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The purpose of this document and my capstone project as a whole was to look at how a piece of declining 
infrastructure can be redeveloped in ways that not only benefit the users of the development, but also 
the surrounding neighborhoods and region as a whole. 
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Figure 1.1: HarMar Mall 23 January 1966 (Minnesota Historical Society)



I always find it difficult to carefully articulate what exactly it is that I want to say. I 
find it even more difficult to articulate my goals for this project in a way that doesn’t 
reflect the jumble of ideas in my mind. I know that I want to look at the immense 
topic that is transportation planning and design. The variety of ways that pedestrians, 
bicycles, and automobiles can be carefully worked into a safe and functional roadway 
is very interesting to me. In the landscape architecture studios last year we looked 
at the City of Minneapolis Street and Sidewalk Design Guidelines. The way that the 
pedestrian and bicycle lanes were added to the sides of the roadways made me look 
at transportation corridors in a different way. However, I still wonder how guidelines 
like these can be applied to higher functional roadways that are lacking pedestrian and 
bicycle features. How safe is it to encourage bike usage on a roadway that has 20,000+ 
average daily trips? 

I am also interested in the ways that these multi-modal systems can be used in 
conjunction with proposed developments taking the place of ailing infrastructure. We 
have many suburban malls and shopping districts that were designed to accommodate 
the automobile above all else. These auto centric developments are all over our 
suburban areas and are beginning to falter as our movement patterns change. In many 
cases these malls have also failed to address the immense amounts of stormwater 
runoff. The parking areas associated with the malls are full of sediments and pollutants 
from the cars parking there. I will be looking into ways that an existing suburban mall 
can be redeveloped with multi-modal transportation and modern stormwater best 
management practices in mind. 

Ultimately the project area and goals I will be addressing will include a suburban 
shopping complex redevelopment and the reworking of the associated transportation 
infrastructure. This will likely include a higher functional class roadway that has been 
used to shuffle large amounts of automobile traffic to and from the area. How can 
transportation and building elements work together in a way that allows the safe and 
efficient movement of all transportation modes between development areas, while 
recognizing the continued need for smooth and efficient transportation movements 
through a busy corridor. 
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Section 1: 
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Figure 1.2: Everyone’s First thought of HarMar Mall (closed in 2006)



As the thoughts of capstone ran through my mind I felt a need to search for a site that 
fit many of my design foci. One day as I drove to buy some groceries from my nearby 
Cub Foods I realized that I had regularly been shopping at the perfectly terrible site.

The HarMar Mall is an enclosed mall that has been in existence since 1961 when it 
was built by Harold J. Slawik. When the mall opened it was well received and housed 
multiple department stores. (Figure 1.1 shows HarMar Mall during the winter of 1966) 
The following year the first Target store opened to the north, across County Road 
B. The postwar growth of the United States ensured continued success for the area 
and the car continued to dominate the American way of life. The shopping complex is 
surrounded by large expanses of pavement to provide the parking required for the two 
busiest shopping days of the year. 

HarMar continued to be successful for many years, but eventually the additions 
to existing mega shopping malls like Southdale Mall in Edina, Ridgedale Mall 
in Minnetonka, and Rosedale Mall just across Highway 36 from HarMar would  
overshadow the popularity of smaller complexes like HarMar. The mall lost its most 
memorable tenant, the HarMar Theatre (figure 1.2), in 2006. Just one year after 
Rosedale Mall completed a massive remodel and added a 15 screen AMC movie theatre. 

Today, the mall’s interior shopping areas are nearly empty and at times it feels like 
walking through a ghost town. There are few interior tenants, and the most successful 
ones are outward facing and feel more like a strip mall than an enclosed shopping 
mall. There is way too much parking and the entrances and exits to the mall parking 
lots feel awkward and cumbersome. There is public transportation available, but the 
stops are in the middle of the block and the sidewalks that exist leave the pedestrian 
feeling exposed and vulnerable. The crosswalks on Snelling Ave are very large and 
require anyone using them to hustle across if they do not want to get stuck in the 
middle. Additionally, the scale of the mall is significantly out of proportion with the 
surrounding single family neighborhoods. 

There is a lot that needs improving on this site and this book takes you step by step 
through my design process. Beginning with observed problems, moving to analysis 
and goals, and finishing with design solutions and illustrations. 
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Project Location

The HarMar Mall project area is located in Roseville Minnesota. Roseville is located 
within Minnesota’s Twin City metropolitan region. (figure 1.3) The City of Roseville is 
located north of St. Paul, and northeast of Minneapolis. (figure 1.4) The proximity of 
Roseville to the large cities of Minneapolis and St. Paul places Roseville in an extensive 
transportation network that connects residents to major highways, and efficient public 
transportation networks.

Within the City of Roseville the HarMar Mall project area is located in the south central 
portion of the City along Snelling Avenue and County Road B. (figure 1.5)  
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HarMar Mall Site 
Surroundings and 
Figure Ground 
Study

The study area is surrounded by a range of land uses and includes a large variety of building scales or sizes. Figure 1.6 shows 
four K-12 schools located within one mile of the site. The Target store is located directly north of the study area, across County 
Road B. Rosedale Mall is further north and includes abundant retail space. Surrounding the site on three sides are single-
family residential neighborhoods. The single-family neighborhoods are easily identified in figure 1.7 by their smaller building 
footprints. Looking at this diagram, the extreme contrast between the size of the mall’s building footprint and those of the 
buildings in the surrounding area (i.e. scale relationship). The abrupt changes in scale, create difficulties for movement by 
destroying the street grid and forcing movement around the site. The scale contrast is most dramatic in comparing  the compact 
and walkable single-family neighborhoods with the size of the mall building and surrounding parking lot
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Figure 1.7: Figure-Ground Study
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Site Content and 
Surroundings

The diagram to the left (figure 1.8) further illustrates the changes in scale that 
are observed within and surrounding the study area. The large scale buildings 
and parking lots appear in the photographs along the top. These photos show 
the oversized parking lots and out of scale buildings, relative to buildings in the 
surrounding neighborhood, that typify the study area. These scale issues are not 
unique to HarMar mall and can be seen in any large suburban mall complex. 

The walk from the small scale neighborhoods forces pedestrians across large 
and expansive parking lots. The scale problems may deter people from walking 
to nearby destinations and cause them to drive their cars for short trips. This 
design reduces the scale of structures and spaces within the study area and 
create a series of walkable environment that will encourage people to walk to 
destinations within the development and to surrounding destinations. 
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Photo 1

Photo 2

Photo one shows the view across Snelling Avenue near the northern limits of the 
project area. Looking at the image there is abundant pavement and a very long 
crosswalk. The crosswalk in the image is approximately 94 feet across and during 
one site visit a mother was heard telling her children that they need to hurry so 
they don’t get stuck in the middle. This design accommodates pedestrians and 
provides them with a safe crossing location, whether at grade or utilizing a grade 
separated crossing.

Photo two shows the service road along the western edge of Snelling Ave. 
meeting County Road B. This intersection is extremely awkward for motorists, 
and navigating the right turn becomes even more difficult during peak travel 
times. The motorist must count on the good will of east-west motorists to 
make it into the intersection. Making the move from the northbound service 
road to northbound Snelling Ave is nearly impossible due to the extremely 
small intersection spacing. This design eliminates this intersection and similar 
movements further west to better accommodate motorists and increase safety 
for all intersection users. 

Photo three shows the view across Snelling Ave from the HarMar Mall parking 
lot. This is a typical view of a suburban shopping complex, wide site lines, 
abundant shoulder and lane widths, and buildings set back far from the roadway. 
This design addresses these wide and unobstructed views by reducing the large 
shoulder widths, bringing the buildings towards the street, and adding abundant 
street trees to create a streetscape.

Photo 3



Site Photos
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Photo four is taken from the southern side of County Road B while looking 
north towards the Target store. Again, the site lines are very long and drivers 
can see 400+ feet from the roadway all the way to the target store front. While 
this is an asset for Target, it does not create an attractive or pedestrian friendly 
environment. Driving through this segment is too easy. The existing scenario 
creates a sense of tunnel vision, and drivers are easily distracted. This design 
reduces site lines and brings building facades closer to the street. The design 
also advocates abundant street trees and it provides large pedestrian areas. The 
retail businesses in this area will benefit from increased street frontage and 
visibility. 

Photo five depicts the pedestrian experience along the southern side of County 
Road B. The sidewalk is approximately four feet from the roadway, which is less 
than the desired six foot minimum separation as recommended in urban design 
literature, and is seldom used by pedestrians. This design provides adequate 
pedestrian access and movement along County Road B.

Photo six is of the north side of HarMar Mall south of County Road B. The large 
parking lot, large setback, and vacant space need to be addressed. This design 
brings the buildings to the street, creating a streetscape. Abundant street trees and 
pedestrian areas will also be emphasized. The County Road B corridor through 
this area will be recreated to establish a precedent for future development in the 
area. This will become a recognizable east-west segment within Roseville. 

Photo 4

Photo 5

Photo 6
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Photo 8

Photo 9

Photo 7

Photo seven is of the parking lot on the western side of HarMar Mall. The parking 
lot, like every other one on the site, creates an ugly scene as motorists drive along 
Snelling Ave. The distance a motorists can see from the street is further than a 
football field, and the only things to look at are pavement and cars. This design 
brings buildings to the street edge and creates an urban typology for Snelling 
Ave with three and four story buildings.

Photo eight is of the Snelling Ave crossing at the southern edge of the project 
area. The crossing is approximately 94 feet across and most people need to jog 
across it if they want to make it across without being at risk of getting hit by a 
car. This needs to be addressed with either a larger center median to act as a 
pedestrian refuge, narrowing of the roadway, or a grade separated crossing. 

Photo nine is taken at the southern portion of the same service road depicted 
in photo 2. The signalized intersection seen in the image frequently backs up 
due to a lack of vehicle storage space and awkward turning movements. There 
is no efficient way to navigate this intersection,  which can lead to crashes and 
traffic congestion. This design will remove this service road and replace it with 
a backage road (a roadway that runs behind existing buildings/parcels instead 
of in front of  them). This will increase intersection storage capacity and reduce 
the likelihood for crashes to occur at this intersection.
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Photo ten shows the fence that surrounds the HarMar Mall site and cuts off 
access to surrounding neighborhoods. The small gaps in the fence are placed in 
locations at the end of blocks, and limit the movement of pedestrians into and out 
of the site. The fence acts as a barrier and gives the impression that “outsiders” 
are not welcome. This design removes these fences in an effort to invite the 
neighborhood in and improve pedestrian circulation. Without the fences the 
design feels like another neighborhood and not just a new development.

Photo eleven shows the expansive parking lot that exists on the south side of 
HarMar Mall. The lot is never full and is used for storing snow in the winter 
months. The parking lot is a large eyesore and the high amount of pavement 
does nothing but contribute to water runoff and pollution issues. There is a 
small pond at the SE corner of the lot, but does little to treat the runoff, let alone 
the excess water from the rest of the site. This design removes this lot, replaces 
the grocery store with a smaller surface lot, adds a park for recreation, and also 
incorporates new housing. The new lot will provide a space for many different 
uses . 

Photo twelve shows pedestrians crossing Snelling Avenue in the middle of the 
block. This activity is dangerous on less busy streets, but on a divided highway 
that sees 40,000 cars per day it is only a matter of time before someone is seriously 
injured. The mid block crossing is a result of the route 84 bus stopping in the 
center of a long block. The location is a great spot for a grade separated crossing 
as many public transportation riders will want to cross immediately upon exiting 
the bus. This design incorporates a pedestrian bridge at this location, providing 
a safe place for pedestrians to cross. 

Photo 10

Photo 11

Photo 12
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Section two:
Key Design Analysis

Contents

Planning: City Aspirations and Transportation Analysis

Pedestrian Movement and Accessibility

Transit: Working with proposed BRT



Introduction

Section two provides an introduction of key design analyses undertaken. The section 
includes information and analysis on current zoning and planning efforts, pedestrian 
and vehicular movements through and around the site, and proposed transit routes and 
associated benefits. Each portion of the section will finish with the design implications 
for the topic and how the final design will respond. 
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Planning: City 
Aspirations
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The City of Roseville has enacted regulations that allow for a more flexible and creative way 
to design. The project area has been zoned as community business which allows for and 
encourages a variety of land uses. Specific design regulations include:

- Distinctive architecture with a unique design style are encouraged
- Consistent design must be applied to all 4 sides of the building
- Design standards encourage projects to facilitate pedestrian and bicycle   
  movement, and access to transit
- No minimum setback,( distance from building front to the street)  but there is a 25  
  foot maximum setback
- A variety of uses within the buildings are allowed: office, medical clinic, general  
 retail, grocery store, fitness club, restaurants, multi-family residential, park and   
  sides and churches
- Surface parking lots must be limited to 100 parking spaces per lot, additional   
  parking may be accommodate with street or structured parking
- A residential density of 24 dwelling units per acre is allowed (density is described  
  as the number of houses/apartments/townhomes within a one acre area

The innovative Roseville building code was designed to move the city away from the 
traditional zoning practice of allowing a very limited range of uses within a specified area 
(i.e. a C1 commercial zone only allows certain retail and business uses) The new  zoning 
technique gives the developer many options when designing a development, encouraging 
creative and unique places to live, work, and shop. 



Maxfield research 
Inc. Housing Needs 
Analysis Summary

Figure 2.2:Housing Needs Analysis Summary

Information and Graphic sourced from Maxfield Research Inc’s report on 
the city website
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Planning: City 
Aspirations

The City of Roseville recently hired Maxfield Research to complete a housing needs 
analysis for their city. A summary of the results can be seen in figure 2.2. The study 
shows a need for general rental units, for-sale units, and senior living units. Proposed 
housing should include a mix of housing types to meet the need. This design will include 
apartment style rental units, for-sale townhome units, and apartment style senior units. 
The apartments will be located in larger multi-story structures near the center of the 
development and the townhomes will border the development to act as a transitional 
housing type from the single family neighborhoods. The transitional border area is 
intended to soften the edge of the development and blend into the existing neighborhood. 

The senior housing will be important to the City as the 2010 census showed a 0.49% 
decrease in population for the 65 and older age group, while the same age group grew by 
88% in the rest of the Twin Cities metro area.The findings indicate that senior citizens are 
leaving the City of Roseville for other communities as they age because desired housing 
may not be available to them. This design includes three senior living complexes in an 
effort to meet the needs of the housing analysis, but more importantly a need for the aging 
population of Roseville. An increase in housing will encourage longtime residents to age 
in place and remain in the community that they know and love. Continuing with the goal of 
having Roseville’s citizens age in place, the design will include a medical complex. Medical 
care, especially easy access to medical care, becomes increasingly important as people 
age. By including a new medical facility the development will attract not only aging citizens 
of Roseville but citizens from surrounding cities as well. 
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Planning: 
Transportation 
Analysis
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A traffic count analysis was used to determine how busy the streets around the project 
area are. This traffic count data helped in analyzing pedestrian safety. Looking at 
figure 2.3, the red lines have the highest traffic counts and represent the primary 
arteries through the area. Snelling Ave, at the center of the map and running though 
the study area, has a 2010 ADT (Average Daily Trips) of 37,500. This is just below the 
design capacity of 41,000 and has been dropping for the past three years from a peak 
near the 41,000 ADT capacity. The high traffic counts observed on Snelling Ave would 
be a safety issue if pedestrian and bike traffic increased adjacent to it. The design 
will have a face on Snelling Ave to draw people in, but will focus much of the activity 
to the interior. Also, when traffic counts increase a development should minimize 
access points in order to reduce the chances for vehicle crashes. Multiple intersections 
increase the opportunity for vehicle, pedestrian, and bicycle crashes. This design will 
maintain the two signalized intersections currently being used. 

In the northern portion of the study area County Road B runs east-west. The traffic 
along this stretch is not nearing capacity but the construction of a large development 
will increase traffic counts due to more cars entering exiting. Again, access points need 
to be monitored, and this design will remove the right-in right-out intersection on 
County Road B to reduce the opportunity for crashes. 

Traffic counts on other roadways near the study area are not at capacity, but it is 
interesting to see where the majority of traffic goes. Highways 35W and 36 are the 
busiest roadways, but all of their crossings are grade separated and access to those 
roads is limited to entrance and exit ramps only. 
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Segment Crash Rate
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Roadway Type
Average 

Intersection 
Crash Rate

Low Volume (< 15K ADT) High Speed (>= 45mph) 0.6
High Volume (> 15K ADT) High Speed (>= 45mph) 0.8
Low Volume (< 15K ADT) Low Speed (< 45mph) 0.5
High Volume (> 15K ADT) Low Speed (< 45mph) 0.7
Urban or Suburban Thru/Stop 0.2
All-Way Stop 0.6
SOURCE: MnDOT

Roadway Type Average Segment Crash 
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Figure 2.4: Crash Analysis
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Looking at figure 2.4, the roadways around the project area experience higher than 
average crash rates. The crash rates may be attributed to the awkward intersections 
that occur where the frontage road is currently located (refer to photos 2 and 9) 
Also, at the intersection of County Road B and Snelling Ave many motorists exiting 
from eastbound Highway 36 attempt to quickly make a left turn to access the Target 
store. The high traffic counts noted in figure 2.3 also contribute to the observed crash 
issues. Crash incidence increases proportionally with the number of cars on the road. 
However, in order to compare apples to apples a value is established to compare the 
number of crashes to less busy roadways. The value can then be used to determine 
how dangerous an intersection or segment really is. In analyzing an intersection 
the number of crashes observed is compared to the number of vehicles entering the 
intersection (referred to as million entering vehicles, or how many millions of vehicles 
enter the intersection) over a study period. The value normalizes all intersections and 
allows equal comparisons among rural and urban intersections. A similar value is 
established for roadway segments, or the areas between intersections. Such an analysis 
compares the number of crashes along the segment with the number of vehicles that 
travel through it (referred to as million vehicle miles, or how many millions of miles 
cars have traveled through the segment multiplied by the segment length). 

Near the bottom of figure 2.4, there are two tables which show the average crash 
values for metro area roads and two color coded graphics that refer to the observed 
values near the study area. The most dangerous areas on the map occur right in the 
center of the project area. The rate of crashes at the intersection of County Road B 
and Snelling Ave is roughly twice the metro average. Also, the segments leading up 
to that intersection are well over the metro average for similar roadways. The crash 
data suggests: Due to the high crash rates observed near the service road access points 
the accesses should be move or be eliminated in an attempt to reduce crashes. The 
high crash rate observed at Snelling Ave and Cty Rd B suggests that access points for 
the proposed development should be moved further south to discourage motorists 
from making the quick left for Cty Rd B after exiting from EB 36. The high number 
of crashes along the segment of Snelling Ave from Cty Rd B south means it is not safe 
for cars, let alone pedestrians, and a grade separated pedestrian and bicycle crossing 
should be constructed to remove the opportunity for vehichle-pedestrian crashes.                       
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Vehicular Movement
Pedestrian Movement

Figure 2.5: Vehicular and Pedestrian Movements Near the Site
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Figure 2.5 illustrates existing movement around and within the site. Pedestrian 
movement (red lines) is very limited, and they can only access the site through a few 
gaps in the fence surrounding the HarMar Mall complex. Pedestrian access from the 
surrounding neighborhoods can be identified by the red lines leading into the parking 
areas. These pedestrians are likely coming from the surrounding neighborhoods and 
are headed to the mall, public transportation options, or simply moving through. Once 
the pedestrian is within the site they must navigate their way across a barren expanse 
of parking lot and roadway that really lacks any sort of direction or movement pattern. 
This can be referred to as the “choose your own adventure” pattern. The design will 
provide explicit pedestrian movement opportunities through the use of sidewalks, 
pedestrian malls, and well marked crossings. 

Vehicular movement (yellow lines) is not much better, but the site is designed to move 
vehicles to parking spots quickly and efficiently. Vehicles enter from one of three 
access points (two signalized full access and one right-in right-out) to the HarMar 
Mall site and one of two (one signalized full access and one right-in right-out) to the 
Target site. Once on site, vehicles follow roadways and parking lot aisles to the parking 
spots. Vehicle circulation is geared towards entry and exit and not towards circular 
movement. This design will incorporate a traditional grid roadway system that uses 
the same alignments as adjacent roadways. The right-in right-out access point to the 
HarMar Mall site will be closed to better control traffic movements, and reduce crash 
opportunities. Parking will be concentrated near the edges to reduce the need for 
vehicle travel in the center of the development.
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Figure 2.6: Proposed BRT (Bus Rapid Transit) Route
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Figure 2.6 show the proposed route for a Bus Rapid Transit (BRT) line that will replace 
the existing Metro Transit bus route 84. A BRT route is similar to a traditional bus route 
in many ways. However, a BRT line benefits from enhanced transit stops (similar to 
the light rail stations), prepaid tickets, level boarding (no stairs), and enhanced signal 
timing. Some BRT routes can preempt traffic signals, force a green light similar to an 
emergency vehicle, but that option is still being studied. All of this reduces travel times 
and acts like a light rail or commuter rail line, but still utilizes city streets, is adaptable, 
and costs millions of dollars less. 

The Snelling Ave Arterial BRT corridor recently scored near the top of a recent metro 
wide transitway study undertaken by the Metropolitan Council and Metro Transit. 
The proposed line will run from Rosedale Mall in the north and will connect with the 
Hiawatha Line in the south. The line will reduce the existing Route 84 bus travel time 
from 48 minutes to 35 minutes (a 27% reduction in travel time) from end to end. The 
Snelling BRT line will connect with many other transit lines, as can be seen on the 
map to the left and in figure 2.7. Also, the line will provide easy transit connections 
to over 250,000+ jobs within the University of MN, downtown Minneapolis and St. 
Paul, along University Ave, and down to the Mall of America. (the job shed can be 
seen in figure 2.8) The easy access to jobs and transit will benefit residents of the 
proposed development on the HarMar Mall site. This design leads pedestrians to a 
proposed BRT station along large sidewalks and pedestrian malls. The BRT line itself 
will benefit from the design by proposed multifamily housing. It is the hope that many 
of the future residents of the proposed development will utilize the opportunity for 
commuting and recreation that the BRT proximity presents them. 
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Figure 2.7 shows where a rider who boards the BRT line at the station adjacent to 
HarMar Mall can go making only one transfer to either a regular bus route, express 
bus route, or light rail line. The rider can travel all the way to Minneapolis, Maplewood, 
St. Paul, West St. Paul, Bloomington, and everywhere in between. Many of these 
destinations include high densities of jobs: downtown Minneapolis and St. Paul, the 
University of Minnesota, and the Mall of America. Figure 2.8 on the following page 
shows estimated densities and quantities of these jobs. This information supports the 
design by providing easy transit access for residents of the proposed development. 
Transit access also allows for a reduction in parking requirements so surface and 
structured parking lots can be smaller. 

Additionally, the access to high quality transit that the site will have makes it a quality 
location for a park and ride facility. The metro area has seen a steady increase in park 
and ride ridership as gas prices continue to increase. A leased park and ride location 
at Rosedale Mall currently exists, but, according to MnDOT’s website, mall officials 
have stated that with future expansion plans the lease with the Metropolitan Council 
may no longer work. The closure of this lot would leave a gap in transit opportunities 
for commuters, and the design includes a park and ride ramp to fill this potential gap 
and provide commuters with the opportunity to ride through traffic instead of driving 
though it. The ramp will also provide additional parking for nights and weekends, 
when the ramp would otherwise be empty. 

Transit: Working 
with proposed BRT
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Figure 2.8 illustrates where workers from the City of Roseville work. The graphic 
shows a high concentration of jobs within downtown Minneapolis and St. Paul, as 
well as the University of Minnesota. Referring to the previous page and figure 2.7 the 
proposed BRT route will move workers to these locations quickly and efficiently. The 
surrounding and new residents near the HarMar Mall study area will be able to travel 
to and from work without ever using their own vehicles. With the implementation of 
the proposed BRT route, the increased access to efficient public transportation will 
move workers to thousands of job opportunities, and will be a huge benefit for the City 
of Roseville and its residents. 

Transit: Working 
with proposed BRT
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Section 3:
Design goals for the 
site
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This section outlines major design goals for the project. A series of images are presented 
that graphically show what the design will accomplish. Each image is accompanied by 
a short explanation as to why it is important and how it impacts the design.
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Remove Barriers to Movement and 
Bring Surrounding Neighborhood In
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Removing Barriers to Movement: As seen in photo 10 the fences running around the site create 
both a visual and a movement barrier. This visual barrier cuts off a proposed development from 
the neighborhood, which does not contribute to a feeling of community. The design will bring the 
neighborhood into the development as the walk through and around the new site to the BRT stop, new 
stores, restaurants, friends, medical clinics, etc.

Figure 3.1
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Extend Neighborhood Greenspaces into
Project Site

Extend Neighborhood Green Spaces: As the site currently exists the only green spaces (vegetated 
areas) are the few medians and boulevards. If the development is to be inhabitable it will need to include 
green spaces for recreation and relaxation. Extending green spaces will introduce the “backyard” feel 
of surrounding traditional single-family neighborhoods. The proposed design will create multiple 
community green spaces that will serve the new residents as well as the neighboring communities.

Figure 3.2
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Encourage Safe Movement Across “Barrier” 
 Roadways Snelling and Cty Rd B
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Figure 3.3

Encourage Safe Movement Across Barrier Roads Snelling and Cty Rd B: The busy roadways 
surrounding HarMar Mall create a barrier to pedestrian movements. The high traffic volumes and long 
crosswalks make walking in the area difficult and would be pedestrians are more likely to drive a short 
distance than walk. The design will address this by providing a grade separated crossing, well marked 
crosswalks, reduced crossing distances, and a larger median to act as a refuge for those that need it.
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Proposed BRT Stop

Proposed BRT Corridor

Incorporate the Proposed 
Arterial BRT Corridor 

Figure 3.4
Incorporate Proposed BRT Station: As described on pages 27 - 32 the BRT station will be a significant 
opportunity for the HarMar Mall site and the surrounding neighborhoods. The BRT station will give 
riders a fast and efficient way to move around the Twin Cities metro area, benefitting both working 
commuters and everyday travelers. This design will include primary routes through the development to 
guide people to and from the BRT station. It will also include a park and ride for commuters.

BRT Station
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Vehicular Intersection

Key Roadway

Key Vehicular Intersection
Improve Existing Key 

Intersections and Roadways

Figure 3.5
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Improve Key Intersections Adjacent the project area: There are eleven key intersections near the 
HarMar Mall that need to be improved. The red intersections are the most important as they contribute 
to an existing crash and mobility problem as shown in figure 2.3, photos 2 and 9, and explained on 
page 24. The  design will close intersections 7 and 4, direct traffic from intersection 4 to intersection 2 
increasing vehicle storage capacity. The capacity of intersection 9 will be increased. 
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Address the Abundance of Impermeable Surfaces
Within the Project Area and Accomodate Stormwater

Figure 3.6

Address Abundant Amount of Impermeable Surfaces: Blue areas in figure 3.6 are impermeable 
surfaces. Runoff from these areas contributes to water quality issues due to a lack of treatment. The 
paved areas are also drab and uninviting. (photos 6, 7, 8, and 11) Rainwater runoff will be controlled 
with the addition of parks, vegetated boulevards, bio retention ponds, and green roofs. The green roofs 
are important as they absorb rainwater, insulate buildings, and are visually appealing.
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Incorporate Park 
space 

Figure 3.7 shows the location of the HarMar Mall study area in the center of the map 
and nearby parks. Green areas on the map are park and open spaces in Roseville and 
the surrounding cities. There are some very large parks east and south of the project 
area, but looking at the map there are few parks in proximity to the site. The few existing 
small parks are school recreation fields. The design will provide park and recreation 
spaces for the residents of the development and the surrounding neighborhood. These 
spaces will hopefully foster a sense of community between new and old residents. 
Roseville’s comprehensive plan also expresses a desire for more park space in the 
areas near the study area and the proposed design will provide that. 
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Section four:
The Design 

This final section will present the design and explain the elements within it. The section 
will begin by presenting the master plan and the design elements. The reasoning and 
justification for the design elements have been presented in sections one through four 
of this capstone book and provide a basis for the design decisions. After presenting 
the master plan the section will move into a series of supporting and detail graphics 
that provide a sense of what the design actually looks like and what it might feel like 
to be in it. Finally, section four will finish with a discussion of what has actually been 
created and how it improves upon the existing conditions. The last few pages will 
present estimated numbers for what is proposed.



Master Plan: The master plan scheme with annotations and descriptions. The plan 
is shown on page 49 and the following three pages.

Illustrative Sections:  Sections cut through key areas of the project with 
accompanying plan view. Illustrative sections begin on page 53.

Perspectives: Graphics created to provide a sense of what it feels like to be in the 
development. Perspectives begin on page 57.

Birds Eye View: An image showing a view of the site as if flying over it, giving a good 
idea of what the buildings look like. Page 61.

Programmatic Building Sections: Programmatic sections are cut through the 
entire site and emphasize what happens within the buildings. The sections use verbs 
to describe what is happening within the buildings and outside of them in adjacent 
parks or courtyards. Programmatic sections begin on page 62.

Details- Section and Plan: The detail graphics show a higher level of detail for two 
locations and elements within the design. Detail sections and plans begin on page 63.

What the Design Includes: The final section provides a summary of what has been 
created and how it improves on what exists. The summary begins on page 69.

Page 48
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1

2

3

Modify Under Used Parking Lots - Many parking lots exist on the site that are either rarely used or are drastically oversized. These lots 
have been designed for two shopping days per year and remain empty the rest of the year. The design takes advantage of this under-utilized space 
and constructs mixed use residential/ retail buildings on the edge. The parking lot will now serve existing retail spaces and the new retail spaces. 
Residential parking will  be limited to a few parking stalls within the lot and in the nearby parking structure (11).

County Road B Corridor - Discussed on page 14 County Road B becomes an urban corridor (multi-story buildings closer to street, first floor 
retail, dense) complete with street trees, dedicated pedestrian sidewalks, and extensive street frontage. Pedestrian crossings are located at existing 
signalized intersections which provide safe opportunities for movement. Building heights vary between two and four stories with the shorter buildings 
near existing residential areas. This creates a transition of heights and does not create imposing structures adjacent the neighborhoods. 

Senior Housing - The yellow buildings are independent and assisted living senior housing complexes. As discussed on page 22, as of the recent 
census Roseville has been losing the 65 plus age group to other cities. The 2008 housing needs analysis, figure 2.2, found that the city needs a large 
quantity of senior housing units by 2014. The design provides 184 senior rental and for-sale apartment units giving the aging population of Roseville a 
place to age in place and stay near their friends and family. The nearby medical complex will provide them with medical care they may need.

Rooftop Courtyards - The mixed retail/residential structures along the south side of County Road B will have four different rooftop courtyards. 
These courtyards will give the residents of the buildings a semi-private place to use. The courtyards will include paved and grassy areas to give 
residents locations to play lawn games, grill, gather, and converse. The mixed use design of the buildings creates density and a diverse neighborhood 
which will provides a variety of services and destinations for both residents and visitors.

Retail Corridor - The central north-south corridor provides opportunities for street level restaurants, shops, offices, clinics, etc. Retail spaces 
are important as they supply goods and services to residents within and around the development. The upper floors on the eastern side of the street 
include apartments with access to parking ramp in the rear and below. Figure 2.2 indicated a shortage of rental units. The floors above the retail areas 
provide market rate, affordable, and subsidized housing opportunities. The entire development provides 405 apartment units.

Townhomes - Townhomes are located along the eastern and southern edges of the project areas and will provide some of the housing needs 
discussed on page 22 and in figure 2.2. The townhomes provide a different housing stock and serve as a buffer between the existing single family 
neighborhoods and the larger mixed use building complexes. Sidewalks leading through the townhome developments provide access for residents, 
neighbors, and visitors. The sidewalks are large, 6-8’ wide, and provide enough room for two-way traffic and will accommodate bicyclists as well. 

Medical Complex - A centrally located medical building provides a variety of care opportunities for the residents and surrounding neighborhoods. 
Residents of the senior housing complexes will appreciate the proximity to a variety of care options as their health condition change. The medical 
complex is located near a parking ramp and the BRT station, which provide easy access opportunities for future patients. The medical complex will 
house a small amount of retail and restaurant space as well, providing opportunities for gift shops, dinning before/ after appointments and shopping.

BRT Station - The proposed Bus Rapid Transit station is located mid-block and includes a pedestrian bridge to facilitate safe and easy movement 
across Snelling Ave. The primary east-west pedestrian corridor (refer to figure 4.19 for a movement diagram) leads directly to and from the proposed 
station. The stop is located directly adjacent the largest parking structure and will provide park and ride opportunities for commuters. The station is 
design to allow buses the ability to pull out of the main traffic lanes and stop in a dedicated offline location, helping to alleviate potential congestion.
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Pedestrian Allee - The main entrance and westward movement from the eastern neighborhoods is through a pedestrian allee. An Allee is a 
walkway or path lined with trees of the same species, and is a design concept where the view is extended to a emphasize something in the distance. 
In this case the BRT station and central plaza are located at the ultimate terminus of the allee. This allee is lined with Honeylocust trees that will provide 
a dappled shade in the summer, and an interesting branch structure in the winter. Large limestone pieces will also be placed to act as benches

Central Park - A formal park is located in the center of the development and is an area that residents and visitors can visit to relax and play. The 
park is surrounded by trees on all four sides to enclose the area and create a sense of being in an outdoor room. The north and west sides of the park 
are lined with buildings that house retail and residential opportunities. Many of the residences will have balconies overlooking the park. The remaining 
two sides of the park are open to the street and on street parking stalls. This makes the park visible both attracting visitors and increasing safety.

Structured Parking - The BRT park-and-ride facility and other parking structures provide ample parking for residents and visitors. By creating 
parking structures instead of multiple surface parking lots space is freed up for other uses. All parking requirements established by the City of 
Roseville are met through a mix of on street, structured, underground, and surface lots. The park-and-ride ramp has enough room for 400+ vehicles 
and is expected to run at 70% capacity upon completion. The capacity is based on similar ridership in the area and has room for expanded ridership. 

Bio Retention - Bio retention areas are treatment ponds that will store water from rain events and infiltrate it back into the ground. As discussed in 
figure 3.6 these retention areas help control runoff and reduce the amount of pollutants reaching lakes and rivers. In conjunction with the rain gardens, 
seen in figures 4.12 and 4.13, the bio retention areas should retain most of the rain that falls on the site.. The retention ponds will be planted with native 
vegetation and will be maintained to have a natural appearance. 

Grocery Store - A new grocery store will be located in the same general area as the existing Cub store. The new store will be easy to find and is 
oriented north to greet shoppers. Unlike the difficult to find and south facing current store. A grocery store is an important element for this community 
as it is within a short walking distance to many homes and is one of the only ones in the area. 

Mural Park - A larger and less designed park is located south of the grocery store. As discussed on page 8 there are many K-12 schools in the area 
and a location to display student artwork would be a great addition to the community. Students will feel motivated and proud as they see their hard 
work on display for everyone to see. The back of the grocery store would otherwise be a blank wall and will act as a canvas for nearby schools. Young 
artists will be able to express themselves in a way that is highly visible in the community. The murals will be rotated out every year and each of the four 
nearby school will have a portion of the building to paint.

Intersection Adjustments - The awkward intersections mentioned in figure 3.5 have been tweaked to help traffic flow a bit easier. The frontage 
road has been removed and the intersection alignments have been straightened out and lengthened. The northern intersection with County Road B 
lines up with the north side of the street, and the south intersection with Snelling Ave is much longer. The adjustments will alleviate traffic congestion in 
the area and provide easier access to the businesses along the western side of Snelling Avenue.
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Figure 4.2 shows the locations of the sections and perspectives located on the following 
pages. The points represent the perspective graphics and the lines refer to the section 
graphics. Tics at the end of the section lines indicate the direction of view.
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Figure 4.3 depicts a typical section of the proposed County 
Road B corridor. The lane widths and roadway alignment has 
not changed, but the existing 13’ wide median was converted 
from concrete to grass. The buildings fronts have been brought 
to the street creating an actual streetscape for people to 
walk and live along. The wide planting areas create a buffer 
between the traffic on County Road B and the pedestrians on 
the sidewalk. The large crosswalks are visible from a distance 
and will give motorists ample time to stop for pedestrians in the 
crosswalk. This typical section will set a precedent for future 
development along County Road B as development continues. 
Especially the segment on the western side of Snelling Avenue.  

Figure 4.4 shows the section view of Snelling Avenue at the pedestrian bridge. The section shows the width of the Snelling Avenue 
corridor and the benefit of the grade separated pedestrian bridge is. Imagine a full bus load of people exiting the bus and seeing half 
of them run across Snelling Ave, photo 12. The glass sided bridge, depicted in figure 4.11, increases safety in the area by moving 
pedestrians above the busy street. The section also shows the actual stops and pedestrian areas adjacent to them. The large plaza on 
the right is the exit point for commuters as they leave the bus and head to their cars for the drive home. The section gives a sense of 
the enclosure created by the bridge. It is important to keep the area beneath the bridge bright and well lit to increase perceived safety.



Figure 4.5 - C: Typical Snelling Avenue Section
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Figure 4.5 shows a typical section of Snelling Avenue. Lane and shoulder widths have been reduced, the median width has been 
increased, and a double row of street trees have been planted along Snelling Avenue. These changes not only improve the look of 
Snelling Avenue, but they also increase safety and general usability of the area. Currently, the corridor is an expanse of pavement, strip 
malls, and sparse trees. The crossing widths have not been substantially reduced, but the addition of a 12’ center median will provide 
pedestrians with a refuge in case they cannot cross in time. The vegetated boulevards along the edges of the roadway will also act as 
infiltration areas containing stormwater and reducing the volume discharged into the sewers. 

The building faces are visible on the left and right side of the graphic. The building on the left side is an existing fast-food restaurant 
and the location has not changed. Aside from the service road and parking lot access changes the west side of Snelling Avenue has 
remained unchanged. The lots are small and future development may be at a different scale than what has been done in this plan. The 
building visible on the right side is the park-and-ride ramp with first floor retail space. The facade will be obscured by the proposed 
street trees, and as motorists drive down Snelling Avenue they will not be bombarded by with only the views of 4-storty structures. 



Figure 4.6 - D: Main Street Section
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Figure 4.7 - E: Simpson Street Section
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Figure 4.6 shows a typical section of Main Street, the central north-south corridor 
in the proposed development. Proposed roadways include two through lanes 
and two on street parking lanes for a total width of 38’. The sidewalks are 16 feet 
including areas for street furniture such as benches and trash receptacles. The 
large sidewalks create a comfortable place to walk, shop, and move between 
destinations. Looking at the top portion of figure 4.6 a plan view is depicted. 
The blue pavement is dedicated pedestrian space, and the red pavement is 
for automobile traffic. Finally, the large street trees complete the typical street 
section by adding shade, greenery, acting as a buffer, and softening the building 
facades. 

Figure 4.7 depicts a typical section along the transition from multistory mixed 
use buildings on the left to the townhome community on the right. The roadway 
section is the same as figure 4.6, having two through lanes and two parking 
lanes. The parking lanes along the townhomes will have parking restrictions that 
only allow residents to use them in the overnight hours. The townhomes are set 
back slightly more than the 4-story apartment complexes, increasing privacy. 
Street trees are again used to frame the spaces and soften the building facades. 
The large eight foot wide planting strips provide larger than normal spaces for 
the trees to grow. The planting areas will also include ground level vegetation, 
adding color to the street.
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Figure 4.8 - P1 Pedestrian Corridor Perspective

Figure 4.8 is a rendering of the primary east west pedestrian corridor in my master plan. This image shows the pedestrian 
only walkway in front of residential over retail mixed use buildings. In the distance the BRT station is visible. The station is 
the ultimate destination for this corridor as there is the potential to move a lot of people to and from the transit stop. In figure 
4.8 additional landscape elements have also been shown: the limestone blocks serve as seating elements, the street lights will 
light the corridor, and vegetation softens the space and provides shade for pedestrians. This space will be an inviting space for 
people to move as they purchase a cup of coffee and push a stroller for an afternoon walk, or hold hands during a shopping trip. 

Perspectives
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Figure 4.9 - P2 Main Street/ Eldrige Avenue Intersection

Figure 4.9 is a perspective rendering of the intersection that occurs where the east-west pedestrian corridor meets the north-
south vehicular corridor. This is an important intersection as there will be large amounts of both pedestrians and vehicles using 
the space. To increase safety for pedestrians the entire intersection is raised to force cars to slow down during the approach. The 
crosswalks are called out using traditional patterning. All pedestrian areas will use the same blue pavement shown in the image, 
this is a consistent design element that will inform the driver that they are entering the pedestrian realm. The change in paving 
is meant to slow down the drivers, and force them to pay attention to their surroundings. The lighted posts in the image guide 
cars through the intersection by creating a barrier along the turning radius, and will light the intersection at night. Activities 
shown in this image include shopping, walking the dog, eating ice cream purchased at the nearby cafe, and biking to work.
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Figure 4.10 - P3 Central Park

Figure 4.10 shows the appearance of the central park area. The large field will provide areas to run around and play with your 
children, walk the dog on a sunny afternoon, or sit back and relax in the grass. Central Park is surrounded by a variety of shade 
trees that will provide shade for the users of the park. A centrally located picnic shelter creates a potential settin for community 
events like farmers markets, craft sales, or graduation parties. The proximity of the park to the rest of the development creates 
an opportunity for shoppers to take a break, residents to get out and play, or simply a nice place to walk by as you walk to a 
neighbors apartment. 
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Figure 4.11 - P4 Snelling Avenue

Figure 4.11 is an image of the area along Snelling Avenue looking north and in the distance the pedestrian bridge can be seen. 
The bridge connects the northbound and southbound BRT stops and also provides pedestrians and bikers with a safe crossing 
opportunity. The bridge is located at the western end of the pedestrian corridor depicted in figure 4.9 and is attached to adjacent 
buildings that include elevators and shopping opportunities. Snelling Ave has been transformed from the pavement only image 
seen in photo 3 to a greener space that will be pleasant to move along. The structure on the right is the park and ride station. The 
first floor includes a small space for retail services like coffee shops, diners, and restaurants. While the upper portion is simply 
a facade treatment meant to hide what is traditionally an ugly parking ramp. This facade treatment keeps the building looking 
similar to the rest of the development and prevents it from standing out too much. 
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Figure 4.12 shows an aerial view of the proposed development. First 
impressions may include the amount of green that will exist. The lighter 
green is proposed park and grass areas, but the darker green areas are 
green roofs. As noted earlier green roofs absorb stormwater, control 
runoff, insulate buildings, and provide animal habitat. This technology 
will be extensively utilized to drastically reduce stormwater runoff and 
treat what does make it to the sewers. A typical greenroof installation is 
pictured in figure 4.13. 

Figure 4.12 - Birds Eye View: Building form and greenroof locations 

Figure 4.13
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Figure 4.15 - Section G: Programmatic Building Section

Figure 4.16 - Figure H: Programmatic Building Section

Figure 4.14 - Section F: Programmatic Building Section
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Simpson Street

Simpson StreetMain Street

Figure 4.14 is the first programmatic section showing what happens in the buildings on the site. Section F is cut through the 
northern row of buildings and shows that the first two levels include areas for shops and businesses. The second two levels are 
living areas such as apartments and condos. The two buildings on the left also include rooftop terraces for the residents of the 
buildings to use. This gives them a semi-private space for parties, cook outs, and relaxation. All three buildings depicted in this 
graphic include enough underground parking to meet current zoning codes. 

Figure 4.15 is cut through the area that includes the medical complex. This complex is an important component in multi 
generational living as it provides fast and easy access to medical care. The section also shows the townhome areas along the 
eastern edge of the development. The smaller scale and single use of these buildings provide a good buffer to the neighborhood. 
The buildings are of similar scale to the single-family neighborhoods, but create a denser living area. This creates a nice transition 
to the larger scale buildings seen in the center of the graphic (4 story live/ work structures). 

Figure 4.16 is cut through the area of the development that includes the park and ride and the central park. The programmatic 
section of the parking ramp is at the left and the first level retail mentioned in 4.11 can easily be seen. The central park in the 
center of the graphic shows how central it is to the development and what is happening around it. There are areas for shopping, 
working, and living all occurring right next to it. This proximity is important as it will increase activity in the park and increase 
safety as the park users increase. The townhomes are again depicted on the right side of the graphic. 



Sidewalks- tan, running bond pattern. 
Material typically appears on sidewalks along 
Snelling Avenue and County Road B.

Seat Wall- mortared limestone wall with a 
flat limestone cap. Provides opportunities for 
pedestrians to sit and relax. 

Black Eyed Susan
Rudbeckia fulgida ‘Goldstrum’
Profuse summertime bloomer. 

May Night Salvia
Salvia x sylvestris May Night
Purple flowers with rough foliage texture

Karl Forester Feather Reed Grass
Calamagrostis x acutiflora ‘Karl Foerster’
Hardy grass provides summer, fall and winter 
interest as snow hangs on dried foliage. 

American Linden
Tilia americana
Will provide shade for people as the move 
through and use the site. 

Planting strip and rooftop- Red, 
herringbone. Expands the pavement palet to 
create diversity and interest on the ground.

Pedestrian corridors- Blue, running 
bond at a 45 degree angle. The blue pavement 
is used on all pedestrian areas throughout the 
development including crosswalks. 

Streets- red herringbone lanes, buff lane 
and parking stall lines. Paver color changes to 
act as lane and parking stall delineation.

Figure 4.17 - Northern Entry Plaza Detail

County Road B

Green Roof

Roof Courtyard              

Burke Avenue 

Roof Courtyard              

Green Roof

N
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Figure 4.17 is a detail of the north entry plaza and includes 
material and plant selections. The rooftop courtyards 
mentioned in figure 4.14 are seen in this image along with 
benches and tables for resident use. 
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N

Green Roof  

Green Roof  

Outdoor Dining  

Limestone Seating Wall 
Red Herringbone Pavers
-Buff Highlight Pavers

Blue Concrete Pavers at 45 degree angle
Bollards w/ Lighting 

Green Roof  

Green Roof  

Figure 4.18 depicts the central master plan intersection in greater detail. The east-west pedestrian corridor along the middle. 
This corridor uses the blue pavement to create a hierarchy of spaces. The most important pedestrian areas are the blue areas 
and the blue pavement is used along buildings and through the intersection. By placing the blue pavement in the intersection 
the pedestrian is placed higher than the car, the way it should be, and lets the driver know that something different is happening. 
In the roadway areas the multi-colored pavers are used to delineate lanes and parking stalls. Activities here include outdoor 
dinning as noted by the cafe tables on the plan. The large shade trees in this area will provide abundant shade on those hot days 
and give pedestrians a place to get out of the sun. 

Figure 4.18 - Central Intersection Detail
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Vehicular Movement
Pedestrian Movement

Vehicular Movement
Pedestrian Movement

Figure 4.19 illustrates both pedestrian 
and vehicular movements through 
the proposed development. Referring 
back to figure 2.4 and the limited 
movement patterns that exist currently 
a remarkable improvement is obvious. 
Pedestrians can enter the site at the end 
of any neighboring city block and move 
along large sidewalks to any destination 
within  and beyond the development. A 
key pedestrian movement occurs east-
west in the center of the site along the 
pedestrian corridor. This corridor moves 
people from the neighborhoods east 
of the site to the core and further on to 
the BRT station. Similar north-south 
pedestrian movements occur from the 
neighborhoods in the south towards the 
center of the site. Any pedestrian using 
the site will be able to safely navigate 
their way on sidewalks, large crosswalks, 
and dedicated pedestrian corridors.

Vehicular movements are also improved. 
A street grid returns and awkward 
intersections have been removed. Access 
to parking is key so drivers will move 
directly to their parking stalls and get out 
and walk to the destinations instead of 
driving around large parking lots looking 
for a stall. There are only two entry and 
exit points, and both are signalized to 
increase safety. Figure 4.19 - Pedestrian and Vehicular Movement: Web of Connections
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Figure 4.20 shows the dimension and spacing used at a typical intersection and street. Parking stalls are 23’ long and 9’ feet 
wide. Trees are placed 32’-6” apart and the planting beds are 8’ x 15’, the large planing bed will give the tree a greater chance 
of growing to maturity. Crosswalks are a manageable 24’ across, and crosswalk markings are 8’ x 2’. The radii on most interior 
intersections are 15’ which give most vehicles. Tractor trailers may have a difficult time navigating portions of the road system.

Figure 4.20 - Intersection and Roadway Dimension Detail



9’ Typ.

Street Tree

Landscape Planting

3” Shredded Hardwood Mulch

Herringbone Pavers
Compacted Base Material
Curb and Gutter

Drip Irrigation
Planting Trench (1/2 existing soil, 1/4 top 
soil mix, 1/4 organic material)
Undisturbed Soil

Figure 4.21 - Typical Street Tree 
Planting Section Detail
NTS

Figure 4.22: Selected Street Tree Species
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Bur Oak
Quercus macrocarpa

Patriot Elm
Ulmus wilsoniana hybrid

New Horizon Elm
Ulmus pumila hybrid

Cork Tree “His Majesty”
Phellodendron amurense ‘His Majesty’

Honeylocust
Gleditsia triacanthos var. inermis

Kentucky Coffee Tree
Gymnocladus diocus

Hackberry
Celtis occidentalis

Sugar Maple
Acer saccharum

Red Maple
Acer rubrum

American Linden
Tilia americana
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Street Tree Planting 
Detail and Tree 
Selections

Figures 4.21 and 4.22 show how street trees will be planted in the design and what 
trees have been selected for planting. The street trees selected were based on a ratio 
suggested by the former USDA forest researcher Frank Santanour Jr. He suggests 
trees within a development should not exceed 10% of a single species, 20% of a single 
genus, an 30% of a single family. This ratio is intended to prevent incidences similar 
to what the country experienced with Dutch Elm Disease, and the Emerald Ash Borer. 
The selected trees are either non-fruiting varieties or varieties specifically oriented 
towards urban street tree conditions. 

Street trees play a very important role in the design as they create a room between 
the buildings and the street. The canopy acts as the ceiling and the trunks act as a 
wall. The trees increase the perceived safety of pedestrians walking along the streets 
by establishing a buffer between the cars and the people. Street trees also shade the 
streets, sidewalks and parks in the development. Shade is important for users of the 
space to feel comfortable and escape the heat and sun on hot days. 

Figure 4.21 shows that the trees have a large planting area which will help the tree 
to survive in typically tough urban conditions. The planting areas will also include 
ground level vegetation to add interests and seasonal color to the streetscapes. The 
plantings will vary and would include both perennials and annuals. 
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2.7 miles of sidewalk

103 town home units            
405 apartment units                 
184 senior housing units              

3 acres of open recreation space              

10 acres of greenroof                  

470,000 square feet of retail           
135,000 square feet of medical space               
53,000 square feet of grocery
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What do we Have?

Page 63 provides a snapshot of what the development contains. There are over 2.7 
miles of sidewalk, both separated and along the roadways. This encourages residents 
of the surrounding neighborhood to walk to the BRT station for work, and around the 
development to shop, eat, and utilize future services. The sidewalk network provides 
a dramatic improvements over the existing site which relied on parking lots and store 
front sidewalks. 

There are 692 dwelling units within the site. All of these units are built in accordance 
with the Roseville building code and provide the much needed housing stock increase 
as described in figure 2.2. Housing options include market rate and affordable 
apartments, for-sale townhomes, and senior/ independent living apartment units. 
The population of the development has the potential to be around 1,522 based on 
Roseville’s average housing occupancy rate of 2.2. The existing HarMar Mall has a 
population of zero.

Proposed retail square footage has been decreased from 530,000 to 470,000, but 
there is now a 135,000 square foot medical complex in a location that previously had 
none. The complex provides nearby medical care for the neighborhood and especially 
the three senior housing complexes. The proposed grocery store is approximately the 
same size as the existing Cub Foods, but is re-oriented to face the densest portion of 
the development rather than a drastically oversized parking lot. 

The three acres of open recreation space is an increase from the zero acres that currently 
exist. The new park space provides areas for casual recreation, soccer games, baseball 
games, picnicking, relaxing, and water infiltration. 

The 10 acres of greenroof are placed on all of the proposed flat roof buildings, and 
can be seen in figure 4.12. The greenroof areas will retain and control water from rain 
events. Greenroofs also help to regulate building temperatures, and reduce the heat 
island effect. The greenroofs, recreation areas, and retention ponds cover more than 
25% of the site, a drastic improvement over the 95%+ that currently exists. 
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Resources

Data and Images
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images)
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Thank You I would like to thank my capstone committee for taking the time out of their busy schedules 
to help me through this difficult process. 
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