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TH 55 Corridor Access Framework 
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The long-term vision for the TH 55 corridor is to transition the corridor to a multi-lane divided 
facility that provides a high level of mobility and safety to users.  Communities along the 
corridor and the TH 55 Coalition have supported elevating TH 55’s functional classification 
from a minor arterial to principal arterial. This requested change along with TH 55’s designation 
as a High-Priority Regional Corridor and the high volume of traffic that is projected to use the 
corridor is consistent with more aggressively managing access along the corridor including 
eliminating and restricting current access. Providing a coherent and reasonable vision for treating 
access in the corridor will benefit users and will help lay the groundwork for future expansion of 
the corridor. 
 
The following access framework is intended to assist staff in the development of the TH 55 
preliminary design layout and it is intended to guide communities in planning of long-term 
access to the corridor. While this framework does not prescribe absolute rules or requirements 
(i.e., some exceptions or deviations may be needed to treat special instances or cases) it is 
intended to give substantial direction in assessing future treatment of current access in the 
corridor as well as suggest policy changes that would guide future access requests and 
development proposals. It is acknowledged that this framework will likely be the catalyst for 
initiating discussions with the communities as the corridor design and environmental process 
unfolds. 

 
1. Grade -Separated Locations 
 
Sources of major conflicts should be considered for grade separation to improve safety and 
operations of the corridor, as well as improve flow, operations and pedestrian connectivity on 
cross-streets. 

 
Guidance: Major intersections with other arterial and/or collector routes, where mainline 
volumes are forecast to exceed 55,000 vehicles per day (i.e. TH 55 volumes), should be 
considered for grade separations. 
 

2. Public Street Full-Access Points 
 

Signalized access to the corridor should be limited to maintain mobility and provide safety when 
accessing or crossing the corridor.   

 
Guidance: Full-access intersections should be limited to the junction of minor arterial 
routes, and some key collector routes.  The minimum spacing between these routes should be 
one-half to one-mile.  Current and future intersection points meeting these criteria have been 
identified in the corridor (attached figure to be developed), and local communities should 
plan arterial or collector routes at these locations. 
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3. Intermediate Public Access Points 
 
Other public access points along the corridor should be minimized to reduce the number of 
conflicts and to maintain safe operations within the corridor.  
 

Guidance: Limited intermediate public access points may be permitted to provide circulation 
and minimize overloads at other full-access intersections. These access points will not be 
signalized, and will be restricted to right-in/right-out.  Therefore, these access points should 
be part of a parallel system of collector routes that can provide access to other adjacent full-
access signalized intersections. 

 
4. Turn Lanes 
 
All public-street intersections should be designed so that turning traffic is separated from through 
traffic to reduce the number of conflicts.   

 
Guidance: Turn lanes should be provided at all public-street access points and at major 
traffic generators.  Turn lane length should be designed to accommodate operational speeds 
in the corridor (note: special consideration should be given to turn lane length; for example 
TH 52 turn lanes south of the Twin Cities were recommended to be extended due to higher 
operational speeds in the corridor). 

 
5. Private Access Points 

 
Private access should be minimized or eliminated, whenever possible, for safety reasons and to 
protect the operational integrity of the corridor. 

 
Guidance:  
• All feasible efforts should be made to minimize and/or eliminate existing private 

residence and business access. 
• No additional direct private and business access should be permitted 
• Private access that can’t be eliminated will be restricted to right-in/right-out. 

 
6. Parcel Splits 
 
The ability to control access can be lost as parcels are divided to create new parcels.  Parcels are 
most often created by either dividing an existing parcel (known as a parcel split) or by 
undergoing a formal platting process.  While the platting process has provisions for plat reviews 
and planning commission reviews, many local ordinances and subdivision regulations are 
structured to allow parcel splits (creation of new parcels) without formal review or comments.  
This can result in agencies having to provide access to these parcels, even though it may affect 
mobility and safety.   

 
Guidance: In an effort to minimize future problems and right-of-way costs, it is 
recommended that no additional parcel splits be permitted without providing alternate 
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access (i.e., access to other local public streets, not TH 55). It is recommended that local 
agencies review development ordinances and subdivision regulations to ensure that they can 
address this issue as part of their planning and review process. 

 
7. Subdivisions 

 
The subdivision process provides more control to cities and planning officials in shaping 
development along the corridor.   

 
Guidance: Proposed subdivisions along the corridor need to be consistent with the overall 
long-range corridor access plan.  Therefore, it is recommended that subdivisions provide 
access to adjacent parcels and provide reasonable frontage or backage roads consistent with 
the intent of the TH 55 Plan.  In addition, existing access locations that are adjacent to or 
are within the new subdivisions area should be reviewed for incorporation into proposed 
plats.  Proposed plats should provide minimum set-backs for the nearest secondary 
intersection (driveway or street) from TH 55. This set-back distance should be a minimum of 
750 feet on any intersecting arterial and/or collector that is currently or could potentially be 
signalized. 

 
 
Cities along the corridor and Hennepin County are expected to adopt the overall TH 55 plan by 
including supporting materials in their comprehensive and transportation plans. In addition it is 
expected that cities and Hennepin County will work towards the overall plan by guiding 
development (e.g., providing proper set-backs, limiting access, planning frontage/backage roads) 
through their land use and subdivision policies  
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APPENDIX E 

TH 55 – FERNBROOK TO CSAH 61 IN PLYMOUTH 

OPERATIONS MEMORANDUM 



SRF No. 0065712 

MEMORANDUM

TO: Rick Brown, P.E., Vice President 
Nancy Frick, AICP, Senior Associate  

FROM  Dennis R. Eyler, P.E., P.T.O.E. 

DATE:  October 16, 2007 

SUBJECT: TH 55 – Fernbrook to CSAH 61, in Plymouth Traffic Operations  

A preliminary traffic operations analysis has been completed for the two basic design 
alternatives for this corridor.  Those alternatives are (1) a 6 lane at-grade facility with signals at 
each major intersection and (2) a four lane grade separated facility with possible alternative 
designs for I-494 and for CSAH 61.  For the “ultimate” grade separated alternative an improved 
interchange with free flowing key movements was assumed for I-494. (See Figure 1 attached.)  
For a possible interim phase where TH 55 is grade separated to the west, an improved diamond 
was assumed for the I-494 interchange.  For both of these alternatives an at-grade intersection 
with traffic signal control was assumed for the intersection at CSAH 61.  In effect there are three 
alternatives that were evaluated: at-grade, grade separated west of I-494 and grade separated 
including the I-494 interchange.

I. The at-grade concept 

In this segment, the at-grade concept assumes a basic design with three through lanes in each 
direction.  Auxiliary lanes are also provided eastbound through Fernbrook Lane to connect to the 
turn lanes to the entrance ramps to both northbound and southbound I-494 for a total of 5 
eastbound through lanes at Fernbrook.  Double left turn lanes are also provided on TH 55 at the 
ramp intersections and at Fernbrook Lane.   

At I-494, the southbound exit ramp would be revised to have two right turn lanes and two left 
turn lanes.  The right turn lanes would be signal controlled in order to manage the weaves 
between the west ramp and Fernbrook.  The northbound exit would have three left turn lanes and 
two right turn lanes. The right turn lanes would also be signal controlled to manage the weave 
between the east ramp and CSAH 61. 



TH 55 Fernbrook to CSAH 61 October 16, 2007 
Traffic Operations Page 2 

At CSAH 61 the assumption made for the year 2030 forecasts was that TH 55 would be widened 
to three basic through lanes in each direction, extending to TH 169.  In the westbound direction, 
TH 55 would be widened to provide four through lanes plus a left turn lane and a right turn lane.  
The right through lane would exit onto northbound I-494 at the east ramp.  This would result in 
one additional westbound through lane over what currently exists at this intersection.  The 
southbound right turn on CSAH61 should also be revised from its current free right to a dual 
right with signal control. 

II. Grade separated concept that begins at Fernbrook and extends to the west 

Fernbrook

Several interchange designs have been investigated for this location.  If the grade separated 
alternative is selected for TH 55 to the west, ideally the I-494 interchange should have a design 
that provides free flowing ramp connections and also reduces the potential for weaving traffic.  
However, an interim design could be considered. 

If a folded ramp design, or button hook ramp arrangement is used at Fernbrook then the 
interchange at I-494 must ultimately be revised to address potential weaving issues.  However, if 
the I-494 interchange modifications must wait for a subsequent project, then the entrance loop 
from Fernbrook to eastbound TH 55 should be modified to enter as a dual right turn with signal 
control.  The use of a traffic signal will enable traffic from Fernbrook to cross eastbound TH 55 
to reach the eastbound left turn lanes at the east ramp of I-494. 

For any interim design to be successful from an operations standpoint, in this area, it must 
address the eastbound weave between traffic entering from Fernbrook and the existing left turn 
to enter northbound I-494.

I-494

For this alternative, the design of this interchange would be the same as it would be for the at-
grade alternative; which is an improved diamond. 

CSAH 61 

The layout of this intersection would be the same as it would be for the at-grade alternative 
which would feature the addition of a fourth westbound through lane and a revision to the 
southbound right turn. 

III. Grade separated concept that extends through I-494, but ends west of CSAH 61 

Fernbrook

With the folded ramp design, or button hook ramp arrangement at Fernbrook then a modified 
cloverleaf design that features two inverted or left land loops could be used at I-494 and would 
meet the free flow goal while providing adequate weaving operation if collector distributor 
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roadways are utilized between Fernbrook and I-494.  The use of roundabouts on the button hook 
ramps provides a point of clear demarcation of the end and beginning of the ramp roadways and 
the end and beginning of the surface street roadways. 

I-494

Until such time as a grade separation is constructed at CSAH 61, a traffic signal will be required 
at the intersection of eastbound TH 55 and the ramp that serves both exits from I-494 (east 
ramp).  This signal controlled intersection will greatly reduce the weaving problems between the 
east ramp and the turn lanes at CSAH 61. 

The proposed cloverleaf with inverted loops may be perceived as a less than adequate 
interchange design for the junction of two freeways. However, it does not have any at-grade 
intersections.  Except for the ½ intersection at the east ramp which is an interim measure until an 
interchange is constructed at CSAH 61.  This interchange design does not have any weaving 
areas between loops within the interchange.  In fact because it has no loop to loop weaving it has 
capacity nearly equal to that of a full directional interchange at a much lower construction cost. 

CSAH 61 

The layout of this intersection would be the same as it would be for the at-grade alternative with 
four westbound through lanes.  The disposition of those lanes from left to right would be: 
westbound TH 55, westbound TH 55, exit to Fernbrook C-D road and both I-494 exits.  West of 
CSAH 61, westbound TH 55 would be widened to 5 lanes.  The disposition of the five lanes 
would be as follows from left to right: westbound TH 55, westbound TH 55, exit to Fernbrook 
C-D road, exit to southbound I-494 and exit to northbound I-494.

Operations Analysis with Respect to TH 55 at CSAH 61

An operations analysis using Synchro was performed for the at-grade alternative with the year 
2030 pm peak hour forecast volumes.  In that analysis the intersections at Vicksburg Lane, 
Fernbrook Lane and the east ramp at I-494 operated at level of service “F”.  The spill back from 
those intersections affected the operation of TH 55 and CSAH 61 to the point where that 
intersection also operated at level of service “F”.  

A detailed operations analysis was not performed for the grade separated alternative where the I-
494 interchange remained as a diamond with signals at the ramp intersection.  However, since 
the east ramp, even with three left turn lanes from the ramp and three lanes each way on TH 55 
would operate at LOS “F” it was assumed that the backup would affect CSH 61 and cause it to 
also operate at LOS “F”. 

Traffic Simulation

For both the at-grade alternative and the full grade separated alternative, VISSIM simulation 
models were developed.  For both alternatives the CSAH 61 intersection remained at-grade.  For 
the at-grade alternative congestion at the intersections to the west spilled back into the CSAH 61 
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intersection causing it to fail.  For the full grade separated alternative the operation at CSAH 61 
appeared to be stable which meant that it was in the LOS “D” range.    

A critical lane calculation was performed for the year 2030 pm peak hour volumes and the 
proposed geometry.  That calculation yielded a critical lane volume of 1400 which meant that 
from a planning level perspective the operation would be acceptable.  This was based on traffic 
strictly adhering to the downstream lane assignments which direct the westbound TH 55 through 
traffic to use the left two lanes.  If any of the westbound traffic uses one of the other westbound 
through lanes to pass through the CSAH 61 intersection, then the critical lane volumes would be 
lower and the level of service would improve. 
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