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3Chapter Two



“To design a street according to its probable use is a 
reasonable but uncommon practice.”

– Harland Bartholomew
City of St. Louis Plan (1917)
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On the other hand, although single- and multi-
family residential projects were added from the late 
1960s through the 1980s, the inner-ring suburbs 
along the corridor began to decline during this 
period.  � e population of Ferguson declined 14 
percent during the 1980s and 10 percent during 
the 1990s.  Likewise Dellwood declined in size by 
1990 to its current size of just over 5,000 people.

Together with the population decreases, the 
introduction of the larger regional shopping 
centers has impacted the older and smaller 

In its gradual transition from mostly rural land 
to residential neighborhoods and a commercial 
corridor, there was perhaps no more important 
event than the construction of Interstate 270 in 
the mid 1960s.  Commercial uses boomed, and 
the Ferguson city limit expanded by the 1970s to 
include portions of West Florissant Avenue, which 
became a commercial corridor feeding tra�  c 
to and from I-270.  Commercial development 
continued to change the character of the corridor 
through the 1990s, when the last of the horse 
farms at the northern end of the study area were 
replaced with major retail (“big box”) projects. 

A look at West Florissant Avenue over time reveals an area that grew rapidly after 1955, but has stayed largely unchanged since 1997 

1955 1970 1997 2002 2010

commercial strips, resulting in their depreciation, 
numerous vacancies, and little diversity in 
the types of remaining businesses.  Today as a 
corporate headquarters, Emerson Electric draws its 
employees less from the local area and more from 
the whole metro region. 

Ferguson’s historic downtown and “main street 
area” around Florissant Road and Church Street, 
including the old Ferguson Station, has meanwhile 
undergone considerable revitalization and that area 
continues to draw new retail development.
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• Ferguson’s C-2 zoning (near I-270) has fewer 
permissible uses than C-1.  Although the zone 
still allows retail and service establishments, 
some uses that are permitted in C-1 (gasoline 
stations and automotive dealers) become 
conditional uses in C-2.  Moreover, C-2 does 
not allow uses such as veterinary services, liquor 
stores, funeral services, and repair services.

Dellwood

Dellwood’s zoning ordinance dates to the 1980s 
and is without an accompanying map, nor is 
there a guiding vision or comprehensive plan.  
Dellwood has one commercial zone in the corridor 
area, identi� ed as C-Commercial.  Elsewhere in 
Dellwood, there is a second commercial zone, 
known as C-2 Planned District.

• C District zoning is de� ned by uses that are 
not permitted and uses that have certain 
regulations; other uses are implicitly permitted.  
Non-permitted uses include schools, libraries, 
museums/art galleries, botanical/zoological 
facilities, check cashing/pay day loan 
establishments, tattoo parlors, churches, and 
garages/parking uses.  Regulated uses include 
spas and used vehicle sales.

• � e C-2 zone in Dellwood is a planned 
commercial district that allows the same uses as 
Ferguson’s C-2 zoning code.

2.2.2 COMMERCIAL ZONING AND LAND USE 
DESIGNATIONS

Existing zoning designations are shown in Map 
2.2.   Commercial zones are of particular interest, 
as these areas are important to future economic 
development along the corridor and in� uence 
how the area is perceived and identi� ed.  Existing 
allowed land uses in these zones are summarized as 
follows and in Table 2.2:

Ferguson

Ferguson’s zoning was updated as recently as 
2011 and includes a downtown form-based 
code. Ferguson’s guiding comprehensive plan 
document is the Vision 2015 Plan Update that 
dates to 1998.  Ferguson has two commercial 
zones in the corridor area.  At the north end, near 
I-270, commercial parcels are zoned C-2, Planned 
Commercial.  Ferguson’s parcels at the southern 
end of the corridor are zoned C-1, General 
Commercial.

• Ferguson’s C-1 zoning (the southern end) 
allows most retail and service-oriented uses, 
including automotive dealers, apparel stores, 
furniture stores, laundromats, professional 
o�  ces, libraries, educational services, health 
services, and government agencies.  C-1 
zoning also allows many conditionally-
permitted uses.

Jennings

Jennings zoning ordinance and map originated 
in 1977 but has had regular updates up to the 
present. � e city’s comprehensive plan dates to 
the year 2000. � ere are several corridor parcels 
located in Jennings, at the southern end of the 
corridor.  Jennings has one commercial zone which 
applies to these parcels: C-2, Shopping and Service 
Commercial District.  In general, this zone tends 
to encourage smaller, free-standing commercial 
development.

• � ere are many uses permitted in Jennings’ 
C-2 zone, including retail stores (apparel, 
furniture, automotive supply, general 
merchandise); retail services (dine-in 
restaurants, banking and lending institutions); 
other services (e.g., health, recreation and 
amusement); schools and vocational services; 
and general and governmental o�  ces.

• � e C-2 zoning does not allow the following 
uses, or only allows them conditionally: 
home improvement/garden supply stores, 
used merchandise stores, check cashing 
establishments, drive-through restaurants, 
drinking places, and grocery stores over 
30,000 square feet (under 30,000 s.f. requires 
a conditional use permit).
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tra�  c volumes at major intersections along West 
Florissant Avenue within and adjacent to the 
Study Area.  Additionally, the maps provide ADTs 
(from both CBB’s November 2013 counts and 
counts provided by St. Louis County) throughout 
the Study Area.  Di� erences in the ADT values 
may be a result of di� ering collection locations, 
as well as time of year.  Additionally, some of 
the St. Louis County data are taken from 2007 
counts.  Tra�  c volumes in the corridor have likely 
� uctuated in recently years along with changing 
commercial uses.

West Florissant also carries transit, speci� cally 
MetroBus Route 74 (Florissant line), and though 
the headways are long (30 minutes), Route 74 is 
one of Metro’s heaviest-used lines, with over 1.1 
million boardings in 2013.  West Florissant is 
crossed by MetroBus Route 61 (also in Metro’s top 
ten heaviest-used routes, with 800,000 boardings) 
at Chambers Road. � e heavy transit use along 
the corridor results in a correspondingly heavy 
pedestrian demand.  � ere is a clear opportunity 
to encourage transit- and pedestrian-oriented 
development at this intersection of West Florissant 
and Chambers Road. 

While the current roadway con� guration works 
relatively well for those traveling by automobile, 

2.3 TRANSPORTATION EXISTING 
CONDITIONS

� e existing transportation uses along West 
Florissant Avenue o� er some of the building 
blocks for remaking the street into a true multi-
modal corridor.  Today, the street functions 
primarily as a Principal Arterial for automobile 
tra�  c.  � e avenue generally consists of two 
through lanes in each direction and a center left-
turn lane, but there are exceptions to this.  In the 
southern residential portion there is no center 
turn lane and the corridor has quite a di� erent 
character as a result.  In the northernmost section, 
near I-270 where tra�  c volume approaches 
38,000 cars per day, one � nds auxiliary lanes 
on each side to enable right turns, bringing the 
number of total lanes up to seven.  Sidewalks are 
provided on both sides of West Florissant, however 
they vary enormously in quality and some are 
not compliant with ADA requirements. With 
Average Daily Tra�  c (ADT) volumes varying 
from approximately 25,000 to 38,000 vehicles 
per day throughout the corridor, it is apparent 
that this roadway is a signi� cant route in north St. 
Louis County, and the street has been designed 
primarily for vehicles, presenting clear challenges 
to other users.  Maps 2.3 and 2.4 provide existing 

and o� ers a transit option, other modes and users 
are largely shortchanged.  West Florissant Avenue’s 
auto-dominated character and design, width, and 
tra�  c speeds, as well as the lack of any bicycle 
facilities, make it hostile to and unsafe for cyclists.   
Conditions for pedestrians are somewhat better, 
with the presence of sidewalks, but the pedestrian 
experience in many places along the corridor is 
unpleasant and unsafe. 

Many local agencies have identi� ed the need 
and opportunities for improvements. One 
such opportunity which o� ers the chance for 
potentially transformational change would be 
the addition of a future Bus Rapid Transit (BRT) 
route along the corridor, by Metro (see Chapter 5 
for details).  With new high-quality transit service 
given priority along the corridor, and with rush-
hour headways of 10 minutes, the opportunity 
exists to remake West Florissant Avenue into 
a transit-� rst street, with transit-oriented, 
pedestrian-scale development clustered around 
some key stations along the corridor. � e corridor 
has a relatively wide right-of-way, which will make 
allocating space e�  ciently to serve the multi-
modal needs of all its users easier than if the street 
were narrower.
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updated to include countdown heads, and some 
of the push buttons do not function.  Lighting is 
poor throughout the corridor, and the presence 
of driveways, curb-cuts and unclear access points 
for vehicles, especially around commercial areas, 
signi� cantly decreases the safety of all users, most 
critically pedestrians on sidewalks.  Pedestrian 
crossing facilities are limited to occasional 
signalized intersections, which results in dangerous 
attempts by people to get across the street on 
their own. Strong pedestrian connections to 
adjacent neighborhoods are also lacking.  Twenty-
one pedestrians have been hit by vehicles just in 
the past 4 years, indicating signi� cant risk, and 
nearly one-third of these crashes occurred at the 
intersection with the highest need for pedestrian 
safety, at Chambers Road.  � e environment for 
pedestrians could be greatly improved by better 
connecting sidewalks, adding green bu� ers and 
shade, improving ADA compliance, creating 
more midblock crossing opportunities, enhancing 
some intersections, consolidating and removing 
driveways and vehicle access points, updating 
signalized pedestrian crossings, and lighting all 
parts of the corridor. Overall, given the number of 
people walking along the corridor, the pedestrian 

Street that best serves the population around the 
West Florissant Avenue Corridor.  Worldwide, 
the interaction of all modes has been observed to 
be essential to healthy communities. Today, few 
bicyclists are observed riding along the corridor, 
which is predictable since no real bicycle facilities 
are currently provided along West Florissant 
Avenue. � ose that are observed are primarily 
seen riding on the sidewalks.  � e Draft Ferguson 
Bicycle & Pedestrian Plan and Bike STL Plan 
provide various options to upgrade bicycle 
facilities along the corridor, to be considered in 
the range of context-friendly enhancements that 
serve all users.  It is likely that bicycle ridership 
would be signi� cantly higher in the corridor if 
safe bicycle facilities were provided, given the 
high volume of pedestrians along the corridor and 
low automobile ownership in the surrounding 
residential neighborhoods.  

Pedestrian conditions are only marginally better.  
Sidewalks are provided on both sides of West 
Florissant Avenue, and pedestrian crosswalks 
and push buttons are provided at all signalized 
intersections.  However, the quality of the 
sidewalks and pedestrian crossings could be greatly 
improved.  Speci� cally, many of the sidewalks are 
disjointed and some are not compliant with ADA 
requirements, pedestrian signals have not been 

Due to an auto-centric street design, pedestrians often make 
unsafe street crossings in the middle of the block

Transit is a major presence on West Florissant Avenue
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residents.  Transit access is especially high around 
the Chambers Road intersection, underscoring the 
importance of this node as a central community 
area.  Destinations like St. Louis Community 
College also draw regional transit riders and have 
actually seen a decline in the use of automobiles 
among their students.

� ree bus routes currently serve the Project area: 
Route 74 (Florissant), Route 61 (Chambers 
Road), and Route 64 (Lucas and Hunt).  Many 
transit customers transfer buses (especially near 
the Chambers Road intersection), which results in 
a high number of mid-block crossings.  Although 
pedestrian crosswalks are provided at all signalized 
intersections, the walking distance between 
these signalized intersections is high, and � eld 
observations revealed that many pedestrians are 
not using them.  Most intersections with smaller 
roads along West Florissant have neither controls, 
such as signals or stop signs, nor pedestrian 
crossing facilities, such as crosswalks.  

Transit mode share could be substantially 
improved in the corridor through a variety of 
strategies.  Bus stops are already being improved 
with shelters and benches and some are being 
relocated to more convenient locations. Improved 

facilities need to be considered with a level of care 
equal to that given to automobile facilities.

2.3.4 KEY FINDINGS: TRANSIT

� e Project area has a much greater public 
transportation mode split as compared to Missouri 
and St. Louis County averages, which is explained 
in part by area demographics (mode split is the 
percentage of travelers using a speci� c mode, such 
as transit or walking or driving).  8.5% of the 
Project area’s residents use transit as compared to 
1.5% for the state of Missouri and 2.4% for St. 
Louis County.  13.5% of people in the Study Area 
are not using a car to get to work (according to the 
US Census, this compares with a � gure of 8.1% 
nationally for workers who live outside a principal 
city but in the metro area).  Transit mode share 
could likely be improved in the Study Area.  For 
example, the layout of the local roadway system 
does not connect neighborhoods well with the 
transit stops on West Florissant Avenue.  Maps 
2.7 and 2.8 illustrate the di� erences between 
the one-quarter mile/one-half mile straight-line 
and walking distances to bus stops.  Strategically 
located bicycle and pedestrian paths may shorten 
walking distances to transit stops for some local 

and strategically-located bicycle and pedestrian 
routes and paths could shorten access distances 
and time, thus enhancing transit accessibility 
for some local residents.  � e general pedestrian 
environment should also be improved (with 
sidewalks,  shade, and pedestrian amenities). 
� e corridor also needs to incorporate public 
transportation facilities and services that meet the 
special needs of the elderly, low-income families, 
disabled, and those without access to private 
automobiles.

Metro has also selected the corridor as one of two 
routes to implement Bus Rapid Transit (BRT), 
which is a faster bus service with a signature 
design that will complement local bus service.  
� e installation of a BRT route alone will be an 
enormous improvement not only to transit service 
but also to the whole image of the corridor.  Metro 
is also designing a new North County Transit 
Center that will be located o�  Pershall Road to the 
east of West Florissant Avenue, at the north end of 
the project area.  � is facility, scheduled to open 
in spring of 2015, will serve the eastern North St. 
Louis County region (the Hanley Road transit 
center serves western North St. Louis County), 
providing transfer opportunities for 9-10 routes.  
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Existing Green Infrastructure

M A P  2 . 1 0 .  E X I S T I N G  G R E E N  I N F R A S T R U C T U R E 

Map 2.8
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Projected demographic changes in the Neighborhood 
Market Area
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-1%

-4%
5%

-5%
6%

32%
8%

Pre-school (0-4)

K - 12 (5-17)

College Age (18-24)

Early Workforce (25-34)

Family Years (35-49)

Empty Nesters (50-64)

Seniors (65-74)

Elderly (75+)

Projected Population Growth
Neighborhood Market Area: 2010-2017

Source: Esri, 2013

Single family home dominate the market, leaving an open 
niche for development of mixed income and senior living 
apartments

2.5.1 RETAIL

� e corridor has over 1.2 million square feet of 
retail (Map 2.11).  Retail supply is well de� ned 
in the corridor, with two community/power retail 
centers at either end that serve a broader region, 
a neighborhood center in the middle that serves 
the neighborhood market area, and a number of 
small/boutique/independent retailers in between 
that serve client bases from a very small and 
speci� c surrounding geography.  Together, these 
centers provide most of the community’s retail 
needs.  � ere are few opportunities for additional 
retail.  Paring back land devoted to retail is needed 
along the corridor to boost overall occupancy 
rates and correct a market condition of oversupply 
that leads to low rents and, as a result, insu�  cient 
funds for landlords to maintain their properties.

O�  ce opportunities in the corridor are limited, 
with the possible exception of medical o�  ce space, 
and growth opportunities related to the St. Louis 
Community College and Emerson Electric.  

� ese � ndings point to the need for market and 
economic strategies that guide public investments 
in place, enhance transit and active transportation 
routes, and improve functionality in ways that 
stimulate private investment, consumer attraction 
and population growth.  Targeting nodes and 
areas of opportunity, capitalizing on speci� c 
market opportunities such as senior housing, and 
retaining higher income households in the market 
area while providing a better quality of life for 
all residents are all critical pieces of a successful 
market and economic strategy for the area.  
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corridor have deteriorated physically.  If 
property values for single family housing 
continue to fall behind the market they 
too, may su� er from disinvestment and 
deterioration.  

5. Conditions at both Northwinds and Park 
Ridge need to be re-evaluated and improved 
to encourage broader socio-economic diversity 
and better integration into the community in 
a manner that is economically sustainable and 
socially equitable.  Best practice approaches 
in property management, mixing of incomes, 
and cooperative housing need to be explored.  

6. While low rents and home sales have their 
advantages, poor rent growth and home 
appreciation are sti� ing investment in 
maintenance and new development in the 
market, particularly for housing.  

7. Loss of the area’s wealthiest residents (in this 
case, largely middle-income households) to 
outlying areas has reduced the number of 
people able to invest in the maintenance of 
their properties, as well as those most able to 
pay property taxes that underwrite programs 
aimed at helping the area’s neediest citizens.

2.6.2 CHALLENGES

1. � e corridor is extremely unpleasant and 
unsafe for walking and biking.  Shopping 
and doing business on foot or by bike are not 
considered by most residents.  Pedestrian and 
bicycle facilities need signi� cant improvements 
to be able to o� er viable active transportation 
choices to residents.

2. � e area has “no sense of identity” - a refrain 
that summarized what many feel encompasses 
the set of problems that have led to the decline 
of the street and neighborhoods and have 
driven away quality businesses and residents. 
� e abundance of paved areas, vacant lots, 
parking lots, unattractive power lines and 
utility poles all add to the unsightliness and 
visual disorder of the corridor.

3. � ere are few community gathering places 
where people can interact and socialize. 
Whether sit-down restaurants, farmer’s 
markets, or public plazas, some gathering 
places are needed to help generate a feeling of 
community.

4. Older generation retail centers and some 
multifamily housing in and around the 

West Florissant Avenue has been left to deteriorate and 
decline

The street lacks character and a strong identity

It is unsafe and unwelcoming for bicycling and walking 
along West Florrissant Avenue
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with additional civic buildings and a mix of 
other uses.   A new Dellwood City Hall could 
be part of this civic mix.

5. Given the expected growth in the healthcare 
industry, demand for service providers is likely 
to increase: and a new medical facility could be 
an important part of a development strategy.

6. As part of a public/private partnership, funds 
could be devoted to development of higher 
quality space for those existing retailers able to 
pay somewhat higher rates.  

7. Senior housing is a niche market for which 
demand and development opportunities are 
likely to increase.  

8. Best practice property interventions could be 
undertaken for Park Ridge and Northwinds, 
including cooperative housing and mixed-
income housing.

9. Maline Creek and potentially Hudson Creek, 
west of the avenue, can be improved for public 
health, recreation, open space and habitat, 
enhancing east-west connections on foot, and 
adding to the attraction of West Florissant. 

10. Leveraging limited public money at the right 
locations could stimulate private investment in 
a mix of uses in select areas.  

2.6.3 OPPORTUNITIES 

1. West Florissant Avenue’s existing through 
lanes provide su�  cient capacity for current 
and future vehicle tra�  c volumes – in some 
areas more than su�  cient.  Yet the roadway 
has a larger than necessary paved foot-print.  
� e roadway (space required for automobile 
tra�  c) can be accommodated using narrower 
lanes, opening up opportunities for transit, 
pedestrians and cyclists; trees and greenery; 
and medians in the center turn lane.

2. � e designs proposed in Chapter 5 result in 
an increase in green space of up to 70%, with 
34% less area devoted to impervious surface.  
� e transformation of the corridor through 
such improvements will dramatically improve 
water quality, reduce � ooding and piped 
stormwater, reduce the heat island e� ect, 
improve walkability, and raise property values.

3. Transit stations that are enhanced as part of a 
broader Bus Rapid Transit system will improve 
the lives of people and their access to jobs.  
BRT could also improve property values and 
drive development opportunities, particularly 
within a quarter-mile radius.  

4. � e area in and around Dellwood Park and 
Dellwood Recreation Center presents an 
opportunity for a true civic center, perhaps 

Excess and poorly used of right-of-way can be reallocated

A new BRT line could be a transformative addition to the area

New greenways along Maline and Hudson Creeks could 
also bring dramatic improvements to area residents
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opportunities that are present, targets investment 
in key nodes where development can be most 
catalytic, locates or co-locates complementary uses, 
identi� es tra�  c-driving anchors (both civic and 
private sector-driven), invests in placemaking and 
transit opportunities to maximize private real estate 
and public tax revenues, and leverages a signi� cant 
amount of local, state, and federal incentives in 
order to realize catalyst projects.   

2.7.1 A POLICY FRAMEWORK FOR THE 
CORRIDOR

A holistic policy framework is needed for the 
corridor—one that not only improves the physical 
realm, but begins to address some of the root causes 
of economic deterioration, including access to jobs, 
education, stable and quality a� ordable housing, 
and the need for more grassroots community 
engagement.  In other words, a market strategy is 
needed that makes targeted investments in people, 
places, and buildings in a manner that leads to real 
estate, economic, and community development.

2.7 MARKET STRATEGY

A market strategy ensures that the right types of 
products will be delivered to the right market, 
thereby reducing risk to developers and the 
public sector while increasing the likelihood of 
a lasting, sustainable development.  Without a 
sound market strategy, market analysis provides 
little more than a program—an amount of 
supply that could be delivered to a market to 
satisfy unmet demand.  But not all housing, 
o�  ce, and retail developments consist solely of 
commodity products.  By leveraging investments 
in place and the public realm, sound urban 
design and architecture, anchors to drive tra�  c, 
and coordination of complementary uses, a 
development, district, or community can be 
created that is greater than the sum of its parts.  

� e constraints and threat analysis points to 
the need for a market strategy that leverages 
the corridor’s assets, makes use of market 
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The future of West Florissant Avenue will benefit from an 
integrated policy framework














