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1. Introduction 

1.1. Scope of Analysis 

Analysis of economic development during  the Evaluation stage of  the Nicollet‐Central Transit Alternatives study 
will include definition and interpretation of evaluation criteria, for the purpose of screening project alternatives on 
the merits related to these two topics. 

1.2. Goals for Project Related to Economic Development 

A  number  of  goals  related  to  Economic  Development were  articulated  during  the  definition  of  the  project’s 
Purpose  and  Need.    Evaluation  criteria  for  screening  potential  alternatives  are  to  be  defined  to  understand 
whether and to what extent a given alternative may achieve project goals. 

Catalyze and Support Economic Development 

 Support the economic vitality of downtown 

 Support the economic vitality of small neighborhood businesses 

 Support local and regional goals to foster compact, mixed‐used development along the corridor 

1.3. Evaluation Criteria Related to Economic Development  

To align with project goals, the following criteria were defined to evaluate alternatives. 

Table 1:  Economic Development Evaluation Metrics 

Evaluation Criteria 

Goal 3: Catalyze and Support Economic Development 

Objectives: 

 Support the economic vitality of downtown 
 Support the economic vitality of small neighborhood businesses 
 Support local and regional goals to foster compact, mixed-used development along the corridor 

Estimate of development potential  Comparison of existing and maximum allowable FAR per current 
zoning by type (e.g. residential, commercial)  

Basis: 

 City land use and zoning GIS database and mapping 

Potential value of development  Estimated assessed value of development capacity 

Basis: 

 City land use and zoning GIS database and mapping 

 Estimate of development potential 

Potential for alternative to spur 
development 

 Qualitative assessment of an alternative’s potential to spur 
development 

Basis: 

 Business/developer forum 

 Peer review/research 
 



Nicollet – Central Transit Alternatives 

2-2 | November 2013 | Economic Development Recommendations 

2. Quantitative Metrics 

2.1. Evaluation Approach 

For  evaluation  criterion  3.1  ‐  Estimate  of  Development  Capacity,  the  project  team  compared  existing 
development  patterns with  the  theoretical maximum  build‐out  allowable  under  current  zoning,  based  on  the 
maximum  FAR  in  each  zoning  district.  Except  as  noted  on  the  following  page,  the  analysis  did  not  consider 
potential rezoning or speculative development proposals.   Note:  This task does not include a real‐estate market 
analysis of the total corridor to test the feasibility of  increased development capacity, density or future  land use 
form  – market  insight  at  this  phase  of  the  study  comes  via  the Developer  Forum  events  and  scan  of  specific 
Opportunity Areas as part of criterion 3.3 (below). 

This exercise was GIS‐based, using the City’s land use and zoning GIS database and mapping. 

The same corridor boundaries were used for purposes of economic development analysis as for the broader study, 
and consists of a “buffer” one‐half mile in width on either side of the alignment (that is, a total width of one mile). 
The following details amplify and, in some areas modify, this general description:  

 At either end of the corridor, the study area extends  in a semi‐circle with a half‐mile radius centered on 
the terminal station: 

o At the northern terminus (the 41st Avenue NE Transit Center in Columbia Heights), the semi‐circle 
extends north along Central Avenue to 45th Avenue NE. 

o At  the  southern  terminus  (46th  Street),  the  semi‐circle extends  south along Nicollet Avenue  to 
50th Street. 

 The half‐mile corridor boundary consists of the following, starting in Columbia Heights: 

o From the northern terminus to 18th Avenue NE: on the west, 7th Street NE (or a line extending it); 
on the east, Johnson Street NE (or a line extending it). 

o From 18th Avenue NE  to  Summer  Street NE: on  the west, Washington  Street NE; on  the east, 
Johnson Street NE until 14 Avenue NE, then the westerly ROW line of I‐35. 

o From Summer Street NE to East Hennepin Avenue: on the west, no specific parallel street; on the 
east, SE 7th Street (or a line extending it). 

o Along East Hennepin Avenue  to  the  river: on  the west, 6th Avenue NE; on  the east, no  specific 
parallel street. 

o Downtown  (from the river to Grant Street): on the west, no specific parallel street; on the east, 
Portland Avenue S. 

o From Grant Street  to W 26th Street: on  the west,  Lyndale Avenue S; on  the east,  the westerly 
ROW line of I‐35.  

o From W  26th  Street  to  the  southern  terminus:  on  the west,  Lyndale  Avenue  S,  on  the  east, 
Portland Avenue S.   

 

 While the analysis of existing  land use conditions examined all  land within the defined corridor, the GIS 
analysis  of  economic  development  capacity  excluded  areas  of  single‐family  and  two‐family  homes. 
Specifically: 

o In Minneapolis, all  land  in districts R1, R1A, R2, and R2B were excluded from the GIS analysis of 
economic development and affordable housing, except those fronting on the alignment. 

o In Columbia Heights, the same rule was applied to the R‐1, R‐2A, and R‐2B districts. 

o In Minneapolis, the OR1 district (low‐density neighborhood office residence) was  included  in the 
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analysis where it fronts on the alignment, but excluded everywhere else. 

o Parks, open spaces, and institutional anchors (e.g. the Convention Center) were excluded. 

 Future  development  capacity was  calculated  as  the maximum  density  allowed  by  right  under  existing 
zoning, minus the current built densities. The only exceptions to the use of current zoning to define the 
maximum FAR were as follows:  

o Land zoned R1 or R2  (low‐density residential) and  fronting on  the alignment was treated as  if  it 
were zoned R4 (medium‐density residential). 

o Within  Activity  Centers  (as  officially  designated  in  the  Minneapolis  Plan),  land  zoned  C1 
(Neighborhood Commercial) or C2  (Neighborhood Commercial Corridor) was treated as  if zoned 
C3A (Community Activity Center), including the available 20% density bonus. 

 The accuracy of  the calculations  is constrained by  the quality of  the underlying data procured  from  the 
City  of  Minneapolis,  the  City  of  Columbia  Heights,  and  Hennepin  County.    Data  exceptions  such  as 
incorrect building square footages or appraised values were noticed  in some situations as outlier values, 
but this exercise did not allow for a property‐by‐property audit of accuracy or precision.  

 At the time of the draft report (June 19, 2013) building and  lot square footages were available from the 
City of Columbia Heights only within a ¼ mile buffer from the corridor in time for processing. 

 

For  evaluation  criterion  3.2  ‐  Potential Value  of Development  Capacity,  the  project  team  estimated  assessed 
value  of  the  potential  development  capacity  derived  as  described  above.    The  approach  was  a  GIS‐based 
arithmetic exercise to assign proxy submarket valuations (based on County Assessor data for parcels in the study 
area) to the build‐out increment.  Basis: 

 City land use and zoning GIS database and mapping; 

 City / County assessor data from GIS containing assessed values and/or market values of land and 
improvements; 

 Estimate of development capacity as described above. 
 

Market  value was  derived  on  a  per‐square‐foot  basis  for  each  parcel  included  in  the  analysis,  and weighted 
averages  for  each  segment  were  used  in  the  calculation  of  the  value  of  potential  incremental  development 
capacity.  As these values reflect the current zoning of each property and were not altered for significant changes 
in use as shown  in relevant plans (if applicable), these values may be more conservative than may be realized  in 
actuality.  The values are also reflect the current year data from the source (i.e., 2013) and not adjusted for future 
potential appreciation or redevelopment.   

 

2.2. Results 

2.2.1. Estimate of Development Capacity 

A summary of the estimated theoretical maximum development capacity is presented below. 
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Table 2:  Estimated Development Capacity in 1/2 Mile Study Corridor by Segment 

 

Figure 1:  Estimated Development Capacity in Square Feet for 1/2 Mile Study Corridor by Segment 

 

Maps illustrating the intensity of potential development capacity by segment in terms of floor area ratio (FAR) are 
presented on the following pages.    
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Figure 2:  Estimated Development Capacity, Segment 1 
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Figure 3:   Estimated Development Capacity, Segment 2 
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Figure 4:   Estimated Development Capacity, Segment 3 
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Figure 5:   Estimated Development Capacity, Segment 4 
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Figure 6:  Estimated Development Capacity, Segment 5 
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Figure 7:  Estimated Development Capacity, Segment 6 
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Figure 8:  Estimated Development Capacity, Segment 7 
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Figure 9:  Estimated Development Capacity, Segment 8 
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2.2.2. Potential Value of Maximum Development Capacity 

A  summary  of  the  estimated  potential  value  of  the  theoretical maximum  development  capacity  is  presented 
below. 

 
Table 3:  Estimated Value of Development Capacity in 1/2 Mile Study Corridor by Segment 

 
 
 

Figure 10:  Estimated Value of Development Capacity in 1/2 Mile Study Corridor by Segment 
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3. Qualitative Metrics 

The evaluation of the corridor’s potential for transit‐supportive economic development also includes a qualitative 
criterion, namely 3.3 – The Potential for an Alternative to Spur Development. This analysis will not only help  in 
the  selection  of  a  Locally  Preferred  Alternative,  but will  also  help  align  that  alternative with  the  Small  Starts 
Economic Development Criterion, which emphasizes transit‐supportive plans and policies and their performance. 

This qualitative assessment is based on three analytic inputs:  

 Feedback from the Minneapolis development community, obtained at a Developer Forum held on May 6, 
2013, for this specific purpose; 

 Peer City research conducted by the consultant team; 
A  detailed,  primarily  qualitative  analysis  of  nine  locations  along  the  corridor  identified  by  the  City  of 
Minneapolis as “Opportunity Areas” in which a major transit investment could reasonably be expected to 
spur  transit‐supportive economic development. This analysis  considered  the Minneapolis and Columbia 
Heights Comprehensive Plans, applicable Small Area Plans, adopted development policies and guidelines; 
and approved development plans. 

This section of the report consists of: 

  3.1. Private Market Developer Feedback (a summary of the Developer Forum) 

  3.2. Peer City Research (a summary of the research results as they relate to corridor development) 

  3.3. Opportunity Areas (a summary of the analysis) 

  3.4. Summary and Evaluation 

  3.5. Opportunity Areas (detailed area profiles). 
 

3.1. Private Market Developer Feedback 

The Minneapolis‐area developers who participated  in the May 6, 2013 Developer Forum were emphatic  in their 
view that a streetcar investment would have an more impactful and enduring influence on economic development 
along the corridor, to a greater degree than an Enhanced Bus. They made particular reference to the qualitative 
upgrade  that customers, developers,  lenders, and  investors perceive  in a  fixed‐rail  investment; the permanence 
ascribed to streetcars  in comparison to an enhanced bus corridor; and the appeal of streetcars to the “creative 
class” and other urban revitalization stakeholders.   The developers’ stated preference  for  the streetcar  includes 
the Short Streetcar (provided that  it crosses the River), since  it  is understood as a “starter”  line.   The developers 
present  indicated  that  if  the  streetcar  alternative were  to  advance,  they would  be more  likely  to  undertake 
projects in the Nicollet and Central corridors, and to do so in an earlier timeframe. 

All  of  the  developers  present  indicated  the  importance  of  policy  and  planning  support  to  help  realize  the 
achievement of  increased transit‐supportive densities and mixes of uses along the transit corridor.   These steps 
include making sure that zoning designations match approved plans and policies, and designating key connection 
and  transfer points on  the  alignment  as  “super‐stations”  and pursuing planning  studies  so  support  these  TOD 
priority areas. 

Developers also noted support in principle for collaborating on the provision of station amenities, whether as joint 
development or incorporating amenities into their developments. 

3.2. Peer City Research 

The  study  team  conducted  a  survey  of  streetcar  and  enhanced  bus  projects  in  peer  cities  to  research  system 
characteristics and  impacts,  including economic development.   Key findings from peer city streetcar systems are 
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presented below.   

 Cities, including those selected for this peer review, have generally assumed significant economic growth 
will occur due  to  the  introduction of  a  streetcar  –  in  fact,  this  is often  is  a  core  reason  for building  a 
streetcar. As a result, business support for the streetcars is also strong in most of the cities profiled. 

 Development  along  Portland’s  first  streetcar  line  has  been  impressive,  but  the  degree  to  which  this 
success  can  be  attributed  to  the  streetcar  itself  remains  inconclusive.    The  area  served  by  the  first 
streetcar line, the Pearl District, was the target of extensive public and private investment aside from the 
streetcar, some of which almost certainly would have happened in any case. There is a consensus that, at 
the very  least,  the  streetcar catalyzed, organized, and accelerated  this  investment around  the  streetcar 
line, and may have helped to maximize private investment in the area. 

 Seattle  has  seen  extensive  economic  development  and  growth  near  its  first  streetcar  line,  and many 
businesses  and  residents  believe  the  success  can  be partially  attributed  to  the  streetcar.  The City  and 
many businesses hope  the permanent  investment  represented by a streetcar  line will drive growth and 
bring people to the neighborhood.    In particular, the streetcar was a factor  in Amazon.com's decision to 
move  its  headquarters  to  South  Lake  Union  in  2008,  and  the  company  is  contributing  to  additional 
investment in the system. 

 Tucson projects that  its new streetcar  line, once open, will  lead to at  least a 4% premium  in the price of 
nearby properties within 1,500  feet of  the streetcar alignment. The City also projects  that  the streetcar 
will lead to the creation of 1,480 long‐term regional jobs.  

Key findings from peer city enhanced bus systems are presented below.   

 Enhanced  bus  service  generally  brought  less  documented  economic  development  than  the  systems 
profiled in the streetcar peer review, though they were able to deliver significant transit improvements at 
a much  lower cost than streetcars or  light rail.     As more enhanced bus systems are  implemented  in the 
United States, there will certainly be more study of the land use and development pattern impacts. 

 Enhanced bus service  in  the peer cities was not generally  implemented  in coordination with updates  to 
local  land use plans, though the  lines often were  implemented  in areas that are already zoned for more 
dense development 
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3.3. Opportunity Areas: A Summary of the Analysis 

This section provides a Location Map and tabular summaries of the nine Opportunity Areas identified by the City 
of Minneapolis for this analysis. Eight are in Minneapolis; the ninth is in neighboring Columbia Heights.  

Figure 11:  Location Map of Opportunity Areas 
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The tabular summaries of the nine Opportunity Areas follow the map from north to south. The corresponding and 
more detailed area profiles are found in Section 3.5. 
 

Table 4:  Opportunity Area Summaries 

 DOWNTOWN COLUMBIA HEIGHTS 

Location 

The area centered on the intersections of Central Avenue with 41st and 40th Avenues, 
where the full-length transit corridor would terminate at the Columbia Heights Transit 
Center. The boundaries run from 42nd Avenue in the north to 39th Avenue in the south, 
with varying widths. 

Segment Segment 1 (41st Avenue NE to Lowry). 

Comprehensive Plan 
Features 

The Columbia Heights Comp Plan identifies this area as the city’s future mixed-use core. 
The designated Future Land Uses are Commercial, TOD, High-Density Residential, and 
Institutional. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to x.xx 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

The Central Avenue frontage is primarily low-density, automobile-oriented strip 
development with deep setbacks, leaving a potentially transformative long-term 
development opportunity. 

The blocks between 40th and 42nd Avenues also include areas zoned and planned for 
dense multi-family development and important civic uses. 
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SHOREHAM YARDS 

Location Both frontages of Central Avenue between 31st and 28th Avenue NE. 

Segment Segment 1 (41st Avenue NE to Lowry). The southerly portion of the Opportunity Area is 
also within the half-mile walkshed of Segment 2 (Lowry to Broadway) 

Minneapolis Plan 
Features 

This area is identified as a “transformative project” opportunity in the Central Avenue 
Small Area Plan. The Future Land Use of the Shoreham Yards site is Mixed-Use; the 
opposite frontage on Central Avenue is designated Mixed-Use and Urban Neighborhood. 

This portion of Central Avenue is a designated Commercial Corridor, meaning that 
buildings of at least two stories and higher-density housing are encouraged. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 2.57 
million square feet of development beyond the existing building stock. * 

Transit-Supportive 
Development Potential 

The west side of Central Avenue provides a regionally-significant, 18-acre development 
site; it is part of the Shoreham Yards railroad/industrial area owned by the Canadian 
Pacific Railroad and includes the historic roundhouse. The Small Area Plan envisions a 
transit-oriented, employment-based development, with at least 500,000 square feet of 
office, lab, and institutional space plus parking garages, restaurants, and open space. The 
neighborhood street grid would be extended into the site, creating multiple parcels. 

The east side of Central Avenue presents an opportunity to build neighborhood-scale 
commercial and mixed-use space. 

 * For the eight Opportunity Areas in Minneapolis, “current zoning” includes the two exceptions noted on page __. 

  



Nicollet – Central Transit Alternatives 

3-18 | November 2013 | Economic Development Recommendations 

 

 

hi

or

eh

a

m 

LOWRY AND CENTRAL 

Location 
The node centered on the intersection of Central and Lowry Avenues, bounded by 26th 
Avenue on the north, 24th Avenue on the south, Jackson Avenue on the west, and Polk 
Avenue on the east.  

Segment Segment 2 (Lowry to Broadway). 

Minneapolis Plan 
Features 

This node is identified as a “transformative project” opportunity in the Central Avenue 
Small Area Plan.  

This portion of Central Avenue is a designated Commercial Corridor. 

The frontage on either side of Central Avenue is designated an Activity Center in the 
Minneapolis Plan, with a Future Land Use category of Mixed-Use.  

The outer halves of these blocks, fronting on Jackson and Polk Avenues, have a Future 
Land Use designation of Urban Neighborhood, a context-sensitive designation which can 
accommodate a variety of residential zoning densities. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 1.3 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

Two quadrants of the Lowry/Central intersection are underutilized and partially vacant and 
could support multi-story commercial or mixed-use development.. 

The entire Central Avenue frontage is a Pedestrian-Oriented Overlay District, promoting a 
strong commercial street front with reduced off-street parking requirements. 

The blocks facing away from Central on either side are zoned high-density multi-family 
residential with significant unbuilt capacity. 
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CENTRAL ARTS WEDGE 

Location 
A 140-acre area, consisting roughly of a half-mile square from 18th Avenue NE to 
Broadway, and from Monroe to Fillmore. Bisected by Central Avenue, the “wedge” is 
formed by two branches of the BNSF.  

Segment Segment 2 (Lowry to Broadway). The Wedge also lies within the half-mile walkshed of 
Segment 3 (Broadway to 8th Avenue NE). 

Minneapolis Plan 
Features 

The Wedge is Identified as a “transformative project” opportunity in the Central Avenue 
Small Area Plan. 

Central Avenue is designated a Commercial Corridor in the northern portion of the site. In 
the southern portion, Central Avenue and Broadway are Community Corridors, 
encouraging low-to-medium density housing tapering up to higher density near major 
nodes, with supportive retail and a transit- and pedestrian-oriented character. 

Almost the entire area has a Future Land Use of Transitional Industrial or Mixed-Use, 
with zoning that allows residential and retail as well as industrial uses. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 7.6 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

The Wedge already contains the city’s largest concentration of artists’ studios, galleries, 
and live-work space, mostly in adaptively reused industrial buildings. 

The Central Avenue frontage on both sides is vacant or underutilized, creating a major 
infill corridor served by three transit stops (Broadway, 14th, 18th) if this segment is built. 

There are opportunities for new multi-family development, as well as for the adaptive 
reuse of the former Minneapolis School headquarters, a 240,000-square foot industrial 
complex on Broadway a block from the transit stop. 
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EAST HENNEPIN 

Location 

An L-shaped area centered on the convergence of East Hennepin and Central Avenues. 
Bounded by SE 7th Avenue on the north, River Place/SE Main Street along the river, and the 
railroad line west of 1st Avenue SE. On the east, the area crosses Central Avenue and 
extends in a “panhandle” on University Avenue.  

Segment Segment 4 (8th Avenue NE to Washington). 

Minneapolis Plan 
Features 

This area is a designated Activity Center in the Minneapolis Plan. The principal Future Land 
Use categories are Mixed-Use and Commercial.  
East Hennepin Avenue, and a portion of Central Avenue, are designated Commercial 
Corridors. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 7.0 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

The Central Avenue Small Area Plan extends to the intersection of East Hennepin and 
Central, calling for a cluster of multi-story, transit-oriented development at that node. 
There are opportunities for Intensification and infill along East Hennepin and Central, 
consistent with the Pedestrian-Oriented Overlay District covering both Avenues in this area.  
Several vacant and underutilized sites are available for redevelopment along 1st Avenue 
NE, which will carry southbound transit in this area if the East Hennepin / 1st Avenue river 
crossing alignment is chosen.  
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NORTH NICOLLET MALL 

Location The downtown corridor centered on Nicollet Mall, from North 2nd Street to South 6th Street, 
and extending from 1st Avenue on the west to Marquette Avenue on the east.  

Segment Segment 5 (Washington to Grant4). 

Minneapolis Plan 
Features 

All of downtown is designated a Growth Center, the Minneapolis Plan’s highest-density Land 
Use Feature. Nicollet Mall, Hennepin Avenue, and Washington Avenue are also designated 
Commercial Corridors. The Future Land Use categories are Commercial and Mixed-Use. 

A Small Area Plan, Development Objectives for North Nicollet Mall (adopted 2000), 
envisions very high-density, mixed-use, transit- and pedestrian-oriented development, 
including particularly on several key blocks used as surface parking. 
In the North Loop/Downtown East Master Plan (adopted 2003), the intersection of 5th Street 
and Nicollet Mall is shown with “very tall” buildings (34 stories and higher).. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 6.8 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

The Mall is crossed by the Blue Line / Green Line light rail corridor on 5th Street. 
The Powers Block, which adjoins a light rail station at 5th Street and Nicollet Mall, is 
currently being developed with a residential tower, to be followed by a 2,000-person Xcel 
Energy office center and a second residential project. A nearby former auto dealership site is 
being redeveloped with an apartment building and grocery market.  

Two large parking lots flanking the Mall (the Nicollet Hotel and Ritz Blocks) are strategic 
development sites.  

Several blocks along the western edge of the Mall area, between North 1st and Hennepin, 
include surface parking lots large enough to be redeveloped. The post-recession 
development value of these blocks would be enhanced by a streetcar, which would change 
the composition of transit services in the Mall area. 
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I-94 / FRANKLIN 

Location 

The segment of Nicollet Avenue straddling I-94 at the southern edge of downtown. Located 
immediately southwest of the convention center, the area is roughly rectangular, from 14th 
street on the north to Franklin avenue on the south; bounded by Lasalle Avenue on the west 
and by First avenue and Stevens Avenue on the east. 

Segment Segment 6 (Grant to Lake). This Opportunity Area is also within the half-mile walkshed of 
Segment 5 (Washington to Grant). 

Minneapolis Plan 
Features 

Nicollet Avenue is designated a Commercial Corridor. Franklin Avenue east of Nicollet is 
also designated a Commercial Corridor. Franklin Avenue west of Nicollet is designated a 
Community Corridor. 

The Opportunity Area has a Future Land Use category of Mixed-Use. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 1.4 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

Located at the “seam” between downtown and the neighborhoods immediately to its south, 
the four quadrants formed by the Nicollet / I-94 overpass contain significant vacant and 
underutilized land, with mid- to high-density zoning in place. 
Infill and intensification would be governed by the Pedestrian-Oriented Overlay District, 
which supports several key urban design features of TOD absent today. 
Transit-supportive redevelopment along Nicollet would strengthen the Stevens Square 
neighborhood of historic multi-family apartment buildings to the east. Reinforcement of the 
Nicollet-Franklin node would support the desired evolution of Franklin Avenue as a strong 
Commercial Corridor heading east and a strong Community Corridor heading west. 

 

shi

or

eh

a

m 

EAT STREET 

Location Nicollet Avenue, from 25th Street to 27th Street, including the Nicollet frontage on either side 
to the midblock alley. At 26th Street, the Opportunity Area extends easterly to 1st Avenue. 

Segment Segment 6 (Grant to Lake). 

Minneapolis Plan 
Features 

Most of this area is a designated Activity Center, with a Future Land Use category of Mixed-
Use. 
Nicollet Avenue is designated a Commercial Corridor. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 720,000 
square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

This segment of Nicollet Avenue has been branded “Eat Street” because of its large and 
diverse collection of restaurants. The new transit service would stop at 26th Street, at the 
center of the district. Eat Street could be an important lunchtime, evening, and weekend 
destination, as well as a mixed-use neighborhood in its own right. 
There are significant breaks in the Nicollet frontage, including the entire northwest quadrants 
of the intersections at 25th and 27th Streets. These could be filled with two- to four-story 
buildings, including upper-floor residential. 
Infill and intensification would be governed by the Pedestrian-Oriented Overlay District, 
which reinforces several key urban design features of TOD. 
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NICOLLET AND LAKE 

Location The rectangle bounded by 28th Street on the north, 31st Street on the south, Blaisdell Avenue 
on the west and Stevens Avenue on the east.  

Segment Segments 6 (Grant to Lake) and 7 (Lake to 38th). 

Minneapolis Plan 
Features 

The smaller rectangle bounded by the Midtown Greenway, 1st Avenue South, 31st Street, 
and Blaisdell Avenue, is designated an Activity Center in the Minneapolis Plan, with a Future 
Land Use category of Mixed-Use. 
Nicollet Avenue and Lake Street are both designated Commercial Corridors—Lake Street for 
its entire length, with Nicollet one of its two principal intersection nodes. 
The Midtown Minneapolis Land Use and Development Plan (adopted 2005) identifies this 
node as a redevelopment opportunity of city-wide significance. 

Estimated Capacity Under current zoning, the Opportunity Area could theoretically accommodate up to 3.2 
million square feet of development beyond the existing building stock. 

Transit-Supportive 
Development Potential 

This node is located one block from an I-35W exit. Lake Street will also have a station on the  
I-35W bus rapid transit service to downtown. The Midtown Greenway, which parallels Lake 
Street, is a cross-town linear trail and potential transit corridor. The Nicollet/Lake node thus 
enjoys an exceptional convergence of transit and highway access choices. 

The Nicollet/Lake intersection is the site of the KMart block, which interrupts Nicollet Avenue. 
The redevelopment of this site and the adjoining strip mall, with the restoration of Nicollet 
Avenue to its historic through-street pattern, is a transformative TOD opportunity. The 
concept plan envisioned in the Midtown Minneapolis Land Use and Development Plan calls 
for mixed-use, high-density development in a restored urban street grid. 

This development will also contribute to transit-supportive intensification along Lake Street 
radiating east and west from Nicollet. Lake Street is already one of the most intense bus 
service corridors in the Metro system, and the Metropolitan Council’s 2012 Arterial 
Transitway Corridors Study identifies Lake Street as a candidate for even mor”Rapid Bus” 
improvements.  

 

Table 5:  Estimated Development Capacity, Corridor Opportunity Areas 
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Figure 12: Estimated Development Capacity, Corridor Opportunity Areas 

 
 

Table 6:  Estimated Value of Development Capacity, Corridor Opportunity Areas 
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Figure 13:  Estimated Value of Development Capacity, Corridor Opportunity Areas 

 

3.4. Summary and Evaluation 

The qualitative  inputs described  in  the preceding subsections are used  in  the evaluation process  in  two distinct 
ways: 

 Six  specific  evaluation  criteria  were  developed  to  help  differentiate  among  the  proposed  transit 
alternatives. These criteria reflect the Opportunity Area analysis, the feedback from the Developer Forum, 
and the development‐related results of the Peer Cities research.  

 In  addition,  the  Opportunity  Area  analysis  is  used  to  help  differentiate  among  corridor  segments,  by 
showing  the  extent  to  which  including  a  particular  segment  in  the  project  would  serve  additional 
Opportunity Areas and thereby contribute to their development. 

 

3.4.1. Comparison of Alternatives 

The six criteria developed to help differentiate among alternatives are discussed below.  

 Potential to catalyze development based on experience of peer cities. The consultant team researched __ 
other transit markets in the United States in which either streetcar or enhanced bus corridors have been 
implemented. With respect to transit‐supportive development, the research showed that enhanced bus 
projects have had a minor impact on urban development, while streetcars—most notably in Portland and 
Seattle—have  contributed  to  dramatic,  district‐scale  transformations.  This  is  not  to  suggest  that  the 
streetcar projects were uniquely responsible for the  large‐scale private  investment that has occurred  in 
Portland’s Pearl District and South Waterfront, or  in Seattle’s South  Lake Union;  concerted actions by 
both  the public and private  sectors were planned  in conjunction with, and  in  some cases prior  to,  the 
streetcars. But the peer research makes a strong case that the streetcars served to catalyze, organize and 
accelerate private development, much of which has occurred directly along the respective alignments.  

 Local  developer  perception  of  value,  impact,  and  permanence.  The Minneapolis‐area  developers  who 
participated in the May 6, 2013 Developer Forum were emphatic in their view that a streetcar investment 
would have a more  impactful and enduring  influence on economic development along the corridor than 
an Enhanced Bus. They made particular reference to the qualitative upgrade that customers, developers, 
lenders, and  investors perceive  in a  fixed‐rail  investment, and  the permanence ascribed  to streetcars  in 
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comparison to an enhanced bus corridor. The developers’ stated preference for the streetcar includes the 
Short Streetcar (provided that it crosses the River), since it is understood as a “starter” line. 

 Support for the economic vitality of downtown. This  is one of three over‐arching economic development 
criteria adopted by the project’s Policy Advisory Committee.  In the scale of downtown Minneapolis, the 
ability  of  one  new  radial  transit  service  to  “move  the  needle” may  be  limited.  Nicollet Mall  already 
accommodates numerous regional bus routes that converge on downtown; the Blue Line light rail, soon to 
be  augmented by  its  integration with  the Central Corridor Green  Line,  crosses  the Mall;  the Northstar 
commuter rail and I‐35 high‐speed bus rapid transit terminate nearby. The “100% corner” where the light 
rail crosses  the Mall  is already experiencing post‐recovery development.  In  this context,  the streetcar—
Long or Short‐‐would visibly change the composition of transit service in the downtown. It would enhance 
the  value  of  real  property  fronting  the Mall, while  serving  as  a more  attractive  circulator  for  visitors. 
Compared to the Enhanced Bus, the streetcar—again, whether Long or Short—would also be more likely 
to  influence  development  in  the  area  straddling  I‐94  between  Grant  and  Franklin,  the  downtown’s 
southern gateway. 

 Support the economic vitality of small and neighborhood businesses. This is the second of the three over‐
arching criteria adopted by the Policy Advisory Committee. It applies to the entire corridor, since there are 
local businesses and commercially‐zoned districts along  the  length of  the alignment. The Enhanced Bus 
would serve the entire corridor.  

The  third  of  the  over‐arching  development  criteria  is  to  “support  local  and  regional  goals  to  foster  compact, 
mixed‐used  development”.  This  idea  is  embodied  in  the  identification  of  Opportunity  Areas  at  nine  strategic 
locations where  compact mixed‐use development already exists and  could be enhanced, or does not exist but 
could be created through transformative change spurred  in part by a major transit  investment. The Opportunity 
Area analysis has yielded two criteria: 

 Support  infill  development  and  lively,  mixed‐use  activity  in  Opportunity  Areas  with  established  street 
patterns. Five of the Opportunity Areas—Lowry‐Central, East Hennepin, North Nicollet Mall, I‐94‐Franklin, 
and Eat Street—already have developed urban street grids. What is required is infill development on the 
many vacant or “soft” parcels that dot these areas, especially along Nicollet or Central; a lively mix of uses; 
and a built form that animates the sidewalk with ground‐floor stores and restaurants. Because the Short 
Streetcar  would  serve  four  of  these  five  Opportunity  Areas,  it  is  rated  “Best”  along  with  the  Long 
alternative. 

 Support  long‐term development  in  transformative Opportunity Areas. Shoreham Yards,  the Central Arts 
Wedge,  and  the Nicollet &  Lake node  are potentially  transformative Opportunity Areas where  existing 
conditions do not now  resemble compact, high‐density, mixed‐use urban development:  In  the  first  two 
cases,  the  land  form,  parcelization,  and  uses  are  historically  industrial,  and  the  realization  of  TOD will 
require  the creation,  through concerted public and private  investment, of a  fine‐grained street grid and 
new development on the empty frontage of Central Avenue.  

  At Nicollet and Lake, an urban street grid exists with one severe exception—the  interruption of Nicollet 
Avenue to create the superblock on which the KMart was built between Blaisdell and First Avenues. There 
is also  the challenge of  introducing pedestrian‐friendly development along  the Midtown Greenway, and 
along the stretch of 31st Street between Nicollet and the I‐35W on‐ and off‐ramps.  

 These conditions could  respond  to a higher‐order  transit  investment  that helps define a strong urban 
frontage, joins the Opportunity Area to other key corridor destinations, and enables those for whom the 
Opportunity Area itself is a destination to get there conveniently. The City’s plans and policies, as well as 
the opinion of Minneapolis developers and comparable experience  in other cities, suggests that of the 
alternatives under consideration, only a streetcar would meaningfully  influence  long‐term  investment 
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decisions  in these transformative areas. The Long Streetcar serves all. While the Short Streetcar would 
initially serve only Nicollet and Lake, the  latter  is an opportunity of regional scale; and by crossing the 
River, the Short Streetcar would set the stage for reaching the Wedge and Shoreham Yards.  

 

3.4.2. Comparison of Segments 

The decision of where to fix the northern and southern termini of the streetcar alternative is informed in part by 
the degree to which each  incremental segment would enable the project to serve additional Opportunity Areas. 
This assessment takes  into account not only the  location of each Opportunity Area relative to the eight corridor 
segments,  but  the  fact  that  the  influence  of  a  given  segment  is  assumed  to  extend  in  a  half‐mile  semi‐circle 
beyond  its  outermost  stop. While  falling within  the  streetcar’s  half‐mile  zone  of  influence  is  not  the  same  as 
immediate adjacency to a stop, this extended reach  is a meaningful consideration with respect to several of the 
Opportunity Areas. The comparison of segments, relative to Opportunity Areas served, is as follows. 

 
Table 7:  Evaluation Metric 3.3 ‐ Qualitative Measures:  Segment Comparisons for TOD 

  Segment  Opportunity Areas Served 

  1: 41st to Lowry  Within segment: Downtown Columbia Heights #1, Shoreham Yards #2. 

 
2: Lowry to Broadway 

Within segment: Lowry‐Central #3; full Central Arts Wedge #4. 

Within ½‐mile walkshed: southern portion of Shoreham Yards #2. 

  3: Broadway to 8th  Within segment: southern portion of Central Arts Wedge #4 

 
4: 8th to Washington 

Within segment: East Hennepin #5. 

Within ½‐mile walkshed: southern edge of Central Arts Wedge #4. 

This segment crosses the River, enabling all segments to its north. 

 
5: Washington to Grant 

Within segment: North Nicollet Mall #6. 

Within ½‐mile walkshed: I‐94/Franklin #7. 

 
6: Grant to Lake 

Within segment: I‐94/Franklin #7, Eat Street #8, part of Nicollet‐Lake #9. 

Within ½‐mile walkshed: all of Nicollet‐Lake #9. 

  7: Lake to 38th  Within segment: southern portion of Nicollet‐Lake #9. 

  8: 38th to 46th  None. 

 

Table 8:  Evaluation Metric 3.3 ‐ Qualitative Measures:  Segment Groupings for TOD 

  Segment Group  Segments Contained 

 
North 

1: 41st to Lowry 

2: Lowry to Broadway  

3: Broadway to 8th 

 
Central 

4: 8th to Washington  

5: Washington to Grant  

6: Grant to Lake 

 
South 

7: Lake to 38th 

8: 38th to 46th 
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Figure 14:  Maximum Potential Development Capacity by Segment in Square Feet: Opportunity Areas and Other 

 

 
Figure 15:  Value of Maximum Potential Development Capacity by Segment: Opportunity Areas and Other 

 

   



    Nicollet – Central Transit Alternatives 

Economic Development Recommendations | November 2013 | 3-27 

3.5. Opportunity Areas: Detailed Profiles 

The following pages contain, for each of the nine Opportunity Areas, a profile consisting of: 

 Boundaries;  

 A  description,  with  corresponding  maps,  of  the  current  zoning  as  well  as  the  Future  Land  Uses 
designated  in  the  Minneapolis  Plan  (or  for  Downtown  Columbia  Heights,  the  Columbia  Heights 
Comprehensive Plan); 

 Any further, more specific treatment of the area in the Minneapolis Plan, an adopted Small Area Plan, or 
the Columbia Heights Comprehensive Plan; 

 A quantitative analysis of the Opportunity Area’s development potential, in the form of a map and table 
showing  the  results  of  the  GIS‐based  development  capacity  estimate  described  in  Section  2.2  (the 
difference between existing FAR and square  footage and that allowed under current or contemplated 
zoning); 

 A qualitative analysis of development potential taking into account location, conditions on the ground, 
unbuilt development capacity, suitability for transit‐oriented development, transit‐supportive plans and 
policies, and the interplay among zoning, current land use, and Future Land Use.  

 For example,  these place‐specific analyses take into account: instances where the Comprehensive Plan 
or Small Area Plan supports more intense development than the current zoning baseline;  the potential 
program of uses on industrially zoned land whose Future Land Use designation is Transitional or Mixed‐
Use (particularly where the Industrial Living Overlay District applies, allowing residential and retail uses); 
and specific, established uses  that are assumed  to be  in place  for  the  long  term, even  if  their parcels 
could theoretically accommodate more intense redevelopment. 

 

 

 

   



Nicollet – Central Transit Alternatives 

3-28 | November 2013 | Economic Development Recommendations 

3.5.1. Downtown Columbia Heights 

Table 7:  Downtown Columbia Heights Profile 

 Description and 
Boundaries 

This is the northernmost Opportunity Area rand the only one outside the City of Minneapolis. 
It is located in the City of Columbia Heights, centered on the terminus of the full-length 
alignment at the 40th Avenue Transit Center.  

The boundaries run from 42nd Avenue in the north to 39th Avenue in the south, with varying 
widths. 

Zoning 
See Figure 16. 

The area is zoned primarily CBD (Central Business District, red), R-4 (high-density multi-
family, brown). 

Future Land Use 
See Figure 17. 

In the Columbia Heights Comprehensive Plan, the Future Land Use designation for the core 
of the downtown area if Commercial (red). 

Adjoining future land uses that lie within the Opportunity Area as defined for this analysis 
include High-Density Residential (brown), Medium-Density Residential (orange), Transit-
Oriented (moss), and Institutional (blue, site of the City’s public safety complex). 

 Comprehensive Plan / 
Small Area Plans 

The Comprehensive Plan envisions a substantial change of density and urban form; see 
discussion below. 

Sources: City of Columbia Heights Comprehensive Plan (2010); City of Columbia Heights Zoning Map 

 
 

 
 
   

Figure 7:  Columbia Heights Future Land UseFigure 6:  Columbia Heights Zoning 
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Quantitative Estimate of Development Capacity 
The following map shows, for every parcel in the Downtown Columbia Heights Opportunity Area, the differential 
between the existing built FAR and the maximum FAR allowed under current zoning. 
 

Figure 16:  Downtown Columbia Heights Development Capacity (FAR) 

 
 
 

Table 8:  Evaluation Metrics 3.1 and 3.2, Downtown Columbia Heights 

 
 
Qualitative Discussion of Development Potential 
 
Columbia Heights, which borders Minneapolis on the north,  is an almost entirely residential community. Central 
Avenue bisects  the city  from south  to north and  is  lined by automobile‐oriented commercial development. The 
proposed Nicollet‐Central transit service would terminate at the existing Columbia Heights Transit Center, an off‐
street bus facility on the east side of Central between 40th and 41st Avenues. This segment of Central Avenue is 
dominated by shopping centers, strip malls, and other low‐density commercial uses with extensive surface parking 

and deep setbacks.  
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In addition to changing the density and built form of the Central Avenue frontage, the walk‐shed of the terminal 
station could include other elements of a mixed‐use suburban town center, including higher‐density housing and 
civic institutions.   
 
In its Comprehensive Plan, the City recognizes the opportunity inherent in this condition: 
 

“The area represents an opportunity to provide higher density, mixed use development to take advantage 
of frequent transit service provided along Central Avenue. Plans for this area  include further commercial 
redevelopment  along  the  west  side  of  Central  Avenue,  with  a  mix  of  transit‐oriented  mixed  use 
development, office  space, and  civic uses on  the east  side of Central Avenue. A major opportunity  for 
redevelopment is located on the northeast corner of 40th Avenue and Central Avenue, where the existing 
strip mall and transit hub are currently located. The City could consider this space for redevelopment with 
building  fronts  set  adjacent  to  the  sidewalk  to  continue  a  downtown  core  and  a  pedestrian  friendly 
environment. Reinvestment in this area will achieve many of the community’s land use goals and policies. 
By  improving  the  character  of  this  gateway  into  the  community,  the  City will  enhance  the  image  and 
viability of  the Central Avenue corridor. As a major commercial corridor  in  the City,  reinvestment along 
Central Avenue will also facilitate the improvement and redevelopment of major streets and commercial 
districts. New office and mixed use commercial space will create additional employment opportunities for 
residents. Finally,  the plan provides  the opportunity  for a downtown mixed use civic core along Central 
Avenue, a  focal point  for  the community.”  (Source: City of Columbia Heights Comprehensive Plan  (2010), Chapter 2, 

Land Use, p. 22.) 
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3.5.2. Shoreham Yards  

Table 9:  Shoreham Yards Profile 

 Description and 
Boundaries 

Prime development site: 18-acre property fronting the west side of Central Avenue, east of 
the active railroad but including the roundhouse; bounded by 31st Avenue on the north 
(Columbia Golf Course) and 28th Avenue on the south (St. Anthony Cemetery). Owned by 
Canadian Pacific Railroad. 

Opposite (east) frontage on Central Avenue between 31st and 28th to first rear alley. 

Zoning 
See Figure 18. 

Prime site: I2 (with narrow border of I1). Allows offices, restaurants, parks, art studios and 
galleries; no housing or general retail. Maximum FAR 2.7; maximum height 4 stories/56’ (can 
be increased through Conditional Use Permit); generally no yard requirements. 

Opposite frontage. C2: maximum FAR of 1.7; density bonus of 20% (to 2.04) for residential-
over-retail or affordable housing; max height 4 stories; no yard requirements except where 
abutting R or OR district or property. 

OR1: maximum FAR for 1-2 family is 0.5; for multi-family 1.5 with 20% density bonus (to 1.8) 
for 20% affordable housing; for office and other uses 1.00; maximum height 2.5 stories. 

Future Land Use 
See Figure 19. 

The Future Land Use Map in the Minneapolis Plan designates the Industrially-zoned 
Shoreham Yards frontage as Mixed-Use (pink). (The remainder of Shoreham Yards, west of 
the development site, is designated Industrial (purple); the Industrial Employment District 
extends out to Central Avenue, reinforcing that residential uses will generally not be 
supported. 

The frontage across Central Avenue is designated Mixed-Use and Urban Neighborhood 
(cream), the latter allowing a range of housing densities depending on context as well as 
supportive non-residential uses).  

Central Avenue is designated a Commercial Corridor from 31st-18th Ave NE, meaning that 
buildings of at least two stories and higher-density housing are encouraged. 

Comprehensive Plan / 
Small Area Plans 

See Figures 21 and 22. 

The Central Avenue Small Area Plan adopted in 2008 (and thereby incorporated into the 
Minneapolis Plan) identifies the Mixed-Use portion of Shoreham Yards as the 
“transformative project opportunity” for the northern segment of Central Avenue.  

As shown in Figure 21, the more detailed land use and urban form recommendations call for 
mixed-use buildings with a maximum height of 6-8 stories. 

Sources: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code; 
Central Avenue Small Area Plan (2008). 

 

 

Figure 19:  Shoreham Yards Future Land UseFigure 18:  Shoreham Yards Current Zoning 
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing  built  FAR  and  the maximum  FAR  allowed  under  current  zoning.  For  example,  the  large parcels within 
Shoreham Yards have  little or no existing built FAR other than the historic roundhouse, while the allowable FAR 
under I2 zoning is 2.7; thus, the result is a differential in the range of 2.501‐3.000. 

Figure 17:  Shoreham Yards Development Capacity (FAR) 

 
 

 
Table 10:  Evaluation Metrics 3.1 and 3.2, Shoreham Yards 
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Qualitative Discussion of Development Potential 
 
As  illustrated  in Figure 28, the Central Avenue Small Area Plan calls for a high‐density, office‐based employment 
center on  the Shoreham Yards site, with general office,  laboratory, and  institutional uses providing up  to 2,000 
jobs in approximately 500,000 square feet of built office space. Restaurants and other ground‐floor uses allowed 
under  I2  zoning would  support  the  employment  base  and  animate  the  street  level.  Even  allowing  for  parking 
garages,  non‐office  uses,  and  open  space,  and  taking  into  account  that  the  1.5‐story  roundhouse  would  be 
adaptively reused  in  its existing massing, a program of this scale would easily  fit within the 2.7 FAR envelope. A 
building of 6‐8 stories at the southern end of the site (exceeding the I2 height of 4 stories) could be achieved by 
Conditional Use Permit. 
 
The east side of Central Avenue  is envisioned as a mix of residential and commercial uses,  including multi‐family 
housing  and  some  classic  “residential‐over‐retail”  buildings.  These  uses,  along  with  commercial  business  in 
general,  are  consistent with  the  existing C2  and OR1  zoning.  Particularly on  the  deeper  parcels  south of  29th 
Avenue, property owners may be able to aggregate sufficient land to build four‐story buildings and take advantage 
of the 20% density bonus for affordable housing or residential‐over‐retail. 
 
The  concept  is  transit‐oriented,  not  only  because  the  Small  Area  Plan  refers  to  it  as  such  but  because  of  its 
characteristics: density, mixed uses,  and  a pedestrian‐friendly  environment  (where none  exists  today)  fronting 
directly  on  a  transit  station.  The  Shoreham  Yards  site  would  be  divided  into  neighborhood‐scale  blocks  by 
extending 30th and 29th Avenues into the site, a characteristic of successful TOD. Because the site is narrow and 
would be constrained by  large‐scale garage construction, the ability to take advantage of the transit  investment 
and build less parking is advantageous. 
 

Figure 18:  Shoreham Yards Plans 
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Figure 19:  Shoreham Yards Plan Rendering 
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3.5.3. Lowry and Central  

Table 11:  Lowry and Central Profile 

 Description and 
Boundaries 

The Opportunity Area is the node around the intersection of Central and Lowry Avenues. It is 
a rectangle bounded by 26th Avenue NE on the north, 24th Avenue NE on the south, 
Jackson Avenue on the west, and Polk Avenue on the east. The interior of the rectangle (the 
properties fronting on both sides of Central Avenue) is a designated Activity Center. 

Zoning  
See Figure 23. 

Activity Center: C1 (Neighborhood Commercial) and C2 (Neighborhood Commercial 
Corridor), with a Pedestrian Oriented Overlay District. Neighborhood edge: R4, R5, and C1. 

Future Land Use 
See Figure 24. 

The Future Land Use Map in the Minneapolis Plan designates the entire Activity Center, as 
well as the continuation of the Central Avenue frontage, as Mixed-Use (pink). 

The edges along Jackson and Polk are designated Urban Neighborhood (cream), allowing a 
range of housing densities depending on context as well as supportive non-residential uses. 

Comprehensive Plan / 
Small Area Plans 

See Figures 26 and 27 

The Central Avenue Small Area Plan adopted in 2008 (and thereby incorporated into the 
Minneapolis Plan) designates Lowry/Central an Activity Center. This Land Use Feature calls 
for mixed-use buildings and high- to very-high-density housing. This node is identified as the 
“transformative project opportunity” for the central segment of Central Avenue.  

As shown in Figure 3, the more detailed land use and urban form recommendations call for 
transit-oriented mixed-use buildings with a maximum height of 6-8 stories. 

The Central Avenue Small Area Plan recommends up-zoning portions of the Activity Center 
to C3A (Community Activity Center) with a maximum FAR of 2.7 (or 3.24 with the available 
20% density bonus) and a 4-story maximum height. (By contrast, the existing C1 zoning at 
the main intersection has a maximum FAR of 1.7 and height of 2.5 stories.) 

Central Avenue is designated a Commercial Corridor from 31st-18th Avenue, meaning that 
buildings of at least two stories and higher-density housing are encouraged. Lowry Avenue 
is a Community Corridor, encouraging low-to-medium density housing tapering up to higher 
density near major nodes, with supportive retail and a transit/pedestrian-oriented character. 

Sources: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code; 
Central Avenue Small Area Plan (2008). 
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing  built  FAR  and  the maximum  FAR  allowed  under  current  zoning.  (As  explained  on  page  __, within  the 
Lowry/Central Activity Center, parcels zoned C1 or C2 are treated as if zoned C3A, “Community Activity Center”.) 

Figure 20:  Lowry and Central Development Capacity (FAR) 

 

   

Figure 24:  Lowry and Central Future Land Use
Figure 23:  Lowry and Central Zoning 
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Table 12:  Evaluation Metrics 3.1 and 3.2, Lowry and Central 

 
 
Qualitative Discussion of Development Potential 

As  illustrated  in Figure 26,  the Small Area Plan  calls  for a higher‐density, mixed‐use  commercial activity  center 
characterized by a more fully developed street front and by at least one signature building in the 6‐8 story range 
at the main  intersection. This  is consistent with the C3A zoning recommended  in the Small Area Plan and,  in the 
case of  the anchor building, a Conditional Use Permit allowing  increased height. The southeast quadrant of  the 
Lowry/Central intersection is mostly vacant and is an obvious location for a larger building; the northeast quadrant 
could be redeveloped  if the  large rear surface  lot were replaced by a deck. With density bonuses  for affordable 
housing and/or residential‐over‐retail, C3A zoning would allow FARs up to 3.4. 

Figure 21:  Lowry and Central Small Area Plan 

 

The  envisioned density  and mix of uses  is  consistent with  a  substantial,  transit‐oriented neighborhood  center. 
Moreover, the entire Central Avenue frontage, as well as the intersecting frontages on Lowry, 26th, 24th, and 23rd 
Avenues, is covered by the Pedestrian‐Oriented Overlay, which supports several key urban design features of TOD 
(such as minimal building setbacks, a prohibition on drive‐through and auto service uses, and a requirement that 
on‐site parking be placed in the rear, inside, or underground). 

The high‐density  residential edges  fronting on  Jackson  and Polk Avenues  include parking  lots  and  at  least one 
vacant parcel which  could be  redeveloped as multi‐family housing with FARs of 1.5  (R4) or 2.0  (R5), with 20% 
density bonuses for 20% affordability. 

Figure 22:  Lowry and Central Small Area Plan Rendering 
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3.5.4. Central Arts Wedge 

Table 13:  Central Arts Wedge Profile 

 Description and 
Boundaries 

A half-mile square, from 18th Avenue NE to Broadway, and from Monroe to Fillmore. The 
“wedge” is formed by the branches of the BNSF, and is bisected by Central Avenue. 

The northeast corner of the half-mile square, and the west-facing neighborhood frontage 
along Monroe, are zoned R2B and are excluded from the target area. 

Zoning 
See Figure 29 

Except as noted below, the entire area is zoned industrial, I1 and I2.  

The entire area west of Central Avenue, and portions of the area east of Central, are 
covered by the IL Industrial Living Overlay District, which allows general retail and housing 
as well as offices, art studios, and galleries (all allowed in I1 and I2 by right). 

Non-industrial: C2 zoning at the intersection of Central Avenue and 18th Avenue NE. 

Future Land Use 
See Figure 30 

The Future Land Use Map in the Minneapolis Plan designates most of the “wedge” area 
Transitional Industrial (light purple), indicating that it retains industrial zoning but without 
long-term policy protection for industrial uses. This designation is consistent with the ILOD. 

The area along both sides of Central Avenue north of the railroad is Mixed-Use (pink). 

The “panhandle” portion of the I2/ILOD northeast of the railroad is designated Urban 
Neighborhood (cream); this area abuts low-density housing to the north and east. 

Central Avenue is designated a Commercial Corridor (dotted red) north of the railroad. South 
of this point, Central Avenue and Broadway are Community Corridors (dotted blue). 

Comprehensive Plan / 
Small Area Plans 

The Central Avenue Small Area Plan identifies this area as the “transformative project” for 
the south segment of Central Avenue (and suggests the “wedge” as a brand). The illustrative 
concept, using mixed-use infill and adaptive reuse to build on the largest concentration of 
studios and galleries in the City’s Northeast Arts District, is shown in Figure 31. Some active 
industrial uses, including the large General Mills grain elevator, remain in use. 

Source: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code; 
Central Avenue Small Area Plan (2008). 

 
 
 

 

Figure 24:  Central Arts Wedge Zoning Figure 23:  Central Arts Wedge Future Land Use
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing  built  FAR  and  the maximum  FAR  allowed  under  current  zoning.  Except  for  a  single  parcel,  the  entire 
Opportunity Area is zoned industrial (I1 and I2), with an allowable FAR of 2.7. 

Figure 25:  Central Arts Wedge Development Capacity (FAR) 

 

Table 14:  Evaluation Metrics 3.1 and 3.2, Central Arts Wedge 
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Qualitative Discussion of Development Potential 

The  transformative development opportunity put  forth  in  the Central Avenue Small Area Plan seeks  to build on 
four aspects of  this 140‐acre  transitional  industrial  site:  its  continuing  industrial uses, highlighted by  the  iconic 
General  Mills  grain  elevators;  its  already  established  arts  community,  including  the  Northrup  King  Building 
complex  which  contains  some  240  individual  studios  and  galleries;  a  mixture  of  adaptive  reuse  and  infill 
development opportunities; and Central Avenue, one of the city’s most  important arterials. The Wedge could be 
served by as many as three transit stops, at 18th Avenue, 14th Avenue, and Broadway Street. 

The development concept, to be achieved over time, would emphasize: 

 new construction on the two large lots between the Northrup King Building, the northerly railroad branch, 
Central Avenue, and 14th Avenue; 

 new construction along both  sides of Central Avenue between  the  railroad branches,  filling  in a vacant 
frontage of varying depths and optimizing the connection between transit and development; 

 adaptive reuse as industrial buildings transition; 

 a  commercial  gateway  at  Central  and  18th,  with  the  southwest  and  southeast  corners  redeveloped 
consistent with C2 (Neighborhood Commercial Corridor) zoning; 

 new medium‐density housing  in  the northeast portion of  the  site,  adjoining  the housing  and  city park 
already in place. 

A major  adaptive  reuse  opportunity  controlled  by  the  public  sector  is  the  former Minneapolis  School District 
Headquarters  at  807  Broadway,  at  the  southwest  corner  of  the  Opportunity  Area.  This  240,000  square‐foot 
industrial complex has been made available through a competitive developer solicitation conducted by the School 
District and  the City;  seven proposals were  received  in 2013,  calling  for  rental apartments,  retail, multi‐tenant 
commercial,  live‐work space, or mixed‐use. This development will be  less than one thousand feet from a transit 
stop on Central Avenue.  

Figure 26:  Central Arts Wedge Small Area Plan Rendering 
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3.5.5. East Hennepin 

Table 15:  East Hennepin Profile 

 Description and 
Boundaries 

A roughly L-shaped area centered on the confluence of East Hennepin and Central Avenues 
just across the river from downtown. The Activity Center extends from SE 7th Avenue on the 
north to River Place/SE Main Street along the river. The west boundary is the railroad line 
west of 1st Avenue SE. On the east, the area crosses Central Avenue and extends in a 
“panhandle” parallel to the river along University Avenue.  

Zoning 
See Figure 32 

Mostly C2 and C3A, with a Pedestrian-Oriented Overlay on East Hennepin and Central. 
Pockets of I1 (Light Industrial), mostly with IL (Industrial Living) Overlay District. 
One R5 parcel at the SW corner of the Activity Center, already occupied by a high-density 
multi-family development. 

Future Land Use 
See Figure 33 

The Future Land Use Map in the Minneapolis Plan designates the areas along East 
Hennepin and west of Central as Mixed-Use (pink). 

Much of the east side of Central Avenue is designated General Commercial (Red).  

The "panhandle" extending east along University Avenue is designated transitional Industrial 
(light purple) and Urban Neighborhood (cream). 

Comprehensive Plan / 
Small Area Plans 

East Hennepin is designated an Activity Center because it is a node formed by three major 
corridors, with lively commercial activity, multi-family, and office development influenced by 
the university campus to the east. 

East Hennepin Avenue and a portion of Central are designated Commercial Corridors, 
meaning that buildings of at least two stories and higher-density housing are encouraged. 

The Central Avenue Small Area Plan ends at the intersection of Hennepin and Central 
Avenues. As shown in Figure 3, the Plan envisions transit-oriented, multi-story development 
at that location.   

Source: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code. 

 

 

 

Figure 28:  East Hennepin Future Land Use 

Figure 27:  East Hennepin Zoning 
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing built FAR and the maximum FAR allowed under current zoning. (As explained on page _)_, within the East 
Hennepin  Activity  Center  boundaries,  parcels  zoned  C1  or  C2  are  treated  as  zoned  C3A,  “Community  Activity 
Center”.) 

Figure 29:  East Hennepin Development Capacity (FAR) 

 

Table 16:  Evaluation Metrics 3.1 and 3.2, East Hennepin 
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Qualitative Discussion of Development Potential 

The East Hennepin Activity Center contains both of the river crossing alignment alternatives under consideration: 
one  via East Hennepin northbound  / 1st Avenue NE  southbound  and  the other  via Central Avenue. Whichever 
alignment  is  chosen, both  East Hennepin  and Central will be  influenced by  the  transit  investment. Within  the 
Activity Center, both avenues are covered by the Pedestrian‐Oriented Overlay District, which supports several key 
urban design features of TOD.  

 
The development potential within the Activity Center is four‐fold: 

 Intensification and infill along East Hennepin and Central, consistent with the Pedestrian Overlay and with 
the existing C2 and C3A zoning, which allows four‐story buildings and FARs, with the affordable housing or 
retail‐over‐residential density bonus, of 2.04 to 3.24.  

 A cluster of multi‐story, mixed‐use buildings at the confluence of East Hennepin, Central, and 1st Avenue 
NE, as  illustrated  in Figure 3. These parcels are  largely vacant or underutilized, and zoned C2, C3A, and 
Industrial Living Overlay (FAR 2.7 with a full range of uses). 

 Redevelopment of vacant and underutilized sites along 1st Avenue NE, especially if the East Hennepin / 1st 
Avenue alignment is chosen. 

 Development of  the  large parking  lots  in  the “panhandle” east of Central Avenue. One of  these  is city‐
owned;  the  other  is  part  of  the General Mills  research  center  and  could  be  used  by  the  company  for 
supportive development. 

 Figure 30:  East Hennepin Small Area Plan 
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3.5.6. North Nicollet Mall 

Table 17:  North Nicollet Mall Profile 

 Description and 
Boundaries 

The downtown corridor centered on Nicollet Mall, from North 2nd Street to South 6th Street, 
and extending from 1st Avenue on the west to Marquette Avenue on the east. 

Zoning 
See Figure 36 

The entire area is zoned as part of downtown (the “B” districts). 

Nicollet Mall is zoned B4-2 (FAR 16.0), except B4-1 (FAR 8.0) at the northern-most block. 
The Nicollet Mall Overlay District covers both Nicollet frontages from Washington to 12th. It 
requires minimal setbacks at street level but upper-floor step-backs of 30’. 

The blocks north of Nicollet Mall (north of Washington) are zoned B4S-1 (maximum FAR for 
residential or hotel 8.0, for non-residential 4.0). 

The blocks between Hennepin and 1st Avenue are zoned B4S-2 (maximum FAR 8.0). 

All B District maximum FAR’s are before available density bonuses, premiums, and TDR. 

Future Land Use 
See Figure 37 

The Minneapolis Plan’s Future Land Use designation for most of downtown, including the 
North Nicollet Mall itself, is General Commercial (red), which allows high-density residential 
where appropriate. A portion of the Mall area is also designated Mixed-Use. 

The blocks west of the Mall, between Hennepin Avenue and 1st Avenue North, and north of 
Washington Avenue, are designated Mixed-Use (pink). 

Comprehensive Plan / 
Small Area Plans 

Nicollet Mall, Hennepin Avenue, and Washington Avenue are Commercial Corridors. 

All of downtown is designated a Growth Center, the Minneapolis Plan’s highest-density Land 
Use Feature. 

A Small Area Plan, Development Objectives for North Nicollet Mall (adopted 2000), 
envisions very high-density, mixed-use, transit- and pedestrian-oriented development, 
(residential, hotel, office, and institutional), particularly on blocks used as surface parking. 

In the North Loop/Downtown East Master Plan (adopted 2003), the intersection of 5th Street 
and Nicollet Mall is shown with “very tall” buildings (34 stories and higher). 

Source: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code; 
Development Objectives for North Nicollet Mall (2000); North Loop/Downtown East Master Plan (2003). 

 

 

 

 

Figure 32:  North Nicollet Mall Zoning  Figure 31:  North Nicollet Mall Future Land Use
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Quantitative Estimate of Development Capacity 
 
The following map shows, for every parcel in the City of Minneapolis GIS database, the differential between the 
existing built FAR and the maximum FAR allowed under current zoning. Vacant parcels and stand‐alone surface 
parking lots have an existing FAR of zero. The downtown “B” district FARs are 4.00, 8.00, and 16.00; which are 
applied without assuming any of the allowable density bonuses or premiums. 
 

Figure 33:  North Nicollet Mall Development Capacity (FAR) 

 
 

Table 18:  Evaluation Metrics 3.1 and 3.2, North Nicollet Mall 
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Qualitative Discussion of Development Potential 
 
Figure 39 is taken from the Small Area Plan Development Objectives for North Nicollet Mall (adopted 2000). The 
alignment of the Metro Blue Line light rail (opened 2004) has been added, as has the former Shubert Theater 
block at the southwest corner of the map. 
 
The City’s development objectives for North Nicollet Mall and its bordering blocks remain those of very high‐
density, mixed‐use, transit‐ and pedestrian‐oriented development, with a priority on several strategic blocks used 
mostly or entirely for surface parking. Those objectives are supported by downtown zoning with baseline 
maximum FARs of 8.0 and 16.0; these can be enhanced significantly through density bonuses for affordable 
housing, FAR premiums for various urban design and sustainability features, and Transfer of Development Rights. 
 
In addition, the Nicollet Mall Overlay District requires minimal front setbacks, street‐level retail and restaurant 
activity, and pedestrian‐oriented façade design with street‐facing entrances and ample glazing. The entire area is 
also within the Downtown Parking Overlay District, which reduces non‐residential parking requirements to de 
minimis levels, allows shared parking up to 500 feet away, and prohibits new surface lots. 
 
The 2000 Development Objectives plan identified four key redevelopment parcels: (see Figure 3): 

 The two full‐block parking lots which flank the Mall—the 
Nicollet Hotel Block and the Ritz Block—remain as highly 
strategic development sites. One of these may 
accommodate a joint development project combined with 
a bus and streetcar transit facility.  

 Two parcels, however, have been or are being 
redeveloped. The Library Block is the site of the City’s new 
central library, which opened in 2006. The Powers Block, 
which adjoins a light rail station at what can be considered 
the “100%” TOD corner, is currently being developed with 
a 26‐story residential tower, with a 2,000‐person Xcel 
Energy office center and a second residential project to 
follow.  

 In addition, the former Downtown Pontiac Jaguar property 
northwest of the Nicollet Hotel Block is currently being 
redeveloped with a six‐story apartment building and a 
street‐level grocery market. The fact that TOD projects are 
already underway is consistent with a high rating for 
“effectiveness of plans and policies” under FTA’s Economic 
Development criterion 

 
Several of the blocks in the strip along the western edge of the Mall area, between North 1st Avenue and 
Hennepin Avenue, include surface parking areas large enough to be redeveloped. The post‐recession development 
value of these blocks would be enhanced by a major transit investment in the Nicollet‐Central corridor—
particularly a streetcar, since the enhanced bus alternative would not significantly change the composition of 
transit services in the Mall area. 
   

Figure 34:  North Nicollet Mall Small Area Plan 
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3.5.7. I-94/Franklin Avenue 

Table 19:  I‐94/Franklin Summary 

 Description and 
Boundaries 

The segment of Nicollet Avenue straddling I-94 at the southern edge of downtown. Located 
immediately southwest of the Convention Center, the area (not officially defined) is roughly 
rectangular, from 14th Street on the north to Franklin Avenue on the south; bounded by Lasalle 
Avenue on the west and by First Avenue and Stevens Avenue on the east.  

Zoning 
See Figure 40 

The Nicolet Avenue frontage is zoned primarily C1 and C2, with areas of OR2 and OR3, with a 
Pedestrian-Oriented Overlay.  

The areas east and west of the Nicollet frontage are zoned OR2 and OR3. 

The portion north if I-94 is in the Downtown Parking Overlay District, indicating a policy 
preference to minimize surface parking in favor of development. 

Future Land Use 
See Figure 41 

The Minneapolis Plan’s Future Land Use designation for most of the Opportunity Area is 
Mixed-Use (pink). 

The pocket west of Nicollet and north of I-94, bounded by West 15th, Oak Grove, and Loring 
Greenway, is designated Urban Neighborhood (cream); this area is already densely developed 
with apartment buildings. 

The large Institutional block (blue) adjoining the Opportunity Area is the Convention Center. 

Comprehensive Plan / 
Small Area Plans 

Nicollet Avenue is designated a Commercial Corridor, meaning that buildings of at least two 
stories and higher-density housing are encouraged. 

Franklin Avenue east of Nicollet is also designated a Commercial Corridor. Franklin Avenue 
west of Nicollet is designated a Community Corridor, encouraging low-to-medium density 
housing tapering up to higher density near major nodes, with supportive retail and service uses 
and a transit- and pedestrian-oriented character. 

Source: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code. 

 

 

   

 

 

Figure 35:  I‐94/Franklin Zoning Figure 36:  I‐94/Franklin Future Land Use
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing built FAR and  the maximum FAR allowed under current zoning. Vacant parcels and stand‐alone surface 
parking lots have an existing FAR of zero. 

Figure 37:  I‐94/Franklin Development Capacity (FAR) 

 

Table 20:  Evaluation Metrics 3.1 and 3.2, I‐94/Franklin 
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Qualitative Discussion of Development Potential 

This  area  is  located  at  the  “seam”  between  downtown  and  the  neighborhoods  immediately  to  its  south.  It  is 
bisected  by  I‐94  (which  passes  under  Nicollet,  LaSalle,  and  1st  Avenues).  Even  the  portion  north  of  I‐94  is 
somewhat  isolated  from  the downtown  core by  the Convention Center  and by  the Nicollet Towers  apartment 
block.  

The four quadrants formed by the Nicollet / I‐94 overpass each contain significant vacant and underutilized land, 
including parking lots and isolated one‐story buildings. The zoning—commercial (C1 and C2) along Nicollet, office‐
residential (OR2 and OR3) on the outer half of the blocks facing LaSalle and 1st—allow FARs from 1.7 to 3.5, and 
heights  from 2.5  to 6  stories. OR3  (FAR 3.5, height 6  stories)  is  among  the highest‐density districts outside of 
downtown.  All  applicable  zoning  districts  have  an  available  20%  density  bonus  for  providing  20%  affordable 
housing. 

Infill  and  intensification  along  Nicollet would  be  governed  by  the  Pedestrian‐Oriented  Overlay  District, which 
brings several key urban design  features of TOD, none of which are present today  in the vicinity of the Nicollet 
overpass of I‐94.  

 

Redevelopment on the four “soft” quadrants would not only add considerable residential and commercial density 
to this stretch of the Nicollet corridor; it would fill in a visible void in the fabric of Nicollet Avenue itself. It would 
strengthen the existing Stevens Square neighborhood of historic multi‐family apartment buildings east of Nicollet. 
Reinforcement of the Nicollet‐Franklin node would support the desired evolution of Franklin Avenue as a strong 
Commercial Corridor heading east and a strong Community Corridor heading west. 
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3.5.8. Eat Street  

Table 21:  Eat Street Summary 

 Description and 
Boundaries 

This Opportunity Area runs along Nicollet Avenue, from 25th Street to 27th Street, including 
the Nicollet frontage on either sides to the rear midblock alley. At 26th Street, the Opportunity 
Area extends easterly to 1st Avenue. 

Zoning 
See Figure 43 

The entire Opportunity Area is zoned C3A (Community Activity Center) and C1 (Neighborhood 
Commercial). 

The Pedestrian-Oriented Overlay District applies to the entire area. 

Future Land Use 
See Figure 44 

The Minneapolis Plan’s Future Land Use designation for the entire Opportunity Area is Mixed-
Use (pink). 

Comprehensive Plan / 
Small Area Plans 

Nicollet Avenue is designated a Commercial Corridor, meaning that buildings of at least two 
stories and higher-density housing are encouraged.  

All but the northernmost end of the Opportunity Area is a defined activity center. 

Source: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code. 

 

 

 

 

 

 

 

 

Figure 39:  Eat Street Future Land UseFigure 38:  Eat Street Zoning 
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing built FAR and the maximum FAR allowed under current zoning. (As explained above, within the Eat Street 
Activity Center boundaries, parcels  zoned C1 or C2  are  treated  as  if  zoned C3A,  “Community Activity Center”. 
Vacant parcels or stand‐alone surface parking lots have an existing FAR of zero.) 

Figure 40:  Eat Street Development Capacity (FAR) 

 

Table 22:  Evaluation Metrics 3.1 and 3.2, Eat Street 
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Qualitative Discussion of Development Potential 

This  segment  of Nicollet Avenue  has  been  branded  “Eat  Street”  because  of  its  large  and  diverse  collection  of 
restaurants. The new transit service would stop at 26th Street, at the center of this district. Eat Street could be an 
important lunchtime, evening, and weekend destination for people who live or work elsewhere on the corridor. 

Notwithstanding the robust activity, there are significant breaks in the Nicollet frontage, including the northwest 
quadrants of the intersections at 25th and 27th Streets. Given the C3A and C1 zoning, these empty spots could be 
filled with two‐ to four‐story buildings. Any such infill should be achieved in a way that preserves what makes Eat 
Street  an  attractive  part  of  the  City  in  the  first  place—its  existing  diversity  of  restaurants  and  other  small 
businesses.  

Infill and  intensification would be governed by the Pedestrian‐Oriented Overlay District, which reinforces several 
key urban design features of TOD. The pedestrian character of the street, and the seamless connection between 
the transit service and the sidewalk, is especially important. 
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3.5.9. Nicollet and Lake 

Table 23:  Nicollet and Lake Profile 

 Description and 
Boundaries 

The rectangle bounded by 28th Street on the north, 31st Street on the south, Blaisdell Avenue 
on the west ,and Stevens Avenue on the east. I-35W runs along the eastern side of Stevens 
and forms the “natural” boundary of the Lake/Nicollet intersection. 
The Nicollet/Lake Activity Center is interior rectangle bounded by the Midtown Greenway, 
1st Avenue South, 31st Street, and Blaisdell Avenue. It contains the KMart block, which 
interrupts Nicollet Avenue. 

Zoning 
See Figure 46 

The Activity Center is zoned C3S, Community Shopping Center, which shares the principal 
characteristics of C3A: mixed uses allowed; maximum height 4 stories; maximum FAR 2.7, 
or 3.4 with the density bonus for affordable housing or residential-over-retail. 
Most of the block north of the K-Mart, including the frontage on both sides of Nicollet 
Avenue, is zoned C3A, with a Pedestrian-Oriented Overlay District.  
The area between the official Activity Center and I-35 is a mix of C3S, C2 (Neighborhood 
Commercial Corridor), industrial (I1 and I2), and high-density residential R5. 

Future Land Use 
See Figure 47 

The Minneapolis Plan’s Future Land Use designation for the entire Activity Center, and for 
the frontages on Nicollet Avenue and Lake Street radiating from it, is Mixed-Use (pink). 
The northeast corner of the Opportunity Area, densely developed with older apartment 
buildings, is designated Urban Neighborhood (cream).  
The Industrial-zoned areas are designated Urban Neighborhood or Transitional Industrial 
(light purple); the latter do not have an Industrial Living Overlay and do not allow housing.  
The Post Office in the southeast corner of the Opportunity Area and the Police Station just 
south of the Opportunity Area, designated Institutional (blue), are expected to remain. 

Comprehensive Plan / 
Small Area Plans 

The Minneapolis Plan designates the two-block core an Activity Center and a Major Retail 
Center. Nicollet and Lake are both designated Commercial Corridors, meaning that buildings 
of at least two stories and higher-density housing are encouraged. Lake Street is designated 
a Commercial Corridor for its entire length across the southern and southwest sectors of the 
city, with Nicollet one of its two principal intersection nodes. 
The Midtown Minneapolis Land Use and Development Plan (adopted 2005) identifies this 
intersection as a redevelopment opportunity of city-wide significance. For the development 
concept, which assumes the removal of the KMart and reopening of Nicollet, see Figure 49. 

Source: The Minneapolis Plan for Sustainable Development, Land Use (2011); Minneapolis Zoning Map and Code; 
Midtown Minneapolis Land Use and Development Plan (2005). 

 

 

   

Figure 42:  Nicollet and Lake Future Land UseFigure 41:  Nicollet and Lake Zoning
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Quantitative Estimate of Development Capacity 

The following map shows, for every parcel  in the City of Minneapolis GIS database, the differential between the 
existing built FAR and the maximum FAR allowed under current zoning. With an allowable FAR of 2.7  in the C3S 
district, the K‐Mart site represents an unbuilt FAR differential of at least 2.0. 

Figure 43:  Nicollet and Lake Development Capacity (FAR) 

 

Table 24:  Evaluation Metrics 3.1 and 3.2, Nicollet and Lake 

 
    



Nicollet – Central Transit Alternatives 

3-56 | November 2013 | Economic Development Recommendations 

Qualitative Discussion of Development Potential 

City plans and policies recognize at this key node the opportunity to undo a decades‐old mistake: allowing Nicollet 
Avenue  to be  interrupted by  a  large,  low‐density,  automobile‐oriented  shopping  center.  The  location  is highly 
strategic,  not  only  because Nicollet  and  Lake  are  among  the  city’s most  important  commercial  corridors,  but 
because several other transportation assets converge here: 

 the Midtown Greenway (a cross‐town linear park and potential transit corridor in a below‐grade railroad 
alignment) runs through the site, parallel to Lake Street; 

 the I‐35W bus rapid transit service from the south suburbs to downtown will have a stop at Lake Street; 

 the I‐35W Lake Street entrance directly adjoins the Opportunity Area. 

A potential redevelopment concept is illustrated in Figure 49, which appears in the Midtown Minneapolis Land Use 
& Development Plan  (adopted as a Small Area Plan  in 2005;  the plan shown  is part of a proposed  I‐35W Urban 
Development District on either side of the highway, including the entire Nicollet/Lake node). It shows the K‐Mart 
block  replaced  by  high‐density  mixed‐use  development  on  both  sides  of  a  restored  Nicollet  Avenue.  This 
redevelopment coud include a significant volume of retail, as well as office employment and housing. The blocks 
flanking Nicollet south of Lake Street, currently occupied by  low‐density strip mall and big‐box retail uses, would 
be redeveloped as well. The quantitative analysis shows that the existing land use within the Activity Center falls 
well short of the FAR allowed under existing zoning; the development concept in the Small Area Plan suggests that 
the desired, market‐supported density might justify rezoning. 

The  large  industrial use east between  the K‐Mart site and  I‐35W  is expected  to remain  in place, along with  the 
Post Office,  Police  Station,  and Metro  Bus  Barn, which  occupies  the  entire  block  on  the west  side  of Nicollet 
Avenue south of the Opportunity Area. However, the row of industrial uses lining the north side of the Midtown 
Greenway would be replaced by neighborhood uses.  

In addition to Lake Street, the new transit service is expected to have a stop at 28th Street, at the northern end of 
the Opportunity Area. The new Whittier Health Clinic  in  the southwest quadrant of  the  intersection  is a strong 
community anchor. Its  large surface parking  lot represents an additional opportunity for transit‐ and pedestrian‐
oriented  development,  as  does  the  largely  vacant  parcel  across  Nicollet  in  the  southeast  quadrant  of  the 
intersection. 

 Figure 44:  Nicollet and Lake Small Area Plan Rendering 
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4. Appendix 

Appendix 1:  Development Capacity by Segment and Planned Land Use 
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Appendix 2:  Development Capacity by Opportunity Area and Planned Land Use 

 


