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Key Strategies

Design Streets for People | Create Quality Parks, Plazas, and Open Space | Encourage New Mixed-Use Infill Development,
Emphasizing Housing | Build with a Sense of Place | Make Public Transit Work | Get Parking Right | Revitalize the Ocean
Avenue Commercial District | Integrate City College into the Community | Realize the Potential of the Balboa Reservoir |
Enrich the Plan Area with Public Art | Protect and Enhance the Surrounding Neighborhoods

Realizing the Vision: Eleven Key Strategies
The Balboa Park Station Area Plan is both a policy document and a development plan. This section sets forth
eleven key strategies and the policies that will realize them.
The development plan components of the plan are contained in Section 4, which follows.
Each key strategy contains a discussion of the issues it is
striving to address, and the measurable guides individual
public and private actions must address if they are to contribute to achieving the strategy. These guides are delineated as objectives, policies, principles, standards, and
guidelines.
An objective is a good towards which public and private
effort must be directed if a desired outcome of the plan is to
be achieved. A policy is an evaluative measure against
which individual public and private actions can be evaluated in determining whether they are working towards
achieving a stated objective of the plan or not. A policy,
more often than not, is measurable. A principle is a relationship or set of normative relationships between elements
of the physical environment. A standard is a measurable
requirement that must be met in an individual project. A
guideline is a directive towards which a project should
strive, important on its own, but often needing to be balanced against other competing guidelines so as to achieve
an optimal outcome.
.
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1. Design Streets for People

M

ore than any other single element, the quality of streets—their
scale and character—determine the success or failure of a
neighborhood as a livable place. We travel along streets, to get
from here to there, to gain access to where we live and work and shop.
Public service—police, fire, deliveries of all sorts—depend on them. We
locate our municipal hardware—water, sewage, and electric lines, cables,
and more—on them, above them, and under them. But the street system is
much more than a utilitarian system of connections. It is where people
walk, where they meet each other, where they socialize, where they take in
the views, where they see what merchants have to offer, where they get to
know, first hand, their cities and their neighborhoods and their fellow
citizens. Streets connect us socially and economically. And they are either
safe or dangerous, places to be or to stay away from. Of critical
importance, streets are owned and controlled by the public, and are
designed, developed and maintained by the public. Do all of these things
well and we will have designed and set the character and quality of the
neighborhood. Do them badly and streets will become barriers, creating
isolation and unpleasant places for people to visit.

Art enhancement opportunity
When streetscape improvement
projects are undertaken in the plan
area, art enhancement should be an
integral part of the design. This could
take many forms – two possibilities are
decorative sidewalk patterning or
various sorts of interpretive signage
along busy sidewalks.

The streets in the plan area are shared by a variety of users including
pedestrians, bicycles, autos, buses, and light rail vehicles. Unfortunately, fastmoving traffic, circuitous pedestrian paths, unusually aligned intersections,
inconveniently located transit platforms, unpleasant transit waiting areas,
and a generally cluttered street environment limit mobility and create a
confusing and uninviting pedestrian experience. An over-emphasis on
“auto-mobility” on these streets makes pedestrians and transit users feel
like second-class citizens.
A variety of improvements to streets and the public realm will enhance
neighborhood identity and ensure that there is a balanced mix of travel
modes with special attention to pedestrians and street life. In some places
this may be achieved by implementing basic improvements to the
sidewalks, while in others, substantial improvements to the roadway and
transit system are proposed. Once street improvements are implemented
as part of an area-wide program, walking, bicycling and riding transit
through the area can become more convenient and enjoyable.
OBJECTIVE 1: EMPHASIZE THE IMPORTANCE OF THE MAIN STREETS IN THE PLAN

AREA—OCEAN, GENEVA AND SAN JOSE AVENUES—AS CIVIC SPACES AS WELL

AS MOVEMENT CORRIDORS, BY PROVIDING FOR A BALANCED MIX OF TRAVEL

MODES, INCLUDING PEDESTRIANS, BICYCLISTS, TRANSIT AND AUTOMOBILES. THE

MULTI-PURPOSE CHARACTER OF THESE STREETS SHOULD ALLOW THEM TO

GRACEFULLY ACCOMMODATE ALL WAYS OF MOVING ABOUT, BUT WITH SPECIAL
ATTENTION ON PEDESTRIANS, TRANSIT, AND STREET LIFE.
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Regional connections
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Fundamental Principles For Street Design
The following principles will guide street design in the plan area.

1. Design for Multiple Users
People in a city use streets in different ways. Streets must be able to efficiently
and safely move pedestrians, bicyclists and transit vehicles as well as automobiles; streets must be multi-modal corridors that meet our needs to move large
volumes of people at different paces and by different means. Streets that
emphasize car movement over other types may in fact slow down the trips of
many people, because one bus may carry more than 50 people, as compared
with an average of not much more than one person per car. Streets must
emphasize people movement above all else.

2. Design Streets as Civic Open Space
Streets are the city’s most important and ubiquitous civic open space. They are
not only utilitarian movement corridors; they are also are our public realm--the
primary place for people to meet and socialize, stroll, contemplate vistas, peer
in storefronts, and absorb the diversity that the city has to offer around each
corner. These great expanses of public space, streets, are available outside
every doorway, accessible to each and every resident. We have a right to expect
streets to uplift our neighborhoods and provide space to move in a myriad of
ways and tempos. Given how much they dominate our cityscape, streets
should be more than a means of getting from A to B, but should be places
worth spending time in in and of themselves.

3. Provide Inviting and Comfortable Sidewalks
Streets with inviting and comfortable sidewalks make for livable and vibrant
neighborhoods by providing common space for people to meet and interact
face-to-face or to linger alone, watching the action on the street. The character
of sidewalks should be inviting; they should provide trees for shade and sense
of enclosure, benches and stoops for rest, sculpture for amusement, and
adjacent windows and doors that spill out with interesting activity. Sidewalks
in commercial areas should be lined with active storefront uses such as shops
and cafes, while sidewalks in predominantly residential neighborhoods should
be fronted with entries and landscaped areas. Blank, monotonous walls along
sidewalk edges should be avoided. Safe, comfortable and attractive waiting
areas should be provided for streetcar and bus stops, without restricting
pedestrian traffic flow on sidewalks.
Ample Width. Sidewalks must be wide enough to accommodate the number of
pedestrians who use them daily, and be free of obstructions such as utility
boxes and poles. They should maintain a minimum width of 10 feet on major
pedestrian streets, allowing for a “clear zone” for pedestrian traffic free of trees,
benches, or other furniture. In the commercial district sidewalks must be able
to comfortably accommodate a high volume of foot traffic. Though sidewalks
do not need to be extremely wide, they should be wide enough to allow
pedestrians to feel safely buffered from traffic and to provide at least some
space for outdoor seating and merchandise display.
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Street Trees. Closely spaced and sizeable trees planted parallel and close to the
curb, progressing along the street up to the intersection, create a visual and
psychological buffer between the pedestrian space of the sidewalk and
vehicular traffic. More than any other single element, healthy street trees can
humanize a street, even a major traffic street. Trees also improve air quality and
provide shade. Street trees should be regularly spaced. For all streets on which
continuous tree plantings are either impractical or undesirable, tree clusters are
recommended. Tree clusters are also an effective means of highlighting corner
sidewalk widenings. New plantings should strive to match the predominate
species in areas of existing planting for consistency of the pedestrian street
experience.
Curb-Side Parking. Like street trees, curb-side parking provides a physical and
psychological buffer for pedestrians and other sidewalk activity from moving
traffic. Curb parking also provides important short-term drop-off, loading, and
parking space for shopping trips and other commercial needs. Maximizing curb
space for parking is far preferable to allowing the proliferation of curb cuts for
off-street parking, which degrades the pedestrian realm with cars crossing
sidewalks, inactive garage doors, and potential loss of street tree and sidewalk
amenity opportunity.
Curb Cuts. There should be a minimum of interference caused by auto traffic
crossing the sidewalk to get to off-street parking. Driveways between intersections detract from the pedestrian environment, introducing cars across busy
sidewalks and making progress more difficult for the elderly and mobilityimpaired. Entrances to garages and parking lots should always be located on side
streets and not on main streets with their high volumes of pedestrian traffic or
transit vehicles.
Pedestrian-Scaled Lighting. To create a more inviting walking environment,
reduce the hazards of traffic at night, and provide security from crime and other
perceived dangers, public areas should have adequate lighting. Although the
need for lighting is general, special attention should be given to crosswalks and
to pathways in parks and around public buildings. Standard highway-scaled
street lighting over-floods streets with light and glare while poorly lighting
sidewalks. Smaller human-scaled lighting fixtures should be used along sidewalks and open spaces. Care should be taken to shield the glare of any lighting
from residential properties, as well as to use techniques that carefully direct their
light in order to avoid excessive light pollution of the night sky.
Places to Sit. Streets are important components of the public open space
system. Providing places to sit, rest, and linger is critical to creating activity
nodes for gathering and actually encouraging people to occupy street space, in
addition to making streets pleasant and practical for pedestrian travel. Public
benches are strongly encouraged in the public right-of-way, space permitting.
Sidewalk bulbouts can create larger areas that can accommodate benches
placed perpendicular to the sidewalk and tables or other amenities, and create
small gathering nodes and “eddies” in the movement of the street. In retail
areas and on high pedestrian traffic ways, building owners and developers are
especially invited to explore building-edge sitting spaces such as ledges steps
and window seats.
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4. Design Safe Pedestrian Crossings
Crossing streets in the plan area can be uncomfortable for pedestrians due to the
high speed and volume of vehicular traffic and crossings that are not signalized or
well marked. Wide streets and irregular intersections result in people having to walk
long distances to cross the street. Several methods should be employed to improve
pedestrian crossings on major streets, particularly near transit stops.
Widened Sidewalks at Intersections. Widened sidewalks at corners, also called
“bulb-outs,” serve many functions: 1) they enhance pedestrian safety by
shortening the distance to cross the street and making pedestrians more
visible to oncoming traffic; 2) they create generous space for pedestrian
queuing to cross the street; 3) they provide pockets of neighborhood space for
gathering or sitting; 4) they provide more space for public realm amenities,
such as trees and landscaping; and 5) minimize corner radii thereby slowing
turning vehicles.
Mid-Block Bulbouts. Mid-block bulbouts are also important techniques for
creating pedestrian crossings on very long blocks and creating more intimate
pockets of neighborhood space on residential streets (especially if alternated
with diagonal or perpendicular parking).
Boldly Marked Crosswalks. Boldly marked crosswalks should also be introduced to make drivers more aware of pedestrians.
Improved Off-Ramp Design. The freeway on- and off-ramps present a particularly difficult obstacle for pedestrians. The city should work with Caltrans to
change the way in which freeway ramps intersect the city’s street system so
that drivers are induced to slow to surface-street speeds. Signalized crosswalks should be provided wherever freeway off-ramps meet city streets.

5. Separate Pedestrians from Moving Traffic on Busy Streets
Pedestrians should feel safe from moving traffic when walking along sidewalks.
Uniformly spaced street trees provide definition to the street, clearly identifying
the pedestrian zone. Trees planted closely together near the curb also create a
screen between the street and sidewalk. A natural canopy overhead will frame the
view of pedestrians into the active uses that line the street, away from traffic on
the street.
On-street parking calms traffic by narrowing the vehicular travel lanes and also
adds to the vitality of a commercial district by providing some “quick stop”
parking near storefronts. Both street trees and parked cars provide an important
physical and psychological buffer between pedestrians and moving traffic.

6. Engineer Streets for Safe Driving and Pedestrian Comfort
Drivers take cues more than anything else from the physical design of streets. If
corners and curves are designed with very wide sweeping turns, then drivers will
take them at higher speeds, regardless of what signs may advise. Many of our
city streets are “overdesigned” for highway-like speeds, both in the design of
corners and in the width of travel lanes. Streets should be designed with tight
corners so that drivers must slow down at intersections and when turning,
greatly increasing pedestrian safety.
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Space on city streets is limited and often more space than necessary is allocated
for automobile travel lanes, resulting in sidewalks that are too narrow or the
elimination of space for a bike lane. Wider travel lanes encourage speeding and
unsafe driving behavior, creating street environments that are not pedestrian or
neighborhood friendly. The width of travel lanes should be minimized to the
narrowest necessary to accommodate the expected type of traffic. Travel lanes for
cars need only be 10 feet wide (or even less on slow streets and alleys), unless
heavy trucking or buses are regularly expected on the street, in which case 11 to
12 feet is acceptable. Parking lanes can be 7.5 or 8 feet wide.

7. Provide Wayfinding Signage
As people visit and walk around the plan area, the locations of amenities and
notable destinations are not apparent from all locations. A system of wayfinding
signage, especially at a pedestrian scale, would help increase the clarity of routes
for travelers.

8. Street Furniture
The term street furniture describes all of the pedestrian-oriented amenities and
physical objects placed in the street right-of-way to enhance the public realm
and character of the streets.
In general, street furniture should be installed in the curb-side furniture zone unless
otherwise noted. A clear pedestrian zone of no less than four feet must be preserved on
the sidewalk at all times for pedestrian passage. Placement of street furniture should
conform to standards established in Destination Downtown: Streetscape Investments
for a Walkable City.
In addition to the above-mentioned critical elements (benches, lighting, planters,
and signage), important street furniture includes the following.
Bollards. Bollards are recommended in locations without trees or other street
furniture to protect pedestrians from vehicles and keep cars from parking on
sidewalks and damaging sidewalk structures or elements.
Newsracks. To avoid excessive sidewalk cluttering and congestion of pedestrian
space, pedestal newsracks are strongly encouraged.
Bicycle Racks. Parking meters and street signs often double as bicycle racks,
but many sidewalks lack these elements or have been retrofitted to make them
unusable for this purpose. Conveniently placed bicycle racks are important to
facilitating bike travel. Where sidewalk width does not permit them, bike racks
can be creatively placed in the street itself, in lieu of on-street parking spots,
ensuring adequate protection from vehicles through the installation of
bollards.
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Policy 1.1: Major streets should serve multiple uses.
Streets that support and invite multiple uses, such as pedestrian seating and
commercial activity along the sidewalk, bicycle lanes, and transit facilities,
are more conducive to vibrant urban neighborhoods than streets that
support only vehicle movement comfortably.

Intersections proposed for major
pedestrian improvements

Policy 1.2: Use widened sidewalks and boldly marked crosswalks at
intersections on major streets to make the pedestrian crossings
shorter and thereby safer.
Sidewalks should be widened where possible along major traffic streets. At
intersections on major streets, install boldly-marked crosswalks, which make
drivers aware that they are crossing paths where pedestrians are likely to be
found.
Policy 1.3: Implement a streetscape improvement program on the
plan area’s key streets.
The plan area’s three major streets—Ocean, Geneva, and San Jose Avenues—are envisioned as distinctive, tree-lined streets that provide a focus
to their respective neighborhoods and contribute a strong sense of orientation and urban structure. An area-wide streetscape improvement program
for these streets should include the redesign of streets and sidewalks
according to the principles described above.
Policy 1.4: Pay particular attention to ensuring a comfortable, pleasant,
and safe pedestrian environment in the commercial district.
The needs of pedestrians must be paramount for a San Francisco district
like the Ocean Avenue Neighborhood Commercial District to succeed.
Pedestrians are not only those who arrive in the district on foot, but those
who may have come by bus or train, or indeed have driven a car and then
walked from a parking space. Everyone who uses the commercial district is
a pedestrian. Thus, if the commercial district does not provide a comfortable and pleasant walking environment, it will not succeed.
The principles outlined above should direct improvements to the pedestrian environment in the commercial district.
Policy 1.5: Reallocate street space to support pedestrian use and
activity and more effective transit service.
On streets throughout the plan area, there is a limited amount of space on
the street to serve the variety of competing users. Some streets may have
more vehicle capacity than is needed to carry peak vehicle loads. In all cases,
the street right-of-way should be allocated to make streets safe and attractive places for people and to prioritize reliable and effective transit service—even if it means reducing the street’s car-carrying capacity.
Removing buses and streetcars from traffic is the key street-related improvement to transit service in the plan area. In practice this means creating
transit-only lanes for streetcars on Ocean and San Jose Avenues. In some
cases buses would also be able to use these lanes.
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Traffic lanes can also be reclaimed as civic space for widened sidewalks,
plazas, and the like.
Policy 1.6: Improve bicycle connections and safety throughout
the plan area.
There is a significant opportunity to boost cycling in the plan area. Street
grades are relatively flat for San Francisco, there are excellent regional transit
connections, and City College and the three high schools represent an
enormous potential pool of cyclists. However, many key destinations
within the area are nearly inaccessible to bicycles at present. While many of
the streets in the plan area are designated as official city bike routes (Ocean,
Geneva, Phelan, and Holloway Avenues) in all cases these are only signed,
with no dedicated bicycle lanes or other accommodations.—even on
heavily trafficked major streets.
Without removing existing curb parking, bicycle lanes can be striped on
Ocean Avenue between San Jose and Harold Avenues, creating a muchneeded connection to City College. Via Harold Avenue, cyclists can
access the bicycle route along Holloway Avenue, a flat, relatively calm
residential street that provides direct access to San Francisco State
University. There is also excess street capacity on Phelan Avenue,
allowing for one auto lane and a bicycle lane in each direction, with a
generous landscaped median that gives way for left-turn pockets at
critical intersections.
There are a number of important bicycle route improvements that fall
outside of the immediate plan area, yet are critical to establishing safe and
convenient access to and through the plan area. The following are suggested bicycle route improvements that should be explored in further
citywide and neighborhood projects:
1. Establish Holloway Avenue as a “bicycle boulevard.”
Holloway Avenue is a direct, quiet residential street that extends from near
the Balboa Park Station all the way to San Francisco State University,
making it ideal for cyclists. To the greatest extent possible, stop signs should
be removed and replaced with landscaped traffic circles and other trafficcalming techniques where necessary to slow traffic.
2. Incorporate bicycle lanes into a redesigned Alemany Boulevard.
Following an earlier, level rail line, Alemany Boulevard was originally built
as U.S. 101 and was the main entrance to San Francisco from the south.
When I-280 was completed, Alemany Boulevard was freed of its regional
traffic function, leaving it over-built. Alemany Boulevard should be
redesigned in a manner more fitting to its current function as a neighborhood street. The street should be reduced from three to two travel lanes in
each direction, with the remaining space dedicated to bicycle lanes and a
landscaped median with turn pockets. This would create a bicycle connection between the Daly City BART station, the Balboa Park station area,
Crocker Amazon, Mission Terrace, and the Mission District to the north.
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3. Establish San Jose Avenue as a major north-south bicycle route.
This street has the potential to become a major north-south bicycle route,
connecting the Mission District to Balboa Park, Oceanview and the Excelsior. In the Bernal Cut, there is room for bicycle lanes or even a separated
bicycle path by re-designing San Jose Avenue as more of a city street and
less of a high-speed freeway. Where San Jose Avenue crosses under I-280,
the city should consider eliminating grade separation between Bosworth
and San Jose Avenues, allowing for a safer and more regular intersection.
In addition to improving access and road conditions for bicyclists, safe and
protected bicycle storage is critical at important destinations. The current
bicycle racks at the BART station in the vicinity of the entrance south of
Geneva Avenue are not in a visible, convenient, nor sheltered location,
making them unappealing. Expanded, covered bicycle parking at the transit
station can be accommodated on the street-level plaza proposed for the
north side of Geneva Avenue. Additionally, as improvements are made to
the interior of the BART station, it might be possible to place unstaffed
bike racks within the paid area of the station or a staffed bike station on
the mezzanine level of the station, similar to that at the Berkeley BART
station. A central and secure bike parking facility, potentially with self-serve
repair stands and tools, should be explored at City College.
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OBJECTIVE 2: RECONSTRUCT AND RECONFIGURE MAJOR STREETS AS A KEY STEP
TOWARD TRANSFORMING THE PLAN AREA.
Policy 2.1: Redesign Geneva Avenue as a new front door to the
station.
This segment of the street should be reconstructed as shown to the left and
described below. Geneva Avenue between San Jose Avenue and the I-280
ramps will be the heart of the Transit Station Neighborhood. It will need
to gracefully accommodate a large volume of pedestrians, buses loading
and unloading, passenger drop-offs, and through automobile traffic. The
street must accommodate all these activities while remaining an attractive
and comfortable place for people to be.
Buses will continue to load and unload along this street, but will be better
separated from traffic. Curb space for bus loading will be lengthened on
both sides of the street. Sidewalks on both sides of the street will be
widened significantly, providing more space for people to walk or to get
on and off of buses. (The overall number of lanes on Geneva will remain
the same; aside from straightening the southern sidewalk upon closing the
access road, sidewalks will be widened into the Upper Yard and Green
Yard properties.) Dedicated areas for passenger drop-off will be provided
and separated from bus zones. A center median will be added to help calm
traffic and discourage jay-walking. Once the Single Point Urban Interchange
and freeway deck are built (see Section 5 pertaining to the Transit Station
Neighborhood), passenger drop-off and some bus stops will move to the
freeway deck road, where ample space will be available.
The first block of Geneva Avenue east of San Jose Avenue has a wide rightof-way (86 feet versus the typical 80 feet), allowing for a landscaped median
between Delano and San Jose Avenues, ten foot-wide sidewalks, curb parking,
and two lanes of traffic in each direction. Curb bulb-outs on Geneva Avenue
at San Jose Avenue will improve pedestrian safety at this intersection. East of
Delano Street, the right-of-way returns to 80 feet, and so the median on one
side of curb parking will have to give way.
Policy 2.2: Redesign San Jose Avenue in the station area.
This segment of the street should be reconstructed as shown to the left and
described below. San Jose Avenue between Ocean and Geneva Avenues
accommodates streetcars as they approach the station, but is also a residential street. The center lane should be reserved for transit vehicles. If the Jline streetcar is rerouted to serve San Francisco State University, a northbound platform should be added on San Jose Avenue just north of
Geneva Avenue, and the existing one on the south side of Geneva Avenue
(currently serving the M-line) should be widened and improved. The
western sidewalk should be widened just south of Geneva at the current
bus stop to create more appropriately ample pedestrian space for this highactivity corner.
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Policy 2.3: Redesign Ocean Avenue as a transit and pedestrian boulevard.
This segment of the street should be reconstructed as shown to the left and
described below. Ocean Avenue is envisioned as a tree-lined boulevard that
emphasizes pedestrian, transit and bicycle movement while still adequately
accommodating auto traffic. This is the key pedestrian connector between
different parts of the plan area and thus deserves special treatment.
For the entire length of Ocean Avenue in the plan area, through traffic lanes
should be reduced from two to one in each direction, allowing for a dedicated
transit lane. New dedicated bicycle lanes should be provided between San Jose
and Harold Avenues, to allow bicyclists to reach City College and the gateway
to the commercial district. A planted center median should also be installed
between Phelan Avenue and the entrance to the new freeway deck (see Section
5 pertaining to the Transit Station Neighborhood). The existing Muni K-line
platforms under the overpass should be removed and rebuilt at Howth Street,
serving new City College facilities and Lick-Wilmerding High School.
The intersection of Ocean, Phelan, and San Jose Avenues should be
modified to accommodate bicycle lanes through to Harold Avenue (where
bicyclists can continue west on Holloway Street). Crossing distances should
be shortened and turning radii for automobiles tightened in order to
improve pedestrian safety.
West of Phelan Avenue, new pedestrian improvements, including lighting,
trees, and curb bulb-outs are under construction as part of an earlier,
Muni-sponsored improvement project. The dedicated transit lane should
be continued through the commercial district, with left turns allowed at
specified intersections.
Policy 2.4: Redesign Phelan Avenue in a manner befitting a campus-oriented street.
This segment of the street should be reconstructed as shown to the left and
described below. Phelan Avenue between Ocean and Judson Avenues is
currently a main thoroughfare for City College students, the neighborhood
to the north, as well as an access point for college-related parking in the
reservoir. If the campus is expanded onto the reservoir, Phelan Avenue
will take on more of the character of an internal campus street (though it
would remain under the jurisdiction of the city.)
This street should be redesigned to be more pedestrian friendly and to
accommodate bicycle lanes. The current two lanes in each direction should
be reduced to one, with added bike lanes and a landscaped center median
that breaks to create left-turn pockets.
OBJECTIVE 3: IMPROVE THE QUALITY OF LOCAL NEIGHBORHOOD STREETS

THROUGH SMALL BUT IMPORTANT STREETSCAPE IMPROVEMENTS.
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Policy 3.1: Provide special treatment at gateways to residential neighborhoods.
Where local streets meet main streets, create widened sidewalks, corner
plazas, and perpendicular parking, where possible, to narrow the effective
roadway and discourage through-traffic on neighborhood streets. Also,
street trees, of the same species used on the main street, should be continued to the depth of the commercial parcel on side streets.
Policy 3.2: Work with property owners to plant street trees along
local residential streets.
On local streets, the city should work with property owners to plant street
trees of a single species per street. On these streets the cost of planting
trees is generally shared by property owners, often through a nonprofit
organization such as Friends of the Urban Forest.
Policy 3.3: Explore neighborhood-wide traffic calming for the
neighborhoods surrounding the plan area.
Local neighborhood streets should be quiet, slow-paced environments
where children can safely play, cyclists can comfortably ride, and residents
can enjoy walking and spending time in front of their homes. To mitigate
the quantity and negative effects of traffic and to discourage cut-through
(non-local) traffic, each neighborhood should pursue a neighborhood-wide
comprehensive traffic calming program. Such techniques as widened
sidewalks at corners and mid-block, landscaped traffic circles, and raised or
textured crosswalks can not only slow traffic but create valuable neighborhood public open space that visually enhances the neighborhood.
OBJECTIVE 4: EMPHASIZE THE STREET GRID AS THE PRIMARY PATTERN THAT

PROVIDES THE FOUNDATION FOR THE NEIGHBORHOOD’S CHARACTER, ORIENTATION AND SENSE OF SCALE.

Policy 4.1: Extend the grid.
The street system supplies the basic unifying structure for the neighborhood. Extending and respecting this pattern for new development breaks
large parcels into human-scaled blocks. The grid allows flexibility for
development while providing a framework for an improved pedestrian
realm by creating connected streets, shorter, walkable blocks, and smallerscaled buildings. In areas where the street cannot be extended due to
topography or other factors, the “line of the grid” should be extended to
ensure continuous public access. The grid can reconnect the plan area’s
neighborhoods and districts with one another where they have become
disconnected, and can ensure the creation of a walkable place while also
allowing for convenient access to transit.
Not all extensions of the grid need be streets for cars. In many cases
pedestrian-only pathways, or streets which allow only very slow-moving
autos for local access, are appropriate.
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The Grid
San Francisco’s street grid system is
arguably one of the city’s most
distinctive elements. The origin of the
city’s grid can be traced back to the
early 1830’s and the first survey for the
town of Yerba Buena, which was
influenced by the Spanish Law of the
Indies. The city street system is one of
straight streets that rise and fall over
hills, rather than curve around them,
creating city blocks which follow
clearly discernable patterns, have a
distinctive scale, and provide considerable flexibility for development. It also
creates the spectacular public view
corridors that are famous in San
Francisco.
Where grid streets encounter a hillside
that is too steep, it is typical for the
“line of the grid” to continue via a
stairway. Stairs provide continuous
access for the pedestrian and link
neighborhoods throughout San
Francisco. Examples include the
Vallejo, Castro, and Liberty Street
stairs, to name a few.
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In the Phelan Loop Area, streets that currently terminate at Ocean Avenue,
including Brighton, Lee and Harold Avenues, should be extended north
across Ocean Avenue. If street connections to the reservoir site to the
north are not feasible when development occurs there, the public way
should be extended through the creation of stairs or paths that follow the
“line” of the street to better connect the commercial district with uses on
the reservoir.
A less literal approach is proposed for the Transit Station Neighborhood,
where Ocean, Geneva and San Jose Avenues are not perpendicular to one
another nor to neighborhood streets, Interstate 280 bisects the area, and
transit and institutional uses occupy large areas of land. In this area, logical
extensions of the grids should be used to help provide a means of orientation and to moderate the scale of new development. This would result in
the extension of continuous public access and visual connections across
neighborhoods to major destinations.
OBJECTIVE 5: ASSESS THE PERFORMANCE OF THE STREET SYSTEM BY MEASURING THE OVERALL MOVEMENT OF PEOPLE AND GOODS, RATHER THAN MERELY
THE MOVEMENT OF VEHICLES.
Policy 5.1: Adopt a set of person-movement-based performance
measures for use in Environmental Impact Reports.
The California Environmental Quality Act (CEQA) requires that when
major development projects and public improvement projects (such as
transit or bike lanes) are being considered, they be evaluated for their
impact on the performance of affected streets. Though a successful street
must work for all users, at present the performance of the street system is
only measured by a single indicator–its ability to move vehicles. No
distinction is made between a bus or streetcar, where the delay to a single
vehicle may affect a hundred passengers, and an automobile, where the
delay may only affect the driver. No account is taken of the delays experienced by cyclists or pedestrians, even though virtually all trips by car and
transit begin and end on foot.
This practice often results in unintended consequences. Pedestrian-friendly
development projects built in already-congested areas or transit projects which
would speed up bus or train service score badly at the hands of performance
measures that track only seconds of delay for automobiles at intersections.
Performance measures that track seconds of delay for vehicles should be deemphasized and augmented by measures that track the ability of people to move
through the system, without regard for their mode of travel. For example, a
project that speeds up buses each carrying 50 people should be able to receive
a positive evaluation even if it delays single-occupant automobiles.
The feasibility of introducing a more comprehensive set of performance
measures covering the quality as well as the speed of all means of travel
should be studied. Most importantly, performance indicators should be
related to the objectives of the transportation system. If the sole objective
were to minimize delays to automobiles, which it should not be, the current

39

Balboa Park Station Area Plan

Key Strategies

1. Design Streets for People

automobile level of service indicator might be a reasonable one. Performance indicators should thus be related to objectives such as speeding up
travel times for transit riders and improving safety as well as creating an
safe and enjoyable environment for pedestrians and bicyclists. Indicators
should also be designed to minimize data collection costs, and to be readily
understandable to the public.
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P

ublic parks, plazas, and open space areas are critical neighborhood
enhancing and defining elements. In a successful urban
neighborhood, these spaces will complement and enhance open
space provided as part of public streets. Well-located parks and plazas can
knit together surrounding urban areas by providing a variety of active and
passive recreational activities and informal gathering places for the
neighborhoods. Open spaces provide a venue for people to gather and
socialize or simply to enjoy being alone while surrounded by a buzz of
activity. A successful open space system enlivens and supports the
neighborhood by including a variety of convenient, accessible and
attractive public spaces serving different purposes and a mix of users.
Only a handful of parks, plazas, and open space areas are currently located
within the plan area. The largest and most notable of these is Balboa Park,
a green that includes baseball diamonds, soccer fields, a swimming pool,
and multi-purpose grass areas. Although San Jose and Ocean Avenues
front this prominent park, it is largely screened from view by dense
vegetation and fencing. Physical and visual linkages to Balboa Park from
the surrounding neighborhoods should be improved, and smaller
neighborhood and transit-oriented parks and plazas should be introduced
in the Transit Station Neighborhood and the Phelan Loop Area. The aim is
to create a system of neighborhood open spaces, including active, passive,
and informal gathering areas, all contributing to a special neighborhood
character. They should be easily accessible and located throughout the plan
area in order to best serve neighborhood needs.
The space between new and existing buildings and sidewalks in the Transit
Station Neighborhood and the Phelan Loop Area will shape the character
of formal urban open spaces, while Balboa Park and a new open space
developed over the western portion of the Balboa Reservoir will define
the larger parks. The combination of landscaped streets, parks, and public
gathering areas would offer variety and form an interesting system of
urban public spaces.
OBJECTIVE 1: CREATE A SYSTEM OF PUBLIC PARKS, PLAZAS, AND OPEN SPACES.
Policy 1.1: Create a variety of new open spaces.
A variety of active and passive recreational opportunities should be
provided throughout the plan area. It is important that these spaces not be
segmented into isolated spaces, but integrated into the public realm itself.
The level of activity in an individual park or plaza is related to the variety of
activities provided within the public space, the surrounding mix of uses, and its
ability to attract different users throughout the day.
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Larger, more formal parks and open spaces might provide activities for
different age groups and levels of activity. Smaller open spaces and plazas
may serve a single function, such as a transit waiting area or sidewalk
seating at a café. These smaller spaces can be enlivened by other activities
surrounding them. Benches and other seating should be provided within public
spaces to encourage informal daily use by residents and visitors.
Policy 1.2: Design safe and active spaces.
Parks, plazas, and open spaces should be conveniently located and easily
linked to the community they serve. Clearly defined entrances should not
only provide access into the public space, but should act as a transition
between surrounding uses and the open space. Benches and other amenities
should be provided along the edges to encourage people to move between
the open space and adjoining uses.

Proposed open spaces are
described in the following locations:

Geneva Transit Plaza

page 115

Freeway Deck Plaza

page 113

Phelan Loop Plaza

page 128

Brighton Avenue

page 129

Library Open Space

page 135

Reservoir Open Space

page 89
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Fundamental Principles For Open Space
The following principles will guide open space design in the plan area.

Many things contribute to the success of an open space. Issues of physical
design and programming are important factors in how a space is used, and how
well the space is integrated into the life of a neighborhood. There are three main
areas of concern for open spaces:

People and Activity
What attracts people most to civic spaces is other people. Active, well-used
spaces bring people to them. The more people who live and work in close
proximity to an open space, the more likely the space will be used during varying
times of the day and week. Related activities—adjacent shops and residences,
street vendors, open air markets, transit facilities, public events—play an
important role in bringing people into a civic space and making it an active
environment. Programming should be flexible enough to allow for many kinds of
activities. Consistent activity that populates the space also enhances the safety
of an open space.

Adjacent uses activate public space
(Belden Lane)

A wide variety of land uses clustered
around an open space help activate it
(Washington Square)

An open space will be used if it is
located within a short walk of a large
number of people

Size and Scale

South Park is ideally proportioned for
its intimate neighborhood context
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The relationship between the size of a space and its level of activity is one of the
factors contributing to the quality of a space. Larger spaces that are not heavily
enough used do not succeed; they tend to feel bleak and unsafe. We relate to our
surroundings at a variety of scales. Spaces at different scales create distinct
relationships with their surroundings and affect how comfortable we feel in them.
Around the city there are places at a grand scale, like Civic Center Plaza, which is
an expansive formal space ringed by monumental buildings, as well as those at a
smaller scale, like South Park, whose more intimate dimensions and close
interactions with neighboring buildings encourage more neighborhood use. We
feel most comfortable in places where we can easily relate to the things around
us. These places are at what we call a human scale.
A feeling of comfort in a civic space is not only generated from the landscaping
or furniture placed in the park or plaza itself–but by the scale of the buildings
surrounding it in relation to the size of the space. The scale of buildings that
border the space should form a clear edge that creates a feeling of enclosure at a
human scale.
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Something is at a human scale when we can recognize and make sense of it
easily within our normal field of vision. At a distance of about 70 feet, for
example, we recognize friends and make out details in the façade of a building 30
feet high. We perceive and can relate to the objects around us easily. At a
distance of about 50 feet, we can discern facial expressions and make out
objects in windows. We are more familiar and comfortable with the things around
us.
Larger spaces can also be broken up with intimate spaces set within them. A line
of trees with benches beneath, for instance, can create a smaller, more personal
space within a larger park.
South Park’s human scale creates an
intimate relationship with surrounding buildings as well as comfortable
spaces within

Entries and Edges
Our willingness to use a space is largely determined by the success with which it
relates to those objects that surround it – buildings, streets, natural features, and
other facilities. A good civic space starts at the street and ideally serves as an
extension of life on the street, providing a welcome contrast to the built form of
the city around it. Civic space should be oriented to the street, with a clear and
transparent transition from the sidewalk that invites in passing pedestrians,
rather than walls them out. If a space directly abuts buildings, those edges
should be active and welcoming (such as with shopfronts, doors, or windows)
rather than blank and foreboding.
People are attracted to the edges of a civic space. Edges offer perspective and
provide a sense of security. An edge does not have to be a boundary — an edge
can be used to subdivide the space within the park, creating smaller, more
personal spaces.

A defined, yet inviting and permeable
edge that relates to the sidewalk
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Ensuring visual penetration into parks and open space along all street-facing
edges will allow people to see into these spaces from public streets and
adjoining properties, increasing safety and encouraging their use. Fences should
be transparent where they exist and are necessary for recreational purposes,
such as around baseball or other sports fields, and removed wherever they are
not necessary for these purposes.
Policy 1.3: Ensure that new open spaces are linked to and serve as
an extension of the street system.
Extensions of the grid for new development can serve as a means for linking open
spaces to neighborhoods and makes them feel public and welcoming.
Policy 1.4: Pay attention to transit waiting areas.
Important transit nodes should be celebrated and well designed. Waiting
areas should offer protection from the elements and be sized large enough
to accommodate the intended users. Transit waiting plazas, and the sidewalks and streets that line them, should be designed to accommodate a
high volume of pedestrian movement.
Policy 1.5: Use “found space” as public open space.
A number of opportunities exist to create small but important public
places out of unused public space. The land around irregular intersections,
widened sidewalks, and utility easements should be transformed into
valuable community space through the installation of benches and other
amenities that will create inviting public places. Widened sidewalks can be
used for café seating and other retail-oriented gathering space. Otherwise
unused spaces should be redesigned as places for people.
OBJECTIVE 2: TAKE ADVANTAGE OF OPPORTUNITIES TO CREATE OPEN SPACE
WITHIN NEW DEVELOPMENT IN A MANNER THAT CONTRIBUTES TO THE
NEIGHBORHOOD’S OPEN SPACE SYSTEM.

Policy 2.1: Require good quality public open space as part of
major new developments.
As more people live in the neighborhood, greater pressure is placed on
existing open spaces. Major new developments in the plan area should assist
in meeting the demand for open space that they create. These developments should be required to provide publicly accessible open space in a
quantity directly proportional to the size of the development, and at least
some portion of this public space should satisfy a development’s required
private open space if it is configured as a true neighborhood resource.
Especially important in this regard is that it be directly accessible from
public streets or rights-of-way.
San Francisco’s climate is such that sunny, wind-protected outdoor sites are
the most usable on most days of the year. Outdoor spaces should be
oriented in relation to adjacent development so that there will be direct
sunlight during periods of high usage. Prevailing wind patterns and local
wind currents created by adjacent development should also be considered.
Barriers to deflect unpleasant winds should be used where appropriate.
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Phelan Loop Plaza

Art enhancement opportunity

Parks and open spaces are natural
places for art. A “gateway project”
might make sense on the new Phelan
Loop Plaza. Sculptures of animals
that children can climb on would be
appropriate for a children’s
playground. Other artwork such as
outdoor furniture or water fountains
could enhance open spaces adjacent
to residential neighborhoods or in
neighborhood parks.
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OBJECTIVE 3: ENSURE THAT EXISTING OPEN SPACE AREA IS VISUALLY AND
PHYSICALLY CONNECTED TO THE NEIGHBORHOOD.
Policy 3.1: Re-design the Ocean and San Jose Avenue edges of Balboa
Park so that the park is visually opened to the surrounding community
and so that physical linkages are strengthened.
Balboa Park should feel open and inviting to the neighborhood and to the
many people traveling along its borders. New, clearly defined entrances and
greater visual access into the park will encourage use of the park for more
than just prescribed recreational activities. Vegetation along the park’s streetfacing edges should be trimmed or removed so as not to encroach upon
the sidewalk, isolate the activities in the park, or block views into the park.
A formal gateway should be developed on the corner of Ocean and San
Jose Avenues that serves as a neighborhood landmark and emphasizes the
neighborhood’s connection with the park. Art, special paving, and landscaping should be used to celebrate this entrance. Benches and other seating
should be provided to allow people to enjoy watching the activities in the
park as well as the surrounding activities.
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3. Encourage New Mixed-Use Infill
Development, Emphasizing Housing

S

uccessful San Francisco neighborhoods follow a consistent pattern.
They generally include peaceful residential enclaves surrounding a
vibrant, mixed-use commercial core. In most neighborhoods, the
commercial core contains mixed-use buildings along main streets, with
neighborhood-oriented stores and services on the ground floor and
housing on upper floors. A critical mass of people living on or near main
commercial streets is what gives urban neighborhoods their vitality, interest,
safety, and convenience.
Linkages to transit are another aspect of the typical San Francisco pattern,
and one that must be emphasized if the city is to grow gracefully. Such
well-liked neighborhoods as Glen Park, West Portal, and Noe Valley follow
a pattern of residential neighborhoods surrounding a mixed-use commercial core, which itself surrounds a transit line or hub.
In the plan area, however, there is not much residential development on
Ocean Avenue in the commercial district, and the intensity of both residential and commercial development falls away around the two key transit
hubs—the Balboa Park Station and the Phelan Loop.
New mixed-use development, with housing over neighborhood-serving
retail, is one of the most important strategies for revitalizing the plan area.
Development of new mixed-use buildings with housing, carefully designed
and affordable to a range of income levels, will serve to fill in some of the
“holes” in the neighborhood, contributing added activity to enliven the
streets and supplying more customers for local businesses while at the same
time addressing the city’s housing crisis. The proximity of the
neighborhood’s main streets to excellent transit service makes this an
especially good place for housing development, because many residents will
be able to use transit to get to their everyday destinations without the need
to rely on the automobile to do so.
OBJECTIVE 1: MAXIMIZE OPPORTUNITIES FOR MIXED-USE INFILL HOUSING.
Policy 1.1: Include housing as a primary component of all new development.
Housing is the most appropriate type of development in the plan area.
Housing, supported by a modest amount of neighborhood-oriented
commercial establishments, should form the backbone of all new development in the plan area.
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Balboa Park Station Area Plan Land Use Program
(Net new development under Plan proposals)

Tier 1 (0-5 years)
Upper Yard

Residential Units

Commercial (sf)

200

5,000

Phelan Loop

80

15,000

Kragen Auto

160

16,643

Cultural/Inst. (sf)

Sunset Garage
Geneva Office Building
Infill on Ocean Avenue (a)
Infill on San Jose Avenue in
station area (a)

Total

Open Space (sf)
10,000
4,300

7,000
12,000
135

11,619

222

3,120

797

51,382

80

10,000

19,000

14,300

Tier 2 (5-20 years)
Firehouse
Freeway Deck
Infill on Ocean Avenue (b)
Infill on San Jose Avenue in
station area (b)
Reservoir 1 (c)

Total
Reservoir 2 (d)

Total

(e)

(e)

331

19,880

87

0

(e)

30,000

575

0

1,073

29,880

0

480,000

450,000

29,880

0

250,000

81,262
81,262
81,262
81,262

19,000
19,000
19,000
19,000

494,300
264,300
494,300
264,300

1,000

1,498

220,000

Tier 3 (20 years +)
Green Yard

Cumulative Development:
Tiers 1-2 (Reservoir 1)
Tiers 1-2 (Reservoir 2)
Tiers 1-3 (Reservoir 1)
Tiers 1-3 (Reservoir 2)

850

1,870
2,295
2,720
3,145

Notes:
= Redevelopment of parcels that currently have less than 5% of the total permitted building square footage

(a)
(b)

= Redevelopment of parcels that currently have 6-30% of the total permitted building square footage

(c)

Reservoir 1 = CCSF develops its 40% of the reservoir, PUC leaves its 60% as open space

(d)

Reservoir 2 = CCSF develops its 40% of the reservoir, 1/2 of the PUC portion
(30% of total reservoir) is developed, remainder (30%) is open space.
The program for buildings on the freeway deck are undetermined at this point

(e)
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Policy 1.2: Give first consideration to development of affordable
housing on publicly-owned sites.
The plan area is characterized by a large number of publicly-owned parcels of
land. Agencies owning or controlling these parcels include BART, Muni, City
College, the San Francisco Unified School District, the San Francisco Public
Utilities Commission, and Caltrans. In some cases, parcels in the plan area
under the control of these agencies may not be needed in the future by the
respective agency and could be re-developed with housing and mixed-uses.
City policy directs that surplus public property be considered for development of affordable housing. Thus, when offering their land for development, first consideration should be given by these agencies to the development of affordable housing.
Some of these sites are more readily and easily developed than others. The
public entities that own each of these sites will need to determine, based on
the framework in this plan, whether portions of their properties can be
made available for housing development without adversely affecting their
current and future facility and operational needs. The most important tool
for understanding this will be the public entity’s facilities plan.
Policy 1.3: Eliminate dwelling unit density maximums.
Dwelling unit density maximums unnecessarily constrain the number of
dwelling units that can be built on a given lot. Concerns regarding compatibility of new buildings with neighborhood scale are addressed in this plan
by establishing policies regarding the height and bulk of buildings and by
urban design guidelines (in Key Strategy 4, policy 4.2). Developers should
be allowed to build any number of residential units within those height and
bulk limitations, subject only to building code restrictions and a minimum
density of one unit for every 800 square feet of lot area. This flexibility
would allow developers to produce a higher number of smaller units or a
lower number of larger units as needed, rather than being constrained by
density restrictions that may not reflect market realities.
Policy 1.4: Produce housing for a variety of household sizes and
income levels, and for a mix of rental and ownership housing.
Development of a wide variety of new housing stock, containing units of
various sizes, styles, and prices, will help ensure that the plan area’s current
diversity in income, ethnicity, family size, and lifestyle can be maintained. Where
publicly-owned parcels are being developed, the city should require that this
diversity be included as part of new development.
Policy 1.5: Require or encourage that parking costs be separated
from housing prices or rents in new residential development.
Currently most new ownership housing and some new rental housing has
parking included in the base price of a unit. This encourages auto ownership and use because the cost for storing a vehicle is an already “sunk” and
invisible cost. Individuals or families who do not own or may not need a
car must pay for the space anyway, needlessly driving up the cost of their
housing.
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Where possible the city should require parking spaces to be sold or rented
to residents for a price separate from that of the unit itself. While it may
not be possible to require this “unbundling” in private developments
through the Planning Code, the requirement can and should be incorporated into all developments on city-owned land. It should be strongly
encouraged everywhere else. This will require that only those who really
need a car pay for storing one, and also serve to lower the cost of housing
for those who do not need or want a car.
OBJECTIVE 2: STRENGTHEN THE OCEAN AVENUE NEIGHBORHOOD COMMERCIAL
DISTRICT WITH NEW COMMERCIAL AND RESIDENTIAL MIXED-USE DEVELOPMENT.
Policy 2.1: Encourage new mixed-use commercial and residential
infill within the commercial district, while maintaining the district’s
existing fine-grained character.
Over time there will be opportunities to replace some existing structures in
the commercial district with new development. Infill on these parcels with
mixed-use developments containing up to three floors of housing, and
retail space on the ground floor should be encouraged. To retain the
district’s fine-grained character, consolidation or mergers of more than one
parcel should be prohibited. An exception to this rule should be made for
mergers where a corner parcel would be consolidated with one adjacent
parcel. These mergers would allow slightly larger structures to be developed on corners, which would allow more housing units to be developed
with access to parking from the side street.
Policy 2.2: Prohibit large commercial uses.
Commercial uses under 4,000 square feet in size should be permitted as of right,
since such size maintains the fine-grained, pedestrian-oriented character desired in the
commercial district. Retail uses 4,000 to 10,000 square feet in size should be considered as a conditional use under the following conditions:
•
•
•
•

The proposed use satisfies a recognized retail need of the immediate
surrounding neighborhood, and
is not primarily auto-oriented, and
can be successfully integrated into the neighborhood context and scale,
and
does not require relaxation of policies elsewhere in this plan, or in the
Planning Code, regarding parking, setbacks, or urban design.

A conditional use for a retail use exceeding 10,000 square feet should be
granted only for a general grocery located on one of the parcels in the
Phelan Loop Area along the north side of Ocean Avenue between Phelan
and Plymouth Avenues. The general grocery should also meet the conditions stated above.
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Policy 2.3: Redevelop the parcels in the Phelan Loop Area, along the
north side of Ocean Avenue between Phelan and Plymouth Avenues, with new mixed-use development.
The north side of Ocean Avenue, between Phelan Avenue and Plymouth
Avenue offers an opportunity for comprehensive redevelopment. The
Development Program Section of this plan outlines a detailed redevelopment program for the Phelan Loop Area.
OBJECTIVE 3: CREATE AN ACTIVE, MIXED-USE NEIGHBORHOOD AROUND

THE TRANSIT STATION.

Policy 3.1: Introduce new transit-oriented, mixed-use buildings on
opportunity sites in the Transit Station Neighborhood.
Improving the transit facilities alone will not be enough to create a vital
neighborhood around the transit station. Without new mixed-use development, bringing more people to live and shop in the area, it will not be possible
to transform this area into a true neighborhood. A detailed development
program for the Transit Station Neighborhood is outlined in Section 4.
Policy 3.2: Establish mixed-use housing and retail as the principal
land use in the transit station neighborhood.
Housing and retail around the station will help to enliven the area while providing
needed new residential units. Ground floor retail space should be focused on
neighborhood-oriented shops and services and individual retail uses should not be
larger than 5,000 square feet to create a fine-grained, pedestrian-oriented character.
Auto-oriented uses should be prohibited. In general, ground floor retail space should
be permitted, but not required, in the transit station neighborhood. An exception to
this should be the Upper Yard site, where active retail space should be required at the
corner of Geneva and San Jose Avenues and along at least 50 percent of the site’s
Geneva Avenue frontage.
Policy 3.3: On opportunity sites in the Transit Station Neighborhood,
maximize density, balanced with sensitivity to neighborhood context.
Because of the proximity to excellent transit service, it will be critical to
maximize housing development in the Transit Station Neighborhood.
However, like other places in the plan area, building height and bulk must
be balanced with sensitivity to the surrounding context. This does not imply
that new buildings developed around the station must be at the same height
as those in the surrounding neighborhoods, but it does mean that care
should be taken in their design. Key Strategy 4 and the Development
Program section provide guidelines for new buildings in this area.
Policy 3.4: Encourage appropriate institutional uses in the Transit
Station Neighborhood.
In addition to housing and neighborhood-serving commercial uses, the Transit
Station Neighborhood is well-suited for arts, educational, and other communityserving institutional uses. These would complement the existing concentration of
educational institutions nearby, as well as private uses like the “Turko-Persian Rug
Building,” which now contains space for musicians. The Geneva Office Building is a
particularly appropriate location for community-serving institutional uses.
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While arts, educational, and community-serving institutional uses are
appropriate for the Transit Station Neighborhood, they should complement and not replace opportunities for the creation of housing.
OBJECTIVE 4: PROTECT EXISTING HOUSING.
Policy 4.1: Maintain a presumption against the loss of existing housing
units.
As housing demand increases, developers or property owners may seek to demolish
or renovate housing that currently serves lower-income households in favor of
housing for higher-income households. With the exception of substandard units, the
existing housing stock should be protected, especially those units serving lowerincome households. Development proposals that would result in a net decrease in
the number of housing units should be rejected.
Development proposals which would entail demolishing existing units, but would
result in a net addition to the number of housing units in the area, should be
considered on a case-by-case basis, by means of a conditional use permit. As part of
its findings in approving the conditional use application, the Planning Commission
should be able to find that the new development provides at least as many under
market-rate units as were demolished.
Policy 4.2. Control dwelling unit mergers.
It is the policy of the city to require careful review before permitting the merger of
two or more dwelling units. In the plan area, like elsewhere in the city, all applications
for a dwelling unit merger should be considered by the Planning Commission on a
case-by-case basis through the Discretionary Review process. The Commission
should consider detrimental effects to the housing supply, landmark designations,
planned owner-occupancy, and displacement effects.
Policy 4.3. Assist lower-income homeowners in making improvements to
their houses.
The availability of low-interest loans can help homeowners with limited resources to
make structural or aesthetic improvements to their properties. These funds allow
lower-income households to improve their homes and remain in their community
rather than live in unsatisfactory conditions or relocate to other communities where
affordable and adequate housing can be found.
OBJECTIVE 5: ESTABLISH PROGRAMS TO INCREASE AFFORDABILITY OF HOUSING
DEVELOPED IN THE PLAN AREA.
Policy 5.1: Encourage lending institutions to expand the Location Efficient
Mortgage Program to cover the plan area.
The Bay Area is one of the pilot locations for the Location Efficient Mortgage
Program. This program recognizes the lower costs of transportation for households
living in neighborhoods near good transit service and allows these households to
qualify for higher mortgage amounts based on these lower transportation costs. The
plan area should be included in the eligibility zone for this new program.
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