
Chapter 6 
TRANSPORTATION
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INTRODUCTION 
The purpose of the transportation plan element is to identify existing and future 
transportation needs in the City of Columbia Heights for the horizon year 
of 2040. The plan also identifies policies and planned actions to meet those 
transportation needs.

The Transportation Plan is organized into the following section:
 » Roadway System Plan
 » Transit System Plan
 » Bicycle and Pedestrian Plan
 » Freight System Plan
 » Aviation System Plan
 » Emerging Transportation
 » Implementation Plan

Columbia Heights is classified as a fully developed community by the 
Metropolitan Council. Being a “developed community” means that

 » More than 85 percent of the land is developed.
 » Infrastructure is well developed.
 » Efforts must be taken to keep infrastructure in good condition.
 » Greatest opportunity to adapt and/or replace obsolete buildings to improve 

community amenities.
 » Greatest opportunity to remodel/replace infrastructure to enhance the 

quality of life.
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TRANSPORTATION GOALS, 
AND POLICIES
Columbia Heights provides a transportation system which allows the movement 
of people and goods throughout the City. The identification of goals and 
objectives assists in providing direction in the development of an integrated 
multi-modal transportation system that will serve the anticipated growth within 
Columbia Heights over the next 20 years. The establishment of transportation 
goals helps to guide decisions that affect growth and redevelopment in the 
community.

The current goals and policies specified in Columbia Height’s 2008 
transportation plan stem from strategies outlined in the 2030 TPP. The 2040 
TPP presents a new list of strategies – some similar, some different – using new 
themes.

Summary of Regional Transportation 
Goals
Guidance for the development of the Transportation Plan is provided by the 
Metropolitan Council’s 2040 Transportation Policy Plan (TPP), which identifies six 
broad goals for the regional transportation system. The six goals are paraphrased 
below:

1. Transportation System Stewardship: Providing sustainable investments in 
the transportation system which are protected by strategically preserving, 
maintaining, and operating system assets.

2. Safety and Security: Ensuring the regional transportation system is safe and 
secure for all users.

3. Access to Destinations: Allowing people and businesses to prosper by using 
a reliable, affordable, and efficient multimodal transportation system that 
connects them to destinations throughout the region and beyond.

4. Competitive Economy: Ensuring the regional transportation system 
supports the economic competitiveness, vitality, and prosperity of the region 
and state.

5. Healthy Environment: Confirming the regional transportation system 
advances equity and contributes to communities’ livability and sustainability 
while protecting the natural, cultural, and developed environments.

6. Leveraging Transportation Investment to Guide Land Use: Leveraging 
the region’s transportation investments to guide land use and development 
patterns that advance the regional vision of stewardship, prosperity, livability, 
equity, and sustainability.
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Columbia Heights Goals and Policies
The role of the Metropolitan Council, reflected above, is to coordinate large-
scale transportation planning efforts to benefit the metropolitan region. As a 
metropolitan community, Columbia Heights’ role is to respond to Metropolitan 
Council’s initiatives and coordinate with adjacent communities, while 
addressing its local responsibility to improve the quality of life for its citizens. 
To respond to the above themes, the City’s goals and policies adopted in the 
2030 Comprehensive Plan were reorganized to address the six broad goals 
established in the 2040 TPP. 

Transportation System Stewardship
 » Manage and maintain the investment in the existing local roadway systems.
 » Support intergovernmental transportation efforts that benefit the 

community
o Continue participation in organizations that promote 

intergovernmental cooperation and maintain communication with 
other governmental agencies.

o Promote efforts to increase efficiency in the provision of municipal 
services.

Safety and Security
 » Promote the safety of residents and ensure a safe environment for 

pedestrians.
o Create a lighting plan that will increase visibility and public safety 

among residential and commercial areas.
o Provide accessible and safe pedestrian connections to destination 

points within the community.
 » Provide for safe and efficient roadway transportation.

o Review and analyze high traffic crash locations on a biannual basis.
o Work with MnDOT and Anoka County to provide means for low-cost 

traffic congestion mitigation.

Access to Destinations
 » Increase and promote safe and efficient alternative modes of transportation.

o Support the creation of opportunities for pedestrian, bicycle and 
transit routes and access for primary destination points within the 
City.

o Identify and establish safe transportation routes to public schools.

Competitive Economy
 » Manage and maintain the roadway systems within the community in a 

manner that supports regional transportation objectives and enhances 
community growth and redevelopment.

Healthy Environment
 » Embrace transit as a means to improve the livability and diversity of the 

community.

Leveraging Transportation Investment to Guide Land Use 
 » Ensure that land uses do not conflict with the operation of aviation facilities.
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ROADWAY SYSTEM
The section on the Roadway System identifies issues with the existing roadway 
system and recommends a plan for future roadway system improvements. The 
roadway system plan addresses jurisdictional issues, the functional classification 
system, future traffic volumes, congestion, safety, future roadway system issues 
and improvements, and key transportation policies. 

The City of Columbia Heights has access to the regional transportation network 
via Trunk Highway (TH) 47 (University Avenue) and MN 65 (Central Avenue), 
which extends north-south and provides access to Interstate 694 (I-694). Major 
east-west corridors include 37th Avenue, 40th Avenue, 44th Avenue and 49th 
Avenue, which provide direct connection to MN 47 and MN 65. The existing 
roadway system can be evaluated based on the jurisdiction and functional 
classification. The following sections review the City’s roadway network based 
on these parameters. 

Roadway Jurisdiction 
Jurisdiction over the roadway system in Columbia Heights is shared among 
three levels of government: State of Minnesota, Anoka County and the City. 
MnDOT maintains the Interstate and Trunk Highway systems. Anoka County is 
responsible for the County State Aid Highway (CSAH) and County Road (CR) 
systems. The remaining roadways fall the jurisdiction of the City, including the 
Municipal State Aid Streets (MSAS). Often, the municipal boundaries separating 
Columbia Heights and adjacent communities lies within a roadway right-of-way. 
Thus, partnership among neighboring communities is necessary to coordinate 
maintenance and improvements along these roadways. Figure 6-1 shows the 
current jurisdiction for the area roadways. 

Occasionally, it is appropriate to revise the jurisdictional classification system 
to reflect roadway network changes due to development, alteration of traffic 
patterns or the construction of new facilities. If a roadway is not aligned 
properly with the appropriate jurisdiction there is an opportunity to transfer 
control of the roadway between jurisdictions. This includes a “turnback” (i.e. 
transfer from Anoka County to the City of Columbia Heights) or “turnup” (i.e. 
transfer from the City of Columbia Heights to Anoka County).  As roadway 
segments are considered for transfers, efforts will be taken to evaluate the 
roadway features for conformance to current standards, structural integrity, and 
safety. This effort will help the City develop short and long-range programs to 
assume the responsibilities of jurisdictional authority. 

There are currently no jurisdictional transfers in the City of Columbia Heights.

40th Avenue Corridor

Central Avenue Corridor

Frontage road along University Avenue
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Figure 6-1. JuriSDiCTiONAL CLASSiFiCATiON



107    TransportationAPRIL DRAFT

TRA
N

SPO
RTATIO

N

Roadway Functional Classification
Functional classification of a roadway system involves determining what 
function each roadway should be performing with regards to travel within and 
through the City. The intent of a functional classification system is the creation 
of a roadway hierarchy that collects and distributes traffic from local roadways 
and collectors to arterials in a safe and efficient manner. Such classification aids 
in determining:

 » Appropriate roadway widths
 » Speed limits
 » Intersection control

 » Design features
 » Accessibility
 » Maintenance priorities

Functional classification helps to ensure that non-transportation factors, such 
as land use and development, are considered in planning and design of the 
roadway system.

A balanced system is desired, yet not always attainable due to existing 
conditions and characteristics. The criteria of the functional classification system 
are intended to be guidelines and are to be applied when plans are developed 
for the construction or reconstruction of a given classified route. It can, and 
does, occur that different roadways with very similar design characteristics may 
have different functional classifications. Some roadways, for a short segment, 
may carry higher volumes than a roadway with a higher classification. Spacing 
guidelines may not follow recommendations for a variety of reasons such as 
topography, environmental concerns, and land use type and density.

The two major considerations in the classification of roadway networks are 
access and mobility. Mobility is of primary importance on arterials, thus 
limitation of access is a necessity. The primary function of a local roadway, 
however, is the provision of access, which in turn limits mobility. The extent 
and degree of access control is a very important factor in the function of a 
roadway facility. The functional classification types utilized are dependent upon 
one another to provide a complete system of streets and highways. Figure 6-2 
illustrates the relationship between functional classification, access and mobility.

Figure 6-2. ACCeSS AND MOBiLiTY reLATiONSHiP 
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A complete functional design system provides a series of distinct travel 
movement. Most trips exhibit six recognizable stages. These stages are as 
follows:

 » Main movement
 » Transition
 » Distribution

 » Collection
 » Access
 » Termination

It must be recognized that all intermediate facilities are not always needed for 
various trip types. The character of movement or service that is provided has a 
function, and these functions do not act independently.

Principal Arterials

Principal arterial roadways serve:
 » Major activity centers;
 » Higher traffic volumes;
 » Longer trips; and

 » Carry a higher proportion of total 
urbanized travel on a minimum of 
mileage.

Along these facilities, access needs to be limited in order to preserve the ability 
of the roadway to accommodate the volumes and to maximize safety. Principal 
arterials emphasize mobility over land access. Little or no direct land access 
should be allowed within an urban area. The management criteria require 
that a 40-mph average speed be achieved during peak traffic periods. Grade 
separated intersections are required for freeways and highly desired for other 
principal arterial roadways. In the Metro area, interstate freeways are classified 
as principal arterials. No Principal arterials exist within the City of Columbia 
Heights. Interstate 694 is an example of a principal arterial roadway located 
north of the city limits. Principal arterials serve the longest trips within the 
region and generally have express bus routes

Minor Arterials 

Minor arterial roadways connect the urban service area to cities and towns 
inside and outside the region and generally service medium to short trips. Minor 
arterials connect principal arterials, minor arterials, and collectors. The spacing 
ranges from ¼ to ¼ of a mile in metro centers to 1-2 miles in a developing area. 
The desired minimum average speed during peak traffic periods is 20 mph in 
fully developed areas and 30 mph in developing areas.

The emphasis for minor arterial roadways is on mobility rather than on 
land access. In urban areas, direct land access is generally restricted to 
concentrations of commercial/industrial land uses. Minor arterials generally 
serve medium to short trips and provide use for local and limited stop transit 
service.

Minor arterials are divided into “A” minor arterials and “Other” minor arterials. 
“A” minor arterials are roadways that are of regional importance because 
they relieve, expand, or complement the principal arterial system. “A” minor 
arterials are categorized into four types, consistent with Metropolitan Council 
guidelines:

Minor Arterial Example (Central Avenue)

Minor Arterial Example (40th Avenue)



109    TransportationAPRIL DRAFT

TRA
N

SPO
RTATIO

N

 » Relievers – Minor arterials that provide direct relief for metropolitan 
highway traffic.

 » Expanders – Routes that provide a way to make connections between urban 
areas outside the I-494/I-694 beltway.

 » Connectors – Roads that provide good, safe connections to and among 
communities at the edge of the urbanized area and in rural areas.

 » Augmenters – Roadways that augment principal arterials within the 
I-494/I-694 beltway.

A well-planned and adequately designed system of principal and “A” minor 
arterials will allow the City’s overall street system to function the way it is 
intended and will discourage through traffic from using residential streets. 
Volumes on principal and minor arterial roadways are expected to be higher 
than on collector or local roadways. There are three “A” minor arterial routes 
within Columbia Heights. All three roadways are Minor Augmenters. 

 » MN 47 (University Avenue NE)
 » MN 65 (Central Avenue NE)
 » 37th Avenue NE 

“Other” minor arterials serve a county and city-wide function, serving medium to 
long distance trips. There are three “Other” Minor arterials within the city. 

 » CSAH 2 (Reservoir Boulevard NE/40th Avenue NE)
 » CSAH 4 (49th Avenue NE)
 » 44th Avenue NE from Reservoir Boulevard NE to 45th Avenue NE and 
 » from the East City Limits to MN 47 
 » 45th Avenue NE
 » CSAH 27 (Stinson Boulevard NE)
 » Main Street NE from 40th Avenue NE to city limits 
 » Fairway Drive NE from CSAH 4 to the East City Limits
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Collector Streets

Collector streets provide more land access than arterials and provide 
connections to arterials, although not in all cases. As is the case with any 
roadway system, there will always be exceptions to the planning guidelines 
that are used to classify a roadway system. Collectors serve a dual function of 
accommodating traffic and the provision of more access to adjacent properties. 
Mobility and land access are equally important and direct land access should 
predominately be to development concentrations. Collector road spacing 
ranges from ¼ to ¼ of a mile in a fully developed area to ¼ to 1 mile in a developing 
area. Collectors can be broken down further into major and minor collectors.

Major collectors generally connect to minor arterials and serve shorter trips 
within the county or city. These roads supplement the arterial system in that 
mobility is slightly emphasized over access. Major collectors within Columbia 
Heights are as follows: 

 » 37th Avenue NE from Main Street NE to MN 47
 » 44th Avenue NE
 » 51st Avenue NE
 » 53rd Avenue NE
 » Arthur Street NE
 » Hart Boulevard NE 
 » Jefferson Street NE
 » Madison Plaza NE
 » Main Street NE from 40th Avenue NE to South City Limits 
 » CSAH 27 (Stinson Boulevard) from Fairway Drive NE to 5th Street NW and 

from 40th Avenue NE to Silver Lane NE

Minor collectors provide the connection between neighborhoods and 
commercial/industrial areas and the major collector/minor arterial system. 
Access is slightly emphasized over mobility in minor collectors. There are no 
minor collectors within Columbia Heights.

Local Streets 

The lowest classification of roadways is the local roadway where access is 
provided with much less concern for control, but land service is paramount. 
Spacing for local streets is as needed to access land uses. Local roadways 
generally have lower speed limits in urban areas and normally serve short trips. 
Local streets will connect with some minor arterials but generally connect 
to collectors and other local streets. The development of local streets will 
be guided by the location of the existing and proposed minor arterials and 
collectors as well as by development and the expansion of local utilities.

The existing roadway functional classification system is shown on Figure 6-3
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Figure 6-3. eXiSTiNg rOADWAY FuNCTiONAL CLASSiFiCATiON
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Planned or Proposed Functional Classification

The designated function of a roadway is defined by the role it plays in 
serving the flow of trips through the overall highway and street network. The 
Metropolitan Council has established detailed criteria for all the different 
functional classifications. The intent of a functional classification system 
is to create a hierarchy of roads that collects and distributes traffic from 
neighborhoods to the metropolitan highway system, accounting for topography 
and other physical constraints of the area. In addition, larger trip generators, 
such as employment and commercial centers and river crossings, should be 
served by roadways with higher classification, such as arterials. Residential, 
neighborhood, commercial uses and places of relatively low demand should 
have roadways of lower classification such as collectors and local streets. It is 
in this manner that the land use plan is integrated into the transportation plan. 
Descriptions of each functional classification can be found previously in this 
section of the Comprehensive Plan.

Currently, no functional classification changes are planned or proposed for the 
city’s roadways by either Anoka County or the Metropolitan Council. 

Programmed or Planned Improvements 
The language below identified planned and programmed roadway 
improvements from local and regional funding sources. Programmed 
improvements have advanced through the project funding programming 
process and have funds committed to the improvement in a designated 
year; while planned projects have been formally studied and/or included in a 
transportation plan, but typically no commitments to fund the improvement 
have been made. Below is a list of programmed improvements by jurisdiction. 

MnDOT
 » MN 47: Pavement Project (Resurfacing, ADA, Fencing) from 27th Avenue 

NE in Minneapolis to .1 Miles north of 40th Avenue NE in Columbia Heights 
(2018)

Regional System
 » There are no programmed improvements on the Regional System in 

Columbia Heights. 

Anoka County
 » There are no programmed improvements on the Anoka County System in 

Columbia Heights. 

City of Columbia Heights
 » Coordinating with City staff (engineering) to obtain City’s most recent CIP
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Coordination with Other Jurisdictions 
The City of Columbia Heights should continue to coordinate with adjacent 
jurisdictions as well as Anoka County and MnDOT when planning future 
improvements. Coordination among jurisdictions provides opportunities for 
collaboration that could benefit all agencies and the public which in turn can 
result in financial and time savings through economies of scale as well as 
potentially reducing construction impacts to residents through the coordination 
of projects.

2040 Traffic Forecast Volumes 
The 2040 forecast volumes for the City of Columbus Heights used Anoka 
County’s 2040 Travel Demand Model, which yielded forecasted 2040 traffic 
volumes for the City. The forecasts were based on Metropolitan Council's TAZ 
structure and socioeconomic foreasts asigned to each TAZ (see Figure 6-4 and 
Table 6-1. 

The most recent daily traffic volumes information for the primary roadways 
in the City was obtained from MnDOT. Figure 6-5 shows the existing and 
2040 forecast volumes. The Metropolitan Council’s Transportation Policy Plan 
supports the maintenance and enhancement of the transportation facilities to 
accommodate growth and reinvestment into the community.
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Figure 6-4. 2040 TAZ BOuNDArieS
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TABLe 6-1. TAZ POPuLATiON FOreCASTS

TAZ
Population

2010 2020 2030 2040
273 * 2,848 2,890 3,020 3,120
274 * 2,527 2,500 2,640 2,740
275 2,723 2,680 2,910 3,140
276 3,183 3,300 3,610 3,890
277 2,865 3,090 3,410 3,760

279 * 1,287 1,400 1,520 1,630
282 700 680 730 780
283 1,474 1,530 1,560 1,610
284 2,199 2,550 2,750 2,940

Total 19,806 20,620 22,150 23,610

TAZ
Households

2010 2020 2030 2040
273 * 1,159 1,200 1,250 1,280
274 * 956 1,010 1,080 1,120
275 1,000 1,080 1,180 1,260
276 1,348 1,470 1,580 1,660
277 1,223 1,320 1,460 1,580

279 * 538 580 620 660
282 260 280 290 310
283 570 600 610 620
284 992 1,070 1,150 1,210

Total 8,046 8,610 9,220 9,700

TAZ
Employment

2010 2020 2030 2040
273 * 696 1,240 1,230 1,230
274 * 400 450 470 490
275 725 740 840 940
276 366 520 540 560
277 547 420 450 470

279 * 1 0 0 0
282 75 80 80 70
283 591 700 690 680
284 622 800 860 900

Total 4,023 4,950 5,160 5,340

* The TAZ includes projections within other cities.
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Figure 6-5. eXiSTiNg AND FOreCASTeD TrAFFiC 
VOLuMeS
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Capacity Assessment

Existing and Anticipated Roadway Capacity 

Roadway congestion is judged to exist when the ratio of traffic volume to 
roadway capacity (V/C ratio) approaches or exceeds 1.0. The V/C ratio provides 
a measure of congestion that can help determine where roadway improvements, 
access management, transit services, or demand management strategies need 
to be implemented. However, it does not provide a basis for determining the 
need for specific intersection improvements.

Table 6-2 provides a method to evaluate roadway capacity. For each facility 
type, the typical planning-level annual average daily traffic (AADT) capacity 
ranges and maximum AADT volume ranges are listed. These volume ranges 
are based upon guidance from the Highway Capacity Manual and professional 
engineering judgment. A range is used since the maximum capacity of any 
roadway design (V/C = 1) is a theoretical measure that can be affected by its 
functional classification, traffic peaking characteristics, access spacing, speed, 
and other roadway characteristics. Further, to define a facility’s “daily capacity,” 
engineering judgement recommends that the top of each facility type’s volume 
range be used. This allows for capacity improvements that can be achieved by 
roadway performance enhancements (e.g., expansions or improvements).

All roadways in Columbia Heights are two-lane except MN  47, MN 65, CSAH 
2 (40th Avenue) between University Avenue (MN 47) and Central Avenue (MN 
65), 44th Avenue between Jackson Street and Tyler Place, and 37th Avenue 
between Hart Boulevard and the Eastern County Boundary.

TABLe 6-2. rOADWAY CAPACiTY guiDeLiNeS

Facility Type

Planning Level 
Daily Capacity 
Ranges (AADT)

Under Capacity Near Capacity
Over 

Capacity

LOS A B C D E F

0.2 0.4 0.6 0.85 1.0 >1.0

Two-lane undivided urban 8,000 – 10,000 2,000 4,000 6,000 8,500 10,000 > 10,000

Two-lane undivided rural 14,000 – 15,000 3,000 6,000 9,000 12,750 15,000 > 15,000

Two-lane divided urban  
(Three-lane) 14,000 – 17,000 3,400 6,800 10,200 14,450 17,000 > 17,000

Four-lane undivided urban 18,000 – 22,000 4,400 8,800 13,200 18,700 22,000 > 22,000

Four-lane undivided rural 24,000 – 28,000 5,600 11,200 16,800 23,800 28,000 > 28,000

Four-lane divided urban 
(Five-lane) 28,000 – 32,000 6,400 12,800 19,200 27,200 32,000 > 32,000

Four-lane divided rural 35,000 – 38,000 7,600 15,200 22,800 32,300 38,000 > 38,000

Four-lane expressway rural 45,000 9,000 18,000 27,000 38,250 45,000 > 45,000

Four-lane freeway 60,000 – 80,000 16,000 32,000 48,000 68,000 80,000 > 80,000

Six-lane freeway 90,000 – 120,000 24,000 48,000 72,000 102,000 120,000 > 120,000

 Source: SRF Consulting Group, Inc.
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Level of Service (LOS)

Level of Service (LOS), as related to highways and local roadways, categorizes 
the different operating conditions that occur on a lane or roadway when 
accommodating various traffic volumes.  It is a qualitative measure of the effect 
of traffic flow factors, such as speed and travel time, interruption, freedom 
to maneuver, driver comfort and convenience, and indirectly, safety and 
operating costs.  It is expressed as levels of service “A” through “F.”  Level “A” 
is a condition of free traffic flow where there is little or no restriction in speed 
or maneuverability caused by presence of other vehicles.  Level “F” is a facility 
operating at a no or a low speed with many stoppages, with the highway acting 
as a storage area (Table 6-3).

The following section describes LOS and further relates the correlation 
between LOS and planning-level roadway capacities, helping better understand 
the operations and capacity level on existing roadways.

TABLe 6-3. LeVeL OF SerViCe DeFiNiTiONS

Level of 
Service 
(LOS) Traffic Flow

Vehicle/Capacity 
Ratio Description

A Free Flow 
Below Capacity 0.20 Low volumes and no delays

B Stable Flow 
Below Capacity 0.40 Low volumes and speed dictated by travel 

conditions

C Stable Flow 
Below Capacity 0.60 Speeds and maneuverability closely controlled 

due to higher volumes

D Restricted Flow 
Near Capacity 0.85 Higher density traffic restricts maneuverability 

and volumes approaching capacity

E Unstable Flow 
Approaching Capacity 1.0 Low speeds, considerable delays, and volumes at 

or slightly over capacity

F Forced Flow 
Over Capacity >1.0 Very low speeds, volumes exceed capacity, and 

long delays with stop-and-go traffic

 Source: SRF Consulting Group, Inc.
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Existing Capacity Deficiencies

Using the methodology described above, existing capacity deficiencies were 
identified by comparing existing ADT volumes and roadway characteristics and 
lane configuration (Figure 6-7) to the thresholds noted in Table 6-2. Results of 
this analysis were mapped to identify roadways that currently exhibit capacity 
deficiencies. Roadway segments are defined as overcapacity if the volume-
to-capacity ratio is at or above 1.0, which signifies that a segment of road has 
observed volumes which exceed its design capacity. Based on this analysis, 53rd 
Avenue NE from Sullivan Drive NE to MN 65 currently is over capacity. Roadway 
segments are defined as near capacity if the volume-to-capacity ratio is at or 
above 0.85. Several segments of the city’s roadway system are experiencing 
near capacity deficiencies. Existing roadways that are near their design capacity 
are found along the following: 

 » MN 65 from 49th Avenue NE to North City Limits
 » CSAH 27 (Stinson Boulevard NE (from south of 38th Avenue NE to South 

City Limits

The methodology described above is a planning-level analysis that uses average 
daily traffic volumes and is not appropriate for all traffic conditions. For example, 
traffic conditions that do not fit the average daily traffic criteria (e.g., weekend 
travel, holiday travel, special events, etc.) are likely to produce different levels 
of congestion. Additionally, factors such as the amount of access and roadway 
geometrics may influence capacity.

Future Roadway Capacity 

A planning level analysis was performed on the existing roadway system to 
identify locations where capacity problems are expected to occur by the 
planning horizon year. Demand was estimated using the 2040 traffic forecasts 
shown in Figure 6-5. Capacity was based upon the existing roadway geometrics 
shown in Figure 6-6, including the programmed roadway system improvements 
shown on page 6-112.

Using this data, a volume-to-capacity analysis, like that completed for existing 
conditions, was conducted for forecasted 2040 conditions. If improvements are 
not made to existing over and near capacity deficiency roadways, 2040 average 
annual daily travel demands will continue to approach or exceed daily capacities 
along MN 65, CSAH 27, and 53rd Avenue NE. 
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Figure 6-6. eXiSTiNg rOADWAY geOMeTrY
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Figure 6-7. eXiSTiNg V/C rATiO DeFiCieNCieS
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 Source: SRF Consulting Group, Inc., MnDOT

Figure 6-8. FOreCAST 2040 V/C rATiO DeFiCieNCieS
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Safety Assessment
A central concern of transportation professionals is roadway safety. One of the 
city’s goals is to review and analyze high traffic crash locations on a biannual 
basis. To assist in the evaluation of crashes, MnDOT maintains a database of 
crash records from around the State of Minnesota. These records identify the 
location, severity and circumstances associated with each crash. This dataset 
was reviewed to identify the number, location and severity of crashes on 
roadways, excluding interstate highways, in the City of Columbia Heights for 
the years 2011-2015. The ten intersection locations with the highest frequency 
of crashes between 2011 and 2015 are listed in Table 6-5 and illustrated in Figure 
6-9.   

A planning-level analysis of the existing transportation system in Columbia 
Heights was completed and included evaluating crash records for the types of 
accidents most commonly occurring and where accident trends may exist. In the 
five-year period from January 1, 2011 through December 31, 2015, 990 crashes 
occurred on the roadways within the City of Columbia Heights. Locations with 
the highest accident frequency are at the intersections of MN 65 (Central 
Avenue) with 53rd Avenue, 49th, and 37th Avenue. These intersections were 
also evaluated using MnDOT’s crash rate methodology, shown in Table 6-4. Per 
MnDOT, a critical index of 1.00 or less indicates performance within statewide 
trends. Critical index above 1.00 indicates that the intersection von operates 
outside of the expected, normal range (as seen in red within Table 6-5).

TABLe 6-4. MOTOr VeHiCLe CrASHeS iN COLuMBiA 
HeigHTS 2011-2015

Year
Fatal 

Crashes 

Personal Injury Crashes
Property 
Damage 
(PDO)

Total 
Crashes

Type A
Incapacitating 

Injury 

Type B
Non-incapacity 

Injury 

Type C 
Possible 

Injury

2011 0 6 24 43 96 169

2012 1 5 19 48 105 178

2013 0 2 31 57 131 221

2014 3 6 19 62 142 232

2015 1 3 30 46 110 190

Totals 5 22 123 256 584 990

Source: SRF Consulting Group, Inc., MnDOT
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TABLe 6-5. TOP 10 iNTerSeCTiON CrASH LOCATiONS 
iN 2011-2015 (BY FreQueNCY OF CrASHeS)

Intersection

Severity

Traffic 
Control

Critical 
Index 

All 
Crashes

Critical 
Index 

Fatal & 
Type A Fatal

Type 
A

Type 
B

Type 
C

Property 
Damage

1. Central Avenue/53rd Avenue 0 0 7 14 36 Signal 0.88 0.00

2. Central Avenue/49th Avenue 0 0 4 12 32 Signal 1.09 0.00

3. Central Avenue/37th Avenue 0 1 5 15 19 Signal 1.06 0.78

4. University Avenue/53rd Avenue 0 3 6 14 17 Signal 0.92 2.19

5. Central Avenue/44th Avenue 1 0 8 7 16 Signal 0.77 0.75

6. 37th Avenue/Johnson Street 0 1 2 10 15 Signal 1.08 0.92

7. University Avenue/44th Avenue 1 3 3 3 15 Signal 0.69 3.19

8. Central Avenue/45th Avenue 0 1 2 7 14 Signal 0.63 0.78

9. University Avenue/49th Avenue 0 0 5 9 9 Signal 0.64 0.00

10. 37th Avenue/Stinson Blvd 1 1 2 5 12 Signal 0.77 1.81

As shown by this crash analysis, there is a high correlation between the 
frequency of crashes and traffic volumes. Roadways with higher volumes are 
expected to have more total crashes than a lower volume roadway. Safety is 
an utmost concern on the Central Avenue corridor for the city and based on 
this analysis should remain as such. At this time, it is recommended that the 
city remain vigilant of opportunities to improve the safety along the corridor. 
Further study and analysis is recommended to determine appropriate safety 
measures and types of crashes occurring at the crash locations identified. The 
city will work with the state and/or county, depending on location, to address 
safety issues at intersections or along corridors.
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Figure 6-9. HigH SeVeriTY CrASH LOCATiONS
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Access Management Guideline
The management of thoroughfare access along roadway systems, particularly 
arterial and collector roadways is a very important component of maximizing 
the capacity and decreasing the crash potential along those roadway facilities. 
As mentioned in a previous section, arterial roadways have a function of 
accommodating larger volumes of traffic and often at higher speeds. Therefore, 
access to such facilities must be limited in order to protect the integrity of the 
arterial function. Collector roadways provide a link from local streets to arterial 
roadways and are designed to provide more access to local land uses since the 
volumes and speeds are often less than arterial roadways.

MnDOT studies have shown that as the density of access increases, whether 
public or private, the traffic carrying capacity of the roadway decreases and the 
vehicular crash rate increases. Businesses suffer financially on roadways with 
poorly designed access, while well designed access to commercial properties 
support long-term economic vitality.

As with many transportation related decisions, land use activity and planning 
is an integral part of the creation of a safe and efficient roadway system. Every 
land use plan amendment, subdivision, rezoning, conditional use permit, or 
site plan involves access and creates a potential impact to the efficiency of 
the transportation system. Properties have access rights and good design will 
minimize the deleterious effect upon the roadway system. Minnesota State 
Statutes state that “reasonable, convenient, and suitable” access to property 
shall be provided. Access management is a combination of good land use 
planning and effective design of access to property.

The granting of access is shared by the State, County, Cities, and Townships 
with each having the permitting process responsibility over roadways under 
their control. The aforementioned authorities may also require the following 
while examining access:

 » Dedication of public rights-of-way
 » Construction of public roadways
 » Mitigation measures of traffic and/or other impacts
 » Change in and/or development of new access points

Using proper access guidelines helps all the agencies involved to be on 
the same page. However, access spacing is important not just for new 
developments, but for existing developments and accesses as well. Processes 
should be developed to deal with existing corridors that have allowed improper 
access spacing in the past. In these cases, it is possible that the number of 
access points exceed the access spacing guidelines. These existing access 
points must be handled in a different manner than with new access points. 
It is desired to aggressively minimize any new accesses while consolidating, 
restricting and/or reducing existing access points as redevelopment occurs. It is 
important to remember that access spacing guidelines are long term goals and 
not absolute rules. Maintaining flexibility is important when promoting access 
consolidation, including consideration of existing conditions, physical barriers, 
or constraints.

The traveling public benefits from access spacing, whether using grade- 
separated crossings, frontage roads, right turn only entrances/exits, etc. 
Given the number of agencies potentially involved in reviewing plats and 
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access points, access guideline, and corridor management practices should be 
implemented at the state, county and city level.

MnDOT has developed guidelines for access management based upon their 
goals of safety, mobility, and statewide growth. As a part of their guidelines, four 
new categories were developed as an addition to the functional classification 
system:

 » High Priority Interregional Corridors (IRC)
 » Medium Priority IRC
 » Regional Corridors
 » Statewide Roads

These types of roadways link the state’s primary trade centers and the Twin 
Cities Metro area to one another. MnDOT has further divided the primary 
categories into sub-categories based upon the specific facilities and land use 
patterns surrounding the roadway. Table 6-6 shows MnDOT’s recommended 
street spacing guidelines for IRC’s according to the January 2008 Access 
Management Manual. Table 6-7 shows the street spacing guidelines for non- 
IRC’s. The County’s Access Spacing Guidelines are shown in Table 6-8.

The City will implement the access spacing guidelines as redevelopment/
development occurs.
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TABLe 6-6. SuMMArY OF reCOMMeNDeD STreeT SPACiNg FOr irCS 

Category

Area or 
Facility 

Type

Typical 
Functional 

Class

Public Street Spacing

Signal Spacing

Primary Full- 
Movement 

Intersection
Secondary 

Intersection
1 High-Priority Interregional Corridors & Interstate System (IRCs)

1F Interstate 
Freeway

Principal 
Arterials

Interchange Access Only

1AF

Non- 
Interstate 
Freeway

Interchange Access Only 
(see Section 3.2.7 for interim spacing)

See Section 3.2.5 
for Signalization 
on Interregional 

Corridors

1A Rural 1 mile ½ mile

1B Urban/ 
Urbanizing ½ mile ¼ mile

1C Urban Core 300-660 feet, dependent upon block length

2 Medium-Priority Interregional Corridors

2AF
Non- 

Interstate 
Freeway

Principal 
Arterials

Interchange Access Only
(see Section 3.2.7 for interim spacing) See Section 3.2.5 

for Signalization 
on Interregional 

Corridors

2A Rural 1 mile ½ mile

2B Urban/ 
Urbanizing ½ mile ¼ mile

2C Urban Core 300-660 feet, dependent upon block length ¼ mile

3 Regional Corridors

3AF

Non- 
Interstate 
Freeway

Principal & 
Minor Arterials

Interchange Access Only
(see Section 3.2.7 for interim spacing) Interim

3A Rural 1 mile ½ mile See Section 3.2.5

3B Urban/ 
Urbanizing ½ mile 1/4 mile ½ mile

3C Urban Core 300-660 feet, dependent upon block length ¼ mile

Source: MnDOT Access Management Manual: Public Street Spacing – January 2, 2008
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TABLe 6-7. SuMMArY OF reCOMMeNDeD STreeT SPACiNg FOr NON-irCS

Category

Area or 
Facility 

Type

Typical 
Functional 

Class

Public Street Spacing

Signal Spacing

Primary Full- 
Movement 

Intersection
Secondary 

Intersection

4 Principal Arterials in the Twin Cities

4AF
Non- 

Interstate 
Freeway

Principal 
Arterials

Interchange Access Only 
(see Section 3.2.7 for interim spacing) Interim

4A Rural 1 mile ½ mile See Section 3.2.5

4B Urban/ 
Urbanizing ½ mile ¼ mile ½ mile

4C Urban Core 300-660 feet, dependent upon block length ¼ mile

5 Minor Arterials
5A Rural

Minor 
Arterials

½ mile ¼ mile See Section 3.2.5

5B Urban/ 
Urbanizing ¼ mile 1/8 mile ¼ mile

5C Urban Core 300-660 feet dependent upon block length ¼ mile

6 Collectors
6A Rural

Collectors

½ mile ¼ mile See Section 3.2.5

6B Urban/
Urbanizing 1/8  mile Not Applicable ¼ mile

6C Urban Core 300-660 feet dependent upon block length 1/8 mile

7 Specific Area Access Management Plans
7 All All By adopted Plan

Source: MnDOT Access Management Manual: Public Street Spacing – January 2, 2008
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TABLe 6-8. ANOKA COuNTY ACCeSS SPACiNg 
guiDeLiNeS

Functional 
Class

Route 
Speed 
(mph)

Area
or

Facility 
Type

Intersection Spacing
(Nominal)1

Signal 
Spacing Private Access2

Primary Full 
Movement 

Intersection

Conditional3 
Secondary 

Intersection

Principal 
Arterials

50 - 55 Rural 1 mile 1/2 mile 1 mile

Subject to Conditions for all 
roadway types and speeds

40 – 45 Urbanizing 1/2 mile 1/4 mile 1/2 mile

< 40 Urban Core 1/8 mile 300 – 660 feet4 1/4 mile

“A” Minor 
Arterials

50 - 55 Rural 1/2 mile 1/4 mile 1/2 mile

40 - 45 Urbanizing 1/4 mile 1/8 mile 1/4 mile

< 40 Urban Core 1/8 mile 300 – 660 feet 1/4 mile

Other Minor 
Arterials

50 - 55 Rural 1/2 mile 1/4 mile 1/2 mile

40 - 45 Urbanizing 1/4 mile 1/8 mile 1/4 mile

< 40 Urban Core 1/8 mile 300 – 660 feet 1/4 mile

Collectors

50 - 55 Rural 1/2 mile 1/4 mile 1/2 mile

40 - 45 Urbanizing 1/8 mile N/A 1/4 mile

< 40 Urban Core 1/8 mile 300 – 660 feet 1/8 mile

Local

50 - 55 Rural 1/2 mile 1/4 mile 1/2 mile

40 - 45 Urbanizing 1/8 mile N/A 1/4 mile

< 40 Urban Core 1/8 mile 300 – 660 feet 1/8 mile

Specific Access Plan All By adopted plan/agreement/covenant on land

Source: Anoka County Highway Department - Approved Anoka County Access Guidelines 
080210

1 Any spacing deviations shall have a detailed traffic study completed by the requesting 
agency, AND approved by the County Engineer.  

2 Private Access refers to residential, commercial, industrial and institutional driveways. 
Reference Anoka County’s Development Review Manual for specifics on private access.  

3 Conditional secondary access is defined as right in/out.  

4 Access spacing may be determined by planning documents approved by the county
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TRANSIT SYSTEM
Transit is an important component of a comprehensive transportation system 
to meet the varied needs of residents, employees, and visitors. Transit is an 
important element in the transportation network because it: 

 » Provides vulnerable populations access to services in the area, including 
those who cannot afford a personal vehicle, people who cannot drive, and 
senior citizens

 » Provides opportunities for people who prefer an alternative to automobile 
travel 

 » Removes a portion of existing and future automobile traffic from the 
roadway, reducing travel time and congestion for everyone on the roadway

Existing Transit Services
Transit service in Columbia Heights consists of fixed route, demand-responsive, 
and paratransit service. 

The City of Columbia Heights is within the Metropolitan Transit Taxing District, 
Market Area II. Transit Market Area II is comprised of urban center communities 
that are characterized by a dense urban form and a higher concentration of 
transit-dependent residents. Pursuant to the Transportation Policy Plan (TPP) 
guidance adopted in 2015, transit service in this market area should focus 
on providing a dense network of local routes with high levels of service to 
accommodate a wide variety of trip purposes.  Service options for Market Area 
II include:

 » regular-route locals,
 » all-day expresses,
 » small vehicle circulators,
 » special needs para-transit (ADA, seniors), and
 » ridesharing

The City is currently served by three transit services, including the Metro 
Transit Local and Express Service, Anoka County Demand-Responsive Service, 
and the Northstar Commuter Rail. Figure 6-10 depicts the existing transit 
network in Columbia Heights. 

Columbia Heights Transit Hub
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Figure 6-10. eXiSTiNg TrANSiT rOuTeS AND FACiLiTY
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PedestrianBridge

Fixed Route Transit Service

Fixed-route transit service includes both local and express bus services that 
operate on a full peak and off-peak route. The Fixed-route transit service 
in Columbia Heights is provided primarily by Metro Transit, the Twin Cities 
Metropolitan Area regional transit provider. Metro Transit has constructed 
a transit hub along Central Avenue between 40th and 41st Avenues. The 
Columbia Heights Transit Center, located at Central and 41st Avenue, provides 
for transfers between regular route buses and community circulators. The 
station is adjacent to existing parking that may be used for drop-offs and for 
park-and-ride. 

Anoka County Traveler Demand -Responsive Service

The Anoka County Traveler, in conjunction with Metro Transit, provides 
demand-responsive (dial-a-ride) transit service to the Columbia Heights. It was 
established in 1990 as a demonstration project to provide accessible dial-a-ride 
service in Anoka County. In January 1996, the Columbia Heights Shared Ride 
Transit System became part of the Anoka County Traveler service area. Today, 
the Anoka County Traveler transit system provides service to all Anoka County 
communities, including Columbia Heights. Paratransit service is also provided 
by Metro Mobility and various other special-purpose service providers.

Northstar Community Rail

The Northstar Corridor is a transportation corridor that runs between Big 
Lake and Minneapolis along TH 10. It will utilize the BNSF railroad just west 
of Columbia Heights, between East River Road and Main Street. There are no 
stations slated to be in Columbia Heights, but stations exist in Elk River, Ramsey, 
Anoka, Coon Rapids, and Fridley. The Northstar Commuter Rail will travel at 
speeds up to 79 mph and offer services between Big Lake and Minneapolis. 
Commuter Rail service operates during peak travel times and across longer 
distances such that fewer stops are made. The Northstar trains will operate 
primarily during weekday peak travel times when traffic is heaviest and demand 
is greatest. 

Park-and-Ride Facilities

There are currently no park-and-ride lots in Columbia Heights.

Future Transit System
According to the Metropolitan Council’s Transportation Policy Plan, transit 
services are to be a focus of improvement to the region. This includes a goal to 
increase transit ridership 50 percent by 2020 and to double it by the year 2040. 
A transit system is being designed and will be scaled to fit various regions’ 
needs while promoting mobility and access opportunities around the region.

Central Avenue Arterial Bus Rapid Transit (BRT)

In 2011, Metro Transit embarked on the Arterial Transitway Corridors Study 
(ATCS), a year-long study of improvements along some of the most heavily 
traveled transit corridors in the Twin Cities area.5 The purpose of the ATCS was 
to develop a bus facility and service plan to enhance efficiency, speed, reliability, 
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customer experience, and transit market competitiveness on 11 high-demand 
urban transitway corridors.  

Central Avenue, through Columbia Heights, was included as part of the 11 high-
demand urban transitway corridors analysis as part of the ATCS. The proposed 
Central Avenue corridor follows Central Avenue from downtown Minneapolis to 
53rd Street in Columbia Heights, turning west on 53d, and following University 
Avenue north to the Northtown Transit Center. The alignment serves downtown 
Minneapolis, a mixed-use commercial corridor in northeast Minneapolis north 
of the Mississippi Rove, Columbia Heights Transit Center at 41st Avenue, and 
downtown Columbia Heights. The corridor transitions to a more suburban 
setting north of downtown Columbia Heights and into Fridley.

Metro Transit’s Route 10 is the primary route serving Central Avenue corridor. 
Route 10 is part of Metro Transit’s Hi-Frequency Network between downtown 
Minneapolis and the Columbia Heights Transit Center. During weekdays, there 
is a combined 10-minute or better frequency between the three-patterns run by 
Route 10. On Saturdays, two of the patterns are run at 60-minute frequencies 
each and the third at 30-minute frequencies, resulting in a combined 15-minute 
average.  On Sunday, there is a combined 20-minute frequency. 

Implementation of BRT along the Central Avenue corridor would provide riders 
all day service in both the north and south directions running at high, more 
consistent frequencies. Two BRT patterns are introduced, one to Northtown 
Transit Center and a shortline running to 53rd Avenue. Upon implementation of 
BRT, the 53rd Avenue and University Avenue patterns of Route 10 are replaced 
with BRT. Service frequencies on the remaining Route 10 pattern are adjusted. 
Figure 6-11 shows a representation of possible BRT connection from downtown 
Minneapolis to Northtown Transit Center.

5 Metropolitan Council, Metro Transit. Arterial Transitway Corridors Study. April 2012. 
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Figure 6-11. BuS rAPiD TrANSiT BuS CONCePT

Source: Arterial Transitway Corridors Study
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PEDESTRIAN CROSSINGS AND 
SAFETY
Existing and proposed bicycle and pedestrian facilities are discussed in the 
Parks and Open Space section of the Comprehensive Plan. These facilities 
are intended to serve both a transportation and recreation purpose and to 
provide bicycle/pedestrian access to major generators including the transit hub. 
Opportunities for cycling to   downtown Minneapolis, neighboring communities, 
and nearby trail systems should be considered whenever feasible to offer 
alternative forms of transportation. 

Additionally, Trail crossing locations of arterial and collector roadways should 
be carefully considered to maximize trail user safety. Appropriate consideration 
should be given to signed crosswalks, signals, or grade separated crossings at 
each trail crossing.

Pedestrian safety is a common thread when looking at the goals established 
at the beginning of this chapter. As such, possible improvements that could 
be applied to improve pedestrian safety at intersections are discussed below. 
Some of the items listed in the below list are not standard safety measures. 
They have been provided to facilitate discussions and to think of alternative 
safety measures. The city will coordinate with MnDOT and the County upon 
implementing any pedestrian safety measures at an intersection. The city will 
examine each pedestrian crossing on a case-by-case basis.

 » Advance Stop Locations involves placing the stop bar pavement marking 
four to 20 feet in advance of the crosswalk.

 » Crosswalk Pavement Treatments are textured or colored crosswalks that 
better differentiate the crosswalk for approaching motorists and crossing 
pedestrians.

 » In-Pavement Lights are flashing insert lights at marked crosswalk that are 
designed to attract attention to the crosswalk when a pedestrian is present 
and has activated them.

 » Curb Extensions, also called chokers, physically reduces the street width 
at an intersection and provides increased visibility for both motorists and 
pedestrians.

 » Raised Pedestrian Crossings are a speed table that is the desired width of 
a crosswalk.

 » Additional Signs which could include signs mounted at ground level or on 
the signal mast arms for both motorists and pedestrians.

 » No Right-Turn on Red reduces the conflict between turning vehicles and 
pedestrians by preventing motorists from turning on a red light.

 » Countdown Pedestrian Timers provide the pedestrian with exact 
knowledge of how much crossing time remains.

 » Leading Pedestrian Interval will activate the pedestrian phase of a signal in 
advance of vehicle traffic.

 » Lagging Pedestrian Interval delays pedestrians from crossing the 
intersection until after the motorists have been given the corresponding 
green indication.

 » Automatic Pedestrian Dectors use microwave, infrared, or video 
technology to detect pedestrians that are waiting to cross or are crossing 
the street.

Pedestrian Crossing
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 » Pedestrian Railings physically prevent pedestrians from crossing at areas 
other than the marked crossing.

 » Staggered Pedestrian Refuge Island consists of using the median in a 
staggered configuration, such that it will force pedestrians to walk towards 
traffic in order to reach the second half of the crosswalk.

 » Crossing Flags are stored in canisters near the crosswalk. When a 
pedestrian approaches the crosswalk, he/she waves the flag to attract the 
attention of passing motorists.

 » Enforcement increases the presence of law enforcement actively looking 
for violators not yielding to pedestrians.

 » Pedestrian Bridge is an overpass specifically for pedestrians, eliminating 
the pedestrian and vehicle interaction.

The previous list is not comprehensive and is meant to offer ideas of potential 
pedestrian treatments. Improvements must be analyzed to determine the 
appropriateness for each application.

The city will review on an as-needed basis if further pedestrian treatments are 
necessary at specific intersections.

Regional Bicycle Transportation Network (RBTN)

The 2040 TPP implemented the Regional Bicycle Transportation Network 
(RBTN), which establishes regional priorities of multi-use trail and bicycle 
facilities for planning and investment.

The purpose of the RBTN is to develop a continuous network of on-street 
bikeways and off-street trails to improve bicycle transportation at the regional 
level. The RBTN network serves as a basis for evaluating projects for the 
Metropolitan Council’s Regional Solicitation grant funding program. 

Within the City of Columbia Heights, a Tier 1 RBTN Corridor extends north-
south along the eastern portion of the City. Additionally, a Tier 2 RBTN Corridor 
runs north-south parallel with MN 65. Figure 6-12 depicts RBTN corridors within 
the City of Columbia Heights and existing multi-use trail facilities. 
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Figure 6-12. BiCYCLe AND TrAiL FACiLiTieS
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FREIGHT AND GOODS 
MOVEMENT SYSTEM

Existing Freight and Goods Movement 
System 
Industrial areas in the City of Columbia Heights are located with adequate 
access to the metropolitan highway system. The truck traffic from industrial, 
industrial/warehousing and commercial land uses can be adequately 
accommodated through the following measures:

 » Locating truck-intensive land uses with good proximity to the metropolitan 
highway system and with good access to the minor arterial system;

 » Using acceptable design standard on arterials, which will ensure adequate 
turning radius and pavement depth for trucks; and

 » Signing and marking to minimize truck traffic through neighborhoods.

Truck Routes

Per MnDOT’s CSAH 10-Ton Project, there are a few conceptual 10-Ton system 
roadways within Columbia Heights including:

 » MN 65 (Central Avenue)
 » CSAH 2 (40th Avenue NE)
 » 49th Avenue NE

No state highways exist within Columbia Heights that restrict truck traffic.

Railroads

A rail yard is located to the west of Columbia Heights where a small portion 
of the Canadian Pacific Railway (CPR) is located within Columbia Heights. The 
Burlington Northern Santa Fe (BNSF) rail line runs north-south near the western 
border of the city.

Future Freight and Goods Movement 
System
While there are no planned improvements to the Freight and Goods Movement 
System there have been advancements in the freight industry that the City of 
Columbia Heights should prepare for moving into the future. In recent years, 
e-commerce and day-of deliveries have become increasingly more important 
to the national economy. This phenomenon is also reflected at a regional level 
throughout the greater Twin Cities area. The demands of customers to receive 
seemingly any product of their choosing within a moment’s notice has, and 
will continue to, increase freight traffic on major and local roadways. With 
such close proximity to the Twin Cities, it is imperative that these trends be 
accounted for and planned for accordingly in order to maintain traffic flows and 
avoid congestion along roadways in Columbia Heights.
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AVIATION FACILITIES

Existing Aviation Facilities and Policies
There are no existing aviation facilities within Columbia Heights. However, 
the city remains cognizant of the need to protect its airspace. This includes 
protection from potential hazards such as hazards to air navigation including 
electronic interference and height of structures.

Per the Federal Aviation Administration (FAA) and MnDOT Aeronautics safety 
standards, any applicant who proposes to construct a structure 200 feet 
above the ground level must obtain appropriate approval by submitting FAA 
Form 7460-1 “Notice of Proposed Construction or Alteration”, under code of 
federal regulations CFR-Part 77. These forms must be submitted 30 days before 
alteration/construction begins or the construction permit is filed, whichever is 
earlier. MnDOT must also be notified (see MnDOT Rules Chapter 8800).  

Federal Regulation Title 14, Part 77 establishes standards and notification 
requirements for objects affecting navigable airspace. This notification serves as 
the basis for evaluating the effect of the construction or alteration on operating 
procedures, determining the potential hazardous effect of the proposed 
construction on air navigation, identifying mitigation measures to enhance 
safe air navigation, and charting of new objects. Notification allows the Federal 
Aviation Administration (FAA) to identify potential aeronautical hazards in 
advance, thus preventing or minimizing the adverse impacts to the safe and 
efficient use of navigable airspace.

Title 14, Part 77.13 requires any person/organization who intends to sponsor any 
of the following construction or alterations to notify the Administrator of the 
FAA when:

 » Any construction or alteration exceeding 200 feet above ground level;
 » Any construction or alteration:

o Within 20,000 feet of a public use or military airport which exceeds 
a 100:1 surface from any point on the runway of each airport with at 
least one runway more than 3,200 feet

o Within 10,000 feet of a public use or military airport which exceeds 
50:1 surface from any point on the runway of each airport with its 
longest runway no more than 3,200 feet

o Within 5,000 feet of a public use heliport which exceeds a 25:1 
surface;

 » Any highway, railroad or other traverse way whose prescribed adjusted 
height would exceed that above noted standards;

 » When requested by FAA; and,
 » Any construction or alteration located on a public use airport or heliport 

regardless of height or location 

Chapter 22 of the City Code regulates the siting and screening of wireless 
communications equipment, including technology associated with amateur 
radio service, satellite dishes, personal wireless service, radio or television 
transmitting antennas, public safety communication, and public utility 
microwave equipment. Section 10-22-2(H): General Standards states, when 
applicable, proposals to erect new antennas shall be accompanied by any 
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required Federal, State, or local agency licenses or permits.

The following internet address provides additional access to the Current 
Federal Aviation Regulations. http://www.faa.gov/regulations_policies/
faa_regulations/ Part 7 of the Current Federal Aviation Regulations contains 
guidelines regarding when the Federal Aviation Administration (FAA) shall be 
notified of proposed construction or alteration. Notification is not required if 
the construction or alteration will be shielded by existing structures or natural 
terrain. In the event the FAA is to be notified of proposed construction or 
alterations, the appropriate form can be found at the following web address. 
http://forms.faa.gov/report_new.asp?stype=N The “Notice of Proposed 
Construction of Alteration” is form number 7460-1.

The FAA has several regional offices. Minnesota is part of the Great Lakes 
Region and is served by the Great Lakes Regional Office.

Great Lakes Regional Office  
Air Traffic Division, AGL-520  
2300 East Devon Avenue  
Des Plaines, IL 60018 
Tel: 847-294-7568

Future Aviation Facilities
All cities within the Twin Cities Metropolitan Area are required to develop 
an aviation plan. The primary intent of this requirement is to ensure that land 
uses do not conflict with the operation of aviation facilities, including seaplane 
lanes. Four critical areas must be addressed within a city’s aviation plan and 
appropriately located and mapped:

 » All structures 200 feet above ground level
 » Any special aviation facilities and functions in off-airport areas and identify 

appropriate local protections measures
 » Any permanent private and emergency use airports and heliports allowed 

by zoning and/or permit
 » Any designated lakes for seaplane bases

Currently, no structures exceed 200 feet in height in the City of Columbia 
Heights. However, the current zoning ordinance does not preclude buildings of 
this height in the GB, General Business District. There are no special aviation 
facilities, permanent private use airports, emergency use airports, heliports, or 
lakes designated for seaplane bases within the community.

There are no planned improvements to the City’s aviation facilities.
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PLANNING FOR THE FUTURE 
Throughout the City of Columbia Heights’s comprehensive planning effort, 
the city will need to consider how to address existing transportation needs, 
while setting the stage for future growth. Items for consideration include the 
following:

 » System Preservation
 » Assisted Driving and Autonomous Vehicles
 » Travel Demand Management
 » Complete Streets and Safe Routes to School
 » Performance Based Planning
 » Future Projects and Consideration

System Preservation
Infrastructure systems (e.g., roads, bridges, culverts, and sidewalks) have 
become very expensive and difficult to maintain in today’s environment with 
aging infrastructure, rising costs of materials, and stagnant or declining revenue. 
In fact, many local agencies are being forced to pause, and ask questions about 
the costs and benefits of continuing to maintain assets throughout their entire 
system, or if other approaches should be explored to better balance needs with 
available resources. The City of Columbia Heights has already taken steps to 
integrate pavement preservation practices into its everyday course of business 
(e.g., edge mill and overlay program; PASER rating system; etc.). Generally, 
considerations to include are:

 » Performance Standards and Measures: A performance-based approach 
improves the accountability of local infrastructure investments, assess risks 
related to different performance levels, monitor progress and increase 
transparency.

 » Project Prioritization: Project prioritization can help cities rank 
infrastructure needs in a manner that is consistent with preservation goals 
and objectives. This technique can help avoid the typical “worst first” 
approach to programming preservation projects that tends to invest limited 
resources in the most expensive “fixes” (reconstruction) instead of directing 
maintenance funds to infrastructure that merely need rehabilitation, which 
will provide more cost-effective solutions in a timely manner. 

 » New Revenue Sources: There are methods to capture new revenue streams 
to close the financial gap in maintaining assets in a “state of good repair.” 
Exploring new revenue sources will allow the city to expand and accelerate 
preservation initiatives. 

 » New Maintenance Techniques: There are new maintenance techniques 
that can extend the lifecycle of an asset. For example, new maintenance 
techniques for roadway surfaces can provide longer service life and higher 
traffic volume thresholds, resulting in more stable road maintenance costs. 
Cost reduction of life cycle extension strategies which save money, or 
extend surface life, can directly benefit preservation needs, and minimize 
any identified financial gap.

 » Asset Management: Tracking assets and their condition will provide a 
stronger outlook on lifecycle costs and replacement schedules. This will 
help establish funding plans and identified future funding gaps or shortfalls.
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Assisted Driving and Autonomous 
Vehicles
Fully autonomous cars are still in the advanced testing stages, but partially 
automated technology and low-speed cars are beginning to embed themselves 
into markets across the country. In this respect, understanding autonomous 
vehicles will play an important role in how agencies manage their transportation 
assets, while setting the stage for investments. In addition to fully autonomous 
vehicles there are connected vehicles that will interact with our transportation 
system (vehicles that communicate with the roadside to complete driving 
functions or provide information to the driver to make informed decisions).  

Aside from some of the more obvious predicted impacts such as the 
continued growth of car-sharing, and on-demand taxi services like Uber and 
Lyft, autonomous vehicles (AVs) and connected vehicles (CVs) also stand 
to disrupt the norms of both transportation and land use planning. Parking 
minimums, street design, right of way needs, development demand, signage 
and signalization, building siting and design, access management, and their 
accompanying norms and standards have the potential to change dramatically 
over the next 40-50 years.

Researchers have concluded that AVs and CVs will reshape future road rights-or 
way. Autonomous vehicles are likely to be smaller than existing passenger vehicles, 
permitting narrower lanes, likely won’t require medians, and due to wireless 
communication between vehicles, will allow travel much closer to one another. By 
accommodating the same or more volume in less space, newly available road can 
be reapportioned to other road users like pedestrians and bicycles.6 

Although newly available road can be configured for additional multimodal use, 
there are some potential drawbacks for pedestrians, bicyclists, and other road 
users that the city will need to be conscious of when moving towards a more 
automated roadway type infrastructure. The reapportioning of rights-of-way 
may allow for expanded sidewalks and more dedicated bike lanes, however, 
due to potential signal removal this may cause longer waits at intersections 
dominated by free-flowing vehicles. Adding pick-up and drop-off locations could 
also fragment the streetscape, complicating travel for multimodal users.

The redevelopment of former parking lots has the potential to transform 
existing urban centers, such as Columbia Heights and surround communities. 
Future site designs will be impacted by the implementation of autonomous 
vehicle structure, potentially allowing for buildings to more regularly front 
streets rather than parking lots. Accommodation for pick-up and drop-off 
locations within these parking lots will need to be a consideration. However, off-
site parking reservoirs are an act to reshape future site designs.

The City of Columbia Heights will need to be mindful of the potential 
infrastructure impacts caused by adoption of autonomous and connected 
vehicle culture. As the city looks to redevelop larger roadways, thoughtful 
consideration for how roadway infrastructure can be expanded to compliment 
autonomous vehicles is crucial to keeping Columbia Heights a vital asset within 
the Twin Cities metropolitan region.

6 APA Minnesota. Planning for the Autonomous Vehicle Revolution. 2016. https://www.planning.
org/blog/blogpost/ 9105024/

“FUTURE 
PROOFING” 
PARKING RAMPS

Technology and advances in 
society are affecting thinking 
related to mobility and parking. 
What can become of our parking 
structures in the future if there 
is no longer as much demand to 
park cars in them? The following 
design elements may make 
it easier to convert parking 
structures to a different use:
•	 Increased story height (min. 
15	for	first	story,	12	for	upper	
stories)

•	 Minimize	floor	sloping
•	 Provide space for additional 

stairwells and elevators in the 
future

•	 Design framing for additional 
load-carrying capacity

•	 Design for easy removal of 
perimeter guard rails

•	 Provide additional capacity 
for	electrical	,	plumbing,	and	
HVAC
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Travel Demand Management
Research has shown that Travel Demand Management (TDM) strategies are a 
useful technique in helping alleviate parking demands in a geographical area. 
TDM strategies are applied to help reduce the number of single occupancy 
vehicles traveling and parking in a certain area. Opportunities to encourage 
TDM strategies include the business parks currently being planned/developed 
throughout the community. Examples of TDM strategies from a development 
review perspective are highlighted throughout this section.

 » Bicycle Amenities: Actively promoting bicycling as an alternative means 
of travel to and from a destination can be achieved through information 
dissemination and the provision of bicycle storage facilities and adding on-
street bicycle lanes and additional connections to trails. These actions can 
help decrease the demand for vehicle parking.

 » Car Sharing Provisions: Car sharing programs provide mobility options 
to a cross section of residents who would not otherwise have access to 
a vehicle. These programs encourage the efficient use of a single vehicle 
among multiple users, while reducing the amount of parking needed to 
accommodate each resident within a neighborhood. Zoning language can 
encourage or require new developments of a certain size to include off-
street parking provisions for car sharing programs.

 » Shared Mobility: Shared mobility includes bikesharing, carsharing, and 
ridesourcing services provided by companies such as Uber and Lyft. 
Predictions indicate that by creating a robust network of mobility options, 
these new modes will help reduces car ownership and increase use of 
public transit, which will continue to function as the backbone of an 
integrated, multimodal transportation system.

 » Travel Demand Management Plans (TDMP): A TDMP outline measures to 
mitigate parking demand as part of the development permit process, which 
can result in innovative solutions that are tailored to the specific needs 
of a neighborhood or district. These types of plans may require specific 
strategies for reducing single-occupancy vehicle trips and promoting 
alternative modes of transportation.

Complete Streets and Safe Routes to 
School
Complete Streets are commonly defined as roadways that accommodate all 
users (e.g., pedestrians, bicyclist, vehicles and transit), regardless of age and 
ability. This is important to consider when recognizing the diversity of people 
traveling throughout the community.

The City of Columbia Heights has not established design guidelines related 
to complete streets. However, the Transportation Plan’s goals and policies do 
embrace several elements of completes streets (e.g., safety for pedestrians and 
bicyclists). MnDOT has adopted a Complete Streets Policy (updated May 2016) 
and has committed to assessing opportunities for incorporating complete street 
design principles in all MnDOT projects. MnDOT’s Complete Streets Policy 
can serve as a resource to the City for incorporating complete street design 
standards into City projects.

Safe Routes to School is a national initiative to increase safety and promote 
walking and bicycling for America’s youth. The Safe Routes to school program 

TRAVEL DEMAND 
MANAGEMENT 
PLANS

Travel demand management 
plans (TDMP) describe the 
generation	of	traffic	to	and	from	
the site and outline strategies the 
project will utilize to mitigate 
and/or	reduce	traffic.	Some	TDM	
strategies include:
•	 Free transit passes to 

employees/residents.
•	 Enhanced and plentiful 

bicycle storage facilities.
•	 Paid parking separate from 

rent.
•	 Free ride home program from 

taxi/ride share service in 
emergency situations

•	 On-site car-share program
•	 Incentive programs to 

encourage the use of active 
transportation.
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will assist in providing infrastructure and non-infrastructure grants to build 
trails, paths, and safe connections to local schools.

Planning for safe routes to schools will require specific attention to certain 
elements such as bike routes, complete street treatments, sidewalk networks, 
pedestrian/bicycle amenities and wayfinding signage. Combined, these 
elements can create Safe Routes to Schools or Complete Streets. 
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