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which was recently listed on the National Register
of Historic Places.

No study alternatives are being considered which
would require the removal of historic structures,
although a North Corridor bridge could affect at
least one archaeological site. The transportation
agencies are not proposing to remove the existing
bridge as a part of this EIS process; the future of the
draw bridge is a separate issue which will be decided
when the structure becomes unsafe for further
transportation use.

Alternatives which comprehensively address the
transportation problem without constructing a new
crossing of the St. Croix River have not been iden­
tified. The BUILD Allernatives will cause varying
degrees of negative riverway impacts. Therefore,

the transportation agencies have proposed mitiga­
tion to be included with any of the BUILD Alterna­
tives. The mitigation includes a commitment to
initiate a participatory process to select a compatible
and cost effective river crossing type and design
which wi]] minimize aesthetic and recreational im­
pacts.

None of the potentially conflicting goals have ab­
solute precedence over the others. It is the respon­
sibility of the process decision-makers to arrive at a
solution which reflects a reasonable balance of these
important public goals. Coordination and discus­
sion with concerned environmental agencies,
groups, and individuals will continue throughout the
remainder of the EIS process.

PREUMINARY RECOMMENDATIONS BASED ON
DRAFT EIS ANALYSIS

1.) No TSM option, or combination of TSM options
that have not previously been incorporated into the
existing system, has been identified that would ade­
quately address the transportation problems.

2.) A BUILDING-BUILD decision has not been
made, and will not be made until after public and
agency reviews, additional informational meetings,
formal public bearings, and after all written and oral
comments presented at the hearings are addressed.
However, the transportation agencies feel that the

Stillwater-Houlton River Crossing Draft EIS

information analyzed for the preparution of the drarL
EIS indicates that the North Corridor hridge and
tunnel options, the Central Corridor land tunnl:!
options, and the South Corridor river tunnel wou Id
not represent reasonable selections for further
development. Significant new information would
have to be presented during the remaining public
and agency review period before these options
would be selected for further development.
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PURPOSE AND NEED FOR STUDY

HISTORY/STUDY STATUS

Preliminary planning for a new St. Croix river cross­
ing at Stillwater-Houlton began in the late 19608.
Both Mn/DOT and Wisc/DOT began studies to
identify feasible locations for a new, upgraded
facility. By 1972, Mn/DOT had prepared a rough
draft corridor study, and Wisc/DOT finished a cor­
ridor location study. However, funding was un­
available and the studies were discontinued; no
documents were ever published.

Congestion at the bridge continued to increase, and
citizens and elected officials in St. Croix and
Washington Counties voiced their concern to their
legislators and respective DOTs about the need for
a new river crossing and improved highway cor­
ridors. As CI result, the current studies on a new river
crossing were initiated in 1984. The project is a
cooperative effort between Minnesota and Wiscon­
sin, with Mn/DOT assuming lead agency respon­
sibilities.

In October, 1985, the Draft Study Outline and Scop-­
ing Document was released. This report discussed
the justification for the project, and outlined its
proposed schedule and development path. Addi­
tionally, it introduced potential location alterna­
tives, as well as environmental concerns which
might require further study. Scoping meetings were
held shortly after the report was released.

This activity was followed by the release of the
Scoping Decision Document Final Study Outline in
January, 1987. This report represented a record of
the decisions which had been reached (through the
previously discussed process) about the scope of the
draft EIS. Since then, special reports have been
completed on major social, economic, and environ­
mental issues related to the three major river cross­
ing corridors which were selected for study. These
studies form the basis for much of the information
which is in this document; in general, the analysis in
the special studies is more technical and detailed
than that which is presented here. In addition to the
special studies, three Section 4 (f) documents have
been completed, and are included as part of this draft
EIS.

Stillwater-Houlton River Crossing Draft EIS

All of the special studies have been reviewed by the
Stillwater-Houlton Bridge Task Force, a citizens'
committee appointed by communities which could
be directly affected by a BUILD decision. Mter
meeting at various intervals over a several year
period, the Task Force recommended a South Cor­
ridor bridge BUILD decision. In addition, the City
of Stillwater, the Town of St. Joseph, the St. Croix
County Board of Supervisors, and the West Central
Wisconsin Regional Planning Commission
(WCWRPC) have passed resolutions supporting a
new river crossing and/or approach corridors.

A number of state and Federal governmental bodies
with special interest in and/or jurisdiction over par­
ticular facets of the project have actcd as cooperat­
ing agencies during the environmental study
process. These agencies have reviewed project
documents, and provided comments and informa­
tion in their areas of expertise. Cooperating agen­
cies include the following: the U.S. Fish and
Wildlife Service; the National Park Service; thc U.S.
Anny Corps of Engineers; the U.S. Coast Guard; the
Minnesota Department of Natural Resources; and
the Wisconsin Department of Natural Resources.
Of these, the National Park Service and the two State
Departments of Natural Resources have been the
most active in their participation. In addition to
these agencies, a large number of other Federal,
stCIte, regional, and local governmental bodies, as
well as various private organizations, have played
roles in the study process.

Public hearings and informational meetings will be
scheduled for early in 1990, with a BUILD/NO­
BUILD decision expected from the two Transporta­
tion Departments later in the year. Should a BUILD
decision be the preferred alternative, a Final EIS will
be produced in order to more thoroughly analyze
specific corridor impacts. Mter publication of the
Final EIS, the remaining steps of the process wiJJ
include the following: Final EIS/type and design
public hearing; Record of Decision; Design Report
publication; final design approval; right-Of-way ac­
quisition; contract letting; and construction.
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SYSTEM UNKAGE

TH 95 is a two-lane, north-south highway which
generally follows the western shore of the Lower St.
Croix, and functions as an important oonnecting link
between communities scattered along the Min­
nesota side of the river. Together with other high-

There are a number of key highway corridors which
link the study area to the larger regional transporta­
tion system (see figure 2). Minnesota TH 36 is a
major four-lane, east-west thoroughfare going from
the northern suburbs of St. Paul east to Stillwater.
At the south end of Stillwater, TH 36 merges with
TH 95 and becomes a two-lane road until it reaches
the bridge. TH 36 is part of the MetropOlitan
Council's Metro Highway System, and is classified
as a major arterial, meant to serve medium to long
distance trips at moderate to high speeds.

TH 36 functions as an important recreational
gateway for Twin Cities residents traveling to the St.
Croix River. In oonjunction with STH 35/64, TH 36
also provides access to recreational opportunities on
the Apple River near Somerset, and the numerous
lakes in northwest Wisconsin. Furthermore, TH 36
serves as an interregional and interstate commuter
route, with most workers headed west in the morn­
ing and east in the evening. In addition to the above
functions, TH 36 plays a major role in the distribu­
tion of commercial goods between the Twin Cities,
Stillwater, New Richmond, and points beyond.
MnjDOT classifies TH 36 as part of its Market
Artery System, a network of high priority truck
routes.

attractiveness during peak congestion times, would
result in increased traffic pressure at other crossings;
this would be especially true for the 1-94 bridge. To
maintain interstate mobility and a healthy economy
in the region, it is important that the interrelationship
among the river crossings not be dramatically dis­
torted.

The existing Stillwater-Houlton bridge was built in
1931, and connects Minnesota's TH 36 with STH
64 in Wisconsin. The crossing is a 1,053 feet long
Parker through-truss bridge, with a 760 foot earthen
causeway connecting it to the Wisconsin shoreline.
The bridge provides one lane of traffic in each
direction, has a vertical clearance of 12.7 feet, and
includes a lift span which can be raised. There is a
sidewalk cantilevered outside the main truss struc­
ture on the south side.

HOULTON

.--"E~-1-94

HUDSON

TAYLORS
FALLS___-- u.s. 8

ST. CROIX
FALLS

N

t
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1-94

LAKELAND

.................__-U.S.10

PRESCOTT
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The Stillwater-Houlton drawbridge is one of five
crossings on the lower 52 mile reach of the St. Croix
River. The other bridges are located between
Taylors Falls, Minnesota and St. Croix Falls, Wis­
consin; at Osceola, Wisconsin; between Lakeland,
Minnesota and Hudson, Wisconsin; and between
Point Douglas, Minnesota and Prescott, Wisconsin.
Lower St. Croix crossing locations are illustrated in
figure 1.

The five crossings function interdependently in
terms of the traffic volumes that each carries. Loss
of the Stillwater-Houlton bridge, or its diminished

Figure 1

Lower St. Croix River Crossings
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ways in the area, TH 95 serves as a commuter road
and as a route for local shopping or service-related
trips. The highway is also a popular route for sight­
seers and people headed to various state parks along
the river. TH 95 is classified as a Minor Arterial,
meant to complement and support the Interstate and
Major Arterial systems, and oriented toward travel
within a sector of a larger region

STH 64 is a two-lane, east-west highway which
traverses Wisconsin; beginning at Houlton in the
east, the road runs east as far as Marinette, Wiscon­
sin, on the shore of Lake Michigan. Although Wis­
consin classifies STH 64 as a Principal
Arterial-Expressway (designed for long trips, with
full or partial control of private access), it mainly
serves shorter excursions between rural com­
munities, and has numerous access points in the
study area. The stretch of STH 64 from Houlton to
New Richmond has been designated a multi-lane
connector under Wisc./DOT's recently introduced
Corridors 2020 Highway Economic Development
Plan.

Approximately 23 miles east of the existing St.
Croix drawbridge, STH 64 joins U.S.H. 63, which

serves the northwestern Wisconsin lakes area. West
of this juncture, STH 64 plays a major role as an
interstate transportation corridor, functioning joint­
ly with TH 36 in Minnesota. Because of growing
exurban development in western St. Croix County,
STH 64 has become an important commuter route
to jobs in the Twin Cities and the Lower St. Croix
Valley.

STH 35 is a two-lane, north-south Minor Arterial
extending from the TIlinois-Wisconsin state line to
the City of Superior in northern Wisconsin. Follow­
ing the Mississippi and St. Croix Rivers for much of
its length, STH 35 serves short trips between neigh­
boring communities, recreational excursions, and
commuting. Within the vicinity of the study area,
STH 35 provides access to recreational oppor­
tunities along the Wisconsin shore of the St. Croix,
serves as a route from Houlton to Hudson, and
funnels traffic toward the lift bridge into Minnesota.

TH 36, TH 95, STH 64, and STH 35 work together
as important parts of a regional transportation sys­
tem. Because they are closely interdependent, any
changes in one component must be viewed from the
perspective of the entire system.

MINNESOTA WISCONSIN

Figure 2
Key Regional Highway Corridors
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MODAL INTERRELATIONSHIPS

There are a number of limited interrelationships
between private vehicular transportation on TH
36/STH 64 and other modes of transportation in the
area.

The Metropolitan Transit Commission (MTC)
provides scheduled bus service between St. Paul and
Stillwater, with 17 return trips on weekdays. The
buses arrive in Stillwater on TH 5 and segments of
TH 36; they complete their journey in downtown
Stillwater, and turn around at the block defined by
Chestnut, Water, Myrtle, and Main Streets, near the
existing bridge.

In addition to MTC, the St. Croix Valley Transit
Company provides bus service within Stillwater,
Oak Park Heights, and Bayport, with 18 trips every
weekday. Combined with MTC service, there are
35 scheduled weekday bus trips within 1 block of
the lift bridge, with 18 more on Saturday and 4 on
Sunday.

The potential exists for a relationship between mass
transit and local interstate highway transportation.
Conceivably, residents of the Houlton area could
arrive at a Stillwater bus stop by foot, bike, or
shuttle; Wisconsin car commuters could leave their
vehicles in a special lot in Stillwater and catch a bus
to the Twin Cities or other communities. Mn/DOT
currently operates a park-and-ride lot at the junction
of TH 36 and County Road 15, several miles west
of downtown Stillwater.

Presently, there are no scheduled commercial bus
routes over the existing lift bridge, either long-dis­
tance or local. Intercity highway buses operate on
1-94 seven miles to the south, and have a terminal in
Hudson.

Commercial railroad operations near the river in
Minnesota are limited, and not closely related to
interstate highway transportation. In addition to

commercial tracks between Main Street and the
waterfront, a privately owned "dinner train" is lo­
cated several blocks north of the lift bridge. After
pulling out of downtown Stillwater, the dinner train
proceeds north along TH 95, then follows TH 96
west to the city of Mahtomedi; it returns along the
same route.

Privately owned excursion boats also operate from
Stillwater. Two sternwheelers and a smaller boat
are moored at docks just south of Lowen Park; they
cruise under the lift bridge and proceed upstream
before returning to the docks. Like the train, the
excursion boats indirectly affect vehicle transporta­
tion in the area in that they are tourist attractions
which draw people into Stillwater. In addition, the
boats affect vehicular traffic by going under the lift
bridge.

There is a very limited amount of commercial barge
traffic in the study area. The Stillwater Barge Ter­
minal is located downstream from Lowell Park and
receives about two barges a year. These barges
interact with the area's interstate transportation net­
work only because the fertilizer which is shipped in
is distributed by truck over the TH 36/STH 64
corridors.

Finally, the City of Stillwater provides a seawall
with boat moorings in Lowell Park, as well as a
municipal courtesy dock. Business from recreation­
al watercraft moored at Stillwater provides an im­
portant source of revenue for some local businesses.
There is a minor relationship between this recrea­
tional water traffic and local highway transportation
to the extent many watercraft owners use roads in
the study area to get to marinas or launches. In
addition, the presence of Stillwater and its docking
facilities attracts watercraft to the area around the
lift bridge.

ROADWAY DEFICIENCIES/CAPACITY

The existing lift bridge and approach roadways in
Minnesota and Wisconsin do not provide sufficient
capacity to accommodate current traffic during peak
periods. Major deficiencies affecting traffic flow on
the existing bridge and approach corridors include a
traffic light and other impediments in downtown
Stillwater, the bridge lift and the narrowness of its

4

roadway, and numerous intersections and access
points along TH 36 and STH 35/64 in Wisconsin.
An additional problem results from the merging of
the four-lane TH 36 with the two-lane TH 95; the
result is a heavily used two-lane facility squeezed
through a narrow stretch of land between the
Stillwater bluffs and the river.

Stillwater-Houlton River Crossing Draft EIS



According to a survey done by the West Central
Wisconsin Regional Planning Commission in April,
1984, nearly 90 percent of the traffic flowing over
the bridge between 6:00 and 7:00 a.m. on a weekday
morning was westbound; between 3:00 and 6:00
p.m., at least 70 percent of the bridge traffic was
eastbound. On weekends, eastbound traffic
predominates in the morning, while westbound
vehicles dominate by late afternoon. Peak flows in
both directions throughout the week are higher
during the summer than they are in winter.

One of the most serious problems with the existing
traffic flow system in the study area is that all
vehicles using the lift bridge must pass through
crowded downtown Stillwater, whether they have
business there or not. In particular, through traffic is
slowed by the red phase of the signal at the intersec­
tion of Chestnut and Main; in addition there are
conflicts with pedestrians and local traffic.

The major geometric problems and heaviest traffic
flows at this intersection involve northbound traffic
attempting to turn right on Chestnut towards the
bridge, and westbound traffic coming off the bridge
trying to turn south on Main. Although there is a
special lane for both of these turns, the utility of each
is limited by their short length. On Main Street,

on-street parking begins 175 feet south of Chestnut,
eliminating the turn lane. Traffic which is backed
up beyond the point where on-street parking begins
can not utilize the turn lane.

The problem is similar for motorists coming from
Wisconsin who wish to make a left turn at the
intersection. The lift bridge--which carries only one
lane in each direction--is located 420 feet ea<;t of the
intersection, eliminating the turn lane. A<; a result,
only those cars between the intersection and the
bridge are able to use the turn lane.

Through the years, various Traffic System Manage­
ment (ISM) initiatives have been tried in order to
facilitate the flow of traffic through the intersection,
but the basic difficulty remains. Compounding the
problem is the large amount of pedestrian traffic in
downtown Stillwater, along with motorists attempt­
ing to sightsee or locate scarce parking.

The lift schedule on the existing bridge creates an
additional bottleneck for interstate traffic. From
May 15 through October 15, an established lift
schedule is in effect. As illustrated in figure 3, the
lift goes up every half-hour or hour from 8 a.m. to
10 p.m. on weekdays, and from 8 a.m. to 12 mid­
night on holidays and weekends. During the night
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Figure 3
Opening Schedule: Stillwater Bridge
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hours when the schedule is not in effect, a 2 hour
notice is required.

Unfortunately, peak use of both the bridge and the
river often occur simultaneously, generally on sum­
mer weekends and holidays. This is especially true
during Sunday afternoons and evenings, when a
large number of motorists return home to the Twin
Cities after recreational trips to Wisconsin, and
watercraft operators are heading back to marinas or
public launches. It is during these peak periods that
the longest lift times tend to occur, averaging eight
to ten minutes instead of five minutes, which is more
typical.

In addition to the sheer volume of watercraft, lift
duration is affected by water levels and the height
required by the waiting vessels; the higher the ves­
sels, the longer it will take the lift to open and close.
At normal water elevations there is an available
vertical clearance of 57 feet with the draw fully
raised, while approximately 10 feet of freeboard is
available when the draw is closed.

According to Mn/DOT data, the number of lift open­
ings grew from 621 in 1980 to 1,473 in 1985, with
considerable variation in between depending on
weather. The number of vessels passing under the

bridge increased from 936 in 1980 to over 3,800 in
1985. Since 1970, boating traffic on the Lower St.
Croix National Scenic Riverway as a whole has
more than doubled.

In addition to the lift, a key factor restricting the
capacity of the existing bridge is the limited lateral
clearance caused by bridge trusses on both sides of
the roadway. The current bridge has two twelve foot
lanes. According to a 1985 study by the West
Central Wisconsin Regional Planning Commission
(WCWRPC), baving no clearance on either side of
road reduces the capacity to 72 percent of what it
would be with no lateral obstructions. Assuming
that each lane of a two-lane highway with adequate
lateral clearance can handle 1,800 vehicles per hour
(VPH) per lane under ideal conditions, the lift
bridge's maximum one-way capacity would be ap­
proximately 1,296 VPH per lane. Under average to
good conditions, a normal two-lane highway'S
capacity is reduced to 1,500 VPH per lane; for the
lift bridge, capacity under these conditions would be
1,080 VPH per lane.

These estimates do not include the impact of a raised
lift on the bridge's capacity. As illustrated in figure
4, one five minute lift opening per hour would
reduce the bridge's capacity to 1,180 VPH per lane
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Figure 4

Capacity Reduction Resulting from Lift Opening
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under ideal conditions, and 990 VPH per lane under
average conditions. This capacity would be further
reduced by the effect of the traffic signal at Chestnut
and Main, which has the greatest impact on
westbound traffic attempting to turn left at the sig­
nal.

As a result of these factors, maximum capacity of
the eastbound lane on the bridge is somewhat over
850 VPH, while the westbound lane is 650 VPH.
Demand often exceeds capacity, particularly during
the summer months; the result can be severe conges­
tion on and around the bridge. For a more detailed
analysis of this data, consult Congestion at the
Stillwater Bridge, a report published by the
WCWRPC in July, 1985.

Smooth traffic flow on both TH 36 in Minnesota and
STH 64 in Wisconsin is impeded by numerous in­
tersections, access points, and other geometric fac­
tors. The traffic signals which line the east-west
section of TH 36 in Oak Park Heights and Stillwater,
for example, detract from the road's ability to serve
as a Major Arterial for medium to long-range trips.
In Wisconsin, traffic projections indicate that the
capacity of a two-lane STH 64 from Houlton to
New Richmond will be exceeded by the demand in
the near future. Wisc/DOT is currently studying the
feasibility of upgrading this stretch of STH 64 to
four lanes so that it can meet its designation as a
multi-lane connector.

SAFETY

According to data collected during the seven year
period from 1980 to 1986, study area segments of
TH 36 in Minnesota and STH 64/35 in Wisconsin

have higher accident rates than roadways with
similar designs (see figure 5). On the four-lane
stretch of TH 36 (from TH 15 to TH 95), the rate was
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Study Area and State-wide Accident Rates
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2.8 accidents per million vehicle-miles (acc/mvm),
compared to a statewide average of 2.5 acc/mvm for
suburban expressways. On the stretch of TH 36
from TH 95 to the lift bridge, the accident rate was
7.6 acc/mvm, compared to a statewide average of
4.3 acc/mvm for two lane urban/suburban roadways.

In the Wisconsin portion of the study area, STH 64
and STH 35/64 also have higher accident rates than
the respective state average for rural state trunk
highways. From the lift bridge to the junction of
STH 35, the accident rate on STH 64 was double the
state average, 4.6 acc/mvm compared to 2.3
acc/mvm. On the stretch of STH 35/64, from the
junction of STH 35 to the Anderson Scout Camp
intersection, the accident rate for the seven year
period was 4.3 acc/mvm, compared to the statewide
average of 2.3 acc/mvm.

Tables 1-4 illustrate fatalities, personal injuries,
property damage, and average daily traffic (ADT)
for the four stretches of road discussed above.
During the period from 1980 to 1986, there were ten
fatalities on the existing study area river crossing
corridor. As indicated by the tables, traffic along all
of the stretches has grown substantially, with in­
creases ranging from 20.4% to 54.7%. It is interest­
ing to note that, in general, the high accident rates
along these roads did not increase during this period.
In fact, in many cases, accident rates declined be­
tween 1980 and 1986. Accident rates on a given
stretch of road are affected by a number of factors
in addition to traffic volumes, including speed
limits, geometric design/safety features, weather,
and chance; these and other factors interact in a
complex fashion to produce a given accident rate in
a certain year.

Between 1986 and the year 2014, ADT over the
existing bridge is expected to more than double
under a NO-BUILD situation. It is impossible to
know for certain how traffic increases on and around
the bridge are going to affect future accident rates,
but it is reasonable to assume that the already high
rates are unlikely to improve substantially as the
transportation system is placed under further stress.

8

An important factor in accident generation are the
summer backups which occur on either side of the
existing bridge when the lift is up. On warm Sunday
afternoons, traffic can backup from 3 to 5 miles on
the Wisconsin side of the bridge, sometimes extend­
ing halfway from Houlton to Somerset. Motorists
caught in these long lines can wait from one to two
hours to get across the river; impatient drivers are
often seen jumping the queue and swerving around
waiting vehicles. The abrupt stopping of traffic can
generate a high number of rear-end accidents, par­
ticularly around curves and on the steep hill leading
down to the St. Croix. Numerous access points and
limited passing opportunities also contribute to the
high accident rate along this stretch. According to
a 1988 report by the WCWRPC, 63 percent of STH
35/64 between the bridge and Somerset (8.7 miles)
is marked for no passing.

Because of the high accident potential along this
stretch, the St. Croix County Sheriff's Department
assigns one officer along STH 35/64 in the vicinity
of the lift bridge on summer holidays and Sundays.
This constrains the resources the Department can
devote to other areas of the County.

Long lines of traffic waiting to get over the lift
bridge also frequently occur on the Minnesota side
of the river, especially during shift changes at
Bayport's Andersen Corporation on weekday after­
noons, and on Friday evenings and Saturdays during
the summer. Special events in Stillwater can also
cause considerable traffic jams. This congestion
increases the risk that accidents will occur.

An additional safety issue which is discussed in the
social impacts section of the draft EIS is the problem
the lift and resulting traffic jams cause for emergen­
cy vehicles. Emergency medical service in the Wis­
consin portion of the study area often comes from
Lakeview Memorial Hospital in Stillwater; conges­
tion at the lift bridge can prolong the time it takes to
pick up patients in Wisconsin and bring them to the
Hospital.

Stillwater-Houlton River Crossing Draft EIS



ACCIDENT TYPES BY YEAR

OCCURRENCE YEAR

1960 61 62 63 64 65 66

W FATAL 2 1 0 0 1 0 0
a.
>- PERSONAL INJURY 27 19 22 28 22 15 12
I-

U PROPERTY DAMAGE 49 37 45 46 44 38 50
U
« TOTAL 78 57 67 74 67 53 62
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STH 64 FROM THE ST. CROIX RIVER TO THE
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OCCURRENCE YEAR
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W FATAL 0 0 0 0 0 0 0
a.
>- PERSONAL INJURY 18 4 11 8 5 3 1
I-

U PROPERTY DAMAGE 14 6 3 12 8 8 5
U« TOTAL 32 10 14 20 13 11 6

oo
v
a)....

ov
CDr-:....

o 0
0> I'­
0> 0>
tri' cD.... ....

o
CD
o
tri'....

oco
(f)
.¢....

o
TRAFFIC VOLUME (ADT) ~

(f)....

U>
:;
:€
~
CD..,
:I:
o
r::
;::;:­
o
::l

JJ
<'
CD..,
oa
(f)

~,
::l
co
o
~
m
V5

TABLE 2

TH 36 FROM TH 95 TO THE ST. CROIX RIVER

TABLE 4
STH 35/64 FROM THE JUNCTION WITH STH 35
TO THE ANDERSEN SCOUT CAMP ROAD

OCCURRENCE YEAR

1960 61 62 63 64 65 66

W FATAL 0 2 0 0 0 0 0
a.
>- PERSONAL INJURY 15 11 9 13 14 17 7
I-

U PROPERTY DAMAGE 30 44 28 32 24 27 33
U

TOTAL 45 57 37 45 38 44 40«

OCCURRENCE YEAR
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FUTURE TRAFFIC DEMAND

Traffic forecasts for the area indicate that the con­
gestion will continue to increase in the fu ture if no
improvements are made. During the past two
decades, traffic on the bridge and approach corridors
has been steadily mounting. According to
Wisc/DOT, for example, traffic on STH 35/64 on
the Houlton Hill east of the lift bridge increased by
123 percent between 1970 and 1985. On the stretch
west of Somerset, the increase for this time period
was 83 percent.

In the 1980s St. Croix County has had one of the
fastest growth rates of any county in Wisconsin, a
trend which is likely to continue. Population
forecasts project an increase from 48,655 people in
1988 to 59,250 in the year 2000, a jump of nearly 22
percent. Many of these new residents will be com­
muting to jobs in Minnesota. In addition, growing
numbers of Minnesotans are likely to utilize recrea­
tional areas in Wisconsin which are accessible by
using the current lift bridge. Furthermore, since the
1970s boat traffic on the Lower St. Croix has been
increasing at an average rate of over 5 percent a year.
This growth rate is expected to continue in the
future, increasing conflicts with vehicle traffic at the
lift bridge.

Mn/DOT has calculated current (1986) average
daily traffic volumes (ADT) for the study area (see
appendix 1). In addition, it has used the
Metropolitan Council's Regional Traffic Forecasts
Model to estimate average weekday daily traffic
(AWDT) volumes for the design year 2014. ([raffic
volume forecasts which are based on a seven-day
week are not available from the Regional Traffic
Forecasts Model, although it is anticipated that
AWDT forecasts for the study area would be very
similar to ADT predictions.)

In 1986, the ADT over the lift bridge was 12,400
vehicles. Under a NO-BUILD scenario, AWDT
levels for the design year 2014 are predicted to more
than double, with traffic demand rising to 28,200
vehicles. One consequence of this would be an
increase in the duration and frequency of the times
when traffic demand exceeds the capacity of the
bridge, resulting in growing congestion in both
Stillwater and Houlton. In order to avoid increasing
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congestion levels at Stillwater-Houlton, some
motorists would choose new destinations and/or
decide to take different routes. This would result in
economic impacts in certain areas and increased
demand on other highway facilities (e.g., the 1-94
bridge).

If a new river crossing is constructed in the North
Corridor and the current bridge is retained, the new
crossing would have a AWDT level of 15,725
vehicles in design year 2014, while the old bridge
would carry an AWDT volume of 12,475. If the
existing bridge is removed, the AWDT level in the
North Corridor would rise to 28,200 vehicles.

Assuming that the old bridge is retained with a
Central Corridor BUILD decision, there would be
an AWDT volume of 22,250 on the new crossing
and a 10,575 AWDT level on the lift bridge in the
design year 2014. If the existing bridge was
removed, the AWDT estimate for the new Central
crossing would be 32,825.

If a South Corridor BUILD decision becomes the
preferred alternative, AWDT volumes in 2014 are
forecast to be 23,250, with a 10,575 vehicle level on
the lift bridge. Should the existing structure be
removed, AWDT projections for the new structure
would rise to 33,825.

As indicated by the estimates in the appendix, traffic
levels on a number of road stretches in the vicinity
of the existing bridge will roughly double between
1986 and the year 2014. Under the NO-BUILD
scenario, for example, traffic on TH 36/95 south of
the lift bridge in downtown Stillwater will rise from
17,400ADTin 1986 to 31,250 AWDT in 2014. On
STH 64 just east of the lift bridge, traffic will in­
crease from 7,800 ADT in 1986 to an estimated
18,920 AWDT in 2014 under a NO-BUILD
decision. On TH 95 immediately south of the TH
96 intersection, the 1986 ADT of 5,000 vehicles
will rise to 10,000 AWDT by 2014 with the NO­
BUILD option. Traffic on TH 95 just north of the
lift bridge will jump from 7,100 ADT in 1986, to
18,750 AWDT under NO-BUILD in design year
2014.

Stillwater-Houlton River Crossing Draft EIS



SOCIAL DEMANDS/ECONOMIC DEVELOPMENT

TABLE 5

* Source: Current Problems and Conditions on the Stillwater
Bridge-STU 35164 Trayel Corridor, St. Croix County Highway
Committee/West Central Wisconsin Regional Planning Commis­
sion, 1984. For this data, the "Twin Cities" includes workplaces
in Minneapolis, St. Paul, and Hennepin, Ramsey, and
Washington Counties.

STH 35/64 COMMUTERSHED INTO THE
TWIN CITIES *

(Number of Workers Over 16 Years of
Age Commuting to the Twin Cities)

% CHANGE
LOCALITY 1970 1980 1970-1980

influx of between 10,000 and 15,000 people per day,
many of which use the Stillwater bridge. Tourism
in Somerset is a huge business, and continued con­
gestion along TH 36 and STH 35/64 would likely
have important implications for future growth in the
area. In the winter, a number of downhill ski areas

64.0

121.4

234.0
100.0

12.5
16.5

-27.3
92.9
31.6

228.6

Polk County Total 283 464

Two County Total 1,247 2,761

Polk County
Town of Alden 47 157
Town of Black Brook 15 30
Town of Clear Lake 8 9
Town of Farmington 115 134
Town of Garfield 44 32
Town of Lincoln 28 54
Village of Clear Lake 19 25
City of Amery 7 23

St. Croix County
Town ofCylon 17 42 147.1
Town of Emerald 22 28 27.3
Town of Erin Prairie 15 46 32.6
Town of Forest 15 33 206.7
Town of Richmond 30 144 380.0
Town of St. Joseph 227 730 221.6
Town of Somerset 200 394 97.0
Town of Stanton 69 92 33.3
Town of Star Prairie 52 204 292.3
Village of Deer Park 9 15 66.7
Village of Somerset 106 197 85.8
Village of Star Prairie 26 60 130.8
City of New Richmond 176 312 77.3

St. Croix County Total 964 2,297 138.3

The social and economic ties between Minnesota's
Twin Cities/Stillwater area and west-central Wis­
consin have grown steadily over the years, yet the
transportation links between the two regions have
not increased commensurately.

St. Croix County Wisconsin is classified as part of
the Twin Cities Metropolitan Statistical Area
(MSA), and contains a high percentage of residents
who commute to jobs in Minnesota, in addition to
going there for shopping and entertainment pur­
poses. Between 1970 and 1980 there was a 107
percent increase in the number of workers in St.
Croix County who commuted to jobs in Minnesota
(see table 5). Rapid residential growth is forecast to
continue in and around the study area, although not
necessarily at the high rates of the 19708. According
to forecasts by the Wisconsin Department of Ad­
ministration and State Data Center, population
growth between 1988 and the year 2000 will be 73
percent in St. Joseph Township and 24 percent in
Somerset Township. (For more detailed informa­
tion about study area growth, see the affected en­
vironment, and social and economic impact sections
of the draft EIS.)

In addition to serving the needs of a growing popula­
tion in west-central Wisconsin, improved transpor­
tation in the study area is required to meet the
economic development goals in the region. Busi­
nesses interested in locating in west-central Wiscon­
sin frequently require good transportation to the
Twin Cities. It is probable that the transportation
problems associated with the lift bridge and the TH
36 and STH 35/64 corridors are inhibiting economic
development in and around the Wisconsin portion
of the study area. Compared to communities located
on 1-94 (e.g., the City of Hudson and the Village of
Woodville), Wisconsin settlements along the STH
35/64 corridor such as the City of New Richmond
and the Village of Somerset have not been par­
ticularly successful at attracting new industry.

As already mentioned, one of the largest factors
affecting the flow of traffic through the study cor­
ridor and over the existing bridge are the numerous
recreational opportunities in north-west and west­
central Wisconsin. Somerset is a major destination,
offering inner tube float trips on the Apple River and
other attractions such as a waterslide. It is estimated
that on hot summer weekends, tiny Somerset gets an
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are accessible to Twin Cities residents via the
Stillwater-Houlton bridge.

A major recreational attraction which affects traffic
in the study area are the lakes, rivers, and forests of
northwestern Wisconsin. Many Minnesotans own
second homes in this area, and commute to them on
STH 35/64. According to a 1984 report produced
by the St. Croix County Highway Committee and
the WCWRPC (Current Problems and Conditions
on the Stillwater Bridge--STH 35/64 Travel Cor­
ridor), the number of seasonal homes in seven
northwestern Wisconsin counties grew by nearly 98
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percent between 1970 and 1980, with a 217 percent
increase in Sawyer County. In addition to lake
cottages, many Twin Cities residents travel over the
lift bridge on their way to campgrounds and resorts
in northwestern Wisconsin. The closest of these
Wisconsin recreational areas have greater proximity
to the Twin Cities than similar areas in Minnesota.
However, this advantage is partially offset by the
traffic delays at Stillwater-Houlton, with potentially
adverse economic ramifications for the regional
tourist industry.
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LTERN IVES

DISMISSED ALTERNATIVES AND REASONS FOR

DISMISSAL

In 1984, the Minnesota and Wisconsin Departments
of Transportation identified several broad corridors
to address the highway safety and congestion con­
cerns found in the Stillwater and Houlton areas.
Important factors in the identification and later
refinement of the corridors were: avoidance of
populated areas and commercial concentrations
where possible; the use of existing transportation
corridors where possible; and the avoidance of his­
toric sites, parks, public facilities, cemeteries, wet­
lands, inland water bodies, steep slopes, hardwood

forest areas, and operating farmsteads.

Four corridors that involved the construction of
replacement river crossings were originally iden­
tified: the North Corridor, the Central Corridor, the
Central Corridor Alternate, and the South Corridor
(see figure 6). In addition to these alternative cor­
ridors, Bridge Replacement-On-Site, and NO­
BUILD were also identified in the study proposal
document entitled Scoping Document/Draft Study
Outline, dated October, 1985.

NORTH CORRIDOR

b::::fmd CENTRAL CORRIDOR

SOUTH CORRIDOR

1m! CENTRAL CORRIDOR ALTERNATE

• CENTRAL AND SOUTH CORRIDORS COMBINED

Figure 6
Early Corridor Alternatives
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During the following scoping process--which in­
volved considerable discussion with interested
Federal and state agencies, the Stillwater-Houlton
River Crossing Task Force, and other public groups
and individuals--the study alternatives were further
refined. The results of this public process were
reported in the document entitled Scoping Decision
Document/Final Study Outline, dated January,
1987. Important conclusions of this scoping process
were as follows:

1. The Central Corridor Alternate was dismissed
from further consideration.

The consensus of the general public and repre­
sentatives of participating agencies was that
construction in this fully developed urban cor­
ridor would result in unacceptably severe im­
pacts to the city of Stillwater. Dividing the
city with a controlled access highway would
necessitate large scale residential displace­
ments, and would cause severe social and
economic disruption.

2. The construction of a replacement
drawbridge, whether located in the existing or
in alternative corridors was dismissed from fur­
ther consideration.

A replacement drawbridge on the site of the
existing bridge does not address the transporta­
tion problem which is caused, in part, by the
draWbridge operation itself. (See the Replace­
ment-On-Site option under the NO-BUILD Al­
ternative.)

Analyses of potential river crossing locations
in each of the three remaining study corridors
have supported the conclusion that
drawbridges would not be appropriate alterna­
tives. Riverside elevations in Minnesota, and
the high bluffs in Wisconsin provide for the
construction of replacement crossings with
adequate navigational clearances in all of the
potential bridge crossing locations.

3. For the purpose of the draft EIS, the Bridge
Replacement-On-Site option will be evaluated
under the NO-BUILD Alternative. If this op­
tion is the final conclusion of the EIS study
process, it would then be appropriate to
evaluate rehabilitating or replacing the exist-
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ing bridge at its present location when the
bridge becomes unsafe for travel. The es­
timated remaining useful life of the existing
bridge is five to fifteen years.

4. The construction of a tunnel under the river
was identified as a potential alternative to a
bridge in the North and South Corridors.

5. Several potential partial solutions to the
transportation problems were also identified
for additional review and analysis. Encom­
passing a range of measures designed to op­
timize the safety and service capabilities of the
existing roadway system at relatively low cost,
this group of alternatives is referred to as
Transportation Systems Management (TSM)
strategies. These options were added to the
NO-BUILD Alternative.

After the Scoping Decision Document/Final Study
Outline was published, an additional series of agen­
cy and public discussions were held. Additional
refinements and modifications of the study resulted.
The following is a summary list of the alternatives
and options which have been evaluated during the
draft EIS study process:

I. BUILD Alternative (see figure 7).

A. North Corridor

1.) River Bridge

2.) River Tunnel

B. Central Corridor

1.) River Bridge, including Land Tunnel Op­
tions

C. South Corridor

1.) River Bridge, including Land Tunnel Op­
tions

2.) River Tunnel

II. NO-BUILD Alternative

A. No-Action

B. Replacement-On-Site

C. TSM Strategies, including Mass Transit Op­
tions
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Figure 1
Present Study Corridors

DESCRIPTIONS OF THE STUDY ALTERNATIVES

This section provides a descriptive overview of both
the BUILD and NO-BUILD Alternatives. The
BUILD Alternative includes a set of options that
incorporate major new construction or reconstruc­
tion of approach highways, and the construction of
a replacement crossing of the St. Croix River. They
involve a substantial commitment of public funds
and resources. In this draft EIS, analysis of the
BUILD Alternative options addresses the issue of
which major action would best meet the combined
transportation, social, economic, and environmental
needs of the study area through major construction.

The analysis of the NO-BUILD Alternative in the
draft EIS provides additional elements to the
evaluation process, represented by the following
question: Is the total effect of investing in a BUILD
Alternative more or less beneficial (or more or less
costly) than the total effects of NO-BUILD? Put
another way, is there a less complex solution (or

Stillwater-Houlton River Crossing Draft EIS

combination of such solutions) which provides an
acceptable balance of reduced funding investment;
social, economic, and environmental effects; and an
adequate level of transportation improvement?

The BUILD Alternative--which will be discussed
first--can be broken down into three broad corridors,
composed of seven distinct alignments and fifteen
different design options. They are as follows:

I. BUILD Alternative

A. North Corridor

1.) River Bridge (see figure 8/yellow insert).

The North Corridor bridge option follows
an alignment traveling west and north of
Stillwater, Minnesota, and north of Houl­
ton, Wisconsin. Its total roadway length is
9.44 miles, and its estimated construction
cost is $56,771,000.
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