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TaE BETTER STREETS PLAN 1S INTENDED TO ILLUSTRATE BEST PRACTICES
AND PROVIDE A GUIDING DOCUMENT FOR ALL ACTORS WISHING TO MAKE
CHANGES TO THE PUBLIC RIGHT-OF-WAY IN SAN Francisco. THE BETTER
STREETS PLAN 1S EXPLICITLY INTENDED AS GUIDANCE ONLY, AS OPPOSED
TO DEFINITIVE STANDARDS. THE BETTER STREETS PLAN DESCRIBES AND
ILLUSTRATES TYPICAL SITUATIONS FOR THE DESIGN OF STREETS, SIDEWALKS,
AND INTERSECTIONS, BASED ON TYPICAL STREET TYPES AND STANDARD
STREET IMPROVEMENTS. INTERSECTION GEOMETRY, TOPOGRAPHY,
TRANSPORTATION FACTORS, AND OTHER EXISTING CONDITIONS COMBINE
CREATE MANY UNIQUE SITUATIONS. THE BETTER STREETS PLAN PROVIDES
FLEXIBILITY FOR THE PROFESSIONAL TO DESIGN TO SPECIFIC CONDITIONS.
To THE GREATEST EXTENT FEASIBLE, THE GUIDELINES CONTAINED IN
THIS DOCUMENT SHOULD BE FOLLOWED TO CREATE A PEDESTRIAN
ENVIRONMENT THAT SERVES ALL USERS.



Office of the Mayor

. , Gavin Newsom
City & County of San Francisco

June 2010
My Fellow San Franciscans:

T'am pleased to present the Better Streets Plan Final Draft. This is a major milestone towards my vision of
establishing a systematic, implementable program fo bring about real and lasting change to San
Francisco's streets.

Across the nation, forward-thinking cities are creating street design manuals as a tool to improve the
quality and character of their neighborhoods and districts. In San Francisco, the Better Streets Plan
creates a vision and provides guidelines for making the city's streets safer, greener and more enjoyable
for all, following the City's Transit-First Policy and Better Streets Policy.

The Better Streets Plan is the result of a significant, inclusive public process. Department staff have held
over 100 community meetings, gathered over 1,000 surveys, and received hundreds of comments into the
Better Streets Plan. This plan truly represents the collective vision of the San Francisco community.

But the Better Streets Plan is just one step on the journey towards achieving truly world-class streets in
San Francisco. As this document goes to print, my administration is bringing forward many street
improvements towards a more livable public realm, including:

o The Pavement to Parks program: reclaiming underutilized portions of the roadway for vibrant
public spaces

J Better Market Street: returning this once-great street to its rightful place at the center of San
Francisco’s civic life

° The Great Streets Program: improving neighborhood main streets such as Valencia Street,

Leland Avenue, Divisadero Street, and Balboa Street to support local merchants and communities
° And many others

The Better Streets Plan illustrates that the City and community working together can realize actual street
changes that improve San Francisco’s streetscapes — to make our streets more useable and attractive and
universally accessible to all, to make them safer and more welcoming, to improve their ecological
functioning, and to return them to their rightful place as the center of civic life in this wonderful city. I
commend all those involved in the drafting of this plan for their work.

We hope to have your full support in making San Francisco’s streets part of a world-class public realm.
We appreciate your on-going commitment to helping us plan Better Streets in San Francisco.

sqhal regards,

1 Dr. Carlton B. Goodlett Place, Room 200, San Francisco, California 94102-4641
gavin.newsom®@sfgov.org * (415) 554-6141



Contact

For more information on the Better Strees Plan, contact:
Adam Varat, Project Manager

San Francisco Planning Department

415.558.6405

adam.varat@sfgov.org

Visit our website at:

www.sfbetterstreets.org
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Navigating the Better Streets Plan

The Better Streets Plan guides the design of the pedestrian
environment for all users. It’s a long document, but most
of the time users will only need to read certain portions.
This page will help you quickly figure out where to look in
the document for particular guidance.

USERS

The Better Streets Plan is intended for a variety of users,
including:

> Decision-makers: The Plan recommends policy direc-
tions and next steps to achieve a great pedestrian
environment. See Chapter 3.

> Street designers and managers: The Plan sets guide-
lines to guide the design and use of the pedestrian
environment, whether new streets, full streetscape
re-designs, or design and placement of individual
streetscape elements. See Chapters 4, 5, and 6.

> Stakeholders: The plan provides a resource and guide
for community members, organizations, or private
developers making streetscape improvements or
seeking to understand the rules regarding design and
use of the pedestrian environment. See Chapters 4, 5,

and 6.

DOCUMENT STRUCTURE

The Better Streets Plan consists of the following sections:

1. Introduction

Background, overview of the plan process, and next steps.

2. Context

Existing pedestrian and streestcape conditions, relevant
federal, state, and local policies, and existing City planning
efforts relating to street design.

3. Goals and Policies: The Path to Better Streets

Plan goals, objectives, and policy directions to achieve
Better Streets.

4. Approach: Designing Great Streetscapes

Framework for design of the pedestrian realm by street
type, and guidelines that apply to the pedestrian environ-
ment as a whole, such as sidewalk zones and general layout
of streetscape elements.

5. Guide: Street Designs

Guidelines for curb lines and related features, such as
medians, curb extensions, and crosswalks.

6. Guide: Streetscape Elements

Guidelines for individual streetscape elements, such as
plantings, lighting, site furnishings, and utilities.

7. Implementation

Recommendations for implementing Better Streets, includ-
ing maintenance, enforcement, and funding strategies.

Designing a street?

Follow these steps:

1.
2.

Determine street type (See Section 4.1)

Identify appropriate standard and additional ele-
ments for that street type (4.1)

. See guidelines for overall design: sidewalk width,

sidewalk zones, and layout of streetscape elements
(4.2)

Follow specific guidelines for individual elements as
necessary (Chapters 5 and 6)

Locating a specific element?

Follow these steps:

1.

See guidelines for overall design: sidewalk width,
sidewalk zones, and layout of streetscape elements
(Chapter 4)

. Follow specific guidelines for the particular element

(Chapters 5 and 6)
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“Streets are almost always public: owned by the public, and when we speak
of the public realm we are speaking in large measure of streets. What is more,
streets change. They are tinkered with constantly: curbs are changed to make
sidewalles narrower or (in fewer cases) wider, they are repaved, lights are
changed, the streets are torn up to replace water and sewer lines or cables and
again repaved. The buildings along them change and in doing so change the
streets. Every change brings with it the opportunity for improvement. If we
can develop and design streets so that they are wonderful, fulfilling places to
be, community-building places, attractive public places for all people of cities
and neighborhoods, then we will have successfully designed about one-third of
the city directly and will have had an immense impact on the rest.”

Allan Jacobs,
Great Streets, MIT Press, 1995



Rendering by Allan B. Jacobs

Executive Summary

INTRODUCTION

The Better Streets Plan provides a blueprint for the future
of San Francisco’s pedestrian environment. It describes a
vision, creates design guidelines, and identifies next steps to
create a truly great pedestrian realm.

The Plan seeks to balance the needs of all street users, and
reflects the understanding that the pedestrian environ-
ment is about much more than just transportation — that
streets serve a multitude of social, recreational and ecologi-
cal needs that must be considered when deciding on the
most appropriate design. The Plan follows from the ‘Better
Streets Policy, adopted by the Board of Supervisors and the
Mayor in February 2006, which describes the varied roles
that the City’s streets should play.

The Better Streets Plan provides guidelines for the pedes-
trian environment, defined as the areas of the street where
people walk, shop, sit, play, or interact — outside of moving
vehicles. Generally speaking, this refers to sidewalks and
crosswalks; however, in some cases, this may be expanded
to include certain areas of the roadway. The Plan does not
generally focus on roadway or vehicle travel characteristics.

If fully realized, the Better Streets Plan will bring a number
of benefits to San Francisco. It will help retain families in
San Francisco, support Muni and a transit-first city, help
promote public safety, help to minimize sewer/stormwater
overflows into the Bay, decrease the likelihood of pedes-
trian injuries and fatalities, increase accessibility for all
street users, and enhance the everyday quality of life for
San Francisco’s residents.

This plan follows from a long public and technical process.
City staff attended over 100 community meetings relating
to the Better Streets Plan, held monthly meetings with a
Community Advisory Committee, and received over 1,000
responses to the two Better Streets Plan surveys. As well,
the Better Streets team has met with technical agency staff
to gather comments regarding technical feasibility of initial
concepts and proposals.

PLAN HIGHLIGHTS

The Better Streets Plan contains a wide range of guide-
lines relating to streetscape and pedestrian facilities. Major
themes and ideas include:

> Distinctive, unified streetscape design: Street trees as
defining the streetscape rhythm; integrated site furnish-
ings; regular pedestrian-oriented lighting; minimizing
cluttering elements.

> Space for public life: Safe, useable public seating for
neighborhood gathering; generous curb extensions for
seating and landscaping; reclaiming of excess street space
for public use; space for outdoor café and restaurant
seating and merchant displays.

> Enhanced pedestrian safety: Safe, convenient pedes-
trian crossings; curb radii and curb extensions that slow
traffic, shorten crossing distance, and enhance visibility;
pedestrian countdown signals and other pedestrian prior-
ity signals (head-start, pedestrian scramble).

> Improved street ecology: On-site stormwater man-
agement to reduce combined sewer overflows;
resource-efficient elements and materials; streets as
green corridors and habitat connectors.

> Universal design and accessibility: Generous, unob-
structed sidewalks, curb ramps for all users, accessible
pedestrian signals.

> Integrating pedestrians with transit: Transit rider
amenities at key stops; safe, convenient pedestrian
routes to transit; mutual features that benefit pedes-
trian safety and comfort and transit operations, such
as bus bulb-outs and boarding islands.

> Cireative use of parking lanes: Permanent curb exten-
sions with seating and landscaping; landscape planters
in the parking lane; flexible, temporary use of the
parking lane for restaurant seating or other uses.

> Traffic calming to reduce speeding and enhance
pedestrian safety: Raised crossings and speed tables;
landscaped traffic circles; chicanes.

BETTER STREETS PLAN
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> Pedestrian-priority designs: Shared public ways;
temporary or permanent street closures to vehicles;
sidewalk and median pocket parks.

> Extensive greening: Healthy, well-maintained urban
forest; expanded sidewalk plantings; efficient utility
location to provide more potential planting locations.

NEXT STEPS

The Better Streets Plan is a vision for the future of the
City’s pedestrian environment. These suggested improve-
ments are not extravagant or uncommon—they are in

use in many cities across the state and nation. However,
even typical street improvements cost money to build and
maintain. To build out the Plan’s recommendations on the
City’s streets, the City must have capital and maintenance
funding in place—funding the City does not currently
have. The City must continue to seek funding to realize the
vision of the Better Streets Plan.

Better streets rely on successful implementation—ongoing
capital funding, efficient maintenance, and effective edu-
cation and enforcement. This plan describes a vision for
ideal streets, and recognizes the need to have detailed
implementation strategies. The plan identifies high-level
implementation measures. Other recommendations

have been developed in an accompanying report by the
Controller’s Office.

The Better Streets Plan is merely the first step to realizing
an improved pedestrian environment and public realm

in San Francisco. It sets high-level guidelines that should
be used in the City’s on-going streetscape and pedestrian
design. It does not seek to prioritize or create a project list
of Better Streets projects. Nor does it give specific engi-
neering guidance on a number of technical topics—those
standards may be found in other existing or planned
documents.

BETTER STREETS PLAN

In order to implement the vision of the plan, the City must
take a variety of next steps, including the following:

2 Improve the coordination and delivery of street
improvements.

2 Create an easy to use Better Streets guide and website.

2 Develop a framework for implementation and prioriti-
zation of street improvement projects.

- Develop additional technical guidance on a number
of topics, including: urban forest, stormwater, street
and pedestrian lighting, street furnishing, and roadway
design guidelines.

CHAPTERS

The Better Streets Plan consists of the following chapters:
Introduction

Context

Goals and Policies: The Path to Better Streets
Approach: Designing Great Streetscapes

Guide: Street Designs

Guide: Streetscape Elements

NN A T i

Implementation

1.0 INTRODUCTION

Chapter 1 gives background on the plan, describes the plan
development, and identifies next steps, and is summarized
above.

2.0 CONTEXT

Chapter 2 describes existing conditions and policies relat-
ing to streets and the pedestrian environment in San
Francisco today.

2.1 Existing conditions

Walking accounts for 20% of all trips made in San
Francisco'. Major activity generators include transit

hubs, schools, hospitals and shopping centers. Pedestrian
volumes are highest in the northeast quadrant of the city,
and along major transit corridors. Pedestrian collisions and
fatalities have been generally declining over time, though
still remain significant. Many pedestrian collisions are con-
centrated in a few areas of the city.

Streetscape and pedestrian infrastructure includes signs
and signals, sidewalks, curb ramps, street trees, street light-
ing, site furnishings, and stormwater infrastructure. San
Francisco’s street and sidewalk infrastructure varies greatly,
as does data on the condition of these features. The City

is engaged in collecting on-going data on a number of
features.

2.2 Existing policies

Street design in San Francisco is subject to federal, state,
and local policies, standards, and guidelines. Key federal
and state policies and standards include the Americans
with Disabilities Act (ADA) and related documents, the
California Manual on Uniform Traffic Control Devices
(MUTCD), the California Vehicle Code (CVC), American
Association of State Highway and Transportation Officials
(AASHTO) standards, the California Environmental
Quality Act (CEQA), and the Clean Water Act and
National Pollutant Discharge Elimination System
(NPDES) permit, which regulates stormwater runoff into
receiving waters.

Locally, San Francisco has passed the “Transit-First Policy’
(City Charter Section 16.102) and the ‘Better Streets
Policy’ (Administrative Code Chapter 98), which prioritize
street improvements that enhance transit trips over other
transportation modes, and require the City to coordinate
to create streets that are pedestrian-oriented and multi-
functional, respectively. Additional City policies can be
found in the San Francisco General Plan and its constitu-
ent elements. The Countywide Transportation Plan also

1 San Francisco County Transportation Authority



guides street improvements. City standards and guidelines
relating to street design can be found in the Administrative
Code, Building Code, Fire Code, Planning Code, Public
Works Code, Transportation Code, and in departmental
orders, design guidelines, and standard plans.

2.3 Existing City efforts

The City has a number of on-going projects and programs
relating to street improvement. Responsibility for street
planning, design, funding, regulation, maintenance, educa-
tion, and enforcement is spread over several departments.
Though there are many good projects, there is often incon-
sistency in the results, and the process can be expensive,
time-consuming, and confusing.

3.0 GOALS AND POLICIES: THE PATH TO BETTER STREETS

Chapter 3 describes an overall vision for better streets. It
describes goals, objectives, policies, guidelines, and next
steps to achieve a great pedestrian environment, based on
the following “10 Elements of Better Streets.”

Streets should (be):

1. Memorable: San Francisco’s streets should be designed
to give the city and its neighborhoods a recognizable
image and provide a means of orientation and under-

standing of the city.

2. Support diverse public life: San Francisco’s streets
should provide opportunities for diverse experiences
and encourage people to spend time engaging in social
and recreational activities.

3. Vibrant places for commerce: San Francisco’s streets
should be designed and managed as attractive and
exciting destinations that encourage residents and visi-
tors to walk to and use local shopping areas, rather
than to drive to regional shopping centers.

4. Promote human use and comfort: San Francisco
streets should be designed to prioritize the everyday
needs of people and to support human comfort and
enjoyment.

5. Promote healthy lifestyles: San Francisco’s streets
should promote healthy lifestyles by encouraging
walking to daily and occasional destinations, minimiz-
ing pedestrian injuries and helping to decrease major
chronic diseases related to air quality and pedestrian
activity.

6. Safe: San Francisco’s streets should be designed to
create a street environment that supports a high level
of pedestrian safety and security.

7. Create convenient connections: San Francisco’s streets
should be designed to facilitate safe, accessible, and
convenient connections among major nodes, hubs,
destinations, transit centers, and major land use and
activity centers.

8. Ecologically sustainable: San Francisco’s streets should
be designed as a green network, enhancing the City’s
long-term ecological functioning.

9. Accessible: San Francisco streets should be designed
for ease of use and access to destinations for all popu-
lations, particularly those with visual or mobility
impairments.

10. Attractive, inviting, and well-cared for: San Francisco’s
streets should be beautiful, create an engaging visual
impression, appeal to senses of sight, smell, and sound,
and encourage a sense of ownership and civic pride
that is reflected in streets’ physical appearance and level
of activity.

4.0 APPROACH: DESIGNING GREAT STREETSCAPES

Chapter 4 sets a framework for overall streetscape design.
It is divided into two sections: 4.1 Street Types; and 4.2
Overall Streetscape Guidelines.

4.1 Street Types

Different streets play different roles, so this chapter begins
by categorizing streets into different street types for the
purposes of streetscape design. Street classifications are
based on land use characteristics (residential, commercial,

industrial, mixed-use) and transportation roles (downtown,
throughway, neighborhood). Special streets (parkways, park
edge streets, boulevards and ceremonial (civic) streets), and
small streets (alleys, shared public ways, and pedestrian-
only streets) are called out separately. These classifications
are not intended to replace technical transportation clas-
sifications, but to help make decisions about streetscape

design.

Section 4.1 shows a typical site plan and section for each
street type, using recommended sidewalk widths, pedes-
trian facilities, and streetscape amenities. For each street
type, the Plan lists standard improvements (such as street
trees, curb ramps, marked crossings, and site furnishings)
and case-by-case additions (such as mid-block crosswalks,
landscaped center medians, perpendicular or angled
parking with corner plazas, and extended bulb-outs with
landscaping and seating). Standard additions should gen-
erally be included in any streetscape design project on a
particular street type. Case-by-case additions should be
considered as budgets, physical conditions, and neighbor-
hood preferences allow.

4.2 Overall Streetscape Guidelines

Section 4.2 provides overall guidelines for the streetscape
environment. Streetscapes should be designed to encom-
pass a variety of features and amenities, and reflect a
unified design sensibility. Streetscape projects should be
combined wherever possible to provide ‘completeness’ in
streetscape design. For example, curb ramp projects may
be combined with building curb extensions, which could
house seating, landscaping, and stormwater treatment
measures.

Section 4.2 describes appropriate elements and treatments
for intersection design, including marked crosswalks, curb
ramps, parking restrictions at corners, tight turn radii, curb
extensions, pedestrian refuge islands, street trees, street and
pedestrian lighting, and site furnishings. These elements
should be combined to create a safe, convenient, inviting
intersection for pedestrians.

BETTER STREETS PLAN
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Next, Section 4.2 discusses sidewalk widths and zones.
Sidewalks are divided into five zones: frontage, through-
way, furnishings, edge, and ‘extension.” These terms are
used throughout the document. Minimum and recom-
mended sidewalk widths are given for each street type.
Sidewalks below minimum width should be considered
deficient, and should be widened as opportunities and
funding allow. Recommended widths are wide enough to
allow for desired streetscape amenities. Sidewalks on new
streets should meet or exceed recommended widths.

Finally, this section describes guidelines for overall

layout of streetscape elements. Streetscapes should wisely
allocate limited space, strive for ‘wholeness’, and accom-
modate pedestrian needs. Street trees should define the
rhythm of the streetscape, and be the primary organizing
element. Conflicts with ideal street tree locations should
be minimized to achieve this thythm. Street and pedestrian
lighting may be placed in an off-setting rhythm. Other site
furnishings should be placed in relation to these elements,
per appropriate clearances, discussed in Chapter 6.

5.0 GUIDE: STREET DESIGNS

Chapter 5 describes guidelines for street designs such as
curb geometries, crosswalks, parking lanes, and special
street conditions. It is divided into eight sections: 5.1
Crosswalks and Pedestrian Signals; 5.2 Corner curb
radii; 5.3 Curb extensions; 5.4 Medians and Islands; 5.5
Transit-Supportive Streetscape Design; 5.6 Parking lane
treatments; 5.7 Traffic calming and roundabouts; and 5.8
Pedestrian-priority designs.

5.1 Crosswalks and Pedestrian Signals

Crosswalks are an essential part of a safe, convenient pedes-
trian realm, and may also be an urban design treatment.
This section describes guidelines for location and design

of marked crosswalks at intersections and mid-block loca-
tions, special treatments such as raised crossings, special
paving treatments, and special signals, pedestrian signals,
and vehicle movements at intersections, including right
turns on red and multiple turn lanes.

BETTER STREETS PLAN

5.2 Corner curb radii

Corner curb radii (turn radii) have a major impact on
pedestrian safety and quality. Tight turn radii slow turning
vehicles, shorten crossing distances and enhance visibil-
ity. Turn radii should be as tight as possible to enhance
pedestrian comfort; however, they should be designed to
accommodate turning vehicles as well per the guidelines.
This section also presents alternative strategies for dealing
with intersections with frequent large turning vehicles.

5.3 Curb extensions

Similar to curb radii, curb extensions slow turning vehicles,
shorten crossing distances and enhance visibility by extend-
ing the sidewalk into parking lanes. Corner curb extensions
should be a standard treatment on most street types.

They should be designed to maximize pedestrian space.
Generous curb extensions may allow opportunities for
landscaping, seating, and stormwater management. They
may also be placed at mid-block locations to create a small
plaza.

5.4 Medians and islands

Medians are continuous raised areas within the roadway
that control traffic, and may have a traffic calming,
greening, and ecological benefit. They may also provide
pedestrian refuges at crossings. Medians should include
trees and other landscaping as appropriate. Islands are
smaller raised areas within the roadway. They may provide
a pedestrian refuge, traffic calming, or design feature.

5.5 Transit-Supportive Streetscape Design

Most transit rides begin or end on foot. People waiting

at transit stops are some of the most frequent users of the
pedestrian realm. Transit waiting areas should be designed
with amenities for waiting riders. They must also be acces-
sible to all users and provide clear paths to and from the
transit shelter and vehicle. Bus bulbs and transit boarding
islands may be used to improve transit operations and also
provide greater sidewalk space.

5.6 Parking lane treatments

In many cases, the pedestrian environment may be
extended into the parking lane, either permanently or
temporarily. Curb extensions are one way of achieving this.
Providing perpendicular or angled parking where roadway
width allows can also allow for the creation of significant
corner plazas. Alternative uses for the parking lane are

also considered, including landscaped planters, bicycle
parking, and flexible (temporary) use of the parking lane
for outdoor seating.

5.7 Traffic calming and roundabouts

Trafhic calming enhances pedestrian safety and neighbor-
hood character by slowing traffic. Traffic calming measures
discussed in this plan include traffic circles and chicanes.
These should be designed to slow traffic by visually nar-
rowing the street and forcing cars to shift laterally. They
may also present opportunities for landscaping, stormwater
treatment, and community stewardship. Roundabouts

are traffic control devices with limited applicability in San
Francisco. Where they are used, consideration should be
given to pedestrian safety, accessibility, and wayfinding.

5.8 Pedestrian-priority designs

Pedestrian-priority designs are special cases that provide
more than the standard sidewalk space for pedestrians.
These include: sidewalk and median pocket parks, shared
public ways, local lanes and medians on multi-way boule-
vards, pedestrian-only streets, and public stairs. In all cases,
the pedestrian area or shared pedestrian/vehicle area should
be designed to slow traffic and indicate areas of pedestrian
priority. They may also be opportunities to create signifi-
cant public spaces.



6.0 GUIDE: STREETSCAPE ELEMENTS

Chapter 6 describes guidelines for streetscape elements
typically found in sidewalks or curb extensions, including:
street trees and plantings, stormwater control measures,
street and pedestrian lighting, paving, site furnishings,
utilities, and driveways.

6.1 Urban forest

The urban forest consists of street trees, understory plant-
ings (ground landscaping), and above-ground plantings
(planter boxes or hanging planters). Urban forest elements
should be appropriate to soil and microclimate zones.
Drought-tolerant and climate-adapted species should be
used. Native plantings should be used when it is possible to
maintain healthy plantings.

Street trees should be the primary organizing element of
the streetscape; restrictions and conflicts with other ele-
ments should be minimized to ensure consistent plantings.
Tree basins should be optimized to ensure tree health and
minimize root interference with sidewalks. Tree furnishings
such as grates, guards or railings may be used for a design
treatment; however, they may be difficult to maintain or
inhibit tree health.

Understory plantings should be used in furnishings zones
on most street types, with sufficient area for healthy
plantings. They may have a formal or more naturalistic
treatment, depending on the context. Sidewalk landscap-
ing may be present and still allow access to parked cars and
utilities if designed properly. Above-ground landscaping

is appropriate in limited circumstances such as in special
design areas, or where in-ground landscaping is not pos-
sible due to utilities or other constraints.

6.2 Stormwater control measures

Stormwater control measures are on-street stormwater
facilities that capture stormwater before it enters the City’s
combined or separate stormwater systems. This treatment

can result in fewer combined sewer overflows into the bay
or ocean. Stormwater control measures can be designed
to infiltrate, retain, detain, convey, and treat stormwater.
Infiltration may not be possible in all locations. For more
technical details, refer to the San Francisco Stormwater

Design Guidelines.

Stormwater management tools include permeable paving,
bioretention facilities, swales, channels and runnels, infil-
tration trenches, infiltration boardwalks, vegetated gutters,
and vegetated buffer strips. All of these features may be
designed to be integral, aesthetic parts of the streetscape in
addition to their stormwater management role.

6.3 Lighting

Street lighting is a key organizing element that defines

the daytime and nighttime environment and enhances
personal safety and security. Street lights should light the
entire right-of-way; specific pedestrian-oriented lighting is
appropriate in downtown, civic, and commercial areas with
high numbers of pedestrians. Lighting should be spaced
to optimize light distribution and not interfere with other
streetscape elements, particularly street trees. Street lights
should use energy efficient technologies, and minimize
light loss to the night sky. Lighting guidelines should be
further developed through a street lighting master plan.

6.4 Paving

Paving materials in the pedestrian realm can be either
standard concrete or non-standard materials, such as brick,
stone, or unit pavers. Paving should be functional—stable,
firm, slip-resistant, and relatively easy to maintain. It may
also provide a unique design treatment, particularly on
special streets or in areas of the street environment meant
for pausing rather than walking through. Special paving
may be considered at transit stops, crosswalks, pedestrian
refuges, shared public ways, local lanes of boulevards,
transit malls, pedestrian-only streets, flexibly used parking
lanes, curb extensions, or in the furnishings zone of the

sidewalk.

6.5 Site furnshings

Site furnishings consist of all streetscape amenities in the
sidewalk, including: benches and seating, bicycle racks,
bollards, flowerstands, kiosks, newsracks, parking meters,
public art, sidewalk restrooms, trafhic and parking signs,
trash receptacles, and signage and gateways. Generally, site
furnishings should be located in the furnishings zone. Site
furnishings should be considered design elements, and use
consistent, aesthetic design along a particular street or cor-
ridor. They should meet basic clearances and requirements
for accessibility, maintenance, and safety.

6.6 Utilities and driveways

Utilities and driveways are functional elements that provide
necessary access and facilities. Utilities may be poles, over-
head wires, surface-mounted boxes, underground vaults,
mains and laterals. They are a necessary and ubiquitous
element of streetscape environments; however, they often
conflict with other streetscape elements, and vice versa.

Utilities should be efficiently located to minimize impacts
on other existing or potential streetscape elements, main-
tain basic access and maintenance requirements, and be
consolidated into shared vaults, boxes, or trenches wherever
possible. Likewise, driveways should be minimized and
located to avoid impacts to existing or potential streetscape
elements.

1.0 IMPLEMENTATION

Chapter 7 describes implementation measures neces-
sary to carry out the vision of the Better Streets Plan,
including funding, maintenance, and enforcement strate-
gies. The Controller’s Office report: “Better Streets Plan:
Recommendations for Improved Streetscape Project
Planning, Design, Review and Approval” contains addi-
tional implementation recommentations.

BETTER STREETS PLAN






CHAPTER
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1.2 Plan Development
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INTRODUCTION

The Better Streets Plan provides a blueprint for the future of
San Francisco’s pedestrian environment. It describes a vision,
creates design guidelines, and identifies next steps for the City
to take to create a truly great pedestrian realm.



What is a Better Street?

A Better Street is designed
and built to strike a balance
between all users regardless of
physical abilities or mode of

travel.

A Better Street attends to
the needs of people first,
considering pedestrians,
bicyclists, transit, street trees,
stormwater management,
utilities, and livability as well
as vehicular circulation and

parking.



Backgrouna

BETTER STREETS PLAN PURPOSE

Streets make up fully 25% of San Francisco’s land area,
more area even than is found in the city’s parks. The City’s
streets are one of its most memorable features; the city’s
famous hilly terrain is made all the more scenic by the
steady march of streets over its rolling topography to the
water’s edge. However, the scenic vistas visible from and
along so many of the city’s streets have made it too easy to
ignore the untapped potential of the streets themselves—
San Francisco’s streets are vastly underutilized resources.

San Francisco is renowned for its quality of life, com-
mitment to social equity and growing concern for
environmental sustainability. The City’s Charter declares
that transit, bicycle, and pedestrian use of street space take
precedence over private vehicle use. The City strives to

provide services, infrastructure, and lifestyle opportunities
for people from all walks and stages of life: families with
children, young professionals, senior citizens, and everyone
inbetween. These goals seck to maintain and enhance San
Francisco’s role as one of the premier world cities.

As San Francisco continues to mature and evolve it faces
many challenges in supporting this vision of itself as a
world-class city. Families with children are leaving the city
more quickly than they are arriving. Pedestrian injuries
and fatalities continue to occur on busy streets. Many
neighborhoods lack open space for recreational activities

or places for neighbors to gather. The quality of streets

and public spaces is slowly deteriorating amid structural
budget deficits. The need to address concerns about air and

Noe Street




water quality and global climate change grows increasingly
urgent each passing day. Well-designed streets that serve a
multitude of uses can help to address these concerns.

Each year, the City spends millions of dollars maintaining
and improving city streets, yet too often the streets serve
only a single purpose—the movement of automobiles.
With improved planning and coordination, San Francisco
could use this money to transform its streets to meet the
City’s many objectives for streets, including enhancement
of all types of travel, improved ecological performance,
encouragement of physical activity for public health, and
restoring the streets’ rightful role as the heart of the city’s
public life.

The Better Streets Plan provides a blueprint for achiev-

ing this multi-use vision of streets — streets that continue
to function as corridors of movement while at the same
time reach their potential for enhanced community life,
recreational opportunities, and ecological benefits. As San
Francisco continues to grow, the Better Streets Plan will
help to ensure that it can fulfill its vision of a world-class
city — one that is renowned not just for the views from its
streets, but for the quality of the streets themselves and the
vibrant public life that they foster.

@ What is the pedestrian environment?

The term “pedestrian environment” refers to the areas of
the street where people walk, shop, sit, play, or interact —
outside of moving vehicles. Generally speaking, this refers
to the sidewalk areas between the property line and the
curb, and the crossing areas at intersections. However, the
pedestrian environment can also include portions of the
street normally associated with vehicular traffic—such as
during street fairs or farmer’s markets, or the entire street
on small streets such as alleys or pedestrian pathways.

BETTER STREETS PLAN

PLAN BENEFITS

The Better Streets Plan describes a set of guidelines for the
pedestrian realm. As street improvements are built over
time using the Better Streets Plan, the City will realize a
number of essential benefits from improved street design.

These benefits include:

> Help retain families in San Francisco: Streets that
are safe from fast-moving traffic, are clean and well-
maintained, and have spaces for neighbors to gather
or children to play will help to retain families in San
Francisco, much as affordable housing or good public
schools will do the same.

> Support Muni and a transit-first city: Every transit
trip begins and ends with a walking trip. Well
designed streets that are safe and convenient for
pedestrians and connect to important transit lines will
encourage greater use of the transit system.

> Help promote public safety: Active streets that
provide ‘eyes on the street’ will enhance peoples’ sense
of safety and security from crime and violence.

2> Help improve public health: Walkable, livable streets
encourage physical activity and social cohesion,
leading to a decrease in obesity, chronic diseases, and
social isolation.

The pedestrian environment

Benefits of the
Better Streets Plan

Help retain families in San Francisco
Support Muni and a transit-first city
Help promote public safety
Help improve public health

Help to minimize impact on global
climate change and local air pollution

Help to minimize sewer/stormwater
overflows into the Bay

Decrease the likelihood of pedestrian
injuries and fatalities

Increase accessibility for all street users

Support the City’s local shopping dis-
tricts and small businesses

Support neighborliness, civic interaction,
and identity

Enhance the everyday quality of life for
San Francisco’s residents
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a Recent San Francisco projects such as Octavia Boulevard (top)
and Mint Plaza (bottom) show how streets can be transformed
into active and green public spaces

> Help to minimize impact on global climate change

and local air pollution: Streets that are designed to
promote walking, cycling, and transit use over private
automobile use will help to minimize San Francisco’s
contribution to global climate change and reduce local
air pollution.

Help to minimize sewer/stormwater overflows into
the Bay: Streets can be designed to detain a certain
percentage of water during big storms, to reduce over-
flows of the City’s combined stormwater and sewer
infrastructure into the bay and minimize local flood-
ing problems.

Decrease the likelihood of pedestrian injuries and
fatalities: Streets that are designed with the safety of
pedestrians in mind will decrease the likelihood of
pedestrian/auto collisions and the number of pedes-
trian injuries and fatalities that occur each year.

Increase accessibility for all street users: Streets that
have a clear, accessible path of travel and are free
from barriers and obstructions will result in increased
usability for all users, including people with dis-
abilities, seniors, children, parents with strollers, and
everyone else.

Support the City’s local shopping districts and small
businesses: A street system that encourages people to
walk to neighborhood commercial districts rather than
drive to regional shopping centers for their daily needs
helps to support the small commercial areas and small
businesses that make up an important part of San
Francisco’s character and economy.

Provide open space in areas that are lacking: There is
increasing pressure on the City’s existing open spaces,
and a need for open space in new neighborhoods. The
city’s street system can complement and link to the
larger open space network, bringing more open space
to underserved neighborhoods.

2 Support neighborliness, civic interaction, and
identity: Cities depend on peaceful interactions of
colleagues, neighbors, and strangers who share a col-
lective identity and pride as the residents of a place.
Well-designed streets that include places to sit, stop,
gather, and play create the spaces for this interaction
to take place.

2> Enhance the everyday quality of life for San
Francisco’s residents: Above all, a well-designed
street system will enhance the City’s livability for San
Francisco’s residents, workers, and visitors, by provid-
ing pleasant places to stroll or sit, opportunities for
neighborly interaction, freedom from excessive noise
and pollution, and a green, attractive cityscape.

For the Better Streets Plan to help achieve these benefits,
the City must reform many of its current standards, guide-
lines, and practices relating to street design, construction
and maintenance. These practices, standards and guide-
lines—found in the City’s codes, plans, and departmental
orders—are strong determinants of the resulting street
environment that we see and use everyday. Many of these
codes are old or out of date, and often conflict with one
another. Many were adopted during times when thinking
about streets, technologies, and ecological best practices
was different than it is today, and often reflect a single-use
vision for streets that does not account for the multitude of
uses that streets can serve.

The Better Streets Plan seeks to balance and reconcile
these codes while considering all potential street uses; the
legislation accompanying the Better Streets Plan adoption
updated many of these codes.

Additionally, there must be an on-going commitment from
the City to ensure that future changes to the public right-
of-way are consistent with the Better Streets Plan. This
document provides a guide for City agencies, community
members, and private developers and anyone else making
changes to the pedestrian realm. This guide must be com-
plemented with an on-going commitment from the City’s
elected officials and department heads to funding, staffing,
building, and maintaining Better Streets improvements.

BETTER STREETS PLAN |



PLAN HIGHLIGHTS

DISTINCTIVE, UNIFIED
OVERALL DESIGN SPACE FOR PUBLIC LIFE PEDESTRIAN SAFETY PEDESTRIAN PRIORITY UNIVERSAL DESIGN
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= Reclaim excess street space for public use r5.1 = Visible crossings (5.1 = Shared public ways (58] = Generous, unobstructed sidewalks r4.21

= Safe public seating for neighborhood gathering = Slower turning speed (5.2] = Temporary or permanent street closures 5.1 = Curb ramps for all users (5.11
[65]

= Integrated site furnishings rsection 6.5
= Pedestrian-oriented lighting 1631

L . ing di Raised crossings (5.1 = Accessible pedestrian signals 15.1
« Minimize site cluttering (65 = Shorter crossing distances (531 gs [5.1] p gnals [s.11

= Merchant participation 651 o o
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CREATIVE USE OF ECOLOGY o ~ INTEGRATING PEDS RECLAIMING EXCESS
PARKING LANE j AND TRANSIT STREET SPACE
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= Transit rider amenities (551
= Bus bulbouts and boarding islands (551
= Safe, convenient routes to transit (551

= Street parks and new plazas (5.1
= Traffic circles [5.71
= |andscaped medians (541

= Flexible use for cafe seating (561 = Stormwater management (621 Healthy urban forest (6.1
= Permanent mini-plazas 531 = Permeable materials 6.2] Expanded sidewalk plantings r6.11
= | andscaping in the parking lane (6.11 = Streets as habitats 16.11 Utility consolidation 6.61




@ Street Delivery in San Francisco

Streets in San Francisco are regulated and managed by a variety
of agencies, reflecting specific areas of expertise. Although this
is sometimes necessary to provide specific technical know-how,
there is no one body coordinating streetscape design projects.
As a result, individual decisions about street design, use, priori-
tization, and management do not add up to streets that reflect
the City’s goals for the character of our streets.

The Better Streets Plan posits a new manner of designing and
building streets in San Francisco. Streets should be designed
with greater agency coordination, and individual decisions
should add up to an integrated whole that prioritizes the needs
of people. Each design or management decision should bring
the City closer to the collective vision for streets.

As a follow-up action to the Better Streets Plan, the Controller’'s
Office has analyzed the City’s street design process and made
recommendations for its improvement. See the Controller’'s
Office report: “Better Streets Plan: Recommendations for
Improved Streetscape Planning, Design, Review, and Approval,”
available at www.sfbetterstreets.org.

| Signage:
| Planning
| Street trees:
DPW [Bureau of Urban Forestry)

ey ar property owner i,
— / ,J}J Ly Lightpoles: L I
P L PUC (PUC Strestlighting) X

S ' Ul g .
d ’}-;h;\.’. I,
ik ga \( | [ R
A | l b
| i B ! = q& o
Sidewalk permits and Parkirlg, loading, bike, \ BulLdlng {acade,
maintenance: transit, traffic control:  Storm drains, curb-cuts:

MTA (DPT, Muni) Planning

DPW, property owner utilities:
PUC (Wastewater

Enterprise)

Jurisdiction over streets is divided among numerous agencies,
including those shown here, and others as well

Business as usual

* Independent agencies with competing goals
* Lack of overall framework for street improvements

* Lack of coordination for street programming and
funding

* Ad hoc coordination on street design and use

Planning for individual elements

» Competing visions for streets/lack of overall
vision for streets

* City priorities not clearly defined

* Uncoordinated use of City resources

o Cluttering streetscape elements

o Streets with lack of unifying aesthetic

o Streets that do not serve well as public spaces
* Lack of greenery

¢ Lack of ecological functioning

Better Streets Plan

Coordinated agencies working toward citywide goals
Integrated framework for street improvements

Coordinated programming and funding for street
improvements

Centralized coordination on street design and use
Planning for streets as a whole

Unified vision for streets

Citywide priorities clearly defined
Efficient use of City resources
More numerous and more complete street projects

Multi-purpose projects with greater competitive-
ness for funding

Unified street design

Fewer cluttering streetscape elements

Streets with a healthy public realm

Increased greenery and ecological functioning

Enhanced safety and accessibility
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This photo-simulation
illustrates how the Better
Streets Plan guidelines
could be applied to a typical
mixed-use San Francisco
street to improve the
pedestrian environment
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'The Better Streets Plan

is a partnership among
City departments and
agencies, with the goal

of coordinating and
streamlining the City’s
street design processes and
resulting in a more gracious
pedestrian realm.




Plan Development

HISTORY OF THE PLAN

In February 2006, the Board of Supervisors passed the
‘Better Streets Policy’ (Administrative Code Section
98.1—shown in Attachment A), which requires the City to
consider the multiple objectives for streets in all decisions
about the public right-of-way. Responding to this policy,
City departments joined together to work on the Better
Streets Plan, to provide a single comprehensive, consistent
set of guidance for the design of the pedestrian realm.

Work on the Better Streets Plan began in Fall 2006, with
a public kick-off in April 2007. The Better Streets Plan
Draft for Public Review was published in June 2008, Plan
Revisions in October 2009, and the Final Draft in July
2010. The Better Streets Plan and accompanying amend-
ments to the City’s General Plan and Municipal Codes
were adopted by the Board of Supervisors on December 7,
2010.

The Better Streets Plan is a unique collaboration among
all of the agencies involved in the funding, design, and
management of streets citywide, including the Planning
Department, San Francisco Municipal Transportation

Agency (SEMTA), San Francisco Public Utilities
Commission (SFPUC), Department of Public Works
(DPW), Department of Public Health (DPH), Mayor’s
Office on Disability (MOD), Mayor’s Office on City
Greening, and the San Francisco County Transportation
Authority (SFCTA). Staff from each of these agencies (the
“Better Streets team”) met bi-weekly to develop the plan,
and gave frequent updates to Department leadership.

The Better Streets team convened a wider Technical
Advisory Committee (TAC) of over 50 staff from 15 City
departments who work in design and management of the
public right-of-way. The Better Streets Plan TAC met mul-
tiple times over the course of the project to comment on

the technical feasibility of plan proposals.

Additionally, the Better Streets team convened a 15
member Community Advisory Committee, which met
monthly over a two-year period to provide input into plan
as it was developed. Finally, the Better Streets Team held

a significant public outreach program, summarized in the
following section.
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SUMMARY OF PUBLIC OUTREACH

In order to create the Better Streets Plan, the Better Streets
Team conducted significant community involvement
efforts to present plan concepts and gather public input.
Over five rounds of community involvement, the Better

gather feedback on the Draft Plan, consisting of several
community meetings and a walking tour. The fourth round
of outreach, held in October 2009 to coincide with the
release of the Plan Revisions, consisted of public informa-

Round 1 Survey Responses:

Average Score for Street Improvements
(Scale of 1 to 7, 7 being most important)

Streets Team held over 100 community meetings, and tiona}l he.aring.s to the City’s Boards and .Cor'nmissions, and Trees 5.6
received over 1,000 responses to two Better Streets Plan public discussions hosted by local organizations. The fifth
surveys. and final round of outreach involved public hearings to Greenery 54
adopt the Plan and associated legislative amendments. Sidewalk Maintenance 5.3
Mayor Gavin Newsom kicked off the community involve- ' ‘ o ) ) Blocked Sidewalks 5.3
ment for the Better Streets Plan in April 2007, at a project A full list of community meetings is included in Appendix Slower Traff 5 3
kick-off meeting at City Hall attended by over 200 D. ower frame :
members of the public. Following the kick-off meeting, in Pedestrian Lighting 5.1
April through June 2007, City agencies held four public Through the public outreach, participants could give their s (o =9
workshops around the city, seven focus groups, and over input in multiple ways, including facilitated small group -
25 neighborhood meetings with community groups by exercises, comment boards, questions and answer sessions, Crosswalk Conditions 5.0
request. surveys, comment sheets, and informal discussion and Selamelk Vieraials 4.8
correspondence. Countdonn Siznal 18
ountdown Signals :
The second round of outreach took place from July &
through September 2007, and consisted of over 40 events, Respondents to the first Better Streets Plan survey rated the Wider Sidewalks 4.6
including focus groups, stakeholder interviews with a five most important street improvements as: Narrow Street Crossings 4.1
variety of advocacy and community organizations, neigh- > strect trees; Curb Ramps 40
borhood meetings with community groups, street-side

tabling events, and a youth walking tour.

In June 2008, Mayor Gavin Newsom formally released
the Draft Better Streets Plan for Public Review at a public
event in Mint Plaza. Following the plan release event,

the Better Streets Team held a third round of outreach to

> greenery (landscaping other than trees);
> sidewalk maintenance;
> clear sidewalks (free from obstructions); and

> slower trafhic.

A broader
summary of
community
input is
included in
Appendix D.

4 Better Streets Plan kick-off event
at City Hall (left) and street-side
tabling event (right)
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The Better Streets Team held
over 100 public meetings and
events across the city. Each

red dot marks the location of a
Better Streets public outreach
event (some locations held
multiple events)

Community Involvement
Milestones to Date

= 5 rounds of community involvement
= Qver 100 community meetings

= Qver 500 attendees

= Qver 1,000 responses to two Better
Streets Plan surveys

4 Participants at the
Better Streets Plan
youth walking tour

ADA Transition Plan Qutreach

In coordination with the Better Streets Plan, the
Clty conducted public outreach to provide input

to the City’s ADA Transition Plans for Curb Ramps
and Sidewalks, which describe the City’s priorities
for installing accessible curb-ramps and barrier-free
sidewalks. Five meetings were hosted by com-
munity organizations and directed at seniors and

people with mobility, visual, or cognitive impairments.

Participants were asked their priorities for installing
these features.

The priority improvements identified by participants included:

= install new curb ramps instead of fixing existing (unless unsafe);

focus on high-need areas throughout the city instead of moving
district-by-district;

fix sidewalks broken by tree roots;
provide accessible wayfinding signage;

remove obstructions such as low branches, parked cars, tables,
merchant signs and displays, and bikes and skateboards;

For more information on the ADA Transition Plans
for Curb Ramps and Sidewalks, see:

http://www.sfgov.org/site/mod_index.asp?id=36604

BETTER STREETS PLAN |
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Moving Forward

(® Moving Forward:
Summary

= |mprove the City’s street
design process

= Develop Better Streets Plan
user guide and website

= Develop implementation and
funding framework

= Develop additional technical
plans (street and pedestrian
lighting, street furnishings,
roadway design manual)

FUTURE ACTIONS

The Better Streets Plan provides a comprehensive vision

and guidelines for the design of the City’s pedestrian realm.

However, it is not enough for the City to simply adopt the
Better Streets Plan. The City must also follow through to
consistently use the Better Streets Plan and build projects
that adhere to the Plan’s vision.

To achieve this, the City should take a number of addi-
tional steps. Some of these steps are already funded and
on-going; others have not yet begun and lack adequate

funding.

Improve the City’s street design process

The Better Streets Plan process has illustrated how City
agencies can work together in the design of streets.

However, it has also highlighted the challenges of doing so
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on an on-going basis. The Better Streets Team is working
with the Controller’s Office to study the City’s existing
street design and maintenance process and make recom-
mendations for its improvement. See the Controller’s
Office report, available at wwuw.sfbetterstreets.org.

Develop a Better Streets Plan user guide and
interactive website

The City should create a user-friendly guide and website
to easily communicate the relevant guidelines, permits
and resources in one place to anyone proposing to make
changes to the public right-of-way. The Better Streets Plan
is a ‘living document’ and will be amended over time to
reflect new thinking. The user guide and website would
be updated accordingly, such that there is a single, com-
prehensive location for information about making street
changes.
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Develop a funding and implementation program

Using information from on-going planning efforts,
long-range plans, and capital projects, the City should
coordinate among agencies to develop a set of priorities,
specific implementation projects, and a long-term capital
plan for street improvements, recognizing opportunities to
combine funding sources into single projects for cost effi-
ciency and completeness. The City should identify existing
and potential new funding sources for pedestrian realm
improvements.

Develop additional technical guidance

The Better Streets Plan provides high-level guidance on
how to design and layout the pedestrian realm. These
guidelines complement existing City street design
guidance, such as the Bicycle Plan design guidelines,
Stormwater Design Guidelines, and Traffic Calming
Guidelines. City guidelines that are not consistent with
the Better Streets Plan should be amended to make them
consistent.

In addition, the City should create guidelines for areas of
the right-of-way that are not covered by the Better Streets

Plan or other existing guidelines, including the develop-
ment of:

> street furnishings palette;
> street and pedestrian lighting plan;

> roadway design manual.

‘ BETTER STREETS PLAN

PAYING FOR BETTER STREETS IMPROVEMENTS

The Better Streets Plan’s premise is that streets and side-
walks must be improved comprehensively to meet a variety
of functions, in a way that offers a safe and pleasant expe-
rience for everyone using them. To achieve this in any
significant and efficient measure requires an agreed upon
plan, which depends for its success and implementation on
the full range of partners who make changes to the street:
individuals and community groups through their personal
interests in improving their immediate streetscapes, the
development community as a condition of their right to
build, the City through its capital improvement program,
and the integrated actions of utilities working in the public
realm.

For those streetscape improvements initiated by the City,
the holistic improvements envisioned in the Better Streets
Plan will require significant amounts of funding to build
and maintain. Despite record investments in capital
improvements proposed over the next decade, the City has
an estimated $885 million of deferred capital improve-
ments required to merely maintain the city’s streets and
right-of-ways in their current condition. Funding this
backlog alone would require more than doubling this his-
toric investment and would only bring our infrastructure
to current standards, not the significantly higher standards
envisioned within this document.

Complete streetscape improvements currently cost several
million dollars per block to construct. For publicly funded
projects, funding sources for these improvements (includ-
ing transportation sales tax funds and federal and state
grant sources) are limited. This means the City can only
improve a select number of streets with Better Streets-

type improvements each year at current funding levels.
(Private developers and community members may also
build or improve streets, constituting a significant source of
streetscape improvements.)

Given limited capital funding, this may require signifi-
cant trade-offs and decision points: should there be fewer
projects with a more complete set of improvements, or

a greater number with fewer improvements per street?
Should a project cross an entire corridor, or just a few
blocks? Which streetscape elements or corridors should
be prioritized? The Better Streets Plan posits that street
improvements should be made holistically, such that
improvements have a greater impact and capital and
operating efficiencies can be realized—however, it is impor-
tant to note the trade-offs that this entails given funding
limitations.

As a next step to the Better Streets Plan, the City should
develop a recommended program for implementing the
envisioned improvements. That program must be inte-
grated into the city’s ten-year capital plan so that it can

be appropriately prioritized and adequately coordinated
within the city’s larger capital planning program. Moreover,
the operating budget impacts of any capital improvements
must be identified and funded prior to implementation.
Securing sustained maintenance funding is essential to
ensuring the viability and durability of any improvements
such as those contemplated in this document.

The City must address funding and set realistic priori-

ties as part of its capital planning process for what can be
accomplished. The need for higher funding levels will pose
a challenge. Currently available resources and funding
levels will greatly limit our ability to accomplish more than
a fraction of the desired improvements in the foreseeable
future.

But it is important to get started. Other thriving cities have
realized that prosperity depends on safe, convenient, and
pleasant ways of getting about—and are further along on
improving their public realm. San Francisco’s future is tied
to functional, attractive streets and sidewalks. The Better
Streets Plan is a key first step in this important journey.



@ Roadway Standards:
Designing the Entire Right-of-Way

The pedestrian character and quality of place for a given
street is determined as much by the design of the roadway
between the curbs as by what happens on the sidewalk.
Factors such as numbers of lanes, lane widths, design

and posted speeds, number of directions (one-way or two-
way), and how the roadway is split among different travel
modes (transit, bicycles, vehicles) exert a great influence on
pedestrian safety and quality. There are many opportunities
across the City to enhance the pedestrian realm by putting
streets on a ‘road diet’: removing vehicle travel lanes and
increasing sidewalk space, bicycle and transit lanes, and
other amenities.

The Better Streets Plan does not directly address these
roadway design issues, focusing instead on the pedestrian
realm of sidewalks and crossings. It is an important step
that will lay the groundwork for future plans and projects.
It represents a manageable piece to begin to bring the
multitude of City agencies, community members, private
developers, and advocates together to begin the work of
improving the City’s streets, and to provide a comprehen-
sive resource on streetscape and pedestrian design that the
city currently lacks.

Although they are complex subjects in themselves, the poli-
cies and guidelines in the BSP are likely to have greater
public acceptance, present fewer conflicts among various
City agencies, and be generally simpler than the pieces that
may follow — politically and technically difficult decisions
about street classifications, levels of service, or assigning
roadway right-of-way among various travel modes. This
plan is intended to begin the public dialogue and create the
strong interagency and public relationships to make subse-
quent steps more feasible.

The areas of the street covered by the Better Streets Plan
can be shaped by individual community members or devel-
opers, who have rights and obligations tied to management
of the sidewalk realm. The Better Streets Plan focuses

on this realm such that the basic amenities (trees, lights,

curb-cuts, paving materials, path clearances) we value col-
lectively are supported and maintained by the individual
interests who have some independent control over them.

NEXT STEPS

For any holistic re-design of a complete street from prop-
erty line to property line, the Better Streets Plan tools must
be coupled with thoughtful decisions on what happens
between the curbs. The Better Streets Plan identifies several
potential next steps to complete the City’s thinking on street
design through to encompass the entire street. These proj-
ects will require significant commitment, time and budget
from the City. Funding has not yet been identified, but the
City recognizes that these are necessary steps to achieve a
world-class street system.

Potential next steps may include:

= create a roadway design manual (City policies for
street classifications, roadway dimensions, and right-
of-way allocation);

= update of the Transportation Element of the San
Francisco General Plan (and associated roadway net-
works and classifications);

= update to Traffic Calming Guidelines (including guide-
lines and/or standard plans for features not specifically
called-out in the Better Streets Plan); and

= reform transportation analysis in environmental review
to consider measures that prioritize transit, bicycles,
and pedestrians.

By taking these steps, the City can create a comprehensive
set of street design guidance that considers the entire right-
of-way from property line to property line and prioritizes
pedestrian, bicycle, and transit over auto travel per the
City's ‘Transit-First Policy.’

BETTER

STREETS
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CONTEXT

San Francisco is a walker’s city — a dense mix of uses, short
blocks, and small streets combine tormake a convenient
and desireable walking environment. However, existing
conditions could still be improved to promote a safer and
more comfortable pedestrian realm.

CHAPTER

2.1 Existing Conditions

2.2 Regulatory Context

2.3 Existing City Efforts
|




+ FIGURE 2.1
PEDESTRIAN INJURIES CITYWIDE
2004-2008

Source: Statewide Integrated Traffic Records System (SWITRS)
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Existing Conditions

» Embarcadero Plaza crosswalk

PEDESTRIAN CONDITIONS

Walking plays a major role in San Francisco’s transporta-
tion system. Each day, 4.5 million transportation trips are
made in San Francisco; of these approximately 890,000
(20%) are walking trips. An additional 780,000 trips
(17%) are made on transit, most of which include walking
at the beginning and end of each trip. (See Table 2.1)

Most streets in San Francisco include basic pedestrian
infrastructure such as sidewalks and marked crosswalks.
As some formerly industrial areas transition to commercial
and housing uses, gaps in the basic pedestrian network are

being filled in.

Block size and intersection density (the number of inter-
sections per area) greatly affect the ease and convenience
of walking in San Francisco. Shorter blocks in areas such
as Downtown and Chinatown provide more choices and
direct routes for pedestrians. In other neighborhoods,
such as the Mission District or Hayes Valley, a network of
alleys helps break up larger blocks to provide pedestrian
connections. In yet other areas, such as SoMa, blocks
are approximately four times longer than typical down-
town blocks, creating less frequent or direct pedestrian
connections.
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Maijor pedestrian activity generators

Pedestrian activity in San Francisco is clustered in locations
where activity generators such as commercial corridors,
transit facilities, and major institutions are concentrated.

Observed walking rates are collected by SEMTA at selected
intersections. Data for citywide walking rates comes from
the US Census journey to work survey, which asks respon-
dents to name the mode of transportation they most often
use to get to work. This data does not provide the full spec-
trum of transportation trips and only includes the mode
most often used to get to work, so it does not provide a
comprehensive picture of transportation choice across the
City. However, the journey to work data does show the
areas of San Francisco, most notably Downtown, where
walking rates to work are most concentrated.

SAN FRANCISCO MODE SPLIT FOR ALL TRIPS, 2000

Source: San Francisco County Transportation Authority

Auto 2,809,000 62%
Transit 777,000 17%
Walk 892,000 20%
Bike 40,000 1%
TOTAL 4,518,000 100%

Collision Patterns

Data on pedestrian collisions in San Francisco comes
from two sources: the Statewide Integrated Traffic Records
System (SWITRS) and the PedSafe study, conducted by
UC Berkeley researchers and the SFMTA. The SWITRS
data, compiled by the California Highway Patrol, is

based on San Francisco Police Department traffic colli-
sion reports, while the PedSafe study analyzed hospital
discharge records in addition to police reports to include
pedestrian injuries for collisions that were not reported to
the police.

In recent years, reported pedestrian injury collisions have

decreased from approximately 900 to 1000 per year in
the 1990’s to 700 to 800 from 2006 to 2008. Additional

‘ BETTER STREETS PLAN

improvements are necessary, but the overall decline in
pedestrian collision totals over the past 15 years is encour-
aging. The number of pedestrian fatal collisions decreased
to 12 in 2008, which was the lowest number in the

past decade, following a spike in 2007 to 21 pedestrian
fatalities. In general, injury collisions are a more reliable
indicator of collision trends over time because fatal col-
lisions, being rarer events, are more subject to random
fluctuations.

According to the PedSafe study, both fatal and non-fatal
injuries often occur at intersections with a traffic signal.
According to 2001-2005 data from the 89 intersections
with the most pedestrian collisions in San Francisco, all
17 fatal collisions occurred at signalized intersections. The
majority of pedestrian injury collisions also occurred at
intersections with a traffic signal, as shown in Figure 2.10.

Pedestrian-injury collisions in San Francisco are highly
concentrated in clusters. The PedSafe Phase I Report
identified seven higher-risk zones based on injury density
and severity and the potential to benefit from modest
pedestrian injury countermeasures in the absence of
other major interventions for pedestrian safety. The seven
zones are: SoMa West; North Mission; Chinatown/North
Beach; Outer Mission Street; Geary Blvd./Cathedral Hill/
Japantown; Geary Blvd./Richmond; and Upper Market
Street. Based on the San Francisco 2008 Collision Report,
the four locations with the most pedestrian collisions
between 2006 and 2008 were: 6th and Market Streets; 6th
and Howard Streets; Golden Gate and Jones Streets; and
6th and Mission Streets.

In San Francisco, senior pedestrians are at a higher risk of
dying in collisions than any other age group. Seniors are
most often hit by vehicles at signalized intersections and
often involve drivers making a left turn. Unlike national
and statewide trends, children are not overrepresented in
pedestrian collisions in San Francisco.

In per capita terms, San Francisco has a high number of
pedestrian injuries and collisions. However, this is largely
a function of the fact that lots of people walk in San
Francisco, and does not mean that San Francisco is a par-
ticularly dangerous place to walk; in fact, the opposite is

Pedestrian Collisions

1

1

FIGURES 2.3 - 2.5

San Francisco Injury Collisions Involving Pedestrians
(1999-2008)
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FIGURES 2.7 - 2.9

Ped RW Violation 1357 (37.96%)

Improper Passing 59 (1.65%)

Other Hazardous Movement 63 (1.76%)

Pedestrian Violation 1231 (34.43%) Unicriown; B61:85%)

Other 142 (3.97%)

Traffic Signals and Signs 146 (4.08%)

Unsafe Starting or Backing 169 (4.73%)
All Others 171 (4.78%)

Unsafe Speed 171 (4.768%)

Primary Collision Factors

PRIMARY COLLISION FACTORS 2002-2006

Complaint of Pain 1946 (54.43%)

Property Damage Only 53 (1.48%)

Fatal #1(2.27%)

Severe Injury 305 (8.53%)

Other Visible Injury 1190 (33.29%)

Extent of Injury

EXTENT OF PEDESTRIAN INJURY 2002-2006

Source: SFMTA
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true. (Per capita collisions tell very little about a City’s rela-
tive safety for walking. Very few pedestrians are injured on
freeways, but this does not make them safe places to walk.)

Among the 13 cities in California with a population over
250,000, San Francisco had the most pedestrian injuries
and collisions per capita in 2007, with 822. However, if
the number of people who walked to work in these cities in
2007 is used instead of population to create a collision rate
per pedestrian, San Francisco ranks 12th out of 13, indicat-
ing that San Francisco’s collision rate per pedestrian is very
low relative to other major cities in California.

Pedestrian collisions are caused by a number of factors.
However, most injury collisions are attributable to either
motorists who violate pedestrian right-of-way (pedestrian
right-of-way violations) or pedestrians who violate the
vehicle code (pedestrian violations).

In addition to human costs, pedestrian collisions are a
major expense to the city. A recent study by the UCSF San
Francisco Injury Center found that the total cost of pedes-
trian injury at San Francisco General Hospital averaged
about $15 million/year between 2004 and 2009." This
does not even include health care costs related to chronic
diseases caused by lack of physical activity.

Pedestrian Surveys

San Francisco has historically not done comprehensive
studies of how pedestrians perceive the quality of the
pedestrian environment. The majority of data in San
Francisco focuses on either pedestrian safety statistics, or
physical conditions of existing infrastructure. However,
the City is beginning to incorporate surveys of pedestrian
perception into its data collection, which will give a more
complete picture of pedestrian conditions.

CONDITION OF EXISTING INFRASTRUCTURE

Pedestrian Signals

The SEMTA is working to install pedestrian countdown
signals at all traffic signals in the City. As of this draft

1 Cost of Auto Versus Pedestrian Injuries, San Francisco, 2004-2008; R. Dicker, M.D. et. al., San Francisco
Injury Center, March 2010

approximately 740 of 1155 signalized intersections (65%)
in San Francisco have pedestrian countdown signals for all
crosswalks. Another 50 intersections are programmed to
receive countdown signals over the next few years. Of the
remaining 365 intersections, 183 have countdown signals
for some of the crosswalks and 182 have no countdown
signals at all.

FIGURE 2.10

TRAFFIC CONTROL FOR PEDESTRIAN INJURY COLLISIONS
Top 89 Intersections in San Francisco, 2001-2005

YEAR | CONTROL SIGNAL STOP OTHER GRAND TOTAL
2001 89 1 5 95
2002 109 3 112
2003 93 8 101
2004 105 1 106
2005 102 5 107

Grand Total 498 1 22 521

Source: San Francisco PedSafe Study

Sidewalks, Stairs and Paths

Prior to 2007, the City of San Francisco relied primarily
on public complaints to identify needed sidewalk repairs.
In 2007, the Department of Public Works (DPW) insti-
tuted the Sidewalk Inspection and Repair Program (SIRP)
to proactively identify and make needed sidewalk repairs.
The SIRP inspects all sidewalks on a 25-year cycle, priori-
tized by pedestrian usage. The SIRP informs all responsible
parties (both public and private property owners) of side-
walk damage, and DPW then coordinates repairs to make
repairs in a timely and efficient manner.

Curb Ramps

Curb ramps were first installed in San Francisco in the
early 1970’s. Since that time, DPW and other public and
private entities have installed numerous curb ramps across
the city. In addition to funding dedicated specifically

to curb ramp construction, street changes such as curb
changes, re-paving, or new construction typically trigger a
requirement to construct curb ramps.

BETTER STREETS PLAN ‘
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The City has approximately 7,200 intersections. DP\W
policy is to build one curb ramp at each end of each
crosswalk. However, due to traffic considerations and to
topographical or other physical and legal constraints, two
curb ramps are not always feasible at each street corner.
The main barrier to installing two ramps per corner is the
cost to construct new catch basins and utility relocation. As
a result, the citywide average is 1.82 potential curb ramp
locations per corner.

To assess the location and condition of the City’s existing
curb ramps and determine locations where new curb ramps
should be installed, DPW created a detailed curb ramp
database based on surveys of more than 29,000 intersec-
tions. This database identified 21,300 street corners with
curbs in need of reconstruction or improvement, and
1,000 street corners where no ramp is feasible. An addi-
tional 17,000 intersections have not yet been surveyed.

Street Trees

There are an estimated 106,000 street trees on public
rights-of-way in San Francisco. Of these, approximately
26,000 are maintained by DPW Bureau of Urban Forestry.
The remaining trees are maintained by private property
owners in accordance with the Public Works Code. The
City’s recent “Clean and Green Initiative” seeks to plant
an additional 5,000 trees every year for the next five years,
including trees both on private land and in the public
right-of-way.

DPW tracks the maintenance or mortality of individual
DPW-maintained street trees, but not privately-maintained
street trees (trees on streets that are not DPW-maintained
streets). DPW has a goal of pruning street trees every three
years; however, due to funding limitations trees are typi-
cally pruned every seven years.

According to the 2005 City Survey, performed by the
Controller’s Office, 59% of residents reported that there
are “not enough” trees citywide while 52% said the number
of trees in their neighborhood was “about right.”

‘ BETTER STREETS PLAN

Street Lighting

There are approximately 43,000 street lights in San
Francisco. Of these, approximately 24,000 are managed
and maintained by the SFPUC, while approximately
19,000 are maintained by PG&E. The SFPUC pays
PG&E to maintain its street lights. Other departments and
agencies including MUNI, DPW, Recreation and Park, the
Port of San Francisco and CalTrans also maintain a small
number of street and pedestrian lights.

The SFPUC estimates that a more comprehensive and
effective maintenance program would require on the order
of $4 to 5 million per year over the next 5 years; however,
its FY09/10 funding for street light maintenance was

only $2.4 million. In FY09/10, the SFPUC had a capital
improvement budget of $3.6 million for street lights.

In 2007, the Streetlight Management Program Study rec-
ommended that the “City should develop a Street Lighting
Policy that will support the City’s goals for livable neigh-
borhoods and urban development, ensure appropriate
lighting levels for safety and comfort on public streets and
sidewalks, and help create a system that is cost efficient,
easy to operate and maintain.”

Site Furnishings

The City of San Francisco does not currently keep records
on the maintenance conditions of street furnishings such
as benches. The City does not currently have a palette of
accepted street furnishings; DPW is currently working on
developing such a palette.

Stormwater Infrastructure

The majority of San Francisco (90%) is served by a com-
bined sewer system, which carries both sanitary effluent
and stormwater in the same set of pipes. The combined
effluent is conveyed to sewage treatment facilities where it
is treated to secondary standards, then discharged to the
Bay and Ocean. Under most circumstances, the combined
system allows for higher levels of stormwater treat-

ment than is provided by conventional separate systems.

However, when the capacity of the system is overwhelmed
by large storm events, localized flooding and combined
sewer overflows (CSOs) can occur. In the event of a CSO,
the system discharges a mixture of partially treated sanitary
and stormwater effluent to receiving water bodies. While
these discharges are highly diluted (typically consisting

of roughly 6% sewage and 94% stormwater), they can
cause public health hazards and lead to beach closures. The
SFPUC’s National Pollutant Discharge Elimination System
(NPDES) permit, required under the Clean Water Act, sets
design goals for the allowable number of CSOs per year, on
average, based on location.

Approximately 10% of the City is served by separate storm
sewer systems or is lacking stormwater infrastructure; in
most of these areas stormwater flows directly to receiving
waters without treatment.

San Francisco’s first 250 miles of sewers were built in the
late 1800s; by 1935 almost two thirds of today’s system
had been installed. Sewers typically last from 50 to 100
years, so large portions of the City’s pipes have exceeded
their expected lifespan.

Market Street

Vi




Regulatory Context

Federal, state and local policies guide the design and imple-
mentation of pedestrian and streetscape elements. The
federal Americans with Disabilities Act (ADA) provides
guidelines for accessibility of elements such as sidewalks
and curb ramps. Traffic control devices and geometrical
design follow the standards set forth in the California
Manual of Uniform Traffic Control Devices (MUTCD)
and the American Association of State Highway and
Transportation Officials (AASHTO) Green Book.
Stormwater regulations are set primarily by the federal
Clean Water Act. All projects that propose physical changes
must receive clearance under the California Environmental
Quality Act (CEQA), and the National Environmental
Policy Act (NEPA) if the project involves federal funds or
jurisdiction. Additionally, a number of existing local regu-
lations provide guidance on the prioritization and design of
pedestrian facilities in San Francisco.

FEDERAL AND STATE POLICIES

Accessibility

All new construction, additions, and alteration to public
rights-of-way must be accessible and usable by individu-
als with disabilities per federal, state and local regulations.
Current regulations focus primarily on lots and buildings,
and have significant gaps in scope and technical require-
ments for design and construction of accessible elements
within the public right-of-way.

The prevailing accessibility standard, the ADA Accessibility
Guidelines (ADAAG), currently scopes accessibility
requirements within sites and not in the public right-of-
way. ADA Title 11, which is applicable to state and local
governments, contains requirements for curb ramps, but
lacks clarity on specific accessibility guidelines for other
right-of-way elements.
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The US Access Board, the Federal agency responsible for
developing accessibility guidelines, is in the process of
redesigning ADAAG. When completed, the new guide-
lines propose to include Public Rights-of-Way Accessibility
Guidelines (PROWAG). As of this draft, the PROWAG
has not been completed, and will require several years of
further development and approval.

PROWAG is oriented to new construction. It does not
provide a clear set of guidance for conditions where
“...other existing physical or site constraints prohibit
modification or addition of elements, spaces, or features
which are in full and strict compliance with the minimum
requirements for new construction and which are necessary
to provide accessibility”. PROWAG should be considered a

“best practice” and not a strict, formal requirement.

In San Francisco, Department of Public Works (DPW)
standard plans set forth local requirements that incorporate
accessibility guidelines for commonly implemented infra-
structure improvements, such as curb ramps.

Appendix D (Summary of Accessibility Guidelines)
contains requirements and best practices for design of
accessible components in the public right-of-way.

Transportation
MUTCD The MUTCD provides uniform standards, guid-

ance, and specifications for the placement, construction,
and maintenance of all traffic control devices including
traffic signals (Part 7), traffic signs (Part 2), and street
markings (Part 3).

AASHTO Green Book AASHTO has developed “A Policy
on Geometric Design of Highways and Streets,” known as
the “AASHTO Green Book.” The guidance supplied in the
policy is based on established practices and supplemented
by recent research. The intent of the policy is to provide
guidance to the designer by referencing a recommended
range of values for critical street dimensions. The guidelines
are intended to provide safety, comfort, convenience, and
operational efficiency.
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California Vehicle Code The California Vehicle Code
(CVC) describes the responsibilities of pedestrians when
crossing the street, or walking along a street on a sidewalk.
The CVC also addresses the roles and responsibilities of
motorists in relationship to pedestrians. California, like
most other states, requires both pedestrians and drivers to
exercise due care.

The CVC states that drivers must yield the right-of-way
to a pedestrian crossing the roadway in a marked or
unmarked crosswalk. It does not prohibit pedestrians from
crossing roadways at places other than crosswalks, except
between adjacent intersections controlled by traffic signals
or police officers. Local authorities may adopt ordinances
prohibiting pedestrians from crossing streets outside cross-
walks. For signalized intersections, the CVC states that
the pedestrian may cross with a green light at any marked
or unmarked crosswalk unless expressly prohibited. The
pedestrian shall yield the right-of-way to vehicles lawfully
within the intersection at the time the signal changed.

According to the CVC, “it is the policy of the State of
California that safe and convenient pedestrian travel and
access, whether by foot, wheelchair, walker, or stroller,

be provided to the residents of the state.” The code also
states that it is the intent of the Legislature that all govern-
ment levels to work to provide safe, convenient passage for
pedestrians on or across all streets and highways, increase
levels of walking, and reduce pedestrian fatalities and
injuries.

Stormwater

In 1972, the US Congress passed the Clean Water Act

to regulate the discharge of pollutants to receiving waters
such as oceans, bays, rivers, and lakes. The California State
Water Resources Control Board (SWRCB) serves as the

implementing agency for these regulations in California.

Most stormwater in San Francisco is collected in a com-
bined stormwater and sanitary sewer system and treated
prior to discharge to San Francisco Bay or the Pacific
Ocean. The remainder is collected in a separate stormwater

sewer system. Ownership of the separate system is divided
between two City agencies: the Port of San Francisco for
areas along the City waterfront, and the SFPUC for all
other areas within the City’s jurisdiction.

Since 2004, the discharge of stormwater from the separate
stormwater sewer system has been covered by a statewide
general permit for small municipal separate storm sewer
systems (MS4), issued by the San Francisco Bay Regional
Water Quality Control Board. As a requirement of the
permit, the Port and SFPUC are required to develop
detailed stormwater management plans (SWMPs) outlin-
ing implementation of various control measures required
under the statewide general permit. The SWMPs set
guidelines for incorporating design features into new
development and redevelopment projects to permanently
control stormwater runoff in compliance with the Clean
Water Act. To help new development develop SWMPs,
the Port and SFPUC have developed the San Francisco
Stormwater Design Guidelines, discussed in this section
and in Section 6.2.

Environment

In 1970, the California legislature passed the California
Environmental Quality Act (CEQA). CEQA is intended to
ensure that projects or policies that may result in changes
to the physical environment fully analyze any potential
impacts to the physical environment, including impacts on
visual quality, transportation, biological resources, histori-
cal resources, and other categories. Plans or projects that
may result in physical changes must receive CEQA clear-
ance in order to proceed with implementation. Projects
with Federal funding or jurisdiction must additionally
undergo analysis under the National Environmental

Protection Act (NEPA), the Federal equivalent of CEQA.

In San Francisco, most CEQA review is carried out by the
Planning Department.



CITY OF SAN FRANCISCO POLICIES

Local street design regulations are found in a number

of existing City documents. Together, these documents
require that streets be designed for all types of transporta-
tion, particularly walking, bicycling, and transit, and set
forth design policies and guidelines to implement that

goal.

Many of these plans and codes have been updated as part
of the adoption this plan.

The San Francisco General Plan

The San Francisco General Plan provides policies to guide
future City growth; all other City regulations must be
consistent with General Plan policies. Two chapters of the
General Plan are particularly germane to design of streets
— the Urban Design Element and the Transportation
Element. The Open Space and Recreation Element also
contains policies to encourage the use of streets to provide

public space.

The Better Streets Policy

San Francisco Administrative Code Section 98.1, known as
the ‘Better Streets Policy,” states that streets are for all types
of transportation, particularly walking and transit, and
requires City agencies to coordinate the planning, design
and use of public rights-of-way to carry out the vision for
streets contained in the policy. The Better Streets Policy
was adopted in 2006. See Appendix A for full text.

Transit-First Policy

The Board of Supervisors initially adopted the “Transit-
First Policy’ in 1973 in response to the growing challenge
of automobile traffic congestion. In 1999, San Francisco
voters approved Proposition E, which moved the Transit-
First Policy to the City Charter to strengthen the policy
and make it the City’s primary transportation policy. The
Transit-First Policy states that the City should prioritize
street improvements that enhance travel by public transit,
by bicycle and on foot as an attractive alternative to travel
by private automobile. See Appendix B for full text.

@ Streetscape Maintenance: Rights and Responsibilities

Maintenance of public streets and sidewalks in San Francisco is
split among various public agencies, utilities, and property owners.

ROADWAYS
The roadway is generally maintained by DPW, including travel
lanes and parking lanes. Catch basins are managed by the

sidewalks. The Sidewalk Landscape Permit is also available through
DPW, which enables property owners to replace portions of the side-
walk in front of their property with landscaping, which may preclude
the need to repair portions of broken sidewalk (http://www.sfgov.org/

site/sfdpw_index.asp?id=42766).

SFPUC, but maintained by DPW. Utility providers often excavate
in the roadway to maintain or repair utility lines — utility provid-
ers are required to replace paving in-kind per the Public Works
Code (Article 2.4) and DPW Director’s Order #176,707 (Section
12.4.B).

SIDEWALKS

On most streets in San Francisco, sidewalk maintenance and repair
is the responsibility of the fronting property owner. Resources are
available through DPW's Sidewalk Inspection and Repair Program
(SIRP) (http://www.sfgov.org/site/sfdpw_page.asp?id=89724),
which enables property owners to use DPW contractors to repair

UTILITIES

Utility main lines are the maintenance responsibility of the utility pro-

vider. Utility laterals (which connect individual lots to the main line)
are typically the responsibility of the property owner to maintain or
repair.

STREET TREES AND LANDSCAPING
On most streets in San Francisco, maintenance of trees and land-
scaping on the sidewalk is the responsibility of the fronting property

owner. Property owners and the City often partner with the non-profit
organization Friends of the Urban Forest to plant and maintain trees.

DPW is generally responsible for trees and landscaping in medians.

“Complete Streets” Policy

The “Complete Streets” Policy (Section 2.4.13 of the
Public Works Code) directs the City to include pedes-
trian, bicycle, and streetscape improvements as part of any
planning or construction in the public right-of-way. See
Appendix C for full text.

Area Plans

Area Plans, Master Plans, Redevelopment Plans, and
Specific Plans include regulations for a specific geographic
area of the City. Typically, area plans contain policies and
guidelines relating to the design of streets in these par-
ticular areas, and may even recommend a specific palette
of streetscape materials and plantings. Two area plans
with citywide significance are the Downtown Streetscape
Plan, adopted in 1995, which guides development of the
downtown pedestrian network and the Waterfront Design
and Access Element, adopted in 1997 as part of the Port’s
Waterfront Land Use Plan, which guides the physical

aspects of waterfront revitalization.

On some streets, DPW is responsible for maintenance of
street trees on the sidewalk. See http://www.sfgov.org/site/
sfdpw_index.asp?id=33189

STREETLIGHTS

Streetlights are managed and maintained by a variety of
agencies, chiefly the SFPUC and PG+E. Pedestrian lights
are typically not managed by the utility providers, and,
where provided, are typically maintained by DPW.

SITE FURNISHINGS

Many streetscape elements, such as the pedestal newsracks,
kiosks, sidewalk restrooms, and Muni bus shelters, are
provided and maintained by private companies as part of
advertising contracts with the city. Other site furnishings are
maintained by DPW (such as trash receptacles), or SFMTA
(such as bike racks or bollards); yet others are maintained
by fronting property owners.

BETTER STREETS PLAN

27



28

City Codes

The City’s various codes include specific regulations to
implement the policies in the General Plan, Area Plans,
and other policy documents.

Administrative Code

As previously mentioned, Chapter 98 of the San Francisco
Administrative Code includes the Better Streets Policy. In

addition, Chapter 25 of the code contains several sections

related to streetlights.

Building Code

San Francisco has five regulatory codes that are sometimes
collectively referred to as the “building code:” the Building
Code proper and the Electrical, Housing, Mechanical,

and Plumbing codes. Together, these codes include a small
number of policies related to how buildings interface with
the public right-of-way.

City Charter
The City Charter of the City and County of San Francisco,

which serves as the fundamental law of the City and
County, includes the Transit-First Policy, described above.

Fire Code

The City’s Fire Code has one section that is highly relevant
to streetscape design. Section 7.01 (found under part IX,
“Appendices”) establishes requirements for street sizes to
facilitate emergency equipment access.

Planning Code

The San Francisco Planning Code includes detailed regu-
lations to implement the policies of the General Plan. It
contains a number of regulations related to street design,
including policies to control how private development
impacts public streets and use of public streets, and
requirements for provision of street trees and other side-
walk and pedestrian improvements.

‘ BETTER STREETS PLAN

Public Works Code

The San Francisco Public Works Code contains most of
the local rules and regulations that are of relevance to
streetscape design and maintenance.

Transportation Code

The City’s Transportation Code is a compilation of local
rules and regulations governing vehicle traffic.

Departmental Standards and Guidelines

DPW Director’s Orders

In addition to adopted plans and policies, the Department
of Public Works issues Director’s Orders, which set specific
technical guidance for features such as curb ramps, street-

lights, and sidewalks.

DPW Standard Specifications and Plans

DPW has developed standard specifications and plans for
design and construction within San Francisco, including
streetscape and pedestrian features such as curb ramps and
traffic circles.

SEMTA Traffic Calming Guidelines, Crosswalk Guidelines, and
Pedestrian Signal Guidelines

The SEMTA has developed guidelines to direct implemen-
tation of traffic calming measures in San Francisco. The
guidelines are largely procedural, and also include a table
describing which traffic calming measures are appropri-

ate on particular street types. In addition, the SEMTA has
developed guidelines to direct the placement and design of
crosswalk markings and pedestrian signals. These guidelines
are consistent with this plan, but provide greater technical
detail.




Existing City Efforts

EXISTING CITY STREET DESIGN PROCESS

Design, construction and management of the pedestrian
realm in San Francisco today is scattered across several
different departments, agencies, private entities, and orga-
nizations. Though there are many good projects, results
are inconsistent depending on the project sponsor, and the
process can be expensive, time-consuming, and confusing.

As part of the Better Streets Plan effort, the City has com-
missioned the Controller’s Office to review the City’s
existing street design process and make recommendations
for its improvement (the “Better Streets Institutional
Analysis”). This report was developed independently of this
planand was released in January 2010. The report is avail-
able at www.sfbetterstreets.org.

This section gives a brief overview of processes and respon-
sibilities regarding street design in the City as it exists
today.

Capital Planning

Street improvement projects are identified through the
capital planning efforts of a variety of agencies, includ-
ing SEMTA, DPW, SFPUC, SFCTA, the Planning
Department, the Port, and the Redevelopment Agency.
Each department or agency develops their own capital
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plan based on their long term planning programs, com-
munity generated request, and opportunities to coordinate
with other agencies’ projects. Department capital plans are
informed by the Congestion Management Program (CMP)
which is developed and administered by the SECTA.

Agencies and departments submit their budgets to the
City’s Capital Planning Program, housed in the City
Administrator’s office. This program reviews and analyzes
infrastructure needs and facility conditions, evaluates
capital project requests, and establishes financing strate-
gies to meet the City’s long- and short-term capital needs.
Capital components of department budgets are incor-
porated into the City’s ten-year Capital Plan upon the
approval of the Capital Planning Committee. The Board of
Supervisors adopts the Capital Plan annually.

Opportunities to more closely coordinate long-term capital
planning efforts between agencies could result in cost
savings and leveraging opportunities by identifying related
projects early on in the planning stage.

Funding

Funding for street improvements is available from Federal,
State, Regional, County and City sources. This section
describes the major available existing sources of funding for
street improvements.
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Since 1991, the US Federal Highway bill, financed
through gas tax revenues, has included programs for pedes-
trian safety and infrastructure. The current version of this
act (Safe, Accountable, Flexible, Efficient Transportation
Equity Act: A Legacy for Users — SAFETEA-LU), provides
funding for street improvement programs such as Safe
Routes to Schools. These funds are administered through
State and Regional bodies. Congress is currently consider-
ing reauthorization for SAFETEA-LU.

The Bay Area region has created additional programs to
fund transportation-related improvements. The regional
planning organization for the nine-county Bay Area,

the Metropolitan Transportation Commission (MTC),
provides transportation funds through several programs,
including Transportation for Livable Communities, the
Lifeline Transportation Program, Safe Routes to Transit
and Safe Routes to School. The Bay Area Air Quality
Management District administers a program funded by a
gas tax surcharge called the Transportation Fund for Clean
Air.

In 2003, San Francisco voters approved Proposition K,
which authorized the City to collect a one-half cent sales
tax to fund a new 30-year Transportation Expenditure
Plan. Proposition K funds are administered through the
SECTA, as are state Transportation Enhancement funds.

In 2006, California voters approved Propositions 1B and
1C, which authorized the issuance of general obligation
bonds for transportation infrastructure and housing infra-
structure, respectively. The SEMTA and DPW receive
formula funds from the transportation infrastructure
bond. Additional grants are available to fund infrastructure
related to infill and transit-oriented housing development
allocated through the housing infrastructure bond. The
federal American Recovery and Reinvestment Act has also
provided funding for street improvement projects.

The City and County of San Francisco also has a number
of tools available to fund street improvement projects.
Currently, a small amount of the City’s General Fund
supports street improvement projects. Developer fees,
assessment districts (such as Mello-Roos Community
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Facilities Districts), and tax-increment financing in rede-
velopment areas are all tools available to the City for
future sources of street improvement revenue. Developer-
and community-led projects also constitute a significant
resource for street improvements with untapped potential.

Although there are a number of potential funding sources
for streetscape and pedestrian improvements, the total is
fairly insignificant compared to the level of need in the
City today, and the City can only finance and build a
handful of significant street improvement projects each
year. Additional revenue sources must be sought to fully
build the vision of the Better Streets Plan.

Planning and Design

Street design may be done by any number of depart-
ments. DPW, SEMTA, the Planning Department, the

San Francisco Redevelopment Agency, the SFPUC, and
the Port of San Francisco all propose and design street
improvements as part of on-going programs. Each of these
agencies has a unique mission, and thus project proposals
may differ greatly from one project to the next. In addi-
tion, private development sponsors often design streets
(reviewed and approved by City agencies) as part of their
development proposals. Community members and organi-
zations may also plan for and design street improvements.

Typically, agencies coordinate with one another on street
improvement projects, through technical advisory com-
mittees, on-going formal meeting bodies, or informal
coordination. There are currently few formal structures for
comprehensive interagency coordination of street improve-
ments, particularly at the early planning stages.

Regulation and Permitting

As with planning and design, many agencies are responsi-
ble for permitting of public realm improvements. Generally
speaking, DPW’s Bureau of Street Use and Mapping is
responsible for regulating and permitting street and side-
walk use, SEMTA is responsible for traffic and parking
changes, and the SFPUC regulates stormwater run-off

and is responsible for street light design and specifications.

Street improvement projects typically require approvals or
recommendations at least from DPW, SEMTA, Planning,
the Arts Commission, and TASC (an interdepartmental
body) before going to the Board of Supervisors and/or the
SEMTA Board for approval.

In many cases, acquiring simple permits may be a burden-
some and expensive endeavor, discouraging community
members from making streetscape improvements and
delaying or adding expense to development projects.

Maintenance and Repair

Street maintenance responsibility is shared between City
agencies and property owners. On most streets, property
owners are responsible for sidewalk, driveway, street tree,
and landscape maintenance (DPW has responsibility on
the remainder of streets). Most street repair and main-
tenance from the City side is carried out by DPW. This
includes day to day maintenance such as street sweeping,
less frequent maintenance such as catch basin cleaning, and
repairs such as re-paving. One notable exception is street
lighting: the SFPUC owns most street light poles and is
responsible for maintaining them.

The Controller’s Office will be making recommendations
on how to improve the City’s streetscape maintenance as
part of the Better Streets Institutional Analysis, described
above.

Typical streetscape design process

The typical steps for streetscape improvement projects from
project identification to completion are shown in Figure
2.11. Many of these steps vary from project to project,
depending on funding source, physical conditions, and
agencies that need to be involved. In addition, though the
process appears linear, there is often considerable itera-
tion, meaning there is considerable back and forth between
steps to deal with issues that have been brought up at a
particular step. This often results in time delays and costly
design revisions. There is a need for greater coordination
and review at early stages of the street design process to
minimize the need to make significant revisions later on in
the process.



FIGURE 2.11

EXISTING CITY STREET DESIGN PROCESS
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OTHER PLANNING EFFORTS

Stormwater Design Guidelines

The San Francisco Stormwater Design Guidelines (SDG),
developed by the Port of San Francisco and the SFPUC,
will improve San Francisco’s environment by reducing
pollution in stormwater runoff in areas of new develop-
ment and redevelopment. The SDG will be applied in
areas of San Francisco served by separate storm sewers that
discharge directly to local lakes or San Francisco Bay. The
Draft SDG was released in February 2009.

Transit Effectiveness Project

The Transit Effectiveness Project (TEP) is a project to
review, evaluate, and make recommendations on the exist-
ing Muni transit system, with the goals of making service
more attractive to the public and stabilizing operating
costs. Draft TEP recommendations were endorsed by the

SFMTA Board in October 2008.

San Francisco Bicycle Plan

The San Francisco Bicycle Plan plans for the improvement
of bicycle facilities in order to increase bicycling for trans-
portation and recreation throughout San Francisco. The
Bicycle Plan was adopted by the SFMTA Board in June
2009.

EDUCATION

The San Francisco Department of Public Health (DPH)
Community Health Promotion and Prevention (CHPP)
Branch coordinates with other City agencies to promote
pedestrian safety and comfort through community aware-
ness, advocacy, and education. The awareness and advocacy
program focuses on building local community-based
organizations’ capacity building through its mini-grant
program. The education program tries to change social
norms through media campaigns which highlight pedes-

trian safety, traffic enforcement, and traffic engineering.
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Since 2001, DPH has awarded mini-grants to commu-
nity-based organizations (CBOs) to work on pedestrian
traffic and safety in their respective communities. DPH
helps each CBO collect data and provide ongoing educa-
tion, training, and technical assistance to CBO awardees.
DPH then helps CBOs identify engineering, enforcement,
encouragement and education solutions to enhance pedes-
trian safety.

DPH and SFMTA have conducted an annual media
outreach campaign since 2002. Themes of DPH’s media
campaign include preventing aggressive driving, drinking
and driving, red-light running, increasing courtesy between
drivers and pedestrians, and reducing speeding.

In addition to preventing pedestrian injuries, DPH-
CHPP actively works to promote physical activity in San
Francisco, working closely with the Shape Up SF Coalition
- a public/private partnership whose mission is to increase
the awareness of and opportunities for increased physical
activity and improved nutrition where people live, play,
work and learn.

DPH has launched the Safe Routes to Schools program.

The main goals of Safe Routes to School are to:

> increase bicycle, pedestrian, and traffic safety around
schools;

> decrease traffic congestion around schools;

2 reduce childhood obesity by increasing number of
children walking and biking to school; and

2 improve air quality, community safety and security,
and community involvement around school.

SEMTA’s School Area Safety Program also promotes
pedestrian safety education and awareness. The program’s
achievements include:

2 supporting and promoting Walk to School Day;

2 developing and providing schools with educational
materials about walking and biking safely;

< attending school events and fairs to promote safe
walking and biking and to educate children about
traffic safety;

2 meeting with schools to discuss traffic safety and
developing strategies to tame school-area traffic; and

> providing flyers and warning tickets about unsafe
driving behavior in school zones.

ENFORCEMENT

Trathc and parking enforcement is carried out by the San
Francisco Police Department (SFPD) and the SEMTA.
SEMTA Trathc Company and the SFPD enforce trafhc
violations such as speeding, violation of pedestrian right-
of-way, and the like.

SEMTA, in collaboration with the SFPD, enforces parking
violations. Roughly 2,000,000 parking citations were
issued in FY06/07. Of these, about 78,000 or 4.25%
related to parking in a pedestrian area, including 36,000 or
2% for vehicles illegally parked on the sidewalk, 32,000 or
1.75% for illegal parking in a driveway, and 10,000 or .5%
for illegal parking in a crosswalk.

DPW approves permits for sidewalk uses and cites sidewalk
obstructions to ensure proper sidewalk safety, accessibil-

ity, and maintenance. DPW inspects sidewalk condition
(by district), street improvements, utility excavations,

and tables and chairs and merchandise display permits in
commercial districts in response to permits and to neigh-
borhood complaints.



@ Making Community Streetscape
Improvements

Community-led improvements represent a significant positive
contribution to the City’s streetscape environment. Individuals or
community groups may be involved in the design, construction,
or maintenance of improvements to the public right-of-way (with
appropriate permits) such as adding sidewalk plantings, reclaim-
ing street areas for community space, or placing café seating or
merchandise displays on public sidewalks.

The Better Streets Plan is intended to facilitate the ability of com-
munity members to make improvements on their own streets. For
the first time in the city, the Better Streets Plan provides a com-
prehensive guide to applicable guidelines for design of streetscape
and pedestrian facilities. Where applicable, the Plan references
necessary permits and other relevant guidelines and standards
for making streetscape improvements. Simultaneously, the City

is studying how to streamline its street design and permitting
process, making it simpler and more straightforward for commu-
nity members and others to navigate.

Depending on the scope of the work, a community-led project may
require one of a number of permit types from DPW or other agen-
cies: tables and chairs permit, sidewalk landscape permit, minor
encroachment permit, major encroachment permit, or others. The
project must meet all applicable guidelines for these permits, and
will include agreements for maintenance and liability. Standards
and guidelines to ensure proper safety, accessibility, and design
must be met.

The Better Streets Plan is intended as a guide: it is not a hard and
fast template that must be replicated exactly throughout the city:
differences in neighborhood preference, topography, existing infra-
structure, and transportation characteristics make this impossible
and undesirable. Rather, the Better Streets Plan uses a kit-of-parts
approach, describing appropriate standard elements by street type,
and potential case-by-case additions. For each particular element
in the plan, there are many guidelines. Though circumstances may
differ from case to case, the overall design of street improvements
should meet with the intent of the plan’s goals and policies for the
variety of uses for the street.

Permits for Private Use of the
Public Right-of-Way

Most street improvement permits are available
from DPW and can be found at http://www.sfgov.
org/site/sfdpw_index.asp?id=32969

Common permits include:

SIDEWALK LANDSCAPE PERMIT:
Required for a property owner to replace paved
sidewalk with landscaping in front of their

property

TREE PLANTING PERMIT:
Required for a property owner to plant a street
tree in front of their property

MINOR ENCROACHMENT PERMIT:

Required for encroachments, either surface or
sub-surface, by private properties into the side-
walk area less than 10% of the area, or 25%
of the frontage, in front of the adjacent property.
Typical encroachments include retaining walls,
steps, ADA level landings, and driveway slopes.

MAJOR ENCROACHMENT PERMIT:

Required for encroachments by private prop-
erty owners into the right-of-way, either surface
or sub-surface, of a more substantial nature.
Examples include private utility lines or special
paving and grading of the entire right-of-way.

TABLES AND CHAIRS/DISPLAY
MERCHANDISE PERMITS:

Required for placing outdoor seating or merchan-
dise in the public right-of-way.

BETTER STREETS PLAN
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3.1 Vision
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GOALS & POLICIES:
THE PATH TO BETTER STREETS

San Franciscos streets should be designed to

tulfill a variety of functions — as safe multi-modal
transportation corridors, social and recreational spaces,
and as a green layer that enhances the City’s ecology



Vision

@ In this chapter:

01
02
03
04
05
06
07
08
09
10

10 Elements of Better Streets

Memorable

Supports Diverse Public Life
Vibrant Places for Commerce
Promotes Human Use and Comfort
Promotes Human Health

Safe

Convenient Connections
Ecologically Sustainable

Accessible

Attractive, Inviting, and Well-Cared For

Elements are randomly ordered; order does not
indicate priority.
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STREETS PLAN

The Better Streets Plan will result in a street system
designed to promote human needs for the use and enjoy-
ment of public streets. It will prioritize the needs of
walking, bicycling, transit use, and the use of streets as
public spaces for social interaction and community life,
following San Francisco’s General Plan, Transit-First Policy,
and Better Streets Policy.

The Better Streets Plan will result in streets where people
walk and spend time out of choice—not just necessity—
because streets are memorable, engaging, safe, accessible,
healthy, attractive, fun, and convenient.

The Better Streets plan will result in streets that improve
pedestrian connections and linkages among the City’s
nodes, hubs, destinations, transit system, and major land
use centers.

The Better Streets Plan will result in a green network that
enhances the City’s long-term ecological functioning and
peoples’ connection to the natural environment.

Finally, the Better Streets Plan will result in improved
street-based social opportunities, community life, access,
and mobility for all San Franciscans, regardless of cultural
identity, income group, neighborhood identity, or mobility
level.

Illustrations in this Chapter by Robin Chiang unless otherwise noted. Diagrams are for illustrative purposes only.
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Preface to Goals and Policies

v Sample page

B2 Element

Goal:

Describes the desired ultimate quality for
San Francisco’s streets, based on the 10
Elements of Better Streets.

Objectives:

Describes the characteristics of what streets
that embody the goal are designed to do:

2> Objective 1
2> Objective 2

> Etc.

This chapter describes goals and policies for San Francisco’s pedestrian
environment. The goals describe what streets ought to become. The
policies establish a framework for making decisions about design and
management of the pedestrian realm, identifying guidelines, and future
actions (next steps).

The policies describe City priorities and values regarding streetscape
design and management. This chapter presents a high-level summary of
appropriate policies and guidelines—specific design guidelines can be
found in the following chapters.

This chapter a