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Disclaimer

The preparation of this document was funded in part by the United States Department of Transportation with funding
administered through the Minnesota Department of Transportation, the Federal Highway Administration, and the Federal Transit
Administration. Additional funding was provided locally by the member jurisdictions of the Saint Cloud Area Planning
Organization: Benton County, Sherburne County, Stearns County, City of Sartell, City of Sauk Rapids, City of Saint Cloud, City
of Saint Joseph, City of Waite Park, LeSauk Township, and Saint Cloud Metropolitan Transit Commission. The United States
Government and the State of Minnesota assume no liability for the contents or use thereof.

This document does not constitute a standard, specification, or regulation. The United States Government, the State of
Minnesota, and the Saint Cloud Area Planning Organization does not endorse products or manufacturers. Trade or
manufacturers’ names may appear therein only because they are considered essential to the objective of this document.

The contents of this document reflect the views of the authors, who are responsible for the facts and the accuracy of the data
presented herein. The contents do not necessarily reflect the policies of the State and Federal departments of transportation.

Public Notice of Rights Under Title VI

The Saint Cloud Area Planning Organization (APO) hereby gives public notice that it is the policy of the APO to fully comply with
Title VI of the Civil Rights Act of 1964 and the Civil Rights Restoration Act of 1987, and related statutes and regulations in all
programs and activities. Title VI assures that no person shall, on the grounds of race, color, or national origin, be excluded from
participation in, be denied the benefits of, or otherwise subjected to discrimination under any program or activity for which the
APO receives Federal financial assistance. Any person who believes they have been aggrieved by an unlawful discriminatory
practice by the APO has a right to file a formal complaint with the APO, MnDOT or the U.S. DOT. Any such complaint must be in
writing and filed with the APQ’s Title VI Compliance Manager within one hundred eighty (180) days following the date of the
alleged discriminatory occurrence. For more information, or to obtain a Title VI Discrimination Complaint Form, please see the
Saint Cloud APO website (www.stcloudapo.org) or you can view a copy at our offices at 1040 County Road 4, Saint Cloud, MN
56303.

A complaint may also be submitted to Minnesota Department of Transportation Office of Civil Rights by submitting an online
complaint form (https://www.dot.state.mn.us/civilrights/nondiscrimination-complaint-form.html) or by calling 651-366-3071.
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Ogaysiis Guud Ee Xuquugda Xuquuqgda VI

Ururka Qorsheynta Deegaanka ee Cloud Cloud (APO) wuxuu halkan ku siinayaa ogeysiis dadweyne in ay tahay sharciga APO in
ay si buuxda u hoggaansanto Cinwaanka VI ee Xuquuqgda Madaniga ee 1964 iyo Sharciga Soo-celinta Xuquugda Madaniga ee
1987, Iyo gqaynuunada iyo gawaaniinta la xiriira barnaamijyada iyo nashaadaadka. Cinwaanka VI wuxuu xagqgiijinayaa in gofna,
sabab asal, midab, ama asal garan ah, laga reebi doonin kageybgalka, loo diidi doonin faa'iidooyinka, ama haddii kale lagula
takoorin barnaamij kasta ama waxqgabad ee APO ay ku hesho kaalmada maaliyadeed ee Federaalka . Qof kasta oo aaminsan
inuu ka xanaaqay fal sharci darro ah oo takoor ay ku sameysay APO wuxuu xaq u leeyahay inuu dacwad rasmi ah u gudbiyo
APO, MnDOT ama US DOT. Cabasho kasta oo kale waa inay ahaataa mid qoraal ah lagana xaraystaa maareeyaha u
hoggaansamida cinwaankeeda ee 'APO' VI VI waa boqol iyo siddeetan (180) maalmood gudahood taarikhda dhacday markii la
sheegay in ay dhacday midabtakoor. Macluumaad dheeri ah, ama si aad u hesho Foomka Cabashada Kala-Takoorida Cinwaan ee
'VI kalasooc Foom', fadlan ka eeg bogga internetka ee 'Cloud Cloud APO' (www.stcloudapo.org) ama waxaad ka arki kartaa
nuqul xafiiskayaga 1040 County Road 4, Saint Cloud, MN 56303.

Cabashada ayaa sidoo kale waxaa loo soo gudbin karaa Waaxda Gaadiidka ee Minnesota Xafiiska Xuquugda Madaniga ah iyadoo
la soo dirayo foom cabashada ee khadka internetka (https://www.dot.state.mn.us/civilrights/nondiscrimination-complaint-
form.html) ama iyada oo la soo wacayo 651 -366-3071.

Aviso Publico De Derechos Bajo El Titulo VI

La Organizacién de Planificacion del Area de Saint Cloud (APO en inglés) da un aviso pUblico con la presente de que es politica
de la APO el cumplir plenamente con el Titulo VI de la Ley de Derechos Civiles de 1964 y de la Ley de Restauracion de Derechos
Civiles de 1987, y los estatutos y reglamentos relacionados en todos los programas y actividades. El Titulo VI asegura que
ninguna persona, por motivos de raza, color o nacionalidad, podra quedar excluida de la participacion en, se le podran negar los
beneficios de, o de algun modo podra ser objeto de discriminacion en virtud de cualquier programa o actividad por la cual la
APO recibe asistencia financiera Federal. Cualquier persona que cree que ha sido perjudicada por una practica discriminatoria
ilegal por la APO tiene el derecho de presentar un reclamo formal con la APO MnDOT o U.S. DOT. Cualquiera de estos reclamos
debe ser por escrito y debe ser presentado ante el Gerente de Cumplimiento del Titulo VI de la APO dentro de los ciento
ochenta (180) dias naturales siguientes a la fecha en que la presunta ocurrencia discriminatoria. Para obtener mas informacién,
o para obtener un Formulario de Reclamo por Discriminacién del Titulo VI, por favor, dirigete al Sitio web de la APO de Saint
Cloud (www.stcloudapo.org) o puedes ver una copia en nuestra oficina en 1040 County Road 4, Saint Cloud, MN 56303.

También se puede presentar una queja a la Oficina de Derechos Civiles del Departamento de Transporte de Minnesota enviando
un formulario de queja en linea (https://www.dot.state.mn.us/civilrights/nondiscrimination-complaint-form.html) o llamando al
651-366-3071.
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Public Notice of Rights Under Title II

The Saint Cloud Area Planning Organization (APO) herby gives public notice that it is the policy of the APO to fully comply with
the Americans with Disabilities Act of 1990 (ADA) and the Rehabilitation Act of 1973 (Rehabilitation Act) and related statutes
and regulations in all programs and activities. Title II of the Americans with Disabilities Act (ADA) requires all state and local
government agencies to take appropriate steps to ensure that communications with applicants, participants, and members of
the public with disabilities are as effective as communications with others. Any person who believes they have been aggrieved
by an unlawful discriminatory practice by the APO has a right to file a formal complaint with the APO, MnDOT, or the U.S. DOT.
Any such complaint should be in writing and contain information about the alleged discrimination such as name, address, phone
number of complainant, and location, date, and description of the problem. Alternative means of filing complaints, such as
personal interviews or a tape recording of the complaint, will be made available as a reasonable modification for persons with
disabilities upon request. Complaints should be submitted by the complainant and/or his/her/their designee as soon as possible
but no later than sixty (60) calendar days after the alleged discriminatory occurrence and should be filed with the APQO’s
Executive Director. For more information, or to obtain a Discrimination Complaint Form, please see the Saint Cloud APO website
(www.stcloudapo.org) or you can view a copy at our offices at 1040 County Road 4, Saint Cloud, MN 56303.

Ogaysiis Guud Ee Xuquugda Xuquuqgda II

Hay'adda Qorsheynta ee Saint Cloud Area Organisation (APO) waxay siisaa ogeysiis dadweyne inay tahay siyaasada APO inay si
buuxda ugu hoggaansanto Sharciga Naafada Mareykanka ee 1990 (ADA) iyo Sharciga Baxnaaninta 1973 (Sharciga
Baxnaaninta) iyo gawaaniinta iyo gawaaniinta la xiriira Dhammaan barnaamijyada iyo nashaadaadka. Qodobka II ee Sharciga
Naafada Mareykanka (ADA) wuxuu u baahan yahay dhammaan hay'adaha gobolka iyo kuwa maxalliga ah inay qaadaan
tillaabooyinka ku habboon si loo hubiyo in xiriirka lala yeesho codsadayaasha, ka geybgalayaasha, iyo xubnaha bulshada
naafada ah ay u la mid yihiin sida xiriirka lala yeesho kuwa kale. Qof kasta oo aaminsan inuu ka xanaaqay fal sharci darro ah oo
takooris ah oo ay sameysay APO wuxuu xaq u leeyahay inuu dacwad rasmi ah u gudbiyo APO, MnDQOT, ama US DOT. Cabasho
kasta oo noocan oo kale ahi waa inay ahaataa mid qoraal ah oo ay kujirto macluumaad ku saabsan takoorida la soo sheegay
sida magaca, cinwaanka, taleefan lambarka cabashada, iyo goobta, taariikhda, iyo faahfaahinta dhibaatada. Hab kale oo lagu
xareeyo cabashada, sida wareysiyada shagsiyeed ama cajalad duuban cabashada, ayaa loo heli doonaa sidii wax

looga badali karo macquul ahaan dadka naafada ah markii la codsado. Ashtakooyinka waa in ay soo gudbiyaan cabashada iyo /
ama wakiilkiisa / wakiilkiisa sida ugu dhakhsaha badan ee suurtogalka ah laakiin aan ka dambayn lixdan (60) maalmood
taariikhi ah ka dib dhacdada la xiriirta midab kala sooca waana in lagu fayl gareeyaa Agaasimaha Fulinta APO. Macluumaad
dheeri ah, ama si aad u hesho Foomka Cabashada Kala-Takoorida, fadlan eeg bogga internetka ee 'Cloud Cloud APO'
(www.stcloudapo.org) ama waxaad ka arki kartaa nuqul xafiiskayaga 1040 County Road 4, Saint Cloud, MN 56303.
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Aviso Publico De Derechos Bajo El Titulo II

La Organizacién de Planificacién del Area de Saint Cloud (APO en inglés) da un aviso pUblico con la presente de que es politica
de la APO el cumplir plenamente con la Ley sobre los Estadounidenses con Discapacidad de 1990 (ADA en inglés) y con la Ley
de Rehabilitacion de 1973 (Ley de Rehabilitacion) y con los estatutos y reglamentos en todos los programas y actividades. El
Titulo II de la Ley sobre los Estadounidenses con Discapacidad de 1990 (ADA en inglés) requiere que todas las agencias de
gobierno estatales y locales tomen las medidas adecuadas para asegurar que la comunicacion con los aplicantes, participantes y
miembros del publico con discapacidades sea tan efectiva como la comunicacién con otros. Cualquier persona que cree que
Cualquier persona que cree que ha sido perjudicada por una practica discriminatoria ilegal por la APO tiene el derecho de
presentar un reclamo formal con la APO MnDOT o U.S. DOT. Cualquiera de estos reclamos debe ser por escrito y debe contener
informacion sobre la presunta discriminacién tales como el nombre, la direccidn, el nimero de teléfono del denunciante, y la
ubicacidn, la fecha y la descripcidon del problema. Los medios alternativos de presentar un reclamo, tales como una entrevista
personal o una grabacidn de audio del reclamo, estaran disponibles como una modificacién razonable para las personas con
discapacidades a peticion. Los reclamos deben ser presentados por el denunciante y/o su persona designada tan pronto como
sea posible pero no mas tarde de sesenta (60) dias naturales después de la presunta ocurrencia discriminatoria y deben ser
presentados ante el Director Ejecutivo de la APO. Para obtener mas informacion, o para obtener un Formulario de Reclamo por
Discriminacion, por favor, dirigete al Sitio web de la APO de Saint Cloud (www.stcloudapo.org) o puedes ver una copia en
nuestra oficina e 1040 County Road 4, Saint Cloud, MN 56303.
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Common Acronyms

AADT: Average Annual Daily Traffic.

APO: Saint Cloud Area Planning Organization.
AQI: Air Quality Index.

ATAC: Active Transportation Advisory Committee.
CNG: Compressed Natural Gas.

DOT: Department of Transportation.

CR: County Road.

CSAH: County State-Aid Highway.

CRP: Carbon Reduction Program.

DAR: Dial-a-Ride.

DEED: Minnesota Department of Employment and Economic
Development.

DIV: Digital Inspection Vehicle.

EDR: Economic Development Region.

FAST Act: Fixing America's Surface Transportation Act.
FHWA: Federal Highway Administration.

FR: Fixed Route.

FTA: Federal Transit Administration.

GPS: Global Positioning System.

HPMS: Highway Performance Monitoring System.
HSIP: Highway Safety Improvement Program.

IIJA: Infrastructure Investment and Jobs Act.
IRI: International Roughness Index.

MAP-21: Moving Ahead for Progress in the 21st Century
Act.

MN: Minnesota.

MnDOT: Minnesota Department of Transportation.
MPCA: Minnesota Pollution Control Agency.

MPO: Metropolitan Planning Organization.

MTC: Saint Cloud Metropolitan Transit Commission (Saint
Cloud Metro Bus).

MTP: Metropolitan Transportation Plan.

NCB: Northstar Commuter Bus.

NHS: National Highway System.

NHTSA: National Highway Traffic Safety Administration.

NPMRDS: National Performance Management Research
Data Set.

NTD: National Transit Database.

PBP: Performance-Based Planning.

SEP: Stakeholder Engagement Plan.

SGR: State of Good Repair.

SOV: Single-Occupancy Vehicle.

STIP: State Transportation Improvement Program.
TAC: Technical Advisory Committee.

TERM: Transit Economic Requirements Model.
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TH: Trunk Highway. TSM: Transportation System Management.
TIP: Transportation Improvement Program. TTTR: Truck Travel Time Reliability.
TPMR: Transportation Performance Management Report. VMT: Vehicle Miles Traveled.

Tri-CAP: Tri-County Action Program.
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1 Introduction

About the Saint Cloud Area Planning

Organization

The Saint Cloud Area Planning Organization (APO) is an
independent, regional body responsible for transportation
planning for the Saint Cloud metropolitan area. The APO
serves as the region’s Metropolitan Planning Organization
(MPO) - an organizational body created under the Federal
Aid Highway Acts of 1962 and 1973 designed in part to
coordinate transportation planning efforts for urban areas
with a population of at least 50,000. MPOs, like the APQO,
assist local officials in collaboratively deciding how federal
transportation funds will be allocated within the planning
area.

The APO Urbanized Area is designated by the U.S. Census
Bureau every census year. Criteria for defining this area
includes population density and density of development. The
APO approves a 20-year planning boundary that not only
includes the Census-defined Urbanized Area but also
considers expected urbanized growth within that time
period.

The APO is comprised of member jurisdictions and/or
agencies: Stearns County, Benton County, Sherburne
County, City of Saint Cloud, City of Sartell, City of Sauk
Rapids, City of Waite Park, City of Saint Joseph, LeSauk
Township, and Saint Cloud Metropolitan Transit Commission
(MTC). The cities of Rockville, Saint Stephen, and Saint
Augusta, along with Brockway Township, Haven Township, a

part of Lynden Township, Minden Township, Sauk Rapids
Township, Saint Wendel Township, Saint Joseph Township,
and Watab Township are located within the designated APO
planning boundary but are not formal member agencies.
Instead, they are represented through their respective
counties. The APO works cooperatively with Minnesota
Department of Transportation (MnDOT) in planning related
activities in the region.

—

Saint Cloud APO
Metropolitan and Urbanized Area

Y
wnsi
Legend
| % Urban Area
, = Bodies of Water
= gesiot "‘“"i”g‘ —— National Highway System

watab
ownship

Figure 1.1 - Saint Cloud Area Metropolitan and Urbanized Area.
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The APO and Performance Measures

The Transportation Performance Monitoring Report (TPMR)
includes a set of performance measures that will track the
region’s progress toward achievement of transportation
goals as defined in the APO’s Metropolitan Transportation
Plan (MTP). (http://bit.ly/3Ewy18j). Performance measures
are designed to serve as a benchmark to evaluate and
quantify progress. This performance-based approach is
meant to improve accountability of federal transportation
investments, assess risks related to different performance
levels, and increase transparency. This progress report
serves as an annual snapshot of the region to help the APO
and its planning partners better understand current and
anticipated performance of the transportation system and
how well it is moving towards achieving the goals stated in
the APO’s MTP.

The APO approved its 2050 MTP in October 2024. During
that process, staff incorporated federally mandated
performance measures into the MTP, including but not
limited to, those found within this report. In addition, APO
staff have been working to develop a variety of other
performance measures to assist in future planning and
project implementation. The intent is to use the identified
performance measures to further align current and future
projects with the overall goals and objectives of the MTP.

Based on the Transportation Performance Management
(TPM) assessment tool (https://bit.ly/3MIOV2P), the APO is
currently working towards a maturity level four, also called
the functioning phase. This means that transportation data
is being regularly collected and analyzed to inform
transportation investment decisions. All of the member

jurisdictions of the APO use the performance data when
prioritizing projects. Performance data may still have gaps
and quality issues, but processes are in place to improve
this over time. The APO is beginning to use transportation
performance data to help predict future conditions and thus
forecast the need for future transportation investments.
Data is being gathered to evaluate the costs and
effectiveness of actions taken.
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Figure 1.2 — TPM Framework. Graphic courtesy of tpmtools.org.
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TPM Framework Steps

1: Strategic Direction

Definition of Steps

Using a collaborative process to
set goals and objectives with
linkages between agency
functions and broader societal
concerns still being clarified.

2: Target Setting

Collaboratively using a
methodology to understand
baselines and set targets within
agreed-upon performance areas.

3: Performance-Based
Planning

Defining a data-driven process
for understanding current and
future performance to identify
and develop strategies.

4: Performance-Based
Programming

Using a performance-based
programming methodology and
process that will: enable project
selection to reflect agency goals;
determine priorities in planning
documents; and identify funding
constraints, risk factors, and
relative needs across
performance areas.

5: Monitoring and
Adjustment

Using a plan for system and
program/project monitoring tied
to its strategic direction. This
includes: a definition of output,
outcome measures, frequency of
data collection, external
influencing factors, and users.

6: Reporting and
Communication

Defining requirements for
internal reports to ensure
consistency, alignment with
strategic direction, and provision
of actionable information.

Figure 1.3 - Definition of TPM framework steps.

What are Performance Measures?

What are Performance Measures?

Performance measures are indicators of progress toward attaining a goal,
objective, or target (a desired level of future performance).

What is Transportation Performance Management?

Transportation Performance Management (TPM) is a strategic approach that uses
system information such as performance measures to assist decision-makers in
order to achieve performance goals.

What is Performance-Based Planning?

Performance-Based Planning (PBP) is the use of agency goals, objectives, and
performance trends to drive the development of strategies and priorities in
long-range planning documents like the MTP. The resulting documents, such as
the Transportation Improvement Program (TIP), have become the blueprint for
how an agency intends to achieve its desired performance outcomes.

Figure 1.4 — What are Performance Measures?

Applying Performance Measures

Because the APQO’s transportation system improvement
needs exceed available funding, resources are invested in
the most strategic, effective, and efficient way possible. The
APO uses performance measures to:

e Assess how well the region’s multimodal
transportation system is functioning, including
feedback from and collaboration with key stakeholder
organizations.

e Provide information to support and inform decision-
making.
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e Assess how effectively and efficiently transportation
programs, projects, and services are being delivered.

¢ Demonstrate transparency and accountability to APO
residents and to foster collaboration between the
transportation systems of APO member jurisdictions.

Performance measures provide useful “feedback” and are
integrated into the APO’s planning practice on three levels
indicated below.

Strategic Level

Performance measures help to establish and inform goals,
objectives, and strategies as well as monitoring the APQ’s
mission attainment. Performance measures also
communicate progress toward achieving goals in
transportation plans and programs such as the MTP and TIP.

Decision Making Level

Performance measures are used to inform the allocation of
funds among programs such as highway preservation,
system expansion, public transportation, multimodal trails,
etc. These programs are defined in the TIP. Decision-makers
also consider various trends impacting transportation
system performance.

Project Delivery Level

After projects are selected, performance measures help to
monitor the efficiency and effectiveness of projects and
services. Performance measures also support organizational
and operational improvements.

Establishing Performance Targets

Federal regulations require the APO to either 1) support
MnDOT's performance targets for Performance Measure

(PM) 1 (Safety), PM 2 (Pavement & Bridge Condition), PM 3
(Roadway System Performance), or 2) set its own regional
target(s). The APO has decided to set its own targets for
each of the PMs. Figure 1.5 details the measure by
performance area. These performance measures must be:

e Measurable: Utilizing data that is quantifiable and
able to be tracked year after year.

e Forecastable: Enables data-driven target setting
based on future conditions.

o C(Clear to the Public and Policy Makers: Allows
performance storytelling to citizens and
policymakers.

These targets must also allow for agencies (like the APO,
MnDOT, and Saint Cloud Metro Bus) and jurisdictions (like
the region’s cities and counties) the ability to have an
impact on the results instead of relying on external factors
beyond their control.

Overall, the targets established by MnDOT have been
determined to be of limited value to the APO, especially
when compared with the APO’s existing conditions and
priorities. By adopting its own targets, the APO can focus on
localized issues and target funding that will work toward
achieving the goals established in the MTP.
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PM 1: Safety

PM 2: Pavement and
Bridge Condition

PM 3: Roadway System
Performance

Transit Asset
Management (TAM)

Public Transportation
Agency Safety Plan

Fatal injury crashes
Fatal injury crash rate
per 100 million Vehicle
Miles Travelled (VMT)
Serious injury crashes
Serious injury crash
rate per 100 million
VMT

Non-motorized
fatalities/serious
injuries

Percentage of
Interstate pavement in
good/fair/poor
condition

Percentage of non-
Interstate NHS
pavement in
good/fair/poor
condition

Percentage of Person-
Miles Traveled on the
Interstate that are
Reliable

Percentage of Person-
Miles Traveled on the
non-Interstate NHS that
are Reliable

Truck Travel Time
Reliability (TTTR)

State of Good Repair for:

Equipment: Non-
revenue support service
and maintenance
vehicles

Rolling Stock:
Revenue vehicles by
mode.

Infrastructure: Only
rail-fixed guideway,
track, signals and
systems

Facilities: Maintenance
and administration
facilities; and
passenger stations
(buildings) and parking
facilities

Fatalities

Fatalities per 65,000
Vehicle Revenue Miles
(VRM)

Injuries

Safety Events
Safety Events per
65,000 VRM

System Reliability
(Major Mechanical
Failures per 65,000
VRM)

Figure 1.5 - Federal Performance Measures.

The establishment of performance targets involves a
continuing cooperative, and comprehensive (3-C) effort
between all parties listed previously, MnDOT, and federal
planning partners.

Target Setting

APO staff, along with planning partners, the APO’s Technical
Advisory Committee (TAC), the APO’s Policy Board, and
Saint Cloud Metro Bus have collaborated to establish
targets.
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Renrformance)
Measukes

Outcomes

Example: Percentage of
pavement in good condition

04

*Maintenance
*Construction
*Planning
*Operations
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0

INpPULS

03

Renrfermance)
Meaaures

*Agency Staff

*Equipment
*Facilities out ¢
*Funding utputs
Example: Miles of pavement
resurfaced.

Figure 1.6 - Performance Measure design process.
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2 Interregional Connections

Sece § sty

i —nrs @ APA
Figure 2.1 - Minnesota National Highway and Interstate System.
Data courtesy of MnDOT.

The Saint Cloud Metro Area has much historical, economic,
and geographic importance, serving as a regional hub
connecting various parts of greater Minnesota, the Twin
Cities metro, and the broader Midwest. The Saint Cloud
Metro Area has a diverse economy with major sectors such
as manufacturing, healthcare, education, and retail.
CentraCare specifically employs around 6,500 employees
and a medical staff of more than 550 physicians in the St.
Cloud region. (CentraCare Employment,
https://bit.ly/3YEsBio)

When it comes to surface transportation, the Interstate and
various state and county highways play a vital role in
connecting the Saint Cloud metro to surrounding regional
centers - serving as crucial lifelines for both passenger and
freight movement. Within the Saint Cloud area, two of the
most significant road corridors that fulfill this role are
Interstate 94 (I-94) and US Highway 10 (US 10). I-94
(denoted in black in Figure 2.1), runs east-west through
Saint Cloud, providing connections to both the Fargo-
Moorhead region and the Twin Cities. US 10 (denoted in
blue in Figure 2.1) runs relatively parallel to I-94 between
Saint Cloud and the Twin Cities before heading north to the
Brainerd/Baxter region.

Additional long-distance corridors running through the Saint
Cloud metro include Minnesota Highway 15 (MN 15), a
north/south connection between Saint Cloud and southern
Minnesota (denoted in yellow in Figure 2.1) and Minnesota
State Highway 23 (MN 23), one of the few southwest to
northeast routes in the state (denoted in cyan in Figure
2.1).

Finally, Stearns County State Aid Highway 75 (CSAH 75),
denoted in purple in Figure 2.1, runs from I-94 on the south
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edge of the region up to and through the cities of Saint
Cloud, Waite Park, and Saint Joseph to connect back up to
I-94 on the western side of the region.

Taken together, these roadways make up what is known as
the region’s National Highway System (NHS) - providing
long-distance interregional connections to allow for easy
and efficient movement for both people and freight.

Freight Movement in the MPA

Of the approximately 20 million tons of freight shipped
within and across the U.S. in 2024, 64% was moved via
truck. According to the U.S. Department of Transportation’s

Bureau of Transportation Statistics
(https://tinyurl.com/mmxrvjha), the U.S. moves
approximately $18.7 trillion of freight annually — with 72%

of that done by commercial vehicles. Reliance on the
efficient movement of those vehicles plays a critical role in
our nation’s economy. Similar to the national setting, freight
movements through the Saint Cloud MPA rely heavily on
commercial truck traffic.

Freight movement through the region is concentrated
heavily on the NHS corridors (I-94, MN 15, MN 23, US 10,
and CSAH 75). Figure 2.3 illustrates the heavy commercial
annual average daily traffic (HCAADT) by year from 2018
through 2024. It should be noted that following the COVID-
19 pandemic of 2020, data collection methods for HCAADT
calculation changed which was expected to have increased
recorded volumes by around 20 to 30%. That said, I-94
overwhelmingly remains the primary carrier for truck traffic
in the region.

Figure 2.2 - Heavy commercial vehicle travelling northbound on MN 15.
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Heavy Commercial Annual Average Daily Traffic (HCAADT)
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Figure 2.3 - Heavy Commercial Annual Average Daily Traffic (HCAADT) Across Segments. Data courtesy of MnDOT.
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This general increase in truck traffic is occurring alongside a
continued increase in GDP for the Saint Cloud Metropolitan
Statistical Area, per data from the Bureau of Economic
Analysis (CAGDP1 County and MSA gross domestic product
(GDP) summary, https://bit.ly/4a3b3TV). Some areas that
saw the largest increase in GDP from 2019-2023 include:

e agriculture, forestry, fishing, and hunting
e natural resources and mining
¢ wholesale trade.

Each of these areas depend on reliable freight movement to
keep their supply chains functioning. Agriculture, natural
resources, and mining rely on freight to move bulky or
perishable raw materials to processors and markets, while
wholesale traders depend on freight to receive and
redistribute goods efficiently to retailers and businesses.

This suggests that continued investment in reliable highway
connections is essential to support the Saint Cloud region’s
economy.

What this means: The concentration of heavy commercial
truck traffic on key NHS corridors, particularly I-94, reflects
the critical role freight movement plays in supporting the
region's economy. The alignment between increasing truck
volumes and regional GDP growth demonstrates that
sectors such as agriculture, natural resources, mining, and
wholesale trade depend heavily on reliable highway
connections to move goods efficiently. As these industries
continue to grow, maintaining and improving the capacity
and condition of freight corridors like I-94, US 10, MN 15,
MN 23, and CSAH 75 will be essential to sustaining
economic vitality and ensuring that businesses can compete
effectively in regional and national markets.

Travel Time Reliability

Truck Travel Time Reliability

In order to ensure efficient freight movement through an
area, the Federal Highway Administration (FHWA) requires
states and metropolitan areas to establish performance
targets for gauging travel time reliability. Consistent and
predictable travel times are critical for freight movement,
emergency response, and daily commuters who depend on
reliable trip planning. Truck Travel Time Reliability (TTTR) is
a federal performance measure that compares typical travel
times (50th percentile) with delayed conditions (95th
percentile). The TTTR rating is calculated by dividing the
95th percentile travel time by the 50th percentile travel
time. For example, on a one-mile stretch of Interstate
where trucks typically travel at 60 mph, it normally takes 1
minute to pass through (50th percentile). If this segment
has a TTTR rating of 1.5, it means that during the most
congested conditions (95th percentile), that same trip would
take 1 minute and 30 seconds. A TTTR rating above 1.5 is
deemed unreliable by FHWA standards. Note that TTTR data
is only available for Interstate highways. The closer the
TTTR number is to 1, the more reliable the roadway. Figure
2.4 shows the TTTR as well as the non-interstate NHS travel
time reliability (a metric known as Level of Travel Time
Reliability (LOTTR)). LOTTR will be discussed in the next
section.

The 2024 average TTTR within the APO was 1.13 as shown
in

Figure 2.5, well below the regional target of 1.22. The 2024
TTTR is an improvement from 2023 levels due to the
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completion of construction around the I-94 interchange with
northbound junction of Stearns CSAH 75 near Saint Joseph.

2024 Reliability Metrics
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Figure 2.4 — 2024 Reliability Metrics. Data courtesy of National
Performance Measure Research Data Set (NPMRDS).

Target 1.22

i

Figure 2.5 - Interstate Truck Travel Time Reliability. Data courtesy
of NPMRDS.
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What this Means: 1-94 continues to be a very reliable
corridor in moving freight efficiently through the region.

In general, reliability across the Interstate system is great,
however there are areas where reliability is not great. While
still considered reliable, the I-94 and MN 23 interchange as
well as the I-94 and CSAH 75 interchange do see a slight
decrease in reliability compared to other sections. These
areas are noted in yellow in Figure 2.4.
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Level of Travel Time Reliability

People want to get to their destination reliably as well. This
metric looks at whether a segment is achieving that or not.
Travel time reliability for the non-interstate NHS compares
typical travel times (50th percentile) with slower, congested
conditions (80th percentile). The reliability rating is
calculated by dividing the 80th percentile travel time by the
50th percentile travel time. For example, on a one-mile
stretch of roadway where vehicles typically travel at 60
mph, it normally takes 1 minute to pass through (50th
percentile). If this segment has a reliability rating of 1.5, it
means that during congested periods (80th percentile), that
same trip would take 1 minute and 30 seconds. A reliability
rating above 1.5 is deemed unreliable by FHWA standards,
indicating that travel times are inconsistent and
unpredictable.

And just like I-94, the region’s non-Interstate NHS functions
well, too. As demonstrated in Figure 2.4, the Level of Travel
Time Reliability (LOTTR) on the region’s NHS functions
incredibly well with 97.9% of these roadways being
considered reliable. There are many different factors that
can temporarily affect reliability, construction being one.

Other factors can affect the reliability of a segment or
intersection. Higher reliability corridors often result from
lower congestion levels and fewer bottlenecks. As corridors
see an increase in traffic demand or ongoing construction,
the reliability of that segment can decrease.

2024 NHS

Travel Time

Reliability

Rating

- Good: <1.25
Fair: <1.5

— Poor: 21.5

AN

0 0.1503 0.6 0?’"]65 AP\@
Figure 2.6 - Zoom in of MN 23. Data courtesy of NPMRDS.

Figure 2.6 shows a zoom in of the MN 23 corridor going
through Saint Cloud. Noticeable reliability issues are
occurring where MN 23 is crossing with other major NHS
roadways. The intersections of MN 23, CSAH 75, and US 10
continue to see reliability issues. Following the redesign of
the US 10 and MN 23 interchange, the APO hopes that 2025
data will show that the redesign alleviated some of the
reliability issues seen there.
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Figure 2.7 — Non-Interstate NHS Reliability. Data courtesy of
NPMRDS.

What This Means: The region's non-Interstate NHS
demonstrates strong travel time reliability, with 97.9% of
roadways meeting federal reliability standards. This
indicates that travelers can generally depend on consistent
travel times throughout the region, with minimal
unexpected delays. However, specific areas at and around
the intersections of MN 23, CSAH 75, and MN 15 as well as
the US 10 and MN 23 interchange experience significant
reliability issues. Monitoring these non-Interstate corridors
will remain important as growth in regional travel and land
development increases demand on the transportation
network.

Efforts are being made to try to address these issues. The
APO has done an operations study for MN 15. MnDOT has
done a US 10 study and reconstructed the MN 23 and US 10
interchange.

Other Modes of Transportation

While the APO primarily focuses on roadways, not everyone
travels into and out of our region using roads. In addition to
the extensive network of roadways, sidewalks, and shared
use paths, the region also provides residents with the
opportunity to utilize passenger rail service through Amtrak
as well as air service through Sky Central Airport.

Amtrak

Amtrak offers passenger rail services across much of the
United States; however, to do so, Amtrak relies heavily on
using tracks owned by other private entities.

Amtrak operates one route, the Empire Builder (map at
https://www.amtrak.com/empire-builder-train), that stops
within the planning area. The Empire Builder runs from
Seattle to Chicago with stops in between cities such as
Milwaukee, Saint Paul, and Fargo. Amtrak runs this
passenger rail service on the Burlington Northern and Sata
Fe (BNSF) railroad along US 10 until it transitions to
Canadian Pacific Kansas City (CPKC) track in the Twin Cities.

The Saint Cloud Amtrak station saw ridership numbers
decrease during and immediately following the 2020
pandemic. While ridership is still down from pre-pandemic
levels, it has continued to recover to near pre-pandemic
ridership levels.
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Saint Cloud Sky Central Airport

Another way for people and goods to travel is through air.
Saint Cloud Sky Central Airport (STC) provides both private
and commercial flights. The number of passengers going
through STC dropped sharply during 2020 but has gradually
increased each year since and has exceeded pre-COVID
levels as of 2024. In 2024 STC served the most passengers
ever in the last decade, around 47,770 passengers. The
Minnesota National Guard also operated a maintenance base

Figure 2.8 - Saint Cloud Amtrak Station Ridership. Data courtesy
of Bureau of Transportation Statistics.

What This Means: The Empire Builder route provides an
important intercity connection for the Saint Cloud region,
linking residents and visitors to major metropolitan areas
including Seattle, Minneapolis-Saint Paul, Milwaukee, and
Chicago. While ridership at the Saint Cloud station remains
below pre-pandemic levels, the gradual recovery
demonstrates continued demand for passenger rail service
as an alternative to driving or flying for longer-distance
travel. Passenger rail offers a reliable transportation option
for residents without access to personal vehicles and
provides connections to employment, education, and other
opportunities in larger cities along the corridor.

o
N
ad
N
<

at the airport.

2015 X3V
2018 kWL K]

2019
2020
2021
2022
2023
2024

© N
L v
o o
N N

Figure 2.9 — Passengers for the Saint Cloud Sky Central Airport.
Data courtesy of the Federal Aviation Administration (FAA).

22



What this means: The recovery and growth of passenger
traffic at Saint Cloud Sky Central Airport demonstrates the
resilience of regional air service and the importance of
diverse transportation options for connecting the region to
broader markets. Exceeding pre-pandemic passenger levels

3 Multimodal Connections

One of the key responsibilities of the APO is to develop a
regional long-range, multimodal, surface transportation
plan. While motor vehicles are overwhelmingly the primary
way people and goods move in, across, and through the
APQ'’s planning area, driving is not the only option available.

Not everyone has access to or wants to rely on a motor
vehicle to complete every trip. This is why active
transportation (i.e., walking and biking) and public
transportation are important components of the overall
system. These pieces of critical infrastructure provide
alternative forms to driving - allowing for more people to
access key destinations such as school, work, shopping, and
other recreational activities. By preserving the multimodal
network, residents in the APQO’s planning area will continue
to have access to low and/or minimal cost alternatives to
owning and/or maintaining a vehicle.

Active Transportation

Understanding how, when, and where people walk, bike and
roll is fundamental to building a safe, efficient, and
connected regional transportation system. To gain a better

indicates strong demand for air travel in Central Minnesota
and highlights the airport's role in supporting both business
travel and tourism. Continued growth in air passenger traffic
reflects the region's economic vitality and connectivity to
national and regional destinations

grasp of the region’s active transportation usage, APO staff

have spent the past several years building a robust counting
program to collect data on system usage including seasonal
usage, weekday/weekend usage, and modal split (between

walking and biking).

Within the APQO’s planning area there is one permanent
active transportation counter - located on the Beaver
Islands Trail near the FedEx shipping center (3330 Roosevelt
Road, Saint Cloud). APO staff also utilize a set of portable
counters at 18 locations across the planning area - each
deployed for a minimum of one week at each location.

More details on the APO’s active transportation counting
program along with specific counting site metrics can be
found in the APQO’s Regional Evaluation of Counts for Active
Planning (RECAP) (https://tinyurl.com/7c3z3hr3).

Overall System Usage

Beaver Islands Trail Permanent Count Location

With the permanency of active transportation counting
equipment, the Beaver Islands Trail location near the FedEx
shipping center provides the most consistent and
comprehensive form of active transportation counting within
the region.
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Figure 3.1 shows the annual usage of this portion of Beaver
Islands Trail between when the counter was installed in
2016 through 2022. Pavement reconstruction of the trail in
2023 caused a temporary closure of various sections of the
trail, reducing usability and making 2023 count data
unreliable.

Trail usage was on the decline prior to 2020. However, with
the COVID-19 pandemic, usage of the facility exploded as
people turned to outdoor spaces for socially distanced
recreation. Trail usage in 2020 (77,848) was the highest
recorded annual usage on the trail - up 64% from the year
before.

gaps in data collection on some sites have occurred due to
construction, weather conditions, equipment availability, or
other logistical challenges.

Like the Beaver Islands Trail permanent counter, average
trail usage on the other 18 short-term counting sites
experiences a spike in activity during 2020 - most likely due
to the COVID-19 pandemic. Usage levels decline in the
years immediately following; however, 2024 usage levels
began to increase compared to the previous three years.

Active Transportation Users by Year at the
Beaver Islands Trail Permanent Counter Site
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Figure 3.1 - Active Transportation Users by Year at the Beaver
Islands Trail Permanent Counter Site, 2016-2022.

Short-Term Counting Locations

Figure 3.2 summarizes average daily trail usage by year
from the 18 short-term counting locations scattered across
the MPA. Note, not all sites were counted year-round and

Figure 3.2 - Average Daily Trail Usage by Year at Short-Term
Counting Sites, 2019-2024.

What This Means: Year-round trail counting provides a
more complete picture of how trails are used throughout all
seasons, helping planners understand maintenance needs
and usage patterns. The recent uptick in 2024 as recorded
in the short-term counting locations suggests renewed
interest in trail usage after several years of decline.
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Seasonal Trail Usage

Beaver Islands Trail Permanent Count Location

As temperatures rise, so do the number of active
transportation users on the Beaver Islands Trail.

Monthly average usage (for both pedestrians and bicyclists)
indicate summer months experience the highest volume of
users on the trail — with June averaging 270 daily users and
winter months like December and January averaging just 47
and 48 users respectively.

AVERAGE MONTHLY ACTIVE
TRANSPORTATION USERS - BEAVER
ISLANDS TRAIL PERMANENT COUNTER
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Figure 3.3 - Average Monthly Active Transportation Users — Beaver
Islands Trail Permanent Counter, 2016-2022.

Short-Term Counting Locations

Just like the Beaver Islands Trail permanent count location,
the average daily users by month for the 18 short-term
counting locations is also heavily correlated with
temperature. Usage of these facilities starts to pick up by

May and drops off dramatically by the September/October
time frame as shown in Figure 3.4.

Average Daily Trail Usage by Month - Short-Term
Counting Locations
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Figure 3.4 - Average Daily Trail Usage by Month - Short-Term
Counting Locations, 2020-2025.

What This Means: Summer trail usage data, in particular,
demonstrates the importance of active transportation
infrastructure in the region. However, despite colder
temperatures, trail usage levels never drop to zero,
indicating the year-round usage of these facilities is
important to ensuring people can travel using the mode of
their choosing.

Weekday and Weekend Trail Usage

Beaver Islands Trail Permanent Count Location

Trail usage on the Beaver Islands Trail tends to spike on
summer weekends, particularly in July. As noted in Figure
3.5, compared to June, weekday usage in July drops by
approximately 5.7%, while weekend usage increases by
9.8%.
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AVERAGE MONTHLY ACTIVE TRANSPORTATION
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Figure 3.5 - Average Monthly Active Transportation Users — Beaver
Islands Trail Permanent Counter, 2016-2022.

Given the proximity of the trail to the Mississippi River as
well as its location along the multi-state Mississippi River
Trail (MRT), it is anticipated that weekend tourism - coupled
with an increase in local residents - is contributing to this
spike.

Short-Term Counting Locations

Like the Beaver Islands Trail, weekend usage on the 18
various trails that are part of the short-term counting site
locations outpaces weekday usage. However, while peak
weekend usage near the permanent count location was in
July, the average peak weekend usage for other facilities
occurred earlier in the year - in May.

Monthly Average Daily Users:
Weekday vs. Weekend
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Figure 3.6 — Monthly Average Daily Users: Weekday vs. Weekend
— Short Term Locations, 2020-2025.

This suggests that during months with more irregular or less
optimal weather, users may choose to go out more often on
weekends because they typically have fewer time
constraints. With more control over their schedules, people
are better able to take advantage of the warmest or driest
parts of the day, making weekends a more appealing time
for walking, biking, or other trail activities.

What This Means: The difference between weekday and
weekend usage patterns demonstrates that trails serve dual
purposes in the region, providing both recreational
opportunities and functional transportation corridors.
Understanding these patterns helps ensure that trail
infrastructure investments support diverse community
needs and travel purposes.
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Pedestrians Versus Bicyclists

Beaver Island Trail Permanent Count Location

Usage patterns vary not only by season but also by travel
mode. Bicyclist activity peaks in July, the warmest month,
with an average of 171 daily users. In contrast, bicycle
counts drop to between nine and 13 daily users during
winter months as shown in Figure 3.7.

AVERAGE MONTHLY BICYCLE USERS -
BEAVER ISLANDS TRAIL PERMANENT COUNTER
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AVERAGE MONTHLY PEDESTRIAN USERS -
BEAVER ISLANDS TRAIL PERMANENT COUNTER
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Figure 3.7 — Average Monthly Bicycle Users — Beaver Islands Trail
permanent counter, 2016-2022.

Pedestrian activity peaks earlier, with May and June
averaging 114 and 112 daily users, respectively. However,
July sees a notable decline in pedestrian counts, to 97,
despite the continue warm weather.

In July, bicyclists made up 64% of total trail users, while
pedestrians accounted for 36%, reinforcing the trend of
increased bicyclist activity in midsummer.

Figure 3.8 — Average Monthly Pedestrian Users — Beaver Islands
Trail permanent counter, 2016-2022.

Short-Term Counting Locations

Because of the limitations of the data collection by modal
split for the short-term count locations, an overall average
annual split between bicyclists and pedestrians is not
available. Modal splits by specific count location sites are
available for spring, summer, and fall and can be found in
the APQO’s RECAP report.

What This Means: Based on the trends reported with the
Beaver Islands Trail permanent counter, local active
transportation infrastructure is well used by both bicyclists
and pedestrians - with generally more pedestrians utilizing
the network than bicyclists. However, as the data suggests,
a seasonal shift in preference toward bicycling is noted as
temperatures increase during the summer months.
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The Low Down on ...
%Electric Bicycles (E-Bikes)%

In 2024, Minnesota launched a state e-bike rebate program designed to make electric bicycles more
accessible and encourage active transportation alternatives. The program provided financial rebates
to residents purchasing e-bikes, with the goal of reducing transportation costs and promoting
environmentally friendly travel options.

The program saw overwhelming demand, with more than 14,600 Minnesotans applying for
rebates. The high volume of applications was substantial enough to crash the program
website, demonstrating significant public interest in e-bike adoption. Of the total applicants,
1,519 residents received a rebate and 1,327 used their rebate to complete an e-bike
purchase, representing an 87.4% redemption rate among rebate recipients.

The program successfully targeted lower-income households, with half of all rebates going
to households earning less than $75,000 a year. This income distribution demonstrates

the program'’s effectiveness in improving transportation affordability for residents who may
benefit most from lower-cost transportation alternatives.

Geographic distribution of the program showed concentration in the Twin Cities seven-county X
metro area, which accounted for two-thirds of all applicants, recipients, and rebate users. This pattern
indicates that while demand exists statewide, urban and suburban areas with existing bicycle infrastructure
and shorter trip distances show higher adoption rates for e-bike technology.

Figure 3.9 — The Low Down on... Electric Bicycles (E-Bikes). Data courtesy of Center for Transportation Studies, University of Minnesota,
2025).

Transit Dial-a-Ride (DAR) paratransit services within the

communities of Saint Cloud, Sartell, Sauk Rapids, and Waite
Since 1969, the Saint Cloud Metropolitan Transit Park. Metro Bus - in coordination with the Metropolitan
Commission (more commonly known as Metro Bus) has Council’s Metro Transit — also operates a commuter bus
been providing the region with public transportation options. system which is primarily used to service the Northstar
Metro Bus is responsible for the daily management, Commuter Rail service.

operation, and maintenance of both Fixed Route (FR) and
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Transit Asset Management

To be able to continue providing safe, efficient, and reliable
public transit service in the region, Metro Bus must maintain
its various assets - including buses, vehicles (maintenance
trucks), and buildings like the downtown transit center and
Metro Bus’s operations center.

Similar to the roadway network, federal regulations require
transit agencies to develop a system to monitor and
manage these assets as a way to improve safety and

Metro Bus 2024

Transit Asset Management Targets for Assets

SGR Meeting or
Exceeding ULB

2024 Metro Bus Baseline
Measurement for Assets
Meeting or Exceeding ULB

increase reliability and maintain a state of good repair
(SGR).

The SGR must align with the expected lifecycle of the capital
asset or the acceptable period of use in service (also known
as the Useful Life Benchmark or ULB).

Figure 3.10 displays the list of required transit asset
performance measures, Metro Bus’s 2024 baseline
measurements, Metro Bus’s 2024 Target, percentage point
difference, and the proposed 2025 targets.

Metro Bus 2025
Targets for Assets
Meeting or

2024 Performance
Percentage Point
Difference

Equipment (non-revenue

o)
service vehicles) 0.00%

Exceeding ULB

22.22% -22.22 0.00%

Rolling Stock (revenue
vehicles) - Class 700 buses 8.00%
(Fixed Route bus)

20.51% -12.51 13.00%

Rolling Stock (revenue
vehicles) - Class 400 buses 0.00%
(Dial-A-Ride bus)

42.68% -42.68 17.00%

Rolling Stock (revenue
vehicles) — MCI buses 0.00%
(Northstar Commuter bus)

0.00% 0.00 0.00%

Facilities (passenger and

parking facilities) 0.00%

0.00% 0.00 0.00%

Facilities (administrative

[s)
and maintenance facilities 33.33%

33.33% 0.00 33.33%

Figure 3.10 — Metro Bus State of Good Repair (SGR) performance targets and baseline measurements (2024). Data courtesy of Metro Bus.

Currently, Saint Cloud Metro Bus is not meeting its SGR
targets for Rolling Stock (revenue vehicles) - Class 700
buses and Rolling Stock (revenue vehicles) - Class 400

buses (with baseline measurements 12.51 and 42.86
percentage points over the anticipated 2024 target,
respectively). Additionally, Saint Cloud Metro Bus is not
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meeting its SGR targets for Equipment (non-revenue service
vehicles) with a baseline measurement of 22.22 percentage
points over the anticipated 2024 target.

According to Saint Cloud Metro Bus’s Chief Operations
Officer, securing replacement fixed route and DAR buses has
been an ongoing issue over the past number of years - an
issue about which the Federal Transit Administration’s
National Transit Database (NTD) analysts have also been
made aware. For starters, due to the supply chain issues
caused because of the COVID-19 global pandemic in 2020,
buses that were slated to be purchased were delayed due to
issues related to bus manufacturers. As of late 2025 (the
drafting of this report), Metro Bus was still waiting to
receive 14 Class 400 (DAR) buses and one Class 700 (FR)
bus.

Additionally, federal funding for vehicle replacements in
Minnesota is distributed by MnDOT'’s Office of Transit and
Active Transportation (OTAT). During this process, all urban
transit systems in the state must provide OTAT with a
complete list of all vehicles and vehicle conditions within
their current fleet every two years. Once OTAT has received
this from all urban transit agencies, the limited federal
highway funds allocated by the state for the purchase of
replacement transit vehicles are distributed to transit
agencies based on individual vehicle condition. Vehicles in
most need of replacement across the state are then
prioritized for federal funding assistance. As a result, federal
funds distributed to Metro Bus for vehicle replacement
through this process is dependent upon several factors:

e The vehicle condition of the Metro Bus fleet in
comparison to fleets of other urban transit agencies
across the state.

¢ The amount of federal highway funds available from
OTAT to replace vehicles.

This means Metro Bus vehicles in need of replacement due
to reaching the end of their ULB (or exceeding their ULB)
may not receive federal funding assistance to be replaced in
a timely manner.

As for Metro Bus’s Equipment (non-revenue service
vehicles) failing to meet its SGR targets, Saint Cloud Metro
Bus’s Chief Operations Officer indicated the listed 2024 SGR
target for this was mistakenly miscalculated. The non-
revenue service vehicles that had failed to meet the 2024
target have been slated to be replaced in 2025.

What This Means: Metro Bus faces substantial asset
management challenges that could impact service reliability
and increase maintenance costs. Vehicles operating beyond
their useful life often experience higher maintenance
expenses, reduced fuel efficiency, and decreased reliability,
which can directly affect passenger service quality.

Funding for new buses is distributed across the state, with
priority given to vehicles most in need of replacement.
Metro Bus is planning multiple vehicle replacement projects
over the next several years to work toward keeping up with
and possibly catching up on SGR performance. Metro Bus
received a federal discretionary grant in 2025 to purchase
additional vehicles over the next several years. However,
unless there is a substantial and consistent influx in federal
funding to be used toward purchasing vehicles, Metro Bus is
anticipated to continue falling below SGR targets as buses
continue to age and delays and/or lack of resource
availability hinder timely vehicle replacement.
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Transit Ridership

Annual ridership trends for each of Metro Bus’s services
over the past decade provide insight into public

transportation demand patterns and services utilization
across the different modes.

Metro Bus Ridership (2015-2024)

2,500,000 180,000

160,000
()]
=
2,000,000 T 140,000 o
]
hd
120,000 3
0 £
£ 1,500,000 £
o 100,000 3

[

b °
g 80,000
= 1,000,000 )
©
~— 60,000 z
1
500,000 40,000 =

20,000

0 0
2015 2016 2017 2018 2019 2020 2021 2022 2023 2024
—Fixed Route (FR) Dial-A-Ride (DAR) = Commuter Bus (CB)

Figure 3.11 — Metro Bus Ridership by service provided, 2015-2024. Data courtesy of Saint Cloud Metro Bus.

Figure 3.11 displays the annual ridership trends for each
Metro Bus service over the past decade. Fixed route (FR)
ridership has experienced a general decline over the ten-
year period, reflecting broader trends in public transit usage

nationwide, especially after the COVID-19 global pandemic.

However, the past three years have shown encouraging
signs with small but consistent increases in ridership,

31



suggesting potential stabilization or recovery in demand for
fixed route services.

It should be noted that due to the downturn in demand
(partially due to COVID) as well as operational challenges
(i.e., attracting and retaining operators to drive buses),
Metro Bus has had to adjust service levels and implement
other route modifications to better match ridership patterns
with available resources.

Dial-A-Ride service achieved a significant milestone in 2024
with 152,528 annual riders, recording its highest ridership
since APO records began in 2002. This represents a slight
increase over the previous peak of 152,239 riders in 2019,
demonstrating the resilience and growing importance of this
specialized transportation service. One reason the DAR
ridership could be increasing is the increase in the
population aged 65+. This group has increased by about
1,000 individuals from around 14,650 in 2020 to around
15,650 in 2023.

The commuter bus service continues to operate well below
pre-pandemic ridership levels, reflecting the lasting impact
of changed work patterns and commuting behaviors.
Additionally, uncertainty with the continuation of the
Northstar Commuter Rail service and the decline in trains
arriving and departing from the Big Lake station (which the
Northstar Commuter Bus services) have all impacted
ridership.

What This Means: The divergent ridership trends across
service types suggest that different transportation needs are
recovering at different rates. The strong performance of
Dial-A-Ride service indicates robust demand for specialized
transportation services.

Transit Service Efficiency Metrics

To better understand how efficient transit service is within a
region, transportation and transit planners can consult two

metrics - passengers per revenue mile and passengers per

revenue hour.

Passengers Per Revenue Mile

To understand the number of passengers transit is serving,
passengers per revenue mile measures the number of
passengers using transit for each mile vehicles are in
service.

Fixed Route service efficiency presents a complex picture.
While both revenue miles and ridership have generally
decreased over the decade, the decline in ridership has
been proportionally larger than the decrease in service
miles. This pattern may indicate several trends: passengers
may be taking longer trips on average, making shorter but
more frequent trips, or route efficiency may need
optimization to better match service supply with current
demand patterns.

At the end of 2024, Metro Bus had completed its long-range
planning effort, Metro Bus Forward
(https://ridemetrobus.com/forward/), which outlined
several ways in which the transit commission could optimize
its fixed route system to improve route efficiency.

Dial-A-Ride service maintains relatively stable passenger-
per-mile ratios over time, which aligns with the specialized
nature of this service. Unlike fixed routes that operate on
predetermined schedules regardless of passenger load, DAR
vehicles provide customized trips based on specific
requests. This service model naturally results in fewer total
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miles but more targeted, efficient trips per passenger commuting patterns. The substantial decrease in ridership
served. has resulted in lower passengers per revenue mile, creating

Commuter bus service continues to struggle with efficiency challenges for cost-effective service delivery.

metrics due to reduced Northstar Rail demand and changing

Metro Bus Passengers per Revenue Mile by Mode (2015-
2024)
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Figure 3.12 - Metro Bus Passengers per Revenue Mile by Mode, 2015-2024. Data courtesy of Saint Cloud Metro Bus.

What This Means: The varying efficiency patterns across service planning. While fixed route services may benefit
service types highlight the need for tailored approaches to from route optimization, specialized services like Dial-A-Ride
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maintain steady efficiency through their demand-responsive
model.

Passengers per Revenue Hour

Passengers per revenue hour measures the relationship
between how many passengers utilize transit on an hourly
basis. This metric is incredibly useful to transit agencies,
including Metro Bus, in understanding peak service hours as
well as ultimately optimizing various routes for better
efficiency overall.

Fixed Route service showed improved passengers per
revenue hour performance despite ongoing challenges. A
reduction in fixed route revenue hours combined with
increasing ridership numbers post-pandemic has led to the
system achieving better hourly productivity. This suggests
more effective matching of service supply to demand
patterns.

Dial-A-Ride service experienced significant increases in both
passenger volume and vehicle revenue hours, reflecting
growing demand for specialized transportation services. Due
to the nature of DAR service, which typically involves longer,
more personalized trips, this mode naturally operates with

different efficiency expectations compared to fixed routes.
The service model prioritizes accessibility and individual
mobility needs over pure productivity metrics.

With the other two modes of transit service experiencing
improving or at least stable passengers per hour metrics
post-pandemic, the Northstar Commuter bus service faced
efficiency challenges. Vehicle revenue hours increased
substantially from approximately 2,000 in 2023 to around
2,750 in 2024, representing a 37.5% increase. However,
ridership growth was more modest, increasing from
approximately 11,900 to 13,800 passengers, or about 16%.
This disparity indicates that while service levels have
expanded, passenger demand has not kept pace with the
increased service offering.

What This Means: Fixed Route services are showing signs
of optimization, while Commuter Bus services may need
demand-building strategies or service adjustments to
improve cost-effectiveness. Dial-A-Ride maintains its
specialized mission despite different productivity profiles,
serving essential mobility needs that cannot be measured
solely through traditional efficiency metrics.
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Metro Bus Passengers per Revenue Hour by Mode (2015-2024)
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Figure 3.13 — Metro Bus Passengers per Revenue Hour by Mode, 2015-2024. Data courtesy of Saint Cloud Metro Bus.
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During the updates to Metro Bus's long-range transit plan, consulting firm Nelson\Nygaard Consulting Associates completed an annual route by route
passenger per revenue hour analysis. Taking data from 2021 through 2024, this deeper dive has provided Metro Bus (and other regional transportation
planners) with a better understanding of which routes are high performing and which routes need to be reimagined.

Note, only 15 of the 16 fixed routes have been
included. During this time frame, Metro Bus was
completing work on a pilot demand-response
service in Sartell (known as ConneX) and
replacing that route with a standard fixed route
(Route 32). Since the types of service are not an
apples-to-apples comparison, APO staff have
opted to leave out this route in the analysis.

Overall, Metro Bus's fixed route fleet carries
approximately nine passengers per hour
systemwide. However, certain routes -- such

as Route 1 (serving Saint Cloud Technical and
Community College) and Route 5 (connecting
Waite Park and downtown Saint Cloud)
consistently carry between 12 to 16 passengers
per hour.

Lower performing routes like Route 10, Route

8, and Route 12 provide transit service to the
fringes of Metro Bus's service area and as a result
experience lower efficiency than those providing
service in the more urban core.

Since the adoption of Metro Bus Forward in
late 2024, Metro Bus has been working on
implementing various system improvements to
better balance service coverage and frequency

anticipated to begin in fall 2026.

Figure 3.14 - Fixed Route Passengers Per Revenue Hour. Data courtesy of Saint Cloud Metro Bus.
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4 System and Environmental
Stewardship

The physical condition of the region's transportation
infrastructure directly affects the safety, reliability, and
economic vitality of the Saint Cloud metro area. Well-
maintained roads and bridges ensure efficient movement of
people and goods, reduce vehicle operating costs, and
support regional economic competitiveness. At the same
time, transportation infrastructure and travel patterns
influence environmental quality, affecting air and water
resources throughout the region.

This section examines the condition of the region's National
Highway System pavement and bridges, environmental
factors including air and water quality, and emerging
transportation technologies. Understanding current
infrastructure conditions helps transportation planners
identify maintenance priorities, allocate resources
effectively, and ensure the system continues to serve the
region's needs. Environmental monitoring provides insight
into how transportation affects regional air and water
quality, while tracking technology adoption, particularly
electric vehicles, demonstrates how transportation is
evolving to address climate and environmental concerns. By
monitoring these conditions over time, the APO and its
partners can prioritize investments, track progress toward
goals, and support sustainable transportation options that
meet both mobility and environmental goals for the region.
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Figure 4.2 - Infrastructure Performance Measures. Data courtesy
of MnDOT.

In 2024, 15.1% of NHS bridges by deck area were in good
condition. A larger bridge makes up a larger percentage
than a smaller bridge in this metric. MNnDOT maintains a
bridge inventory detailing more information at,

https://www.dot.state.mn.us/bridge/bridgereports/index.ht

ml.

What This Means: While infrastructure conditions remain
stable with planned improvements on the horizon, the
region faces environmental challenges that highlight the

importance of sustainable transportation planning. The rapid

adoption of electric vehicles represents a significant step
toward reducing transportation-related emissions and
addressing air quality concerns.

Pavement Condition

Pavement condition is one of the ways the APO tracks how
well the region’s roadways are holding up. Smoother roads
mean safer travel, better fuel efficiency, and fewer vehicle
repairs for drivers. The status of roadway conditions can
also help transportation agencies plan and choose the right
maintenance treatments at the right time.

Pavement condition is evaluated using a combination of two
metrics: the International Roughness Index (IRI) and a
visual inspection. This combination is used to determine
Pavement Quality Index (PQI) resulting in a final metric to
determine condition.

IRI is a mathematical simulation used to estimate the
amount of vertical movement a standard vehicle would
experience if driven down the road. In the past, MnDOT has
taken a rating panel of 30 to 40 people into the field and
driven them over hundreds of test sections to get their
perception of the smoothness of various pavement sections.
Following right behind them was a digital inspection vehicle.
This allowed MnDOT to develop a direct correlation between
IRI as measured by the van and the perceived roughness
felt by the ratings panel.

IRI ratings are classified into three categories: Good, Fair,
and Poor.
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What is the International Roughness Index?

The International Roughness Index (IRl) is a standardized measurement designed to
measure a roadway’s roughness (i.e., ride quality).

IRI describes how much vertical movement (bounce) a passenger vehicle’s body would
expereince if driven over a given section of roadway. The higher the “bounce factor” the
lower the pavement quality score.

IRl measures three types of pavement distress: Cracking, Rutting, and Faulting.

Cracking Rutting Faulting

BT

|

Avisible line in A surface A difference

the surface of depression located in elevation

the pavement in the wheel path  between adjacent
due to a variety of the travel lane.  pavement due to
of environmental environmental
conditions and conditions and
vehicle usage. vehicle usage.

Pavement is then divided into three categories: Good (no to minimal issues); Fair
(driveable, but could use some investment); and Poor (substantial improvement is
needed).

Data and images courtesy of Minnesota Department of Transportation

Figure 4.3 — What is the International Roughness Index? Data and
images courtesy of MnDOT.

While keeping all pavements in good condition at all times is
ideal, road maintenance is limited both by time and budget
constraints.

Pavement of the region’s NHS is evaluated on a yearly
basis. Given the number of vehicles utilizing these roadways
coupled with the long-distance connections these corridors
provide, deteriorating pavement conditions have a much
greater impact on the region versus other roadways. Thus,

the following section focuses solely on NHS pavement
conditions.

Pavement conditions for other city and county roadways
(collectors and above) are measured by the APO every five
years with the most recent data (from 2019) being updated
in 2025.

Interstate Pavement Condition

The percentage of Interstate pavement in good condition
within the MPA had typically been around 90-95%. However
in 2023, a segment of I-94 west of Saint Joseph dropped
from good to fair condition - contributing to the overall
Interstate pavement condition dropping 11.4 percentage
points between 2022 and 2024. It also was the primary
cause of the drop in pavement in good condition seen in
2023 and 2024.

Desired Trend

2017 2018 2019 2020 2021 2022 2023 2024

Figure 4.4 - Interstate NHS Pavement in Good Condition, 2017-
2024. Data courtesy of MnDOT.
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Interstate pavement typically does not reach poor condition
- and if it does, it is typically not left in poor condition for
long periods of time. As shown in Figure 4.5, only about 0.2
miles of Interstate pavement within the MPA (0.3%) was
found in poor condition in 2024, and this occurred at the I-
94 crossing over Jade Rd.

Non-Interstate NHS Pavement Condition

Non-Interstate NHS pavement in good condition has been
decreasing in recent years. While overall condition
decreasing is not ideal, most of this decrease is seen in
roads going from good to fair rather than from fair to poor.
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Figure 4.5 - Interstate NHS Pavement in Poor Condition, 2017-
2024. Data courtesy of MnDOT.

What this means: Interstate pavement across the region
remains in good overall condition despite the recent decline
in the good condition rating. The drop from 2022 to 2024 is
primarily driven by the I-94 segment west of Saint Joseph
aging from good to fair condition, though other segments
have also contributed to the decline. Pavement rated as fair
continues to function safely and reliably for drivers. The
minimal amount of Interstate pavement in poor condition
demonstrates effective maintenance strategies that address
issues before they become serious problems.

Figure 4.6 — Non-Interstate NHS Pavement in Good Condition,
2017-2024. Data courtesy of MnDOT.

Like Interstate pavement, the percentage of non-Interstate
NHS pavement in poor condition remains low with only
about 0.8 miles (0.4%) of pavement in poor condition as of
2024.
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Figure 4.7 - Non-Interstate NHS Pavement in Poor Condition,
2017-2024. Data courtesy of MnDOT.

Within the APO’s planning area, with the exception of
Stearns CSAH 75, both the Interstate and the non-
Interstate NHS network are maintained by MnDOT. In
addition to the pavement work currently programmed in the
next few years, MnDOT has prioritized several other
corridors for improvement as part of its 10-year Capital
Highway Plan (CHIP). The CHIP assists MnDOT staff in
understanding and budgeting for upcoming pavement
preservation projects across MnDOT District 3's 12-county
region, including the Saint Cloud MPA. These corridors
include:

e MN 23 from I-94 to MN 15 in 2028

e MN 23 from MN 15 to US 10 in 2029

¢ MN 15 from CR 47 in St. Augusta to the entrance
ramp at CR 33 in Sauk Rapids

e FEastbound US 10 from 1.2 miles east of MN 23 in St.
Cloud to 0.15 miles west of MN 24 in Clear Lake

More info on these and other projects can be found in the
Saint Cloud APQ’s Transportation Improvement Plan (TIP,
https://stcloudapo.org/current-plans/current-tip/), MnDOT's
State Transportation Improvement Program (STIP,
https://www.dot.state.mn.us/planning/program/stip.html)
and MnDQOT's Capital Highway Investment Plan (CHIP,
https://www.dot.state.mn.us/planning/10yearplan/district-
chip.html).

Why Preventative Maintenance Matters

MnDOT follows a “preservation first” approach, meaning
that it aims to treat pavement while it’s still in good or fair
condition. This keeps roads smooth for longer and avoids
more expensive repairs later.

What this means: Overall pavement across the region
remains in good shape, with very little roadway falling into
the poor category. Most recent changes reflect roads again
naturally from good to fair rather than experiencing
significant deterioration. With upcoming MnDOT projects
and ongoing preservation work, pavement conditions are
expected to stay stable or improve over the next several
years.
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Bridge Condition

Similar to pavement condition, understanding the condition
of local bridges is critical to ensuring the region’s
transportation network operates efficiently and effectively in
moving goods and people. Unlike pavement, there are
multiple components that factor into determining the
condition or rating of a bridge. Those components are:

e Deck: The riding/driving surface of the bridge.

e Superstructure: The components of a bridge that aid
in supporting the bridge load.

e Substructure: Piers or other support structures that
help support the superstructure in distributing the
weight of the bridge to its foundation.

As applicable, a fourth component, culverts, is also an
evaluation criterion.

The overall rating for an individual bridge is based on the
LOWEST score (0-9) of the elements.

The APO breaks out bridge condition reporting in two ways
- NHS bridge condition (federally required) and overall
bridge condition (NHS and non-NHS bridges). MnDOT
maintains a bridge inventory detailing more information at,
bridge inventory
(https://www.dot.state.mn.us/bridge/bridgereports/index.ht

ml).
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Individual Bridge
Ratings

Bridges on the Natonal
Highway System (NHS) are
assessed and scored at
least every other year. Those
scores are then entered into
the National Brdge Inventory
(NBI)

Scores are based on three
components

o Doallz The nding/driving
surface of the bridge

©
Components of a bridge
that aid in supporting the
bridge lcad

© Subetroeturet Pors or
other suppor structures
that help support
the superstructure in
distnbuting the wesght of
the bridge to its foundation

The overall rating for an
individual bndge is based on
the LOWEST score of the
three elements

NBI Bridge Condition

NHS Bridge Target
Setting Calculation
Example

Region Alpha contains five
brdges

« Bridge A = 10% of the
region's bridge deck area
« Bridge B = 15% of the
region's bndge deck area
* Bridge C = 20% of the
region's bndge deck area
* Bridge D = 5% of the
regeon's brwdge deck area
* Bridge E = 50% of the
regon's bndge deck area

Bndges A through D are in
Good Conditsion. Bndge E is in
Fair Condition

While four bridges are in good
condition, regional bridge
targets are not only based on
individual ratings, but the size
of the bridges

In this example, 50% of the
bridges in Region Alpha
would be in “Good” Condition
Significant improvements

Ranges made 1o larger bridges
o Boed: 7-9 would then have a much
o [Fafirs 5-6 larger increase in a region’s
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Uniike individual bndge
ratings, determining the
percentage of bndges in the
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overall size of each bridge
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However, it is important to note
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individual bridge rating and

the regional impacts of bridge
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Figure 4.9 — How the Bridge Rating System Works



NHS Bridge Condition

When looking at NHS bridges specifically, 15.1% of bridges
by deck area were rated good, 84.9% were rated fair, and
0.0% were rated poor in 2024. The percentage of NHS
bridges by deck area in good condition has declined
significantly since 2017, dropping from 64.7% to 15.1%
over the period.

Target 60%
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Figure 4.10 - Bridge Condition for NHS Bridges (Good Condition),
2017-2024. Data Courtesy of MnDOT.

This substantial decline represents a notable shift in the
NHS bridge inventory condition profile. The sharp drop
between 2021 and 2022, when good condition NHS bridge
deck area fell from 52.5% to 22.0%, indicates that several
larger NHS bridges transitioned from good to fair condition
during this period. This concentration of transitions suggests
that multiple NHS bridges reached similar points in their
lifecycles around the same time, possibly reflecting
construction patterns from several decades ago. The state

of Minnesota is experiencing a similar trend in NHS bridge
conditions.

The decline below the 60% good condition target indicates
that the region's NHS bridges are aging faster than they are
being improved or replaced. While fair condition bridges
continue to function safely, the concentration of NHS
bridges in fair condition rather than good suggests that
maintenance and preservation investments may need to
increase to prevent future movement into poor condition.

The percentage of NHS bridge deck area in poor condition
remains at 0.0%, demonstrating that while NHS bridges are
aging from good to fair condition, maintenance efforts have
successfully prevented deterioration to poor condition. This
indicates effective monitoring and timely intervention on
NHS bridges before serious structural issues develop.

What this means: The significant decline in NHS bridges
rated good, particularly the sharp drop in 2021-2022,
signals that a substantial portion of the region's most critical
bridge infrastructure is aging and will require increased
attention in coming years. While the absence of poor
condition NHS bridges demonstrates successful
maintenance strategies, the concentration of 84.9% of NHS
bridge deck area in fair condition indicates that strategic
planning for rehabilitation and replacement of these high-
priority bridges will be essential to maintain the reliability of
major freight and commuter corridors.

Overall Bridge Condition

When looking at all bridges in the APO planning area,
35.7% of bridge deck area was rated good, 64% was rated
fair, and only 0.3% was rated poor. The share rated good
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has slowly decreased in recent years, but most of that shift
reflects bridges aging from good to fair, not bridges falling
into poor condition.

2017 2018 2019 2020 2021 2022 2023 2024
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Figure 4.11 - Bridge Condition for All Bridges (Good Condition),
2017-2024. Data courtesy of MnDOT.

A fair rating is not a red flag. Most bridges function safely
and reliably for decades while in fair condition. Because
bridges often last 50 to 100 years, their ratings usually
change gradually from year to year. For transportation
agencies, the real concern is when a bridge moves from fair
to poor, which is when more significant repairs or
restrictions may be needed.

Figure 4.12 - Bridge Condition for All Bridges (Poor Condition),
2017-2024. Data courtesy of MnDOT.

Even so, the amount of bridge deck area rated poor remains
very small in the region. Bridges in poor condition may have
load limits or other restrictions, but a poor rating does
not automatically mean a structure is unsafe or close
to failure. In many cases, a bridge may receive that rating
because of an issue such as deck wear rather than a major
structural problem.

Since 2021, only one bridge in the region has been rated
poor: the Sherburne County CSAH 16 bridge over the Elk
River on the southeastern edge of the planning area. Its
substructure is rated at a four, which places it just below the
cutoff for fair condition. This bridge has been identified by
Sherburne County and as of publication construction work is
planned to begin in 2027.

What this means: Overall, bridges across the region
remain in good shape, with very little bridge deck area
falling into the poor category. Most recent changes reflect
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bridges aging naturally from good to fair rather than
experiencing significant deterioration. A fair rating does not
indicate safety concerns — most bridges function safely and
reliably for decades while in fair condition. The single bridge
rated poor has a minor substructure issue that places it just
below the fair condition threshold, and bridges in this
category are closely monitored to ensure public safety. With
ongoing maintenance and preservation work, bridge
conditions are expected to remain stable over the next
several years.

Environmental Factors

Beyond the physical condition of roads and bridges,
transportation planning must also consider the intersection
of transportation and the environment. This section
examines key environmental factors including air quality,
which affects public health and is influenced by
transportation-related emissions and external events such
as wildfires, and water quality, where transportation
infrastructure impacts local water bodies through road salt
runoff and petroleum products. The section also explores
technological advances in reducing greenhouse gas (GHG)
emissions, particularly through the rapid adoption of electric
vehicles. As demonstrated by the growth in EV registrations
within the Saint Cloud region and across Minnesota,
innovation in transportation technology has become
essential for meeting environmental goals while maintaining
mobility and economic vitality.

Air Quality

Air quality plays a critical role in public health and quality of
life throughout the region. Transportation is a significant

contributor to air pollution, with vehicle emissions affecting
both local air quality and contributing to broader climate
concerns. The State of Minnesota has established ambitious
goals to address transportation-related air quality impacts,
including targets to reduce greenhouse gas emissions by
2050. At the local level, air quality monitoring provides
valuable insights into regional conditions, though there are
limitations to the metrics currently available for measuring
transportation-specific impacts. As the state and the APO
work to further define and refine goals and metrics around
air quality and transportation, these findings, as
appropriate, will be documented in future iterations of the
TPMR.

In regard to local air quality, as measured by the Minnesota
Pollution Control Agency (MPCA) at its monitoring site near
Talahi Community School (1321 University Drive SE, Saint
Cloud), the region has been experiencing an uptick in air
pollutants over the past several years.

Level of
Concern

Description of Air Quality

Good Air quality is satisfactory and air
pollution poses little or no risk.

Moderate Air quality is acceptable. However,
there may be a risk for some people,
particularly those who are unusually

sensitive to air pollution.

Unhealthy for Members of sensitive groups may
Sensitive experience health effects. The general
Groups public is less likely to be affected.
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Level of
Concern

Description of Air Quality

Unhealthy Some members of the general public
may experience health effects;
members of sensitive groups may
experience more serious health effects.

Very Health alert: The risk of health effects

Unhealthy is increased for everyone.

Hazardous Health warning of emergency

conditions: Everyone is more likely to
be affected.

Figure 4.13 - Air Quality Index Definitions. Data courtesy of MPCA.

As shown in Figure 4.14, 2024 was significantly worse for
air quality compared to the last 10 years — with roughly a
quarter of all days experiencing moderate or worse air
quality during the year.

Several factors likely contributed to the decline in air quality
during 2024. The summer of 2024 saw significant wildfire

activity across Canada and the western United States, with
smoke traveling across the Midwest and affecting air quality
in Minnesota. Additionally, certain weather conditions can
trap pollutants closer to ground level, worsening air quality
on certain days. Local factors including increased vehicle
traffic as post-pandemic travel patterns normalized may
also have played a role.

Poor air quality days have direct health implications for
residents, particularly those with respiratory conditions,
cardiovascular disease, and other vulnerable populations
including children and elderly residents.

What This Means: The decline in air quality in 2024
highlights the continued importance of transportation
planning that reduces vehicle emissions and supports
cleaner transportation options for the Saint Cloud region.
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Figure 4.14 — Annual Air Quality Index (AQI) in the APO’s Planning Area by Total Percent of Days, 2015-2024. Data courtesy of MPCA.
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Water Quality

In addition to air quality, transportation and transportation-
related pollutants have a direct impact on the health of the
area’s lakes, rivers, wetlands, and other bodies of water.

While the most common types of pollutants in the APO’s
planning area Escherichia Coli (E. Coli), mercury in fish
tissue (Hg-F), and Fecal Coliform (FC) - primarily
originating from agricultural runoff, stormwater discharge,
and wastewater treatment systems - transportation
infrastructure also plays a contributing role to the health
and quality of the area’s lakes and rivers.

Road salt runoff, petroleum products, and sediment from
construction activities (all directly related to transportation
infrastructure) can affect the safety and quality of the
region’s water resources.

Figure 4.15 is a map of the impaired bodies of water located
within the APQO’s planning area. Five lakes and 16
rivers/streams are currently being monitored for pollution
levels in the region. The five lakes monitored include:
Donovan, Little Rock, Grand, Sagatagan, and Pleasant Lake.
The following rivers/streams are also being monitored:
County Ditch 12, 13, and 16; Elk River; Johnson Creek
(Meyer Creek); Luxemburg Creek; Mayhew Creek; Mill
Creek; Mississippi River; Robinson Hill Creek; Sauk River;
Spunk Creek; Stony Creek; Watab River (west from the
Mississippi and the North and South fork); and two
unnamed creeks.
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Figure 4.15 - Impaired and Delisted Bodies of Water, 2024. Data

courtesy of MPCA.
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Water quality data is updated every even year by state
environmental agencies to track long-term water quality
trends and evaluate the effectiveness of restoration and
protection efforts.

If a body of water meets the standard threshold for a
specific pollutant/stressor, it can become delisted. Between
2022 and 2024, Lake George and Plum Creek have been
removed from the impaired body of water list — as reflected
in Figure 4.15.

What This Means: Monitoring water quality in the region
helps identify pollution sources and track improvement
efforts. The successful delisting of Lake George and Plum
Creek demonstrates that coordinated environmental
management can restore impaired water bodies, while the
ongoing monitoring of other water bodies ensures continued
attention to water quality protection.

According to the Environmental Protection Agency, if
pollutants from vehicles, such as heavy metals from tires,
brakes, and engine wear and hydrocarbons from lubricating
fluids, are not properly controlled, they can impair waters to
the point they can no longer support the water’s designated
uses and biotic communities. The Minnesota Pollution
Control Agency (MPCA) notes that chloride from de-icing
salt flows into our lakes, streams, wetlands and
groundwater. Further, a study from the University of
Minnesota found that about 78% of salt applied in the Twin
Cities for winter maintenance is either transported to
groundwater or remains in the local lakes and wetlands.
Some strategies to address this problem include using sand
instead of salt and/or using less salt.

5 Technological
Advancements

The transportation sector is undergoing a significant
transformation as communities and industries adapt to
address climate change and reduce greenhouse gas (GHG)
emissions. One of the most significant shifts in recent years
has been the automotive industry's transition away from
fossil fuel-powered vehicles toward electric vehicles as a
strategy to reduce emissions. This transformation
represents a fundamental change in how vehicles are
powered and maintained, with implications for infrastructure
planning, energy systems, and transportation policy. As
demonstrated by the rapid growth in EV registrations within
the Saint Cloud APO region and across Minnesota,
innovation in transportation technology has become
essential for meeting environmental goals while maintaining
mobility and economic vitality.

Electric Vehicles

While registration of EVs in the Saint Cloud area remains
relatively small, the presence of EVs in the region is steadily
increasing. The Minnesota Public Utilities Commission
(MPUC) has found that between 2019 and 2024, the
number of EVs registered to owners within the planning
area has increased 529% -- from 118 vehicles in 2019 to
742 in 2024. Note, the MPUC further refined/reviewed its
2019-2023 data sets and updated 2024 for improved
accuracy. In spite of data refinement, the growth rate in EVs
significantly outpaces population growth, indicating genuine
adoption rather than just community expansion.
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Saint Cloud continues to lead the region in EV registrations, 2019. Other communities in the planning area show varying
growing from 53 vehicles in 2019 to 336 in 2024, a 534% levels of adoption.

increase over five years. Sartell ranks second with 151 EVs
in 2024, representing a 459% increase from 27 vehicles in

Statewide, Minnesota saw total EV registrations grow from
13,013 to 67,905 over the same period, a 422% increase.

EV
Registration

Saint Cloud 53 82 120 161 239 336
Sartell 27 33 50 73 111 151
Sauk Rapids 14 19 26 35 39 46
Saint Joseph 0 1 2 5 15 18
Saint Augusta 8 16 18 26 29 42
Waite Park 2 5 7 9 13 12
Dther APO 14 22 45 70 93 137
MPA Total 118 178 268 379 539 742
Minnesota 13,013 18,749 23,897 34,473 50,356 67,905

Figure 5.1 - EV Registrations by Jurisdiction, 2019-2024. Data courtesy of Minnesota Public Utilities Commission.

What This Means: The rapid growth in EV adoption across
the Saint Cloud region demonstrates increasing consumer

Electric Vehicle Types

acceptance of electric vehicles and suggests growing Electric vehicles are broken down into three different
demand for charging infrastructure and supportive categories: Hybrid Electric Vehicles (HEVs), Plug-in Hybrid
transportation policies. Electric Vehicles (PHEVs), and Battery Electric Vehicles

(BEVs). While HEVs and PHEVs both have a gas-powered
engine as well as an electric motor, BEVs are fully electric
and considered zero emissions vehicles since they do not
generate any tailpipe emissions or air pollution.
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The Low Down on ...
Electric Vehicle (EV) Types

Hybrid Electric
Vehicles (HEVs)

Plug-in Hybrid Electric
Vehicles (PHEVs)

Battery Electric —
Vehicles (BEVs)

More

commonly ¢ This type This type
of electric of vehicle
;iff]rr;‘ij;s Pa) vehicle C N (most
thesi " & c——Y has both @ commonly
ebidls o a an engine I~ 1 referred
= i and electric to as EVs)

have both

a gas-powered engine and
an electric motor. Energy for
the battery is gained through
regenerative braking, a
process in which the energy
lost during the braking
process is captured and
converted to electrical power
that charges the vehicle
battery.

motor. Like HEVs, PHEVs
recharge their battery through

is fully electric with rechargeable
batteries and no gasoline
engine. BEVs are considered
zero emissions vehicles since
they do not generate any tailpipe
emissions or air pollution
compared to traditional motor
vehicles, Most BEVs are capbable
of fast charging and Level 2
Charging Stations.

regenerative braking. However,
these vehicles have a much
larger battery than HEVs

and can be plugged into the
electrical grid to recharge.
These vehicles are typically
equipped to handle Level 2
Charging Stations.

Figure 5.2 — The Low Down on... Electric Vehicle (EV) Types

Saint Cloud APO EV Registration by

Vehicle Type

Within the Saint Cloud area, BEVs have outpaced hybrid
models - driving much of the growth seen in total EV
registrations. Between 2019 and 2024, the area saw an
834% increase of registered BEVs (jumping from 52
vehicles to 486). During that same period, the number of
registered hybrids increased from 66 to 256 (up 288%).

The growth rate for BEVs has been consistently higher than
hybrids in most years, though both categories show strong
adoption.

In 2024, BEVs represented 65.5% of all electric vehicles in
the APO region compared to 44.1% in 2019, demonstrating
a clear market shift toward fully electric vehicles.

BEV 52 96 164 243 350 486
Increase from Previous Year N/A 84.6% 70.8% 48.2% 44.0% 38.9%
Hybrid EVs 66 82 104 136 189 256
Increase from Previous Year N/A 24.2% 26.8% 30.8% 39.0% 35.4%
Total EVs 118 178 268 379 539 742
Increase from Previous Year N/A 50.8% 50.6% 41.4% 42.2% 37.7%

Figure 5.3 - Saint Cloud APO electric vehicle registrations by vehicle type, 2019-2024. Data courtesy of Minnesota Public Utilities Commission.

The trend toward BEVs within the APQO’s planning area
mirrors that of the state. The Minnesota Public Utilities
Commission notes that in 2024, BEVs registered to
Minnesotans was more than double that of hybrids (47,599

BEVs to 20,306 hybrid variations). Both categories of EVs
are showing strong but moderate growth rates over the past
five years — a trend that is likely to continue in the near
future.
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Minnesota EV Registration by

Vehi 2019 2020 2021 2022 2023 2024

ehicle Type
BEV 7,429 11,203 15,062 22,853 35,070 47,599
Increase from Previous Year N/A 50.8% 34.4% 51.7% 53.5% 35.7%
Hybrid EVs 5,584 7,546 8,835 11,620 15,286 20,306
Increase from Previous Year N/A 35.1% 17.1% 31.5% 31.5% 32.8%
Total EVs 13,013 18,749 23,897 34,473 50,356 67,905
Increase from Previous Year N/A 44.1% 27.5% 44.3% 46.1% 34.8%

Figure 5.4 - Minnesota electric vehicle registration by vehicle type, 2019-2024. Data courtesy of Minnesota Public Utilities Commission.

What This Means: The preference for battery-only electric
vehicles over hybrids suggests consumers are increasingly
confident in electric vehicle technology and charging
infrastructure, while still maintaining strong overall growth
in electric vehicle adoption as the market expands beyond
early adopters.
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6 Transportation Safety

The Saint Cloud APO and its planning partners are
committed to reducing fatal and serious injury crashes
across the region with a goal of eliminating traffic-related
deaths and severe injuries by 2050. However, in order to
make progress toward the region’s Vision Zero commitment,
there needs to be an understanding of the region’s existing

traffic safety issues.
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Figure 6.1 — Where we Are Today (2024). Data courtesy of
MnDOT.

The Transportation Safety section provides an overview of
current and historical trends of traffic safety within the
APQO’s planning area. By understanding these various trends
and issues over time, the APO and its planning partners can

reactively work to address known crash locations as well as
provide proactive solutions to prevent fatal and/or serious
injury crashes from happening in the future.

Crash Severity

As shown in Figure 6.3, below, fatal crashes within the APO
planning area have remained fairly consistent over the past
decade, averaging approximately eight fatalities per year.
However, serious injury crashes have - in general, been
increasing. While not fatal, these life altering injuries can
have lifelong impacts on individuals and their families.

What is a Serious Injury?

The U.S. Department of Transportation defines a
serious injury as any injury other than fatal that
results in one or more of the following:

+ Severe laceration resulting in exposure of
underlying tissues/muscles/organs or resulting in
significant loss of blood.

« Broken or distorted extermity (arm or leg).

« Crush injuries.

* Suspected skull, chest, abdominal injury other
than bruises or minor lacerations.

+ Significant burns (second and third degree burns
over 10% or more of the body).

* Unconsciousness when taken from the crash
scene.

* Paralysis.

Source: https://highways.dot.gov/media/20131

Figure 6.2 - What is a Serious Injury
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Crash Counts by Severity within the Saint Cloud APO Region
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Figure 6.3 — Crash Counts by Severity within the Saint Cloud APO Region, 2015-2024. Data courtesy of MnDOT.

In 2016 Minnesota aligned with federal definitions for

crashes switching from “incapacitating crashes” to “serious
injury crashes”. This change caused an uptick in the humber
of serious injury crashes following it as classification and

definitions changed and became clearer.

Additional reporting changes in 2022 have also resulted in

various inconsistencies with crash severity data.

The most common crashes in the planning area were those
involving minor injuries, possible injuries, or property

damage only. However, since 2022, Minnesota changed its
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reporting requirements which significantly reduced how
many property damage only crashes are recorded
(Minnesota Statute 169.09 Subd. 9). It is likely that this
resulting change explains why the region has seen fewer
total crashes overall and a drop in non-fatal/serious injury
crashes specifically.

While the law changes specifically targeted property
damage crashes, the data reflects fewer reported minor and
possible injury crashes. The reasons aren't entirely clear
and may involve various factors in how crashes are reported
and classified. These changes show how important it is to
understand that policy shifts like the 2022 reporting change
can affect how crash data is collected and what it means.

What This Means: The 2022 reporting change makes it
harder to track overall crash trends, but it highlights the
importance of focusing on the most serious crashes that
have the greatest impact on our community.

Another way to evaluate overall crash data is to use a five-
year rolling average. A five-year average helps “smooth” out
the year-to-year ups and downs to reveal longer-term
trends in crash severity.

Understanding a Five-Year Rolling Average

A five-year rolling average is one way to tone down
the “noise” or “outliers” in data to help us understand
underlying trends not easily visible if we were to solely
use yearly data.

Examples

* 2015 data using a five-year rolling average =
(201142012+2013+2014+2015 year totals) + 5

* 2016 data using a five-year rolling average =
(2012+2013+2014+2015+2016 yearly totals) +5

* 2024 data using a five-year rolling average =

(2020+2021+2022+2023+2024 yearly totals) +5

Figure 6.4 — Understanding a Five-Year Rolling Average

As displayed in Figure 6.5, fatalities have remained mostly
constant. However, much like the year-by-year analysis, the
five-year rolling average results show a steady increase in
serious injury crashes. A closer look at the data reveals a
63% increase in the number of serious injuries reported in
2015 (an average of 21.4 serious injuries per year)
compared to 2024 (an average of 34.8 serious injuries per
year). So, while fewer people are being killed on roadways
in the region, a growing number of individuals are
sustaining life-altering injuries as a result of crashes.
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Fatal, Serious Injury, and Non-Fatal/Non-Serious Injury
Crashes by Year (Five-Year Average, 2015-2024)
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Figure 6.5 - Fatal, Serious Injury, and Non-Fatal/Non-Serious injury Crashes by Year Five-Year Rolling Average, 2015-2024). Data Courtesy
of MnDOT.

Other types of crashes, such as those involving minor in serious injury and fatal crashes are currently our most
injuries, possible injuries or only property damage, have reliable indicators for measuring road safety in the region.
declined in recent years. However, property damage only What This Means: While fatal crashes remain stable, the

crashes are likely being under-reported following the 2022

) ; . 63% increase in serious injury crashes represents real
change in state reporting requirements. As a result, trends
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families in our community facing life-changing injuries,
long-term medical care, and significant impacts on their
quality of life.

Despite a growing number of serious injury crashes
reported within the planning area, serious injury and fatal
crashes make up a small portion of crash types occurring
within the region. As Figure 6.6 below illustrates,
approximately 98% of all crashes occurring within the
region are minor injury, possible injury, or property damage
only.

That said, the share of serious injury crashes documented in
the region is on the rise. In 2015, serious injury related
crashes were approximately 1% of all crashes reported in
the region. As of 2024, that number has risen to 2.1%
(doubling over the past decade). Again, part of this increase
is due to the large reduction in the number of non-FSI
crashes reported.
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Figure 6.6 — Crash Severity as a Percentage of Total Reported Crashes Five-Year Average, 2015-2024. Data courtesy of MnDOT.

What This Means: Even though serious crashes make up
only about 2% of all crashes, they are becoming more
common. Tracking severity, not just frequency, is critical for
targeting safety strategies that reduce the crashes with the

most serious consequences.
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Crash Severity Rate and Vehicle Miles
Traveled

To assist in putting the crash severity rate into perspective,
it is helpful to consider the number of crashes occurring
relative to the number of vehicle miles traveled (VMT) in the
region. In theory, the more vehicles on a roadway the
greater likelihood of vehicular crashes occurring. Fewer
vehicles on the roadways should, therefore, result in fewer
crashes. According to MnDOT, VMT within the Saint Cloud
MPA has been trending upwards since the dramatic decline
in 2020 as a result of COVID.

Saint Cloud APO Vehicle Miles
Traveled 2015-2024
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Figure 6.7 - Saint Cloud APO Vehicle Miles Travelled, 2015-2024.
Data courtesy of MnDOT.

However, despite the increase in the region’s VMT over the
past several years, the rate of fatal crashes occurring has
been decreasing as shown in Figure 6.8. This is also true for
lower severity crashes — however, due to the reporting
changes in 2022, it is uncertain as to how much of this
change is due to reporting or the actual number of crashes
declining.

While fatal and lower severity crashes have been on the
decline, the rate of serious injury crashes has been
increasing. Between 2022 and 2024, VMT within the region
increased by approximately 3.9%. However, during that
same timeframe, the rate of serious injury crashes
increased by 23.6%.

What this means: As serious injury crashes have
continued to rise, the rate at which they are occurring has
outpaced the overall increase in travel the region is
experiencing.
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Figure 6.8 — Crash Rates per 100 million VMT, 2015-2024. Data courtesy of MnDOT.

Where are Crashes Occurring?

To help regional transportation planners and engineers
better understand where crashes (and the severity of those

High Injury Network (HIN).

crashes) are occurring within the region, the APO completed
a Comprehensive Safety Action Plan in 2025. Thanks in part

to the federal Safe Streets and Roads for All (SS4A)
discretionary grant, the region was able to further analyze
safety data on a corridor level through the development of a
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High Inury Netverk The region’s HIN was developed by tallying the number of
—ri fatal and serious injury crashes along each roadway

-2 corridor. From there, a severity-weighted crash density

Zz score was calculated. These scores - calculated by mode
—a-a (overall, motor vehicle, motorcycle, bicycle, and pedestrian)
T - are then used to help identify where severe crashes have

8 occurred at the greatest density.

Based on this analysis, the top four high-injury segments
across all modes of travel are listed below in Figure 6.10.

Primary
Roadway Termini Crash A Road_ il
Tvpe uthority Score
) 33 Division | Angle, City of
Avenue Street to | intersection @ Saint
West related Cloud 82
Saint
- Germain
8 Street
w\ Ninth Division | Angle, City of
Avenue Street to | front to Saint
15t front, Cloud 79
Street S | intersection
related
MN 15 12t Rear end, MnDOT
N Street N | intersection
/ to related 74
Second
Street S
Division | Waite Rear end, Stearns
Street Avenue intersection | County 22
to 215t related and
Avenue MnDOT

Figure 6.10 - Highest Crash Rated Corridors on the High Injury

Figure 6.9 - High Injury Network — All Modes, 2019-2023. Network by all modes of transportation, 2019-2023.
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What This Means: Understanding roadway segments that
have the highest density of crashes in the region can assist
the APO and its planning partners allocate resources (i.e.,
funding) to address these safety concerns.

Active Transportation Crashes

Active transportation refers to any human-powered form of
transportation. This includes walking, bicycling,
skateboarding, rollerblading, electric bikes/electric scooters,
and mobility assistive devices like wheelchairs. Active
transportation users are typically considered vulnerable road
users due to the fact that if they were involved in a crash,
they are likely to suffer more devastating injuries than
those inside a motor vehicle.

Out of all fatal and serious injury crashes reported within
the APQO’s planning area, active transportation users’
involvement has remained relatively stable as shown in
Figure 6.11. Note, 2021 and 2022 were the only two years
in the past decade that had zero fatal crashes reported
involving active transportation road users.

Given the vulnerability of active transportation-related
crashes involving individuals under the age of 18,
monitoring this trend, particularly in areas with lots of youth
traffic (i.e., schools and parks) is critical.
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Active Transportation Fatal, Serious Injury, and FSI Total
Crashes by Year (2015-2024)
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Figure 6.11 - Active Transportation Fatal, Serious Injury, and FSI Total Crashes by Year in the Saint Cloud APO region, 2015-2024. Data
courtesy of MnDOT.

What This Means: Pedestrians and cyclists remain at
higher risk on our roadways because any crashes tend to be
more severe for them. However, the data shows a trend of
flat or slightly decreasing crashes involving active
transportation users.
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Who is Involved in Crashes?

Understanding who is most affected by fatal and serious
injury (FSI) crashes helps inform safety strategies, including
where to focus education, enforcement, and infrastructure
improvements to reduce risks for all road users.

As noted in the figure below, across nearly all age groups,
males are involved in these crashes at much higher rates
than females. Of the 661 drivers and non-motorists involved
in FSI crashes between 2015 and 2024, 454 were male and
207 were female - a difference of approximately 37%.

In many age groups, the number of males involved is
double or more than that of females. This trend is especially
noticeable among people aged 15 to 39, where FSI crash
involvement among males significantly outpaces that of
females.
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Age and Gender for Motorist and Non-Motorists Involved in All
FSI Crashes (2015-2024)
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Figure 6.12 - Age and Gender for Motorist and Non-Motorists Involved in All FSI Crashes, 2015-2024. Data courtesy of MnDOT.

What this means: The gender and age patterns show that
targeted safety programs for young men could have a
significant impact on reducing serious crashes in our
community.



In looking at non-FSI crashes, while more males were also reflect that inexperienced drivers are more likely to get into

involved in these types of crashes, the disparity between crashes regardless of gender. All age groups starting at age
males and females is not as stark. 25 and up saw a disparity of 10% or more.
Those aged 15-19 saw the closest margin between the two The data suggests that while men are generally involved in
groups with only a 4.1% difference between males and more crashes overall, the gender gap is less pronounced in
females. This smaller gap among younger drivers may lower-severity crashes, particularly among younger drivers.
Age and Gender for Motorists and Non-Motorists Involved in
All Non-FSI Crashes (2015-2024)
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Figure 6.13 - Age and Gender for Motorists and Non-Motorists Involved in All Non-FSI Crashes, 2015-2024. Data courtesy of MnDOT.
What This Means: Young drivers, regardless of gender, early driver education for all teens with targeted outreach to
face elevated crash risks, but as drivers age, behavioral address risky driving behaviors more common among men.

differences play a larger role. Safety strategies should pair
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When do Fatal and Serious Injury Crashes
Occur?

While FSI crashes can occur throughout the day, crashes
tend to peak during morning (6-8 a.m.) and evening (4-6
p.m.) commutes. Both periods see sharp increases
compared to the hours immediately before and after,
reflecting the higher traffic volumes during these times.

Figure 6.14 shows the average traffic volume as recorded
by an automated traffic recorder (ATR) located on Third
Street N in Saint Cloud. While traffic ramps up for the 6-8
a.m. morning commute, traffic peaks around the 5 p.m.
hour. In comparison, average fatal and serious injury
crashes by time of day (as reflected in Figure 6.15) shows
the evening commute (4-6 p.m.) seeing a spike in activity —
particularly among serious injury crashes.

What This Means: Severe crashes are most likely to occur
during rush hours when more people are on the road.
Strategies like managing congestion, improving intersection
safety, and calming speeds on commuter corridors could
help reduce these peak hour risks.

2024 Average Traffic Volume by Hour at
Automatic Traffic Recorder (ATR) Counter
28 located on Third Street N in Saint Cloud
700
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400
300
100 I I I
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Figure 6.14 — 2024 Average Traffic Volume by Hour at Automatic
Traffic Recorder (ATR) Counter 28 located on Third Street N in
Saint Cloud. Data courtesy of MnDOT.

Fatal and Serious Injury Crashes
by Time of Day (2015-2024)
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Figure 6.15 - Fatal and Serious Injury Crashes by Time of Day,
2015-2024. Data courtesy of MnDOT.
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Chemical Impairment Crashes The five-year rolling average reveals notable trends. Fatal
crashes involving chemical impairment have remained

Although chemical impairment crashes represent less than stable at approximately 0.7 per year. Serious injury crashes
5% of all crashes in the Saint Cloud region, they are have shown a modest upward trend, rising from 4.2 in 2019
disproportionately severe. In 2024, nearly one in five to 6.4 in 2024. Combined fatal and serious injury (FSI)
serious injury crashes (19%) involved an impaired driver. crashes climbed from 4.8 in 2018 to 7.0 by 2023-2024.
Percentage of Each Crash Severity Involving Chemical
Impairment vs. All Crashes (Five-Year Average, 2015-2024)
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Figure 6.16 - Percentage of Each Crash Severity Involving Chemical Impairment vs. All Crashes Five-Year Average, 2015-2024. Data courtesy
of MnDOT.
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Overall chemical impairment crashes declined from 97.4
(2015) to a low of 80.2 (2021), but have since reversed
course, rising to 87.8 in 2024. More significantly, the actual
2024 crash count of 104 crashes, not smoothed by the five-
year average, ties 2013 for the highest year since the
record of 113 crashes in 2011. This is substantially above

>

the 84-crash annual average from 2016-2024, signaling a
reversal of the long-term declining trend.

What This Means: Impaired driving doesn't cause the
most crashes overall, but it is far more likely to result in
serious injuries or death.

@

The Low Down on ...
Chemical Impairment Crashes

Percentage of chemical impairment
crashes compared to overall crashes in
2024, five year rolling average

Chemical impairment fatality
rate per 100 million vehicle miles
traveled in 2024
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Chemical impairment serious
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Speed Matters
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Figure 6.17 - The Low Down on... Chemical Impairment Crashes. Data courtesy of MnDOT.
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Local Data Impacting State Priorities

As a federal requirement, the State of Minnesota is responsible for producing a Strategic Highway Safety Plan (SHSP). ® 5
This document provides a comprehensive framework to reduce the number of crash-related deaths and serious
injuries on Minnesota roadways.

The plan lists 15 focus areas for which the state can divert attention and resources to in the hopes of preventing
fatal and serious injury crahses from occuring. These focus areas are divided into four categories:

+ Umbrella: Highest and overarching priority.

+ Primary: Areas that account for large shares of data and serious injury crashes.

+ Rising Concerns: Areas that represent smaller numbers of overall crashes but are experiencing an
increase in those types of crashes as well as a higher proportion of fatal and serious injury crahses.

+ Connected: These areas are intertwined with the other three focus areas and have the greatest potential
to strengthen and support strategies for the other focus areas.

The following is a list of those focus areas and the number of fatal and serious injury crashes recorded in the
APO between 2015 and 2024. Note, some crashes can fall into multiple focus areas (i.e., a crash involving m, it e
a teen driver who was speeding and unbelted would be documented under the Speed, Young Driver, and

Unbelted categories.
g Statewide Priority Fatal Crashes Saint Serious Injury Crashes Saint
Focus Area Category Cloud APO (2015 2024) Cloud APO (2015-2024)

\ In terms of

fatalities and Intersection Primary 146
A\ serious injuries, | Impairment Primary 21 62
Intersections Speed Umbrella 20 58
remain the -
e highest problem Lane Departure | Primary 24 108
I/ within the Unbelted Primary 15 31
” planning area with | Occupant
.Iane departures Unlicensed Driver | Rising Concerns 15 39
being a close second. -
With additional foucs at the local level | Older Driver Connected 15 51
on these safety concerns, the region Pedestrian Rising Concern 12 26
can assist the state as it works to - I T —— 2 n
address traffic safety and ultimately Storeyce ASINEREONCEn
drive the number of fatal and serious | Commercial Connected 12 13
injuries on state and local roadways Vehicle
closer to zero. Young Driver Connected 8 61
Bicyclist Connected 4 20
@ m Inattention Umbrella 4 24
. . Ca_ @ | |WorkZone Connected 2
Train Connected 0

Figure 6.18 - Local Data Impacting State Priorities. Data courtesy of MnCrash.
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Transit Safety

As the Metropolitan Planning Organization (MPO) for the
Saint Cloud region, the APO is also tasked with monitoring
the safety of the region’s urban public transit provider -
Saint Cloud Metropolitan Transit Commission (MTC), more

commonly known as Metro Bus.

Metro Bus is federally required to develop a safety plan.

Known as the Public Transportation Agency Safety Plan
(PTASP), this document must include the following
components:

Safety Management Policy.
Safety Risk Management.
Safety Assurance.

Safety Promotion.

Additionally, the PTASP must outline safety performance
targets that will help Metro Bus identify and address safety
concerns or hazardous conditions while evaluating processes
to mitigate those risks with the least amount of impact on
employees, passengers, and equipment.

Increases in reported events may be attributed to better
reporting protocols rather than actual increases in incidents,
as transit agencies have improved their safety data
collection over this period.

The following section contains a list of transit safety
performance metrics by mode (fixed route, paratransit
(Dial-a-Ride), and Northstar Commuter Bus). Metro Bus'’s
full PTASP (https://tinyurl.com/6rméhtdw) can be found on
their website.
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Understanding Transit Safety Data

o [PTASIP: Public Transportation Agency
Safety Plan.

o [Fatalities: Deaths confirmed within 30
days excluding trespassing and suicide-
related fatalities.

o [mjuries: Harm to a person requiring
immediate medical attention away from
the scene excluding injuries resulting from
assaults or other crimes.

o Vehicle Revenue Miles (WVRM): Vehicle
miles traveled while in service. These miles
do not include travel from the bus garage
(Metro Bus Operations) to the initial starting point (like the transit center).

o Reportable Event: An event that is reported to the National Transit Database.
These types of events include crashes/collisions, fire, hazardous material spill,
Act of God (flood, tornado, ice storm, etc.). Major security events are excluded
from this list.

o Major Mechanical Failure: A failure of some mechanical element of the bus
while in revenue service that prevents the bus from completing a scheduled
trip/route or starting the next scheduled trip/route becasue actual movement
is limited or because of safety concerns.

Figure 6.19 - Understanding Transit Safety Data
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Fixed Route Bus Safety
As detailed in

Figure 6.20, below, most incidents involving fixed route
buses appear to be minor in nature, with serious injuries
being relatively rare in transit operations compared to
general roadway crashes.

Transit safety events have remained relatively stable over
the time period, suggesting consistent safety protocols and
training are maintaining acceptable safety levels in public
transportation.

While safety events have remained low, major mechanical
failures have fluctuated over this period. This fluctuation is
correlated closely with Metro Bus’s aging vehicle fleet.

Securing replacement fixed route vehicles in a timely
manner (every 12 years) has been an ongoing issue over
the past number of years — largely due to the lack of
federal, state, and local funding to secure these vehicles.
This struggle has only been amplified with supply chain
shortages experienced during the COVID-19 pandemic
causing significant delays in replacement vehicles which
were already on order/in production. As vehicles tend to
reach the end of their useful life benchmark, buses tend to
experience more mechanical failures and require
significantly more maintenance and upkeep to ensure these
vehicles can remain operational. The dramatic drop in
mechanical failures reported coincides with the retirement
of older vehicles and the deployment of new vehicles into
service.
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Saint Cloud Metro Bus Fixed Route Bus Safety Events
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Figure 6.20 - Saint Cloud Metro Bus Fixed Route Bus Safety Events, 2015-2024. Data courtesy of Saint Cloud Metropolitan Transit
Commission.
failures reported with Dial-a-Ride vehicles sharply rises and

Dial-a-Ride Safety falls — most likely due to the replacement of aging vehicles
Similar to fixed route, Figure 6.21 indicates relatively low - Dial-a-Ride vehicles have a useful life benchmark of seven
years.

reports of injuries related to Dial-a-Ride service over the
past 10 years. And just like fixed route, major mechanical
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Saint Cloud Metro Bus Dial-A-Ride Safety Events
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Figure 6.21 - Saint Cloud Metro Bus Dial-A-Ride Safety Events, 2015-2024. Data courtesy of Saint Cloud Metropolitan Transit Commission.

Northstar Link Commuter Bus Safety

As shown in Figure 6.22, Northstar Link Commuter Bus
safety largely reflects similar historical trends to fixed route
and Dial-a-Ride service provided by Metro Bus.

76



6.00

5.00

Event Rate
W P
=) (=)
<) <)

N
)
)

1.00

0.00

2015

Northstar Link Commuter Bus Safety Events

2016 2017 2018 2019 2020 2021 2022 2023 2024

Fatality rate per 65,000 vehicle revenue miles
Injury rate per 65,000 vehicle revenue miles

- = = Reportable events rate per 65,000 vehicle revenue miles

Major mechanical failures per 65,000 vehicle revenue miles

Figure 6.22 - Northstar Link Commuter Bus Safety Events, 2015-2024. Data courtesy of Saint Cloud Metropolitan Commission.

What This Means: Public transit remains one of the safest demonstrates that public transportation continues to be a
forms of transportation in our region, with safety incident reliable and safe transportation option for residents, with
rates much lower than those seen in general traffic crashes. safety measures keeping pace with ridership and
Consistent transit safety performance over the decade operational demands.
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Overall, in terms of safety, Metro Bus’s service has shown
general stability over the time period, with some year-to-
year variation but no alarming upward trends in reported

safety events. This consistency suggests that safety
training, vehicle maintenance programs, and operational
procedures are effectively maintaining safety standards.
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