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1  • Introduction & Plan Development 
 

Overview/Summary 
The Rochester-Olmsted Council of Governments 
(ROCOG) is the designated metropolitan planning 
organization for the Rochester urbanized area. As such, it 
is federally charged with developing a long-range 
regional transportation plan (also known as a 
Metropolitan Transportation Plan, see Figure 1-1). This 
plan presents the region’s vision for a multimodal 
transportation system needed to respond to future 
growth and demographic trends. Incorporated within this 
plan is a discussion of what can be accomplished under 
the fiscal constraints faced by public agencies and 
authorities responsible for development and operations 
of transportation facilities and services in the ROCOG 
area. Nevertheless, the vision is not limited by financial 
restrictions, and it includes illustrative projects that meet 
the region’s transportation needs, but whose funding 
sources are not yet identified. 

Chapter 1 describes the scope of the ROCOG 2045 Long 
Range Transportation Plan (referred to hereinafter as 
“LRTP” or “the Plan”) and the process followed in 
updating the Plan. The planning area, time horizon and 

organizational structure of ROCOG are reviewed. This 
chapter also discusses the history of LRTP updates and 
supporting policy plans and presents the long-range 
goals that help to drive the content of the modal 
elements of the Plan that are outlined briefly below. 

Figure 1-1 

 

Metropolitan Transportation Plan (MTP) 
Overview 
Each metropolitan planning organization (MPO) must 
prepare a Metropolitan Transportation Plan (MTP), in 
accordance with 49 USC 5303(i), to accomplish the 
objectives outlined by the MPO, the state, and the 
public transportation providers with respect to the 
development of the metropolitan area’s transportation 
network. This plan must identify how the metropolitan 
area will manage and operate a multi-modal 
transportation system (including transit, highway, 
bicycle, pedestrian, and accessible transportation) to 
meet the region’s economic, transportation, 
development and sustainability goals – among others – 
for a 20+-year planning horizon, while remaining 
fiscally constrained. 



1 • Introduction & Plan Development 

1.2  

The Plan provides a description of the transportation 
facilities and services that can be provided over the next 
25 years based on reasonably expected revenues. This 
description considers both facility development as well as 
costs to maintain and operate the transportation system, 
including roadway, transit, bicycle, and pedestrian 
facilities and services. Expected revenues fall far short of 
fully addressing future transportation needs and desires, 
but the 2045 Plan does identify a path to provide for 
high-priority strategic investments. 

Introduction 
Preparation of a Long Range Transportation Plan is 
mandated under federal transportation planning 
guidelines first established in the 1962 Federal-Aid 
Highway Act. All urbanized areas over 50,000 in 
population, in order to be eligible to receive federal 
funding, must maintain a "continuing, cooperative, and 
comprehensive transportation planning process" that 
results in the periodic preparation of a Long Range Plan, 
as well as adoption of an annual program of federally 
funded projects known as the Transportation 
Improvement Program (Figure 1-2). 

This ROCOG 2045 LRTP represents another step in the 
ongoing evolution of regional planning for transportation 
in the Olmsted County area that began in 1972 with the 
creation of the Rochester-Olmsted Council of 
Governments. The previous 2040 Long Range 

Transportation Plan Re-Affirmation was adopted by 
ROCOG in August of 2015. Under federal guidelines, the 
Plan needs to be updated every five years, normally with 
a new horizon year. 

Federal guidelines also require a minimum 20-year 
horizon to be maintained throughout the life of the Plan. 
For traffic and financial forecasting, a 25-year horizon is 
a reasonable and realistic limit for projecting the specifics 
of traffic volumes or funding availability. 

However, given that the life cycle of road facilities varies 
from 50 to 60 years (for roads) and up to 90 years for 
bridges, ROCOG has formulated certain aspects of this 
plan to reflect consideration of those longer time 
horizons to better guide future planning. For concerns 
such as corridor preservation or strategic-level planning, 
a longer view is considered appropriate by ROCOG since 
land use decisions in the near term may preclude long-
term transportation options if not strategically 
accommodated in the development approval process. In 
these cases, the Plan looks at areas that may be 
influenced by urban growth trends over a 50 to 75-year 
period and considers infrastructure, such as urban rail, 
that may not be feasible within the 25 year plan horizon 
but strategically may need to be considered for its 
potential to address long term urban growth and travel 
needs. This decades-long view allows concepts such as 
extension of a basic arterial/collector grid, circumferential



 1 • Introduction & Plan Development 

 1.3 

Figure 1-2: Relationship of Long Range Plan to Transportation Facility Development Process 

 



1 • Introduction & Plan Development 

1.4  

arterials (beltways), or major transit supportive 
infrastructure to be considered at an appropriate scale. It 
also enables recommendations for long term expansion 
needs, such as right-of-way preservation, to be built into 
the Plan. 

Influences Shaping the Future 
The 2045 LRTP provides a comprehensive look at 
anticipated transportation system development in 
Olmsted County for the next 25 years. This Plan reviews 
and updates the current 2040 Plan Reaffirmation’s 
project planning information and cost/revenue 
information by shifting the Plan’s horizon year to 2045 
and the base year to 2020. 

Finding a balance between prioritizing the maintenance 
of our existing transportation system while promoting trip 
reliability and system resiliency in the future is key to 
transportation planning in the ROCOG area. It is vital that 
the region focuses adequate resources on maintaining 
and operating the existing transportation system. 

Key Strategic Plans 
Two significant new planning developments affect this 
Plan update: 

• Integrated Transit Studies (ITS) to support the 
Destination Medical Center (DMC) Plan 
implementation 

• Planning to Succeed: Rochester Comprehensive Plan 
2040 (P2S 2040) 

The ITS focused on how to achieve the transportation 
goals of the DMC Plan, which centered on reducing 
single-occupant auto travel to and parking in downtown 
Rochester. The DMC program, the largest economic 
development initiative in state history, provides a 
framework for the use of state, city, and county funding 
for public infrastructure to support an expected 50% 
increase in downtown employment and the continued 
success of the Mayo Medical Center as one of the 
premier health centers in the world. This DMC initiative is 
also expected to drive a significant increase in downtown 
housing and supporting visitor and hospitality uses in 
downtown Rochester. A mode shift from 10% downtown 
commuter transit usage today to 30% by 2035 was the 
ambitious goal of the DMC Plan, in recognition that with 
the dramatically increased employment expected in those 
years, downtown transportation would be hopelessly 
gridlocked if current auto usage patterns continued. 

Providing improved transit and non-single occupant 
vehicle options to support this economic development 
vision has been identified as an important strategy for 
the future. Key elements of the DMC vision are expanded 
transit services coupled with a focused parking 
management strategy and expanded Travel Demand 
Management (TDM). “Arrive Rochester” is the City’s 
newly formed TDM initiative, which will work with 
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downtown employers and property owners to incentivize 
downtown workers to use a mode other than a private 
car to get to work downtown. Improved transit, TDM 
efforts, and the projected increase in downtown housing 
are expected to reduce the need for peak period, single 
occupant vehicle commuter vehicle travel into 
Rochester’s urban core. 

The second significant planning development to inform 
the ROCOG LRTP is the 2018 adoption of Rochester ‘s 
comprehensive plan, P2S 2040. This document provides 
a new look at future transit in the area, particularly as it 
affects work trips to the central business district. A 
backbone of high capacity, high frequency transit, 
referred to as the Primary Transit Network (PTN), 
envisions bus rapid transit service along a series of major 
arterial corridors in the city, connecting existing and 
future activity centers identified as part of transit-
oriented land development strategy for the city. 

Growth Impacts 
In addition to these two significant planning initiatives, 
the Plan anticipates there will be instances where 
strategic improvement of the major road network is 
needed to support local growth and land use plans while 
enhancing connections between urban and regional 
areas. Olmsted County expects its population to increase 
from approximately 160,000 to 210,000 over the next 25 
years. For the last half-century, Rochester has served as 
a major regional employment hub, attracting its 

workforce from a 40-50-mile radius in Southeast 
Minnesota. 

Technological Advancements 
ROCOG is aware of the advancement of technologies that 
continue to change the way people live and travel and 
acknowledges that technology may alter the way people 
go about their daily lives in the future. Rochester has 
been involved, along with other public partners including 
MnDOT, in discussions with private companies exploring 
autonomous transit and the chance to serve as an early 
testbed for these emerging technologies. The Plan 
supports the development, enhancement and further 
application of technologies to improve the travel 
experience. 

Accessibility and Equity 
The need to promote accessible and equitable 
transportation options will continue to be important as 
our aging population grows, while others continue to face 
barriers created by inadequate access to private travel 
options and transit. It will be vital to continue to maintain 
and look to expand the transportation system to ensure 
equal access for everyone. 

Looking to the future, ROCOG will continue to support 
investments to: 

• Preserve and manage the existing investment in the 
region’s transportation system 
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• Develop the region’s potential to grow into a uniquely 
attractive, vibrant, and diverse metropolitan area 

• Link transportation and land use planning to meet the 
Plan’s goals for urban investment, concentrated 
development patterns, and smart economic growth 

• Plan and build for all modes of transportation, 
including pedestrian, bicycle, public transit, cars, and 
trucks 

ROCOG Organization 
ROCOG is located in southeastern Minnesota (Figure 1-3) 
and is one of Minnesota’s eight Metropolitan Planning 
Organizations (Figure 1-4). It is one of three that are 
entirely within the state, as the others are “bi-state” 
organizations. ROCOG was founded in 1972 following 
completion of the 1970 Census which found Rochester’s 
urban area population to exceed 50,000. 

The ROCOG formal organization structure includes a 
Policy Board and a Transportation Technical Advisory 
Committee (TTAC). ROCOG also works with the City of 
Rochester’s Pedestrian-Bicycle Advisory Committee 
(PBAC) and the Citizen’s Advisory on Transit (CAT) for 
consultation during long range plan updates. Staffing for 
ROCOG is provided by the Olmsted County Planning 
Department. The 16 members of the Policy Board 
represent a cross section of local units of government in 
Olmsted County, including mostly elected officials, some 

government agency staff, and two resident members 
(see Figure 1-5). The jurisdictional delegates to ROCOG  

 

Figure 1-3: U.S. Metropolitan Areas 

  
select the two (2) citizen delegates who act as voting 
members of ROCOG. The Policy Board is served by a 
Transportation Technical Advisory Committee (TTAC) 
composed of agency staff representing those 
organizations responsible for managing the major 
transportation systems within Olmsted County. It meets 
periodically during the year to discuss and coordinate 
transportation planning matters, with a focus on the 
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Rochester urbanized area and the adjacent area 
influenced by Rochester’s urban growth patterns. 

Figure 1-4: Minnesota MPOs 

 
The Pedestrian-Bicycle Advisory Committee (PBAC) is an 
advisory committee appointed by the Rochester City 
Council and Mayor comprised of citizen volunteers as well 
as representatives of organizations such as neighborhood 
councils and public health. It advises the City Council and 
the City Engineer on planning and programming matters 

related to bicycle and pedestrian needs, and its members 
are involved directly in various initiatives related to 

Figure 1-5: ROCOG Policy Board Membership 

 
education, encouragement and the promotion of non-
motorized modes of travel. 

The Citizens Advisory on Transit (CAT) is a seven-
member citizen advisory board appointed by the 
Rochester City Council and Mayor that assists in the 
planning and review of public transportation services 
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within the Rochester area. In addition to planning and 
programming, the committee supports efforts to build 
community awareness of issues related to public 
transportation service. 

Study Area and Time Horizon of the 
Plan  
The Metropolitan Planning Area (MPA) for the Plan 
encompasses all of Olmsted County, including the 
planned urban expansion areas of the cities of Pine 
Island and Chatfield. 

The MPA is broken into two sub-areas referred to as the 
Urban Study Area and the Regional Study Area, as 
illustrated in Figure 1-6. In the Regional Study Area, the 
focus is limited to those facilities or services important to 
the regional movement of persons and goods. The Urban 
Study Area focus is comprehensive in terms of 
considering issues and needs across the entire 
transportation system. 

History of ROCOG Long Range Plan 
Updates  
Prior to the organization of ROCOG in 1972, most 
transportation system planning in the Rochester area was 
done on the jurisdictional level. For example, the City of 
Rochester developed transportation plans in 1947 and 
1960 as part of broader comprehensive planning efforts, 
and in 1968 through a joint effort with MnDOT. Table 1-1 

lists the plans and policy reports that have been prepared 
and adopted by ROCOG since its establishment. 

Federal/ROCOG Plan Goals 
ROCOG has adopted a set of goals that describe desired 
future priorities for the region’s transportation system 
and guide the preparation of the 2045 Long Range Plan, 
as listed in Table 1-2. ROCOG also supports the U.S. DOT 
Planning Factors as listed in the Fixing America’s Surface 
Transportation (FAST) Act. The Planning Factors inform 
the long-range planning goals for the ROCOG planning 
area. It is recognized that the Planning Factors must be 
considered in the development of long-range 
transportation plans according to federal statute Title 23 
§ 450.306. 
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Figure 1-6: The ROCOG Study Area 
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Table 1-1: ROCOG’s Historic Long Range Transportation Plans and Policy Plans 
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Table 1-2: ROCOG Planning Goals 
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*U.S. Department of Transportation (US DOT) Planning Factors 
Safety: Increase the safety of the transportation system for motorized and non-motorized users 
Security: Increase the security of the transportation system for motorized and non-motorized users 
Connectivity: Enhance the integration and connectivity of the transportation system, across and between modes, for people and 
freight 
Efficiency: Promote efficient system management and operation 
Accessibility: Increase accessibility and mobility of people and freight 
Preservation: Emphasize the preservation of the existing transportation system 
Resiliency: Improve the resiliency and reliability of the transportation system and reduce or mitigate stormwater impacts of surface 
transportation 
Environment: Protect and enhance the environment, promote energy conservation, improve the quality of life, and promote 
consistency between transportation improvements and State and local planned growth and economic development patterns 
Economic Vitality: Support the economic vitality of the metropolitan area, especially by enabling global competitiveness, 
productivity, and efficiency 
Travel & Tourism: Enhance travel and tourism

Plan Organization 
The Plan is organized into four parts, with 16 chapters 
and appendices. Each part builds on the information in 
the previous part. Following this introductory chapter, the 
remainder of the Plan is organized as follows: 

Part 1: The ROCOG Planning Region 
Part 1 describes the ROCOG Planning Area, profiling the 
communities within the region and the state of the 
current transportation system. 

Chapter 1 is the current chapter. 

Chapter 2 presents information about the residents of 
the region and the local economy, including projections 

of population and employment growth expected to shape 
the future. The importance of regional commuters to the 
local economy is highlighted. 

Chapter 3 presents summary information about the 
current state of the transportation system serving the 
ROCOG area. Network statistics on existing streets and 
highways, transit, facilities for pedestrians and low 
speed, two wheeled vehicles and commercial vehicles are 
presented. 

Part 2: Planning Considerations 
The chapters in Part 2 summarize the information that 
was used to inform preparation of the Plan.  
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Chapter 4 discusses the integration of land use and 
transportation planning in the Rochester region and what 
steps have been taken to ensure that the 
interrelationship between land use and transportation 
have been considered not only in this Plan but in other 
community planning projects. 

Chapter 5 provides a summary of community 
comprehensive plans, transportation studies, and land 
use and economic development plans that have been 
considered in development of the Plan. 

Chapter 6 provides a summary of public and public 
agency involvement that has occurred during 
development of this Plan. 

Chapter 7 discusses existing transportation safety and 
security issues, current plans and programs in place to 
provide for safe travel during normal times as well as 
critical security events, and recommended programs and 
strategies for the future. 

Chapter 8 provides an overview of technologies that are 
likely to influence future travel and discusses the types of 
actions communities should consider or take in the near 
term in preparation for a changing future. 

Part 3: ROCOG Long Range Plan 
The chapters in Part 3 focus on preparing modal plan 
recommendations and ways to improve the efficiency of 
the current travel network. 

Chapter 9 introduces this section of the Plan and 
summarizes the key recommendations along with 
important factors such as metrics for the ROCOG relative 
to federal performance measures and a review of 
environmental justice considerations. 

Chapter 10 presents the street and highway plan, 
including a policy-based highway system plan structured 
to account for both land use and travel needs, a 
summary of major preservation needs, and a list of 
priority projects. 

Chapter 11 summarizes both existing and anticipated 
transit service changes envisioned for the region. Future 
downtown rapid transit service, a bus rapid transit 
system, and a robust expansion of the Rochester Park & 
Ride System are described. 

Chapter 12 discusses active transportation modes with 
a focus on pedestrian and bicycle travel. It includes 
system plans highlighting major corridors targeted for 
regional and urban area bicycle travel, as well as transit 
related pedestrian improvement areas and other gaps in 
the major street network affecting pedestrian travel. 

Chapter 13 highlights emerging and expanding Travel 
Demand Management (TDM) efforts in the Rochester 
area, including a review of emerging new travel options 
such as e-scooters. 
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Chapter 14 provides an overview of Transportation 
System Management and Operations (TSMO) efforts in 
the Rochester MPO area. 

Chapter 15 presents a financial analysis of the various 
modal plans along with conclusions relative to fiscal 
constraints that will impact the level of investment and 
the types of investment activities that can be supported. 

Chapter 16 concludes the Plan with a discussion of 
considerations that will affect its implementation. 

Part 4: Appendices 
Part 4 includes summaries and important detailed 
analyses used to inform preparation of the Plan. 
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Plan Update Schedule  

Figure 1-7 lays out the schedule used to guide the development of the ROCOG Plan. 

Figure 1-7 
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2  • Planning Area Profile 
Overview/Summary 
There are a number of factors that influence the 
identification of future transportation investments needed 
to support individuals living and working in our 
community as well the businesses located throughout 
Olmsted County and those who travel to Olmsted County. 

Fundamental to understanding the scope of future travel 
needs is a vision of how the community may change over 
time. Elements of this include developing an 
understanding of how the population of Olmsted County 
and its towns and cities may change over time, as well as 
how the local economy may change. Chapter 2 identifies 
key assumptions that have been made relative to 
demographics and the economy that inform the activities 
that generate travel. Chapters 4 and 5 of the Plan, found 
in Part II, review how these economic and demographic 
assumptions have informed the work of townships, cities 
and Olmsted County related to future land use, which is 
important to understanding the distribution of travel 
spatially across the county. 

Chapter 2 provides a summary of key demographic and 
economic conditions within the ROCOG Metropolitan 
Planning Area (MPA) that influence the underlying 

planning assumptions utilized in development of the Plan. 
Included is a review of historical trends in population and 
employment as well important regional economic 
characteristics which affect travel in the region. 

Rochester and Olmsted County have experienced 
consistent population growth for the last 30 to 40 years, 
seeing about 15,000 to 20,000 new residents added each 
decade. While the Great Recession of 2007-2009 resulted 
in a period of 3 to 4 years where this steady growth was 
interrupted, since 2012 the pattern of steady growth has 
resumed though at a somewhat lower level than seen 
prior to the recession. Rochester has accounted for most 
of the population growth in Olmsted County over the last 
generation, as the city has seen its share of county-wide 
population grow from about 62% in 1990 to almost 75% 
in 2018. 

Looking to the future, the expectation is for the county to 
add approximately 55,000 people through the Year 2045, 
driven by the expected success of the Destination 
Medical Center (DMC) initiative and the effect that will 
have in spurring added demand for jobs in sectors such 
as retail services, leisure activities, construction, and 
public services. Rochester is expected to capture the 
largest share of that growth, but all the small cities and 



2 • Planning Area Profile 

2.2  

suburban townships are expected to see growth as well. 
Township growth will be concentrated in the suburban 
areas around Rochester, while more rural areas are 
expected to see some decline in overall population. 

Figure 2-1: Population and Employment 
Forecast Summary 

 
Rochester share of population goes from 74% (2010) to 76% 
(2045) 

Source: Historic data: US Census, Bureau Economic Analysis; 
Forecasts – ROCOG 

Regional commuters play a significant role in meeting 
labor force needs in Rochester, with approximately 35% 
of local jobs currently filled by workers from outside the 
city of Rochester. Moving those persons in and out of the 
metro area is one of the most significant transportation 
issues to address, since it largely occurs during the peak 

morning and afternoon travel times. Similarly, an outsize 
share of regional retail sales also occurs in Rochester 
given its role as the regional economic center for 
Southeast Minnesota, which also contributes to increased 
travel demand in the metro area. 

The Rochester area is also seeing changes in household 
composition similar to those throughout the United 
States, with significant increases in single person 
households expected over the planning period and 
limited growth in traditional family households with 
children. An ever-growing number of single person 
households will be composed of persons over 65 years of 
age. Increases in the number of disabled and/or lower 
income people common in this age group add to demand 
for specialized transportation services. 

Transportation investment is important to the economic 
success of the community. It is critical that transportation 
plans are coordinated with economic and community 
development efforts. Through its integration with the 
Olmsted County Planning Department and close working 
relationship with the Olmsted County Public Works 
Department and the City of Rochester Departments of 
Public Works (which includes Rochester Public Transit), 
Administration, and Community Development, ROCOG is 
involved in ongoing public and private sector 
development projects. This helps to create a two-way 
flow of information between transportation planning and 
other community planning efforts. 
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Since ROCOG is staffed by the Olmsted County Planning 
Department, it also benefits from staff’s ongoing 
interaction with resource and environmental agencies. 
This relationship has enabled staff to build an extensive 
library of data on natural and cultural resources that 
informs the MPO’s transportation planning efforts. It has 
also helped develop a number of initiatives addressing 
the impact of transportation facilities on the environment. 
Ongoing consultation efforts involving environmental 
mitigation activities are discussed in the appendices. 

Introduction 
Olmsted County has continued to see strong population 
growth in the first decades of the 21st Century, with a 
25% growth rate between 2000 and 2018, compared to 
a statewide growth rate of 14% during the same period. 
Olmsted County’s 9% growth rate in the 2010’s to date is 
less than past decades, where population grew 18% in 
the 1990s and 15% in the 2000s. 

The City of Rochester is the main population center in 
Olmsted County, with approximately 73% of the 
countywide population located in Rochester. Rochester 
has experienced a 9% increase in population between 
2010 and 2017, lower than its growth rate in the 1990s 
(21%) and 2000s (24%), but still one of the stronger 
municipal growth rates in the state. Rochester is the 3rd 
largest city in Minnesota after Minneapolis and St. Paul, 
with an estimated 2018 population of 117,444. Olmsted 

County’s 2018 population of 157,446 ranks as 8th largest 
in the state but is the largest county outside the sphere 
of the Minneapolis-St Paul metropolitan area. 

The economy is built around health care, technology, and 
agriculture. The top four private-sector employers are 
Mayo Medical Center, IBM, Olmsted Medical Center, and 
Charter Communications. The Mayo Clinic and IBM 
together employ approximately 40,000 people in a 
workforce of approximately 86,000 persons. 

Public-sector employment is led by Rochester Public 
Schools, which at 2,830 employees is the second-biggest 
employer in Olmsted County. In addition, the City of 
Rochester and Olmsted County have a combined 
employment of over 2,500. 

The University of Minnesota-Rochester branch was 
established in 2007. The university currently has a 
student body of 500 students. It is projected to grow to 
750 in the next few years and eventually 1,500 in the 
long term. 

For over 140 years, the city of Rochester has remained 
the regional center for industry and commerce in 
southeastern Minnesota and northeastern Iowa. Olmsted 
County draws a significant number of workers from 
surrounding counties, with approximately 22% of 
persons who work in Olmsted County commuting from 
residences outside of Olmsted County. 
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Olmsted County and the City of Rochester are important 
regional retail centers, accounting for nearly 50% of 
sales in the seven-county area centered on Rochester. A 
large proportion of County retailing activity occurs in the 
City of Rochester, which accounts for nearly 90% of the 
retail sales in the county. 

The high level of job growth in the county, combined 
with short commuting times to jobs in Rochester and 
local economic development initiatives, has resulted in 
population growth rates in small cities comparable to that 
in Rochester. These communities will continue to offer 
attractive options for households due to their convenient 
commuting distances to the Rochester job market, good 
schools, and attractive quality of life for those desiring to 
live in a smaller community. 

Population 
Table 2-1 summarizes the changes in the geographic 
population distribution that have occurred since 1990 in 
Olmsted County. By far the largest share of population 

growth has occurred in the City of Rochester (46,699), 
but small cities have been increasing in their share of the 
County’s overall growth. Small cities have more than 
doubled in population since 1990, compared to the City 
of Rochester increasing by about 64% during that time. 
Due to significant annexation activity, suburban 
townships saw a 20% decline in population between 
2000 and 2010. But suburban and rural townships have 
seen a rebound in population growth since 2010. 

Population Projections 
Table 2-2 summarizes population projections prepared by 
ROCOG for selected years through 2045. Olmsted County 
is projected to reach a population of 212,781, driven by 
the expectation of continued strong employment growth 
and expected increases in energy and housing costs that 
will lead more persons to locate closer to their place of 
work. Significant strategic economic development efforts 
including the DMC and Journey to Growth, a local 
business initiative to broaden the economic base, will 
provide support for growth. 
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Table 2-1: Population Trends 1990-2018 

Table 2-2: ROCOG Population Projections 

 
Source: ROCOG; Olmsted County Planning 
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Table 2-3: Population Projections in ROCOG Border Cities 

 

Source: ROCOG; Olmsted County Planning 

 

The majority of population growth is expected to occur in 
the City of Rochester (82% of total ROCOG area 
population growth), while Byron, Stewartville, and Pine 
Island are also expected to see significant increases 
relative to their existing size. Similar to the historic 
patterns, rural and exurban townships are generally 
expected to see a small decline in population, largely due 
to the aging of their population base, while suburban 
townships are projected to see some increase in resident 
population through 2045. 

Table 2-3 shows the added growth expected in the cities 
of Chatfield and Pine Island which would occur outside of 
Olmsted County but would be considered part of the 
base population of the ROCOG MPA. 

Population Issues  
The region will continue to see growth in all age groups 
over time, although the greatest increase is expected to 
occur among those over the age of 60 as the large Baby 
Boomer generation completes its move into that age 
bracket. The number of persons over 60 is expected to 
nearly double over the next 25 years, as Generation X 
and the oldest Millennials will join the Baby Boomers in 
this age group during the time horizon of this Plan. This 
aging of the community may have a significant effect on 
the demand for public and private transit services as well 
as influencing the rise of shared ride services. 

The rise in population among younger age groups will 
not be as dramatic as was seen in past decades due to 
dropping birth rates and relatively slow growth in the 
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number of younger households in the prime family 
growth years. Slower household formation, smaller 
families among those in their prime employment and 
family growth years, trends toward more urban living, 
and less enthusiasm for car ownership among younger 
generations may all result in a slowing of growth in 
vehicular travel on a per capita basis as compared to past 
decades. 

Figure 2-2 highlights distribution of population by age 
cohort based on comparison of 2015 and 2045 
projections from the Minnesota State Demographic 
Center. These charts highlight the expected changes 
resulting from the aging of the post-WWII Baby-Boomer 
generation, with the numbers of persons over the age of 
60 increasing significantly in the next 25-30 years. 

This aging of the population carries potentially significant 
implications in terms of transportation needs, since 
persons in older age cohorts will typically create a higher 
demand for different types of transit services. For 
example, as reported in the American Community Survey 
5-Year Estimates, approximately 29% of the 65+ 
population in Olmsted County had at least one disability. 
If this proportion stays constant, the population over 65 
with at least one disability will grow from 6,270 in 2018 
to 12,694 over the time horizon of this plan. This 
anticipated increase in the numbers of persons with a 
disability also highlights the need to ensure that ADA 
compatible transportation facilities, which includes transit 

vehicles and infrastructure such as sidewalks and trails, 
need to be designed (for new construction) or planned 
for upgrading (for existing facilities) to meet ADA 
requirements. 

Figure 2-2: 2010 and 2045 Population 
Distribution by Age Cohort 

 
Source: Minnesota State Demographic Center 

Research studies sponsored by US Department of 
Transportation and others have also suggested that this 
population change will necessitate consideration of items 
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such as larger signage, brighter pavement markings, 
along with higher cost items such as possible 
adjustments in design, to respond to physical capabilities 
(or limitations) of this growing group of users. While 
costs are relatively minor when considering a single 
location, if considered on a system-wide basis they 
represent a significant level of investment. Maintaining 
these elements of the roadway infrastructure already 
present a funding challenge and adjusting to respond to 
the needs of a growing level of older drivers will only 
raise the level of importance of the issue in the future. 

Households 
Figure 2-3 highlights information on household growth 
trends for jurisdictions in the ROCOG Planning Area for 
the period 1990 through 2017. The annual rate of growth 
in the number of households in Olmsted County has been 
fairly stable since 1990, between 1% and 2%. The years 
since 2010 have seen an overall downturn in that rate, 
likely due to the effects of the Great Recession. While the 
City of Rochester and the small cities saw steep declines 
in their rate of housing growth after 2010, they still were 
adding housing during that period. The suburban and 
rural townships saw a decline in households between 
1990 and 2010 but reversed this downward trajectory 
and saw higher housing growth rates after 2010. The 
exurban townships have seen consistently strong growth 
rates despite the Great Recession. In fact, the highest 
housing growth rate in the County has been in the 

exurban townships, with a 6% annual growth rate 
between 2010 and 2017. 

Figure 2-3: Household Trends 

  
Source: US Census 
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Given the strong relationship between 
households/housing units and trip generation, this pace 
of growth, if continued, has significant implications for 
future travel demand in the ROCOG area. 

Household Composition 
Table 2-4 summarizes projected changes anticipated 
through the year 2040 among different types of 
households. Relative to the overall 33% growth in total 
households expected to occur between 2017 and 2040, 
the number of married couple households with children is 
only expected to increase by 2%, while married couple 
households without children is projected to rise by 56%. 
Since households with children typically have the highest 
trip generation rates of all housing units, it suggests that 
that the aggregate level of traffic as measured at a 
household level may decline in the future. 

There is a significant increase in single person 
households projected, both in the 65+ age group as well 
as among younger individuals. The significant rise in the 
proportion and number of single person households in 
the 65+ age group may have implications for the level of 
community-based transit service that will be needed in 
the future. These cohorts may also spur greater interest 
in walkable neighborhoods or mixed development areas, 
with greater demand for higher density, mixed use 
housing opportunities, including increased demand for 
downtown housing in particular. The Rochester 
Downtown Master Plan (2011) and the Destination 
Medical Center Plan (2015) both suggest a 100% to 
200% increase in population in downtown Rochester as a 
result of increased growth in populations with an interest 
in downtown living.

Table 2-4: Projected Change in Composition of Households 1990-2040 
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Source: Minnesota State Demographer 
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Social and Economic Characteristics 
Influencing Transportation Needs 
An important consideration when looking at and 
evaluating transportation needs is to identify particular 
population subgroups that may have particular 
challenges in meeting their daily travel or mobility needs. 
The following information and accompanying maps 
highlight three populations of concern who may need to 
rely more on alternative modes such as public transit or 
walking to meet their daily needs, and how those 
populations are distributed throughout the community in 
terms of where they live. 

Household Income < Poverty Level 
Low income households often face challenges in meeting 
basic needs, especially housing and transportation. In 
some cases, the lack of sufficient income combines with 
other factors such as disability to create even greater 
challenges. Figure 2-4 illustrates the location of low-
income households by census block group in Rochester 
and Olmsted County. Statistically, we find there are: 

• 5,485 low income households county-wide 
• 89% are located in the City of Rochester 

Figure 2-4: Households Below the Poverty Level 

 
Source: ROCOG Analysis of 2012-2016 American Community 
Survey 
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Zero Vehicle Households 
Households without a vehicle are another population 
group that face challenges in meeting everyday needs 
such as traveling to work, school, or the grocery store. 
This group tends to be heavily reliant on various transit 
services as well as pedestrian and bicycle facilities. The 
map in Figure 2-5 illustrates the distribution of 
households without a vehicle across Rochester and 
Olmsted County. 

• 4,100 households county-wide do not own a vehicle 
• 94% of these are in Rochester 
• 1,750 are headed by persons over 65 (92% in 

Rochester) 

Figure 2-5: Households with No Vehicle 

 
Source: ROCOG Analysis of 2012-2016 American Community 
Survey 
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Potential Populations with Special 
Transportation Needs: Disabled Persons in 
the Work Force 
Disabled individuals can face special challenges in terms 
of travel, particularly if they are not able to afford private 
transportation options such as a personal vehicle with 
accommodation for their disability or family/friends who 
can provide a ride. For these individuals, transit services 
are particularly important. Rochester Public Transit works 
to serve as many disabled as possible with some level of 
service. The map in Figure 2-6 shows the distribution of 
individuals age 20-64 with a disability who are in the 
workforce and would potentially benefit from having 
transit options to get to work. There are approximately 
7,000 individuals in the workforce with some type of 
disability, with 5,300 of those living in Rochester. 

Figure 2-6: Disabled Persons in Labor Force 

 
Source: ROCOG Analysis of 2012-2016 American Community 
Survey 
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Employment 
Figure 2-7 illustrates that while total employment 
numbers in Olmsted County have remained generally on 
a steady upward path for the last 30+ years, the rate of 
employment growth from year to year has fluctuated 
wildly around an average annual employment growth 
rate of 1.74%. The highest rate of annual employment 
rate growth was during the dot-com boom of the mid-to-
late 1990s. The lowest annual rate of employment 
growth was during the Great Recession of the late-2000s. 

The Great Recession saw an absolute decline in the 
number of jobs in Olmsted County for three consecutive 
years (2008-2010), and the economy did not recover the 
nearly 5,000 jobs lost until 2014. Job growth in the local 
economy does not always track the national economy as 
measured by change in Gross Domestic Product, due 
likely to the large share of employment account for by 
health service sector, which is not given to as wide of 
swings in activity as production oriented sectors, such as 
manufacturing or technology.

Figure 2-7: Historic Employment Growth 1990-2016 (Source: Bureau of Economic Analysis) 
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Growth in population has historically been driven by 
employment growth, with jobs filled by new residents 
attracted to Olmsted County from the region and state, 
as well as nationally and even internationally. 
Employment growth of 15,000 to 20,000 per decade was 
experienced from the 1980s through the early 2000s, up 
until the Great Recession began. During the recession, 
total employment in Olmsted County dropped by 
approximately 5,000 persons between 2008 and 2010, 
which resulted in less than half the employment growth 
in the decade of the 2000s than in earlier decades, as 
shown in Figure 2-8, which illustrates the annual change 
in Olmsted County employment for the 1990s and years 
before the Great Recession, and what has happened 
since the recession and projected forward to 2045. 

Since 2010, job growth has recovered, with about 15,000 
new jobs added from 2010 to the beginning of 2019. 
Looking ahead, change in the health services and health 
sciences sector, anchored locally by the Mayo Clinic, is 
expected to be the main driver of job growth that will be 
comparable to that seen in the 1980s and 1990s. A total 
increase of 45,000-48,000 jobs is expected by the year 
2045. With health care being an important component of 
this growth, it is also expected that the number of 
visitors to the city (2/3 of whom travel to Rochester for 
health related reasons), will also see a significant 
increase from about 1.75 million to 3 million per year as 
measured by local lodging demand.

Figure 2-8: Historic/Projected Employment Growth by Time Period 

 
Source: Historic from US Dept. of Commerce, Bureau of Economic Analysis; Projections by ROCOG 
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Figure 2-9 illustrates how wage and salary employment changed in each jurisdiction in Olmsted County between 2007 
and 2017 as well as the level of employment in non-incorporated (“rural”) areas and for Olmsted County. Byron realized 
the largest percentage change, while some communities were reported to have lost employment. Totals for Chatfield and 
Pine Island are for the Olmsted County portion of these cities only. 

Figure 2-9: Wage & Salary Employment by Jurisdiction—2007/2017 

 
Sources: On the Map, https://lehd.ces.census.gov/, U.S. Census 

Figure 2-10 summarizes employment projections prepared by ROCOG for 2045 by major economic sector in Olmsted 
County. The Health Services industry, anchored by the Mayo Medical Center, is anticipated to see significant growth, 
along with lower levels of growth in keeping with population trends in the retailing and service sectors.

https://lehd.ces.census.gov/
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Figure 2-10: ROCOG Employment Projections 
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Labor Force/Commuting
A critical transportation issue for the Rochester area economy is the sourcing of labor force to fill local jobs. The labor 
force for the Rochester MSA is drawn from a significant geographic area that extends well beyond the boundary of 
Olmsted County. Some crucial facts about workers in Olmsted County and Southeast Minnesota: 

• Olmsted County’s share of the regional labor force grew from 58% to 67% from 2000-2017. 
• Olmsted County labor force grew by 12,300 from 2000-2017. 
• The labor force in surrounding southeast Minnesota counties grew by only 1,900 during that time with three counties 

seeing declines. 
• A Southeast Minnesota League of Municipalities study projects the Olmsted County labor force will grow by 30,450 

between 2015 and 2040, while the regional labor force outside Olmsted will grow by only 3,000. 

Figure 2-11: Resident and Regional Labor Force 

 
Sources: ROCOG Analysis of U.S Census, Bureau of Labor Statistics and SE MN League of Municipalities data
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Rochester and Olmsted County draw workers from 
throughout southeastern Minnesota to fill local jobs. The 
regional labor market extends into northeastern Iowa 
and southwestern Wisconsin. As shown in Figure 2-12, 
approximately 33,000 persons from across the region 
commute to Rochester each day for work, including 
about 20,000 from outside Olmsted County and 13,000 
Olmsted County residents from outside of Rochester, 
resulting in a significant level of peak period travel 
demand on regional highways to Rochester. 

Figure 2-12: Place of Residence/Rochester 
Commuters 

 
Source: American Community Survey 2012-2016 

Figure 2-13 illustrates the regional scope of the labor 
shed that fills jobs in Rochester. 

Looking ahead, the regional labor market may not be 
able to support a significant level of additional job growth 
if projections by the State Demographer and others for 
the southeast Minnesota labor force in counties outside 
Olmsted are reflective of future population growth. 
Limited growth in the regional labor market since 2000 
has been reflected in a slowing in the number of new 
commuters coming into Olmsted County for work over 
the last decade. Figure 2-14 illustrates historical growth 
in commuting from surrounding counties that supply 
workers to Olmsted County. An increasing number of 
efforts are underway to bolster labor force supply, 
including educational and recruitment efforts to attract 
more young adults to stay in the region, and efforts to 
bring levels of in-migration from outside of Minnesota 
back to pre-recession levels. 

While growth in the number of regional workers with a 
job in Olmsted County has resumed, it has not reached 
the pace seen before the recession. 
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Figure 2-13: Regional Distribution of Commuters to Olmsted County 

 
Source: U.S. Census 2012-2016 5 Year ACS Commuting Flows 
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Figure 2-14: Number of Commuters to Olmsted County from Neighboring Counties 

 
Sources: ROCOG Analysis of 2012-2016 American Community Survey; U.S Census data 

The importance of the Rochester job market to regional residents is illustrated in Figure 2-15. For many cities and 
townships within 25-30 miles of Rochester, the proportion of resident workers with a job in Rochester typically exceeds 
25-30% of the local labor force. Figure 2-15 indicates the percentage of employed residents living in various townships 
and cities within Olmsted and surrounding counties who work in Olmsted County. Approximately 82,000 Olmsted County 
residents work within Olmsted County, supplemented by over 20,000 persons who commute to Olmsted County from 
their place of residence outside the county. Maintaining reasonable accessibility for this workforce to Rochester is 
important for both the businesses in Rochester and Olmsted County, and for the local economies of the towns and cities 
throughout southeastern Minnesota. 
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Figure 2-15: Percentage of Township and Municipal Labor Force Working in Rochester 

 
Source: 2010 US Census
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Economy 
Table 2-5 highlights the changes that have been 
occurring in the local economy by primary employment 
sector in terms of how: 

• The share of local employment accounted for by each 
sector has changed 

• The number of local business establishments 
accounted for by each sector has changed 

• The share of local wages accounted for by each 
sector has changed 

Mirroring trends seen across the country, the major 
changes that have occurred in the makeup of the local 
economy include: 

• The education/health sector has grown significantly in 
importance 

• The manufacturing sector has seen a significant 
decline in its contribution to economy 

• Brick and mortar retail and wholesale trade sectors 
have declined as a share of the economy 

• The leisure/hospitality sector has grown in numbers 
but wage growth lags 

Rochester and Olmsted County have not been totally 
immune from some of the larger patterns of economic 

change that the United States has seen. Manufacturing in 
particular composes a noticeably smaller share of jobs 
and wages paid than in the past, due in no small part to 
the reduced footprint of IBM in the city over the last 10-
15 years. The retail sector has also not been immune to 
changes caused by the rise of online shopping, which 
shows up most noticeably in the decline in the number of 
retail establishment in the county. 

Along with the health services sector, other sectors 
whose share of activity has seen an uptick include the 
leisure and hospitality sector, which shows up primarily in 
terms of the number of workers and establishments, and 
the information services sector, which is involved in 
providing and maintaining the critical telecommunications 
infrastructure that is important to the 21st Century 
economy. Wages generated by the education and health 
sector have risen by more than 20 percentage points, 
while the manufacturing share of wages has dropped by 
more than 13 percentage points. With the expected 
continued growth of health services and evolution of the 
University of Minnesota-Rochester campus, it is 
anticipated that the education and health sector share of 
the economy will continue to expand as a share of overall 
economic activity.
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Table 2-5: Employment Sector Shares 

 

2000 2017 2000 2017 2000 2017 Employment Establishments Wages Paid

Resources  and Mining 0.2% 0.3% 0.9% 1.4% 0.1% 0.2% 0.1% 0.6% 0.0%
Construction 4.9% 3.9% 12.6% 10.6% 5.3% 4.1% -1.0% -2.0% -1.2%
Manufacturing 15.2% 6.9% 3.5% 3.1% 22.1% 8.9% -8.3% -0.4% -13.2%
Trade 16.4% 14.2% 25.8% 21.7% 10.8% 7.3% -2.1% -4.1% -3.4%
Information 1.2% 1.7% 1.8% 1.5% 1.2% 1.6% 0.5% -0.3% 0.4%
Finance 2.9% 2.1% 10.5% 10.1% 2.7% 1.9% -0.7% -0.4% -0.7%
Bus iness  Services 6.3% 5.3% 12.9% 13.3% 5.6% 4.4% -1.0% 0.4% -1.2%
Education / Heal th 38.0% 50.9% 8.9% 12.1% 43.6% 63.8% 12.9% 3.1% 20.2%
Leisure / Hospi ta l i ty 8.4% 9.1% 9.9% 11.6% 3.2% 3.0% 0.7% 1.8% -0.2%
Other Services 2.7% 2.5% 11.7% 12.5% 1.6% 1.2% -0.1% 0.8% -0.4%
Publ ic Admin 3.9% 3.1% 1.5% 2.0% 3.9% 3.5% -0.9% 0.5% -0.4%

 Employment 
Sector 

Sector Share of 
Employment

Sector Share of 
Establishment

 Sector Share of 
Wages Paid 

Change in Sector Share

Sources: ROCOG Analysis of County Business Patterns and Bureau of Labor Statistics data 

Retail Sales 
An important component of the local economy is the 
retail sector and the role it plays in the regional 
economy. Figure 2-16 highlights the trends in the value 
of total sales of retail goods in Olmsted and surrounding 
counties for selected years since 1982. Olmsted County’s 
share of regional retail sales has declined slightly from 
51.5% in 1998 to 49.6% in 2016, even while the amount 
of sales has increased. Of those sales, retailers in the City 
of Rochester have historically captured between 85% 
and 95% of the total sales activity in Olmsted County, 

and just under half of the retail sales in the region. 
Olmsted County and the City of Rochester have adopted 
local sales taxes that in part help fund transportation 
improvements. 

Sales taxes are a method for capturing some tax revenue 
from visitors, commuters, and others who do not live in 
Rochester or Olmsted County, but who utilize public 
infrastructure in the City or County. Olmsted County’s 
share of regional retail sales consistently has exceeded
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Figure 2-16: Olmsted County Capture of Regional Sales Activity 

 
Sources: ROCOG Analysis of Minnesota Department of Revenue data 

 

the county share of regional population by 7-15% over 
the last 25 years. All counties in the region have seen 
steady growth in retail sales since 1982 at rates between 
125% (Mower County) and 408% (Olmsted County). 
These trends imply that retail customers in the region are 
finding more places to make their purchases outside of 
Olmsted County. 

Coordination with Land Use and 
Economic Development Plans 
ROCOG addresses federal guidelines calling for 
“…consistency between transportation improvements and 
state and local planned growth and economic 
development patterns” through many varied planning 
activities. ROCOG, through its affiliation with the Olmsted 
County Planning Department, is involved with the 
development of the Olmsted County General Land Use 
Plan, which defines planned urban service areas and 
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resource protection areas. With its close working 
relationship with the City of Rochester, ROCOG also was 
involved in development of the city’s 2018 
Comprehensive Plan, which included adoption of a 
Growth Management Plan, as illustrated in Figure 2-17, 
and an updated Future Land Use Plan, as illustrated in 
Figure 2-18. These maps, which reflect assumptions 
about the extension of future municipal services, define 
the type and intensity of development expected to occur 
within the Rochester urban service area. Planning for 
transportation network improvements is linked to these 
efforts through the use of common assumptions 
regarding employment and population growth as well as 
land absorption needs to support the level of planned 
growth. 

ROCOG, directly and through the Olmsted County 
Planning Department, also works with organizations and 
businesses regarding future economic development goals 
and the transportation implications of economic 
development initiatives. The 2010 Rochester Downtown 
Master Plan and Mobility Plan was a major planning effort 
that promises to establish the character of the major 
activity center in Rochester for decades to come. This 
project in particular has set an aggressive goal for travel 
demand management of reducing the rate of single-
occupant-vehicle travel to the Rochester central business 
district by 20 percentage points over 20 years, using 
multiple strategies including parking changes, 
enhancement of alternative modes, and a changing mix 

of land uses to reduce private vehicular travel. The 
Destination Medical Center Plan, adopted in 2015, 
incorporated and expanded on these aggressive goals of 
mode shift downtown, market/land use demand, 
transportation investment, and other physical 
infrastructure needs to support an expected doubling of 
downtown employment and tripling of downtown 
population over the next 20-25 years. ROCOG, through 
the Olmsted County Planning Department, was directly 
involved in technical committee work and preparing 
materials for consideration by the Rochester Planning 
Commission and City Council. 

The anticipated distribution of future growth affects 
planning for transportation infrastructure and services 
such as transit. The location of residential growth, in 
particular, influences peak hour travel. Figures 2-19 and 
2-20 reflect assumptions about the spatial distribution of 
residential and employment growth which have been 
used in developing the ROCOG 2045 LRTP and tools such 
as the ROCOG traffic forecasting model. 

As noted earlier, the population of Rochester is expected 
to grow from 117,000 in 2017 to over 162,000 by 2045. 
This growth in population is projected to require an 
additional 23,000 housing units by 2045 above current 
level of approximately 48,000 units. 
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Figure 2-17: Rochester Growth Management 
Plan (Source: City of Rochester) 

 

Figure 2-18: Rochester Future Land Use Plan 
(Source: City of Rochester) 
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Figure 2-19: Planning Assumptions for 
Residential Growth in Rochester Urban Area 
(Source: ROCOG) 

 

Figure 2-20: Figure 2 20: Planning Assumptions 
for Employment/Student Growth in Rochester 
Urban Area through 2045 (Source: ROCOG) 
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Overview 
Improving and maintaining the existing transportation 
infrastructure and services that currently serve the needs 
of residents, businesses, customers, visitors and workers 
is one of the major responsibilities of state and local 
governments. To effectively plan for transportation, it is 
important to understand the investment that has been 
made in transportation and how it is utilized. This section 
of the Plan describes current travel levels and condition 
of the primary transportation modes that serve the 
ROCOG area, including the roadway network, transit 
services, pedestrian and bicycle infrastructure, and 
commercial vehicle travel. Providing quality 
transportation infrastructure is critical to the success of 
our local economy and the quality of life in the ROCOG 
area and other jurisdictions. 

There are approximately 1,873 centerline miles of 
roadway in the ROCOG Metropolitan Planning Area 
(MPA), a 3% increase from the 1,820 miles reported in 
the 2015. Currently, state highways account for about 
9% of the mileage, Olmsted County roadways about 
27%, municipal roads 31%, and townships roads 

approximately 33%. Interstate 90, TH 52 north of I-90, 
TH 63 south of Rochester, and TH 14 west of Rochester 
are corridors on the National Highway System in the 
ROCOG area. 

Growth in Vehicle Miles of Travel (VMT), which slowed 
during the recession years of 2007-2011 to an annual 
rate of 1.2% from 2.2% annually prior to the recession 
(2001-2007), has rebounded to a 2.1% annual rate of 
growth for the years 2011 through 2018. State highways 
carry approximately 56% of the VMT, with about 23% of 
VMT on county roads and 21% on Rochester city streets. 

All jurisdictions have invested considerable funds in the 
maintenance and preservation of the road and bridge 
network. Pavement conditions across Olmsted County 
and Rochester have improved since the 1990s, while 
MnDOT faces challenges with unmet preservation needs, 
due partially to the impact of mega-project construction 
since 2000. Two such projects are the Rochester TH 52 
reconstruction and the new Mississippi River crossing 
projects on I-90 and in Winona. The overall bridge 
condition has improved, with the share of bridges with a 
sufficiency rating of 80 to 100 having increased from 
42% to 87% between 1995 and 2018. 
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Annual fixed route transit ridership in Rochester reached 
1.8 million in 2017, with the system exceeding the pre-
recession ridership peak of 1.7 million from 2008 after a 
period in which annual ridership dipped as low as 1.5 
million in 2010. In 2018 and 2019 the system has seen 
continued growth, with 2.0 and 2.1 million riders, 
respectively, in those years. Dial-a-Ride ridership for 
elderly and handicapped has generally been steady over 
the last decade, though the introduction of evening and 
peak period taxi service starting in 2017 to supplement 
traditional reservation service provided by buses has 
increased ridership by about 12%. The growth in transit 
ridership, of which about 70% is for travel to work, has 
helped to hold the percentage of single occupant vehicle 
commuting relatively steady the last decade at about a 
71% mode share. 

Metrics regarding the total amount of bicycle and 
pedestrian travel are not available. ROCOG has 
participated in count efforts as part of MnDOT sponsored 
research efforts in recent years which are reported later 
in the chapter. Based on Census reported data from the 
2014-2018 ACS, a total of 2500 individuals walk to work 
and bicycle travel accounts for over half of the reported 
1100 individuals using “Other Means” to get to work in 
the city of Rochester. 

Relative to freight travel, MnDOT has upgraded all state 
highways to support 10-ton travel and 60% of the 

Olmsted County State-Aid Highway (CSAH) currently 
supports 10-ton travel. 

ROCOG Area Roadway Network 
There are 1,850 centerline miles of highways and local 
roadways in the ROCOG area. As shown in Table 3-1, 
state highways account for about 9% of the mileage, 
county roadways for about 27%, and local roads for 64% 
mileage. 

Table 3-1: Roadway Ownership in ROCOG Area 

Source: MnDOT Roadway Data @ 
http://www.dot.state.mn.us/roadway/data/ 
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Figure 3-1 illustrates the breakdown of road ownership in 
the ROCOG area based on centerline mileage. Township 
roads and local city streets (non-MSAS) account for 53% 
of mileage, followed by the Olmsted County road 
network which accounts for about 27% of mileage. 

Figure 3-1: Distribution of Centerline Road 
Mileage by Road System 

 

31% 22%

10%17%

3%

7.5% 7.5%
7%

Source: MnDOT Roadway Data 

However, when viewed from the perspective of capital 
value (based on what the estimated cost would be to 
construct each system today), the County State Aid 
Highway Network accounts for the largest share of 
investment, followed by US Trunk Highways and local 
city streets. In aggregate, roads managed by MnDOT 
account for about 30% of road investment, roads owned 
by Olmsted County for about 33%, the Rochester and 
small cities street networks for about 25% and township 
roads for about 12%. Figure 3-2 illustrates the relative 

breakdown of the value of different road system 
throughout the ROCOG area. 

Figure 3-2: Capital Value of Roads by Road 
System 

Source: ROCOG 

Measured by the share of areawide vehicle miles of travel 
(VMT) occurring on each system, roads under MnDOT 
management account for approximately 53% of all 
travel, city roads approximately 25% of VMT, Olmsted 
County roads approximately 20%, and town roads the 
final 1-2% of vehicle travel. Figure 3-3 illustrates this in 
chart form. 

Figure 3-4 illustrates the road network in the ROCOG 
Metropolitan Planning Area (MPA), indicating 
jurisdictional ownership of various roadways and the local 
city and township jurisdictions throughout the area. 
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Figure 3-3: VMT Distribution by Road System 

 
Source: MnDOT Roadway Data @ 
http://www.dot.state.mn.us/roadway/data/ 

Roadway Classification 
Classification of roadway networks occurs for different 
reasons but one of the most important to road 
authorities are those that have implications relative to 
funding eligibility. Three road classifications in particular 
play a significant role in this regard: 

• The National Highway System (NHS) which is defined 
by the United State Department of Transportation and 
used to determine eligibility for certain federal funds 
set aside for the NHS 

• The Federal Functional Classification System, required 
by the U.S Department of Transportation as a basis 
for reporting system data and used in part to 
determine allocation of federal transportation funding 

and identifying roadways eligible for use of these 
funds 

• Minnesota Local State Aid highway systems, including 
both County and Municipal State Aid systems, 
towards which a dedicated portion of state Highway 
User Trust Funds are directed according to a formula 
set in state statute 

Figures 3-5 through 3-7 highlight these systems. Figure 
3-5 illustrates the National Highway System (NHS) in the 
ROCOG area, which consists of urban and rural principal 
arterials that connect major population centers, airports 
and other major terminal facilities, and major national or 
regional travel destinations. NHS designation also 
signifies roads that have been designated to have a role 
in meeting national defense needs. A share of federal 
funding must be specifically devoted by each state to 
improve and preserve of the NHS. 

Figure 3-6 illustrates the Federal Functional Classification 
(FC) system in the ROCOG area. The FC system is 
particularly important in the programming of 
programmatic federal funds in that only work on Inter- 
state Highways as well as designated arterials and 
collectors on this system are eligible for federal funding. 
The FC system is basically a tool for understanding the 
existing and near-term function of the roadway system. 
Roadways cannot be added to the system until roads 
function in a different way. 
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Figure 3-4: Roadway Ownership in ROCOG Area 

 
Source: ROCOG 
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Figure 3-5: National Highway System in the ROCOG Planning Area 

 
Source: MnDOT National Highway System Information page 
https://www.fhwa.dot.gov/planning/national_highway_system/nhs_maps/minnesota/rochester_mn.pdf 
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Figure 3-6: Federal Functional Classification System in the ROCOG Area  

 
Source: MnDOT Federal Functional Classification, http://www.dot.state.mn.us/roadway/data/functional_class.html 
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Figure 3-7: Roadways Eligible for State and Federal Funding 

 
Source: ROCOG GIS Division, MnDOT State Aid for Local Transportation http://www.dot.state.mn.us/stateaid/ 
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Minnesota Municipal and County State Aid funding is 
targeted to municipalities over 5,000 in population as 
well as counties. Maintenance at the township and small 
city level comes from local property tax. Cities are given 
more flexibility to add mileage to MSAS systems, while 
counties must go through a statewide screening board to 
make changes to their system. Each jurisdiction receives 
an allotment of funding annually based on defined 
allocation formulas, with a portion of funds set-aside for 
maintenance purposes. 

Roadway System Conditions 
The condition of roadways is affected by many factors, 
including the age of the pavement structure, the amount 
of traffic that uses the roadway, environmental 
conditions, and the frequency of maintenance actions 
applied to the roadway. This section reports on the 
current condition of the primary roadway networks in the 
ROCOG MPA, including roads managed by MnDOT, 
Olmsted County, and the City of Rochester. 

Figures 3-8 through 3-11 illustrate the age profile of road 
networks managed by these road authorities. The typical 
life cycle of pavements, particularly arterial roadways, is 
estimated at about 50 years. Age since first construction 
or last reconstruction is an indicator of roadway 
maintenance needs, since the passage of time affects the 
level of pavement deterioration and the structural base of 
the roadway. 

Figure 3-8 illustrates the age profile of MnDOT 
pavements. Many of the heavily traveled urban arterials, 
such as TH 63 or TH 52 in Rochester, are fairly new 
roadways where need for replacement will not occur 
during the horizon of this Plan. The Interstate system in 
the ROCOG are was built in the 1960s and early 70s, so 
consideration needs to be given to possible major 
rehabilitation work during the horizon of the Plan. 

Approximately 55% of the Rochester street network as 
illustrated in Figure 3-9 has been built in the last 30 
years, indicating it should only require periodic 
preservation work such as seal coating and mill and 
overlay projects during the horizon of the Plan. Much of 
the Rochester network is composed of low volume roads 
(78%) typically found in neighborhoods, which 
potentially can be managed to allow for a 60 to 70-year 
life cycle before major rehabilitation is needed. 

The Olmsted County network is broken into separate 
rural and urban profiles as shown in Figures 3-10 and 3-
11. The urban network, illustrated in Figure 3-11, is 
generally newer, which should require less in the way of 
major rehabilitation work during the horizon of this Plan, 
but will need attention to preservation such as timely mill 
and overlay projects because of heavier traffic loadings. 
The rural system, illustrated in Figure 3-10, is generally 
older, but as highlighted by the large share of orange 
and blue color in the columns, these are typically low 
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Figure 3-8: MnDOT Road Network Age Profile 

 
Figure 3-9: Rochester Road Network Age Profile 

 

Figure 3-10: Olmsted County Rural Network Age 
Profile 

 

 

Figure 3-11: Olmsted County Urban Network 
Age Profile 
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volume roads (less than 1500 ADT), which likely can be 
managed through a longer 60 or 70 life cycle with proper 
maintenance. 

Pavement Condition Trends in the ROCOG 
Planning Area 
Figures 3-12 through 3-14 provide a profile of current 
pavement conditions on MnDOT, Olmsted County, and 
Rochester streets and highways. Maintaining the upper 
wearing layer of pavements is important in order to 
provide acceptable ride quality for users. It also provides 
safety and environmental benefits (such as lower noise 
levels during tire contact with the pavement) that are 
important to quality of life, particularly in more densely 
populated areas. Various measures are used to measure 
pavement quality, but generally they all provide similar 
qualitative reporting results wherein a pavement surface 
is rated on 4-point scale of Very Good to Poor. The 
condition of a pavement and how it is trending over a 
period of years is also an indicator of what type 
preservation activity may be needed. 

Figure 3-12 provides 2018 ratings for MnDOT roadways 
in the ROCOG Area. MnDOT uses a family of 4 measures 
to judge pavement condition: 

• Ride Quality provides an indication of user satisfaction 
• Surface Rating quantifies that condition of the top 

pavement layer 

• Pavement Quality Index takes these factors into 
account to create a single overall rating scale that can 
be used for prioritizing 

• Remaining Surface Life (RSL) is an estimate, based on 
standard life cycle practice given the condition of a 
road, of how long before preservation work will be 
needed 

The pavement ratings are generally Good, although as 
can be seen in the RSL, there are roadways (including TH 
52 in Rochester and most state roads south and east of 
I-90 that need attention in the near term. 

Figure 3-13 shows how the condition of Olmsted County 
roads has changed over time. In the early 2000s the 
county was faced with a serious backlog of preservation 
needs, as seen in the large share of “Poor” and “Fair” 
pavements in the 2003 numbers. The County spent a 
significant share of their roadway budget on just 
preservation for a period of 3-4 years, which has resulted 
in a more stable overall network condition, particularly 
for the share of road miles rated Poor. 

Figure 3-14 illustrates condition trendlines for Rochester’s 
asphalt and concrete pavements for the last 10 years. 
Similar to Olmsted County, in the early 2000s Rochester 
had a significant share of roadways classified as “Poor” 
pavement conditions as growth pressures in the 1990s 
led to a significant share of roadway dollars being spent 
on system improvements. Rochester was able to direct 



3 • Today’s Transportation System 

3.12  

Figure 3-12: Ride Quality Index, Pavement Quality Index, Surface Rating and Remaining Surface Life 
of MnDOT Roadways - 2018 

 
Source: MnDOT Roadway Data 2018 Pavement Management https://www.dot.state.mn.us/materials/pvmtmgmt.html 

https://www.dot.state.mn.us/materials/pvmtmgmt.html


 3 • Today’s Transportation System  

 3.13 

Figure 3-13: Trends of Pavement Condition in Olmsted County 2003-2017 

 
Source: Derived from the data provided by Olmsted County Public Works on Pavement Conditions and MnDOT 
http://www.dot.state.mn.us/materials/pvmtmgmt.html  
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Figure 3-14: Trends of Pavement Condition in Rochester 2003-2017 

 
Source: Derived from data provided by Rochester City Public Works on pavement conditions
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more dollars into preservation in the 2000s, resulting in a 
more stable condition profile where the city has been 
able to maintain 70-80% of roadways in Good or Very 
Good condition over the last 10 years. 

Bridge Conditions 
Currently there are a total of 538 bridge and culverts in 
the ROCOG MPA that are part of the statewide Bridge 
Management System. This includes 179 bridge structures 
and 359 culvert structures. Of these, 357 are over 20 
feet in length and thus eligible for federal bridge funding. 

Olmsted County is responsible for 217 of these 
structures, with an additional 158 managed by MnDOT. 
Olmsted County also assists local townships with their 
bridge management needs, which involve 111 structures, 
while 40 structures are under the ownership of 
municipalities. Poor bridge and culvert based on 
sufficiency rating at Olmsted County level is shown in 
Figure 3-15. Through a concentrated partnership 
between the state and local units of government, the 
structural quality of bridges has been improved over the 
last 25 years; however, maintaining this level of quality 
will require continual investment in the ROCOG MPA.

Figure 3-15: Bridge and Culvert Sufficiency Rating in Olmsted County 
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Bridges and Culverts Rating by Sufficiency 
and Age 
Figures 3-16 shows the age and sufficiency rating of 
bridges from 1995 to 2018 in ROCOG area. Significant 
efforts have been made in the last 20 years to increase 
the share of bridges in “Very Good” condition (a 
sufficiency rating above 80), and the age profile of the 
bridge inventory has also improved. The number of 

bridges exceeding 60 years in age has been reduced 
significantly. Currently only 5 bridges in the county have 
a sufficiency rating below 40. Culverts generally are not 
subject to the same wear and tear as bridges and thus 
have a longer service life (typically lasting upwards of 90 
years versus 60 years for bridge structures) and are in 
better condition. The structural integrity, adequacy, and 
safety of bridges in meeting all functional travel requires 
a continuous flow of federal and state funding. 

Figure 3-16: Trends in Bridge Sufficiency Rating and Distribution of Bridges by Age 1995-2018 

 
Source: Developed by ROCOG from data provided by Olmsted County, City of Rochester, & MnDOT Bridge Rating Data 
https://www.dot.state.mn.us/bridge/datamanagement.html
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Similarly, trends in culvert sufficiency rating and culvert 
age in Olmsted County are shown in Figure 3-17. 98% of 
culverts have a sufficiency rating of “Very Good” 
(between 80 and 100) in Olmsted County. Only 1% of 
culverts have a sufficiency rating of “Fair” (between 40-
59). The culvert by age graph in Figure 3-17 shows that 

only 1% of culverts are over 90 years old. The majority 
of culverts fall in the age category of between 16 and 35 
years. The culvert age group between 76-90 years has 
grown to 12% in 2018 which requires extra federal and 
state funding in a few years to improve integrity, 
adequacy and safety of bridge structure for public use. 

Figure 3-17: Culverts by Age and Sufficiency Rating 1995-2018 

 
Source: Developed by ROCOG from data provided by Olmsted County, City of Rochester, & MnDOT Bridge Rating Data 
https://www.dot.state.mn.us/bridge/datamanagement.html 
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Vehicle Miles of Travel 
Vehicles miles of travel (VMT) in the ROCOG area has 
experienced three periods of change over the last 20 
years. Prior to the Great Recession starting in 2008, VMT 
grew at a rate of 2.2% annually from 2000 to 2007, 
driven by significant population and employment growth 
in Olmsted County, particularly in the Rochester urban 
area. During this period VMT increased 26% in the 
Rochester urban area but only 4% in the regional 
ROCOG area. 

With the onset of the recession, VMT slowed to a 1% 
annual rate from 2007 to 2011, again with growth in the 
urban area (13% over 4 years) paired with a 9% 
reduction in VMT in the regional area. Since 2011, VMT 
growth has accelerated again to a rate of 2% annually, 
expanding 9% between 2011 and 2017. Unlike earlier 
periods, however, total VMT growth has been greater in 
the regional area (10%) than the Rochester urban area 
(8%) during this period. 

Figure 3-18: Trend in Vehicles Miles of Travel Growth – ROCOG Planning Area 2001-2017 

 
Source: MnDOT Roadway Data https://www.dot.state.mn.us/roadway/data/data-products.html#VMT  

https://www.dot.state.mn.us/roadway/data/data-products.html%23VMT


 3 • Today’s Transportation System  

 3.19 

Figure 3-19 compares VMT growth against a series of 
metrics that are fundamental to the level of travel 
occurring in any region. The chart compares growth rates 
over different recent time periods for VMT, number of 
households, population, and employment.  

The left half of the chart compares change in these 
factors for the last three decades, with the 1990s 
representing a high-water mark for overall growth in the 
Rochester area. Growth in the early 2000s was strong 
enough to overcome the loss of jobs and slowing activity 
in the latter part of the 2000s, while growth has 
rebounded since 2010, but at a lower level. Of note 
during all three periods is the fact that VMT growth was 
stronger than growth in the other factors except for 
employment growth in the 2010s. 

The right half of the chart breaks down the period since 
2000 into three periods including pre-recession, the 
Great Recession itself, and post-recession. This 
comparison shows growth in all factors except for 
employment during the recession. Of note in this time 
frame is that VMT growth has slowed to be more 
consistent with the other factors, unlike earlier periods 
where VMT growth was always higher. While slowing 
VMT growth is understandable during the recession, 
since that time the pattern may be influenced by 
Rochester attracting a larger share of population and 
employment growth to the urban area coupled with a 

slowing in commuter growth (as was shown in Chapter 
2), which has tempered the overall level of VMT growth. 

Daily Travel in the Rochester Urban Area 
Figure 3-20 illustrates the current level of traffic 
occurring on Rochester area roadways based on the 
latest State Aid traffic counts collected by MnDOT in 
2018. Figure 3-21 illustrates for the urban area the level 
of growth that has occurred between 2000 and 2018 on 
individual corridors throughout the urban area. 
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Figure 3-19: Comparative Trends in VMT, Population and Employment in Olmsted County 
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Figure 3-20: Average Annual Daily Traffic in Rochester Urban Area – 2018 

 
Source: MnDOT Traffic Counting Program/State Aid Traffic Count Maps 
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Figure 3-21: Traffic Growth on Streets and Highways in ROCOG Area – 2002/2004 to 2018 

 
Source: ROCOG based on information from MnDOT State Aid Count Maps 
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Public Transit Ridership and Operating 
Cost 
Figure 3-22 illustrates the steady growth in annual 
ridership that Rochester Public Transit has experienced 
since 2010 along with the growth in annual fixed route 
operating expenses. Ridership was impacted in 
2009/2010 by the recession that began in 2008 but 
began growing again in 2011. Annual ridership reached 
2.1 million in 2019, with 42% of ridership associated with 
direct service routes from city Park & Ride lots to 
downtown and 58% associated with regular route 
service. Annual per capita ridership is also showing an 
upward trend, reaching 17.12 trips per capita in 2019. 
Funding of fixed route transit shows operating costs 
reached $8.5 million in 2018. As a result of State 
Legislative action in 2016, an increasing share of 
operating costs are covered by state funding sources. 

Figure 3-23 illustrates ridership and operating expenses 
for Rochester paratransit service for elderly and disabled 
known as “ZIPS” (Zumbro Independent Passenger 
Service). Ridership on the service has been fairly steady 
with a slight upward trend observed in recent years. ZIPS 
added taxi service for evening and peak demand periods 
in 2017. Operating costs have trended upward in line 
with general labor cost and supply cost trends.  

A series of metrics for public transit are shown in Figure 
3-24. Ridership has increased by over 3.5% annually, 

supported by an increase in both vehicle hours of service 
and miles of service. Key findings include: 

• The rate of ridership growth has exceeded the growth 
rate in service as measured by vehicle miles and 
vehicle hours of service 

• The rate of growth in operating costs has tracked the 
combined impact of service growth and cost inflation 
for inputs such as fuel, labor and maintenance 

• Passenger levels as measured by passengers per hour 
has ticked up slightly over the last 10 years 

Other key transit services in the ROCOG area include 
private, for-profit regional commuter bus service and a 
regional subscription service provided by Rolling Hills bus 
service in the City of Rushford that serves the 
communities of Stewartville, Byron, Eyota and Dover. 
Besides public transit, there are a variety of for-profit and 
non-profit services operating within Olmsted County, as 
well as private bus/vans connected with senior and 
special needs housing sites, places of worship, regional 
shopping centers, lodging facilities and select multi-family 
housing projects. 

Fixed Route Service/Service Area 
Primary service operates on weekdays from 5 AM to 8 PM 
with late night service until 11 PM. Weekend service is 
provided from 7 AM to 7 PM. The fixed route service 
includes 17 basic weekday routes, four evening routes  
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Figure 3-22: Rochester Regular Route Transit Ridership and Operations Costs/Funding 

 
Source: Ridership from National Transit Database; operating cost breakdown from Minnesota State Transit Report 
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Figure 3-23: Rochester Dial-a-Ride Transit Ridership and Operations Costs/Funding 

 
Source: Ridership from from National Transit Database; Operating Cost Breakdown from Minnesota State Transit Report 
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Figure 3-24: Transit Operating Metrics and Annual Rate of Change 2001-2017 

 
Source: Data from National Transit Database and Minnesota State Transit Report 
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and seven weekend routes. Weekday service is 
supplemented by two peak hour service routes and six 
express routes. Common headways are 30 minutes 
during peak periods and one hour during off-peak times. 

The fixed route system is currently designed as a hub 
and spoke system, with all routes converging at the 
Downtown Transfer Area. It is heavily utilized during the 
AM and PM peak periods, with heavy station utilization 
occurring about every 30 minutes as buses “pulse” into 
and out of the downtown station. The maximum 
accumulation of buses at any one time in this area 
averages 22 vehicles. Buses serving regional commuter 
routes also have designated areas for boarding and 
unloading adjacent to the Downtown Station within the 
Mayo Medical Center campus and at Saint Mary’s 
hospital.  

With the city growing in both geographic size as well as 
population, the number of peak hour vehicles in service 
has expanded by 50% in the last 13 years. Over 90% of 
the population of Rochester lives within ¼ mile of fixed 
route service. Figure 3-25 shows the coverage area in 
Rochester and major trip generators of transit trips. 

Regional Commuter Bus Service 
Rochester City Lines (RCL) is a private, for-profit carrier 
that provides commuter bus service to 32 communities in 
nine counties throughout Southeast Minnesota. They 
provide peak hour mass transit service and add/subtract 

routes based on ridership. Figure 3-26 shows the 
communities Rochester City Lines serves with a fleet of 
31 buses. While not a true subscription service, RCL 
bases decisions regarding initiating or expanding service 
on interest expressed by individuals in the community. 
Once the level of expressed ridership demand has 
reached a point that running a bus would be financially 
viable, RCL will start service. All of the current routes are 
served by multiple vehicles, allowing a choice of trip 
times for residents of the communities served. 

Mayo Clinic supports the service by providing a base 
subsidy to employees by assisting RCL in the sale of 
passes through bulk purchase of passes from RCL and 
reselling those to employees at discounted rate to help 
encourage use of alternative modes of transportation.  

RCL has an agreement with Rochester Public Transit to 
allow users taking an RCL bus to Rochester to transfer 
for free to any local RPT route to complete their trip. RCL 
is looking to expand their service area in the future. They 
also intend to increase frequencies of their peak hour 
service as envisioned in the Destination Medical Center 
(DMC) planning. 

Rochester Park and Ride System 
To assist in managing the flow of traffic in and out of 
downtown Rochester in peak periods, the City of 
Rochester has established a network of remote park and
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Figure 3-25: Transit Coverage Area in Rochester 2017 

 
 



 3 • Today’s Transportation System  

 3.29 

Figure 3-26: Rochester City Lines Service Area 

 

 

 

Source: Regional Public Commuter Services, Rochester City 
Lines https://www.rochestercitylines.com/commuter.php

ride lots for commuters (and open to others as well) with 
express buses providing service to the Downtown Transit 
Station and St. Marys Hospital area (Figure 3-27). Park & 
Ride service has evolved into an important tool to 
minimize traffic congestion and parking needs while 

Figure 3-27: Rochester Park and Ride System 

Source: Rochester Public Transit website; ROCOG

https://www.rochestercitylines.com/commuter.php
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maintaining reliable peak period accessibility to the 
downtown. 

A total of 2,710 spaces are currently provided at six 
locations around the urban area, located along major 
regional highways. Utilization rates are very high, 
averaging above 90% and in the case of some lots, 
including the IBM lot (NW), the Target South lot, and the 
Chateau Theatre lot (NE), seeing demand exceeding 
capacity. 

This parking capacity is provided through the city leasing 
parking capacity from private business or landowners. 
Recently the rate has been $25 per space per month. 
Costs for the system are recovered through fees charged 
to users and support from employers. For example, Mayo 
Medical Center pays a sponsorship fee on the order of 
$750,000 annually to the city for providing service to 
their employees. 

Rural Area Transit Service 
Rolling Hills Transit provides reservation-based dial-a-ride 
bus service for the general public in a number of small 
cities and nearby township areas in Olmsted County 
including Byron, Chatfield, Dover, Eyota, and 
Stewartville. Service is provided curb to curb which is 
convenient for riders with disabilities and the public 
without limitations, as well as offering preschool service 
to the public. 

 
This transit service is administered by the Southeast 
Minnesota Community Action Council (SEMCAC) under 
contract with Rolling Hills Transit. In addition to areas in 
Olmsted County, service is also provided to Dodge, 
Winona, Fillmore and Houston Counties. Daily service 
availability is summarized in Figure 3-28. 

Freight 
The primary mode for moving goods associated with the 
economy of Olmsted County is truck travel. Whether for 
agricultural products, building materials, 

https://www.google.com/search?q=SEMCAC%2C+rolling+hills+transit+bus+service&rlz=1C1GCEA_enUS825US825&oq=SEMCAC%2C+rolling+hills+transit+bus+service&aqs=chrome..69i57j33.34275j0j8&sourceid=chrome&ie=UTF-8


 3 • Today’s Transportation System  

 3.31 

Figure 3-28: Rolling Hills Transit Service Hours 

Source: Rolling Hills Transit web site 

manufactured goods, or merchandise delivery to retail 
stores, freight trucks move the majority of goods in the 
ROCOG MPA. Accessibility and mobility are key concerns 
affecting truck travel, as they are with other vehicular 
traffic, though vehicle weight and size present further 
considerations for heavier 
truck travel.  

Primary roads and bridges 
need to be strengthened 
sufficiently to withstand the 
added loads of heavy truck 
travel, and geometric 
design features need to 
accommodate the restricted 
handling capability of large 
trucks. 

Local municipalities, 
Olmsted County, and 
MnDOT all monitor 10-ton 
route needs on a regular basis. Current regional routes 
seasonal weight limits along with the Rochester truck 
route network and allowed weight limits are shown in 
Figure 3-29. 

Figure 3-29 also illustrates the location of vehicle crashes 
involving heavy commercial vehicles over the last 15 
years. As expected, frequency of crashes correlates with 
Heavy Commercial Average Daily Traffic (HCADT) levels,
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Figure 3-29: Seasonal Weight Limit on State and County Roads in Olmsted County 2019 

 
Source: ROCOG
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with the majority of crashes found on the Interstate and 
Trunk Highway network. 

The MnDOT Office of Freight and Commercial Vehicle 
Operations publishes the Minnesota Commercial Truck 
and Passenger Regulations to advance highway safety by 
working with providers of commercial transportation to 
improve and enhance the safety of their operations. 
MnDOT also completed a “Manufacture’s Perspective on 
Minnesota’s Transportation System” in Southeast 
Minnesota. MnDOT collected and analyzed information on 
manufacturers’ perspective in its District 6 in order to: 

• Better understand their perspectives and priorities 
• Build relationships to better align the transportation 

system in the long-term with shippers’ needs 
• Support continuous improvement at MnDOT with 

ongoing input from this customer segment 

Commercial transport infrastructure represents an 
investment in quality transportation connections needed 
to serve the local and regional economy. 

Bicycle and Pedestrian Facilities 
Rochester has more than 125 miles of paved paths and 
trails, 37 miles of on-street bicycle facilities and 31 bridge 

structures and underpasses exclusively for bicycle and 
pedestrian use in the Rochester urban area. The 
Rochester River Trails system, which was largely 
constructed as part of the Rochester Flood Control 
Project in the 1980s and 1990s, provides a core network 
of trails interconnecting many subareas within the urban 
area. Existing non-motorized facilities in Rochester are 
shown in Figure 3-30. 

Utilization data is limited and was gathered primarily 
from pilot count studies organized in 2011/2012 by 
MnDOT focused on high activity locations. The survey 
counting station stations and peak hour counts are 
shown in Figure 3-31 (Map A). The Pedestrian and 
Bicycle Advisory Committee (PBAC) established by the 
City of Rochester in 2017 has worked with a committee 
comprised of City Public Works, Rochester Parks and 
Recreation, and ROCOG staff to develop the survey sites 
in and around Rochester for the regular counting of 
bicyclists and pedestrians. The counting sites developed 
by the subcommittee are shown in Figure 3-31 (Map B). 
The city is intending to use those potential survey sites 
for the future counting of pedestrian and bicyclists in and 
around downtown and surrounding areas of the city on a 
regular basis.

http://www.mnmodel.dot.state.mn.us/d6/pdfs/Manufacturers'%20Perspectives%20on%20Minnesota's%20Transportation%20System%20FINAL%20FOR%20ONLINE.pdf
http://www.mnmodel.dot.state.mn.us/d6/pdfs/Manufacturers'%20Perspectives%20on%20Minnesota's%20Transportation%20System%20FINAL%20FOR%20ONLINE.pdf
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Figure 3-30: Existing Non-Motorized Facilities in Rochester 

 
Source: Rochester Public Works and Park & Recreation Depts. 
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Figure 3-31: Bicycle and Pedestrian Counting Location (Maps A&B)
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Journey to Work 
Figures 3-32 through 3-34 illustrate information derived 
from the 2012-2016 American Community Survey Block 
Group data that illustrates where users of alternative 
commute modes reside within the ROCOG Planning area 
and the level of utilization in each block group area. Each 
graphic includes a map showing data for the greater 
regional ROCOG area along with an inset map for the 
core Rochester Area. 

Figure 3-32 illustrates where persons who walk or bike to 
work reside. As expected, the largest concentration for 
such commuters is in neighborhoods adjacent to 
downtown Rochester. Figure 3-33 illustrates where those 
who use carpools or transit reside. Generally speaking, 
persons in the regional area will be carpoolers, while 
those shown in the core urban area are likely to be 
transit users. Figure 3-34 reflects the residence location 
of those who telecommute for work. 

Figure 3-35 reports summary Journey to Work data for 
select years for Olmsted County and Rochester residents. 
Mode shares for various commute travel modes are 
illustrated in the table. Solo commuting has declined in 
recent years in Rochester, likely driven by efforts of the 
Mayo Medical Center and other downtown employers.  

Figure 3-32: Walk and Bike to Work 

 
Source: 2012-2016 American Community Survey 
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Figure 3-33: Transit and Carpool Work Travel 

  

Source: 2012-2016 American Community Survey 

Figure 3-34: Telecommuters 

Source: 2012-2016 American Community Survey
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Figure 3-35: Census Journey to Work Trends 

 
Source: Developed from mode share data of US Census 1990-2010 and American Community Survey 2018 
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4  • The Land Use/Transportation Connection 
 

 

Introduction 
Throughout the ROCOG planning area, land use and 
transportation systems are inextricably linked. Land use 
and development intensity impact transportation factors 
such as trip generation, accessibility, and need for 
different modal facilities. The design and function of the 
transportation system, in turn, affects the character of 
the areas where we live and work, impacting quality of 
life factors such as safety, security and mobility. 
Ultimately, this land use/transportation relationship 
influences private and public economic value as well as 
personal decisions regarding dwelling choice, travel 
choice, and property investment. 

Every city in Olmsted County, some of the townships, 
and the County itself prepare and adopt land use plans 
that serve as frameworks for public policy, growth 
strategies, and capital improvement programming. These 
plans also inform the expected intensity and character of 
travel demand, transportation design, and program 
features to be considered in different areas of the 
community, as well as the timing of future infrastructure 
improvements. The Transportation/Land Use Cycle 

(Figure 4-1) provides a visual representation of the 
integration of land use changes and transportation 
improvements in an auto-dominated built environment. 
The project development process should evaluate how 

Figure 4-1 
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bicycle, pedestrian, and transit facilities fit into this 
structure by considering principles such as “Complete 
Streets” and Context Sensitive Design to examine and 
account for the need for all modes of transportation, not 
just automobiles. 

To provide the type of housing, business, and travel 
options desired by our community, actions and decisions 
should foster land use patterns that can be efficiently 
served by well-planned transportation networks, thereby 
improving economic opportunity and quality of life for all 
residents and visitors. As part of the work leading up to 
adoption of the City of Rochester’s 2018 comprehensive 
plan (P2S 2040), surveys indicated a majority of 
residents would like to have more diverse housing choice 
and walkable neighborhoods available. 

Figure 4-2 provides one indication of this from a survey 
by the Rochester Association of Realtors. Results from 
the same survey (Figure 4-3), show this interest is 
particularly strong among growing segments of the local 
population, including renters, singles, and lower income 
households. Figure 4-4 reports survey results on the 
importance people attached to having alternative travel 
choices available near where individuals choose to live. 

Translating these interests into outcomes relies on both 
transportation and land use investments to create the 
necessary infrastructure and area environment where 
people will be comfortable using all modes. Roadways  

Figure 4-2: Mixed-Use Housing Preference 

 

 

Figure 4-3: Younger Housing Preference 
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Figure 4-4: Desire for Travel Options 

 
must be safe and reliably connect places where we live, 
work, and play. There is a need for major roads to 
facilitate convenient employee and customer travel as 
well as materials procurement and the shipping of goods. 
The mix and design of land use helps to create the 
conditions that will support the ridership levels needed to 
sustain frequent, high-quality transit service. Street 
design and streetscape amenities play a role as well in 
the attractiveness of alternatives to private vehicle travel 
and the economic success of residential and business 
districts in the community. 

Of particular importance to the future success of the 
Rochester urban area is the role transportation can play 

in addressing three significant issues facing the 
community from a growth and development standpoint: 

• Downtown Growth: Approximately one-third of all 
jobs in the Rochester urban area are located in 
downtown Rochester, anchored by over 30,000 
employees who work for the Mayo Medical Center. An 
economic development initiative the community is 
implementing, the Destination Medical Center, is 
expected to expand the downtown workforce by over 
20,000 in the next 20 years. Of particular concern is 
how to move a total workforce of over 60,000 in and 
out of downtown each workday in the future. Land 
use and transit alternatives will be a key piece of the 
solution.  

• Workforce Housing: Single-family detached 
structures compose two-thirds of all housing in 
Rochester. Given concerns about the affordability of 
workforce housing in the community, many are 
exploring how to reduce the combined impact of 
housing and transportation costs on households. 
While not necessarily immediately impactful, updating 
land use guidelines to allow more diversity in housing 
styles and directing that growth to areas where 
transit, walking, and biking provide convenient access 
to daily destinations can help towards solving the 
workforce housing problem. 
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• Aging Population: As with most areas in the United 
States, the ROCOG area expects to see a significant 
increase in the number of individuals over the age of 
65 in the next two decades. This growth is expected 
to drive demand for more attached and congregate 
housing choices, such as townhouses and condos. 
The ability to use transit and walking to access daily 
needs in these areas will be important for seniors 
seeking to maintain independent lifestyles. 

Context for Land Use and 
Transportation Integration 
It is often said that the best transportation plan is a good 
land use plan. Within the Urban Study Area of ROCOG’s 
planning area, as was illustrated in Figure 1-6, the City of 
Rochester’s P2S 2040 adopted a policy of integrating land 
use and transportation strategies to create a more 
balanced approach to meeting travel needs by 
emphasizing the following principles: 

• Compact, mixed, diverse land uses: Provide a 
diverse mix of land uses that give people the choice 
to live near jobs and services, making it easier to live, 
work, shop and play without having to travel far. 

Figure 4-5: Key Principles of Land Use – 
Transportation Integration 

  
Source: Rochester Planning to Succeed Comprehensive Plan 
2040 

Higher levels of residential and employment density 
support more local amenities within walking and 
cycling distance and can support higher levels of 
transit service. 

• Community destinations: Connect high demand 
centers and destinations with frequent, high quality 
transit while managing parking and providing multiple 
travel options; locate new emerging centers along 
corridors that can provide these transportation 
features. 
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• Complete transportation network: Provide for 
efficient travel, particularly in high demand areas, by 
developing a fine-grained network for travel. A well-
connected, fine-grained pedestrian network enables 
shorter, more direct walking connections and is easier 
to serve with transit. 

• Carefully designed streets and facilities: Design 
a public realm that is safe and respectful of people 
walking and riding bicycles. Great street design can 
activate business districts and enhance private 
investment, which will accrue benefits to the public as 
well. 

• Comprehensive transportation options: Provide 
a range of transportation options that will provide for 
the needs of a diverse population and many types of 
trips. 

This approach will enable governmental units to 

• Grow their property tax base and increase tax 
revenues without extending infrastructure by 
fostering more development in key areas and infill 
settings, taking advantage of existing infrastructure 
already in place 

• Encourage area-wide development towards a pattern 
that will result in a more cost-effective and energy 
efficient community with reduced climate impact 

• Reduce the need for high cost investment in road 
widening or new roads to decrease automobile 
congestion hot spots by providing more travel choices 
during peak travel times 

• Lessen the pressure for new “greenfield” urban 
growth featuring the low density and segregated land 
use patterns that have historically required extension 
of new infrastructure and led to a high dependency 
on single-occupancy automobile trips 

• Encourage a pattern and style of land use that will 
support transportation options, enabling a more 
efficient and connected development patterns that 
can support cost-effective transit with more frequent, 
dependable, and quality service that captures more 
trips 

Key Tools for Achieving a Balanced 
Land Use/Transportation 
Development Pattern 
To achieve a more balanced and sustainable land 
use/transportation development pattern, the City of 
Rochester has undertaken a series of steps to establish 
policies to encourage consideration and implementation 
of the principles illustrated in the previous section. 

Fundamental to the City’s approach is understanding the 
hierarchy of city plans and implementation tools that are 
available to achieve these outcomes. Figure 4-7 
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summarizes the breadth of City plans and tools, through 
which the City can influence development patterns 
throughout their urban area. 

Critical to implementation of this balanced approach was 
adoption of a Development Vision as part of P2S 2040, 
sitting at the top of pyramid in Figure 4-7, which defines 
key elements of a future integrated land 
use/transportation approach, including 

• Land use districts that emphasize mixed use, 
transit-oriented development in centers and corridors 

• A Primary Transit Network, envisioned as more 
than just a service concept but an infrastructure 
concept that creates a core set of corridors where 
frequent, high quality service can be provided 

• A growth management boundary that will limit 
the rate of expansion and encourage greater infill and 
redevelopment 

Figure 4-6: Rochester’s Development Vision 

 
Source: Rochester Planning to Succeed Comprehensive Plan 
2040 
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Figure 4-7: Rochester’s Planning and Development Framework 
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The following sections describe key tools that the City 
has started to put in place as it strives to influence 
development patterns along a path to greater 
sustainability while meeting the needs and desires that 
have been expressed by its residents and businesses. 
Before reviewing these tools, it is critical to understand 
the importance of the downtown growth issues identified 
earlier in the Plan and the fundamental mode shift 
strategy that has been adopted to maintain the 
Rochester Central Development Core as the vibrant 
center of the community and region and home to the 
major employment base in southeast Minnesota. 

Economic Development and Transportation 
Access 
ROCOG has worked with organizations and businesses 
regarding broader economic development goals and the 
transportation implications of economic development 
initiatives. This has included periodic updating of campus 
master plans for businesses such as the Rochester 
International Airport, the Mayo Medical Center, IBM, and 
the Rochester Area University Center in the urban area. 

In 2010, the Rochester Downtown Master Plan and 
Mobility Plan was the first of a series of major planning 
projects to establish the character of Rochester’s major 
economic activity center for decades to come. This 
project was the first to identify how critical the potential 
impact to downtown access would be if development in 

the central business district (CBD) significantly 
intensified. To respond to this future access issue, the 
plan set an aggressive goal for travel demand 
management, targeting a reduction in single occupant 
commuter vehicle travel into the CBD by 20% over 20 
years (Figure 4-8). Multiple strategies to encourage more 
transit use including parking changes, more downtown 
housing, enhancement of alternative modes, and a 
changing mix of land uses along gateway corridors to the 
CBD. 

In 2014, Destination Medical Center (DMC), a 20-year, 
$5.6 billion economic development initiative, was 
advanced by the Mayo Clinic working with the City of 
Rochester, Olmsted County, State of Minnesota, and the 
local business community which envisions creation of a 
global destination for not only the continued growth in 
Rochester’s health sector industry, but also job growth in 
supporting sectors such as hospitality and retail. A 50% 
increase in downtown employment, tripling of downtown 
residential population, and an estimated annual visitor 
base of 4 million persons will impact housing, service, 
and transportation needs, particularly in the CBD. 

The DMC Development Plan confirmed that the ability of 
vehicular gateways into downtown to accommodate 
additional peak period traffic is limited, and the ability to 
expand the capacity of the roadway network to 
accommodate traffic growth is significantly constrained. 
Attempting to accommodate planned growth under 
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Figure 4-8: Downtown Rochester Mode Shift 
Target 

 

current travel patterns will lead to significant congestion 
and create a demand for upwards of 10,000 additional 
parking spaces. This would impact the ability to create a 
pleasant and functional street level pedestrian experience 
and utilize a significant amount of high value downtown 
land for non-productive purpose. 

The Downtown Master Plan and DMC Development Plan 
provided the high-level visionary guidance that formed 
the foundation and impetus for the City to undertake 
updating its comprehensive plan and a number of 
supporting plans, policies, and development guidelines. 

Planning for Integrated Land Use and 
Transportation 
The Rochester Urban Area 
P2S 2040 is the City’s first full land use plan update since 
the late 1970s. It 
specifically addresses 
growth management and 
transportation policy as 
part of a coordinated look 
at how future growth and 
development should be 
managed in the Rochester 
urban area. The plan is 
built upon on a set of 
principles, including 
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integrated land use/transportation planning, fiscal 
sustainability, expanded housing diversity, and improved 
community connectivity. 

An early step in development of the plan was completion 
of a scenario planning exercise which contrasted a trend-
based scenario with two alternative scenarios based on 
variations of a centers and corridors strategy. The intent 
was to compare potential outcomes related to metrics 
such as VMT growth, share of residential population with 
good access to transit, the amount of greenfield acres 
converted to development, and levels of roadway 
congestion. Based on the outcomes of the scenario 
planning process and input from the public, a scenario 
featuring multiple transit-oriented development nodes 
and mixed use centers, connected by a high quality 
transit backbone, was selected as the overall growth 
strategy that would become the focus of the plan. 

With this strategy established as the base, the City 
identifiedf policies and programs that would support its 
vision. Figures 5-9 through 5-12 highlight the key 
elements of the strategy that evolved. These include: 

• A growth management strategy (Figure 4-9) 
which limits the outward expansion of the city to 
areas where existing sewer and water capacity is 
available, coupled with policies to encourage greater 
infill and development within the existing urban 
service area 

• A Future Land Use Plan (Figure 4-10), featuring 
new Mixed Use, Transit Oriented and Community 
Anchor categories, strategically mapped to work in 
tandem with a proposed Primary Transit Network 
(Figure 4-11), which represents a set of corridors 
where investment in transit infrastructure coupled 
with the land use plan will allow frequent transit 
service to succeed 

• Identification of pedestrian priority areas (Figure 
4-12), including mapped Pedestrian Districts and 
Streets, to encourage pedestrian oriented 
development 

Since the adoption of P2S 2040, the City has continued 
its policy evolution with various projects it has completed 
or has underway which will advance the concepts of 
mixed use, transit-oriented development (TOD) paired 
with transportation investment in an effort to reduce 
private vehicle travel into downtown Rochester. Key 
elements of this additional work are illustrated in Figures 
4-13 through 4-16 and include the following: 

• The Downtown Mobility and the DMC Development 
Plan both recommended a high frequency downtown 
transit circulator, with modes ranging from monorail 
to streetcar to Bus Rapid Transit among options 
studied. This project, illustrated in Figure 4-13, which 
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Figure 4-9: Growth Management Plan 

 
Source: Rochester Planning to Succeed Comprehensive Plan 
2040 

Figure 4-10: Future Urban Area Land Use Plan 

 
Source: Rochester Planning to Succeed Comprehensive Plan 
2040 
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Figure 4-11: Primary Transit Network 

 
Source: Rochester Planning to Succeed Comprehensive Plan 
2040 

Figure 4-12: Pedestrian Priority Areas 

 
Source: Rochester Planning to Succeed Comprehensive Plan 
2040 
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has come to be called the Downtown Rapid Transit 
Project, will be a Bus Rapid Transit service running 
along the 2nd St SW corridor, the main east/west 
spine in downtown Rochester, and a future extension 
anticipated south from downtown through an area to 
be known as the Downtown Waterfront Development 
area. One key purpose of this project is to facilitate a 
“Park Once” philosophy for downtown, wherein 
people are able to park near the periphery of the area 
and circulate through the core area without need for 
their automobile. Transit villages featuring mixed use 
housing, commercial space, and commuter parking 
with mobilty hub features are planned for the both 
ends of the Rapid Transit Line. This project is 
discussed in more detail in Chapters 11 and 15. 

• To support the Rapid Transit corridor, the City was 
awarded a FTA Transit Oriented Development 
Planning Grant in 2019 to advance station area and 
corridor planning. This project (Figure 4-14) is 
actively moving ahead with with selection of station 
locations paired with future land use concepts and 
pedestrian/placemaking recommendations. 
Completion is expected in late 2020. 

• As a first step towards advancing the land use vision 
for Primary Transit Network corridors, the City of 
Rochester adopted zoning amendments in early 2020 
to establish transit-oriented zoning districts along the 
initial corridors expected to see Bus Rapid Transit 

service in the future: Broadway Ave, the main north-
south travel spine through the city, and 2 St SW/4 St 
SE, the main east-west travel developing. Illustrated 
in Figure 4-15, the TOD zoning regulations will 
provide flexibility to develop the style of mixed use, 
diverse housing along these high profile corridors 
envisioned in the comprehensive plan. 

Another major planning project getting started as this 
ROCOG Plan moves towards adoption is the Downtown 
Waterfront Plan (Figure 4-16). This plan will address the 
future redevelopment of approximately 60 acres of prime 
real estate immediately southeast of the CBD, adjacent 
to the Zumbro River and close to the proposed campus 
of the University of Minnesota-Rochester, a prime 
location of pedestrian oriented use. 
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Figure 4-13: Downtown Rapid Transit Corridor/West Transit Village Concept 

 
Source: Downtown Rochester High Amenity Rapid Transit website 
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Figure 4-14: TOD Station Area Planning for Downtown Rapid Transit Corridor 

Source: New Rapid Transit for a Growing, Equitable Rochester website 
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Figure 4-15 

  
Source: Item F-14, Rochester City Council Meeting Packet, 
June 1, 2020 

Figure 4-16 

Source: Item F-14, Rochester City Council Meeting Packet, 
June 1, 2020 
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Small Cities 
In addition to the city of Rochester, there are seven small 
cities located within the ROCOG Planning Area. These 
communities range in size from approximately 750 to 
6300 persons as shown in Table 4-1. Employment for 
residents of these communities who are in the workforce 

relies heavily on commuting to locations outside their 
place of residence, the primary destination being the city 
of Rochester. As shown in Table 4-1, local employment 
of the resident workforce in each community ranges from 
7% to 28%, while the share of local workforce 
commuting to Rochester for work ranges from 46% to 
75%.

Table 4-1 

 
1 Population and Household Estimate from Minnesota State Demographer Annual Estimates 
2 Resident Labor Force from 2011-2016 American Community Survey, Commuting Data, Table 4 
3 Local Wage & Salary Jobs,2017, Longitudinal-Employment Household Dynamics, https://lehd.ces.census.gov/ 
4 Resident Place of Work from 2011-2016 American Community Survey, Commuting Data, Table 4 

 

These communities undertake local planning at different 
levels of detail. Table 4-2 summarizes the status of 
adopted land use and transportation plans, which for 

most of the communities are part of an overall 
comprehensive plan. Current land use plan maps and 
street and highway system plans are found in Chapter 5.

https://lehd.ces.census.gov/
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Table 4-2: Current Status of Small City Land Use/Transportation Plans 

The majority of residential land in these communities is 
built as single-family detached housing, serving 
households and families generally at a lower price point 
than in the Rochester housing market. These cities, 
therefore, provide a more affordable housing option 
within a short commuting distance to Rochester’s job 
market and retail offerings. 

The street and highway network in each city is generally 
composed of local streets, typically anchored by a limited 
mileage of state or county highways that primarily serve 
a regional travel function. Table 4-3 breaks down the 
system mileage and vehicle miles of travel by system 
type in each community for which data is reported. In 
Minnesota, cities over 5000 in population will receive an 

allotment of State Aid Highway funding that can be 
targeted for use on a designated Municipal State Aid 
Street system. Two cities, Byron and Stewartville, meet 
the threshold to qualify for state funding and thus have a 
limited amount of street mileage on which State Aid 
funding can be expended. 

Almost all travel in these small communities is 
accommodated by personal vehicles. There are no local 
transit services found in any small community, and 
regional transit is limited and consists of two 
components: 

• Advance-reservation door to door service is provided 
by regional human resource agency providers. Rolling 
Hills Transit, located in Rushford, MN and operated by
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Table 4-3: Street and Highway System Metrics 

SEMCAC, serves a five-county area in Southeast 
Minnesota and provides weekday service to Byron, 
Eyota, Dover, and Stewartville. Hiawathaland Transit, 
operated by Three Rivers Community Action, serves a 
three-county area north of the ROCOG area and 
provides service to Pine Island on weekdays. These 
services are not limited in terms of age or mobility 
and are open to all users. 

• Regional commuter bus service is operated by 
Rochester City Lines (RCL), a private company in 
Rochester, which provides bus service into Rochester 
in the AM peak period and out from Rochester in the 
PM peak period. The service is primarily for 
commuters but is open to any user. All seven small 
cities are served by the RCL commuter system. 

Additional detail regarding RCL is found in Chapter 
11, including a network map in Figure 11-17. 

To help facilitate use of the RCL system and carpooling, a 
number of the small cities also have designated park and 
ride lots. ROCOG has recommended increased capacity in 
a number of these lots to handle an anticipated increase 
in carpooling and commuter bus use in future years. 
More information on the park and ride network is found 
in Chapter 11 with Figure 11-21 illustrating locations. 

Given the small size of the communities outside of 
Rochester, the likelihood of there being sufficient 
demand for a viable local transit service is limited. As a 
result, an assessment of local land use plans suggests 
that factors such as planning for transit supportive land 
use is not a consideration in these communities at this 
time. 
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Due to the limited need for or viability of transit service, 
street and highway network planning is the primary 
concern in the small cities. ROCOG is not involved in the 
planning and layout of local street systems in the 
municipalities, including Rochester, except to the extent 
local streets interface with the county or state highway 
system, such as on the issue of appropriate access for 
local streets to the regional highway network. This is 
coordinated on a project by project basis. ROCOG has 
completed a projection of future traffic growth in the 
regional planning area and does not anticipate a need to 
consider additional capacity being added to the 
state/county highway network in any small community 
area. 

In most of the small cities, the state highway generally is 
more of growth-limiting feature in that it skirts the 
existing development area (as in Pine Island, Oronoco, 
Eyota, Dover and Byron) with a high-speed, limited-
access roadway. In cases where development patterns 
have migrated across the highway or are planned to do 
so, planning and programming for safe crossings has 
proceeded as needed, including installation of a 
roundabout in Eyota on TH 14; grade separations in Pine 
Island and Oronoco, current planning for interchanges in 
Byron; and safety enhancement of at-grade intersections 
in Eyota and Dover. 

In Stewartville and Chatfield, the state highway (TH 63 in 
Stewartville, TH 52 in Chatfield) is essentially the Main 

Street of the community. In these communities, efforts 
have been made in past projects to incorporate features 
to minimize the impact of the corridors on land use 
activity the city. In Chatfield and Stewartville, the 
concern with the state highway corridor is seen more in 
the transitioning areas on the edge of the community, 
where a high speed rural highway enters a developing 
urban area and there can be intersection, access, and 
travel mobility conflicts present due to variations in 
vehicular travel speed. 

Olmsted County 
The Olmsted County General Land Use Plan is used to 
guide decisions about the general balance between areas 
of urban growth in the county versus preservation of 
rural and agricultural lands to support the continued 
economic viability of rural land uses throughout the 
county. The plan is primarily a policy plan, which includes 
a number of goals and objectives that speak to the 
integration and coordination of land use and 
transportation in Olmsted County. The plan includes 
locational criteria that are intended to be used together 
in a judgmental process reflecting the overall 
appropriateness of an area for a particular use 
designation. 



 4 • The Land Use/Transportation Connection 

 4.21 

Planning Principles 
Key community values informed the adoption of planning 
principles. Those that speak to the land 
use/transportation connection include: 

• Concentrate urban and suburban development 
to create an orderly, efficient, and fiscally responsible 
development pattern 

• Encourage practices and technologies that maximize 
efficiency of resource use and minimize waste, 
such as converting from energy-intensive 
development to energy-conserving land uses and 
modes of transportation 

• Respond to land use and resource management 
issues in a flexible and proactive way, dealing with 
land use related issues before they become expensive 
problems for the community 

Urban Service Area Policies 
Urban service areas consist of municipalities and the 
surrounding area intended to be annexed over the next 
25-50 years. Integrated comprehensive transportation 
systems should ultimately be provided in these areas. 

• Urban Service Area Identification: The Plan 
identifies urban service areas based on the following 
characteristics: 

‣ projected growth in population and employment 
and the related need for land for development 

‣ location needs of land uses 
‣ compatibility of land uses with surrounding land 

uses 
‣ availability, capacity, and service territories of 

planned urban services and infrastructure 
‣ land suitability based on natural features (flood 

plain, soils, slopes, elevation, and presence of 
sensitive environmental features) 

‣ suitability for resource uses 
‣ the related community land use and infrastructure 

policies 
‣ accessibility (quality of connections to regional 

transportation networks and to other parts of 
urban service areas) 

‣ proximity to employment centers 
‣ areas of existing development relying on onsite 

sewage treatment that are in need of urban 
services 

• Orderly Development: Development should result 
in a compact, contiguous settlement pattern. Adjacent 
uses should be compatible in terms of intensity of 
use, traffic generation, hours of activity, noise 
sensitivity, and open space requirements. 
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• Integrated Development: Regulations should 
encourage the integration of compatible land uses in 
neighborhoods within urban service areas, including 
varied housing styles in different price and unit size 
ranges but with similar ranges of density. Mixtures of 
compatible residential and non-residential uses will 
lead to reduced energy use for transportation 
purposes by reducing trip lengths, reducing demand 
for auto travel, and fostering greater opportunities for 
transit use and non-motorized travel. 

• Commercial Development: Commercial land uses 
that are characterized by high levels of employment, 
trip generation, customer traffic, and urban service 
needs should be located within urban service areas. A 
few rural locations with exceptional attributes, such 
as access to an interchange along Interstate 90, for 
example, may also be appropriate for these 
commercial uses. For commercial growth, 
transportation facilities must be adequate to provide 
effective accessibility, capacity, and mobility by 
multiple modes. 

• Efficient Site Design: Land development 
regulations should encourage residential and non-
residential site design that protects the features and 
natural functions of the landscape, minimizes the life-
cycle costs of future public services and facilities, and 
encourages the use of alternatives to the private 
automobile. To minimize the need for travel and 

maximize the feasibility of efficient modes of travel 
such as transit, bicycling, carpooling, and walking, 
land development regulations should encourage 
mixed-use development in urban service areas.  

• Infill Development: Land development regulations 
should encourage infill development of residential, 
commercial, and industrial areas located within urban 
service areas in order to make more efficient use of 
existing public infrastructure and developable land. 

• Paying for Growth: New development should 
provide proportional financial support for community 
facilities, such as transportation, to the extent that 
the development increases the need for such 
facilities. 

• Traffic Impact: Proposed land uses involving a 
significant change in the amount or type of traffic 
should be carefully reviewed for traffic generation, 
conflict, and safety. The process for reviewing Land 
Use Plan changes, zone changes, and general 
development plans should include a system for 
detailed review of traffic impacts caused by land use 
change and for managing access. The review should 
meet the requirements of City, County and Township 
ordinances. 

• Capital Improvement Planning: The County 
should integrate land use planning and capital 
improvements programming decisions. Land use 
decisions should consider existing and future public 
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infrastructure impacts and needs, especially impacts 
on roads. 

Suburban Development Area Policies 
• Efficient Site Design: Land development 

regulations should encourage site design that protects 
the features and natural functions of the landscape, 
minimizes the life-cycle costs of future public services 
and facilities, and encourages the use of alternatives 
to the private automobile. 

• Traffic Impact: Proposed land uses involving a 
significant change in the amount or type of traffic 
should be carefully reviewed for traffic generation, 
conflict, and safety. The process for reviewing Land 
Use Plan changes, zone changes, and general 
development plans should include detailed review of 
traffic impacts caused by land use change and 
provide for management of access. 

• Capital Improvement Planning: Road authorities 
should integrate land use planning and capital 
improvements programming decisions. Land use 
decisions should consider existing and future public 
infrastructure impacts and needs, especially impacts 
on roads. 

• Intergovernmental Cooperation: The County, 
township, and affected city governments should 
cooperate in planning for urban, suburban, and 
interim development areas. General development 

plans should be developed that identify drainage, 
street, and open space systems covering the areas 
zoned for these development types. 

• Proximity and Access: Sites in proximity to major 
employment centers with adequate and safe 
accessibility to the existing network of improved 
highways are more likely to be included in the 
Suburban Development Area. 

Resource Protection Area Policies 
• Commercial Development: Small commercial uses 

such as are accommodated in existing mixed-use 
areas in the County may also be accommodated as 
infill sites in other areas of the County. Zoning 
ordinances should accommodate limited larger urban-
style commercial uses on rural sites with exceptional 
site characteristics such as: 

‣ Locations along existing or planned freeways 
where access will be provided by an interchange 
and not an at-grade intersection 

‣ At non-freeway intersection locations where total 
approach traffic volumes exceed 3,000 vehicles 
per day with a minimum approach volume on any 
leg of at least 1,000 ADT, and where it can 
demonstrated that the traffic generated by the 
proposed use will not create a high risk access 
condition, as determined using the methodology 
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spelled out in the MNDOT Access Management 
Manual 

‣ Topography and intersection design conducive to 
safe access, without documented crash risk 
problems 

• Industrial Development: Zoning ordinances should 
accommodate limited larger intensive industrial uses 
on rural sites with exceptional site characteristics such 
as at an interchange or rail corridor where it can be 
demonstrated that the traffic generated by the 
proposed use will not create a high risk access 
condition, as determined using the methodology 
spelled out in the MNDOT Access Management 
Manual. 

Minimizing Costs of Public Facilities 
• Concentrated development patterns have a number of 

public benefits, including reducing the total costs of 
public capital investment and services in comparison 
with “sprawl,” defined as development characterized 
by very low-density leapfrog development. These cost 
reductions can take several forms, including 
stabilizing or reducing the expected increases in costs 
for public services and facilities due to the growth of 
the community, or by increasing the efficiency of the 
existing public infrastructure. 

• The direct costs of sprawl are considerable for local 
communities and for regions. Communities that 
develop in an inefficient sprawl pattern may find that 
the costs of services increase faster than tax receipts 
or that service levels are reduced. Transportation 
systems are heavily affected by sprawl because it 
forces use of the car as the major mode of 
transportation. This places increased pressure on road 
systems resulting in higher costs to the public for 
more roads and increased maintenance. 

• The Land Use Plan encourages local government to 
make sure that new growth pays the full costs of 
providing public services and infrastructure. 

Integrated Solutions to Other Issues 
In addition to the extensive work that is being done in 
terms of transit development and transit-oriented 
planning and development policy, ROCOG area 
communities are also engaged in a number of other 
activities that reflect ways in which the coordination of 
land use and transportation is occurring. The following 
sections provide an overview of additional programs or 
policies that are in place to better align land use 
considerations with transportation development. 

Natural Environment Protection/Mitigation 
In 2015, President Obama signed into law the Fixing 
America’s Surface Transportation Act, or “FAST Act.” 
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Section 1317 (Modernization of the Environmental 
Review Process) of the FAST Act focuses on accelerating 
project delivery to save time and money while improving 
environmental outcomes. The report, Eco-logical: An 
Ecosystem 
Approach to 
Developing 
Infrastructure 
Projects, reviews 
the ways 
environmental 
review can be 
modernized, 
simplified, and 
improved to 
achieve better 
outcomes.  

Source: FHWA Environmental Review 
Toolkit 

Since 2005, 
ROCOG has 
utilized a 
coordinated Resource and Referral Agency Review 
Process for plans and projects in order to provide the 
opportunity for review and comment during plan 
implementation activities, particularly on corridor 
planning studies. Project workshops are typically 
conducted early in a project study to provide the 
opportunity for early input. This initiative reflects an 
effort to implement the concept of conducting Early 

Environmental Project Development (EEPD) 
reviews, as recommended in the 2005 ROCOG Long 
Range Transportation Plan. 

ROCOG, through funding provided by Olmsted County, 
has been able to conduct EEPD activities as part of a 
Corridor Preservation Program that the Olmsted County 
Board of Commissioners initiated per recommendation in 
the 2005 Plan. The 2045 Plan will include 
recommendations for corridors where EEPD efforts 
should be targeted, which will include completion of 
Purpose and Need statements, identification and 
screening of alternatives, screening of environmental 
impacts, and early identification of possible mitigation 
needs. This program is consistent with the discussion in 
the federal planning rules encouraging early 
consideration of environmental issues on projects 
identified in the Plan. 

ROCOG Environmental Database 
Environmental and natural features have shaped 
historical development patterns in the ROCOG planning 
area and will continue to influence future transportation 
and land use growth strategies. Land use and 
transportation activities can negatively affect 
environmental resources, with effects ranging from the 
localized death of individual animals to long-term damage 
to critical ecosystems. ROCOG has a wealth of local GIS 
data available regarding environmental and natural 
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features in the ROCOG area to help professionals and 
decision makers make calculated decisions when 
recommending future street and highway infrastructure 
projects. As part of this plan, a high-level screening of 
projects identified in Chapter 10 as candidates for federal 
funding were evaluated using the database, as 
summarized in Appendix E. The features evaluated 
include: 

• Surface Water Resources 

‣ Rivers, Streams, Lakes, and Flood Control 
Reservoirs 

‣ Floodplains and Flood Prone Areas 
‣ Shorelands 
‣ Stormwater Management Systems 

• Groundwater Related Resources 

‣ Wetlands 
‣ Seeps and Springs 
‣ Fens 
‣ Wellhead Protection Areas 
‣ Decorah Edge 

 

• Biological Resources 

‣ Endangered, Threatened and Species of Special 
Concern 

‣ Rare & Native Plant Communities 

• Cultural Resources 

‣ Parks and Trails 
‣ Historic Properties 
‣ Archaeological Resources 
‣ Contaminated Sites 

• Landform Features of Importance  

‣ Sinkholes 
‣ Karst  
‣ Steep Slopes 
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‣ Erodible Soils 
‣ Aggregate Resources 

 

Residential Affordability: The Housing + 
Transportation Issue 
The interest in having more affordable housing choices is 
driven by a new understanding of the combined impact 
of housing and transportation costs on household 
finances. While lenders and housing advocates have 
traditionally used 30% to 35% of household income 
spent on housing as the threshold for housing 
affordability, more recent work has identified 

transportation costs as an integral part of the 
affordability discussion. 

Tools from the Center for Neighborhood Technology 
(CNT) and the federal Partnership for Sustainable 
Communities, led by the U.S. Department of Housing & 
Urban Development (HUD), provide information at the 
local level regarding location affordability. Figure 4-17 
illustrates the results for the ROCOG area from the CNT 
tool.  Efforts led by the Rochester Area Foundation and 
the Coalition for Rochester Area Housing 
(https://rochesterarea.org/initiatives/housingcoalition/) 
are seeking ways to address this issue in the community. 

Environmental Justice 
According to the US Environmental Protection Agency, 
“environmental justice” is  

the fair treatment and meaningful involvement of all 
people regardless of race, color, national origin, or 
income with respect to the development, 
implementation, and enforcement of environmental 
laws, regulations, and policies. Fair treatment means 
that no group of people, including a racial, ethnic, or 
socioeconomic group, should bear a disproportionate 
share of the negative environmental consequences 
resulting from industrial, municipal, and commercial 
operations or the execution of federal, state, local, 
and tribal programs and policies. 

https://rochesterarea.org/initiatives/housingcoalition/
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Figure 4-17 
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Source: Robert Wood Johnson Foundation 

ROCOG adopted a Transportation Infrastructure 
Environmental Justice Protocol in 2016 in accordance 
with the USDOT rules for environmental justice and 
Executive Order 12898, promulgated by President Clinton 
in 1994. Since ROCOG receives federal transportation 
planning funds and is involved in planning for services 
and infrastructure projects that rely on federal funding, it 
is required to develop plans and programs in accordance 
with USDOT rules for environmental justice. 
Implementing agencies within the ROCOG area must also 
follow ROCOG environmental justice procedures for 
projects and programs relying on federal funding. 

ROCOG has completed an extensive geographic analysis 
to identify neighborhoods with significant environmental 
justice populations. This data has been used in project 
development activities for different modes of 

transportation and transit development planning as well 
as system level assessments that are described in 
Chapter 9 of the Plan. 

ROCOG updated its Title VI Non-Discrimination and 
Limited English Proficiency Plan in 2017, which is another 
aspect of the environmental justice directive to ensure 
the full and fair participation by all potentially affected 
segments of population, including people with Limited 
English Proficiency (LEP). ROCOG’s 2019 Public 
Involvement Policy (PIP) also details these efforts, which 
include strategies such as public notice requirements, use 
of social media, and intentional outreach to traditionally 
underrepresented populations. Chapter 6 of the Plan 
describes the public participation tools and other 
mechanisms used to include the Title VI and 
environmental justice populations in planning projects. 

Access Management 
Access Management is the proactive coordination of 
providing vehicular access points to land parcels adjacent 
to all manner of roadways. Good access management 
promotes safe and efficient use of the transportation 
network by controlling access to highways, major 
arterials, and other roadways. These techniques include 

• Access Spacing  
• Driveway Spacing 
• Safe Turning Lanes 
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• Median Treatments 
• Right-of-Way Management 

Access management guidelines are important to ensure 
that traffic generated by planned land uses can access 
roadway facilities while maintaining appropriate level of 
safety for all modal users including pedestrians, cyclists, 
transit and vehicular traffic.  

 
ROCOG has worked with its partners to develop and 
administer access management guidelines. In 2006, 

ROCOG assisted in the preparation of the Olmsted 
County Access Management Ordinance, which was later 
amended in 2013 and 2017 and continues to help the 
County administer the ordinance. ROCOG aided the City 
of Rochester in developing access management 
standards for inclusion in the City’s Zoning Ordinance and 
Land Development Manual and assists the them with the 
review of major developments required to prepare Traffic 
Impact Reports and where proposed access issues are 
evaluated. 

Street Typology & Street Design Guidelines 
Good street design begins with an understanding of the 
street context and the land uses surrounding it. Street 
typology is a concept that attempts to marry 
consideration of corridor transportation needs with the 
land use environment found along the corridor, helping 
to plan appropriately for all modes of traffic and the 
interface with adjacent development along the frontage 
of property. Figure 4-18 provides an example of how 
street typology was applied in transportation studies 
associated with Destination Medical Center planning 
efforts. Figure 4-19 illustrates examples taken from the 
DMC District Design guidelines for street improvements 
that are consistent with the vision for this pedestrian 
oriented district.  
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Figure 4-18: Destination Medical Center District Street Typology 

 
Source: DMC Transportation & Infrastructure Program Integrated Transit Studies, Street Use and Complete Streets Study Report, 
June 2018 
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Figure 4-19: Example from Destination Medical Center District Design Guidelines 

 
Source: Rochester Destination Medical Center District Design Guidelines, June 2017
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Concluding Thought: Focus on Moving PEOPLE, Not VEHICLES 
We must take the opportunity to invest in 
systems that change the focus from 
moving vehicles into and through our area 
to those that focus on moving people. 
While of particular importance relative to 
downtown Rochester, a focus on how we 
move people—and how land development 
patterns affect this—should inform all 
transportation and land use planning in 
the ROCOG planning area. 
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5  • Drawing from Other Plans 
 

Overview/Summary 
One important function of a ROCOG Plan is to bring 
together pertinent parts of previous plans and plans 
produced by other planning entities that contribute to a 
ROCOG Plan Update. Jurisdictions in Olmsted County that 
adopt comprehensive land use plans and system level 
transportation plans include Olmsted County, the City of 
Rochester and the small cities outside of Rochester. In 
the case of Olmsted County and Rochester, the system 
level transportation plan they rely on is this ROCOG Long 
Range Transportation Plan, although the City of 
Rochester also uses the transportation sections of their 
comprehensive plan. This chapter summarizes the land 
use plans for Olmsted County and Rochester and 
contains the small city Thoroughfare and Land Use Plan 
maps, which have been prepared at the municipal level 
to guide investment in each of the seven communities 
outside the Rochester area. Most of the small city plans 
have been updated in the last ten years under contracts 
with private planning consultants. 

It is also important to note that with a required update 
every five years, the Plan is done after, during, and just 

prior to a number of other on-going community, state, 
and federal planning work. The following sections 
summarize the plans that have been considered in the 
preparation of this ROCOG Long Range Transportation 
Plan. 

Statewide and District Plans 
The following statewide and district plans have 
contributed to the formation of this ROCOG plan. 

Minnesota GO Family of Plans 
Minnesota GO is a 50-year vision of the future of 
transportation in the state, across all modes, adopted in 
2011. The plan recognizes the importance of a 
comprehensive statewide transportation system in any 
attempts to achieve maximum benefits in health, 
commerce, the natural environment, and people’s overall 
wellbeing. Where Minnesota GO lays out the vision for a 
better future, the Family of Plans go into more detail 
about how to achieve that better future as it relates to 
each of the various transportation modes. 

• Statewide Multimodal Transportation Plan 
This plan, adopted in 2017, serves as the overall 
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guiding document for the Family of Plans, outlining 
transportation priorities for the system as a whole 
that will inform the goals of the individual mode 
plans. In this way, the Statewide Multimodal 
Transportation Plan ensures that the various modal 
plans that make up the Family of Plans are working 
toward common, shared goals, even while each plan 
responds to the unique realities and challenges of 
each mode. Where the Minnesota GO vision identifies 
what the state is trying to achieve, the Statewide 
Multimodal Transportation Plan details how the state 
will achieve it. The Statewide Multimodal 
Transportation Plan establishes five goals for open 
decision-making, transportation safety, critical 
connections, system stewardship, and healthy 
communities, and identifies. 

• State Aviation System Plan 
The State Aviation System Plan is being updated 
during the preparation of this LRTP. The most recent 
plan is from 2012. This plan sets goals in the areas of 
safety; mobility and access; financial opportunity and 
responsibility; operations; and preservation and asset 
management. The plan notes a significant gap 
between the system’s capital needs and the expected 
funds that will be available over the 20-year span of 
the plan. 

• Statewide Bicycle System Plan 
Adopted in 2016, this plan envisions a bicycle network 

that is safe, comfortable, and convenient for all users. 
The plan recognizes bicycling’s important role in 
improving quality of life in communities throughout 
the state. The plan notes that support for bicycle 
infrastructure is strongest for those facilities that 
separate bicycles from auto traffic and those that 
serve local and regional bicycling. The plan sets goals 
for safety and comfort, local bicycle network 
connections, state bicycle routes, and increased 
ridership. 

• Statewide Freight System and Investment Plan 
This plan was adopted in 2018. Following the 
emphasis on integrated balance among various 
modes in the state’s freight policy, this plan 
establishes goals in the areas of supporting the state’s 
economy, improving mobility, preserving 
infrastructure, safeguarding the people, and 
protecting the environment and communities. 

• Minnesota State Highway Investment Plan 
Adopted in 2017, this plan links the Minnesota GO 
vision and the goals of the Statewide Multimodal 
Transportation Plan to the long-term development of 
the state’s highway system by identifying financially 
constrained investment needs. In planning for the 
infrastructure projects necessary for the state’s 
highway system to meet federal and state 
performance-based targets, the plan estimates about 
twice as much in project costs as will likely exist in 
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funding. The plan lays out an Investment Direction, 
which is not project-specific, but instead recommends 
categories of investment and size of investment given 
the limited resources expected. 

• Minnesota Walks and the Statewide Pedestrian 
System Plan Community Engagement Report 
These documents together constitute the Statewide 
Pedestrian System Plan. Last adopted in 2016, the 
current plan is in the process of being updated. The 
plan is focused on development of safe, comfortable, 
convenient, and desirable places for people to walk or 
use a mobility device throughout the state. After 
identifying various obstacles to walking, the plan sets 
goals for universal access and use of pedestrian 
networks in the following categories: roadway and 
street design; land use and the built environment; 
fostering creativity and partnerships; listening and 
planning; Minnesota winter and year round upkeep; 
and building a culture of walking. 

• Statewide Rail Plan 
Adopted in 2015, this plan addresses safety and 
efficiency in the state’s freight and passenger rail 
networks as a constituent part of an integrated 
multimodal transportation system. The rail system is 
particularly important to the state’s commodities 
industries for getting their products to market, as well 
as for the state’s manufacturing industry which is 
reliant on rail for the delivery of raw materials. The 

rail system has further complications, relative to other 
modes, since it has an unusual amount of private-
sector ownership and operations responsibilities to 
the infrastructure. 

• Greater Minnesota Transit Investment Plan 
This plan, adopted in 2017, follows the transit vision 
in Minnesota GO and the transit goals of the 
Statewide Multimodal Transportation Plan by 
identifying the financing necessary to achieve 90% of 
the transit needs in Greater Minnesota by 2025, and 
strategizes when certain transit investments can be 
made with regard to available funds. The plan 
outlines a series of goals designed to meet the 
projected growth in annual transit rides in Greater 
Minnesota by 4.8 million by 2025. 

• Transportation Asset Management Plan (TAMP) 
This 2019 plan updated the original 2014 plan, and 
serves as a comprehensive guide to maintaining the 
state’s pavements, bridges, culverts, deep stormwater 
tunnels, overhead sign structures, high-mast light 
tower structures, noise walls, signals, lighting, 
pedestrian infrastructure, buildings, and intelligent 
transportation systems. The recommendations of the 
plan were driven by the need to increase the 
consideration of lifetime maintenance costs in capital 
project decisions, reducing agency risk, building on 
work that has come before, and improving data 
management. 



5 • Drawing from Other Plans 

5.4  

Other State and District Plans 
• District Freight Plan 

This plan is scheduled to be developed between mid-
2020 and mid-2021. 

• Strategic Highway Safety Plan 
This plan was adopted in early 2020 as a tool for 
building a highway culture in which traffic-related 
deaths and injuries are no longer acceptable (the 
ultimate aim of the Toward Zero Deaths effort). The 
plan recommends actions to be taken within 1-2 
years, and other actions to be taken within 3-5 years, 
that will improve highway safety and result in fewer 
deaths on Minnesota’s roads. These recommendations 
revolve around issues concerning inattentive drivers, 
impaired drivers, intersections, speed, lane departure, 
unbelted drivers and passengers, older drivers, 
pedestrians, younger drivers, work zones, commercial 
vehicles, and motorcyclists. 

• MnDOT District Safety Plan 
A 2016 analysis of state highways in the MnDOT 
Districts in Greater Minnesota identified high-risk 
intersections and highway segments and proposed 
some strategic investments for them that would result 
in improved safety on rural and urban roadways in 
District 6. 

• Minnesota Statewide Regional Intelligent 
Transportation Systems (ITS) Architecture Plan 

Updated in 2018, this plan provides guidance for 
implementing ITS initiatives cost-efficiently, based on 
stakeholder input concerning transportation needs. A 
key part of the implementation of ITS initiatives is 
sequencing them properly, since they are interrelated, 
and thus the implementation of some of them 
depends on other initiatives already being in place. 
The recommended initiatives further the goals of the 
plan: 

‣ Improve the Safety of the State's 
Transportation System 

‣ Increase Operational Efficiency and Reliability 
of the Transportation System 

‣ Enhance Mobility, Convenience, and Comfort 
for Transportation System Users 

‣ Improve the Security of the Transportation 
System; Support Regional Economic 
Productivity and Development 

‣ Preserve the Transportation System 
‣ Enhance the Integration and Connectivity of 

the Transportation System 
‣ Reduce Environmental Impacts 

• MnDOT District 6 Bicycle Plan 
Adopted in 2019, this plan builds on MnDOT’s 2016 
Statewide Bicycle System Plan by identifying bicycle 
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infrastructure priorities in the 11-county region of 
MnDOT’s District 6 in Southeastern Minnesota. 

• MnDOT District 6 10 Year Capital Highway 
Investment Program 2019-2028 
This document builds on the 4-year State 
Transportation Improvement Program (STIP) and 
ROCOG’s own 4-year Transportation Improvement 
Program (TIP) to present a ten-year program of 
planned street and highway improvements in the 11-
county region of MnDOT’s District 6 in Southeastern 
Minnesota. 

• MnDOT Complete Streets Policy 
Effective in 2016, MnDOT must include considerations 
for modes other than automobiles in all phases of 
planning, project development, operation, and 
maintenance. The goals of the policy are to reduce 
conflict between various modes of transportation, 
while increasing the share of trips made by walking, 
bicycling, and transit.  

Local Transportation & Land Use 
Plans  
The following local and regional plans have contributed 
to the formation of this ROCOG plan: 

• Planning 2 Succeed: Rochester Comprehensive 
Plan 2040 (P2S 2040) 
In 2018, Rochester adopted its first new 

comprehensive plan in 37 years. This plan 
recommended that the City of Rochester maintain its 
current corporate limits as much as possible as it 
grows, and that it encourages infill development 
instead of expansion into undeveloped lands currently 
outside the City. Significantly, the comprehensive plan 
promulgates the concept of nodes and corridors: 
concentrations of mixed residential, commercial, 
retail, office, and transportation uses connected by 
high-capacity, high-frequency transit, envisioned as 
bus rapid transit (BRT). This concept of nodes and 
corridors adapted the ambitious plans for downtown—
seen already in the Downtown Master Plan and the 
Destination Medical Center Plan—into a scaled-up 
formula that applied the ethos of density and the 
primacy of transit to the rest of the city. 

• Destination Medical Center Development Plan 
On March 23, 2015, The City of Rochester adopted 
Resolution No. 133-15 authorizing the DMC Plan as 
amended. This ambitious plan was prompted by 
questions about how the City of Rochester, Olmsted 
County, the state of Minnesota, and the Mayo Clinic 
could maintain and grow the region’s position as a 
premier destination for medical care. This meant 
planning a future for Rochester that focused on 
patients, their companions, medical staff, and other 
employees in downtown Rochester. The result was a 
DMC Plan that saw the singular importance of the 
mode shift recommended in the Downtown Master 
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Plan and recommitted to it. The DMC Plan calls for 
the daily share of commuter trips downtown by 
private car to be reduced to 43% by 2035, down from 
71% in 2015. Accomplishing this, according to the 
plan, would require much more development of 
downtown residences, so that more downtown 
employees could walk to work; the development of 
bicycle and pedestrian infrastructure downtown; and 
the establishment of a Downtown Circulator—a high-
capacity, high-frequency transit mode that would 
move people from large parking reservoirs into 
downtown. This plan will be updated in 2020. 

• Destination Medical Center: Integrated Transit 
Studies 
In 2018, the City of Rochester finished a set of four 
interdependent plans that explored the details 
necessary to realize the vision of the 2015 DMC Plan. 
These plans focused on the City Loop active 
transportation features; Street Use, Street 
Operations, and Complete Streets; Parking and 
Transportation Management Authority; and the 
Transit Circulator (now known as Downtown Rapid 
Transit). These plans were guided by the overarching 
principle of the DMC Plan, that downtown Rochester 
could only be successful with infrastructure that 
supported greater density along the Rapid Transit 
route and a lower proportion of trips made by private 
cars. 

• Rochester Downtown Master Plan 
Adopted in 2010, the Downtown Master Plan 
identified the need to reduce the proportion of trips 
downtown made by private cars. A key strategy 
identified by this plan to achieve that goal was the 
establishment of parking management policies and 
other travel demand management measures that 
would provide commuters with alternatives to driving 
and parking a car downtown. This plan set a goal of 
reducing the proportion of trips to downtown made 
by private car to 50% by 2030. Subsequent plans 
(especially the DMC Plan and P2S 2040) have 
recognized the importance of this goal and have 
made it even more aggressive. 

• Rochester Transit Development Plan 
This 5-year plan was adopted by the City of Rochester 
in 2017 to guide the expansion and growth of 
Rochester Public Transit (RPT), with the needs of the 
DMC project and the infill/density recommendations 
of Planning 2 Succeed informing the transit system’s 
development. This plan focuses on how RPT’s system 
could be more useful to more riders. Some of the key 
recommendations would expand off-peak service, 
allowing more riders to utilize RPT’s service outside of 
the traditional heavy-use morning and afternoon peak 
hours. 

• Rochester Area Bicycle Master Plan 
This plan was adopted by the City of Rochester in 
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2012 and identifies needed bicycling infrastructure 
that will improve system connectivity and increase the 
usability of the bicycle and pedestrian network for 
both recreation and transportation. An update to this 
plan is expected by the end of 2020. 

• Downtown Circulator TOD Study 
This study is underway during the preparation of the 
LRTP. As an outgrowth of the DMC Plan and the 
Integrated Transit Studies, the TOD study will 
examine the proper siting and design of transit 
stations along the Downtown Circulator (now known 
as Downtown Rapid Transit) route, with emphasis on 
placemaking and economic development, along with 
optimized transit operations. 

• Downtown Transit Circulator Small Starts 
Grant Development 
This study is underway during the preparation of the 
LRTP. As an outgrowth of the DMC Plan and the 
Integrated Transit Studies, the Circulator project 
development will recommend the mode choice and 
route alignment for the downtown Circulator (now 
known as Downtown Rapid Transit). The process thus 
far has resulted in a locally preferred alternative of 
bus rapid transit on a route from the western park-
and-ride terminus along 2 St SW, and then south 
along Broadway Ave. to the southeastern park-and-
ride terminus at Graham Park/Seneca site. 

• TH 14 West / Byron Area Corridor Analysis 
This analysis is underway during the preparation of 
the LRTP. This examination of US-14 between the 
Cities of Rochester and Byron will result in 
recommendations about upgrades to interchanges 
and traffic capacity in this important and growing 
commuter corridor. 

• CR 104 Corridor Plan 
This study, completed in 2006, recommended County 
Road 104/60 Ave NW in Rochester as a major arterial 
corridor that would form part of a beltway around the 
outer edge of the Rochester urban area.  

• TH 63 South Corridor Plan 
This 2010 study was part of a larger study of 
improvements to access to Rochester International 
Airport. This study considered the implications of 
changes to roadways of various classifications that 
intersect US-63 between Rochester and Stewartville. 

• Rochester Parks and Recreation System Plan 
This 2016 plan takes a comprehensive look at the 
needs of the City of Rochester parks, natural areas, 
and trails. Trails are identified as crucial in making the 
parks and recreation system accessible by the most 
people possible. The plan also characterizes trails as 
an important transportation option for public health 
and sustainable transportation. 

• North Rochester Transportation Study 
This study, undertaken in 2011-2012, examined the 
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transportation needs in far northwest Rochester, 
following up on a similar study conducted in 2005-
2006. Though the study was not formally completed 
due to budget constraints, it did result in some 
recommended projects for improving access to US-52 
at 55 St NW and 65 St NW. 

• Broadway Corridor Study 
This 2015 study proposed systematic improvements 
to the length of Broadway Ave. from 37 St NE to the 
interchange with US-52 in the City of Rochester. The 
study broke Broadway into seven zones: three north 
of downtown, and four south of downtown 
(downtown was not included in this study, as it was 
within the DMC boundary and was being well studied 
by the DMC Plan at the time). By applying complete 
streets guidelines to the designs and 
recommendations, this study envisions a cohesive 
design for multiple transportation modes along the 
length of the City of Rochester’s main north-south 
roadway. 

• Rochester 2nd St SW Corridor Plan 
This 2009 plan examined the expected growth along 
2 St SW, between Rochester’s essential institutions, 
the Mayo Clinic downtown and St Marys Hospital. The 
plan’s vision for this corridor is a place designed at 
human scale, where pedestrian, bicycle, and transit 
modes are elevated in priority compared to today, 
and where automobile traffic is moderated. 

• Rochester Complete Streets Policy 
Adopted in 2009, this policy explicitly recognizes the 
needs of pedestrians, cyclists, and transit riders, and 
states that they must be considered at the beginning 
of planning for new and reconstructed developments 
and street projects. The goal of the policy is to 
balance the long-dominant needs of motorists and 
freight handlers with other, traditionally unconsidered 
users of the road, and to make non-motorized travel 
in Rochester safer and more attractive. 

• Mayo Medical Center Master Plan 
Last adopted in 2016, this plan is updated every five 
years. The plan itemizes the capacities of properties 
across the Mayo Clinic’s varied properties throughout 
Rochester, providing this LRTP with valuable 
information on parking lot and Mayo patient and 
employee shuttle ridership. 

• Airport Master Plan 
The Management Company of Rochester International 
Airport completed its most recent update of the AMP 
in 2009. ROCOG and MnDOT District 6 initiated a 
Subarea Transportation Plan and Corridor 
Preservation Study to address the need for improved 
access to Trunk Highway 63 and the upgrading or 
realignment of perimeter roads serving the airport. A 
new Airport Master Plan is underway and is 
anticipated to be completed by the third quarter of 
2020. Once all the work is done and the Master Plan 
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and Airport Layout Plan are submitted to the FAA, the 
Master Plan will be adopted by the City of Rochester 
(with input from the Airport Company Board and the 
Airport Commission) and the Airport Layout Plan 
approved by the FAA. There will be one more 
opportunity for public input, tentatively planned for 
late June of 2020. 

• Regional Transportation Coordinating Council 
Plan 
MnDOT completed the 2017 Regional Transit 
Coordination Plan for Southeast Minnesota, focusing 
on how to streamline dispatching, share data, and 
improve communication among various transportation 
providers in the 11-county region. 

• Olmsted County ADA Transition Plan 
Adopted in 2018, this plan details the ways in which 
Olmsted County Public Works plans to make all public 
rights of way accessible to all users, regardless of 
disability. 

• County Highway Safety Plan 
This 2009 plan was conducted as part of a 
comprehensive effort to identify safety priorities that 
will contribute to a reduction in serious injuries and 
deaths in crashes on County roads. 

• SE Minnesota Towards Zero Deaths Program 
Begun in 2005, this partnership of 11 counties has 
worked toward reducing traffic fatalities and serious 
injuries by changing the culture of driving. The 

program emphasizes enforcement, engineering, 
education, and emergency medical and trauma 
services. 

• DNR State Trail Planning: Stagecoach Trail and 
Whitewater Country Trail 
The Stagecoach Trail Master Plan of 2012 
recommends linking several state trails in and west of 
Rochester, to be used by pedestrians, bicyclists, 
skaters, cross-country skiers, horseback riders, and 
snowmobilers on various segments along the trail. 
The Whitewater Country Loop State Trail Master Plan 
of 2008 recommends a similar connection between 
trails in Rochester and points farther east. 

• Olmsted County Land Use Plan 
This 2014 plan addresses the land use projections for 
the coming decades, focusing on how to limit urban 
sprawl and thus maintain effective and efficient utility 
and transportation systems. 

• Journey to Growth 
This effort, begun in 2014, was organized around the 
goal of diversifying the regional economy by 
promoting entrepreneurship and business 
development in areas such as manufacturing, 
agriculture, and technology. 

• Olmsted County Capital Improvement Plan 
Included in the 2019-2023 Capital Improvement Plan 
(CIP) is a twenty-year forecast of transportation 
projects that will be needed in Olmsted County. While 
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costs are estimated for these projects, sources of 
funding are not yet identified. 

ROCOG Area Future Land Use Plans 
The Olmsted County and Rochester Land Use Plans 
recognize a 50-year Rochester Urban Service Area 
(RUSA) for planning purposes. Within the RUSA boundary 

Figure 5-1: Olmsted County Future Land Use Map 
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the City has adopted a Future Land Use Plan as a guide 
to community development by providing a consistent set 
of policies applied to general geographic areas to guide 
future land use decisions. The primary purpose of the 
Land Use Plan is to inform the review and approval of 
proposals affecting land use and land development and 
assist in planning for future capital improvement needs. 
In relation to development of the transportation plan, the 
land use plan assists in identifying the intensity and 
character of travel demand, the types of design or 
program features to be considered in different areas of 
the community, and the timing of future improvement. 

Rochester Downtown Master Plan and 
DMC Development Plan 
To assist in applying the principles of the Land Use Plan 
and refine future plans for development, periodically the 
City of Rochester or other public agencies will complete 
major subarea or corridor plans, and private sector 
developers will prepare master General Development 
Plans for smaller areas as a first step in the city 
development approval process. In the last decade, two 
major efforts looking at future downtown development 
have been undertaken: (1) the Rochester Downtown 
Master Plan, a joint effort of the City of Rochester, the 
Rochester Chamber of Commerce, the Rochester 
Economic Development Authority and the University of 
Minnesota-Rochester; and (2) the Destination Medical 
Center Development Plan, led by the Destination Medical 
Center Corporation in cooperation with the City of 

Rochester. These plans provide high-level visionary 
guidance to future land use and public space 
development in the downtown area of Rochester as well 
as to needed downtown mobility improvements. 

Figure 5-2: Example of Graphic Guidance from 
2015 Destination Medical Center Master Plan 

 
It is expected that employment downtown will 
approximately double in the next generation to over 
60,000 jobs in the DMC district. In addition, downtown 
housing is expected to grow from approximately 1,000 
units currently to as many as 3,500 units over the 
planning horizon, and the University of Minnesota-
Rochester will develop a new campus at the south end of 
downtown with capacity for 5,000 students, well above 
the current level of 500 students they are serving in 
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rented space in a downtown mall adjacent to the Mayo 
Medical Center. 

Small City Land Use and Thoroughfare 
Plans 
Most of the small cities in Olmsted County have prepared 
and adopted major street plans, which are illustrated in 
this section. In instances where a city has not prepared a 
transportation system plan, an illustrative Major Street 
Plan has been developed by ROCOG for the purpose of 
identifying a local major street network consistent with 
ROCOG’s System Development Guidelines and access 
management principles, taking into consideration the 
land use plans for the community. It is recommended 
that those communities without an adopted or 
recognized plan utilize the illustrative plans included 
herein as a starting point and eventually develop a major 
street plan. Beginning on the next page are graphics 
illustrating the most recent land use and transportation 
plans that have been prepared and adopted by small 
municipalities in Olmsted County. The following 
paragraphs highlight the vintage of each plan and other 
notes relative to its status. 

ROCOG is focused on planning for regional travel 
patterns, and small city land use and thoroughfare plans 
informed the planning of facilities and services serving 
regional travel needs and the identification of projects 
associated with these regional networks, which are 

primarily state and county highways and transit and 
active transportation facilities and services that serve 
regional travel. 

• Byron: The plan for Byron is adopted as part of 
Byron’s comprehensive plan and was last updated in 
2010 (Figures 5-3 & 5-4). 

• Chatfield: The land use plan for Chatfield was 
adopted as part of a Comprehensive Plan update 
completed in 2015 (Figures 5-5 & 5-6). 

• Dover: The plan for Dover is an illustrative plan 
reflecting current municipal limits and known 
development plans. Plan was shown as illustrative in 
the ROCOG 2040 Plan (Figures 5-7 & 5-8). 

• Eyota: The Land Use plan for Eyota was formally 
adopted in 2008 but had been used as a guide for a 
number of years prior to that (Figures 5-9 & 5-10).  

• Oronoco: In 2012, the Rochester-Olmsted Planning 
Department prepared a future land use map for 
Oronoco (Figures 5-11 & 5-12). 

• Pine Island: The city of Pine Island completed a 
Comprehensive Plan update in 2010 (Figures 5-13 & 
5-14). 

• Stewartville: The city of Stewartville adopted an 
updated land use plan as part of a Comprehensive 
Plan updated completed in 2009 (Figures 5-15 & 5-
16). 



 5 • Drawing from Other Plans 

 5.13 

Figure 5-3: Byron Area Thoroughfare Plan 

 
Figure 5-4: Byron Land Use Plan 

 

Figure 5-5: Chatfield Land Use Plan 

 
Figure 5-6: Chatfield Area Thoroughfare Plan 
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Figure 5-7: Illustrative Dover Area 
Thoroughfare Plan 

Dover Long Range Thoroughfare Plan (Preliminary)
(Developed by staff as part of 2035 Plan)
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Figure 5-8: Dover Land Use Study 
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Figure 5-9: Eyota Land Use Plan 

 
Figure 5-10: Eyota Area Thoroughfare Plan 

 

Figure 5-11: Oronoco Land Use Study 

 
Figure 5-12: Illustrative Oronoco Area 
Thoroughfare Plan 
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Figure 5-13: Pine Island Area Thoroughfare 
Plan 

 
Figure 5-14: Pine Island Land Use Plan 

 
 

Figure 5-15: Stewartville Area Thoroughfare 
Plan 
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Figure 5-16: Stewartville Land Use Plan 
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6  • Public & Agency Involvement
 

Overview/Summary 
Public outreach for ROCOG’s 2045 Long Range 
Transportation Plan began in February 2019 and 
continued through the summer of 2020. ROCOG staff 
employed various means of outreach, from the 
traditional, in-person informational meetings to new 
interactive online methods. Outreach in the summer of 
2020 was marked by the unique experience of social 
distancing requirements in response to the world-wide 
COVID-19 pandemic. This national and state emergency 
necessitated that in-person gatherings be limited in size, 
with participants maintaining a safe distance of at least 6 
feet from each other, and often wearing masks covering 
the nose and mouth. Remote and online outreach was, 
therefore, often preferable and ROCOG staff relied on 
innovative methods such as ESRI StoryMaps to gather 
public input. 

Public Involvement in Developing This 
Plan 
Federal planning guidelines encourage the use of a 
proactive public involvement process to develop and 

adopt the long range transportation plan. ROCOG’s 2019 
Public Involvement Policy (PIP) includes these key 
elements in its public involvement vision: 

• Involve the community in all MPO planning, project 
development, and service development activities that 
impact the delivery of transportation services to the 
citizens of this community. 

• Provide multiple means for citizens to become 
involved in transportation planning efforts that are 
convenient to the citizenry and tailored to their levels 
of interest. 

• Provide information on both broad and specific 
planning issues and about available public 
involvement opportunities. 

• Inform citizens not only about planning options and 
alternatives but also about the constraints and 
political considerations that affect decisions. 

• Seek broad-based community consensus on 
transportation plans through a collaborative process 
by involving and listening to the views of 
representatives of divergent interests and reflecting 
those interests in adopted plans. Area residents, 
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member jurisdictions, affected public agencies, 
representatives of transportation agency employees 
or unions, and public/private providers of 
transportation will be made aware of the activities of 
the MPO. 

During this Plan update process, efforts were made to 
make information available through a number of 
avenues, including in-person presentations and open 
houses, media releases, and the web pages of ROCOG 
and Olmsted County. New in this round of planning was 
the introduction of social media outreach through 
ROCOG’s new Facebook page, and interactive outreach 
opportunities provided by the use of StoryMaps, which 
allowed users to see more detail and provide input about 
proposed projects at their own pace. ROCOG also utilized 
local media such as the Rochester Post Bulletin to 
advertise availability of information and meetings. 
Further, ROCOG staff interacted with the Rochester 
Neighborhood Associations, the Diversity Council, the 
United Way of Olmsted County, Olmsted County Public 
Health educators, and the Olmsted County Community 
Action Program. Interpreter services were offered on 
request for individuals who request such 
accommodations (no requests were received). 

ROCOG used a multi-faceted strategy of public 
involvement. The major elements of the public 
involvement plan for this planning work included: 

 

• Public Open Houses 
Four open houses were held throughout this planning 
process to give the public the opportunity to view 
draft multi-modal maps and view presentation 
materials of the data gathered as of that point in the 
reaffirmation process. Comments were solicited both 
verbally from participants and on comment cards. The 
local media were also invited along with ROCOG 
Board members and other related ROCOG 
committees’ members. The first two open houses 
were traditional, in-person events, and were held on 
February 26, 2019, and October 15, 2019. Due to the 
social-distancing requirements of the COVID-19 
pandemic response, the last open house planned for 
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the summer of 2020 was rescheduled as a pair of 
online, virtual open houses. These were held on 
September 8 and 9, 2020. 

• StoryMaps 
ROCOG developed extensive outreach materials using 
StoryMaps, which provided users an interactive 
experience and allowed them to make direct 
comments about the proposed projects in the plan. 
The StoryMap included maps showing the proposed 
projects in each of the three modes: streets and 
highways, active transportation, and transit. Users 

 

could view each proposed project on a current map 
and make comments about it. The StoryMap also 
included draft presentations about each of the plan 
chapters, which allowed the public to see the 
information contained in the plan as it was being 
developed. Finally, the StoryMap included a Survey 1-
2-3 survey in which users could suggest other 
street/highway, active transportation, or transit 
projects that were not among those identified by staff 
and included in the maps. 

• Social Media 
ROCOG developed a Facebook page for the first time 
as part of the outreach for this plan. This allowed 
ROCOG to better announce upcoming open houses, 
in-person presentations, public hearings, and other 
LRTP-related events. It has also provided ROCOG a 
better way to publicize its work in general as an MPO, 
and thus better explain to the public it serves the 
nature and role of its work. 

• Downtown Rapid Transit Outreach 
Because Rochester’s Downtown Rapid Transit 
(formerly known as the Circulator) project is being 
developed at the same time as this Long Range 
Transportation Plan update, ROCOG has worked 
closely with the City of Rochester in incorporating this 
major transit project in the LRTP. Outreach for 
inclusion of this project in the LRTP was mainly in the 
form of a website and community meetings run by 
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City of Rochester staff and their consultants and 
attended by ROCOG/Olmsted County Planning 
Department staff. ROCOG staff contact information 
was also readily available on the web site for further 
input or question/answer opportunities during the 
entire reaffirmation planning process. 

• Rochester Pedestrian/Bicycle Advisory 
Committee (PBAC) 
PBAC worked with staff on development of Chapter 
12 regarding non-motorized systems planning. This is 
the third plan development process where PBAC has 
provided input to the development of the LRTP. PBAC 
is also proactive in reaching out through community 
forums and workshops to provide a venue for 
community discussion on issues of importance related 
to non-motorized travel in the community. 

• ROCOG Transportation Technical Advisory 
Committee (TTAC) 
TTAC worked with staff in the development of the 
Plan’s chapters addressing roadway network 
development, safety, system management and 
operations, transit operations, and financing of the 
long-range plan recommendations. 

• ROCOG Policy Board 
As part of an initial agreement, the Board met on 
their regular schedule throughout the long-range plan 
reaffirmation process. They commented on 
summaries of the draft plan chapters as they were 

developed and provided input and direction when 
needed. 

 

• Rochester Citizens Advisory on Transit 
Committee (CAT) 
Olmsted County Planning Department staff met with 
this group prior to the early public forums and four 
more times (May and September 2019, and July and 
August 2020) throughout the planning process. In 
addition to these specific activities, the City of 
Rochester’s Transit and Parking Division and members 
of CAT are proactive in working with social service 
agencies and at the neighborhood level to investigate 
the transportation needs of environmental justice 
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populations. The Rochester transit service attempts to 
provide services that meet the transportation needs 
of the disabled and low-income through fixed route 
public transit and the ADA paratransit services. 

• Public Comment Period & Public Hearing 
A 30-day public comment period began August 19, 
2020, as part of the review of the final draft plan. 
Copies of the plan were available at the Olmsted 
County Planning Department offices and on-line. 
Resource agencies were also given notice of this 
comment period for their review. A formal public 
hearing was held at the beginning of the public 
comment period to provide interested stakeholders an 
opportunity to address any issues or concerns with 
ROCOG and ROCOG staff. 

• Update of the 2045 Plan 
Formal action to update the 2045 Long Range 
Transportation Plan was taken on September 23, 
2020. Following that action, the full plan was posted 
on-line, and print copies of the plan will be made 
available upon request. 

Major Outreach Efforts 
ROCOG staff engaged in purposeful outreach efforts for 
this plan update, with the intention of generating more 
public comments than had been received in the past. The 
major outreach efforts included in-person outreach, 

digital outreach, presentations to groups, and solicitation 
of agency input. 

In-Person Outreach 
Open houses are a more traditional type of outreach that 
ROCOG staff employed to educate the public about the 
LRTP and to elicit their feedback. Four open houses were 
held: traditional in-person events on February 26, 2019, 
and October 15, 2019; and online, virtual events on 
September 8 and 9, 2020. Both in-person open houses 
were held in a large meeting room and atrium at the 
Olmsted County Planning Department, starting in the late 
afternoon and extending until the evening. All events 
were announced to the print and broadcast news media 
and posted on the ROCOG website and Facebook page. 

For the in-person meetings, ROCOG staff produced 
posters and handouts that explained the nature of the 
plan and what it would contain. At the virtual open 
house, ROCOG staff delivered a PowerPoint summary of 
the plan and fielded questions from the audience. 

The February 2019 open house was dedicated to 
presenting the background information gathered at that 
point about the planning area, and information about the 
nature of ROCOG as an MPO. This open house generated 
30 comments from the public. The October 2019 open 
house was focused much more on getting comments 
about specific modal (i.e., street/highway, active 
transportation, and transit) projects that had been 
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identified by that point. This open house generated 19 
comments from the public. The virtual open houses in 
September 2020 focused on the finalized projects list and 
plan recommendations. Together, the virtual open 
houses generated 38 responses. 

 
Pop-ups were a new type of outreach that ROCOG 
employed as part of this plan update. During the summer 
and fall of 2019, ROCOG staff brought a select number of 
informative posters about the modal projects to various 
sites and engaged attendees or passersby to get their 
input on proposed projects. During the pop-ups, ROCOG 
staff engaged dozens of people and generated nearly 
100 comments. ROCOG staff set up at the following 
events: 

• Diversity Council Annual Celebration, Phoenix Farm, 
August 7, 2019 

• Shoppes at University Square in the downtown 
skyway, September 11, 2019 

• University of Minnesota-Rochester, main lobby, 
September 11, 2019 

A fourth pop-up was originally scheduled for the 
Rochester Public Library, but a burst pipe caused a flood 
that closed the library for several days and reduced 
usable space in the building for several weeks after that. 
ROCOG staff were forced to cancel that event. 

Digital Outreach 
ROCOG utilized its website (rocogmn.org) to make 
announcements about upcoming meetings, outreach 
events, and general topics related to the LRTP specifically 
and ROCOG more generally. To this more traditional 
means of outreach, ROCOG added a Facebook page in 
2019. Both the ROCOG website and Facebook page were 
not used so much to promulgate LRTP information 
themselves, but instead were used to point users to an 
innovative method of presenting the large amounts of 
information about the LRTP: ESRI StoryMaps. 

ROCOG staff constructed StoryMaps for each chapter of 
the LRTP, as well as for the modal projects. Each chapter 
had a summary presentation that allowed for dynamic 
graphics to be placed along with informative text, 

https://www.co.olmsted.mn.us/planning/rocog/Pages/default.aspx
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allowing the information to be presented in a more 
engaging manner than would have been true with a 
mere PDF or Word document. 

 
Each mode (streets/highways, active transportation, and 
transit) had a StoryMap that showed the proposed 
projects on a map of the area. Users could click on the 
individual projects to see more information about them 
and to leave comments about that particular project. The 
modal StoryMaps also included a survey in which users 
could suggest other projects that were not identified on 
the draft map. By the end of the fall 2019 public 

comment period (November 30, 2019), the StoryMaps 
had generated 185 comments. As points of comparison, 
the traditional method of waiting for the public to send in 
their comments resulted in eight responses (all emailed 
to staff); the in-person outreach in fall 2019 (see section 
above) and presentations to groups (see next section) 
totaled 141 comments from the public. 

The StoryMap experience was very productive in terms of 
generating interest and input from the public. ROCOG 
staff concluded that StoryMaps are a very helpful 
companion effort to the traditional method of in-person 
outreach and presentations to groups by allowing people 
who attend an in-person event the opportunity to 
investigate the information further, at their leisure, and 
contribute more thoughtful comments. One piece of 
information ROCOG staff did not capture in this process, 
and which would be important to do in the next effort, 
was whether StoryMap users had attended an in-person 
outreach effort or a presentation to a group. Knowing 
this would give ROCOG a better understanding of how 
the in-person and traditional methods of outreach may 
have driven traffic to the StoryMaps. 

During the public comment period that ended September 
23, 2020, the StoryMaps generated 44 responses from 
the public. 
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Presentations to Groups 
ROCOG staff produced a PowerPoint summary of the 
information that would be included in the LRTP and 
focused it on the modal projects. Staff took this 
presentation to various locations in the summer and fall 
of 2019 and solicited questions and comments from each 
audience. ROCOG made this presentation to the following 
groups: 

• Pedestrian and Bicycle Advisory Committee, August 
20, 2019 

• Intercultural Mutual Assistance Association, 
September 17, 2019 

• R Neighbors/Council of Neighborhoods, September 
17, 2019 

• Olmsted County Township Officers Association, 
September 26, 2019 

• Citizens Advisory on Transit, September 26, 2019 
• Olmsted County Planning Advisory Commission, 

October 3, 2019 
• City of Rochester Planning and Zoning Commission, 

October 9, 2019 
• Chamber of Commerce Transportation Forum, 

October 11, 2019 
• One Topic, One Hour (at 125 LIVE), October 21, 2019 
• County Committee of the Whole, November 19, 2019 

• Rochester City Council Study Session, December 2, 
2019 

These presentations resulted in 33 questions and 
comments from the public. 

In the summer of 2020, ROCOG staff made further 
presentations to the following groups: 

• Pedestrian and Bicycle Advisory Committee, August 
12, 2020 

• Citizens Advisory on Transit, July 23, 2020 
• Citizens Advisory on Transit, August 27, 2020 

These presentations resulted in seven responses from 
the public. 

Solicitation of Agency Input 
In December of 2019, ROCOG sent an email to a list of 
contacts at various federal, state, and local agencies, 
organizations, companies, and nonprofits that might have 
an interest in commenting on the LRTP. The Minnesota 
Department of Natural Resources provided the only 
response: a recommendation that “impacts to natural 
resources be avoided and minimized to the greatest 
extent possible,” and a thorough set of guidance on how 
transportation projects can work to minimize damage to 
vulnerable species and habitats. 
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Resource Agency Consultation 
ROCOG works with resource agencies on plans and 
projects to ensure that the most up-to-date resource 
inventory and program information is considered during 
the development of areawide land use plans and 
transportation system plans. 

Consideration of environmental resources plays a key 
role in development of the land use plans, including 
designation of urban growth areas and resource 
protection areas that lay the foundation of the 
transportation system planning that ROCOG conducts. 
ROCOG is involved in this land use planning effort and 
through those efforts seeks to gather meaningful input 
relevant to the transportation planning process. This in 
turn leads to the development of this long range 
transportation plan. 

Other 
Finally, ROCOG alerted the media, including the 
Rochester Post Bulletin newspaper, to the LRTP planning 
process, and the various open houses and public input 
opportunities throughout the planning process. ROCOG 
also set up a static display of posters, selected from 
among those presented at the open houses, at the 
Government Center, September 23-27, 2019. These were 
not staffed but were accompanied by cards with ROCOG 
contact information that encouraged users to visit the 
StoryMaps to leave their comments. 

Results of Outreach 
Results of the outreach effort are reported in greater 
detail in documents gathered in Appendix B. 

First Round: February 2019 
The February 2019 open house was an attempt to 
introduce the overall concepts of the plan to the public, 
and to elicit general comments and questions about the 
scope of the plan and the type of recommendations that 
would result from it upon adoption more than a year and 
a half later. Most of the responses from the public at the 
February 2019 open house were questions about the 
nature of the projects identified for each of the modes. 
The comments that were collected mainly concerned 
roadway improvements, active transportation 
infrastructure improvements, safety, transit, and general 
development concerns (Figure 6-1). 

Second Round: Fall 2019 
The fall 2019 outreach effort was much more intense, 
with dozens of scheduled efforts spanning in-person and 
digital activities. The in-person activities of presentations 
to groups, pop-up interviews, and an open house in 
October 2019 generated 42% of the responses during 
this outreach period. The StoryMap digital outreach effort 
generated another 55% of the total 334 responses (the 
remainder of the responses came as emails to staff). 
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Figure 6-2 illustrates the proportion of comments made 
using each method. 

Figure 6-1 

 
Figure 6-2 

 

 

Active urban transportation was the mode that garnered 
the most responses, with streets/highways coming in 
second (Figure 6-3). 

Figure 6-3 

Active urban transportation also dominated the 
responses from StoryMaps users. In-person responses 
were much more evenly split among transit (with the 
most), streets/highways, and active transportation. 
Figure 6-4 shows the proportion of comments for the 
different modes broken down by in-person or StoryMap 
comments. 

The Downtown Circulator (later known as Rapid Transit) 
was the single topic that garnered the most responses, 
which were mostly in-person questions since the 
Circulator was not presented in StoryMaps (the project 
development was not far enough along during the period 
when StoryMaps were being built and made ready for 
public comment). Along with the Circulator, other topics 
and projects showed different patterns of response from
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Figure 6-4 

 
 

in-person to digital outreach. When the responses to all 
the projects across all methods of response were 
analyzed, four street/highway projects in the city of 
Rochester emerged near the top of the responses from 

both in-person and online respondents. The following is a 
ranking of the projects with the most responses: 

1. The US-14/County Road 104 future interchange 
(generally positive response) 
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2. Widening Civic Center Dr NW (evenly split responses 
between definitely in favor and definitely against) 

3. Relocating the 55 St NW/E Frontage Rd NW 
intersection (mixed reactions; respondents saw pros 
and cons) 

4. The North Broadway Ave. and 14 St NW/NE 
intersection (generally positive response) 

Projects 1 and 4 were mostly supported because 
respondents saw a need to address serious safety 
concerns. Indeed, improving road safety was the most 
common need to be addressed, as identified by 
respondents, along with improving bike/ped connections 
and traffic back-up relief. There was less agreement 
among the public about the necessary solutions to 
transportation problems, and the split between in-person 
and StoryMap responses is reflected in the priorities of 
suggested solutions. The following is a ranking of the 
most common priorities identified, with the method of 
response in parentheses: 

1. More transit routes/frequency (in-person) 
2. Must include bicycle facilities (StoryMap) 
3. New paved connection (in-person) 

Third Round: Summer 2020 
In August and September 2020, ROCOG took on 
outreach during the COVID-19 pandemic response, which 
limited, and in many cases prohibited, in-person 
gatherings of the kind typical of planning outreach 

efforts. All activities that would normally be conducted in-
person had to be done with remote meeting technology, 
such as Skype, Teams, Zoom, etc. In this analysis, we 
will refer to meetings with different groups and virtual 
open houses as “in-person (remote meeting)” with the 
understanding that these activities are analogous to the 
traditional in-person meetings and open houses ROCOG 
would normally hold. 

The summer 2020 outreach effort resulted in 87 
responses from the public. These were split fairly equally, 
with 42 coming from StoryMap comments and 45 coming 
from in-person (remote meeting) responses during 
committee meetings and virtual open houses (Figure 6-
5). 

Figure 6-5 
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The in-person (remote meeting) activities generated 45 
responses. The specific modes of transit and active 
transportation each prompted about a quarter of all 
responses (11 and 12, respectively). The other 22 
responses were in regard to general topics about the 
Plan, combinations of modal use, etc. (Figure 6-6). 

Figure 6-6 

 

 

The StoryMaps generated 42 responses, and they were 
dominated by the 31 related to the Active Regional 
mode, which made up three-quarters of the responses. 
Streets and Highways generated five responses, and 
Active Urban and Transit–Park and Ride each generated 
three. Transit–Primary Transit Network did not generate 
any responses (Figure 6-7). 

There was not much overlap in themes or projects 
between the in-person (remote meeting) responses and 

Figure 6-7 

the StoryMap responses. StoryMap responses were 
project-specific, because the nature of the StoryMap 
commenting system basically forced users to comment 
on a specific project, rather than ask questions more 
general in nature. The in-person (remote meeting) 
responses, however, were allowed to be more free-form, 
since they did not have a structure like StoryMaps 
imposing an external discipline on the responses and 
because ROCOG staff were available to answer more 
general questions and any follow-ups. 

The in-person (remote meeting) responses ranged across 
several topics. Among the transit-related responses, the 
most popular topic was the Downtown Rapid Transit and 
the BRT vehicles it would introduce to Rochester. The 
second-most popular transit topic was the park and ride 
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system, particularly how it would operate in areas 
outside of Rochester. 

The active transportation topic most popular among in-
person (remote meeting) attendees was the construction 
of wider shoulders and off-street trails. The second-most 
popular topic was policies and infrastructure related to 
commuters and electric bike charging. 

The in-person (remote meeting) activities mostly 
generated general responses from the audiences. The 
most popular topic among these general responses was 
how transportation planning could further the cause of 
racial, social, and economic equity. The second-most 
popular topic was how transportation planning could 
result in lower carbon footprints. 

The StoryMap responses coalesced around bicycle safety 
projects that would connect users to different places in 
the MPA, especially in the southeast quadrant of 
Rochester and points beyond. The three most common 
projects to have comments were: 

• Provide 5’-6’ asphalt shoulders along CSAH 1 from 
97th ST SE south to TH 30 

• Construct off-road trail connecting Chester Woods 
County Park with Eyota and Dover 

• Provide 7’-8’ asphalt shoulders along CSAH 11 from 
CSAH 36 (Marion Rd) to TH 14 

Other projects that elicited several responses were those 
that proposed wider shoulders on County State Aid 
Highways. 
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7  • Safety and Security Planning 
 

Overview/Summary 
Transportation safety has been and continues to be a 
national and statewide priority. The Fixing America’s 
Surface Transportation (FAST) Act of 2015 continues the 
basic framework of the federal highway safety program 
first established under SAFETEA-LU in 2005. The 
Highway Safety Improvement Program (HSIP) remains 
the core Federal-Aid safety program, focused on 
achieving a significant reduction in fatalities and serious 
injuries on all public roads. 

HSIP requires each state to prepare and periodically 
update a Strategic Highway Safety Plan (SHSP). 
Minnesota adopted an updated 2020-2024 SHSP in July 
of 2020. The Plan identifies updated Emphasis Areas that 
were prioritized through a data driven, collaborative 
process with the state’s safety partners, including MPOs. 
The HSIP program provides federal funds to states to 
implement the strategies identified in the SHSP. 

As part of efforts to facilitate safety planning across the 
state, MnDOT also prepares District-level safety plans 
and funds, in partnership with Counties, the preparation 
of County Highway Safety Plans (CHSP), which apply the 

same data driven process at the county level to 
understand what specific factors and conditions in a 
given county are important contributors to vehicle 
crashes. The current MnDOT District 6 Safety Plan was 
prepared in 2016 and the current Olmsted County 
Highway Safety Plan dates to 2009. A planned update of 
the Olmsted County Plan is expected to occur during 
Phase 1 of a proposed statewide project to update CHSPs 
across the state and is scheduled to commence by the 
end of 2020. 

ROCOG’s planning process is consistent with the State, 
District, and County Highway Safety Plans and with 
transit safety/security plans and programs. ROCOG 
recognizes engineering, education and enforcement as 
three key components of the highway safety effort, and 
local law enforcement, public works, emergency 
responders, and community education organizations are 
actively involved with the statewide Towards Zero Death 
initiative to advance and improve safety outcomes across 
the state. 

Safety is a factor considered in the programming of funds 
in the MPO Transportation Improvement Program (TIP). 
ROCOG also reviews and comments on projects that 



7 • Safety and Security Planning 

7.2  

come forward through the state managed HSIP funding 
process, eventually including recommended projects in 
the TIP. HSIP project applications are subject to a 
rigorous evaluation to ensure consistency with state and 
federal guidelines prior to funding. 

Given the strong behavioral focus of many of the safety 
programs, the collaboration of safety partners is 
important to achieving beneficial outcomes. At the 
regional level, the key organization for coordinating 
information and programs is Southeast Minnesota 
Towards Zero Deaths, an initiative managed out of the 
District 6 MnDOT office. Locally, the City of Rochester, 
Olmsted County, MnDOT District 6, Olmsted County 
Sheriff, Rochester Police, and Minnesota State Patrol 
maintain a Safety Working Group that meets periodically 
to review crash incidents that involve fatal or serious 
injuries and coordinate education and enforcement 
efforts across the ROCOG area. 

Transportation security was added as a primary planning 
element in SAFTEA-LU and is also continued in the FAST 
Act. 23 U.S.C. § 134 now states “The metropolitan 
transportation plan should include appropriate 
emergency relief and disaster preparedness plans policies 
and strategies that support homeland security (as 
appropriate) and safeguard the personal security of all 
motorized and non-motorized users”. 

Primary security planning and preparedness activities in 
the ROCOG area are generally handled by emergency 

management staff with MnDOT, Olmsted County, and the 
City of Rochester. ROCOG staff coordinated Olmsted 
County’s 2009 All Hazard Mitigation Plan and worked with 
Olmsted County Emergency Management on its 2017 
update. ROCOG staff and Rochester Emergency 
Management teamed up to lead the planning effort for 
Rochester’s first All Hazard Mitigation Plan, also adopted 
in summer 2017. 

A Hierarchy of Plans Guiding Safety 
Planning and Programming 
As noted in the introduction, recent federal 
transportation legislation, beginning with SAFETEA-LU in 
2005, directed a new framework for safety planning 
anchored around a focus on reducing crashes involving 
fatalities and serious injury. The phrasing “Towards Zero 
Deaths” has come to characterize the national highway 
safety strategy and essentially marks the vision set forth 
in federal legislation. 

State Departments of Transportation and Public Safety 
are charged with leading this nationwide effort. States 
are required to produce and periodically update a State 
level Strategic Highway Safety Plan (SHSP). This new 
national strategy, while not minimizing the impact of 
design and operations as a cause of fatal and injury 
crashes, placed more emphasis on considering the 
behavioral causes of crashes in safety planning and 
programs. 
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In Minnesota, MnDOT has led the way in terms of safety 
planning under this new framework, preparing and 
updating periodically a SHSP. MnDOT is in the process of 
preparing its third iteration of a SHSP in 2020. MnDOT 
has also supported the extension of a more rigorous, 
data driven planning process to lower levels of its 
organization as well as local governments. A District 6 
Strategic Safety Plan was prepared in 2016, and MnDOT 
provided support for development of an Olmsted County 
Highway Safety Plan in 2009—an update is scheduled to 
get underway with MnDOT support in the latter part of 
2020. 

An important part of the approach to highway safety 
planning that has evolved in Minnesota as a result of the 
national “Towards Zero Death” strategy is the 
organization of regional Towards Zero Death (TZD) 
Committees in each MnDOT District across the state. The 
TZD Committee in each MnDOT district has become a 
central organizing collaborative of local public works and 
public safety agencies, local law enforcement, private 
highway safety advocates and non-profit safety groups 
for educating and encouraging the public to practice 
good driving habits. 

The following sections provide a summary of the highway 
safety activities and strategies relative to the ROCOG 
area that currently are being actively implemented. A 
summary of relevant highlights from each level of plan 
(state, district, county) is provided. Each planning level 

(state, district, county) have adopted plans organized 
around the idea of safety “Emphasis Areas”, as described 
in the next section. 

Emphasis Areas from the State to the 
County Level 
At the federal level, a total of twenty focus areas have 
been identified as being important in the quest to reduce 
the number of fatal and serious injury crashes. Focus 
areas represent crash types or factors that contribute to 
crashes and are often connected to one another. These 
twenty factors reflect a broad cross section of behavioral, 
modal, design and enforcement considerations that all 
play a role in creating a culture of safety. The universe of 
emphasis areas currently recognized have been driven by 
work at the national level; states and their regional and 
local partners are asked to select particular focus areas 
based on a participatory planning process including 
agency and community interests involved in the process 
of improving safety outcomes. 

In the 2020 draft SHSP, the focus areas have been 
grouped into four areas to better clarify the role of each 
in pushing for progress on the overall vision of zero 
deaths. These four groupings are: 

• Core focus areas have been given a high degree of 
emphasis in the traffic safety community and will 
continue to be strong areas of focus. These areas 
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factor into a large portion of fatal and serious injury 
crashes and require continued attention. 

• Strategic focus areas are emerging priorities. They 
are rising in importance due to factors such as 
changes in prevalence, public/stakeholder perception, 
and demographics. These focus areas may require 
new initiatives to address changing demands. 

• Connected focus areas represent a smaller portion 
of crashes compared to other focus areas, but most 
crashes are correlated with other focus areas. 

• Support solutions are focus areas involving safety 
techniques and systems that enhance multiple 
strategies. Support Solutions are wide ranging and an 
integral part of other focus areas. 

Table 7-1 illustrates how the twenty primary emphasis 
areas identified have been classified for purposes of the 
SHSP. For comparison, it also indicates which of the 
factors were identified in the last Olmsted County 
Highway Safety Plan as core areas of concern. 

Table 7-1: Minnesota’s Emphasis Area Hierarchy 
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Source: MnDOT Draft 2020-2024 SHSP; Olmsted County 2009 
County Safety Highway Plan 

The focus area priorities were established to ensure a 
data-driven outcome that will be understood and 
supported by everyone. Past versions of the SHSP have 

demonstrated through analyses that focus areas are 
often correlated with one another as crashes in one focus 
area can have a similar positive or negative effect in 
another area. For this reason, the priorities established in 
SHSP are inclusive of all the focus areas to reflect the 
nature of these relationships. 

Minnesota Strategic Highway Safety Plan 
The Draft 2020-2024 Minnesota Strategic Highway Safety 
Plan (SHSP) highlights Minnesota’s commitment to 
Towards Zero Deaths, the cornerstone program aimed at 
reducing traffic related crashes in the state of Minnesota. 
The draft SHSP modifies the intermediate target for the 
state related to fatalities and serious injury, as shown in 
Figure 7-1. 

Figure 7-1 
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The SHSP identifies a list of specific strategies for each of 
the focus areas identified in the Core and Strategic Focus 
Area groups shown in the previous section. These 
strategies have been selected based on input from 
stakeholders across the state through various events and 
venues as promising actions for helping the state achieve 
its stated goal of zero deaths and serious injuries. The 
strategies and supporting tactics have been further 
prioritized into two groups, as follows: 

1. Five Year Priority Strategies—key opportunities 
identified to reduce the number of deaths and serious 
injury on Minnesota roadways 

2. Year One Priority Tactics—31 specific tactics have 
been identified for initial 2020 efforts 

The ten Priority Strategies for the next five years include: 

• Provide more enforcement and legislative actions to 
lower inattentive driver rates 

• Provide funding, training, and technology for impaired 
driving law enforcement 

• Improve safety through intersection roadway design 
changes and alternative intersections 

• Update planning policy 
• Utilize enforcement to reduce speeding 
• Design roadways to reduce the frequency and 

severity of lane departure crashes 

• Provide funding and training for seat belt law 
enforcement 

• Increase public awareness of the safety risks faced by 
older drivers 

• Increase education and awareness for drivers and 
pedestrians 

• Improve driver education and the graduated driver 
license law 

• Reduce speeding in work zones 
• Improve motorcycle safety-related policies 

These policies all dovetail with the priorities of local 
jurisdictions in the ROCOG Planning Area who will 
continue their active participation, coordinated through 
the Southeast Minnesota Towards Zero Deaths team, to 
advance the outcomes these policies strive to achieve in 
the name of reaching the overall goals of the SHSP.  

As noted in the draft SHSP, a key aspect of implementing 
the SHSP is for traffic safety partners to integrate relative 
strategies and targets into their own plans and programs. 
Figure 7-2 shows where, in terms of public plans and 
programs, these linkages can be achieved. Particularly in 
regard to enforcement and education, local law 
enforcement and local traffic safety advocates have been 
active in partnering with state agencies on various efforts 
over the years.
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Figure 7-2: Summary of SHSP Linkages to Other Plans 

 
Source: MnDOT Strategic Highway Safety Plan 
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MnDOT District 6 Highway Safety Plan 
In 2015, MnDOT undertook an effort to update safety 
plans for its eight districts across the state. The focus of 
this effort was to do a deeper dive on the data related to 
state highways across Minnesota to confirm high crash 
locations while conducting a systematic assessment of 
risk across the system. The outcome of this effort was to 
identify a prioritized list of safety projects based on 
appropriate strategies for each priority location. Figure 7-
3 highlights the locations identified in the ROCOG 
Planning Area. 

The project areas shown in Figure 7-3 fall into one of five 
groups 

• Rural multi-lane segments 
• Rural multilane/expressway 
• Urban segments 
• Rural intersections 
• Urban intersections 

Common improvements recommended for each category 
are listed below. 

Rural 2-Lane Segments 
• Shoulder rumble strips 
• Paved shoulders 
• Centerline rumble strips 

Rural Multi-Lane Segments 
• Cable median barrier 
• Rumble strips both sides 
• Recessed lane markings 

Rural Expressways 
• Cable median barrier 
• Wide edge reflective markings 
• Clear zone maintenance 
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Figure 7-3: Corridors & Intersections Identified for Safety Investment in MnDOT District 6 Safety Plan 
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Rural Roads with Crash Risk on Curves 
• Chevron or arrow boards 
• Lighting 

Urban Segments 
• Dynamic speed feedback signs 
• Traffic signal updates 
• Lane conversion  

Rural Intersections 
• Upgraded signs and pavement markings 
• Streetlights 
• Mainline dynamic warning signs 
• Rural intersection conflict warning systems 

 

Urban Intersections 
Two types of issues were identified for urban 
intersections: the risk associated with right angle crashes 
and the risk of crashes involving pedestrians and 
bicyclists. 

Right Angle Crashes 
• Offset turn lanes 
• Red light confirmation lights 

 
Crashes Involving Pedestrians and Bicyclists 
• Installation of countdown timers 
• Provision of leading pedestrian walk interval 
• Curb extension 
• Median refuge 
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Olmsted County Highway Safety Plan 
The 2009 Olmsted County Highway Safety Plan was 
developed using the same data driven process that 
emerged from preparation of the first SHSP for the State 
of Minnesota. Based on technical analysis and discussion 
with local staff and community members, a set of lower 
cost safety projects and programs were supported. 

• Increased use of edge line rumble strips, wide edge 
lines, and chevron warning signs were recommended 
for rural highway projects. 

‣ 38 segments involving 164 miles were targeted for 
the addition of edge line rumble strips 

‣ 18 projects involving approximately 84 miles will 
add wide edge lines to better delineate road lanes 

‣ Chevron warning signs will be placed at 22 high 
risk locations to alert drivers to curves ahead 

• Six urban, two-way stop-controlled intersections were 
identified for risk reduction. Recommendations for 
median restriction or closure were the primary 
outcome from the safety study. 

• Twenty-five rural two-way stop-controlled 
intersections were identified for risk reduction related 
to right angle crashes. With most crashes occurring 
after dusk, a package of improvements including 
street lighting, upgraded signs and pavement 

markings, and dynamic mainline warning were 
suggested for implementation. 

• Olmsted County and ROCOG involvement in various 
partnerships was recommended to continue. 

‣ Countywide Fatal Crash Review Committee 
‣ Southeast Minnesota TZD 
‣ Safe Community Coalitions 
‣ Coordination with Olmsted County Public Health 

around efforts to educate drivers about seat belt 
usage, impaired driving, and speeding 

‣ Coordination with the Olmsted County Sheriff and 
other law enforcement regarding snow and ice 
issues and efforts to reduce red light running 

• With a focus on bicycle safety, the plan recommended 
increased coordination with ROCOG and other local 
road authorities on planning for paved shoulders and 
off-road trails and paths in new construction and 
reconstruction projects along county roads. 

City of Rochester Safety Planning 
The City of Rochester annually reviews traffic accident 
data to identify those locations with five or more crashes 
per year in order to monitor trends and review for 
needed safety improvements. The City routinely reviews 
its roadway system to identify potential locations that 
would benefit from low cost safety improvements. 
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Improvements 
• Traffic signals adjacent to the Canadian Pacific 

mainline were wired to the RR crossing signals to 
provide for RR signal preemption (allows the tracks to 
clear before the gates come down for safety). These 
locations also have battery backup systems in place to 
ensure the signals operate even during a power 
outage. 

• LED flashing stop signs were installed at high crash 
intersections that are approaching signal volume 
warrants. 

• Pedestrian activated flashers were installed at 
pedestrian crossings.  

• In-street pedestrian crossing signs on 4-lane streets 
with high pedestrian volumes were installed as pilot 
projects at two locations. 

• Driver feedback speed signs were installed at 
different school speed zones. 

• Battery back-up systems for signals were installed at 
critical high-volume intersections. 

Annual Asset Management Strategies 
• Pavement marking repainting, funded at an annual 

level of $50,000 to $100,000 per year 
• Installing Audible Pedestrian push buttons (APS) 

funded at $10,000 per year 

• Capital Improvements Program budgeting to  

‣ Replace old LED signal indicators 
‣ Replace two older signal systems on an annual 

basis 

• Installing pedestrian ramps at various locations, 
funded at $50,000 per year 

• Adding Safe Routes to School infrastructure, funded 
at $25,000 per year 

Public Transit Safety Plan 
Rochester Public Transit has developed an Agency Safety 
Plan which is in the process of being revised in the 
second half of 2020 to address transit safety 
performance planning elements required under federal 
legislation. The updated plan will identify safety 
performance targets in addition to the following plan 
elements: 

• Safety management policies 
• Safety risk management controls and procedures 
• Safety performance monitoring and measurement 

procedures 
• Safety promotion, with a focus on employee training 

and education 

Discussion of Transit Safety Performance targets is 
included in Chapter 10 in a larger discussion of 
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performance planning and ROCOG area targets and 
outcomes. 

Minnesota Toward Zero Deaths 
Minnesota has a long history of developing and 
implementing programs focused on improving traffic 
safety. Before 2001, these activities were primarily the 
responsibility of individual state agencies. In response to 
an increasing trend in the number of traffic-related 
fatalities and serious injuries in Minnesota, and concerns 
about the effectiveness of individual safety efforts, the 
Minnesota Departments of Public Safety, Transportation, 
and Health in 2003 established the Toward Zero Deaths 
(TZD) program to integrate safety programs in the state. 

 

Today, Minnesota TZD is the State’s cornerstone traffic 
safety program, employing an interdisciplinary approach 
to reducing traffic crashes, injuries, and deaths on 
Minnesota roads. TZD aims to tie agency efforts with a 
common vision and mission for even greater success, 
with a focus on proven safety countermeasures in the 
areas of education, enforcement, engineering, and 
emergency medical and trauma services (the “4Es”). 

Local Coordination 
Within the Rochester area, there are several agencies 
and organizations that work closely with the TZD 
program on initiatives and programming, particularly in 
the area of education. Recent examples include: 

• Olmsted County Seat Belt Challenge involving 
students from seven schools 

• Regional TZD event at a Rochester Honkers baseball 
game, where people were invited to explore 
emergency vehicles and visit with emergency 
responders 

• Rochester Police and Olmsted County Sheriff 
Departments partnered with TZD to recognize a 
young traffic safety leader from John Marshall High 
School in Rochester who produced the video “No text 
is worth a death” 

• The Olmsted County Sheriff’s office partnered with 
TZD and Rochester Community and Technical College 
to raise awareness about distracted driving by 
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assisting students to create a video about the dangers 
of distracted driving 

The Olmsted County Sheriff’s Office has also partnered 
with the Southeast Minnesota TZD program staff to 
produce a series of videos to coincide with different 
enforcement periods that have been conducted in the 
District 6 areas in recent years. These have included: 

• Distracted Driving 

https://www.facebook.com/OlmstedSheriff/videos/44
7549989329425/ 

This video locally supported a Distracted Driving 
Community Outreach event at the greater Rochester 
University Center. It included a distracted driving 
simulator for students and the public to experience. 

• Impaired Driving 

https://www.facebook.com/OlmstedSheriff/videos/56
8938030195708/ 

Related to impaired driving, the Rochester Police 
Department received national recognition for their 
Drive Sober or Get Pulled Over DWI efforts. Rochester 
PD is one of only five law enforcement agencies in 
NHTSA’s Region 5 to receive this recognition. 

• Seat Belt Usage 

https://www.facebook.com/OlmstedSheriff/videos/21
89490487794008 

Seat belt efforts have focused on educational 
activities along with various enforcement 
mobilizations. The rate of compliance has been 
trending upward and was 89.3% in 2019. The 
regional trend in seatbelt compliance is shown in 
Figure 7-4. 

Figure 7-4: Regional Seatbelt Compliance Rates 

 
Source: SE Minnesota TZD 2019 Annual Report 

• Motorcycle Safety 

https://www.facebook.com/OlmstedSheriff/videos/35
1788675680333/ 

In addition to education events, local law enforcement 
has also worked with TZD and state patrol staff on 
enforcement activities such as the Border to Border 
Speed Saturation initiative. This effort targeted TH 14 
throughout District 6 for one day which included 

https://www.facebook.com/OlmstedSheriff/videos/447549989329425/
https://www.facebook.com/OlmstedSheriff/videos/447549989329425/
https://www.facebook.com/OlmstedSheriff/videos/568938030195708/
https://www.facebook.com/OlmstedSheriff/videos/568938030195708/
https://www.facebook.com/OlmstedSheriff/videos/2189490487794008
https://www.facebook.com/OlmstedSheriff/videos/2189490487794008
https://www.facebook.com/OlmstedSheriff/videos/351788675680333/
https://www.facebook.com/OlmstedSheriff/videos/351788675680333/
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outreach, use of media such as electronic message 
boards, and local news organizations to raise awareness 
about the impact of speeding. 

A major area of emphasis in 2019 were efforts to 
promote hands free mobile phone usage when driving. 
The Rochester Police and Olmsted County Sheriff Offices 
participated in events including Safe City Nights, a local 
Governor’s media event, and multiple other community 
events to get the message out about the new hands-free 
law adopted in 2019. These examples highlight ongoing 
local involvement of ROCOG area organizations in 
ongoing TZD efforts. 

Regional TZD 
The Southeast Minnesota TZD organization has two 
major goals identified in its Strategic Plan: 

1. Reduce fatalities and serious injuries related to traffic 
related crashes 

2. Pursue partnership goals to increase TZD awareness 
and partnerships across southeast Minnesota for both 
the general public and traffic safety professionals 

With respect to Goal 1, there were 44 fatalities and 154 
serious injuries reported from 2014-2018 in the SE TZD 
area, as shown in Figure 7-5. To reduce this number, the 
organization is focusing on increasing seat belt law 
compliance rates as a major effort in 2020. 

In regard to Goal 2, the organization wants to expand 
engagement with local government in TZD workshops 
and increase education and promotion of traffic safety 
among city/county officials and staff. A major piece of 
this effort will be to promote and implement effective 
traffic safety initiatives through the following means: 

• Develop and distribute resource materials 
• Provide enforcement wave support 
• Promote evidence-based countermeasure 

implementation 
• Collect regional data and statistics 
• Implement regional best practices 

Figure 7-5: Fatalities in District 6 
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Crash Trends in the ROCOG Area 
Figure 7-6 illustrates the trend in total crashes across 
Olmsted County in terms of total numbers and by general 
geographic area (Rochester, small cities, rural area). 
Noticeable was the decline that occurred during the 
Great Recession, which may be related to the decline in 
employment and economic activity that was observed to 

reduce vehicle miles of travel in the area during the same 
time period. The numbers for 2017/2018 reflect 
preliminary data that was obtained from MnDOT prior to 
the full rollout of MnCMAT2 and include some elements 
that result in an artificially high number of crashes that is 
not directly comparable to data from 2015 and earlier 
years. 

Figure 7-6: Annual Crashes by Jurisdictional Group 
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Fatal and Serious  
Table 7-2 reports the total number of crashes along with 
a breakdown of the number of fatalities and serious 
injuries resulting from crashes in Olmsted County and the 
number of crashes involving commercial vehicles. 

Figure 7-7 provides a comparison of changes in crash 
numbers, population and vehicle miles of travel over four 
recent time periods in an effort to show the impact of the 
Great Recession on travel and crashes, as well as the 
impacts of the economic recovery through 2018. 

 

Table 7-2: Total Crashes, Fatalities and Serious Injury Crashes in Olmsted County, 2006-2018 

 
Figure 7-7: Comparison of Travel Growth, Crash Incidents and Population Growth in Olmsted County 
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Figure 7-8 provides rate-based comparisons of crash 
experience in the core urban area of Rochester with 
experience in the Greater Olmsted County area outside 
the city. Data points in the chart compare crashes per 
100,000 residents in each area as well as comparing the 
number of crashes per one million vehicle miles of travel 
in each area. 

The column data showing the crash rate per 100,000 
residents show that crash rates inside and outside of 
Rochester were very similar across the years. 

Conversely, the line data showing the crash rate per one 
million vehicle miles of travel show a significant 
difference is observed, with the crash rate in Rochester 
at more than twice the rate outside the city. 

Figure 7-9 reports on and compares the statewide 
performance target and local experience in the ROCOG 
Planning area relative to Fatalities per 100 million vehicle 
miles of travel, which is one of the standard safety 
performance measures required to be tracked under the 
federal performance planning guidelines. The chart 

Figure 7-8: Comparison of Crash Rates in Rochester and Greater Olmsted County 
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shows the actual breakdown of rates from the City of 
Rochester and the Greater Olmsted County area, while 
the legend to the right shows the overall rate for the 
ROCOG Area. The 5-year rolling average for the ROCOG 

area, at 0.66, is comparable to the statewide rolling 
average for 2014-2018 of 0.648. Locally, the rate has 
trended downward significantly since reaching a peak in 
2015.

Figure 7-9: Local Results on Federal Performance Measures Related to Fatalities 
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Figure 7-10 reports on and compares the statewide 
performance target and local experience in the ROCOG 
planning area relative to serious injury per 100 million 
vehicle miles of travel, which is one of the standard 
safety performance measures required to be tracked 
under the federal performance planning guidelines. The 
chart shows the actual breakdown of rates from 

Rochester and the Greater Olmsted County area, while 
the legend to the right shows the overall rate for the 
ROCOG Area. The 5-year rolling average for the ROCOG 
area, at 2.32, is below the state performance target of 
2.85, although locally the rate has trended upward since 
reaching a low point in the years of 2013/2014.

Figure 7-10: Local Results on Federal Performance Measures Related to Serious Injury Crashes 
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The following tables show the distribution of crashes by 
crash type for all crashes and those involving bicyclists, 
pedestrians, and commercial vehicles for the period 
2006-2018. Notice in particular the elevated percentage 
of crashes involving fatality or serious injury for 
pedestrians and bicycles in Tables 8-4 and 8-5. 

Table 7-3: Crash Type Distribution – All Crashes 

 
Table 7-4: Crash Type Distribution – Bicycle 
Crashes 

 
Table 7-5: Crash Type Distribution – 
Pedestrians 

 

Table 7-6: Crash Type Distribution – 
Commercial Vehicles 

 
Figure 7-11 provides one means of comparing the 
frequency of fatal or serious injury crashes by looking at 
the average number of days between these events for a 
given year. Lower numbers will represent poorer 
performance as crashes are happening more frequently. 

Figure 7-11 

 
Figure 7-12 is produced by the Towards Zero Death staff 
and illustrates the location of crashes in Olmsted 
County/ROCOG Planning Area over the last five years 
that resulted in a fatality or serious injury. There is an 
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observed cluster of crashes around Rochester’s central 
business district (CBD), with one location immediately 
north of the CBD at the intersection of Civic Center Dr 
and Broadway Ave, and two locations on the south side 
of the CBD, along TH 14/12th St SE, where more than 
eight crashes involving a fatality of serious injury 
occurred. 

Figure 7-12: Fatal and Serious Injury Crashes 

 

Figures 7-13 and 7-14 illustrate a pattern that was found 
throughout all jurisdictional levels in the ROCOG Planning 
Area, including the small cities (which are not reported). 
This pattern is the occurrence of a higher number of 
reported crashes occurring in the months of December 
and January, which is likely related to a cluster of factors 
including weather-related causes, less daylight hours, 
and more peak periods of travel due to holiday shopping. 

Figure 7-13 reports rural travel data while Figure 7-14 
reports data for just the city of Rochester. 

Figure 7-13: Monthly Crash Pattern - Olmsted 
County 

 
An interesting observation to note is that while the 
number of crashes occurring in the dead of winter are 
higher, the amount of travel occurring during that same 
period is noticeably lower. Figure 7-15 illustrates the 
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monthly level of vehicle miles of travel in the ROCOG 
Area, which is about 25% lower in winter. This suggests 
crash rates observed in winter months are approaching 3 
times the rate seen in the peak summer driving months. 

Figure 7-14: Monthly Crash Pattern - Rochester 

 
Figure 7-15: Annual Share of VMT by Month 

 

Figure 7-16: Intersection Crash Numbers – 
Rochester Urban Area 
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Crash Rate Maps 
Figures 7-17 through 7-19 on the following pages 
represent an effort to conduct a high-level screening of 
road segments to identify corridors that are seeing 
elevated crash rates when compared to other roads with 
similar volume and design character. This analysis is 
focused on the network of roadways for which periodic 
annual average daily traffic (AADT) counts are collected 
as part of the State Aid Traffic Count Program. A total of 
670 road segments are included in the traffic county 
database. 

For the analysis, these were stratified into eight 
categories for which traffic count data was collated along 
with a three-year (2016-2018) history of traffic crashes. 
Crash numbers for the purposes of this analysis included 
both intersection crashes and non-intersection crashes, 
so results indicating a high crash rate need further 
analysis to identify whether issues along a given segment 
are more of an intersection problem or a non-intersection 
problem. 

Road corridors studied were grouped into eight 
categories based on volume and character as listed in 
Table 7-7, which resulted in between 40 and 110 road 
segments per category. After crash rates were calculated 
for each group, the results within the group were ranked 
by decile and illustrated on the maps as shown in the 
legend accompanying each map. 

Table 7-7: Roadway Groups for Crash Analysis 

 
An appropriate path forward would be to conduct further 
analysis on those corridors which ranked in deciles 1-2 as 
exhibiting high crash rates to better understand the 
reason for the high rate and whether feasible mitigation 
measures exist to address these results.
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Figure 7-17: Rochester Urban Area Crash Rate Results (“CR” = Crash Rate per MVM) 
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Figure 7-18: Crash Rate Map for Greater Olmsted Area 
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Figure 7-19: Crash Rates for Small Cities in Greater Olmsted County Area 
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Pedestrian Crashes 
Figure 7-20 illustrates the number of pedestrian crashes 
per year that have occurred. This data is based on crash 
reports filed with the Minnesota State Patrol, which will 
involve only crashes with confirmed injury or a level of 
property damage exceeding $1000. 

Figure 7-20: Pedestrian Crashes per Year 

 
Figure 7-21 provides a second look at pedestrian injury, 
provided by the MIDAS data system maintained by the 
Minnesota Department of Health and based on reports 
from local emergency admissions where the cause of 
injury was reported as an accident involving a motor 
vehicle. 

Figure 7-22 highlights the geographic distribution of 
crashes involving pedestrians in Rochester for a 12-year 
period between 2006 and 2018. An extended time period 
was used to illustrate location patterns as the number of 
annual crashes reported involving pedestrians is small 
and locations in any one year may not be representative 
of where issues for pedestrians are occurring. 

Figure 7-21: Rate of Pedestrian Injuries per 
100,000 Persons 
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Figure 7-22: Crashes Involving Pedestrians 
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Bicycle Crashes 
Figure 7-23 illustrates the number of bicycle crashes per 
year that have occurred. This data is based on crash 
reports filed with the Minnesota State Patrol, which will 
involve only crashes with confirmed injury or a level of 
property damage exceeding $1000. 

Figure 7-23: Crashes Involving Cyclists per Year 

 
Figure 7-24 provides a 2nd look at bicyclist injury, 
provided by the MIDAS data system maintained by the 
Minnesota Department of Health and based on reports 
from local emergency admissions where the cause of 
injury was reported as an accident involving a motor 
vehicle. 

Figure 7-25 highlights the geographic distribution of 
crashes involving bicyclists in the Rochester area for a 
12-year period between 2006 and 2018. An extended 
time period was used to illustrate location patterns as the 

number of annual crashes reported involving bicyclists is 
small and locations in any one year may not be 
representative of where issues for bicyclists are 
occurring. 

Figure 7-24: Rate of Bicycle Injuries per 
100,000 Persons 
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Figure 7-25: Crashes Involving Bicyclists 
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Commercial Vehicle Crashes in Olmsted 
County 
Crashes involving commercial vehicles include those 
incidents where at least one vehicle involved was a truck 
with more than two axles and/or more than four tires. As 
shown in Figure 7-26, the majority of crashes involving 
commercial vehicles occur in Rochester, although the 
overall rate of crashes involving commercial vehicles is 
relatively low, at less than 5%. 

Figure 7-27 illustrates where crashes involving 
commercial vehicles have occurred. Outside of the urban 
area, they are largely concentrated on the State Highway 
system, while in the urban area most are seen on the 
arterial street network. This is to be expected since these 
roads are built to support commercial vehicle weight 
limits or are designated as truck routes.

Figure 7-26: Number of Crashes Involving Commercial Vehicles by Jurisdiction 
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Figure 7-27: Crashes Involving Commercial Vehicles in Rochester & Olmsted County 
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Safety Planning Directions and 
Strategies for the ROCOG Area 
We can significantly save lives and reduce injuries when 
we decrease traffic crashes and better respond to traffic 
emergencies. Traffic safety on the regional transportation 
system can be improved by creating a travel environment 
that is consistent with the community context, reduces 
risk, and incorporates safety considerations into all 
investment decisions. 

ROCOG’s planning process is consistent with the State 
and District Highway Safety Plans and with local transit 
safety/security planning and programs. ROCOG 

recognizes engineering, education and enforcement as 
three key components of safety.  

The work of ROCOG and its partners in the area of 
highway safety reflects the approach that has become 
embedded in work on safety at the national, state and 
local level as a result of the new strategic focus first 
established under SAFETEA-LU in 2005 and continuing to 
this day. This risk-based approach differs from 
approaches commonly used prior to adoption of that 
legislation. Table 7-8 describes some of fundamental 
differences between the “old” (convention) and “new” 
(risk-based) approaches.

Table 7-8: Contrast Between Historic Conventional Approach and Current Strategic Approach to Safety 
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To support ongoing safety planning and investment, 
ROCOG will focus its efforts on safety based on the 
following strategic directions. 

Planning 
• ROCOG and its partner agencies should consider 

establishing a process to identify high priority projects 
that would be eligible for funding under the various 
targeted safety funding programs in order to have a 
set of projects “on the shelf” that have demonstrated 
community support in advance of responding to 
solicitation notices. 

• A website dedicated to ROCOG area transportation 
safety should be created, incorporating links to the 
regional safety reports and plans, current safety 
initiatives, news links, and contact information. 

• Crash data should be monitored on a regular basis to 
review of historic crash experience and identify 
locations that exceed standard crash thresholds, using 
the MnCMAT2 Crash Mapping Tool maintained by 
MnDOT. Consideration should be given to establishing 
systematic methods of identifying critical crash 
locations through use of a standard set of 
performance measures and prioritizing critical 
accident locations for further detailed study. 

• ROCOG should periodically review its safety planning 
directions and federal/state performance measures to 
determine if existing directions and performance 

measures adequately respond to highway traffic 
safety concerns. 

• Whereas other agencies lead project design and 
engineering, influencing project development and 
design is a challenge for ROCOG, given its focus is on 
system and corridor planning. While there is no 
standard for what “great projects” look like, 
illustrating typologies and connecting design elements 
to regional goals is critical to moving the needle on 
safety and mobility. Early input on major roadway 
projects from ROCOG could provide a multi-
jurisdictional perspective on the important goals a 
project should be designed to achieve. 

• ROCOG should consider preparing Planning Area 
Safety Reports that would periodically present goals, 
emphasis areas, statistics, and initiatives to help 
identify the depth and breadth of safety issues in the 
area. 

Programming and Funding 
• ROCOG is responsible for evaluating and 

programming federally funded transportation projects 
on the Transportation Improvement Program (TIP). 
Safety benefits will continue to be a factor considered 
in TIP project selection.  

• For Highway Safety Improvement (HSIP) projects, a 
rigorous evaluation is used to ensure consistency with 
state and federal guidelines. Where needed, ROCOG 
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could consider using a part of the regular federal 
allocation it programs to support HSIP projects if 
additional funding is needed to enhance project 
outcomes. 

• With the proposed update of the Olmsted County 
Highway Safety Plan to be started in late 2020, 
Olmsted County will be positioned to pursue 
additional funding to implement safety improvements 
in targeted areas. 

Education 
Safety education is an ongoing effort that relies primarily 
on cooperation among partners in the SE Minnesota 
Towards Zero Deaths coalition as well as partnerships at 
the local level among local law enforcement, public works 
agencies, emergency responders, educational 
institutions, and community groups. ROCOG should 
continue to participate where possible in these efforts 
and would advocate for the following safety directions. 

• Support and participate in the ongoing work of 
Towards Zero Deaths Initiative and the annual 
targeted focus areas established by SEMN TZD. 

• Continue education and training targeting younger 
and older drivers as these age cohorts continually 
turnover as children reach driving age and adults 
reach senior age. Given these populations are more 
likely to be involved in serious injury crashes than 

other age groups, it is important that education 
targeting these groups is an ongoing endeavor. 

• Support Olmsted County programs facilitated by the 
Olmsted County Public Health Department, such as 
the Healthy Communities Program, that are working 
to message the need for traffic safety and the safe 
sharing of road space among various types of users. 
Emphasis should be placed on pedestrians and 
bicyclists. 

Engineering 
• ROCOG and its partners should continue to identify 

low cost safety improvements that can help to 
minimize the risk of crashes due to factors such as 
lane departure or intersection navigation. 

• Identify and promote a toolbox of strategies to reduce 
fatal and serious injury crashes that will help build 
support for such investments through dissemination 
of information to the public. 

• ROCOG should continue to work closely with local 
partners on access management along the major 
street system by assisting in development of access 
management ordinances, coordinating with partners 
on corridor improvement studies, and providing 
review and comment on development applications. 

• The City of Rochester works with individual 
neighborhood associations in the administration of a 
traffic calming program targeting speed management 
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and cut-through traffic concerns. These efforts also 
draw on the resources of the Rochester Police 
Department as most traffic calming projects include 
not only physical measures but education and 
enforcement components as well. 

Enforcement 
• ROCOG supports the targeted enforcement using well 

publicized enforcement saturation events and 
targeted enforcement to deter impaired and 
aggressive drivers. 

Safe Routes Programs 
• ROCOG should consider working with its local 

partners on targeted safe routes programs that go 
beyond the well-established Safe Routes to Schools 
efforts discussed in the next section, focusing on 
issues related to Safe Routes to Transit, Safe Routes 
for Seniors, and investment in targeted areas where 
concentrations of low income, disabled, and other 
disadvantaged populations live. These populations 
typically see higher numbers who cannot rely on 
private transportation to meet their daily travel needs 
and must depend more heavily on alternative modes. 
Focused work on these areas could help solve some 
of the daily challenges they face. 

School Safety 
• ROCOG has facilitated Safe Routes to School planning 

which has benefitted communities in terms of 
successfully applying for funding and implementing 
projects and programs. ROCOG should continue to 
provide services to interested partners as needs arise. 

• The Rochester Public School District works closely 
with Rochester and Olmsted County Public Works 
staff on a crossing guard program and provides 
regular consultation on walking and bicycling routes 
to serve neighborhood schools. 

• Olmsted County Public Health works with selected 
school locations on programs to teach students traffic 
safety skills and the benefits of walking and bicycling. 

Transit  
• As the public manager of transit services in the 

ROCOG planning area, the City of Rochester works 
closely with First Transit Corporation (the provider of 
fixed route transit in the urbanized area) and dial-a-
ride providers to address safety issues related to the 
delivery of transit service on an ongoing basis. 

Active Transportation  
• The City of Rochester coordinates with the Mayo 

Clinic, downtown lodging establishments, and the 
Downtown Business Alliance to address the safety 
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needs of the high volume of pedestrians in downtown 
Rochester. Most efforts involve infrastructure 
investment in tools such as countdown timers, ADA-
compliant intersection ramps, installation of 
crosswalks and providing adequate pedestrian 
lighting. 

Figure 7-28 illustrates a range of measures that have 
been considered and implemented in the Rochester 
Urban area to improve safety for pedestrians. 

Figure 7-28: Common Pedestrian & Bicycle 
Safety Measures That Have Been Implemented 
in the Rochester Urban Area 

 

ROCOG will continue to work with the City of Rochester, 
Olmsted County, and MnDOT to improve pedestrian and 
bicycle facilities to reduce conflicts between motorists 
and non-motorists. Of particular concern to ROCOG, 
given its planning focus on major road corridors, is 
improving conditions along high volume roads where 
walkers and bicyclists may be discouraged if sidewalks or 
paths are absent or inadequate due to minimal setback 
or surface width. 

Transportation Security Planning in 
ROCOG Area 
Current federal transportation legislation continues the 
metropolitan planning requirements on security planning 
that were specified in 2005’s Safe, Accountable, Flexible, 
Efficient Transportation Equity Act: A Legacy for Users 
(SAFETEA-LU). 

Security planning involves planning and preparing for 
impacts on transportation system due to factors such as 
natural disasters (e.g. flooding, hurricanes, blizzards), 
terrorist attacks, shooting and hostage situations, 
accidents, technical failures, and cyber threats. 

Although the immediate organizational response to 
security incidents and disasters will be the responsibility 
of security and public safety agencies, MPOs can promote 
coordinated planning through regional coordination 
efforts, data depository, technical support, and funding. 
ROCOG’s staff has provided Rochester and Olmsted 
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County with project leadership, data, technical analysis, 
and document writing in their hazard mitigation planning 
projects. These documents can be viewed at the 
following locations: 

City of Rochester All Hazard Mitigation Plan: 

https://www.rochestermn.gov/home/showdocument?id=
14140  

Olmsted County Multi-Hazard Mitigation Plan 

https://www.co.olmsted.mn.us/planning/ordinances/Doc
uments/Olmsted%20County/MHMP_Olmsted_2017.pdf 

Aside from this direct involvement in hazard mitigation 
planning, ROCOG’s involvement in security planning is 
minimal. Transportation security planning relies on the 
transit agencies, MnDOT, and local and state entities for 
these operations. Figure 7-29 summarizes ROCOG’s role 
and relationship to primary security planning areas 
undertaken in the ROCOG Area. 

Local Assets 
MnDOT has undertaken extensive efforts to plan for 
impacts to state managed facilities which include many of 
the major highways, airports and rail corridors in the 
regional area. 

Transportation security planning focuses on protecting 
critical infrastructure by preventing, preparing against, 
expediting responses to, and aiding in recovery from 

major natural and man-made events. For the ROCOG 
Area, the infrastructure of particular interest includes: 

• The Interstate highway system, particularly at key 
nodes, such as the I90/TH 63 and I-90/TH 52 
interchanges 

• Non-Interstate highways on the National Highway 
System (e.g., TH 52, TH 14 west of Rochester, and 
TH 63 south of Rochester) that serve as high capacity 
links for moving and evacuating vehicles and the 
interchanges and bridges/overpasses on these routes 
that connect regional highways with important local 
arterial routes 

• The Rochester International Airport and the portion of 
State Highway 30 that serves as the intermodal 
connector for the airport to the National Highway 
System 

• The Rochester Public Transit Downtown Transfer Area 
and the Public Transit Operations Center 

• Important freight corridors which generally 
correspond with the major arterial network, as well as 
the Canadian Pacific rail corridor that traverses east-
west through Rochester and Olmsted County 

• The Rochester Traffic Management Center (TMC) and 
its data collection/dissemination assets 

 

https://www.rochestermn.gov/home/showdocument?id=14140
https://www.rochestermn.gov/home/showdocument?id=14140
https://www.co.olmsted.mn.us/planning/ordinances/Documents/Olmsted%20County/MHMP_Olmsted_2017.pdf
https://www.co.olmsted.mn.us/planning/ordinances/Documents/Olmsted%20County/MHMP_Olmsted_2017.pdf
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Figure 7-29: ROCOG Role in Hazard Mitigation Planning 
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Local Emergency Management 
Emergency management activities in Olmsted County are 
directed by the Olmsted County Office of Emergency 
Management. Their Emergency Operations Center is 
staffed by the Olmsted County Sheriff’s Department and 
was established to help coordinate local response to 
disasters. 

Given Rochester’s position as the 3rd largest city in the 
state, it established a city-level emergency management 
office which is responsible for their emergency 
preparedness operations. The office is responsible for 
coordinating efforts with county, state, and federal 
agencies during those times. The primary responsibility 
of Rochester Emergency Management is to implement 
and coordinate emergency response programs and 
efforts and provide training for community partners. 

MnDOT Flash Flood Vulnerability and 
Adaptation Assessment Pilot Project 
Flooding presents a challenge to fulfilling the Minnesota 
Department of Transportation’s (MnDOT) mission to, 
“Plan, build, operate, and maintain a safe, accessible, 
efficient, and reliable multimodal transportation system.” 
Climate change challenges assume and call for new 
approaches to understanding vulnerabilities across the 
highway system and at specific transportation facilities so 
that appropriate actions and adaptations can be taken to 
minimize expanding risks. This project, one of 19 Federal 

Highway Administration (FHWA) climate vulnerability pilot 
studies nationwide, is looking at the effects of climate 
hazards on the transportation system and represents a 
starting point for developing these new approaches. The 
focus of the pilot study was on flash flooding risks to the 
highway system. While flooding is not the only threat to 
the state’s highway system posed by climate change, it is 
likely to be one of the most significant and has already 
caused extensive disruptions to the transportation system 
in many areas. Recognizing this, MnDOT planners and 
engineers have long considered minimizing the risk of 
flash flooding in the siting and design of the state’s 
roadway network. 

Olmsted County Multi-Hazard Mitigation 
Plan 2017 
In 2009, under the leadership of the Olmsted County 
Homeland Security and Emergency Response 
Coordinator, the first Countywide All Hazard Mitigation 
Plan (AHMP) was completed in accordance with the 
requirements set forth in Section 104 of the Disaster 
Mitigation Act of 2000.  

The Olmsted County Emergency Management Office, 
with the assistance of the University of Minnesota Duluth 
Geospatial Analysis Center, updated the plan to reflect 
evolving risks and threats and new knowledge about best 
practices in preparedness, response, recovery and 
mitigation. The intent of the 2017 Multi-Hazard Mitigation 

http://www.dot.state.mn.us/climate/pdf/MnDOTFldVulnPilotFinalRpt.pdf
http://www.dot.state.mn.us/climate/pdf/MnDOTFldVulnPilotFinalRpt.pdf
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Plan (MHMP) is to reduce the 
actual threat of specific 
hazards by limiting the impact 
of damages and losses. 

Risk Assessment and 
Mitigation Strategies 
The hazard mitigation plan is 
built upon the principle of 
building disaster-resistant 
communities by protecting 
lives and reducing the future 
impacts of hazards including property damage, disruption 
to local and regional economies, and the amount of 
public and private funds spent to assist with recovery. A 
risk assessment was completed involving quantifying the 
potential loss resulting from disaster by assessing the 
vulnerability of buildings, infrastructure, and people. The 
major transportation related risk factor that was 
identified was road washouts, with the following list 
representative of the major county roads impacts, while 
also noting that many gravel township roads are also 
subject to washout, though risk related to townships 
roads is normally limited to a fairly small population. The 
county roads flagged for attention included: 

• Multiple areas on CR 105 NW 
• The intersection/bridge on CR 3 at CR 12 NW 
• The bridge on CR 31 NE 

• CR 5 NW just north of CR 4 NW 
• CR 142 SE west of the county line 
• The bridges and roadways on CR 107 at CR 152 NE 
• CR 139 SE just north of Highway 30 SE 
• CR 101/40th Ave SE south of 37th St SE 
• CR 119 NE north of Silver Creek Rd NE 
• CR 102 NE south of 65th St NE 
• CR 24 east of 97th Ave NE 
• CR 150 SW south of CR 25 
• CR 3 SW south of CR 25 
• CR 126 SW east of CR 3 SW 

Figure 7-30 illustrates the location of these facilities in 
Olmsted County. 

The primary transportation-related mitigation measures 
the MHMP plan identified and mitigation measures 
recommended included the following: 

• Flooding 
The plan recommends maintaining an inventory of 
roads, bridges, and culverts where flooding has been 
an issue and identifying required mitigation measures 
to reduce future flood damages. This is considered a 
“HIGH” priority, targeted for completion by 2021. A 
complementary mitigation action recommended 
related to the flooding issue is the subsequent 
programming of projects to mitigation flood damage 
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Figure 7-30: Location of Frequent Road Flooding on the County Road Network 

 
Source: Olmsted County 2017 All Hazard Mitigation Plan 
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potential such as raising road elevations, modifying 
culverts, and creation of retention facilities. 

• Erosion-Landslides & Karst 
The MHMP recommends a study of unstable slopes to 
include an inventory of such areas and development 
of a plan to address unstable slopes, particularly near 
public roads and other critical facilities. This is 
considered a “HIGH” priority targeted for completion 
by 2021. 

• Dam Failure 
Dam failure is a very infrequent event in Olmsted 
County, but when it does occur can pose life, 
property, and the environment. There have been 
instances where road washouts have occurred due to 
dam failure. More frequent inspection paired with 
robust flood warning systems and, when warranted, 
flood upgrading are key mitigation strategies. 

Rochester All Hazard Mitigation Plan 
Rochester is charged with the protection of the health, 
safety, and welfare of their residents and visitors. Natural 
and human related events such as tornadoes, hazardous 
chemical spills, and terrorist attacks may result in the 
loss of life, property, infrastructure and income. While 
mitigation strategies and efforts cannot eliminate all 
threats and hazards, the City of Rochester endeavors to 
limit their potential physical, economic, and social 
impacts as much as possible. 

Risk assessment is important 
to assess the hazards and 
threats to community assets 
in order to establish policies 
and actions that serve to 
mitigate their potential 
impact. The risk assessment 
completed for the Rochester 
AHMP identified the following 
transportation related 
concerns: 

• Winter Storms 
Winter Storms can provide a danger to life and 
property when traveling due to decreased visibilities 
and ice-covered roadways, putting drivers at greater 
crash risk and pedestrians at greater risk of personal 
injury from falls. Conditions associated with winter 
storms also can impact emergency response while 
affecting transit systems. 

• Flood Risk 
Due to washout or overtopping of roads, floods create 
hazards to life and property. 

• Landslides 
Landslides can affect access and traffic safety during 
storm events while also adding to costs of 
infrastructure repair. 

• Train Derailment 
Train derailment is a local risk, though limited given 



 7 • Safety and Security Planning 

 7.45 

the low number of trains that travel through 
Rochester each day. A derailment can cause traffic 
and emergency response disruption and, depending 
on materials being hauled, can create problems from 
hazardous materials release.  

• Natural Gas 
Natural gas over pressurization leading to explosion is 
a risk since much of the underground natural gas 
infrastructure serving the community is found in right 
of ways. An explosion poses significant risk to 
property including transportation infrastructure and 
can disrupt travel patterns for a period of time if it 
occurs.  

The Rochester AHMP lays out an extensive set of 
mitigation measures for these various risks including local 
planning and regulation measures, education and 
awareness programs, preparedness support, and natural 
systems protection. 

ROCOG Implementation Directions 
and Strategies Related to Security 
Strategy #1: Work with the Olmsted County and 
Rochester Emergency Management officials and other 
agencies and organizations involved in emergency 
management and homeland security on the following 
transportation related issues based on priorities 
established in cooperation with local partners. 

• Assist in development of key evacuation routes from 
important activity areas and include an assessment of 
improvement needs in future Long‐Range Plan 
Updates 

• Assist in preparation of alternate route/detour 
planning to facilitate response to closing major 
transportation arteries 

• Assist in preparation of demographic profile 
information and a geographic inventory of 
transportation‐disadvantaged populations that may 
need assistance during a disaster to facilitate 
evacuation and determine if current deployable assets 
will be available and adequate, including 

‣ Assessment of the number of people who may not 
be able to self‐evacuate 

‣ Planning of staging areas for pickup and drop‐off 
‣ Assistance in targeted community outreach on 

emergency preparedness to populations such as 
those with limited English proficiency 

Strategy #2: Continue to support Homeland 
Security/Emergency Management functions. This will 
include:  

• Continued maintenance of geographic information 
system (GIS) electronic base-map for use by 
dispatchers and emergency management personnel 
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• Continued assistance in preparing workshop materials 
for training exercises and continue to participate in 
emergency management workshops 

• Continued assistance to agencies such as the 
Rochester Fire Department and Gold Cross Ambulance 
in facility siting and other studies of emergency 
management needs as needed 

Strategy #3: Identify and collaborate with other state 
and local agency efforts and/or private sector efforts to 
enhance security planning for the transportation system. 

Strategy #4: Work to provide safe and secure facilities 
and transportation infrastructure for residents, visitors, 
and commerce in the ROCOG planning area through 
efforts to reduce injuries, fatalities, and property damage 
for all modes of transportation. Minimize security risks at 
airports, rail stations, rest areas, on roadways and 
bikeways, and at public transportation facilities. 
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8  • Future Trends and Technology 
 

Introduction 
The future of transportation as we presently know it is 
undergoing massive change. Breakthroughs in computer 
automation, artificial intelligence, engineering, 
communications and materials design are all leading to 
rapid changes in how we will travel. Technology is also 
changing the ways in which we shop or have items 
delivered. For example, Figure 8-1 illustrates a robot 
delivery service in Washington, D.C. These emerging 
technologies will dramatically alter how we plan for 
transportation now and in the future. The COVID-19 
pandemic has forced us to rethink how transportation 
may change due to the learned experiences and effects 
of the pandemic on society, especially how it affects 
public transit. 

Transportation Can Change Quickly 
The impact of new mobility technologies on cities could 
be as significant as the invention of the automobile. The 
question is not “if” but “when”. The timing will be driven 
in part by funding, policy development, and infrastructure 
design. Millions of dollars are at stake as new 

technologies and service models are introduced and 
adapted to the transportation sector. 

Figure 8-1 

 

Is Transportation Ready for Disruption? 
Most of the transportation sector has not yet seen the 
disruption to its longstanding service provision model 
that other sectors have experienced through the 
introduction of new technologies. The transportation 
sector benefits from a particular set of circumstances 
that have helped insulate it up to now. Some of these 
include: 

• The cost and time to develop transportation 
infrastructure 
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• The cost and complexity of entry into the market 
• The regulatory environment 
• The difficulty of taking on relatively large and 

(usually) well-established businesses 

New technologies are already breaking down barriers. 
Uber is an example of a company born from innovative 
technology, in this case big data analytics, that is now 
challenging the taxicab industry on a global scale. Uber is 
moving into personal transportation modes such as 
electric scooters and bicycles, as well as meal delivery. 
The COVID-19 pandemic has seen Uber used for 
deliveries of groceries and prescriptions to those unable 
to leave their homes. Many more start-up businesses 
have ideas with the potential to reshape how we see and 
use transportation and to fundamentally change 
customers’ expectations. 

Societal Preferences 
Young people are getting their first drivers licenses later 
and later, if at all, decreasing demand and delaying new 
car purchases as they rely more and more on transit, 
bicycles, scooters, and walking as their primary means of 
transportation. This trend is illustrated in Figure 8-2, 
which compares how individuals in different age 
categories felt that life would be harder: without a cell 
phone or without a car. 

Figure 8-2 

 

What is Shaping the Future of 
Mobility? 
The Florida Department of Transportation (FDOT) coined 
the acronym “ACES” to help describe future trends in the 
automotive industry: Automated, Connected, Electric and 
Shared (Figure 8-3). A brief description for each letter 
follows. 
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Figure 8-3 Automated Vehicles  
Automated (or Autonomous) Vehicles (“AV” or “AVs”) use 
sophisticated computer programming, cameras, and 
sensors to take control over some, or all, aspects of a 
driving task. There are five levels of autonomous driving 
as shown in Figure 8-4. Commonly available features of 

Figure 8-4 
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Level 2 and 3 automation already available in a variety of 
vehicles currently available include: 

• Adaptive cruise control 
• Self-parking features 
• Lane keeping assist systems 
• GM Super Cruise / Tesla Auto-Pilot 
• V2I – signal systems (Audi, BMW, Apps) 

The impact of AVs on transportation and society has the 
potential to be huge, but it is difficult to measure at 
present, due to many unknown factors. The chart in 
Figure 8-5 provides some estimates which would appear 
to only scratch the surface of that potential. Colleges and 
universities around the world are currently studying AVs, 
and state and federal agencies are completing policy 
studies and recommendations at an increasing rate in 
order to prepare and help guide us into the future. 

Connected Vehicles  
Connected Vehicles (“CV” or “CVs”) use different 
technologies that allow vehicles to communicate with 
each other, infrastructure (such as traffic signals), 
pedestrians, cyclists, and other objects, such as trains 
and smartphones. CVs can provide information and alerts 
to drivers and other vehicles; this has the potential to 
reduce crashes, improve traffic flow, and save energy. 

Figure 8-5 

 
Vehicle to Vehicle (V2V) applications exchange 
information between vehicles regarding forward collision 
warning and left turn assist applications. 

Vehicle to Infrastructure (V2I) applications exchange 
information between vehicles and infrastructure to notify 
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drivers of upcoming traffic signal changes and lane 
departure assist. Figure 8-6 highlights some key V2I 
features. 

Figure 8-6 

 
Vehicle to People (V2P) applications exchange 
information between highway infrastructure, vehicles, 
pedestrians, and bicyclists to, for example, provide 
collision alerts to pedestrians, bicyclists, and drivers. 

Automation and connectivity are complementary. 
Cooperative automation uses V2V and V2I connectivity, 
enhances the safety and efficiency of automated driving 
systems, and provides greater situational awareness and 
efficiency. 

Many research organizations have developed what is 
referred to as “the five levels of autonomous driving” in 
one form or another. The five levels as depicted in Figure 
8-4 is the one most often referenced in numerous 
MnDOT research and policy publications. 

Electric Vehicles 
Why the interest in Electric Vehicles (“EV” or “EVs”)? If 
AVs evolve as a shared-use model, the lower 
maintenance and operating costs of EVs will be attractive 
to fleet operators. There is an expectation among 
industry experts that energy economics will drive vehicles 
towards electric as generation costs and battery costs 
drop, which could be as much as 70% of all new cars by 
2050. Technology is innovating around the need for 
faster and more convenient recharging, including 
possible in-roadway recharging. Lastly, electric cars can 
help address environmental concerns such as emissions 
and noise. 

Most states around the country struggle with how EVs 
should pay for their fair share of roadway infrastructure 
and as such, each state utilizes various tax and fee 
structures to remedy the situation. Lack of electric 
charging infrastructure is often the most-cited reason 
why most Americans are not completely sold on EVs 
while most European countries have made it an incentive 
to own an EV. 
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Shared Vehicles 
Shared mobility is the idea that transportation services, 
such as transit, bike sharing, scooters, ridesharing and 
other modes of transportation are shared among multiple 
users. Mobility as a Service (MaaS) allows users to 
arrange various modes of transportation into a single 

trip, such as a bike share to a public transit stop, and 
then a rideshare to an ultimate destination. A future 
where there is less need for personal vehicles could 
become a reality when a package of MaaS solutions 
integrating travel options, as shown in Figure 8-7, 
becomes a reality.

Figure 8-7 
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With expanded availability of various transportation 
services, there could be a significant change in the way 
people travel. Fewer people may choose to own a private 
vehicle, either due to social behavior or the costs of 
technology. The future is uncertain about when 
ubiquitous availability of MaaS will occur, but it is 
showing up in larger metropolitan areas across the 
country and around the world. 

Potential Benefits of Connected and 
Automated Vehicles 
According to MnDOT’s Governor’s Advisory Council on 
Connected and Automated Vehicles Executive Report 
(December 2018), there are five major potential benefits 
that can already be seen by Minnesotans from Connected 
and Automated Vehicles (CAVs): 

• Increased safety 
• Greater mobility and equity 
• Economic and workforce development 
• Efficiency 
• Maximized health and environment 

Increased Safety 
In 2019, an estimated 38,800 people were killed on U.S. 
highways, including 364 in Minnesota. Nearly 94% of 
these fatalities were caused by human factors, such as 
distracted driving, speeding, and impaired driving. 

Autonomous driving has the ability to save lives by 
reducing the effect of poor personal choices on travel. 

Greater Mobility and Equity 
CAVs may reduce transportation barriers for persons with 
disabilities, reduced driving skills due to aging, low 
income communities, and others who are transportation-
challenged. CAVs could provide Minnesotans broader 
access to live, work, and play where they choose, 
regardless of income, race, geography, disability, age, 
and other factors that historically have created barriers to 
access and personal mobility. 

Economic and Workforce Development 
Minnesota is competing in a global market. This 
technology provides Minnesota with an opportunity to 
maintain a competitive business edge, both nationally 
and internationally, in the movement of goods, services 
and people. 

Efficiency 
CAVs may reduce traffic congestion and improve traffic 
flow at intersections, work zones, and during adverse 
weather conditions. Electronic communication among 
vehicles, without the ambiguity of horns or hand signals, 
allows for much closer following distances than human-
piloted cars can safely accomplish. Rerouting traffic may 
also assist in incident management. 
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Maximize Health and Environment 
CAVs could help the State rethink the way we plan 
communities to maximize health and sustainable 
multimodal transportation. CAVs may reduce greenhouse 
gas emissions and other air pollutants with the expansion 
of electric vehicles. 

Other Technology Applications 
Freight Truck Applications 
The prospect of self-driving trucks, especially for long-
haul, cross-country use, and automated platooning 
(vehicles traveling in close proximity to each other, nose-
to-tail, at highway speeds), as shown in Figure 8-8, offer 
potential cost savings to shippers. Additionally, there are 
safety benefits that would result from this technology, 
which would include a reduction of fatigued truck drivers 
on the road. 

Automated Delivery Vehicles 
In dense urban settings, automated delivery vehicles are 
being tested. Several large metropolitan areas are 
already using automated delivery vehicles to deliver 
meals, as well as groceries and other household items. In 
some communities, these delivery vehicles have been a 
lifeline during the COVID-19 pandemic, introducing new 
ideas on how to best utilize these vehicles now and in the 
future. 

Figure 8-8 
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Projected Timeframes for 
Autonomous Driving Adoption 
Projections vary widely as to how soon we’ll begin to see 
CAVs in our communities. Level 5 CAVs (see Figure 8-6) 
could be available in as little as five years, or they could 
be decades away since the technology is still undergoing 
development and refinement. Additionally, cities and 
states are reviewing and determining the regulations for 
such automation. 

Early adoption will most likely be in the form of shared 
fleets, including small-scale autonomous transit and 
freight delivery. Realizing many of the potential benefits 
will require significant fleet turnover, this could take 
years. More than likely, the transition will be slow and 
incremental, depending primarily on the construction 
and/or reconstruction of transportation infrastructure, 
policy development at the state and local levels, and 
financial considerations. 

Implications of a Mixed Fleet 
Human drivers will likely share the road with CAVs for 
quite some time. Mixed fleets will create unique 
challenges for drivers unfamiliar with the behavior of 
AVs, and AVs will constantly be learning and adapting to 
humans through increased machine capabilities. Some 
ideas to help minimize transitional impacts include:  

• Dedicated lanes for CAVs on highways, similar to 
today’s HOV (High Occupancy Vehicles) lanes  

• Equipping human-operated vehicles with technologies 
to communicate with AVs 

• Managing the early development of CAVs to give 
drivers time to acclimate to the technology 

The reality of integrating CAVs into highway traffic will 
more than likely feature a combination of all of the 
above. 

General Considerations 
Some experts believe large numbers of AVs will never be 
seen on the road. However, experts believe that 80% of 
the technology needed for AVs has already addressed the 
easy questions—but the remaining 20% will be extremely 
difficult to solve. Some of the challenges include: 

• Teaching Artificial Intelligence (AI) systems to 
anticipate what other cars, drivers, pedestrians, 
bicyclists, and scooter users will do is proving to be 
extremely difficult.  

• Responding under difficult precipitation conditions, 
such as snow, ice, and rain have yet to be mastered. 
The testing center in Baudette, Minnesota has hosted 
numerous experimental and training activities for 
winter driving. 



8 • Future Trends & Technology 

8.10  

• The impacts of deficient infrastructure such as faded 
signage or potholes and how an AV will react to such 
conditions are still being studied. 

• The accuracy of digital mapping for lane navigation is 
still not where it should be in order for AVs to operate 
within centimeters of normal parameters. 

Responding to these issues by designing AVs to be more 
cautious may actually cause more problems while a 
mixed fleet of autonomous and human-driven vehicles 
exist. Environments that can be tightly controlled are 
most likely to be where AVs will operate for the near-
term. College and hospital campuses as well as some 
small portions of highly urbanized downtown areas will 
probably be most suitable for testing and deployment in 
the coming years. 

How Might Travel Change with CAVs 
Those who are familiar with the ongoing discussions 
regarding CAVs and AVs generally reference two visions 
for a world with CAVs: Utopian and Nightmare. 

Utopian Vision 
CAVs are mostly owned by businesses providing mobility 
services. Individuals may purchase their own vehicle but 
will likely share their vehicles when they’re not using 
them. AVs complement mass transit and active 
transportation, reducing the total number of cars on the 
road, increasing safety and mobility options, and freeing 

up public space currently used for parking. Transit is fast, 
reliable and competitively priced with single or shared 
ride services, focused on the line-haul portion of routes 
with high ridership while driverless vehicles dynamically 
provide first-mile and last-mile solutions at lower cost 
than traditional transit service. 

Nightmare Vision 
AVs induce longer commutes and sprawling 
development, reduce investment in high-capacity transit, 
and reduce walking and cycling. Cars are mostly privately 
owned, but even when people use mobility services, they 
do not share rides. Parking needs remain about the same 
due to similar private ownership model as currently 
exists. Public transportation is limited and, for the most 
part, exists to support low-income individuals as people 
come to rely even more on their own vehicles. 

Infrastructure 
Depending on the evolution of driverless vehicles (and 
connected vehicle technology), local infrastructure will 
need to keep up. Local governments may need to update 
and reconfigure signage, speed limits, and signal timing. 
Reconfiguration of roadways and parking spaces will be 
the most expensive and probably last area to address. 
The poor condition of our current infrastructure presents 
AVs with recognition problems, making it difficult for 
them to operate effectively. Painted and repainted 
pavement markings and the pavement condition itself 
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can confuse AVs’ sensor and navigation systems, such as 
the examples shown in Figure 8-9. 

The condition of signage due to vandalism and low to no 
sign maintenance as shown in Figure 8-10 also make it 
difficult for AVs’ on-board machine recognition sensors to 
“read” posted signs. One possible solution would be the 
incorporation of QR (Quick Response) Codes into 
roadway signage for faster and easier recognition by 
sensors installed on CAVs, as shown in Figure 8-11. 

Figure 8-9 

 

Figure 8-10 

 
Figure 8-11 

Roadway Design 
What could our roads look like in the future? Figure 8-12 
may give us an idea. With constantly evolving technology 
and materials science, there are some general 
assumptions. First, travel lanes could be reduced since 
AVs should be able to maintain minimal variances. 
However, this could only be fully accomplished when all 
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vehicles would be automated or when the margin for 
human error is significantly reduced. There would 
probably be a need for fewer lanes of traffic, reducing 
roadway widths, which could allow for increased sidewalk 
widths and other public spaces. Improvements in 
technology will mean that more data will need to be 
collected and made instantly available to CAVs, calling for 
the installation of sensors, cameras, communication 
technology, fiber optic cabling, and “smart” traffic 
signalization. 

Figure 8-12 

 

What most experts do agree on is that curb management 
will become a much more important issue within denser 
parts of urban areas. As more deliveries, drop-offs, pick-
ups, alternative travel options, and transit stops all 
jockey for position along the curb. Curb space will 
become very valuable and highly sought-after real estate. 
An emerging industry is the use of on-line apps that can 
be used to manage and price curb space for all these 
various users. CAVs also offer the potential to decrease 
the need for on-street parking, thus reducing the vehicle 
footprint in cities, freeing up much needed public space 
for a wide variety of uses. As we have seen with 
restaurant re-openings during the COVID-19 pandemic, 
increased space within the public right-of-way could lend 
itself to a number of alternative uses that could improve 
the general livability and environment of our cities. 
Figure 8-13 provides a glimpse of just a few of the 
curbside features which will likely become more and 
more important as the way transportation is delivered 
evolves.
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Figure 8-13 

 
 Source: NACTO Curb Appeal 
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Different Visions of Impacts on Transit 
Autonomous Vehicles Replace Transit 
Some have speculated that AVs could replace traditional 
transit vehicles, with transit agencies serving as more of 
a broker of services in terms of providing trip planning 
assistance and vouchers for trips. However, the basic 
geometry of moving a large number of people into an 
area such as a central business district suggests some 
type of transit service will still be needed. This service, 
however, could be fulfilled in the future by autonomous 
buses like the one shown in Figure 8-14, probably at a 
lower overall cost if the need for drivers is reduced and 
the transit fleet is electrified. 

Figure 8-14 

 

Autonomous Vehicles Complement Transit 
A service model where AVs complement bus routes can 
be envisioned. Buses still provide service on higher 
ridership routes, then connect to new mobility hubs. At 
these hubs, riders would transfer to/from smaller 
autonomous shuttles or cars for their first-mile/last-mile 
connections. 

In this model neighborhood or district circulators can 
feed riders to traditional transit corridors. Testing in 
some areas of Europe and Asia has shown that small 
automated shuttles can provide that vital first-mile/last-
mile link from isolated areas to more populated areas 
and regular transit service connections, especially for the 
disabled and elderly who cannot drive themselves. Some 
examples of automated shuttles currently undergoing 
testing around the United States, even in Rochester 
(Local Motors), are shown in Figure 8-15. 

Figure 8-15 
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Meeting in the Middle on Transit 
Historically, the emphasis of transit has been to provide 
the capacity for moving large numbers of people on high 
demand corridors. The role autonomous vehicles will play 
in meeting this demand probably will lie somewhere 
between total replacement of transit and limited use. 

Flex routes in low-demand areas utilizing automated 
shuttles to feed into high capacity fixed-route service 
could increase ridership. A network of neighborhood 
transfer hubs could facilitate transfers. During off-hours, 
weekends and holidays, scheduled fixed-route service 
could be reduced and shuttles could be utilized for more 
direct transport. This mix of transit options could also 
equate to less need for paratransit since the elderly and 
mobility-challenged would have options to connect them 
to fixed-route service. As transportation evolves, growth 
in ride sharing, bike and scooter usage, and other shared 
travel options could drive some form of fare integration 
where all services share a common payment app. This is 
already being done in Washington, D.C. and other areas 
around the country. 

As driverless vehicles become more popular, everything 
from service coverage to vehicle types to labor 
requirements stand to change in the transit industry. 
Transit agencies will need to rethink their services, labor 
needs, and fare structure in order to stay competitive in 
the new transportation environment. Both connected and 

automated vehicles offer transit services many options 
for moving people around their communities. 

While some experts believe these advances in 
transportation will replace transit systems, others believe 
they will complement and expand them. Figure 8-16 
provides a glimpse of just a few of the features which 
can enhance transit users’ experiences, some of which 
are currently available. Driverless buses could utilize 
transit staff to provide security, customer service to those 
transit users who may need it, as well as assistance to 
the elderly and disabled. 

Local Government Considerations 
There are several factors that will influence the level of 
vehicular travel demand and congestion in the future. 
The level of shared ride utilization and the 
competitiveness of public transportation will be a major 
factor in determining how many vehicles are on the 
streets and the impacts of a changed mobility landscape. 
Of concern is the willingness of people to live further 
from their jobs and other services if they are not required 
to physically drive and services provide convenient door 
to door service. At the same time, having more travel 
options would provide the elderly, disabled, low-income, 
and youth populations with more travel choices. The role 
of shared mobility and CAVs and the impacts of these 
technologies will depend on the regulatory environment 
that emerges. Table 8-1 identifies key areas of interest 
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for shared mobility policy development at the local 
government level.

Figure 8-16 
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Table 8-1 

Source: APA PAS Report 583, Planning for Shared Mobility (2017)
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Similarly, how governments regulate autonomous 
vehicles is still under development and will be evolving as 
the technology advances and becomes available. The 
chart in Figure 8-17 provides one view of how these 
responsibilities may be divided among federal, state and 
local governments.  

The State of Minnesota has been a leader in this area, 
both in testing autonomous vehicles on the road and with 
MnDOT producing guidance documents on how to 
develop a framework of regulations for autonomous 
vehicles. It is expected that this will continue in the years 
to come. 

Other communities and states have begun to think about 
the impact of CAV’s on their day to day operations and 
changes that will be needed to accommodate these new 
vehicles. A study by the FDOT Office of Policy Planning 
lists a range of physical improvements that may be 
needed to realize the potential of CAVs in Figure 8-18. 

Potential Financial Impacts of 
Autonomous Vehicles 
The widespread use of autonomous vehicles may have 
potentially significant financial consequences for both 
state and local governments. Taxes, registration fees, 
parking revenue and development costs and enforcement 
costs are examples of revenues and costs likely to be 
impacted, as illustrated in Figure 8-19. 

Figure 8-17 

 
Source: Driving Towards Driverless: A Guide for Government 
Agencies 

Local governments may need to identify new sources of 
revenue to pay for infrastructure improvements that will 
be required for CAVs. It is generally thought that 
traditional transportation revenue streams will likely 
decline, as has been illustrated by the ongoing 
discussions about how to charge electric vehicles for their 
use of public roads when they do not pay gasoline taxes.
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Figure 8-18 
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Figure 8-19 

The issue of maintaining revenues in a system where the 
goal is “user pays” will be an important discussion going 
forward. A major factor yet to faced is what will be the 
cost of the infrastructure improvements that will be 
needed to accommodate CAVs. To realize the benefits of 

this technology, there will be a need for the installation 
of new sensor, communications and control technology 
required for CAVs to function. A report by the Dakota 
County, Minnesota Office of Performance and Analysis 
entitled “Autonomous Vehicles Issues and Trends” was 
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completed in 2017 which include Table 8-2, providing 
some basic cost estimates to start the conversation.

Table 8-2 
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Conclusion 
The future of transportation is evolving rapidly and will 
require input by a variety of transportation officials, 
elected leaders, MPOs, and others in developing a 
framework for how to regulate and operate in this new 
environment. While the State of Minnesota is a leader in 
research and policy development regarding autonomous 
vehicles, it is also a leader in implementing advanced 
transportation technologies into its transportation 
system. The COVID-19 pandemic of 2020 has clearly 
shown that there are other factors beyond anyone’s 
control that can affect transportation. The lessons 
learned from COVID-19 will be implemented going 
forward and have added another item to consider when 
making decisions on public transportation policy and 
planning. 

Strategic Directions for ROCOG 
With technology development and the application of 
technology to transportation needs changing constantly, 
it seems at times that planning for the future of CAVs, 
MaaS, and Shared Mobility is a difficult endeavor with 
little to be gained until greater clarity is achieved in terms 
of what technologies and services will eventually rise to 
the top. However, in the near term, there are some 
actions small organizations like ROCOG can undertake to 
help prepare for a transportation future that will likely be 
different than today as a result of changes to come in 

communications, data and information services, and 
mobility technology, along with societal response to 
these changes. Strategic directions include: 

• ROCOG should continue to monitor advances and 
deployment in future mobility technology and trends 
and periodically bring these forward for community 
discussion as a means to identify early warning 
signals of potential issues for local government. This 
includes monitoring developments at the federal and 
state government level as well as what is happening 
in the private sector. 

• ROCOG should participate with local partners in pilot 
projects to help understand the potential implications 
of new services or technology. 

• Local leaders should consider their short and long-
term infrastructure in light of what may be needed to 
support and integrate CAV technology and Shared 
Mobility. This will likely require broader consideration 
of investment in things like data storage and 
processing capacity, sensor networks and broadband, 
and ensuring that streetscapes and rights-of-way can 
best accommodate AVs. As new patterns of transit 
evolve, cities should preserve flexibility in planning. 
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9  • Overview of Modal Plans

Introduction 
This chapter provides an introduction to Part 3 of the 
Plan. This part of the plan includes chapters discussing: 

• Major street and highway network 
• Transit systems 
• Active transportation 
• Financial assessment of each mode looking at 

revenues that have been historically available to 
support these modes and expected costs looking 
forward to 2045 

Each chapter highlights recommended projects as well as 
investment in preservation activities needed to support 
infrastructure already in place. 

The Plan seeks to advance coordinated development and 
enhancement of a multi-modal transportation system, 
expanding travel options individuals will have available to 
meet their daily travel needs. The modal plans discussed 
in the following chapters provide a strategic framework 
plan to help guide transportation and land use decisions 
and public investments for years to come. 

This chapter also provides information related to 
federally required performance planning measures, 
targets, and current data observations as to how systems 
in the ROCOG area are performing. An Environmental 
Justice assessment discusses how populations of minority 
and low-income persons are served or potentially 
affected by projects identified as candidates for federal 
funding. The chapter ends with an introduction to how 
project prioritization is used to identify federal projects, 
discussed more fully in Chapter 10, and general financial 
planning outcomes, which is the topic of Chapter 15. 

Key System Development Outcomes  
Major street and highway corridors are the backbone of 
the physical infrastructure that is discussed in the Plan, 
serving not only vehicular traffic, but also much of the 
active transportation infrastructure and transit 
infrastructure and service in the community. The multiple 
purposes that street and highway corridors serve need to 
be considered throughout the planning, design, and 
capital investment process whenever a project to 
improve or preserve a corridor is anticipated. 
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It’s important to consider the following outcomes when 
identifying and advancing projects in the planning phase: 

• Design networks by taking connectivity and access 
to destinations into account. This means identifying 
the connections essential for local, regional, 
statewide, national or global travel so persons can 
reach the destinations important to them in a safe 
and convenient manner. 

• Incorporate multiple modes of travel, where 
feasible, to provide safe, reliable and economical 
transportation choices.  

• Assess transportation investment by considering the 
land use context within which a project will be 
located and whether the project can be designed to 
further enhance the attractiveness and viability of 
land use activities occurring within the corridor. 

• Enhance economic competitiveness through providing 
reliable access to employment centers, educational 
opportunities, services, and other basic needs. 

• Utilize preservation projects as an opportunity 
to implement missing elements of complete corridors 
such as pedestrian or bicycle enhancements or transit 
infrastructure where feasible. 

• Consider whether better management of existing 
capacity can address travel demand needs before 
investing in additional roadway capacity. 

• Improve safety and security for all modal users of 
street corridors. 

• Enhance environmental outcomes and expand 
economic travel options for underserved populations 

System Elements 
Figure 9-1 visually illustrates the range of transportation 
networks and systems that ROCOG supports in planning 
and programming of federal funds. 

Highlighted Actions 
Development of complete networks and complete 
corridors are fundamental to the vision of the plan. 
Certain elements of the network will have greater 
importance than others due to the service they provide 
or the impact they have as “city-shaping” infrastructure. 
The following subsections highlight proposed regionally 
significant infrastructure improvements identified in the 
plan. 

Highways 
Chapter 11 highlights preservation and improvement 
needs on the major street and highway system in the 
ROCOG area. Significant projects include: 

• Construction of new and upgraded interchanges on 
the National Highway System (NHS), particularly on 
TH 14 West starting at TH 52 in Rochester and 
extending to the Olmsted County boundary in Byron 
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Figure 9-1: Elements of the ROCOG Area Transportation System 
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• Improvements to regional gateway corridors entering 
downtown Rochester, including North and South 
Broadway Avenue, Civic Center Dr connecting to TH 
52 northwest of the CBD, and 2nd St SW at its 
connection to TH 52 

• Development of primary arterial corridors to provide 
service in planned NW and NE urban growth areas 
identified in the 2018 Rochester Growth Management 
Plan 

Transit 
• Development of Downtown Rapid Transit corridor 

connecting proposed transit villages/mobility hubs 
west and southeast of downtown Rochester to help 
minimize growth of commuter traffic in downtown 
Rochester 

• Significant expansion to the capacity of the Rochester 
Park & Ride Network 

• Development of a Bus Rapid Transit network in 
Rochester to anchor fixed route transit service in the 
future 

Active Transportation 
• Expand the River Trails network to provide 

connections to south Rochester and flood control 
reservoirs east and west of the city 

• Complete connections to future State trails 

Performance Planning for the Three 
Transportation Modes 
With the enactment of MAP-21 and the FAST Act, 
performance planning requirements were introduced as a 
new component of the MPO 3-C planning process. 
Performance planning is a national initiative that will 
coordinate goals developed by the FHWA and FTA with 
performance measures targets adopted by the states and 
their respective MPOs. 23 CFR 450.306(d) identifies that 
the metropolitan transportation planning process shall 
support national goals identified in 23 U.S.C. 150(b) 
including safety, infrastructure condition, congestion, 
system reliability, and freight movement. In the ROCOG 
Planning Area, MnDOT and ROCOG have been 
coordinating development and adoption of performance 
targets in a phased approach, beginning in 2017 with 
safety performance targets. Since that time, performance 
targets have also been developed for NHS pavement and 
bridge condition as well as travel and freight reliability. 
As of the adoption of this plan, work is underway by 
Rochester Public Transit on development of performance 
targets addressing transit asset management and transit 
safety. 

Table 9-1 outlines the basic steps that have been 
followed in the coordination process between MnDOT 
and ROCOG to establish performance targets. To date 
the reporting of progress on performance outcomes has 
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been included annually in the ROCOG Transportation 
Improvement Program (TIP), beginning with the 2018-
2021 TIP. Consistent with 23 CFR 450.324(f)(4), 
reporting on system performance in relation to 

established performance targets for the ROCOG Planning 
Area is documented for the first time in the Plan in 
Tables 9-2 through 9-5. 

Table 9-1: Development and Documentation of ROCOG PM Targets/Outcomes 
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Table 9-2 reports on 2020 safety 
targets that have been established 
cooperatively by MnDOT and 
Minnesota MPO’s. Targets are 
adopted by ROCOG annually as part 
of the TIP approval.  

Table 9-2 shows the historical 
pattern of performance outcomes 
for the last five years in regard to 
the rate of fatalities and serious 
injuries, and the last 9 years in 
regard to absolute number of 
fatalities and serious injuries. The 
legend for the tables is as follows:  

 
Absolute numbers for the ROCOG 
area are included for information 
purposes only. Annual rates as well 
as five year rolling average rates 
are shown for comparison 
purposes. 

Table 9-2: Summary of Performance Targets and Outcomes for 
Safety Measures 

  

Joint MnDOT / ROCOG Performance Planning Outcomes for ROCOG Area
Measure 2020 Target State Data ROCOG Area

Annual Number of 
Fatalities

375.4 
Statewide

No Specific ROCOG 
Area Target / ROCOG 
data for information 

only

Fatalities per 100 
million vehicles 

mile of travel
0.626

Number of Serious 
Injuries

1741.2
Statewide

No Specific ROCOG 
Area Target / ROCOG 
data for information 

only

Serious Injuries  
per 100 million 
vehicles mile of 

travel

2.854

Combined number 
of pedestrian & 
bicycle fatalities 

& Serious Injuries

317
Statewide

No Specific ROCOG 
Area Target / ROCOG 
data for information 

only

SAFETY PERFORMANCE MEASURES

2015 2016 2017 2018 2019
ANNUAL FATALITY RATE PER 100 MILLION VEHICLE MILES OF TRAVEL

MN 0.07 0.66 0.60 0.63 0.60
ROCOG 0.96 0.81 0.40 0.44 1.01

FIVE YEAR ROLLING AVERAGE RATE PER 100 MILLION VEHICLE MILES OF TRAVEL
MN 0.544 0.546 0.528 0.518 0.512

ROCOG 0.603 0.650 0.701 0.634 0.725

2015 2016 2017 2018 2019
ANNUAL SERIOUS INJURY RATE PER 100 MILLION VEHICLE MILES OF TRAVEL

MN 1.94 3.38 3.08 2.75 2.50
ROCOG 2.33 3.11 3.44 3.03 2.84

FIVE YEAR ROLLING AVERAGE RATE PER 100 MILLION VEHICLE MILES OF TRAVEL
MN 2.03 2.30 2.47 2.59 2.73

ROCOG 1.89 2.13 2.39 2.76 2.95
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Table 9-3 reports on performance 
of Interstate and non-Interstate 
highways on the NHS system in 
regard to the percentage of 
pavements and bridges that are in 
good and poor condition. For all 
historic reporting periods except 
bridges in good condition in 2019, 
performance targets were 
exceeded. 

The legend for the tables is as 
follows:  

 

Table 9-3: Summary of Performance Targets and Outcomes for 
NHS Pavement and Bridge Conditions 
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Table 9-4 summarizes outcomes for 
the percentage of person miles of 
travel that is reliable on the 
Interstate and non-Interstate NHS 
system in the ROCOG Area, along 
with truck travel time reliability on 
Interstate Highways. For all 
reporting periods performance in 
the ROCOG Area has met the 
established target. 

The legend for the tables is as 
follows:  

 

Table 9-4: Summary of Performance Targets and Outcomes for 
NHS Reliability and Truck Travel Reliability  

 
  

Joint MnDOT / ROCOG Performance Planning Outcomes for ROCOG Area
Measure 2020 Target

Percentage of 
person-miles on 

Interstates that is 
reliable

80% 

Percentage of person-
miles of travel on the 

Interstate Highway 
System that are reliable

Percentage of 
person-miles on 
Non- Interstates 
that is reliable

75% 

Percentage of person-
miles of travel on the 

Non-Interstate Highway 
System that are reliable

Truck Travel Time 
Reliabiilty on 

Interstate 
Highways

1.5 

Truck Travel Time 
Reliability Index (TTTR) 

Index rating

ROCOG Area

NATIONAL HIGHWAY SYSTEM RELIABILITY/INTERSTATE TRUCK TRAVEL RELIABILITY

2014 2015 2016 2017 2018 2019
ROCOG 

Area
1.18 1.13 1.13 1.11 1.13 1.18

2014 2015 2016 2017 2018 2019
ROCOG 

Area
100 100 100 100 100 100

2014 2015 2016 2017 2018 2019
ROCOG 

Area
86.8 80.4 80.7 94 99.9 100
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Rochester Public Transit is currently 
in the process of finalizing 
performance targets for transit 
asset management and transit 
safety. Table 9-5 identifies the 
performance measures for which 
targets are in development. The 
last column in Table 9-5 provides a 
qualitative summary of current 
performance of RPT relative to the 
measures that are under 
development. It is expected that 
final targets will be selected early in 
2021. 

Table 9-5: Performance Planning Outcomes for Transit Asset 
Management and Safety 

 
 

Joint MnDOT / ROCOG Performance Planning Outcomes for ROCOG Area
Measure 2020 Target

Transit Asset 
Management 

Currently Rochester Public Transit 
(RPT) has no non-revenue vehicles 

exceeding UBL or non-vehicle 
facilities with an asset class rating 

below 3

RPT currently has no revenue vehicles 
that exceed its internal ULB of 17 

years but 17% of current fleet 
exceeds Federal ULB of 15 years; 

these vehicles all programmed for 
replacement in 2020-2022 period

Transit Safety

RPT has reported no fatalities and 
only 1 injury/reportable event  during 
the last five years of operations on 
the fixed route Bus system and no 
fatalities or injuries on the ZIPS 
ADA/Paratransit System.

For the fixed route system, the rate 
vehicle revenue miles between 
major mechanical failures has been 
73,291 miles and for the ZIPS 
paratransit system the rate has been 
36,900 vehicle revenue miles 
between mechancial failures

ROCOG Area
TRANSIT ASSET MANAGEMENT AND TRANSIT SAFETY

MnDOT and public transit agencies in MN currently engaged in 
setting performance targets for the following  measures:

- Percent of Non-Revenue vehicles that have met or exceeded 
Useful Life Benchmark (ULB)

-  Percent of Transit Facilities (non-vehicle structures) with an 
asset class rated below 3 on FTA's Transit Economic 
Requirements Model

-  Percent of Revenue Vehicles that have met or exceeded 
their ULB

MnDOT and public transit agencies in MN currently engaged in 
setting performance targets for the following  measures:

- Total number of tansit related reportable fatalities and rate 
per vehicle revenue miles of travel

- Total number of transit related reportable injuries and rate 
per vehicle revenue miles of travel

- Total number of reportable events and rate per vehicle 
revenue miles of travel

- Mean distance between major mechanical failures
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Discussion of Performance Planning 
After the full rollout of federal performance measures is 
completed at the state level, guidelines stated that future 
Metropolitan Transportation Plans must discuss progress 
toward meeting the targets adopted by MPOs. Tables 9-2 
through 9-5 provide historic and current baseline 
information that has been gathered during the initial 
phase-in period of performance targets by MnDOT and 
ROCOG, with additional targets for transit assets and 
safety still in development. 

Future plans will provide updates to this baseline 
information which will provide the benefit of additional 
years of data to establish meaningful trend information 
regarding progress being made as data from over several 
multi-year time periods will become available. Since 
ROCOG currently follows the lead of MnDOT in terms of 
most performance planning efforts, the State’s progress 
on certain performance targets effectively informs the 
progress that ROCOG is making on certain targets. This is 
particularly noteworthy on certain safety measures such 
as the absolute annual number of fatalities and serious 

injuries among motorists and non-motorists, where the 
small sample size observed in the ROCOG Planning Area 
has resulted in a very erratic trendline, at least in the 
early years of performance measurement. 

2045 Plan Projects and Performance 
Targets 
This section provides a list of the Regionally Significant 
projects from this 2045 Plan and which performance 
measures are meant to be affected by the project’s 
implementation. Projects identified as candidates for 
implementation in the years 2020-2029 are considered 
Short Range projects, and projects anticipated to occur in 
the 2030-2045 timeframe are considered Long Range 
projects (Table 9-6). 

Projects are identified individually for the short-range 
group, whereas the long-range group has general groups 
of projects. Also note that the transit safety target has 
yet to be designated, with Rochester Public Transit 
working on development of transit safety targets which 
are expected to be adopted in 2021. 
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Table 9-6: Regionally Significant Projects and Performance Impact 
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Environmental Justice Assessment 
Building on the previous section, which reviewed 
proposed regionally significant projects for their potential 
impact on system performance, this section provides an 
analysis looking at the potential for disproportionate 
impact of these projects on minority and low income 
communities, consistent with the guidance provided 

under Executive Order 12898 issued under the Clinton 
Administration. This high-level assessment looks at the 
relation of project locations to areas of residence for 
environmental justice populations. 
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Definition of Environmental Justice (EJ) 
from the U.S. Department of 
Transportation 
“Environmental Justice (EJ) is the fair treatment and 
meaningful involvement of all people, regardless of race, 
ethnicity, income, national origin, or educational level 
with respect to the development, implementation and 
enforcement of environmental laws, regulations and 
policies. DOT is committed to ensuring a fast, safe, 
efficient, accessible, and convenient transportation 
system for communities nationwide. In doing so, DOT 
comprehensively incorporates environmental justice (EJ) 
considerations into all of the Department’s programs, 
policies, and activities. By ensuring opportunities for 
minority and low-income communities to influence the 
transportation planning and decision-making processes 
through enhanced engagement and meaningful input, 
the Department actively prevents disproportionately high 
and adverse effects of transportation projects on minority 
and low-income communities”. 

It should be noted that for transit, the analysis was 
limited to the project area of the planned transit 
infrastructure for a proposed Downtown Rapid Transit 
system and the phases of Bus Rapid Transit system to be 
known as the Primary Transit Network that are 
anticipated to occur in the 25 year Plan horizon. 

Rochester Public Transit fixed route service will continue 
to provide local transit service to all Rochester urban 
neighborhoods that currently exist and those that will 
develop in the future. In addition, the paratransit service 
area that is provided today currently exceeds both the 
existing geography of Rochester and the expected 
growth area of Rochester by the year 2045. 

Distribution of Environmental Justice 
Populations  
In completing the assessment of the impact of proposed 
federally funded projects on environmental justice 
populations, it is necessary to identify where such 
populations reside. For the purposes of this assessment, 
ROCOG used data from the American Community Survey 
5 year estimates for the period of 2014-2018 at the Block 
Group level to map areas of interest 
(https://www.census.gov/geographies/mapping-
files/time-series/geo/tiger-data.html ). This analysis 
considered both minority populations and low income 
populations; results are mapped illustrating block groups 
where only a minority threshold population was 
identified, block groups where only a low income 
threshold population was identified, and block groups 
within which both minority and low income thresholds 
were identified. 

https://www.census.gov/geographies/mapping-files/time-series/geo/tiger-data.html
https://www.census.gov/geographies/mapping-files/time-series/geo/tiger-data.html
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The first step in the process was to determine the 
threshold values for identifying block groups of interest. 
Table 9-7 reports the results of this analysis. 

Table 9-7: Environmental Justice Population 
Thresholds 

Geography 
Total 

Population
Minority 

Population
Percentage E.J. 

Population
ROCOG Planning Area 153,065 29,766 19.4%
Rochester Urban Area 123,232 28,241 22.9%
Regional Area 29,833 1,525 5.1%

Geography 
Total 

Population
Low Income 
Population

Percentage E.J. 
Population

ROCOG Planning Area 153,065 13,490 8.8%
Rochester Urban Area 123,232 11,892 9.7%
Regional Area 29,833 1,598 5.4%

Minority Population Calculation

Low Income Population Calculation

Minority population for purposes of calculating the 
minority threshold represents the different between the 
total population and the reported “Not Hispanic or Latino: 
White Alone” total population. For purposes of calculating 
the percentage of low income, the threshold represents 
the number of persons for whom “Poverty Status is 
determined based on income in the past 12 months”, 
divided by the total population. The Planning Area results 
were chosen to use for selecting block groups where 
minority and low income populations exceeded a 
threshold value of 19.4% for minority populations and 
8.8% for low income individuals; separating the planning 

area into urban and rural areas had very limited impact 
on which block groups were identified. 

Figure 9-2 maps results for the entire ROCOG Planning 
Area and Figure 9-3 maps results for the Rochester 
Urban Area. 

Environmental Justice Population 
Involvement in Plan Development 
ROCOG staff conducted outreach aimed at getting input 
from diverse groups of people in the Rochester area. A 
special effort was made to reach out to low-income and 
minority populations by partnering with groups that work 
closely with these populations. ROCOG contacted the 
following organizations who potentially would be helpful 
in reaching out to members of low-income and minority 
populations: 

• Adult Learning Center - Brookside
• Community Learning Center
• Diversity Council
• Elder Network
• Hiawatha Homes
• Hope Coalition
• Intercultural Mutual Assistance Association
• Rochester Public Transit
• Rolling Hills Transit
• Semcac Family Planning
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Figure 9-2: Block Groups Exceeding Minority or Low-Income Thresholds—ROCOG Planning Area 
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Figure 9-3: Block Groups Exceeding Minority or Low-Income Thresholds—Rochester Urban Area 
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• Southeast Minnesota Area Agency on Aging 
• Southeast Minnesota Center for Independent Living 
• Southeast Minnesota Together 
• Southern Minnesota Initiative Foundation 
• Three Rivers Community Action 
• Women's Resource Center 

The Diversity Council and the Intercultural Mutual 
Assistance Association (IMAA) were two groups that 
responded to the opportunity to work with ROCOG in 
soliciting this input. ROCOG staff attended various 
Diversity Council events as well as attending meetings of 
the IMAA to discuss the LRTP and take questions and 
comments. The IMAA also allowed ROCOG to display 
posters about the LRTP and distribute comment cards at 
their office the entire month of September 2019. 

Comments and questions with regard to streets and 
highways tended to be focused on major highway 
congestion at intersections and interchanges in 
Rochester, especially US-14 where it meets US-52 and 
West Circle Dr NW. People also suggested the need to 
improve roadway operations near downtown and on 
Broadway Ave (north and south of downtown). 

On transit, there was a lot of interest in the BRT systems 
envisioned for Rochester over the next 20-25 years. 
Overall, the responses were positive about the idea of 
living and working in Rochester without the need to own 

a car. Another general comment was support for the idea 
of being able to travel downtown without having to find a 
place to park a car. 

For active transportation, the major themes that were 
expressed were connecting pedestrian and bicycle paths 
into useful systems for people to travel around the city 
and region, and safety in the sense of the need to reduce 
conflict between users of various modes. 

Assessment of Projects relative to 
Environmental Justice Populations 
Figures 9-4 through 9-6 provide high-level mapping 
illustrating the location of potential federally funded 
projects relative to environmental justice (EJ) populations 
in the Rochester urban area. A more detailed assessment 
of potential impacts and mitigation needs relative to 
specific projects will be required during the project 
development phase when more detailed environmental 
assessment is completed. Relative to the modal maps on 
the following pages: 

• Figure 9-4 maps potential major street and highway 
projects in relation to Census Block Groups where EJ 
populations exceed threshold population levels 
calculated for Rochester. Based on a qualitative 
assessment, there is no disproportionate high and 
adverse impact expected from any of anticipated 
federally funded street and highway project locations 
illustrated. Many of the project locations are in urban 
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fringe areas showing a high percentage of EJ 
population in areas that are in fact sparsely populated 
suburban areas. Among projects located in more 
dense urban locations, the North Broadway project is 
located in an area of commercial and service business 
with little direct impact to residential properties. The 
20th St SW project is one corridor where attention will 
need to be paid to potential EJ population impacts, 
though lot sizes in this area are larger and may 
provide greater opportunity for mitigation. 

• Figure 9-5 illustrates city transit routes along with 
proposed corridors for anticipated Bus Rapid Transit 
service, with 750’ to 1000’ route buffers mapped. 
Existing route service planned for expansion in 2020 
was delayed due to the COVID-19 pandemic but will 
expand service into a number of block groups areas 
identified on the fringe of the city where EJ 
populations are found to reside in higher numbers. 
Generally, all areas within the cities are well served 
with transit, although off peak frequency is generally 
limited to between 30 and 60 minute service. 

• Figure 9-6 illustrates active transportation 
infrastructure focusing on trail and path facilities. The 
city, with approximately 140 miles of existing 
infrastructure, provides most neighborhoods with a 
minimum level of access to the city trail and path 
system. Planned improvements corridors have been 
identified to fill in most of the network gaps currently 

found to exist, which will improve access for EJ 
populations. Rochester’s policy since the early 1990’s 
has provided for sidewalks on all new streets, with 
most gaps existing in older areas originally developed 
in adjacent townships prior to annexation to the city; 
ROCOG prepared a study in 2016 looking at these 
areas and are recommending non-motorized 
infrastructure improvements to address this issue. 

Relationship of Plan’s Financial 
Analysis with Project Selection in the 
Transportation Improvement Program 
ROCOG adopted a policy in 2017 guiding how projects 
would be selected for federal funding that ROCOG 
programs in the annual Transportation Improvement 
Program (TIP). 

• The selection policy relies on the creation and periodic 
updating of a slate of projects (referred to as the 
“ROCOG-ATP Project List”) developed by ROCOG and 
the jurisdictions eligible to receive federal funding. 

• ROCOG, at the time this plan was adopted, has 
responsibility to program $2.37 million dollars of 
federal Surface Transportation Block Grant funding 
annually, out of an average of approximately $14 
million in federal funding that has on average been 
programmed over the last 10 years by ROCOG and 
the Area Transportation Partnership. (Based on  
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Figure 9-4: Environmental Justice Assessment – Candidate ATP Highway Projects  

 
Source: Block Group data from 2013-2017 American Community Survey 
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Figure 9-5: Environmental Justice Assessment – Fixed Route Transit/Planned Bus Rapid Transit 

 
Source: Block Group data from 2013-2017 American Community Survey
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Figure 9-6: Environmental Justice Assessment – Active Transportation Facilities 

 
Source: Block Group data from 2013-2017 American Community Survey 
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analysis of the annual ROCOG TIP’s for fiscal years 
2009 through 2019) 

• This federal funding represents about 25% of the 
average annual investment by MnDOT, Olmsted 
County, and Rochester in roadways in Olmsted 
County over the last 10 years (Based on data included 
in Chapter 15 of the 2015 ROCOG Long Range 
Transportation Plan and analysis). 

At the time the policy was adopted, it was stipulated that 
an interim project list would be developed for the annual 
2019 and 2020 project selection, and during the update 
of the LRTP, the ROCOG – ATP Project List would be 
updated and synched with the financial plan included in 
the LRTP for use until the next plan update in 2025. 

Under federal regulations that guide metropolitan area 
transportation planning, “project selection” and 
“prioritization” are actions that occur during the annual 
TIP process. Prioritization is not referenced as an action 
or activity required during the LRTP process as guided by 
23 U.S. Code § 134 and 23 CFR Title 23 Part 450). 

• The LRTP, however, is to include a financial plan that 
discusses system-level estimates of revenues 
anticipated to be available for investment and the 
cost of potential programs or projects. This 
information forms the basis of an analysis leading to 
definition of a “Fiscally Constrained Plan” that 
demonstrates the amount of investment (grouped by 

categories) that can be supported by historically 
available funding or potential new revenue sources 
for which there is high certainty of availability in the 
future. 

• Projects subsequently programmed for federal 
funding in the TIP must be consistent with the 
described Fiscally Constrained Plan. 

• The LRTP can include a supplemental list of 
“illustrative projects” that could be completed if 
additional funding can be secured. 

Given that ROCOG only programs a limited share of 
federal highway funding ($2.37 million) out of an 
average of $14 million annually programmed in the 
ROCOG Area, and MnDOT, Olmsted County, and 
Rochester invest on average $40 million dollars annually 
above this level of federal funding, it is incumbent on 
ROCOG to facilitate collaborative discussion among these 
entities as to what is feasible within a fiscally constrained 
plan while respecting the priorities of the agencies and 
jurisdictions responsible for project implementation. 

The ROCOG-ATP Project List 
This Plan (in Chapter 10) identifies a ROCOG-ATP Project 
List identifying projects to be considered for future 
federal funding in the ROCOG Transportation 
Improvement Program. Development of the project list is 
part of a project selection policy adopted by ROCOG in 
2017. 
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The ROCOG-ATP Project List is intended to serve as a 
bridge between the larger list of preservation and 
improvement projects and programs identified in the 
LRTP and the projects ultimately selected for possible 
federal funding by ROCOG during the annual 
development of the TIP. 

The $2.37 million dollars reflects ROCOG’s 30% share of 
federal Surface Transportation Block Grant Program 
(STPBG) funds that are allocated to MnDOT District 6. 
STPBG funds are not the only federal transportation 
funds that flow to the ROCOG area; they are the only 
federal funds for which ROCOG has project selection 
responsibility. Among the authorities that have 
responsibility for programming federal transportation 
funds include: 

• ROCOG 
• District 6 Area Transportation Partnership 
• MnDOT Transit Office 
• MnDOT Office of Transportation System Management 
• MnDOT State Aid for Local Transportation 
• MnDOT Office of Traffic Engineering 
• Federal Highway Administration 
• Federal Transit Administration 

Prioritization of Projects 
“Prioritization” of projects is recognized in federal MPO 
planning regulations in reference to the action of an MPO 
Policy Board (such as ROCOG) or state department of 
transportation when it is acting to select projects for 
inclusion in the four-year TIP. The definition of the TIP 
found in the federal Code of Regulations Title 23, 
Chapter 450 is: 

“Transportation improvement program (TIP) means 
a prioritized listing/program of transportation projects 
covering a period of 4 years that is developed and 
formally adopted by an MPO as part of the metropolitan 
transportation planning process, consistent with the 
metropolitan transportation plan, and required for 
projects to be eligible for funding under title 23 U.S.C. 
and title 49 U.S.C. chapter 53”. 

Prioritization is further described as “the cooperative 
process among States, MPOs, and transit agencies for 
identifying projects and strategies from the Metropolitan 
Transportation Plan (MTP) that are of sufficiently high 
priority as to be included in the TIP.” 

The definition of the TIP contrasts with the description of 
the Metropolitan Transportation Plan that states “MTP 
means the official multimodal transportation plan 
addressing no less than a 20-year planning horizon that 
the MPO develops, adopts, and updates through the 
metropolitan transportation planning process”. The 
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strategic investment direction provided in the MTP is to 
align with the programming and selection of projects in 
the TIP that advances the goals and implement 
strategies first presented in the MTP. 

So, while ROCOG does not select and prioritize projects 
for the majority of federal or state transportation funds 
that flow into the area, ROCOG does have a strategic role 
in projects selected for inclusion in the TIP. These 
projects should reflect the goals and strategies first 
identified in the MTP and be consistent with the level of 
fiscal resources available for implementation. 

Financial Planning in the LRTP 
Chapter 15 presents a financial planning element that is 
intended to establish the reasonableness and credibility 
of the long-range plan. The LRTP, which has a 20-year 
planning horizon, must include a financial plan that 
estimates how much funding will be needed to 
implement identified programs or improvements, as well 
as operate and maintain the transportation system, over 
the life of the plan. Relative to the TIP, projects which 
are selected and programmed for funding need to be 
consistent with recommendations of a “Fiscally 
Constrained” long range plan. Fiscal constraint is 
defined in federal guidelines as follows: 

“Financially constrained or fiscal constraint means that 
the metropolitan transportation plan, TIP, and STIP 
includes sufficient financial information for demonstrating 

that projects in the metropolitan transportation plan, TIP, 
and STIP can be implemented using committed, 
available, or reasonably available revenue sources, with 
reasonable assurance that the federally supported 
transportation system is being adequately operated and 
maintained.” 

This Plan will include information on the funding sources 
and anticipated level of revenue the MPO can reasonably 
expect to be available. It will include revenues from 
FHWA and FTA, state government, local or regional 
government or semi-public entities, the private sector, 
and user charges. An MTP must demonstrate that there 
is a balance between the expected revenue sources for 
transportation investments and the estimated costs of 
the projects and programs described in the Plan. 

The planning regulations provide for the accommodation 
of projects which may be considered beyond the ability 
of existing revenue streams to fund by allowing for the 
identification of an “illustrative” project list. Illustrative 
projects are defined to mean “additional transportation 
projects that may be included in a financial plan for a 
MTP, TIP, or STIP if reasonable additional resources were 
to become available.” Many competitive grant programs, 
such as federal Small Starts or BUILD grants, or state 
programs such as Corridors of Commerce or MnDOT 
Transportation – Economic Development (TED) grants, 
are examples of additional resources that could be 
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referenced to support the inclusion of projects as 
illustrative projects in the MTP. 
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10  • Major Street & Highway System Plan
 

Introduction 
Chapter 10 presents an overall policy framework for 
development of the major streets and highway network 
in the ROCOG planning area. In addition to providing a 
system plan which identifies the desired functional 
character of existing and future major roadway corridors, 
this chapter also describes: 

• System development policy 
• Facility level design and operating policy 
• Short- and long-range project improvement needs 
• The magnitude of future system preservation needs 
• Regionally significant highway projects identified as 

candidates for future federal funding 

The Functional Designation map is the tool that frames 
the Plan’s policies regarding system development and 
facility level design and operating character. Various 
classes of arterial and collector roadways, along with 
interstate/interregional corridor classifications, establish 
the framework for identifying the balance between the 
level of access and level of mobility a corridor is intended 
to provide. Additional system and facility development 

policies provide guidance on accommodations for various 
modes of travel including transit, pedestrian, and low 
speed or non-motorized wheeled vehicles such as 
bicycles. 

The Functional Designation map includes a second level 
of information referred to as “land use context”; land use 
context is important for understanding more refined 
design and operational policy decisions that typically 
occur during project development, as not every class of 
roadway functions or operates the same in every type of 
land use environment. A major arterial in a rural area will 
be significantly different than a major arterial in 
downtown Rochester; the use of land use context 
designations helps to clarify this difference and structure 
the system and facility development policies based on the 
land use environment present in a project area. The 
benefit of classification and guidelines/standards is to 
provide a level of certainty as far as the function of the 
roadway infrastructure when parties, whether public or 
private, plan investments in new land development and 
business operations in a specific corridor area. 

This chapter also includes discussion about system 
improvement needs as well as system preservation 
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needs. System improvement needs fall into various 
classes, depending on their location and the expected 
travel function a roadway serves. There will be projects, 
for example, important to regional travel movement such 
as commuting, freight and goods movement, and travel 
between communities, while another set of projects will 
be important to addressing future growth needs within a 
local community. The relative balance of regional or 
through-service a corridor provides versus local travel will 
in turn influence design and operational decisions and 
impact other factors such as how a project may be 
funded. 

System preservation recognizes that one of the most 
effective uses of street funding is for the preservation of 
facilities that are already in place. Adequate spending on 
maintenance and preservation is estimated to provide $4 
to $6 in economic benefit for every direct dollar spent on 
maintenance. The emphasis on maintenance and 
preservation that has been seen at every level of 
government over the last 10-15 years has noticeably 
improved the overall condition of the area roadway 
network. The discussion included herein provides a look 
at the magnitude of funding that would be needed to 
fully fund future preservation needs over the horizon of 
the Plan. 

This chapter concludes with a discussion of planning 
strategies or activities that can aid in ensuring that future 
system development is not foreclosed by future actions 

of others that may impact needed improvements. 
Strategies related to corridor preservation and an 
opportunity-based approach to ensuring adequate right-
of-way will be available are discussed. The use of official 
right-of-way maps, special setback requirements, 
advanced acquisition programs, and corridor level access 
management plans are among the tools to be considered 
as part of a corridor preservation program. 

Alignment of Street/Highway Objectives 
with Goals of the Plan 
Moving people and freight, while providing benefits to 
the economy, quality of life, and environment can be 
enhanced by emphasis on reliable and safe travel that 
provides desired multi-modal access to users in the 
community. The goals of the Plan provide broad 
guidance on the outcomes which the community is 
striving to achieve. The objectives described below each 
identify a general course of action meant to guide the 
selection of strategies and actions within the realm of 
TSMO that will help to achieve the stated goals of the 
plan. 

The objectives identified will help to influence and guide 
decisions in the areas of planning, programming, and 
project development, as well as inform day to day system 
operations and maintenance activities. 

Given the expense and difficulty of adding capacity on 
existing arterial corridors, and the demand for future 
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capacity, it is clear that strategic investment in 
operational improvements will continue to be important 
in the future. Looking forward, the important role of 
additional ITS investments and emerging and future 
technologies, such as connected vehicle technology, hold 

promise and need to be considered as deployable 
technology emerges. 

Table 10-1 refines the overall goals for the Plan, as 
described in Chapter 1, to more specifically identify a 
supporting set of objectives.

Table 10-1: Street and Highway Objectives and Alignment with Plan Goals 
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ROCOG Functional Designation Map 
As the key transportation network for serving both local 
and regional travel needs, the major street and highway 
system plays an important role in achieving the 
economic, development, and livability goals of the 
community and region. The full build-out street and 
highway network plan seeks to further these goals by 

guiding the development of the major street system, 
relying on the mapping of street classifications for both 
existing and planned non-local roadways, along with 
associated project development guidelines, to define the 
character of different roadway types. 

The Functional Designation Map is intended to account 
for development occurring throughout areas shown on 
the City of Rochester’s growth management map and 
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Olmsted County’s land use map as having the potential 
for significant change of land use in the future, 
irrespective of timeframe. This allows ROCOG to provide 
a supportive policy basis for right-of-way preservation 
beyond those areas planned for suburban or urban 
development in the next 20 years if the long-term vision 
for an area is ultimately some level of urbanization. 
Conversely, later sections in this chapter addressing 
improvement needs focus on expectations over the next 
20 years forming the basis for fiscal constraint analysis. 

The Functional Designation Map includes two types of 
information. 

• The function of roadways is defined in fairly standard 
terminology which identifies various classes of 
interregional, arterial, and collector streets. These 
classifications provide guidance on the relative 
balance of mobility and land access functions the 
roadway is intended to serve as well as the primary 
trip types the corridor will be designed to 
accommodate. 

• Land use context is designated throughout the 
planning area. Land use contexts can range from 
rural to suburban to various classes of urban, with a 
distinction between small city urban areas and 
Rochester urban areas. These classifications help 
refine street planning guidance found in this chapter, 
as any classification of street, whether it be an 
arterial or collector, will function and operate 

somewhat differently depending on whether the road 
is located in a rural, suburban, or urban area. 

Network classification is based on the premise that there 
is a hierarchy of roads in any regional network, each of 
which provide different degrees of access and mobility. 
Figure 10-1 highlights how a typical road network will 
usually be organized in terms of the percentage of 
streets in each class. 

Figure 10-1: Functional Classification Concept 

 
Generally, a small proportion of major arterial roads will 
be needed to primarily serve a mobility function, while a 
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much larger percentage of local roads will serve an 
access function. 

Classification of major streets is also important as a 
programming tool, helping to guide design decisions, 
capital improvement programming, and planning for 
corridor preservation. Corridor classification also 
influences land use decisions, such as right-of-way 
dedication needs, location and frequency of permitted 
access, and the desired operational features and 
characteristics of a roadway. 

The proposed Functional Designation Map replaces the 
classification system used in earlier ROCOG Plans that 
had relied on three maps (Functional Designation/Street 
Design/Land Use Overlay). In this plan, the function of 
those three maps is combined into one, supplemented 
with data in the Street Planning Guidance section, and 
reflecting the following considerations 

• The Functional Designation Map focuses solely on 
roadways that serve regional and major urban travel 
demands. The ROCOG street system map will no 
longer classify streets serving a local subarea access 
function such as neighborhood collector streets since 
most local jurisdictions now include guidance on local 
streets into local plans and regulations.  

• ROCOG Functional Designation is NOT the same as 
the Federal Functional Classification of roads, which 
controls which roadways are eligible for federal 

funding and is often referred to during the TIP 
development process. The federal map classifies 
roads based on current or near-term function with a 
horizon generally of up to five years. The ROCOG 
Functional Designation Map has a horizon of 20-25 or 
more years and is focused on ultimate corridor 
function. 

• Relative to the street design guidance in prior plans, 
the goal has been to address design in a less 
prescriptive manner with more flexibility afforded to 
road authorities to meet policy goals. This recognizes 
that in most instances some level of corridor 
engineering evaluation is needed/completed before 
major design elements are ultimately defined. 

System Development Guidelines 
Table 10-2 provides general system development 
guidance in terms of the density of primary and 
secondary roads needed to adequately serve different 
types of land use environments. These guidelines are 
important in areas undergoing a transition in 
development density, such as from rural to urbanizing, 
since they imply a denser network of major streets in 
urban development areas as opposed to rural 
development areas. 

This intensification of the roadway grid implies that 
existing rural roads, which may have been functioning as 
secondary travel corridors, will need to transition to a 
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primary corridor as areas urbanize. New corridors may 
need to be preserved in future growth areas where no 
road corridor currently exists. Application of these 

guidelines occurs in both the long-range planning process 
as well as the development planning process as specific 
land use changes are considered.

Table 10-2: General Road Network Spacing Guidelines 

 
In addition to these general spacing guidelines, additional 
system development principles are identified for specific 
facility types. These include: 

Roads Built as Freeways/Expressways 
• Frontage or backage roads should be provided in 

conjunction with all new commercial or industrial 
development and where possible in areas undergoing 
redevelopment along freeway or expressway 
corridors. 

• Supporting arterial or collector routes consistent with 
the spacing suggested for Secondary Through Roads 

in Table 10-2 should be developed parallel to 
freeways and expressways to serve as reliever routes 
that will keep short and medium length local trips off 
the major road system and help distribute traffic to 
and from the designated access points along the 
limited access freeway or expressway facility. 

Arterials 
• Lack of continuity in the arterial street system will 

tend to place burdens on adjacent collector streets 
resulting in unintended travel on local thoroughfares 
and neighborhood streets. Efforts should be made to 
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create continuous arterial street corridors ending at 
connections with similar or higher-level streets. 

• Arterial roadways should go around, rather than 
through, residential neighborhoods. Residential 
neighborhoods will typically cover an area of about ½ 
mile in diameter with 500-750 households. Since 500 
households can be expected to generate about 5000 
trips per day, street patterns developed to minimize 
flows to an acceptable level on interior local streets 
with residential frontage (around 1000 vehicles per 
day) suggests there needs to be about 5 local street 
connections for a neighborhood to disperse traffic to 
major streets through a combination of residential 
collector and local streets. Local collector streets 
should intersect arterials or higher order streets at a 
relatively uniform spacing of one-half to one-quarter 
mile in order that good progression can be 
maintained on the arterial network if future 
signalization is required. 

Collectors 
• Collector streets are designed to distribute traffic 

within a commercial district or employment area or 
across several adjoining neighborhoods within an area 
of city. Continuity through a district or neighborhood 
and connectivity with adjacent lands should be 
provided to address the following street network 
considerations: 

‣ The collector and local street network should 
provide sufficient connectivity so that trips to 
destinations within a mile of origin could be made 
on the local and collector street system. Without 
sufficient continuity and connectivity, these trips 
may be forced onto the arterial street system, 
robbing capacity from that system for through 
trips as well as local trips with a start or end 
outside of the immediate area. 

‣ Collector streets should provide relatively direct 
through routes to provide efficient access for bus 
routes, minimizing indirection of travel and 
providing adequate accessibility for transit users in 
the area. 

• The plan assumes that not all collector routes will be 
pre-defined but instead can be established when the 
development patterns in an area are defined through 
a general development plan process. 

• Whereas the arterial street system in developing 
areas is generally established along what had been 
the historic one-mile township grid, there should be 
within the square mile a minimum of one east/west 
and one north/south collector corridor provided when 
development at the lowest density levels is proposed. 
At higher densities, one-third mile spacing of 
collectors may be needed to provide adequate access. 
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Roadway Classification Categories 
Figure 10-2 lists and Table 10-3 describes the proposed 
roadway classification used on the 2045 Long Range 
Transportation Plan Functional Designation Map. 
Roadways are classified according to a simplified system 
reflecting prior ROCOG Plans but with fewer categories 
as only two subclasses are used for each major category. 
Roads assigned a subclass of “Maintain” (indicated by 
“M” in Figures 10-2, 10-4 and 10-5) are anticipated to 
not change significantly over the 20-year horizon of the 
Plan, with the principal work associated with these roads 
being preservation of the existing pavement. Roads 
assigned to a subclass of “Improve” (indicated by an “I” 
in each respective figure) are expected to see future 
changes which may include major safety or operational 
improvements, capacity addition, or significant multi-
modal improvements, any of which are significant 
enough to require some level of construction activity and 
possible right-of-way impacts. 

Three new secondary categories are included in this 
Plan: 

• Commercial/Industrial Access Road 
• 2050 Arterial Corridors 
• 2050 Collector Corridors 

Figure 10-2: Major Functional Designation Map 
Classifications 

 
Commercial/Industrial Access Roads are added as a class 
to recognize the importance of certain roadways to the 
local economy in providing first/last mile access in 
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delivering freight and goods as well as commuter access 
to areas of commercial or industrial development. 

The 2050 Arterial and Collector classes of roadways are 
mapped in areas that are 
outside of a near term urban 
growth areas but within 
areas that cities have 
identified for long term 
growth beyond the year 
2045. Areas where these 
corridors are mapped largely 
are found in Post-2050 
growth areas mapped by 
Rochester, Byron, and 
Oronoco around their current planned urban service 
areas. Mapping of these corridors should assist with 
issues related to the preservation of future corridors if 
interim or rural development is proposed in an area 

where long term a major street may be needed to 
facilitate future urban growth. 

Grade Separation
Classifications

Future Interchange#
Future Overpass#
Grade Separation Studyxz
Upgrade Interchange#
Existing Interchange%
Existing Overpass%[

Interchanges and Grade Separation 
The Functional Designation Map assigns different classes 
of grade separation to locations, primarily along the 
National Highway System (NHS), where interchanges or 
overpasses exist or are planned to provide access to the 
NHS. While primarily designating interchanges and 
overpasses, the map also identifies locations where 
future railroad grade separations are planned. 

The category labeled as “Grade Separation Study” 
identifies locations where a definitive decision regarding 
future construction of a grade separation structure is still 
in discussion or the subject of future study. These 
locations will need further planning, engineering, 
environmental, or concept design work before a final 
decision regarding construction of an interchange or 
overpass is made.

Table 10-3: Roadway Network Category Descriptions 
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Table 10-4: Grade Separation Category Descriptions 

 

Land Use Context Categories 
The concept of land use context is used in this Plan as a 
factor in determining the proper class of street planning 
guidelines to apply regarding management of roads and 
highways. It is based on the premise that corridors may 
pass through multiple land use areas, ranging from rural 

to dense urban conditions, as illustrated in Figure 10-3. 
By tying functional designation not only to roadway 
function but also the surrounding land use environment, 
design and operational guidelines can be tailored to the 
character of the surrounding area through which the 
roadways pass.
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Figure 10-3: Illustrative Example of Changing Land Use Character Along a Corridor 

Land use context is used in the Plan to help describe 
modal expectations as far as the need for and level of 
accommodation to be provided for transit, pedestrian, 
and bicycle travel. Other features linked to land use 
context include 

• Operations in terms of desirable Level of Service 
thresholds for major streets (a lower level of service 
is typically acceptable in denser urban development 
areas) 

• Preferred signal spacing (greater spacing between 
signals is typically preferred in suburban areas) 

• Access connection spacing (spacing requirements are 
typically greater in rural or suburban areas) 

A total of ten land use classifications are used in the plan 
as illustrated in Figure 10-4. Table 10-5 describes the 
classifications found on the Functional Designation Map. 

Figure 10-4: Land Use Context Classifications 
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Table 10-5: Land Use Context Categories 

 



10 • Major Street & Highway System Plan 

10.18  

 



 10 • Major Street & Highway System Plan 

 10.19 

 



10 • Major Street & Highway System Plan 

10.20  

  



 10 • Major Street & Highway System Plan 

 10.21 

Figure 10-5: Functional Designation System Plan (ROCOG Planning Area) 

  



10 • Major Street & Highway System Plan 

10.22  

Figure 10-6: Functional Designation System Plan (Rochester Urban Area) 
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Overview of Street Network 
Guidelines 
Network planning establishes a framework for the 
transportation system and distinguishes the functional 
role and desired character of individual roadways in the 
network. The roadway designations illustrated in Figures 
10-5 and 10-6 established the high level functional role 
of major roadways in the ROCOG Area network; the 
Street Network Guidelines in this section will refine the 
expectations for various roadway designations in terms of 
multi-modal and intermodal service and character, 
reflecting the land use context in which a roadway is 
located. The principles and guidelines in this section 
discuss the following considerations: 

• The 1st Principles of Travel Service define the 
primary travel character of a roadway, based on its 
functional designation and land use context it is 
located in. These guidelines will identify whether 
roadway features will encourage mobility or 
accessibility, which modes are of primary importance 
in a given type of land use area, and provide a target 
travel speed for vehicular traffic. 

• The 2nd Principles of Sizing Factors establish basic 
parameters that impact right-of-way needs, such as 
anticipated number of travel lanes, whether use of a 
median should be considered, and how other general 

considerations such as drainage and topography 
affect right-of-way needs. 

• The 3rd Principles discuss Basic Modal 
Accommodations, which identify the basic level of 
modal improvement to plan for based on potential 
combinations of roadway designation and land use. 
Guidelines are provided for the primary modes of 
vehicular, pedestrian, and bicycle travel. 

• The 4th Principles identify Modal Overlays, which 
are mode-specific improvement recommendations 
found in this Plan or other plans that need to be 
considered in addition to the basic accommodation 
needs discussed under the 3rd Principles. 

In practice, network planning guidelines can help to 
resolve issues regarding the function and character of a 
roadway. Ideally, the network planning considerations 
laid out in this section will inform decisions at an early 
alternatives-analysis phase of project development and 
will be considered in community planning projects 
addressing matters such as future land use, economic 
development, and environmental resource management. 
Consideration of these network planning guidelines 
desirably will lead to solutions that balance the demand 
for vehicle throughput with accommodation for other 
modes and support for adjacent development. 

In planning for major improvements, it is important to 
think beyond today’s needs and consider the potential 
long-term benefits of a project. While planning timelines 
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are often set at 20-25 years, a project may need to 
function for 50 years or more. Dedicating space to transit 
or bike lanes, for example, may garner opposition 
because traffic models predict increases in auto traffic 
that pre-empt using space for other needs. However, as 
areas build out, traffic volumes may actually stabilize or 
decline slightly over time as land use patterns mature, 
with a greater mixture of uses or development intensity 
that supports increased walking, biking, and transit use. 

The implications for right-of-way needs suggested by the 
guidance found in this section is likely to be 
accommodated most easily in rural, suburban, and 
developing urban areas, where greater opportunity for 
adjusting right-of-way width still exists. In fully 
developed or redeveloping areas where right-of-way may 
be constrained, it may be necessary to compromise on 
certain features in order to improve the travel service 
provided. Recognizing this, the plan suggests priorities 
for constrained roadway corridors in developed areas. 

The guidelines herein are designed to meet the need for 
flexibility by generally avoiding the use of numerical 
values in order to allow project designers to balance the 
needs of multiple modes, utility installation, 
environmental mitigation, and community space needs. 
This flexibility is intended to encourage consideration of 
how individual elements work together during project 
development rather than how well they meet a strict set 
of minimum dimensions. 

An important concept addressed is modal emphasis. 
Modal emphasis is the identification of which travel 
modes should be emphasized in the design of the cross-
section for a roadway. It is important to note that modal 
emphasis does not mean that other travel modes are 
excluded; these secondary modes will be accommodated 
to provide a minimum level of acceptable service while 
primary modes are accommodated at a higher level of 
service. While there may occasionally be cases where 
some modes are excluded (such as on a freeway), the 
basic principle advocated in this Plan is to assume there 
is at least a minimum level of accommodation made for 
all travel modes within a travel corridor, recognizing that 
some of those accommodations may need to be on a 
parallel, nearby corridor. 

Additional guidelines related to operational features of 
major roads such as signal spacing, median opening 
spacing, and spacing of public street connections on 
major roadways are found in Chapter 14, Transportation 
System Management and Operations, where general 
policy on property access is discussed as well as 
vehicular Level of Service for use in planning and design. 

1st Principles: Travel Service 
In a regional travel network, different roadways will 
serve different primary functions. Certain roadways will 
function to move traffic smoothly through an area or 
deliver significant volumes of traffic to major destinations 
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such as central city areas, while other roadways will 
primarily provide accessibility between destinations 
within a community or subarea district while also serving 
to move traffic from mobility corridors to its final 
destination. A travel network can best achieve the goals 
of safely and efficiently moving people and goods while 
supporting other community goals when the functions of 
mobility and accessibility area appropriately balanced for 
all modes in the region. 

Achieving balance in the system requires providing 
accommodation for various modes of travel and 
consideration of roadway design factors affecting 
walking, bicycling, transit, and freight service with equal 
levels of rigor as for general traffic. For example, instead 
of focusing solely on vehicle Level of Service (LOS), 
designing for all users means looking at levels of delay, 
capacity, and comfort for transit and non-motorized users 
as well as vehicle traffic. In addition to adequate capacity 
and safe design for expected vehicle volumes, the need 
for transit infrastructure, walkways and bikeways, along 
with the use of community space in the right-of-way, 
needs to be considered in the context of different land 
uses found in fully urbanized, urbanizing, suburban, and 
rural land use environments. 

The following paragraphs discuss the three primary “First 
Principles” of travel service that will help to define the 
character of major roads within the planning area. These 
First Principles include: 

• Mobility/accessibility 
• Modal emphasis 
• Target speed 

Tables 10-7 through 10-9 identify for each combination 
of roadway functional designation and land use context 
designation expectations for these three travel service 
factors. 

Mobility/Accessibility 
A key characteristic that helps to shape the design of the 
traveled way is how the balance between mobility and 
accessibility is addressed. The relative emphasis given to 
these two factors will reflect consideration of the 
expected mix of modes, the volume of people movement, 
and the general lengths of trips handled by a corridor, 
which in turn is impacted by factors such as land use. 

Mobility is how far you can go in a given amount of 
time. Accessibility is how much you can get to in that 
time. 

In locations where there is a lot of activity and a lot of 
destinations people travel between fairly frequently, 
accessibility will be a prime consideration, with the ability 
to move about safely and reliably by various modes 
within a district or neighborhood an important 
consideration. Mobility takes precedence where travel 
distances to destinations are greater, leading to the 
objective of minimizing the amount of unproductive time 
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needed to traverse those greater distances for work, 
shopping, recreation, and other trip purposes safely and 
conveniently. A well-designed multimodal system will 
strive to balance between mobility and accessibility to 
reliably support a variety of different trip types. 

Modal Emphasis 
The second travel service principle is the concept of 
designing roadways around modal emphasis. Modal 
emphasis is defined in these guidelines as giving greater 
consideration in design of a facility to those elements 
that serve particular travel modes. It is important to 
highlight that modal emphasis does not imply certain 
travel modes are excluded – the goal is to accommodate 
all modes to the degree possible along a roadway – but 
not all modes are necessarily emphasized to the same 
degree. In certain cases, modes may need to be 
excluded (such as pedestrian or bicycle travel on a 
freeway), but in doing so, accommodation of those 
modes should be considered during project development 
in the larger travel corridor that serves similar travel 
origins and destinations. 

In Tables 10-7 through 10-9, modes are classified as 
primary or secondary to clarify the importance attached 
to each for each combination of roadway classification 
and land use area. The modes of travel considered in 
terms of modal emphasis are: 

• General vehicle travel 

• Pedestrian 
• Transit 
• Low speed personal mobility (bicycles/scooters) 
• Commercial truck traffic 

Target Speed 
The final travel service principle considered is target 
speed. Target speed is considered to be the speed range 
at which vehicles should operate on a roadway in a 
specific context, compatible with adjacent land use and 
the level of multimodal travel activity in an area. It may 
be the most influential design control and the control that 
provides the most flexibility, particularly in urban areas. 

Motorists make decisions on how fast to drive based 
partially on posted speed limit signs and partially on 
physical cues in the environment (e.g., trees, parked 
cars, etc.). If higher speeds feel natural and instinctive, 
people are likely to drive at higher speeds due to the 
intuitive cues provided by design of the roadway. 

Using street design for communicating desired operating 
speed means designing to a target speed, or the speed 
at which the community desires motorists to travel. 
Incorporation of appropriate design features can help 
achieve a successful design where design speed, target 
speed, and the speed limit begin to converge. 

Among the types of features that can help achieve an 
appropriate target speed are: 
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• Physical measures such as curb extensions and 
medians to narrow the traveled way; 

• Setting signal timing for moderate progressive speeds 
from intersection to intersection; 

• Using narrower travel lanes that cause motorists to 
naturally slow; or 

• Using design elements such as on-street parking to 
create side friction. 

Street Character Guidelines 
Tables 10-7 through 10-9 identify basic street character 
priorities for the factors of mobility vs accessibility, modal 
priority, and target speed. Each factor is rated on a 
continuum from low to high; the significance of the 
ratings as applied to early project planning is as 
described in Table 10-6.

Table 10-6: Description of Street Character Guideline Ratings 
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Table 10-7: Street Character Guidelines for Rural and Suburban Areas 

  

Rural Rural Town Suburban

Mobility/Accessibility MOB: High / ACC: Low MOB: High / ACC: Mod MOB: High / ACC: Low
Modal High: Veh/Trk High: Veh/Trk High: Veh/Trk

Significance Low: Ped/Bike Mod/Low: Ped Bike Mod/Low: Ped Bike
Target Speed High Moderate Mod-High

Mobility/Accessibility MOB: High / ACC: Low MOB - High / ACC-Mod MOB - High / ACC-Low
Modal High: Veh/Trk High: Veh/Trk High: Veh/Trk

Significance Low: Ped/Bike Mod/Low: Ped Bike Mod/Low: Ped Bike
Target Speed High Moderate Mod-High

Mobility/Accessibility MOB: High / ACC: Mod MOB - Mod / ACC-Mod MOB - High / ACC-Mod
Modal High: Veh/Trk High: Veh/Trk High: Veh/Trk

Significance Low: Ped/Bike Mod/Low: Ped Bike Mod/Low: Ped Bike
Target Speed High Moderate Mod-High

Mobility/Accessibility MOB: High-Mod / ACC:Mod MOB - Mod / ACC-Mod MOB - Mod / ACC-Mod
Modal High: Veh    Moderate:Trk High: Veh    Mod:Trk Ped High: Veh    

Significance Low: Ped/Bike Low: Bike Moderate: Trk Ped Bike
Target Speed High Moderate Mod-High

Mobility/Accessibility MOB: Mod / ACC:Mod MOB - Mod / ACC-High MOB - Mod / ACC-Mod
Modal High: Veh    Moderate:Trk High: Veh    Mod:Trk Ped High: Veh    

Significance Low: Ped/Bike Low: Bike Moderate: Trk Ped Bike
Target Speed Mod-High Moderate Moderate

RURAL/REGIONAL AREA

National Highway 
System Non-

Freeway

Strategic
 Arterials

Major 
Arterials

Secondary
 Arterials

Primary 
Collectors
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Table 10-8: Street Character Guidelines for Small City Areas 

 
  

Small City 
Core Area

Small City 
Urban Area

Small City 
Edge Area

Mobility/Accessibility MOB: Mod / ACC:Mod MOB - Mod-High / ACC-Mod MOB: High / ACC-Mod-Low

Modal High: Ped Veh Trk High: Veh Trk High: Veh Trk
Significance Low: Bike Mod: Ped Bike Mod-Low: Ped Bike
Target Speed Low Moderate High

Mobility/Accessibility MOB: Mod-High / ACC-Mod MOB: High / ACC-Mod
Modal Not High: Veh Trk High: Veh Trk

Significance Applicable Mod: Ped Bike Mod-Low: Ped Bike
Target Speed Mod-High High

Mobility/Accessibility MOB: Mod-Low / ACC-Mod MOB-Mod / ACC Mod MOB: Mod-High /Acc Mod

Modal High: Ped Veh Trk High: Ped Veh Trk High: Veh Trk
Significance Mod: Bike Mod: Bike Mod-Low: Ped Bike
Target Speed Low Mod Mod-High

Mobility/Accessibility MOB-Mod / ACC Mod-High MOB: Mod /Acc Mod
Modal Not High: Ped Veh Trk High Veh

Significance Applicable Mod: Bike Moderate Ped Bike Trk
Target Speed Mod Mod-High

Mobility/Accessibility MOB: Low / ACC-High MOB-Mod / ACC Mod-High MOB: Mod /Acc Mod
Modal High Ped Veh High Ped Veh High Veh

Significance Moderate Bike Trk Moderate Bike Trk Moderate Ped Bike Trk
Target Speed Low Mod Mod-High

SMALL 
CITIES

National Highway 
System Non-

Freeway

Strategic
 Arterials

Major 
Arterials

Secondary
 Arterials

Primary 
Collectors
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Table 10-9: Street Character Guidelines in Rochester Urban Area 

 
 

Rochester
 CBD

Rochester
 Core

Rochester
 Urban

Rochester
 Edge

Mobility/Accessibility Mob: High  / Acc: Mod
Modal Not Not Not High:Veh/Trk 

Significance Applicable Applicable Applicable Mod: Bike / Low:Ped
Target Speed Mod-High

Mobility/Accessibility Mob: Mod-Low / Acc: Mod Mob: Mod / Acc: Mod Mob: Mod-High / Acc: Mod-Low Mob: High / Acc: Low-Mod

Modal High: Transit - Ped - Veh High: Transit - Ped - Veh High: Veh Trk High: Veh Trk
Significance Mod: Trk    Low:Bike Mod:  Bike - Trk Mod: Transit Bike Ped Mod: Bike / Low:Ped
Target Speed Low-Mod Low-Mod Moderate Mod-High

Mobility/Accessibility Mob: Mod-Low / Acc: Mod-High Mob: Mod / Acc: Mod-High Mob: Mod-High / Acc: Mod Mob: High / Acc: Low  
Modal High: Veh-Ped - Transit High: Veh-Ped High:   Veh  Ped High: Veh - Trk 

Significance Mod-Low: Trk -Bike Mod: Transit Bike Trk Mod:   Trk   Bike   Trnst Mod: Bike / Low:Ped
Target Speed Low Low Moderate Mod-High

Mobility/Accessibility Mob - Low / Acc Mod-High Mob: Low-Mod / Acc: Mod-High Mod: Mod / Acc : Mod Mob: Mod-Low/ Acc: Mod
Modal High: Ped Bike / Mod: Veh High: Ped Bike / Mod: Veh High: Veh Ped Bike High: Veh

Significance Low: Transit-Trk Low: Transit-Trk Mod: Transit  / Low: Trk Mod-Low: Bike-Ped
Target Speed Low Low Moderate-Low Moderate

Mobility/Accessibility Mob: Low / Acc - High Mob: Low / Acc - High Mob: Mod / Acc: High Mob: Mod / Acc Mod
Modal High: Ped - Bike / Mod: Veh High: Ped Bike / Mod: Veh High: Veh Ped Bike High: Veh

Significance Low: Transit - Trk Low: Transit-Trk Mod: Transit / Low: Trk Mod-Low: Bike-Ped
Target Speed Low Low Moderate -Low Moderate-Low

ROCHESTER
URBAN AREA

National Highway 
System Non-

Freeway

Strategic
 Arterials

Major 
Arterials

Secondary
 Arterials

Primary 
Collectors

2nd Principles: Sizing Factors 
The second set of street planning principles relates to 
issues that establish the basic right-of-way needs for 
roadways. The amount of right-of-way available or which 
needs to be acquired has implications for the ability to 

provide for multiple modes of travel as well as meeting 
other community priorities such landscaping or other 
amenities. Generally, right-of-way will be easier to 
establish in newly developing or redeveloping urban 
areas, suburban areas, and rural areas; in fully 
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developed urban areas, the challenge of accommodating 
various corridor uses will be greater. The discussion in 
this section highlights the key factors that influence right-
of-way needs in general, and also provides guidance on 
how to balance or prioritize needs in areas where 
available right-of-way is limited. 

Among the key factors that come into play when 
assessing right-of-way needs include: 

• The number of needed vehicular travel lanes 
• Space for auxiliary travel lanes such as turn lanes 
• Support space for vehicular travel, typically taking the 

form of shoulders in rural areas or space for functions 
such as loading/unloading, transit boarding, and on-
street parking in urban areas, as well as the use of 
medians where appropriate 

• Space for active transportation users including 
pedestrians and bicyclists 

• Space for amenity or environmental functions such as 
landscaping or drainage 

This multiplicity of demands demonstrates the 
importance of having sufficient right-of-way for 
responding to various travel and community needs, and 
the factors that may need to be compromised when 
right-of-way is largely fixed by existing development 
patterns. 

Travel Lanes 
The size of a roadway is strongly influenced by the 
intensity and type of anticipated travel demand expected 
in the corridor. It is common practice to size roadways to 
accommodate the travel demand that is anticipated to 
occur up to 20-25 years from the time it is constructed. 
The selection of this time period represents a balance 
between achieving the greatest benefit from a projects 
service life within reasonable planning limits, since 
making frequent incremental changes to a roadway 
design over a period of years is likely to be prohibitively 
expensive. Since it is generally most cost-effective to 
provide roadway capacity in large increments, a longer 
time horizon is desirable when planning for road 
construction. 

The land use that occurs along a roadway corridor, while 
not generally responsible for the majority of travel on the 
roadway, will affect vehicular traffic capacity, travel by 
pedestrians and bicyclists, and need for on-street 
parking. The amount of traffic that can be managed on a 
roadway is dependent upon factors such as the presence 
of parking, frequency of driveways and intersections, 
intersection traffic control, and roadway alignment. The 
data in Table 10-10 presents the approximate Annual 
Average Daily Traffic volumes that can be accommodated 
by non-freeway roadways.  

The differences between the two columns in Table 10-10 
reflect that the traffic a road can accommodate varies 
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and is a function of not only physical features such as 
intersection frequency and parking, but also operational 
elements including the level of access management, 
operating speeds, the relative levels of through traffic 
and access traffic, and the level of traffic management 
implemented such as signal coordination and signal 
timing. 

Table 10-10: Approximate Volumes for Planning 
Future Roadway Improvements 

 
*Volumes that can be achieved with adequate road design, 
access control and other capacity enhancing measures. 

VPD – Vehicles Per Day 

In addition to vehicle travel, it is important to consider 
right-of-way needs for other types of travel as well. 
Answering the following questions can help ascertain 
what accommodations will or should be made for various 
other modes of travel. 

• Land uses: What pedestrian, bicycle, or transit 
generators are located along the roadway? Are there 
large shopping destinations? Large employers? Public 

facilities? Are there visitor destinations? How might 
existing land use patterns change based on approved 
or planned development? Is there a redevelopment 
plan for the area? What land use changes are planned 
or anticipated to occur? 

• Travel patterns: What percentage of the expected 
vehicular trips are local? Are there unique travel 
patterns or modes served by the corridor? Will new or 
emerging transportation services or technologies 
influence trip-making?  

• Safety data: How many and what types of crashes 
are occurring along the roadway?  

• Types of pedestrians: Are there generators or 
attractors that would suggest that younger or older 
pedestrians or other special user groups will be using 
the roadway (e.g., schools, elderly care facilities, 
assisted living centers)? 

• Types of bicyclists: Is the roadway a critical link for 
the local or regional bicycle network? Does the 
roadway connect to or cross trails or bicycle facilities? 
Are bicyclists using the roadway to access shopping, 
employment, or recreational destinations? 

• Transit: What type of transit service exists or is 
planned for the area? Where are transit stops 
located? Can pedestrians reach these stops from 
either side of the street without significant diversion 
of their trip? Are transit stops accessible using the 
network of existing bicycle and pedestrian facilities? 
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• Freight: What is the percentage and volume of 
heavy trucks using the roadway? Are there 
destinations that require regular access by heavy 
trucks or other large vehicles? Is the roadway part of 
a designated freight corridor? Where does loading 
and unloading occur along the roadway? 

Medians  
Medians are another element of roadway design that 
need to be considered when assessing the need for right-
of-way. Medians are the center portion of a roadway that 
separates opposing directions of travel. Medians vary in 
width and purpose and can be raised with curbs or 
painted and flush with the pavement. Medians are used 
to achieve a range of objectives when designing a street, 
including: 

• Reducing traffic conflict at intersections or access 
connections 

• Separating opposing traffic flows for increased safety 
• Storing left turning and U-turning vehicles at 

intersections 
• Providing a pedestrian refuge area to improve 

crossing safety 
• Creating a focal point or identifiable gateway into a 

community, neighborhood, or district by means such 
as creating tree canopies over travel lanes, providing 

space for attractive landscaping or space for lighting 
and urban design features 

Raised medians should be considered during the 
construction, reconstruction, and improvement of all 
multi-lane strategic arterials and major arterials where 
posted speeds equal or exceed 40 mph. More specifically, 
medians should be considered where: 

• Forecasted average daily traffic is anticipated to be 
28,000 vehicles per day during the 20-year planning 
period; or 

• The annual vehicular accident rate is greater than the 
statewide annual average accident rate for similar 
roadways; or 

• Pedestrians are unable to safely cross the roadway, 
as demonstrated by an accident rate that is greater 
than the statewide annual average accident rate for 
similar roadways; and/or 

• Topography and horizontal or vertical roadway 
alignment result in inadequate left-turn intersection 
sight distance and it is impractical to relocate or 
reconstruct the connecting approach road or 
impractical to reconstruct the highway in order to 
provide adequate sight distance. 

Depressed medians are preferred in rural areas and on 
urban corridors where speed limits will exceed 45 MPH. 
Medians can serve as an integral part of an access 
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management strategy for a roadway to improve safety 
and multimodal operational efficiency. 

Road Improvements in Developed 
Corridors 
Proposed work on major roadways in areas that are fully 
developed frequently raise concerns from citizens about 
potential design changes to the street on which they live, 
own a business, or frequently travel. The types of 
changes or decisions that are made regarding arterial 
and collector streets range from regulation of access to 

improvements that will enhance different modes of travel 
or expand the number of lanes on the facility. 

In developed areas, substandard right-of-way is a 
significant concern that may preclude the minimum 
desired design. When this occurs, it is necessary to 
prioritize which design elements should be provided for 
within the limited right-of-way available. Table 10-11 
provides a summary of the suggested priorities that 
should be given to different kinds of improvements on 
existing roadway corridors in developed areas with 
substandard right-of-way.

Table 10-11: Improvement Priorities in Corridors with Substandard Right-of-way Width 

 

Priority for Improvement in Existing Substandard Corridors
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Planned Freeways
Urban High N/A High N/A N/A N/A Very High
Rural High N/A High N/A N/A N/A Very High

Expressways
CBD/Core High Very High Medium Low Medium High Very High

Urban High Very High High Low High High Very High
Rural High Very High Medium N/A Medium N/A Very High

Other Strategic & Major Arterials
CBD/Core High Very High Medium Low Medium High High

Urban Medium Very High Medium Low Low HIgh High
Rural Medium High Low N/A Low N/A High

Secondary Arterial and Primary Collectors
CBD/Core Medium High Low Medium N/A High Medium

Urban Medium High Low Medium N/A Medium Low
Rural Medium Medium Low N/A N/A N/A Low
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3rd Principles: Basic Modal 
Accommodations 
The principle of basic modal accommodation provides 
a flexible framework to inform community planning and 
project development processes, taking into account land 
use context, road functions, and user needs. The 
guidance provided in Tables 10-12 through 10-14 
provides information to inform planning of a roadway’s 
basic design by helping to define the role of the roadway 
within the local, city, and regional transportation network 
as it relates to the needs of various roadway user groups 
and their expected use of a corridor. 

Roadway planning requires an understanding of the 
function of a roadway within its current and expected 
future context and the needs of the potential roadway 
users. The Basic Modal Accommodation Matrix presented 
in Tables 10-12 through 10-14 assists by identifying a 
recommended baseline level of improvement for different 
users considering roadway function and land use context. 
These recommendations are a starting point to assist in 
identifying basic travel needs and allocating space to 
different users on a given roadway. This process can 
assist in providing input to the purpose and need of a 
project which will assist in establishing the conceptual 
framework of a project. Specific needs of individual user 
groups may be subject to further refinement by modal 
overlays as discussed later in this section. Modal overlays 

refer to plans that have been developed specific to a 
mode (such as a bicycle master plan) or specific to an 
area (such as a downtown master plan). 

Balancing modal needs is a central element of planning 
for future travel demand. It is understood that there is 
the possibility that desired facilities may not be able to be 
provided for all every on every roadway. There will be 
instances where the mobility needs for some groups 
require adjustments and/or consideration of alternative 
routes as well as possible revisions to modal overlay 
plans. On high-speed, high volume arterials, for example, 
bicycles and pedestrians may need to be accommodated 
on a parallel roadway with lower speeds or volumes 
where the proper designs could be attained to 
accommodate their mobility needs. Likewise, a corridor 
with limited right-of-way providing important connectivity 
for bicycle mobility may require the presence of bicycle 
facilities that would lower speeds and possible reductions 
in space devoted to vehicle travel and storage. 

Guidance in the Basic Modal Accommodation Matrix is 
organized by functional designation and land use context. 
Tables 10-12 through 10-14 establishes baseline 
parameters for vehicular, pedestrian, and bikeway needs 
to ensure that projects are consistently planned with all 
users in mind. 

Consideration of multiple modes of transportation 
(vehicles, pedestrians, bicyclists, transit vehicles and 
users, and local delivery needs) in the planning and 
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Table 10-12: Basic Modal Accommodation in Rural/Suburban Areas 
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Table 10-13: Basic Modal Accommodation in Small City Areas 
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Table 10-14: Basic Modal Accommodation in Rochester Urban Area 

 
 

Rochester
 CBD

Rochester
 Core

Rochester
 Urban

Rochester
 Edge

Vehicular Thru Lanes 2-4 Lanes
Rare / Low  Ped Volumes Not Not Not Standard Shoulder/Walk

Medium/High Ped Volume Standard Walk/Path
Skilled/Confident Cyclists Applicable Applicable Applicable Shared Shoulder
All Age/All Ability Cyclists Shared Path or Trail

Vehicular Thru Lanes 4-6 Lanes 4-6 Lane 2-4 Lane 2-4 Lanes
Rare / Low  Ped Volumes Standard Sidewalk Standard Sidewalk Standard Walk or Path Standard Walk or Path

Medium/High Ped Volume Wide(M) to Enhanced (H) Wide Sidewalk Wide Walk or Path Wide Walk or Path
Skilled/Confident Cyclists Bike Lane Bike Lane Shared Shoulder Shared Shoulder
All Age/All Ability Cyclists Protected Lane or Path Protected Lane or Path Path or Trail Path or Trail

Vehicular Thru Lanes 2-4 Lanes 2-4 Lane 2-4 lane 2-3 Lane
Rare / Low  Ped Volumes Standard Sidewalk Standard Sidewalk Standard Walk or Path Standard Walk or Path

Medium/High Ped Volume Wide(M) to Enhanced (H) Wide Sidewalk Wide Walk or Path Wide Walk or Path
Skilled/Confident Cyclists Bike Lane Bike Lane Bike Lane Shared Shoulder
All Age/All Ability Cyclists Protected Lane or Path Protected Lane or Path Protected Lane or Path Path or Trail

Vehicular Thru Lanes 2-4 Lanes 2-3 Lane 2-3 Lane 2 Lane
Rare / Low  Ped Volumes Standard Sidewalk Standard Sidewalk Standard Walk or Path Standard Walk or Path

Medium/High Ped Volume Wide(M) to Enhanced (H) Wide Sidewalk Wide Walk or Path Wide Walk or Path
Skilled/Confident Cyclists Bike Lane Bike Lane Bike Lane Wide Outside Lane
All Age/All Ability Cyclists Protected Lane or Path Protected Lane or Path Protected Lane or Path Path or Trail

Vehicular Thru Lanes 2 Lanes 2 Lanes 2 Lanes 2 Lanes
Rare / Low  Ped Volumes Standard Sidewalk Standard Sidewalk Standard Walk or Path Standard Walk or Path

Medium/High Ped Volume Wide(M) to Enhanced (H) Wide Sidewalk Wide Walk or Path Wide Walk or Path
Skilled/Confident Cyclists Bike Lane Bike Lane Wide Outside Lane Shared Lane
All Age/All Ability Cyclists Protected Lane or Path Protected Lane or Path Protected Lane or Path Path or Trail

National Highway 
System Non-Freeway

ROCHESTER
URBAN AREA

Secondary Arterials

Primary 
Collectors

Strategic
 Arterials

Major 
Arterials

design of all modes of transportation has been part of 
federal, state and local policy and practice for decades, 
although with mixed success. There has been increasing 

interest in building better approaches, including policy, 
planning and design processes to assist in “Completing 
our Streets.” The guidance in the Basic Modal 
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Accommodation Matrix is intended to be used along with 
the information found in other sections in this chapter on 
travel service, sizing and modal overlays to provide 
comprehensive input to the early phases of project 
development. Doing so will help to define a balanced 
range of potential design alternatives for consideration 
during the early conceptual stage of the design process. 

The following section provides a separate discussion of 
freeways, which are handled as a standalone subset of 
the larger roadway network given the stricter control of 
design parameters applied to the freeway design and 
development process. 

Freeways 
Freeways are a very specific type of travel facility that 
provide the highest level of mobility, providing regional 
connectivity serving interstate and interregional travel at 
high speeds with access to adjacent land areas generally 
provided by interchanges. The use of freeway design is 
normally limited to cases where the unique nature of a 
freeway is warranted, such as the Interstate Highway 
System, or where a significant level of through traffic 
occurs in conjunction with traffic volumes exceeding 25-
30,000 in a rural area or 40-45,000 in an urban area. 

Planning a freeway project will in most cases involve a 
federalized development process with in-depth 
environmental review. The street planning guidance in 
this chapter is intended for lower class facilities. 

However, as there are a limited number of corridors 
(specifically TH 63 south of TH 52 and TH 14 west of TH 
52) envisioned to be upgraded to freeways in the future, 
general street planning principles are provided here for 
these existing and future freeway corridors: 

• High mobility – low accessibility 
• Primary modal emphasis: vehicular traffic 
• Secondary modal emphasis: transit 
• Target speed: Above 60 mph 
• Travel lanes: travel lane capacity is approximately 

15,000-20,000 AADT per lane 
• Median is required 
• No pedestrian or bicycle travel 
• Accommodation for maximum size freight vehicles 

required 

4th Principles: Modal Overlays 
In addition to the basic objectives for modal 
accommodation on various classes of roadways as laid 
out in the previous section, consideration also needs to 
be given to various mode or area specific plans that 
provide additional detail regarding goals for the 
accommodation of specific modes in specific corridors. 
This plan uses the term modal overlays to identify 
these mode or area specific resources that should be 
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consulted for additional guidance on modal development 
in particular travel corridors or community subareas. 

 
The modal overlays complement the basic guidance on 
modal accommodation found in this chapter. Where a 
roadway has been identified in one of the modal overlay 
resource documents listed in Table 10-15, consideration 
should be given to the service level or design guidance 
found in that document as part of the early project 
development process. Modal overlays generally will 
supersede the basic modal accommodation guidance 
provided in the previous section of this chapter. 

The modal overlays that are identified for the purposes of 
the ROCOG Street Design Guidance are identified in 
Table 10-15. 

Table 10-15: ROCOG Modal Overlays 
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The following paragraphs on pedestrian priority, bicycle 
priority and transit priority discuss how the incorporation 
of modal enhancement should be reflected in project 
development and how it may vary along subsegments of 
a corridor. For example, a roadway may be designated 
for transit emphasis. In some segments of the corridor, 
that may require that a travel lane be designated 
exclusively for transit use. In other segments, transit 
emphasis can be achieved through modest changes to 
signal operations or intersection design. 

Pedestrian Priority Corridors 
Pedestrian priority corridors are areas where land use, 
built environment, and demographic factors contribute to 
high levels of pedestrian activity. In such areas, the 
community may expect that street design or operations 
varies from basic design standards to serve the increased 
level of pedestrian activity. 

At a minimum, more width probably will need to be 
allocated to the amenity zone, sidewalk zone, or building 
frontage zone of the right-of-way, and streets operations 
should enhance pedestrian convenience (such as shorter 
cycle lengths at traffic signals). Other streetscape design 
features—such as pedestrian-scale street lighting, space 
for outdoor activity and wayfinding—are also typical 
priorities in these areas. Where trade-offs are needed, 
actions such as removal of on-street parking or providing 
greater building setbacks may be needed. 

Bicycle Priority Corridors 
Bicycle priority corridors will generally be locations 
designated on the Active Transportation Network Plan of 
Chapter 12 as regional or major city bikeway corridors. In 
these locations, accommodation of bikeways for riders of 
all ages and all skill levels generally is the goal. 

Bicyclists, by nature, are much more affected by poor 
facility design, construction, and maintenance practices 
than motor vehicle drivers. Bicyclists lack the protection 
from the elements and roadway hazards provided by an 
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automobile’s structure and safety features. By under-
standing the unique characteristics and needs of 
bicyclists, a facility designer can provide quality facilities 
and minimize user risk. Bicycle infrastructure should 
accommodate as many user types as possible, with 
decisions for separate or parallel facilities based on 
providing a comfortable experience for the greatest 
number of people. 

Bikeway designs will generally reflect a street’s motor 
vehicle volumes and speeds, as well as factors such as 
traffic mix, grades, and access/parking conditions. 
Sometimes, building bikeways will require trade-offs to 
be made for the safety for people using all modes of 
transportation. In such instances, it may be appropriate 
to consider parallel streets as the location for a bicycle 
priority facility when a similar level of service can be 
provided, or to consider narrowing of vehicle travel lanes 
or removal of on-street parking in order to build 
comfortable and convenient bikeways. 

Intersection Design should also be a consideration in 
bicycle priority corridors. People biking are most 
vulnerable at intersections. Where space allows, 
protected intersections or adequate street buffers should 
be accommodated. 

Transit Priority Corridors 
Transit priority corridors highlight those corridors where 
capital investment in transit infrastructure will support 

high capacity or high frequency service providing an 
enhanced level of reliability and comfort with sufficient 
frequency to help make transit a convenient travel 
choice. 

The transit capital investment corridors identified in the 
Plan are those where there is an expectation that bus 
rapid transit (BRT) or rapid bus service will be developed. 
These include the Downtown Rapid Transit BRT System, 
the Primary Transit Network (PTN) BRT system, and 
potential rapid bus service extensions off the PTN serving 
future high capacity park and ride sites. These corridors 
will benefit from investments like transit-priority signals, 
queue jumps/bypass lanes and transit lanes at key 
locations, along with space for transit stop amenities and 
enhanced station area infrastructure for pedestrians. 
Where design and operations trade-offs are needed, 
transit reliability and access should be given priority on 
these transit capital investment corridors. The following 
factors should be considered in deciding when and where 
to make these types of investments. 

• Bus Volume: Transit-only or BRT lanes are typically 
more useful when there are higher volumes of buses 
using the dedicated lanes.  

• Speed: The transit-only or BRT lane provides an 
increase in transit operating speed (for the distance 
of the lane or in the corridor) or improves service 
reliability. 
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Freight Priority Corridors 
As the ROCOG region continues to grow and consumer 
choices continue to evolve, the demand for the 
movement and delivery of goods will also grow. The 
growth of e-commerce (purchases made online and 
delivered to homes and businesses) will continue to play 
an important role in the growing demands of goods 
movement. Nationally, package volume handled by the 
United States Postal Service has more than doubled in 
the past decade from 3.1 billion in 2010 to 6.2 billion in 
2018. 

The increased demand for goods will also increase 
demands on our city streets. As the volume of freight 
moving through and to the Rochester area grows, there 
is a need mitigate potential impacts to safety, 
congestion, and the environment as a result of this 
increased traffic. 

MnDOT, Olmsted County, and local municipalities all 
undertake planning to manage the impact of heavy 
vehicle traffic on their respective roadway networks. 
Rochester has an adopted truck route network, while 
Olmsted County and MnDOT both have made extensive 
investments in the upgrading of a network of corridors to 
serve 10-ton traffic. Chapter 3 of this plan identifies 
existing truck routes on the highway network, and 
Chapter 10 includes recommendations for the upgrading 
of corridors not currently rated for 10-ton traffic to 10-
ton status. 

In addition, accessibility to freight origins and 
destinations should also be considered, with first, last 
and transfer mile routes evaluated as needed particularly 
in areas of non-residential land use generating significant 
freight traffic. When considering initiation of a project 
development process, references identifying freight 
priority corridors and last mile access should be consulted 
to identify the need for appropriate design standards for 
heavy commercial vehicle traffic. 

Right-of-Way Reservation 
Right-of-way, as defined for the purposes of this Plan, is 
a strip of land used or intended to be used for roads, 
walkways, bikeways, boulevards, utilities, transit 
accommodations or other transportation uses benefiting 
the public at large. Guidelines on minimum right-of-way 
(ROW) widths for major roadway design classes are 
identified in Table 10-16. 

Table 10-16 serves as a starting point for the 
determination of right-of-way needs, and for many lower 
volume or lower classification roads will likely provide 
adequate guidance for planning purposes. For freeways 
higher classification roads such as strategic arterials and 
roads carrying volumes > 30,000 AADT, additional 
consideration should be given to the travel service, 
sizing, and modal accommodation principles found in this  



10 • Major Street & Highway System Plan 

10.44  

Table 10-16: Minimum Right-Of-Way Widths 

 

         MIDBLOCK RIGHT OF WAY (1)
                Swale/Ditch        Curb & Gutter

         Drainage           Drainage
Design Projected Lanes Type of Flat Steep Flat Steep
Class Volumes Needed Median Terrain Terrain Terrain Terrain

Freeway <70,000 4 200 225 160 180
<135,000 6 220 240 200 220

Limited Access Expressway
2-10,000 2 100 120 NA NA

20-40,000 4+LTL Undivided 120 140 NA NA
Raised 140 160 130 150

Landscaped 180 200 NA NA
Over 40,000 6+LTL Raised 180 200 150 175

Landscaped 200 220 NA NA
Other Roads and Streets (2)

2-10,000 2 100 120 75 90
10-20,000 2+LTL 110 130 90 110
20-30,000 4+LTL Undivided 120 140 100 120

Raised 140 160 120 140
30-40,000 5 140 160 130 150

Over 40,000 6+LTL Undivided 160 180
Raised 175 200

Footnotes
(1) Add 10 feet for each Non-Motorized Path
(2) If On-Street Parking is to be permitted, add 6 feet for Parallel Parking Lanes 
     and 12 feet for Angled Parking lanes

section before a final determination on right-of-way 
width is made. The reservation of right-of-way for the 
ultimate width of roadways should be based on long-
term needs defined by objectives for mobility, 
accessibility and community character. 

Right-of-way widths will vary depending on the type of 
stormwater management utilized and values in Table 10-
16 are representative of mid-block conditions on 
relatively flat terrain with two 5’ walkways and, for 
divided facilities, a 20’ raised or 30’ depressed medians 

on expressways or a 10’ raised or 20’ depressed median 
on other roadways. 

Additional right-of-way width is recommended where 
conditions dictate the need for additional area. Common 
situations where additional right-of-way should be 
secured include: 

• Steep Terrain: Where topographic conditions such 
as steep terrain are present, additional right-of-way 
shall be provided in order to provide an adequate 
clear zone with safe slope gradients and backslopes 
constructed at grades that will provide for stability of 
the slope and ease of maintenance. The width 
required to provide adequate recovery area and slope 
stability is related to the design speed of the roadway 
and the severity of natural slope conditions. 
Additional right-of-way needed to address terrain 
factors will range from 10 to 50 feet on one or both 
sides of the roadway corridor. 

• Non-Motorized Paths: Where jurisdictional bikeway 
or walkway plans indicate development of a separated 
path in lieu of a sidewalk for pedestrian and bicycle 
use, an additional 5 to 15 feet of right-of-way or 
easement (depending on jurisdictional policy) may be 
needed to accommodate each path facility. 

• Turn Lanes: On major streets and roads additional 
width should be acquired for turn lane development in 
the vicinity of intersections. 
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Right-of-Way in Urban Core Areas 
Expressways and arterial roads in fully developed Central 
Business District (CBD) and Urban Core land use context 
zones have historically been developed on rights-of-way 
narrower than those dictated by current needs, often 
flanked by buildings with minimal setbacks and a mix of 
land uses. In such cases, roadway improvements are 
likely to consist primarily of retrofit measures that result 
in a reallocation of the existing roadway space, with only 
very limited widening. Because of the economic impact 
that would be experienced in attempting to secure 
additional right-of-way width throughout the length of a 
fully developed non-freeway corridor in CBD or Core 
Areas, plans for improvement projects generally minimize 
the need for additional right-of-way along the length of 
the corridor, though widening for turn lane improvements 
may be needed at intersections or major driveways. 

When considering land development proposals along fully 
developed corridors, the mid-block ROW requirements in 
Table 10-16 generally are not relevant to the 
consideration of whether additional right-of-way is 
needed. The most pressing right-of-way need in such 
corridors may be the ability to acquire an additional 10-
12 feet in the proximity of intersections to permit the 
introduction of turn lanes where none currently exist. 
Development proposals on properties located at or near 
higher volume intersections should be reviewed, keeping 
in mind there may be a need to introduce turn lane 

improvements if none exists; a site layout, therefore, 
should be designed to accommodate an area for such 
improvement in the future. 

Rural & Suburban Roadway Reservation 
Corridor 
In rural and suburban areas, a number of county and 
state roadways are constructed on 66’ rights-of-way, 
which initially provided adequate width for the limited 
function these roadways served in the early years after 
construction. Travel volume increases due to regional 
growth, along with increased truck volumes, has led to 
evolving road designs that require additional right-of-way 
for shoulders, drainage and recovery areas. There is a 
need to plan for future upgrading of these corridors to 
improve safety, even though funding constraints make 
the timing for improvement to be when a road needs to 
be rebuilt for structural reasons, typically 50 to 70 years 
after its initial construction. 

We can anticipate that in the intervening years prior to 
reconstruction, development activity in rural and 
suburban areas will continue, involving the construction 
of new agricultural buildings, renovations of existing 
buildings, or construction of new homes on larger 
acreages. To minimize future disruption to any new 
development that occurs, it would be prudent for zoning 
authorities to establish setback guidelines that reflect 
right-of-way needs based on current design standards. In 
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order to achieve this, the Plan recommends a minimum 
roadway reservation corridor be established along all 
county and state highways in rural and suburban areas 
with substandard rights-of-way for the purpose of 
establishing an interim boundary, measured from the 
centerline of the existing roadway, from which all future 
building setbacks would be measured. Table 10-17 
establishes recommended guidelines for the width of the 

roadway reservation corridor related to the classification 
of the roadway. These setbacks will minimize future 
impacts to private property as a result of road 
reconstruction, permit adequate width drainage facilities 
to be constructed, and provide an increased level of 
public safety by introducing greater separation between 
roadways and structures consistent with modern clear 
zone and recovery area design requirements.

Table 10-17: Rural and Suburban Roadway Reservation Corridors for Substandard Roads 

 
 

Roadway 
Classification            Expressway Super 2  Other Arterials & Collectors

Local County 
& State 
Roads

<10,000 ADT >10,000 ADT All < 10,000 ADT >10,000 ADT All

Roadway 
Reservation 

Corridor Width
50' 60' 55' 50' 55' 50'

Right-of-Way Implementation Strategies 
• Strategy 1: ROCOG will encourage its partner 

agencies to use the Long Range Transportation Plan 
to provide guidance to landowners, developers, local 
jurisdictions and public agencies on the expected 
design characteristics of major roadways throughout 
the ROCOG planning area.  

• Strategy 2: ROCOG partner jurisdictions will consult 
guidelines on recommended right-of-way width for 

each road classification and apply these as a base for 
estimating right-of-way needs on new corridors or 
existing corridors proposed for major upgrade. 

• Strategy 3: ROCOG partner jurisdictions will consult 
the guidelines to guide future right-of-way acquisition 
along existing corridors where adjacent land uses are 
established but existing right-of-way is substandard. 
The focus in such cases should be on the need to 
acquire the minimum right-of-way necessary to meet 
the functional service needs of the roadway, such as 
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the addition of turn lanes or raised medians in order 
to provide additional traffic capacity at intersections 
or improve safety in the corridor. 

• Strategy 4: When developing major street projects, 
ROCOG partner agencies should consult the street 
planning guidance of this chapter and, to the extent 
possible, incorporate features recommended such as 
travel lanes, medians, modal accommodation and 
modal networks, respecting the land use land use 
context within which a corridor is located. 

• Strategy 5: ROCOG partner jurisdictions should 
coordinate with landowners to reserve right-of-way 
for major street corridors through site planning or 
general development planning processes. Right-of-
way dedication requirements and land acquisition 
policies should be adopted in land development 
regulations of local jurisdictions. 

• Strategy 6: ROCOG partner jurisdictions should 
consult building setback requirements for major rural 
or suburban roadways designed to preserve sufficient 
setback for new structures under a building permit 
and/or zoning certificate process when no associated 
subdivision activity is occurring. 

• Strategy 7: ROCOG will work with partner 
jurisdictions to identify corridors that would benefit 
from right-of-way protection activities, such as official 
mapping, where needed to preserve right-of-way 
corridors for future transportation system projects. 

Factors to consider in determining which corridors 
should be a priority for corridor management are: 

‣ Has the need to improve the corridor been 
identified as a priority by the local community or 
by MnDOT or Olmsted County? 

‣ How important is the corridor to the local and 
regional transportation system (i.e., truck route, 
commuter route, economic development, etc.)? 

‣ What is the immediacy of land development in the 
corridor? 

‣ Are there other opportunities to prevent 
development on land that would be needed for 
future right-of-way? 

‣ What is the risk of foreclosing location options 
entirely? 

‣ What is the level of support for the project? 

Street Improvement Needs 
Major street and highway improvement needs are 
identified in the Plan for purposes of advancing the 
planning and development process illustrated in Figure 1-
1 of Chapter 1, which highlights that the LRTP is an early 
first step in the cycle of activities that leads to an 
eventual project being realized. Projects were identified 
based on the assessment of high-level parameters such 
as traffic forecasts, crash experience, support for future 
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land use plans, and community needs such as economic 
development. 

The projects identified have been reviewed with ROCOG’s 
planning partners, technical and policy officials, and have 
been presented to the public. Projects are presented on 
the following pages in seven groups, with a general 
location map and a summary table provided for each 
group. Figure 10-7 illustrates the information that is 
found in the summary table. Along with individual 
projects, there are also three program groups presented, 
including: 

• Intersection Improvement Program 
• 10-Ton Route Upgrade Program 
• Regional Highway Shoulder Upgrade Program 

Consideration of project groups and programs in the 
context of financial constraint is found in Chapter 15 of 
the Plan. Outside of identifying which projects are 
considered candidates for ROCOG federal funds, projects 
are not prioritized as that is ultimately a lead agency 
action influenced by any number of factors outside the 
purview of this Plan.

Figure 10-7: Information Found in Project Summary Tables 
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Group 1: National Highway System Access 
Upgrade Projects 
Group 1 reflects projects identified on the National 
Highway System (NHS) that are intended to improve 
local access to/from the NHS through improvements to 
existing interchanges or construction of new 

interchanges. Aside from three projects, two of which are 
programmed through the STIP, all the remaining projects 
are identified currently as illustrative projects as the scale 
of funding needed is beyond the scope of current 
budgets to accommodate. It is expected that all these 
projects will likely need some level of discretionary 
funding in order to move ahead.

Table 10-18: National Highway System Access Improvement Projects 

 

Map
##

ROCOG/ 
ATP 

Candidate 
Project

Primary 
 Roadway Endpoint 1 Endpoint 2

Project
 Type

Lead 
Agency

Estimated
 Cost M

ND
O
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l C
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at
e
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Grant $$ 
Sought

    National Highway System Access Upgrade Projects     $ 174,530,000 
1-1 5 TH 52 TH 14 West Improve Interchange MNDOT 35,350,000$    X  X X   
1-2 1 I-90 TH 52 Bridge/Ramps Improve Interchange Phase 1 MNDOT FUNDED 2021       
1-3 2 I-90 TH 52 Bridge/Ramps Improve Interchange Phase 2 MNDOT 13,200,000$    X      
1-4 5 TH 14 W CSAH 22 Improve Interchange MNDOT 33,630,000$    X X     
1-5 5 TH 14 W CR 104 Construct Interchange MNDOT 38,850,000$    X X     
1-6 TH 14 West Corridor Interchange A in Byron Area MNDOT 19,000,000$    X X     
1-7 TH 14 West Corridor Interchange B in Byron Area MNDOT 20,500,000$    X X   X  

1-8 1 CSAH 22 Bandel Road 
NW Intersection Relocation Olmsted 6,000,000$       X X    

1-9 3 CSAH 22 N (55 St NW) TH 52 E Front 
Rd TH 52 W Front Rd Interchange Enhancement Olmsted 8,000,000$      X X     

1-10 2 I-90 TH 63 Phase 2 Interchange Upgrade MNDOT FUNDED 2021       

Under 
Study

East Core Area Grade Separation
West Core Area Grade Separation

NOTE: Rows highlighted in gray related to TH 14 West Corridor were under study at the time of plan adoption, but general 
consensus had been arrived at that two new interchanges in the ROCOG area will be developed. Estimated costs may change based 
on the final interchange concept. 
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Figure 10-8: Location Map/Group 1 - National Highway System Access Improvement Projects 
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Group 2: Interregional Corridors 
Safety/Mobility/Access Projects 
Group 2 includes projects on state highways that server 
an interregional travel function which are intended to 
improve safety or mobility or protect the through travel 

function of a corridor by implementing access 
management improvements along the corridor. There are 
a number of interim safety projects proposed at current 
or future interchange locations in anticipation that it may 
be a number of years before Group 1 projects occur.

Table 10-19: Interregional Corridors Safety/Mobility/Access Projects 

 

Map
##

ROCOG/ 
ATP 

Candidate 
Project

Primary 
 Roadway Endpoint 1 Endpoint 2

Project
 Type
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Agency

Estimated
 Cost M
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Grant $$ 
Sought

    Interregional Corridors Safety/ Mobility / Access Projects     $   52,660,000 

2-1 1 TH 52 TH 14 West Interim Interchange Safety Project MNDOT 1,500,000$     X      

2-2 1 TH 14 W CSAH 22 Interim Interchange Safety Project MNDOT 1,500,000$     X X     

2-3 2 TH 14 W CR 104 Interim Intersection Safety Project MNDOT 2,000,000$     X X     

2-4 2 TH 63 S 60th St S 80th St S Mainline Access Replacement MNDOT 5,130,000$     X  X    
2-5 2 TH 63 N CSAH 14 E MN 247 Access Mitigation MNDOT 500,000$         X      
2-6 TH 14 West Corridor Overpass Construction MNDOT 16,000,000$   X X     

2-7 TH 14 West Corridor TH 14 Connectivity Improvements Local 2,500,000$     X X     
2-8 TH 14 West Corridor TH 14 Connectivity Improvements Local 1,980,000$     X X   X  

2-9 TH 14 West Corridor TH 14 Connectivity Improvements County 16,830,000$   X X     
2-10 T 14 West Corridor Interim Intersection Safety Project MNDOT 500,000$         X X     
2-11 2 TH 14 E 40th Av SE  0.8 mi E of CSAH 

19 Access Mitigation MNDOT 2,000,000$     X      
2-12 2 TH 63 N CR 154 CSAH 33 Access Mitigation MNDOT 1,720,000$     X X     
2-13 2 TH 63 S CSAH 35 High Cost Intersection MNDOT 500,000$         X X   X  

Suburban Grade Separation

7th St / 4th St 
CSAH 5 / CSAH 15

CSAH 3 / County Line Rd

Under 
STudy

14th ST NW

NOTE: Rows highlighted in gray related to TH 14 West Corridor were under study at the time of plan adoption, but general 
consensus had been arrived at that an overpass and various local road connectivity upgrades would be needed. Final corridors and 
costs may change based on final adopted plan 
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Figure 10-9: Location Map/Group 2 – Interregional Corridors Safety/Mobility/Access Projects 
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Group 3: Regional Arterials Safety/Mobility 
Projects 
Group 3 reflects projects found on regional arterials, 
typically Olmsted County roads, where safety/mobility 

upgrades are anticipated that will provide improved 
travel lanes, shoulder areas, recovery areas, grades or 
other measures that will modernize these corridors to 
accommodate growth in higher speed rural/suburban 
traffic that has occurred or is anticipated in the future.

Table 10-20: Regional Arterial Safety/Mobility Projects 

  

Map
##

ROCOG/ 
ATP 

Candidate 
Project

Primary 
 Roadway Endpoint 1 Endpoint 2

Project
 Type
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Agency
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Grant $$ 
Sought

    Regional Arterials / Safety - Mobility Projects      $   39,540,000 

3-1 1 CSAH 44 55 St NW 65 St NW Suburban Safety/Mobility Upgrade Olmsted 3,050,000$      X X    

3-2 3 CR 104 CSAH 34 CR 117 Suburban Safety/Mobility Upgrade Olmsted 4,410,000$      X     

3-3 1 CSAH 44 65 St NW 75 St NW Suburban Safety/Mobility Upgrade Olmsted 3,120,000$      X     

3-4 3 CSAH 11 CSAH 36 TH 14 Safety / Shoulder Enhancement Olmsted 720,000$          X     
3-5 3 CSAH 11 TH 14 CSAH 9 Safety / Shoulder Enhancement Olmsted 170,000$          X     
3-6 3 CSAH 11 CSAH 9 CSAH 2 Safety / Shoulder Enhancement Olmsted 760,000$          X     
3-7 3 CSAH 11 CSAH 2 CSAH 14 E Safety / Shoulder Enhancement Olmsted 700,000$          X     

3-8 1 CR 117 CR 104 CSAH 8 Suburban Safety/Mobility Upgrade Olmsted 4,160,000$      X     

3-9 . CSAH 1 CR 101 CR 111 Suburban Safety/Mobility Upgrade Olmsted 410,000$          X     

3-10 3 CSAH 1 TH 52 CR 101 Suburban Safety/Access Upgrade Olmsted 780,000$          X X    

3-11 3 CSAH 14 E TH 63 N CSAH 11 Suburban Safety/Mobility Upgrade Olmsted 730,000$          X     

3-12 5 CSAH 14 W TH 52 W Frntge 50 Av NW Suburban Safety/Mobility Upgrade Olmsted 2,130,000$      X     

3-13 1 CSAH 14 W 50 Av NW 60 Av NW Suburban Safety/Mobility Upgrade Olmsted 2,130,000$      X     

3-14 1 CSAH 8 CR 125 CR 117 Suburban Safety/Mobility Upgrade Olmsted 5,300,000$      X     

3-15 1 48 St NE CR 124 CSAH 11 Suburban Safety/Mobility Upgrade Olmsted 10,970,000$    X     
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Figure 10-10: Location Map/Group 3 – Regional Arterial Safety/Mobility Projects 
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Group 4: Rochester CBD Strategic Arterial 
Gateway Projects 
Group 4 reflects projects anticipated on the major 
strategic arterial corridors that serve downtown 
Rochester. The need for anticipated improvements on 
these corridors has been identified in previous studies 
including the 2016 Broadway Corridor Study, as well as in 
the DMC Integrated Transit Studies and DMC 
Development Plan. Aside from Civic Center Dr, which is 

expected to be impacted primarily by increasing vehicular 
traffic, the other corridors (aside from the Downtown 
Rapid Transit Corridors) probably involve no change in 
number of travel lanes but improvements to support 
other modes and a high level of attention to traffic flow 
management over time to accommodate some level of 
growth in traffic. These projects are not considered 
illustrative but are flagged as projects where 
discretionary funding may be pursued to limit the impact 
of these higher cost projects on local budgets.

Table 10-21: Rochester CBD Strategic Arterial Gateway Projects 
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Grant $$ 
Sought

    Rochester CBD Strategic Arterial Gateway Projects     $   97,420,000 

4-1 4 North Broadway Av Civic Center Dr 14th St North
Major Arterial Multi-Modal / Safety 
Modernization Rochester 18,950,000$     X X  X DMC

4-2 1 N Broadway Av 14 St NE Northern Heights Dr Major Arterial Multi-Modal / Safety 
Modernization Rochester 10,810,000$     X X  X

4-3 4 S Broadway Av 14th St S 28 St S Major Arterial Multi-Modal / Safety 
Modernization Rochester 17,230,000$    X X   X DMC

4-4 4 N Broadway Av Northern 
Heights 37 St NE Major Arterial Multi-Modal / Safety 

Modernization Rochester 16,160,000$     X   X DMC

4-5 4 Civic Center Dr N Broadway Av 16 Av NW Urban Core Capacity Project Rochester 21,390,000$     X X   DMC

4-6 2nd St SW TH 52 W Frntge Broadway Transit Mobility Corridor Rochester  $ 107,000,000       
FTA 

Small 
Starts

4-7 DMC South Gateway 2nd St South 14th St South Transit Mobility Corridor Rochester  $   96,000,000       
FTA 

Small 
Starts

4-8 4 DMC Broadway Ave 2 St South 6 St North Major Arterial Multi-Modal / Safety 
Modernization Rochester 12,880,000$     X X   DMC

Under 
Study

Total w/o Rapid Transit 
Projects

Projects highlighted in gray reflect Phases I/II of Rochester Downtown Rapid Transit project and are included here for information purposes  
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Figure 10-11: Location Map/Group 4 – Rochester CBD Strategic Arterial Gateway Projects 
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Group 5: Support for Rochester Urban 
Area Growth Management Plan 
Group 5 reflects a larger number of projects that are 
anticipated to support 2020-2045 future growth areas 
identified in P2S 2040, as well as continued development 
that is occurring in areas beyond the city’s growth 
management area in areas designated in the Olmsted 
County General Land Use Plan for suburban residential 
development. These projects involve a combination of 
upgrades to existing corridors that were originally built as 
township roads, which now need to be modernized and 
upgraded to support service to emerging urban and 
suburban growth areas. These corridors will serve as the 
arterial and collector street network backbone in these 

emerging growth areas. This work can include a 
combination of actions such as paving gravel roads, 
adding active transportation facilities, improving 
management of stormwater runoff, intersection upgrades 
and enhanced street lighting. Projects on roads that in 
the future are anticipated to be city streets will likely be 
partially funded by private development interests through 
development fees in addition to public dollars. 
Advancement of projects on this list will depend in part 
on the pace and location of new development, with 
projects driven by emerging need materializing as new 
residential and commercial development occurs. 

 

Table 10-22: Projects Supporting Rochester Urban Area Growth Management 
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    Support for Rochester Urban Area Growth Management Plan     $   89,240,000 
5-1 1 CSAH 4/CSAH 44 55 Av NW CSAH 3 Urban Safety / Mobility Upgrade Olmsted 10,660,000$    X     
5-2 5 CSAH 44 19 St NW CSAH 4 Urban Safety/Mobility Upgrade Olmsted 2,260,000$      X     
5-3 3 CSAH 3 CSAH 4 65 St NW Suburban Safety Enhancement Olmsted 390,000$          X X    

5-4 1 CR 101 CSAH 20 CSAH 1 Suburban Safety/Mobility Upgrade Olmsted 4,240,000$      X     

5-5 3 CR 112 CSAH 22 Overland Dr Urban Multimodal Enhancement Olmsted 150,000$          X X    
5-6 3 CR 125 CSAH 8 CSAH 25 Urban Safety/Mobility Upgrade Olmsted 2,230,000$      X X    
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 Table 10–22 (continued): Projects Supporting Rochester Urban Area Growth Management 
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    Support for Rochester Urban Area Growth Management Plan     $   89,240,000 
5-7 1 CR 147 40 St SW CR 125 Urban Safety/Mobility Upgrade Olmsted 6,190,000$      X X    

5-8 3 CR 143 CSAH 36 40 Ave SW Suburban Safety/Mobility Upgrade Olmsted 260,000$          X X    

5-9 3 CSAH 34 CR 104 CSAH 22 Urban Safety/Mobility Upgrade Olmsted 1,230,000$      X X    
5-10 1 65 St NW TH 52 W Frntge 50 Av NW Suburban Safety/Mobility Upgrade Rochester 9,210,000$       X   X

5-11 1 65 St NW 50 Ave NW 60 Av NW Suburban Safety/Mobility Upgrade Rochester 6,090,000$       X   X

5-12 1 40 St SW 18 Av SW CSAH 8 Suburban Safety/Mobility Upgrade Rochester 3,290,000$      X X    

5-13 1 20 St SW S Broadway Av CR 125 Urban Collector Safety/Mobility 
Upgrd Rochester 10,030,000$    X     

5-14 1 Silver Creek Rd CSAH 22 E 40 Ave NE Suburban Safety/Mobility Upgrade Rochester 8,840,000$       X    

5-15 4 TH 52 E Frontage Rd 65 St NW TH 63 N Urban Grid Expansion Rochester 4,600,000$          X
5-16 4 41 St/Badger Hills Dr 50 Av NW 60 Av NW Urban Grid Expansion Rochester 5,660,000$       X   X
5-17 4 30 St SE 3 Av SE CSAH 1 Urban Grid Expansion Rochester 6,300,000$      X X   X

5-18 4 40 Av SE TH 14 E Eastwood Rd Suburban Safety/Mobility Upgrade Rochester 80,000$             X    

5-19 4 55 St NW CSAH 44 75 Av NW Urban Grid Expansion Rochester 1,680,000$       X   X

5-20 4 31 Av SW 48 St SW 60 St SW Suburban Safety/Mobility Upgrade Rochester 2,720,000$       X    

5-21 4 40 St SE TH 63 S CSAH 1 Urban Grid Expansion Rochester 2,990,000$       X   X
5-22 4 40 Av SE CR 143 CSAH 36 Suburban Safety Enhancement Rochester 140,000$           X    
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Figure 10-12: Location Map/Group 5 – Support for Urban Area Growth Management Plan 



10 • Major Street & Highway System Plan 

10.60  

Group 6: Support for Economic 
Development 
Projects in Group 6 were identified in areas where access 
for commercial or industrial development will be 
improved or where a project promises to enhance the 

street grid in a predominantly non-residential or mixed-
use development area. None of these projects are 
considered illustrative, but one project (improvement of 
MN 30 Airport Access) is anticipated as a project where 
Airport Improvement Funds or other discretionary 
funding could be pursued for a project.

Table 10-23: Projects Supporting Economic Development 
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    Support for Economic Development     $   48,010,000 
6-1 2  MN 30 TH 63 S Braatas Dr Corridor Modernization MNDOT 2,790,000$     X  X X   Various

6-2 1 19 St NW Ashland Dr 50 Av NW Suburban Safety/Mobility Upgrade Rochester 2,830,000$       X    

6-3 1 19 St NW 50 Av NW CSAH 44 Suburban Safety/Mobility Upgrade Rochester 6,070,000$       X    

6-4 1 50 Av NW 19 St NW CSAH 4 Urban Grid Expansion Rochester 6,070,000$       X    

6-5 1 East River Rd 44 St NE CSAH 22 N Suburban Safety/Mobility Upgrade Rochester 6,770,000$       X    

6-6 4 16 Av NW Civic Center Dr 7 St NW Urban Grid Enhancement Rochester 2,270,000$       X    
6-7 4 6 St SE S Broadway Av 3 Av SE Urban Core Grid Enhancement Rochester 6,720,000$       X X  X DMC

6-8 1 37 St NW - IBM 
Campus TH 52 W Frntge Valleyhigh Dr Arterial Grid Expansion Rochester 8,400,000$       X    

6-9 1 Commercial Dr 40 St SW 48 St SW Urban Grid Expansion Rochester 6,090,000$       X    
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Figure 10-13: Location Map/Group 6- Support for Economic Development 
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Group 7/8: Traffic Management & Rail 
Crossing Projects 
Projects in Group 7 are generally lower cost traffic 
management projects involving installation of 
communications, information, and warning equipment to 
help aid the flow of traffic on these corridors. The CSAH 
36 is a project anticipated to include a typical 
construction component which would be likely to involve 

median or edge curbing to provide a higher level of 
traffic flow control. The rail crossing projects are all 
illustrative and would be anticipated to involve some level 
of discretionary or rail-related funding if a need for any of 
these projects actually would materialize. While the need 
for the rail crossing projects is low and expected to 
remain so long as rail traffic remains minimal, flagging 
the projects in the plan can help to guide other planning 
in the vicinity of the crossings.

Table 10-24: Group 7/8 – Traffic Management and Rail Crossing Projects 
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    Regional Traffic Management Subgroup     $      2,250,000 

7-1 2 TH 14 (S) TH 52 CSAH 36 TSMO MNDOT 50,000$           X      

7-2 3 CSAH 36 TH 14 E Eastwood Rd Urban Safety / Access Mang 
Upgrade Olmsted 500,000$          X X    

7-3 2 TH 14 West CSAH 5 CSAH 22 Install Traffic Management Equip MNDOT 700,000$         X      

7-4 2 TH 14 West CSAH 5 Kasson Install Traffic Management System MNDOT 1,000,000$     X      

    Rail Crossing Subgroup     $   44,700,000 
8-1 2 TH 14 E CP Rail Crossing New Rail Overpass MNDOT 17,190,000$   X

8-2 3 CSAH 22 E CP Rail Crossing Rail Crossing Safety Olmsted 15,280,000$   X

8-3 4 West Silver Lake Dr CP Rail Crossing Rail Crossing Safety Rochester 12,230,000$   X X

Rail 
Safety 

Funding
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Figure 10-14: Location Map/Group 7/8 –Traffic Management & Rail Crossing Projects 
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Street & Highway Network Improvement 
Program Groups 
In addition to the specific project groups summarized on 
the previous pages, the Plan also identifies four program 
groups that call for investment in highway system 
features. It is expected that not all the locations 
identified as candidate improvement areas will occur 
during the next 25 years; improvements are likely to 
occur as opportunity arises as part of system 
preservation projects or where significant changes in 
traffic conditions occur. 

The four programs identified include: 

• Intersection Improvement Program  
• 10-Ton Route Improvement Program 
• Regional Highway Shoulder Upgrade Program 
• District 6 Highway Safety Program 

Table 10-25 highlights the estimated cost for all the 
program project areas that were identified. For 10-ton 
route improvements and regional shoulder upgrades, the 
dollar costs are based on the incremental cost of adding 
the improvements as part of a larger preservation 
projects; for example, paving gravel shoulders as part of 
a larger mill and overlay project adds incremental costs 
that would be less than a free-standing shoulder paving 
project.  

Figure 10-14 identifies locations for the Intersection 
Improvement Program. A screening process was used 
that analyzed projected 2045 traffic volumes to 
determine whether unacceptable levels of delay or 
conflict would occur at locations currently operating 
under two way stop control. Depending on results, 
intersections were grouped into one of 3 categories: 

• High cost intersections where signalization or use 
of a roundabout intersection appear to be needed in 
the future 

• Moderate cost intersections where improvements 
such as turning lanes or enhanced level of 
intersection warning device installation may be 
needed 

• Low cost intersections where minimum 
improvements such as improved intersection lighting 
or signage would likely be sufficient 

Figure 10-15 highlights corridors identified as part of the 
10-Ton Route Improvement Program. A set of criteria 
were used to identify candidate locations. The criteria 
utilized were: 

• Corridor provides connection to 9/10-ton route in 
adjacent county 

• Corridor Volume > 750 
• Corridor improves connectivity to State 10-ton 

network 
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• Corridor provides improved first mile /last mile service 
to a rural agricultural/rural business area currently not 
within 1-2 miles of a 10-ton route 

• Corridor helps to create a bypass route for rural 
heavy commercial traffic around the city of Rochester. 

Figure 10-16 identifies corridors identified for the 
Regional Highway Shoulder Improvement Program. The 
criteria used to identify corridors were: 

• Volume > 750 
• Corridor is coincident with existing or planned 10-ton 

network and corridor has seen heavy commercial 
vehicle crashes not at an intersection in the past 

• Corridor is coincident with planned regional Shoulder 
Bikeway Network; 

• Corridor has a functional designation of arterial 

The final program group identified is the District 6 
Highway Safety Program. The 2016 District 6 Highway 
Safety Plan identified locations, shown in Figure 10-17, 
where safety investment, ranging from high cost 
improvements such as potential signalization to low cost 
measures such as curve warning signage, were 
warranted. 

The aggregate cost of these safety improvements is 
reported in Table 10-25. Discussion of the costs of these 
improvement programs in the context of Fiscal Constraint 
is found in Chapter 16. 

 

Table 10-25: Spot Safety and Mobility Program Costs 
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Grant $$ 
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Spot Safety and Mobility Programs  $      5,530,000 

Shoulder Enhancement Program
MnDOT Highway Shoulder 

Enhancement 19 Miles 2,040,000$     X      

Olmsted Roads Shoulder 
Enhancement 32 miles 3,490,000$      X     

Intersection Improvement Program MNDOT Locations 3 430,000$         X      
Olmsted County Locations 18 3,830,000$      X     

Rochester Locations 32 7,550,000$       X    
10 Ton Route Network Enhancement Olmsted County Roads 41.5 Miles 9,630,000$      X     

Safety Evaluation MNDOT District Safety Plan
See Chap 
8 / Page 8 7,200,000$     X      HSIP

"Locations" refers to intersections where agency will 
participate in funding
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Figure 10-15: Intersection Improvement Program Locations In the legend of the map the terms 
categories are defined as follows:  

• High cost intersections where 
signalization or use of a roundabout 
intersection appear to be needed in 
the future 

• Moderate cost intersections 
where improvements such as turning 
lanes or enhanced level of 
intersection warning device 
installation may be needed 

• Low cost intersections where 
minimum improvements such as 
improved intersection lighting or 
signage would likely be sufficient 



 10 • Major Street & Highway System Plan 

 10.67 

Figure 10-16: 10-Ton Route Improvement Program – Recommended Highway Upgrades 
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Figure 10-17: Regional Shoulder Improvement Program 
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Figure 10-18: MnDOT District 6 Highway Safety Plan – Improvement Locations 
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Street Preservation Needs 
A significant consideration in the financial analysis of the 
plan is the funding needed for preservation and 
maintenance of the existing network of roadways and 
bridges in the ROCOG Planning Area. MnDOT, Olmsted 
County, and Rochester are responsible for keeping 1,134 
centerline miles of street, composed of 2,546 lane miles 
of roadway with an estimated capital value of $3.4 
billion, in reasonably good operating condition for travel 
in the planning area. 

The primary discussion of street system preservation is 
found in Chapter 15 where it is discussed as part of the 
financial analysis. Table 10-26 provides some basic 
metrics of the street network and an estimate of what 
percentage of each agency’s road network will need 

reconstruction by 2045. Overall, it is estimated that 50% 
of the current road network will have reached its design 
life and need reconstruction during the next 25 years. 
Primary roads built before 1995 and secondary roads 
built before 1975 are prime candidates for reconstruction 
based on a 50-year design life for primary roads and 70 
years for secondary roads (design life assumptions are 
explained more fully in Chapter 15). Table 10-26 
indicates that MnDOT faces the most significant 
reconstruction burden, with 75% of primary roads and 
99% of secondary roads likely to be candidates for 
reconstruction. Approximately half of the Olmsted County 
system will reach its expected design life during this time 
as will 55% of major roads but only 28% of secondary 
roads (which would include most neighborhood streets) 
of Rochester.

Table 10-26: Age/Expected Reconstruction Need on MnDOT – Olmsted County – Rochester Roads 

  

MnDOT Olmsted Rochester Description of % Factors
Total Lane Miles (LM) 488 797 990
Primary Road LM 348 71% 130 16% 280 28% % of Total Lane Miles

Built Since 1995 86 25% 66 51% 124 44% % of Primary Road Lane Miles
Built Before 1995 262 75% 64 49% 156 56% % of Primary Road Lane Miles

Secondary Road LM 140 29% 668 84% 709 72% % of Total Lane Miles
Built Since 1975 1 1% 342 51% 509 72% % of Secondary Lane Miles

Built Before 1975 139 99% 326 49% 200 28% % of Secondary Lane Miles
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Figure 10-19: Year of Original Construction/Reconstruction of Current Road Network 



10 • Major Street & Highway System Plan 

10.72  

Bridge Preservation Needs 
There is a total of 534 bridge structures in the 
ROCOG planning area that must be maintained 
to insure ongoing connectivity of the road 
network. Figure 10-19 illustrates the ownership 
pattern. Olmsted County owns 41% of the 
structures plus has the responsibility for 
managing work on the Township Bridge 
Network, accounting for another 21% of 
structures. 

Figure 10-20 indicates the results of an 
analysis by ROCOG indicating bridges expected 
to need reconstruction or major rehab work 
over the next 25 years. Table 10-27 reports 
the number of structures in each category for 
each jurisdiction. As with street preservation 
needs, the cost of future work is discussed in 
Chapter 15. 

Table 10-27: Bridge Preservation Needs 

 

Figure 10-20: Distribution of Bridge Structures by Owner 
in ROCOG Area 
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Figure 10-21: Results of ROCOG Bridge Network Analysis Estimating Reconstruction or Major Rehab 
Needs Through 2045 
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11  • Transit and Commuting 
 

Overview/Summary 
This chapter is a summary of current and near-term 
transit planning recommendations and key long-range 
transit focus in the ROCOG area. The recent Rochester 
comprehensive plan update and the Integrated Transit 
Studies that evolved from the Destination Medical Center 
Plan greatly helped to shape this chapter. ROCOG and 
staff have been and are involved in these and similar on-
going studies as noted in this chapter, since all of these 
coordinated studies contribute to long-range transit 
planning in the Rochester and Olmsted County region. 

The ROCOG area’s transit systems today are organized 
around urban and regional commuter fixed route and 
express services, along with urban and regional demand 
responsive bus service. In the future it is anticipated 
these services will be expanded and enhanced and 
supplemented with a high capacity transit service in a 
selected number of key corridors/subareas. This will 
include Bus Rapid Transit (BRT) service serving the 
Rochester greater downtown area and a Primary Transit 
Network (PTN) serving the main corridors of Rochester. 

Park and ride express service will expand and be 
enhanced with permanent sites replacing the current 
leased site model. Southern Minnesota commuter service 
will be increased in response to greater commuter 
ridership and to meet job growth in the downtown 
Rochester area. Finally, land use will transform over time 
in the core of Rochester and along the PTN corridors to 
support greater mode shift from single occupancy auto to 
transit trip-making. 

Principal Planning Support Documents 
2014 Destination Medical Center Plan 
An economic development program proposed by the 
Mayo Clinic in 2012 known as the “Destination Medical 
Center” (DMC) promises the prospect of $3.5 billion 
dollars in investment by the Mayo Clinic in Rochester 
over the next 20-25 years, along with an anticipated $2.5 
billion expected in private investment in supporting land 
use and activities serving the Mayo Clinic and its patients. 
The Minnesota State Legislature approved legislation that 
provided financing mechanisms to raise up to $585 
million in public investment to support the DMC initiative, 
contributed from the State of Minnesota, Rochester, and 
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Olmsted County. The State Legislature established a 
Destination Medical Center Corporation (DMCC), which is 
charged along with the City of Rochester in managing the 
planning and expenditure of the $585 million in public 
investment. 

 
The DMC is a major economic development initiative that 
will drive significant new job growth and tax base for 
future generations. It also supports a major downtown-
focused travel shift from the auto to transit. The DMC will 
significantly increase and accelerate the demand for 
private development and public infrastructure in the 
Greater Rochester market. The target of the DMC is to 
support growth in employment on the order of 35,000-
40,000 jobs over 20-25 years and to double the visitation 
from Mayo Clinic patients/companions, business 
travelers, convention/event goers and other visitors to 
the city, and particularly the downtown core. 

As part of the tenets of the legislation, the DMCC has 
created an agency called the Economic Development 
Agency (EDA). The EDA and their consultants will work 
closely with the Rochester Community Development 
Department and City Administration to coordinate the 
DMC Development Plan implementation with the City’s 
comprehensive plan’s components and regional 
transportation planning studies in general. 

Rochester 2018 Comprehensive Plan 
Update  
The Rochester-Olmsted Planning Department completed 
Planning to Succeed: Rochester Comprehensive Plan 
2040 (P2S 2040) in 2018. 
This project consisted of 
two main elements:  

• An update of various 
comprehensive plan 
elements was 
completed with a 
primary focus on 
future land use, capital 
facilities, affordable 
housing needs and 
options, and the 
management of 
environmental and cultural resources. Further analysis 
will include the ability of the City to meet future 
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financial needs in a fiscally sustainable manner, 
considering the ongoing costs of existing 
infrastructure and services while absorbing the short- 
and long-term costs of new growth. 

• A long-term transit framework was created. Examples 
of framework elements include: 

‣ Explore long-term transit system alternatives to 
help reach the goal established in the Rochester 
Downtown Master Plan that calls for reducing the 
share of downtown travel demand by single 
occupant vehicle travel from a current level of 70-
75% to 50% over 25 years 

‣ Develop a downtown high capacity rapid transit 
service anchored by two or more transit villages 
with significant parking reservoirs 

‣ Refine the feasibility and service characteristics of 
high capacity arterial transit service in the City of 
Rochester to serve the travel demand generated 
by the Downtown/DMC District, creating the 
Primary Transit Network 

‣ Redevelop the existing park & ride service to 
provide for permanent parking facilities replacing 
the current leased sites 

The rationale for an aggressive mode share split goal of 
50% single occupant vehicle travel into downtown 
(rather than the current 70%) is that the significant 
downtown growth anticipated under the Rochester 

Downtown Master Plan and DMC initiatives will, if travel 
mode shares remain unchanged, necessitate the need for 
significant investment in terms of land in non-productive 
parking facilities. In addition, this future traffic will 
significantly increase congestion on downtown streets, 
impacting not only motorists but leading to a significant 
impact on the pedestrian environment in downtown 
Rochester. 

Rochester 2017 Transit Development Plan 
The objective of the updated Rochester Transit 
Development Plan was to include a variety of evaluation 
and recommendations of 
program goals and 
objectives, 
operations/service design, 
capital improvements, 
funding, management 
structure, marketing, and 
related policy issues. The 
study addressed internal 
and external factors 
influencing the use of public 
transit, including parking 
supply and policy, fares, 
schedules, route design, amenities, marketing, land use, 
etc. The plan included a 5-year short range element and 
a longer 10-year element. 
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Principal Transit Components 
The Downtown Rapid Transit System 
(Note: The name of this service formerly generalized as 
“The Downtown Circulator” was later changed by the City 
of Rochester to be called “Rapid Transit”. However, the 
Letter for Entry into the FTA program was using the term 
Circulator at the time of its writing.) 

The Downtown Rapid Transit system is a planned high 
frequency transit service designed to provide connections 
between major activity hubs downtown along with 
connection to two major mobility hubs/transit villages 
west and southeast of downtown. The service is 
envisioned to provide service every 8 to 15 minutes in 
peak periods and 10 to 20 minutes in off-peak periods 
using bus rapid transit vehicles and service design. 

The service will connect Mayo Medical Center facilities, 
Mayo Civic Center, many downtown hotels and housing 
as well as the planned Mobility Hubs/Transit Villages 
which will provide commuter parking integrated with 
mixed use commercial and residential development. 

Create a Park-Once Downtown 
Environment 
A key principle of downtown development is the concept 
of a Park Once District, conceptually highlighted in Figure 
11-1, which is intended to permit individuals to park their 
vehicle at a location when they arrive downtown (or on 

the fringes of downtown) and then move about 
downtown during the day without further need for their 
auto until the end of their stay. The frequency and 
accessibility afforded by the Rapid Transit System should 
free up high value downtown land for uses other than 
off-street parking. This Rapid Transit system is a key 
strategy of the DMC Plan. 

Figure 11-1 

 
This strategy will help to eliminate the need for as many 
as 6,000 to 8,000 parking stalls in the downtown core, 
freeing land for tax-producing, developable space. 
Enhanced branding for the park-once system, parking 
wayfinding for drivers and pedestrians, and incorporation 
of real-time parking information are all elements of the 
parking system that will be added to increase efficiency 
and enhance the visitor experience. 
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The Locally Preferred Alternative (LPA) For 
the Rochester Rapid Transit System 
A letter dated December 10, 2019 from the City of 
Rochester to the Federal Transit Administration contained 
the following excerpts: 

“The City of Rochester, in close coordination with 
regional partners, submits this request for entry 
into the Small Starts Project Development phase 
for the Rochester Downtown Circulator BRT 
Project, referred to as "the circulator" and "the 
project". 

The locally preferred alternative (LPA) is an 
approximately four-mile BRT route that will run from the 
Mayo Clinic West Parking Lot to downtown Rochester via 
2nd Street SW, making intermediate stops at major 
intersections, as well as St Marys Hospital. At the St. 
Marys station, a transit center will be constructed on the 
north side of 2nd Street SW along with a pedestrian 
tunnel providing access between the hospital and transit 
center. 2nd Street SW will be reconstructed in this area to 
accommodate these infrastructure investments. In 
downtown Rochester, the circulator will serve stations at 
2nd Street and 2nd Avenue SW (Gonda Building) and at 
2nd Street SW and S Broadway Avenue before proceeding 
south along S Broadway Avenue, where it will serve the 
proposed future University of Minnesota-Rochester 
campus. The eastern terminus will potentially be located 

south of 12th Street SE on property owned by Olmsted 
County and will include the site preparation and 
construction of a 1,000-car parking structure. The 
alignment and terminus options are shown in Figure 11-
2. 

On May 4, 2020, the Rochester City Council voted in 
favor of a phased implementation of the LPA. The first 
phase of the project would consist of the BRT route from 
the West Transit Village along 2 St SW in both directions. 
But instead of turning south on Broadway Ave toward the 
East Transit Village, the first phase would use 2 St SE, 3 
Ave SE, 4 St SE, and Broadway Ave as a loop at the 
eastern end of the alignment, as indicated in Figure 11-3.  

The phased implementation recognized that establishing 
the east-west movement along the 2 St corridor would 
be easier to accomplish, while the north-south movement 
along South Broadway Ave presented challenges for 
siting the East Transit Village and other considerations 
resulting from traffic impacts in that corridor. An 
alignment connecting to an east or southeast transit 
village with large parking reservoir is still intended as 
part of the Downtown Rapid Transit project, but that leg 
of the project will be in a later phase of implementation. 

Downtown Area Commuter Parking/Transit 
Villages 
As noted in Figure 11-2, the endpoints of the Downtown 
Circulator west and south of downtown Transit Villages/ 
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Figure 11-2: Locally Preferred Alternative for Rochester Downtown Rapid Transit 
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Figure 11-3: Proposed Phase 1 of Rochester Downtown Rapid Transit 
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Mobility Hubs are envisioned to provide major parking 
reservoirs for people traveling to destination downtown, 
combined with mixed used development that will provide 
housing and space for business with easy connection to 
downtown. Figure 11-4 highlights some potential 
development concepts for these sites, envisioned to be 
located at the Mayo West Park and Ride lot on 2nd St 
SW, and in the vicinity of the former Seneca/Graham 
Park on South Broadway. 

The "Mobility Hub" element of the Transit Villages 
highlights the incorporation of services or features 
targeting commuters and others living in the immediate 
vicinity of the site to encourage their use of Downtown 
Rapid Transit. 

Figure 11-4 

 

LPA Capital and Operating Cost Estimate 
At this time, it is expected that the total capital 
investment from all sources for the original LPA would be 
approximately $203 million in year of expenditure (2023) 
dollars, placing it in range for the Small Starts program 
as a corridor-based bus project. The City of Rochester 
currently estimates that 49 percent of the project cost 
would be requested from Small Starts. The annual cost of 
operating and maintaining the circulator in the 
configuration of the original LPA is anticipated to be 
$4.04 million, with an hourly operating cost per revenue 
hour of $118.37 and 34,140 annual revenue hours 
expected. 

The first phase of the LPA, having only one transit 
village, at the west terminus, and fewer stations along 
the entire route, is estimated to have a total capital cost 
of about $107 million and an annual operating and 
maintenance cost of $2.94 million. 

Need for the Project 
Downtown Rochester is expected to grow dramatically; 
employment is expected to grow by approximately 65 
percent and population by 30 percent over the next 20 
years. Both the City of Rochester’s Downtown Master 
Plan and the DMC Development Plan identify a major 
increase in transit mode share to accommodate this 
growth and state a goal of carrying 23 to 30 percent of 
all commuters on transit. As a result, transit ridership on 
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both the local and regional transit systems is expected to 
nearly double, requiring more transit capacity. 

The following factors contribute to the need for the 
project: 

• Growth in local and regional travel associated with the 
implementation of the DMC Development Plan 

• Limited ability of the existing transportation network 
to support local and regional economic development 
priorities 

• Congested downtown entry points and primary 
streets resulting from continued reliance on personal 
automobiles 

• Parking program and policies that encourage the use 
of private automobiles 

• Constrained transit system capacity and need to 
optimize/coordinate multiple existing services (RPT, 
Rochester City Lines [RCL], Mayo, and private 
shuttles) 

Primary Transit Network 
A Primary Transit Network (PTN) is planned for 
Rochester that will provide enhanced high frequency 
service to commuters, transit dependent households, 
students, one-car households and major 
origin/destinations in the core of Rochester. The PTN is 
introduced to Rochester as the framework for 
development of an identifiable transit infrastructure 

intended to create a sense of permanence that will 
attract private investment to growth-oriented transit 
corridors and nodes. The PTN will help guide growth in 
Rochester along a network of transit corridors where 
high-amenity transit services will connect major 
destinations and mixed-use nodes. 

The Plan envisions a core network of Transit Supportive 
Corridors served by the PTN as illustrated in Figure 11-5. 
Broadway Avenue North and South along with 2nd St SW 
and 4th St SE will create a network touching every 
quadrant of the city, expanding ultimately in the long 
term along 7th St NW/Valleyhigh Dr, 37th St, and West 
Circle Dr to connect major development hubs throughout 
northwest Rochester. 

The type of transit service along PTN corridors will be 
Bus Rapid Transit (BRT), the same type as used for the 
Downtown Rapid Transit System. However, while the 
Rapid Transit System will be only one route operating 
between two mixed-use transit village termini downtown, 
the PTN will be a separate system of multiple routes 
operating throughout the City. 

The Rapid Transit System, PTN, and existing Rochester 
Public Transit bus service will provide three distinct but 
interrelated transit services that serve different ridership 
needs. In addition, city land development policies have  
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Figure 11-5 

 
been amended to facilitate pedestrian friendly, transit 
supportive levels of growth along the core Broadway/2nd 

St/4th St spines, which should generate synergies 
between the prospect of investment in the PTN and land 
use that can make viable a more active lifestyle less 
dependent on private vehicle travel. 

The Primary Transit Network was formulated through the 
P2S 2040 update process and was endorsed by ROCOG. 
Figure 11-6 shows two of the types of analysis done 
during the P2S 2040 project to provide a basis for the 
routes eventually selected for the Primary Transit 
Network. 

BRT Service Characteristics 
The Federal Transit Administration currently defines BRT 
as a bus system that meets the following criteria: 

• Ideally at least some of the route operating in a lane 
dedicated for transit use during peak periods 

• Defined stations that are accessible for persons with 
disabilities, offer shelter from the weather, and 
provide information on schedules and routes 

• Intersection signal priority through congested 
intersections and or queue jump lanes in areas 
without a dedicated guideway 

• At least a 14-hour span of service on weekdays and in 
a 10-hour span of service on weekends with a 
minimum of 10-minute headways in the peak and 15-
minute headways in the off peak period on weekdays 
and 30-minute headways on weekends 
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Figure 11-6 
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• A separate and consistent brand to easily identify 
stations and vehicles1 

 

Bus Rapid Transit buses have features that differ from 
regular line-haul fixed route buses, as illustrated in Figure 
11-7. BRT rubber wheeled vehicles look and feel much 

Figure 11-7 

 
1 From: U.S. Department of Transportation , Federal Transit 
Administration , June 2016. 
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like a railcar. They can operate either on streets without 
major modifications, or in a separate busway, or switch 
from one to another over the course of a route. Like a 
rail system, BRT service usually has permanent stations 
and amenities. BRT vehicles have a low floor design, 
making them easy to board, and have several doors for 
faster boarding/deboarding. Features generally 
associated with a BRT system include signal priority at 
intersections, queue jump lanes, and off-board fare 
collection. Vehicles are often fueled with low emission 
hybrid electric or compressed natural gas, and electric 
BRT vehicles are becoming more common. 

Other BRT features include: 

• Wide seats with extra legroom for a comfortable ride 
• Standing room for riders who prefer to stand for 

shorter trips 
• Seating for 48 passengers and overall capacity up to 

80 riders 
• Electronic automatic stop announcements 

• Wheelchair boarding at the second door, and 
sometimes bicycle boarding at the third door directly 
onto onboard bike racks 

BRT service usually includes more station-like 
boarding/deboarding facilities (Figure 11-8), which can 
be built to accommodate several buses simultaneously. 
Stations are less frequent than on local/neighborhood 
bus routes and spaced farther apart in order to 

consolidate passenger/bus interaction and keep overall 
schedules more competitive with the auto. Land use 
intensity along BRT corridors needs to be considerably 
higher than typical urban corridors service by local bus 
service. 

Figure 11-8 

 
Implementing the PTN Network 
One of the strategic benefits of implementing the 
proposed Bus Rapid Transit service along the Rochester 
PTN is that it allows for incremental investment and 
deployment of a network of enhanced transit service as 
transit supportive land use intensity evolves along 
designated corridors.  

Figure 11-9 describes a typical path of incremental 
investment that can lead from traditional local bus 
service to Bus Rapid Transit service over time as land use 
along a corridor intensifies and evolves. Initially more 
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frequent service can be introduced incorporating some 
BRT features, with later evolution to full BRT when land 
uses along the transit corridors provide enough trip 

origins and destinations along the routes to justify the 
added expenses.

Figure 11-9 
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Figure 11-10 provides an example of the types of land 
uses that can typically be found in a Transit Oriented 
Development. Along the PTN this would be identified as a 
node including a BRT station location. 

Figure 11-10 

 
The Primary Transit Network can only advance as the 
land use intensifies along the corridors. Therefore, it's 
unlikely that the entire network will be built out by the 
end of this 2045 planning horizon. Figure 11-11 provides 
an estimate of when the various buildouts on the 
corridors will occur by timelines. The green boxes show 
those corridors that are expected to be operating as a full 
bus rapid transit system by the time horizons given. The 
red lines show the expected alignment of the first PTN 

routes, and the black lines show the expected alignment 
of the subsequent PTN routes. 

In 2018, the Rochester-Olmsted Planning Department, in 
cooperation with ROCOG staff planners and a consultant, 
began the development of a corridor zoning plan for the 
first phases of the PTN network. The City of Rochester’s 
Community Development Department completed this 
undertaking in 2019.This process resulted in adoption of 
Transit Oriented Development (TOD) regulations for 
areas of the Broadway Ave corridor and the 2nd St SW/4th 
St SE corridors outside of Rochester’s Central Business 
District, as illustrated in Figure 11-12. The TOD 
regulations include both zoning criteria for TOD nodal 
areas, consistent with the designation of TOD nodes 
found in P2S 2040, and TOD corridor regulations for 
those area between nodes. This process also established 
an R-2x zone in areas within walking distance of 
Rochester’s central core, easily accessible to and 
supportive of the PTN Network. The TOD and R-2x zones 
will encourage development with the density necessary 
to support BRT service. At some point, the next PTN 
corridor or corridors should be selected for the same type 
of zoning treatments. This is the primary tool that will 
ensure that the land use will densify in order to support 
bus rapid transit service on the Primary Transit Network 
in Rochester. 
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Figure 11-11: Anticipated Phasing of Primary Transit Network through 2045 
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Figure 11-12: Area Zones to Support the Primary Transit Network 
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Rochester Park and Ride Service 
The Rochester public transit system has a long history of 
providing park and ride express service to downtown and 
St Marys. The majority of riders work at Mayo. In 
addition, Rochester City Lines, a private company, also 
has a long history providing remote park and ride service 
from surrounding communities in southern Minnesota, 
also to downtown Rochester and St Marys. 

The Rochester Park and Ride network provides remote 
parking at various locations outside of the Central 
Business District (CBD) during peak travel times for 
commuters five days of week. The park and ride 
locations, and the number of parking spaces available at 
each, are shown in Figure 11-13. These park and ride 
facilities are not owned by the City of Rochester; they are 
used by Rochester Public Transit through 
agreements/leases with the property owners. 

Rochester Public Transit currently provides peak hour 
express route service from 6 locations. This service is in 
addition to regular fixed route service. Express peak hour 
service is now, and will continue to be, an attractive 
transit option as the urban geography continues to 
extend into the 5-8 miles range from the Downtown 
area. 

The principal feature of express service is that 
boardings/deboardings occur only at the park and ride 
sites, thereby greatly reducing the ride time on the bus  

Figure 11-13 

 
and helps the service compete with auto travel time. 
Note that Mayo also provide their own park and ride 
service from sites close in to downtown. Most to all of 
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this ridership is expected to convert over to use the 
Downtown Rapid Transit System. 

The Destination Medical Center (DMC) Master Plan 
projects a need for 16,800 new parking spaces to serve 
future downtown development. About half of these 
spaces are envisioned to be developed within downtown 
to serve customers, patients, visitors, event patrons and 
new downtown residents, along with some minor 
expansion of employee parking. The remaining new 
employee parking, estimated at 8,600 spaces, would be 
built outside of the DMC District. City of Rochester staff 
and ROCOG planners have jointly developed a 
component of this 2045 Plan to lay out strategies to 
move from the current leased park and ride sites to the 
creation of a network of permanent park and rides sites 
served by express bus service. These potential sites are 
shown in relation to the city of Rochester and the PTN in 
Figure 11-14. Note that on US-14 west of Rochester and 
on US-63 south of Rochester, two potential locations are 
indicated; only one site will eventually be selected at 
each location. 

Express route park and ride service tends to serve two 
principal rider types. The first group are those who live in 
Rochester but either do not have local bus service at 
their home, or who do but choose not to ride it. Instead, 
they drive, walk, or bike to the park and ride site to make 
the bus trip into downtown to work. 

Figure 11-14 

 
The second rider type are those who live outside of 
Rochester and make an auto commute to the park and 
ride site and then ride the bus the remaining part of the 
trip. Both types of park and ride riders are motivated by 



11 • Transit and Commuting 

11.20  

either the lack of convenient or available parking 
downtown or by avoidance of paying the relatively high 
cost of downtown parking. 

Figure 11-15 shows an example of a Park & Ride site 
with surface parking. Bike parking is included inside the 
building. 

Figure 11-16 shows an example of a Park & Ride ramp, 
in this case with adjoining buildings containing 
supporting services. (This is a site of the SouthWest 
Transit system in the Twin Cities metropolitan area). 
When considering the PTN node/station system and the 
future Park & Ride system, there is the potential for 
combining sites in some geographic areas of Rochester. 

Regional Commuter Transit 
With the Mayo Clinic, employing over 32,000 workers in 
Rochester/Olmsted County, there is a long history of the 
local workforce being supplemented by regional workers. 
Commuters from as far north as the Twin Cities, areas 
west to Interstate 35, as well as southwestern Wisconsin 
and northeastern Iowa travel to work in Rochester. 

Among the options for these long distance commuters is 
a regional commuter bus service operating by Rochester 
City Lines (RCL), a private bus company based in 
Rochester serving about 40 regional communities with 
peak period weekday bus service to Rochester, as shown 

Figure 11-15 

 
Figure 11-16 

 



 11 • Transit and Commuting 

 11.21 

on the map in Figure 11-17. The service is oriented 
toward the Rochester downtown with secondary service 
to the St. Marys Hospital campus. All small cities in 
Olmsted County are served, with the majority of service 
provided to cities beyond Olmsted County. Due to Mayo 
Clinic subsidy of employee rides, service is successful 
without public subsidy.  

Intercity bus routes of this type play a key role in helping 
the City of Rochester achieve its mode-shift goal of 
reducing auto trips downtown to less than 50% of all 
trips. By persuading commuters from cities outside 
Rochester to leave their cars at home and travel longer 
distances to downtown Rochester on a coach bus, these 
services reduce congestion and pollution in downtown 
Rochester, and contribute to a more efficient use of 
energy, particularly that derived from fossil fuels. 

Many of these communities on their own or in 
partnership with MnDOT have established park and ride 
lots to serve regional commuters. Some lots serve both 
those using the RCL service as well as people who meet 
there to carpool to Rochester or other locations, (shown 
also in Figure 11-17). 

Figure 11-18 helps to illustrate why efforts like regional 
commuter service is vital for Rochester economic health. 
This graphic is taken from the Rochester Transit 
Framework study work conducted in 2015. This study 

Figure 11-17 

 
included a concentration on long term transit solutions 
for regional commuters who will continue to fill jobs in 
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Rochester, particularly jobs in the Rochester downtown 
area, without the need to park a car downtown. 

Figure 11-18 

 

 

Commuter trip demand to downtown Rochester is 
expected to continue growing. 

• Mayo is expected to continue to subsidize the trip cost 
• The DMC initiative will produce a variety of new jobs 

in the downtown district; many of those will be taken 
by out of town commuters 

• Future new employee parking will be limited in the 
downtown per DMC planning initiatives 

Figure 11-19 helps to illustrate the commuting patterns 
into Rochester based on Census data. Commuters 

parking downtown significantly affect downtown 
congestion and intersection turning movements during 
the work peak hours. This is being addressed mainly in 
the DMC planning work in coordination with city planning 
staff. 

Figure 11-19 
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Figure 11-20 provides the most recent commuter 
ridership estimates and future ridership projections for 
regional commuter transit ridership. This information is 
taken from consultant work done as part of P2S 2040 
and DMC planning. The major commute-sheds are from 

the northwest and the west, and these are the areas 
where transit and park and ride services will most need 
to intercept commuters before they drive a car and park 
it downtown.

Figure 11-20 
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Park and Ride Sites in Small Cities in Olmsted 
County 
Figure 11-21 shows the location of current park and ride 
lots in Olmsted county outside of Rochester and the 
envisioned future demand for spaces at these locations. 
These park and ride lots are located along existing 
regional commuter bus routes and can also serve 
individuals interested in carpooling into Rochester. As the 
park and ride and transit systems grow, these lots can 
provide another option for commuters who wish to 
reduce their drive time by parking close to home and 
making more productive use of their commute time by 
spending it on a bus (where they can read, write, etc.), 
rather than driving their car for a longer time and parking 
in the park and ride facilities in the City. 

ROCOG recently explored trying to find a means of 
supporting maintenance and either expansion of such 
lots, or constructing new lots using government funding. 
No means of doing so have been found so far with one 
reason being that the main bus carrier serving the sites is 
a private company. 

Local Rochester Bus Transit 
The local service bus transit mode is planned to be the 
main transit option for land use in the non-core part of 
Rochester in the future. This is true for both local fixed 
route service and the ZIPS paratransit service. This 

understanding is consistent within several current and 
future transportation plans: 

• Rochester Downtown Mobility Study (2010) 
• Previous ROCOG Long Range Plans 
• DMC Master Plan (2015) 
• 2017 RPT Transit Development Plan 
• Rochester Comp Plan Update (2018) 

See Chapter 3 for background information on current 
Rochester transit services. Figure 11-22 provides an 
overview of the expansion areas that Local Fixed Route 
service will need to grow into. 

Local Fixed Route Service 
The current Rochester Public Transit (RPT) fixed route 
system is managed and funded, both for operations and 
capital, by the City of Rochester. The two figures below 
show the general system in two ways: Figure 11-22 
shows the general route network along with various 
levels of future land use growth. 

Figure 11-23 is taken from consulting work during the 
same plan update and shows generalized routes along 
with a Transit Dependency Index. The purpose of the 
graphic is to show that regular fixed route service is 
expected to grow along with land use over the coming 
decades. Service will develop in future parts of Rochester 
where residential land use is dense enough and 
commercial/job sites are strong enough to warrant 
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Figure 11-21 
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Figure 11-22 

 

Figure 11-23 



 11 • Transit and Commuting 

 11.27 

Figure 11-24 
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service. The transit dependent are one of the key 
ridership markets for fixed route service. Additionally, 
transit dependent or single-auto households may have 
workers at Mayo. Current and future fixed route service 
will continue to promote work-centered trip-making since 
Mayo is the largest trip generator in the city. 

P2S 2040 includes a major element called the Transit 
Framework from which both the Primary Transit Network 
and future expectations for future fixed route local 
service emerge. This report contains guidance and 
recommendations to help to implement transit 
improvements for increased use of transit from Rochester 
neighborhoods into the downtown work, higher 
education, and retail/commercial center. Work done for 
P2S 2040 by Nelson/Nygaard Consulting produced Figure 
11-24. The figure indicates that transit demand will grow 
at the highest rates in the north and northwest. 

RPT Paratransit Service 
Rochester, Olmsted County, and ROCOG have long 
supported paratransit services within the ROCOG study 
area. The expectation is that the future will call for 
increased paratransit services due to the aging of the 
Baby Boomers, and as current life spans continue to 
grow in general.  

The Zumbro Independent Passenger Service (ZIPS) is the 
local Americans with Disabilities Act (ADA) 
complementary paratransit service for the Rochester 

Public Transit service area. The service is managed by 
the staff of Rochester Public Transit. It offers an 
alternative mobility option for those who are unable to 
use the fixed-route system. The operation is contracted 
at a per vehicle hourly rate with a private transit 
operator. The contracted operator provides drivers, 
vehicle maintenance and storage, dispatching, and 
customer service. 

Figure 11-25 

 
The current ZIPS service area is actually somewhat larger 
than the fixed route area. Because of this, the current 
ZIPS service boundaries may not necessarily need to be 
adjusted due to shifts in future urban/suburban 
residential growth patterns over the next 20-30 years. A 
focus of P2S 2040 is based on a land use scenario to 
contain urban growth with less sprawl over time that 
happens to stay within the current ZIPS service area. The 
current service covers the four townships of Cascade, 
Marion, Haverhill, and Rochester townships. 
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Note that all RPT fixed route buses now have low-floor 
entry and ramps, and all future ones will also. This helps 
to reduce some of the demand for the more expensive 
ZIPS services. 

Costs 
The expansion of transit service in Rochester planned for 
the next several decades will require substantial capital 
investment and additional operating costs. The 
establishment of two BRT systems (Downtown Rapid 
Transit and the PTN) and the expansion of the park and 
ride system are new investments that require not only 
expansion of the vehicle fleet but new stations, systems 
operation technology, guideway development and, in the 
case of park and ride, construction of approximately 
7500 parking spaces. These costs are discussed at length 
in Chapter 15, where the examination looks at transit in 
five categories:  

‣ ZIPS dial-a-ride paratransit service (existing) 
‣ Fixed-route neighborhood service (existing) 
‣ Park and ride direct service (expansion) 
‣ Downtown Rapid Transit BRT (new) 
‣ Primary Transit Network BRT (new) 

The aggregate operating costs for ZIPS dial-a-ride 
paratransit service are estimated to total $38.5 million 
across the period of 2021 to 2045. Due to the transition 
to split bus/taxi service, the number of buses needed for 

fleet expansion is projected to be only 2-3 vehicles over 
the planning horizon, while approximately 8 replacement 
vehicles will be needed during that time period. Total 
cost of vehicle purchases is estimated at $3.6 million. 

Over the 2021-2045 period, operating costs for fixed 
route neighborhood service (not including park and ride 
service; see below) is estimated to total $241.6 million. 
Expected costs for vehicle replacement over the plan 
horizon are $75.5 million, including purchase of 86 
replacement places (approximately 7 vehicles every 2 
years working out to a 15-year replacement cycle) and 
fleet expansion of 17 vehicles.  

The City of Rochester plans to transition its park and ride 
system from one where parking capacity is leased from 
private landowners to one where the City will own and 
operate permanent parking structures. In addition, to 
support the vision of reducing single occupant vehicle 
travel into downtown Rochester, a major expansion of 
service is planned. To understand the costs of this 
expansion, examination of the park and ride direct 
service as a distinct part of the transit system was 
completed. The total capital costs from 2021 to 2045 are 
estimated at $95 million, which includes seven 
permanent parking facilities, some built as ramps, 
totaling over 7,000 parking spaces. The annual operating 
costs for the full build-out of this system are estimated at 
$4.2 million, which could total over $100 million over the 
course of this planning period. The long-term operating 
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cost total is difficult to estimate, since the park and ride 
locations are being chosen with attention given to co-
locating with areas served by the PTN. This service would 
draw some park and ride patrons, reducing the amount 
of dedicated transit capacity needed for the park and ride 
direct service. However, the PTN is currently only an 
illustrative project, and its schedule of phased 
implementation is uncertain, thus blurring the long-term 
estimates for the park and ride service vehicle acquisition 
and operating costs. 

Over the 2021-2045 period, operating costs in aggregate 
for the Downtown Rapid Transit service are estimated to 
total $93.2 million. This includes both phases of the 
project, with Phase I coming online in 2025 and Phase II 
anticipated to come online in a 2029-2030 timeframe. 
The total development costs of both phases of the 
project are estimated at $203 million. This includes the 
price of initial purchase and eventual replacement of 12 
60-foot electric BRT vehicles; design and construction of 
8 BRT stations in Phase I and 2-3 additional stations in 
Phase II; development of the guideway using the 
concept of a Business-Access Transit Lane; and 
acquisition of needed systems operations technology. 

As noted above, the PTN is included in the plan as an 
illustrative project, since further detailed study must 
occur before funding for it is sought and secured. 
However, some necessary items for the service can be 
identified now. The three corridors identified for PTN 

service within the 2021-2045 timeframe of the plan will 
total nearly 20 miles in length, and travel time will be 
between 20 and 35 minutes per route. This leads to an 
estimate of 20 vehicles necessary to be dedicated to the 
PTN during peak hours. The total development costs for 
the PTN are estimated at $32.9 million. The annual 
operating costs at full build-out are estimated at $13.6 
million. Those annual costs would be lower in the earlier 
years of the service, since not all corridors are expected 
to be built at the same time. The uncertain phasing in of 
PTN service makes a total cost during this plan horizon 
difficult to predict. 

Transit Asset Management 
Moving Ahead for Progress in the 21st Century Act (MAP-
21) was signed into law in 2012, and it included several 
provisions that collectively transformed the federal 
surface transportation program to one that emphasized 
the achievement of performance-based outcomes for a 
set of federally-established performance measures. The 
Fixing America’s Surface Transportation (FAST) Act was 
signed into law in 2015, and it expanded upon the MAP-
21 performance-based outcomes to emphasize that 
states and MPOs must also set targets and monitor 
progress for each of the federal performance measures. 
Transit asset management and transit safety are two of 
the areas for which performance targets need to be 
established and monitored. There are funding 
implications associated with the progress being made 
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towards each target to incentivize that planning efforts 
be tied to performance targets and goals. 

ROCOG adopts performance targets annually, within 180 
days from the state’s adoption of targets. Historically, 
ROCOG has adopted the state’s performance targets for 
safety, bridge and pavement condition, and system 
reliability. Public transit agencies often opt to set their 
own performance targets, rather than agree to those set 
by MnDOT. MnDOT and public transit agencies 
established a set of performance targets in 2017 for use 
in measuring transit agency assets. Rochester Public 
Transit (RPT) indicated in July 2017 that they will 
develop targets that will support and expand on those 
developed by MnDOT. As of the publication of this Plan, 
ROCOG has agreed to the targets established by MnDOT, 
and once the RPT targets are formally adopted will look 
to supplement the MnDOT targets with the locally 
developed RPT targets in future planning work. The 
preliminary RPT targets are currently available in a report 
entitled Public Transit Capital Asset Management Plan for 
Rochester Public Transit, dated October 2017. That 
report will be the repository of the RPT-MPO-supported 
targets until it may be updated. 

RPT’s interim TAM targets include: 

• Facilities: No more than 10% of its facilities have 
met or exceeded their useful life benchmark, which 
are 40 years for most transit related facilities such as 
Maintenance Depot/Facilities, and 20 years for 

passenger or parking facilities such as stations or park 
and ride facilities 

• Rolling Stock: No more 10% of vehicles have met 
or exceeded a Useful Life Benchmark (ULB) of 14 
years for a full-size transit bus or 10 years for a 
cutaway bus) 

• Equipment ($50,000 or more in value): No more 
than 10% of any equipment in a condition that has 
met or exceeded their ULB. 

RPT’s current performance related to Transit Asset 
Management is reported in Chapter 9 where targets and 
outcomes for all federal performance measures are 
summarized. 

Transit Safety Performance  
At the time of plan publication, RPT has not formally 
adopted final transit safety performance targets. 
Preliminary targets have been established and published 
as part of the latest RPT Agency Safety Plan, dated 
August 2020. Figure 11-26 illustrates the targets RPT is 
proposing for use:
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Figure 11-26 
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12  • Active Transportation 
 

Overview/Summary 
Planning for active transportation modes focuses on 
facilities that serve primarily bicyclists and pedestrians 
along with users of other non-motorized or low speed 
two-wheeled modes such as skateboards, scooters, and 
wheelchairs. Facilities for active transportation serve an 
important access and mobility role in the transportation 
system as both an end-to-end travel mode, where active 
transportation can serve both utilitarian and recreational 
needs, or as a component of a multi-modal trip in 
combination with a primary vehicular or transit trip. 
Serving bicycle and pedestrian travel is in large measure 
a question of accommodation; while a certain amount of 
non-motorized travel occurs on trails and paths 
developed in corridors separate from roadways, most 
non-motorized travel occurs on facilities either parallel to 
or sharing a roadway with motorized vehicles. 

In developing the recommendations in this chapter, input 
from the community was gathered during a series of 
open house and community outreach events as well as 
through use of on-line tools such as an interactive 
website that provided opportunity for comment. Input of 

technical staff from the transportation departments of 
Olmsted County, the City of Rochester, and District 6 of 
the Minnesota Department of Transportation was also 
solicited. Information from a Community Transportation 
Survey conducted during development of Rochester’s 
2018 Planning to Succeed: Rochester Comprehensive 
Plan 2040 (P2S 2040) was also reviewed. Other studies, 
including a 2016 study on the access and mobility needs 
of environmental justice populations, were also reviewed. 

This Plan addresses both the Rochester urban area as 
well as the Greater Olmsted County area, focusing on 
corridors and facilities that are important in providing 
multi-modal connectivity to and from important 
destinations within walking or biking distance, such as 
schools, transit, parks, and workplaces. For the 
Rochester Urban Area, the Plan builds on the foundation 
provided by the 2012 Rochester Area Bicycle Master Plan, 
the input of the Rochester Pedestrian-Bicycle Committee, 
and regional committees working on active transportation 
development in the Olmsted County area. Relevant plans, 
such as the MnDOT District 6 Bicycle Plan 2019, and the 
work of state trail committees were also reviewed. 
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The pedestrian element of this chapter focuses on the 
Rochester urban area and looks at accommodations, 
accessibility, and safety for pedestrians along the major 
street network and transit corridors. The Plan considers 
recommendations included in the Rochester Downtown 
Master Plan and the Destination Medical Center (DMC) 
Development Plan that have been developed since 
adoption of the last ROCOG Long Range Plan, addressing 
the expected impact of 

• An estimated 30,000 new workers and 5,000 new 
residents downtown in the next 25 years 

• An expected increase of more than 2 million visitors 
annually to downtown Rochester over that time, 
primarily related to services provided at the Mayo 
Medical Center or associated with the Mayo Civic 
Center 

• The city’s convention and events venues hosting over 
300,000 attendees per year 

Figure 12-1 highlights the main elements found in this 
chapter. Among the highlights are future network plans 
for the urban and rural planning areas, policy directions, 
and identification of prospective projects anticipated in 
the short, medium, and long-term for urban and regional 
bicycles and other low speed modes. 

The system plan for pedestrian facilities includes an 
element related to improvements needed to support 
transit system development at station areas located 

along the future Downtown Rapid Transit line and the 
larger proposed Rochester Primary Transit network. It 
addresses improvement needs along the major street 
network where existing system gaps occur. Pedestrian 
safety is also discussed, including the multiple ways in 
which implementation of facility projects can occur, as 
well as recommended support strategies for active 
modes. 

Figure 12-1: Components of the Active 
Transportation Plan 

 

Existing Active Transportation 
Facilities 
Figure 12-2 illustrates the existing active transportation 
infrastructure in the Rochester urban area, including an 
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extensive 130+ mile network of trails and paths, a fairly 
complete sidewalk network, and 37 miles of on-street 
bicycle facilities. This graphic also illustrates missing 
sidewalk facilities throughout the urban area, most of 
which are on local roadways in areas originally developed 
before being annexed into the city. Other gaps in the 
sidewalk network are generally found along the major 
street network, where state or county roads established 
decades ago were built without walk facilities. 

Turning to regional travel, pedestrian and bicycle travel 
are largely limited to roadway or roadway shoulders and 
a limited number of state trails. Pedestrian travel, given 
the distances involved, is very limited, but bicycle travel, 
particularly for recreational purposes, is common and 
found largely on paved roads with paved shoulders. 
Figure 12-3 provides a map of the ROCOG area 
illustrating existing state trails and state and county 
roads with shoulder surface and shoulder widths noted 
on the map. Generally speaking, paved shoulders of 5 
feet or greater in fair or better condition will support 
bicycling, though somewhat dependent on traffic levels. 

Community Perspective on Active 
Transportation Travel 
Community perspectives and input on active 
transportation needs and issues were gathered from 
various sources. A number of community events were 
held, and people were given opportunities to submit their 

Figure 12-2: Existing Urban Area Facilities 
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Figure 12-3: Regional State Trails and Highway Shoulder Network 
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comments as part of Rochester’s P2S 2040 planning 
process. During development of P2S 2040, a community 
transportation survey was conducted to gather 
perspectives on various transportation issues and 
priorities, including pedestrian and bicycling modes of 
transportation. Figures 13-4 and 13-5 report the results 
of survey questions asking about community preferences 
regarding improvements that should be made to the 
pedestrian and bicycle network in the Rochester urban 
area. 

Figure 12-4: Community Facility Enhancement 
Preferences – Pedestrian Network 

 
Source: Community Transportation Survey, P2S 2040 

In terms of pedestrian infrastructure, the highest ranked 
projects or programs that respondents desired to see 
were continued investment in sidewalk facilities to 
provide a continuous network and better winter 

maintenance, followed by better lighting and crosswalk 
upgrades. For cyclists, the highest ranked projects or  

Figure 12-5: Community Facility Enhancement 
Preferences – Bicycle Network 

 
Source: Community Transportation Survey, P2S 2040 

programs were network improvements, including more 
off-street paths and low stress bikeways to provide 
connections to places people want to go. The bicycle 
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survey showed some differences in opinion by user 
types; while all users were similarly interested in off-road 
or protected facilities, persons who bike frequently are 
more supportive of investing in on-street bike lanes and 
paved shoulders as acceptable facilities than the 
occasional bicyclist.  

As part of the City of Rochester’s application for re-
designation as a Bicycle Friendly Community, the League 
of American Bicyclists conducted a survey as part of the 
application review to gather data on the community’s 
perspective on bicycle facilities. 

Figures 12-6 and 12-7 provide some basic data on the 
respondents, while Figure 12-8 reports on the main 
improvement needs respondents identified. Figure 12-6 
reports on levels of biking, while Figure 12-7 reports on 
typical trip purposes. Figure 12-8 summarizes the 
comments as far as what type of projects and programs 
investments were needed. 

Figure 12-6: How Often People Ride a Bike 
Monthly 

 
Source: League of American Bicyclists Survey 2018 

Figure 12-7: Main Purpose of Bicycle Trips 

 
Source: League of American Bicyclists Survey 2018 

Figure 12-8: Main Improvements Bicyclists 
Would Like 
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Rochester Bicycle Friendly Community 
Designation 2018 
In 2018, Rochester received a four-year re-designation 
as a Bronze Level Bicycle-Friendly Community by the 
League of American Bicyclists. Communities that apply 
for designation are judged against ten building blocks of 
a Bicycle Friendly Community as shown in Rochester’s 
Score Card (Figure 12-9). 

The five category scores shown were used by the League 
to gauge the current network, bike education and 
encouragement efforts, enforcement, and planning. 
There were four main League recommendations for 
Rochester coming out of the review: 

• Prioritize efforts to improve high speed roadways 
• Expand or improve bicycle education opportunities at 

schools 
• Devote an increased level of funding to bicycle 

facilities 
• Place more emphasis on enforcement and 

encouragement 

Walk Friendly Community 2018-2023 
Walk Friendly Community (WFC) is a national recognition 
program sponsored by the U.S Federal Highway 
Administration and managed by the Pedestrian and 
Bicycle Information Center (PBIC). Rochester applied for 

WFC re-designation and was again 
designated as a Bronze Level Walk-
Friendly Community for 2018-2023. One 
of the benefits of the WFC program, 
beyond the recognition a community 
receives, is the review and critique from 
nationally recognized professionals on 
how to improve pedestrian travel in 
Rochester, not only in terms of 
infrastructure but also in areas such as 
education, encouragement, and 
enforcement. The City of Rochester is 
actively improving pedestrian facilities 
and deploying the latest pedestrian safety and 
convenience infrastructure and facilities at major 
intersections, mid-block crossings, and selected locations 
in the downtown area. The key WFC recommendations 
from the 2018 review are: 

• Place more emphasis on improved crossing 
treatments and other amenities that will enhance the 
pedestrian environment 

• Consider educational and encouragement activities to 
promote active transportation 

• Devote more effort to Safe Routes to School planning 
and programming 

• Continue to apply the Complete Streets Policy on all 
projects 
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Figure 12-9: League of American Bicyclists’ Review Scorecard for Rochester 
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Summary of Key Issues and Needs 
Figure 12-10 reflects the key active transportation issues 
reflected from input gathered during development of this 
plan as well development of recent plans including the 
2016-2017 Destination Medical Center Integrated Transit 
Studies, the Rochester Area Bicycle Master Plan, and P2S 
2040. These needs and issues have been identified as 
important factors to address to improve the 
attractiveness of active transportation modes.  

• Surface Conditions 
Unsuitable surfaces such as pavement with frequent 
cracking, gravel shoulders, or accumulation of debris 
near edges of roadways discourage non-motorized 
travel. 

• High Volume Roads 
High volume roads discourage walkers and bicyclists if 
sidewalks or paths are absent or are inadequate for 
users due to minimal setbacks from traffic or 
inadequate space for travel. Crossing difficulties also 
create hazards if adequate crossing time is not 
available and medians or refuge areas are not 
available. 

• Access and Continuity 
Access to desired destinations can be limited by 
topographic and geographic barriers, or auto-oriented 
land use where space for pedestrians or cyclists is 
limited. Continuity issues also arise where there are 

gaps or lack of connections along primary routes 
between origins and destinations, such as residential 
neighborhood areas and nearby schools. 

Figure 12-10: Key Planning Issues 

 

• On-Street Parking Utilization 
Most local and collector streets are constructed to 
accommodate parking on both sides of the street, but 
in many areas on-street parking is limited as off-
street parking is plentiful. This can encourage higher 
speed vehicular travel, creating conflict and safety 
concern for both the bicyclists and pedestrians. 
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Conversely, in higher density areas where street 
parking is fully utilized, there may not be enough 
space to provide suitable space for bicyclists. 

• Intersection Safety 
Intersections can pose problems for cyclists and 
pedestrians, where left-turning cyclists encountering 
conflicts with through traffic and right-turning cars 
can conflict with both cyclists and pedestrians.  

• Bridges and Overpasses 
Older bridges and overpasses often are deficient with 
lack of adequate space for non-motorized users. 

• Bicycle Use on Downtown Sidewalks 
Particularly in areas of high pedestrian concentrations 
such as in downtown Rochester, it is undesirable for 
bicyclists to use sidewalks. Busy sidewalks are not 
appropriate for cycling speeds, there is generally 
insufficient width for shared bicycle and pedestrian 
travel, conflicts with motor vehicles at driveways 
become more complex as motorists are generally are 
not expecting a cyclist to cross their path on the 
sidewalk, and traffic rules, such as obligations to 
yield, are unclear when cyclists ride on sidewalks. 

• Roadways with No Shoulders 
In older suburban areas, many roads have been built 
with either no shoulders or shoulders of limited width, 
forcing bicyclists or pedestrians to utilize a portion of 

the vehicular travel lane when traveling on such 
corridors and creating a safety hazard for the non-
motorized traveler. 

• Regional Bicycle Travel Routes 
A major network that has been noted is the need to 
provide a minimum level of connectivity between 
communities and from communities to major regional 
destinations such as county and state parks. Where 
off-road trails can be developed to accomplish this 
goal, it is the preferred solution. In addition to off-
road trail connections, county roads with wide paved 
shoulders are used to provide a minimum level of 
regional accessibility to small cities in the ROCOG 
area. 

• Major Corridor Gaps 
The presence of gaps in the path and trail network 
along or parallel to major highways effectively creates 
barriers for cross-town travel, as resident perceptions 
of travel routes are influenced greatly by the major 
street network. 

• Downtown Rochester Access and Mobility 
Studies have identified various barriers that inhibit 
bicycle connectivity into and through downtown, 
effectively keeping people from reaching their 
destinations (Figure 12-11).
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Figure 12-11: Downtown Portal Improvements Needed 

 
Source: DMC Integrated Transit Study 2018 

Policy Framework 
Safe and convenient pedestrian and bicycle travel is vital 
to the region’s quality of life, economy, and public health. 
Pedestrian and bicycle facilities serve many diverse users 
in the community and for some are a primary means of 
everyday travel. 

Given the range of users and diverse travel purposes 
which walking and bicycling serve, it is important to have 
a broad, inclusive vision for active transportation 
development and a set of basic principles which will 
guide decisions on infrastructure investment and support 
programs. 

Active Transportation Principles 
• Fix it First—preserve and maintain the existing bicycle 

and pedestrian system 
• Potential pedestrian/bicycle improvements should be 

considered from the perspective of developing a 
system, not just on based on whether an individual 
facility is currently used 

• Always place safe design at the forefront of bicycle 
and pedestrian infrastructure development 

• Provide connections for all neighborhoods to the 
active transportation network and ensure pedestrian 
connections to nearby community facilities exist 
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• Support economic development with active 
transportation infrastructure by developing facilities 
that support biking and walking tourism 

• Make the active transportation network accessible and 
comfortable for all ages and abilities 

Active Transportation Vision 
• Providing a safe, accessible, and connected bicycle 

and pedestrian system throughout the urban area of 
Rochester 

• Developing an accessible and well-connected regional 
network of bicycle facilities connecting cities in the 
ROCOG area to each other, to regional trails, and to 
regional attractions in Southeast Minnesota such as 
state parks 

• Meeting critical access and mobility needs of 
transportation disadvantaged populations in 
Rochester and Olmsted County 

Table 12-1 refines the overall goals for the Plan 
described in Chapter 1 to more specifically identify a set 
of objectives which support the overall goals for active 
transportation in the Plan and illustrate how the goals 
and objectives align and address the planning factors 
spelled out in federal legislation. 

Urban Area Multi-User System Plan 
Developing an adequate active transportation system 
requires coordination between planning, design, and 
financing efforts; land use and open space planning; and 
the land development approval process. Many elements 
of the non-motorized network are developed as part of 
private development projects, including sidewalks and 
multi-use paths along arterial or collector street 
frontages. Public entities typically take the lead in off-
road trail development, the upgrading or installation of 
bridges serving active transportation travel, as well as on 
network infill projects along major roads where 
development and the street system have largely been 
built out without adequate active transportation 
infrastructure put in place. These “infill” projects are 
often managed by local road authorities, although off-
road trails may develop as part of recreation or open 
space projects. Rochester provides a prime case study in 
the potential of joint development, where an extensive 
flood control project developed in the 1980s and early 
1990s was paired with extensive park development that 
incorporated trails along most of the flood control 
system, resulting in a core network of trails that serves 
as the backbone of the Rochester trail system. 

Figure 12-12 illustrates the Urban Area Active 
Transportation Network of major regional and major city 
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Table 12-1: Objectives for Active Transportation and Alignment with Plan Goals & Planning Factors 
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corridors existing or planned for the Rochester Urban 
Area. 

• Regional Corridors (solid or dotted red lines/see 
map legend) are intended to provide routes that can 
serve trips that may cross the city as well as provide 
access to major destinations within Rochester, 
connecting major employers, major educational 
facilities, and community or regional parks and 
recreation sites throughout the city. 

• Major City Corridors (shown in solid or dotted blue 
lines/see map legend) are intended to serve travel 
between quadrants or sectors of the city not served 
by a regional corridor, which can provide route 
continuity across multiple neighborhoods or non-
residential districts, or serve as the connection 
between local neighborhoods and regional trails or 
routes.  

Figure 12-12 also identifies various types of study 
corridors or study areas where the potential for 
implementing active transportation infrastructure needs 
further evaluation to determine possible alternatives, 
whether development of such infrastructure is feasible, 
and whether investment will serve an important travel 
need. The designation of corridors in the Active 
Transportation Network was informed by the existing 
Rochester Bicycle Master Plan, adopted in 2012 and 
being updated in 2020, P2S 2040, the 2016 Rochester 

Parks & Recreation System Plan, and various downtown 
area planning efforts over the last 10-12 years. 

The plan also identifies a limited number of locations 
where critical corridor needs have been identified and 
would benefit from further study. Some of these 
locations were identified in response to safety concerns; 
others were identified due to existing barriers to network 
connectivity that if overcome would benefit users of the 
system. 

The use of regional and major city classifications is 
intended to provide a framework for understanding a 
given corridor’s function and importance in the overall 
active transportation network. Network classification 
helps to identify critical routes that will facilitate the 
creation of an overall connected, desirably low-stress, 
network. Regional corridors should be viewed as having 
the highest importance in the area, and active 
transportation accommodations should be prioritized in 
discussions related to limited space and designed to a 
higher standard. The primary network of regional and 
major city corridors should be intuitively understandable 
and comfortable for most if not all users seeking to travel 
to key destinations in the community due to directness of 
travel and limited route interruption. 

Assignment of corridors as a regional or major city 
corridor does not imply a specific type of design. From a 
design perspective, the Active Transportation System 
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Plan represents a strategic plan and definition of design 
will be made during the project development process 
when an active transportation corridor has been 
prioritized for development and funding has been 
programmed to begin project development. 

However, general guidance on the type of facilities that 
are appropriate for regional corridors (corridors outside 
the planned urban area) as well as urban regional and 
major city corridors is provided in Figure 12-13. A 
“Corridor Design Toolbox” is provided to lend direction to 
decisions regarding the level of separation from vehicular 
traffic that is deemed appropriate for regional and major 
city active transportation facilities. The type of user to be 
accommodated and the environment in which a corridor 
is developed will help to determine the ultimate design. 
Where high speed or high volume traffic exists, a higher 
level of separation and protection for pedestrians and 
cyclists will likely be warranted; but where traffic impacts 
are minimal or where the users to be accommodated are 
more skilled, a corridor may be a candidate for a less 
stringent design standard and still meet the intent of the 
plan. In Figure 12-13 a range of facility types deemed 
suitable for consideration in a given type of corridor are 
identified, with final determination of the appropriate 
design type arrived at during the project development 
process. 

Figure 12-12: Design Toolbox for Active 
Transportation Corridors 
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Regional Area Active Transportation 
System Plan 
The Regional Active Transportation Network Plan focuses 
primarily on corridors that will most likely attract cyclists, 
in-line skating enthusiasts, or others for which greater 
travel distances are not a deterrent. Pedestrians may find 
these facilities attractive when located in proximity to 
suburban residential areas, or when accessed from a 
regional park or recreation facility where travel distances 
between origin and destination are not so great. 

When thinking about the regional active transportation 
network, there are multiple tiers of facilities that provide 
service to different user groups. 

• State Trails, such as the Douglas Trail, connect 
population centers and major regional park facilities. 
The system plan identifies both existing State Trails 
and "State Trail Planning Areas" where interest in 
developing future state trail connections has been 
recognized through state legislative action. 

• The Minnesota State Bicycle Network Plan, developed 
by MnDOT in 2018, identifies a series of travel desire 
lines that will provide service within regions of the 
state and provide state level guidance to national 
network development within the state. MnDOT 
District Bicycle Plans refine the state plan by 
identifying highway corridors where the goal is to 

enhance the roadways with safe and well-maintained 
paved shoulders for non-motorized travel, connecting 
towns and cities and/or regional attractions 
throughout the state. In some instances, off-road 
trails or paths may be incorporated into this network 
where feasible. 

• The ROCOG Shoulder Bikeway Network reflects 
approximately 150 miles of roadway where the goal is 
to provide paved shoulders of adequate width to 
provide a minimum level of non-motorized access 
to/from all areas with the ROCOG Planning region. 
This network of roads and highways will likely be 
most attractive to experienced bicyclists who are 
comfortable riding along with vehicle traffic. 

Figure 12-14 highlights the Active Transportation 
Network Plan for the regional ROCOG area, reflecting the 
components of State Trails, the MnDOT State Plan, and 
the Regional Highway Shoulder Network. These facilities 
serve as an investment in health and recreation and a 
potential boost to local economic development where 
communities and businesses choose to enhance 
connections to the system. Along with Rochester, many 
of the smaller communities in the ROCOG Area are also 
working on local trail connections to these facilities.
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Figure 12-13: Regional Active Transportation System Plan  
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Rochester Urban Area: Pedestrian 
Improvement Areas  
Encouraging pedestrian travel is a socially, economically, 
and environmentally responsible and healthy approach to 
improving the performance of our transportation system. 
In addition to community efforts to develop sidewalk and 
pedestrian enhancements on local street networks, 
providing safe and comfortable facilities along major 
streets, transit corridors, and in major activity centers is 
important for access and mobility. 

The ROCOG Plan focuses on two major elements in its 
identification of pedestrian improvement areas. The first 
is providing pedestrian connections to transit in order to 
maximize the value of public investment in transit and 
support its success, particularly the new Downtown Rapid 
Transit system and proposed Primary Transit Network 
described in Chapter 11. Both of these systems represent 
a substantial investment in transit infrastructure, and for 
those services to attract users, pedestrian infrastructure 
is critical. The other core area of concern for ROCOG is 
pedestrian infrastructure along the major street network; 
here issues relating to connectivity and continuity of the 
network are of primary importance, along with safety. 
While limited funding is available through the 
Transportation Alternatives program, it is important for 
ROCOG to plan for pedestrian improvements that will 

serve to advance multi-modal travel along roadways and 
transit corridors where other funding opportunities exist. 

Figure 12-14: Types of Federal Pedestrian 
Investment 

 

Transit Network Pedestrian Improvements 
Figure 12-16 illustrates the planned network of transit 
corridors to be known as the Primary Transit Network 
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(PTN) that will be served with higher frequency, higher 
capacity Bus Rapid Transit over time as planned transit-
supportive land use patterns emerge to support the 
Central Business District/Destination Medical Center 
economic development vision. These corridors are 
envisioned to provide a wider range of housing choices 
and business location options in corridors served by 
frequent transit. Access to the PTN will be provided at 
stations generally located 1/3 to ½ mile apart. For 
residents, workers, and visitors, good pedestrian 
connections to stations will be a necessity. 

An analysis was completed looking at the types of 
pedestrian infrastructure that would benefit the vision of 
transit supportive land use in general and service to 
transit stations in particular. Three types of improvement 
packages are anticipated: 

1. The most basic improvement need will be to eliminate 
gaps in the existing sidewalk or walking path network 
along the PTN corridors. These areas are highlighted 
in black in Figure 12-17. 

2. The immediate walkshed around proposed stations 
areas will benefit from and enhanced level of 
pedestrian amenity, including lighting, landscaping 
and crossing safety improvements. Potential station 
areas were identified on Figure 12-17 to understand 
approximately how many stations there would be; 
actual locations would be determined as part of PTN 
development. 

3. Along the PTN network, the City of Rochester has 
identified certain areas as Transit Oriented 
Development nodes, which will benefit from the 
highest level of pedestrian amenity including station-
oriented improvements as well as wider walkways and 
accommodation of activity such as sidewalk cafes. 

Figure 12-16 provides examples of the types of 
improvements that can be expected in the immediate 
vicinity of stations as well as along PTN corridors 
traversing through a Transit-Oriented Development node. 

It is expected that much of the pedestrian infrastructure 
associated with the PTN will be developed as part of the 
development of this Bus Rapid Transit service, with costs 
incorporated into that project and potentially funded by 
federal transit funds that are available for BRT 
development. 

Many of the missing sidewalk segments shown in Figure 
12-17 are a legacy of commercial, industrial, and 
residential development that occurred at a time when 
development regulations did not require sidewalk 
installation as part of the basic package of site 
improvement requirements. Others are due to past policy 
for major roadway corridors that did not include 
construction of pedestrian facilities when private 
properties did not front directly on the highway. 
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Figure 12-15: Examples of Pedestrian 
Improvements Along Major Transit Corridors 

 

Figure 12-16: Primary Transit Network 
Pedestrian Investment Priorities 
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Walkway Improvements Along Major 
Streets and Supporting Transit Investment 
Walkway needs along the major street network are 
primarily a legacy of historic development policies. As a 
result, there are a number of areas in the Rochester 
urban area where gaps exist in terms of sidewalks or 
multi-use paths along arterial or collector streets. Figure 
12-18 illustrates major street corridors without some type 
of pedestrian accommodation in the Rochester urban 
area. The City of Rochester adopted a policy in 1990 that 
all new development is required to install sidewalk 
facilities at the time of development, which has helped to 
minimize creation of additional areas where sidewalk is 
not available for users. 

Multiple avenues exist for providing pedestrian sidewalks 
or multi-use paths in the locations identified. One of the 
main opportunities in areas that have been built out is 
when streets need reconstruction or major rehabilitation, 
which allows for adjustments in cross section design that 
will allow for accommodation of pedestrian facilities. 
Other opportunities include private development of 
properties that front on major streets lacking sidewalks 
or paths, where facilities can be incorporated into the site 
development process. In certain cases, the development 
of public facilities such as schools or parks can also 
facilitate pedestrian facility development. 

Figure 12-17: Pedestrian Improvement 
Priorities Along the ROCOG Major Street 
Network 
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Figure 12-18 is intended to serve as a starting point to 
identify areas where the City of Rochester will need to 
work with landowners or state and county road 
authorities to confirm whether a viable funding plan to 
install sidewalks can be identified, and whether a 
sidewalk facility is in fact constructible at a reasonable 
cost in the locations identified. 

Along arterial and collector streets, safety is an important 
concern and pedestrian or path projects provide an 
opportunity to address safety considerations as an 
integral part of project development. Figure 12-19 
illustrates some principles and approaches to enhancing 
safety that should be considered when projects along 
arterial and collector roads are designed. 

MnDOT Statewide and District Bicycle 
Plans/DNR State Trails 
The MnDOT Statewide Bicycle System Plan (SBSP) was 
adopted in 2016 sets out an ambitious vision and goals 
to improve safety, convenience and comfort for local, 
regional, and statewide bicycle trips in Minnesota. The 
State Bicycle Plan network plan identifies broad travel 
corridors that envision connections linking destinations 
throughout the state by bicycle. The statewide plan does 
not define the actual facilities that will form these 
connections, that work is accomplished through district 
level bicycle plans. As shown in Figure 12-20, the 
statewide plan does prioritize corridor development, with 

Figure 12-18: Examples of Pedestrian 
Intersection and Mid-Block Improvements 
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State Priority Corridors (shown in blue) as the highest 
priority improvement. Not all corridors will exclusively use 
State Highways; development of actual facilities depends 
on finding comfortable and direct connections and 
working to make those happen with local and regional 
partners. 

Rochester serves as a fulcrum for connecting many 
routes in Southeast Minnesota as seen in Figure 12-21. It 
is expected that given the limited access available to the 
TH 52/63/14 corridors, there will be a need to utilize 
regional corridors defined in the urban network plan to 
facilitate completion of this vision. 

District 6 Bicycle Plan  
The District 6 Bicycle Plan builds off the Statewide Bicycle 
Plan by identifying specific Bicycle Investment Routes 
within the search corridors specified in the Statewide 
Plan. Bicycle Investment Routes are planning tools that 
will guide future investments in bicycle facilities across 
the District. They are not intended to be used as 
navigational tools, except when designated and mapped 
as State Bikeways and/or U.S. Bicycle Routes. 

MnDOT staff coordinated with local partners to develop 
these routes to better understand where it is most 
appropriate to make investments in bicycle infrastructure 
throughout District 6. A prioritization exercise was 
completed to see where Bicycle Investment Routes may  

Figure 12-19: SE Minnesota Regional Priority 
Corridors 

 
overlap with projects in MnDOT’s Capital Highway 
Investment Plan. Overlap with CHIP projects provides an 
opportunity to incorporate bicycle route improvements 
into highway improvement projects at a lower cost that 
completing work as a free-standing project. In Olmsted 
County, two such potential projects were identified: 

• Highway 30 east of Stewartville 
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• Highway 30 through Stewartville 

Other corridors that ranked highly based on other 
prioritization factors included  

• CSAH 1 from TH 52 to Simpson 
• CR 143/CSAH 36 from Chester Woods Park to 

Rochester 
• CSAH 2 from CSAH 11 to CSAH 22 
• CSAH 33 from TH 63 south to 37th St NE 
• CSAH 34 from CSAH 22 to CR 104 

Most of these local corridors found on county roads 
provide the equivalent of “last mile connections” from the 
projects identified in the State CHIP. The City of 
Rochester trail system effectively provides connectivity 
between the MnDOT regional network and the Rochester 
Urban Area Active Transportation Network. 

ROCOG in developing its Regional Active Transportation 
Network (Figure 12-14) has accommodated these 
investment routes to the greatest degree possible as part 
of the ROCOG Shoulder Bikeway Network. 

Southeast Minnesota State Trail System 
Southeast Minnesota is home to some of the most 
popular state trails in Minnesota. In Olmsted County, the 
Douglas Trail linking Rochester and Pine Island and the 
Great River Ridge Trail between Eyota and Plainview are 
part of a growing network of trails being developed to 

Figure 12-20: MnDOT District 6 Bicycle 
Investment Routes 

  
foster recreation opportunities and economic 
development in the southeast part of the state. Work is 
scheduled to finish the last segment of the Chester 
Woods Trail between Eyota and Chester Woods Park, and 
Rochester has programmed the completion of the last 
segment of the Chester Woods system west of the park 
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that will connect with the City of Rochester Trail 
Network, opening up bicycle access to Chester Woods 
Park for residents of Rochester. 

The Chester Woods Trail is part of a planned 50-mile 
loop known as the Whitewater Country Loop Trail that 
will connect Rochester, Eyota, Dover, St Charles, and 
Whitewater State Park. Another project in the active 
planning stage is the Stagecoach Trail, which ultimately 
will provide a connection from Rice Lake State Park near 
Owatonna to Rochester. 

The Inter-Regional Bikeway Network Map for Southeast 
Minnesota developed by Department of Natural 
Resources (DNR) is shown in Figure 12-22. It illustrates 
regional trail connections between existing or planned 
urban area bikeways and the future inter-regional 
bikeways in the ROCOG area. Routes shown on this map 
correspond with corridors and communities that have 
been designated in state legislation as part of the 
Blufflands State Trail System, making facility 
development ultimately eligible for state trail funding. 

Certain corridors that are included in the Blufflands State 
Trail System have been designated as partner led 
projects, which means that expectations are for the local 
community to lead initial planning for these corridors. In 
the ROCOG area, the connection between Stewartville 
and Rochester, known as the future Bluestem Trail, and 

the unnamed corridor connecting Chatfield, Dover and 
Eyota, have been designated as partner led projects. 

Figure 12-21: Southeast Minnesota Trail System 
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Other projects such as the Stagecoach Trail and parts of 
the Whitewater Country Trail have been handed to the 
MnDNR to lead project development. 

The ROCOG Regional Active Transportation Plan 
incorporates all the various state trail projects into its 
recommendations, appropriately reflecting the status of 
projects that are well into project development versus 
those that are in the early planning stages. To 
summarize, the status of the various projects includes: 

• Chester Woods Trail connection east of Rochester has 
been funded and is under construction and expected 
to be completed in 2020 

• Stagecoach Trail connection is still in the planning 
stage and expected to be funded in near future 

• Bluestem Trail connection is in the initial stages of 
planning and expected to form a trail group to work 
together to take it to the next stage of planning 

• Chester Woods Trail extensions from Chester Woods 
park east to Eyota and Dover are awaiting final route 
determination and funding 

Active Transportation Project 
Implementation 
In this section, implementation of the potential universe 
of active transportation projects suggested by the various 
network plans presented in the chapter is considered.  

Four major facility implementation plans for bicycle and 
pedestrian facilities are recognized and recommended to 
guide active transportation development as part of the 
ROCOG Long Range Transportation Plan. These facility 
implementation plans include: 

• Rochester Urban Area Active Transportation Network 
Map (Figure 12-12) 

• Regional Area Active Transportation System Plan 
(Figure 12-14) 

• Primary Transit Network Pedestrian Investment 
Priorities (Figure 12-16 

• Major Street Network Pedestrian Investment Priorities 
(Figure 12-18) 

To understand the magnitude of financial effort that 
would be needed to implement the potential projects 
suggested by these plans, an analysis was completed 
that identified the scope of potential projects suggested 
by the plan, estimated what the cost of project 
implementation would be, and assessed whether there 
was opportunity through some project mechanism other 
than a freestanding bicycle or pedestrian project where 
the work could be incorporated into another project. 

Implementation of Urban Area Projects 
Federal guidelines require MPOs to include a fiscal 
constraint analysis to demonstrate that there is a 
reasonable and credible balance between the expected 
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revenue available for transportation investment and the 
estimated costs of the facility projects. The findings and 
conclusions of the fiscal constraint analysis for all modes 
will be presented in Chapter 15. However, in this chapter, 
the basics related to project costs and implementation 
options will be discussed. The urban area analysis will 
focus on the project concepts suggested on the following 
three system plans: 

• Rochester Urban Area Active Transportation Network 
Map (Figure 12-12) 

• Primary Transit Network Pedestrian Investment 
Priorities (Figure 12-16 

• Major Street Network Pedestrian Investment Priorities 
(Figure 12-18) 

Figure 12-23 illustrates the location of various projects 
suggested by the network plans. A total of 83 projects 
are identified. Different project groups are color-coded to 
indicate the type of project anticipated: 

• Multi-Use Pedestrian-Bicycle Facility (green lines) 
• Pedestrian-Only Facility (red lines) 
• Bicycle-Only Facility (light purple) 
• 400 Series Projects(Future Study Areas): The map will 

only show the project number in the general study 
area proposed to be investigated 

• 300 Series Projects (Crossing Improvements): The 
map will only highlight the location of high priority 
crossing improvement needs that were identified in 
the plans. 

Table 12-2 provides high level information about each 
project, including its endpoints, a short description of the 
anticipated project concept, and a preliminary estimate 
of development costs. 

Table 12-2 also provides an assessment of how 
implementation of projects may be facilitated. A total of 
nine implementation paths or mechanisms were 
identified that potentially could lead to construction of a 
project. These nine paths included: 

1. Construction of a project as a free-standing active 
transportation project 

2. Construction of active transportation improvements as 
part of a larger street reconstruction project 

3. Construction of improvements as part of a transit 
capital project such as segments of the PTN network 

4. Implementation of active improvements as part of a 
Complete Streets project. Complete Streets projects 
involve road preservation short of complete 
reconstruction (covered under #2) where work such 
as a pavement mill & overlay provide opportunity to 
reallocate pavement space 
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5. Construction of improvements as part of an 
intersection improvement project 

6. Construction of improvements as part of private land 
development 

7. Construction of improvements as part of a Safe 
Routes to School project 

8. Construction of improvements as part of a Rochester 
sidewalk improvement program project 

9. Construction of improvements under the auspices of 
the Destination Medical Center. 

Figure 12-22: Rochester Urban Area Active 
Transportation Project Concepts 
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Table 12-2: Urban Area Active Transportation Project Summary 
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Implementation of Regional Active 
Transportation Projects 
The major work associated with the Regional Active 
Transportation Network Plan primarily focuses on a series 
of state trail projects and work related to state highway 
crossings to facilitate active transportation. Figure 12-24 
highlights the locations of these projects. Table 12-3 
describes each project and provides, where available, a 
very preliminary estimate of costs associated with each 
project. 

The other major aspect of the Regional Plan is the 
designated ROCOG Shoulder Bikeway Network, reflecting 
approximately 150 miles of roadway where the goal is to 
provide paved shoulders of adequate width to provide a 
minimum level of non-motorized access to/from all areas 
within the ROCOG Planning region. This network of roads 
and highways will likely be most attractive to experienced 
bicyclists who are comfortable riding alongside of vehicle 
traffic. 



 12 • Active Transportation 

 12.39 

Table 12-3: Major Regional Projects 
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Figure 12-23: Regional Improvement Projects 
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Key Principles for Implementing the 
Plan 
As a planning agency with a limited role in the 
programming of funding for active transportation outside 
of federal funding and a limited direct role in seeing 
projects or programs through from project development 
to completion or deployment, ROCOG must work with 
and rely on its local partners to advance the 
recommendations in the Plan. ROCOG’s work on planning 
and early phases of project development will be guided 
by a set of principles outlined in this section. Success in 
implementation will require involvement from not only 
the public sector (State agencies, Olmsted County, local 
municipalities), but also facility users, neighborhoods 
groups, business interests, and the development 
community, all of which have varying roles and 
responsibilities in regards to achieving the goals of the 
plan. 

Implementation requires that key directions advanced by 
the plan be incorporated into the routines and practices 
of jurisdictions and agencies and for those actions to be 
supported by local citizens and their elected officials. 
Successful implementation of a plan will rely on: 

• Jurisdictions and agencies considering plan policies 
and strategies in capital programming and 
development review procedures 

• Roadway agencies and site developers incorporating 
accommodation of non-motorized users in their 
project design process 

• Jurisdictions and agencies continuing efforts to fund 
non-motorized facility development and work with 
private or non-profit partners as opportunities arise to 
implement various actions or strategies 

As a general rule, infrastructure systems such as trail and 
path networks should be planned prior to development. 
Attempting to assemble route networks in piece-meal 
fashion after development has occurred will generally 
result in a disconnected and poorly planned trail or path 
system. 

The following implementation principles will guide 
ROCOG’s work going forward and is grouped into series 
of major categories including system development, 
safety, planning, education/encouragement. 

System Development Principles 
The bicycle and/or pedestrian transportation system 
should allow users of varying ability to safely travel 
between various origins and destinations on an 
interconnected network of facilities. In considering 
system development, factors to account for include: 

• Providing access to desired destinations 
• Route continuity 
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• Route attractiveness 
• Minimization of conflict with vehicular traffic 
• Ease of implementation 
• Cost 

The types of land uses that should be connected include 
neighborhoods, schools, parks, youth centers, 
employment and commercial centers, transit hubs, 
existing public trails, and natural areas. To accomplish 
this, key strategies to pursue include: 

• Require the provision of bikeways and walkways 
consistent with the ROCOG Long Range 
Transportation Plan in the following cases: 

‣ In all new highway construction projects 
‣ When reconstructing or improving existing bridges 

and roads 
‣ In public open space development projects 

• Local units of government should adopt policies that 
require the inclusion of adequate bicycle and 
pedestrian access in all development and standards or 
guidelines for the dedication or acquisition of 
easements and rights-of-way for bikeways and 
walkways in conjunction with development approval. 

• Municipal parkland dedication requirements should be 
considered not only for neighborhood park 
development but the creation of linear park facilities 

which would facilitate path or sidewalk development 
that would enhance overall system connectivity. 

• Transportation agencies, utility agencies and 
jurisdictions should coordinate the development of 
trail or path links along utility corridors, railway 
corridors, and stormwater management corridors.  

• Development of non-motorized crossings should be 
considered in urban areas over waterways or 
freeways where existing crossings are spaced more 
than a mile apart 

System Development in Rural and Suburban 
Areas 
In rural or suburban areas, non-motorized networks will 
be focused primarily on creating connections between 
communities, to regional trail systems, and to major 
destinations such as regional parks. Pedestrian network 
development is not a high priority, though specific issues 
such as safety of school bus stops should be addressed 
on an as-needed basis. A primary improvement strategy 
for bicycle and pedestrian traffic in rural and suburban 
areas will be the development of paved shoulders on 
roadways. Priority should be given to investing in paved 
shoulders on main corridors connecting cities with other 
towns and other major destinations such as regional 
parks. Long term, paved shoulder areas should be 
considered on all roads whenever traffic volumes are 
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expected to exceed 1000 vehicles per day, particularly 
where posted speeds are above 30-35 MPH. 

Public Transit 
Transit trips typically begin and end with a walk or bike 
ride. Pedestrian and bicycle facilities in transit corridors 
make transit systems more effective. Therefore, high 
priority should be given to providing sidewalks and 
bikeways on transit routes and on local streets feeding 
these routes from neighborhoods. 

Facility Design 
Consistency in design helps to foster understanding 
between different users and improve safety as all users 
can better anticipate the actions of other users in a 
shared roadway environment. 

Access management is an important element of facility 
design and addresses the coordination of roadway design 
in a manner that reflects the safety and traffic 
management needs of roadway users while recognizing 
the need for reasonable access to facilitate land 
development. Consideration should be given to the 
placement and design of driveways and side street 
intersections along major roads as properties 
development to minimize the number and width of 
driveways and roads connecting to major roadways in 
order to reduce points of conflict and making vehicle 
traffic more predictable. 

Intersection crossings are the most challenging aspect of 
travel pedestrians and bicyclists often face and are where 
most crashes occur. Some pedestrians, especially people 
with mobility impairments and the elderly, need 
additional crossing time. Particularly in areas of high 
pedestrian activity, methods to improve pedestrian safety 
should be considered including: 

• Shortening crossing distances with tools such as 
pedestrian refuge islands, curb extensions or by 
reducing curb return radii 

• Alerting or warning motorists of the potential 
presence of pedestrians through use of measures 
such as signage, crosswalk markings, signals, and 
lights 

• Removing sight obstructions, such as parked cars, 
trees, and signs in the immediate vicinity of an 
intersection crossing to improve visibility of 
pedestrians and vehicles 

• Implementing longer crossing times in areas expected 
to serve slower pedestrians, such as near retirement 
homes, while balancing with traffic flow operation 
such that the increased crossing time does not come 
at the expense of excessively long wait times causing 
pedestrians to grow impatient and cross during gaps 
in traffic 
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Pedestrian Oriented Design 
Pedestrian-friendly communities that are well-planned 
encourage walking and promote higher levels of 
pedestrian travel. Dedicated pedestrian facilities improve 
pedestrian safety and increase opportunity for the widest 
range of potential users. Addressing pedestrian needs 
should be a routine consideration in every planning study 
and project development process. The character and 
setting of an area, nearby land use intensities, the mix of 
nearby land uses and the presence of pedestrian 
generating activities (such as transit service) will 
influence the level of pedestrian use and should inform 
planning for pedestrian facilities. 

Facility Maintenance 
In order to provide safe facilities and year-round usability 
reasonable maintenance standards and practices should 
be adopted and implemented. Jurisdictions should 
establish a timely and regular maintenance and repair 
program for all bicycle and pedestrian facilities, which 
may include enforcement of the responsibility for path 
and sidewalk maintenance by adjacent property owners. 
The level of maintenance can be determined on a 
corridor-by-corridor basis or can be established on a 
system-wide basis but should be documented in terms of 
a maintenance policy. Ongoing maintenance costs should 
be routinely considered when preparing budgets and 

capital improvement programs, and reflect growth in the 
system as it occurs. 

Safety 
Efforts should be made to assess and evaluate safety 
needs and reduce conflict between non-motorized and 
vehicular traffic created by features such as narrow 
bridges, wide streets, and high volume, high speed traffic 
corridors. Successful safety efforts include giving 
attention to road design, traffic operations, safety 
messaging targeted to all users (motorists, pedestrians, 
bicyclists) and enforcement. 

Safety Planning 
Monitor data on crashes involving bicyclists or 
pedestrians on a routine basis to determine where needs 
may exist a) for better signing, lighting or traffic control, 
b) for education initiatives targeted to users of the area, 
and c) for new facilities to reduce the risks to bicyclists 
and pedestrians. 

Safety Education 
Education efforts should focus on building awareness 
through measures such as safety campaigns in the 
media, curriculum content within schools and driver 
education classes, and making information available 
through venues such as websites or public access 
television. 
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Safe Routes Programs 
Programs such as Safe Routes to Schools, Safe Routes to 
Transit, and Safe Routes for Seniors focus on improving 
the pedestrian or cyclist experience by combining 
measures drawn from the “5 E’s” toolbox of engineering, 
education, enforcement, encouragement and evaluation. 
In many instances, improvements will improve conditions 
for all targeted user groups (students, transit patrons, 
seniors). Transportation and public health agencies 
should coordinate with school district facility planners to 
support a Safe Routes to School (SR2S) program and 
identify improvements that can enhance bicycle and 
pedestrian access to schools. 

Planning/Plan Coordination 
In order for communities and agencies to be successful 
in developing a safe and effective network of active 
transportation facilities, it is important that the needs and 
issues of bicyclists and pedestrians are considered not 
only at the project level but in community planning 
efforts. This is particularly important since partnerships 
will be needed to achieve the goals of this plan in an era 
of limited resources and to ensure that available 
resources are used most efficiently. Along with early 
planning, measuring and communicating progress is 
important to help build ongoing support for future 
improvements. To this end: 

• ROCOG should ensure that bicycle and pedestrian 
needs are considered in any subarea land use or 
transportation study or highway corridor study 

• ROCOG should work with local jurisdictions to identify 
needs and opportunities to preserve corridor right-of-
way for bicyclists, pedestrians, and other 
complementary transportation purposes 

• ROCOG staff should monitor petitions to vacate 
existing right-of-way to consider the appropriateness 
of maintaining the corridor as public right-of-way for 
plan purposes 

• ROCOG should continue to support the work of the 
following planning committees: 

‣ Rochester Pedestrian-Bicycle Committee (BPAC) 
‣ Southeast Minnesota Association of Regional Trails 

(SMART) 
‣ Local trail development groups that typically 

spearhead the development of regional trail 
corridors; the organizational template for such 
efforts is the Dover/Eyota/Chester Woods Trail 
Committee, who developed a process driven by 
grassroots community support and participation 

Non-Infrastructure Support Measures 
While facility design is an important factor in enhancing 
the bicycle and pedestrian travel experience, effective 
education and encouragement programs or strategies are 
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important tools to heighten awareness and help mitigate 
traffic congestion, promote healthier lifestyles and create 
a more livable community. User familiarity with 
pedestrian and bicycle facilities as well as familiarity with 
the rules and responsibilities of the road will lead to a 
safer and more enjoyable travel experience. 

Funding 
ROCOG will continue to provide support for federal, 
state, and non-profit grant applications to develop active 
transportation projects or programs upon request. 
ROCOG is in a position to provide planning history, data, 
and technical expertise in preparation of grant 
applications. 
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13  • Travel Demand Management 
 

 

Overview/Summary 
As urban areas grow, it’s critical to manage the demand 
for vehicular travel as the cost of expanded road and 
parking capacity becomes increasingly challenging to 
accommodate. In Rochester, a particular concern is the 
ability to provide adequate access to the central core of 
the city as the Destination Medical Center (DMC) 
economic development initiative promises to drive 
significant job growth and visitor activity. Projected 
downtown job growth of 50% is anticipated over the 
next 20-25 years, and visitor traffic to the Mayo Medical 
Center and the Mayo Civic Center, Rochester’s 
Convention and Event Center, is also anticipated to 
increase the daytime population of downtown. 

Work done as part of the planning for DMC suggests that 
without strategies to manage commuter traffic associated 
with the downtown workforce, a number of the major 
roadway portals into downtown Rochester will see 
significant growth in peak period congestion. This will 
impact not only economic activity, but also the street-
level environment for  

pedestrians and others. This study also suggested that 
an additional 16,500 parking spaces will be needed to 
accommodate workers, visitors, residents, and customers 
if no change was made in terms of travel mode choice. 
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In response to these findings, planning for the expected 
changes in travel demand suggests that the City of 
Rochester and its major downtown partners, including 
the Mayo Medical Center, the University of Minnesota, 
Olmsted County, and other business interests, need to 
work together to develop a robust travel demand 
management effort to limit peak period vehicular travel 
growth. A key piece to any comprehensive travel demand 
management program is organizing and building support 
for a Transportation Management Association (TMA). 

The concept of a TMA for downtown Rochester was 
being studied in 2012 but was paused when the Mayo 
Clinic brought forward the DMC concept. 
Recommendations brought forward with both the 2014 
DMC Development Plan and the 2018 follow-up DMC 
Integrated Transit studies, included strong 
encouragement for establishing a downtown Rochester 
TMA. 

Figure 13-1 provides a high-level framework for the basic 
program elements and responsibilities envisioned for 
managing travel demand through a TMA. The City of 
Rochester and DMC Economic Development Authority 
(EDA) would be responsible for parking policies and 
infrastructure development; the TMA would establish and 
manage TDM programs, while the TMA would work with 
the City and EDA on items such as TDM policies for new 
development and pilot projects. 

 
Work began on organizing a TMA in 2018 with kickoff for 
the program in the second half of 2019. Titled Arrive 
Rochester, the program has taken over some of the 
transit marketing responsibilities from Rochester Public 
Transit, including managing transit pass programs as well 
as other programs such as Guaranteed Ride Home. The 
organization is managed temporarily under a consultant 
contract with the goal of getting a governance and 
organization structure in place in 2020. 

While the TMA is getting up and running, the Mayo 
Medical Center continues to operate its long-standing 
employee transportation program. Mayo has been 
recognized as one of the Best Workplaces for Commuters 
in America. Mayo provides generous support for public 
and private transit, on-site amenities for people who bike 
to work, and preferential parking for carpoolers. 
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Figure 13-1: Rochester Downtown TMA Framework 

 
Source: Destination Medical Center Integrated Transit Studies, Parking and TMS Final Report, 2018 
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TDM Interest 
As part of the work associated with organizing for a TDM 
program, a series of outreach events and survey efforts 
targeting downtown employers and workers were 
conducted. The results of this work identified existing 
services employers currently offer and the level of 
interest in having an area wide organization in place to 
relieve the burden on individual employers to establish 
these services. The survey work also identified what TDM 
services were of most interest to workers. 

Figure 13-2 summarizes survey findings related to what 
services are currently offered by employers in the 
downtown Rochester are. Almost 50% of all employers 
offer no TMD type programs or services; about 25% 
offer on-site bike racks, with only 5-7% offering some 
type of free or discounted bus pass program. 
Figure 13-2: Current Commuter Services offered by 
Employers 

 
Source: Rochester TMA Start-up Program 

Employers were asked about the frequency with which 
they were faced with recruitment or retention challenges 
related to employees getting to work. Parking constraints 
was the most oftened mentioned problem, as shown in 
Figure 13-3, followed by lack of transit options and 
congestion concerns. 

Employers were also asked what types of services or 
programs they would be interested in being available 
through a TMA one established. Assistance in setting up 
a transit discount pass program saw the most interest, 
followed by, at only a slightly lower level of interest, a 
free guaranteed ride home program and some type of 
trip planning/transit tracking program with incentives. 
Figure 13-3: Employer Recruitment/Retention 
Issues 

 
Source: Rochester TMA Start-Up Program 

Figure 13-4 highlights the overall response from 
employers. 
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Figure 13-4: TDM Services of Interest to Employers 

 
Source: Rochester TMA Start-Up Program 

Employee responses to the same question about services 
of interest generally mirrored those of their employers. 
As shown in Figure 13-5, access to discounted transit 
passes, guaranteed ride home, and a trip planning app 
were of most interest. 
Figure 13-5: TDM Services of Interest to Employees 

 
Source: Rochester TMA Start-Up Program 

The Arrival of Arrive Rochester 

Arrive Rochester launched in October of 2018 with a 
series of events intended to draw interest to the 
organization. Success of the organization will depend on 
developing and nurturing a partnership between public 
and private sector employers that provide programs and 
services that commuters find attractive and will make the 
choice to utilize. Kickoff of the program was built upon 
more than a year’s work by the Arrive Rochester Advisory 
Committee, a voluntary group of representatives from 
the City, DMC, local businesses, and other transportation 
stakeholders. 

Arrive Rochester will provide commute options programs 
to downtown Rochester employers and property, with 
businesses having access to a range of programs and 
benefits including: 

• Discounted transit passes for employees 
• Guaranteed-ride-home program 
• Online ride-matching tool for carpoolers 
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• Employee engagement campaigns and events 
• Commuter surveys and commute target goal setting 
• Commute impact reporting 
• Incentives and raffles for employees choosing greener 

commute options 

Employers are able to join Arrive Rochester at no cost for 
the first year of operation and access the programs and 
services noted above. In addition, Arrive Rochester will 
work with employers and the City to investigate and pilot 
new policies and programs to support greener 
commuting. 

Activity in Rochester reflects a significant progress since 
Arrive Rochester’s inception. The organization is currently 
administered by the City, with oversight and guidance 
from the Arrive Rochester Committee. The following 
pages highlight the offerings that have been provided in 
the first 18 months of operations, including: 

• Figure 13-6: Base TMA Program Offerings 
• Figure 13-7: Arrive Rochester Trip Planning App 
• Figure 13-8: Promotions 
• Figure 13-9: Incentive Program 

All information in these figures is found on the Arrive 
Rochester website (https://www.arriverochester.com/)  

Figure 13-6: Base Program Offerings 

 

https://www.arriverochester.com/
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Figure 13-7: Arrive Rochester Trip Planning App 

 

Figure 13-8: Promotions 
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Figure 13-9: Incentive Program 
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Key Recommendations for TDM  
As part of the work conducted under the auspices of the 
2018 DMC Integrated Transit Studies, an implementation 
plan was prepared that included recommendations for 
how to advance TDM activities and the success of the 
Arrive Rochester TMA. Table 13-1 indicates the 
recommendations included in that plan. It is anticipated 

that once a permanent governance structure is put in 
place, and a full time TMA Director and support staff are 
hired to execute the business plan, these 
recommendations will be revisited and modified or 
expanded as deemed appropriate, probably somewhere 
in the 2021-2022 time frame. ROCOG would expect by 
the time of its next plan update that this list will have 
been revised and updated.

Table 13-1: Travel Demand Management Implementation Plan/ITS Integrated Transit Studies 2018 
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Mayo Medical Center Transportation 
Program 
The Mayo Medical Center provides a range of alternative 
commute mode options for employees as an alternative 
to single occupant vehicle commuting. Figure 13-10 
illustrates the prime elements of the program available to 
Mayo Employees. In addition to these transit and parking 
related service, Mayo also provides 80 on-site bicycle 
racks with a capacity for parking 780 bikes; riding season 
utilization is 85%. Mayo also provides prime parking for 
carpool users; as of 2106 there were 280 active carpools 
and 840 registered employees. 

As the Arrive Rochester TMA gets established, some of 
these services that Mayo provides internally are expected 
to be taken over by the TMA, with some level of financial 
support provided by Mayo.  

Parking Management and TDM  
In addition to direct programs and services offered 
through TDM styled programs, the management of 
parking offers another avenue to influence vehicular 
travel demand, make the most efficient use of parking 
resources, and minimize the need to develop additional 
off-street parking facilities. Differential parking pricing, 
targeted parking for certain users or pricing favoring 
short-term parkers such as customers over long term 
parkers such as workers at the most desirable downtown 
locations are examples of strategies that could be 
considered. Parking management is critical in the central 
area of Rochester, where the travel demands of high 
daytime population levels must be balanced with other 
community goals targeted at maintaining a vibrant core 
area.



 13 • Travel Demand Management 

 13.13 

Figure 13-10: Mayo Employee Alternative Commute Services 

 
Source: Mayo Clinic Transportation Services Department 
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The Rochester Downtown Master Plan and DMC 
Development Plan recommended various strategies for 
managing downtown parking demand, including changes 
in parking pricing and availability. To better manage the 
development of new supply, Rochester adopted a 
Destination Medical Center District Parking Overlay Zone 
to better address the policies and principles for off-street 
parking set out in the DMC Development Plan. Key 
features of these Overlay Zone amendments included: 

• Establishment of DMC District requirements for joint 
use and mixed occupancy parking by through creation 
of shared use parking requirements 

• Development of incentives for unbundled parking in 
the district 

• Reductions in off-street parking requirements for 
many use types 

• Introduction of parking design principles to improve 
compatibility of off-street parking development with 
the pedestrian-oriented nature of street corridors that 
is being encouraged in the DMC District 

• Encouragement of the adaptive reuse of historic 
structures and location of small retail business in the 
district by exempting such uses from providing off-
street parking 

• Requiring larger developments to develop and 
implement an on-site Travel Demand Management 
Plan 

Over time other parking system management strategies 
are expected to be investigated. One area of interest that 
has been identified is demand-responsive pricing for on-
street parking.  

Figure 13-11 illustrates the area where the DMC 
Downtown Parking Overlay regulations are applied. 

Other parking management strategies employed by the 
City of Rochester and Mayo Clinic in the downtown area 
are described in Table 13-2. The City and the Mayo 
utilize these strategies to achieve a balance between 
parking supply and demand. 

Emerging Travel Options 
Emerging Travel Options in the Rochester area includes a 
combination of micro-mobility options (a category 
including shared bikes and electric scooters), shared 
mobility options (a category including car sharing at this 
time) and automated vehicles. Typically, micro-mobility 
refers to transportation used for short distance trips less 
than two mile that offers riders an alternative to single 
occupancy vehicles in downtown or congested areas. 
Micro-mobility and shared mobility modes can serve as a 
last mile option for users of public transit. 
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Figure 13-11: DMC Parking Overlay District 

Source: Rochester-Olmsted Planning Department, 2016 
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Table 13-2: Parking Management and TDM Strategies 
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Micro-Mobility Projects and Pilots in 
Rochester 
The City of Rochester has been conducting pilot projects 
for a number of micro-mobility modes over the last two 
years. These have included a bike share pilot completed 
with Nice Ride Bike of Minnesota, and an electric scooter 
pilot with Lime Scooters. 

The Nice Ride pilot was discontinued going into the 2019 
riding season and the bikes were donated to the City of 
Rochester. With the abrupt end of the bike share pilot, 

the City established a temporary program in 2019 at 
Silver Lake Park, a major attraction in downtown 
Rochester. 

For 2020, the City has established a bike share program 
for the riding season that provides community members 
and visitors the ability to check out bikes for free. Bikes 
are available at the Rochester Public Library, the Peace 
Plaza in the downtown business district, and at Rochester 
City Hall, with a total of 20 bikes available for use. The 
City also donated 100 of the bikes to community 
organizations. 
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Lime Scooter conducted a pilot project in 2019 in 
Rochester and has expressed interest in continuing to 
provide its service in the city. Based on the success of 
the pilot, Rochester determined it would pursue vendor 
deployment of scooter service through a Request for 
Proposals in time to launch in the Spring 2020. Lime 
Scooter was the sole respondent and was chosen to 
provide service again in 2020. However, due to the 
COVID-19 health pandemic, a decision was made to 
delay deployment. In late summer of 2020, a partial 
deployment of scooters was undertaken with the intent 
to return to a full deployment in future years. 

Shared Mobility Projects 
The City of Rochester entered 2020 anticipating the 
establishment of a limited downtown car share program 
to serve residents, workers, and visitors who do not own 
a vehicle but periodically desire access to a vehicle for 
specific trips. With a vendor selected, the program was 
just getting started when the COVID health pandemic 
impacted demand and use of the system, leading to the 
program being scaled back to three vehicles. The original 
project was to include five cars. Based on conditions 
outside of the vendor’s and the City’s control, the 
program was discontinued in early 2020. Further 
discussions may ensue once limitations imposed by 
health conditions allow a return to something close to 
normal. 

At the time this ROCOG Plan was prepared and adopted, 
insufficient information existed to determine the future of 
shared mobility in the Rochester market. Inconclusive 
initial pilot studies will likely need to be followed up by 
additional pilot study work before a final determination 
can be made as to the scale of micro-mobility that is 
appropriate for Rochester. 

Automated Vehicle Demonstrations 
Rochester has been engaged in early planning with 
various partners, including the Minnesota Department of 
Transportation, in two automated vehicle demonstration 
projects. 
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The first demonstration is a project that was brought to 
the City by the team of First Transit and Easy Mile. First 
Transit would manage operation of the system and Easy 
Mile would provide the vehicles and control systems. This 
service would be an automated shuttle running on a 
limited length loop in downtown Rochester. 

 

 

Again, due to the Covid-19 public health pandemic, 
implementation of the service was delayed, although 
logistics are in place for storage and charging of vehicles. 
A route was established utilizing Broadway Ave, 6th Street 
SW, 3rd Ave West, and West Center Street, which reflects 
a combination of the two routes originally considered as 
shown in Figure 13-12. 

Figure 13-12 

Automated Bus Consortium 
The second transit pilot project the City of Rochester is 
involved in is part of the Automated Bus Consortium, a 
project organized by AECOM, Inc. to test full size 
automated transit in a range of cities and across a range 
of service environments.  
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Rochester was selected as one of twelve cities for this 
national pilot program. The concept would be to test full 
sized automated buses on a Park and Ride Express route 
from the former IBM campus to downtown Rochester. 
This would involve operation in both a freeway and 
downtown surface arterial environment. 

 

 

Ongoing discussions are underway to facilitate 
preparation of bidding documents. There is a need for 
local match funding on the order of $100,000 that needs 
to be raised as well before the City would move into the 
next phase of the pilot project program. Characteristics 
of the proposed route are listed in Table 13-3. 

At this point it is too early to speculate as to long term 
deployment prospects for such a service, but continued 
investigation will help shape future considerations. 

Table 13-3: Automated Express Service Route 
Characteristics 
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14  • Transportation Systems Management & 
Operations 
 

Introduction 
Transportation Systems Management and Operations 
(TSMO) encompasses a range of practices and 
technologies used to maximize the safety, reliability, and 
efficiency of existing transportation systems. Used alone 
or in conjunction with travel demand management (TDM) 
strategies, these methods can reduce congestion and 
improve travel time reliability. The need for TSMO should 
be considered at any location that experiences either 
recurring or non-recurring congestion or both. Typical 
causes of congestion can include: 

• Poor highway geometrics 
• Inefficient traffic coordination or use of system 

capacity 
• Inefficient merging of vehicles entering a busy 

highway 
• Traffic incidents such as high crash locations 
• Drivers with poor skills 

 
Figure 14-1 summarizes the typical causes of congestion 
or traffic delay and what share is typically due to 
recurring causes and non-recurring causes. In some 
cases, TSMO improvements can serve as an alternative 
to adding capacity by increasing the mobility and 
reliability of the existing system enough to meet current 
and projected traffic needs and do so more quickly. 
Other times TSMO may improve conditions enough to 
delay the need for a road expansion project, enabling an 
agency to stretch their limited funding to more areas. 
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Figure 14-1: Typical Causes of Congestion 

 
Source: FHWA Office of Operations 

The main objective of TSMO strategies is to improve 
safety and mobility outcomes by actively managing the 
transportation network. This includes: 

• Optimizing the performance of existing facilities, 
thereby maximizing the performance of the system; 

• Using targeted solutions to address causes of 
congestion; and 

• Complementing capacity projects with services. 

Common TSMO tools can include lower cost construction 
improvements such as addition of auxiliary lanes, 
coordination of traffic signals, variable message signs 
advising motorists of delays or detours, telephone or 
internet-based resources with information on real-time 
traffic and roadway conditions, or the use of managed 
lanes. These strategies are often supported and enabled 
by Intelligent Transportation System (ITS) technologies 
that provide the sensor, communication, data 
management, and artificial intelligence technology that 
drives these systems.  

MnDOT has been the primary agency leading the 
implementation of many TSMO and ITS tools and 
strategies across the Rochester area. This work began in 
the mid-2000’s as part of the construction management 
plan for reconstruction of TH 52, with investments in a 
regional Traffic Operations Center, variable message 
boards, traffic surveillance cameras, and communication 
equipment. The City of Rochester plays an important role 
in one of the primary TSMO strategies deployed in the 
Rochester—traffic signal coordination—partnering with 
MnDOT and Olmsted County to equip and manage signal 
coordination on high volume arterials throughout the 
community. 

Key elements of the ongoing TSMO work of the local 
road authorities include 

• Periodic signal retiming and coordination projects 
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• Ongoing installation of advanced communications 
infrastructure to permit a higher level of control over 
traffic systems 

• Signal pre-emption capabilities for both emergency 
service responders and transit vehicles 

• Monitoring technologies including advanced vehicle 
detection sensors and closed-circuit television to 
monitor traffic flow on major highways 

• Deployment of automatic vehicle location technology 
to provide for real time bus location information 

• Enhancements such as mobile data terminals for law 
enforcement officers 

Other key efforts to improve system performance include 
the adoption and application of access management and 
level of service policies to guide planning and project 
design efforts. 

MnDOT adopted a Statewide Strategic TSMO plan in 
2018 to complement its Statewide ITS Architecture Plan 
and provide both guidance to TSMO efforts and 
investment in technology to advance these efforts. The 
ITS plans have been updated periodically to remain in 
conformance with the National ITS Architecture and 
Standards. ROCOG recognizes the Minnesota Statewide 
Regional ITS Architecture as the regional architecture 
that will govern ITS improvements within the 
metropolitan transportation planning area. 

Understanding the Factors That 
Contribute to Poor Operations 
Figure 14-1 summarizes the typical causes of congestion, 
based on research conducted by FHWA. The basic 
problem is turbulence; even a little disrupts the smooth, 
linear flow of traffic when congestion is heavy. This 
dramatically reduces travel speeds and encourages driver 
behavior that increases the chance of crashes, further 
reducing speeds and travel time reliability. TSMO address 
poor operations by targeting the following main sources 
of turbulence. 

• Poor highway geometrics: This can mean turns 
that are too tight, bottlenecks due to lane drops, or 
lanes that are too narrow. Fixes are primarily 
engineering ones, not in terms of lanes added but 
roadway reconfiguration to reduce or eliminate the 
source of turbulence. 

• Inefficient coordination or use of system 
capacity: Poor signal timing is the best example of 
this. If traffic flow involves excessive stop and go 
movement, capacity drops. Optimizing signal timing 
can improve flow. 

• Inefficient merging of vehicles entering or 
exiting a busy highway: Typically seen at on-
ramps, the main strategy involves smoothing the 
entry of vehicles through improvement in highway 
geometry by adjusting merge or lane design. This 
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also happens on arterials, where the problem can 
occur at uncontrolled intersection or driveways as a 
result of the speed differentials that occur when 
vehicles turn on or off the road under higher volume 
conditions. Greater attention to access management 
can aid in addressing this issue. 

• No or limited information about congestion and 
alternatives: If drivers can be alerted to traffic 
problems before they’re part of them, they can take 
steps to avoid them. Solutions such as sensors and 
video cameras installed along highways permit traffic 
managers to monitor highways in real time. Various 
types of information services can tap into this 
information to inform drivers about highway 
conditions. 

• Too many cars on the highway at the same 
time: An efficiently designed system used by well-
informed drivers can still get overly congested at peak 
periods. Measures aimed at spreading demand over 
time such as flexible or staggered work start times, 
shifting to more space-efficient travel modes such as 
transit, though services such as commuter bus, park 
& ride lots, and financial benefits such as subsidized 
bus passes can help ease congestion. These policies 
are especially valuable during the morning commute 
when commuters are more time-constrained and on 
days with bad weather, major traffic incidents, or 
special events. 

• Traffic incidents: Research has found that crashes 
and disabled vehicles can contribute to as much as 60 
percent of time lost to congestion. Timely response to 
incidents, which typically requires response by 
multiple agencies, can minimize the impact and 
provide significant benefits on highly congested 
corridors. 

• Poor Drivers: Certain driving behaviors such as 
speeding, weaving in and out of traffic, and tailgating 
disturb smooth traffic flow. TSMO measures such as 
more sophisticated or automated law enforcement, 
more information such speed monitoring signs, or 
targeted public campaigns such as saturation events 
targeting speeding, can help remind drivers to 
improve their driving habits. 

Examples of TSMO Tools and Their 
Benefits 
Figure 14-2 provides examples of TSMO strategies 
applicable in both urban and rural environments. Many 
TSMO strategies make economic sense but require a 
different way of thinking about benefit; think of them as 
analogous to the strategies private business owners use 
to “drive costs out of the system”. But communicating 
and realizing the benefits may require some education to 
get decision makers to think in terms of full costs rather 
than the just the direct costs of implementation.  
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The reason for this is that trips vary in their value. 
Improving efficiency is about more than simply freeing 
up more capacity for more drivers to make more trips. 
For example, when a fender bender occurs on a 
congested road, the time disruption to many other 
travelers is expensive from an economic perspective 
given the lost time experienced by those impacted, yet 
these indirect costs are often not given consideration 
when deciding to deploy TSMO strategies. Table 14-2 
reports on typical TSMO strategies and the assesses the 
economic and other benefits that can accrue from wider 
use of these strategies. 

Existing/Future Congestion & Crash 
Concerns 
Figures 14-3 through 14-6 identify potential areas where 
traffic and safety conditions may present opportunities 
for considering the use of TSMO strategies to address 
travel time reliability, safety or accessibility concerns. 
These graphics are based on recent work conducted for 
Rochester’s 2018 comprehensive plan update (P2S 
2040), the 2018 DMC Integrated Transit Studies, and the 
ROCOG Plan. In some locations, congestion and safety 
issues may co-exist, while in other locations only safety 
issues or congestion are present. This information 
provides an initial level of screening for identifying 
current sites or corridors for further study and key areas 
to monitor for emergence of future problems. It can 

provide the basis for creating a systematic, multi-year 
plan of potential improvement needs and strategies. 

Congestion Assessment 
Figures 14-3 and 14-4 were developed as part of P2S 
2040 and identify existing areas of congestion (Figure 
14-3) and projected future areas of congestion (Figure 
14-4). Corridors flagged for congestion are identified 
based on traffic volumes and road geometry and provide 
only a high-level screening of areas where future study 
may be warranted. Table 14-1 provides additional data 
regarding future conditions for the corridors identified on 
Figure 14-4, where future volumes exceed the typical 
capacity of an unmanaged arterial road, but with 
effective TSMO measures could continue to operate with 
the current number of lanes under projected 2045 traffic 
volumes. 

Portal Capacity 
The DMC Integrated Transit Studies identified existing 
access capacity issues at all west side entry portals into 
downtown projected access capacity issues at the 
majority of downtown portals by 2040, as illustrated in 
Figures 14-5 and 14-6. These portals should be 
monitored as downtown activity intensifies to ensure 
timely implementation of measures such as transit 
system improvements to help moderate or reduce peak 
period traffic demand.
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Figure 14-2: Typical TSMO Strategies and Their Benefit 

 
Source: MnDOT Transportation Systems Management and Operations Strategic Plan, 2019 
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Figure 14-3: Corridors Currently Experiencing 
Periodic Congested Travel 

 

Figure 14-4: Corridors Projected to Experience 
Congested Travel, 2040 Conditions 
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Table 14-1: Characteristics of Congested Corridors in Figures 14-3 and 14-4 
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Figure 14-5: Existing Downtown Portal Capacity 
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Figure 14-6: Projected 2040 Downtown Portal Capacity 
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Crash Locations 
Figure 14-7 illustrates crash frequency at intersections 
across the urban area. At selected interchanges and 
along certain high traffic corridors (coinciding with some 
of the corridors identified on the congestion map), 
clusters of high frequency crash locations can be 
observed in the data. Further study of the crash data is 
recommended to develop a better understanding of the 
type and causes of crashes and whether TSMO strategies 
may be effective in reducing crash numbers. 

Alignment of TSMO Objectives with 
Goals of the Plan 
Moving people and freight while providing benefits to the 
economy, quality of life, and environment can be 
enhanced by emphasis on reliable and safe travel that 
provides desired multi-modal access to its users. The 
Plan’s goals provide broad guidance on the outcomes the 
community is striving toward; the objectives identify 
general courses of action meant to guide the selection of 
strategies and actions within the realm of TSMO that will 
help to achieve these goals. 

Table 14-2 refines the overall goals for the plan 
described in Chapter 1 to more specifically identify a set 
of objectives which support the overall goals for TSMO in 
the Long-Range Plan and illustrate how the goals and 
objectives align and address the Planning Factors spelled 
out in federal legislation. 

Figure 14-7: 2016-2018 Annual Average 
Crashes and High Crash Clusters  
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Table 14-2: TSMO Objectives and Alignment with Plan Goals  
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The identified objectives will help to influence and guide 
decisions in the areas of planning, programming, and 
project development, as well as inform day to day system 
operations and maintenance activities. 

Given the expense and difficulty of adding capacity on 
existing arterial corridors, and the demand for future 
capacity as illustrated in Figures 14-4 and 14-5, it is clear 
that strategic investment in operational improvements 

will continue to be important in the future. Looking 
forward, the important role of additional ITS investments 
and emerging and future technologies such as connected 
vehicle technology hold promise and need to be 
considered as deployable technology emerges. 
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Existing TSMO Plans and Activities 
From 2016-2018 MnDOT undertook an initiative to 
formalize its work on TSMO matters by completing a 
multi-step planning process focused on developing a 
TSMO Strategic Plan, Business Plan, and Implementation 
Plan. The goal of this effort was to establish an internal 
agency framework in terms of staffing and resources that 
would focus on establishing goals and objectives for 
MnDOT relevant to the realm of TSMO. 

Figure 14-8 summarizes the main thrust of each planning 
product that was produced by this effort. The Strategic 
Plan identified three primary goals: 

• Improve safety, reliability and efficiency 
• Increase safety 
• Carefully and responsibly manage transportation 

operations assets 

Sixteen objectives aligned with these goals were 
identified, as illustrated in Figure 14-8. A number of the 
strategies identified in the plan are relevant to the 
ROCOG Planning Area. 

ROCOG supports the goals and objectives of the MnDOT 
Strategic Plan (Figure 14-9) and is coordinating with 
MnDOT to explore joint efforts on a number of the 
specific strategies that MnDOT in the Implementation 
Plan, highlighted in Figure 14-10. 

Figure 14-8: MnDOT TSMO Program Guidance 
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Figure 14-9: MnDOT TSMO Objectives 
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Figure 14-10: Key MnDOT TSMO Strategies 

Of interest to ROCOG are the following strategies: 

• Continued work with District 6 on signal timing and 
coordination as it relates to the intersection of state 
and local corridors, particularly in the vicinity of west 
side interchanges along TH 52 and TH 14 which see 
the highest traffic volumes in the urban area. 

• Obtain access to third-party travel data for system 
monitoring and to enhance the travel condition data 
available to the general public. 

• Implementation of low cost, high benefit 
improvements, particularly in regards to addressing 
safety concerns at interchanges as well as high speed 
expressways such as TH 14 west of Rochester, and 
response to heightened levels of intersection conflict 
in the future, particularly along TH 63 east of TH 52 

on the north side of Rochester as traffic volumes 
grow. 

• Coordination of work zones and use of intelligent 
work zone systems on future work in urban areas. A 
particular corridor where this will be of importance is 
the future work anticipated on TH 14 in the Byron 
area, involving construction of multiple grade 
separated structures and access closures across the 
corridor. 

• Ramp metering, while not used in the Rochester area 
currently, may take on added importance in the 
future at locations such as TH 14/52 and the CSAH 
22/TH 14 West interchanges as expected growth in 
downtown Rochester and in northwest Rochester 
occurs over the next 10-15 years. 

Rochester TSMO Activities 
The City of Rochester has implemented a number of 
TSMO strategies across the Rochester area and has 
collaborated with MnDOT on other initiatives such as 
development of communications networks to support 
MnDOT and Rochester Traffic Management Centers 
(TMC). Among the most widely implemented and 
important actions for improving the operation of the 
highway system in the Rochester area include: 

• Arterial corridor signal optimization involving the 
timing and coordination of signals within a corridor or 
area to minimize the stop-and-go traffic flow 
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• Regulation of access to reduce opportunities for 
conflict and disruption of traffic flow on major streets 
from entering and exiting vehicles 

• Low-cost safety and pavement reallocation to address 
issues through actions such as re-striping travel lane 
widths, adjusting intersection approach geometry, 
and channelization of turn movements 

• Transit operation enhancements, such as signal pre-
emption and real-time transit tracking information 
using AVL (Automated Vehicle Location) technology, 
have been deployed to enhance schedule adherence 
and provide real time information to riders 

• Traveler information services including highway 
advisory radio; variable message signs and online 
road reports 

• Signal preemption to permit emergency vehicles to 
utilize communications technology to override 
intersection controls and facilitate response to 
incidents 

• Data management systems to improve management 
and response to incidents such as reported accidents, 
unsafe street conditions, and missing or damaged 
signage, sidewalks, streetlights, and traffic signals 

Secondary TSMO Strategies Employed 
Table 14-3 summarizes additional strategies and actions 
used by Rochester, Olmsted County, and MnDOT District 
6 to enhance operation of the street network. Most 
references in this table related to signal systems refers to 
the City of Rochester as the City manages and maintains 
most signals in the urban area under joint agreements 
with Olmsted County and MnDOT.

Table 14-3: Local TSMO – Related Strategies 
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Key TSMO Tools 
There are a number of key TSMO tools that play an 
important role in management of traffic flow on the 
major street network across the ROCOG Area. Together 
with ongoing use of a number of advanced planning 
strategies, these tools are important to the provision of 
reliable and efficient travel service. This section 
summarizes these key infrastructure elements and 
planning strategies. 

Primary TSMO Infrastructure 
Traffic signal systems are critical for managing traffic 
flow affecting general vehicular traffic, transit service, 
freight delivery and emergency response. Key 
components of these systems include the communication 
and signal equipment, signal interconnectivity, and 
periodic retiming of signals.  

Communications 
MnDOT, Rochester, Olmsted County, and private 
partners have invested in communications infrastructure 

to support TSMO initiatives, including the signal 
management system. A network of fiber optic cable has 
been constructed that connects most of the signal 
infrastructure in the urban area. The scope of the current 
system is illustrated in Figure 14-11.  

Of the 170 signals in the Rochester area network, 131 
are currently connected to the City Traffic Management 
Operations Center, permitting centralized monitoring, 
timing plan implementation and emergency override. 
Four signals, such as two at the TH 52/TH 63 South 
interchange, are set up for local operation given the 
unique traffic control at that locations, and 35 others 
currently are not connected to the TMC for various 
reasons, such as lack of access to fiber optic cable. 

Signal Coordination 
Figure 14-12 illustrates the arterial corridors in Rochester 
on which signal coordination has been established. Signal 
coordination can improve arterial function and discourage 
speeding on arterials while allowing motorists to make 
better time. 
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Figure 14-11: Rochester Area Fiber Optic Cable 

 

Figure 14-12: Signal Coordination in Rochester 
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In addition to existing corridors currently operating under 
coordination, a high-level analysis was completed of 
other high volumes corridors in the city to identify other 
corridors that may benefit from future coordination 
projects. Civic Center Dr /3rd Ave SE on the east side of 
downtown Rochester as well as extending coordination 
on 12th St SW to 16th St SW were identified as two 
future corridor candidates. The analysis also identified 
16th St South as a future candidate, although the 
analysis results were less conclusive as to the benefit of 
coordination on that corridor under projected 2040 traffic 
volumes. 

Signal Timing 
Through cooperative service agreements with MnDOT 
and Olmsted County, the City of Rochester also manages 
traffic signals on state and county roadways within the 
city limits to provide for enhanced coordination of the 
system. Rochester and Olmsted County budget dollars 
annually to review and optimize signal timing. The goal 
of Rochester is to review and retime signals in on an 
eight-year schedule. Priority is given to the major arterial 
corridors but differences in priorities between the road 
authorities (city/county/state) sometimes results in the 
inability to have the necessary funding in place where 
joint ownership is involved. 

Signal Maintenance 
To ensure the operational integrity of the traffic signal 
network, the Rochester has a signal maintenance 
program established for  

• The replacement of signal hardware installations over 
25 years in age, with a goal to replace one system a 
year 

• Installation and upgrading of battery backup power 
systems for signal installations, with the goal to install 
four per year 

• Replacement of signal LEDs on a ten-year lifecycle 
• Signal controller replacement, with the goal to replace 

one installation a year 

Olmsted County contracts with the City to maintain signal 
installations in the Rochester area on the County road 
network at a cost of approximately $160,000 per year, 
while MnDOT funds an annual set-aside in their District 
Transportation Improvement Program for signal 
installation replacement at $450,000 per year within 
District 6 (an eleven county area). 

Supporting TSMO Infrastructure 
While traffic signals systems are probably considered to 
be the main type of TSMO infrastructure, many additional 
systems or services are in existence which need require 
communications infrastructure, monitoring and 
management as well. In the Rochester area, among the 
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important additional systems/services that have been 
deployed include the following: 

• Transit Signal Priority (TSP) is an innovation 
which allows buses to activate signals for extended 
green time as they approach a signal if they are 
behind schedule, allowing transit vehicles to provide 
higher quality service. It should be noted that autos 
in the same traffic stream with the bus will benefit as 
well. Because the green phase is typically extended 
only two or three times per hour, the impact on side 
streets is minimal. Most of the current fleet is 
equipped with the necessary hardware and software 
and signal hardware has been deployed on major 
corridors and is in the process of being deployed on 
other on the remainder of bus route corridors. 

• Emergency Vehicle Pre-emption permits 
emergency responders to hold existing green or 
implement all-way red control at signalized 
intersections to permit emergency vehicles to pass 
through intersections unhindered. All signals and 
vehicles have been equipped with this infrastructure.  

• Variable Message Signs are electronic traffic signs 
used to give motorists about events or incidents that 
are impacting travel in the corridor as well as, in 
limited cases, other information in the public interest. 
The VMS signs are located as shown in Figure 14-13 
and were first installed in 2002 as part of the package 
of road construction traffic management installed for 

Figure 14-13: Variable Message Signs Locations 
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the TH 52 reconstruction project. 
• Traffic Cameras, as shown in Figure 14-14, are 

located primarily along TH 52 and provide traffic 
managers a real time view of conditions on the 
roadway as well as providing information on current 
traffic conditions to the public through various media 
including MnDOT’s 511 travel information site. 

Primary TSMO Planning Policies 
Primary TSMO management policies include access 
management and traffic control guidelines and 
regulations adopted as part of plans or through local 
ordinances. Application of the policies and standards 
typically occur at the early stages of project 
development, as part of highway corridor or subarea 
studies, or during review of private development 
proposals. Among the actions that can be advanced 
include establishing parameters to guide decisions such 
right-of-way preservation needs, establishment of access 
principles to be applied to lands abutting a corridor, early 
decisions regarding features such as median openings, 
and signal locations that will affect future corridor 
operation. These strategies have been adapted for use 
by ROCOG in a number of past corridor planning studies 
to help preserve the future function of major arterial 
corridors that are critical to the overall operation of the 
highway network in the Rochester area. 

Figure 14-14: Traffic Camera Locations 
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Access Management Policy 
The frequency and location of access connections, along 
with traffic signal spacing, are key elements for efficiently 
managing traffic flow and minimizing traffic conflict along 
highway corridors. They are most beneficial in the 
management of major urban and regional highways. The 
justification for control of access is based on several 
factors, including safety, capacity, economics, and 
aesthetics. The economic potential of development 
corridors can be enhanced by a coordinated program of 
access management. 

The functional life of roads can also be extended through 
higher utilization of the roadway’s design capacity, thus 
permitting funds that might have been spent on road 
widening to be spent on road maintenance and 
operations. Studies have found that appropriate control 
of left and right turns, the impact of unregulated 
driveways, and the speed of access and egress can 
improve capacity by 25% over uncontrolled conditions. 

Research indicates that access management is just as 
valuable to pedestrians and bicyclists as to motorists. 
Every sidewalk or path that crosses a driveway 
represents multiple potential pedestrian/vehicle conflict 
points. Reducing the number of driveways per block 
reduces the number of conflict points proportionally, 
which makes it easier for both pedestrians and drivers 
since they have fewer conflicts to concentrate on while 
passing through a corridor. 

The rationale for managing access in rural areas differs 
from that in urban areas. Roadways in rural areas almost 
always serve low-density land uses and usually have 
volumes below capacity thresholds, thus disruptions to 
through traffic are less significant. However, managing 
rural access increases safety (by ensuring adequate sight 
distance, reducing the number of conflict areas, and 
reducing the severity of crashes when vehicles run off 
the road) and minimizes ongoing operational and 
maintenance costs related to snow removal, resurfacing, 
and drainage repairs. 

Establishing rules in advance of development also aids 
developers by reducing the cost and delay that may 
occur as a result of needing to negotiate and redesign 
access. Adopted guidelines assure consistent and 
equitable treatment of all property owners and business 
interests. 

Right-of-way requirements and access design should 
always take into consideration the ultimate facility size. 
The amount of traffic a roadway can handle is dependent 
upon such factors as the presence of parking, number of 
driveways and intersections, speed and alignment of the 
roadway, and anticipated intersection controls. Table 14-
4 provides guidance on the approximate volumes that 
can be accommodated by various non-freeway road 
types, and how TSMO (“Enhanced Management”) can 
expand the capacity of a roadway. 
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Table 14-4: Approximate Volumes for Planning 
Future Roadway Improvements 

 
Current Access Management Programs  

The main road authorities in the ROCOG Planning Area 
all have some level of access management policies or 
ordinances in place to guide the installation of access 
connections or local streets to major roads. 

• Olmsted County adopted an Access Management 
Ordinance in 2006 that lays out specific permitting 
and process requirements as well as identifies 
standards for access. 
https://www.co.olmsted.mn.us/yourgovernment/ordin
ancescodes/Documents/Chapter%201300%20Access
%20Managment%20Ordinance.pdf 

• MnDOT adopted an Access Management Manual in 
2008 that establishes guidance on access to state 
highway facilities which are linked to roadway 

classification. The Manual also provides guidance on 
the development and permit review process. Access 
permitting is handled at the District 6 level  

• Rochester has adopted access guidelines as part of its 
comprehensive Land Development Manual which 
includes the City’s zoning and subdivision regulations. 
Access design is integrated throughout the City’s 
development review process, so access gets 
addressed at the earliest stages of a development 
proposal. Once a development has been approved the 
final step is application for and issuance of a formal 
access permit.  

Policy Guidance on Access Connections 
Table 14-5 provides a set of general policy guidelines 
that establish benchmarks for the connection of 
driveways or new public roads (whether as part of a 
public project or private development) to the major 
street network in the ROCOG Planning Area. An 
important principle of connection management is to 
avoid, if possible, the connection of roadways or 
driveways that have significantly different functions and 
operating characteristics. For example, regulations should 
discourage the connection of private driveways to high 
mobility arterials or expressways. 

These ROCOG guidelines are intended as a planning tool 
to inform decisions by local or state partners as to 
recommended policy on access connections, and will be 
most relevant 1) in the early stages of development

https://www.co.olmsted.mn.us/yourgovernment/ordinancescodes/Documents/Chapter%201300%20Access%20Managment%20Ordinance.pdf
https://www.co.olmsted.mn.us/yourgovernment/ordinancescodes/Documents/Chapter%201300%20Access%20Managment%20Ordinance.pdf
https://www.co.olmsted.mn.us/yourgovernment/ordinancescodes/Documents/Chapter%201300%20Access%20Managment%20Ordinance.pdf
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Table 14-5: Recommended Access Connection Policy 
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review, 2) in early stages of project development 
projects, and 3) as the policy basis for a more specific 
access management regulation. Additional considerations 
related to permitting processes, variance procedures, 
review procedures and inspection/enforcement are 
needed at the jurisdictional level for a full-fledged access 
management program. It is important to note that while 

these guidelines are comprehensive, final spacing of 
medians and driveways will need to be resolved on an 
individual basis using accepted engineering and planning 
principles. 

The basis on which the guidelines have been established 
is by roadway classification and median character.  
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References to other guidelines in the plan inform the 
connection policies, such as recommended the spacing of 
median openings, local streets connections or traffic 
signal spacing. The guidelines do not address the 
specifics of access design such as grades, sight distance, 
driveway or roadway widths or vehicle storage needs. 

Core Access Management Strategies 

In applying the access management policy guidance 
found herein, ROCOG will work with its partner road 
agencies to apply the policies through the following five 
core strategies: 

• Strategy 1: Preserve the integrity of the major street 
system with an effective program for managing the 
frequency of access connections along major street 
corridors. Plan new higher volume connections to 
existing arterials at locations where the spacing of 
traffic signals will preserve two-way traffic 
progression.  

• Strategy 2: Coordinate access and development 
during the zoning and platting process. Coordinate 
zoning and subdivision reviews with staff responsible 
for access permitting as early as possible in the 
development permitting process to minimize later 
issues when access permits applications are filed. 

• Strategy 3: Include connection and spacing 
recommendations as part of all corridor management 
or congestion mitigation plans. Median treatments, 

road connection priorities and use of signalization 
should always be a consideration in these plans. 

• Strategy 4: Use connection and spacing guidelines 
in rural areas to balance land use objectives with the 
primary function of major roads as important regional 
travel corridors. 

• Strategy 5: Acquire access control rights consistent 
with the connection and spacing guidelines of this 
plan or local access management ordinance 
requirements when purchasing right of way for future 
major street construction. 

Traffic Operations Planning 
A second layer of advanced planning guidance relates to 
decisions that will have impact on future traffic 
operations planning related to the placement of traffic 
signals and control of the median. This guidance will 
influence efforts to establish signal coordination along a 
corridor as well as factoring into safety based on 
management of median openings. 

Decisions regarding future signal locations and the nature 
of median openings should be considered at all levels of 
planning, including during network plan development and 
as part of corridor/subarea studies. 

Traffic signal spacing should be related to the desired 
operating speed for the corridor. Signal spacing criteria 
should take precedence over unsignalized spacing 
standards in situations where future signalization is likely. 
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In general, traffic signals should not be installed on high-
speed corridors in rural locations. Isolated signals in rural 
locations are inconsistent with the function and expected 
performance of the highway. Rural traffic signals are 
unexpected by the motorist who is unfamiliar with the 
location, requiring longer than normal time for drivers to 
react. 

Median Opening and Signal Spacing Guidelines 

ROCOG and its partners will use the guidelines in Tables 
14-6 and 14-7 as minimum benchmarks for the location 
and design of major street system connections during 
network planning as well as corridor or subarea studies. 
It is important to note that while these guidelines are 
comprehensive, final spacing of medians and signal 
installation will need to be resolved on an individual 
project basis using accepted engineering and planning 
principles. 

Table 14-6 includes spacing guidelines for interchange, 
median openings, and public street connections to major 
streets. These spacing guidelines identify minimum 
separation standards for different types of connections, 
which will improve safety and traffic flow by reducing the 
number of conflict points through separation of areas 
where drivers are entering, existing, weaving, or crossing 
opposing traffic streams. Spacing standards also should 
provide adequate sight distance and reaction time for 
motorists in general.  

Table 14-6 includes guidelines for traffic signal spacing 
on different classes of roadways. Spacing between traffic 
signals is a strategy employed to preserve Level of 
Service (LOS) of the roadway segment. Optimum signal 
spacing will provide for greater signal progression and 
higher arterial speeds. Long and uniform spacing can 
more efficiently accommodate varying traffic conditions 
during peak and off peak and are essential to an 
effective traffic management program. See Chapter 10 
for a description of roadway classification and land use 
context as used on the Functional Designation Map of 
this plan. 

Table 14-6 includes three subsections establishing 
guidelines for the spacing of different types of 
connections to the major roadway network. Table 14-
6(A)provides guidelines for interchange and overpass 
spacing along freeways and planned freeways. Table 14-
6(B) provides guidelines for the spacing of full and 
restricted median openings along the various types of 
divided highways. Table 14-6(C) provides guidelines for 
the minimum spacing of local public streets along major 
roadways. 

Table 14-7 describes recommended signal spacing for 
different classifications of roadways and land use 
environments. Roadway classifications are listed down 
the left column and land use context zone classifications 
across the top of the table. See Chapter 10 for a  
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Table 14-6: Interchange, Median Opening, Local Public Street Spacing     

Table 15-5(A)  Interchange and Overpass Spacing

Road 
Classification

Rural Rochester 
Developing

Rochester
Urban / Core

Small City
Developing

Small City
Urban/Core

Freeway Interchange 4-6 mi 1-2 mi 1 mi 2-3 mi 1-2 mi
Freeway Overpass 2-3 mi 1 mi 1 mi 1-2 mi 1 mi

Table 15-5(B) Divided Roadway Median Spacing

Land Use Overlay Zone Land Use Overlay Zone Land  Use Overlay Zone
Roadway 

Classification Rural
Developing / 

Urban
Urban Core

CBD Rural
Developing / 

Urban
Urban Core

CBD
Developing / 

Urban
Urban Core

CBD
Planned Freeway 1 mi 1/2 mi NA 1/2 mi 1/4 mi NA 1/8 mi NA

Expressway 1/2 mi 1/2 mi 1/4 mi 1/4 mi 1/4 mi 1/8 mi 1/8 mi
Local 

Ordinanance
Other Regional Arterial NA 1/3 mi 1/8 mi NA 1/8 mi 330 ft
Other Urban Arterial NA 1/4 mi 1/8 mi NA 1/8 mi 330 ft

Table 15-5(C)  Local Public Street Spacing (1)(2) 

All Urban Rural 
Road Classification Local Street Local Street

Spacing (ft) Spacing (ft)
Interstate / Interregiona See MNDOT Access Management Policy for spacing requirements
 Strategic Arterial 1320 2640
Regional Major Arterial 880 2640
Urban Major Arterial 660 NA
Secondary Arterial 480 1320
Primary Collector 330 1320
Local Collector x x

NOTES
(1) Adequate Stopping Sight Distance and Intersection Sight Distance should be provided at all  connections points

Posted Speed 30 MPH 35 MPH 40 MPH 45 MPH > 45 MPH
Desirab le Offset: Local Street or High Volume Driveway Access 300 ft 425 ft 525 ft 630 ft 750 ft

Desirab le Offset: Low Volume or Moderate Volume Driveway Access 150 ft 200 ft 250 ft 300 ft 400 ft

(2) Local Streets and Low to High Volume driveways should be aligned with connection points on the opposite 
       side of the roadway or offset a minimum distance as defined in the following table

Full Median Opening Directional Median Opening Right-In / Right-Out

Land Use Overlay Zone

Local 
Ordinance

Local 
Ordinance
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Table 14-7: Spacing Guidelines for Signalized Intersections 

 

      
NOTE: In practice, signals must also meet warrants for signalization

                                          Land Use Overlay Zone

Roadway 
Classification Rural Urban Edge Areas

Urban  / Urban Core 
Areas CBD Areas

Limited Access Roadways / Median Controlled (1).
Freeway Not applicable

Planned Freeway
Interim only; only if 
warranted / 2 mi Interim only / 1 mi Not applicable

Expressway
Only if warranted and 

all other options 
exhausted / 1 mi

1 mile 1/2 mi - Urban Area
1/4 mi - Urban Core 1/8 mile

Other Regional Major 
Arterial Not 1/2 mi 1/4 mile Not Applicable

Other Urban Major 
Arterial  Applicable 1/4 mi 1/8 mile

Limited Access Roadways / Undivided (1).
Only if warranted and 

all other options 1 mile 1/2 mile 1/8 mile

exhausted / 2 mi 1 mile Not Applicable
Other Regional Major 
Arterial 1 mile 1/2 mile 1/4 mile 1/8 mile

Other Urban Major 
Arterial 1 mile 1/2 mile 1/4 mile 1/8 mile

Other Urban Roadways
Regional Secondary Arterials
Urban Secondary Arterials Signals Spacing at Intersections with major roads controlled by 
Regional Primary Collectors Major Road Signal Spacing; other locations only where warranted
Urban Primary Collectors

Other Rural Area Roadways
Regional Major Arterials Signals only considered when other options ineffective and signal 

must be warranted
Regional Secondary Arterials Use of traffic signals highly discouraged on regional secondary arterials 
Regional Primary Collectors or primary collectors in rural areas ; evaluate other options first
NOTES

Road Permissible offset          Minimum Bandwidth Criteria 
Classification from Desired location Peak Period Off-Peak Period

Interregional 100 ft 50% 50%
Strategic Arterial 150 ft 45% 40%
Major Arterial 200 ft 40% 35%

Expressway

(1) A signalized intersection location may deviate from the ideal location without detailed analysis if within a distance from the preferred 
location as specified in the tab le below. Where a proposed distanace is offset by a greater distance, an analysis should be conducted 
demonstrating that minimum bandwith expectations can be met. 
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description of roadway classification and land use context 
as used on the Functional Designation Map of this Plan. 

Spacing should be measured from center of intersection 
to center of intersection, though distances may vary by 
up to 200 feet without having a significant effect on the 
ability to establish traffic flow progression (the key goal 
of this guideline). 

TSMO in Land Development and Project 
Development  
Level of Service Guidelines 
Level of Service (LOS) is a measure of the quality of 
service provided by a roadway facility. Quality of service 
refers to a user’s perception of how well a transportation 
service or facility operates. LOS measurement is tied to a 
rating scale ranging from A (very high level of 
satisfaction with freely moving traffic) to F (very poor 
quality with near gridlock conditions). 

ROCOG will use and encourage its partners to use the 
guidelines for Level of Service described in Table 14-8 to 
define the minimum operating conditions that should be 
maintained for the predominant peak or off-peak 
direction of traffic flow in planning, project development, 
and the review of private development proposals. Use of 
the term “Maintain” means operating conditions are 
preserved at or above the existing level of service 
through immediate or future improvements in areas 

where existing service levels are already below the 
standards in the table. 

Table 14-8: Level of Service Guidelines for 
ROCOG Area 

 

     

Subarea Land 
Use Zone

 Land Use 
Area

Functional 
Designation (1)

Peak  
Period 
LOS

 Mid-Day 
LOS

Existing 
Substandard 

LOS
CBD Rochester InT/InR/SA Mid-D C/D Maintain

MA/ScA Mid-D C/D
PC/LC D/E Mid-D

Urban Core Rochester All roadways Mid - D C/D Maintain
Small City

Urban Small City All roadways C/D B/C
Rochester All roadways C/D Mid-C

Urban Edge Small City All roadways Mid-C B/C
Rochester All roadways C/D Mid-C

Urban Influence Rochester All roadways/2020 B/C Mid-B
Area All roadways/2035 Mid-C B/C

Rural All All roadways B/C Mid-B

(1) Functional Designation Abbreviations are as follows:
        All roadways - guideline refers to all classes of roadways
        InT/InR/SA - guideline refers to Interstate, Interregional, Strategic Arterials
        MA/ScA - guideline refers to Major Arterials, Secondary Arterials
        PC - guidelines refers to Primary Collectors

While numerous methods have been developed to assess 
Level of Service, ROCOG recommends use of the 
methods based on the Highway Capacity Manual as the 
primary methodology for assessing LOS. 
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ITS Planning 
Intelligent Transportation System technology plays an 
important role in enabling many TSMO strategies that 
rely on various communications and information systems 
in order to monitor conditions, collect and disseminate 
transportation system information, and provide the ability 
to adjust systems in response to changing travel 
conditions. In Minnesota, MnDOT has taken the lead in 
creating a collaborative vision of the use of ITS as well as 
leading the deployment of various services that rely on 
ITS Technologies. A MnDOT Statewide ITS Plan (SITSP) 
was adopted in 2015 to identify short and mid-term ITS 
needs, based on the goals and objectives found in 
Minnesota GO, the State’s 50-Year Transportation Vision, 
and the Statewide Multimodal Transportation Plan. 

In collaboration with stakeholders, six ITS goals were 
established: 

• Safety: Utilize Minnesota’s Intelligent Transportation 
System to reduce fatalities and serious injuries 
through the use of technology to enhance the overall 
safety of the transportation system. 

• Mobility: Minimize overall travel delay by providing 
and operating systems that maximize highway 
capacity, reduce delays and communicate information 
about road conditions to travelers. 

• Fiscal Responsibility and Sustainability: 
Establish responsible and sustainable funding for 

Intelligent Transportation Systems in Minnesota and 
encourage private investment/research opportunities 
for continuous improvement. 

• Operations and Maintenance: Provide an 
Intelligent Transportation System that is reliable and 
effective for users and improves operational efficiency 
of systems and MnDOT. 

• Asset Management: Improve the management of 
Minnesota’s ITS assets by focusing on risk and life-
cycle costs to prioritize maintenance, investment, and 
system management.  

• Consistency: Establish an Intelligent Transportation 
System that provides consistency statewide with 
technology, processes and procedures, 
interoperability, operations and maintenance. 

Adoption of the SITSP provided the foundation for the 
next step in Statewide ITS system development with 
completion of the 2018 Minnesota Statewide Regional 
ITS Architecture report. This multi-volume report, an 
update of a prior version developed in 2014, was 
completed to  

• Foster integration of the deployment of regional ITS 
systems 

• Facilitate stakeholder coordination in ITS planning, 
deployment and operations 

• Reflect the current state of ITS planning and 
deployment 
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• Provide a high-level planning for enhancing the state 
transportation systems using current and future ITS 
technologies 

• Conform with the National ITS Architecture 

 
The 15 volumes of the ITS Architecture Report include 12 
volumes devoted to specific service packages that can be 
used as a jumping off point to develop specific service 
deployments. For MnDOT’s partners, an Implementation 
Volume was prepared that summarizes ITS initiatives and 
projects concepts that can be used as a handbook not 
only by MnDOT, but also by its local and regional 
partners. This document is a resource to identify 

particular ITS initiatives and project concepts for 
consideration as part of local capital improvement 
programs as well as the basis for discussing partnership 
opportunities with MnDOT and federal or state funding 
opportunities through the STIP process. The last section 
of this chapter discusses initiatives and project concepts 
of particular interest to the ROCOG Planning Area. 

Rochester’s ITS Introduction 
Before looking ahead, it is instructive to look back to the 
2004-2006 TH 52 project which involved reconstruction 
of 10 miles of TH 52 through the Rochester area. As part 
of the project planning, time was spent on developing an 
ITS Plan to provide short term support for the 
construction project in terms of work zone traffic 
management, traveler information services, and traffic 
monitoring during construction, transitioning to form the 
basis for a freeway management system once the work 
was completed. Along with the focus on the TH 52 
corridor, other high priority elements were identified with 
some likely to be impacted by detour traffic being 
implemented in advance of the construction, such as 
installation of traffic signal interconnection, control, 
monitoring, and timing for arterial street routes. Others, 
such as rail crossing safety and transit services, became 
future elements of a Rochester area ITS Strategy. 

This ITS implementation was completed as part of a 
“Quick Start” process under the MnDOT NOVA project, a 
program begun in the late 1990’s focused on kick-
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starting the deployment of ITS initiatives in urban and 
rural areas of Greater Minnesota. Table 14-9 lists the ITS 
components that were identified for deployment in that 
plan and which were ultimately deployed. Others, such 
as rail crossing safety, were not deployed as the need for 
certain projects never materialized as expected. 

Looking Ahead: Future TSMO 
Activities 
A solid foundation of TSMO infrastructure and services 
has been established through the efforts of MnDOT and 
local agencies over the last two decades in the Rochester 
area, beginning with planning for installations associated 
with the ROC 52 reconstruction project in the late 1990s 
and continuing to this day. It will be important going 
forward to maintain and enhance the services and 
infrastructure currently in place while staying abreast of 
new technologies and innovation that could further 
enhance the efficiency of the transportation system. 

This section is broken into two parts, one discussing 
actions and activities needed to preserve, maintain, and 
enhance proven TSMO tools, and one discussing 
developing and emerging tools that may be of benefit in 
the future. 

Proven Tools: Preserving, Maintaining, and 
Enhancing Existing TSMO Infrastructure 
Maintaining the progress that has been achieved through 
deployment of various TSMO services/improvements 
requires first and foremost ensuring that existing services 
and tools continue to function and provide quality service 
to travelers in the ROCOG Planning Area. ROCOG 
supports the following actions of its partners to maintain 
the effectiveness of deployed TSMO strategies. These 
actions are grouped into the following five categories: 

• Maintenance 
• Infrastructure expansion 
• Operations 
• Planning 
• Communications/information 

Key Maintenance Activities 
1. Continue to conduct routine maintenance and replace 

as needed key permanent hardware such as signal 
system hardware, closed circuit traffic cameras, 
dynamic message boards as well as mobile equipment 
such as work zone management systems to insure 
continued service in the future. 

2. Maintain signage and pavement markings to assist 
motorists navigating the transportation network. 

3. Maintain and replace as needed equipment associated 
with the Traffic Management Centers of MnDOT and 
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Table 14-9: Rochester Area Early 2000’s ITS Deployment Plan 

 



14 • Transportation Systems Management & Operations 

14.38  

 



 14 • Transportation Systems Management & Operations 

 14.39 

 
 

4. the City of Rochester which serve as the control 
centers for the overall TSMO system. 

Infrastructure Expansion 
1. Continue to expand fiber optic cable network and 

supporting wireless networks in order to open up 
opportunities to provide services such as signal 
coordination, dynamic messaging, and traffic control 
on new corridors and in new areas of the region. 

2. Provide additional equipment and staffing that may 
be needed at the Traffic Management Centers as 
highway networks grow and evolve. 

3. Continue to deploy transit signal priority and 
emergency vehicle pre-emption on new vehicles and 
at new controlled intersections to provide reliable 
transit service and timely emergency response in 
corridors that are seeing or expected to see future 
traffic growth. 
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4. Expand the locations where infrastructure such as 
pedestrian countdown signals and pedestrian 
activated signals are installed to improve pedestrian 
safety and security. 

5. Pursue funding for Safe Routes to School installations 
such as crosswalk enhancements and speed control 
measures to improve the safety and quality of the 
walk or bike to school experience. 

6. Continue to evaluate the benefit of infrastructure-
based safety warning systems in rural and suburban 
locations such as Rural Intersection Conflict Warning 
System (RICWS), Reduced Conflict Intersections 
(RCI), Curve Warning Systems (CWS) and other 
active measures to alert motorists to potentially 
dangerous traffic conditions. 

7. Identify and program improvements to minimize the 
risk of extended traffic disruption from events such as 
flooding by identifying potential locations where 
roadways or bridges are subject to floodwater 
damage and identifying improvements needed to 
mitigate the risk. 

Operations 
1. Budget adequate funding to allow periodic updating 

of intersection signal timing and corridor level signal 
coordination plans to maintain efficiencies in traffic 
flow as conditions change over time. A desirable 
target would be to provide funding for periodic 
updates at no more than five-year intervals. 

2. Maintain readiness to deal with periodic non-recurring 
travel delay resulting from everyday incidents such as 
crashes, special events, and pavement failure. 

3. Maintain readiness and preparedness to respond to 
infrequent incidents that can cause extended travel 
disruption such as flooding, severe weather, and 
hazardous materials spills. Coordination between road 
authorities and emergency operations managers are 
key to this. 

Planning 
1. Continue to apply access management and traffic 

operation guidelines during the project development 
process and review of private development proposals 
to establish desirable access management design and 
placement/control of locations where future median 
openings or signalization will be provided. 

2. In all project development that involves renewal of 
pavement surfaces such as mill and overlay projects 
or reconstruction, plan for Complete Street 
improvements as well as reallocation of pavement use 
through measures such as restriping or road diets. 
Intersection improvements at major locations should 
always weigh the tradeoffs between signals and 
roundabouts or, in select cases, other innovative 
intersection treatments. 
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Information/Communication 
1. Working through mechanisms such as the Arrive 

Rochester Transportation Management Organization, 
expand travel demand management services and 
programs to attract more travelers to modes such as 
transit or carpooling through various service and 
financial incentive programs. 

2. Continue to expand the use of parking management 
tools such as real time parking availability to reduce 
the amount of unnecessary circling by motorists 
attempting to find available parking. 

3. Continue to enhance and expand the uses of Traveler 
Information Systems such as Minnesota 511 and the 
new Rochester and Olmsted County Construction 
Impact online information tools. 

Developing and Emerging Tools: New 
Avenues to Enhance Travel Experience 
Technology is rapidly evolving, and breakthroughs find 
their way into new tools that can be adapted to various 
uses, including within the realm of traffic and travel 
management. Over the next 10 to 20 years, increasingly 
ubiquitous data, mobile applications, and technology 
enabled services are expected to change how 
transportation is managed in the future. MnDOT has 
been at the forefront in the state thinking about these 
potential changes and the application of various tools 

through its 2017 TSMO Strategic Plan and 2018 
Statewide Regional ITS Architecture Reports. 

In reviewing these reports and other similar materials 
from research centers and other states and localities, 
ROCOG has identified a number of emerging 
technologies or refinements of existing tools and 
technologies that likely will command some attention in 
future years as elements of the local TSMO/ITS 
infrastructure framework. The following paragraphs 
describe some of the most promising applications with 
relevance to Rochester; use of some of the services 
reviewed here have been suggested for further 
consideration in various DMC-related studies in the last 
five years as opportunities to enhance the attractiveness 
and livability of Rochester’s downtown area. The list is 
not meant to be comprehensive but to provide a sample 
of key TSMO approaches that could see application in 
Rochester. 

CAV Ready Intersections 
“CAV ready intersections” refers to the installation of 
communication infrastructure that will permit 
communications between Connected/Autonomous 
Vehicles (CAVs) and either roadside or cloud-based 
communication systems to permit the exchange of 
information between vehicles and systems such as traffic 
signal system controllers. An example of the information 
exchanged would be the signal system communicating to 
the CAV the current signal status such as phase 
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(green/yellow/red) or providing warnings to CAVs of 
potential traffic signal violations, which intelligence in the 
CAV would then respond to. 

In terms of investment, a major item for public road 
agencies will be the upgrading or installation of signal 
systems that are CAV ready, including installation of 
communications hardware which may be roadside units 
communicating via wireless means or cloud-based 
communications. The communication infrastructure is key 
to permitting the two-way flow of information which can 
enhance the safety and operations of the intersection. 

ROCOG area road agencies should continue to monitor 
advances in the realm of CAV communications and 
expect to plan for investment in this type of equipment 
during the next 20-year horizon of this plan. 

Arterial or Expressway Traffic Management 
Systems & ITS Service Package 
Figure 14-4 and Table 14-1 reported on strategic and 
major arterial corridors in the Rochester urban area that 
are currently experiencing higher numbers of crashes, 
are expected to see growth in traffic congestion during 
the next 20 years, and are targeted for investment in 
transit infrastructure to support future Bus Rapid Transit 
service. Analysis of potential future congestion levels and 
higher absolute number of crashes observed suggest that 
travel reliability in these corridors may decline over time, 
impacting mobility as well as the delivery of a high-

quality transit service envisioned on the Primary Transit 
Network. Given these factors, a need may emerge in 
these corridors for a strategic traffic management plan 
that includes TSMO strategies as well as transit and other 
multi-modal enhancements that can preserve the level 
and quality of service needed to effectively and efficiently 
provide the mobility warranted on these high level 
arterial corridors. 

The future of traffic management on important arterial 
corridors such as Broadway and West Circle Drive is likely 
to include elements of an Intelligent Transportation 
System (ITS) service package called Active Traffic 
Management (ATM), also referred to as Active 
Expressway or Active Arterial Management. ATM service 
packages typically involve the application of multiple real-
time strategies that provide the ability to dynamically 
manage traffic based on current and expected conditions. 
Among the individual types of applications that can be 
combined in ATM package for a corridor include: 

• Adaptive ramp metering 
• Dynamic speed limits 
• Queue warning system 
• Dynamic shoulder lanes 
• Adaptive traffic signal control 

In addition to these active traffic measures, an ATM 
corridor will typically see enhanced traffic monitoring and 
communication infrastructure installed as well as 
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potentially upgraded traffic management center 
hardware and software to operate. However, this 
approach has been used across the United States for 
many years as well in some European countries with 
results showing overall capacity increases of up to 22% 
over non-managed corridors with increased travel 
reliability and declines in crashes of up to 30%. 

The benefit of deploying ATM infrastructure is that from 
a cost perspective it provides a significant cost savings 
over capacity expansion projects, particularly in highly 
developed corridors such as Broadway or 2nd St SW 
where right-of-way is at a premium. 

As MnDOT gains experience with ATM in the Twin Cities 
areas, ROCOG area road agencies and MnDOT District 6 
should monitor conditions on these important strategic 
corridors determine if or when a higher level of traffic 
management is warranted. Generally, a comprehensive, 
integrated package of Arterial Corridor Traffic 
Management Actions as shown in Figure 14-15 
exemplifies the type of ATM solution to consider. 

Curbside Management 
Curbside management is an emerging practice referring 
to management and allocation of increasingly valuable 
curb space as its demand multiplies due to  

• The emergence of new forms of transportation 
(including parking for modes such as scooters) 

• Increasing package deliveries due to online shopping 

Figure 14-15: Illustrative Arterial Traffic 
Management Corridor Package 

 

• Increased passenger pick-up and drop-off from 
services such as Uber and Lyft 

• Potential need for more curb space to accommodate 
transit vehicles 

• Demand for curb space from services such as food 
trucks or stationary vendors 
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• Interest in activating the street frontage with features 
such as outdoor seating and more landscaping 

• Continued demand for on-street parking to serve high 
turnover customer parking 

Furthermore, in Rochester, the implementation of 
Downtown Rapid Transit will impact streets including 2nd 
St SW, creating added pressure on valuable curb space. 
Managing the use of curb space in a vibrant downtown 
such as Rochester in the future will be more challenging, 
and among the solutions starting to emerge are online 
apps that help manage the allocation of curb space and 
the pricing of that space for different users. It is likely in 
coming years that additional technology and smart 
infrastructure applications will begin to emerge to help 
cities manage this space. It will be important for 
Rochester to monitor conditions downtown in the near 
term and start planning for a higher level of management 
of downtown curb space in the future. 
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15  • Financial Assessment
 

Overview/Summary 
Shortfalls in funding have been a fact of life for 
transportation agencies over the years, as receipts from 
traditional funding sources such as federal and state gas 
taxes have not kept pace with nationwide increases in 
construction and maintenance costs and the growth in 
travel demand. Other sources of funding often used for 
transportation, such as local property taxes, face many 
competing demands where the community’s 
transportation needs must be balanced against other 
social and economic needs. This need is most acute for 
street and highway infrastructure, but transit and non-
motorized modes also are faced with the same challenge. 

Under federal regulations, the LRTP is to include a 
financial plan that discusses system-level estimates of 
revenues anticipated to be available for investment and 
the cost of potential programs or projects. This 
information forms the basis of an analysis leading to a 
“fiscally constrained plan” that demonstrates the amount 
of investment that can be supported by historically 
available funding or potential new revenue sources for 
which there is high certainty of availability in the future. 

In addition, the LRTP can discuss additional “illustrative 
projects” that are a priority for completion if additional 
funding can be secured. 

Chapter 15 looks at the three major modes of highway 
travel, transit, and active transportation. From a cost 
perspective, the major system is the street and highway 
system, with MnDOT, Olmsted County, and the City of 
Rochester responsible for managing the major streets 
and highways network. 

Figure 15-1 illustrates high-level results of the financial 
analysis completed for the street and highway network, 
showing for each agency the difference between 
estimated needs and revenues. MnDOT is expected to 
have approximately 40% of the funding that would be 
needed to fully fund all highway preservation and 
improvement work identified on state facilities. Olmsted 
County is estimated to have approximately 84% of the 
funding needed to fully fund all highway needs identified, 
and the City of Rochester is estimated to have about 
50% of the funding needed to fully fund all highway 
needs identified. Olmsted County has fully phased in two 
new funding sources since the last ROCOG plan: a 
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Figure 15-1: Street and Highway System Comparison of Projected Revenues and Costs 

 
Source: ROCOG 

County wheelage tax and a ½ cent sales tax for 
transportation. A portion of the Olmsted County sales tax 
will be used to fund transit capital investment associated 
with the Destination Medical Center in downtown 
Rochester as part of the larger economic development 
package the State Legislature approved in 2014. 

The County is directed to allocate approximately $48 
million for transit purposes to support the DMC initiative. 
The City of Rochester was adversely affected in 2019 by 
a decision of the Minnesota Supreme Court which limits 

the fees that could be levied on development for off-site 
improvements. While the City of Rochester is working to 
fully understand the implications of this court ruling, it is 
exploring new avenues to raise revenue, including the 
levy of a utility right of way charge. The City is also 
considering instituting a sidewalk improvement district 
fee to fund preservation of non-motorized infrastructure. 

Of the revenues illustrated in Figure 15-1, ROCOG has 
direct decision-making authority on the annual 
programming of only $2.3 million of federal Surface 
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Transportation Block Grant funds out of approximately 
$45 million in investment funded by the three road 
authorities. The local match for this federal funding, 
approximately $575,000 per year, represents about 1% 
of annually programmed funding and does not present a 
barrier to the City or County in terms of raising the 
necessary local match or diverting meaningful funding 
away from preservation work. 

In light of demonstrated funding shortfalls, Chapter 15 
includes a discussion of potential prioritization policies 
that could be considered when choices need to be made 
among major street projects, reflecting consideration of 
system, preservation, access, and mobility factors. 

The financial environment for transit service has 
improved since the last ROCOG Plan update, as a result 
of meaningful changes the State Legislature made in 
2016 to support transit through dedication of additional 
Motor Vehicle Sales revenue to transit operations 
throughout the state. The share of State operating 
funding for fixed route and paratransit service has 
allowed the City to keep fares relatively unchanged while 
service has expanded, since local revenue has needed to 
fill a smaller percentage share (though somewhat larger 
absolute share) of transit operating costs. Access to 
traditional FTA transit capital funding has allowed the 
City to expand its fleet and add transit infrastructure 
such as transit signal priority and new farebox control 
systems. 

Looking forward, the City is moving into a new realm 
with proposed plans to provide BRT-type service under 
two different systems: one (Downtown Rapid Transit) 
focused on central area of Rochester and the other (the 
Primary Transit Network) envisioned to provide a 
network of high frequency, higher capacity BRT service in 
core travel corridors that serve many major city 
destinations and downtown. Development of Downtown 
Rapid Transit has been accepted into the federal Small 
Starts program as a candidate project as a means to fund 
the estimated $200 million cost. Operating costs for this 
system are expected to be funded through a new 
public/private partnership model Rochester is working on 
that would rely in part on traditional public sources but 
add to the mix significant private funding from the Mayo 
Medical Center and other potential users. The Primary 
Transit Network BRT service may also need to rely on 
Small Starts or other discretionary funding for capital and 
consider innovative funding models for operating costs. 

Non-motorized travel (referred to as “active 
transportation” in this plan) has historically been 
challenged to fund major capital projects and that will 
likely remain the same in the future. Funding for capital 
projects requires creativity and flexibility, which is 
recognized in the analysis by the many different 
mechanisms assumed to support development of this 
infrastructure. 
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Introduction 
Chapter 15 summarizes estimated revenues and costs 
associated with preserving and improving the network of 
transportation infrastructure and services throughout the 
ROCOG study area for a 25-year period. The following 
steps were completed in preparing this analysis for each 
mode of travel: 

• A list of transportation needs was identified using 
input gathered from the public and community 
leaders, along with technical analysis completed by 
project staff. 

• Typical costs for various types of system preservation 
and improvement activities were applied to identified 
needs. For preservation needs, a typical design life is 
assumed from which an aggregate annual average 
preservation cost could be calculated for the current 
networks or systems in place. 

In terms of revenue, estimates of what would be 
available over a 25-year period from traditional funding 
sources were developed for each mode. For federal and 
state funds, this involved an analysis of information from 
various sources including past years of the State 
Transportation Improvement Program (STIP), the 
Statewide Highway Investment Plan 2018-2037 (SHIP), 
the MnDOT District 6 10-Year Capital Highway 
Investment Plan, and district level revenue forecasts 
generated by MnDOT Central Office. For Olmsted County 

and the City of Rochester, revenue estimation involved 
analysis of trends in federal aid, state aid, tax levy, other 
local sources, and private contribution revenues, which 
were then projected out for 25 years to match the 
horizon of the plan. 

Current federal guidelines establish that the metropolitan 
transportation plan must use ‘‘Year of Expenditure (YOE) 
dollars’’, based on reasonable financial principles and 
information, to estimate future funding needs. For the 
purposes of this plan, ROCOG evaluated information from 
the Engineering News Record and MnDOT, reflecting 
local data tracked through the Minnesota Construction 
Cost Index in order to estimate an annual cost inflation 
rate. Figures 15-2 and Table 15-1 present trend data 
from these sources. While some fairly significant yearly 
swings in these indices were observed over time, an 
assumed 3% annual inflation rate was chosen as a 
representative annual value to reflect cost inflation. 

On the revenue side, reasonable assumptions regarding 
the escalation of funding can be assumed for purposes of 
the Plan, but under federal guidelines, these assumptions 
must be based on a reasonable demonstration that such 
increases will be available. For the purposes of this 
analysis, federal and state aids to Olmsted County and 
Rochester have been estimated based on historical 
trends, while the tax levy share of local funding assumes 
that the historic % of tax levy funds devoted to 
transportation will remain constant but the tax base will 
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Figure 15-2: Trends in Engineering News Record Construction Cost Index 

 

 

Source Data: Engineering News Record; Analysis: ROCOG 

Table 15-1: Comparison of Historic Engineering News Record and Minnesota Construction Cost Index 
Percentage Growth Rates 

Source Data: Engineering News Record; Analysis: ROCOG 
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grow in line with historic trends, resulting in a moderate 
growth of local funds available for transportation. A 
similar approach was applied to sources such as 
wheelage taxes and sales taxes where the base against 
which the tax is levied is expected to continue to grow 
over time. 

Figure 15-3 provides a high-level overview of the major 
federal funding categories that have historically been 
available for programming in the ROCOG area, along with 
information on the entity which programs the funds. 
ROCOG has a limited role in programming of federal 
dollars, responsible for $2.3 million in Surface 
Transportation Block Grant dollars. Most non-
discretionary federal funds are programmed through 
MnDOT at the Central Office or District level. 

Street and Highway System Financial 
Assessment 
This section of Chapter 15 focuses on the financial 
assessment of the major street and highway network in 
the ROCOG Planning Area. Three entities, MnDOT, 
Olmsted County, and the City of Rochester, are 
responsible for managing about 99% of the 617 mile 
non-local Functional Class System in Olmsted County, 
with the cities of Byron and Stewartville combined having 
about 5 miles, or slightly less than 1%, of the system 
under their jurisdiction. Byron and Stewartville streets on 
the system are all classified as minor collectors, which 

have a low probability of receiving funding; thus, they 
are not analyzed in the assessment. 

Figure 15-3: Federal Funding Programming 
Responsibility 

 
Source: ROCOG 

Jurisdictional Revenue Assessment 
For each road authority, a table is provided that 
summarizes the primary sources of funding expected to 
be available for street and highway capital investment. 

MnDOT 2021-2045 Revenue Assumption 
Table 15-2 summarizes the revenues that MnDOT 
expects to have available for highway investment in the 
ROCOG Planning Area for the next 25 years. This 
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estimate relies on MnDOT source documents as noted in 
the table, with early periods using information found in 
the STIP and the 2018 District 6 Capital Highway 
Investment Plan (CHIP). For the out-years of the 
planning horizon, information from the MnDOT 20-Year 
State Highway Investment Plan (MnSHIP) is used to 
estimate available revenues that District 6 will have 
available for investment through 2045. ROCOG analyzed 
the program year from the last ten adopted STIPs 
(beginning with 2010-2014 through 2019-2023 reports) 
to assess the average percentage of districtwide STIP 
funding that has been programmed in the ROCOG area. 
From this analysis it was found on average that the 
ROCOG area received 12.85% of districtwide funding. 

The out-year assumptions assume that federal funding to 
Minnesota will increase at a rate of 2.2% annually, and 
that formula funding from state revenue sources 
distributed through the State Highway Trust Fund will 
increase at a rate of 1.9% annually, based on technical 
information available from the MnDOT Central Office. 

For the mid-term and long-term period, ROCOG adapted 
district-level revenue forecasts available from the 
MnSHIP and applied a share factor reflecting historic 
District 6 spending in the ROCOG area. The original 
analysis yielded an estimate of $283 million as the share 
of District 6 funding available for expenditure in the 
ROCOG area for the period 2029-2045. 

Table 15-2: Estimate of Anticipated MnDOT 
Funding for Capital Improvements 2021-2045 

 
Source: ROCOG Analysis of MnDOT Source Documents 

MnDOT District 6 staff felt this estimate was too high and 
reflected the impact of one-time state bonding and 
special program dollars that had been directed into the 
district budget to complete ultra-high cost projects such 
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as new crossings of the Mississippi River near Winona 
and La Crosse, which inflated District 6 spending levels in 
recent years. 

District staff felt that going forward, funding levels would 
be more reflective of formula program resources 
available through the Highway User Trust Fund (HUTF) 
distribution and federal funds MnDOT receives and 
distributes to the district. As a result, the final estimate of 
available revenues totals $227 million for the period 
2029-2045, a reduction of $56 million from the original 
estimate. 

Olmsted County 2021-2045 Revenue Projections 
Table 15-3 summarizes the revenues that Olmsted 
County expects to have available for investment in 
Olmsted County for the next 25 years. 

Olmsted County has benefited from the establishment of 
new county-specific revenue sources in the last five 
years. Figure 15-4 illustrates the financial revenue impact 
expected from a County Wheelage tax authorized by the 
State Legislature in 2014; with continued growth in 
vehicle ownership population, this funding source is 
expected to grow from $1.3 to $1.6 annually. 

Figure 15-5 illustrates revenue that a ¼-cent sales tax 
will generate based on sales in Olmsted County. Olmsted 
County Commissioners approved two separate ¼-cent 
sale tax levies for transportation: one strictly for county 
transportation needs and a second to help fund transit 

investment spurred by the Destination Medical Center 
economic development initiative. The DMC transit sales 
tax will provide approximately $3 million per year for 
transit investment for 15-17 years, with remaining dollars 
available for other transportation purposes. Once 
Olmsted County has fulfilled its DMC transit contribution, 
the full revenue amount accrues to the County for 
highway use. 

Table 15-3: Estimate of Olmsted County 
Funding for Capital Improvements 2021-2045 

Source: ROCOG 
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Figure 15-4: County Wheelage Tax Revenue 
Impact 

 
Source: Registration Data from MN Dept of Public Safety 

Figure 15-5: Estimated Revenue from a ¼ cent 
Sales Tax Levy in Olmsted County  

 
Source: Sales Data from MN Dept of Revenue 

Rochester Future Revenue Profile 
Table 15-4 summarizes the revenues the City of 
Rochester expects to have available for investment for 
the next 25 years.  

The City of Rochester revenue profile was significantly 
impacted by the anticipated impact of a 2017 State 
Supreme Court ruling in a case involving the City of 
Woodbury. The Court found that charging transportation 
fees for off-site traffic impacts expected as the result of 
new development is not allowable under state statute. 
Woodbury had been charging fees in the form of 
Transportation Impact District charges and Substandard 
Street fees for a number of years to help fund 
improvement of collector and arterial road improvements 
necessitated in part by new development, and to help 
fund the cost of other improvements such as interchange 
access to major highways. 

As a result of this adverse finding, expected private 
sector development contributions to transportation 
improvements is expected to drop by approximately $200 
million over 25 years when compared to the last ROCOG 
Plan update. The City is pursuing avenues to replace a 
portion of these revenues for maintenance and 
preservation purposes, including a Private Utility 
Franchise Fee reflecting the value of utility use of the 
public right-of-way, and a Sidewalk Improvement District 
program which is authorized under state law. The City 
has also prioritized the adoption of state legislation that  
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Table 15-4: Estimate of Anticipated Rochester 
Funding for Capital Improvements 2021-2045 

 
Source: ROCOG 

would authorize municipalities to establish Street 
Improvement Districts to fund maintenance of existing 

roadways in designated districts that could be established 
under such a law. The use of funds from any of these 
programs, if enacted, would be for the primary purpose 
of maintaining and preserving existing infrastructure. The 
availability of new funds for those purposes may help to 
free up some capital dollars now spent on reconstruction 
or pavement preservation for future improvement 
projects. 

Jurisdictional Needs Assessment 
This section reports the estimated costs of anticipated 
capital preservation and system improvements needs for 
the period 2021-2045 for the MnDOT, Olmsted County, 
and City of Rochester roadway systems. Unit cost values 
for preparing the estimates were derived from review of 
local project data for the last 5-7 years, along with 
reference and research material published by the 
Minnesota Local Road Research Board, MnDOT, the 
Wisconsin DOT and the FHWA HPMS program in 
publications such as the MnDOT 2018 Transportation 
Asset Management Plan. The analysis focuses on 
MnDOT, Olmsted County, and Rochester since these 
jurisdictions historically have been the only recipients of 
federal highway funding in the ROCOG planning area and 
are responsible for 99%+ of the major road system. 

The infrastructure components evaluated for this 
assessment included: 
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• The roadway systems managed respectively by 
MnDOT, Olmsted County, and Rochester 

• The network of bridges managed by MnDOT, Olmsted 
County, and Rochester 

• Improvement needs identified by ROCOG based on 
review of multiple sources of data including: 

‣ Corridor and Subarea Studies that have been 
completed by the respective jurisdictions or other 
local partners which have been adopted or 
endorsed by local jurisdictions 

‣ Jurisdictional capital improvement programs 
(generally covering 4-5 years) and longer-term 
Capital Investment Plans which generally cover a 
10-20-year period 

‣ The transportation elements of local jurisdictional 
comprehensive plans 

‣ Analysis conducted by ROCOG using current and 
projected 2045 AADT data as well as safety and 
operations data 

‣ Review of economic development needs, such as 
current truck routes and 9/10-ton routes, master 
plans for facilities such the Rochester International 
Airport, and programs such as the Destination 
Medical Center initiative 

The identified improvement projects were reviewed with 
ROCOG’s Transportation Technical Advisory Committee 

(TTAC) and Policy Board to gain concurrence on use of 
the list as a basis for assessing investment needs and the 
adequacy of revenues. 

This analysis does not account for day to day operations 
or reactive maintenance activities, which typically are not 
considered capital improvements. This work includes 
activities such as snow and ice removal, street sweeping, 
pothole repair, and other general unscheduled 
maintenance activities. At the local level, these types of 
activities are generally funded using local property tax 
dollars. Spending needs can vary greatly year to year in 
response to weather conditions; local governments will 
tap other funds as needed to address short term risk 
resulting from major incidents caused by weather or 
other unforeseen incidents. 

Capital Preservation Costs 
For purposes of the Plan, a life cycle cost analysis was 
prepared reflecting the work needed to maintain a road 
or bridge structure in working condition over an extended 
period of years, generally stretching 50 to 70 years for 
roadways, 75 to 90 years for bridge structures, and 90 to 
110 years for bridge culverts. Life cycle preservation was 
assumed to include the following types of activities: 

• Minor surface preservation work such as periodic 
sealcoats on bituminous pavements and joint repair 
on concrete pavements along with crack filling on all 
roadways 
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• Mill & overlay of bituminous pavements every 15-20 
years or one minor and one major concrete pavement 
restoration project over a 50-year life cycle 

• Re-rocking of gravel roads once every 3 years (this 
applies only to Olmsted County) 

• For bridges, preventative maintenance is assumed to 
include one deck replacement and two deck overlays 
during the 75-90-year life of a bridge 

• For bridge culverts, preventative maintenance is 
assumed to include one pipe relining during the life of 
a structure 

• For all bridges, major work to respond to specific 
issues such as erosion/scour repair, replacing culvert 
ends, etc. is typically done on an as-needed basis; 
based on information in the 2018 MnDOT 
Transportation Asset Management Plan, this type of 
work was estimated at an annual cost of 8 cents per 
square foot of structure 

Existing structures eventually require reconstruction, 
which for purposes of the Plan will occur based on the 
assumed design life for each type of asset. Unit costs for 
road reconstruction are based on review of recent 
information from Rochester, Olmsted County, and 
MnDOT, and costs will differ depending on the type of 
pavement, type of traffic load, and location (rural vs 
urban) of the asset. Bridge replacement is assumed to 
cost $300 per square foot of structure in 2019 dollars. 

Costs for culvert replacement ranges from $2500 to 
$10,000 per linear foot of barrel length, depending on 
locations and roadway function. 

A Note on Design Life Assumptions 
In prior ROCOG long range plans, a standard design life 
of 50 years was assumed for all road structures. Based 
on analysis of road system data provided by MnDOT, 
Olmsted County, and Rochester, and review and 
discussion of the analysis results with the ROCOG 
Technical Advisory Committee, the assumptions on 
design life were adjusted to reflect the reality of 
preservation investment in an era of constrained 
resources. In place of a standard 50-year design life, 
roadways were grouped in one of three categories, 
reflecting a 50, 60, or 70-year design life. The schedule 
of preservation activities during the life span of roadways 
assumed to have a 60 or 70-year design life were then 
adjusted to incorporate additional preservation such as 
an additional cycle of crack filling/seal coating and mill 
and overlay work to maintain pavement surface 
conditions during the additional years of service. The 
criteria used for assigning roadways a 50, 60, or 70-year 
design life are described in Table 15-5.  

Roadway Improvement Costs 
Roadway improvement cost categories include both high 
cost and lower costs project types including: 

• construction of new roadways 
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• upgrading of existing roadways to include new lanes 
• paving existing aggregate surfaced roadways to 

provide better functional service 
• construction/reconstruction of interchanges or 

overpasses 
• installation of intersection improvements such as 

signals, roundabouts or turn lanes 
• lower cost rural pavement strengthening or shoulder 

improvement projects 

An estimate of right-of-way acquisition costs has been 
built into project cost estimates to reflect land costs (but 
not business and relocation costs). 

Note on Estimating Year of Expenditure Costs 
Applying a 3% cost inflation factor to preservation and 
improvement projects presents an analysis challenge, 
particularly with regard to improvement projects, in that 
it suggests a determination needs to be made as to when 
a project may realistically occur. Unlike preservation and 
maintenance, where activity generally occurs year after 
year on a network-wide basis and the amount of work in 
any given year is roughly the same as prior years (similar 
to a zero-based budgeting approach) or increases at a 
steady rate over time, improvement or expansion of a 
road or bridge is a one-time expenditure. Assuming a 
project will occur in the first five years of the planning 
horizon versus the 25th year, for example, makes a major 

difference in how many “inflation-adjusted” dollars are 
needed to complete the project. 

Table 15-5: Roadway Design Life Assignment 
Criteria 

 
Source: ROCOG 

For the purposes of completing the “Year of Expenditure” 
analysis in this plan, after estimating the program or 
project cost in base year 2019 dollars, an annual baseline 
cost was assigned to Year 1 of the cost analysis 
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representing 1/25th of the project cost, with 1/25th of the 
program or project cost also assigned to each 
subsequent year through Year 25 of the analysis period, 
inflated by the 3% inflation factor for the appropriate 
number years that would have passed since Year 1. For 
example, if 1/25th of the project cost in Year 1 was 
$1000, the impact to the overall cost analysis would be 
$1305 in Year 10 and $2032 by Year 25 for that 
particular project based on the assumed 3% inflation 
rate. 

The effect of this is to essentially smooth out the 
aggregate program/project revenue need over the 
planning period to create an annual average budget need 
reflecting inflation. This permits a total 25-year inflation-
adjusted dollar need to be estimated as well as provides 
annual budget estimates in inflation-adjusted dollars, 
reflecting the assumption that the total annual program 
cost will somewhat level out over the 25-year time 
horizon of the Plan. This permits the total or annual 
budget need to be compared to the bottom-line numbers 
found in Tables 15-2 through 15-4, showing estimated 
total revenues and annual average revenue for MnDOT, 
Olmsted County, and Rochester. 

Note on Improvement Categories 
For the analysis of roadway improvement costs, all 
projects were grouped into one of eight project 
categories or three program categories that were 
referenced in Chapter 10 and are referenced in summary 

cost tables 15-5 through 15-7 for MnDOT, Olmsted 
County, and Rochester. Categories group similar projects 
together based on factors such as cost magnitude, 
functional importance, and type of project. 

The categories for street and highway improvements, 
(projects described in more detail in Chapter 10) include: 

1. National Highway System Interchange Access – 
projects involving major upgrades to existing 
interchanges or construction of new interchanges on 
the National Highway System. 

2. Regional Highway Access Management – 
projects involve lower cost safety and mobility 
improvements on the State Highway System 
(including the NHS), including interim safety projects 
at certain locations included Category 1 (NHS 
Interchange Access) where the ultimate interchange 
project is of unknown timing. 

3. Regional Arterial Safety & Mobility - projects 
include safety and mobility upgrades on regional 
arterials (typically County State Aid Highways) serving 
suburban areas around Rochester due to changes in 
traffic levels, access, and multi-modal demand on 
facilities built to standards of 40-50 years ago, with 
limited shoulder width, lack of intersection auxiliary 
lanes, substandard off-road recovery areas and other 
deficiencies. 

4. Urban Major Arterial Capacity & Mobility - 
projects on gateway corridors serving downtown 
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Rochester that carry the highest volumes of traffic 
entering downtown and are expected to see greater 
multi-modal demand due to the important transit 
connectivity they provide to downtown and the focus 
on transit oriented development being planned along 
these corridors. 

5. Support Rochester Growth Management Plan – 
projects generally on corridors designated as future 
arterials and primary collectors that lie within areas 
identified on the Rochester Growth Management Plan 
as areas for urban expansion through 2040; these 
corridors are typically legacy township roads not 
constructed to urban standards, often with a gravel 
surface. 

6. Support Economic Development – projects 
generally found in business or multi-use districts that 
will improve service to those districts by filling in the 
street grid or upgrading road standards. 

7. Corridor Reliability/Traffic Management – low 
cost projects designed to provide safety and traffic 
management benefits on arterials corridors. 

8. Rail Crossing Safety – illustrative projects 
representing a placeholder for future rail crossing 
grade separation on important arterials should future 
conditions warrant. 

Spot Safety/Corridor Enhancement Programs include the 
following subcategories of improvements in: 

1. Intersection Improvement Program – projects 
involving arterial and collector street intersections 
where upgrades spanning from low cost (improved 
lighting, signage, striping) to high cost (signals, 
roundabouts) are anticipated through 2045 based on 
projected traffic growth and/or land development 
needs over the next two decades. 

2. 10-Ton Network Improvement Program – 
projects involving pavement strengthening to support 
10-ton heavy commercial vehicle traffic. Routes 
identified based on criteria including connectivity to 
10-ton routes in surrounding counties and the State 
10-ton network, business areas with poor access to 
the 10-ton network, and traffic volume levels. A total 
of 42 miles are targeted for improvement. 

3. Regional Shoulder Enhancement Program – 
projects involving surface or width improvements to 
existing regional highway shoulders, based on 
consideration of traffic volumes, shoulder surface, 
coincidence with 10-ton network and coincidence with 
the recommended Shoulder Bikeway Network. A total 
of 51 miles are targeted for improvement. 

4. MnDOT Safety Upgrade Program – lower cost 
projects identified in the 2016 MnDOT District 6 
Safety Plan aimed at reducing fatalities or serious 
injury by mitigating design features that contribute to 
lane departure, right angle, rear end, or failure to 
yield right of way crashes based on systematic 
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analysis of design features that demonstrably 
contribute to crash risk. 

Projects in existing developed areas were assumed to 
have a higher priority than projects in future 
development areas, and projects reflecting lower cost 
traffic management measures were given higher priority 
for the near term than new construction or major 
capacity improvements. 

Summary of Estimated Street and Highway 
Costs for Long Range Planning Horizon 
Tables 15-6 thru 15-8 summarize estimated costs for 
MnDOT, Olmsted County, and Rochester based on the 
preservation needs and improvement discussed in 
Chapter 10. Costs are shown both in current dollars and 
YOE dollars, along with Year 1/Year 25 estimated 
revenue needs. Each table includes four blocks of data: 

• Block 1 summarizes preservation costs for the street 
and bridge networks of the road authority. 

• Block 2 summarizes estimated improvement costs 
based on improvement needs identified in Chapter 11. 

• Block 3 clarifies the dollar amount of improvement 
needs associated with illustrative projects where the 
need for discretionary funding has been identified. 

• Block 4 summarizes the net position of the road 
authority in terms of assessing what shares of needs 

can be met given the 25-year revenues estimated in 
Tables 15-2 through 15-4.  

Following each table is a discussion of fiscal 
feasibility/fiscal constraint for each road authority. 

Discussion of MnDOT District 6 Preservation and 
Improvement Costs & Revenues: 2021-2045  
Preservation and improvement needs shown in Table 15-
6 for the MnDOT system in the ROCOG area are 
expected to approach $800 million in YOE dollars over 
the next 25 years. Preservation needs drive these costs, 
accounting for 86% of the total need estimated. Included 
in projected system preservation needs is over $200 
million in estimated backlog needs, which are roadways 
that have exceeded the 50/60/70-year design life that 
was assigned for purposes of the analysis. 

Estimated revenue available to District 6 over the next 25 
years is $314 million, representing only 39% of projected 
need. This will significantly limit the amount of 
investment that MnDOT can support. Based on review of 
the current 2020-2029 Capital Highway Investment 
Program (CHIP) and CHIP documents of the last 5 years, 
the District targets a high proportion of available 
investment dollars on continued pavement and bridge 
preservation, as the average CHIP preservation target 
over the last 3-5 years has been approximately 70%. A 
70% level of investment would result in about $220 
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Table 15-6: MnDOT Cost Summary and Net Revenue/Cost Position 2021-2045 

 
Source: ROCOG 
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million available for preservation, or about one-third of 
the identified need. As per the strategies listed in the 
2020 Statewide CHIP, Interstate and other NHS 
pavements will be priorities, and in general the lowest 
cost preservation strategy that can effectively maintain 
pavement surface quality will be used. This approach has 
permitted District 6 to improve pavement quality over 
time on major road, as illustrated in Figure 15-6. 
Condition of pavements in the ROCOG area are typical of 
overall conditions found throughout District 6, as was 
shown in the discussion of performance outcomes in 
Chapter 9, Table 9-3. 

While bridge investment needs represent only about 15% 
of the estimated system preservation needs, the charts in 
Figure 15-7 do identify an aging set of structures that will 
likely need attention during the time horizon of the plan. 
Structures rated as Fair or Worse are indicative of needs 
surfacing within a 10 to 20-year period, which is seen 
most noticeably with the bridge culvert inventory given 
the age profile of those structures. 

Looking at improvement needs, the largest share of costs 
included is in the NHS Interchange Access and Regional 
Highway Access Management categories. These 
categories are composed primarily of high cost ($20-$40

Figure 15-6: Trend in MnDOT Pavement Conditions since 2011  

 
Source: MnDOT Office of Transportation System Management 
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Figure 15-7: Bridge Network on MNDOT System 

 
Source: Data from MnDOT Bridge Office; Analysis by ROCOG 

million) interchange or overpass projects on the NHS 
system. Given the revenue positions of all three road 
authorities, the expectation is that discretionary funding, 
such as from the Corridors of Commerce program, will be 
needed to complete these projects. A total of $131 
million in supplemental funding is needed for a total of 9 
projects. For these projects, a local share of 10-30% is 
reflected in the third block of the Cost Summary (Table 
15-6). MnDOT District 6 is assigned $41 million in local 
share costs for these 9 projects, but that amount could 
be reduced if a higher level of grant funding is secured. 

The remainder of improvement needs in Table 15-6 
reflect costs for: 

• Programmed interchanges such as I-90/TH 52 

• Access management such as future frontage roads 
along TH 63 south of Rochester identified in the TH 
63/Rochester Airport Corridor Study 

• Low cost safety and traffic management projects, 
such as those identified in the 2016 District 6 Safety 
Plan; a total of $14 million in need is identified, and 
projects are likely candidates for funding through 
targets set in the CHIP for roadside infrastructure or 
traveler safety 

Discussion of Olmsted County Preservation and 
Improvement Costs & Revenues: 2021-2045 
Preservation and improvement needs shown in Table 15-
7 on the Olmsted County roadway system are expected 
to approach $710 million ($YOE) over the next 25 years, 
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Table 15-7: Olmsted County Cost Summary and Net Revenue/Cost Position 2021-2045 

 
Source: ROCOG
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with system preservation driving the majority of costs at 
approximately 72% of the total need estimated. Included 
in the estimated system preservation need is an 
estimated $78 million in backlog needs, which are 
roadways that have exceeded their 50/60/70-year design 
life that was assigned for purposes of the analysis. 

The estimated revenue available to Olmsted County over 
the next 25 years is $600 million, representing about 
84% of overall projected need. This level of revenue 
would permit the County to meet its preservation needs 
while having sufficient revenue available to meet about 
45% of improvement needs over the planning horizon. 
Olmsted County will participate in some of the projects 
targeted for discretionary funding identified in Chapter 
10, which have a total cost of $145 million and a local 
share of up to $32 million. As with MnDOT, this amount 
could be reduced if a higher level of grant funding is 
secured. 

The level of revenue estimated to be available to 
Olmsted County should permit them to meet most of 
their preservation needs and maintain pavement quality 
at a similar level as today. As seen in Figure 15-8, 
Olmsted County has improved overall network pavement 
quality in the last 15-20 years, raising the share of miles 
in good or very good condition to over 70%. Of the roads 
not at this level, most are very low volume (<1500 
AADT) rural roads serving very low-density rural areas. 

Figure 15-9 illustrates that the County Bridge Network is 
likely to need only a moderate level of investment going 
forward. Most bridge and bridge culvert structures are 
rated in Good or Better condition and unlikely to need 
replacement over the next two decades. The chart for 
bridges in Figure 15-9 suggests there is a subset of 
bridges dating to the 1960-1980 period which, given their 
age, may need attention during the second half of the 
plan horizon. Structure ratings of Satisfactory or Fair, 
coupled with an age of 40 to 60 years, are indicative of 
potential bridge rehab needs surfacing in a 10 to 20-year 
period. 

In terms of improvement needs, most of the projects in 
in the NHS Interchange Access and Regional Highway 
Access Management categories are tagged as illustrative 
projects in need of discretionary funding in order to move 
forward. The $32 million shown in Block 3 of Table 15-7 
as jurisdictional match for discretionary projects could be 
reduced further if a higher level of grant funding is 
secured. 

Other major improvement cost categories for Olmsted 
County include regional arterial safety/mobility, support 
for growth management plan and spot safety/corridor 
enhancement needs. History has shown that not all 
growth management or spot safety needs will likely be 
realized over the horizon of the plan, though specifying 
which individual projects will occur is difficult as it  
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Figure 15-8: Trend in MnDOT Pavement Conditions since 2011 

 

 

Source: Olmsted County Public Works Department 

Figure 15-9: Bridge Network on Olmsted County System 

Source: Data from MnDOT Bridge Office, Analysis by ROCOG 
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depends on the scale and location of growth the city of 
Rochester experiences. Assuming that about 50% of 
improvement needs for regional arterials, spot safety and 
growth management are needed, along with a higher 
realized level of grant funding (reducing local share on 
discretionary projects) and some delay of preservation 
work on low volume roads suggests that Olmsted County 
is in a fiscally constrained position. 

Discussion of Rochester Preservation and 
Improvement Costs & Revenues: 2021-2045 
Preservation and improvement needs, as shown in Table 
15-8 on the Rochester system, are expected to approach 
$756 million (YOE dollars) over the next 25 years, with 
system preservation driving the majority of costs at 
approximately 72% of the total need estimated. Included 
in the estimated system preservation need is over $139 
million in estimated backlog needs, which are roadways 
that have exceeded their respective 50/60/70-year 
design life that was assigned for purposes of the 
analysis. Note that 71% of the lane miles in the 
Rochester street system are accounted for by local 
streets in neighborhoods or business areas, which 
experience low traffic volumes. These may be amenable, 
given a shortfall in funding, to extended maintenance 
and preservation program activities short of 
reconstruction after their 70-year design life has been 
exceeded, thus reducing the fiscal cost of street 
preservation. 

The estimated revenue available to Rochester over the 
next 25 years is $367 million, representing approximately 
50% of projected need. In the previous ROCOG Plan, city 
revenues were approximately $200 million higher due to 
the expectation of development fees related to off-site 
traffic operations and management improvement, such 
as signals and turn lanes, and substandard street fees to 
contribute to upgrading of local roads to arterial or 
collector function in areas of new development. A recent 
Minnesota Supreme Court case determined cities could 
not collect such fees for off-site improvements at the 
time of development. Other court cases tightened benefit 
determination rules applicable to special assessments, 
which has also limited the amount of revenue cities can 
collect from property owners abutting projects. 

Despite the funding constraints, the City has been able to 
maintain pavement conditions at reasonable levels given 
current revenues. Figure 15-10 illustrates the trend in 
pavement conditions over the last 10 years. The City has 
been able to maintain 80-90% of streets at a pavement 
surface quality of Good or Very Good, with approximately 
10% at a level of Fair and less than 2% Poor. 

Rochester has only 47 bridges under its control, including 
24 bridge culverts and 23 bridges. Bridge preservation 
needs are estimated at less than 7% of overall system 
preservation needs, so the impact of bridge costs is a 
relatively minor factor in the fiscal assessment. 
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Table 15-8: Rochester Cost Summary and Net Revenue/Cost Position 2021-2045 

 
Source: ROCOG 
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To help address the shortfall in funding for road 
preservation, the City is exploring options for raising 
additional revenue. A utility charge for the use of right-
of-way by private utilities is being considered, which 
could raise $2-$3 million annually for road preservation. 
The City is also working with likeminded communities at 
the State Legislature to advocate for the ability to 
establish Street Improvement Districts as an alternative 
mechanism to raise dollars for maintenance. 

Turning to improvement needs, it is estimated that the 
City could potentially need up to $207 million for 
improvements over the horizon of the plan. About 30% 
of this amount is accounted for by assumptions regarding 
the local share the City would contribute towards future 
illustrative projects to be funded with discretionary grant 
dollars. The majority of the remaining dollar needs 
identified accrue in the categories of Supporting the 
Growth Management Plan, Supporting Economic 
Development, and capacity/mobility enhancement of the 
Major Urban Strategic Arterials that serve as the main 
gateways to downtown Rochester. 

As with Olmsted County, not all growth management 
needs are expected to be necessarily during the horizon 
of the Plan and will be dependent on the scale and 
direction of urban growth over the next 25 years. 
Projects supporting economic development are a mix of 
improvements that would enhance connectiveness of the 
urban street grid in business areas and would be 

desirable projects but could be delayed if necessary if 
funding was not available. 

Capacity and mobility enhancement on major urban 
arterials will be important to provide necessary travel 
capacity in and out of downtown; per the Destination 
Medical Center and Downtown Mobility Plans, these 
improvements are expected to benefit multi-modal travel, 
particularly transit, and accommodate shifts in traffic due 
to implementation of transit priority lanes. This work is 
expected to be supported partially by discretionary grant 
dollars, and also by dollars from the DMC Economic 
Development Authority. Grant and DMC dollars are 
expected to provide about 55% of needed funding, so it 
will be important for the city to be able to leverage these 
funds at about a 1:1 ratio with an estimated $41 million 
if all the major urban strategic arterials are implemented. 

In terms of fiscal constraint, a likely scenario for the City 
is to devote approximately 75% of current revenues to 
preservation, which would fund about 50% of estimated 
preservation needs. 100% of major streets and bridge 
preservation needs could be funded under this scenario, 
with approximately 35-40% of local street preservation 
needs being met. Reconstruction of local streets at the 
end of their design life would be delayed in lieu of low-
cost pavement surface maintenance, similar to what 
occurs now. Any additional revenue sources expand the 
preservation effort on local streets or could allow for 
some shifting of dollars to improvement needs. 
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Figure 15-10: Trend in Rochester Pavement Conditions Since 2011 

 
Source: Rochester Public Works Department 

Figure 15-11: Bridge Network on Rochester Street System 

 
Source: Data from MnDOT Bridge Office; Analysis by ROCOG 
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In regard to improvement needs, under the 75% 
maintenance scenario, approximately 40-45% of 
improvement needs could be met. Most importantly, the 
local match on all projects flagged as illustrative and 
dependent on discretionary could be provided, but that 
would be at the expense of growth management and 
economic development needs. In the likely scenario that 
possibly 50% of discretionary funding is realized, about 
$60 million in improvements needs could be met, which 
would represent 40% of improvement needs. 
Approximately $42 million in dedicated DMC funds and 
$28 million in private funds are assumed, which would 
raise the overall level of improvement needs that could 
be funded to about 60-65%. 

Operating Costs for Road Agencies 
Operating costs for road agencies include a range of day-
to-day activities necessary for keeping the road network 
functioning for daily travel. It includes activities such as 
snow and ice control, street sweeping, emergency 
repairs, and clean-up due to events such as flooding or 
spring pothole repairs. For the most part, these activities 
are conducted by in-house staff and are treated as a 
current expense (as opposed to a capital expense) for 
financial purposes. The following sections discuss 
operations for Rochester, Olmsted County, and MnDOT.  

Rochester Street Operations 
As shown in Figure 15-12, street operation costs for the 
City of Rochester have grown over the last 15 years from 
approximately $5.8 million in 2004 to $11.6 million in 
2018, an annual increase of approximately 4%. This cost 
is composed of three elements, including street and 
highway maintenance, snow and ice control, and street 
lighting. Street and highway maintenance accounts for 
the largest share of expenses, growing from 60% of 
costs in 2004 to 80% of costs in 2018 as costs for 
lighting and snow/ice control have grown only nominally 
over the time period.  

The increase in costs for street and highway 
maintenance are influenced by multiple factors, the most 
important being the growth in street mileage along with 
inflationary changes in prices and labor costs. As 
illustrated in Figure 15-12, during the 2004-2018 period 
the Rochester road system has grown by 2.9% annually, 
from 647 lane miles in 2004 to 988 lane miles in 2018.  

When viewed from the perspective of budgetary impact, 
street operations have been a fairly steady item in the 
City’s current expense ledger as shown in Figure 15-13. 
The street operations share of current city operating 
expenses has varied from a low of 8.9% to a high of 
11.7%, averaging 10.2% in current dollars and 9.3% 
inflation-adjusted dollars over the 2004-2018 period. 
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Figure 15-12: Cost of Street Operations – 
Rochester 

 

 

 

Source: Data from Minnesota State Auditor Annual City 
Finances Reports 

Figure 15-13: Budgetary Impact of Street 
Operations 

Source: Data from Minnesota State Auditor Annual City 
Finances Reports 

Figure 15-14 illustrates street operations cost per mile in 
both current dollars and inflation-adjusted dollars. 
Current dollar costs have risen from $8,527 to $11,768 
per lane mile over the 15-year period, an annual increase 
of 2.2%. 

Figure 15-14: Cost Per Mile for Street 
Operations 

Source: ROCOG Analysis 

Looking forward, ROCOG estimates that for the period of 
2021 to 2045 Rochester will need approximately $438 
million in revenue to pay for street operations based on 
projections of past cost trends. From a 2018 annual cost 
of $11.6 million, it is projected that annual costs in 2045 
would be approximately $22 million. This represents a 
2.3% annual increase in costs. 

The City devotes a base share of $2 million annually in 
Municipal State Aid funding to street maintenance, which 
currently accounts for about 16% of costs. The 
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remainder of funding will come from local city tax 
revenue, as it has historically. Table 15-9 lists the 
primary sources of city tax revenue and the realized 
growth rate in these tax sources over the 2004-2018 
period, along with the annual growth rate in taxable 
market value, which is the base on which property taxes 
are calculated.  

Table 15-9: Rochester Tax Revenue Growth 

 

 

ROCOG has projected population and household growth 
of 40% for the period through 2045 for Rochester, 
slightly lower than growth seen in the last 25 years but 
still significant, along with continued growth in visitor 
traffic fueled by increases in Mayo Clinic patient 
numbers. As a result, ROCOG expects tax revenue and 
taxable market value for Rochester will continue to grow, 
and that adequate revenue will be available to fund 
street operations even accounting for the projected 2.3% 
annual increase in costs. 

Olmsted County Operations 
As shown in Figure 15-15, costs for highway operations 
for Olmsted County have grown from approximately $5 
million in 2004 to $9.3 million in 2018, an annual 
increase of 5% in current dollar costs. The increase in 
costs for street and highway maintenance are influenced 
by multiple factors, the most important being inflationary 
changes in prices and labor costs. The size of the 
Olmsted County highway network has remained fairly 
constant, declining from 521 centerline miles to 500 
miles between 2004 and 2018, although it is expected 
the system will grow back to its prior size as banked 

Figure 15-15: Cost of Highway Operations 

Source: Minnesota State Auditor Annual County Finances 
Report 
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County State Aid mileage from highway turnbacks is 
reassigned. 

When viewed from the perspective of budgetary impact, 
highway operations have been a fairly steady item in the 
County’s current expense ledger as shown in Figure 15-
16. Highway operations have on average been 5.1% of 
the County’s current city operating expenses, varying 
from a low of 2.7% to a high of 7.2%. During the period 
of the Great Recession, costs ran noticeably below 
average. But since 2012, the range of annual costs has 
been in a much narrower band, varying by only 1.8%. 

Figure 15-16: County Budget Impact for Road 
Operations 

 

 

Source: Minnesota State Auditor Annual County Finances 
Report 

Figure 15-17 illustrates street operations cost per mile in 
both current dollars and inflation-adjusted dollars. 

Current dollar costs have risen from $4625 to $8900 per 
lane mile over the 15-year period, an annual increase of 
4.8%, while in inflation adjusted terms costs have risen 
by 2.8% annually. 

Looking forward, ROCOG estimates Olmsted County will 
need approximately $405 million in revenue to pay for 
operations based on past trends, with annual cost rising 
from $9.3 million $21 million in 2045, which represents a 
2.7% annual increase in costs. 

Figure 15-17: Highway Operations Cost per Mile 
– Olmsted County 

Source: ROCOG Analysis 

The County receives an annual maintenance allocation 
from the County State Aid Highway programs which in 
2019 equaled approximately $3.4 million. This will 
typically fund a portion of operations costs. The 
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remainder of funding comes primarily from locally raised 
tax revenue.  

Table 15-10 lists the primary sources of tax revenue 
Olmsted County collects and the realized growth rate in 
these tax sources over the 2004-2018 period, along with 
the annual growth rate in taxable market value, which is 
the base on which property taxes are calculated. Note 
that sales taxes for transportation and wheelage taxes 
were only collected beginning in 2014, and that sales tax 
collections were phased in—the 36% is not reflective of 
long-term growth prospects. ROCOG expects long term 
sales tax growth would mirror closely the rate reported 
for Rochester in Table 15-9, which was 9.4% annual 
growth 

Table 15-10: Olmsted Tax Revenue Growth 

 
*Taxable Market Value is not a tax revenue tool but the base 
on which property tax is calculated 

ROCOG has projected population and household growth 
of approximately 40% for the period through 2045 for 
Olmsted County, slightly lower than growth seen in the 
last 25 years but still significant. Transportation sales tax 
and wheelage tax collections are also expected to 
continue to grow, as discussed earlier in this chapter. As 
a result, ROCOG expects tax revenue and taxable market 
value for Olmsted County will continue to grow, and that 
adequate revenue will be available to fund street 
operations even accounting for the projected 2.7% 
annual increase in costs. 

MnDOT Highway Operations 
MnDOT District 6 maintains 825 miles of Interstate 
highway, 3670 lane miles of trunk highway, and 877 
bridges in District 6. The district on average has spent 
$19.2 million on payroll (Figure 15-18) and $12.2 million 
on non-payroll items in inflation-adjusted dollars for 
maintenance over the period 2010-2019. Payroll costs 
have varied in a band from a low of $16 million to $21 
million annually; non-payroll costs have varied more 
significantly from $7.7 million to $16.7 million annually. 

Using linear projections based on historic data, ROCOG 
estimates MnDOT will need $735 million for payroll costs 
for the 2021-2045 period, reflecting 2.1% annual growth. 
To project non-payroll costs, given the wide variation in 
historic costs, ROCOG used the annual inflation-adjusted 
average cost of $12.2 million from Figure 15-19, adjusted 
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Figure 15-18: MnDOT Payroll Costs for 
Operations 

 

 

Source: Data from MnDOT Report on Dedicated Fund 
Expenditures, Various Years 

for future inflation of 2.3%, to project District 6 will need 
$415 million in funding for non-payroll items. The annual 
growth rates are in line with latest MnSHIP assumptions, 
which assumes the Highway Trust Fund (HTF) will grow 
at 2.2% annually. Since the HTF funds 97-98% of 
maintenance costs, it is the best proxy for future funds. 

ROCOG Programming of Federal Funding 
and Fiscal Constraint 
ROCOG estimates that the ROCOG Planning Area 
receives on average approximately $16 million in federal 

highway investment annually. As shown in Table 15-9, 
ROCOG is responsible for programming only $2.3 million 
of Surface Transportation Block Grant dollars. With an 
assumed 20% local match, this provides $2.875 million in 
project funding on an annual basis. Over 25 years, the 
STBG will provide $57.5 million in funding at today’s  

Figure 15-19: MnDOT Non-Payroll Costs for 
Operations 

Source: Data from MnDOT Report on Dedicated Fund 
Expenditures, Various Years  
current allocation, and a total of $14.375 million in local 
share funding will be needed to leverage this federal 
funding. Assuming the 50/50 split in terms of allocating 
these federal to Rochester and Olmsted County, each 
jurisdiction will need to provide approximately $7.2 
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million over the life of the plan to match the STBG 
allocation. For Olmsted County, this represents 1.2% of 
estimated revenues over the plan horizon and for 

Rochester it represents 2% of available revenues. 
Rochester and Olmsted County are both able to provide 
adequate match for the funding ROCOG allocates. 

Table 15-11: Flow of Federal Highway Funds into ROCOG Planning Area 

 
Source: ROCOG 
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In 2018, the ROCOG Policy Board adopted a policy on 
programming of the $2.3 million allocation that includes 
creation and periodic updating of a list of projects from 
which a project(s) will be selected to receive the annual 
allocation of ROCOG-programmed federal funds. The 
ROCOG Policy Board will use this list as a starting point 

for selecting each year during development of the TIP. It 
is expected that this list will remain in good standing until 
the next Plan update occurs, at which time it will be 
updated. Table 15-10 represents the current list of 
candidate projects. 

Table 15-12: Current ROCOG Candidate Project List for STBG Funding 
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List of Illustrative Projects in Long Range Plan 
The prior section of this chapter referred to illustrative projects for which the local road authorities (MnDOT, Olmsted 
County, Rochester) will be seeking discretionary funding. Table 15-11 lists these projects. 

Table 15-13: Illustrative Project List 
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Transit Financing Overview 
The ROCOG 2045 Long Range Plan reflects a new vision 
for the future of transit in the Rochester urban area as 
the range of services expands and transit no longer 
consists solely of traditional fixed route service and 
complementary paratransit service. The next 25 years 
are expected to see notable changes as a Downtown 
Rapid Transit Line is developed, the City of Rochester 
transitions from a Park and Ride program where parking 
capacity is leased from private businesses to one where 
Rochester establishes permanent park and ride hubs 
along major regional highways with significantly 
expanded capacity, and the initial phases of a BRT-based 
Primary Transit Network emerge. 

At the same time, traditional fixed route community 
service will continue to expand as the city grows from a 
2018 population of 117,500 to an expected 2045 
population of over 160,000, downtown employment 
grows by 50% to over 60,000 workers, and the overall 
level of urban area employment reaches 150,000. Dial-A-
Ride service, which has served a relatively stable number 
of riders for the last decade, will likely see increased 
demand as the number of persons over age 60 increases 
from 20% of the population to a projected 31% of the 
population by 2045. 

These expanded and new services will likely expand the 
range of funding sources that need to be considered to 

support transit and may necessitate the consideration of 
different funding models for operating certain services, 
particularly those serving targeted markets such as 
commuters. 

Federal financing of transit involves various programs 
which use different allocation models. Section 5307 
funding is distributed directly to public transit authorities, 
while other FTA program dollars are allocated to the 
state and distributed through a collaborative process 
involving the MnDOT State Transit Office and the local 
transit authority. Funding recommendations from these 
entities are forwarded on to the Area Transportation 
Partnerships (ATP) and MPOs for inclusion in the 
TIP/STIP. A limited amount of federal highway dollars 
can also be flexed and used for transit capital 
investment; final decisions regarding use of these 
Surface Transportation Block Grant funds rest with the 
ATP (with MPO concurrence) as these bodies are 
responsible for final distribution of the MnDOT share of 
federal highways funds allocated to District 6. Rochester 
also enters an era where success in seeking discretionary 
federal funds through competitive grant programs will be 
important for capital investment associated with new 
services such as the Downtown Rapid Transit project, 
currently accepted into the Small Starts program, and the 
Primary Transit Network. 

This section summarizes the financial implications of the 
continued provision of existing transit services in the 
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Rochester area along with development of new services 
including Downtown Rapid Transit (DRT), an expanded 
Park and Ride network and the Primary Transit Network 
(PTN). Table 15-12 summarizes the estimated costs for 
implementing and operating these services over the 25-
year plan horizon, based on an implementation scenario 
reflecting recent community plans. The total estimated 
cost through the Year 2045 is $1.17 billion, including 
approximately $350 million to continue providing basic 
fixed route transit service and $310 million to develop 
and operate the proposed Downtown Rapid Transit 
service starting in 2025. 

While $1.2 billion is a significant number, it represents 
year of expenditure costs reflecting a 2-3% annual 
inflation rate for goods and services. What this means is 
that infrastructure or service that costs $1 today will cost 
$2 ($1.97 to be exact) in the year 2045 at a 3% inflation 
rate. The assumption regarding rate of inflation is based 
on the trends observed in local transit metrics such as 
cost per mile and cost per hour, based on analysis of 10 
to 15 years of historic cost data.  

Summarizing each of the five major components of the 
future Rochester transit system finds the following:  

• ZIPS Dial-A-Ride Service: This service serves 
elderly and handicapped individuals who have been 
determined to be eligible to use the service. 
Continued passenger growth is expected to occur at a 
slightly higher rate than the last 10 years (2% 

annually) given the changing demographics of the 
local population, which will see a significant growth in 
the number of persons age 65 and above. The Plan 
assumes the State will continue its commitment to 
funding basic transit services, which is important 
given the level of operating funding the State 
provides for paratransit service. 

• Neighborhood Fixed Route Service: While 
Rochester Public Transit manages all types of fixed 
route service as a single system, for purposes of the 
Long Range Plan, the analysis was broken into two 
systems: one referred to as Neighborhood Fixed 
Route and the second reflecting the City’s Park and 
Ride service. This was done to clearly illustrate the 
magnitude of change expected in the Park and Ride 
service, which serves about 2000 users today but is 
expected to grow to approximately 9000 users by the 
year 2045. A transition is being made from leased 
parking to City-owned parking on properties the City 
would acquire. 
 
Relative to “Neighborhood Fixed Route” service, the 
plan assumes a slightly higher growth rate in ridership 
and passenger miles (1.9% annually versus a historic 
rate of 1.5%), but does so with a slightly lower 
growth in vehicle miles and vehicle hours of service. 
This assumption is predicated on the growth 
management strategy adopted in 2018 as part of the 
City’s updated comprehensive plan (P2S 2040), which 
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Table 15-14: Summary of Estimated Transit Costs 2021-2045 

 
Source: ROCOG 
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1) assumes a more centralized pattern of growth 
directed towards areas already served by public 
transit, and 2) assumes an expected shift towards 
higher density styles of housing development which 
should be more efficient to serve. As with dial-a-ride 
service, the plan assumes neighborhood fixed route 
service being part of the “basic” transit service 
provided to the community and that the State will 
continue its commitment to funding this service at a 
similar level as in the past. 

• Downtown Rapid Transit: The City of Rochester 
has entered the FTA Small Starts program for the 
Downtown Rapid Transit project and is currently in 
Phase I project development. The Downtown Rapid 
Transit system is expected to provide 5-minute peak 
period service and 10-minute off peak service along a 
3.7-mile corridor serving core employment and 
activity areas of downtown Rochester along the 
downtown’s primary east/west corridor (2nd St 
South) and extending south from 2nd St along a 
corridor yet to be determined that will serve a 
potentially large area of future redevelopment in the 
southeast sector of downtown Rochester. Termini for 
the corridor will be “West” and “East” Transit Villages 
that are envisioned to be mixed use developments 
with housing along with significant amounts of 
commuter parking (2500 to 3000 spaces at the West 
Village and 1000-1500 spaces at an East Village) and 
mobility hub features. The project will be developed 

in two phases, with Phase I serving the 2nd St SW 
corridor. The design of the system will be based on 
the principles of Bus Rapid Transit running partially in 
mixed traffic partially in Business/Access Transit lanes 
(“BAT” lanes). 

• Commuter Parking Development and Express 
Park and Ride Bus Service: The Plan describes a 
program for developing 7400 new spots for commuter 
parking over its horizon, located on the periphery of 
the city, along major regional highways that deliver 
over 25,000 commuters per day to Rochester from 
throughout southeastern Minnesota. These sites will 
be linked to downtown Rochester by a fleet of peak 
period express buses, a service which the City is 
interested in providing with the newest electric bus 
technology. 

• Primary Transit Network (PTN): The final element 
of the proposed transit system is the proposed PTN 
that has been articulated in the City’s comprehensive 
plan. Development of this core service would provide 
high frequency, high quality Bus Rapid Transit on a 
limited number of core corridors, including Broadway 
Ave north/south through the city, 2nd St South & 4th 
St SE east/west through the city, and a corridor on 
7th St NW - Valleyhigh Drive NW connecting 
downtown with the major northwest concentration of 
business activity focused on a redeveloping IBM 
campus and nearby Mayo Clinic satellite facilities. Two 
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other corridors envisioned as part of the ultimate 
PTN, including part of the west side expressway 
corridor known as West Circle Dr, and a portion of 
37th St North, are not assumed to occur during the 
25-year horizon of the Plan. 

The following pages provide added detail to the Transit 
Summary Cost Table information in Table 15-14, 
including discussion of the analysis or assumptions that 
drive the estimates of operating, vehicle, and capital 
costs. Summary charts following these overviews 
illustrate expected cash flow needs for operating and 
capital investment, based on an assumed phasing that 
reflects recommendations from various recent plans 
including P2S 2040, the 2018 DMC Integrated Transit 
Studies, and the 2014 DMC Development Plan. 

Dial A Ride Service Summary 
Table 15-15 summarizes the analysis estimating future 
operating and capital costs for the Rochester ZIPS Dial-a-
Ride service thru the planning period of 2045. The upper 
half of this table reports historic results for selected years 
since 2003 for information and comparison purposes, 
while the lower half of the table reports projected results 
at five-year increments through 2045. Total operating 
costs in Summary Table 15-12 are derived from this 
work. 

Table 15-16 compares historic and projected annual 
growth rates for the various metrics. Historic rates are 

based on the 10-year period of 2009-2018, while 
projected rates are for the planning horizon of 2021-
2045. Growth rates are generally slow, though this in 
part is due to laws of large number where similar levels 
of historic and future growth will yield lower future 
growth rates as the underlying base from which the 
growth is calculated grows. Based on the projected 
growth of vehicles hours of service (and assumptions 
that a vehicle will provide 2000 hours of service per year 
and Class 300/400 vehicles have a service life of 150,000 
miles) the plan estimates that the in-service fleet will 
need to expand by 1 vehicle every 7 years, and that a 
replacement vehicle will need to be scheduled for every 
3-4 years. Vehicle costs are assumed to be $200,000 in 
2019, rising to an inflation-adjusted cost of $406,500 by 
the year 2045, with a 20% local cost share. 

The mix of funding that supports ZIPS service has 
changed significantly over the last 10 years. In 2016, the 
Minnesota State Legislature adopted a revised funding 
approach for transit in the state of Minnesota that both 
raised the level of revenue available to support transit 
operations and allowed more State dollars to flow into 
basic paratransit and fixed route service. Figure 15-20 
illustrates the impacts of these changes on the funding of 
operations. The share of state dollars has risen from a 
low point in 2014 of supporting 70% of operating costs 
to meeting close to 95% of costs by 2019. This has
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Table 15-15: Analysis of Dial-A-Ride Service 
Parameters for 2021-2045 

Year 
Rochester 
Population

Total 
Operating 

Cost
Passenger 

Trips
Passenger 

Miles
Vehicle 
Miles

Vehicle 
Hours

Trips per 
Capita

Rev Miles 
Per Capita

Passengers 
per hour

Passengers 
per

 veh mile
Cost per 

Hour
Cost per 

Passenger
Cost per 

Vehicle Mi

Cost per 
Passenger 

Mile
2003 93,037       441,035$      48,256       298,564     159,735     11,784       0.52            1.72            4.10            0.30            37.43         9.14$         2.76$         1.48$         
2005 97,191       542,694$      43,089       290,285     180,123     12,266       0.44            1.85            3.51            0.24            44.24$       12.59$       3.01$         1.87$         
2010 106,769     647,773$      40,717       303,923     178,161     12,176       0.38            1.67            3.34            0.23            53.20$       15.91$       3.64$         2.13$         
2015 111,907     854,442$      45,062       318,476     272,293     17,198       0.40            2.43            2.62            0.17            49.7$         18.96$       3.14$         2.68$         
2018 117,444     1,084,931$  46,133 266,758 252,315 15,917 0.39            2.15            2.90            0.18            68.2$         23.52$       4.30$         4.07$         
2025 128,500     1,271,277$   52,006 306,933 288,259 17,546 0.40            2.24            2.96            0.18            72.5$          24.45$        4.41$          4.14$          
2030 138,000     1,430,691$   56,868 335,633 315,213 18,536 0.41            2.28            3.07            0.18            77.2$          25.16$        4.54$          4.26$          
2035 147,500     1,605,260$   61,883 365,228 343,007 19,509 0.42            2.33            3.17            0.18            82.3$          25.94$        4.68$          4.40$          
2040 154,875     1,772,451$   66,144 390,378 366,627 20,190 0.43            2.37            3.28            0.18            87.8$          26.80$        4.83$          4.54$          
2045 162,250     1,955,988$   70,530 416,264 390,938 20,866 0.43            2.41            3.38            0.18            93.7$          27.73$        5.00$          4.70$          

Source: Base data from National Transit Database; projection by ROCOG 

Table 15-16: Historic and Projected Annual Growth Rates for Selected Paratransit Parameters 

 
Source: ROCOG Analysis 



 15 • Financial Assessment 

 15.43 

Figure 15-20: Funding of ZIPS Dial-a-Ride Annual Operating Costs 

 
Source: Base data Minnesota State Transit Report 

permitted the City of Rochester to hold the absolute local 
share of funding level even while service improvements 
including supplemental taxi service during periods of 
peak demand or for evening service, which is more 
efficient in terms of metrics such as passengers per hour 
and passengers per vehicle miles of service.  

In summary, ROCOG expects to see demand for 
paratransit continue to growth, in large part driven by 
the changing demographics of the community as shown 

in Figure 15-21. We assume state funding will contribute 
a similar share of dollars for operating costs going 
forward but are aware that issues regarding the 
adequacy of the revenue flowing into the Greater 
Minnesota Transit Account may require changes in 
funding to support future growth in service. 
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Figure 15-21: Projected Population Growth by 
Age Cohort, Olmsted County 

 
Source: Base data from U.S Census 

Fixed Route Neighborhood Service 
Summary 
As was noted in the transit introduction, Rochester Public 
Transit manages Fixed Route Service as a single system, 
with both neighborhood level service and express service 
between park and ride facilities and downtown Rochester 
accounted for within one accounting framework. For 
purposes of this Plan, these two service elements are 
analyzed as separate systems, due to the significant 
expansion in park and ride service planned to support the 
Destination Medical Center initiative which may result in 
300-400% growth in the number of park and ride users. 

The following charts illustrate how the character of these 
two elements of Rochester fixed route service have been 
diverging recently. Figure 15-22 illustrates the significant 
growth in park and ride ridership, which has changed the 
mix of users by close to 20% recently. Figure 15-23 
illustrates that even with this change in ridership mix, the 
percentage of service hours devoted to neighborhood 
service has remained relatively unchanged as both 
service components have grown from a service hour 
perspective. Finally, Figure 15-24 illustrates the 
divergence that has emerged in terms of cost per rider, 
as express buses operate closer to capacity which 
effectively has reduced the cost per rider to about one-
third the level of neighborhood fixed route users. 

Figure 15-22: Ridership by Service Type 

 
Source: Rochester Transit Development Plans 
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Figure 15-23: Hours of Service by Service Type 

 

 

Source: Rochester Transit Development Plans 

Figure 15-24: Cost Per Rider by Service Type 

Source: Rochester Transit Development Plans 

Based on the data in Figures 15-14/15/16, an estimate 
was made of the historic neighborhood system share of 
costs, passengers, and vehicle operations for fixed route 
service, reported in the upper half of Table 15-17. Using 

these estimates, projections of various metrics were 
completed for the period of 2021-2045. As a means to 
understand the implications, note the 2018 Operating 
costs of $6.4 million represent about 70% of the total 
fixed route operating costs of $9.2 million reported for 
2018. 

As with paratransit service, projected growth rates for 
factors such as operating costs, vehicles miles/hours of 
service miles per capita are expected to be similar or 
lower than historic rates. ROCOG policies and strategies 
adopted by the City of Rochester in its 2018 Growth 
Management Plan, which encourage a more centralized 
growth pattern emphasizing infill and redevelopment, 
and slower expansion in terms of outward expansion due 
to financial constraints that will limit expansion of 
municipal sewer infrastructure, will help moderate the 
need to expand transit service in the urban area 
compared to past decades. 

Table 15-18 analyzes past capital investment in the 
Rochester transit system to establish a benchmark for 
comparing future needs. Over the ten-year period of 
2011-2020, over $82 million in capital investment was 
programmed through the annual ATP-STIP process, or an 
average of approximately of $8.2 million annually. The 
lower part of the table shows the breakdown in funding, 
with approximately 28% of project costs funded with 
local dollars and the remainder with federal dollars. 
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Table 15-17: Fixed Route Neighborhood Transit Service – Historic and Projected Metrics 

 

 

Year 
Rochester 

Population

Total 
Operating 

Cost
Passenger 

Trips
Passenger 

Miles
Vehicle 
Miles

Vehicle 
Hours

Trips per 
Capita

Rev Miles 
Per Capita

Passengers 
per hour

Passengers 
per veh mile

Cost Per 
Hour

2005 97,191           $2,573,697 964,381         3,823,278          609,367           59,794           9.92             6.27                16.13                1.58                    $43.04

2009 104,578    $3,423,776 1,094,976 4,341,020     695,007      46,850       10.47      6.65          23.37           1.58             $73.08
2010 106,769    $3,700,226 1,127,625 4,470,456     695,678      47,535       10.56      6.52          23.72           1.62             $77.84
2015 111,907    $4,687,922 1,253,443 4,969,258     769,598      52,554       11.20      6.88          23.85           1.63             $89.20
2018 117,444    $6,423,438 1,239,110 4,912,437     1,002,825   72,119       10.55      8.54          17.18           1.24             $89.07

1.4% 9.7% 1.5% 1.5% 4.9% 6.0% 0.1% 3.2% -2.9% -2.4% 2.4%

2025 128,500     $7,616,338 1,473,965 5,276,794     1,023,455   69,039       11.47      7.96          21.35           1.44             $110.32
2030 138,000     $8,897,626 1,601,673 5,733,989     1,167,413   75,737       11.61      8.46          21.15           1.37             $117.48
2035 147,500     $10,178,915 1,729,381 6,191,184     1,331,189   82,435       11.72      9.03          20.98           1.30             $123.48
2040 154,875     $11,460,204 1,857,089 6,648,379     1,517,452   89,134       11.99      9.80          20.83           1.22             $128.57
2045 162,250     $12,741,492 1,984,797 7,105,575     1,729,223   95,832       12.23      10.66        20.71           1.15             $132.96

1.4% 3.9% 1.9% 1.9% 3.7% 2.1% 0.4% 1.7% -0.2% -1.0% 1.2%Ann Ave Growth
2021-2045

Ann Ave Growth
2009-2018

Table 15-18: Capital Expenditures for Transit 2011-2020 

Bus Garage Shelters
Downtown

 Hub
EV

Charging NW Hub Park & Ride
St. Mary's 

Hub Technology Vehicles Total
2011 15,000,000$ 1,331,000$    16,331,000$ 
2012 12,300,000$ 200,000$     2,280,000$    14,780,000$ 
2013 150,000$ 150,000$     1,938,000$    2,238,000$    
2014 500,000$   1,500,000$ 1,648,000$    3,648,000$    
2015 300,000$     2,120,000$    2,420,000$    
2016 1,978,231$    1,978,231$    
2017 120,000$     120,000$       
2018 1,000,000$ 250,000$     420,000$     5,330,000$    7,000,000$    
2019 6,125,000$    40,000$ 50,000$      1,000,000$ 150,000$ 250,000$     150,000$     11,028,000$ 18,793,000$ 
2020 24,000$ 1,237,500$ 2,000,000$ 500,000$     200,000$     11,000,000$ 14,961,500$ 

Grand Total 33,425,000$ 64,000$ 550,000$   2,237,500$ 300,000$ 3,150,000$ 1,620,000$ 2,270,000$ 38,653,231$ 82,269,731$ 
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Capital expenditures during this period were largely 
directed towards vehicle acquisition and construction of 
the Rochester Transit Operations Center. Looking 
forward, while some expansion of the RTOC is expected, 
vehicle acquisition will remain a major expenditure with 
Park and Ride development expected to draw more funds 
as described in the next section. 

Similar to paratransit service, the funding mix that 
supports fixed route operations has changed in the last 
five years with the infusion of additional State funds to 
support the service (Table 15-19). As illustrated in Figure 
15-25, changes adopted by the State Legislature in 2016 
have increased the share of State funding to close to 
80% and reduced local share needs from 40% to 
approximately 10%. While the Plan assumes a similar 
level of support will be retained going forward, ROCOG 
as noted in the paratransit discussion, is aware of risks 
relative to the funding that may be available from the 
Greater Minnesota Transit Fund and that a shifting mix of 
funds may be required again in the future, with more 
reliance on local funding to support this service. 

Express Park and Ride Service Summary 
The scale of Express Park and Ride service for downtown 
workers Rochester provides is expected to undergo a 
significant change over the course of the next 20 years. 
Figure 15-26 illustrates the current system which has six 
sites providing approximately 2000 spaces for 
commuters; the system envisioned will have 6 sites with 
approximately 7400 spaces, with the City owning and 
operating the sites instead of the current arrangement 
where they lease parking spaces from landowners. 

Development of the sites is estimated to cost $95 million. 
It is expected to be phased in over time, with new 
capacity being strategically added every 3 or 4 years as 
demand for commuter parking in different corridors 
grows. 

Table 15-20 summarizes expected development costs for 
the future park and ride network. Most sites are expected 
to be developed as surface lots, although possible ramp 
facilities are envisioned in two areas where land cost are  

Table 15-19: Sources of Capital Funds 2011-2020 

 

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 Total
FTA 12,586,000$ 11,381,600$ 1,155,200$ 2,188,800$ 1,936,000$ 1,371,084$ 96,000$    1,600,000$ 9,302,400$    9,166,152$    50,783,236$ 
FHWA 479,200$       442,400$       468,000$     297,000$     -$              211,500$     -$          3,360,000$ -$                2,783,848$    8,041,948$    
Local 3,265,800$    2,956,000$    614,800$     662,200$     484,000$     395,647$     24,000$    2,040,000$ 9,440,600$    3,011,500$    22,894,547$ 
Total 16,331,000$ 14,780,000$ 2,238,000$ 3,148,000$ 2,420,000$ 1,978,231$ 120,000$ 7,000,000$ 18,743,000$ 14,961,500$ 81,719,731$ 
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Figure 15-25: Sources of Operating Cost Revenues – Fixed Route Transit 

expected to be higher or land availability more limited. 
Funding for the park and ride facilities is expected to 
come from a number of sources, including standard FTA 
capital investment programs, DMC capital investment 
funds raised through state and county transit sales taxes, 
and general-purpose DMC sales tax funds contributed by 
the City. The City of Rochester may also choose to use 
revenue from its parking utility fund to help fund these 
facilities. 

Table 15-21 summarizes projected operating costs for 
the Express Bus network that will serve the Park and 
Ride network and compares those costs with the current 

system. The second and third columns in the table report 
costs for current Express Bus service, which is $1.1 
million annually, serving about 1700 users at an average 
annual cost of $655 per user. The proposed system, 
described in the remaining columns, is estimated to have 
an annual operating cost of $4.2 million at full capacity of 
7,400 users, at an annual average cost of $573 per user. 

Park and Ride users at most sites will also have access to 
service provided by the Primary Transit Network, which 
will help to limit the number of dedicated vehicles for 
express service that need to be running. A large share 
the costs of the current system are covered by the Mayo 
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Figure 15-26 Existing and Proposed Rochester Park and Ride Network 

 
Source: ROCOG  
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Table 15-20: Development Costs for Permanent City Park and Ride Sites 

Medical Center, whose employees account for about 90% 
of usage. This model will be continued going forward, 
with non-Mayo users contributing operating funds as well 
as traditional operating sources such as state funding. 

Downtown Rapid Transit Service Summary 
The Locally Preferred Alternative for the proposed 
Downtown Rapid Transit system is illustrated in Figure 
15-27, running from a proposed West Transit Village on 
west 2nd St to a proposed East Transit Village along 

South Broadway Ave. A limited number of stations to 
serve the corridor would be developed, and commuter 
parking would be located at each end of the route as part 
of a mixed-use transit village development. 

Development of the Rapid Transit Route is proposed in 
two phases. The first phase would focus on the 2nd St 
SW corridor, running from the proposed West Transit 
Village location to east end of the Central Business 
District, as illustrated in Figure 15-21. Total development  
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Table 15-21: Park & Ride Express Bus Annual Operating Costs 

Sector Current 
Site

Annual 
Operating 
$$ (2019)

Long 
Term P&R 

Site
Spaces PTN?

Annual 
Operating 

Cost (2019)

Interlined 
With

NE Shopko
250 Users $182,250 

Transit 
Operations 
Center Area

900 Yes  $  1,211,000 75th St

RCTC 
140 Users $75,716 IBM

Cub Food 
50 Users $60,350 

SE/S Maine Street
260 Users $234,500 Maine 

Street Area 1600 Yes  $  1,816,500 TH 14 West

SW Graham Park
300 Users $250,425 South 

Broadway 500 Yes

W -         TH 14 
West Area 1800 No Maine Street

NW IBM
745 Users $310,400 IBM Area 500

Beyond 
Plan 

Horizon
RCTC

NW 75th St Area 500 No NE

 TOTALS 1,700 $1,113,641 $655 7,400    $4,238,500 $573
 USERS COST  COST/USER USERS COST COST / USER

 Served by Rapid Transit 

E/SE RCTC area 1600 Yes  $  1,211,000 

cost is estimated at $203 million, with Phase 1 having an 
estimated cost of $107 million. The breakdown of the 
major development cost components is shown in Table 
15-20. 

Development Costs for the two phases of the projects 
are shown in Table 15-22. Costs include purchase of 

vehicles in Phase 2, development of BRT Guideway, 
development of the St Mary’s Hospital Transit Center and 
2nd St reconstruction, along with construction of an East 
Transit Village in Phase 2. Service on the Phase 1 
alignment is expected to start in 2025, with Phase 2 
tentatively scheduled to follow with 3-5 years. 
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Figure 15-27: Locally Preferred Alternative – 
Rochester Downtown Rapid Transit 

 

 

Source: City of Rochester 

Figure 15-28: Phase 1 of Proposed Downtown 
Rapid Transit Network 

Source: City of Rochester 

Table 15-23 illustrates the anticipated funding program 
for development of Phase I and Phase II of the 
Downtown Rapid Transit Line. Approximately half of the 
funding is expected to come through a Small Starts 
grant, with the bulk of the local share coming from 
dedicated funding streams associated with the 
Destination Medical Center economic development 
program. These DMC revenues are funded by sales tax 
(Olmsted County) and the return of an increment of 
additional income and sales taxed collected by the State 
of Minnesota. These taxes have been collected since 
2016 and will continue through 2034 to provide $128 
million for transit purposes.  

Table 15-24 illustrates projected annual operating costs 
for the Rapid Transit System for selected years along 
with total operating costs through the year 2045.  

Funding for Rapid Transit operations is expected to come 
from a variety of revenue mechanisms. Table 15-25 
illustrates the sources that have been identified in the 
preliminary financing plan and the expected amounts 
each source would yield for selected years through 2045 
as well as for the entire 2025-2045 period of operations. 
Reallocation of service refers to cost savings Rochester 
expects to realize through redesign and/or elimination of 
certain neighborhood transit routes with implementation 
of the Rapid Transit service, with service on those routes 
provided by the Rapid Transit line.
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Table 15-22: Development Costs for Downtown Rapid Transit 

 

Phase 1 Development Costs

Project Element
Base Year 

(2019)
Contingency 

Amount
Professional 

Services Total Base Cost
YOE (2024) 

Cost
Vehicles / Electric Bus / 60' 
Articulated $16,800,000 $1,600,000 $100,000 18,500,000$    $21,400,000

BRT Guideway Development, 
Stations. Systems Operations 
Technology, etc.

$21,400,000 $3,200,000 $10,700,000 35,300,000$    $40,900,000

2nd Street Reconstruction and 
Streetscape $5,500,000 $800,000 $1,900,000 8,200,000$      $9,500,000

Saint Marys Transit Center and 
Subway connection $8,700,000 $1,100,000 $3,100,000 12,900,000$    $15,000,000

Unallocated Contingency Unallocated Contingency reflects the risk of scoping changes to t                               17,800,000$    $20,600,000
Totals $98,700,000  $12,100,000 $34,400,000 92,700,000$    $107,400,000
Phase 2 Development Costs

Project Element
Base Year 

(2019)
Contingency 

Amount
Professional 

Services Total Base Cost
YOE (2029) 

Cost
BRT Guideway Development, 
Stations. Systems Operations 
Technology, etc.

$18,000,000 $2,600,000 $9,000,000 $29,600,000 $36,400,000

East Parking Structure and 
Transit Hub $28,300,000 $2,800,000 $10,600,000 $41,700,000 $51,300,000

Unallocated Contingency Unallocated Contingency reflects the risk of scoping changes to t                               6,750,000$      $8,300,000
Totals $98,700,000  $12,100,000 $34,400,000 78,050,000$    $96,000,000
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Table 15-23: Revenues for Development of Downtown Rapid Transit 

 

 
 

Table 15-24: Operating Costs for Downtown Rapid Transit 
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Table 15-25: Rapid Transit Funding for Operations 
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Primary Transit Network Service Summary 
The Primary Transit Network (PTN) is a proposed transit 
network centered on downtown Rochester that will 
feature high quality, high frequency transit service with 
modern amenities that connect major centers of activity 
(downtown, employment centers, higher education, 
shopping) along a select set of corridors planned for 
mixed-use, transit oriented development. The corridors 
will also connect to a number of proposed long-term park 
and ride lots (see Express Park and Ride Service 
Summary), supplementing the capacity on that system 
provided by dedicated Express Buses while also providing 
off-peak service to the park and ride lots. The PTN 
corridors are envisioned ultimately to be served by Bus 
Rapid Transit (BRT). Figure 15-29 highlights the 
corridors; only those corridors shown as Priority or 
Intermediate PTN Corridors are anticipated to be 
developed during the planning horizon of the Plan. 

At this time, the PTN Network is included in the Long 
Range Plan as an illustrative project, as additional early 
project development work needs to be completed to 
identify future capital and operating revenues for the 
network. The following tables summarize the magnitude 
of costs anticipated to support the system. It is 
anticipated that some station development and 
pedestrian oriented features to support the future PTN 
will be incorporated into highway preservation projects 
as the opportunity arises. For example, a proposed  

Figure 15-29: Primary Transit Network System 
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reconstruction of North Broadway Ave between 
downtown Rochester and the Zumbro River Bridge, 
scheduled for 2021, will incorporate features to 
accommodate a future station at 7th St NW as well as 
enhanced pedestrian features throughout the corridor. 

Table 15-26 illustrates the estimated development costs 
for each corridor shown in the PTN Network Plan. These 
costs are estimated at $1.4 million per mile and are 
intended to reflect costs associated with infrastructure to 

support the service such as station development, 
improved station access for pedestrians, cyclists and 
scooters, handicapped accommodations, and technology-
related systems. In Table 15-27, the reduced cost for the 
2nd St SW/4th St SE corridor is reflective of having this 
infrastructure developed as part of the Downtown Rapid 
Transit project in advance of the future PTN service. 
Table 15-27 illustrates anticipated operating costs for 
each route, reported in base year dollars.

Table 15-26: Development Costs for Primary Transit Network 

 

 

Source: ROCOG 

Table 15-27: Estimated Annual Operating Costs for PTN Routes 

Source: ROCOG 
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Summary of Aggregate Transit Funding 
Needs  
Figures 15-30 through 15-32 highlight the revenue needs 
over time for capital investment and operating purposes 
that various elements of the transit and commuter 
parking system plan will require in order to maintain, 
expand or initiate the services that have been identified. 

Figure 15-30 illustrates transit operating revenue needs 
over time. From a current level of approximately $12 
million a year, projected operating needs would rise to 
approximately $44 million annually by 2045 in YOE costs. 
The Plan assumes neighborhood fixed route and 
paratransit services will continue to receive similar levels 
of state support through the planning horizon. Downtown 
Rapid Transit and Park and Ride Express service will have 
funding plans for operations that rely more heavily on 
user fees to support these services, with support of 
programmatic transit operating funds limited to 40% of 
service costs. The Primary Transit Network at this time is 
included as an illustrative project to highlight potential 
future need for additional operating funds. It is possible 
that the City may pursue a larger system redesign effort 
in advance of PTN deployment to explore options for 
reallocating transit revenues more effectively across the 
range of services proposed. 

Figure 15-31 summarizes vehicle acquisition needs across 
time for the different services. Fixed route neighborhood 

service will see a steady need for vehicle replacement 
purchases over time, with limited expansion needs. Rapid 
Transit sees an early acquisition phase in the 2020s 
followed by vehicle replacement needs in 2040s. Express 
Bus Park and Ride service will see a steady need for 
acquisition as parking capacity is phased in (Figure 15-
32) and early vehicle acquisition in the 2020s generate a 
need for vehicle replacements starting in late 2030s. PTN 
vehicle needs are illustrative at this time. 

Figure 15-32 summarizes other capital investment needs. 
The largest share of investment is associated with 
development of Downtown Rapid Transit in the 2020’s, 
assumed to be funded with Small Starts and dedicated 
DMC dollars. Development of Park and Ride capacity is 
phased in over time as new high capacity (1000-2000 
space) facilities are brought on-line. Costs with the 
phase-in of PTN corridors are shown, though these costs 
are illustrative at this time. A steady volume of fixed 
route and dial-a-ride enhancements, on the order of $1-
$2 million a year, in keeping with historic expenditures, 
are also assumed. The plan assumes that aside from 
Rapid Transit, most of these costs will qualify for FTA 
capital funding.
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Figure 15-30: Estimated Transit Operating Needs 

 
Source: ROCOG 
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Figure 15-31: Vehicle Acquisition and Replacement Needs 

 
Source: ROCOG 
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Figure 15-32: Investment Needs for Non-Vehicle Transit Infrastructure 

 
Source: ROCOG 
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Active Transportation Financial 
Assessment 
Development of active transportation infrastructure in the 
ROCOG area is supported by a broad mix of federal, 
state, local, and private funds. Federal funding includes 
the Transportation Alternatives (TA) program which 
represents a share of the federal Surface Transportation 
Block Grant (STBG) program, the core federal highway 
program. Funds are distributed by the U.S.DOT through 
a formula to each state, and MnDOT subsequently sets a 
programming target for each district office. 

In the current solicitation for Transportation Alternatives 
projects, MnDOT District 6 was given a TA target of $1.2 
million for distribution across the eleven counties in the 
district. At the district level the program is managed as a 
competitive grant program, with candidate projects 
solicited and awards selected by the District 6 Area 
Transportation Partnership. To assess what level of TA 
funding ROCOG could realize over the 25-year horizon of 
the plan, an analysis of TA (and predecessor programs) 
dollars awarded to ROCOG area jurisdictions was 
completed. Based on this analysis, the ROCOG area 
received on average $470,750 per year (current dollars) 
in federal TA funding. Awards typically represented 49% 
of project costs and required a 51% of project costs to 
be covered by local dollars. 

Using this as the basis to estimate future revenues, Table 
15-28 reports the estimated 2021-2045 dollars the 
ROCOG area could expect to realize from the TA 
program, applying MnDOT’s assumption of a 2.2% 
annual growth in realized federal revenues. 

Table 15-28: Expected Federal Funding 

 
Source: ROCOG 

It should be noted that standard federal highway funds 
and federal transit funds for capital investment can also 
be used to build or improve active transportation 
infrastructure when incorporated as a supporting element 
in a highway or transit infrastructure project. This will be 
further explored later in this assessment in the section 
discussing future implementation feasibility. 

State funding for active transportation is made 
available to counties, cities, towns, and organizations 
through a series of competitive grant programs funded 
by Minnesota State Lottery proceeds or state bonding 
dollars. Figure 15-25 summarizes available state funding 
programs. Note that in addition to local projects 
supported by these programs, the Minnesota Department 
of Natural Resources (MnDNR) leads development of 
state trails, such as the Douglas Trail, for which it uses 
department funding as well as competing for lottery
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Figure 15-33: State Active Transportation Funding Programs 

 

 

Source: State of the Trails 2018/2019 Report, Parks & Trails Council of Minnesota 

and bonding funds. 

At the local level, the City of Rochester has been the 
primary ROCOG recipient of state funds from these 
programs for projects beyond the state trail network. An 
analysis of state funding awards for the last 10 years 
indicates the City has received on average $182,500 
annually (in current dollars). Table 15-27 summarizes 
what this level of funding would translate to over the 
2021-2045 period, assuming a 1% annual increase in 
lottery and bonding dollars. 

As with federal highway funds, state highway funds such 
as County and Municipal State Aid can also be used to 

fund active transportation infrastructure included as an 
element of a primary road construction project. 

Table 15-29: Expected State Funding 

Source: ROCOG 

Local funding for active transportation in the ROCOG 
area is primarily provided by Rochester to support system 
development and, more importantly, to provide the local 
match needed for federal or state dollars that are 
secured for project development. ROCOG analysis of local 
funding focuses on the City of Rochester, since it is the 
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jurisdiction providing the most sustained funding for 
development and maintenance of facilities serving active 
transportation users within the ROCOG area. 

Table 15-30 provides a look at historic funding for City 
pedestrian and trail/path projects for the 10-year period 
of 2011-2020 based on projects programmed in the 
Budget Year of the City Capital Improvement Program. 

Funding is highlighted in 3 project groupings: 

• Maintenance 
• System Development 
• Destination Medical Center (DMC) 

Items to note relative to Table 15-30 include: 

• Special assessment bonds are included as 
maintenance funding since they are used primarily for 
infrastructure replacement 

• The DMC group is broken out separately due to 
projects within the DMC District relying heavily on 
DMC funding sources eligible only to be used in the 
DMC District 

Under System Development, federal and state funds are 
highlighted since these represent outside funds for which 
local matching funds must be provided. Note the 10-year 
federal total of $4.8 million matches up well with the 
historic annual average of $470,000 in federal  

Table 15-30: Analysis of Rochester Funding 

 
Source: Adapted from data in Rochester Capital Improvements 
Program 
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Transportation Alternatives funding reported in Table 15-
28. 

Using this information as a starting point, 25-year 
estimates of expected Rochester funding were prepared 
as shown in Table 15-31. Note in this table DMC funding 
was re-analyzed using only a four-year timeframe, since 
programming DMC projects began in earnest only in 
2017. The $28.8 million level of projected funds shown 
for the DMC area matches up well with the programming 
for active transportation projects shown in the original 
DMC Development Plan. 

Table 15-31: Estimated Rochester Funding for 
Active Transportation 

 
Source: ROCOG 

Evaluation of Costs Associated with 
Preservation of Existing System 
Active transportation preservation needs focus on three 
main elements of the active transportation infrastructure: 

• Regional state trails 

• Rochester urban area trails and paths 
• Rochester Urban Area active transportation bridge 

structures 

Regional State Trails 
Regional trails are a high visibility/high impact 
component of the active transportation network in terms 
of serving recreational and tourism-related travel in the 
planning area. With MnDNR having the responsibility for 
the state trail network, maintenance and preservation 
falls outside of the direct purview of ROCOG 
consideration. To the extent that a state trail may in the 
future need significant repair or reconstruction, it may 
compete for the same federal or state funds as local 
jurisdictions do. 

In 2018, the State Parks and Trails Council completed an 
analysis of the state trail network and is urging the State 
Legislature to fund state trail rehabilitation at a level of 
$4.8 million annually—50% higher than current levels. 
Figure 15-34 illustrates expected future conditions on 
Minnesota’s state trails under current funding and the 
recommended level of funding. Routes generally can 
remain serviceable for 15-20 years with minimal 
preservation work, but as routes approach 30 years or 
more in age (such as the Douglas Trail), more significant 
work needs to be considered. 
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Rochester Urban Area Trails and Paths 
Similar to roadways, paths and trails need a certain level 
of periodic preservation work to resist the impact of use, 
age, and environment. Periodic seal coating for 
bituminous trails and crack repair on concrete paths, 

along with bituminous overlays and concrete surface 
rehab, can extend the life of facilities until a point where 
reclamation or reconstruction may be required. Table 15-
32 summarizes data provided by the City of Rochester 
that was used to estimate preservation costs for the 
urban area trail and path system.

Figure 15-34: Future State Trail Condition Under Different Scenarios 

 
Source: State of the Trails 2018/2019 Report, Parks & Trails Council of Minnesota 

Table 15-32: Rochester Urban Area Trail and Path Network Statistics 

 
Source: Data from Rochester Public Works Department; Data Analysis by ROCOG 
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Table 15-33 documents the life cycle assumptions used 
to estimate the funding needed for preservation of the 
Rochester trail and path network. Using standard square 
footage costs provided by the City of Rochester, 
estimates of total costs for the preservation or 
reconstruction needs shown in the Table 15-33 are 
reported in Table 15-34. 

Table 15-33: Life Cycle Treatment Assumptions 

 

 

Source: ROCOG 

Table 15-34: Estimated Costs of Trail & Path 
Network Preservation 

Source: ROCOG 

Comparing the total costs shown in the last column of 
Table 15-34 with estimated revenues that the City of 
Rochester has available for trail and path maintenance in 
Table 15-31 indicates that funding for maintenance is 

currently well aligned with anticipate maintenance needs, 
with expected 25-year costs of approximately $10 million. 

Rochester Urban Area Active 
Transportation Bridges 
There are a number of bridge structures that have been 
built specifically to serve the non-motorized travel 
network in the Rochester area, along with many standard 
roadway bridges that incorporate pedestrian or bicycle 
accommodations. These include the following facilities: 

• 5 major trail or pedestrian bridges spanning major 
multi-lane divided highways such as TH 52 or TH 14 

• 35 low cost pedestrian bridges serving the trail and 
path system spanning rivers, streams, and local 
streets 

• 69 standard roadway bridges serving the trail and 
path system which have incorporated wider crossing 
areas to accommodate paths or trails 

• A total of 30 skyway bridges in downtown Rochester, 
13 of which cross public streets 

In general, the non-motorized bridge network currently is 
anticipated to need minimum maintenance over the plan 
horizon. Most facilities have been built in the last 30 
years; thus, they are not expected to need major repair 
within the horizon of the Plan given their expected life 
span of more than 50 years. 
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Funding Future Active Transportation 
Improvements 
During development of the Plan, a list of candidate active 
transportation projects was developed and taken to the 
public for review and comment. Project concepts were 
drawn from existing plans and programs along with ideas 
submitted by the public. Early iterations of the project list 
were reviewed with the ROCOG Transportation Technical 
Advisory Committee and the ROCOG Policy Board. 

Estimated costs for the final list of project needs were 
prepared by project staff. The amount of funding needed 
to implement these projects far exceeds the dedicated 
active transportation dollars available from federal, state, 
and local sources. However, local history has shown that 
projects such as trails or paths often are constructed 
through other avenues, such as being integrated into 
larger roadway construction or transit development 
projects, or as part of private development. 

Based on this, the list of future projects was further 
analyzed to develop an implementation scenario that 
recognized the different project development paths 
available to construct active transportation infrastructure. 
Projects were assigned to logical development paths in 
an effort to identify that subset of projects most likely to 
be candidates for the $15.5 million in federal funds that 
would be available over the course of the planning 
horizon through the Transportation Alternatives program. 

A total of 10 project development/project delivery paths 
were identified, including: 

• Project developed as a free-standing trail/path project 
• Project developed as integral part of a street 

construction/reconstruction project 
• Project developed as an integral part of a transit 

capital project 
• Project developed as part of a Complete Streets 

project (generally involves reallocation of pavement) 
• Project developed as part of safety improvement 
• Project required as part of private development 
• Safe Routes to School funds used to construct project 
• City sidewalk program funds used to construct or 

improve pedestrian facilities 
• Project developed as part of a Destination Medical 

Center infrastructure project 
• Project developed as a MnDNR State Trail Project 

Following assignment of projects to a likely project 
delivery path, the projects were further classified as to 
likely timing of development. For this classification, five 
categories were used: 

• Projects are programmed in first 3 years of a capital 
improvements program 

• Projects are considered a priority for near term 
development (years 1-10 of Plan) 
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• Projects are considered a priority for long term 
development (years 11-25 of Plan); 

• Projects a considered illustrative/higher priority; 
• Projects are considered illustrative/lower priority. 

This timing classification is particularly important relative 
to fiscal constraint since the list of projects most likely to 
rely on federal funds needs to be constrained to reflect a 
level of cost consistent with the anticipated level of 
federal funds available. 

Table 15-33 provides a summary of anticipated costs 
grouped by anticipated project delivery path and the five 
timing classes. Implementing all candidate projects is 
estimated to cost approximately $135 million, as shown 
at the bottom of Table 15-35. The categories of projects 
considered prime candidates for federal funding, 
reflected in the third and fourth columns of Table 15-35, 
include: 

• Group 1: Federal funds as primary funding source for 
free standing trail/path projects; 

• Group 2: Federal funds used to supplement street 
reconstruction funds on selected projects 

• Federal Funds are identified as a secondary funding 
source in the following project development groups:  

‣ Transit capital projects  
‣ Complete Streets projects 

‣ Safe Routes projects 
‣ State trail projects 

The estimate of federal funds that would be used in 
these categories is $15.9 million, assuming primary 
source funding provides 70% of project costs and 
secondary source funding provides 30% of project costs. 
With anticipated federal revenues of $15.5 million, there 
is good correspondence between anticipated project 
funding levels and available federal revenues.  

Preliminary Fiscal Constraint Finding  
From a fiscal constraint standpoint, the costs associated 
with project delivery groups that have been targeted as 
candidates for federal funding is consistent with the 
estimated level of federal revenue available as shown in 
Table 15-28, with Rochester having adequate local 
dollars available to match federal funding. In addition, 
the level of maintenance need identified in Table 15-34 
(approximately $10 million) is generally consistent with 
the maintenance funding shown in Table 15-31 that the 
City of Rochester has available from historic funding 
sources.
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Table 15-35: Summary of Program Costs by Primary Implementation Category 

 
 

COST SUMMARY BY PRIMARY 
IMPLEMENTATION GROUP

Total Project Costs

Federal Dollars
as Primary 

Funding 
(70% of Cost)

Federal Dollars 
as Secondary 

Funding 
(30% of Cost)

Active Transportation Projects 32,254,800$                       8,766,660$           -$                        
Programmed / Committed 4,665,800$                         3,266,060$           -$                        
25 Yr Horizon / Near Term 3,886,750$                         2,720,725$           -$                        

25 Year Horizon / Long Term 3,971,250$                         2,779,875$           -$                        
Illustrative - Higher Priority 13,611,000$                       -$                        -$                        
Illustrative - Lower Priority 6,120,000$                         -$                        -$                        

Street Construction Projects 32,447,250$                       2,733,500$           946,500$               
Programmed / Committed 8,039,000$                         -$                        217,500$               
25 Yr Horizon / Near Term 2,472,000$                         -$                        -$                        

25 Year Horizon / Long Term 12,847,250$                       -$                        729,000$               
Illustrative - Higher Priority 5,184,000$                         -$                        -$                        
Illustrative - Lower Priority 3,905,000$                         2,733,500$           -$                        

Transit Capital Projects 1,236,950$                         -$                        234,000$               
Programmed / Committed -$                                      -$                        -$                        
25 Yr Horizon / Near Term 456,950$                             -$                        -$                        

25 Year Horizon / Long Term 780,000$                             -$                        234,000$               
Illustrative - Higher Priority -$                                      -$                        -$                        
Illustrative - Lower Priority -$                                      -$                        -$                        

Complete Corridor Projects 5,809,300$                         -$                        1,026,000$           
Programmed / Committed -$                                      -$                        -$                        
25 Yr Horizon / Near Term 3,157,500$                         -$                        792,000$               

25 Year Horizon / Long Term 1,931,500$                         -$                        234,000$               
Illustrative - Higher Priority 459,000$                             -$                        -$                        
Illustrative - Lower Priority 261,300$                             -$                        -$                        
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COST SUMMARY BY PRIMARY 
IMPLEMENTATION GROUP

Total Project Costs

Federal Dollars
as Primary 

Funding 
(70% of Cost)

Federal Dollars 
as Secondary 

Funding 
(30% of Cost)

Private Participation / Facilitation 8,091,250$                         -$                        420,825$               
Programmed / Committed -$                                      -$                        -$                        
25 Yr Horizon / Near Term 7,251,250$                         -$                        420,825$               

25 Year Horizon / Long Term 840,000$                             -$                        -$                        
Illustrative - Higher Priority -$                                      -$                        -$                        
Illustrative - Lower Priority -$                                      -$                        -$                        

Safe Routes projects 4,441,750$                         -$                        776,025$               
Programmed / Committed -$                                      -$                        -$                        
25 Yr Horizon / Near Term 900,000$                             -$                        -$                        

25 Year Horizon / Long Term 2,611,750$                         -$                        776,025$               
Illustrative - Higher Priority -$                                      -$                        -$                        
Illustrative - Lower Priority 930,000$                             -$                        -$                        

Sidewalk Program / Local Street Project 2,053,100$                         -$                        -$                        
Programmed / Committed -$                                      -$                        -$                        
25 Yr Horizon / Near Term 746,100$                             -$                        -$                        

25 Year Horizon / Long Term 938,500$                             -$                        -$                        
Illustrative - Higher Priority -$                                      -$                        -$                        
Illustrative - Lower Priority 368,500$                             -$                        -$                        

DMC Projects 30,982,000$                       -$                        -$                        
Programmed / Committed 16,800,000$                       -$                        -$                        
25 Yr Horizon / Near Term 7,280,000$                         -$                        -$                        

25 Year Horizon / Long Term 6,902,000$                         -$                        -$                        
Illustrative - Higher Priority -$                                      -$                        -$                        
Illustrative - Lower Priority -$                                      -$                        -$                        
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COST SUMMARY BY PRIMARY 
IMPLEMENTATION GROUP

Total Project Costs

Federal Dollars
as Primary 

Funding 
(70% of Cost)

Federal Dollars as 
Secondary Funding 

(30% of Cost)

State Trail Projects 17,908,450$                       -$                               1,046,160$                      

Programmed / Committed -$                                      -$                               -$                                   
25 Yr Horizon / Near Term -$                                      -$                               -$                                   

25 Year Horizon / Long Term 4,892,200$                         -$                               633,660$                          
Illustrative - Higher Priority 13,016,250$                       -$                               412,500$                          
Illustrative - Lower Priority -$                                      -$                               -$                                   

Category Totals 135,224,850$      11,500,160$    4,449,510$         
Federal Transportation Alternatives Funding Estimate 15,949,670$       

Source: ROCOG 

Principles for Managing Investment 
Under Constrained Revenue Scenario 
Given the long history of all levels of government being 
unable to craft solutions to raise the revenue needed to 
meet transportation funding needs, consideration needs 
to be given to how to manage the gap between current 
revenues and needs. As a true planning agency with 
programming authority only over a limited share of 
federal funding (and no authority over programming 
state or local transportation revenue), ROCOG’s role and 
influence in managing how transportation dollars are 
investment is limited largely to facilitating strategic 
discussions among partners regarding priorities and 

project selection processes. Strategies that could be 
considered help determine how to allocate resources 
include: 

• Establishing programming priorities to aid in weighing 
competing needs 

• Establishing selection criteria to guide the 
programming and prioritization process 

The following sections discuss features of these two 
approaches to fine tuning the programming process. 
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Management Strategy #1: Establishing 
Program Priorities 
In an environment where funding levels cannot address 
the full range of improvements needed, it becomes 
necessary for decision makers to weigh competing needs 
and decide where resources should be directed. In this 
situation, decision makers typically will want to see 
emphasis placed on preserving what is already in place 
and doing as much as possible to ensure the system 
operates safely and efficiently. Federal planning 
regulations require that state and metropolitan 
transportation plans discuss how, given a constrained 
revenue environment, resources will be targeted. Typical 
priorities found in a review of selected MPO plans 
included the following guidance:  

• The most common priority is to direct adequate 
funding to system preservation in order to maintain 
existing service levels. 

• Another common priority calls for investing in low and 
moderate cost strategies to improve the efficiency or 
management of the highway system, including 
projects such as turn lane additions, correction of 
geometric deficiencies, access modifications, and 
enhanced traffic signal systems to optimize safety, 
capacity and operations. 

• Travel reliability is gaining adherents as a high priority 
based on travelers’ desire to be able to rely on a 

certain level of performance, such as travel time, for 
common trips such as the trip to work or school. 
Achieving travel reliability often relies on a mix of 
projects addressing safety or capacity bottlenecks and 
programs such as the coordinated response of public 
safety and maintenance teams to efficiently clear 
incidents or otherwise manage traffic flow to minimize 
disruptions. 

• Many plans place the lowest priority on expansion of 
the highway system, including construction of new 
corridors or the addition of new lanes to existing 
corridors. 

The vitality of the urban area in terms of whether it is 
growing (and at what rate), stable, or in decline, will 
affect these priorities, particularly when considering 
system expansion. With Rochester and the small cities in 
the ROCOG area experiencing growth similar to historic 
high growth levels, the need for selected capacity 
additions may be necessary. 

To ensure a high level of system reliability and maintain 
an acceptable level of infrastructure quality, the following 
key principles can help to guide future capital 
programming decisions. 

• Network Preservation 

‣ Bridges: Given the level of inspection data 
available for bridges, prioritizing structures with 
existing or emerging structural deficiencies that 
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pose a potential risk to network operations should 
be given priority. Structures that are highly 
important to network function and economic 
activity should be given the highest priority. 

‣ Roadways 

■ Utilize pavement management systems to 
supply the information needed to make 
cost-effective pavement preservation 
decisions and ensure necessary level of 
data collection is funded.  

■ Prioritize preventative maintenance in the 
early years of a roadway’s life cycle to 
ensure extended facility life, while 
pavement structures near the end of their 
useful life should be treated with low cost 
strategies to address safety concerns until 
dollars can be budgeted for significant 
restoration or reconstruction. 

• Management & Safety 

‣ Safety 

■ Prioritize safety expenditures on those 
locations where the greatest risk reduction 
relative to potential fatal or serious injury 
can be achieved. 

■ Consider bundling of low-cost 
improvements that will improve high risk 
intersection or road segments locations 

which can be funded as a single project or 
a multi-year program. 

‣ Management 

■ Implement access management 
improvements consistent with guidelines in 
local ordinances and the Plan. 

■ Fund traffic signal management systems 
involving the coordination/synchronization 
of traffic signals on corridors where 
congestion or conflict stretching across 
multiple intersections is observed. 

• Travel Demand Management 

‣ Fund actions or strategies that can transit as an 
alternative mode of travel, particularly the work 
trip, through projects that will 

■ Increase the number and enhance the 
attraction of park and ride facilities 

■ Expand the availability of transit subsidy 
programs 

■ Price parking to reflect the market-based 
value of the service 

• Corridor Preservation 

‣ Fund efforts to preserve lands expected to be 
needed for corridor management purposes. Where 
a corridor is at-risk for loss of critical right of way, 
consider completing early project work and 
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officially mapping corridors as a first level of 
protection for future improvements. 

‣ Establish and fund a set-aside annually in local 
capital improvement programs to fund early right-
of-way acquisition for interchanges and strategic 
arterials. 

• Network Improvement 

‣ Fund priority intersection improvements 

■ Fund lower cost improvement projects 
aimed at correcting geometric deficiencies 
that result in safety hazards. 

■ Fund needed at-grade intersection capacity 
improvements that can be achieved 
through the installation of turn lanes or 
auxiliary lanes, on major or strategic 
arterials. 

■ Given the high cost of interchange projects, 
give early attention to acquiring needed 
right of way for future construction or 
upgrades and develop a strategy to secure 
funding for projects. 

• Economic Development Needs 

‣ Priority corridor improvements include 

■ Fund improvements on planned regional 
freeway or expressway corridors where 

traffic volumes are expected to result in 
inadequate level of service within 10 years. 

■ Fund improvement of existing gravel or 
deficient two-lane paved roadways planned 
as major arterials in urban expansion areas 
in advance of development when possible 
to avoid disruption to travel after the 
corridor area is developed. 

■ Address basic deficiencies on major 
roadways including pavement 
strengthening and substandard shoulders 
when conducting preservation work, 
desirably as part of standing preservation 
program. 

‣ In all cases prioritize programming of local 
matching funds to leverage discretionary funding 
or programmatic federal funding to ensure that 
these outside funds do not lapse. 

• Planning 

‣ Promote greater integration of transportation and 
land use planning through elimination of barriers 
to transit-supportive and pedestrian-friendly 
development in targeted transit corridors, 
coordination of transportation investments with 
land use through targeted corridor or subarea 
investment areas, and the development of 
guidelines to permit redevelopment of infill and 
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greyfield (i.e., underused commercial retail 
centers) sites. 

Chapter 10 discusses the regionally significant and locally 
significant improvement projects that should have the 
highest priority for federal and/or state funding 
consideration should dollars become available for 
improvement work. 

Management Strategy #2: Project 
Selection Screening Criteria 
In a constrained funding environment, projects 
considered for state or federal funding should meet a 
minimum set of criteria to justify funding. The following 
project screens are suggested for use when ROCOG 
considers candidate projects for funding or when looking 
to recommend projects to the District 6 Area 
Transportation Partnership. 

• Readiness: The project has been through initial 
project development process steps and no significant 
environmental flaws or concerns have been identified 
which would cast doubt on the ability of the project to 
proceed through final environmental clearances; local 
sources of matching funds have been identified. 

• System Importance: The project is functionally 
classified as being either interstate or interregional 
roadway or a strategic and major arterial roadway. 

• System Development: The project will contribute 
to maintaining or improving overall system continuity 
and is located on a corridor that serves regional as 
well as local area traffic needs or provides important 
service to a major development area. 

• Project Need: The project addresses either a 
significant safety deficiency or substandard structural 
conditions, or addresses an existing capacity 
deficiency or one anticipated to materialize in a 1 to 
10-year time frame. 

• Economic Development: The project is needed to 
support the creation of new employment 
opportunities in industries or business sectors that 
generate income or sales primarily from the sale of 
products or services to areas outside of the local 
region. In economic terms, these businesses are 
referred to as basic industries. 

• Multi-Modal Travel: The project will enhance 
opportunities for travel via modes other than single 
occupant vehicles by improving conditions for 
pedestrians and/or bicyclists or improving conditions 
for transit system users. 

An example of a screening system incorporating some of 
these factors that was used when assessing projects to 
include in the candidate list of projects for ATP Funding 
discussed earlier in this chapter is shown in Figure 15-35.
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Figure 15-35: Example Prioritization Matrix 

 

Weight
Relative 

Score
High Medium Low 

5 3 1

System Importance / Development / Benefit

2 5 3 1

Crash rate 2 5 3 1

2 5 3 1

1 0 0 0

2 5 3 1

1 5 3 1

1 5 3 1

1 5 3 1

Will advance the Regional Transit 
Vision 

1 5 3 1

Project provides for expansion or 
upgrade the Active Transportation 

Bikeway  Network
0

Project provides opportunity to 
improve significant  Active 
Transportation Bikeway network 
gap

Project provides opportunity to 
improve existing Active 
Transportation Bikeway 
infrastructure

Project corridor plays minor role 
in regional Active Transportation 
Bikeway Network

Project provides for expansion or 
upgrade the Active Transportation 

Walkway Network

Project provides opportunity to 
improve significant  Active 
Transportation Walkway network 

Project provides opportunity to 
improve existing Active 
Transportation Walkway 

0
Project corridor plays minor role 
in regional Active Transportation 
Walkway Network

Project improves structural 
conditon of non-arterial 9 or 10 
Ton truck route OR benefits 
commuter travel

Project provides minor benefit 
to truck route network or 
commuter travel

2

0
Project will improve travel in an 
established urban area 

Improve Regional Mobility by 
addressing capacity bottleneck or 

deficiency
0

Addresses existing capacity 
bottleneck or congestion 
deficiency

Addresses projected capacity 
bottleneck or congestion 
deficiency

Project area not impacted by 
existing or future congestion

Improve Reliability of Community 
Area or Development SubArea 

Access
0

Will improve system access by 
addressing high risk access conflict

Will improve system by 
addressing moderate risk access 
conflict

Project is not in a location where 
high or moderate access present 
or projected

Consistent with and supports 
Regional Growth Management 

Planning

Projects will support future 
travel needs in planned growth 
area

Project primarily serves travel 
needs in area of low demand

Supports Regional  Economic 
Vision 

0

Factors used to Assess Consistency with Investment Objectives

Safety/Risk Mitigation

Asset Management / state of good repair

Upgrades structural condition and 
extends service life

0

0
Project provides improved safety 
at location with observed critical 
crash ratio over 1.5

Project provides improved 
safety at location with observed 
critical crash ratio over 1.0

Project provides improved 
safety at location with observed 
critical crash ratio below 1.0

Improve vehicular  travel safety

Project will Improve road structure 
with  existing Poor Condition 
Rating or bridge structure with 

Project will improve road 
structure with Fair condition 
rating or bridge Structure with 

Investment Objective

0
Project corridor is part of PTN or 
access to  Park & Ride site

Project corridor serves multiple 
non-PTN transit routes

Project corridor plays minor role 
in regional transit vision

Project involves road or bridge 
structure with existing good 
condition ratings

Mobility / Congestion

Support Community Vision 

Multi-Modal Travel

Function of road on ROCOG 
Functional Designation System

Project provides mobility, access or 
safety improvement that benefits 

Project provides mobility, access 
or safety improvement that 

Project provides mobility, access 
or safety improvement that 

0

Projects provides 9 or 10 Access or 
improves structural condition of a 
arterial truck route  AND benefits 
commuter access to major 
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16 • Implementation 
 

Overview 
Chapter 16 includes a compilation of actions and 
strategies recommended in the 2045 Plan along with lists 
of specific planning and project development studies 
recommended for completion. Implementation of these 
recommendations is contingent upon a wide range of 
external factors, including but not limited to funding 
availability, the timing and significance of emerging 
needs, evolving socio-economic and development trends, 
as well as political and institutional considerations. 

The first section of the chapter lists action plan items. 
These items reflect a range of implementation 
considerations which should receive attention going 
forward, ranging from on-going system management 
strategies to the refinement and implementation of 
policy. 

The second section of the chapter identifies specific 
studies that are recommended for completion. Table 16-1 
lists project development studies recommended for 
future consideration. Project development studies are key 
for implementing the concept of corridor preservation, 
which has been a major focus of past efforts to protect 

corridors through 1) establishment of official right of way 
maps, 2) guidance on future access management, and 3) 
identification of preliminary cross section needs to assure 
adequate land will be available for multi-model travel and 
environmental needs. Completion of corridor preservation 
studies also benefits private development interests by 
allowing future development to be planned in with 
anticipated transportation infrastructure changes.  

Table 16-2 identifies recommended planning/policy 
studies. These studies are intended to address policy or 
system issues and are grouped by primary modal or 
policy concern. 

These lists should be revisited periodically to determine if 
priorities have changed or new issues that need in-depth 
attention have arisen. The list should be referenced 
annually during the preparation of budgets, work 
programs, and capital improvement programs by ROCOG, 
MnDOT, and local road authorities. Doing so will help 
identify whether resources exist, or funding needs to be 
found, for the highest priority projects and whether 
consultants need to be retained to assist in project work. 
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Implementation Principles  
The following sections summarize key principles that will 
guide implementation of the 2045 Long Range Plan. The 
measures identified reflect a range of considerations that 
should be used to guide planning and project 
development work during environmental review and 
preliminary design phases. This process begins once a 
transportation need has progressed to the point where 
action is required and funding and other available 
resources for project development have been identified. 

Implementation Recommendations 
Roadway Network 
• ROCOG and its partners will consult roadway 

classification maps in Chapter 10 and associated 
multi-modal planning guidance early in the project 
concept or project development process to inform 
project scoping and identification of alternatives 
relative to decisions such as general alignment 
location, right-of-way needs, access and connection 
spacing, modal features to provide, and expected 
level of service. 

• ROCOG and its partners will utilize right of way 
guidelines in Chapter 10 in public sector studies 
such as corridor preservation studies and in 
responding to public and private development 
proposals. This will ensure that adequate right of way 

is identified to address future multi-modal 
improvement needs along proposed new or 
reconstructed corridors, with particular attention 
given to the need for right of way at intersections to 
accommodate turn lanes, medians, pedestrian refuge 
areas, bike facilities, and bus stops as well as 
environmental and quality enhancement needs. 

• Cooperative funding efforts involving the City of 
Rochester, Olmsted County, and MnDOT are needed 
to facilitate completion of early corridor planning and 
environmental documentation work involving 
alternatives analysis, environmental assessment, and 
tools such as official maps on major corridors where 
future improvements are anticipated. 

• ROCOG and its partners will consult street 
connection, signal spacing guidelines, and level 
of service criteria to efficiently plan for the 
management of traffic flow and to minimize traffic 
conflict along highway corridors. In an era of 
constrained resources, maximizing the efficiency of 
existing roadways is critical to meeting capacity 
demands, and managing the spacing of access and 
signals is one of the most effective means to 
accomplish that. 

• Complete Streets and Context-Sensitive Design 
principles will be considered in all projects to reduce 
impacts of vehicular traffic to the community and 
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provide safe accommodations for bicyclists and 
pedestrians in all corridors. 

• Rochester, Olmsted County, and MnDOT will continue 
to prioritize efforts to fund the preservation of the 
existing transportation network in order to maximize 
the efficiency and utilization of existing capital 
investment. 

Transit 
• Transit route performance will be regularly monitored. 

The information gathered will be used to modify or 
restructure the transit network on an ongoing basis to 
maximize financial performance. 

• The majority of transit routes converge on the 
Downtown Transit Center. Alternative service 
concepts that supplement this hub and spoke service 
design, such express service zones, crosstown routes, 
and secondary hubs, will be evaluated as the 
Rochester urban service area continues to expand. 

• Regional transit service should be integrated where it 
makes financial sense and can improve service, such 
as the possible interfacing of Rolling Hills Regional 
Transit with Rochester’s fixed route transit service. 

• The multi-modal recommendations of the Rochester 
Downtown Master Plan and the Destination Medical 
Center Development Plan should be implemented as 
opportunities arise and resources can be secured to 
address anticipated growth in demand and facilitate 

the accommodation of various users on downtown 
Rochester streets. 

• The development of additional park and ride facilities 
for both the urban area and regional commuters will 
be a major strategy to manage the flow of vehicular 
travel into Rochester’s downtown core. A Park and 
Ride Strategic Plan should be developed to identify 
target areas for park and ride development in order to 
facilitate advance land acquisition for development 
and protect potential sites. 

• Project development for high frequency, high capacity 
transit concepts, such as Downtown Rochester Rapid 
Transit and the Primary Transit Network, should be 
advanced to meet long-term downtown Rochester 
travel demand needs. Feasibility studies may be 
needed for the Primary Transit Network to further 
assess the concept and the potential changes or 
evolution in land use patterns needed to make such a 
system successful. Abandonment or sale of rail 
corridors should be carefully scrutinized for their 
future value as alternate transportation corridors 
before abandonment of any such corridor is 
approved. 

• Feasibility studies should be conducted to determine 
the ability of mobility hubs to attract new users to 
transit services and serve as secondary transfer points 
that facilitate the transition of fixed route transit away 
from a hub and spoke design to a grid network that 
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can expand convenient transit access to more parts of 
the urban area. 

• Transit facility development should be coordinated 
with roadway improvements and pedestrian or bicycle 
projects to provide connectivity to public 
transportation hubs and nodes via multiple modes of 
travel. Jurisdictions with land use authority should 
study whether transit infrastructure such as bus 
shelters, information kiosks, and off-board ticketing 
should be considered part of the basic package of 
adequate public facilities needed to support private 
development. 

• The City of Rochester should continue its partnership 
with the Mayo Medical Center to manage employee 
travel demand and reduce single occupant vehicle 
commuter travel. When feasible, efforts to more 
closely integrate Mayo’s program with Arrive 
Rochester should be expanded. 

• Given the potential intensity of downtown 
development that could result from the Destination 
Medical Center initiative, a coordinated parking 
strategy involving integration of parking resources to 
meet different time of day needs should be evaluated 
by Rochester and downtown interests. 

• To encourage more individuals to consider 
alternatives to private vehicle travel, Arrive Rochester 
should expand transit marketing efforts, distribution 

of transit information, and the number of outlets 
where information can be accessed. 

• With regards to individuals unable to use regular 
route transit, coordination efforts should be continued 
with human service organizations in order to make 
more efficient use of available public transportation 
resources. 

Bicycle and Pedestrian 
• Municipalities should continue to require the 

construction of sidewalk facilities and accommodation 
for planned bikeway facilities in all new 
developments. 

• Appropriate bikeway and walkway accommodations 
should be provided in all new highway construction 
projects, when improving or reconstructing existing 
bridges and roads, and as part of any park and open 
space development where the location would provide 
an important link in the active transportation network. 

• ROCOG and its partners will pursue grant funding and 
legislative appropriations to facilitate the construction 
of regional trails and major trail corridors in the urban 
trail network. 

• Transportation agencies, utility agencies and 
jurisdictions will coordinate opportunities for future 
joint development of paths or trails along utility 
corridors, railway corridors, and major stormwater 
management corridors. 
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• ROCOG and its partners will continue to monitor 
pedestrian safety needs and implement pedestrian 
safety improvements where warranted. 

• Jurisdictions will continue to seek additional funding 
for the maintenance of bikeway and walkway 
facilities. 

• ROCOG and its partners should develop an 
investment plan to provide paved shoulders of 
adequate width on suburban and rural roads 
designated as part of the ROCOG Shoulder Bikeway 
network. Prioritization of improvements should reflect 
the bikeway service priority assigned to corridors in 
the plan and the anticipated timing of road and bridge 
preservation activities. 

• ROCOG will work with trail development committees 
to expand the regional trail network to facilitate 
recreation, tourism, and commuter needs. 

• ROCOG and the City of Rochester should develop 
street level bicycle suitability information that could 
be distributed to the public as a means to encourage 
and promote bicycle travel. 

• ROCOG will work with community partners to 
promote and encourage non-motorized travel through 
activities such as Bike to Work week, maintenance of 
up-to-date path and trail maps, and development of 
wayfinding information. 

Freight & Commercial Passenger Transportation 
• Olmsted County and MnDOT should continue to 

expand the 10-ton route network to improve service 
and reduce access restrictions for rural businesses. 

• Road authorities should continue to monitor crashes 
involving heavy commercial vehicles to determine 
potential safety investment needs and seek funding to 
deploy safety improvements consistent with the 
Minnesota Statewide Heavy Vehicle Safety Plan. 

• Jurisdictions should monitor changes in freight rail 
traffic and be proactive in planning for rail/highway 
crossing safety improvements should heavy rail traffic 
levels increase. 

• ROCOG and local road authorities should continue to 
work with the Rochester International Airport to 
coordinate needed landside access improvements. 

Safety 
• ROCOG and its partner jurisdictions will continue to 

collaborate with local law enforcement, public health 
agencies and others on travel safety education and 
outreach activities as part of Southeast Minnesota 
Towards Zero Death. 

• ROCOG’s partner road agencies will continue to 
coordinate with law enforcement agencies on 
targeted enforcement campaigns and initiatives. 
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• ROCOG and its partner road authorities will continue 
to monitor crash data on a routine basis to identify 
potential improvement needs that can be advanced 
into local capital improvement programs and 
state/federal grant funding. 

• ROCOG and its partner road agencies will coordinate 
safety investments and improvements across 
jurisdictional boundaries. 

Security 
• ROCOG and its partner agencies will continue to work 

with the Olmsted County and City of Rochester 
Emergency Management staff on preparedness and 
mitigation planning. 

• ROCOG and its partners will continue to participate in 
local emergency response drills and exercises. 

• ROCOG and its partner agencies will continue to 
participate in periodic updates of the Olmsted County 
and Rochester hazard mitigation plans. 

• ROCOG will continue to provide emergency 
responders with up-to-date electronic base map 
products to facilitate 9-1-1 and emergency dispatch 
services. 

System Management 
• Local and regional road agencies will continue to 

coordinate the implementation of traffic management 
programs such as signal timing and coordination as 

well as deployment of ITS infrastructure in key 
corridors. 

• ROCOG and its partners will monitor the major 
strategic arterial system to identify emerging 
congestion and safety issues and recommend actions 
that can improve the reliability and performance of 
high-volume corridors and reduce the need for future 
capacity expansion. 

• ROCOG and its partners should continue to coordinate 
Early Project Development (EPD) assessment of 
design concepts, access and traffic management 
priorities, and environmental resource issues. This will 
facilitate corridor preservation and early right-of-way 
acquisition as well as provide a pipeline of projects 
that can be considered in response to new state or 
federal funding initiatives. 

Asset Management 
• Agencies will continue to collect and maintain facility 

condition, traffic volume, and geometric data in order 
to support system preservation activities. 

• Agencies will use quantitative performance measures 
for assets and monitor how well strategic goals are 
being met. 

• ROCOG and its local partners should work with 
MnDOT on establishing data compatibility, 
interoperability, and metadata standards to improve 
data sharing capabilities. 
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• Local jurisdictions need to plan for the incremental 
expansion of maintenance budgets to address the 
increasing costs of preserving growing and/or aging 
local road networks. 

Demand Management 
• The City of Rochester and Arrive Rochester will 

continue to promote travel demand management 
(TDM) strategies such as bus pass subsidy and 
guaranteed ride home programs. Where feasible, the 
introduction of parking cash-out or subscription 
services to the largest employers, in an effort to 
attract more employees to alternatives to single 
occupant vehicle commuting, should be considered. 

• ROCOG and the City of Rochester will continue to 
partner on the study of how land use and community 
design programs can promote greater reliance on 
alternative transportation modes including transit, 
walking, and biking as well as support deployment of 
high capacity transit services in the future. 
Development of pedestrian-oriented and transit-
supportive policies, using an activity center or 
corridor-based approach to the placement of higher 
density residential and employment centers that 
feature mixed-use development and compact design 
styles, should be emphasized. Opportunities for 
redevelopment that would promote more efficient 
utilization of existing infrastructure, particularly of 

greyfield sites and older industrial areas, will be 
supported. 

• The City of Rochester will consider the impacts of 
parking policies on transit ridership and how to adjust 
those policies to promote transit use. 

Travel Options 
• The City of Rochester will continue its efforts to 

attract new shared mobility options to the urban area 
through use of pilot projects and small initial 
deployments of services such as car-sharing, bike-
sharing, and e-scooters to expand the range of 
options available for residents, workers, and visitors 
in more dense areas of the urban center. 

• The City of Rochester will continue to work with 
partners at the state and federal level and in the 
private sector to pilot and test automated vehicle 
technology in order to learn about its feasibility and 
applicability to Rochester. 

Environmental 
• Assessment of potential environmental implications of 

all regionally significant transportation projects should 
be completed as early as possible in order to gauge 
the feasibility of improvements for further investment 
planning and to provide guidance to public and 
private development interests. 
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• ROCOG and its partners will continue efforts to 
coordinate with environmental and resource agencies 
throughout the development of plans and projects.  

• ROCOG will work with local jurisdictions to ensure 
that land development regulations are consistent with 
goals of the Plan. 

Financial 
• ROCOG will continue to monitor transportation 

funding needs at the system level and support efforts 
to increase revenues for transportation 
improvements. 

• ROCOG will review area land use plans, economic 
development initiatives, and environmental policies to 
determine how well they coordinate with or may 
impact the Plan. 

Public Involvement 
• ROCOG and its partners should be proactive in 

providing opportunities for interested parties to 
participate in all project planning studies and ensure 
that the environmental justice implications of major 
federally and state funded projects and actions are 
considered, consistent with the guidelines included in 
ROCOG’s Environmental Justice Protocol. 

Information 
• ROCOG will develop and publish a ROCOG Report 

Card to provide citizens, leaders, elected officials, and 
ROCOG members with information about the region’s 
transportation infrastructure (roads, bridges, 
sidewalks, etc.) with regards to physical condition, 
traffic changes, and local projects completed and 
planned. Travel behavior metrics that influence 
transportation demand, such as mode of journey to 
work, demographics, and economic information, will 
be included. 

Project Development and Plan 
Refinement Priorities 
Table 16-1 identifies locations where completion of early 
phases of project development, including confirming the 
purpose and need for a project, early identification of 
regulatory concerns and project alternatives, and 
conducting preliminary environmental screening, can help 
advance future project delivery by bringing stakeholders 
into early discussions on emerging transportation needs 
in the community. The projects identified in this list 
reflect the interests of ROCOG and its partner agencies in 
conducting early phases of the traditional state/federal 
project development process in order to facilitate 
adoption of measures such as right-of-way protection, 
traffic operational policies, and implementation 
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responsibilities while not jeopardizing future federal 
approvals for a project. 

Completing such work helps minimize future risk from 
inappropriate development and/or other infrastructure 
improvements that could create implementation barriers. 
This process can also help clarify expectations among 
policymakers and the public and help minimize the 
potential for projects to be significantly changed or 
amended at a later time once funding has been secured. 

Table 16-2 identifies plan refinement needs that have 
been identified in this plan or other complementary 
studies (such as the P2S 2040 or the Rochester 
Downtown Master Plan) that may require further detailed 

study and evaluation. While the Plan has been developed 
based on the best available information as to the future 
transportation needs of the region, in some cases there 
are issues that may require a level of detailed evaluation 
and discussion that are beyond its scope and need 
further resolution before practical solutions can be 
proposed. 

These studies are grouped into six categories, reflecting 
a range of modal and management considerations. This 
list should be reviewed periodically and efforts 
undertaken to identify the resources needed to complete 
these studies.
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Table 16-1: Project Development/Corridor Preservation Studies 
Gray shading identifies projects in process; tan shading identifies projects related to Destination Medical Center initiative) 
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Table 16-2: Planning Studies 
Gray shading identifies projects in process; tan shading identifies projects related to Destination Medical Center initiative) 
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