 to the north of the city to support expected
growth in industrial development in that area. Rice County, in its comprehensive plan,
has identified one location of a possible new interchange at County Road 9. Also, the
city has noted support for a new northern interchange 1.5 to 2.5 miles north of the TH
21 interchange. Though a new northern interchange would require further engineering
level analysis, it is recommended that the city remain open to discussion with Rice
County and Mn/DOT concerning any possible new connections to I-35.

Summary of Interstate 35 Recommendations
In conclusion, the Interstate 35 interchanges at TH 60 and TH 21 are beginning to
outlive their design life. They were designed as rural interchanges and the land use
around them has become increasingly urban. This has led to intersections, some being
signalized, closely spaced to the ramp terminals. A more urban style interchange to
more current urban standards at both of these intersections would be a better fit for
both the TH 60 and TH 21 interchanges as Faribault continues to develop. Major
reconstruction would be required to rebuild the CSAH 48 interchange to a full
interchange, but growth and significant traffic generation in and around this area would
be a valid reason to consider a full access interchange at this location. Beyond the
existing interchanges, a new interchange to the north could be warranted in the future,
depending on the timing and pattern of development over the next 20 years. A summary
of the Interstate 35 recommendations is shown in Figure 5-9.
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Minnesota Trunk Highway 60
Minnesota Trunk Highway 60 (TH 60), which serves southern Minnesota as a major
east-west arterial highway, also serves as the major east-west transportation “backbone”
corridor through Faribault. From the west city limits toPark Avenue, where it is known
locally as 4th Street NW, TH 60 is currently a four-lane divided roadway carrying
approximately 10,000 vpd. Along 4th Street NW, from just west of TH 21 through the
Division Street/Willow Street intersection, TH 60 is primarily a four-lane undivided
roadway. This section of TH 60 has painted left turn lanes between just west of TH 21
and Lincoln Avenue. This segment also includes Faribault’s downtown and has daily
volumes ranging from 8,000 to over 14,000 vpd. From the Division Street/Willow Street
intersection and over the Straight River bridge to the east city limits, TH 60 is a twolane roadway with an ADT ranging from 5,000 to 11,000 vpd.
Based on the safety and existing operations analysis, several observations were made
regarding the existing TH 60 corridor. The safety analysis revealed that the entire TH
60 corridor through Faribault experiences crashes at a rate above the critical crash
rate. Furthermore, the following seven TH 60 intersections were listed in the top ten
Faribault intersections in need of safety related improvements based upon the crash
data.

•

TH 60 at CSAH 18/8th Avenue NW (#1 in Faribault)

•

TH 60 at TH 21 / CSAH 48 (#2 in Faribault)

•

TH 60 at 1st Avenue NW (#3 in Faribault)

•

TH 60 at 4th Avenue NW (#5 in Faribault)

•

TH 60 at 30th Avenue NW (#6 in Faribault)

•

TH 60 at 2nd Avenue NW (#7 in Faribault)

•

TH 60 at Division Street/Willow Street (#10 in Faribault)

From Mn/DOT records, two TH 60 intersections in Faribault have also made the recent
Statewide Top 200 Crash Cost List. These intersections are:

•

TH 60 at TH 21 / CSAH 48 (#4 in Minnesota)

•

TH 60 at CSAH 18/8th Avenue NW (#127 in Minnesota)

In addition, the intersections at 2nd Avenue NW and at 4th Avenue NW were identified
as traffic hot spots in Mn/DOT’s analysis of the Rice County transportation system.
From the operations analysis, two segments of TH 60 have daily traffic volumes
indicating that it is currently operating at a congested condition, below the acceptable
level identified through the transportation planning process. These segments are:

•

8th Avenue NW to 4th Avenue NW

•

Straight River bridge crossing to the TH 298/299 intersection

Based on the proposed land use plan and Rice County’s travel demand model, traffic
volumes have been forecasted to reach 20,000 vpd or higher on much of TH 60 through
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Faribault. All but two sections of TH 60, I-35 to TH 21 and 1st Avenue NW to 1st Avenue
NE, are projected to operate under congested conditions upon build out of the proposed
future land use plan. In addition, according to the future scenario, projected volumes
show that these two segments will be classified as “nearing congestion”.
Taking a more detailed look at the TH 60 corridor, the issues and potential solutions
are further discussed for each roadway sub-segment.

West City Limits to TH 21
Along this portion of TH 60, safety was identified as the most significant concern. The
entire segment and four of the intersections along it experience crashes at a rate above
the critical crash rate. These intersections identified are:

•

30th Avenue NW

•

Western Avenue

•

Park Avenue NW

•

Wilson Avenue

Since nearly 75% of the crashes occurring along this segment of TH 60 are intersection
related crashes (77 of 105), safety related improvements should be focused at the
intersections along this segment. Typically improvements might include changes to
intersection geometry, intersection control, signal timing (where applicable), or even
access restrictions (i.e., right-in / right-out) or closures.
The 30th Avenue NW intersection was also noted as a concern in the West Side Land
Use Plan, which noted that high-speed traffic from the west created a safety concern
for turning traffic at 30th Avenue. As a result of this concern and follow-up by the
city, Mn/DOT will be installing a temporary traffic signal in 2003. At Western Avenue,
further investigation of crash data and specific site characteristics would be needed
prior to implementation of mitigations.
Even though this entire segment of TH 60 is not currently congested, nor is it expected
to be congested in the forecast year, intersection modeling did reveal that the isolated
intersections of TH 60 with the I-35 southbound off-ramp (30th Avenue NW) and
Western Avenue are expected to operate at congested conditions given the future land
use plan and the existing network. Improvements to these intersections should be
considered as traffic increases and should be coordinated with other intersection
improvements.

TH 21 to 8th Avenue NW
This segment of TH 60 has shown, through the safety and operations analyses, both
existing safety deficiencies and future operational concerns. As is typical for the TH
60 corridor, over 75% of the crashes along the segment occurred at intersections. The
intersections with a crash related problem include Lyndale Avenue (TH 21/CSAH 48),
Hulett Avenue NW, and Irving Avenue. Therefore, safety related improvements should
be pursued at these intersections and be consistent with other improvements to lane
geometry along this segment.
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Concerning future operations, the forecasted “build-out” volume along this section of
TH 60 is approximately 26,000 vpd. Given this volume, a reasonable cross-section for
this roadway upon land use build out would be either a four-lane divided with right
and left turn lanes at intersections or a five-lane undivided roadway with a continuous
left-turn lane and right turn lanes at intersections. The western portion of this segment
is already striped as a five-lane with center left turn lanes. To accommodate either
suggested cross-section, widening of the roadway is needed along most of this segment.
Removal of parking along this segment would likely also be necessary.

8th Avenue NW to 4th Avenue NW
Between 8th Avenue NW and 4th Avenue NW, noted deficiencies include safety,
existing operations, and future operations. In addition to a segment crash rate above
the critical rate, the 8th Avenue NW and 6th Avenue NW intersection crash rates
were also both above the critical rate. To address the safety deficiencies, improvements
should be focused at these intersections and be consistent with other improvements
to lane geometry along this segment. The city has also noted that, in their opinion,
turning vehicles are the largest issue on this segment. Typically improvements might
include changes to intersection geometry, intersection control, signal timing (where
applicable), or even access restrictions or closures.
The existing volume on this segment is slightly higher than 14,000 vpd, while the
forecasted volume increases to approximately 22,000 vpd upon build out. Both of these
traffic volumes suggest that the current four-lane undivided roadway will experience
congestion at some point in the future, depending on staging and rate of development
in this area. The previously mentioned option of widening to a four-lane divided
roadway with right and left turn lanes or a five-lane roadway with right turn lanes
would also be capable of handling both the existing and forecasted volumes.
Improvements for this segment should also be coordinated with improvements to
adjacent sections, in terms of signal timing/interconnection and cross-section. To
accommodate either cross-section, widening of the roadway and parking removal will
likely be required.

4th Avenue NW to 1st Avenue NW
Along the segment from 4th Avenue NW to 1st Avenue NW, both safety and future
operations were noted as deficiencies in the system evaluation. To address safety issues
at 4th Avenue NW, 3rd Avenue NW, and 2nd Avenue NW, improvements should be
focused at these intersections and be consistent with other improvements to lane
geometry along this segment. The Mn/DOT Rice Country analysis also suggested
improvements to several downtown intersections, including along TH 60 at 2nd Avenue
NW and 4th Avenue NW.
With the forecast traffic volumes of approximately 17,500 vpd expected, converting
the cross-section to either a four-lane divided or five-lane facility should accommodate
the future volume and provide continuity with the previous segments. Improvements
for this segment should be coordinated with improvements to adjacent sections, in
terms of staging and cross-section. Adding capacity to this segment will likely also
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require removal of parking.

1st Avenue NW to 1st Avenue NE
The safety analysis showed that the overall crash rate for this segment and the
intersection crash rate at 1st Avenue NW are both above the critical crash rate. Based
on the safety analysis of the entire TH 60 corridor, safety related improvements should
once again be focused at these intersections. Though operations along this small
segment was not identified as a deficiency, the type of cross-section changes made to
adjacent segments may result in a decrease in the number of crashes, as well as provide
a consistency in cross section design. Therefore, upgrade of this segment to be consistent
with the cross-section of adjacent segments, as well as intersection improvements, is
recommended.

1st Avenue NE to Division Street/Willow Street
Safety and future operations were noted as deficiencies for this segment of TH 60. In
addition to the segment crash rate, the 1st Avenue NE crash rate is also above the
critical crash rate. This indicates that safety related improvements should likely be
focused at this intersections. The traffic volumes along this segment are expected to
increase to approximately 21,000 vpd upon build out of the land use plan. Again, this
volume would indicate that a four-lane divided or five-lane facility (both with right
and left turn lanes) will someday be needed.
In addition, when daily traffic volume reaches approximately 11,700 vpd on the mainline
and 3,900 vpd on the cross-street, the corresponding intersection will likely meet at
least one of the traffic signal warrants. Future traffic volumes derived from the Rice
County travel demand model indicate that the intersection of TH 60 at 1st Avenue NE
would likely warrant signalization sometime prior to build-out of the proposed land
use plan.

Division Street/Willow Street to TH 298/299
This section of TH 60, which begins at the west end of the Straight River bridge, is
where TH 60 converts to a two-lane facility. Similar to most of the TH 60 corridor,
this section had safety and future traffic operations identified as deficiencies through
the earlier analyses. In addition, though, existing operations was also identified as a
concern in the vicinity of the bridge.
Safety related improvements should be focused at intersections along this segment,
since a large portion of the crashes along this segment were intersection related. Since
the operational concerns with this segment are mostly based upon the river bridge
volumes, expanding the capacity of the bridge (more specifically, the intersection at
the west end of the bridge), should be pursued. For the remaining portion of this
segment, keeping a two-lane cross-section but adding left or right turn lanes where
appropriate should sufficiently serve both existing and forecasted volumes.
During the planning process, Mn/DOT staff noted that improvements to the bridge
over the Straight River are planned for 2006 or 2007. This facility is programmed to
remain a two-lane bridge. The city should express concerns with the bridge capacity
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with Mn/DOT, noting that operational capacity will likely be an increasingly important
issue in coming years. The City of Faribault should ensure that capacity improvements,
such as providing turning lanes at the west end of the bridge, are considered as part of
the planned improvements.

TH 298/299 to East City Limits
This segment was identified as having a crash rate above the critical rate. Furthermore,
with projected future volumes of approximately 7,250 vpd, a traditional two-lane
roadway may not be able to sufficiently accommodate the traffic. Similarly to the
previous sub-section, adding formalized left and right turn lanes where needed should
allow the roadway to operate at acceptable conditions in coming years.
In addition, within this segment, future traffic volumes indicate that the intersection
of TH 60 with Shumway Avenue could be a candidate for signalization after full build
out of the proposed land use plan.

Summary of Trunk Highway 60 Recommendations
In conclusion, TH 60 is the most important and heavily utilized east-west
transportation route through the City of Faribault. The analysis of safety and operations
along this corridor has identified numerous deficiencies and improvement strategies
have been identified to address them. In addition, the city has expressed its desire to
make improving TH 60 one of its top priorities by designating it as a major investment
corridor. By doing so, Faribault will be focusing mitigative strategies on this corridor
to subsequently improve mobility and safety on other parallel corridors, such as 7th
Street NW and Division Street.
Without considerable investment in TH 60, both parallel corridors, where capacity
improvements will be much more difficult, and TH 60 will experience significant
operational issues as the city develops over the next 20 years. This investment strategy
is also supported by a preliminary analysis of the Rice County transportation model.
This analysis shows that improvements to TH 60 will likely divert traffic from parallel
roadways to TH 60.
The investment in TH60 could potentially involve significant right-of-way acquisition
in order to make certain levels of improvements. Improvements within the existing
curb-to-curb width only are unlikely to fully resolve current and/or future deficiencies.
Need for additional right-of-way will substantially add to costs of improvements.
Finally, TH 60 from I-35 to downtown currently serves, and will likely continue to
serve, as a major commercial corridor for Faribault. Physical improvements to this
roadway should be coordinated with economic development efforts, such as signage
and beautification, to ensure the corridor serves as the gateway to the downtown area
of Faribault. Also, as part of any redevelopment along TH60, the city should seek to
minimize direct access to this roadway. A summary of the TH 60 recommendations is
shown in Figure 5-10.
Finally, the city should make Mn/DOT aware of this potential project in case they
determine acquisition of additional right-of-way is necessary prior to redevelopment.
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Lyndale Avenue (County State Aid Highway 48 and Trunk Highway 21)
CSAH 48 and TH 21, locally known as Lyndale Avenue, collectively serve as a major
north-south transportation corridor through Faribault. CSAH 48, which begins at I35 and ends at TH 60, and TH 21, which begins at TH 60 and continues northwesterly
to Montgomery, are both four-lane roadways within Faribault. The majority of this
corridor is a divided roadway with left and right turn lanes at most intersections.
Existing traffic volumes range from a low of 2,500 vpd north of the I-35 and TH 21
interchange to a high of 14,000 vpd on TH 21 just south of TH 3. Based on the safety
and existing operations analysis, several observations were made regarding the corridor.
The safety analysis revealed that all of CSAH 48 and TH 21 from TH 60 to TH 3
experience crash rates above the critical rate. Furthermore, the following three
intersections were listed in the top ten Faribault intersections in need of safety related
improvements based upon the crash data. Further details of this analysis are included
in the appendices to this report.

•

TH 21 at CSAH 11 (#4 in Faribault)

•

CSAH 48 at Division Street (#8 in Faribault)

•

CSAH 48 at Old 4th Street (#9 in Faribault)

Additionally, the TH 21 and CSAH 11 intersection is listed as the 36th intersection on
the Statewide Top 200 Crash Cost List. The TH 60 and TH 21 intersection listed at
4th was previously mentioned under the TH 60 corridor. In addition, the intersection
at 30th Street was identified as a traffic hot spot in Mn/DOT’s analysis of the Rice
County transportation system.
From the operations analysis, CSAH 48 and TH 21 have daily traffic volumes indicating
that the corridor is not currently experiencing congestion. The through-stop controlled
intersections on TH 21 at 17th Street NW and at 20th Street NW (TH 3) experience
significant delay on the minor street approaches. This condition warrants that these
intersections can be classified as congested.
For a more detailed look at the Lyndale Avenue corridor, the issues and potential
solutions are discussed for each sub-segment in the following sections.

Interstate 35 to TH 60 (CSAH 48)
Along CSAH 48, the only noted deficiency is the higher than critical crash rate for this
segment as a whole and at a few of the intersections along it. Along CSAH 48, the
Division Street and Old 4th Street intersections both have a crash rate above the critical
rate. Overall, over 90% of the crashes along the segment (52 of 57) occurred at
intersections. Therefore, safety related improvements should be focused at these
intersections.
Once again, possible intersection improvements might include changes to intersection
geometry, intersection control, signal timing (where applicable), or even access
restrictions (i.e., right-in / right-out) or closures. Within this segment, the future traffic
volumes from the Rice County travel demand model indicate that the CSAH 48 and
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Old 4th Street intersection would likely require signalization upon build-out of the
proposed land use plan. Due to this potential for warranted signals along this segment,
signal timing and interconnection will be an important issue in the coming years. In
addition, with signals at TH60 and at Division Street, a signal at Old 4th Street will
likely not be allowed under Rice County’s future access management guidelines.
Converting this intersection to a right-in/right-out only configuration upon
development of a serviceable frontage road system may need to be considered. In
addition, as this area further develops according to the city’s future land use plan,
access management will be necessary to balance the demands of land uses with mobility
and safety along this segment.
Finally, the interchange with I-35, the starting point for this corridor, has been an
important area of concern for city staff and citizens identified through the planning
process. This interchange is discussed in greater detail under the Interstate 35 corridor
section.

TH 60 to TH 3 (TH 21)
Along Lyndale Avenue from TH 60 to TH 3, crash rates and future operations were
both identified as deficiencies during the evaluation portion of the planning process.
Along with the entire roadway segment, two intersections also have a crash rate above
the critical rate – TH 60 and CSAH 11. Since over 80% of all crashes along this segment
occurred at intersections, safety related improvements should be focused at these
intersections.
With the proposed land use plan, future traffic volumes along Lyndale are expected to
reach around 41,000 vpd in some areas. These traffic volumes would suggest that a
normal four-lane divided facility with both right and left turn lanes (signal spacing
typically at ¼ mile) would not be able to adequately carry the traffic. Since the average
signal spacing is greater than ¼ mile along TH 21 (even if a new signal is place at the
TH 21 and TH 3 intersection after reconstruction) and has fewer access points than
the typical urban roadway, it is plausible that the existing cross section can manage
the forecast volume.
In order to ensure this facility remains adequate, access should be closely monitored
and turn bays of sufficient length should be placed at intersections. Access management,
which Mn/DOT has also noted is an important issue along the Lyndale corridor, will
be important along this segment and is discussed in greater detail later in this plan.
More specifically, TH21 north of 7th Street NW should ultimately be developed to a
fully divided four-lane facility with right and left turn lanes. these improvements would
improve operations and safety along this segment. In addition, development of a more
complete frontage road system, along with other access management measures, will
provide access to commercial development as well as improve operations and safety
on Lyndale Avenue.
Through the planning process, the intersection of TH 21 and 17th Street was shown to
be operating at congested levels, based on side street operations. This intersection
would continue to increasingly operate poorly as volumes on all three legs of this
Faribault Comprehensive Plan
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intersection grow. The city has noted that, in the future, improvements at this intersection
will be coordinated with improvements at the TH 3 and TH 21 intersection to the north.

TH 3 to Airport Drive (TH 21)
From TH 3 to Airport Drive, future traffic operations was noted as a potential deficiency
through the analysis process. The forecast volume for this segment of TH 21 upon
build out of local land use ranges from approximately 25,000 vpd to 35,000 vpd. Similar
to the previous intersection, monitoring access, ensuring turn bays with sufficient
lengths, and keeping the number of traffic signals to a minimum will increase the
likelihood that the operations of TH 21 remain at acceptable levels. Over the next 20
years, if operations reach congested congestions despite these measures, then the next
step would be to add lane capacity to the roadway.
In addition to the operations of TH 21, future traffic volumes indicate that two
additional intersections within this segment of TH 21 may meet traffic signalization
warrants with the proposed land use plan. These two cross streets are TH 3 and 30th
Street NW. At existing volumes, the TH 21 and TH 3 intersection will likely meet
signal warrants today. Combining the TH 21 intersections with TH 3 and 17th Street
NW into one signalized intersection, as noted above, should alleviate significant delay
for these cross streets without significantly impact vehicles on TH 21.

Airport Drive to CSAH 46 (TH 21)
From Airport Drive to the intersection with CSAH 46, no deficiencies were identified.
Management of access along this roadway section is recommended in order to preserve
the functionality of the roadway.
Though the roadway is expected to operate at acceptable levels, the CSAH 46
intersection itself is expected to operate at congested levels due to excessive delay for
vehicles on CSAH 46 approach waiting to turn onto TH 21. Based on the future traffic
operational analysis and the future traffic volumes, this intersection would also be a
candidate for signalization in the future.

Summary of Recommendations on Lyndale Avenue
In conclusion, TH 21 and CSAH 48 together as Lyndale Avenue serve as the most
important and heavily utilized north-south transportation route for local traffic through
the City of Faribault. The analysis of safety and operations along this corridor has
identified numerous existing and potential deficiencies, and several improvement
strategies have been identified to address them. In addition, the city has expressed its
desire to make improving the Lyndale Avenue corridor one of its top priorities by
designating it as a major investment corridor. By doing so, Faribault will be focusing
mitigative strategies on this corridor to subsequently improve mobility and safety on
other parallel corridors where capacity improvements will be much more difficult,
such as 2nd Avenue NW and Prairie Avenue SW. Without considerable investment in
Lyndale Avenue, these parallel corridors and Lyndale Avenue will collectively
experience significant operational issues as the city develops over the next 20 years.
This investment strategy is also supported by a preliminary analysis of the Rice County
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transportation model. This analysis shows that improvements to TH 21 and CSAH 48
will likely divert traffic from parallel roadways.
Finally, the city has shown considerable support to the idea of designating the Lyndale
Avenue Corridor as a “business loop” for traffic on Interstate 35. Coordinating economic
development activities and signage along Lyndale, as well as TH 60, has been seen as
an important element in the city’s growth over the next 20 years. This “business loop”
concept is discussed in greater detail later in this plan. A summary of the TH 21 and
CSAH 48 recommendations is shown in Figure 5-11.

Trunk Highway 3 (20th Street and 2nd Avenue)
Trunk Highway 3 is a north-south arterial highway that serves southern Minnesota
and connects Faribault to the southeast Twin Cities metro area. TH 3 begins at TH 21
and heads east along 20th Street to 2nd Avenue NW. It continues north along 2nd
Avenue to the northern city limits and on to Northfield on its way to the Twin Cities.
The east-west segment of TH 3, along 20th Street NW, is a two-lane roadway carrying
approximately 5,900 vpd. The north-south segment along 2nd Avenue is also a twolane roadway and carries approximately 7,500 vpd. A detailed review of the operations
and safety analysis for each segment of TH 3 is reviewed in the following sections.

TH 21 to 2nd Avenue NW
From TH 21 to 2nd Avenue NW, the safety analysis showed a segment crash rate above
the critical crash rate. Since 60% of the crashes occurred at the TH 21 intersection (15
of 25), safety related improvements should likely be focused in the area near this
intersection. Reconstruction and signalization of the TH 21 and TH 3 intersection is
discussed in more detail in the previous corridor.
Concerning operations, modeled traffic from the future land use plan will likely result
in traffic volumes of approximately 13,800 vpd. Capacity improvements to handle the
increased traffic volumes may involve adding intersection-specific turn lanes where
needed to expansion to a three-lane or four-lane roadway. One major obstacle to
widening of this entire segment of roadway in order to increase capacity is the underpass
of the IC&E Railroad. Therefore, specific intersection improvements will likely be
pursued prior to extensive capacity improvements. In particular, the Hulett Avenue
NW intersection was identified by city staff as a likely location of intersection geometric
improvements, due to existing operational issues noted by staff.

2nd Avenue NW to North City Limits
Both the safety and existing traffic operations analysis did not reveal any obvious
deficiencies for this segment. Nonetheless, the forecast volumes for this segment show
future volumes of approximately 17,000 vpd. This suggests that the existing two-lane
roadway will someday be insufficient to accommodate the future land use plan. To
accommodate the increase in traffic, one option would be to remove parking from near
the intersections in order to allow for striping of turn lanes or possible widening to
facilitate turn lanes. Further capacity improvements may include creating a three-lane or

Faribault Comprehensive Plan

5 31

Transportation

Figure 5-11 – Lyndale Avenue Corridor Recommendations
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four-lane roadway. To accommodate this cross-section, widening of the roadway will
likely be needed. Along with changes to the cross-section, the future traffic volumes
indicate that signalization of two intersections may be needed based on the proposed
land use plan. These intersections are TH 3 at 30th Street NW and 2nd Avenue NW at
20th Street NW.
Finally, it was noted during the planning process that Trunk Highway 3 is presently
considered a preservation route by Mn/DOT. This designation, in simple terms, means
that Mn/DOT’s policy toward this road is focused on maintaining it at its current
function and not for expanding the facility. During discussion with Mn/DOT, staff
from District 6 noted that this roadway will likely be analyzed for possible capacity
improvements in the next 10 years. This increased concern is due to the noticeable
increase in commuter traffic and commercial draw toward Northfield and the
understanding that traffic volumes could grow considerably in coming years.

Summary of Recommendations on TH 3
In conclusion, TH 3 provides important east-west mobility across northern Faribault
and also serves north-south traffic in northeaster Faribault. The analysis of safety and
operations along this corridor has identified deficiencies and several improvement
strategies have been identified to address them. In addition, the city has expressed its
desire to make improving TH 3 one of its top priorities by designating it as a major
investment corridor. By doing so, Faribault will be focusing mitigative strategies on
this corridor to subsequently improve mobility and safety on other parallel corridors,
such as 30th Street NW. Without focusing efforts on TH 3, parallel corridors in northern
Faribault, where capacity improvements will be much more difficult, and TH 3 will
experience significant operational issues as the city develops over the next 20 years.
In addition, when there is pending redevelopment along TH3, the city should look to
manage access through consolidation or elimination of driveways. This will be especially
important east of the railroad corridor, where there are numerous driveways.
A summary of the TH 3 recommendations is shown in Figure 5-12.

2nd Avenue NW
2nd Avenue NW is a local two-lane street that connects Faribault’s downtown to TH
3 at 20th Street. 2nd Avenue NW to the north of 7th Street NW is classified as a minor
arterial while the 2nd Avenue NW between TH 60 and Division Street is a major
collector. In addition to the trunk highways, 2nd Avenue NW was identified by city
staff as one of the corridors most important to Faribault’s transportation system. Each
segment of 2nd Avenue is reviewed in greater detail in the following sections.

Division Street to TH 60
Between Division Street and TH 60, the only noted deficiency was safety. The analysis
shows that the crash rate for this segment is above the critical crash rate during 19992001. Even though no intersection along this segment has a crash rate above the critical
crash rate, all seven of the segment’s crashes occurred at intersections. Therefore, any
future safety related improvements should be focused at the intersections. But, since the
Faribault Comprehensive Plan
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Figure 5-12 – Trunk Highway 3 Corridor Recommendations
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segment length is significantly less than one mile, this may superficially inflate the crash
rate by dividing by a number less than one. Therefore, conclusions drawn from the
segment crash analysis should carefully considered.
In addition, since this segment of 2nd Avenue does not actually intersect with Division
Street due to a bridge of 2nd over Division, it does not provide complete linkage to the
“backbone” road system. Because of its limited functional importance, city staff should
consider removing it from Faribault’s functionally classified system of major roadways.

TH 60 to 7th Street NW
Since this segment of roadway is presently not included as part Mn/DOT’s functionally
classified system or the Rice County travel demand model, no safety or operational
analysis was performed over these 3 blocks. Nonetheless, the city has identified this
roadway as one of the corridors most important to Faribault’s transportation system.
Therefore, improvements in line with those to adjacent roadways should be considered
in order to provide sufficient capacity to safely and conveniently accommodate future
traffic volumes. In addition, this segment should be added to the city’s functional
classification system.

7th Street NW to TH 3
From 7th Street NW to TH 3, safety, existing operations and future operations were
all identified as corridor deficiencies. This portion of 2nd Avenue NW had no
intersections where the crash rate was above the critical crash rate, but 62% of the 37
crashes along this segment occurred at intersections. Therefore, safety related
improvements along this segment should focus primarily at the intersections, but a
detailed look at mid-block conditions should also be considered.
The existing traffic volumes along this segment are around 10,000 vpd while the forecast
traffic volumes increase to approximately 12,000 vpd upon land use build-out. Both
existing and projected traffic volumes indicate that the existing two-lane roadway is
operating under congested conditions during the peak hours. In the near-term, a
suitable option to increase capacity would be removing parking near the intersections
and adding turn lanes. After build-out of the land use plan, the traffic volumes may be
accommodated with either a three-lane of four-lane roadway. The city has noted that
the bridge on 2nd Avenue over the Cannon River is scheduled for widening in a few
years. This widening will also facilitate future capacity improvements along this
segment.
In addition, the intersection of 2nd Avenue NW with 14th Street NW will likely need
to be signalized sometime in the next 20 years, given traffic volumes resulting from the
proposed future land use plan.
The section of 2nd Avenue north of the 20th Street intersection is discussed in detail
under the TH 3 corridor recommendations.
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Summary of Recommendations
2nd Avenue NW provides an important north-south connection from the downtown
Faribault area to TH 3 on the north side of town. Several safety and operational deficiencies
were identified along this corridor, with mitigative strategies provided for the problem
areas. 2nd Avenue has also been identified by the city as priority investment corridor.
The portion of 2nd Avenue NW between TH 60 and 7th Street NW is not part of the
Mn/DOT functionally classified system. Requesting that this segment be added to the
functional classification system, along with removal of the segment south of TH 60,
will create a more consistent and complete functionally classified system in Faribault.
A summary of the 2nd Avenue NW recommendations is shown in Figure 5-13.

Willow Street
Willow Street was identified by the city as a major corridor and is essential to the
City’s transportation system. It is a local two-lane street that connects Faribault’s
downtown to CSAH 19 and CSAH 45 in the southern part of the city. Willow Street
between TH 60 and the southern city limits is classified as a minor arterial. Specific
issues, organized by segment, are discussed in the following sections.

South City Limits to 10th Street SW
Between the southern city limits and 10th Street SW, the only deficiency identified
was future traffic operations. Based on the land use plan, the forecast volumes in this
segment are expected to reach between 9,100 and 14,800 vpd upon full build-out of
the land use plan. Volumes approaching 15,000 vpd would generally require either a
three-lane or four-lane roadway. Until volumes reach levels where additional lanes
are needed, interim measures may include removing parking to allow for left or right
turn lanes as needed.
City staff has noted that, as a possible alternative to expansion of this roadway, a
potential alternate location for a re-route could be made east of the present Willow
Street alignment. Currently, significant right-of-way along a recreational path in this
area is owned by the city and could provide a new alignment between Glynnview
Trail and 1st Street SW.
The city has noted that, south of Glynnview Trail, Willow Street will likely be upgraded
to an urban cross-section due to the character of the surrounding properties and other
local roadways.
Future traffic volumes based on the proposed land use plan also indicate that the
intersection of Willow Street and 17th Street SW will need to be signalized prior to
land use build-out or the delay at the intersection may significantly increase to
congested levels.

10th Street SW to TH 60
From 10th Street SW to TH 60, existing traffic volumes vary between 7,100 and 9,600
vpd. After build-out of the proposed land use plan, the range of traffic volumes is
expected to increase to between 12,000 and 14,700 vpd. Similar to the previous segment,
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a three-lane or four-lane roadway should be sufficient to handle these projected traffic
volumes. Again, a possible interim measure would be to remove on-street parking near
the intersections to allow for left and right turn lanes as needed.
Furthermore, the intersection of Willow Street and 10th Street SW, currently a throughstop intersection, has been noted by city staff to experience significant delay in the
morning peak hour. Existing daily traffic volumes do not suggest that a traffic signal is
needed or will be needed within the time frame of this plan, but the addition or
expansion of turn lanes may help to reduce this delay.
As noted under the previous segment, a potential alternate location for a re-route of
Willow Street could be made east of its present alignment where significant right-ofway along a recreational path exists.

Summary of Recommendations
Willow Street is the primary north-south connection from the downtown Faribault
area to southern portion of town. Several safety and operational deficiencies were
identified along this corridor, with mitigative strategies provided for the problem areas.
In addition to the Trunk Highways and 2nd Avenue, Willow Street has been identified
by the city as priority corridor. Therefore, focusing efforts to increase the safety and
mobility along the corridor is planned to subsequently improve operations and safety
on the parallel corridors, such as 9th Avenue SW, by shifting traffic to Willow Street.
This investment strategy is also supported by a preliminary analysis of the Rice County
transportation model. This analysis shows that improvements to Willow Street will
likely divert traffic from the parallel roadways.
Finally, although improvement to Willow Street is the likely and preferred alternative,
a potential alternate location may be available if expansion of the current alignment is
necessary and subsequently prohibitive. A summary of the Willow Street
recommendations is shown on the following page in Figure 5-14.

Western Avenue
Western Avenue is a local north-south roadway on the west side of Faribault. The
segment of Western Avenue from Old 4th Street to TH 60 is classified as a major
collector. Western Avenue, north of 7th Street NW is classified as a minor arterial.
Specific issues, organized by segment, are discussed in the following sections.

Old 4th Street to TH 60
Though data was not available to assess safety and existing operations, future traffic
operations was identified as an issue along this segment, based on the input from the
proposed future land use plan. Based on this land use plan, forecast traffic volumes are
expected to reach around 28,000 vehicles per day along this segment. Since this section
of Western Avenue was identified as a major investment corridor, significant capacity
improvements will likely be necessary in this area over the next 20 years.
As noted later under discussion of Highland Place, the city has also noted that it has
been considering an extension of Highland Place across CSAH 48 to Western Avenue
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south of Old 4th Street. When the Highland Place extension is constructed between
Western Avenue and CSAH 48, Western Avenue should be seen as one of the major
investment corridors that forms the city’s transportation backbone. Construction of
the Highland Place extension would allow Western Avenue to serve as a major access
route to the mall development for the southern portion of Faribault. Furthermore, a
full access interchange to I-35 at CSAH48 would also have a significant impact on
Western Avenue, prompting significant capacity improvements to this section of this
roadway. Western Avenue will become a much more important link in the city’s road
network as Faribault develops.
Though little data was available for planning purposes along Western Avenue, the
proposed land use plan will have a significant impact on this roadway. As development
occurs west of this roadway and east of I-35, significant capacity improvements will
likely be needed to accommodate future traffic volumes. In addition, principles such
as access management will need to be considered to provide a good balance between
demands from commercial land uses and the operational integrity of this roadway,
especially south of TH 60.
In addition, the segment of Western Avenue south of Old 4th will also likely be an
important roadway and has been designated, along with the rest of Western Avenue,
as a major investment corridor.

TH 60 to 7th Street NW
Safety and operations analyses were not performed for this segment due to lack of
data. Nonetheless, this segment was recently improved by the city. Existing traffic
volumes, provided by the city, are approximately 10,600 vehicle per day. This segment
will serve as an important piece of the city’s transportation network as the city develops
in coming years, and will be a future investment corridor.

7th Street NW to 17th Street NW
Due to lack of data, only a future operations analysis was performed for this segment,
showing that future operations along this segment would near congestion as the land
use plan reaches build-out. As with the other segments of Western Avenue, this segment
will serve as an important piece of the city’s transportation network as the city develops
in coming years. In addition, the city has discussed a possible connection from Western
Avenue to TH21 near the far north end of this segment.
Also, a small section of 7th Street NW should be considered part of this major corridor,
since it connects two sections of Western Avenue.
A summary of recommendations along Western Avenue is shown in Figure 5-15

7th Street NW / 1st Avenue NE
7th Street NW is a local east-west roadway with a two-lane cross section. 7th Street
is parallel to TH 60 between the west city limits and Central Avenue, and acts as a
reliever for local traffic on TH 60. 1st Avenue NE from Central Avenue to TH 60 is a

5 40

Faribault Comprehensive Plan

Transportation
Figure 5-15 - Western Avenue Corridor Recommendations

Faribault Comprehensive Plan

5 41

Transportation

continuation of 7th Street NW and does connect TH 60 to 7th Street NW near the
Straight River. Both 7th Street NW and the 1st Avenue NE connection are classified as
minor arterials.

I-35 to TH 21
Between I-35 and TH 21, the only deficiency identified for 7th Street was concerning
future traffic operations. Based on the land use plan, the forecast volumes in this
segment are expected to between 15,800 and 17,900 vpd. Since 7th Street NW was not
selected as a priority corridor for the city, the preferred strategy to address the increased
volume is to improve the parallel route, TH 60, so that traffic diverts from 7th Street
NW. Based on forecast volumes from the Rice County model with no improvements
to TH 60, the daily traffic volumes for the intersection of 7th Street NW at Western
Avenue are expected to reach the point at where a traffic signal is needed. Depending
on the amount of traffic diverted to TH 60 if improvements are made, a signal may not
be necessary at this location. If improvements are not made to TH60, this segment
would likely see operational problems in the coming years requiring capacity
improvements, such as turn lanes at intersections and additional lanes.
The city has also noted that this section, west of TH 21, will likely serve as the major
arterial serving new development west of I-35. This will also place additional burden
on 7th Street NW and likely warrant capacity improvements. The railroad underpass
will be a significant obstacle to capacity changes. In addition, a section of 7th Street
NW, which connects two segments of Western Avenue, will ultimately serve as a
portion of the Western Avenue investment corridor over the next twenty years.

TH 21 to TH 60
From TH 21 to TH 60, safety, existing operations and future operations were all
identified as corridor deficiencies. Since this segment of the corridor had over 75% of
the crashes along the segment occurring at intersections, the focus of safety
improvements should be on specific intersections.
The existing traffic volumes on this segment are between 6,800 and 9,000 vpd while
the forecast traffic volumes increase to a range of 11,500 and 15,000 vpd. Both traffic
volumes indicate suggests that the existing two-lane roadway is not sufficient to carry
the traffic volumes. Since this corridor was not selected as a priority corridor for the
City, the preferred strategy to address the operational issues is to improve the parallel
route, TH 60, so that traffic diverts from 7th Street NW. If TH60 is not improved,
capacity improvements would be necessary.

Division Street
Division Street is a local east-west roadway with a two-lane cross section. Division
Street is parallel to TH 60 between the Old 4th Street and Willow Street, and acts as
a reliever for local traffic on TH 60. Division Street is classified as a major collector
between Old 4th Street and CSAH 48 and as a minor arterial between CSAH 48 and
Willow Street.
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Old 4th Street to Central Avenue
From Old 4th Street to Central Avenue, safety, existing operations and future operations
were all identified as corridor deficiencies. The CSAH 48 and Division Street
intersections had a crash rate above the critical crash rate, according to the safety
analysis. Furthermore, since this the corridor had over 75% of the crashes occurring at
intersections, the focus of safety improvements should be on intersection conditions.
The existing traffic volumes on this segment of Division are between 5,800 and 8,300
vpd while the forecast traffic volumes increase to a range of 7,800 and 15,300 vpd.
Both current and projected traffic volumes suggest that the existing two-lane roadway
is not sufficient to accommodate traffic volumes. Since this corridor was not selected
as a priority corridor, the preferred strategy to address the operational issues is to
improve the parallel route, TH 60. If TH60 is not improved, capacity improvements
would be necessary.
Based on future traffic volumes from the Rice County travel model with a scenario
where TH 60 has not been improved, the intersections of Division Street with Old 4th
Street and Prairie Avenue SW would most likely to be signalized. Depending upon
the effectiveness of traffic diversion to TH 60, these intersections may not need to be
signalized after build out of the land use plan.
In addition, review of the city street system also revealed that the 2nd Avenue bridge
over Division Street does not meet specifications. The clearance for the bridge is signed
at only 13.5 feet.

Central Avenue to Willow Street
Between Central Avenue and Willow Street, the only identified deficiency is that the
segment crash rate is above the critical crash rate. Even though no intersection along
this segment has a crash rate above the critical crash rate, 75% of crashes in the corridor
occurred at intersections. Therefore, the focus of improvements should be on
intersections.

Old 4th Street
Old 4th Street is a local roadway with a two-lane cross section. Old 4th Street provides
a diagonal connection from Western Avenue near the mall commercial area to TH 60
approximately four blocks east of TH 21. Old 4th Street is classified as a major collector
between Western Avenue and TH 60.

Western Avenue to Park Avenue
From Western Avenue to Park Avenue, safety, existing operations and future operations
were all identified as corridor deficiencies. Since this the corridor saw over 85% of the
crashes occurring at intersections, the focus of safety improvements should be on
intersection conditions. Despite that a majority of the crashes were intersection related,
only the CSAH 48 and Old 4th Street intersection has a crash rate above the critical
crash rate.
The existing traffic volumes are around between 6,700 and 8,200 vpd while the forecast
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traffic volumes increase to a range of 14,300 and 15,900 vpd. Both sets of traffic volumes
suggest that the existing two-lane roadway is not sufficient to carry the traffic volumes.
The preferred strategy to address the operational issues along this segment is to improve
the nearby route of TH 60 to relieve demands on Old 4th Street.
The future traffic volumes, taking into account no improvements to local roadways,
indicate that a signal will be needed at the intersection of Old 4th Street with Western
Avenue after build out of the proposed land use plan. Given the proximity of the
intersection to the large retail development planned around the mall, improvements
made to TH 60 or CSAH 48 are unlikely to eliminate the need for a traffic signal after
the build out.

Park Avenue to Irving Avenue
Between Park Avenue and Irving Avenue, the only deficiency noted was that the
segment crash rate was above the critical crash rate. Even though no intersection
along this segment has a crash rate above the critical crash rate, 85% of crashes in the
corridor occurred at intersections. Therefore, the safety related improvement should
focus on intersection areas.
In addition, the city has noted the poor geometries at the intersection of Old 4th Street
and Irving and its close proximity to TH60. This is a potential contributing factor to
poor safety conditions along this segment. Improvements, such as moving this
intersection further from TH60, would likely improve this situation.

3rd Street NE and Ravine Street
3rd Street NE and Ravine Street form a continuous local east-west corridor with a
two-lane cross section. These streets are parallel to TH 60 between the Straight River
and Shumway Avenue, and act as a reliever for local traffic on TH 60, especially for the
Straight River Bridge. 3rd Street NE and Ravine Street are both classified as a minor
arterials. Specific segments are discussed in more detail in the following sections.

TH 60 to Shumway Avenue
From TH 60 to Shumway Avenue, safety and future operations were identified as
corridor deficiencies. Since this the corridor had nearly 90% of the crashes occurring
at intersections, the focus of safety improvements should be on intersections. Despite
that a majority of the crashes were intersection related, none of the intersections were
found to have a crash rate above the critical crash rate.
Future traffic volumes for this roadway are forecasted between 6,600 and 7,300 vpd.
Traffic volumes in this range suggest that the existing two-lane roadway will not be
sufficient to carry the forecasted traffic volumes. Since this corridor was not selected
as a priority corridor for the City, the preferred strategy to address the operational
issues is to improve the parallel route, TH 60, so that some traffic diverts from 3rd
Street NE and Ravine Street. If improvements are not made to TH60, capacity
improvements on this segment would be needed.
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Shumway Avenue to Saint Paul Avenue
Between Shumway Avenue and Saint Paul Avenue, the only deficiency found is that
the segment crash rate is above the critical crash rate. Even though no intersection
along this segment has a crash rate above the critical crash rate, 90% of crashes along
the corridor occurred at intersections. Therefore, the safety related improvements
should focus on the intersections.
Since the corridor length is significantly less than one mile, this may superficially inflate
the crash rate by dividing by a number less than one. Therefore, conclusions drawn
from the segment crash rate should be carefully considered since the crash rate may be
inflated. Additionally, 15 of the 19 crashes, nearly 80%, occurred at the TH 60 and 3rd
Street NE intersection, indicating that a significant portion of the crash problem is
isolated at one intersection.

CSAH 18 (9th Avenue and 8th Avenue NW)
CSAH 18 is a local north-south roadway connecting the southern portion of the City
to TH 60. CSAH 18 is classified as a minor arterial roadway and has a two-lane cross
section. CSAH 18 is between and generally parallel to both CSAH 48 and Willow Street.
Because of the location of CSAH 18, it operates as an important reliever for both CSAH
48 and Willow Street.
For the entire corridor, safety and future operations were identified as corridor
deficiencies. CSAH 18 had only two intersections where the crash rate was above the
critical crash rate – at TH 60 and 3rd Street NW. Since only 63% of the 38 segment
crashes occurred at intersections, any safety related improvements of this corridor
should focus primarily at the intersections, but mid-block conditions should also be
reviewed.
The future traffic volumes are forecasted between 8,200 and 10,500 vpd based upon
the future land use plan. Traffic volumes in this range suggests that the existing twolane roadway will not be sufficient in 20 years. Since this corridor was not selected as
a priority investment corridor, the preferred strategy to address the operational issues
is to improve the parallel routes, CSAH 48 and Willow Street, so that traffic diverts
from CSAH 18.
City staff has also expressed concern of the roadway geometry from Division Street to
TH 60. While the rest of the corridor’s geometry has no noticeable deficiencies, the
City and Rice County need to work together to revise the geometry between Division
Street and TH 60, especially near 2nd Street NW.
Finally, future land use plans show substantial growth on this roadway south of 17th
Street SW. As this area develops, strategies, such as turn lanes and good management
of access will help maintain funtionality of this segment.

10th Street SW and Highland Place
10th Street SW and Highland Place together provide an east-west connection between
CSAH 48 and Willow Street across the southern portion of Faribault. Highland Place
runs between CSAH 48 and Prairie Avenue while 10th Street SW extends from Prairie
Faribault Comprehensive Plan
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Avenue to Willow Street. Even though these two corridors are not continuous, the
Prairie Avenue intersections are offset by only one block. Both corridors are a twolane roadway and classified as a major collector.
The only noted deficiency for both corridors is that the segment crash rate is above the
critical crash rate. Since the corridor had over 80% of the crashes occurring at
intersections, the focus of safety improvements should be on intersection conditions.
Despite that a majority of the crashes were intersection related, none of the intersections
were found to have a crash rate above the critical crash rate. Since the corridor lengths
are significantly less than one mile, this may superficially inflate the crash rates by
dividing by a number less than one. Therefore, conclusions drawn from the segment
crash rates should be carefully considered since the crash rates may be inflated.
The city has also noted that it has been considering an extension of Highland Place
across CSAH 48 to Western Avenue south of Old 4th Street. Construction of the
Highland Place extension would allow Highland Place and Western Avenue to serve
as a major access route to the mall development for the southern portion of Faribault.
The major benefit to this option would be that this may provide some relief to Old 4th
Street, Division Street, and 9th Avenue SW.

17th Street SW
17th Street SW is a local east-west roadway across the southern most portion of the
City. This roadway is classified as a minor arterial roadway between 9th Avenue SW
and Willow Street and as a major collector from 9th Avenue SW to Prairie Avenue SW.
The corridor has a two-lane cross section. The section of 17th Street SW between 9th
Avenue SW and Willow Street is also designated as CSAH47.
For this corridor, the only noted deficiency is future operations between 9th Avenue
SW and Willow Street. Even though 17th Street SW was not designated as a major
corridor, it is not close to a parallel major corridor that could be expected to relieve
traffic after improvements. Since the future traffic volumes for this segment of 17th
Street SW are forecasted to reach 7,500 vpd, a reasonable mitigative strategy would be
to remove parking in order to add left or right turn bays as needed.

4th Avenue SW and 6th Avenue SW
4th Avenue SW and 6th Avenue SW together provide a north-south connection from
the edge of downtown Faribault to 10th Street SW. Both corridors are a two-lane
roadway and classified as a major collector.
The only noted deficiency for both corridors is that the segment crash rate is above the
critical crash rate. Since the corridor had over 90% of the crashes occurring at
intersections, the focus of safety improvements should be on intersection conditions.
Despite that a majority of the crashes were intersection related, the only intersection
found to have a crash rate above the critical crash rate was Division Street and 4th
Avenue.
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Central Avenue
Central Avenue is a local north-south that extends from the Faribault downtown to
14th Street North. The portion of Central Avenue studied was from 7th Street North
to 14th Street North. This segment of Central Avenue is a two-lane roadway classified
as a major collector.
The only noted deficiency for the Central Avenue corridor is that the segment crash
rate is above the critical crash rate. Since the corridor has 80% of the crashes occurring
at intersections, the focus of safety improvements should be on intersection conditions.
Despite that a majority of the crashes were intersection related, the only intersections
found to have a crash rate above the critical crash rate is Central Avenue at 7th Street
North.
Since the corridor length is significantly less than one mile, this may superficially inflate
the crash rates by dividing by a number less than one. Therefore, conclusions drawn
from the segment crash rate should be carefully considered since the crash rate may be
inflated.

St. Paul Avenue (CSAH 20)
St. Paul Avenue is a local street that carries traffic from the northeast portion of
Faribault (on the east side of the Straight River) and from the neighboring rural areas
towards TH 60. St. Paul Avenue is a 2-lane roadway and is classified as a minor arterial.
Northeast from Ravine Street to the city limits, the forecasted volume of the corridor
ranges from 6,600 vpd to 7,800 vpd.
Even though St. Paul Avenue was not selected as a priority corridor, it does not run
parallel to one of the priority corridors. Therefore, it is not expected that improvements
to one of the priority corridors would divert traffic from St. Paul Avenue. An appropriate
measure to handle the forecasted traffic volumes would be to add right or left turn
lanes where needed.
In addition, St. Paul Avenue will serve as an important roadway as the northeastern
area of the city develops over the next 20 years. Its importance is discussed further
under discussion of future corridors.

Other Corridors
In addition to the previously discussed corridors, the corridors in the following list
were analyzed in the safety analysis, the operations analysis, or both, but had no notable
deficiencies.

•

Prairie Avenue from 17th Street SW to Division Street

•

3rd Street SW from Prairie Avenue to CSAH 18

•

CSAH 19 (Glennview Trail) from south city limits to Willow Street

•

Western Avenue from CSAH 11 to 17th Street NW

•

17th Street NW from Western Avenue to TH 21
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•

14th Street North from 2nd Avenue NW to Shumway Avenue

•

Shumway Avenue from 14th Street NE to TH 60

•

30th Street NW from TH 21 to TH 3

All of these corridors except for 30th Street NW are classified as either a minor arterial
or as a major collector. They also predominately provide service to specific areas of
town. Though deficiencies were not identified for these corridors, significant changes
in the proposed land use plan and other roadway changes could influence operations
and safety on these roadways in the coming years. In addition, basic principles such as
access management and safety should be applied to these and all roadways in Faribault.

Recommendations – New Corridors and System Connectivity
As noted previously, roadways serve two major functions. They provide land access
and they enhance mobility. Different classes of roadways serve these two functions to
varying degrees. For example, principal arterials provide the highest degree of mobility
but are limited in providing land access. On the other end of the spectrum, local streets
provide a high degree of land access but are not highly effective in moving goods and
people across long distances. General descriptions of each roadway class is as follows:
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•

Principal Arterial – Generally made up of interstate freeways, state freeways,
major state and county highways that connect regional centers. Their design
emphasizes mobility much more than land access and, as a result, provide for
the longest and highest speed trips. They typically connect only with other
principal arterials and select minor arterials and major/minor collectors.

•

Minor Arterial – Generally made up of state and county highways, county
roadways, and major city streets that connect small urban areas, rural growth
centers, and major activity centers. They also provide supplementary
connections to regional centers. Their design typically emphasizes mobility
more than access. They typically connect only with other principal arterials,
other minor arterials, and major/minor collectors.

•

Major/Minor Collector - Generally made up of county highways, county
roadways, and major city streets that connect rural growth centers and activity
centers. They also provide supplementary connections to small urban areas.
Their design typically places equal emphasis on mobility and access. They
typically connect with minor arterials, some principal arterials, other major/
minor collectors, and some local streets. Major collectors will typically place
a slightly greater emphasis on mobility versus access when compared to minor
collectors.

•

Local Streets – Made up primarily of local city streets and township roads.
They are typically designed to provide access to adjacent land parcels. As a
result, they best accommodate low speed, short distance trips. They usually
will connect to other local streets and major/minor collectors. Sometimes they
may connect to a minor arterial.
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Functional Classification Mileage Guidelines
As part of the overall evaluation of Faribault’s transportation system, an analysis of
the local functionally classified road network was done to identify system-level
deficiencies in overall multi-functional road network. One way this was done by
comparing mileage of each category of the current functional class system in Faribault
to typical mileage for a similar area.
The guidelines applied are based on the Federal Highway Administration’s (FHWA)
manual titled Highway Functional Classification – Concepts, Criteria, and Procedures (March
1989) and from the Minnesota Department of Transportation’s Traffic Safety Fundamentals
Handbook. The Mn/DOT source gives approximate percentages for each functional class.
According to federal guidelines, the total miles of roadway and vehicle miles traveled
(VMT) should typically fall within certain ranges for each type of functionally classified
roadway. The ranges are given as percentage ranges. Specifically, there is a percentage
range of miles by functional class for two different land use conditions, urban and
rural.
For Faribault, the urban guidelines were used as the source of comparison. Table 5-1,
shows the comparison of Faribault with the Traffic Safety Fundamentals Handbook and
the federal urban guidelines.
Table 5-1 – Faribault’s Roadway Network
by Mn/DOT
Functional Classification
y
y

Miles in
Faribault

Faribault
Percentage

Minnesota
Guidelines

FHWA
Guidelines

Local Streets

82

71%

75%

65% to 80%

Collectors
Minor Arterials
Principal Arterials

10
15
8

9%
13%
7%

10%
10%
5%

5% to 10%
10% to 15%
5% to 10%

All Roads

115

100%

-

-

Roadway Type

Source: Highway Functional Classification – Concepts, Criteria, and Procedures (FHWA, March 1989), Traffic
Safety Fundamentals Handbook (Minnesota DOT, April 2001), and Howard R. Green Company
Note: The mileages listed are approximate.
Note: the mileage for Principal Arterials does not include approximately 6 miles of Interstate Highway 35.

The above summary of roadway mileage by category shows that Faribault has no
significant deficiencies in terms of mileage by roadway functional class category. As
Faribault’s road system develops, these guidelines should be considered in order to
provide an adequate supporting road network for the future.

Functional Classification Spacing Guidelines
In addition to looking at overall mileage by classification, the spacing of functionally
classified roadways in Faribault was also examined. Table 5-2, shows a summary of
spacing guidelines. These guidelines are also broken out by urban and rural land uses.
However, instead of just urban and rural, these guidelines have the following
subcategories:

•

Permanent Rural/Agricultural Areas – Areas lying outside of urban services

•

Developing Areas – Areas in the path of urban growth that are in an area where
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urban services (sewer and water) may be provided

•

Fully Developed Areas – Areas already built up and developed

•

Regional Business Concentrations – Areas where this a concentrated mix of
business that attract traffic on a regional level

For each sub-category, general guidelines are provided for the spacing of different
functionally classified roadways.
In general terms, Faribault has a relatively complete arterial and collector network,
but an initial analysis of the City’s transportation network also shows a lack of arterial
and collector roadways in some portions of Faribault. Unique characteristics, namely
Interstate 35 and the two rivers, are a reason for this. These features serve as natural
obstacles to a traditional grid street pattern. Both I-35 and the rivers present challenges
as the city develops over the next 20 years. This situation tends to funnel traffic to
specific routes that traverse these barriers causing somewhat unique traffic patterns
in some cases. Limited crossings also put additional burden on the existing road
network as expansion west of I-35 progresses.
Table 5-2 – Summary of Regional Functional Class Spacing Guidelines
RURAL AREAS

URBAN AREAS

Principal Arterials

Permanent Rural and Agricultural
Areas: 6-12 miles (radial only)

Fully Developed Area: 2-3 miles
Developing Area: 3-6 miles

Minor Arterials

Permanent Rural and Agricultural
Areas:
As needed, in conjunction with
the major collectors to provide
adequate
interconnection
of
places.

Regional Business Concentrations:
1/4-3/4 mile
Fully Developed Area: 1/2 mile
Developing Area: 1-2 miles

Permanent Rural and Agricultural
Areas:

Regional Business Concentrations:
1/8 – 1/2 mile
Fully Developed Area: 1/4 – 3/4
mile
Developing Area: 1/2 - 1 mile

Collectors

As needed, in conjunction with the
major collectors to provide adequate
interconnection of places or no less
than 4 miles.

Local Streets

As needed to provide access

As needed to provide access

Source: Highway Functional Classification – Concepts, Criteria, and Procedures (FHWA, March 1989) and
Year 2000 Transportation Policy Plan – Appendix F, Met Council, January 2001

The spacing analysis revealed a few specific areas where there is a lack of arterial roadways.
The following issues were noted for the existing network:
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•

Lack of east-west arterial in far northern part of town (approximately at 30th
Street) to link the Interstate 35 and TH 21 corridors with TH 3 and potentially
a future northeast arterial.

•

Lack of east-west arterial in southern part of town (approximately at 10th
Street SW and Highland Place) to link the Willow Street corridor on the east
to the CSAH 48 corridor and possibly/potentially Western Avenue on the west
side of town.
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•

Lack of a north-south arterial near the center of town (approximately at 2nd
Avenue or 8th Avenue) to better link Division, 4th Street/TH 60, and 7th Street.

The following issues were noted for the existing network of collectors:

•

Lack of collectors in the northern sections of the city, (approximately at
Cardinal Avenue and Park Avenue) north of TH 3.

•

Lack of collector continuity (along at Prairie Avenue SW) to link the northern
section of Prairie Avenue to 17th Street.

•

Lack of collectors in the far southeastern section of the city north of the River
Bend Nature Center and south of TH 60.

•

Lack of east-west collector (approximately at 3rd Street) in the south-central
area of town.

The following issues were noted for the likely future build out of the system, in addition
to the existing issues noted:

•

Lack of arterials and collectors in the far northwestern section of city as it
develops.

•

Lack of arterials and collectors in the far northern section and urban reserve
area of city as it develops.

•

Lack of arterials and collectors in the far northeastern section and urban reserve
area of city as it develops.

•

Lack of collectors in the far southern section of city as it develops.

•

Lack of arterials and collectors in the southwestern area of city as it develops.

•

Lack of collectors in the far western section of city as it develops.

•

Lack of collectors in new development east of Western Avenue and south of
17th Street.

•

Need for additional minor arterials and collectors near the densest commercial
developments upon land use build out.

The following section details potential solutions to mitigate the issues identified.
Near-Term

•

Upgrade 10th Street SW and Highland corridors to arterial designation.

•

Upgrade 30th Street, from TH21 to TH3 to an arterial designation.

•

Upgrade 2nd Avenue to an arterial between TH60 and 7th Street NW.

•

Upgrade all of Prairie Avenue to a collector.

•

Upgrade 14th Street to a collector.

•

Upgrade Shumway Avenue to a collector.

•

Consider a collector in northern area of townbetween 20th and 30th Streets.
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•

Consider a new collector or upgrade in southeastern area of town.

•

Consider upgrading 3rd Street and Tower Place to collectors.

Long-Term (as Faribault develops)

•

Extend arterial designation of 7th Street NW west of Interstate 35 to serve as
an arterial for future development in the northwestern area of the city prior to
build-out.

•

Build northeastern arterial linking TH 60 corridor to 14th Street to TH 3
corridor prior to build-out.

•

Extend Highland Avenue as an arterial across CSAH 48 to Western Avenue.

•

Provide sufficient collectors to feed arterials in new northeastern and eastern
developments upon build-out.

•

Provide sufficient collectors to feed arterials in new northwestern
developments upon build-out.

•

Provide sufficient collectors to feed arterials in far southern developments upon
build-out.

•

Provide sufficient collectors to feed arterials in southwestern areas upon buildout.

•

Provide collector serving as a connection to TH21 for the new developments
off of 17th Street and Western Avenue.

•

Consider upgrade of Western Avenue to an arterial upon build-out, ultimately
from TH 21 to south of Interstate 35.

•

Consider extending 17th Street NW west of Interstate 35 as a minor arterial or
collector, including new crossing of Interstate 35.

•

Provide new arterial and supporting collectors in the far north area of the city
for northern urban reserve build out.

•

Possibly provide additional collectors for the far northeastern urban reserve
build-out.

•

Extend Park Avenue as an arterial north to County Road 76.

•

Provide future arterial roadway connecting CSAH 48 and Western Avenue.

The future roadway recommendations are shown in figure 5-16. It is also recommended
that the city update the functional classification map based on these recommendations.

Recommendations – Right-of-Way Preservation
As mentioned earlier, roadways serve two major functions, land access and mobility. The
functional classification of a roadway dictates the degree to which it should serve each of
those functions. The differences in function also lead to differences in the speed, type
and volume of traffic on the roadways. In order to serve those needs, roadways with
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different functional classifications typically have different roadway geometries (number
of lanes, etc) and right-of-way widths. Because the geometry of a particular roadway is
determined on a case-by-case basis, general guidelines for roadway geometry by functional
class are not provided here. However, in the case of right-of-way, general guidelines can
be useful. “Typical” right-of-way (ROW) widths can be developed for different functional
classifications of roadway.
The five classifications and the degree to which they should provide mobility and serve
through traffic are as follows:

•

Principal Arterials: Large majority of traffic is high speed through traffic

•

Minor Arterials: Majority of traffic is moderate–to–high speed through traffic

•

Major Collectors: Slight majority of traffic is moderate speed through traffic

•

Minor Collectors: About half or less of traffic is low –to-moderate speed
through traffic

•

Local Streets: Virtually no through traffic – almost all is low speed local traffic

Table 5-3 below lists the typical ROW width by functional class. The typical widths
are consistent with publications from a variety of sources such as the American
Association of State Highway and Transportation Officials (AASHTO) and the Institute
of Transportation Engineers (ITE).
Table 5-3 – Typical ROW Widths by Functional Class

Functional Class

Typical ROW Width (feet)

Principal Arterials

Varies

Minor Arterials

150’

Major Collectors

120’

Minor Collectors

100’

Local Streets

60’

The typical ROW width for local streets in Faribault is between 50 and 66 feet. A width
of 60 feet has generally proven to be sufficient in providing an adequate width for a street
with parking on both sides. In addition, 60 feet of ROW allows for other uses such as
boulevard strips and sidewalks.
The typical ROW width increases steadily as you go from the Minor Collector
classification on up to the Principal Arterial classification. This is due to the fact that
higher functional classified roadways typically have more through lanes and more turn
lanes to provide adequate levels of mobility. Because Principal Arterials usually fall
under the jurisdiction of the state or county, typical ROW widths are not provided in the
table. It should be noted, however, that the typical ROW widths found in Table 3 are for
planning purposes and are not an exact standard. Unique conditions may apply that
would necessitate a variance from the typical ROW widths provided in this chapter of
the plan. Also, actual street widths are expected to vary for roadways with the same
ROW width.
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Recommendations – Traffic Impact Studies
As Faribault implements its land use plan and the city continues to grow and develop,
the city will likely receive applications for large-scale developments. In order to continue
to provide traffic safety and mobility, the impacts of these developments need to be
understood. It is recommended that Faribault institute a policy requiring the study of
traffic impacts for proposed developments of a certain size. What the studies should
contain and what size of development should be studied are discussed in more detail
below. By requiring a traffic impact study for certain sized developments, questions
like the following can be answered:

•

Will the development cause backups and an increase in traffic congestion on
adjacent roadways?

•

If development traffic does exacerbate congestion, what roadway
improvements would be needed to alleviate congestion?

•

What point in time would congestion worsen?

•

Does the development have safe and adequate access to the public road system?

As part of instituting a policy requiring traffic impact studies for proposed
developments, development size criteria need to be established. The criteria are usually
based on the number of vehicle trips per day and/or per peak hour expected from the
development. The calculation of the number of vehicle trips is typically based on the
latest version of the Trip Generation Manual published by the Institute of
Transportation Engineers (ITE). A review of policies from various cities in Minnesota
indicate that an ITE estimate of 1,000 trips per day or 100 trips in any one hour of the
day or more usually trigger the need for a traffic impact study.
The Minnesota cities of Brooklyn Park and Rochester have traffic impact policies in
place. Both have similar criteria for determining what developments require a traffic
impact study. Also, they both generally require a study to have the following
components:

•

Description of the development and study area

•

Documentation of existing traffic conditions

•

Documentation of future traffic conditions without the proposed development

•

Amount of site generated traffic expected to be caused by the development

•

Documentation of future traffic conditions with the proposed development

•

Identification of intersections and road segments with traffic safety and operation
problems

•

Identification of roadway improvements to mitigate traffic safety and operation
problems
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Recommendations – Access Management
The Minnesota Department of Transportation (Mn/DOT) has recently released a set of
access and signal spacing guidelines. The guidelines are being used by Mn/DOT to
plan for the future location of signalized and unsignalized access points to the state
highway system. The guidelines are also intended for use by county and local governments
in the planning of signalized and unsignalized accesses on major roadways under their
jurisdiction. The guidelines differentiate the degrees of access based on the functional
classification of the roadway, its facility type, and type of land use adjacent to the roadway.
In other words, the nature and degree of access recommended varies depending on if the
roadway is a two-lane or four-lane collector, minor arterial, or principal arterial and if it is
located in urban, suburban or rural areas. Typically, higher functionally classified roadways
have more access restriction recommendations than minor arterials and collectors. Also,
roadways residing in rural areas typically have more access restriction recommendations
than in urban areas.
The guidelines were developed based on traffic operations and safety principles such
as traffic signal optimization/coordination and stopping sight distance. The guidelines
can be readily applied to new roadways under construction. However, many existing
roadways will not be in conformance of the guidelines. In this situation, the guidelines
should be utilized when new access requests or changes are proposed. They should
also be utilized when roadway improvements are planned for construction and when
land use changes allow for changes in access. Mn/DOT will use these guidelines when
approving access requests on state highways. County and local governments can use
the same guidelines as part of their permitting process.
New major roadways planned for construction in Faribault should be placed into an
appropriate access category and designed to meet the guidelines. Existing major
roadways should be examined during periods or reconstruction or when the land use
adjacent to the roadway changes in order to see if the access guidelines are being met.
If not, the roadway should be examined further to see if its access can be altered to
meet the guidelines. Also, requests for new accesses should be reviewed to see if the
request falls within the guidelines. If not, then effort should be given to finding an
access solution meeting the guidelines.
For further assistance in determining appropriate access points, the latest version of
Mn/DOT Access Category System and Spacing guidelines should be examined. The
guidelines include techniques such as gap analysis that can be used to help determine
the effectiveness of certain access locations.
A document that may also be of use is the Iowa Access Management Handbook
developed by Iowa State University for the Iowa Department of Transportation. The
handbook includes examples of actual access management ordinances. One example
ordinance is from an adopted ordinance for College Station, Texas; a second ordinance is
from an adopted ordinance for Washington County, Oregon. Both example ordinances
differentiate the degree of access spacing by the functional classification of the roadways.
They also go into detail about driveway width restrictions, access locations from
intersection corners, and so on. The example ordinances could be used by Faribault as a
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starting point for developing their own access management ordinances. However, it
should be noted that the functional class categories and access spacing restrictions should
be altered to conform Mn/DOT’s access spacing guidelines.

Recommendations – Lyndale Business Corridor
As noted earlier in this plan, the Lyndale Avenue Corridor has been identified as a very
important business corridor for the future of Faribault. During discussions of corridor
operations and its future importance to economic development, the idea of designating
this corridor as a “Interstate 35 Business Loop” arose. This concept has been used in
several location in Minnesota in the past. This concept simply utilizes signage to direct
traffic off of a major highway, in this case Interstate 35, into a business district off of
the highway and back to the major highway. This system can provide a sense of
confidence that this route, if chosen, will not only direct a driver to available commercial
services, but also easily back to the major roadway.
In the case of Faribault, the intent of this business loop would be to direct traffic off of
Interstate 35 onto the Lyndale Avenue corridor by providing signage guiding traffic
along the corridor and back onto Interstate 35. Signage would be placed in order to
direct traffic from both the north and south of the city, utilizing the TH 21 and CSAH
48 interchanges with interstate 35. This concept would also serve as a low-cost measure
that would utilize a natural “short-cut” through Faribault.
During development of this idea, Mn/DOT was supportive of the concept and suggested
the city coordinate its efforts with its District 6 office. Mn/DOT noted that a signing
plan would need to be developed and the city would need to pay for the guide signs.
Therefore, it is recommended that the city pursue development of the business loop
concept along Lyndale Avenue. In addition, signing for this business corridor should
also be coordinated with other signage, other economic development activities, and
elements discussed in the Community Image section of the Comprehensive Plan
designed to attract travelers and visitors to Faribault’s other important commercial
corridor, TH 60, and ultimately its historic downtown.

Recommendations – Other Transportation Modes
As noted earlier in this transportation plan, analysis and recommendations have focused
primarily on the roadway network, recognizing that this system will facilitate the vast
majority of trips in and around Faribault. This system is only one piece of the city’s
overall transportation system though. The overall system consists of roadways utilized
by both passenger vehicles and transit vehicles, railroads, airports, trails, and even the
technology infrastructure. While trails are discussed in greater detail in the comprehensive
plan, each of these other modes of transportation are discussed in detail in the following
sections.
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Transit
The City of Faribault provides local transit service, known as the Faribault Flyer, to its
local residents. Since one of the principal factors in providing transit service is
concentration of population, transit service in Faribault is limited.
In January 2001, Rice County completed a transit study. This study utilized a task
force consisting of representatives from Rice County, Mn/DOT, Northfield, and
Faribault. Among other things, this study reviewed existing service in Faribault and
the potential for limited rural service to other areas of Rice County.
In addition, the 2002 Rice County Comprehensive Plan includes a goal promoting the
development of commuter rail along the Interstate 35 corridor, though it recognizes
that this will likely not happen within the timeframe of this plan. Also, as the Twin
Cities metropolitan area expands in coming years, Rice County has noted its support
for rideshare and park-and-ride facilities.
It is recommended that Faribault continue to work with Rice County and Mn/DOT to
support transit opportunities for its citizens.

Technology
The 2002 Rice County Comprehensive Plan recognizes the growing and ever-changing
technologies that continue to enable telecommuting. Although the impact is still quite
small, telecommuting and other electronic business (e-business) activities will continue
to assist in reducing the number of traditional vehicle trips. The county has also
established a goal of encouraging development of infrastructure to promote
telecommuting and e-business in Rice County.
It is recommended that Faribault work with Rice County to support telecommuting
and e-business opportunities where possible.

Railroads
Railroad service is an important component of the regional and national economy. The
Rice County Comprehensive Plan supports railroad activity, but has no specific goals
identified involving traditional rail service.
As mentioned under the discussion of transit, the 2002 Rice County Comprehensive
Plan includes a goal promoting the development of commuter rail along the Interstate
35 corridor, though it recognizes that this will likely not happen within the timeframe
of this plan.
It is recommended that Faribault continue to work with Rice County and Mn/DOT to
support opportunities to improve rail service and facilities.

Airports
The Faribault Municipal Airport is the only public aviation facility in Rice County. The
airport is located at the southwest quadrant of Interstate 35 and TH 21 in the northwestern
part of Faribault. The airport serves primarily as a recreational general aviation facility
with some private business aviation activity as well.
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The City of Faribault has recently completed an airport layout plan. This plan identifies
issues facing the airport and establishes long-term plans for the facility. This study is
incorporated into this transportation plan by reference.
It is recommended that Faribault continue to support opportunities to improve services
through it municipal airport.

Recommendations –Implementation
A key to the implementation of this transportation plan is the actual programming of
improvements and identification of funding sources. One key to making this happen is
working with the other agencies with interests in roadways in and around Faribault –
Mn/DOT and Rice County. It is very important to coordinate improvements to the
roadway system with these agencies, especially since the majority of identified corridor
investments are on roadways that share County and state designations.
Coordinated plans for capacity improvements, design, signalization, etc. may be eligible
for cost participation. Therefore, the city should be proactive in conveying the
importance of the recommendations of this plan, where applicable, to these agencies
for consideration as part of county and state improvement plans.

Conclusion
This plan represents a long-range improvement program that will enable the safe and
efficient movement of traffic throughout the city and onto the regional roadway system.
This plan is intended, though, to be a working document that will assist Faribault in
planning and implementing transportation improvements over the next 20 years.
Since assumptions in this plan are highly dependent on the implementation of the
city’s land use plan, as well as other components of the comprehensive plan, it is
expected that prioritization and implementation of improvements will depend greatly
on the pattern and pace of Faribault’s development.
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