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The Central Corridor Light Rail Line, 
if it is completed on time in 2014, will 
likely spur a significant amount of 
new development.  To capitalize on 
this opportunity, the City of Saint Paul 
commissioned the Central Corridor 
Development Strategy and 10 station 
area plans.  According to these plans, 
the Westgate and Raymond station 
areas are expected to see over 40% of 
all new development along the Corridor.  
This is due to their proximity to the 
downtowns of Saint Paul and Minneapolis 
and excellent access to Highway 280 
and Interstate 94.  The stations are also 
adjacent to the Midway Industrial area, 
which, together with office clusters, 
provide over 7,800 jobs.

With new development, there will be 
pressures on the transportation system.  
Increased traffic congestion will force 
drivers onto parallel routes including 
Franklin, Territorial and Interstate 94.  
Franklin and Territorial are currently 
streets that connect neighborhoods in 
Minneapolis and Saint Paul, providing 
routes for bicyclists and pedestrians.  
The Franklin Avenue crossing over 
Highway 280 is already problematic.  The 
intersection of Franklin and Cromwell 
on the east side of the bridge has 
seen almost 45 accidents.  The current 

a\ view towards prairie hill, with interpretive floodplain forest plaza in the foreground

minnesota historical society minnesota historical society minnesota historical society

intersections of University and Franklin with 
Eustis and Cromwell increase congestion, 
since four signals choke the flow of traffic 
during peak times.  Further, the pedestrian 
environment over Hwy. 280 is dismal and 
diminishes what would be an excellent route 
route for bicycling.  The site, although it is less 
than 1/2 mile from the Mississippi River, is 
largely inaccessible due to Interstate 94.  

The Westgate and Raymond station area 
plans call for millions of square feet of new 
development on either side of Hwy. 280.  
Given the area’s noise and air pollution and 
circulation, amenity, and livability issues, 
this development potential will likely not be 
maximized.  A network of parks is needed 
for new development and are proposed in 
the station area plan.  However, without 
addressing the livability issues, the impact on 
Hwy. 280 redevelopment will be minimal.

This project proposes a deck\park over 
Highway 280 that could address several of 
these issues.  A roundabout replaces the four 
intersections at University and Franklin.  A 
reenvisioned development plan, based on the 
station area plans, is phased in such a way 
that new development can be incrementally 
leveraged to fund deck\park construction.  
The park itself, with an oak savanna hill, 
natural interpretive areas, public malls for 
farmers markets and socializing, athletic 

| executive summary
fields and gathering spaces of all types and 
scales, will become a metro-wide destination.  
The project has been developed through 
careful site and planning analysis, 
engagement with neighborhood residents, 
and discussions with stakeholders.  
Implementation of such a far-reaching plan 
will require stewardship by a number of 
partners, including the City of Saint Paul, non-
profit community development corporations, 
private developers, foundations and elected 
officials.  Since this project proposes to 
address a number of community issues, there 
may be a couple to several elements within 
this plan that could be packaged as part of a 
similar project.  This proposal demonstrates 
the possibilities for new infrastructure 
afforded by transit-oriented development and 
a new financing paradigm.  

b\ section-elevation of Saint Anthony Deckpark
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a 21st century paradigm for 
urban infrastructure

This study explores the possibility for 
an extensive development plan and 
highway deck park within the Westgate 
and Raymond station areas in Saint Paul, 
Minnesota.  The study was prepared 
during a time of limited government 
resources and uncertainty about the 
housing and commercial development 
markets.  However, within the last 
10 years, several models have been 
developed that explore the possibility 
for leveraging private development to 
support the construction of highway deck 
parks and other extensive infrastructure.  
This represents a shift away from almost 
exlusive Federal funding of Interstate and 
highway projects in the United States.   

The Federal-Aid Highway Act, launched in 
1956 by the Eisenhower Administration, 
began the largest public works project in 
United States history.  When the original 
Interstate System plan was completed 
in 1992, 41,000 miles of road had been 
built (National Atlas,2010).  The system 
dramatically altered the pattern of urban 
development in the United States and 
accelerated the growth of suburbs in 
large metropolitan areas.  Since 90% of 
the cost of the Interstate System was 

minnesota historical society

subsidized by the Federal Government, local 
units of government clamored to gain support 
for new highway projects, which ushered in a 
20-year period of intense highway building.  
Agencies responded by expanding the existing 
state highway network to support a new 
Interstate System.

The American Interstate System, unlike 
the German Autobahn, cuts through the 
central business districts (CBDs) of most 
major metropolitan areas.  This has had a 
profound, mostly negative impact on urban 
neighborhoods, causing the displacement 
of residents, blight, and disinvestment.  The 
Rondo neighborhood in Saint Paul, home to 
the city’s African American population, was 
especially impacted by the construction of 
Interstate 94, as documented by scholar Alan 
Altschuler (Altschuler, 1965). Hundreds of 
residents lost their homes to the Interstate 
and were relocated to new housing projects in 
the neighborhood, which began a long cycle 
of disinvestment within University Avenue 
neighborhoods.    

In 1991, San Francisco became the first large 
American city to demolish an urban section 
of the Interstate System.  This was a result 
of the 1989 Loma Prieta earthquake, which 
destroyed several sections of the Embarcadero 
Freeway.  In its place, San Francisco invested 
heavily in its bayfront, including renovation of 

| introduction
the Ferry Building, improvements to Pier 39, 
and a new light rail line and streetscape along 
the Embarcadero, which became a signature 
shopping street and tourist destination for 
the city.  Figures a\ and b\ show the Ferry 
Building before and after demolition of 
the freeway.  The freeway demolition and 
investment in new infrastructure appears to 
have had a significant economic impact.  As 
of 2008, 7,000 housing units are planned 
for the adjacent Rincon Hill and Transbay 
neighborhoods, and many of these are 
proposed for the Embarcadero Corridor.  Pier 
39 and the Bayfront emerged as the leading 
tourist destination in the city, and in 2006, 
visitors spent a record $7.6 billion dollars (City 
of Seattle, 2008).

The decision to demolish the Embarcadero 
Freeway and invest in new infrastructure did 
not come easily.  Most observers agree that 
without the 1989 earthquake, which destroyed 
several sections of the freeway, it would 
have remained in operation indefinitely.  In 
addition, the 1991 recession had a significant 
negative impact on Chinatown and downtown 
merchants, who lobbied for the freeway’s 
reconstruction.  However, by taking a bold,  
comprehensive, and multi-purpose approach 
to highway infrastructure, San Francisco was 
able to create a livable bayfront and leverage 
public investment many times over (City of 
Seattle, 2008).

San Francisco’s experience with the 
Embarcadero, while applicable, is fairly 
unique.  The site under consideration 
in this project is located outside of the 
Minneapolis and Saint Paul CBDs and 
does not feature an iconic amenity like 
the San Francisco Bay to draw in tourist 
dollars.  However, while the 280 site 
has minimal immediate potential for 
tourism, it shows much promise as a 
new neighborhood for residents, office 
workers and arts-related development.  
In the Westgate station area plan alone, 
planners forecast an additional 1,500-
2,000 housing units, 700,000 sq. feet of 
office space, hotel facilities and 60,000 
sq. feet of retail.  Taken together with the 
forecasts for Raymond, the area shows 
significant potential for redevelopment 
that could justify a large investment in 
infrastructure.

This project proposes to cap a section 
of Highway 280 in Saint Paul with a 
new park.  The concept is not new, as 
evidenced by highway deck parks in 
Duluth, Seattle, Stockholm and Boston, 
among others.  A detailed profile of these 
and other deckparks is presented later in 
the report.  Many of these projects have 
become successful public spaces that 
have revitalized the urban neighborhoods 

a\ Embarcadero Freeway and Ferry Building, 1982 b\ Ferry Building and Embarcadero, 2009

City of Seattle City of Seattle



7saint anthony deck\park

minnesota historical society

| introduction
a\ current Hollywood Freeway at Fountain Avenue overpass b\ Perspective of proposed deck park at Fountain Avenue

they connect.  However, the economic 
and policy environments have drastically 
changed since these projects were built.  
Ninety percent of the cost of some 
projects, such as the Leif Erikson Park in 
Duluth, MN, was subsidized through the 
FHA program.  Since 1992, this funding 
stream, supported by gas taxes, has been 
drastically reduced due to a flat tax rate, 
lower gas consumption, and diversion 
of funds to other transportation grant 
programs.  In order to advance deck park 
projects in the future, local and state 
governments must find other sources of 
revenue for infrastructure projects, which 
will increasingly come from public-private 
partnerships.  

Recently, several new deck parks have 
been proposed across the country that 
represent this new paradigm for urban 
infrastructure.  As of 2010, there are 
two serious proposals for deckparks in 
Los Angeles, including the Hollywood 
Freeway.  In New York, the city will cap  
Hudson Yards with a new linear park and 
over 30 million square feet of new office 
and residential development.  Incentive 
programs will entice developers to 
develop more quickly and contribute to a 
commercial PILOT program (payments in 
lieu of taxes), providing a large revenue 
stream early in the bond repayment 

period.  Developers may add additional 
density to their projects if they contribute to a 
district improvement fund, which will pay for 
maintenance costs of a nearby entertainment 
district.  Fully 72% of project revenues will 
come directly from developers and property 
owners through tax increment financing 
districts (TIFs), PILOTs, or the density bonus 
programs.  Federal and state grants comprise 
the remaining 28% of revenues.  This 
represents a fundamental shift away from 
heavy reliance on Federal funding.  

Each of these projects requires the existence 
of a large catalytic project that causes a spike 
in new development.  Hollywood has added 
millions of square feet of new development 
in the last 10 years, partially the result of a 
new subway along Sunset Boulevard.  In Saint 
Paul, the Central Corridor Light Rail Line could 
spur the construction of 14,000 new housing 
units and new office development.  In each 
of these projects, mass transit is the catalyst 
for new development, which in turn creates 
the environment for high quality, urban 
infrastructure.  As cities continue to densify, 
land values rise and the Interstate System 
ages, the funding and political environments 
will only improve for the construction of 
highway deck parks.  

     

EDAW/AECOM EDAW/AECOM
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historical development

The Saint Anthony Park neighborhood 
began as a streetcar suburb of the City 
of Saint Paul.  As the urban core became 
increasingly dense, wealthy St. Paulites 
looked to the pastoral farms, woods and 
open spaces at the edge of the city.  With 
the inception of the streetcar, residents 
of these new suburban communities 
could commute to downtown within 
minutes.  Starting in the 1870s, 
developers responded to this demand by 
acquiring vast tracts of land to subdivide 
into large residential properties (figure a\)

One such developer was William R. 
Marshall, who owned vast sections 
of land in what would become the St. 
Anthony Park neighborhood.  Marshall, 
who lent his namesake to Marshall 
Avenue in central St. Paul, was 
Minnesota’s fifth governor from 1866-
1870.  In 1873, Marshall commissioned 
H.W.S. Cleveland to design a master plan 
for the St. Anthony Park neighborhood.  
Cleveland, considered to be one of the 
fathers of landscape architecture, would 
later design the much-lauded Grand 
Rounds parkway system for Minneapolis.  
Cleveland’s designs followed the forms 
of the day, which used curvilinear road 
patterns, rolling hills, sweeping vistas and 

Sanborn  map of study 
area, 1927, 

showing figure-ground 
and current footprint of 

Highway 280 (orange)

This 1927 Sanborn map 
captures a still-growing 

neighborhood comprised 
of residential, commercial 

and industrial uses.    In 
general, the land use 
pattern transitioned 

from the still-growing 
Raymond retail district in 
the NE to industrial uses 

in the southwest, both of 
which were buffered by 

single-family residential.  
Industrial uses depended 

on an extensive network of 
rail spurs that converged 

along Wabash Avenue.  
One tenant, Weyerhaeuser 

Paper, is still in operation 
at this site.  Within the 

current footprint of Highway 
280, single-family uses 

predominated , forming 
a handful of long blocks 
(330’x660’) with a north-

south orientation similar to 
those in Minneapolis.

a\ 2295 Doswell Avenue, 1902

| analysis: planning
b\ sign at the intersection of Emerald Street 

and University Avenue, 1936

native vegetation to achieve a naturalistic 
effect employed by contempararies such as 
Frederick Law Olmsted and Jens Jensen.   

The St. Anthony Park area is strategically 
located between the downtowns of St. 
Paul and Minneapolis (figure b\)  Due to 
the existence of a gradually-sloped glacial 
moraine, the area along the north end of 
South St. Anthony Park became the site of 
Twin Cities’ first rail connection in 1862.  In 
1883, railroad baron James J. Hill developed 
an intermodal facility - the Minnesota 
Transfer Railway - to handle freight among 
the district’s many industrial operations.  
The construction of a streetcar line along 
University Avenue in 1890 turned the 
intersection at Raymond into a retail hub and 
resulted in the construction of several grand 
commercial buildings still in existence today.  
The Triangle Building, shown in figure c\, 
depicts the Raymond commercial district in 
the mid-1950s. 

With the demise of the streetcar system in 
the early 1950s, many of the major compa-
nies relocated to fledgling suburban areas 
to access cheaper land and be closer to their 
customers and employees.  From the 1950s 
onward, University Avenue evolved into a 
regional center for new automobile sales and 
service shops, discount retailers and trucking.  
As a counterweight to suburban development 
patterns, the Midway Shopping Center was 
built as a big-box, inner city retail area 

c\ rendering of St. Anthony Park along Raymond Avenue, originally 
published in the April 1886 issue of Northwest Magazine 
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d\ construction of highway 280 in saint anthony park, 1954 

minnesota historical society

b\ interstate 94 construction near fairview, 1967 c\ current figure-ground and curbs (red) with 1947 aerial, 
20% opacity.  

blocks near site with single 
family housing, 2010

a\ intersection of University and Raymond Avenues, with a view 
towards future highway 280, 1948

historical development

at the southeast corner of Snelling and 
University, where a major streetcar yard 
was previously located.  In the mid-1950s, 
highway 280 was built as a major connec-
tion between downtown Minneapolis and 
Highway 36 to the north.  

A decade later, with a huge infusion of 
Federal money, local agencies built Inter-
state 94 four blocks south of University 
Avenue.  Planners from the City of Saint 
Paul proposed an alternative plan to route 
the highway through the Midway rail-
yards, which would have spared residen-
tial neighborhoods to the south.  How-
ever, state engineers used several tactics 
to diffuse growing community opposition 
to the route, including providing highly 
technical reports to justify the proposed 
alignment, threatening to spend money 
elsewhere, and assigning responsibil-
ity for the project to a number of public 
agencies.  I-94 ultimately cut through 
the core of Saint Paul’s African Ameri-
can community, historic Merriam Park, 
St. Anthony Park and Prospect Park and 
displaced thousands of residents. Over 
the next 20 years, other major transpor-
tation projects, including an expansion of 
the Midway rail yards and Interstate 35E 
effectively turned the University Avenue 
corridor into an isolated urban island.    

courtesy: Minnesota Historical Society

courtesy: Minnesota Historical Societycourtesy: Minnesota Historical Society

courtesy: Borchert Map Library
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employment 

The West Midway area is the Twin Cities’ first regional 
industrial hub.  After investments by James J. Hill 
created an intermodal facility in the 1880s, the midway 
industrial area blossomed as a center for freight 
distribution.  With the arrival of the streetcar along 
University Avenue, a commercial district developed 
at major intersections such as Raymond, Fairview, 
Snelling and Lexington.  Today, freight is largely 
distributed by trucks, but most of the rail spurs 
remain. 

As shown in figure d\, other regional job centers have 
developed since the 1950s.  These include suburban 
centers such as the Bloomington Strip, Eden Prairie 
Triangle and Minnetonka corridor, all of which grew 
up around highways and interstates.  However, while 
these suburban centers can be expansive, the Midway 
industrial area has the fourth most jobs per square 
mile, after the central business districts of Minneapolis 
and Saint Paul and 3m campus in Maplewood.  The 
survival of the midway industrial area can be attributed 
largely to its central location within the Twin Cities and 
access to an extensive rail distribution system.  

These factors, combined with an increasingly educated 
workforce living in the central cities, will help to drive 
the creation of high-tech, green industries.  Recently, 
Minneapolis has invested heavily in a green jobs 
district along Kasota Avenue, just west of the study 
area.  The Westgate Station Area plan carries this 
concept into Saint Paul by proposing a green jobs 

a\ Raymond + University commercial district, home to hundreds of 
small-medium professional firms 

minnesota historical society minnesota historical society

b\ Several large industrial operations (in terms of their footprint) 
occupy the area south of Franklin.  The job density here is low.

d\  number of jobs per square mile by census tract, 2008.  source: US Census LED

minnesota historical society

| analysis: planning

A
280/i-94 study area

7,817

B
downtown minneapolis

77,985

C
downtown saint paul

52,354

D
3M headquarters + environs

7,488

E
minnetonka 

2,581

F
mall of america + environs

4,410

G
bloomington/richfield strip

6,522

H
eden prairie golden triangle

4,028

A
B

C

D

E

F

G

H

I

I
univ. of minnesota, mpls.

17,585

COMPARISON OF JOB CENTERS
jobs per square mile

c\ the Court International West building is home to 1,524 
jobs and could be a model for future redevelopment

data source: US Bureau of Labor 
Statistics
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a\  court west building, 1,524 jobs

minnesota historical society minnesota historical society

b\  light industrial/office complex developed by saint paul port authority, 750 jobs

c\ number of jobs by block.  source: US Census LED

minnesota historical society

A
B

C

D

E

F

G

H

I

c\ NUMBER OF JOBS BY INDUSTRY
NAICS  2-digit classification

B

A

0 1,000 2,000 3,000 4,000 5,000

Construction
Manufacturing

Wholesale Trade
Retail Trade

Transportation and Warehousing
Information

Finance and Insurance
Real Estate and Rental and Leasing

Professional, Scientific, and Technical Services
Management of Companies and Enterprises

Administration & Support
Educational Services

Health Care and Social Assistance
Arts, Entertainment, and Recreation
Accommodation and Food Services

Other Services
Public Administration

jobs

employment 

campus north of University Avenue and 
west of Highway 280 (figure b\).

As of 2008, the study area is home 
to jobs mainly focused in health care, 
manufacturing, and wholesale trade 
(figure c\).  Several small to medium 
professional offices operate in the 

area, amounting to just under 1,500 
jobs.  Many of these professional jobs are 
concentrated in the Court West building, 
located just west of 280 between Franklin 
and University (figure a\).  Several 1-2 
story industrial buildings developed by the 
St. Paul Port Authority house hundreds of 
jobs northwest of 280 and University (one 
example shown in figure b\). 

image source: Microsoft Bingimage source: Microsoft Bing
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housing stock
The site is surrounded by three major 
residential areas: St. Anthony Park, 
Desnoyer Park and Prospect Park.  
These are established neighborhoods 
with high quality housing stock and 
relatively low traffic levels.  Of the 
1,255 owner-occupied housing units 
in Saint Anthony Park, over 80% are 
single family dwellings.  There are 1,288 
rental households in the neighborhood, 
64% of which are medium to large 
apartment structures (6-25 units).  New 
development should transition from high 
density towards Hwy. 280 to low density 
along Emerald Street and the Prospect 
Park neighborhood.  The site is separated 
from the Desnoyer Park and Saint 
Anthony Park residential neighborhoods 
by the highway and Interstate, which 
presents an opportunity for very high 
densities (over 15 stories) between 
Franklin and Wabash along Hwy. 280.    

housing stock composition for rental properties 
(source: US Census)

minnesota historical society minnesota historical society

housing stock composition for 
owner-occupied housing (source: US Census)

minnesota historical society

| analysis: planning

1,288 rental
households

1,255 owner-occupied
households

house style.  data source: City of Saint Paul year built.  data source: City of Saint Paul
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traffic

The study area lies at the intersection of two heavily 
traveled corridors - Interstate 94 and Highway 280.  
I-94 is the primary connection between the downtowns 
of Minneapolis and Saint Paul and carries over 170,000 
average daily trips (ADT) per day (figure d\).  Highway 
280, connecting Highway 36 and I-94, has 58,000 
ADT north of University, dropping to 37,500 between 
University and I-94 (figure c\).  This indicates a 
significant loss of traffic volume to University Avenue, 
which links the north metro to the University of 
Minnesota and Midway Industrial area.  

Major local roads include Franklin and Raymond 
Avenues.  Franklin, originating in Minneapolis, carries 
6,000 ADT through  the mostly-residential Prospect 
Park neighborhood until it crosses the St. Paul border.  
From there, Franklin carries 9,100 trips due to traffic 
from Weyerhaeuser, higher density condos (Metro 
Lofts) and the Court West building (figure a\).  The 
Franklin Avenue bridge over Highway 280 is problematic 
for both drivers and pedestrians, as the intersections at 
Cromwell and Eustis regularly see accidents (figure b\).  
Raymond, with 8,700 trips, connects to the U of M’s St. 
Paul campus. 

Wabash, Pelham and Territorial are minor local roads 
that carry between 3,200 and 4,650 ADT.  Pelham and 
Wabash are used by both residents and industry, whle 
Territorial is the major trucking route between the 
Westgate and SE Minneapolis industrial areas and the 
Intermodal facility near Snelling and Pierce Butler Road.  

a\ Franklin Bridge over 280, looking west.  Residential and office 
uses in this area add at least 3,000 ADT to Franklin east of Emerald

minnesota historical society minnesota historical society

b\ Intersection of Eustis and Franklin, site of several 
auto, truck, and pedestrian accidents

c\ southbound 280, looking north towards University 
Avenue bridge

minnesota historical society

| analysis: planning
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d\ 2006 Traffic Map.  Data from 2006 was used because of the 35W bridge collapse of 2007, 
which  significantly altered typical traffic volumes for up to two years.  Source: MnDOT
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connections

When Highway 280 was built, it 
divided the South St. Anthony Park 
neighborhood into two, dividing what 
could be a continuous corridor of offices, 
park space, retail stores, housing and 
other uses.  Together with I-94, the 
freeways interrupted the urban grid of 
streets and severely limited pedestrian 
and vehicular circulation among three 
neighborhoods (figure c\).  In figure c\, 
yellow lines show major corridors that 
cross Hwy. 280, while red lines show local 
streets that have been interrupted by 
freeway infrastructure.  These present 
opportunities for reconnecting the urban 
street network.   

Historically, Myrtle Avenue forned 
the core of a single family residential 
community that grew between the 
1910s until its demolition in 1955 
(figure a\).  The area west of 280 and 
south of University Ave. was formed 
by the extension of several rail spurs 
along Wabash Avenue to support the 
production activities of Weyerhaeuser.  
If and when the company relocates, 
there may be an opportunity to connect 
new housing in this area to the quiet 
residential neighborhood of Desnoyer 
Park to the south (figure b\).

a\ Highway 280, looking north from Wabash Bridge.  Before the highway, Myrtle Avenue used 
to connect Pelham and Eustis, forming two long blocks between Franklin and Wabash.

minnesota historical society minnesota historical society

b\ Eustis Street and Interstate 94, looking west towards Emerald.  An extension of 
Emerald over I-94 would afford the Desnoyer Park neighborhood better access to LRT.

minnesota historical society

| analysis: planning

a 

b 

With the construction of Hwy. 280, the 
neighborhood lost dozens of homes 
originally built within HWS Cleveland’s 
network of winding streets and parks.  
Today, the South St. Anthony Park 
neighborhood has limited connections to 
parks, trails, and open space outside of 
its boundary with 280, University Avenue, 
railyards and the Midway Industrial Area.  

To access the river, for example, residents 
have the options of taking Pelham 
Boulevard south, or Franklin Avenue 
west to 27th Street in Minneapolis.  Both 
routes have high traffic volumes (6,000 
ADT and 4,350 ADT, respectively), and 
require bicyclists to navigate steep 
slopes.  Further, the other bridge crossings 
(Territorial, University, Franklin and 
Wabash) have very few pedestrian and 
bike amenities (figure d\, next page).  
Sidewalks are typically no wider than 5’ 
and have very few barriers to separate 
moving traffic from pedestrians.  Since 
these bridges convey a high volume of 
semi trucks, navigating this area can be 
dangerous.

The Midtown Greenway is a highly 
successful rail-to-trail conversion project 
that connects the Mississippi River in 
Minneapolis to Uptown and beyond.  Since 
2009, St. Paul Smart Trips, a bike and c\ connections diagram

franklin avenue

university avenue

em
erald street

territorial road

raym
ond avenue

highw
ay 280

I-94

pelham
 boulevard
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a\ view towards future location of westgate platforms, 
showing superblocks and limited connectivity

d\ Eustis Street and Interstate 94, looking west towards Emerald.  An extension of 
Emerald over I-94 would afford the Desnoyer Park neighborhood better access to LRT.

connections

transit advocacy group, has facilitated 
conversations about extending the 
Greenway into St. Paul (figure d\, 
thick orange line).  If completed, the 
St. Paul Greenway would  cross the 
Mississippi and run along a rail corridor 
that passes near the south end of 
the study area.  However, the St. Paul 
Greenway alignment would not be directly 
connected to the study area due to grade 
differential and Interstate 94 to the north 
(figure b\).  A span may be necessary to 
connect bicyclists and pedestrians to this 
system.

The Intercampus Transitway is a bus 
and bike route that connects the 
Minneapolis and St. Paul campuses 
of the University of Minnesota (figure 
d\, thick blue line).  From South St. 
Anthony Park, the trail is accessible by 
street connections at Westgate Drive 
and Manvel Street.  However, much like 
the St. Paul Greenway, accessing this 
system is difficult for pedestrians and 
bicyclists who may live and or work within 
the study area.  South of the Westgate 
station, one must cross University 
Avenue and bike one block west to Berry, 
proceed one block north, one block east, 
and then north to the Westgate Drive 
connection (figure a\).  The Manvel 
connection is even less direct and is down 

westgate 
drive access manvel 

street access

proposed st. paul greenway

a steep slope from the nearest on-
street path along Raymond.  Since the 
on-street bike lanes will be eliminated 
from University Avenue when light rail 
transit is completed in 2014, it will be 
imperative to connect the Raymond 
and Westgate station areas along 
new, parallel routes.  

Saint Paul has long sought to 
complete its “grand rounds” system of 
parkways and trails.  To date, only the 
Mississippi River Boulevard has been 
completed.  The Grand Rounds master 
plan calls for a loop that would connect 
Johnson Parkway on the East Side 
with the River Boulevard along Como, 
Phalen, and Wheelock Parkways.  An 
on-street connection through the 
study area is proposed along Raymond 
Street (figure c\).  The City has 
recently received funding to add bike 
lanes and trees to Raymond Avenue 
through St. Anthony Park, which will 
effectively implement part of the plan.  
However, a gap between the Raymond 
and Westgate station areas and 
Mississippi River will remain, 

westgate 
station

raymond
station

b\ proposed location of St. Paul Greenway along rail bed; view 
from Pelham avenue bridge crossing over Interstate 94

b 

a 

c\ location of proposed St. Paul Grand 
Rounds link through St. Anthony Park

courtesy: st. paul parks + 
recreation vision plan
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a\ view towards Franklin/Cromwell intersection, site of 45 
accidents over a 3-year period

a\ Eustis/Franklin ; b\ Cromwell/Franklin ; c\ Cromwell/University ; d\ Pelham/Franklin

crash rates

The intersections on and around the 
Franklin and University Avenue bridges 
are not only unsightly, they are also 
unsafe.  Over a 3-year period, 56 accidents 
occured at 3 intersections on the Franklin 
Avenue Bridge, which is significantly 
higher than many corridors with the same 
traffic volume.  The Franklin/Cromwell 
intersection is especially dangerous, 
with 45 accidents.  This is due to the 
fact that the intersection terminates the 
northbound Hwy. 280 offramp.  Many 
drivers approach the intersection at 
speeds in excess of 40 miles per hour 
and attempt to cross the intersection 
during red lights, causing dangerous 
t-bone crashes.  In fact 30/45 accidents 
are t-bone crashes at this intersection.  
Fortunately, there has been only 1 
pedestrian/vehicle crash over a 3-year 
period.    

b\ onramp to eastbound I-94, a difficult turn to navigate for 
many tracks

a 

source: City of Saint Paul

b c d 

franklin/eustis
8/2007-8/2010: 10 accidents

franklin/280
8/2007-8/2010: 1 accident

franklin/cromwell
8/2007-8/2008: 16 accidents
8/2008-8/2009: 20 accidents
8/2009-8/2010: 9 accidents

3-year total: 45 accidents

franklin/pelham
8/2007-8/2010: 11 accidents

franklin/university 
8/2007-8/2010: 5 accidents

e 

a 

b 

c 

d 

e 
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pre-settlement vegetation

Prior to settlement by Europeans, 
Minnesota was dominated by the open 
prairies and oak savanna communities 
to the west and south.  Today, less 
than 1/2% of Minnesota’s land cover 
is comprised of oak savanna.  The 
Mississippi River, carved over thousands 
of years by glacial waters, created 
ideal habitats for the oak savanna and 
floodplain forest plant communities.  
As shown in figure d\, these plant 
communities were most dominant in and 
around the study area.  

Oak savanna is a landscape dominated by 
rolling hills, fields of prairie grasses and 
mature oak trees (figure b\).  The rolling 
hills remain to this day in St. Anthony 
Park (figure a\).  Historically, fires would 
destroy vast sections of prairie, leaving 
the occasional oak tree unscathed due 
to its thick, impenetrable bark.  The wide 
open prairie encouraged the growth of 
dry, sun-tolerant grasses and flowers.  In 
Minnesota, this landscape is most often 
found along the Mississippi River bluffs.

The floodplain forest is characterized by 
wet soils, open water, and dense stands 
of large trees such as silver maple, 
cottonwood and willow (figure c\).The 

a\ picture of area north of Langford Park, showing oak savanna 
pre-settlement vegetation, 1880s

minnesota historical society

| analysis: site
b\ example of oak savanna landscape (oak openings and 

barrens), showing prairie grasses and bur oak trees
c\ picture of Mississippi River floodplain, a floodplain 

forest (river bottom forest) plant community

d\ location of presettlement plant communities in and around site.  Source: MnDNR

floodplain is constantly altered by 
changes in water levels.  Due to the 
massive tree canopy and hydric soils, 
groundcover is limited to a few species 
such as riverbank grape, and virginia 
wild rye.  The floodplain forest, with 
its dense tree cover, hydric soils, dark 
understory and limited ground cover 
stands in stark contrast to the dry, 
sunny oak savanna  that contains  
hundreds of plant species.  
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topography + stormwater flows

At 164 feet (with the River as datum), the trench 
that forms Highway 280 and Interstate 94 is the 
lowest land for almost 1 mile.  This trench is directly 
connected to the River, since i-94 cuts through the 
natural slope between Tower Hill in Prospect Park 
and into the Mississippi.  This dramatic change in 
elevation is significant, since the 280/i94 basin acts 
as a stormwater repository.  The stormwater water 
collected in this repository, if of a significant volume, is 
discharged directly into the River (figure e\).

Within the study area, the difference in elevation is at 
maximum 30’.  This difference is most pronounced by 
observing Hwy. 280 from the Franklin Avenue bridge 
(figure c\).  Underneath the bridge, a planted mound 
of earth more than 25’ tall supports the structure at its 
center.  This elevation change can also be seen north 
of i-94 and west of Hwy. 280, where a 12-15’ ridge 
parallels the Interstate.  

To the east and west of the Franklin Bridge, gradual 
slopes frame Hwy. 280 for 2 blocks (figure a\).  This 
provides an excellent opportunity for land bridges, 
since no significant excavation will be necessary in 
order to provide adequate clearance for cars, parking 
garages or other structures below.  The slopes also 
provide the opportunity to build walk-out structures 
for parking garages that will serve condominiums 
and office buildings.  Walk-out structures reduce the 
amount of excavation necessary and reduces the cost 
of construction.

a\ Franklin Avenue slopes towards 280 from the east and west

minnesota historical society

| analysis: site
b\ a steep ridge forms the southern and of the study area west 

of 280, just north of i-94
c\ Other than the Mississippi River floodplain, Hwy. 280 is 

the lowest landmass for several miles

d\ relief map

franklin avenue

pelham
 boulevard

em
erald street

university avenue

a 

b 

c 
franklin avenue

pelham
 boulevard

em
erald street

university avenue

e\ slope map indicating general direction of stormwater flow
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bedrock geology

The site is comprised of two major bedrock 
formations (figure c\).  Decorah shale, formed 
between 488 million and 443 million years ago 
during the middle ordovician period, is a light-
greenish grey formation unique to the Twin 
Cities area (figure b\).  The ordovician period 
flourished with flora and fauna, much of which 
can be seen in several large outcroppings in 
Minneapolis and Saint Paul.  These outcroppings 
are popular with fossil collectors.  In the study 
area, decorah shale roughly occupies the area 
west of Hwy. 280 and south of University 
Avenue.  

The Platteville-Glenwood formation also formed 
during the middle ordovician period, but the 
formation is vastly different.  In contrast to the 
green-grey color of shale, limestone is known 
for its amber-white color (figure a\).  Limestone 
is comprised largely of sediments from marine 
organisms, particularly coral.  The formation 
is difficult to erode, but since it often sits 
above shale in exposed outcroppings, it has 
greater exposure to surface water.  As a result, 
limestone in situ often has a jagged quality.  
The Platteville-Glenwood formation is also 
unique to Minnesota; most of the bluffs along 
the Mississippi River are made of limestone.  
This formwation is found roughly east of Hwy. 
280 and north of University Avenue.   

a\ Platteville-Glenwood limestone outcropping in 
Minneapolis

minnesota historical society

| analysis: site
b\ four formations are shown here in a picture taken below the 

Wabasha Street bridge in Saint Paul

c\ bedrock geology of study area.  Source: MnDNR data deli

< Decorah Shale

< Plattville Limestone

< Glenwood Shale

< St. Peter Sandstone
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overview

The study area features a wide variety 
of land uses, building types and street 
infrastructure.  This is due to the 
site’s complex industrial, residential 
and commercial development history 
described in the previous section.  In order 
to find architectural coherence within 
the site, four major character zones 
have been identified and profiled (figure 
a\).  Each zone includes an analysis of 
land use types, building massing (figure 
ground), architectural character, street 
infrastructure, and the character of 
Highway 280.  

| character zones

a\ location of character zones throughout study area

a

b

c

d

e

e
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land use

Emerald Street is the dividing line 
between Minneapolis and Saint Paul, 
with the largely residential Prospect Park 
neighborhood to the west (image b\).  At 
Franklin and Emerald, the Weyerhaeuser 
Company owns a large warehouse and 
L-shaped parcel that occupies at least 
1/3 of the character zone (image a\).  If/
when the company is prepared to sell, a 
significant portion of the development 
plan could be built.  Along Interstate 94, 
single-story light industrial businesses 
include a mini-storage company and 
Reser’s, a national food products 
corporation.  

| character zone: a

commercial industrial low density residential med. density res. high density res.

a b 

c 

a 

b 

c 

franklin avenue

pelham
 boulevard

em
erald street

highw
ay 280

wabash  avenue



23saint anthony deck\park

280 frontage

| character zone: a

a 

b 

c 

a 

a 

b 

c 

b 
w

abash  avenue

wab
as

h  a
ve

nue

franklin ave

eustis street

cromwell street
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land use

With the Metro Lofts and Berry Place 
Apartments, this area has seen transit 
oriented development over the past five 
years.  Both residential complexes serve 
as an excellent model for redevelopment 
south of Franklin along Emerald Street.  
4-5 story structures frame the outside 
of the development, while interior 
plazas and courtyards offer places to 
socialize or relax.  All residential parking 
is underground, but the residential areas 
provide ample on-street parking for 
guests and deliveries.  

Curfew Street terminates in the future 
Westgate station, which makes it a 
vital link between future residential 
development and the Central Corridor.  
The Court International building, a 
large office structure at Eustis between 
University and Franklin, provides jobs 
to over 1,000 workers and generates a 
significant parking demand.  In addition 
to a two-story ramp between Franklin 
and University, owners have built an 
additional two story parking structure and 
lot to the south.  This parking will have to 
be consolidated in a district ramp if/when 
redevelopment occurs.    

| character zone: b

commercial

industrial

low density residential

med. density res.

high density res.

a 

b 

c 
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280 frontage

| character zones: b
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land use

Over the past 10 years, the Saint Paul 
Port Authority has turned this character 
zone into a 1-2 story light industrial 
park.  Westgate Drive is lined by several 
companies that provide over 750 jobs.  
The Westgate Station Area plan, taking 
into account adjacent investment by the 
University in a Minneapolis research park, 
proposes a Saint Paul research cluster 
along Hwy. 280 in this character zone.  

Access to the University of Minnesota 
Transitway is provided via Westgate 
Drive.  This is a bus route exclusively for 
UMN shuttles between the Minneapolis 
and Saint Paul campuses.  The corridor 
also features an off-street bicycle trail 
that links the two campuses.   

| character zone: c

commercial

industrial

low density residential

med. density res.

high density res.

a 

b 

c 
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280 frontage

| character zones: c

c 

univ
ers

ity
 a

venue

terri
to

ria
l ro

ad

eustis street

westgate drive

umn transitway + trail

b 

b 



28saint anthony deck\park

land use

This character zone is anchored by the 
University/Raymond intersection.  With 
several historic office and retail buildings, 
this area comprises the Raymond 
Historic District, an official designation 
within the City of Saint Paul.  Several 
buildings, including the Carlton Artist 
Lofts, Lyric, Dow Building, and Chittenden 
& Eastman building are home to artist 
studios and galleries, making this district 
an important arts cluster.  The Saint 
Anthony Park neighborhood is committed 
to making the area a center for the arts.  

Medium-heavy industrial activities can 
be found one to two blocks south of 
University.  Rock-Tenn, which operates a 
steam-generating incinerator, is located 
here.  Other industrial uses include 
a research facility, warehousing and 
trucking services.  

| character zone: d

commercial

industrial

low density residential

med. density res.

high density res.

a 
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280 frontage

| character zones: d

a 

c 

a 

a 

terri
to

ria
l ro

ad

cromwell road

b 

b 

raymond avenue

universi
ty avenue

pelham boulevard

fr
an

kl
in

 a
ve

nu
e

eustis street



30saint anthony deck\park

land use

This character zone is actually comprised 
of two neighborhoods - Desnoyer Park 
and Saint Anthony Park.  While the Saint 
Anthony Park neighborhood is more 
historic, both feature sizable parks and 
quiet, tree-lined streets.  It is important 
to the residents of these neighborhoods 
that any new development within 
the study area not negatively affect 
this character.  However, as these 
neighborhoods are almost entirely cut off 
from the rest of the city by the highway, 
freeway, rail yards and the Midway 
Industrial District, essential connections 
should be made so residents will have 
access to new station area amenities.  

| character zone: e

commercial

industrial

low density residential

med. density res.

high density res.

a 

b 
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cromwell avenue

territorial road

eustis street

280 frontage

| character zones: e
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| public engagement
On April 1st, 2010, I convened a workshop 
to discuss a proposed development 
plan and issues regarding the location 
and programming of potential land 
bridges.  In order to ensure a productive 
workshop, the Westgate and Raymond 
station area plans were introduced as the 
basis for redevelopment (figure a\).  The 
development plan, taking into account the 
station area plans, called for a dramatic 
30-year redevelopment of the area east of 
Emerald Street, south of Franklin, west of 
Pelham and north of Interstate 94.  Three 
groups, each tasked with a different section 
of the study, area, had a chance to review 
and discuss the plan following a short 
presentation (figure b\).

Participants were comprised of residents 
and neighborhood representatives from St. 
Anthony Park, Prospect Park and Desnoyer 
Park.  While the area of change in this 
study falls completely within St. Anthony 
Park, Propsect Park to the west will be 
affected by new development, while there 
is potential to connect Desnoyer Park to 
the Westgate station area through land 
bridges.  

After discussing the development plan 
shown at right, particpants were asked 
to evaluate the concept in terms of its 
strengths, weaknesses, and threats.  

workshop summary
programming workshop: transit oriented 
development and public space
april 1, 2010, 7:00-9:o0 pm

agenda
7:00
welcome
+ Introduce study area

7:05
framing the discussion

7:05-7:10
+ Westgate and Raymond Station Area Plans

7:10-7:20
+ Circulation, Open Space and Development Plan

7:20
introduce design process

7:25
design teams

1) Discuss Issues and opportunities presented by development plan in terms of 
circulation and building types

2) Discuss types of parks & open space needed for existing and new residents 
based on development plan, Parks & Recreation Vision and Station Area Plans

3) Create connections over 280/94 using bridge templates

4) Site facilities and open space using cut-outs

8:40
design team presentations (5 min. each)
+ review team discussion and present design ideas

8:55
wrap up
+ review common themes from each group
+ next steps

a 

b 

c 
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| public engagement
Participants were also asked to 
identify opportunities presented by 
the development plan for constructing 
a network of land bridges (figure a\).  
Each group, facilitated by a planning 
and design professional, devised a 
SWOT analysis for their study area and 
presented to the group for discussion.   

Although each team was assigned a 
different section of the development 
plan, 6 major themes arose from the 
SWOT analysis, shown at right.  In 
general, participants supported the 
idea of connecting new development 
to existing neighborhoods, but had 
concerns about additional traffic and 
accessibility.  New office development 
would increase congestion along Eustis, 
Franklin and Pelham and could spill 
into residential areas.  An additional 
exit south of Franklin was suggested to 
relieve congestion during the morning 
and afternoon commute.  Participants 
also suggested the use of district, or 
consolidated parking in order to reduce 
congestion.  

Safety is a major concern.  Many cited 
the unsafe conditions for pedestrians 
and bicyclists along Franklin, Pelham and 
University Avenue.  University Avenue is 
also highly inaccessible for residents of 
the Desnoyer Park and St. Anthony Park 
neighborhoods.  

In the development plan, several office 
buildings line Hwy. 280.  Participants 
recommended that density be clustered 
near Franklin and 280 for greater 
accessibility by commuters.  Some 
suggested that the plan could provide 
a better transition from high density 
office to low density residential to avoid 
conflict. 

Most participants would like to see 
one contiguous deck along 280, with 
smaller parks along Emerald Street for 
use by Prospect Park and Desnoyer Park 
residents.  The Desnoyer Park team liked 
the idea of an Emerald Street bridge, but 
some were unsure about allowing autos 
to cross.  Many thought it was important 
to make connections to the River 
and proposed St. Paul Greenway, but 
suggested using bollards or wonerfs to 
guide traffic west to the River Boulevard.

land use/density

S repurposes underutilized industrial land

S concentrates office east of 280

S higher density at highway exits

T plan could cluster more tall buildings near 
franklin/university

T
tall buildings could create traffic problems; 
transition building heights into low-density 
residential neighborhoods

accessibility

W sidewalks are disconnected south of I-94

W territorial/St. Anthony Park residential is cur-
rently disconnected from university and franklin

T plan could cluster more tall buildings near 
franklin/university

T
tall buildings should be sited closer to Franklin/
University onramps and LRT 

O connection to St. Paul Greenway, Desnoyer

O bike/pedestrian friendly streets

O one large deck from territorial to wabash

safety

W university, franklin, pelham are unsafe for 
pedestrians

W lighting is poor into Desnoyer Park

traffic

W proposed franklin roundabout could be prob-
lematic for pedestrians

T increased car traffic along pelham could compli-
cate efforts to make street bike/ped friendly

T
new bridge at emerald could introduce traffic 
into desnoyer park if open to autos

T
limited access to new office development by 
commuters could increase congestion

parking

O district parking needed for new office space

open space

T keep active recreation away from residents

O one wide bridge between Univ. and Wabash

O provide more open space along Emerald for 
Prospect Park residents

suggested park programming: athletic fields, dog park, 
farmers’ market, passive park, performance space, public art

a 

                  desnoyer park neighborhood

design team C
study area
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schematic development plan used in 
workshop
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figure b\ urban design concepts proposed in westgate station area plan

| station area plans
westgate station area plan

Development Projections
The Westgate station area plan forecasts 
a significant amount of redevelopment 
over the next 30 years (figure a\).  Most 
of the office development is expected 
to occurr along Hwy. 280, forming a 
corporate campus (figure b\).  With such 
a large amount of office space, a hotel 
would be possible.  

Currently, the University is exploring the 
possibility of expanding its biotechnology 
campus eastward, which could be 
come a “technology common” [E].  The 
“Berry Street neighborhood” would be 
a mid-rise extension of the Metro Lofts 
development north of Franklin.

Over 2,400 units of housing have been 
forecast for the Westgate station area.  
About 20% would be owner-occupied, 
while the vast majority would be rental 
properties.   

Circulation + Open Space
The plan calls for enhancements to 
Franklin and Wabash avenues in order 
to expand the bike system (figure c\).  
A north-south bike route and street 
extension is proposed for Curfew, which 
would link Wabash with the UMN 
Transitway.  In its urban design concepts, 

the plan also proposes a substatial greening 
of Hwy. 280 in order to make commercial 
and residential development more attractive.  
All bridges within the study area have 
been highlighted as candidates for wider 
sidewalks and other pedestrian amenities.  A 
large central park is proposed for this new 
community, as shown in figure b\.  

B

C

D

E
F

A

A Corporate Address 
along Eaustis

Strengthening Franklin 
Avenue

Berry Street 
Neighborhood

Greening 280

Curfew Common

Curfew Street Exension

EUniversity 
Technology Common

WESTGATE 
STATION >

 westgate station area plan market forecasts

Pre-
Construction

2008-2009

Duing 
Construction

Early 
Operation 

(2015-2020)

Mature 
Operation 
2020-2030

Total Market 
Forecast 2030

Residential: Rent 150+ 150-250 400-500 800-1,000 1,500,1,900

Residential: 
Own

0 50-150 100-150 150-250 300-500

Office Space 
(square feet)

0 100,000 200,000 400,000 700,000

Retail Space
(square feet)

0 15,000 15,000 30,000 60,000

Early Operation 
(2015-2020)

0 x x x preserve/
redevelop

Early Operation 
(2015-2020)

0 150 x x 150

The station area plan identifies the Weyerhaeuser site as an opportunity to develop  
the “Berry Street Neighborhood” [A].  

figure a\ westgate station area development forecasts

figure c\ circulation and open space concepts
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figure b\ urban design concepts proposed in raymond station area plan

| station area plans

raymond station area plan

Development Projections
The Raymond Station Area Plan forecasts 
up to 600 housing units by 2030, which 
is significantly less than the Westgate 
area.  Most of this residential is 
exepected to develop north of the station 
platform {C] in figure b\.  However, up 
to 950,000 sq. feet of new office space 
may develop along Hwy. 280, forming 
a new employment district [B].  This is 
more than the expected 700,000 sq. 
feet of office proposed in the Westgate 
plan.  With the Raymond historic district 
nearby, the plan also calls for 60,000 sq. 
feet of additional retail that would likely 
develop along the Franklin corridor and in 
new mixed-use buildings near the station 
platform.  In terms of massing, the office 
campus would be larger (point towers up 
to 15 stories in height), while new mixed 
use retail/office buildings along Franklin 
and University would be mid-rise (5-7 
stories).     

Circulation + Open Space
A new open space is proposed for 
the office campus that will serve as a 
focal point and new gathering space 
for workers.  This open space would 
be connected to the Raymond station 
platform through a pocket park and 

new street, which is an extension of Carlton 
Street south of Myrtle.  Myrtle Street, one 
block south of University, could become a 
parallel bike route that ultimately connects 
to the proposed St. Paul Greenway (figure 
c\).  There is a slight disconnect at Raymond, 
but Myrtle continues for an additional long 
block between Raymond and Pelham.  As a 
result, Myrtle could become an important bike 
and pedestrian connection that would be less 
heavily trafficked than the bridges at Franklin 
and Wabash.  

North of University, the plan calls for a second 
on-street, parallel route along Territorial 
Road.  The Territorial on-street path would 
make important connections to Raymond 
Avenue (currently a bike boulevard), the UMN 
Transitway (west), and a potential connection 
to the Hamline-Midway neighborhood through 
the Midway Industrial Area (east).   

B
C

D

E

A

Myrtle Hinge
Park

Mid-high rise 
residential

Wabash
Common

Raymond Historic 
district

Employment District

RAYMOND 
STATION>

 raymond station area plan market forecasts

Pre-
Construction

2008-2009

Duing 
Construction

Early 
Operation 

(2015-2020)

Mature 
Operation 
2020-2030

Total Market 
Forecast 2030

Residential: Rent 170 130-280 150 450-600

Residential: 
Own

0 0 100-200 150-300 250-500

Office Space 
(square feet)

0 100,000 300,000 550,000 950,000

Retail Space
(square feet)

0 5,000 15,000 40,000 60,000

Early Operation 
(2015-2020)

0 x x x preserve/
redevelop

Early Operation 
(2015-2020)

0 x x x 0

figure a\ raymond station area development forecasts

figure c\ circulation and open space concepts
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| station area plans

comparison with other station 
areas

Relative to five other stations on the 
Central Corridor, the Westgate and 
Raymond station areas represent a 
large amount of new development.  
Taken together, the two station areas 
comprise 50% of all new projected 
office development and 46% of all new 
owner-occupied and rental housing.  The 
additonal stations at Hamline, Victoria 
and Western were not included in this 
study, but do not significantly alter the 
results.  A new 300,000 sq. foot retail 
district is proposed for the Snelling 
Station Area and over 800,000 square 
feet of new, mostly Capitol-related office 
space has been forecasted for Rice.  

source: Central Corridor Station Area Plans, Urban Strategies,, Inc.
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| local plans
st. paul parks/recreation vision 
plan

In 2008, the Saint Paul Dept. of Parks 
& Recreation completed their 30 year 
vision plan.  The plan outlines strategic 
investments, programming changes 
for the park system, new facilities and 
infrastructure, and funding sources.  The 
Department, along with Public Works and 
Planning and Economic Development, 
will be instrumental in guiding the 
development of a deck park and 
managing its operation.  While the plan 
covers a range of topics, programming 
and completion of the Grand Rounds will 
be covered here.  

Programming
The plan lists 11 park “classifications” 
to guide the visioning and development 
of new park space.  A full description of 
all 11 classifications is provided in the 
Appendix.  They are as follows

\ mini park
\ neighborhood park
\ recreation center
\ active lifestyle center
\ passive park
\ community park
\ special use park
\ urban park
\ regional park

\other property
\ parkways

Classifications in bold indicate potential 
programmatic opportunities for the deck 
park.  Passive parks, which can vary in size, 
are open spaces for strolling, picknicking or 
observing nature and do not feature intensive 
recreation.  Community parks are at least 
10 acres and can include heavy recreation, 
gathering spaces, recreation centers.  Located 
near high traffic areas, examples in St. Paul 
include Merriam Park and the South St. 
Anthony Park Recreation Center (no longer a 
part of the park system).  

Urban parks are currently located in the 
downtown area and are used primarily for 
social interaction.  They include several spaces 
for sitting and gathering.  Facilities could 
include amphitheaters, benches, council rings, 
band shells, plazas and lawn areas.  

Saint Paul Grand Rounds
HWS Cleveland, who designed the 
Minneapolis Park System, also developed 
a plan for Saint Paul.  While the plan has 
yet to be fully realized, the City did invest in 
parkways such as Mississippi River Boulevard, 
Johnson Parkway, Wheelock Parkway, and 
Summit Avenue.  The Vision Plan proposes 
to fully implement the Grand Rounds plan 
through investment in several strategic 
links.  One important link is through the Saint 

figure a\ proposed alignment of the Saint 
Paul Grand Rounds system

source: City of Saint Paul Dept. of Parks & 
Recreation

Anthony Park neighborhood, which will be 
difficult due to the existence of a railyard, 
Highway 280, Interstate 94, and industrial 
development.  While an off-street route is 
preferred, an on-street route using existing 
thoroughfares (Raymond Avenue and Pelham 
Road) is proposed for the study area.  

In the Vision Plan, the City has outlined three 
major initiatives that will implement the 
Grand Rounds plan:

INITIATIVE 1: build the Grand Rounds parkway

INITIATIVE 2: connect the Saint Paul and 
Minneapolis Grand Rounds together:

INITIATIVE 3: locate a new high quality park and 
recreation space/facility near the proposed Central 
Corridor LRT line

Given the infrastructure barries within the 
study area, it may be difficult to connect 
the Twin Cities’ systems.  Raymond Avenue 
is relatively narrow through Saint Anthony 
Park and carries 8,700 daily vehicles north 
of University Avenue.  A connection to 
Minneapolis’ system is proposed along 
the UMN Transitway, but the Miss. River 
boulevard conection along Pelham may not 
be ideal due to steep topography and traffic.  
Initiative 3, which proposes a landmark 
park for the Central Corridor, presents an 
opportunity to address these issues with a 
deck park.    

saint anthony park 
neighborhood plan, 2005

The neighborhood plan, adopted by the 
City, is the framework for redevelopment, 
investments in infrastructure goals and 
policy objectives for St. Anthony Park.  
The plan acknowledges the fragmented 
character of South St. Anthony Park and 
proposes several initiatives, including:

T2f. Add a green pedestrian plaza over 
Highway 280 between University and Franklin 
Avenues to improve visual and pedestrian 
connections to/from Court International and 
the residential areas in the southwest portion 
of District 12. 

T2g. Create “Green Gateway” infrastructure 
between University Avenue. and Territorial 
Road within the Highway 280 corridor to 
reduce the impact (noise, air and visual 
pollution) of the freeway. Green infrastructure 
to include building structures in areas not used 
for freeway traffic lanes, shoulders and ramps 
to support landscaping at street level. Green 
infrastructure will serve as a green gateway 
companion to the University-Franklin Plaza 
(T2e.) 

Together, the pedestrian plaza and 
“green gateway” would address the 
neighborhood’s persistent problems 
with noise, connectivity and traffic, 
and capitalize on the proposed Central 
Corridor LRT project.  Additional excerpts 
from the plan are included in the 
Appendix.     
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land use/density

O repurpose underutilized industrial land

O concentrate office east of 280

O higher density at highway exits

I plan could cluster more tall buildings near 
franklin/university

I
tall buildings could create traffic problems; 
transition building heights into low-density 
residential neighborhoods

accessibility

I sidewalks are disconnected south of I-94

I territorial/St. Anthony Park residential is cur-
rently disconnected from university and franklin

I plan could cluster more tall buildings near 
franklin/university

I tall buildings should be sited closer to Franklin/
University onramps and LRT 

O connection to St. Paul Greenway, Desnoyer

O bike/pedestrian friendly streets

O one large deck from territorial to wabash

safety

I university, franklin, pelham are unsafe for 
pedestrians

I lighting is poor into Desnoyer Park

traffic

I proposed franklin roundabout could be prob-
lematic for pedestrians

I increased car traffic along pelham could compli-
cate efforts to make street bike/ped friendly

I new bridge at emerald could introduce traffic 
into desnoyer park if open to autos

I
limited access to new office development by 
commuters could increase congestion

parking

O district parking needed for new office space

open space

I keep active recreation away from residents

O one wide bridge between Univ. and Wabash

O provide more open space along Emerald for 
Prospect Park residents

| issues/opportunities summary: taken from planning/site analysis, public engagement, character zones and local plans

planning/site analysis public engagement character zones local plans

land use/density

O build on diverse rental housing stock, 
preserve single-family homes

accessibility

I 280 interrupts urban grid at several roads

O existing and proposed greenway projects: 
SP Greenway, UMN Transitway, on-street 
paths along Franklin, Pelham

safety

I high number of pedestrian/vehicle, ve-
hicle/vehicle accidents near Hwy. 280

traffic

I elevated traffic levels along Franklin 
(9,100 ADT), Hwy. 280 (37,000-58,000 
ADT), and University (23,700)

design

O oak savanna and floodplain forest pre-
settlement plant communities

O topographic connection to River; Hwy. 
280 is conduit for stormwater from site 
to River

O decorah shale, platteville/glenwood bed-
rock formations bisect site along Hwy. 280

history

O HWS Cleveland plan for St. Anthony Park 
included curvilinear streets, rolling topog-
raphy, iconic vistas

O north-south block pattern in study area 
an extension of Minneapolis, existence of 
rail spurs

economy

O study area is 4th largest employment 
hub in region; health care, professional 
services, manufacturing dominate

land use/density

I preserve pockets of single family residential 
[A, E]

O expansion of mid-residential development to 
south [B, A]

O Court International building precedent for 
future office buildings

O expand research, light industrial, manufacturing 
capabilities in high density buildings [C]

O
raymond historic district is strong; add resi-
dential to support continued development of 
retail [A]

accessibility

O Hwy. 280 crossing along Myrtle would complete 
urban grid

I currently no pedestrian/bike connection 
between territorial and university

O increase neighborhood connections (So. St. 
Anthony Park, Desnoyer Park) to new park 
space, retail, LRT

O one large deck from territorial to wabash

parking

I
raymond is a critical parking area; Triangle 
building will have no on- or off-street parking, 
future employment campuses will require 
district parking

land use/density

O high-density employment campus pro-
posed for either side of Hwy. 280

I
significant residential development pro-
posed for westgate station area; noise/
air pollution mitigation from Hwy. 280 
required

O vertically mix residential and office uses

accessibility

O myrtle and territorial proposed to become 
parallel bike routes

O grand rounds missing link proposed 
through study area; opportunity to lever-
age investments for deck park 

O st. anthony park neighborhood plan calls 
for deck park between university and 
franklin

open space

O signature park spaces proposed for 
Westgate and Raymond employment 
campuses in station area plan

O several programmatic opportunities ac-
cording to vision plan; city desires to build 
signature park near CCLRT

I air and noise pollution issues caused by 
Hwy. 280 could hamper development 
proposed in plan
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a bridge of a different scale 

Nine land bridge projects have been 
identified from the United States, 
Canada and Europe.  The projects range 
in scale and type from a small, enhanced 
pedestrian walkway that is no more 
than 25’ wide, to a 300’ wide, mile long 
bridge that can accommodate buildings, 
recreational fields and stormwater 
mitigation devices.  For purposes of 
comparison, costs have been adjusted for 
inflation to 2010.  The diagrammed maps 
show land bridge footprints (in orange), 
all of which have been drawn at the same 
scale.    Detailed cost information about 
the Hudson Yards redevelopment project 
and Hollywood Cap Park is presented later 
in this section.

SMALL SCALE:
Glorified pedestrian bridges

Södra Länken, Stockholm

Södra Länken is Sweden’s largest 
highway project in decades.  The highway 
winds through miles of tunnels, a nature 
preserve and new urban districts as it 
makes its way to relatively sparsely-
populated suburbs.  In order to mitigate 
the damaging effects of the new 
highway, Stockholm has built land bridges 

| precedents
that connect a new urban residential 
district to a preserve at the southeast 
corner of the city.  The land bridges are no 
longer than 400’ feet long and no wider 
than 75’, just enough for pedestrians and 
some wildlife to perceive a buffer from 
the highway below.  By incorporating 
stone, vegetation and varied topography, 
designers have created two seamless 
connections over an 8-lane highway within 
a relatively small footprint.      

SMALL-MEDIUM SCALE:
A hybrid of pedestrian bridges and small 
decks

Freeway Park, Seattle

Seattle Freeway Park, built in 1976, is 
believed by many to be the first land 
bridge constructed in the United States.  
The project combines smaller pedestrian 
bridges with large decks.  From most 
vantages, the park appears as though 
it completely covers the freeway, when 
in fact there is only one complete span.  
The park includes significant engineering 
in order to support the growth of lush 
vegetation, which adds to the illusion.  
Seattle Freeway Park was built in 
conjunction with the convention center, 
which added additional streams of funding 
to the project.    
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MEDIUM SCALE:
Several contiguous blocks

I-35 Extension, Duluth

When I-35 was proposed to extend 
directly to Duluth’s historic downtown 
and lakefront, the City successfully 
argued for mitigation measures  to 
control noise pollution, maintain views 
of Lake Superior and enhance pedestrian 
and bicycle connections to the Harbor.  At 
a cost of $233 million in 1992 and with 
significant funding from  the FHA, 13 
blocks were added to the eastern side 
of downtown through the construction 
of decks over Interstate 35.  With the 
new decks, Duluth built a rose garden, 
extensive Lakewalk trail system, and a 
2.5 acre central park (City of Sacramento).  
Additionally, according to research by 
the City of Sacramento, the land bridge 
project spurred $900 million worth of 
redevelopment in downtown and doubled 
the value of adjacent properties.   
  
Mercer Island, Washington

Mercer Island, a relatively wealthy 
community east of Seattle, is home 
to the 28-acre Mercer Island Lid Park.  
Built in 1985 at a cost of $185 million, 

the park includes several recreational 
facilities such as baseball fields, soccer 
fields, tennis and basketball courts and 
open space.  Like Duluth, the land bridge 
was built as a mitigation measure to 
preserve views of and access to the city’s 
extensive waterfront.  Mercer Island’s 
substantial per-capita cost - $1,312/
square foot, is largely attributed to high 
land values and heavy use of retaining 
wall structures.  

Margaret T. Hance Deckpark, Phoenix

The Hance deckpark was developed 
in 1990 to maintain a link between 
downtown Phoenix and neighborhoods 
to the south.  Planning for the deckpark 
lasted over 30 years as residents objected 
to the 11-mile section that, if built, would 
have demolished historic districts and 
isolated downtown residents.  This 
project also introduced a new engineering 
technique - the cast-in-place post 
tensioned multicell box girder”  - which 
can bear the heavy loads associated with 
modern land bridge projects (Warne, 40).  
Because of this technique, the cost of the 
bridge was only $83/square foot in 1990.

LARGE SCALE:
Over 1/2-mile in length
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Hollywood Freeway Cap Park, Los 
Angeles, unbuilt
 
In a feasibility study for the Hollywood 
Cap Park in Los Angeles, for example, 
the planning firm EDAW estimated that 
such a structure would cost close to $1 
billion per mile.  That cost is made slightly 
more manageable when compared 
to the potential revenues from new 
development along land bridge projects.  
The Hollywood Cap Park feasibility study 
estimates that over 50% of properties 
near one section of the focus area are 
valued at over $3 million per acre, a 
tipping point for land bridge feasibility.  
The study also concluded that given the 
cost of land in Los Angeles, it is actually 
less expensive to build over or near a 
highway as opposed to redeveloping 
traditional properties.

bridges and private development: 
the emerging approach to land 
bridges

Hudson Yards Redevelopment
New York, New York

Overview
Hudson Yards is the last remaining 
vestige of New York’s industrial and 
manufacturing past.  At present, the 360 
acre study area is comprised of a dense 
network of heavy rail, subway lines and 
the entrance to Lincoln Tunnel, all of 
which converge near or underneath Penn 
Station to the east.  Hudson Yards is 
situated due west of Midtown Manhattan, 
America’s epicenter for television, 
entertainment and business.  With 
superior transportation connections and 
location within Midtown, New York City 
planners envision this area as a home for 
28 million square feet of new office space 
over the next 30 to 40 years as a way to 
partially meet significant future demand.  
Forecasters predict a need for 111 million 
square feet of new office space in the New 
York region over the next 25 years.  As 
one of the last underdeveloped sections 
of Manhattan, Hudson Yards presents 
a significant opportunity to meet that 
demand.    

Housing
28%

Commercial
61%

Retail
2%

Parks & Open 
Space

2%

Convention
3%

Hotel
3%

Other
1%

LAND USE SQUARE FOOTAGE

Housing 12,600,000

Commercial 28,000,000

Retail 700,000

Parks & Open 
Space

973,400

Convention 1,400,000

Hotel 1,500,000

Other 500,000

total development 45,673,400

figure b\ Hudson Yards Redevelopment plan
source: Hudson Yards Infra. Corp.

figure c\ Hudson Yards 
Redevelopment plan

source: Hudson Yards Infra. Corp.

figure a\ Hollywood Cap Park footprint
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Zoning and Proposed Land Uses
In order to justify the enormous, up-front 
public infrastructure costs, planners 
expect millions of square feet of new 
private development to phase in over 
the next 30 years.  According to city 
forecasts, Hudson Yards can expect to 
see an additional 28 million SF of office, 
12,600 dwelling units, and an expansion 
of the Jacob K. Javits Convention Center 
that will increase its size from 760,000 SF 
to 1.4 million SF.  The Convention Center 
expansion will also include an additional 
450,000 SF worth of meeting and ball 
rooms and a hotel (New York City Dept. of 
Planning, Internet).  

Phasing
A significant amount of new public 
infrastructure is needed to stimulate 
development.  This will require an up-
front investment that will be financed 
through bonds, payments in lieu of taxes 
(PILOTs), property taxes, density bonus 
payments and the sale of public land.  The 
first phase of implementation will entail 
an extension of the number 7 subway 
and construction of a platform over 
the rail yards, roads and open space in 
anticipation of new development.  Phase 
two will include the construction of a 41st 
street station and completion of the mid-
block park system and pedestrian bridge. 

Zoning Regulations and Incentives 
New York City has a complex system 
of air rights regulation and has often 
set legal pecedent through a number 
of high-profile casess.  Developers may 
purchase development rights from 
surrounding parcels  The “large scale 
development” zones, located on either 
side of the mid-block boulevard and parks 
system, are allowed larger floor-area 
ratios through a transfer of air rights 
from the Eastern Rail Yard (ERY).  The 
ERY, which at its maximum development 
can support 19 FAR, is limited to 11 FAR 
because of restrictions.  The remaining 
8 FAR is transferrable to the large scale 
development areas.

The City also hopes to generate significant 
revenues for the project by managing 
a District Improvement Bonus (DIB) 
program.  New York often incentivizes 
developers by allowing more development 
(measured by floor-area ratio) if they 
provide amenities such as affordable 
housing, parks and infrastructure and 
particular land uses, among others.  
Developers may purchase additional FAR 
at a rate of $100 per square foot of FAR.  
For example developers may participate 
in the Hudson Yards Inclusionary Housing 
(IHB) program if their property falls within 
the IHB district.  By designating 10-15% of 

infrastructure phasing

PHASE 1
No. 7 Subway Extension: Construction of No. 7 subway extension and terminal 
station at 34th St and 11th Ave

Eastern Rail Yard (ERY): Construction of platform over  ERY to create 6-acre park 
and future development sites

Open Space & Streets: Condemnation and construction of first 3 blocks of Mid-
Block Boulevard (MBB) and parks (33rdto 36thSt)

Condemnation and construction of active recreation park on Block 675

PHASE 2
41st Street Station: Build-out of No. 7 Line 41st St Station

2nd Phase of Mid-Block Boulevard and Parks: Construction of Northern blocks of 
MBB and bridge (36thto 42ndSt)

(Source: “Presentation…”, Hudson Yards Infrastructure Corporation, 2004)

No. 7 Subway Extension

41st Street Station

Condemnation and construction of 
active recreation park on Block 675

Eastern Rail Yard (ERY)

Open Space & Streets

2nd Phase of Mid-Block Boulevard 
and Parks
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new housing as affordable, developers 
may add an additional 5 FAR to their 
projects.   

Expenses
In 2003 dollars, the infrastructure for 
all phases is expected to cost almost $3 
billion.  From the list of infrastructure 
projects shown in Figure 9.1, two have 
been selected for a cursory analysis of 
their cost (Figure 9.1).  Both projects 
have been given a total cost estimate in 
2003 dollars.  Adjusted for inflation to 
2010, the cost of covering the 556,000 
square foot eastern rail yard with a deck 
is $415,233,000.  This yields $620/square 
foot.  The Phase 2 parks and boulevard, 
which will be roughly 210,000 square feet 
in size, carries a cost of $1,290/square 
foot.  This figure is significantly inflated 
by the cost of land acquisition and the 
construction of a pedestrian deck.      

Revenues
Commercial PILOTs
PILOTs, or Payment in Lieu of Taxes, is 
a revenue-generating mechanism by 
which developers pay an up-front fee 
instead of the standard full property tax 
rate over several years.  For example, 
if a given property would typically 
generate $100,000 in taxes over 10 
years, amounting to $1 million, a city 

may charge a  $500,000 PILOT fee up 
front, with $300,000 exacted through 
property taxes over the 10 year period.  The 
remaining $200,000 would be forgiven as 
an incentive to developers.  As a result, the 
Hudson  Yards Infrastructure Corporation, 
established to provision infrastructure 
financing until 2035, believes it can ensure 
a steady revenue stream throughout the 
life of the project.  The PILOT program 
comprises 44% of the project’s projected 
revenues (Figure b\)

District Improvement Fund
The District Improvement Fund (DIF) draws 
revenues through the FAR bonus system 
outlined in the “Zoning Regulations and 
Incentives” section.  Several districts have 
been established to achieve particular 
development outcomes, such as an 
expanded theater district or construction 
of affordable housing.  By meeting 
requirements and stipulations established 
by the special zoning districts, developers 
may add FAR to their projects in excess 
of base zoning standards.  The fund will 
provide 11% of expected revenues.

Other
Traditional property taxes will provide 28% 
of the revenues for Hudson Yards.  This is 
a reduced amount, since the Commercial 
PILOTs program forgives a portion of 

selected infrastructure costs

Square Footage Cost (2010 $)* Cost/SF

Eastern Rail Yard 
Deck

556,000 415,233,000 $620

Phase 2 Parks, 
Boulevard

210,000 320,593,000 $1,290

*2003 reported values were adjusted for inflation at an 18.3% 
rate of inflation change

44%

28%

6%
6%

1% 11%

4%

Commercial PILOTs

Residential Property 
Taxes

ERY Land Value

Payments for Transferred 
FA

Land Sales/Ground Leases

Bonus Payments into DIF

PILOST

figure b\ breakdown of funding sources,  source: Hudson 
Yards Infra. Corp.  

figure a\ Hudson Yards Infrastructure Costs
source: Hudson Yards Infra. Corp.  
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property taxes if developers opt to pay 
the up-front fee.  In total, revenues 
from the PILOT program and traditional 
property taxes comprise 72% of the 
project.  Finally, additional Revenues will 
come from the sale of public land.

HOLLYWOOD CAP PARK
Los Angeles, California

Overview
Historically, Los Angeles has fallen 
behind other large cities in terms of 
the amount of parks and open space 
available to residents.  The City has a 
ratio of 1.2 acres of open space per 1,000 
residents.  Hollywood, home to a diverse 
population of 80,000 residents living 
within 1 mile of the Hollywood Freeway, 
has an even lower ratio of .5 acres/1000 
residents.  The Freeway, long looked to 
as a symbol of urban disinvestment and 
a source of pollution and blight, now 
provides an opportunity to address this 
imbalance and improve the livability 
of Hollywood.  Planners with the City’s 
Community Redevelopment Agency 
(CRA-LA), supported by two extensive 
consultant-led planning processes, are 
advocating for the construction of a 
44 acre “cap-park” over the Hollywood 
Freeway from Bronson Street to Santa 
Monica Boulevard.  This is the first of 

4 proposals for land bridges throughout 
Los Angeles, part of a concerted effort to 
provide for new park space in underserved 
areas.  Two 5-acre parks are proposed for 
Santa Monica and a land bridge is being 
discussed for downtown (ASLA).

A feasibility study by AECOM, which 
is currently developing proposals for 
the three other parks in Los Angeles, 
estimates that the cost of constructing a 
44-acre cap park could approach $1 billion.  
However, much like the Hudson Yards 
redevelopment zone, the City is counting 
on over a million square feet of new 
redevelopment to offset the substantial 
cost (Architect’s Newspaper).  While taking 
advantage of the gentrification that will 
likely occurr as a result of the cap park, 
the city would also like to provide for 
affordable housing through a number of 
different programs.           

Zoning and Proposed Land Uses
In 2008 late, Fregonese Associates 
was hired by the Southern California 
Association of Governments (SCAG) 
to conduct a land use analysis for the 
Hollywood Cap Park.  This report followed a 
more comprehensive public process earlier 
in 2008 that developed programmatic 
open space concepts, engaged local 
residents and business owners and 

Open space concept developed by AECOM, 
2008.
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addressed a number of technical and 
financing issues.  According to the SCAG 
report, the neighborhood within a 1-mile 
radius of the Freeway is currently home 
to a large renter population (90% of all 
housing), who have household incomes 
far below Los Angeles’ median ($20,100) 
and live in very dense housing (upwards 
of 50 dwelling units/acre on average.  
Fregonese Associates was asked to 
develop a maximum build-out scenario 
that would generate significant tax 
revenues for the construction of new 
infrastructure and a series of programs to 
encourage the development of affordable 
housing.

The scenario developed by Fregonese 
covers a 125-acre study area, which could 
accomodate 7,120 housing units, 2,000 
new retail jobs and 5,200 office jobs.  
Rents would approximate the city-wide 
average of $2,300/month, while purchase 
prices for new condominiums would 
range between $500,000 and $700,000.  
Under this scenario, the City and County 
of Los Angeles could see a net gain 
of $2.8 billion worth of additional tax 
revenues per year, a significant amount 
that would help to offset the cost of 
new infrastructure (SCAG).  To justify 
the high price points of apartments 
and condominiums, land values are 

assumed to be at least $3 million, or 
about $60/square foot.  The $3 million 
figure is considered to be the “breaking 
point” for land bridge development in 
Los Angeles.  In other words, a sizable 
collection of redevelopable land valued at 
over $3 million/acre could, if developed 
collectively, provide anough excess tax 
revenue to support the construction of a 
cap park.  

Affordable Housing
Under this scenario, given the amount of 
high cost of housing required to support 
land bridge construction, developing 
affordable housing becomes a challenge.  
The City of Los Angeles currently has a 
program that provides up to a 35% density 
bonus for new development projects that 
provide an affordable housing component.  
Further, since most of the project area 
is within a “Community Redevelopment 
Zone”, at least 15% of units in new 
housing projects must be affordable, and 
at least 40% of these must be rented 
to very low income households.  In 
their report, Fregonese proposes these 
additional policy directions to further 
encourage the development of affordable 

housing: 
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• Adopt an affordable housing “concurrency” 
policy, requiring that affordable
units are built at a rate proportional to market-
rate units within proximity
to the park;

• Consider expanding the density bonus from 
35% to 50% for projects that
provide additional very-low income units or that 
contribute a higher in-lieu
fee for use in other affordable projects;

• Work with affordable housing developers to 
build several 100% rental
affordable projects with integrated community 
services near schools and
the major transit hubs and (i.e. Metro stations, 
bus lines). In lieu fees from
higher-priced ownership units could help 
leverage these rental projects;

• Reduce parking requirements for affordable 
projects located near transit to
1-space per unit to help reduce the cost of 
construction.

(SCAG, 2008)

Expenses
The Freeway Park project is proposed to be 
built over a series of three phases.  For all 
phases, development of the deck structure 
is estimated to cost $300/square foot and 
construction of landscaping is estimated 
to cost $38/square foot.  The $300 deck 
structure figure assumes the use of 
pre-cast, pre-stressed or bulb tee girders, 
which are easier to construct than box 
girders and can support similar loads.  

Phase 1, centrally located near high-
density housing and a subway station, is 
also the easiest stretch to bridge due to 
limited on-offramps and limited adjacent 
road infrastructure.  

Phase 2 will reconstruct on- and 
offramps and adjacent roads to mitigate 
traffic bottlenecks and  allow for wider, 
contiguous open spaces on the cap park.  

Phase 3 will construct the remaining 
sections of deck north and south of Phase 
1   

For all highway construction projects, 
Caltrans, California’s transportation 
agency, requires all projects to include 
a contingency of at least 25%.  With 
this contingency, and provisions for fire 
escapes in the tunnel, design costs and 

cap park phasing plan
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street impacts, the project is estimated 
to cost almost $1 billion.  

Revenues
As yet, the Hollywood Freeway Park does 
not have a financing plan in place for the 
project, but consultants who prepared 
the feasibility report have identified a 
number of potential programs and grant 
possibilities at the Federal, state/regional 
and local level.  For their applicability 
throughout the United States, a sample 
of these opportunities at the Federal and 
local levels are presented:
Federal Funding Opportunities

Recreational Trails Program (RTP): 
The Federal Highway Administration, 
a division of the Department of 
Transportation, makes relatively small 
grants to agencies for the development 
and maintenance of recreational trails 
and related facilities.  

SAFETEA-LU: SAFETEA-LU, a 
program reinvented under the Bush 
Administration, provides significantly 
more funding for transportation projects 
than its predecessor, TEA-21.  Each year, 
SAFETEA-LU provides approximately $35 
billion for transportation projects.  This 
represents a 40% increase over funds 
available through the TEA-21 program 

(AECOM). Funds are available specifically 
for projects that address issues relating 
to highway construction and safety, as 
well as transit projects.  The Hollywood 
Freeway park is well-suited for this 
program, as it incorporates enhancements 
to local roads, reconfiguration of an 
interstate, and is adjacent to several mass 
transit stops.

Local Funding Opportunities
Transfer of Development Rights: Under 
the existing zoning system, many 
properties have not been developed to 
their fullest potential and likely never will 
due to economic or physical circumstances.  
However, in areas with significant 
redevelopment potential, development 
opportunities are sometimes limited by 
zoning restrictions.  In this case, it may 
be possible to transfer the development 
rights not used by the former properties to 
the latter in order to encourage additional 
development in rapidly-growing areas.  
Development rights are transferred 
through sale, and local municipalities are 
often the recipients of these funds.  The 
revenue can go towards the construction 
and maintenance of infrastructure 
(AECOM).

\selected infrastructure costs

Item Square Footage Cost/sf (2010 $) Cost/SF

Ph. 1 Structure 1,263,240 $300 $378,972,000

Ph. 1 Landscape 1,263,240 $38 $48,003,120

Phase 1 TOTAL $426,975,120

Ph. 2 Structure 217,000 $300 $65,100,000

Ph. 2 Landscape 217,000 $38 $8,246,000

Phase 2 TOTAL $73,346,000

Ph. 3 Structure 435,600 $300 $130,680,000

Ph. 3 Landscape 435,600 $38 $16,552,800

Phase 3 TOTAL $147,232,800

Fire/Life Safety $7,250,000

Design Costs, 10% $65,480,392

Street Impacts, 10% $65,480,392

Contingency 25% $163,700,980

GRAND TOTAL 1,915,840 $949,465,684

source: AECOM
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Lease or Sale of Air Rights: Just like real 
estate, development and leasing rights 
of the airspace above highways can be 
sold to buyers and tenants.  Developers 
may purchase a portion of the bridge in 
order to build mixed use projects directly 
on the park.  The City may lease  use 
of the deck to utility companies for the 
transmission of energy and conveyence 
of stormwater and sewage.  In addition, 
park and performance space can be leased 
to theater companies, corporate events, 
farmers markets and other private 
parties.  In Duffy Square, a plaza in Los 
Angeles, the city collects over $600,000 
in revenue per year through special event 
and market fees.  Funds of this scale can 
be used for ongoing maintenance of the 
Freeway Park.

Foundations and Conservancies: So 
far, much of the planning and advocacy 
for Hollywood Freeway Park has 
been funded by the local Chamber of 
Commerce and private foundations.  
Smaller grants have come from the City 
of Los Angeles and Southern California 
Association of Governments.  Private 
foundations and interests can play a 
significant role in the continued success 
of the project.  New York’s Bryant Park 
has been especially successful, as its 
conservancy pays for most of the ongoing 

costs of maintenance and capital 
improvements.  

Cost Comparisons over Several 
Land Bridges

Since the Seattle Freeway Park was 
constructed in 1974, a wide variety 
of land bridges have been developed 
in the United States.  The costs 
of these bridges, as shown above, 
also varies widely.  Figures from xx 
land bridge projects, all adjusted for 
inflation to 2010 dollars, represent a 
spectrum of programming that may 
include buildings, open turf, recreation 
facilities or highly-landscaped plazas.  
In some instances, costs for the 
construction of landscape elements 
was separated from deck construction 
costs.  For landscapes, costs range 
from $49 in the case of Hollywood to 
$344 in Mercer Island.  In total, the 
average construction cost per square 
foot for all projects, - adjusted for 
inflation - is $669.    

 

comparison of land bridge construction costs*

Project Year Built Square Footage Total Cost (2010 $) Cost/Square Foot (2010 $)

Mercer Island Park 1985 1,219,680 1,300,000,000 
(deck)

$1,492

1,219,680 300,000,000 (park) $344

I-5 Freeway Park 1976 217,800 64,975,000 $298

I-5 Bridge, Sacra-
mento

2010 174,240 325,000,000 $1,865

Hollywood Free-
way Park

unbuilt 1,915,840 832,089,941
(deck)

$434

1,915,840 94,799,023 (park) $49

Duluth I-35 Exten-
sion

1992 274,428 361,383,000 $1,317

Hudson Yards 
Deck

2008 556,000 415,233,000 (deck) $747

*values were adjusted for inflation at an 18.3% rate of inflation change
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Building a complex, phased project will 
require extensive civil, structural, and 
electrical engineering work in addition 
to considerations about landscape, 
financing and economic development 
and recreation.  To address the major 
circulation and pedestrian safety issues 
of the Franklin Avenue bridge, this project 
proposes a dumbbell interchange, which 
is a dual-roundabout system that will 
allow traffic to flow more freely.  Civil 
engineering considerations will include, 
among other things, conveying traffic 
during construction and calculating 
appropriate turning radii to accommodate 
semi trucks.  

As a result of this reconfiguration, the 
deckpark will have to convey pedestrians 
and bicyclists from one side of Hwy. 280 
to the other.  Building this connection will 
require a large wall along the southern 
end of the interchange.  In addition, in 
order to convey pedestrians and bicyclists 
from the Territorial Road bridge to the 
deckpark, a new support wall will run 
parallel to Hwy. 280 between northbound 
and southbound lanes of traffic.  New 
development, strategically phased in 
order to partially finance the construction 
of deckpark sections, will be seamlessly 
integrated into the deckpark.  These 
concepts will require the use of innovative 

minnesota historical society minnesota historical society

I-94 reconstruction proposed typical section.  source: MnDOT
minnesota historical society

structural engineering techniques.

It is not the objective of this section to 
completely engineer the project as proposed.  
Should the project move forward, engineers, 
architects and landscape architects will solve 
the many detailed technical problems these 
proposals generate.  Rather, this section 
will highlight, in general, the issues these 
professionals must consider when moving into 
final design phase.  Much of this information 
has been derived from AE|COM’s study for 
the Hollywood Freeway Cap Park (HFCP).  The 
HFCP study is one of only a few that have 
comprehensively discussed engineering issues 
related specifically to the design of land 
bridges.  

improvements to franklin 
avenue/280 interchange

The bridges that cross 280 in the study 
area carry a significant number of vehicles 
on a daily basis.  Territorial and Wabash, 
primarily trucking routes, carry 4,650 and 
3,200 vehicles per day respectively.  The 
University Avenue bridge sees 23,700 trips, 
while Franklin carries 9,100 trips.  The 
complicating factor is Highway 280, which 
sees between 37,500-58,000 trips/day.  The 
Franklin Bridge has southbound onramps and 
northbound offramps, while the Territorial 
Bridge has north-bound onramps.  Based on 

| engineering considerations

new alignment for eastbound I-94 to northbound Hwy 280 onramp.  source: MnDOT
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traffic volume alone, it is therefore not 
surprising that the Franklin bridge has a 
dangerous number of crashes affecting 
both vehicles and pedestrians.  Crash data 
from the City of Saint Paul confirms this 
widely-held belief. 

However, traffic volumes are not the only 
culprit.  The configuration of on/offramps 
on the Franklin Bridge is awkward, 
with many sharp corners that make it 
difficult for large trucks to navigate.  
Stoplights, which manage several critical 
intersections, are often missed by drivers 
and add to traffic congestion.  In addition, 
the Franklin entrance to the eastbound 
I-94 onramp is located in the middle 
of the bridge, making it difficult (and 
sometimes impossible) for trucks to 
navigate a hard left and hard right turn 
from Eustis.  

Since the station area plans call for 
significant redevelopment in the area, 
a long-term traffic management plan 
will be necessary.  The plan should 
include an origin-destination study for 
the larger area, including the Midway 
Industrial Area and Prospect Park.  Such 
a study would determine baseline and 
future traffic volumes for the area and 
indicate necessary traffic management 
strategies.  The study should take into 

account the modal-split that will likely occurr 
due to Central Corridor light rail and improved 
bicycling options.

One of the traffic management strategies 
could include roundabouts for the Franklin 
Avenue bridge.  Roundabouts are becoming 
increasingly popular in Minnesota, and not 
just in rural areas with large rights of way.  
As of 2007, 35 roundabouts have been 
built, with an additional 27 in the planning 
or design stages.  Roundabouts have been 
proven to reduce minor and serious crashes 
at intersections with high crash rates.  A 
survey of 23 intersections that have been 
converted to roundabouts found a 39% drop 
in all crashes.  Injurious crashes were reduced 
by 76% and fatal crashes fell by 89%.  This 
dramatic drop is due to their configuration, 
since drivers are able to avoid making 
dangerous left turns.  Left-turn crashes 
account for a majority of all accidents, since 
drivers are forced to cross into oncoming 
traffic and often take risks in order to clear an 
intersection.  

In Minnesota, most roundabouts are located 
at the intersection of local or county roads.  
In Europe, however, roundabouts are used 
to manage traffic at the intersection of 
highways, or a highway and local road.  Such 
is the configuration of Franklin/280.  Eustis 
and Cromwell, which parallel Highway 280, 

serve as the southbound and northbound 
access roads for 280, respectively.  Signalized 
intersections bracket the Franklin bridge 
at Eustis and Cromwell, effectively choking 
traffic along the cross streets.  In addition, 
truck drivers entering from Eustis have to 
make an especially perilous pair of turns 
to advance to eastbound I-94.  The bridge 
is often used by pedestrians and bicyclists 
(Franklin is a city-designated bicycle route) 
who have to contend with 4-5’-wide 
sidewalks, no bike lanes and no shoulders.  
The combination of these factors has 
contributed to the high crash rate at this 
intersection.     

As yet, roundabouts have not been used 
to manage traffic at the intersection of 
a highway and local road in the state of 
Minnesota.  This approach has been widely 
used in Scandinavia, the Netherlands and 
Germany, however, where space cosntraints 
and high traffic volumes have necessitated 
innovative approaches to traffic flow.  
Stockholm, a fully-built city, has been in the 
process of building a highway ring road since 
the early 1990s.  The Southern Link (Södra 
Länken) is built almost entirely underground 
through the use of an expensive bedrock-
blasting process.  At major intersections 
and exit ramps, engineers at the National 
Roadway Agency (Vägverket) have used 
roundabouts to slow traffic as it exits Södra 

Länken, as shown in figure b\ above.  
Congestion is alleviated due to the 
absence of controlled intersections at 
the circle.  Instead, drivers are led to 
smaller roundabouts roughly 100’ east 
and west of the highway, which gradually 
slow down (but not completely stop) 
traffic flow.  Since Södra Länken is a 
T-intersection, pedestrians may follow 
a generous, grade-separated path along 
the north end.  

engineering considerations for 
deck structures

Existing Structures and Utilities 
The following five bridge structures cross 
Hwy. 280 or I-94 through the study area:

\ Territorial
\ University
\ Franklin
\ Wabash
\ Pelham

Territorial and Franklin are the only two 
bridges with on/off-ramp connections.  
Since most of the proposed land bridge 
will be elevated above street level, proper 
vertical clearances must be maintained 
throughout.  The Highway Design manual 
recomments clearances of at least 16’-6” 

a\ Södra Länken highway, Stockholm
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to allow for the passage of semi-truck 
traffic below.  

The bridges are important conduits for 
utility lines.  While utility lines have been 
observed underneath the decks of all 
bridges in the study area, an inventory 
has not been performed as a part of this 
project.  It is likely that several of the 
following utility lines run underneath:

\ water
\ natural gas 
\ telephone
\ power
\ storm drain
\ fire and/or police alarm conduits
\ lighting conduits
\ telecommunications conduits

Bridge Configurations
If fully built, the land bridge structures 
will be comprised of three major 
configuration types:

Elevated Deck: cantilevered structures 
and pedestrian bridges that are elevated 
at least 16’-6” above the street level.  At 
the street level, a roundabout structure 
will be supported by retaining walls on 
either side of Hwy. 280 and by standard 
overpass bridges to the north and south.

This configuration will not require provisions 
for ventilation, but adequate shoulder width 
should be provided for emergency situations.  

Complete Cover: continuous deck cover across 
Hwy. 280.  A pier or freestanding wall will be 
required to support loads at the middle of 
280.  A complete cover will require provisions 
for ventilation, emergency egress for potential 
fires or accidents, and natural or artificial 
lighting.  

Expanded Overpass: expanded overpasses 
use the same structural configurations as 
standard overpasses, but require structural 
provisions for soil loads and vegetation.  
Adequate lighting must be provided 
underneath the overpass, as the overpasses 
can be up to 150’ wide.

Structural Types
There are four major bridge construction types 
in use today.  The structural type ultimately 
chosen for a land bridge is critical, since they 
vary greatly in their cost and application 
potential.  With these structural types, cost is 
usually a function of the amount of falsework 
required (temporary structures used to 
support the bridge during construction), and 
the amount of excavation required for piers 
and supports.  An overview of each of these 
types is presented on the next page.  
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cast-in-place prestressed 
(cip/ps) box girders

Cost/square foot: $350 
Depth/Span ratio**: .04

**depth to span ratio refers to the amount of structural depth required for a given span.  
Additional structural supports will be required for heavy soil loads and/or trees.

Cast-in-place systems are advantagous 
for long spans, since the structures are 
assembled on site and do not require 
transport, which can limit the length of 
structural units.  Architectural treatments 
can be easily added to deck edges, since 
the structure forms a solid face along 
its longitudinal axis.  From a materials 
and basic construction perspective, they 
are one of the least expensive options.  
However, since extensive molds, or 
falsework, must be assembled for each 
span, the cost may end up being much 
higher than any of the other systems 
profiled here.  In addition, it is sometimes 
difficult to maintain adequate vertical 
clearance (at least 16’-6”) for moving 
traffic during construction.  Some phases 
of the construction process may require 
complete closure of one or more lanes of 
traffic.  

precast prestressed i girders / 
bulb tee girders

Cost/square foot: $300 
Depth/Span ratio**: .05

Precast structures offer the same aesthetic 
advantages of cast-in-place systems, but do 
not require falsework.  However, precast I- and 
bulb tee-girders are limited by transportation 
provisions.  Precast units can be no longer 
than 120’, which means that spans in excess 
of 120’ must be spliced on site.  The splice will 
require a post to support loads at both ends of 
the girders.   

precast prestressed box girders

Cost/square foot: $450 
Depth/Span ratio**:  with concrete deck: .045
         w/o concrete deck: .06

A box girder system uses several smaller units 
that are placed next to one another.  Gaps of 
no more than 2” in width separate each girder, 
which are filled with grout.  No concrete deck 
is required when this system is used for land 
bridges, since the closely-spaced box girders 
form a uniform surface that is covered with 
soil.  A waterproof barrier is installed between 
the box girders and soil profile.  While 
the absence of a concrete deck expedites 
construction, there is little tolerance for error 
during the construction process as a result 
of the closely-spaced girders.  In addition, 
box systems require more girders than I- and 
bulb-T systems, thus increasing materials and 
transportation costs.  

steel girders

Cost/square foot: $475
Depth/Span ratio**: .045

Steel girders are the most expensive to 
construct and have a high life cycle cost.  
It is also difficult to apply architectural 
treatments to steel girder faces.  Even 
with these limitations, steel girders 
are often used because they can span 
much longer distances than precast 
systems and do not require the extensive 
falsework of cast-in-place girders.  Steel 
girders also require much shallower 
structural depths and are ideal for sites 
with limited vertical clearances.  

i-beam girders bulb-t girders
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mechanical and safety 
considerations

Additional engineering work will be 
required for “complete cover” decks.  
In their publication, “NFPA 502: 
Standard for Road Tunnels, Bridges, 
and Other Limited Access Highways, 
the National Fire Protection Agency 
identifies provisions for emergency 
egress and several several mechanical, 
communications, and monitoring systems 
that must be included in any highway 
tunnel longer than 300’.     

Ventilation
During periods of heavy traffic, carbon 
monoxide will build up within a tunnel 
and reach toxic levels.  For this reason, 
all tunnels longer than 300’ must have 
a comprehensive ventilation system to 
remove toxic air and introduce fresh air.  
The ventilation systems proposed for the 
Hollywood Freeway Cap Park (unbuilt) 
and integrated into the Stockholm Södra 
Länken project both include the following 
elements:

\ local (manual) and remote (electronic) 
control of mechanical ventilation system
\ variable speed reversible fans (figure a\)
\ ventilation towers and exhaust ducts 
(figure b\)

\ equipment housing
\ carbon monoxide sensors and warning 
system
\ fresh air intake stations (figure c\)

The Hollywood Cap Park plan proposes the 
following tasks to determine the scope of the 
deck park ventilation system:

\ electrical loading calculations
\ equipment selection or specifications
\ fan placement and mounting arrangement
\ equipment layouts and installation details
\ electrical one line diagrams, circuit definition 
and power distribution details
\ conduit and raceway method and routing
\ coordination and interface with the 
Structural and Facilities Designers
\ definition of testing and commissioning 
requirements

- Hollywood Freeway Cap Park Feasibility 
Report, October 2008

Egress
In case of accidents, fire or other emergency, 
sufficient egress must be provided.  Shoulders 
of at least 12’ in width are required for each 
lane through the tunnel in order to clear 
accidents and provide an escape path.  Escape 
paths should be at least 30 inches in width.    
For the Södra Länken project, the Swedish 
National Highway Agency (Vägverket) 

b\ ventilation shafts c\ fresh air intake

images courtesy Vägverket
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provided egress portals every 200’.  These 
portals include emergency phones, fresh 
air intake ducts, and access to elevators 
and stairwells.  A picture of one of the 
Södra Länken portals is shown in figure 
b\ at right.

Lighting
Emergency lighting is a safety 
requirement.  AE|COM engineers propose 
an Uninterruptible Power Supply system 
(UPS) to maintain consistent lighting 
levels in case of an outage.  The UPS 
should provide the following lighting 
levels:

\ Roadway + Access paths: .25 foot-
candles (fc)

\ Work + Activity areas: 1 fc

Södra Länken features emergency lights 
at the pedestrian level (2’-3’ above 
roadway) to guide the public towards 
egress portals in case of an emergency 
(figure a\).

Monitoring Systems
The proposed Hollywood Cap Park and 
Södra Länken projects are over 1 mile in 
length.  The “complete cover” section of 
the Saint Anthony Deckpark, by contrast, 
would not be longer than 1/4 mile.  As a 
result, an full set of monitoring systems 

may not be necessary.  However, future 
studies are required to determine whether the 
following monitoring systems are appropriate 
for this project:

Fire Alarm System: an automated system 
supplemented with a dedicated UPS.  Alarms 
should be automatically transmitted to traffic 
control and the Saint Paul and Minneapolis 
fire departments.  

Gas Detection: used to monitor levels of CO2 
within the tunnel.  If CO2 rises to toxic levels, 
the ventilation system would be triggered to 
encourage the flow of fresh air.  Traffic control 
would also be notified.  

Traffic Warning System: a system of LED 
signage, closed-circuit cameras, traffic lane 
indicators that is used to monitor traffic levels 
through the tunnel.  

b\ emergency egress portals

images courtesy Vägverket
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year 2030: the saint anthony deckpark neighborhood 

| proposal
The Saint Anthony Deck\park is 
supported by a comprehensive, 25-year 
plan for new development, streets, open 
space, and pedestrian circulation.  The 
plan is loosely based on the station area 
plans for Westgate and Raymond, which 
together call for several residential, retail 
and office districts on either side of 
Hwy. 280.  While the total development 
projections from the station area plans 
were used in the development plan, 
phasing was adjusted to support a 2-3 
phase implementation of the deckpark.  
The development plan, presented 
throughout this section, consists of these 
four phases:

2010-2015
2015-2020
2020-2025
2025-2035

Since a large portion of the deckpark will 
be financed by exactions and taxes from 
new development, this section presents 
the development plan and deck\park 
collectively as they are implemented 
throughout the five phases.  Each phase 
includes sections on development 
schemes, infrastructure below the deck, 
and programming and new streets at 
grade.  Axonometric drawings, sections, 
perspectives and plans help to depict the 
new districts and open spaces as built.    
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| proposal: goals + 
objectives
The project goals and objectives shown 
at right represent careful a analysis of 
site, stakeholder, political, and planning 
issues.  The goals are supported by 
several specific objectives, which, if 
implemented, will address the issues 
and take advantage of opportunities 
presented in the issues/opportunities 
analysis.  Each objective functions 
as a design cue and are used to 
indicate programming opportunities, 
suggest aesthetic qualities of the built 
environment, and propose investments in 
particular types of infrastructure.    

goal 1: preserve and enhance existing districts and neighborhoods 
+ limit building heights near raymond historic district, desnoyer park and south st. anthony park neighborhoods
+ provide access to new station area parks and open space through bridges, on-street trails, decks where appropriate
+ divert traffic away from low-density neighborhoods
+ connect existing parks and open space (hampden Park, recreation centers) to station areas
+ preserve curfew residential pocket south of franklin and develop as arts cluster
+ preserve owner-occupied housing, but provide for new rental housing within station area
+ expand “berry street neighborhood” south of franklin if/when weyerhaeuser property is available

goal 2: increase accessibility to and through site as area develops
+ restore urban grid over highway 280
+ connect deckpark to existing and proposed greenways: saint paul greenway, UMN transitway
+ utilize existing streets for on-street bicycling: franklin, emerald, pelham, myrtle, territorial
+ connect station platforms to new employment district
+ implement grand rounds plan through neighborhood by creating off-street paths
+ connect south st. anthony park to desnoyer park and prospect park using off-street paths where possible
+ connect berry street neighborhood to deckpark through private or public linear green spaces

goal 3: create a mixed-use employment campus that builds on existing office development
+ build centralized parking garages/ramps for commuters and future residents
+ site first phases of office development near court international building; share parking, infrastructure investments
+ site high density office development close to westgate and raymond station areas (franklin/280)
+ phase in a signature park that will connect the westgate and raymond employment campuses
+ use revenues from new development to fund necessary infrastructure investments
+ create a linear retail district in the westgate area, parallel to 280 that would serve workers and weekend visitors
+ connect triangle building to parking opportunities on west side of hwy. 280

goal 4: create a variety of open spaces for new and existing residents
+ utilize six types of park space in parks/recreation vision plan as framework for programming, development and maintenance
+ capitalize on site’s location between downtowns to create a regional destination, generate significant revenues
+ provide passive and active recreation areas for current and future residents of area
+ incorporate innovative stormwater practices to treat site runoff before direct discharge into river
+ mitigate noise and air pollution through strategic vegetation, deck coverage

goal 5: mitigate impact of increased congestion and improve pedestrian safety
+ explore the use of roundabouts to mitigate congestion at franklin/hwy. 280
+ build exclusive paths to carry pedestrians and bicyclists over franklin/hwy. 280 intersection
+ build well-marked, centralized, easily-accessible parking garages to eliminate confusion and reduce congestion
+ encourage shared parking strategies for office and residential uses
+ install LED screens, signage, and clearly-marked exits in tunnel below deck park
+ make public realm improvements that will connect station platforms to hwy. 280 development and encourage the use of LRT over driving 

goal 6: draw on inherent site qualities in redesign of public spaces
+ incorporate and interpret pre-settlement vegetation (oak savanna, floodplain forest) in design of deck park
+ celebrate urban ecology by designing stormwater processing facilities as amenities
+ utilize limestone and shale-like materials for hardscapes and accents
+ extend the historic south st. anthony park neighborhood into the deck park by designing the rolling hills, sweeping vistas and curviliear paths 
    proposed in HWS Cleveland’s design 

goal 7: leverage future infrastructure needs to build phases of deck park
+ strategically position deck park as a solution for many planning problems, including: connecting to the midtown greenway, addressing traffic and    
    pedestrian safety issues, building open spaces that are necessary for employment campuses to develop, and mitigating air and noise pollution.  

phases of the deckpark could be built in conjunction with one or more of the following catalysts:

\ the franklin/280 intersection is redesigned
\ district parking is built within the employment campuses
\ new office/hotel/housing is built along hwy. 280
\ phases of the grand rounds are built 
\ the midtown greenway is extended into saint paul
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year 2035: the saint anthony deckpark neighborhood 

| proposal: vision
a vision for the saint anthony 
deck\park neighborhood

The overall vision for the Saint Anthony 
Deckpark is to create a neighborhood that 
is:  

Connected: new on- and off-street 
bike and pedestrian paths will tie-in to 
existing and planned routes.  New bridges 
and connections will provide more direct 
access to the Mississippi River.

Safe: a reconfiguration of the Franklin/
Hwy. 280 intersection will reduce 
crashes and provide a safer crossing for 
pedestrians and bicyclists.

Livable: a deckpark over Hwy. 280 will 
encourage the development of denser 
mixed-use office/residential buildings by 
mitigating air and noise pollution.  New 
open spaces will attract high-quality 
development

Sustainable: the deckpark neighborhood 
will develop as a result of its proximity 
to two station platforms, which will 
reduce dependence on the automobile 
and lower carbon emissions.  Stormwater 
devices will filter harmful pollutants 
and a restored oak savanna landscape 
will provide habitat for migratory birds 
and urban wildlife.  From a regional 
perspective, public resources will be 
more efficiently spent here, where urban 
infrastructure and development already 
exists.

Active: new recreation facilities, open 
spaces, private and public pocket parks, 
and trails will encourage residents and 
commuters from around the city and 
region to stay active and healthy.  The 
deckpark will provide a vital link in the 
Twin Cities regional trail system.  
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Metro Lofts and Berry Street Apartments

| proposal: development 
plan
weyerhaeuser loft district

Comprised of 4-6 story buildings, this 
district is an extension of the Metro 
Lofts and Berry Place Apartments.  From 
Emerald, two linear plazas extend from 
west to east and connect the Propsect 
Park neighborhood to the deckpark.  The 
core of these plazas, a 30’-80’ right of 
way, could be built through municipal 
bonds that are partially paid through 
development assessments over time.  
The linear plazas would be complemented 
by private pocket parks and courtyards.  

In order to transition into the Prospect 
Park neighborhood, 2-3 story townhomes 
frame the linear plazas.  The surrounding 
lofts, no more than 4 stories in height, 
would transition into 5-6 story structures 
along Berry Street.
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minnesota historical society minnesota historical society

East River Mews project, Prospect Park

| proposal: development 
plan
townhomes

This area is the furthest removed from 
the Westgate and Raymond stations.  
As a result, it would not be wise to 
concentrate high density housing in this 
location.  The Westgate and Raymond 
station area plans collectively call for 650 
units of owner-occupied housing, which 
would be appropriate for this location.  
Further, 1-2 story townhomes, as depicted 
in pictures of the East River Mews project 
at right, are generally expensive to 
construct and could command a higher 
price point than a standard apartment or 
condo unit.  
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minnesota historical society minnesota historical society

Bridgewater Lofts, Mill District, Minneapolis

| proposal: development 
plan
eustis boulevard

Eustis Boulevard is the retail heart of 
the development.  6-10 story residential 
buildings, similar to the Bridgewater 
Lofts project at right, provide apartment 
housing for residents.  Residents 
and workers from the adjacent office 
district will have access to coffee shops, 
restaurants, convenience stores and other 
amenities.  

Like the Weyerhaeuser Loft District, 
Eustis Boulevard is connected to the 
deckpark through linear plazas.  A 
bike and pedestrian bridge connects 
to the Bloor Avenue on-street bike 
path, which connects to the Emerald 
Street pedestrian bridge.  Easy access is 
provided to the station areas, as most of 
the development in this district is roughly 
1/3 mile from the station platforms.    
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examples of large office/residential buildings

| proposal: development 
plan
deckpark 

In order to justify the cost of building a 
deckpark, high density development will 
be required along either side of Hwy. 280.  
This development will include a balance of 
office and residential.  In the short term, 
office development can be built in the 
form of a 5-6 story podium.  When the 
market is ready, developers may elect to 
add an additional 10-15 stories in order 
to develop apartment housing.  Taller 
buildings should be concentrated towards 
Franklin, which is closest to the station 
platforms.  

The linear plazas, terminating streets and 
mid-block locations become pedestrian 
access points to the deckpark.  This 
access is important and should be built 
through public investment as part of 
deckpark construction.  Parking is a 
critical component of this development 
district.  It is most economical to build 
district parking structures for 2-3 
buildings at a time.  These garages will 
likely require an initial public subsidy to 
cover their substantial cost.  



64saint anthony deck\park

| streets
franklin avenue / emerald 
boulevard / pelham drive / 
wabash avenue / 
myrtle avenue w
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perspective of bike boulevard  
courtesy NYCEDC
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minnesota historical society

example from Berry Street between Franklin 
and University, Saint Paul

| streets
augusta avenue south / dundas 
street / wellesley drive
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example from Augusta Avenue, Toronto

| streets
augusta avenue north
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I-94 reconstruction proposed typical section

| streets
eustis boulevard

          EU
STIS BO

U
LEVARD
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e | deck\park
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| saint anthony deck\park

As a destination for performance, dining, 
respite, sports and socializing, the Saint 
Anthony deck\park will become a premier 
park in the Twin Cities.  As two-phased 
project, the park will be built in stages 
as the deckpark development district is 
built.  Initial funds for the deckpark will 
come from this development through 
a series of programs outlined in the 
Implementation section. 

The following pages depict the types of 
connections made by the deckpark and 
the programming, plant communities and 
amenities this new public space will offer.  
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westgate drive 
access manvel street 

access

proposed st. paul greenway

westgate station

raymond
station

a\ connections proposed in this plan (dark blue)

| saint anthony deck\park
connections

The park will help to facilitate a number 
of important bike and pedestrian 
connections.  A pedestrian  bridge will 
connect the main deckpark to Territorial 
Road along the median of Hwy. 280.  
From there, bicyclists have the option of 
accessing the UMN transitway through 
the Saint Anthony Park neighborhood 
to the east or via Westgate Drive.  The 
transitway connects to both campuses 
of the University, and there are plans 
to extend this trail from Dinkytown to 
downtown Minneapolis.

A bicycle/pedestrian bridge will connect 
the deckpark to the Bloor Avenue, an 
east-west artery through the Westgate 
development area.  From here, Emerald 
Street will connect to a future pedestrian 
bridge over Interstate 94, which will carry 
bicyclists and pedestrians to the proposed 
Saint Paul Greenway.  If/when it is 
constructed, the Saint Paul Greenway will 
connect the West Metro, Uptown, and 
Midtown with Downtown Saint Paul and 
Stillwater, effectively completing a vital 
link in the Twin Cities trail system.

umn transitway + trail

west metro, uptown, 
midtown

UMN, dinkytown, 
downtown minneapolis

UMN Saint Paul 
campus

downtown Saint Paul, 
east metro, stillwater
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| saint anthony deck\park

programmatic overview
The deckpark is divided into three major zones.  
Conceptually, the Floodplain and Bluff zones, comprising 
the western 2/3 of the deckpark, represent the area’s 
proximity to the Mississippi River.  Prior to European 
settlement, the oak savanna plant community was a 
fixture along the river bluffline through the Twin Cities.  
Mature bur and pin oaks towered over a carpet of dry 
prairie grasses, which were controlled and propogated 
through natural fires.  Along the riverbank, the floodplain 
forest community continues to dominate to this day.  
This community is characterized by limited understory 
vegetation and dense, towering, moisture-tolerant trees.  

The mall makes up the eastern 1/3 of the deckpark.  This 
zone, with large expanses of turf and athletic fields, is 
programmed for active recreation.  The “mall” is an allee 
of oak trees that can accommodate a farmers market, 
festivities and areas for socializing.

programmatic zones
FLOODPLAIN

mississippi river floodplain plant 
community \ retail \ restaurants \ outdoor 
dining \ amphitheater \ stormwater 
devices

BLUFF

pronounced ridgeline \ passive recreation 
\ picnics \ historic oak savanna \ strolls 
through natural landscape 

THE MALL

farmers market \ festivals \ bike path 
\ elevator to public parking \ active 
recreation \ unprogrammed turf \ sledding 
hill

activities
farmers market

farmers market possible along generous 
50’-wide mall

recreation

soccer fields, tennis courts, basketball 
courts and other active recreation facilities 
all possible within the “mall” zone

cafe, informal seating

with views to the stormwater treatment 
train and bluff and proximity to retail 
district, cafes and outdoor dining spaces 
are possible in the “floodplain” district

amphitheater

an amphitheater at the northern edge of 
the treatment train provides dramatic, 
south-facing views and can accommodate 
speeches, theater and musical performance

eustis retail district

the eustis retail district features wide 
sidewalks, boulevard infiltration planters, 
and direct access to the floodplain district

augusta arts district

a new gallery district could develop within 
the existing single-family houses along 
curfew street, which would be connected to 
the retail district & parking via linear plazas

environmental

stormwater treatment system

infiltration trenches collect stormwater 
along eastern half of eustis, which is then 
delivered to treatment train system via 
runnels

environmental interpretation

with kiosks, nature walks and design 
cues that bring to life two major plant 
communities, visitors can learn about 
mississippi river ecology 

circulation

shared parking district

four large, 2-story, underground parking 
garages serve deckpark towers on either 
side of hwy. 280.  Public parking is accessed 
via elevator on the eastern mall 

new bike trails and pedestrian zones

a north-south bike/ped route connects 
territorial road to the deckpark.  riders/
pedestrians can elect to go east towards 
pelham/raymond station or west to bloor 
via a pedestrian bridge

franklin roundabout

new roundabout eliminates two stoplights 
and manages congested problems 
anticipated with new development

augusta arts district
100’

mississippi river
3,500’

future st. paul 
greenway

600’

raymond station
1,500’

westgate station
500’

umn transitway
2,000’

court international 
building

triangle building

mack building

expanded 
parking ramp

westgate IV

saint anthony park 
recreation center
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| saint anthony deck\park: FLOODPLAIN
concept plan

amphitheater

retaining wall

ventilation tower

terraced treatment 
train

skylight to tunnel

bike/pedestrian bridge

retention pond

raised infiltration 
planter

runnels from eustis 
boulevard

retention pond

hardscape plaza 
for outdoor dining, 
gathering

hardscape plaza 
for outdoor dining, 
gathering

seating
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| saint anthony deck\park: FLOODPLAIN

form
The small and medium plazas in the 
floodplain zone are linked together 
by a linear stormwater treatment 
train and two retention ponds.  This 
treatment system processes stormwater 
by collecting sediments and harmful 
chemicals.  The system also provides 
an amenity for visitors and sets the 
stage for an interactive interpretation 
of the floodplain forest.  American elms 
provide the large canopy cover, creating 
dark, shaded areas.  A few of these elms 
are planted within the retention ponds 
to simulate floodwaters.  Low-to mid-
canopy trees such as river birch and black 
willow create intimate spaces along the 
north-south pedestrian allee.  

Ulmus americana
american elm

Gleditsia tricanthos
honeylocust

trees

Betula nigra
river birch

Salix nigra
black willow

understory (selected species)

Vitis riparia
riverbank grape

Lobelia cardinalis
cardinal flower

Onoclea sensibilis
sensitive fern

Pteridium spp.
bracken fern

Arisaerna triphyllum
jack in the pulpit

Hosta spp.
hosta

Visitors can engage directly with 
the floodplain through a series of 
runnels that cross the allee and 
steps that lead from the allee into 
the treatment train.  During a rain 
event, these basins fill  and reach the 
walking paths, just as the floodplain 
forest would during a storm.  The 
effect of the floodplain forest is 
enhanced through groundcover and 
low bushes such as ferns, riverbank 
grape and the blooming, red cardinal 
flower.

perspective from west end of middle retention pond, showing bike/ped bridge, dining plaza, 
view towards bluff and stormwater conveyence devices planted with floodplain forest 
species 

example of a floodplain forest
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| saint anthony deck\park: BLUFF

concept plan

elevated pedestrian 
plaza connects to 
westgate station

bicycle/pedestrian link 
to territorial road, UMN 
transitway 

athletic field

retaining wall

skylights into tunnels to show 
orientation of lanes below, connect 
visitors to highway

oak savanna nature 
walk

bike/ped bridge

small openings under 
trees offer places for 
picnics, respite

oak trees located above 
linear structural supports for 
added stability
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| saint anthony deck\park: BLUFF

form
The oak savanna plant community 
dominated the Mississippi River 
bluffline prior to settlement by 
Europeans.  The long, grass-covered 
vistas and rolling topography 
characteristic of this plant community 
have been incorporated into the design 
of this zone.  A steep ridge follows the 
offramp from eastbound interstate 
94 to Franklin avenue.  This offramp is 
elevated several feet above the existing 
edge of Hwy. 280, which effectively 
separates the east and west halves of 
the deck by approximately 20 feet.  This 
constraint was turned into major design 
feature, as the ridge and hill represents 
the Mississippi River bluffline and 
rolling topography.  

Quercus macrocarpa
bur oak

Quercus ellipsoidalis
northern pin oak

trees

Crataegus spp.
hawthorn

understory (selected species)

Corylus americana
american hazelnut

Cornus stolonifera
red osier dogwood

Viburnum lentago
nannyberry viburnum

Andropogon gerardii
big bluestem

Bouteloua curtipendula
side oats grama

Sorghastrum nutans
indian grass

Elymus virginicus
virginia wild rye

example of an oak savanna, with hazelnut bushes in the foreground

perspective of bluff zone, showing pronounced ridge, view into floodplain zone, bike/ped bridge, gravel-
covered nature walk, expansive prairie grass cover, and shady areas for picnics, respite and contemplation

Bur and Northern Pin oaks, staples of 
the oak savanna, are very heavy trees 
with extensive root systems.  To provide 
support, the oaks are arranged in linear 
veins above the girder supports at the 
center of the bridge.  

This zone woven with small gravel nature 
walks to bring visitors closer to the 
feeling of a natural oak savanna.  Clusters 
of oaks, hawthorns, hazelnut bushes and 
grasses offer private, shaded areas for 
picnics, study or contemplation.  
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| saint anthony deck\park: THE MALL

concept plan

athletic field

unprogrammed turf 
area

ventilation tower

athletic field

bike/ped trail

the “mall”

skylights into tunnels to show 
orientation of lanes below, connect 
visitors to highway

elevator/stairwell to 
public parking garage

bicycle rack, wayfinding 
kiosk

sledding hill
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| saint anthony deck\park: THE MALL

form
Given the scale and complexity of plant 
pallettes in the floodplain and bluff 
zones, the mall will be relatively simple.   
Bur oaks line the pedestrian allee.  
When they are mature, the branches 
will form a complete canopy over the 
allee, providing a unique venue for 
festivals, a farmers market, or a stroll 
through the deckpark.  There are in fact 
two allees in the mall; one connects the 
Franklin Avenue bypass to the north, 
while the other connects the deckpark 
with Wabash Avenue.  The malls are 
anchored at the center by a bike rack 
and information kiosk, which is also the 
meeting point for the north-south and 
east-west bike/ped trails.  Visitors have 
access to underground parking just 

Quercus macrocarpa
bur oak

trees

Crataegus spp.
hawthorn

understory (selected species)

Cornus sericea
red osier dogwood

Diervilla lonicera
dwarf bush honeysuckle

Solidago canadensis
canadian goldenrod

Schizachyrium scoparium
little bluestem

Asclepias tuberosa
butterfly milkweed

Gentiana andrewsii
bottle gentian

Carex vulpinoidea
fox sedge

Gleditsia tricanthos
honeylocust

Rockefeller Park, New York City, which is programatically similar to the proposed 
deckpark mall

perspective of the mall, showing farmers market, oak pedestrian allee, skylights with views into driving 
lanes below, unprogrammed turf area, blue ventilation tower and bluff zone to the west

to the north of this area via an elevator 
and stairwell.  The elevator also connects 
drivers below to the the deck surface in 
case of emergency.  

A vast, unprogrammed field is provided 
for games of catch, picnics, kite-flying, 
card playing or a wide variety of other 
activities.  Two ventilation shafts, 
which can become attractive public art 
installations, provide for a constant flow 
of clean air for drivers below.  Visitors 
to the deck are also connected to tunnel 
activity below through several skylights.  
These skylights are embedded into the 
deck surface to provide natural light and 
visual contrast with the relatively serene, 
relaxed atmosphere of the deckpark.  
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I-94 reconstruction proposed typical section

| saint anthony deck\park
layers of complexity

In order to create a seamless link 
across Hwy. 280, many complex, 
layered systems must be built.  
The systems respond to many of 
the engineering issues discussed 
earlier, including traffic circulation, 
emergency egress, ventilation, 
structural supports, and parking.  
Each of these systems is shown 
graphically in the exploded 
axonometric drawing at right.  This 
section briefly describes each layer 
and some of the items that will 
need to be addressed as detailed 
drawings are developed.  

building footprints

expanded parking for 
court international

planted material

paths

neighborhood streets

deck infrastructure

parking and egress

highway 280 lanes
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I-94 reconstruction proposed typical section

| saint anthony deck\park
highway 280 lanes

modifications to 
existing on- and 

offramps

existing lanes to remain
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I-94 reconstruction proposed typical section

| saint anthony deck\park
highway 280 lanes

parking garages

parking exit

emergency egress 
lanes

emergency access to 
stairwell/elevator
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I-94 reconstruction proposed typical section

| saint anthony deck\park
highway 280 lanes

skylights (orange)

girders

retaining walls

top elevation of 
support posts
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I-94 reconstruction proposed typical section

| saint anthony deck\park
planted material

trees

bluff zone

floodplain zone
turf
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I-94 reconstruction proposed typical section

| saint anthony deck\park
neighborhood streets

franklin circle

franklin avenue

pelham boulevard

eustis boulevard

wellesley drive
bloor avenue

wabash avenue
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I-94 reconstruction proposed typical section

| saint anthony deck\park
paths

north-south bike/ped 
path, connection to 

UMN transitway

bluff zone nature walk

east-west bike/ped 
connection
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I-94 reconstruction proposed typical section

| saint anthony deck\park
deck infrastructure

athletic field

amphitheater

benches

athletic field



86saint anthony deck\park

I-94 reconstruction proposed typical section

| saint anthony deck\park
building footprints

court international 
expanded parking

athletic field
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| saint anthony deck\park
section elevation

linear plaza eustis blvd.
100’

boulevard and deck approach
90’

floodplain zone
80’

bluff zone
170’

the mall
110’

2-story underground garage 280 egress SB 280 SB 280 SB onramp SB onramp NB 280 NB offramp NB offramp 2-story underground garage

grade

underground

25’ 25’

25’25’25’

25’
25’
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| saint anthony deck\park
franklin avenue circle 
section elevation

elevated paths
40’

elevated paths
45’

tree-covered berm
98’

roadway
24’’

roadway
38’

roadway
38’

roadway
24’

franklin avenue approachfranklin avenue approach

grade

elevated

underground
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f | implementation
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| implementation: phasing plan
2015-2035
The development plan is envisioned to be 
implemented in four general phases.  The first 
two phases assume full or partial sale of the 
Weyerhaeuser parcel.  If sold, up to 710 units 
of housing could be developed in the two long 
blocks east of Emerald.  After 2020, large-
scale development may be possible.  Phase 
two projects 508 units of housing, 500,000 
square feet of office and 60,000 square feet 
of commercial development.  A 150-room 
hotel is also possible here.  If all phases are 
built, the study area could see 3,637 new 
residents, 5,545 additional jobs and 12,869 
average daily trips.  

Westgate 
Station

Raymond 
Station

Franklin Avenue

UNIVERSIT Y  AVENUE

Wabash Avenue

Myrtle Avenue

Raym
ond Avenue

Transfer Road

Curfew
 Street

Em
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I N T E R S T A T E  9 4

Berry Street

Sharon Ave.

300’ 600’

Pelham
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e
m
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residents/unit 1.57

workers/sf 238

average daily trips

residential: 2.7/unit

commercial: 5/1,000 sf

parking demand

residential: 1 stall/unit

commercial: 1 stall/400 sf

assumptions
development impact analysis
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| implementation: phasing plan
2010-2015

housing

office

retail

hotel

354 units

this phase
Residents 556

Workers 0

Parking Demand 354 spaces

Trips Generated 955 trips/day

Westgate 
Station

Raymond 
Station

Franklin Avenue

UNIVERSIT Y  AVENUE
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Myrtle Avenue
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Transfer Road
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| implementation: phasing plan
2015-2020

this phase
Residents 556

Workers 0

Parking Demand 360 spaces

Trips Generated 972 trips/day

Westgate 
Station

Raymond 
Station

Franklin Avenue

UNIVERSIT Y  AVENUE

Wabash Avenue

Myrtle Avenue

Raym
ond Avenue

Transfer Road

Curfew
 Street
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erald Street
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Berry Street

Sharon Ave.

300’ 600’
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housing

office

retail

hotel

360 units
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| implementation: phasing plan
2020-2025

Westgate 
Station

Raymond 
Station

Franklin Avenue

UNIVERSIT Y  AVENUE

Wabash Avenue

Myrtle Avenue

Raym
ond Avenue

Transfer Road

Curfew
 Street

Em
erald Street
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Berry Street

Sharon Ave.

300’ 600’
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housing

office

retail

hotel

508 units

500,000 sf

60,000 sf

150 rooms

this phase
Residents 798

Workers 2,352

Parking Demand 1,698

Trips Generated 4,172 trips/day
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| implementation: phasing plan
2025-2035

Westgate 
Station

Raymond 
Station

Franklin Avenue

UNIVERSIT Y  AVENUE

Wabash Avenue

Myrtle Avenue

Raym
ond Avenue

Transfer Road

Curfew
 Street

Em
erald Street

I N T E R S T A T E  9 4

Berry Street

Sharon Ave.

300’ 600’

Pelham
 Boulevard
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this phase
Residents 1,727

Workers 3,193

Parking Demand 2,652

Trips Generated 6,770

housing

office

retail

hotel

1,100 units

700,000 sf

60,000 sf
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| implementation: zoning
central corridor rezoning plan

Beginning in July 2010, the City of Saint Paul 
is conducting a study of zoning on the Central 
Corridor.  Currently, Saint Paul has three “traditional 
neighborhood” categories that encourage the 
development of walkable, transit-oriented communities.  
TN 3, the densest category, currently permits buildings 
up to 45’ in height, or about 4 stories.  In order to 
promote much denser development along the Central 
Corridor, the City is proposing to add a TN 4 category, 
which would permit buildings up to 150’ in height (see 
appendix for a comparison of TN categories and map 
of zoning proposed by city).  TN4 is proposed for the 
entire study area, which may not be appropriate given 
existing conditions.  For example, 150’ towers are 
not appropriate across from single-family residential 
development in Prospect Park.

In order to implement this development plan, which is 
grounded in the station area plan, the following three 
zones are proposed:

tn2
along emerald to encourage 1-2 story 
townhomes; within townhome district

tn3
the weyerhaeuser loft district

tn4
eustis boulevard, deckpark district
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| implementation: 
costs

estimated development costs

development type phase 1 phase 2 phase 3 phase 4 scale total costs
housing 360 units 354 units 508 units 1,100 units 2,322 units

$38,940,000 $39,600,000 $55,880,000 $121,000,000 $255,240,000
office 500,000 sf 700,000 sf 1,200,000 sf

$50,000,000 $70,000,000 $120,000,000
retail 60,000 sf 80,000 sf 140,000 sf

$6,000,000 $6,000,000 $12,000,000
hotel 120 rooms 120 rooms

$14,400,000 $14,400,000
total costs $38,940,000 $39,600,000 $126,280,000 $197,000,000 $401,640,000

estimated deck park construction costs

development type sq. footage phase 1 phase 2 phase 3 phase 4 total
deck\park structure1
(PCPS bulb T girders)

396,000 sf $78,408,000 $40,392,000 $118,800,000

landscaping2 $11,761,200 $6,058,800 $17,820,000
bike-ped structure3
(PCPS box girders)

45,000 sf $20,250,000

landscaping
design/engineering 
soft costs (10%)

$2,025,000 $9,016,920 $4,645,080 $15,687,000

subtotal $22,275,000 $99,186,120 $51,096,880 $172,558,000
contingency (15%) $3,341,250 $23,894,838 $7,664,532 $34,900,620
total $25,616,250 $123,080,958 $58,761,412 $207,458,620

1$300/square foot ; 2$45/square foot ; 3$450/square foot

At right is an estimated list of costs 
for the deck\park and north bike/
ped bridge.  Cost estimates were 
not prepared for the streets, parking 
facilities, utilities and other public 
spaces suggested by the development 
plan.  If all phases are built, the 
development plan represents 
$401,640,000 worth of new private 
investment, which will significantly 
add to the tax base of the City and 
County.  Part of this investment and 
future tax revenues can be captured to 
partially support the construction of 
the deck\park.

The deck\park is estimated to cost 
$207,458,620.  This includes design 
soft costs and a conservative 15% 
estimate for contingency costs.  The 
unit cost of the structure varies 
significantly, since both precast, 
prestressed bulb T and PCPS box 
girders are proposed.  The box girders, 
$450/sq. foot, are more expensive 
and could be used for the north bike/
ped bridge that connects to Territorial.  
Bulb T girders, much less expensive at 
$300/sq. foot, could be used for the 
main deck\park span.  
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| recommendations
financial

recommendation: consider building deck\park when land 
values reach $60/sf
As seen in Los Angeles, deck parks become possible when land values are at 
least $60/sf.  Currently, values south of Franklin are between $5 and $15/sf.  
Until that time, smaller projects such as the residential forecast in phases 1 
and 2 are feasible.

recommendation: establish district improvement fund 
This fund should be established before any phases are developed.  
Developers who contribute to the fund can receive a density bonus 
above current TN zoning.  Funds can be used to support more immediate 
infrastructure needs in addition to a future deck\park.  

recommendation: sell public land in phases 2 and 3
Land owned by MnDOT, including shoulders along Hwy. 280 and part of the 
right of way can be sold to private developers in phases 2 and 3 as part of an 
air rights transfer.  Developers would be responsible for building the plazas 
proposed on the deck\park side of each building.  Proceeds from the sale of 
land could be used to fund part of the deck\park.

zoning and regulations

recommendation: change proposed zoning scheme to TN 2-4
The proposed zoning changes call for a TN4 district throughout the study area.  This 
would permit large, 15-story buildings along Emerald, which would not be in keeping with 
the development plan or station area plan.  Instead, a gradient of TN2 - TN4 zoning is 
proposed extending eastward from Emerald Boulevard.

recommendation: reduce or eliminate parking requirements in 
station areas
Parking requirements are also being evaluated by the City.  One proposal is to reduce 
commercial parking requirements to 1 space per 400 square feet.  Instead, the City 
should eliminate all parking standards within station areas to allow developers more 
flexibility and reduce unnecessary costs.  This will also promote shared parking as 
developers will not be constrained to satisfy the parking demand of all development.
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| recommendations
future initiatives

recommendation: conduct detailed financial analysis of all 
infrastructure
A cursory cost estimate was conducted as part of this report.  Only costs 
related to deck\park construction were included.  Additional estimates are 
needed for the Franklin Circle and other proposed streets, structured parking 
facilities, linear plazas and other green space and utilities.  These estimates 
should be included as part of a cost/benefit analysis that compares potential 
development and tax revenues with required investments in infrastructure.

recommendation: conduct study of potential emerald 
bridge and pelham bridge
While the future of the Saint Paul Greenway project is currently uncertain, 
a study is needed to determine the potential for Greenway connections at 
either Pelham or Emerald.  A bridge from Emerald Boulevard over Interstate 
94 would likely be a pedestrian/bike trail and would directly connect the 
study area to the Mississippi.  However, the grade differential here is steep 
and an Emerald Bridge would likely be expensive.  One alternative is to 
retrofit the existing Pelham Drive bridge, which is already a City-designated 
bike route.  Further, the south side of the bridge provides easy access to the 
future greenway.  If the Greenway project becomes feasible again, a public 
process should be structured around building one of these two connections  

recommendation: convene property owners to discuss 
implementation of phases 1-3
Weyerhaeuser, owning up to 1/3 of land, is a major player in the development 
of the study area.  If and when this parcel is sold, all of phases 1 and 2 and 
part of phase 3 could be developed.  Also, the Court International building, 

which has developed parking facilities south of Franklin, may have an interest in 
developing additional facilities tied to new mixed use office/residential development 
west of Hwy. 280.  Such a development, if done at sufficient densities, could be key to 
demonstrating the potential for an expansive office/residential campus with 10-20 story 
buildings.  

recommendation: conduct traffic study
The Franklin Circle is one strategy for mitigating the expected increase in traffic 
congestion within the stuy area.  However, with 12,869 average daily trips (ADT) forecast 
if all phases are built, the roundabout alone may not be enough to reduce congestion.  
Other strategies may include direct access to underground parking facilities or new on/
offramps.  In addition, it is unclear how many of those trips will be by light rail transit, 
foot or bicycle.  All of these considerations should be weighed in a comprehensive 
traffic study for the Franklin/Hwy. 280 zone that makes recommendations for new 
transportation infrastructure.  

panorama from Pelham Boulevard bridge, showing route of potential Saint Paul Greenway

saint paul greenway route

hwy. 280

I-94 westbound
I-94 eastbound pelham northbound
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| conclusion
The deck\park and associated development is a 
comprehensive, ambitious and costly proposal.  However, this 
study has demonstrated the extensive amount of office and 
residential development possible with a Hwy. 280 deck\park 
between Franklin and Wabash.  The structure achieves several 
objectives by mitigating noise and air pollution, eliminates 
the unsightly highway from view, provides critical bike and 
pedestrian connections for the City and region, and provides 
several new facilities and amenities for residents and workers.  

The deck\park will have significant economic impacts by 
leveraging much more development than the conventional 
approach.  
Without the structure, the scale of development along Hwy. 
280 would not be nearly as expansive as what is proposed in 
the development plan.  While the deck\park is a sizable public 
and private investment, the impact on local tax revenues 
and private investment should justify the capital costs of 
construction.     

To move this idea forward, the City and its partners must 
directly engage the property owners and potential investors 
in a conversation about short and long-term infrastructure 
needs.  New developer incentive programs, committments 
by the City to build some infrastructure and an extensive 
financing program are also essential.  In the short term, 
smaller initiatives and studies can be completed by City staff, 
non-profits and consultants to assess true costs, develop 
financing programs and identify other infrastructure needs.   

An ongoing, public-private partnership is essential to 
implementing the vision for a connected, safe, livable, 
sustainable and active neighborhood.       
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Central Corridor/Traditional Neighborhood Zoning Study

Central Corridor 

Development Strategy (CCDS) 

and Station Area Plans

Central Corridor Overlay B3 TN2 TN3 TN4 (proposed new 

district)

PED Staff Rationale

Area it Applies To Area of Change (from Area of 

Change & Stability as defined on 

pp.37-38 of the CCDS)

Area of Change (from Area 

of Change & Stability as 

defined on pp.37-38 of the 

CCDS and shown on the 

official zoning map)

Those areas designated as 

B3 on the official zoning 

map.

Those areas designated or 

proposed to be designated 

as TN2 on the official 

zoning map.

Those areas designated or 

proposed to be designated as 

TN3 on the official zoning 

map.

Those areas recommended as 

TN4 on the proposed zoning 

map.

Same as Central Corridor Overlay. 

Floor Area Ratio 

(FAR) = Sq. ft. of 

building area divided 

by sq. ft. of parcel 

area

Min. 1.0 FAR at station areas 

(1/4 mi.) and Midway shopping 

area; min 1.0 FAR on sites over 

25,000 sq. ft. elsewhere; allow 

public gathering, landscaped, 

and outdoor seating to count.

Minimum FAR of 1.0 for 

new buildings in station 

areas; minimum of 0.5 FAR 

elsewhere; allow public 

gathering, landscaped, and 

outdoor seating areas to 

count towards building 

square footage; industrially 

zoned land between Prior 

and Vandalia is exempt 

from Min. FAR req.

Max 2.0 FAR Existing: Non-residential 

or mixed-use: 0.5 - 2.0 FAR 

with surface parking, or 3.0 

FAR with structured 

parking.  Proposed: reduce 

min. FAR to 0.3 citywide, 

but keep min. 0.5 FAR in 

station areas 

Existing: Non-residential or 

mixed use: 30-44 dua and 1.0-

3.0 FAR.  Proposed: 1.0 

FAR at light rail transit 

station areas for sites of 

25,000 sq. ft. or more; min. 

0.5 FAR on sites under 

25,000 sq.ft. or outside light 

rail transit station areas.

Proposed: Multifamily, non-

residential, or mixed-use: 1.0 

FAR at station areas for sites 

of 25,000 sq. ft. or more; 

min. 0.5 FAR on sites under 

25,000 sq. ft. or outside 

station areas.

Similar to Central Corridor Overlay with 

added lot size threshold. A graphic 

exercise was done to look at different 

building sizes and their associated 

parking requirement to determine 

whether it was reasonable to require a 1.0 

FAR on smaller sites. The conclusion was 

that a 25,000 sq. ft. site could adequately 

accommodate a variety of building scales 

as well as parking. 

Building Heights 

(minimums and 

maximums)

Varies depending on location & 

orientation; generally min. of 2-4 

stories; 6 and more stories are 

permissible in some locations

Min 2 stories in station 

areas.

30 ft. max. May exceed 

max. if stepped back from 

setback lines a distance 

equal to the height which the 

structure exceeds the max. 

building height.

Existing: No min.; 35 ft. 

[about 2-3 stories] max. 

Buildings should look like 

they are more than one 

story.  Heights up to 45 ft. 

with a CUP.  Proposed:  

No change.

Existing:  2 stories min; 45-

55 ft. max.[about 3-4 stories, 

depending on use]. Up to 90 

ft with a CUP.  Proposed: 

25 ft. min.rather than 2 

stories. No change to 

maximum.

Proposed: Min. 25 ft. and 

up to 75 ft. [about 6 stories] 

without stepbacks. Greater 

height is permitted if set back 

20 ft. from the street and any 

other primary façade, and 20 

ft. from the rear property 

line, on top of a base podium, 

up to 150 ft. [about 12 

stories] max. Height over 150 

ft. (no max) permitted with a 

CUP.

For the sake of consistency, all building 

height requirements in the TN zones are 

proposed to change to feet rather than 

stories. The proposed 25' minimum will 

likely yield two or more stories. The 75' 

maximum allows for approximately 6 

stories of standard construction and 

regulates additional height by requiring  

setbacks on the upper floors. This creates 

a sense of enclosure for a pedestrian but 

doesn't overwhelm with the added height. 

The variation in interior and rear setbacks 

allows for greater architectural diversity. 

As TN4 will be the city's most intense 

district outside downtown, it is 

appropriate to allow the market 

conditions to determine building height. 

Comparison of CCDS and Station Area Plans, Central Corridor Overlay, Existing and Proposed Requirements
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Central Corridor 

Development Strategy (CCDS) 

and Station Area Plans

Central Corridor Overlay B3 TN2 TN3 TN4 (proposed new 

district)

PED Staff Rationale

Building Setbacks 

(the number of feet 

the edge of the 

building is set back 

from the property 

line)

Generally 0 ft., but allow some 

flexibility to achieve bigger 

pedestrian realm.

0 ft. min. to 10 ft. max. front 

setback. Setback area should 

include pedestrian 

amenities.

Front: 0 ft.; Side: 0 ft.; Rear: 

0 ft. or with room for off-

street loading as required in 

63.400.

Existing: Non-residential 

or mixed-use: front: 0-10 ft 

min.; side: 0 ft.; Rear: 0-15 

ft. min. Proposed: 4 ft. 

min. on University Ave. 

and max of 10 ft. - the 

additional 6 ft. shall be for 

outdoor seating/active 

space. Rear setback along 

University Ave shall result 

in a 22 ft. alley.

Existing: Non-residential or 

mixed-use: front: 0-10 ft 

min.; side: 0 ft.; Rear: 0-15 

ft. min. Proposed: 4 ft. min. 

on University Ave. and max 

of 10 ft. - the additional 6 ft. 

shall be for outdoor 

seating/active space. Rear 

setback along University Ave 

shall result in a 22 ft. alley.

Proposed: Non-residential 

or mixed-use: front: 0-10 ft 

min.; side: 0 ft.; Rear: 0-15 

ft. min.  Four ft. min. on 

University Ave. and max of 

10 ft. - the additional 6 ft. 

shall be for outdoor 

seating/active space. Rear 

setback along University Ave 

shall result in a 22 ft. alley.

The goal along University Avenue, as 

identified in the CCDS and station area 

plans, is to provide a 14' pedestrian 

zone/sidewalk. In most areas the sidewalk 

will be 10' after LRT construction.  By 

requiring the additional 4' setback the 

desired pedestrian area can be achieved. 

Elsewhere in the city it is appropriate for 

buildings to be placed right up to the 

property line. The 10' maximum allows 

for recessed entries, additional pedestrian 

space and sidewalk cafes. 

Parking 

Requirements

Residential: min 0.75 

spaces/unit, max. 1 space/unit; 

non-residential 1 space/300 sq. 

ft.

Residential: no min. and 

max. of 1 space/unit.  Non-

residential: min. 60% to 

max. of 85% of citywide 

requirement. Can be 

exceeded if structured 

parking.

Dependent on use. Existing: Recently adopted 

changes to the citywide 

parking requirements.  Now 

most retail and office uses 

are 1 space/400 sq. ft.  

Proposed: elimination of 

minimum required parking 

in LRT station areas (within 

1/4 mile).

Existing: Recently adopted 

changes to the citywide 

parking requirements.  Now 

most retail and office uses 

are 1 space/400 sq. ft.  

Proposed: elimination of 

minimum required parking in 

LRT station areas (within 1/4 

mile).

Proposed: Recently adopted 

changes to the citywide 

parking requirements.  Now 

most retail and office uses 

are 1 space/400 sq. ft.   

Elimination of minimum 

required parking in LRT 

station areas (within 1/4 

mile).

The recently approved changes to the 

citywide parking code will result in 

requirements similar to those in the 

Overlay District. Presumably the demand 

for parking within a station area will 

decrease substantially once LRT service 

is up and running. Removal of the 

parking requirement allows business and 

property owners to decide how much 

parking is needed or appropriate for the 

use. 

Parking Placement No parking fronting the Avenue, 

or 20% of frontage if there is no 

access (max 56ft)

Rear or interior side yard. 

Frontage on University or 

other streets within station 

areas may not exceed two 

rows with a drive isle, not to 

exceed  60ft. of frontage.

No specific requirements. Existing: Parking must be 

placed in a building, 

underground, in rear yard or 

side yard; variance needed 

for parking in front of the 

building. Surface parking 

cannot occupy more than 

50% of total lot frontage. 

Proposed: Same as above, 

but surface parking cannot 

exceed 60 ft. of lot frontage 

in LRT station areas.

Existing: Parking must be 

placed in a building, 

underground, in rear yard or 

side yard; variance needed 

for parking in front of the 

building. Surface parking 

cannot occupy more than 

50% of total lot frontage. 

Proposed: Same as above, 

but surface parking cannot 

exceed 60 ft. of lot frontage 

anywhere.

Proposed: Parking must be 

placed in a building, 

underground, in rear yard or 

side yard; variance needed 

for parking in front of the 

building. Surface parking 

cannot occupy more than 

50% of total lot frontage.  

Same as above, but surface 

parking cannot exceed 60 ft. 

of lot frontage anywhere.

Same as Central Corridor Overlay. 

Parking structures in a mixed use areas 

should be integrated into the mixed use 

fabric rather than dominating valuable 

street frontage. By requiring some 

attention to architectural detailing and 

that the structure be wrapped with 

commercial or retail uses, the structure 

will create less land use and pedestrian 

conflicts. 
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Central Corridor 

Development Strategy (CCDS) 

and Station Area Plans

Central Corridor Overlay B3 TN2 TN3 TN4 (proposed new 

district)

PED Staff Rationale

Use Restrictions No new curb cuts for single-use 

driveways; no drive-through 

retail, car dealership or auto 

repair at station areas.

No auto convenience 

market, auto repair station, 

auto sales and rental, auto 

service station, auto 

specialty store, or car wash 

uses; drive-throughs are 

regulated as in the TN2 

district.

Nearly all commercial uses 

permitted; see principal use 

table in Sec. 66.421.  

Residential uses restricted to 

no more than 50% of the 

first floor.

Existing:  Residential uses 

and many commercial uses 

permitted.  Most auto-

related uses restricted.  

Proposed: add auto service 

station as a conditional use; 

no drive-throughs adjacent 

to station platforms.

Existing: Residential uses 

and many commercial uses 

permitted.  Most auto-related 

uses restricted.  Drive-

throughs not permitted. 

Proposed: Add reception 

hall as conditional use, and 

mail order house as 

permitted.

Proposed: Multi-family 

residential uses and many 

commercial uses permitted.  

No one and two-family 

dwellings, and no new auto-

oriented uses.

More permissive than Central Corridor 

Overlay relative to auto-oriented uses, but 

auto-related uses should not be permitted 

in the TN4, the most dense, ped.-oriented 

district. 

Design Requirements TN design standards should 

apply; design review process at 

station areas and "urban village" 

areas.

Design standards in 

63.110(c) for pedestrian-

oriented areas apply.

No specific requirements 

other than citywide design 

standards.

TN design standards (with 

some proposed revisions).

TN design standards (with 

some proposed revisions).

Proposed:  TN design 

standards (with some 

proposed revisions).

Same as Central Corridor Overlay; design 

standards in 63.110(c) apply. However, 

TN design standards require updating to 

provide clarifications and changes based 

on experience, and to incorporate the 

principles and intent of the TN4 district. 
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