DOWNTOWN STREETS & OPEN SPACE

IMPROVEMENT PLAN




Cover Photo: Shattuck Avenue and
BART Plaza. Staff photo.



TABLE OF CONTENTS

EXECUTIVE SUMMARY ..ottt ettt ettt et 1 st et 4 et e st a4 a4 o2 s a4 et es e e b e s es e ea et ese et e st e s et et e s s ese s e s e s b aRedeRe e R e s e R e nt et aneanennanannens
GOALS ..o e en e 02
OPPORTUNITIES FOR MAJOR PUBLIC IMPROVEMENTS .......o.oorvvroreeeeesseseesseseees oo ossssnes 04
MAJOR PROJECTS ......ooooveoeeeoeeeeeeseeeseeeeeeeeeeeeeseseseeeese e e eeseeeesseessseeeeseeeseeeeseeeessseeeseoneesee 04
OPPORTUNITIES FOR GENERAL ENHANCEMENTS.........ooooovireeeeeeeeeseeeeeeeeeeeee e 04
FINANCING STRATEGY .....oooveoieeeeeseeeeeeeeeeeeeeeeseeeeseeeesees e eeesseeeeseeseeeeeeseseseeeeseeeeseeneessonensan 06

BACKGROUND ..ottt ettt ettt ettt e e 2 et a4 e et ese e b e st ess a2 e 2o s s a4 et eseebe s es s e s eb e s e sses e s e s s e b e s essebe s e s s aRend e Rt eA e s e R e et et anean e s anannens
PURPOSE .......cooevooeeeeeeeeeeeeeeeeeeeseee s eese e e e e e oo e e e e e e e es e eee s see e 08
SETTING ..o e e e ee e e ee e s 09
PROCESS .......cocveoeeeeoeeeeeeeeeeeeees e e e e e e e e e ee s s s eneseee 10

GOA LS ettt ettt et o1ttt ae 1ot A e Lot b et oAt eAe et oAt e b et eAeat et et oAt eR et e Rt eAe s eneete s eRe et e ntete s e A eRe AR eAdeRe AR eReaR et eneanennenennens
PLACEMAKING .....ovooeveooeeeoeeeeeeeeeeeesee s eeeeeeeesee s ee e ee e ee s eeees s e eeeseeeesesees s oeessen 12
PUBLIC LIFE ..o eee oo eee e ee e eee e ee e eeees s e eeesseee e onessen 12
HEALTH & COMPORT w.....oovooeveoeeeeeeeeeeeeoeeeeee e e eese e ee e eeee e e eeeeseeeee e onenssn 12
ACCESS ..o 12
SUSTAINABILITY ..o eeeee oo e e eee e eees e e eeseeeeee e onesaee 12

MAJOR PROJIECTS ..o oo oo oo oo oeeee e oo
PRINCIPAL CONSIDERATIONS ........oovioieeeeeeeeemeeeeeeeeeseeeeseeeeeseeseeeseeeeeseeessesesseeesseeessseeeess e eesesseeeeeeee s esensanees 14
DOWNTOWN AS DESTINATION ......covvooieeeeeeeeeeeseeeeeeeeeeeseeeeeseeeeeeeseeeeeeseese s eeeseeesseeeeseoeeess 14
GREAT & GREEN ........oooooooeoeeeoeeeeeeeeeeeeee oo eeeee s oo see oo e e eeee e e seeeeeeeeeeeee s oneessen 14
ACCESS & SAFETY ..oooooooeeeoeeeeeeeeoee oo s eeeeeeee e eeeensesoneanees 14
DESIGN & PROGRAMMING ......oovveoreeoeeeeeeeoeeeeeeseeeeeeeeeseseeseeseeeeeseseeeeeeseseseeeeseeneseeeees e 14

PHASING .ottt e e e e e e e et et e e e e e e e e e e e s an e 14



POLICIES AND ACTIONS ...ttt er e e e e e e s s s s et e e e e e e s e s s r e ne e 16

POLICY 1.1, MAINTAIN A CONSISTENT PALETTE OF STREET ELEMENTS .......ccccccoeeiiis 16
POLICY 1.2, MAJOR PROJECT OPPORTUNITIES .....coooiiiiiiiii e 16
POLICY 1.3, NEAR-TERM PRIORITIES ... 16
HIGHEST PRIORITIES (TIER 1).reeeeiiitiitee ittt ettt e s e e e e e nns 18
HIGH PRIORITIES (TIER )ittt 18
OTHER PRIORITIES (TIER ) ceeieiiiiiee ettt 19
POLICY 1.4, PARKLETS & OTHER TEMPORARY IMPROVEMENTS ........ccccoiiiiiiis 19
POLICY 1.5, ANALYSIS & DESIGN ....ccciiiiiiiiiiiiiiii e 19
POLICY 1.6, CENTER STREET PLAZA & GREENWAY .......cccoiiiiiiiiiiiiii s 20
POLICY 1.7, SHATTUCK SQUARE & UNIVERSITY AVENUE ........c.cccooiiiiiiiiiiiiens 28
POLICY 1.8, SHATTUCK BOULEVARD ...ttt 36
POLICY 1.9, SHATTUCK PARK BLOCKS ..ot 38
POLICY 1.10, HEARST AVENUE / OHLONE GREENWAY .....oootiiiiiiiiieiiiiieee e 40
POLICY 1.11, BICYCLE FACILITIES ....coiiiiiiiiii e 41
POLICY 1.12, TRANSIT PERFORMANCE ...t 41
POLICY 1.13, ATTRACTIVE TRANSIT ..o 42
POLICY 1.14, TRANSIT CENTER .....oitiiiiiiii e 42
POLICY 1.15, MINOR OPPORTUNITIES ...t 42
POLICY 1.16, OXFORD-FULTON CORRIDOR .....ccciiiiiiiiiiiiiiiiiiicnee e 44
POLICY 1.17, PROGRAMMING PUBLIC SPACES..........ccoiiiiitiiiiiiieeee s 44
POLICY 1.18, NET-ZERO PARKING STRATEGY ...coiiiiiiiiiiiiiiiiieeee e 45
POLICY 1.19, TRANSIT & PARKING ......ccoiiitiitiiii e 45
PEDESTRIAN ENVIRONMENTS & SHARED STREETS ...
PRINCIPAL CONSIDERATIONS ...ttt r e e e e e e e e e e ne s 48
PEDESTRIAN PRIORITY L.ttt 48

ENHANCING THE PEDESTRIAN REALM ...t 48



CONTEXT-SENSITIVE DESIGN ...ttt e e 48

PEDESTRIAN SAFETY & LANE WIDTHS ......ooooeieieeeeeceeeeeeeeeeeeeeseeeese s essenesseees s 49
PEDESTRIAN CROSSINGS. .......ooovveereeeeseeeeeeeeseseseeeseeeessesesssseeseseeeseseseseaseseasesseeessseesesenesesonessans 49

CURB EXTENSIONS ......oovvtoreeeeeeeeeeeeeseseeseseeesesssseeseseeesseesss e s eeesssesessseseseeseseesssseeesssonessaees 49

SHARED STREETS ......oooorveeoeeeoeeseeseeeeseeeeeeeesee s s s s s s essseseseesessesssssee s s essseeesessonasaees 49
LANDSCAPING.........corvveoemeeeoeeeeeeeeeeeeeeeseseseeeseeessseseseesesesee e ees s eee s eeesesesesees e enssseeessseeeses e 50

BUS SERVICE ....oooveooeeeeeeeeeeeeeeeeseeeseeeseseeseseees s ses e eeeseesessesssseesssess s esesseseseessssessssseee s onesssn 50
RELATIONSHIP TO OTHER DOCUMENTS ......ooviorveeeeeeeeeeeesessesseeeeeeeeese e eseseessseaseseneesss 50

POLICIES AND ACTIONS ......ooovotrveeoemeeeeseeeeseeesesseseseeeeesseeeeaseees s eee s e e s s eeesseees s seessesessesssseeeeseee s e s eeessnees 50
POLICY 2.1, PEDESTRIAN REALM .......ooivoieveoeeeeeseeoeeeeeeeeeeseseeesesseeseeseseeseseseesssseeess s s oesssnee 50

POLICY 2.2, PEDESTRIAN CROSSINGS & TRAFFIC CALMING ........orvvereeoeereeeereeneeeeneeeseesenne 51

POLICY 2.3, SHARED STREETS .....crvvoieeeereeeoseseseeseeesssesesesesesssseesseseseseeseaseseesesssessseseessonesss 54

POLICY 2.4, CONNECTIONS & AMENITIES ON PRIVATE PROPERTY .......ccoovvuorereerrrerenereeeesenne 54

SHARED STREETS ......oooocveeeeeoeeesteseeeesesseeeeseee s esese e ee s eses e s s e ssss e s esseeese s s s essssaesseee s eseseesesmnnenes 56

BICYCLE NETWORK & FACILITIES ... .ottt ettt ettt e b e s a1t e be s b eseebe s ese e s e s ese e s e b eReaR e aa s e R e e R e nRentanennenantennane

PRINCIPAL CONSIDERATIONS .......ooovvooreveeseeeemeeeeeseeoeseseeseseesesseees s eeessesessesessesessasesssesesssesessseesessesesssseessesenssanees 58
BIKE ACTIVITY woooocoooeeeeeeeeeeeeeeeeeees e s e ese s ee e es e e s e ensssesess e 58

BIKE NETWORK CONNECTIVITY ....oovvormveeereeoeeeeeeeeeeeeseeesesesesesseeseeseseseeseesessenesesessseses s onessa 58

USE AND SAFETY ALONG SHATTUCK ......covvomveeeeeeeeeeeeseeeseseseeeeseeeeseeseeseesessenesssessse e onesss 58

BIKE PARKING .....oocvvoovveereeeeeeeeeeeeeeeeseeseseeee e s s s eeesees s essseeessseessseeessesessensssesssseee s onessan 59

ANALYSIS & DESIGN ........ooovveoreeeeeeooeeeeeeeseeeseseeseseee e eseseeeses e essese s sseesessseessseeessseeesesesonssanees 59
RELATIONSHIP TO OTHER DOCUMENTS ......ooviurveoeeeeeseeeeseseeesseeeeeeeeese e eeeseses s esseesss 59

POLICIES AND ACTIONS ......ooovotevieaeeeeeeeeeeeeeeeseseeseseeeeesseeeesseees e e s e e s eess s eessseees e eeessesesseesssseeeeseee s s eeessanes 59
POLICY 3.1, NETWORK CONNECTIVITY.....oovmoimveeeeeeeeseeeeseeeseseeesesseeeeessesseeseseeeesesessseseessonesss 59

POLICY 3.2, BICYCLE PARKING ..........ooovoeereeeeeeeeeeeeeeseeseseeseseeseeseeseeneseeseseseessseeess e oessn 63

POLICY 3.3, BIKE SHARING..... ...ttt ra s 64



WATERSHED MANAGEMENT & GREEN INFRASTRUCTURE .........cccooiiiicte i

PRINCIPAL CONSIDERATIONS ...ttt ettt e et e e e e s e s e ettt e e e e s e bbb e ettt e e e e e e st e s s n b b e e et e ereeeeeenanaans
URBAN RUNOFF CHALLENGES ......ooiiiiiiii ettt 66
WATERSHED APPROACH & GREEN INFRASTRUCTURE STRATEGIES .......cccccceiiiiiiiinns 66
LEVERAGING CO-BENEFITS... ...ttt 67
REGULATORY BACKGROUND ......cuttiiiiiiiiiieie ittt e e 68
CONTEXT-SENSITIVE DESIGN ...ttt 68
GREEN INFRASTRUCTURE PERFORMANCE & TYPES. ... 70
POLICIES AND ACTIONS ...ttt e e e e e e e et e e e e e e s s et bbbt e e e e e e s s s s e neeees 71
POLICY 4.1, GREEN INFRASTRUCTURE PRIORITIES ... 71
POLICY 4.2, FUNCTION & LOCATION ...coiiiiiiiiiii ettt 71
POLICY 4.3, DISTRICT-LEVEL OPPORTUNITIES .....ccoiiiiiiiiiiee e 72
STREET TREES & LANDSCAPING ...ttt bbbttt bbbttt
PRINCIPAL CONSIDERATIONS ...ttt ettt e et e e e e e e s e e ettt e e s e e s e s e ettt e e e e e e s e s s an b e e e e e e eaeeeeeas
HEALTHY PEOPLE & ECOSYSTEMS ..o 76
ECONOMIC DEVELOPMENT ...ttt 76
BEAUTY AND IDENTITY oottt e e s 76
CONNECTING WITH THE UC CAMPUS ... 76
POLICIES AND ACTIONS ...ttt e e e e e e e e e et e e e s e et e et e e e e e e s s e saanra e eeeees 76
POLICY 5.1, PLANTING PROGRAM & PRIORITIES ......ccoiiiiiiiiiiieee e 76
POLICY 5.2, TREE PALETTE & COMMUNITY CHARACTER ..., 77
POLICY 5.3, TREE LOCATION . .....cuiiiiiiiiiiiiiiee et e s 77
POLICY 5.4, PREPARATION & INSTALLATION .....utiiiiiiiiiiiiiii e 79
POLICY 5.5, ESTABLISHMENT & MAINTENANCE........coiiiiiiiiieeeeeee e 81
POLICY 5.6, TREE REMOVAL ......ooiiiiiiiiiiii ettt 82

POLICY 5.7, GROUNDCOVER & SHRUBS ... 82



FURNISHINGS & OTHER STREET AMENITIES

PRINCIPAL CONSIDERATIONS .......ooovoteeeeeeeeemeeseeseeeseeeeseeeeseeeeeesss e eesesessesessesesseeessseeesseeeseeesesseeessseeeseesensanees 88
POLICIES AND ACTIONS ......ooovotreeeeeeeoeeeeeoeeeeeeeeesese e eeesseeee e eses e e e e e s e s eeesseees e eeess e e ees s eee e eee s s enasanes 88
POLICY 6.1, PRIORITIZING ACTIVE PLACES .......ooorvoomeeeeeeeeeeeeeeeeseeeeeeeseeseesesseeeseseesseseeesoneess 88
POLICY 6.2, SEATING .....oooveoeeeeoemeeeeeeeeeseeeeeeeeeeeeeeseseeseseses e sesseeese e s eseseesseeeeeeeseseeee s onessan 89
POLICY 6.3, VISUAL CONSISTENCY........oooroeeomeeeieeeeesseeeseseeeseseeesseseseeeesessessesessssese e s onessaen 920
POLICY 6.4, COMMERCIAL SYNERGIES ..........ovveoreeereeeeeeeeeeseeseeseeeeeeeseeseeseseesessseessees e onesss 90
POLICY 6.5, SERVICE KIOSKS ........rviorveeeeeeeeeeoeeseeeeseeseoseseseeeeessesseeseseessssseeeseeeseeeeseeoessssn 90
POLICY 6.6, NEWSRACKS ........oorvmuerveeeereeseeeoeseseeeseeeeseesessesesseeeessessseeesseseseeseseesesssesssssoeessane 91
POLICY 6.7, CLEANING & MAINTENANCE ........oooorveeeeeeeeeeeeeseeeeseeeeeeoeeeee e onenss 01
PUBLIC ART oot eeee s oot e et ettt
PRINCIPAL CONSIDERATIONS .......ooovooieveeeeeeeeeeseeeeeeeseseeseeeeseeseees s eeeeseseseesessesesseeessseeesseeeseaesess e sssseee s esesssanees 94
IMPORTANCE AND POTENCIAL ......oovvoeveoeeeeseeeeeseeeeseeeeeeeesese s eeeseseneseeee s onesssn 94
CITYWIDE POLICY CONTEXT ..oovoooeeeoeeeeeeeeoeeeeeeseseeseseeseeseeesseeeeseeeseesessesesesenessseesseeeses e 94
POLICIES AND ACTIONS ......ooovoeeeeoeeeeeeeeoeeeoeeeeesese e eeeeseeee e ee e e s e s eees e eeesseees e eeess e ees e e eee s e e enssaees 96
POLICY 7.1, ASPIRATIONS & OPPORTUNITIES .......oooooveeeeeeeeeeeeseeeeeeeseeeeeees e esseess 96
POLICY 7.2, PLACEMENT ......ooooovoeeeeeeeeeoeeeeeeeeeeeeseeeesees e es s enessenes e eonenssn 97
POLICY 7.3, CONTEXT-SENSITIVE ART ....ooooooroeeemeeoeeeeeeseeeeseseseseeseeeeeseeseesesseeess s eee e onesssn 08
POLICY 7.4, MAINTENANCE & REPAIR.........c..orveereeeeeeeeseeeieseeeseseseseeesseseseesseeeseessseeeesoneenes 100

PUBLIC ART CASE STUDIES ..ottt et e e e e e e e e s e e e e e e e e e s s eaeeeraaaees 100



SIGNAGE & WAY FINDING ..ottt bbbt e bbbttt b bbbttt

PRINCIPAL CONSIDERATIONS ..ottt e e e r e e s 102
NAVIGATING DOWNTOWN ...ttt e e 102
ACCUMULATED COMPLEXITY ettt e e 102
USER GROUPS ... e 102
PLACEMAKING ...ttt ettt e e e e e e e e e e e s s s st e e e e r e e e e s e 102
INTERNATIONAL ICONS ... 102

POLICIES AND ACTIONS ...ttt e e e s e e e e et e e e e e et e e s re e e et e e e e e e s s e sanerrnne 103
POLICY 8.1, FINDING DESTINATIONS & POINTS OF INTEREST ......cccoooiiiiiiiiiiiiieiieeeeeen 103
POLICY 8.2, VISUAL HARMONY ..ottt 104
POLICY 8.3, PLACEMENT & VISIBILITY ..ot 104
POLICY 8.4, MAINTAINING QUALITY ..oiiiiiiiiii et 104

LIGHTING ...ttt bbbt s bbbttt bbbttt

PRINCIPAL CONSIDERATIONS ..ottt e e r e e 108
NIGHTTIME ACTIVITIES ... 108
PLACEMAKING POTENTIAL ...ttt 108

POLICIES AND ACTIONS ... ittt e e e e e e e et et e e e e e e s s e s b et e e r e e e e e e s s s snenrnne 109
POLICY 9.1, LIGHT INTENSITIES & DISTRIBUTION .....ccoiiiiiiiiiiiieieeeee e 109
POLICY 9.2, ENERGY EFFICIENCY ...ooiiiiiiiiiiiiiiete et 110
POLICY 9.3, CHARACTER & IDENTITY ..ot 111

OPERATIONS & MAINTENANGCE ...ttt bbbttt

PRINCIPAL CONSIDERATIONS ..t e e e e e s 114

POLICIES AND ACTIONS ...ttt e e e e e e et e e e e e e s s ae e e e e e e e s s nbr e e e 114

POLICY 10.1, PROJECT DESIGN & MAINTENANCE..........cccoiiiiiiiiieieee e 114



POLICY 10.2, MAINTENANCE PRACTICES ...t 115

POLICY 10.3, LEVERAGING RESOURCES .........outtiiiiiiiiiiiiiii e 115
FINANCIAL STRATEGIES ...ttt bbbttt b bbb bbbttt b e

PRINCIPAL CONSIDERATIONS ..ottt e e e e s s e e e e s s s bbb e e e e e e s eaas 118

SOSIP & DOWNTOWN'S REVITALIZATION ... 118

FINANCIAL OVERVIEW ....coiiiiii ettt e e ban s 118

SETTING PRIORITIES ..ottt e e e e s e e e e e e s nnae 118

POTENTIAL FUNDING SOURCES ......coiiiiiiiiiiiiiiin i 119

GRANT S et et e e e e e e et e e et e et e e e e e e st e e r e e e e e e s aae 119

DEVELOPMENT IMPACT, “IN LIEU” FEES, & ADJACENT IMPROVEMENTS ...t 120

NEW ON-STREET PARKING REVENUES ...ttt 120

TRANSIENT OCCUPANCY TAX oottt e e bee e 120

CITYWIDE PARKS TAX ettt e e e e e s s e e e e e ae e s anae 121

COMMUNITY FACILITIES DISTRICT ...ttt e e 121

BUSINESS IMPROVEMENT DISTRICT ...ttt 121

POLICIES AND ACTIONS ...ttt e e e e e s e e e e et e e e e e st e s bbb a e e et e e e e e s s e bbb aeaeeeeaaaees 122

POLICY 11.1, SOSIP FUNDING ... .ottt 122

POLICY 11.2, NEAR-TERM PRIORITIES ..o 123

POLICY 11.3, COORDINATION ....cuttttiiiiiiiie it e e e arees 123
ACKNOWLEDGEMENT ... .ottt e bbbt h £t bbb b sttt e et e b bbb s bae et b bbbt
APPENDIX ettt e h b E R Rh R £ R bbb h Rt e b h b b e Rttt R R bRt

APPENDIX A: PALETTE OF APPROPRIATE TREES FOR DOWNTOWN STREETS.................... 128

APPENDIX B: PROJECT COST AND FINANCING PLAN (URL) ....vvviiiiiiiiieee e 136






EXECUTIVE SUMMARY
BACKGROUND
GOALS
MAJOR PROJECTS
PEDESTRIAN ENVIRONMENTS & SHARED STREETS -

BICYCLE NETWORK & FACILITIES

WATERSHED MANAGEMENT & GREEN INFRASTRUCTURE
STREET TREES & LANDSCAPING
FURNISHINGS & OTHER STREET ELEMENTS
PUBLIC ART
SIGNAGE & WAYFINDING
LIGHTING

OPERATIONS & MAINTENANCE

FINANCIAL STRATEGIES




EXECUTIVE SUMMARY



EXECUTIVE SUMMARY

The Street & Open Space Improvement Plan
(SOSIP) presents a shared vision for the fu-
ture of Downtown Berkeley’s public realm.
To make this shared vision a reality, the SOSIP
presents strategies and implementing actions.
These were developed during a year-long pro-
cess guided by a multi-Commission “Subcom-
mittee,” and with the direct involvement of Berke-
ley citizens, UC Berkeley, individual Commis-
sions, and staff from several City departments.

Streets, parks, and other public open spaces
take up over a third of the Downtown Area and
play a vital role in meeting a range of commu-
nity needs. Public spaces allow us to get to
and through Downtown, but also give us rea-
sons to come to Downtown in the first place.
If Downtown retail is to compete economically
and remain a center for community life, its
streets and open spaces need to be inviting
and attractive. Furthermore, the livability of
Downtown housing and employment depends
on the amenities and recreational opportuni-
ties Downtown open spaces can provide.

Goals for Downtown are summarized be-
low.

a. Placemaking. Downtown should be at-
tractive and offer memorable experiences.
The quality of the pedestrian environment
should help make Downtown a destination.

Facing Page: Vital Connection. Center Street connects
BART and UC’s campus and has the highest pedestrian
volumes in the East Bay. In the 1990s, improvements were
made along Center’s southern edge, which widened the
sidewalk, encouraged outdoor dining, and added street
trees and pedestrian-scaled lighting. Staff photo.

b. Public Life. Downtown should engage
people of all ages in social, cultural, and
business activities in Downtown, and rein-
force Downtown as the “heart of Berkeley.”

c. Health & Comfort. Make Downtown more
welcoming. Provide safe and attractive
facilities for pedestrians and bicyclists.
Calm traffic to minimize injuries.

d. Access. Support access to Downtown by
all travel modes. Improve pedestrian and
bicyclist environments and facilities. Sup-
port and expand transit use. Recognize
that convenient short-term parking is criti-
cal to Downtown’s economic success.

e. Sustainability. Make a great and green
Downtown. Minimize human impacts on
— and raise awareness of -- ecosystems to
which Downtown connects
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Figure a.1. Access to Recreation. Large parts of the Downtown
Area are more than a few blocks from public open space.
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Figure a.2. Major Projects. The SOSIP
will guide Major Projects and promote
enhancements that can occur through-
out Downtown.
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Opportunities for Major Public Improvements

While Downtown contains successful places
like the Addison Street’s “Poetry Walk” and
Center Street's “Restaurant Row,” many more
public improvements need to be made. Little
investment has occurred to improve public
streets and open spaces since BART was built
in the 1970s.

Fortunately, Downtown includes several oppor-
tunities where major new improvements can be
made. Many major projects could become pos-
sible by eliminating traffic lanes and rearrang-
ing parking. While environmental impacts from
such changes have been evaluated, additional
analysis may be needed to affirm their feasibil-
ity and address issues through site-specific de-
sign.

Major Projects include:

a. Shattuck Avenue & Park Blocks. Shat-
tuck’s wide right-of-way makes dramatic
transformations possible. A linear “park
block” between Allston & Kittredge would
provide active uses, amenities, trees and
landscaping near BART and Downtown
cinemas. Between Durant and Haste,
park blocks would provide activities and
recreational options for area residents.
Sidewalks would be widened where park
blocks are absent, and would be accom-
panied by amenities and “rain gardens” to
hold and remove pollutants from the urban
runoff that washes off of streets. New bike
lanes would offer easy access to local
destinations and enhance safety.

b. Shattuck Square & University Avenue.
Putting through traffic on the west side of

Shattuck Square would reduce conges-
tion at University Avenue, but would also
make the east side of Shattuck Square
available for more on-street parking in the
near term, and a plaza or slow street in
the long term. On University Avenue from
Shattuck to Oxford, sidewalks would be
widened and accompanied by amenities
and “rain gardens”.

c. Center Street Plaza & Greenway. Be-
tween Shattuck and Oxford, Center Street
has extremely high volumes of foot traf-
fic, and it is abutted by the site of the fu-
ture University Art Museum / Pacific Film
Archive. This street segment would be
closed to regular traffic to create a plaza
for public gathering and urban amenities.
A water feature would raise awareness of
the natural systems to which Downtown is
connected — especially Strawberry Creek
which runs into a culvert a short distance
away on the UC Campus.

d. Hearst Street & Ohlone Greenway Ex-
tension. The Ohlone Greenway provides
a bicycle/pedestrian connection to Albany,
El Cerrito and Richmond, and would be
extended to the UC Campus with land-
scaping, continuous bicycle lanes, and
pedestrian improvements.

Opportunities for General Enhancements

The SOSIP also makes recommendations for
enhancements throughout Downtown, not just
in locations where major projects are possible.
Chapter topics include the following:

a. Pedestrian Environments. Improve-
ments would expand areas available to pe-
destrians, and enhance pedestrian safety.

Executive Summary
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Bicycle Network & Facilities. Improve-
ments would complete the network of bi-
cycle lanes and routes envisioned for the
area.

Street Trees & Landscaping. Large
gaps in Downtown’s tree canopy would
be filled and more greenery would be pro-
moted.

Furnishings & Other Street Elements.
Amenities and features would support Down-
town activity and promote a distinctive sense
of place

Public Art. Art would be encouraged, not
only large permanent art but also function-
al and commonplace art, such as artistic
bike racks and decorated utility boxes.

Sighage & Wayfinding. Visual clutter would
be replaced with a consistent and more har-
monious palette of signs. Signs would help
people find Downtown destinations and points
of interest.

Lighting. Pedestrian-scaled lighting
would make Downtown more inviting.

AUDIENCE SEATING
WITI;| STAGE ECO-PARK

Figure a.10. Lower Shattuck Park Blocks.

h. Watershed Management & Green Infra-
structure. Bio-retention basins and other
features would treat pollutants found in ur-
ban runoff before they head downstream.
Green features also benefit downstream
conditions by reducing peak stormwa-
ter runoff volumes and rates. Attractive
features are often associated with green
infrastructure, such as distinctive land-
scaping, special pavers, and small places
where rainwater can collect.

Financing Strategy

The SOSIP contains recommendations to pro-
mote its implementation and the on-going main-
tenance of Downtown spaces, including the
identification of near-term priorities to address
limited funding opportunities. A SOSIP Financing
Strategy considers costs associated with capital
improvements and on-going maintenance, and
makes recommendations for financial resources
to address these costs.
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(Long term)

SHATTUCK SQUARE PLAZA

:, Center Street Plaza " Seating Area

Water
eature +
iparian

w
z
<
3
[9]
n
o

. (8]

dscaping Q

CENTER STREET PLAZA

l Extend Extend
I~ Sidewalk” *Sidewalk |
|

UNIVERSITY AVENUE

Figure a.11. Design Concepts. Major
Projects will enhance pedestrian environ-
ments, encourage bicycling, improve water-
shed health and add trees and landscaping.
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PURPOSE

Through thoughtful design and careful pro-
gramming, streets and open space can ad-
dress complex functional challenges relating to
transportation, ecological restoration, regular
and occasional activities, and community life.
Parks, plazas, streets, and other public open
spaces should reflect the highest aspirations
of a community and meet the needs of people
of all ages and abilities.

The SOSIP establishes a framework for
Downtown Berkeley’s public realm, which is
comprised of public parks, plazas, and street
rights-of-way, which together comprise about
40% of the Downtown Area. The SOSIP of-
fers a simple “playbook” that communicates Figure b.1. Shattuck in the 1940s.
a clear vision for vibrant parks, plazas, and
streets that are shared by pedestrians, cy-
clists, and cars traveling at safe, appropriate
speeds. The SOSIP also helps streamline the
design and implementation process by vetting
concepts before opportunities arise, coordinat-
ing agencies and stakeholders, and establish-
ing a program for financing improvements and
on-going maintenance.

SOSIP improvements will implement Berke-
ley’s General Plan, Downtown Area Plan and
Climate Action Plan. Many features in the SO-
SIP spring from the extensive community pro-
cess that surrounded the development of the
new Downtown Area Plan, which was adopted
in 2012.

Facing Page: Transportation Hub & Community Life.
Downtown grew rapidly as a rail and streetcar center, as

commercial and civic uses took advantage of this access. Figure b.2. Downtown’s Farmers Market

Background
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Figure b.3. Transit & Complete Streets. Pedestrian- and
bike-oriented improvements make car-free living more possible
by making transit a more attractive option and will help Berkeley
attain its climate action goals.

It is important to note that the SOSIP focuses
on public spaces and not open space on pri-
vate land. Design considerations for private
open space are included in Berkeley’s Zoning
Ordinance and the Downtown Development
Design Guidelines.

SETTING

Downtown Berkeley already contains notable
open spaces and streets, which address many
community needs. Martin Luther King Jr. Civic
Center Park is Downtown’s largest open space
and was recently improved to emphasize its
historic significance and introduce a tot lot and
skateboarding area to serve Berkeley’s youth.
Berkeley High School’s track is used for com-
munity recreation when it is not being used for

School activities. BART Plaza (also known
as Constitution Square) will undergo improve-
ments to make it a more attractive, useful,
and supportive of transit. “The Crescent” on
the UC Campus also serves Downtown with
a large grassy slope that creates an attractive
formal entry to the University. Downtown also
contains special streets, such as the Addison
Street “Poetry Walk,” and the southern side of
Center Street, east of Shattuck, where gen-
erous sidewalks are lined by active building
fronts and sheltered by broad tree canopies.

Street and open space improvements are
needed, however, to better address commu-
nity goals. In spite of Downtown being largely
built-out, major street and open space im-
provements can be achieved. Several types
of enhancements can also be made in addition
to major improvements, such as by planting
more street trees and installing a consistent
and appropriate palette of signs, furnishings
and other street elements.

Streets and open spaces meet community
needs in multiple ways. Transportation needs
are the most obvious. Downtown is where two
of Berkeley’s principle thoroughfares converge:
Shattuck and University Avenues. Transit ser-
vice plays a vital role in Downtown; the Down-
town Berkeley BART station serves more than
24,000 entries and exits per day, and there are
over 6,000 bus boarding and alightings Down-
town each day. Transit will remain an attractive
option if convenient, reliable, and reasonably
fast.

Public spaces are also critical for making
Downtown a more inclusive social center, a
more attractive cultural destination, a more
successful commercial center, a more livable
residential neighborhood, and a more ecolog-
ically-beneficial place. Demands placed on



streets and open spaces are discussed further
in following chapters.

PROCESS

The SOSIP was developed with the guidance
of a Subcommittee comprised of four City
Commissions, each having a direct interest in
streets and open space: the Parks, Recreation
& Waterfront Commission; the Public Works
Commission; the Transportation Commission;
and the Planning Commission. The Plan also
incorporates input received from Berkeley’s
Civic Arts Commission, the Landmarks Pres-
ervation Commission, and the Design Review
Committee. In addition, a public workshop of-
fered community members a chance to com-
ment on design concepts and identify commu-
nity preferences.

The SOSIP’s Project Manager worked with
other City staff to develop policy language and
design concepts for consideration. Addition-
ally, Economic Planning Systems developed
funding recommendations for the SOSIP,
which were based in part on ballpark cost es-
timates developed by Community Design &
Architecture.

The SOSIP was also reviewed by multiple City
Departments to assure consistency with City
policies and initiatives.

Figure b.4. The east end of Addison is still in need of im-
provement.

Figure b.5. University Avenue facing east.

Background
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GOALS

Placemaking. Make Downtown a more vi-
brant, attractive, and memorable destination.
Increase enjoyment of Downtown by favoring
pedestrians. Create a more beautiful Down-
town with appealing street elements, lush veg-
etation, and public art. Enhance cultural and
aesthetic connections between Downtown and
the UC Berkeley campus.

Public Life. Engage people of all ages and
abilities with social, cultural, and business ac-
tivities in Downtown. Meet diverse community
needs, while also promoting Downtown as a
visitor destination. Establish public gathering
places in the heart of Downtown. Emphasize
Shattuck Avenue as Berkeley’s principal com-
mercial “main street,” especially near BART.

Health & Comfort. Provide safe environ-
ments for daytime and evening activities.
Maintain pleasant settings that encourage
walking and bicycling — important forms of
physical activity. Calm traffic to minimize inju-
ries. Increase pedestrian-scaled lighting, es-
pecially near evening destinations. Increase
recreational opportunities Downtown, particu-
larly for residents.

Access:

a. Improve transportation access to Down-
town for all modes, with priority given to
pedestrians and bicyclists.

b. Make Downtown a welcoming pedestrian-
oriented destination.

c. Promote Downtown as a regional transit center.
Support reliable transit service and increase
transit ridership.

d. Improve the availability of on-street park-
ing and manage all parking more effec-
tively.

Sustainability. Make a great and green
Downtown. Help Berkeley attain Climate Ac-
tion Plan goals. Minimize human impacts on —
and raise awareness of — ecosystems to which
Downtown connects through watershed man-
agement and green infrastructure, by increas-
ing trees and vegetation, and by promoting
alternatives to the car.

Facing Page: Community-Making. Plazas can play an
important role in nurturing a shared sense of community.
Staff photo.

Goals
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MAJOR PROJECTS

PRINCIPAL CONSIDERATIONS

Downtown as Destination. Major projects
presented in this chapter repurpose street
space currently provided for automobiles, so
as to enhance Downtown as a pedestrian-ori-
ented and bike-friendly place. Many streets in
Downtown were designed when a chief con-
cern was the speed and convenience of mo-
torists. Some streets have more traffic lanes
than are needed, and some have parking lay-
outs that are inefficient. Major public enhance-
ments are possible where traffic lanes can be
eliminated. Inefficient parking arrangements
present similar opportunities.

Attractive public spaces are an essential in-
gredient of livable urban communities. While
Downtown contains a few beautiful places,
such as the Addison Street “Poetry Walk,”
many Downtown streets provide only narrow
sidewalks, little landscaping and few ameni-
ties. Public improvements are critical for eco-
nomic revitalization, as an attractive “sense of
place” can help differentiate Downtown among
competing destinations.

Great & Green. The Downtown Area offers
numerous opportunities for more landscap-
ing. Over one quarter of Downtown'’s streets
lack street trees, including streets within Major
Project areas (for general strategies see Street
Trees & Landscaping). Major Projects also
present numerous opportunities to enhance
the watersheds to which Downtown is connect-
ed. Public improvements can include “green
infrastructure” that retain water and treat pol-
lutants contained in “urban runoff.” (For more
discussion see Watershed Management &
Green infrastructure.)

Access & Safety. Downtown improvements
can also help complete Berkeley’s bicycle net-
work, make bike access to Downtown desti-
nations more convenient, and promote bicycle
safety. Pedestrian safety would also improve
by reducing pedestrian crosswalk distances
and calming traffic so that fewer vehicles ex-
ceed posted speed limits. Nighttime safety for
pedestrians can also be improved by expand-
ing pedestrian-scaled lighting along sidewalks,
especially where they extend from evening
destinations, parking facilities, BART, and bus
stops.

Downtown Berkeley is the second largest tran-
sit hub in the East Bay, and Downtown’s suc-
cess depends in part on transit service that is
reliable and attractive. Public transportation
also becomes a more effective alternative to
the car when pedestrian routes to transit are
convenient, attractive, secure, and accompa-
nied by interesting sights and welcome activi-
ties.

Desigh & Programming. Downtown spaces
will need to be carefully designed and well pro-
grammed. Doing so will yield wanted results,
maximize benefits, and discourage unwanted
behavior and excessive costs.

Consistency & Context. Note that these
chapters provide for a consistent vocabulary
of street elements (street lights, furnishings,
trees, etc.) with a traditional character. Con-
sistent elements will help make Downtown a
recognizable destination and harmonize the
Downtown aesthetically. Elements with a tra-
ditional style are already used in the Down-
town and their continued use will help highlight
Downtown’s history and historic resources.

Phasing. Streets and open space improve-
ments are expensive propositions and fund-

Figure d.1. Downtown as Destina-
tion. Public improvements in the Down-
town will transform Downtown’s “sense
of place,” as is illustrated in this photo-
montage of proposed sidewalk widening
along University Avenue.

Facing Page: History of Remaking.
Shattuck Avenue has undergone several
major transformations. Shattuck’s exist-
ing configuration was established in the
1970s. Shown is Shattuck at Allston dur-
ing the 1950s.

Major Projects 14




Figure d.2. Major Project Subareas.
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ing sources are limited. This chapter presents
near-term priorities for projects, and the crite-
ria used. Near-term priorities are further dis-
cussed in SOSIP Financing Plan chapter.

POLICIES AND ACTIONS

Policy 1.1, Maintain a Consistent Palette of
Street Elements Throughout Downtown.

Features that are used consistently should
have a traditional character compatible with
Downtown’s historic assets. For related poli-
cies see: Policy 5.2 for street trees, Policy 6.3
for furnishings & street elements, Policy 7.3 for
public art, Policy 8.2 for signage, and Policy
9.3 for lighting. Exceptions should be allowed

to highlight major designated landmarked
structures.

Policy 1.2, Major Project Opportunities.
Promote beneficial street and open space im-
provements in the Downtown by identifying
desired objectives that address principle con-
siderations, can be implemented, and have
broad-based community support.

a. Design Concepts. Refer to illustrative
design schematics that address these ob-
jectives. These illustrative plans will be
refined as additional programming?, tech-
nical analysis and community outreach
occurs. Project-specific objectives and
attributes are described in policies below
and are illustrated in the following figures.

Policy 1.3, Near-Term Priorities. The City
should focus its limited financial and staff re-
sources on Near-Term Priorities identified be-

1 “Programming” identifies functions, activities, and features that
may be required or desired.

low, while also capitalizing on grant and devel-
oper-based opportunities. Near-term projects
should meet the following objectives:

a. Reinforce commercial activity along
Downtown’s principal commercial corri-
dors, Shattuck Avenue & University Av-
enue, and especially near BART.

b. Make Downtown safer and more attractive
for pedestrians and bicyclists.

c. Promote Downtown as a unique and mem-
orable destination.

d. Create at least one public space that is

suitable for public gatherings near the cen-
ter of Downtown.

e. Emphasize types of projects that would

be most competitive for grant and private
funding.

FROM 4 TO 2

END OF HEARST ST.

(See Fig d.34)
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CENTER STREET PLAZA
CLOSED TO REGULAR
TRAFFIC (See Fig d.8)
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Figure d.3. Travel Lanes &
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Places where travel lanes can be
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structure, bikel lanes, and other
improvements.
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Figure d.4. Near-Term Priorities.
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Locate improvements adjacent to develop-
ment projects to help fund these improve-
ments, and take advantage of synergies
between development and public improve-
ments.

In the near term, replace on-street park-
ing that would be lost with public improve-
ments with additional nearby on-street
parking.

Fund multiple projects. Avoid using limited
funds on a single project.

Using these criteria, the following projects
have been identified as funding priorities. Note
however that these priorities do not preclude
the City from moving forward on other SOSIP
projects if opportunities for grants or developer
contributions emerge.

Highest Priorities (Tier I)

a.

Center Street Plaza Phase 1. Center
Street offers a unique opportunity to create
a public gathering space activated by high
pedestrian volumes, existing commercial
uses, and the future Berkeley Art Muse-
um / Pacific Film Archive. Phase 1 will be
constructed on the east end of the block,
above where access to the Bank of Amer-
ica parking lot needs to be maintained.
Green infrastructure features, such as per-
meable paving and rain gardens (bio-re-
tention basins), could be incorporated into
Phase 1 to demonstrate green infrastruc-
ture and make a unique destination. While
a water feature that refers to Strawberry
Creek appears to be technically infeasible
in Phase 1, piping might be put in place
below Phase 1 improvements to avoid ex-
cavation and additional costs later.

Shattuck Square and University Avenue
Gateway. Reconfigure Shattuck to make
traffic operate two-way on the west side of
Shattuck Square and provide additional on-
street parking on the eastern leg of Shat-
tuck. This improvement will help implement
the Plan’s zero-net parking strategy and
should be precede other improvements if
possible. Establish a transit center on the
east side of Shattuck Square if it is deter-
mined that this is the preferred location
Downtown. On University Avenue between
Shattuck and Oxford, travel lanes can be
eliminated to allow wider sidewalks and ad-
ditional landscaping and other amenities.
One alternative would also increase on-
street parking.

Street Trees. The City should make the
planting of street trees a near-term priority,
with a goal of planting 500 new trees within
ten years in locations where “major proj-
ects” are not anticipated. (See Policy 5.1)

High Priorities (Tier II)

a. Allston-Kittredge Park Block and east end

of University Avenue. These projects will
support commercial revitalization along
Downtown’s principal commercial corri-
dors by adding activity and new synergies
with existing uses (e.g. cinemas) and fu-
ture uses.

Hearst Avenue / Ohlone Greenway Phase
1. Greenway improvements will provide
continuous bicycle lanes from MLK to the
UC campus. To avoid construction con-
flicts when UC develops below Walnut,
improvements should first be made to the
Walnut intersection and above. Diagonal
parking might be provided on Hearst in the
near-term near Shattuck.

Major Projects
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Other Priorities (Tier IIl)

a. Milvia Bike Lanes. Create bicycle lanes on
Milvia between University and Allston to
enhance bicycle safety and comfort along
this Bicycle Boulevard.

b. Shattuck Avenue Bike Lanes. If current
traffic lanes widths are reduced, bicycle
lanes become a priority on Shattuck in
light of its high concentration of destina-
tions, high bicycle volumes, and potential
conflicts with cars, buses and trucks.

Policy 1.4, Parklets & Other Temporary Im-
provements. Priority should also be given
to creative and low-cost ways to use public
rights-of-way to promote pedestrian-oriented
activities.

a. Consider closing streets and/or travel lanes
for short periods when traffic is light to host
a street fair, project a movie on a building,
showcase art, or create temporary “park-
lets.”

b. Work with Downtown merchants to identify
suitable locations for “parklets” where a few
on-street parking spaces are cordoned off
and become a space for seating, temporary
art, or other special amenities.

c. Use temporary closures to evaluate how
permanent lane eliminations or street clo-
sures might perform, with immediate con-
sideration of Center Street where a plaza
is planned.

d. Review and, if needed, amend existing
standards and procedures to remove bar-
riers to temporary improvements, like par-
klets.

Policy 1.5, Analysis & Design. Dimensions
of travel lanes and other features that are not-
ed in SOSIP graphics and narrative are subject
to further analysis and refinement.

Major Project concepts should be developed as
resources become available. During design de-
velopment, analyze each site and its surround-
ing context to identify opportunities (such as the
location of historic assets), constraints (such as
the alignment of below-grade infrastructure), and
conditions that pose security concerns (such as
paths to parking garages). Interested stakehold-
ers and Commissions should be consulted. Staff
review should consider safety, maintenance, and
accessibility.

a. Potential Impacts & Design Develop-
ment. SOSIP design concepts illustrate
dimensions and arrangement that bal-
ance competing demands but with a spe-
cial emphasis on the quality of pedestrian
environments. Evaluate potential impacts
to traffic and transit operations, along with
benefits to pedestrians and bicyclists. Use
such evaluations to adjust dimensions and
design features to better address transpor-
tation and SOSIP objectives.

b. Travel Lane Reductions. Reallocate parts
of public rights-of-way that give unneces-
sary capacity to motor vehicles -- and can
be repurposed to yield significant pedes-
trian, bicycle, and/or ecological benefits.
Eliminate travel lanes only after traffic
modeling and environmental analysis have
determined that pedestrian/bicycle safety,
transit operations, and traffic consider-
ations have been adequately addressed.
The Downtown Area Plan environmental
analysis has indicated that the following
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transportatlon demand programs (See glso seum / Pacific Film Archive (BAM/PFA). Just provements along Center would be re-
Policy 1.18, Net-Zero I?arkl_ng)._ _C_Ion5|der west of BAM/PFA is the Bank of America site, tained (photo & existing conditions sec-
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of as “the future heart of Berkeley” that will
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proposed lane reductions appear to be
feasible:

Shattuck Avenue and Shattuck Square be-
tween University Avenue and Allston

on University Avenue between Shattuck
Square and Oxford; on Hearst Avenue
between Shattuck and Oxford; and

closing Center Street to regular traffic
between Shattuck and Oxford (see Fig-
ures d.7-d.9) .2

Address site-specific and operational
concerns through additional analysis as
needed.

should also refer to the Municipal Code,
Pedestrian Master Plan, Bicycle Master
Plan, and Transportation Element of the
General Plan. If a provision of this Plan
conflicts with one of these documents, the

other document shall govern unless and
until it is amended by Council.

Policy 1.6, Center Street Plaza & Green-
way (Figures d.7-d.9 and d.12-d.15). The
Center Street Plaza & Greenway project
should ultimately create a continuous green
corridor and pedestrian connection between
Civic Center Park, BART and the UC campus.
The project is made up of segments that can
be implemented separately: Center Street
“Plaza” between Shattuck and Oxford (itself
divided into two phases as described below),
“Greenway” landscaping between Milvia and
Shattuck, and “Greenway” landscaping with
the possible daylighting of Strawberry Creek
where it runs below Civic Center Park.

Center Street Plaza (between Shattuck & Ox-

bring more vitality to Downtown’s “Core Area”
that immediately abuts BART. The schematic
concept for Center Street Plaza illustrates the
following objectives:

a. Maintain a convenient, attractive, and
reasonably direct path for pedestrians be-

2 The 2009 Environmental Impact Report (EIR) for the Downtown
Area Plan analyzed the lane eliminations that form the basis for
Major Projects and found them to be feasible even when high
levels of development are factored.

tween BART and the UC -- and between
the north and south side of the plaza;
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Figure d.6. Center Street Plaza &

Greenway.
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Figure d.8. Center Street Plaza: Ultimate Condition.
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Figure d.9. Center Street Plaza (Shat-
tuck to Oxford). Near-term improve-
ments would add public gathering space,
and long-term improvements would in-
clude a water feature associated with
Strawberry Creek (proposed cross-
section above), as has been proposed
by Walter Hood and EcoCity Builders
(rendering above).
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Figure d.10. Center Street between

Oxford and Shattuck.
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b. Establish a public gathering place in front
of the future entrance to the Berkeley Art
Museum / Pacific Film Archive (BAM/PFA);

c. Reveal green infrastructure for education
and enjoyment;

d. Create a water feature to raise awareness
of Strawberry Creek (which enters a cul-
vert just east of Oxford on the UC campus);

e. Install permeable paving and landscaping
with below-grade bio-retention functions;
the use of pavers should be accompanied
by a concrete path of travel for wheelchair
users unless pavers are proven to create
no acceptable levels of wheelchair vibra-
tion;

f.  Provide for slow-speed bicycle access
through the Plaza; and

g. Close this portion of Center Street to regu-
lar automobile traffic for pedestrian comfort
and to maximize its unique features, while
providing access for emergency vehicles
and commercial deliveries.

Closing Center Street to bus traffic will require
the realignment of multiple bus routes and lay-
over locations. Consequently, AC Transit and
shuttle bus operators should be engaged as
design development commences to determine
how convenient, reliable, and reasonably fast
transit service should be maintained.

Walter Hood, a landscape architect hired by
the environmental organization EcoCity Build-
ers, presented design concepts for Center
Street Plaza, which he called “Strawberry
Creek Plaza”, to illustrate what might be pos-
sible. Berkeley’s City Council supported these

concepts, the fundamental objectives of which
are recommended by the SOSIP. Additional
technical analysis and community process will
be needed to develop concepts further.

The Plaza’s possible water features will be a
primary study item. While the Hood scheme
showed water being diverted from Strawberry
Creek, an alternative that re-circulates water
should also be considered as it could reduce
costs associated with infrastructure and on-
going operations.

While the design intent for the whole of the
Plaza should be determined, detailed design
should focus on an initial phase (Figure d.7).
A multi-phase project is needed because ve-
hicle access to the Bank of America parking
lot must be maintained until the site is rede-
veloped. Even if this obstacle could be over-
come, phasing of the project is likely to ease
financing and expedite implementation.

Phase 1 objectives include the following:

a. Establish the public gathering place in
front of BAM/PFA. Use permeable pavers
that are underlain by stormwater retention
and treatment features to the extent pos-
sible. Consider below-grade cisterns to
capture rainwater that runs off of the Mu-
seum and can be reused to irrigate Plaza
landscaping.

b. Maintain the existing southside sidewalk
and street trees to reduce upfront costs
and minimize construction impacts that
put existing businesses at risk. Consider
ways to enhance the sidewalk to have aes-
thetic continuity with the rest of the Plaza.

c. Provide for emergency vehicle access that
maintains a minimum clear distance of 20



Figure d.11. Shared Street. Shared streets present themselves as pedestrian-oriented plazas,
where cars and bicycles yield, and all travel modes can safely mix.

ALTERNATIVE FEATURES

CONSIDERATIONS

Maximum Parking with Bike Lanes
(Existing)
e Maintain bike lanes
e Maintain parking lanes and
consider permeable pavement
e Add landscaping behind existing
curb

Avoids potential impacts on parking and bicycle safety
Landscaping would be limited and making a recognizable
greenway may be challenging

Water elements limited to occasional rain gardens

Bike Lanes with Modest Greenway

e Maintain bike lanes

e Remove north parking lane &
maintain south parking lane

e Add 11-foot landscaped swale

Avoids potential impacts on bicycle safety

Provides a recognizable greenway with a swale with water
during large rain events

Eliminates parking but maintains lane used for taxi stand
and Berkeley City College drop-off

Shared Street with Greenway

¢ Remove bike lanes

e Add traffic calming and/or shared
street features

e Remove north parking & maintain
south parking lane

e Add 16-foot landscaped swale

Safety impacts to bicyclists could result from removal of
bicycle lanes

Safety impacts to pedestrians could result from more
bicyclists riding on sidewalks

These impacts might be adequately mitigated by slowing
motor vehicle speeds through the use of shared street
features for traffic calming (subject to analysis & design)
Provides recognizable greenway that would be wide
enough to also include seating and related program
elements

Eliminates parking but maintains lane used for taxi stand
and Berkeley City College drop-off

Table d.1. Alternatives for Center Street Greenway (Milvia to Shattuck).

Figure d.12. Center Street Greenway
(Milvia to Shattuck). A landscaped
“greenway” would create a landscaped
connection between the UC campus and
Civic Center Park. Existing conditions
depicted at top. See Table d.1 for a de-
scription of alternatives depicted above.

Major Projects 24




25

Major Projects

feet, unless less is required. Consider ex-
tending the southern edge fire lane to ex-
isting tree guards (as the plaza is assumed
to be same elevation as the existing side-
walk) and using cobblestones (or other
pavers having a natural appearance) along
the northern and southern edges, so that
the aisle used for everyday vehicle use
does not exceed 12 feet. Cobblestones
must be accompanied by wheelchair-ac-
cessible crossings.

Provide a small loading and drop-off bay
for adjacent businesses, which could be
filled with moveable seating during most
hours. Consider use of cobblestones or
other pavers with a natural appearance.

Provide wheelchair accessibility as part of
the drop-off area as required.

Maintain a sidewalk along the frontage of
the BAM/PFA, but limit its width to what is
functionally necessary and not less than 6
feet. The width and character of this path
should be coordinated with the design of
BAM/PFA. Consider cobblestones or oth-
er pavers with a natural appearance where
the path abuts landscaping.

Consider a swale, green infrastructure,
and/ or landscaping in the vicinity of the
anticipated BAM/ PFA entrance, but where
it won’t conflict with access and gathering
requirements.

Berkeley
City
College

—

Retail

N\idb\ockWa\kan

Bio Swale + Berkeley  Midblock Berkeley
Raingarden City College  Crosswalk Central
Gathering Area Seating Area

Midblock
Crosswalk

SHATTUCK Av,

Bio Swale +
Raingarden

Figure d.13. Center Street Greenway (Milvia to Shattuck).
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g. Consider pedestrian and aesthetic en-
hancements that extend across Oxford
toward where Strawberry Creek enters a
culvert. Work with the University to en-
hance public awareness of Strawberry
Creek on the UC Campus, and support the
University’s efforts to protect and restore
its riparian habitat.

Center Street Greenway (between Milvia
& Shattuck). Center Street could create a vi-
sual and ceremonial connection between two
important open spaces: Civic Center Park and
Strawberry Creek on the UC Berkeley campus.
Improvements could also support pedestrian
activity generated by Berkeley City College
and new commercial uses on the north side

of the street. A midblock pedestrian passage
through the Arpeggio building connects this
block of Center Street to cultural uses on Ad-
dison Street. Because this street segment is
an important bicycle facility, illustrations appear
in the chapter on Bicycle Network & Facilities.

Design objectives for this street segment in-
clude:

a. As an affordable near-term improvement,
plant additional street trees and add pedes-
trian-scaled lighting along Center Street
from Shattuck to MLK. Where possible, re-
move existing cobrahead light fixtures.

Diagonal Parking +
Saturday Farmer’s Market

Retaining
Green Wall

CIVIC CENTER
PARK

@

9 VETERANS
HALL

No Parking
on Southside

O

Restore
Fountain

o ©°©

Bio Swale/ Raingarden

aTy
OFFICES

T MILVIAST.

Figure d.14. Center Street Greenway (MLK to Milvia).
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i

5 75 550

Figure d.15. Center Street Green-
way (along Civic Center Park). Cen-
ter Street might be narrowed to create
place-making amenities, such as the
daylighting of Strawberry Creek which
presently runs in a culvert along the
north edge of Civic Center Park.
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Figure d.16. West side of Shattuck
Square. Six traffic lanes have passed
along Shattuck Square, with three lanes
running along the west side of the Square
(first section above). Analysis indicates
that four lanes are sufficient. By moving
all four lanes to the west side of Shattuck
Square (second section below), the east
side of Shattuck Square will be available
for more parking (in the near term) and
more pedestrian amenities (in the long
term). Reconfiguring traffic should also
increase safety and reduce congestion
at the University-Shattuck intersection.

b. Establish a green visual connection be-

tween Civic Center Park and Center Street
Plaza (and the UC Campus and Strawberry
Creek beyond), while simultaneously main-
taining safety for bicyclists and enhancing
safety for pedestrians. Evaluate alterna-
tives for accomplishing these principal ob-
jectives. Specifically, consider the relative
safety and performance of:

keeping Center as presently configured
with bicycle lanes and parking on both
sides;

creating a landscaped greenway by elim-
inating parking on the north side of the
street (but keeping bicycle lanes); or

creating a landscaped greenway and
“shared street” where motorists, bicyclists

and pedestrians can mix while maintain-
ing or improving safety — even with the
removal of bicycle lanes.

c. Use landscaping and pedestrian-scaled
lighting to establish the Greenway. Plant
more street trees, and consider creating a
landscaped “bio-swale” to capture run-off
from Center Street, the Shattuck Square
area, and potentially including runoff from
abutting buildings. Consider the potential
swale in the context of other needs, includ-
ing bicycle safety and parking. Removal of
bicycle lanes on Center Street should only
be pursued if it will not decrease safety for
bicyclists and pedestrians.

d. If a swale can be accommodated, place it
along the north side of Center to take maxi-
mum advantage of sunshine and avoid

Slow Street

Potential Transit
Deliveries/
Plaza or Access Lane

Potential

(Long term) Lanes

Plaza +

Center Narrow Traffic

SHATTUCK AV.
(West Side)

Figure d.17. Shattuck Square - Long Term. Over the long term, the east side of Shattuck 5 % 100
and Berkeley squares can be pedestrianized. Transit operations and improvements could

; ; be incorporated.
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conflicts with passengers being dropped
off at BCC, Consider widening the sidewalk
on the south side of the street because of
heavy pedestrian activity, and use this wid-
ening as an opportunity to plant additional
street trees.

e. Use check dams with swales to slow water
when the swale fills and to create cascad-
ing pools during heavy rains. Consider how
to include accessible educational and rec-
reational opportunities.

f.  Consider curb extensions in front of the en-
trance to Berkeley City College and where
the midblock passage to Addison meets
Center Street.

g. Maintain features that are consistent with
the design of the Center Street Plaza (be-
tween Oxford and Shattuck).

h. Provide for taxi stand near BART as part
of the Center Street Greenway design pro-
cess

Center Street Greenway (Civic Center Park).
Civic Center Park gets considerable use, such
as during Saturday Farmers Markets, but its
proximity to Downtown'’s heart is difficult to per-
ceive. The Park also offers a unique opportu-
nity to daylight Strawberry Creek, as the Creek
runs below the Park. In addition, government
services, the YMCA's Teen Center, and the Vet-
erans Museum might be supported by public
improvements.

a. Use trees, landscaping and other features
to maintain design consistency with Center
Street Plaza and the portion of Greenway

character of the Civic Center Historic Dis-
trict.

b. Consider the feasibility of daylighting Straw-
berry Creek as an urban amenity and for
ecological benefits.

c. Continue to seek funding to restore the
fountain in Civic Center Park, and provide
for its on-going maintenance.

d. Consider ways to support abutting uses
and the Saturday Farmers Market through
public improvements.

e. Consider cisterns to store and reuse rain-
water.

Policy 1.7, Shattuck Square & University
Avenue (Figures d.14-d.19). Presently traffic
along Shattuck Square runs north on its east
side and south on its west side.3 This configura-
tion makes northbound traffic follow an S-curve
at it moves from Shattuck Square’s east side
to Shattuck Avenue north of University. Traffic
volumes and speeds along this S-curve move-
ment have contributed to high pedestrian colli-
sion rates at the University-Shattuck intersec-
tion. Two-way traffic is proposed on the west
side to address this issue, and to increase traffic
capacity at the University-Shattuck intersection.

Two-way traffic on the west side also makes
the east side available for more parking in the
near term and more pedestrian amenities in
the long term. In addition, AC Transit considers
the east side of Berkeley Square as a potential
near term location for a new “transit center.”

Figure d.18. East side of Shattuck
Square. By routing through traffic on
the west side of Shattuck Square, 52
feet of asphalt devoted to the automo-
bile (photo & 1st section above) could be

transformed into a plaza or “slow street,”
which might also be the location for a new
Downtown Transit Center (2nd section).

3 While the “westside of Shattuck Square” is actually named
“Berkeley Square,” most readers will find the eastside/ westside
nomenclature easier to understand.

above Milvia, while also complementing the
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Figure d.19. Shattuck Square - Near-Term. Making traffic two-way
on the west side of Shattuck Square will create opportunities on the
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east side to boost parking in the near term — and create a plaza or slow
street in the long term (see Figure d.17)




Design objectives for Shattuck Square include
the following, subject to environmental and
traffic analysis:

a. Reconfigure automobile traffic on Shattuck
Square, so that the west side of Shattuck
Square accommodates two-way through
traffic, and the east side of Shattuck
Square can become a slow street for local
traffic, a slow street where only buses are
allowed, or a plaza without traffic.

b. Evaluate the best configuration for routing
traffic that is going north on Shattuck and
then west on University. A left turn lane
from the west side of Shattuck Square to
University Avenue is preferred because it
is easy to understand -- but a left-turn lane
in this location would result in harrow lane
widths, reduced crosswalk curb extensions,
and elimination of parking spaces on west
Shattuck Square. If lane widths are found
to be insufficient, consider routing west-
bound traffic along the east side of Shat-
tuck Square. To do this, northbound motor-
ists who want to travel west on University
would have to be guided by signs before
they reach Shattuck Square.

c. If the east side of Shattuck Square is not
needed for regular traffic, consider estab-
lishing a “transit plaza” limited to pedes-

trians, bicyclists, and buses. The transit
plaza — in combination with other bus
facilities along Shattuck between Addi-
son & Allston — could establish a more
functional “transit center” within Down-
town. While Shattuck and the east side
of Shattuck Square may be well suited
to serve multiple bus lines, bus layovers
should be avoided. The City should
work with AC Transit to identify suitable
layover locations in or near Downtown.
This area should be designed as an invit-
ing, pedestrian-friendly place with nega-
tive impacts from buses mitigated to the
extent possible.

In the near-term, use the east side of
Shattuck Avenue for additional parking
to help offset on-street parking that may
be lost because of near-term SOSIP im-
provements. Near-term improvements
should also consider curb extensions
on the southeast corner of the Shattuck-
Center intersection and the northeast
corner of the Shattuck-University inter-
section.

Consider creating a new entrance to
BART on the east side of Shattuck to pro-
vide immediate and uninterrupted pedes-
trian access to the Center Street Plaza
and the east side of Shattuck Square.

Major Projects
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Figure d.20. Shattuck Avenue North
of Allston Improvements: Cen-
ter Street Greenway/ Plaza, Shattuck
Square Improvements, University Av-
enue.

SHATTUCK SQUARE
IMPROVEMENTS
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Figure d.21. Shattuck Avenue South
of Allston Improvements: Allston-Kit-
tredge Park Block, Lower Shattuck Park
Blocks, with sidewalk widenings along
other street segments. Bike lanes would
run continuously south of Allston.

ALLSTON-KITTREDGE SHATTUCK BOULEVARD
PARK BLOCK WITH BIKE LANES DURANT-HASTE PARK BLOCK
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Figure d.22. University Avenue (Shat-
tuck to Oxford. Atthe end of University
Avenue, traffic volumes drop and two
traffic lanes might be eliminated to widen
sidewalks, add amenities, and introduce
green infrastructure. To maintain emer-
gency vehicle access, the existing me-
dian above could be eliminated or could
be made mountable by installing vertical
deflection features (below).
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Figure d.23. University Avenue show- Figure d.24. University Avenue Median. For the option where the center median is retained, it may be necessary
ing median with mountable curbs. to make curbs mountable for use by emergency vehicles.
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Figure d.26. Shattuck Avenue. Bike
lanes are proposed on Shattuck (photo
& 1st section). Where parking access
lanes are maintained, bike lanes would
run just outside of traffic through lanes
(2nd section).
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Reconfiguring Shattuck Square will require the
realignment of bus routes. AC Transit and shut-
tle bus operators should be engaged as design
development commences to determine how
convenient, reliable, and reasonably fast transit
service should be maintained.

University Avenue. The east end of University
Avenue has the potential to become a recog-
nizable “gateway” accentuating one’s arrival to
the Downtown and University. Sidewalk wid-
ening and other major improvements are pos-
sible. From Shattuck Square to Oxford Street,
University Avenue has relatively low traffic vol-
umes so two travel lanes can be eliminated.
This project area is also notable in that it is
lined by major development and historic reha-
bilitation opportunities that would benefit from
and add pedestrian activity to streetscape en-
hancements.

Design objectives include:

a. Widen sidewalks, increase trees and land-
scaping, and add green infrastructure (like
bio-retention “rain gardens”) by eliminating
unnecessary traffic lanes.

b. Consider using diagonal parking to in-
crease the supply of on-street parking.

c. Maintain 20-feet clear for emergency ve-
hicles, such as by: eliminating the median,
using an acceptable mountable curb along
the median, or by widening only the north
side and keeping two lanes of eastbound
traffic.

d. Consider the creation of outdoor dining,
retail and information kiosks.
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Figure d.27. Cross Section Of Potential Grade-Separated. Bike Lane On

Shattuck Boulevard.



e. Coordinate with abutting property owners
during design development, so that new
improvements will complement anticipated
uses.

f.  Encourage the University to locate facili-
ties for visitors to the University and Down-
town along University Avenue.

g. Announce arrival to Downtown and the UC
Campus with a highly visible focal point.

Policy 1.8, Shattuck Boulevard. Shattuck
can be transformed into a world-class boule-
vard and a memorable aspect of Berkeley’s
identity. Shattuck is also Berkeley’s commer-
cial “main street” that grew up around its rail
stations. Two rail lines (four tracks) used Shat-
tuck which has a sizable 158-foot right-of-way.
After rail service ended and when BART was
constructed in Berkeley in the 1970s, Shattuck
was redesigned to maximize parking. At that
time, conventional wisdom deemed parking to
be the principal disadvantage that downtowns
had when competing with drive-to shopping
centers. By the time of this writing, however,
the proliferation of shopping centers and im-
proved freeway access to them has made it
impossible for Downtown to compete based on
drive-to convenience alone. To succeed in the
regional economy, Downtown — and especially
Shattuck Avenue — must offer a distinct and
attractive sense of place.

Two basic configurations are recommended
for 158-foot portions of Shattuck. Shattuck is
wide enough to contain a 60-foot wide linear
park on some blocks. These “Park Blocks” are
discussed in the next policy. The other con-
figuration maintains the existing parking aisles
but widens sidewalks, increases trees and
landscaping, and adds bicycle lanes — design
objectives for which follow. Bike lanes would
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Figure d.28. Shattuck Avenue. In the long term,
parking can be reconfigured so that sidewalks can be
widened for more amenities.
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Figure d.29. Allston-Kittredge Park
Block. This “Park Block” would create
an active attraction where BART and
night-time cinema activity intersect. With
a width of about 60 feet (see section
above), the park can be programmed to
be an attractive destination. Concerns
that vehicles may compromise park safe-
ty can be addressed using design details
such as those illustrated above.
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be needed if vehicle lanes are reduced and/or c. Add bicycle lanes by narrowing traffic

narrowed to maintain safety for all users. lanes, while providing sufficient room for
buses and trucks. Travel lanes on Shat-
a. Existing sidewalks have a width of 14 feet, tuck should generally be 11 feet in width
which restricts activities such as outdoor but — pending further analysis of condi-
dining. Widen sidewalks by about 7 feet tions and operations — may be reduced.
and plant new trees, but in a way that For example, it appears that — with the ad-
minimizes crowding with existing trees. dition of bicycle lanes -- street trees in the
To widen the sidewalks, replace diagonal landscaped median between Shattuck’s
parking with parallel parking. Maintain parking aisles and travel lanes can only be
side aisles for parking and the street trees saved if lane widths are reduced.
that separate these aisles from through
traffic while providing sufficient visibility d. Address places where bicyclists, buses
for drivers. and other vehicles may conflict, such as
through the use of “bike boxes” at intersec-
b. Consider permeable paving, rain gar- tions or other means.
dens, and green infrastructure features to
capture and treat urban run-off as part of e. Landscaped medians that are next to
Shattuck improvements. parking lanes would be narrowed where

bicycle lanes are placed between Shat-
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Figure d.30. Allston-Kittredge Park & Shattuck Boulevard Improvements. This Park Block lies at the center of Down-
town and will complement abutting uses including cinemas, BART, shops, civic uses on Allston, and Berkeley’s public library.
Shattuck can also be designed to widen sidewalks and add bike lanes.



tuck travel lanes and the medians. A rail- Policy 1.9, Shattuck Park Blocks (Figures
ing may have to accompany trees for the d.29-d.32). Downtown and its surrounding
safety of bicyclists. Consider a grade-sep- residential neighborhoods are underserved by
arated bicycle lane (a few inches in height) parks, compared with other places in Berke-
next to the tree medians, where motor ve- ley. The Shattuck right-of-way is wide enough
hicles will not merge through the bicycle to accommodate linear parks over 60 feet in
lanes. Use structural soils below the bike width and 270 feet in length. This would be
lane where it abuts trees to promote tree accomplished by reducing traffic lane widths
health and avoid upheaval of pavement. and converting diagonal parking bays to paral-

Figure d.32. Lower Shattuck Park
Blocks (Durant to Haste). This 60-foot-
wide linear park can extend two blocks and
Eco Park with can be programmed in a variety of ways.
Urban-Runoff features .

Mid-Block
Crosswalk

Stage with Food Court 'Channing Open Parallel Vegetated Raised Existing Side-
Seating & and Way Play  Parking Buffer for Bike Lane walk + Parking
Restrooms vendors—Traffic Area + Pedestrian
Circle Bike Safety
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Figure d.31. Lower Shattuck Park Blocks. This park will be designed and programmed to serve the needs of residents Down-
town in surrounding residential neighborhoods.
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Figure d.33. Hearst Avenue / Ohlone
Greenway (Shattuck to Oxford). Anal-
ysis suggests that traffic lanes can be
eliminated, so that this dimension can be
reallocated to bicycle lanes and a land-
scaped greenway.
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lel parking. The Park Blocks would need to be
well programmed so they are used appropriate-
ly and to their maximum potential. They would
also have to be designed to prevent jaywalking
and assure the safety of the people using them.

Allston-Kittredge Park Block. Strong retail
uses and evening cinema activity, make the
Allston-Kittredge segment of Shattuck Avenue
one of the most active areas Downtown. While
the presence of activity and people are key
ingredients for a successful public space, nar-
row sidewalks only allow pedestrians to travel
through — rather than occupy -- this area. A
new park block would capitalize on synergies
with surrounding commercial and residential
uses -- and could be programmed to bring
even more activity to this area. It would also
help make the heart of Downtown more recog-

Design objectives for the Allston-Kittredge por-
tion of Shattuck include:

a. Develop a “Park Block” in the center of
Shattuck between Allston and Kittredge.
Design and program this park to take full
advantage of its proximity to cinemas,
BART and other uses in the heart of
Downtown.

b. The design and uses in the southern end
of the park should take advantage of syn-
ergies with the nearby cinemas, such as
by having a food vendor with outdoor seat-

ing.
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c. The design and uses in the northern end
should make use of high levels of foot traf-
fic near BART. While a range of program-
ming options exist, a sculpture garden has
been suggested.

d. This Park Block, if distinctive, could also
promote the identity of a “cinema district”
at Kittredge. At its north end, distinc-
tive park design might communicate that
Allston has a unique civic focus with mul-
tiple community uses along it.

e. Design the perimeter of the Park Block to
prevent jaywalking and to deflect cars that
might jump the curb (see Figure d.30).

f. Include bicycle lanes and accommodate
buses and other vehicles, but avoid exces-
sive dimensions so the Park Block can be
as wide as possible.

g. Work with BART to restore southern entry
gates to further encourage pedestrian ac-
tivity near Allston. This is made more fea-
sible since the relocation the mezzanine
level Bike Station from the southern entry
gate area.

Lower Park Blocks. The Southside neighbor-
hood and this part of Downtown has relatively
little public open space, which could be ad-
dressed by Park Blocks. While Park Blocks
could occur along any part of Shattuck’s 158-
foot right of way, development opportunity
sites line the southern edge of Shattuck from
Durant to Haste. These street segments might
be transformed dramatically by the simultane-
ous development of a Park Block with abutting
private development. Private development
might also serve as a financial vehicle for the
creation of this parkland.

Design objectives include:

a. Create “Park Blocks” in the lower parts
of Shattuck within Downtown. Give spe-
cial consideration to Park Blocks between
Durant and Haste.

b. Program this park space to best serve the
surrounding neighborhood and appeal to
a range of ages. Engage the residential
and business community when program-
ming and designing the Park Blocks.
Promising uses that have been illustrated
include: outdoor performance, public rest-
rooms, small lawn areas, plaza areas ac-
companied by seating and food vendors.

c. Incorporate green infrastructure. Explore the
possibility of a larger rainwater retention area
that might hold only a few inches of water but
could demonstrate watershed management
principles.

d. Retain curbside parking near established
shops.

e. Design the perimeter of the Park Block to
prevent jaywalking and to deflect cars that
might otherwise jump the curb (see Figure
d.30).

f. Include bicycle lanes and accommodate
buses and other vehicles, but avoid ex-
cessive dimensions so the Park Blocks
can be as wide as possible.

Policy 1.10, Hearst Avenue / Ohlone Gre-
enway (Figures d.34 & d.35). The Ohlone
Greenway is a continuous open space that
stretches from downtown Richmond to the in-
tersection of Hearst and Martin Luther King Jr.
Way (MLK). The greenway contains a Class 1
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Figure d.35. Allston Way. Several civic
institutions face Allston Way, which also
serves as an important east-west con-
nection through Downtown. Traffic calm-
ing measures can make Allston better
suited to high-levels of pedestrian and
bicycle activity.

Figure d.36. Harold Way. Harold’s tree
canopy and intimate scale present the
potential to make a special place.
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bike trail, grassy areas, and numerous ameni-
ties. Because Hearst Avenue need only have
two travel lanes (except at some intersections),
there is an opportunity to extend landscaping
and bicycle facilities from where they end at
Martin Luther King Jr. Way to the UC campus —
a major regional destination. Landscaping and
other enhancements along Hearst will also es-
tablish a recognizable and attractive northern
boundary to Downtown. In addition, Hearst
landscaping and other treatments can express
a Downtown “gateway” along Shattuck.

Design objectives include the following.

a. Provide continuous bicycle lanes along
the portion of Hearst within the Downtown.
Address how bicyclists, vehicles and pe-
destrians can merge safely at intersec-
tions. Consider how bicycle facilities might
continue east on Hearst when designing
the intersection at Oxford.

b. Consider expanding landscaping on the
south side of Hearst where Hearst can be
reduced from 4 to 2 travel lanes. A land-
scape strip with street trees could separate
a new sidewalk from the curb. Between
the sidewalk and property line, landscap-
ing should include trees and large shrubs
to mitigate the scale of abutting UC devel-
opment. Consider ways elevate this land-
scaping to be visually prominent through
the use of planters and/or berms.

c. Along the north side, maintain a sidewalk
width of at least 5 feet and leave the existing
curb in place. Adjacent to the curb, remove
excess concrete to plant street trees in tree
basins or in continuous landscaping strips.

d. Install curb extensions at intersections for
pedestrian safety and amenity. Use a curb
extension and place amenities at the entry
point to the UC development site (at the
end of Walnut).

e. Incorporate rain gardens and other green
infrastructure (see Watershed Manage-
ment & Green Infrastructure).

f. Collaborate with the University in the de-
sign of this project so that functional and
aesthetic relationships between this proj-
ect and abutting UC development can be
addressed. Consider using City right-of-
way to retain run-off from UC develop-
ment, possibly through the use of cisterns
so rainwater can be used for irrigation.

g. Just west of Shattuck, consider closing
Henry Street at Hearst to provide a more
continuous and protected bike lane and
pedestrian path, while maintaining emer-
gency vehicle access.

Policy 1.11, Bicycle Facilities. Bicycle circu-
lation in the Downtown should be improved by
expanding bicycle facilities consistent with the Bi-
cycle Master Plan and policies contained in the
SOSIP Bicycle Network & Facilities chapter.

Policy 1.12, Transit Performance. Work with
AC Transit and shuttle operators to minimize
bus travel times, enhance bus reliability, and
promote bus ridership.

a. Use traffic signal technology to give buses
priority at intersections. Recognize Shat-
tuck Avenue as a “Primary Route” for tran-
sit, where buses should have priority over
private vehicles.



b. Support bus operations and reliability, by
using features such as queue jump lanes,
left turn phasing, bus curb extensions, pre-
pay fare vending machines, concrete bus
pads, and raised platforms. Refer to AC
Transit’s handbook, Designing With Tran-
sit, when developing the design of SOSIP
projects.

c. Evaluate the potential impacts of proposed
street and street network changes on tran-
sit service. As designs of SOSIP projects
are developed, address how bus routes,
bus layover, and other transit functions will
be accommodated. Street improvements
should be designed to avoid an appre-
ciable decline in bus travel times and reli-
ability. Evaluate the performance of buses
and other modes after street improvements
to find ways to further support bus service.

d. Evaluate and minimize potential nega-
tive impacts of proposed bicycle lanes on
Shattuck Avenue. Use signal technology,
design, and signhage to minimize conflicts
between buses and bicyclists.

Policy 1.13, Attractive Transit. Street im-
provements should promote bus riding as an
attractive travel option.

a. Promote “complete streets” that enhance
pedestrian and bicycle routes to transit,
through the use of pedestrian-scaled light-
ing, wider sidewalks, bicycle facilities, and
pedestrian amenities.

b. Allow bus platforms and relocate bus stops
to reduce boarding times and improve reli-
ability, except where they conflict with pe-
destrians, bicyclists, safety, and economic
development priorities.

c. Work with AC Transit to provide attractive
bus stops and shelters that are integrated
and harmonize with pedestrian and bicycle
facilities and adjacent land uses.

Policy 1.14, Transit Center. Consider loca-
tions for creating a Transit Center for bus
transfers and layovers in Downtown, and fac-
tor the needs of potential Transit Centers into
the design of SOSIP projects. One potential
site for a transit center is the east side of Shat-
tuck Square.

Policy 1.15, Minor Opportunities. There are
several smaller projects that merit consider-
ation but have not been developed as part of
the SOSIP. These potential projects include:

a. Allston Way as a Special Civic Street.
Celebrate Allston Way as an important
civic connection between MLK Civic Cen-
ter Park and the UC Campus. Use special
light standards, special paving treatments,
street furnishings, and banners to make
Allston more recognizable and to sup-
port pedestrian activity. Street improve-
ments should highlight civic destinations
along Allston Way including Old City Hall,
Berkeley High School, the Post Office, the
YMCA, the Berkeley Public Library (via
Harold Way), the Brower Center, and the
UC Campus.

a. Enhance Allston Way as a bicycle route
through the use of traffic calming and/or
shared street features, and by making bik-
ing between Allston and the UC Campus
easier and safer.

b. Harold Way (between Allston & Kittredge).
Harold Way is a quiet one-block tree-lined
street, which is a good candidate for be-

Figure d.37. Programming Open Space.
Design and events should promote active
and appropriate use of open spaces, such
by having outdoor dining vendors in San
Jose’s Santana Row (above).
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coming a slow street or plaza-like shared
street (see Policy 2.3, Shared Streets). De-
sign Harold Way to support abutting uses
including the Central Library. Also consider
that future Shattuck Hotel conference facili-
ties might have a main entrance on Harold
Way. Establish an unobstructed view of
Library Garden’s gate as seen from Harold
Way, such as by removing on-street park-
ing on Kittredge Way. Consider fagade im-
provements to the Allston Way Garage to
create a more attractive vista at the north
end of Harold Way.

a. Terminal Place (an alley off of Addison &
just east of Shattuck Square). Consider im-
proving Terminal Place to become an active
and attractive public open space. Consider
creating a midblock walkway between Ter-
minal Place and University Avenue through
the cooperation of effected land owners.

Policy 1.16, Oxford-Fulton Corridor. The
Oxford-Fulton corridor has the potential of
becoming a signature streetscape that marks
the threshold between Downtown and the UC
campus. It also plays a vital functional role
in serving motorists who are passing through
Downtown, bicyclists who use bicycle lanes,
and accommodates high volumes of pedes-
trian crossings. In addition, major UC projects
and open spaces are adjacent to the Oxford-
Fulton corridor and can be complemented by
public improvements.

a. The City and UC should work in partner-
ship to design and implement improve-
ments along the Oxford-Fulton corridor.
Consideration should be given not only
to the street right-of-way but also to UC
open spaces such as the Crescent and
a potential future open space at the end
of Kittredge. Plans should address: pe-

destrian & bicycle safety and connectivity;
ways to support and complement abutting
uses; promoting an attractive and recog-
nizable identity; and promoting healthy
watersheds.

Policy 1.17, Programming Public Spaces.
“Programming” is the decision making process
that identifies required and desirable functions
and activities, along with the features that sup-
port them. Program considerations may lead
to refinements to the placement, size and de-
sign of open spaces. Careful programming of
public open space is imperative in urban set-
tings to maximize benefits to the community
and to avoid unwanted behavior.

a. Design development for each project
should begin with a review of program as-
sumptions contained in SOSIP policies
and illustrations.

b. Programming should identify possible syn-
ergies with surrounding uses, and should
consider benefits and risks associated
with each program element.

c. Find ways to increase recreational space
in Downtown, especially for the benefit of
residents. Specifically, consider program-
ming recreational activities into the Lower
Park Blocks, and consider the creation of
recreational space on the roof of the Cen-
ter Street Garage when it is rebuilt.

d. Expensive features should only be carried
forward during design development when
extraordinary public benefits can be ex-
pected.

e. Features that might encourage unwanted
behavior should be avoided unless high

Figure d.39. Parklets. Many cities use
on-street parking spaces as temporary
locations for outdoor dining (e.g., New
York City, top), seating areas (e.g., San
Francisco, middle), and events (e.g.,
Berkeley, bottom).
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levels of pedestrian activity can be ex-
pected or the space can be regularly mon-
itored by public entities or private conces-
sionaires. Landscaped areas can discour-
age unwanted behavior if access is limited
— not just by barriers but also by selecting
inhospitable plant species or through other
design devices.

f.  Food operations should only be conducted
within buildings and in permanent pavil-
ions. Consider food carts only if standards
and design guidelines are established to
assure that they will be attractive, hygien-
ic, and in good repair. Food operations
should only be allowed where refuse stor-
age and pickup is adequately addressed,
and with a written agreement to keep the
vicinity of concession clean.

g. Give existing Berkeley food establish-
ments the first right-of-refusal to lease
food pavilions and operate carts should
they be allowed.

h. Downtown would benefit by adding some
types of retail and services. Consider al-
lowing vendors in appropriate locations
to offer the following: magazines, flow-
ers, art, handcrafted jewelry & toys, shoe
shining services, transit passes, and ticket
sales. Retail and services offered in pub-
lic open spaces be at least a few blocks
from similar storefront businesses.

Policy 1.18, Net-Zero Parking Strategy. If
not adequately addressed, a negative impact
from SOSIP improvements could be a reduc-
tion in the number of on-street parking spac-
es. Nearly all on-street spaces are occupied
during periods of peak demand in the heart
of Downtown (roughly from University to Ban-
croft).

a. On-street parking that is lost because
of street and open space improvements
should be replaced by an equal number
of new nearby on-street parking spaces.
There should be no net loss of parking
until parking & transportation demand
management programs are implemented
and attain a target of one vacant on-street
parking space per block face (about one
vacant space for every ten spaces) dur-
ing peak demand under typical conditions.
Accessible parking standards should be
met.

b. To make on-street parking more available,
the price of on-street parking would be
raised in locations of high demand to moti-
vate some motorists to park in garages or
in on-street locations that

c. To implement the net-zero parking strat-
egy, consider increasing on-street park-
ing on the following streets — especially in
the near-term: the east side of Shattuck
Square, Berkeley Way, Hearst Avenue,
Durant, and where Center is adjacent to
Civic Center Park (where parking that is
reserved might be moved to an off-street
location). Because of its central location,
Shattuck Square deserves special con-
sideration as part of a near-term on-street
parking strategy.

Policy 1.19, Transit & Parking. Coordinate
transit and parking policies to increase transit
ridership while making on-street parking more
available.

a. Implement Parking & Transportation De-
mand Management (PTDM) programs to
encourage transit use, especially for com-
mute trips to work or school. Specifically,
use PTDM programs to make short-term



parking more available for people who are
shopping, or going to a show or museum.
Possible programs include promoting tran-
sit pass subsidies to reduce demand for
commuter parking, and pricing strategies
that shift demand from on-street spaces to
underutilized garages.







PEDESTRIAN
ENVIRONMENTS &
SHARED STREETS

PRINCIPAL CONSIDERATIONS

Pedestrian Priority. This chapter describes
features that delineate where pedestrians can
walk safely and enjoy shared experiences. If
appropriately designed, these features make
the pedestrian experience more attractive.
There are numerous co-benefits associated
with enhanced pedestrian environments. At-
tractive environments are foundational to
Downtown’s retail success and as a residential
neighborhood. The walking experience is also
an integral part of transit use, as every trip be-
gins “on foot.”

Because Downtown’s primary function is as a
place to engage in social, cultural and com-
mercial activity, special emphasis needs to be
given to the safety, comfort, and convenience
of pedestrians. Automobiles need to be ac-
commodated, but negative impacts from cars
on pedestrians should be mitigated.

Enhancing the Pedestrian Realm. In Down-
town, the factors that generally define what
is -- and what is not -- part of the pedestrian
realm are curbs and buildings. Buildings define
the outer edge of most sidewalks. While pri-
vate uses, pedestrian-friendly building design,
and midblock pedestrian connections are ex-
tremely important, private building and site at-

Facing Page: Pedestrian Realm. The experience of
walking and sitting will play a critical role in Downtown'’s
success as a destination — and as a place to live and work.
Staff photo.

tributes are controlled by the City’s Zoning Or-
dinance and the Downtown Design Guidelines.

Within City-controlled rights-of-way, the loca-
tion and shape of curbs strongly influence pe-
destrian safety and comfort -- and how public
space can be used. Spaces that are behind
curbs are generally the most protected spac-
es for pedestrians, and are where pedestrian
amenities and landscaping may be placed.
While the SOSIP seeks to optimize pedestrian
space, curbs must also be positioned to pro-
vide adequate dimension for the safe move-
ment of motorized vehicles and bicycles.

Beyond the curb, pedestrian activity is ex-
tended into roadways lanes and intersections
through the use of crosswalks, medians, and
special features. Jaywalking aside, these are
the places where pedestrians and cars share
the same space and injury to pedestrians is of
greatest concern. The design and placement
of crosswalks, medians, and special features
must address pedestrian safety but also pe-
destrian convenience and accessibility. Pe-
destrians often react to overly circuitous routes
with frustration and jaywalking.

Context-Sensitive Design. Older urban set-
tings often have narrow streets and high pedes-
trian volumes, conditions that may not be fully
recognized by modern street design manuals
that were developed with suburban growth in
mind. By allowing narrower lanes and tighter
intersections, Berkeley has joined other cit-
ies like San Francisco and Portland, Oregon,
where similar pedestrian-oriented standards
have been adopted, and balanced mixed-mode
approaches are becoming accepted more
broadly as evidenced by ITE's Context Sensi-
tive Solutions in Designing Major Urban Thor-
oughfares.

Pedestrian Environments &
Shared Streets
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Pedestrian Environments &
Shared Streets

Pedestrian Safety & Lane Widths. Narrower
travel lanes can make streets safer for pedes-
trians by slowing traffic, which significantly
reduces the severity of injuries. In fact, the
likelihood of fatal or serious pedestrian in-
juries becomes very low when vehicle travel
speeds fall below 20 miles per hour (Source:
Anderson, McLean, Farmer, Lee and Brooks,
Accident Analysis & Prevention Study, 1997).
At the same time, travel lanes should not be
made so narrow that wide vehicles such as
buses and trucks might conflict with cars, and
where motorists cannot safely pass bicyclists,
particularly when motorized vehicles are trav-
eling significantly faster.

Because the widths of rights-of-way are fixed,
sidewalks and landscaping widths are what
remain after vehicle and bicycle lanes are ac-
counted for. Traffic modeling for the Down-
town Area Plan’s EIR has demonstrated that
travel lanes can be eliminated on several
street segments without significantly increas-
ing congestion. On-street parking can also be
reconfigured to make more space available for
pedestrians.

Pedestrian Crossings. At the corners of in-
tersections, tighter curb radii bring curbs closer
to the moving vehicles. Tighter curb radii and
pedestrian refuge areas slow vehicle travel,
shorten pedestrian crossing distances and in-
crease the ability for pedestrians and motorists
to see each other. While tighter curb radii may
make turns more difficult for the longest vehi-
cles, wider curb radii come at the expense of
the pedestrian and tighter curb radii are more
appropriate to Downtown.

Curb Extensions. Curb extensions extend the
sidewalk into the parking lane to reduce pedes-
trian crossing distances, slow traffic, and im-
prove pedestrians’ ability to see oncoming mo-
torists and vice versa. Curb extensions are also
called “bulb-outs” and “bump-outs” to describe
their shape. In addition to enhancing pedestrian
safety, curb extensions can contain street fur-
nishings, green infrastructure measures, and
other amenities. Curb extensions also make it
easier to have two curb ramps at each corner.

Shared Streets. There are also “shared
streets” or plazas where pedestrians, motor-
ists and bicyclists share the same plaza hard-
scape. Shared streets are common in Europe
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and are being seen increasingly in the United
States. Inthese settings, the comfort and safe-
ty of the pedestrian is emphasized through the
use of materials and design. Vehicles move
very slowly and pedestrians clearly have the
right of way. Shared streets are appropriate
where pedestrian use of the space has priority
over vehicles, and where citywide impacts on
vehicle through-traffic have been addressed.

Landscaping. Landscaping and special fea-
tures can also limit where pedestrians move.
In addition, landscaping is an integral part of
the pedestrian environment because of trees
and landscaping create favorable micro-cli-
mates and make places more attractive.

Bus Service. Bus operations and the need for
safe boarding and alighting at bus stops should
be considered and addressed. AC Transit staff
and “Designing with Transit” should be con-
sulted during design development.

Relationship to Other Documents. Note
that the following recommendations highlight
and augment Berkeley’'s Pedestrian Mas-
ter Plan, Bicycle Master Plan, and Municipal

Code. Users of this document should refer
to these other documents for additional back-
ground and recommendations. A few recom-
mendations made by the SOSIP are inconsis-
tent with these other documents because of
Downtown’s unique needs and setting. Unless
and until adopted by Council as formal amend-
ments to the Pedestrian and Bicycle Master
Plans, SOSIP recommendations shall be con-
sidered advisory.

POLICIES AND ACTIONS

Policy 2.1, Pedestrian Realm. Enhance
and increase protected areas for pedestrians,
while promoting bicycling and accommodating
motor vehicles.

a. Pedestrians and persons using wheel-
chairs shall have an uninterrupted path of
travel. On commercial streets, maintain a
6-foot wide unobstructed path free from
fixed features and moveable furniture.

b. Position transit shelters, newsracks, trash
receptacles, and other obstructions to
facilitate access and ease of pedestrian

Figure e.2. Travel Speeds & Pedestrian Safety. The rate and severity of pedestrian injuries goes up

as the speed of traffic increases.

Pedestrian Environments &
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Typical Intersection.

Corner Bulb Outs.

Figure e.3. Curb Radii & Bump-Outs.
At intersections, large sweeping curbs
allow faster and less safe traffic speeds.
Tighter curb radii help slow traffic. Tight-
er radii also reduce the crosswalk dis-
tances in which pedestrians are exposed
to traffic, especially when combined with
corner “bump-outs” or curb extensions.
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movement. Where space behind such fea-
tures is unusable, it should be minimized
except for maintenance needs.

Expand areas available for pedestrians
(and bicyclists) by repurposing unneces-
sary and excessive motor-vehicle travel
lanes (i.e. where unacceptable levels of
congestion and unsafe conditions would
not result). Lane eliminations proposed
by the SOSIP were evaluated by the 2009
Downtown Area Plan EIR, and are the ba-
sis for the schematic design concepts pre-
sented under “Major Projects.” However,
travel lanes should only be eliminated after
traffic modeling and environmental analy-
sis have determined that pedestrian/bicycle
safety, transit operations, and traffic consid-
erations has been adequately addressed.

For pedestrian and bicycle improvements,
minimum travel lane widths may be nar-
rower Downtown than is generally allowed
in Berkeley. Doing so will make it possible
to widen sidewalks, increase planting and
add urban amenities. Allow travel lanes
as narrow as 10 feet on side streets and
10.5 feet on major streets (such as Shat-
tuck, University, Oxford-Fulton, Martin Lu-
ther King Jr. Way), except where needed
to accommodate buses -- in which 11 feet
should generally be provided. Recom-
mendations for bicycle lanes should also
be considered (see Bicycle Network & Fa-
cilities). Parallel parking lanes may be be-
tween 7 to 8 feet in width, and should be
8 feet where the doors on parked vehicles
are likely to conflict with bicycles; park-
ing lanes must always be 8 feet alongside
Class Il bicycle lanes.

After anticipated parking and transit pro-
grams become effective, convert diagonal

parking to parallel parking to widen side-
walks and increase landscaping in locations
with high levels of pedestrian activity. In the
near-term, on-street parking that is lost be-
cause of street and open space improve-
ments should be replaced with additional
on-street parking within a reasonable walk-
ing distance (as depicted in Major Projects).

f.  Consider the use of parking lanes for other
activities in areas of high pedestrian activ-
ity and when parking demand is addressed.
Examples include weekend dining, occa-
sional street fairs, and temporary art instal-
lations. Activities should be separated from
travel lanes with substantial planters, railings,
or other elements. Elements should also be
designed to alert motorists and prevent pe-
destrians from stepping into travel lanes.

Policy 2.2, Pedestrian Crossings & Traffic
Calming. Enhance safety where pedestrians
cross traffic through the use of crosswalks, pe-
destrian refuges and traffic calming features.

a. Curb radii as tight as 10 feet should be al-
lowed in the Downtown, and curb radii
should generally not exceed 15 feet.* Where
vehicle turning remains a concern, the “ef-
fective” turning radius (and not solely the
curb radius) should be considered, such as:
where parking lanes are clear near intersec-
tions, or where larger trucks can safely move
into other lanes on an occasional basis. Ad-
dress bus operation needs during design de-
velopment. Where a larger curb radius must
be used, consider using reflectors or special
paving to delineate a 10-foot radius to dis-
courage high-speed turns by vehicles.

4 Berkeley Municipal Code Section 21.40.150 calls for a minimum
curb radius of 15 feet.



Consider adding curb extensions or “bulb
outs” at intersections, especially intersec-
tions with higher rates of collisions involv-
ing pedestrians, but only in ways that al-
low passengers to safely board and alight
at bus stops.

Also consider midblock curb extensions
where pedestrians frequently jay walk,
where midblock passages meet streets,
and in locations that would improve ac-
cess to Shattuck “park blocks.” Note how-
ever that midblock crosswalks should gen-
erally be avoided except where higher lev-
els of use can be expected and safety can
be maintained. Ramps should accompany
midblock crosswalks and consideration
should be given to traffic signals, pedestri-
an-activated flashing beacons or similarly
effective alternatives. Maintain bus stops
with sufficient dimension for passengers to
safely board and alight.

Curb extensions that are used for pedes-
trian crossings or seating should be ac-
companied by metal safety bollards or
other safety features. Curb extensions
should generally include landscaping, and
might also contain street trees, furnish-
ings, and features to capture urban runoff
(see Watershed Management & Ecological
Design).

Curb extensions should be designed to
provide adequate drainage and adequate
access for transit vehicles, emergency
vehicles and fire hydrants. As indicated
in the City’s Pedestrian Master Plan and
accompanying environmental documents,
the City shall not construct bulb outs that
extend into travel lanes, including bicycle
lanes.

Temporary curb extensions may be con-
sidered where impacts and benefits are
unclear. Temporary curb extensions can
be created through the use of striping,
plastic bollards and raised reflectors, while
maintaining accessibility for people who
are disabled.

Consider the use of “neck downs” or
“chokers” to clearly communicate pedes-
trian crossings to motorists, and to re-
duce the perceived width of the street and
thereby slow traffic. Neck downs are cre-
ated when a curb extension is paired with
another curb extension across the street.

Medians should generally be provided on
streets that have four or more travel lanes,
to give pedestrians a place of refuge and
offer opportunities for landscaping and ur-
ban run-off features. Crosswalks should
“pass through” medians (with a raised curb
on both sides), to provide a pedestrian ref-
uge.

Medians should generally be avoided on
streets that have fewer than four travel
lanes, except when used to slow traffic
at crosswalks, since motorists tend to go
faster when they are separated from op-
posing traffic lanes. To maintain clear
passage for emergency vehicles, and me-
dians can also necessitate wider travel
lanes that increase vehicle speeds and
crossing distances.

Corner islands that provide right-turning
“slip lanes” should be avoided with pe-
destrian crosswalks because of motorist
navigate these sweeping turns at higher
speeds. Consider elimination of the slip
lane at Bancroft and Fulton. Where exist-
ing slip lanes will remain, features should
be added to reduce vehicle speeds or

Figure e.4. Pedestrian Refuge Areas.
Along crosswalks, a raised curb or me-
dian protects pedestrians — especially
those with limited mobility — who are
only able to cross part of the way before
encountering traffic because the signal
has changed.

Figure e.5. Midblock Crosswalks. Mid-
block crosswalks should be considered
where block lengths are long and the rate
of jaywalking is high. These crosswalks
can be accompanied by curb extensions
to reduce pedestrian crossing distances.
In addition, ramping up to the crosswalk
can slow vehicles and make pedestrians
in the crosswalk more visible.

Pedestrian Environments &
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Figure e.6. Existing & Potenial Connections on Private
Property. Midblock connections complement public streets
& open space, by shortening walking distances and providing
courtyards. The types of connections illustrated could be
encouraged using development standards and design guidelines.
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bring vehicles to a full stop before pro-
ceeding.

Perpendicular ramps allow pedestrians
and people in wheelchairs to access the
sidewalk perpendicular to stopped traffic,
and to enter into the crosswalk directly
in their line of travel. Perpendicular curb
ramps are preferred over the use of a less-
protected single ramp.

Consider additional crosswalks in Down-
town locations where significant numbers
of pedestrians cross. Crosswalk design
should follow the City’s Pedestrian Plan
Design Guidelines, wherein high levels
of pedestrian activity should use high vis-
ibility treatments, such as “ladder style”
crosswalk markings.

Crosswalks with high levels of pedestrian
activity should have “ladder style” cross-
walk markings.

Flashing beacons or similarly effective
devices should accompany midblock
crosswalks and unsignalized intersec-
tions with higher levels of pedestrian and/
or bicycle traffic.

Pedestrian activated (“push-button”) light
signals should be used at intersections
where priority should be given to pedes-
trians on a more occasional “on-demand”
basis. All push-button activated flashing
beacon locations should have “Cross with
Caution” signs in view of the pedestrian
who is about to cross, and be accompa-
nied by “audible pedestrian signals” (APS).

Policy 2.3, Shared Streets. Consider shared
streets as a traffic calming device where a

plaza setting would best serve the needs of
pedestrians, while allowing access by small
volumes of slow auto or bus traffic. Also con-
sider shared street treatments where signifi-
cant numbers of bicycles and motor vehicles
mix but there is insufficient room for a sepa-
rated bike lane.

a. The chapter on Major Projects recom-
mends plazas with transit facilities and
slow traffic on the east side of Shattuck
Square and on Milvia in front of the Civic
Center Building.

b. Consider shared street treatments on Allston
Way, where high levels of bicycle and pedes-
trian traffic are present but access by motor
vehicles should be provided. Shared street
features might also be appropriate to por-
tions of Center Street and would be essential
for slowing traffic to safe speeds if a decision
is made to remove bicycle lanes.

c. Shared streets should be designed to alert
drivers, pedestrians, and bicyclists that
they are leaving a conventional street envi-
ronment and entering a pedestrian-priority
space by using special paving and verti-
cal deflection features (gradual enough
to avoid injury to persons with disabilities
who are riding in vehicles), and other indi-
cators. To maintain plaza paving through-
out, bollards and concrete planters should
be used instead of curbs, to protect build-
ings, landscaping and street furnishings.

Policy 2.4, Connections & Amenities on
Private Property. Consider ways to enhance
the pedestrian realm beyond what can be at-
tained through public improvements.

Pedestrian Environments &
Shared Streets
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a. While the SOSIP addresses public im- « window and entry patterns that provide

provements on City land, the public realm a sense of inhabitation and discourage

is affected by the way buildings address inappropriate behavior;
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SHARED STREETS

A shared street removes features that typically segregate vehicles
from each other and from pedestrians, so that all road users are more
equal with each other. There are fewer signs, lane markings, and traf-
fic lights, which de-emphasize rigid expectations that cars and people
can'’t mix.

Where applied, the result has not led to more accidents but rather
fewer accidents result because everyone yields. Cities that have em-
braced shared space concepts have witnessed significant decreases
in crashes—up to 40%-60% fewer crashes. People entering shared
streets experience an elevated sense of awareness. Eye contact in-
creases and motorists modulate their speed to fit conditions.

A European Union pilot of seven shared street projects showed im-
provements in safety, livability, economic development, and sense of
place. Streets serve an important social function as they are the prin-
cipal space in which we engage other people, but modern practices
have focused instead on how people — and especially motorists — can
move through spaces quickly and without intermingling. The ideal
has been to keep pedestrians completely separate from traffic, which
has resulted in faster vehicle speeds and long circuitous routes for
pedestrians. Shared streets maintain some separation (with emphasis
on safe zones for people with disabilities) but give emphasis to readily
understood social norms and human interaction.

In addition, vehicle travel times on shared streets appear to be less
than with conventional engineering. While yielding to pedestrians
slows motorists, long waits at traffic lights are eliminated.

Where shared streets have been implemented, they were not readily
accepted. Sophisticated modeling, pilot projects, and short-term trials
were needed to eliminate objections -- a long-term process that re-
quired a shared commitment to satisfy functional and safety concerns
without presupposing a standard solution.

Figure e.8. Mixing Modes. Plaza-like features can be used to pedestrian-
ize spaces while also allowing bicycles and motor vehicles. Motorists are
presented with conditions that cause them to slow and yield as needed.

Pedestrian Environments &
Shared Streets 56
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BICYCLE NETWORK
& FACILITIES

PRINCIPAL CONSIDERATIONS

Bike Activity. For many Berkeleyans, bicy-
cling offers an excellent way to get around and
get Downtown. Approximately 3,362 people
bike to work in Berkeley every day (2008 —
2010 American Community Survey), which
represents 8% of all commuters, the fourth-
highest in the nation. In addition, about 4,200
individuals bike to work or study at UC Berkeley
each day, with 21 percent of bike trips originat-
ing within Berkeley (UC Berkeley Bike Plan,
2006). However, travel to work constitutes only
a relatively small part of daily transportation
for shopping, recreation or other trip purposes.
Bicycles are used for these additional trips as
well, as they can cover similar distances as
many cars trips at nearly the same speed and
at a fraction of the cost.

Bike Network Connectivity. Downtown is
served by a variety of bicycle lanes, routes,
“Bicycle Boulevards,” and other bicycle facili-
ties, but the network envisioned by Berkeley’'s
Bicycle Master Plan is incomplete. While Mil-
via, Berkeley’s first “Bicycle Boulevard” offers
a protected route for bicyclists traveling from
the north or south, there is no continuous bi-
cycle lane between University Avenue and
Allston. In the Southside Area, Fulton provides
a protected bicycle route south of Dwight but
where Fulton becomes one-way southbound,
bicyclists traveling north must divert to Shat-
tuck or Ellsworth before getting to Dwight. In
addition, bicycle facilities along the Ohlone

Greenway on Hearst stop at reaching Shattuck
before reaching Oxford and the UC Campus.

From central and west Berkeley, bicyclists often
use Channing or Allston Way to get across Mar-
tin Luther King Jr. Way. But while Channing re-
mains bike-friendly through Downtown, Allston
Way has destinations that also attract motorists
whose speed often exceeds what would be op-
timal for bicyclists, and the absence of a traffic
signal at Oxford makes the trip from Allston to
the UC Campus difficult. Allston has a higher
rate of collisions involving bicycles than other
Downtown streets, except Shattuck Avenue.

Special consideration is needed for the seg-
ment of Center Street between Shattuck and
Civic Center Park, which has bicycle lanes
to enhance the safety of bicyclists traveling
to Berkeley City College, BART, and the UC
Campus. This street segment also has the
potential to become a “greenway” that estab-
lishes a landscaped connection between Civic
Center Park, Center Street Plaza, and the UC
Campus, and is included in the Bicycle Net-
work adopted in the City’s General Plan and
in the Bicycle Plan. The SOSIP provides al-
ternatives for future design development and
analysis to determine how to maintain safety
while simultaneously enhancing Downtown as
a “green destination.”

Use and Safety along Shattuck. Shattuck
presents another challenge for bicyclists.
Shattuck has high volumes of bicycle traffic
because it offers a direct route through Down-
town and to Downtown destinations. Bicycling
is challenging on Shattuck because many bi-
cyclists mix with heavy motor vehicle traffic
on this major corridor, much of which travels
above the posted speed limit. In addition,

Figure f.1. Riding on Sidewalks.

In

spite of signage and enforcement, bicy-
clists ride on sidewalks because car and

truck traffic can be intimidating.

Facing Page: Biking in Downtown. Bicyclists ride in
great numbers to get to Downtown destinations and in
passing through.

some bicyclists collide with pedestrians be-
cause they ride on sidewalks — which is not
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Figure f.2. Milvia Bike Improvements. Class 2 bicycle lanes
would be created on Milvia between University & Center by
eliminating parking on one side of the street.

legal, but occurs at least partly because riding
on the street can be intimidating.

Bike Parking. Bicycle parking facilities are
in high demand. New parking has been intro-
duced in recent years including the opening
of the storefront “Bike Station” on Shattuck in
2010. Still, bike parking remains in high de-
mand -- especially near major destinations.
Consideration also needs to be given to bike
sharing and bicycle rental programs that are
inexpensive, convenient and located near tran-
sit. Bicycle rentals and “bikesharing” programs
can reduce the demand for bicycle parking by
providing bicycles “on demand”.

Analysis & Design. Dimensions of travel
lanes and other features that are noted in SO-
SIP graphics and narrative are subject to fur-
ther analysis and refinement. (See Major Proj-
ects chapter Policy 1.5, Analysis & Design).

Relationship to Other Documents. Users
of this Plan should also refer to the Municipal
Code, Pedestrian Master Plan, Bicycle Master
Plan, and Transportation Element of the Gen-
eral Plan. If a provision of this Plan conflicts
with one of these documents, the other docu-
ment shall govern unless and until it is amend-
ed by Council.

POLICIES AND ACTIONS

Policy 3.1, Network Connectivity. Make
bicycling safer and more convenient in and
through Downtown by making improvements
to the bicycle network. Consider bicyclists of
all ages and abilities.

a. Milvia Street. Establish continuous bicycle
lanes along Milvia between University Av-
enue and Allston Way. Consider the elimi-



nation of the right-hand vehicle “slip lane”
on the southwest corner of Milvia and
Allston, and consider pavement markings
for bicyclists at Milvia and University. In
recognition of high motor vehicle volumes,
accompany bicycle lane improvements
with traffic calming features. Consider
traffic calming features that also have eco-
logical benefits (see Watershed Manage-
ment & Green Infrastructure). In the long
term, create a shared street / plaza in front
of the Civic Center building.

To establish bike lanes on Milvia between
University and Center Street, on-street
parking would need to be removed on the
west side of the street where on-street
spaces are also limited by multiple curb
cuts and red zones. Avoid a net loss of
parking by increasing the availability of
nearby parking —such as by providing di-
rect access from the Golden Bear parking
lot to Milvia, and/or converting reserved
spaces along Civic Center Park to me-
tered spaces. (See Policy 1.18, Zero-Net
Parking.)

Hearst Avenue. On Hearst Avenue, bike
lanes should be extended from west of
Shattuck Avenue to the UC campus (see
Hearst Street / Ohlone Greenway Exten-
sion discussion under Major Projects).

Fulton Street Contraflow Lane. Consider
establishing a northbound contraflow lane
on Fulton between Dwight Way and Du-
rant Avenue. Fulton Street is an attrac-
tive bicycle/route south of Dwight Way,
but bicyclists traveling north are presently
diverted before Dwight where they en-
counter one-way southbound traffic. Note
also that Fulton bike lanes would reduce
bicycle traffic on Shattuck. On-street park-
ing would need to be removed to create a
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Figure f.3. Civic Center Plaza Improvements. Class
2 bicycle lanes might be created on Milvia between
University & Center by eliminating parking on one side
of the street.
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Figure f.4. Bike Lanes & Buses. While
bike lanes are desirable along Shattuck,
Shattuck is also a transit priority street and
conflicts with buses should be minimized.
The cross-sections above study what the
relationship between buses, bikes, and
pedestrians might be at bus stops. For
plan view: refer to figures f.5 & 6.
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Figure f.5. Shattuck Bike Lane/ Bus
Stop Study (for future evaluation).
A bike box would allow bicyclists to
move through intersections quickly
and ahead of the bus. Bike boxes
work best at intersections with a high
volume of bicyclists.

Figure f.6. Shattuck Bike Lane / Bus
Stop Study (for future evaluation).
Bike lane behind existing bus stop
could also avoid bus-bike conflicts at
intersection.



Figure f.7. Bike Boxes. Bike boxes put bicyclists in front of
motor vehicles at intersections. Bike boxes improve bike
safety and can enhance a street’s overall performance.

Figure f.8. Minimizing Bike-Bus Conflicts. In Portland,
Oregon, bike lanes pass behind some transit stops to
enhance bicyclists’ safety and transit operations. Bicyclist
must yield to pedestrians in these situations.

contraflow bicycle lane. Avoid a net loss of
parking, consistent with Policy 1.16, Zero-
Net Parking Strategy.

Allston Way. Extend Class 2.5 Bike
Route to Oxford in recognition of signifi-
cant bicycle volumes. Consider ways to
calm vehicle traffic on Allston Way, such
as through the use of “speed tables” and
shared street features. Consider install-
ing a bike-activated traffic signal at the
Allston/Oxford intersection and better con-
necting bike lanes and paths of travel near
that intersection to support bicycle travel
from Allston Way to the UC Campus.

Shattuck Avenue. Shattuck should be re-
configured to become a “complete street”
by adding bicycle lanes south of Center
Street. Grade-separate these new bike
lanes where feasible. Consider probable
conflicts between bicyclists, buses, and
other vehicles, and mitigate potentially
dangerous conditions. Consider features
such as “bike boxes” at intersections,
queue jump signals for bicyclists, bike
lanes that pass behind bus stops, dash-
ing striped bike lanes, signing where ve-
hicles blend to indicate where bikes may
not have the right-of-way, and using “far-
side” bus stops so that buses can always
pull through intersections before stopping.
Continue to enforce laws that prohibit bi-
cycle riding on sidewalks. (See also Major
Projects, Policy 1.8, Shattuck Boulevard).

Center Street Greenway. Evaluate how
to best provide for the safety of bicyclists
and pedestrians while also providing a
greenway that establishes a landscaped
connection between Civic Center Park,
Center Street Plaza, and the UC Campus.
The Major Projects chapter presents op-
tions for Center Street between Shattuck
and Milvia.

Bicycle Network & Facilities
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Figure f.9. Bicycle Parking. Bicycle
parking should be increased Downtown.
One way to do this is to set aside curb-
side spaces for bikes by using bollards.

Figure f.10. Bike Sharing. Bike sharing
provides convenient short-term bicycle
rentals — often with the swipe of a credit
card — and will support car-free access
from Downtown to the UC Campus and
other areas.
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g. Shattuck Square & University Avenue. Con-
sider how bicycle facilities might be incorpo-
rated into eastside Shattuck Square and end
of University Avenue improvements, so as to
further enhance Berkeley’s bicycle network.

Policy 3.2, Bicycle Parking. Increase the supply
of convenient, secure and attractive short-term and
long-term bicycle parking throughout the Downtown
Area, but especially near major destinations.

a. ldentify potential locations for new bicycle park-
ing facilities and work with surrounding stake-
holders to determine preferred locations. Use
this analysis when installing bicycle racks.

b. Consider converting on-street car parking
to bicycle parking in locations with high
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Figure f.11. Bike Lanes and Speed Table on Shattuck Av-
enue at Channing Way.

demand, since one 20-foot car stall can
accommodate up to 12 bicycles without
occupying sidewalk space. In these loca-
tions, bike racks should be placed such
that parked bikes are perpendicular to the
curb. Bollards should be used to delineate
and protect bicycles from vehicle lanes.

c. Position bicycle racks to avoid obstructing
pedestrian flows and should conform with
criteria contained in Berkeley’s Bicycle
Plan and Bicycle Parking Specifications
(2008).

d. Consider ways that bike racks can be used
for artistic expression (see Public Art chap-
ter).
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Figure f.12. Bike Intersection Studies on Oxford Street at
Allston Way. Allston can be improved as a bicycle route to the
UC campus through the intersection improvements illustrated.



e. Provide adequate sheltered and attend-

ed parking options, and support their
on-going operations.

Policy 3.3, Bike Sharing. Encourage the
creation of “bike sharing” (i.e., convenient bike
rental) programs in Downtown, and their use by

employees, residents, and visitors, especially
near BART.

Figure f.13. Recommended Bike
Network.

a.

Identify criteria for the design, program,
and location of bike sharing facilities, by
examining existing programs in North
American and Europe. Solicit proposals

from bike share providers for facilities con-
sistent with these criteria.
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WATERSHED MANAGEMENT
& GREEN INFRASTRUCTURE

PRINCIPAL CONSIDERATIONS

SOSIP’s focus on Green Infrastructure can
be a role model for watershed health. SOSIP
recommendations articulate a general strategy
for Green Infrastructure in Downtown, but note
that concepts in SOSIP will need to be devel-
oped further through the collaboration of engi-
neers, urban designers, landscape architects,
merchant representatives, and others. In addi-
tion, Green Infrastructure designers should al-
ways refer to the Department of Public Works
for technical standards and guidance.

Urban Runoff Challenges

When it rains, runoff can pick up contaminants
from the air, rooftops, or the land prior to its
discharge into storm drainpipes, creeks, and
eventually the Bay. Runoff is also generated
when landscaping is over irrigated or cars are
washed. Considerable pollution comes from
urban runoff contaminated by dripping oil
pans, tires debris and other sources. Street
run-off also includes metals, pesticides and
litter -- especially non-biodegradable plastics.
Urban runoff is now one of the greatest con-
tributors to degraded water quality in the Bay.

Runoff rates and volumes increase propor-
tionally with impervious surface area within a
watershed. Through conventional stormwater
conveyance measures, runoff is quickly col-
lected, conveyed by storm drainpipes, and

Facing Page: “Rain gardens” provide a place where
urban runoff can flow and be filtered by plants and soil,
as is illustrated by this rain garden in Portland, Oregon.
Staff photo.

creeks to the Bay. Consequently, water con-
verges in some locations at nearly the same
time, where peak flows in some locations ex-
ceed available capacity, resulting in surface
ponding and flooding. This approach fails to
recognize how larger watersheds function hy-
drologically and ecologically, and misses op-
portunities to use stormwater as a valuable
resource.

Watershed Approach & Green Infrastruc-
ture Strategies

Green Infrastructure strategies to manage
stormwater and watersheds are being imple-
mented across the nation to address the chal-
lenges outlined above and many other com-
munity needs. Green strategies emphasize
landscape-based green Infrastructure features
designed to absorb, evaporate, store, and slow
runoff, while filtering out pollutants. The gen-
eral approach is to increase evapo-transpira-
tion from plants, store water in cisterns, and
encouraging infiltration where permeable soils
allow it.

As runoff percolates through the vegetation,
and other natural media (gravel, mulch, sand,
soils) that is often associated with Green In-
frastructure, pollutants are removed by physi-
cal, chemical, and biological processes. This
offers pre-treatment of the runoff prior to its
entrance into storm drainpipes or creeks. Ad-
ditionally, Green Infrastructure can reduce
peak flows downstream by detaining and di-
verting runoff away from existing stormwater
infrastructure.

Modest Green Infrastructure features placed
close to where run-off first occurs can be more
functional and less expensive than using larger
more centralized features downstream. Green
Infrastructure reduces the need for piping, inlet

Figure g.1. Urban Runoff. Urban run-
off includes rainwater that washes motor
oil and other pollutants off of streets and
into storm sewers. Green Infrastructure
can filter these pollutants and improve
water quality downstream.

Figure g.2. Downstream Flooding.
Green Infrastructure can retain rainwa-
ter, and become part of strategies to re-
duce flooding downstream.

Watershed Management &
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Figure g.3. Eco-Parks. “Eco-parks”
contain low-lying areas to receive and
treat urban runoff. Eco-parks offer an
opportunity to educate the public about
watershed issues. They can have a nat-
ural appearance as in Portland Oregon
(top & center), or a formal appearance
as in Santa Barbara (below).

Watershed Management &
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structures, downstream detention facilities, and
other traditional engineered facilities, as well as
reduce a creek’s exposure to erosive flow con-
ditions. Stormwater detention and conveyance
at the surface is generally less expensive than
underground solutions. Green Infrastructure
also simplifies maintenance and makes many
problems easier to detect.

Leveraging Co-Benefits

Beautification & Traffic Calming. Green Infra-
structure also offers significant co-benefits.
The Downtown can be beautified while ad-
dressing environmental concerns. Vegetation
can be used to reduce pollutants and will bring
more green to the Downtown, while permeable
paving can replace mundane asphalt with visu-
ally appealing surfaces.

Greenery and special pavers can support
Downtown as a focal point for community life.
Furthermore, Green Infrastructure makes en-
vironmental stewardship more visible, and
should enhance Downtown’s image and pro-
mote Downtown as an eco-destination. Stud-
ies suggest that “[t]he greening of Downtown
will increase positive perceptions of Downtown
and draw more customers. . .” (Project Ever-
green, 2008, as cited in San Mateo Guide-
book).

Green Infrastructure features can also be used
for traffic calming, such as through the use of
permeable pavements and curb extensions.
Pavers create visual changes that alert motor-
ists that they are entering a pedestrian-oriented
city center. Curb extensions reduce distance
for pedestrians crossing streets and also slow
motor-vehicles by reducing width of street.
Care should be given to select pavement ma-
terials that are suitable for persons with wheel-
chairs.

District-Scaled Opportunities. As a larger dis-
trict, the Downtown Area straddles the Potter
and Strawberry watersheds. Each watershed
presents unique opportunities for retaining rain-
water in cisterns, so that it can be reused for ir-
rigation. At the surface, rainwater in the Down-
town flows south and west. In principle, water
that falls on Downtown might be collected and
stored where it could be used for landscaping
and as a back-up source of water for emergen-
cies — a strategy employed in San Francisco.

Downtown Berkeley has relatively small parcels
for development , which will make it difficult to fit
large detention features on-site; meanwhile the
public ri