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Pedestrian Facilities at At-grade Intersection and Driveway Crossings 
 
One of the primary challenges hindering safe and convenient pedestrian and bicycle circulation along and 
across Brooklyn Boulevard is the number of at-grade intersection crossings.  There are eight signalized 
intersections that include designated pedestrian crossings and twelve other non-signalized intersections 
that permit only north-south crossings along Brooklyn Boulevard but not east-west crossings.  
Additionally, there are numerous commercial and residential driveways to cross.  The “free-right” 
configuration at some intersections is an additional challenge to pedestrians and bicyclists, who must 
defer to turning vehicles that are unlikely to stop and give them right of way. 
 

Figure B - Existing 63rd Avenue Intersection Crossing at Brooklyn Boulevard 

 
 

Reducing the total amount of crossings would benefit pedestrians and bicyclists.  Ensuring that all 
roadway crossings are ADA compliant and clearly demarcated is critical.  Center median pedestrian 
refuges of adequate width can facilitate safe crossing of wide intersections where space and lane 
configurations permit. 
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Figure C - Center Median Pedestrian Refuge along Bass Lake Road 

 
 
 
Spatial Relationship of Trails and Sidewalks to the Roadway 
 
Right of way width is often a primary constraint in the design of a suburban arterial roadway such as 
Brooklyn Boulevard.  The spatial relationship of trails and sidewalks to the roadway and vehicle traffic is 
often impacted due to this constraint.  For the most part, the existing sidewalk is separated from the curb 
by a “boulevard” ranging from five feet to eight feet wide.  In some select instances it is wider; the 
locations of most concern are where no boulevard is provided and the sidewalk is directly at the back of 
the roadway curb.  Without a spatial buffer between different travel modes, there is greater risk of an 
accident between vehicles and pedestrians or bicyclists from a vehicle veering over the curb or a 
pedestrian or bicyclist losing balance near the curb edge and entering the roadway.  A boulevard also 
provides area for snow storage, which is particularly an issue along Brooklyn Boulevard due to snow 
removal coordination and timing between the City and the County. The boulevard also provides a buffer 
area to prevent splashing when the road is wet. Having additional spatial buffer from the roadway is both 
a physical and psychological comfort to pedestrians. 
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Figure D - Sidewalk with No Boulevard 

 
 
 
In most cases, a six-foot wide minimum boulevard area is preferred between the roadway curb and the 
adjacent trail or walk, with ten feet preferred.  This boulevard could be vegetated or paved, but it should 
ideally be visually distinct from the travel path.  The boulevard can also serve as a place for transit stops, 
lighting, signage, street trees, or other streetscape elements – out of the way of both vehicles and 
pedestrians and bicyclists.   
 
Additionally, boulevard areas can vary to meet the required cross slope (maximum two percent for ADA 
standards) on the sidewalk if grade constraints exist either in the roadway or the elevation next to the 
sidewalk (for example, if the sidewalk is much higher in elevation compared to the roadway). A sidewalk 
with no boulevard does not provide this flexibility. 
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Figure E - Sidewalk with Boulevard 

 
Streetscape Character 
 
Streetscape character is expressed in the design detail of the various elements of a roadway including 
pavement, lighting, fencing, street trees, landscaping, furnishings, or signage.  Additional consideration to 
these aspects of the roadway can greatly influence its attractiveness to pedestrians and transit users.  
Since Brooklyn Boulevard is a county state aid route, Hennepin County streetscape design standards 
should be noted when potential enhancements are explored as a basis for design. The design standards 
regulate the location, size, and setbacks of streetscape elements such as plantings. 
 
Brooklyn Boulevard north of 65th Avenue, along with Bass Lake Road east of Brooklyn Boulevard, has 
recently been reconstructed with streetscape enhancements that visually distinguish them from typical 
roadways and create a recognizable “sense of place.”  The City has expressed a desire for lower 
maintenance plantings, but general themes and elements should be considered. The use of a consistent or 
complementary palette of materials, forms, and colors will establish visual continuity within the area that 
can help distinguish the community’s redeveloping “downtown” area.  Existing gateway signage elements 
could be enhanced or modified to reflect more recent thinking about city branding and expressions of 
civic identity. 
 
While substantial investments have been made in providing pedestrian accommodations in the corridor to 
date, there are many opportunities for improvement.  If trail, sidewalk, and streetscape improvements are 
an integral part of the new vision for the Brooklyn Boulevard corridor in the study area, the community 
will ultimately gain a safer, more convenient, and more attractive roadway facility that serves all modes 
of travel.  
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Traffic, Safety, and Access 

Background 
 

A traffic analysis was completed for Brooklyn Boulevard (CSAH 152) from I-94 to 49th Avenue North in 
the City of Brooklyn Center, dated July 23, 2012.  The traffic analysis looked at intersection operations 
analysis, crash analysis, geometric design and access management.    Improvements were identified to 
mitigate many of the existing issues.  A preliminary layout was developed which incorporated these 
recommendations, and is included in the overall Brooklyn Boulevard Study (Layout titled: “Brooklyn 
Blvd – Long Term Concept”). 
 

Existing Traffic Volumes 
 

Existing a.m. and p.m. peak hour turning movement counts were gathered for the project.  
The intersections and dates collected are shown in Table 6.   
 

Table 6: Existing Turning Movement Counts 

Main Roadway Cross-Street Year 

Brooklyn Boulevard (CSAH 152) 65th Avenue North Dec 2006 

Brooklyn Boulevard (CSAH 152) 63rd Avenue North Jan 2012 

Brooklyn Boulevard (CSAH 152) Bass Lake Road (CSAH 10) Jan 2012 

Brooklyn Boulevard (CSAH 152) 56th Avenue North No Count 

Brooklyn Boulevard (CSAH 152) 55th Avenue North Jan 2012 

Brooklyn Boulevard (CSAH 152) TH 100 North Ramp Mar 2008 

Brooklyn Boulevard (CSAH 152) TH 100 South Ramp Mar 2008 

Brooklyn Boulevard (CSAH 152) 51st Avenue / Lilac Drive Aug 2010 

Brooklyn Boulevard (CSAH 152) 50th Avenue North Aug 2002 

Brooklyn Boulevard (CSAH 152) 49th Avenue North Aug 2000 

 
 

Existing Daily Traffic Volumes 
 
The existing traffic volumes were gathered from the flow maps.  These volumes were collected in 2007 
and are shown in Table 7. 
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Table 7: Existing Daily Traffic Volumes 

Roadway Location 
Daily 

Volume 

Brooklyn Boulevard (CSAH 152) North of I-94 40,700 

Brooklyn Boulevard (CSAH 152) South of 63rd Avenue 23,100 

Brooklyn Boulevard (CSAH 152) South of Bass Lake Road (CSAH 10) 22,200 

Brooklyn Boulevard (CSAH 152) South of 51st Avenue 18,700 

63rd Avenue West of Brooklyn Boulevard (CSAH 152) 7,800 

63rd Avenue East of Brooklyn Boulevard (CSAH 152) 4,000 

Bass Lake Road (CSAH 10) West of Brooklyn Boulevard (CSAH 152) 11,500 

Bass Lake Road (CSAH 10) East of Brooklyn Boulevard (CSAH 152) 12,900 

56th Avenue East of Brooklyn Boulevard (CSAH 152) 6,400 

51st Avenue East of Brooklyn Boulevard (CSAH 152) 3,300 

 
 
Existing Intersection Operations 

 
An existing intersection operations analysis was completed using a modified existing to account for the 
different year the traffic data was collected for the a.m. and p.m. peak hour traffic volumes and are shown 
in Figure 10. Intersection operations analysis results identify a Level of Service (LOS) which indicates 
how well an intersection is operating.  Intersections are given a ranking from LOS A through LOS F.  
LOS A indicates the best traffic operation and LOS F indicates an intersection where demand exceeds 
capacity.  LOS A – D is generally considered acceptable by drivers.   
 
An existing traffic analysis was completed using the Highway Capacity Software (HCS) software, 
modified existing traffic volumes (balance as needed), geometrics and traffic control.  Results of the 
analysis shown in Table 8 indicate that all of the intersections are currently operating at an overall LOS D 
or better during the a.m. and p.m. peak hour. 
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Table 8: Existing Peak Hour Capacity 
Level of Service Results for Brooklyn Boulevard (CSAH 152) 

INTERSECTION 
Level of Service 

A.M. Peak P.M. Peak 

65th Avenue North B C 

63rd Avenue North C C 

Bass Lake Road (CSAH 10) C D 

56th Avenue North* A/B A/B 

55th Avenue North B C 

TH 100 North Ramp A A 

TH 100 South Ramp* A B 

51st Avenue / Lilac Drive* A/D A/F 

50th Avenue North* --- --- 

49th Avenue North --- --- 

 
*Unsignalized intersection; Overall LOS/Worst Movement 

 
Existing Safety Analysis and Geometric Review 
 
The existing corridor was reviewed for potential geometric or traffic control modifications to improve the 
safety and flow of traffic, transit, pedestrians, bicyclists and other non-motorized wheeled sources of 
travel.  The review included the most recent Hennepin County crash data for intersections and roadway 
segments from 2005 to 2009.  The MnCMAT data from 2007-2011 were also reviewed from the most 
recent years. These two data sets were collected for different years and under different methods. 
Therefore, they will not produce the exact number of crashes or statistics.  The Hennepin County data are 
more applicable to this roadway and the comparable statistics of similar roadways.  The MnDOT data are 
used as supplemental data for missing information. 
 
The Hennepin County data identifies the following locations as having an actual crash rate higher than the 
critical crash rate.  These intersections/roadway segments are as follows:  

 
 Brooklyn Boulevard (CSAH 152) at 65th Avenue 

 
 Brooklyn Boulevard (CSAH 152) at 63rd Avenue 

 
 Brooklyn Boulevard (CSAH 152) south of 63rd Avenue 

 
 Brooklyn Boulevard (CSAH 152) at Bass Lake Road (CSAH 10)  
 
From the MnCMAT data, seven Fatal and Type A crashes were identified.  The MnCMAT data also 
identifies crashes with pedestrians and bicyclists.  The number of crashes from 2007 to 2011 involving 
these other modes includes nine crashes involving pedestrians and seven crashes involving bicycles. 
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Reviewing the crash rates is a good method to identify locations with safety issues.  From past studies, 
safety concerns have been identified on other roadway segments and intersections in the corridor.  
This includes the Brooklyn Boulevard (CSAH 152) at 51st Avenue/Lilac Drive intersection.  
Therefore, observations and geometric review was completed within the corridor. 
 
The following concerns and observations were determined by reviewing the existing traffic volumes, 
projected future traffic volumes, crash data, review of the existing geometrics and traffic control at these 
Brooklyn Boulevard (CSAH 152) intersections: 
 
I-94 South Ramp: 
 
 The eastbound approach to the intersection (the eastbound off-ramp) provides a free channelized 

right-turn lane which provides a 1,000 foot auxiliary lane on Brooklyn Boulevard to the 65th Avenue 
intersection.  The lane “traps” into the southbound right-turn lane at the intersection.  The concerns 
with these geometrics elements include: 

- When making this right-turn movement followed by a left-turn movement at 65th Avenue, the 
driver needs to make three lane changes in 1,000 feet.   The driver needs to make one lane change 
to get into the through lane.  This is a good design on a free-flowing freeway system.  On an 
arterial system, under stop and go conditions, these types of maneuvers can be challenging for 
drivers. 

- This style of right-turn treatment (free-right) continues to promote the high-speed of a freeway 
condition on the arterial roadway.  Perhaps, this would be desirable if Brooklyn Boulevard 
(CSAH 152) was another high speed facility.  However, the vision of the corridor wants to 
increase the multi-modal aspects of the corridor.    
 

 Note that MnDOT may desire to retain the existing configuration.  It provides a more efficient design 
to move traffic and limit queuing on the freeway ramp.    
 

65th Avenue North:   
 
 As noted above, the southbound auxiliary lane from the I-94 South Ramp “traps” into the right-turn 

lane. 
 

 The northbound approach does not have an exclusive right-turn lane.  
 

63rd Avenue North:   
 
 The northbound and southbound approaches do not have right-turn lanes.  While these movements 

have a relatively low volume, turn lanes are important safety features at traffic signals, and for higher 
volume and speed roadways.   
 

 Based on our past review of the intersection, the east-west movements are controlled by split phasing.  
The traffic volumes would likely be better accommodated by a different phasing and lane 
configuration strategy to improve operational efficiency of the intersection.   
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62nd Avenue North, 61st Avenue North, 60th Avenue North/Admiral Lane and 59th 
Avenue North:    
 
 The northbound and southbound approaches do not have right-turn lanes.  While these movements 

have a relatively very low volume, turn lanes are important safety features for higher volume and 
speed roadways.   
 

 The signal spacing is approximately 5/8ths of a mile (63rd Avenue North to Bass Lake Road 
[CSAH 10]).  Concerns have been identified about safe crossing locations for pedestrians in this area. 
 

Bass Lake Road (CSAH 10): 
 
 The southbound left-turn has been and could be a high volume movement with the re-development of 

the Brookdale Mall area.   
 

 The channelized right-turn lanes for the westbound and eastbound approaches are designed such that 
the merging maneuver onto Brooklyn Boulevard is challenging.  
 

 The channelized right-turn lane for northbound movement is into a 500 foot auxiliary lane on Bass 
Lake Road and ”traps” at the right-turn lane into a retail access (Cub Foods).  This condition is very 
challenging, in particular, for drivers making a left-turn at Northway Road.   This would require a 
driver to make three lane changes in 400 feet and any driver continuing on Bass Lake Road needs to 
make one lane change.  The access point to Brookdale Health, near the main intersection, adds to the 
number of access points drivers need to perceive and react too.   
 

 There are concerns that the westbound left-turn lane is too short (150 feet), especially as the Mall area 
re-develops.   
 

 The eastbound approach has limited turn-lane lengths. 
 

56th Avenue North:   
 
 The southbound left-turn movement has been and could be a large volume into the mall area.  

The existing left-turn lane is too short based on design standards (125 feet).  The left-turn movement 
turns into two lanes into the mall area.  This northbound channelized right-turn movement turns into 
these lanes as well. It could be difficult to understand who has the right-of-way.   
 

 The westbound approach right-turn movement has two-lanes which quickly merge into one lane at the 
intersection.  This right-turn turn movement has an auxiliary lane for 800 feet and becomes a “trap” 
right-turn lane at Bass Lake Road.  This is complicated for drivers making a left-turn at Bass Lake 
Road as three lane changes would need to be made in this distance.  An additional complication is the 
access to the retail area 200 feet north of 56th Avenue North.  
 

 The northbound right-turn lane is short (150 feet). 
 

55th Avenue North: 
 
 The close-in frontage road on the west side of the intersection complicates the various movements 

and turns through both intersections leading to lost efficiency of the traffic signal and potential 
confusion to the drivers. 
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 The northbound and westbound channelized right-turn lanes make merging challenging because of 

the angle drivers approach the departing roadway.  
 

 The northbound and southbound left-turn lanes appear short (200 feet).  
 
 Pedestrian crossing accommodations for the regional trail are inadequate. 

 
TH 100 North Ramp:   
 
 Any modifications to the northbound auxiliary lane from TH 100 south ramp and 55th Avenue North 

will need to be reconciled at this intersection. 
 

 The southbound right-turn lane is too short (100 feet). 
 

TH 100 South Ramp:   
 
 The off-ramp currently provides a free-channelized right-turn lane which has an auxiliary lane to 55th 

Avenue North.  While this is an efficient design, it does promote a higher speed environment and 
challenging pedestrian crossing.  The pedestrian crossing of the northbound on-ramp is also a more 
high-speed crossing.  
 

51st Avenue North: 
 
 Identified safety issues in previous traffic study, dated February 10, 2010. 

 
 Location of existing bus stop promotes pedestrian crossing at non-intersection locations. 

 
 The southbound direction lacks a southbound left-turn lane.  This movement serves a large area with 

a moderate left-turning volume. 
 

 Access issues from side streets EB to NB left turn. 
 

From 51st Avenue North to 49th Avenue North: 
 
 The roadway operates acceptably and with minimal crashes as a four-lane undivided roadway.  

Different lane configurations could provide acceptable operations, but a transition location would 
need to be identified and an agreement with Minneapolis should be attempted to provide a similar 
type roadway configuration. 
 

Private Access Locations: 
 
 There are a number of private access driveways.  These will need to be evaluated location by location.  

An implementation strategy will be needed to determine how access may change over time with re-
development. 
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Access Management Guidelines 
 
Brooklyn Boulevard (CSAH 152) is identified as an “A” Minor Arterial.  Existing daily traffic volumes in 
the corridor range from 19,000 to 23,000.  The speed limit on the roadway is 40 MPH north of TH 100 
and 35 MPH south of TH 100. The existing access spacing is shown in Figure 11.  
 
Based on typical Hennepin County access spacing guideline policy for this type of roadway, the access 
spacing guidelines for this corridor would be: 
 
 Full access spacing at 1/4-mile 
 
 Partial access spacing at 1/8-mile 
 
Based on the guidelines, one full-movement intersection between 60th Avenue and 61st Avenue could be 
installed if warrants are met and is justified.  It is very unlikely either location meets traffic signal 
warrants at this time.  When re-development occurs in this segment of the corridor, traffic volumes should 
be monitored for a traffic signal.  In addition, pedestrian movements should be monitored to identify 
potential destinations and crossing locations.  
 
Year 2030 Traffic Projections 
 
To evaluate the intersections under design-year conditions, 20-year turning movement volumes were 
developed for a.m. and p.m. peak hours (see Figure 12).  These volumes were developed using the 
following: 
 
 Existing turning movement and daily traffic volumes. 

 
 Future daily traffic volumes shown in the City of Brooklyn Park’s Transportation Plan. 

 
 Traffic impact analysis for the “Shingle Creek Crossing for Gatlin Development Company by 

Kimley-Horn and Associates 04/07/2011.” 
 

Year 2030 No Build Traffic Analysis  
 
The No-Build scenario assumes no major improvements are made including signal revisions / additions, 
roadway improvements (turn lanes, revised intersection geometry, etc.) or any other geometric 
improvements which would improve general traffic operations. 
 
A year 2030 No Build traffic analysis was completed using the same methodology as for the existing 
conditions.  The HCS results of the analysis are shown Table 9. 
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Table 9: Year 2030 No Build Peak Hour Capacity Analysis 
Level of Service Results for Brooklyn Boulevard (CSAH 152) 

INTERSECTION 
Level of Service 

A.M. Peak P.M. Peak 

65th Avenue North C C 

63rd Avenue North C D 

Bass Lake Road (CSAH 10) D F 

56th Avenue North* A/B A/B 

55th Avenue North B C 

TH 100 North Ramp B B 

TH 100 South Ramp* A/B A/F 

51st Avenue / Lilac* A/E A/F 

50th Avenue North* --- --- 

49th Avenue North --- --- 

 
*Unsignalized intersection; Overall LOS/Worst Movement 

The results show that the signalized intersection of Brooklyn Boulevard at Bass Lake Road, and the 
unsignalized intersections at Brooklyn Boulevard at TH 100 South Ramp and 51st Avenue/Lilac Drive do 
not operate acceptably under year 2030 No Build conditions.  Improvements are identified in the 
recommendations portion of the report.  In addition, the 63rd Avenue intersection could be operated more 
efficiently to reduce overall intersection delay and improve safety.  
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Environmental and Cultural Constraints 

Context 
 

A scan of social, environmental, and economic (SEE) issues was conducted in order to identify existing 
resources and potential impact areas along Brooklyn Boulevard. One purpose of the SEE scan was to 
identify and confirm these resources within corridor so that the general impacts of alternatives on these 
resources could be considered during the concept development process. The SEE scan was also intended 
to summarize existing information and identify potential issues that may require further investigation as 
part of future environmental reviews under the National Environmental Policy Act (NEPA) and 
Minnesota Environmental Policy Act (MEPA). SEE information was gathered at a screening-level, using 
Geographic Information Systems (GIS) data and information provided by resource agencies noted below. 
The SEE scan does not represent the full extent of the data, analysis, or studies needed for completion of 
an environmental review under NEPA and MEPA. 
 

Existing Conditions 
 

The study area for the SEE scan included Brooklyn Boulevard and areas within approximately 1,000 feet 
of the existing roadway. The following is an overview of the key resources identified: 
 
 The Minnesota State Historic Preservation Office has record of one previously identified building 

(The J.L. Woodman House) of possibly historic value located at 6505 Brooklyn Boulevard. 
This building was demolished to construct the Metro Transit Park and Ride facility. 
 

 Cahlander Park, Garden City Park, Marlin Park, Wangstad Park, Northport Park, Centerbrook Golf 
Course, and Happy Hollow Park are located within 1,000 feet of Brooklyn Boulevard. Cahlander 
Park, Garden City Park, and Happy Hollow Park are adjacent to Brooklyn Boulevard and would be 
more likely to be impacted if right of way boundaries for the roadway are expanded. Any park 
impacts would be subject to Section 4(f) of the Department of Transportation Act of 1966 is federal 
funding is used for the project. None of the parks along the corridor were funded by the Land and 
Water Conservation Fund Act of 1964 and subject to Section 6(f) of the Act.  
 

 According to the Minnesota Pollution Control Agency “What’s In My Neighborhood?” database, 
hazardous waste generators, storage tanks, and remediation sites are located throughout the corridor, 
mostly associated with the businesses in the corridor (such as automotive service centers).  
 

 See Table 10.  No Superfund sites are located in the study corridor.  
 

 A field review found multiple ethnic restaurants and grocery stores, particularly on the northern half 
of the study area that are likely minority-owned. According to U.S. Census data (2010), Brooklyn 
Center has a higher proportion of minority residents (50.9 percent) than the state as a whole 
(14.7 percent). The City also has a higher proportion of foreign-born persons (19.9 percent) compared 
to the state as a whole (6.5 percent). Any potential impacts to minority populations are not likely to be 
disproportionate, but environmental justice issues should be considered at the time of a future project 
(analysis would be required if federal funding is used). The poverty rate (12.9 percent) is slightly 
higher than the state as a whole (10.0 percent); low-income populations are not expected to be 
disproportionately impacted. 
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 No occurrences of state or federally listed threatened or endangered species, rare species, or species 
of special concern have been recorded within 1,000 feet of the corridor according to the Natural 
Heritage Information System (Copyright 2011 State of Minnesota Department of Natural Resources). 
 

 One location of possible wetland area is shown on the National Wetland Inventory in Garden City 
Park. If the project will impact the park, a wetland delineation should be performed to minimize 
and/or avoid wetland impacts. At the time of future construction, the absence of wetlands in the rest 
of the project corridor should be verified. 
 

 The project area is subject to review by the Shingle Creek Watershed Management Commission. 
The project does not cross any streams, but Shingle Creek is located about 2,500 feet away from the 
corridor, and Ryan Creek crosses Brooklyn Boulevard approximately 1,000 feet south of 49th Avenue 
(the southern project boundary). Depending on the nature of future projects (based on project acreage 
or ground disturbance), plan review may be required. Storm water treatment will need to be analyzed 
in order to determine appropriate mitigation. Future projects should strive to meet the goals of the 
City of Brooklyn Center Local Water Management Plan. 

 
It is understood by the project partners that more detailed planning, engineering, and environmental 
analysis, conducted in accordance with MEPA/NEPA guidelines, may be required before specific 
solutions are implemented. If future projects involve federal funding or approvals, then environmental 
review and documentation will be required under NEPA. Environmental review and documentation will 
be required under MEPA if projects exceed thresholds defined in Minnesota Rules 4410.4300 or 
Minnesota Rules 4410.4400.  
 

Table 10: Environmental Reviewed Sites 

Type Site Status 

Leak Site Former Residence – 6451 Brooklyn Blvd 
Site closed in 1996, no contaminated 
soil present 

Leak Site 
Garden City Elementary – 3501 65th Avenue 
North 

Site closed in 2004, contaminated soil 
still present (fuel oil) 

Unpermitted dump Brooklyn Center Dump – near Halifax Drive Inactive 

Voluntary Investigation 
and Cleanup 

Rainbow Gardens – 6300 Brooklyn Boulevard 
(previously a dry cleaner) 

Inactive 

Leak Site Brooklyn Center Mobil – 6245 Brooklyn Blvd 
Site closed in 1990, no contaminated 
soil present 

Leak Site 
Brookdale Chrysler Plymouth – 6121 Brooklyn 
Blvd 

Site closed in 1999, unknown if 
contaminated soil still present (fuel oil)

Leak Site 
O’Malley Construction/Holiday Station – 5710 
Xerxes Avenue North 

Multiple leaks – most recently closed 
2010, contaminated soil still present 
(fuel oil) 

Leak Site Brookdale Car Wash – 5500 Brooklyn Blvd 
Site closed in 1990, no contaminated 
soil present 

Leak Site 
Goodyear Service Center – 55th At & Xerxes 
Avenue North 

Site closed in 1996, unknown if 
contaminated soil present (used oil) 
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Type Site Status 

Leak Site Carson Pirie Scott – TH 100  & Brooklyn Blvd 
Site closed in 1991, contaminated soil 
still present (fuel oil) 

Leak Site Malborg – 5120 N Lilac Dr 
Site closed in 1992, contaminated soil 
remaining (fuel oil) 

Voluntary Investigation 
and Cleanup 

Howe Fertilizer – 4821 Xerxes Active cleanup site (farm supplies) 
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Appendix A – Figures 1 – 12 
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Figure 3. Brooklyn Boulevard Corridor Transit Service 



Figure 4. Brooklyn Boulevard Corridor Transit Ridership 
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Figure 5. Brooklyn Center Transit Center Aerial 



Figure 6. Brooklyn Boulevard Corridor Transit Infrastructure 



Figure 7.  Capacity and Usage – 65th Avenue and Brooklyn Boulevard Park & Ride 

Figure 8.  65th Avenue and Brooklyn Boulevard Park & Ride Aerial 
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