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Art enhancement opportunity
Art can enhance buildings themselves.
New civic buildings like a branch
library will generate art enrichment
funds for new public art projects,
which can be sited on the exterior of
the building, providing street appeal
and neighborhood beautification.
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T

he distinctive and attractive qualities of an area derive in great part
from the design of individual buildings and the way in which these
buildings come together to form the public realm. This section of
the plan addresses the scale, character, and relationships that new buildings
along major streets in the plan area (except those zoned residential only)
should embody in strengthening the public realm.
Buildings define the public realm, in addition to providing space for a myriad
of private activities. The built environment provides the setting for people
to meet and interact informally, as well as shapes the neighborhood’s range
of social experiences. Building height, articulation, setback, and spacing
define the scale and character of streets, sidewalks, plazas, and open space
that comprise the community’s space. Buildings shape the view and regulate
the amount of sunlight that reaches the street. The uses of buildings and
their relationship to one another affect the variety, activity, and liveliness of
a place. Buildings with a mix of uses, human scale, and interesting design
contribute to attractive and inviting neighborhoods, and are vital to the
creation of lively and friendly streets and public spaces. In the best cases,
the defining qualities of buildings along the street create a kind of “urban
room,” comfortable at the pedestrian scale, where the public life of the
neighborhood thrives.
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The following broad urban design objectives for building in the plan area are
followed by specific urban design guidelines that achieve these objectives.
OBJECTIVE 1: CREATE STRONG PHYSICAL AND VISUAL LINKS BETWEEN THE
TRANSIT STATION NEIGHBORHOOD, CITY COLLEGE, AND THE OCEAN AVENUE
NEIGHBORHOOD COMMERCIAL DISTRICT.
San Francisco’s urban form is comprised of very memorable patterns that help
residents and visitors alike navigate through the city, understand relationships between
different neighborhoods, and feel a uniqueness of place. The traditional street grid
pattern, reinforced by tightly-knit streetfront buildings, is the strongest organizing
pattern in the city and should be used to connect the activity centers in the plan area.
Creating identifiable landmarks, through siting and massing of significant buildings,
will also provide reference points and emphasize the importance of certain locales.
OBJECTIVE 2: EMPHASIZE THE LANDMARK IMPORTANCE AND OPPORTUNITY FOR
HOUSING DEVELOPMENT AFFORDED BY THE TRANSIT STATION.
Building heights and development densities at the transit station should be
greater to take advantage of the transit infrastructure and recognize the
station’s importance in the neighborhood’s landscape.
OBJECTIVE 3: KNIT TOGETHER ISOLATED SECTIONS OF THE PLAN AREA WITH
NEW MIXED-USE INFILL BUILDINGS.
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Significant gaps in development and activity along streets caused by
underutilized land or the intrusion of major infrastructure can make even
very close areas seem distant, isolated, unconnected, and out of mind.
Filling in these gaps with active mixed-use buildings will make what are
now isolated places, such as the transit station and the Ocean Avenue
commercial district, feel physically and psychologically connected. By
knitting together these areas with infill, residents and visitors alike will feel
more comfortable and encouraged to walk around the plan area and take
advantage of the shopping, cultural, and transportation resources that have
seemed distant and separated by bleak voids.
OBJECTIVE 4: ENSURE A RICH AND ACTIVE PEDESTRIAN REALM, ESPECIALLY
ALONG NEIGHBORHOOD COMMERCIAL STREETS.

The pedestrian friendliness of an area is not only established by the state of its
sidewalks and traffic conditions, but also is influenced heavily by the buildings
and activities that line the streets and define the public realm. Building frontages
that invite people to enter, that provide architectural interest and a sense of
scale, and that are transparent enough to provide visual connections to and
from the sidewalk help make the pedestrian environment more enjoyable and
safe. The pedestrian interacts most with the ground story of buildings, and the
greatest amount of attention must be paid to the articulation, transparency, and
relation of building uses to the sidewalk on the lower levels of buildings. It is
critical to ensure that pedestrian routes, especially in commercial areas, are not
interrupted or disrupted by auto access and garage doors.
OBJECTIVE 5: RESPECT AND BUILD FROM THE SUCCESSFUL ESTABLISHED PATTERNS

AND TRADITIONS OF BUILDING MASSING, ARTICULATION, AND ARCHITECTURAL
CHARACTER OF THE AREA AND THE CITY.

While architectural innovations and new, interesting styles keep a city
dynamic and fresh, there are fundamental patterns of building composition
that are essential to creating a pleasing public realm and establishing a
human-scaled neighborhood character. Common rhythms of building
projections, window detail and proportions, exterior materials, and overall
building siting are a few key ingredients that must be maintained regardless
of the specific architectural fashion employed.
Policy 4.1: Adopt height and bulk controls, based on the above objectives,
that maximize opportunities for housing development while ensuring that
new development is appropriately scaled for the neighborhood.
In general, existing height limits throughout the surrounding neighborhoods
and most of the Ocean Avenue commercial district should remain unchanged, while allowing heights to increase towards the transit station and
be taller than the surrounding context. Development immediately around
the station, on San Jose, Geneva and Ocean Avenues, should be somewhat
taller than the surrounding neighborhoods to mark the station’s importance
as a landmark, to provide opportunities for more housing in the most
advantageous locations, and to help bring more activity and energy to the
Transit Station Neighborhood. Recommended zoned height limits reflect
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maximum heights for those parcels, with further height sculpting and
stepping down in order to reflect adjacent contextual conditions controlled
by specific urban design guidelines outlined in this plan for significant
parcels.
Notable features of the height recommendations are as follows.
•
•

•
•

Maximum building heights on the Kragen Auto and Phelan Loop sites
(along Ocean Avenue) are lowered from 65 to 55 feet.
Maximum building heights are increased immediately around the
station itself, where immediate access to transit and larger parcels
warrant these changes: (a) the east side of San Jose Avenue, between
Geneva Avenue and the north side of Ocean Avenue are increased
from 40 to 50 feet; (b) the Upper Yard, which is currently split between 105 foot and 40 foot height limits, is evened out at an overall
maximum height of 85 feet.
The Geneva Office Building, which is currently zoned with a maximum height limit of 105 feet, is lowered to 40 feet to promote
preservation of the historic building.
The reservoir, which is currently zoned for maximum 40-foot limits on
the northern half and a 65-foot height limit on the southern half, will
be re-apportioned to reflect the re-alignment of the berm to run
north-south, such that: (1) the western half of the reservoir, closer to
the Westwood Park neighborhood, has 40-foot height limits; (2) the
northernmost portion of the eastern half has 40-foot height limits; and
(3) most of City College’s portion, just north of the Phelan Loop and
abutting Phelan Avenue, remains at 65-foot height limits.

Policy 4.2: Adopt urban design guidelines to ensure that new development
contributes to and enhances the best characteristics of the plan area.
New construction is likely to happen at different scales—modest structures
will fill in gaps on small parcels along Ocean Avenue, some building
owners will merely upgrade their facades, and other large underutilized
parcels will see dramatic redevelopment. Regardless of scale, new development should add to the district’s character, create a human scale public
realm, and fit within the city’s traditional fabric, regardless of architectural
style. Larger-scale development efforts must take great care to not overwhelm the scale of the area and to positively establish a pedestrian-scale
pattern. The following guidelines are included to instruct such efforts and
compliance with all of these guidelines is mandatory.
These urban design guidelines ensure that the fundamentals, the inviolable core
principles, of good neighborhood design are followed while allowing for
freedom of architectural expression. A variety of architectural styles (e.g.
Victorian, Art Deco, Mediterranean Revival) can achieve these important design
performance standards. As such, architectural style is not regulated in this plan,
but instead the plan regulates the elements of building and site design that
affect the scale, character, and pedestrian friendliness of the neighborhood. The
intent is to encourage the design of buildings with a human scale that contribute to the establishment of an inviting and visually interesting neighborhood, in
keeping with San Francisco’s traditional development patterns.

Draft for Public Review | October 2002

56

Key Strategies

4. Build with a Sense of Place

Urban Design Guidelines
The following guidelines apply to all development in mixed-use districts.
Residential design guidelines apply to development in residential districts.
The Design Guidelines are broken down into two main areas of concern:
(1) Massing & Articulation and (2) treatment of the Ground Floor, which is
further subdivided based on the type of street a building faces. For both
areas of concern are Standards, which are mandatory requirements (often
associated with quantifiable measures), and Guidelines, which are recommendations for good building design.
(1) Massing and Articulation
Standards:
• Extend the city street network and create human-scaled blocks. The city
grid pattern provides an organized and measured relationship
to give sense of place, orientation, scale, and comfort. Development patterns must be respectful of the existing street grid
pattern and alignments to avoid the creation of “super blocks”
that would be out of scale with the rest of the neighborhood
and inhospitable to pedestrians. Development on large parcels
must extend existing rights-of-way onto or through the parcel
or create entirely new rights-of-way, such that the resulting
development continues the existing block pattern, such that no
block is larger than 215 feet by 600 feet. Blocks must bounded
on all sides by public rights-of-way or other means of public
access (e.g. open space, pedestrian passages), and any block
length longer than 400 feet must be bisected by at least one
midblock public pedestrian passage.
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•

Significant parcel consolidation is prohibited to preserve the fine-grained scale of the
neighborhood. No parcel consolidation will be permitted that creates lots
greater than 7,500 square feet or with street frontage greater than 60
feet (along Ocean Avenue between Manor and Delano and along San
Jose Avenue between Ocean Avenue and Geneva Avenue). The
neighborhood is built on a traditional fabric of lots that are narrow
and deep, which provides for an enriching block face, diversity of
buildings, and stimulating pedestrian experience.

•

All buildings must have a maximum horizontal plan dimension of 110 feet,
with a maximum diagonal of 125 feet. These modulation and articulation increments are based on the walking speed of the average
person and the need to experience diversity in the streetfront every
ten to twenty paces. The form of new buildings must consider the
proportions and massing of other residential and street-front
commercial buildings found throughout San Francisco, which are
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typically based on 25-foot-wide building increments for row
houses and neighborhood retail frontages, and that generally do
not exceed 75 feet in width for larger apartment or office buildings. Efforts should be made to integrate the building into the
overall scale of the streetwall. Many of the development parcels in
the plan area are wider than the traditional 25-foot lot pattern, and
care must be taken to create a fine-grained human scale. Individual
buildings should maintain an expression of architectural unity, even
for larger buildings, within the 110 foot maximum dimension.
There must be a qualitatively different expression of buildings
between adjacent structures. An exception to this maximum
horizontal plan dimension should be granted for development of
a neighborhood-serving general grocery on the Phelan Loop site.
In no case, however, should the maximum horizontal plan
dimention be allowed to exceed 215 feet.
•

Build the bulk of buildings up to the edge of public rights-of-way. Buildings
should embrace the public realm and the sidewalk, and set back
only to accommodate elements that enhance this effect. Variations
from this to accommodate wider sidewalks or front steps or
stoops, create lively storefronts, or to mark entrances should be
limited to the ground floor as defined elsewhere in these guidelines.
Where sidewalks are 5 feet wide or less, new construction should
set back to widen the sidewalk to at least 8 feet, especially along
Ocean Avenue. In the case of through-lots, concentrate massing
along public rights-of-way and locate any open areas at the center
of the lot.

•

Above the ground floor the minimum window reveal is two inches. Upper
floors should include smaller, vertically proportioned windows
punched into walls, projections such as bay windows, or small
balconies. The typical window unit should be oriented vertically
and reflect traditional arrangements found throughout San Francisco. Sliding windows or applied mullions on windows facing the
street are not permitted.
San Francisco’s architectural tradition and fundamentals of good
place-making suggest that buildings that contribute most to the
public realm have a visually satisfying proportion between a
façade’s openings and its solid planes. In the best places around San
Francisco, there is a balance between openings and solid planes,
emphasizing pedestrian entries, windows, and other points of
interest, while de-emphasizing garages, storage, and mechanical areas.
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•

Structured parking shall be designed as an integral building element, located
within or below development, completely screened from view, and
wrapped by active uses on all major street frontages, notably along
Ocean, San Jose and Geneva Avenues and the civic open space
area on Harold Avenue. Parking accommodation should create
minimal physical and visual disruption to the pedestrian environment.

Guidelines:
• In addition to the larger building mass articulation based on the 25-50 foot module
(outlined above), building facades which face the public realm (e.g. streets, parks,
plazas) must be further articulated with a rhythm of finer incremental elements.
Divisions and changes in building volumes, wall planes, and rooflines
are encouraged. The use of bay windows or similar projections is
encouraged, with vertical modules or breaks in façade plane from the
ground floor ceiling height to the building cornice each 12 to 15 feet
of frontage.
These guidelines do not imply a requirement for bay windows. However, bay windows serve a number of important functions in the
articulation of buildings. They extend a building’s private domain into
the public realm, making for richer and more engaging interactions of
buildings and streets and maximizing the opportunity for “eyes on the
street.” Other ways of achieving such building articulation and a flow
between the interior of buildings and the public realm—outside of a
strict requirement for bay windows—may also exist, but any alternative
architectural solution should achieve these benefits to the public realm.
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•

Special building elements and architectural expressions such as towers, special entries,
or cupolas should be used strategically at key locations, including street intersections
and near important public spaces. They contribute to a building’s distinction
as a landmark, help to define a gateway, draw attention to an important
activity, or help define public gathering places. These elements must be
integrated into the design of the building. Special corner treatments are
encouraged for buildings that front onto the intersections of Harold
and Ocean Avenues, Phelan and Ocean Avenues, San Jose and Geneva
Avenues, and at the primary entrances of the transit station facing
Geneva and Ocean Avenues.

•

Buildings must include a clearly defined base, middle, and roof or cornice. The
middle of buildings should be clearly distinguished from the base and
be articulated with windows, projections, porches, and balconies.
Above five stories, the top floor(s) should be incorporated into an
appropriately scaled expression of the building’s top.
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Cornices are not required. However, when designed well, cornices
serve a number of important functions in relating a building to the
public realm. They terminate the façade against the sky and create a
definition that establishes the public street environment as an urban room.
They are an integral part of the façade composition, adding balance
and helping tie the upper portions of a building to its base.
Other ways of achieving these gestures to the public realm—other than
strict inclusion of a cornice—are possible, but any alternative architectural expression of a façade should achieve these benefits to the public
realm. The minimum recommended horizontal projection is two feet,
with three feet preferable for buildings up to five stories. The roof,
cornice, and parapet area should be well integrated with the building’s
overall composition, be visually distinctive, and should include elements
that create skyline interest. Roof forms should be drawn from the best
examples in the area.
Upper floor setbacks or other architectural techniques should be
considered for structures taller than four stories in order to relate to the
scale of nearby buildings and establish a sense of street enclosure that
avoids abrupt changes in height.
•

Building facades should include three-dimensional detailing such as bay windows
(discussed above), cornices, belt courses, window moldings, and reveals to create
shadows and add interest. Other elements that may contribute include
awnings, canopies, projections, trellises, or detailed parapets. Windows
and cornices are especially important elements contributing to the
creation of a comfortable urban room and pedestrian environment.

•

High quality building materials should be used on all visible facades and could
include stone, masonry, ceramic tile, wood, pre-cast concrete, and high-grade
traditional “hard coat” stucco (as opposed to “synthetic stucco” that uses foam).
Rich detailing is encouraged to provide interest and create variation in
wall planes. Materials and level of detail should be drawn from the
best examples in the area. Base and cornice materials should be balanced in material and color, or both.

(2) The Ground Floor
The design and use of a building’s ground floor has the most direct
influence on the pedestrian experience along the street. Ground floor uses
in the area are devoted to retail, service, and public uses; and to residential
units, lobbies, and storage in apartment buildings. These uses provide an
active and visually interesting edge to the public life of the street, which is
especially critical on neighborhood commercial streets.
Ground floors should be visually distinguishable from upper floors, with
generous ceiling heights. The base or ground floor of all buildings should
contain active ground-floor uses and avoid blank, unarticulated wall planes.
The ground floor should be composed of a clearly legible framework of

Draft for Public Review | October 2002

60

Key Strategies

4. Build with a Sense of Place

structural bays, flexible enough to offer the potential for varied and
interesting street-front shops, restaurants, or lobbies for residences. Storefronts should include large windows, clearly defined entries, and attractive
pedestrian-level detailing and ornamentation.
Standards:
•

Primary building entries are encouraged to be set back, though no more than 5 feet
from the street-facing façade; and should be no wider than 15 feet at the facade per
individual entry. A recessed entryway provides transition space between
the public sidewalk and the private interior of the building and creates
a welcoming portal to the public realm.

•

Surface parking lots are prohibited between the sidewalk and the front of buildings.

•

For parcels with greater than 25 feet of street frontage, parking is not permitted
within 30 feet of the sidewalk. This space should be supportive of residential or commercial uses. For corner lots, one street face, preferrably that
which is not on a commercial or transit street, is excluded from this
requirement, provided that parking is fully screened and not visible
from the sidewalk. For residential-only buildings, parking submerged at
least 5 feet below grade need not be set back from the sidewalk,
provided that the parking is fully screened and not visible from the
sidewalk.

•

No more than 30 percent of the width of the ground floor may be devoted to garage
entries or blank walls, except in no case shall garage entries be limited to less than
10 feet wide (except where curb cuts are expressly prohibited by this plan, such as
on Ocean Avenue). No façade may feature garage entries that together
total greater than 20 feet in width. Large garage entries are extremely
detrimental to the pedestrian character and safety of a street and
vehicle traffic crossing the sidewalk should be contained to the absolute
minimum necessary to facilitate access. Eight-foot-wide garage entries
are preferrable for narrower parcels (less than 50 feet wide). At least 70
percent of the width of the ground floor must be devoted to windows, entrances to dwelling units, store windows and entrances,
landscaping or planters, and other architectural features that provide
visual relief and interest for the street frontage. Building entries and
shop fronts should add to the character of the street by being clearly
identifiable and inviting. Blank walls (absent windows, entries, or
ornamentation) should be minimized. Display windows with unobstructed views into interior spaces and building entrances should line
major streets. Service functions such as trash, utility, or fire rooms,
should not be placed at the streetfront if possible.

Guidelines:
• Use changes in projections and recesses, along with materials and color to emphasize
pedestrian entries and architectural features, and to de-emphasize garage doors and
parking. These elements help to focus attention on the active spaces of
a building and reinforce a human scale within the façade.
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•

First floor residential units are encouraged to be at least three feet above sidewalk
level such that the window sill of these units is above pedestrian eye level in order to
maintain the units’ privacy.

•

Lower level (1-3 story) residential units should be directly and independently
accessible from the sidewalk, rather than from common lobbies.

On Commercial Streets (Ocean, San Jose, and Geneva Avenues)
Standards:
• In all cases, ground floor uses should be directly accessible from the sidewalk at
sidewalk grade with no steps up or down. To have a strong relationship with
the pedestrian realm, storefronts and residential entries should be
accessed directly from and related to the sidewalk.
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•

Retail frontages must be no less than 60 percent fenestrated and 75 percent
transparent. For improved pedestrian experience, dark or mirrored glass
is not permitted. Treat solar consideration architecturally, through the
use of recesses, eyebrows, or awnings.

•

Ground floors should have at least 11 feet clear ceiling heights. Successful retail
spaces have an uncramped atmosphere with high ceilings. They often
have clerestory windows.

•

Horizontal articulation is required between the ground floor and second story. A
minimum six-inch projection is suggested. The human scale of the sidewalk is
of paramount importance on neighborhood commercial streets.
Architectural detailing, such as a belt course or cornice at the groundfloor ceiling height, helps to frame the pedestrian space of the sidewalk.

•

If provided, off-street parking must be accessed via side streets or alleys. No curb
cuts are permitted on Ocean Avenue between San Jose Avenue and Manor Drive. It
is critical to maintain continuous storefronts and an active pedestrian
environment uninterrupted by cross-traffic accessing off-street parking
or dead spaces created by garage doors.

•

If provided, off-street parking must be setback at least 30 feet from a street-facing
property line, including parking above the ground floor. Parking is not permitted
as a use along commercial streets, in favor of active uses that contribute to the life of the street.
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T

hough a high level of transit service is available in the plan area, in
many cases the service is not sufficiently reliable or easy to use. A
series of measures should be considered in order to capitalize on the
availability of public transit in the neighborhood and to make it truly
competitive with other modes of transportation.
OBJECTIVE 1: MAXIMIZE THE POTENTIAL OF BALBOA PARK STATION AS A
REGIONAL TRANSIT HUB THAT EFFICIENTLY ACCOMMODATES BART, LIGHT
RAIL, BUSES, BICYCLES, PEDESTRIANS, TAXIS, AND AUTOMOBILE DROP-OFF AND
PICK-UP.
Policy 1.1: Re-design the Balboa Park Station so that it functions as
a true intermodal transit hub.
This is the most important transportation improvement for the plan area.
As it is directly served by four BART lines, three streetcar lines, eight bus
lines and myriad shuttle services, as well as I-280, very few other locations
in the region come close to the level of accessibility offered here. The
station, however, does not live up to its potential as a functional transit hub,
nor as a contributor of vitality to its neighborhood. The Development
Program Section details a plan for restructuring the station.
OBJECTIVE 2: IMPROVE THE TRAVEL TIME, RELIABILITY, COMFORT AND SAFETY
OF TRANSIT IN THE PLAN AREA SO THAT IT BECOMES COMPETITIVE WITH THE
PRIVATE AUTOMOBILE.

Policy 2.1: Consider introducing signal preemption or prioritization for
transit vehicles and removing stop signs on major transit streets.
Traffic signal systems that are timed to benefit automobiles result in slowermoving transit, and often force transit vehicles to “bunch” together. Signal
pre-emption for transit vehicles can address this by extending the green
time or shortening the red time of a traffic signal, allowing a bus or
streetcar to pass through with minimal delay. Stop signs slow transit service
and make for a more uncomfortable ride with frequent stops and starts.
Stop signs on transit preferential streets should be minimized and replaced
by signals with preemption.
Policy 2.2: Consider introducing a dedicated right-of-way for the KIngleside Muni Metro Line.
The K-Ingleside streetcar would be likely to operate much more quickly
and reliably if it were to have its own dedicated lane along Ocean Avenue
between Phelan Avenue and Junipero Serra Boulevard, where congestion is
particularly severe. One way to implement this is through reserving the two
center lanes for transit vehicles, while allowing left-turning vehicles to use
the left lane at signalized intersections. The regular signal phase would not
include a green left-turn arrow, unless a transit vehicle were blocked by a
vehicle waiting to turn left. All left turns at non-signalized intersections
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would be prohibited. Since the left lane is at present often blocked by leftturning vehicles, and automobile capacity tends to be most constrained at
intersections, a dedicated transit right-of-way would be likely to have
minimal impacts on auto congestion if implemented in this manner.
Policy 2.3: Consider re-structuring the routing of Muni bus service
in this part of the city to more effectively serve the Balboa Park
Station.
Balboa Park is served by eight Muni bus lines, and there may be an opportunity to optimize their routing to more effectively serve both the station
and the wider neighborhood. Many of the lines run infrequently or take a
circuitous route, meaning that it is often quicker to walk to Balboa Park
Station from parts of the neighborhood than to wait for the bus. In
addition, passengers are often willing to walk further to a more frequent
bus line. A study should be conducted to examine the potential to consolidate lines or streamline routings, allowing frequencies to be increased while
ensuring that all parts of the neighborhood remain within easy reach of
transit service.
OBJECTIVE 3: IMPROVE THE QUALITY OF THE TRANSIT EXPERIENCE THROUGH

WELL-DESIGNED STOPS AND STATIONS THAT MAKE A POSITIVE CONTRIBUTION TO
THE STREETSCAPE.

Policy 3.1: Institute a program of upgrades to transit stops.
The quality of the travel experience for transit users is extremely important.
Passengers are less likely to take transit if it makes them feel more frustrated and stressed, and less valuable. At present, most transit stops in the
Balboa Park neighborhood do little to make the travel experience pleasant.
Improvements such as trees, shelter, seating, lighting, and the Nextbus
passenger information system should be implemented at transit stops, with
a particular focus on streetcar platforms.

Draft for Public Review | October 2002

64

Key Strategies

6. Get Parking Right

Art enhancement opportunity

6. Get Parking Right

The design of new transit platforms
and shelters, with the participation of
artists as part of a collaborative team,
could be a practical and aesthetic
enhancement of the streetscape. The
transit shelters along San Francisco’s
Embarcadero, designed by Anna
Valentina Murch, or the shelters on
19th Avenue, designed by Leonard
Hunter and Sheila Ghildini, are local
examples of such structures.

arking is a tremendously important—even emotional — issue for
many San Franciscans. San Franciscans pride themselves on the
unique walkable character of the city and its neighborhoods, much
of which is created by the dense urban nature of this “transit first” city. It
has been said that no great city is known for its abundant parking and
similarly, no great San Francisco neighborhood is known for its ease of
parking. In fact, neighborhood shopping streets with a great range of
shops and a strong sense of place attract large numbers of shoppers
despite very difficult parking.

P

But many residents of the plan area rely on an automobile for at least a
portion of their daily journeys and are concerned about where they will
park upon their return home. Similarly, merchants along Ocean Avenue
know that a portion of their customers arrive by car and want to ensure
that these patrons have a place to park while shopping.
The plan area cannot become a better place if it does not benefit from a
balanced series of policies with respect to parking. If policies are too liberal
in their approach to parking, they will surely create an environment that is
even more alienating and hostile to the pedestrian than it is today. more
parking creates more traffic, reducing a neighborhood’s walkability and
livability. If the policies are too strict, they may have the effect of making
life difficult for residents. It is a critical balance that must be struck, and one
in which everyone will need to compromise.
The city’s control over parking represents one of the strongest tools the
community has to shape the future of this neighborhood. Parking policy
can influence people’s choices for travel, encourage new housing, support
vibrant local stores, and maintain the quality of place. Depending on how it
manages parking—both on-street and off-street—the city can prioritize
some types of travel over others and influence whether new trips are made
in single-occupant automobiles, further clogging area streets, or by some
other means of travel.
Time limits for parking, coupled with effective enforcement, can be used
to favor shoppers over employees and students and to discourage commute parking near transit, thus supporting local stores and promoting offpeak trips by neighbors over peak-hour trips by commuters. Parking
pricing can be used to ensure that spaces are available for those who need
them, and to raise money for Muni and neighborhood improvements.
Parking can also be provided in convenient, visible locations for shared
vehicles through car-sharing programs, reducing the need for people to
own their own car and freeing up curb space for other users.
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The presence of the main City College campus creates a large parking
demand for students, faculty, and staff. Parking policies related to City
College are discussed separately elsewhere in this document (see Key
Strategy 8).
OBJECTIVE 1: ESTABLISH PARKING STANDARDS AND CONTROLS THAT PROMOTE QUALITY OF PLACE, AFFORDABLE HOUSING , AND TRANSIT-ORIENTED
DEVELOPMENT.
Policy 1.1: Replace residential minimum parking requirements with
maximums for parcels near transit.
The existing minimum parking requirement of one parking space per
dwelling unit results in the development of fewer and higher-cost residential units. The existing residential minimum for off-street parking (generally
one space per unit) should be eliminated and replaced with a maximum of
one space per unit in the plan area, except for the Transit Station Neighborhood, where the maximum parking ratio should be one space for every
two units. If not specifically noted otherwise, providing off-street parking
up to the maximum would be allowed, but not required, in the plan area.
Eliminating minimums allows developers the flexibility to tailor parking to
the constraints of a site and the needs of expected residents. Maximum
requirements, by limiting the amount of off-street parking that may be
provided, help to protect the qualities of the place, promote higher
densities, reduce housing costs, and encourage transit use.
A variety of proposals in this plan (pedestrian improvements, better nearby
shopping opportunities, car-sharing programs, and residential parking
permit programs) go hand-in hand with the idea of reducing off-street
parking associated with new development.
Policy 1.2: Replace commercial and institutional minimum parking
requirements with maximums for parcels near transit.
Current minimum parking requirements for commercial and institutional
uses of 10,000 square feet or less should be converted to maximums, with
no required minimums. This will allow developers the flexibility to maximize retail and housing development in new mixed-use buildings near
transit, while still permitting enough parking to serve appropriate uses.
OBJECTIVE 2: ENSURE THAT NEW DEVELOPMENT DOES NOT ADVERSELY AFFECT
PARKING AVAILABILITY FOR EXISTING RESIDENTS.
Policy 2.1: Institute residential permit parking.
On residential streets around the transit station, residential permit parking should be
instituted on a consistent basis to discourage commuters from using these streets to
park and to prioritize space for residents and their visitors.
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Policy 2.2: Consider revisions to the residential permit parking
system so that it more effectively prioritizes parking for residents.
The city’s existing residential permit parking (RPP) system is intended to
mitigate the impacts of commuters and other long-term non-resident parkers
on residential streets. The program, as it is currently configured, is only partially
successful in its purpose of ensuring that adequate on-street space is available
for permit holders. In addition, the program is not always effective in dealing
with spillover concerns, where existing residents sometimes oppose new
development because of worries that new residents will compete for scarce
on-street parking spaces.
The city should engage in a study to identify revisions to the RPP program
so that it more effectively allocates parking as a scarce resource and helps
residents to welcome appropriate new development. Directions for further
study include: 1) creating more of a true market for on-street parking. This
would involve raising the price for a parking permit to a level where would
be more likely to trade off the costs of maintaining a car against the costs
of other means of transportation; 2) enacting regulations stipulating that
residents of new development on transit preferential streets are not eligible
for a permit; and 3) channeling extra revenue from higher parking fees
back into neighborhood improvements.
These ideas, and others not yet identified, should be studied more closely
by the city’s Department of Parking and Traffic to identify their costs and
benefits before deciding to modify the RPP program.
Policy 2.3: Manage the existing supply of on-street parking in the plan
area to prioritize spaces for residents, shoppers, and non-commute
transit trips.
The on-street parking supply in the plan area is put under pressure due to
the proximity of the transit station and City College. Drivers from outside
the neighborhood seek unregulated street parking in order to use BART or
Muni. Likewise, students attending City College often seek parking on
neighborhood streets.
Highest priority for the limited supply of existing on-street parking should go
to residents on neighborhood streets (via a residential permit parking system)
and to shoppers on commercial streets (via parking meters). Effective enforcement will be required to make this prioritization system effective. A lower
priority for access to on-street parking should be assigned to non-commute
users of the transit station and employees of local businesses. City College
parking demand should be reduced via programs to encourage use of nonauto modes (see Key Strategy 8) and then be accommodated in dedicated offstreet facilities.
OBJECTIVE 3: ENSURE THAT NEW OFF-STREET PARKING DOES NOT ADVERSELY
AFFECT NEIGHBORHOOD CHARACTER NOR THE PEDESTRIAN FRIENDLINESS OF
STREETS.
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Policy 3.1: Prohibit garage doors and curb cuts on neighborhood
commercial and transit preferential streets.
Blank garage doors have a significant negative visual effect on streets and
disrupt the character of neighborhood commercial districts. The most
successful neighborhood commercial districts have a continuous façade of
retail storefronts, uninterrupted by gaps or blank walls.
Curb cuts, leading to garages or surface parking lots, adversely impact
transit service and the quality of the pedestrian environment as well as
remove on-street parking and trees. They also introduce auto traffic across
busy pedestrian sidewalks.
Curb cuts should be prohibited on transit preferential streets due to the
delays they impose on buses and streetcars. This will have the effect of
prohibiting off-street parking in new developments mid-block, but not in
buildings developed on corners, where parking garages can be accessed
from side streets.
OBJECTIVE 4: ESTABLISH PARKING POLICIES TO SUPPORT REVITALIZATION OF

THE OCEAN AVENUE NEIGHBORHOOD COMMERCIAL DISTRICT.

Adequate short-term customer parking is one important element of a successful neighborhood commercial district. Currently, while parking along Ocean
Avenue in the commercial district is easier than in most of the city’s busiest
districts, spaces can be hard to find at peak times. Parking provision in the
commercial district needs to be carefully managed so that it doesn’t detract
from pedestrian, bicycle, and transit access, which are critical to a healthy
district.
Curb parking availability in the commercial district can be maximized for
customers primarily by prioritizing parking for these short-term users, so that
they are not competing with employees, residents, and commuters for the
same spaces. It is also important to maximize turnover. The local nature of the
Ocean Avenue Neighborhood Commercial District means that most shopping
errands can be completed within an hour or so, and in many cases significantly
less. Parking should therefore be managed to give priority to short-stay
customers, in order to maximize access to local merchants.
Policy 4.1. Convert all curb parking spaces on the commercial strip
of Ocean Avenue between Phelan Avenue and Manor Drive to
short-term metered parking.
To encourage high turnover, spaces should be metered with one-hour time
limits or less. The meters now generally provide a maximum stay of one
hour, with some 30-minute loading spaces and a handful of general-use
30-minute metered spaces. At least one or two meters on each block
should be set for 30-minute general use, in order to maximize turnover.
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Policy 4.2. Convert side street parking, where feasible, to one-hour
meters along the depth of the Ocean Avenue commercial properties
and convert parallel spaces on side streets to diagonal where street
widths allow.
Where feasible everywhere along the depth of the commercial properties
between Fairfield and Phelan Avenues, existing parallel parking spaces
should be converted to diagonal ones and metered. Conversion of parallel
parking spaces to diagonal ones can significantly increase the parking supply,
while the introduction of one-hour meters would maximize turnover, and
ensure that these spaces were prioritized for customers during the day. At
present, many of these spaces on side streets have no restrictions, while
others are governed by time limits or residential parking permits. These
spaces should be managed in the same way as those on Ocean Avenue.
With enforcement hours of 9 AM to 6 PM, these metered spaces would
also be available for resident parking outside the normal working day.
Meters should be installed only on the segment of the curb facing commercial buildings, and should not appear in front of houses.
Policy 4.3: Maximize the use of existing off-street parking facilities
in the commercial district for business owners and employees, as
well as possibly for customers.
Often business owners and employees park on Ocean Avenue, occupying
prime parking spots which should be available to customers. The merchants
association and other neighborhood groups should negotiate with owners of
parking lots that have weekday surpluses to allow others to use their lots within
agreed-upon time limits. Similar agreements have been reached in other cities,
including Berkeley. These negotiations would be likely to focus on parking for
employees in the commercial district, allowing them to use the lots to free up
on-street parking spaces for customers. It may be possible to use the lots for
customer parking as well. Possibilities include:
•
•
•
•
•

Rite-Aid/24-Hour Nautilus (107 spaces)
New Providence Baptist Church (30 spaces at Granada Avenue
and Holloway Avenue)
St. Emydius Church (50 spaces at De Montfort Avenue and
Ashton Avenue)
Voice of Pentecost Church (11 spaces at Ocean Avenue and
Keystone Way)
SF Church Assembly (17 spaces, also on Ocean Avenue)

Policy 4.4: Explore the potential for merchants and their employees
to park in the reservoir.
City College currently offers hundreds of parking spaces every day at the
reservoir for $1 a day. There is a large number of surplus space here that
could be used to accommodate longer-term parking by merchants and
their employees, freeing up more curbside spaces for customers. Though
both City College and the Public Utilities Commission (PUC) have plans
for using the reservoir in the future, they are unlikely to move forward for
several years. In the meantime, the merchants association should explore
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whether City College would offer a monthly permit to local merchants and
their employees. In addition, City College and the PUC should explore
creating a pedestrian pathway that would connect the reservoir parking
directly to Ocean Avenue.
Policy 4.5. Consider the long-term need for additional public offstreet parking only after all existing on- and off-street parking
opportunities have been exhausted.
The use of scarce land in San Francisco for public parking lots or parking
structures should be considered only as a last resort. First, all existing
parking opportunities should be fully utilized. If demand in the commercial
district warrants it in the future, public off-street parking could be developed as part of a new mixed-use development rather than as a stand-alone
garage structure. However, the city’s policy is that new public parking
cannot be developed unless the full cost of developing the parking can be
fully recaptured by the city through parking fees.
OBJECTIVE 5: ESTABLISH PARKING POLICIES TO SUPPORT THE NEW TRANSIT
STATION NEIGHBORHOOD.
Policy 5.1: Do not provide off-street parking to serve BART or Muni
users.
City policy strongly discourages the provision of all-day commuter parking
at transit hubs, and instead encourages access by public transit, walking,
bicycling or passenger drop-off. Transit hubs, like the one at Balboa Park,
are located in neighborhoods where the additional auto traffic generated by
parking lots would not be desirable and the pattern of development
needed to accommodate surface or structured parking facilities would be
inappropriate and destructive to such an urban neighborhood. The Transit
Station Neighborhood, as well as the areas surrounding it, are already very
congested with auto traffic and cannot accommodate increased traffic. The
use of limited opportunity sites around the station for parking would
preclude new mixed-use development, which is a crucial part of realizing
the vision in this plan.
Policy 5.2: Prioritize on-street parking in the Transit Station Neighborhood for particular types of users.
Curb-side parking space in the Transit Station Neighborhood is limited,
particularly after satisfying the needs of transit providers for curb space to
pick up and drop off passengers. This means that remaining curb-side
parking space must be carefully prioritized for essential users, including
local residents, who would be ensured parking availability through a
revamped residential permit parking program.
The following priority should be established for curb space in the Transit
Station Neighborhood, on the main streets (Ocean, Geneva, and San Jose
Avenues).
•
•
•
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•
•
•
•
•

Car-sharing services
Passenger drop-off and pickup
Muni and BART employees working late night and early morning shifts
Visitors to the Balboa Park Station area
Short-term (non-commute) parking for transit riders

Currently much of the curb space in this area is unmetered and unregulated, so it tends to attract commuters from other neighborhoods and
from San Mateo County, who are taking advantage of the inexpensive
monthly Muni Fast Pass to use BART to commute downtown. In order to
ensure that the transit station works efficiently for the largest number of
users, it is essential to provide curb space for buses, shuttles, taxis, and
passenger drop off. This can be accomplished simply by colored curb and
sign restrictions. Curb spaces allocated for passenger drop-off can be
returned to regular parking during off-peak hours.
After critical functions are provided for, the next priority should be given
to users of the Balboa Park Station area and to those who wish to park
near the station for short term (non-commute) trips. Four-hour meters, or
a different technology, can be used to make sure that commuters do not
use neighborhood curb-side parking for all-day parking.
Currently, some on-street parking spaces are reserved for Muni employees
who work at the Muni facilities. Muni should ensure that the existing offstreet parking facilities it currently owns or rents are being used for parking
to their full capacity before the city reserves on-street parking space for
Muni employees. Should additional parking be needed beyond that provided in Muni’s own off-street facilities, only enough curb spaces should
only be reserved to cover the shortfall for those employees who work late
night and early morning shifts when transit is not available.
On the residential side streets around the station, parking should be prioritized for residents and their visitors, by means of the residential parking
permit system and effective enforcement.
Policy 5.3: Explore extension of the validity of the Muni Fast Pass
on BART to the Daly City station.
Currently many BART riders from northern San Mateo County park on
the streets around the Balboa Park Station in order to be able to use a Muni
Fast Pass to ride BART into downtown San Francisco, rather than paying
the much higher regular BART fare from the Daly City Station. BART and
Muni, in consultation with SamTrans and the City of Daly City, should
investigate the costs and benefits of extending the validity of the Muni Fast
Pass to Daly City Station, thus encouraging BART users to park at that
station rather than at Balboa Park.
OBJECTIVE 6: PROMOTE CAR-SHARING PROGRAMS AS AN IMPORTANT WAY TO
REDUCE PARKING NEEDS WHILE STILL PROVIDING RESIDENTS WITH ACCESS TO AN
AUTOMOBILE WHEN NEEDED.

71

Balboa Park Station Area Plan

Key Strategies

6. Get Parking Right

Car-sharing programs have gained popularity in the last few years in San
Francisco as well as other American and international cities. Members of
car-share organizations are able to quickly and easily access vehicles in their
neighborhoods for everyday trips without the need to own their own car.
Car-share programs can meet the automobile needs of about ten households with each shared vehicle.
Policy 6.1: Encourage and help facilitate the provision of car-share
facilities to serve residents in or near the plan area who wish to use
this service.
Car-share vehicles should be encouraged in convenient, visible locations
for the use of local residents in or near the plan area, reducing the need
for people to own a car and freeing up curb space for other users. Carshare facilities should be provided as part of developments on the Upper
Yard and the Phelan Loop sites.
Policy 6.2: Study the relationship between car-share programs and the
overall demand for parking. Modify parking requirements accordingly.
The city should carefully analyze the impacts of car-share programs on
parking demand and usage in new residential or mixed-use developments.
There may be an opportunity to adjust parking requirements to reflect
lower demand for parking as a result of car-share programs.
OBJECTIVE 7: ESTABLISH EFFECTIVE MONITORING AND ENFORCEMENT PROGRAMS.
Policy 7.1: Regularly monitor parking availability and utilization.
The city should regularly monitor utilization of public on- and off-street
parking facilities in the plan area, particularly in the neighborhood commercial district. If peak occupancy exceeds 90 percent, measures to
increase availability such as higher per-minute charges at meters or increased enforcement may be needed.
Policy 7.2: Increase the effectiveness and scope of the city’s
parking enforcement program.
Parking meters, residential parking permits, and other measures to
manage parking rely on enforcement if they are to work effectively to
improve availability and prioritize spaces as intended. Regular, consistent
enforcement is needed in residential areas as well as in the commercial
district and around the transit station in order to provide a deterrent to
over-staying. An enforcement program is also important at bus stops to
improve transit reliability and to allow Muni vehicles to pull in close to the
curb, and to maintain dedicated curb space for delivery vehicles, taxis, and
kiss-and-ride facilities.
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7. Revitalize the Ocean Avenue Commercial District

A

successful San Francisco neighborhood offers a full complement
of retail stores, conveniently located so local residents can shop for
everyday goods and services without relying on automobiles. The
Ocean Avenue Neighborhood Commercial District serves some, but not
all, of the local population’s needs.
The primary customer base of the neighborhood commercial district
consists of residents of the surrounding neighborhoods, although a few
specialty retailers draw customers from a broader region. However,
residents presently make a significant portion of their retail purchases at
other shopping districts both within and outside of San Francisco. The
Ocean Avenue Neighborhood Commercial District could increase its
success by capturing a greater share of local residents’ spending as well as
catering better to transit patrons and City College students and faculty.
Certain types of retail that appeal primarily to residents, such as grocery
and hardware stores, are currently under-supplied within the plan area.
Also, approximately 40,000 transit patrons and City College students
currently enter the area each weekday, representing a considerable customer
base that is largely untapped and underserved by the commercial district.
A comprehensive program to revitalize the commercial district includes the
following:
1. Improvements to the way people access the district, emphasizing
pedestrians but including parking.
2. Encouragement of infill development that brings more housing
and activity to the street.
3. Guidelines to ensure appropriate improvements to existing
buildings and excellent design for new ones.
4. A business revitalization partnership between the merchants,
community members, and the city.
OBJECTIVE 1: ENSURE COMFORTABLE AND EASY ACCESS TO AND WITHIN THE

COMMERCIAL DISTRICT.
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Successful San Francisco neighborhood commercial districts are places that
work for pedestrians, bicyclists, transit riders and those in cars. Though
much emphasis is often placed on parking availability in neighborhood
commercial districts, this is only one of the forms of access that must be
considered in order to create a vibrant San Francisco commercial district. It
is critical to accommodate pedestrians, bicyclists, and transit riders, as well.
Policies to achieve comfortable, balanced access to the commercial district
are outlined in Key Strategy 1, regarding the pedestrian environment and
bicycles, Key Strategy 6 regarding parking, and Key Strategy 5 regarding
transit.
OBJECTIVE 2: ENLIVEN THE COMMERCIAL DISTRICT AND ADD TO ITS CUSTOMER
BASE BY ENCOURAGING MIXED-USE, INFILL DEVELOPMENT, EMPHASIZING
HOUSING AND GROUND-FLOOR RETAIL.
The commercial district offers opportunities for parcels to be redeveloped
over time. These small projects are an opportunity to add to the housing
stock on upper floors, while providing upgraded retail spaces on the
ground floor and maintaining the district’s fine-grained character.
In addition the larger parcels around the Phelan Loop area provide an
opportunity for development of additional new housing and a few largerscale retail uses, such as a food market, to complement the existing finergrained commercial uses.
As new housing is developed within the commercial district, the customer
base of district retailers will be directly augmented as the level of pedestrian and other activity increases. Beyond merely increasing the number of
potential customers, development of housing sends a signal to potential
retailers that an area is “on the way up.”
Policies related to appropriate land use controls for the commercial district
are described in Key Strategy 3, and the Development Program Section
(Section 4) discusses the Phelan Loop in detail.
OBJECTIVE 3: PRESERVE AND IMPROVE UPON THE NEIGHBORHOOD’S EXISTING
BUSINESSES, WHILE ATTRACTING NEW BUSINESSES THAT ADDRESS THE RETAIL AND
SERVICE NEEDS OF A DIVERSE POPULATION.
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Ocean Avenue Neighborhood Commercial District Façade
Improvement Guidelines
These façade improvement guidelines provide property and business owners
within the Ocean Avenue Neighborhood Commercial District with the tools to
upgrade the appearance of their buildings.
These guidelines are voluntary as they are intended to improve private buisnesses.
Buisnesses will benefit the district if implemented individually, or the could be used as
one element of a district-wide improvement program. All renovation in the district should
consider these guidelines. New development and major alterations in the district will also
be subject to the urban design guidelines found elsewhere in this document.
These guidelines illustrate some fundamental ways to improve the visual and
physical character of the commercial district. They are important to the success
of the district because of the varied condition of the area’s building stock: some
buildings are in good condition and retain their strong initial architectural
character; others have been allowed to deteriorate and would require more
significant improvements.
Improvements can range from minor changes such as new paint, sign modifications, or trim replacement, to more substantial alterations including changes to
siding material, windows, rooflines, or roof parapets. The guidelines promote
continuity on the street, but are flexible, allowing for and encouraging creativity
by individual property owners and building designers.
By improving the appearance of building facades and thereby creating pedestrian-friendly sidewalks, the area will become a more inviting, desirable, and vital
center of commercial activity. It will grow as a corridor that both reflects the
culture of its residents and invites exploration by visitors.
These façade improvement guidelines are tailored to the specific needs of the
Ocean Avenue Neighborhood Commercial District. They are intended to:
• Preserve and enhance the human-scaled, pedestrian character of buildings and
land uses along Ocean Avenue.
• Reflect today’s market conditions and merchant needs, while maintaining the
area’s historic integrity.
• Encourage property owners to implement facade improvements that are
consistent with each building’s original architectural intent.
• Ensure that new buildings respect and complement the character and scale of
buildings found in the area.
• Encourage the use of building materials, signage, merchandising displays,
colors, ornamentation, and non-architectural decorative elements that reflect
the area’s diversity.
• Improve the quality of the commercial street in ways that are compatible with
existing and planned land uses.
• Improve the pedestrian and visual links with the Balboa Park Station, City
College, and adjacent neighborhoods.
• Reinforce the image of Ocean Avenue as the “heart” of the area, and as a vital
part of the community.
• Encourage a safe, inviting and active place for all age groups and users.
Façade Improvement Guideline 1: Ground Floor Uses. Configure ground-floor
uses to generate high volumes of pedestrian activity and high degrees of
pedestrian interest.
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Façade Improvement Guideline 2: Active Uses. Configure commercial uses to
be active and visible from the street.
Commercial activity setback. Strive to keep the visual separation between
commercial uses and the sidewalk to the absolute minimum.
Use Transitional Space. Use transitional space at the front of commercial
storefronts for entries, seating, product display, and other active uses.
Façade Improvement Guideline 3: Respect Architectural Integrity. Streetfront
facades should follow the original development and construction patterns found
along Ocean Avenue.
Repeat the Rhythm. The typical pattern of building divisions, or bays, should
follow the rhythm found along Ocean Avenue.
Ground-Floor Uses. Storefronts should have visually permeable frontages and
pedestrian-oriented details such as recessed entries and overhanging awnings.
Restore. Retain original storefront elements and remove alterations not
consistent with the original design or whose design or materials do not
contribute to the overall character of the building or the district.
Building division. Multiple storefronts within the same building should be visually
compatible in scale, alignment, color, materials, and original elements. Tenant
individuality is good, but building compatibility should not be compromised.
Façade Improvement Guideline 4: Articulation. Streetfronts should include
pedestrian-oriented details to provide shade, comfort, and interest at the ground
level.
Building Articulation. Façades visible from the street should include threedimensional detailing such as cornices, window moldings, and reveals to cast
shadows and create visual impacts. Architectural elements used to provide
relief include awnings and projections, trellises, detailed parapets, or arcades.
Building Entries. Building entries can be recessed in entry bays, to create
transitional spaces between the street and businesses. These spaces should
include adequate lighting for building security and to discourage vandalism.
Overhangs. Overhangs and awnings are encouraged, to provide shade and a
sense of enclosure for pedestrians. Awning shape, size, and height should be
proportional to the facade on which it is placed as well as compatible with
other awnings nearby. Canopies and awnings should be designed to fit within
the framed storefront or over main entries.
Security. Exterior window protection devices should be retractable and visually
unobtrusive during business hours. Interior window grates should be set in
from glazing and remain visually unobtrusive.
Lighting. Adequate lighting should be provided at building entrances for
comfort and security at ground level. The design and location of the light
fixtures should be respectful of the architectural style of the building, as well
as of the pedestrian street environment.
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Façade Improvement Guideline 5: Roofs. Buildings should have roof lines that
match the traditional vernacular already found along Ocean Avenue.
Parapet Roofs. Buildings should generally have either parapets or pitched roofs.
Roof Detailing. Roof parapets should be simply articulated and adorned for
visual interest. Roofline cornices, reveals, and detailed eaves should be
developed to create interest on the building facade.
Overhanging Roofs. Flat, overhanging roofs are not appropriate.
Restore. Remove alterations that are not consistent with the original design.
Retain distinctive roof forms, profiles, and cornices.
Façade Improvement Guideline 6: Colors and Materials. Building colors and
materials should match those traditionally found in the district.
Colors. Storefront colors may be relatively bright and may include earth tones
and pastels. Simple, primary colors should be avoided, except as accents.
Generally, the building’s main body color should have the lightest intensity
color, while trim colors should have the highest intensity. Accent colors should
be applied in addition to trim and could include awnings, tile fascia (base area
beneath street-front display windows) and ornamentation such as ceramic or
terra cotta tile rosettes or special cornice details.
Materials. Building facades should generally be constructed of materials
already used in the building itself and the area in general, especially ceramic
tile, terra cotta tile, and high-quality stucco. When feasible, existing wood trim,
ceramic tiles, door windows, entry areas, transom windows, and other original
architectural elements should be preserved and enhanced. Inappropriate
materials include those that are highly finished (such as polished metal or
reflective glass), extremely rustic (such as heavy timber and shingles), utilitarian, simulated (such as vinyl or metal simulating wood, stone or brick), or
plywood siding.
Details and Ornamentation. Building details and ornamentation should
contribute to the character of the commercial district and should be integral to
the design, but should be avoided for the sake of decoration.
Maintenance. Painted surfaces should be regularly maintained. Prior to
repainting, carefully remove built-up paint or stains which obscure building
details and ornamentation.
Secondary Building Access. Access for service, delivery, and parking should
be provided from side streets when possible. Attractive customer access to
buildings from side streets is encouraged. Side street entries and facades
should be improved with awnings, lighting, and signage.
Façade Improvement Guideline 8: Sidewalks. Sidewalks should be used as
display or eating areas if ample room for pedestrian movement is provided.
Mixed-use Sidewalks. Outdoor dining or displays should be encouraged in
places where they do not obstruct pedestrian travel. Displays should be limited
to the area immediately adjacent to storefronts and a minimum four-foot
pedestrian travel lane should be maintained.
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Policy 3.1: Develop a business improvement program for the commercial district.
In addition to new development and improvements to the physical environment and access, the commercial district would benefit greatly from a
coordinated program to improve the business environment. An outline of
such a program—to be enacted by neighborhood and merchants groups
working with the city—is presented below. Many of the items will require
extensive commitment and cooperation from individual store and property
owners as well as an effective working relationship with city agencies.
Securing this cooperation and commitment is difficult, if not impossible,
without the involvement of a well-organized merchant group to spearhead
these efforts. In fact, business associations are the ideal vehicle for initiating
and implementing many of the policies described below.
Beyond a merchants association, community groups also have a vested interest
in the success of their commercial district, and can be valuable in the process
of revitalizing commercial areas. Residents can supply retailers with constructive
feedback related to the types of retail that they will patronize, and can also
point out areas that may need improvement, such as customer service or store
cleanliness. Both community and merchant group activity must be encouraged
in order to successfully revitalize the commercial district.
Policy 3.2: Investigate the potential benefits and drawbacks associated with establishing a Business Improvement District (BID) or a
Main Street Program for Ocean Avenue.
BIDs are typically enacted to pay for ongoing program costs, including parking
management, marketing of the district, street cleaning, landscaping, security, and
regular promotional events, as well as small capital costs such as the creation
and installation of business district banners. They can be valuable tools in
revitalizing commercial areas, but require significant groundwork before the
issue can be placed before property owners for a vote. Creation of a BID
requires property owners within identified boundaries to assess themselves by
voting annually to pay for specific improvements.
California’s Main Street Program focuses on enhancing the economic,
social, cultural, and environmental well being of traditional commercial
districts through organization, promotion, design, and economic restructuring. In 2000, the National Main Street Center estimated that for every dollar
a community invests in the operation of its Main Street program, $39.22
are reinvested in the district. The Main Street Program offers valuable
training and strategies to motivated commercial districts, but an extensive
certification process is required. In California, the Main Street Program is
increasingly interested in getting involved in neighborhood “main streets”
that are part of larger cities.
Policy 3.3: Consider development of a city-funded façade improvement program for the commercial district.
The city can work with the merchants association and other community
groups to provide loan or grant funds for a façade improvement program
to improve the visual image of the commercial district.
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Business Improvement Program
The components of an effective business improvement program includes the following:
Attract new locally-serving tenants to the commercial district.
New and desired retail tenants can be attracted to fill vacant storefronts or to be
included in new infill development projects. There is unmet demand, for example,
for a neighborhood-serving grocery store, a hardware store, and a bank within
the commercial district. Frequently, the attraction of such tenants begins with
direct contact by the city or a community group, and provision of information
regarding the local market opportunities.
Attract retail tenants that serve market niches.
In addition to local residents, other “market niches” are present in the plan area.
For example, the thousands of students attending City College each weekday
represent an important potential market for retailers in the commercial district.
These students would support coffee shops, fast food restaurants, printing and
copying shops, bookstores, art supply stores, prepared food stores, personal
services, and day care centers. To best capture potential spending from this
market segment these types of establishments should be located as near as
possible to the campus, rather than farther west on Ocean Avenue, in order to
best attract students and also to avoid competing with the existing merchants.
Use cooperative marketing strategies to increase the number of people
shopping in the commercial district.
Community and merchants groups can work together to conceive and implement
a marketing strategy to attract more shoppers to this commercial district. As in
shopping malls, stores in neighborhood commercial districts benefit from being
part of a critical mass of shopping attractions. Retailers can work together to
promote the entire district. Examples include a joint advertising campaign that
can be established and run in local newspapers; an Ocean Avenue business
directory, that can be produced and mailed to local residents; as well as adoption
of uniform shopping hours to increase shopping convenience and signal a
unified image to shoppers.
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C

ity College is by far the largest institution and land use in the plan
area, serving more than 20,000 students per day. The college
represents an extremely important asset for the area. Few other
neighborhoods in the city are able to enjoy such close proximity to the
cultural, recreational, and educational offerings provided by the college.
Few commercial districts have the opportunity to tap into the potential
resources of a market consisting of thousands of students, faculty, and
staff.

City College subarea

However, City College also introduces some significant challenges in terms of
its relationship with the neighborhood surrounding it. The campus is currently
inwardly-focused in its layout and design. Though it is filled with thousands of
people, its vitality tends not to spill out into the commercial area surrounding it.
Students, faculty, and staff do not often shop in the Ocean Avenue Neighborhood Commercial District, though it is directly adjacent to the college. The
college, like any institution of its kind, attracts a large number of commuters—
faculty and staff coming to work and students attending classes throughout the
day. Currently, a large proportion of these individuals arrive by car, overtaxing
the area’s street and parking capacity.
As the campus changes and grows, City College should seek to reach out
and connect with the Transit Station Neighborhood and the Ocean Avenue
Neighborhood Commercial District. Removing the barriers, both physical
and psychological, between City College and its surroundings will benefit
the college by making it easier and more pleasant to access the campus
from the outside, particularly from the transit station. Removing these
barriers will also help activate and enliven the Transit Station Neighborhood
and the commercial district as college students, faculty, and staff begin to
shop in and pass through these places more frequently.
OBJECTIVE 1: PLAN FOR PHYSICAL CHANGES.
Policy 1.1: Ensure that growth and development of the Phelan
Campus is guided by an up-to-date institutional master plan.
Growth and development on City College’s Phelan Campus should be
guided by a master plan prepared and adopted in close conjunction with
neighborhood residents, the San Francisco Planning Department, and other
city departments. The Master Plan should recognize the role City College
plays in the neighborhood and work to better integrate it into the fabric of
surrounding neighborhoods, placing particular emphasis on the following
issues:
•
•
•
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Improving the edge conditions along Ocean Avenue.
Addressing pedestrian connections between the campus and transit.
Addressing impacts of campus development on the surrounding
neighborhood, including traffic and parking in particular.
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•
•

Increasing the numbers of people who come to the campus in ways
other than by automobile.
Addressing the location, character, and scale of proposed new
campus buildings.

OBJECTIVE 2: BETTER INTEGRATE THE EXISTING CAMPUS, AND FUTURE EXPANSIONS, WITH THE SURROUNDING NEIGHBORHOOD AND THE TRANSIT STATION.
The two key expansion opportunities for the Phelan Campus available to the
college are the southeastern corner of the existing campus, and the future east
basin of the Balboa Reservoir, across Phelan Avenue from the existing campus.
The college, through its master plan, should decide, using clear criteria, which
planned new facilities should be directed to which location.

Recommended City College expansion along
Ocean Avenue near the transit station

Policy 2.1: Direct development of new campus facilities to the
eastern edge of the campus first.
As the campus develops and expands, it will be critical to provide a better
connection to the transit station and to link the college closely with the
Transit Station Neighborhood. The college should direct new facilities onto
the existing fields and parking lot in the southeastern corner of the campus,
near the Balboa Park Station. This new development will also be key to
establishing a more attractive and inviting pedestrian environment along the
north side of Ocean Avenue.
Policy 2.2: Direct certain new campus facilities to the Balboa
Reservoir, including housing.
Some facilities, such as a performing arts center, that would benefit from
proximity to the Ocean Avenue Neighborhood Commercial District, could
be directed to the reservoir site. The college should also consider campusrelated or general housing development on the reservoir (discussed in Key
Strategy 9).
Policy 2.3: Develop active campus facilities along Ocean Avenue to
contribute to enlivening the street.
New development on the southeastern edge of the campus should respect
the existing street grid pattern which runs perpendicular to Geneva Avenue,
in order to rationalize placement of buildings, streets, and pathways along
Ocean Avenue. This will help integrate the new development at an appropriate scale with the existing neighborhood south of Ocean Avenue,
forming a repeated rhythm of buildings that frame the street. The grid
pattern will also continue to be reinforced with the various development
projects proposed for the Transit Station Neighborhood, and thus would
link the neighborhoods across I-280. Internal campus driveways and
formal pathways connecting to Ocean Avenue and leading to the main part
of the campus should adhere to this established pattern.
New campus buildings that face Ocean Avenue should follow the design
guidelines listed in Key Strategy 4, should be built to the sidewalk, and face
onto and be accessible from the street. Ground floors should provide pedestrian interest. New development should be respectful of the existing scale of
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buildings on the south side of the street. If they contain structured parking it
must be screened from view from Ocean Avenue. Auto entrances and exits
should not be located directly on Ocean Avenue, but accessed from streets that
connect to Ocean Avenue.
Policy 2.5: Develop a new southern gateway to the campus.
A key element in improving the character of this area and providing a
better pedestrian connection to City College is the development of a new
southern gateway to the campus at Howth Street. The current entrance,
through a narrow parking lot, is nondescript and inadequate for an institution with the stature and importance of City College. The new gateway
should celebrate arrival to the campus with a prominent landmark such as a
plaza or special building, and include pedestrian and auto access.
Buildings should be used to frame safe, spacious, lively, and inviting pedestrian
areas. Special building elements such as towers, special entries, or cupolas
should be used at the corners of buildings facing the entrance. The gateway
and landmark element should form the visual terminus to Howth Street.
Policy 2.6: Upgrade and improve various streets and transit facilities
related to the college.
The city and Caltrans operate a variety of streets and transit facilities in the
vicinity of the college that should be improved in conjunction with an
expansion of the college campus. This includes the following projects,
which are described in more detail elsewhere in the plan:
• Re-design of the existing southbound I-280 off-ramp on Ocean Avenue.
• Construction of a set of new enhanced platforms for the Muni KLine at Howth Street.
• Reconfiguration of Ocean Avenue between San Jose and Phelan Avenues.
• Reconfiguration of Phelan Avenue between Judson Street and Ocean Avenue.
OBJECTIVE 3: MINIMIZE THE IMPACTS THAT THE COLLEGE, AS A LARGE

INSTITUTION, PLACES ON THE SURROUNDING NEIGHBORHOOD.

Policy 3.1: Establish a parking and transportation demand management program for City College.
As an institution of citywide importance, the college attracts a large number of
people each day who use a variety of means to reach the campus. Though this
location is very well connected to public transit, currently a large number of
people access the campus via automobiles, overtaxing the streets and parking
facilities surrounding the campus and contributing to an unpleasant pedestrian
environment. The proposals for pedestrian and transit and bicycle improvements in the plan area will help to encourage more people to access the
campus via alternate modes.
However, it is important for the college to design and implement a comprehensive transportation demand management and parking program,
similar to those run by other institutions of comparable size, which aims to
reduce auto access to the campus and relieve some of the pressure on the
surrounding street system and neighborhoods.
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The following should be considered in designing the program.
Provide only as much parking as necessary.
Availability of parking is one of the strongest incentives to drive rather than
to use alternate transportation choices. Though the college may have the
opportunity to increase the number of parking spaces available, it should
not do so. Rather, the college should decrease the total number of spaces
available, in combination with the other measures described below. If the
number of parking spaces available is not decreased, the transportation
demand management program described in this section is unlikely to be
effective.
Raise the price of parking on off-street parking lots.
Currently, the college charges the equivalent of $1 per day to park on
campus parking lots. By charging less for parking than the cost of a round
trip BART or Muni fare, the college is encouraging its students, faculty, and
staff to drive to campus. This price should be raised substantially to more
accurately reflect the cost of driving versus alternate modes.
Work with Muni and BART to provide discount incentives for use of
transit.
Other institutions work with transit providers to offer students or employees a
discounted monthly transit pass. The college should investigate such a program.
Provide upgraded bicycle facilities on the campus.
The college should ensure that bicycle parking facilities on the campus are
secure and provide an adequate number of parking places. As well, it
should investigate the feasibility of a centralized, staffed or unstaffed,
“bicycle station” for the campus. Campus bicycle facilities should be
designed to connect to and be compatible with the city’s bicycle facilities
outside the campus.
Provide detailed information on transportation options.
The college should provide information to all new students, faculty, and
staff detailing routes, schedules, and other information on transit serving
the campus.
Institute a carpool matching service.
The college should put in place a service matching individuals for ridesharing. Alternatively, the college could publicize the Bay Area’s existing
RIDES service.
Consider telecommuting and flex-time policies for eligible faculty
and staff.
To the extent this has not already been done, the college should consider
putting in place telecommuting and flex-time policies that reduce peak-hour
trips to the campus.
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Consider parking cash-out for faculty and staff.
If faculty or staff members are offered free parking spaces on campus, the
college should consider “cashing-out” the value of this parking by offering
a choice between a free transit pass or a parking space.
Policy 3.2: Plan locations of parking facilities so as to minimize
traffic through the neighborhood.
In addition to providing only as much parking as necessary, the college should
carefully plan the locations of its parking facilities. The locations and access
routes to these facilities have the potential to significantly affect traffic levels in
the neighborhood. Specifically, the college should provide moderate amounts
of parking on both the eastern and western sides of the campus, rather than
focusing a large amount of parking at the reservoir site.
Parking developed at the southeastern corner of campus has the potential
to intercept a large number of drivers coming from the north and east,
reducing the number of drivers who would need to use Ocean Avenue
and the congested intersection at Geneva Avenue to access parking at the
reservoir. In connection with this, the college should also explore the idea
of “intercepting” traffic from southbound I-280 into a new parking facility
at the southeastern corner of the campus via a dedicated lane from the
Ocean Avenue off-ramp.
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T

he Balboa Reservoir is bounded by Ocean Avenue, Phelan Avenue,
homes facing Plymouth Avenue, and the campus of Riordan High
School. The reservoir, which has never contained water, is approximately 25 acres in size, and currently forms an unpleasant void in the
neighborhood. The Balboa Reservoir represents one of the largest remaining undeveloped sites in San Francisco. The owners of this site—particularly because they are public agencies—have a responsibility to develop the
reservoir in a manner that will best benefit the neighborhood, the city, and
even the region as a whole.
Currently the reservoir is divided by an east to west berm into two sections, a north basin and a south basin. In 1991, the San Francisco Public
Utilities Commission (PUC) transferred control over the south basin to
City College, retaining ownership of the north basin. The north basin is
currently used as surface parking for City College, with some overflow
parking in the south basin.
Balboa Reservoir overview

City College and the PUC have arrived at a preliminary agreement that
envisions a realignment of the central berm and reconstruction of the
reservoir basins, creating an east basin and a west basin. The PUC would
have ownership of the west basin and could eventually upgrade this facility
for emergency water storage, though this would require extensive
reengineering and reconstruction. The college would own the east basin,
intending to develop it for expanded campus facilities and underground
parking.
The specifics of the reservoir’s future will be determined through detailed
planning processes carried out by the site’s owners. City College is embarking
upon an institutional master plan process that will lay out a development plan
for the east basin. The PUC, through its capital planning process, is also
studying the feasibility of reconfiguring the west basin for water storage. The
following objectives and policies should inform these processes.
OBJECTIVE 1: REDEVELOP THE RESERVOIR SO THAT IT BECOMES BETTER
CONNECTED WITH ITS SURROUNDINGS.
It is important to provide access into the park from the surrounding
neighborhoods while respecting the privacy of adjacent homes. Trees and
shrubs should be planted to provide a buffer between the houses that abut
the reservoir site to the west.
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Policy 1.1: Regardless of the type of new development that occurs
on the reservoir, it should be planned so as to respect the grid
structure of the surrounding neighborhoods so that the reservoir in
the future can become an amenity connected to the neighborhood
rather than isolated from it.
New development on the east basin should respect the existing north-tosouth grid established in the neighborhood south of Ocean Avenue and the
east-to-west axis established by the existing staircase leading to the main
building on the City College campus east of Phelan Avenue. The physical
and visual continuation of these existing patterns through new development
on the east basin will help create appropriately sized blocks of a size similar
to those in the surrounding neighborhoods, promoting walkability and
strong physical and visual connections with the surrounding areas. This
pattern can be realized through thoughtful placement of new roadways,
pedestrian pathways, and linear open spaces, framed by new buildings that
form a cohesive streetwall built up to the public right-of-way. Particular
emphasis should be placed on making direct and safe pedestrian connections to the main City College campus and the Ocean Avenue Neighborhood Commercial District.
Recommended development of City College
“campus village” on the east basin

On the western half of the reservoir, whether housing or open space is
proposed, any new development should respect the existing character and
block pattern established in the surrounding neighborhoods. New streets,
access gates, stairways, ramps, pedestrian pathways, and visual site lines
should align with the streets of adjoining neighborhoods.
If housing is developed on a portion of the western half of the PUC’s
portion of the reservoir, it should be laid out on a block pattern and new
roadways should align with roadways south of Ocean Avenue and those
on the eastern half of the reservoir. The placement and design of buildings
should follow the general design guidelines, standards, and recommendations of this plan, as well as existing residential design guidelines if housing
is planned.
OBJECTIVE 2: DEVELOP THE EAST BASIN OF THE RESERVOIR IN ACCORDANCE WITH

THE NEEDS OF CITY COLLEGE BUT ACKNOWLEDGE ITS IMPORTANCE TO THE
NEIGHBORHOOD AND THE CITY AS A WHOLE.

Policy 2.1: Encourage a “campus village” on the east basin.
The college’s first priority for use of available land is to ensure that it can meet
its educational needs into the foreseeable future. However, with about 12 acres
available for development on the east basin, in addition to substantial development sites on the east edge of the campus, the college may find that it does not
need the entire east basin for college facilities. Thus the college should carefully
consider the advantages of developing a “campus village” on the east basin,
containing a mix of college facilities and housing for students, faculty, staff, or
the general public. Addition of housing on the reservoir would help to ensure
that this new portion of the campus is active and safe throughout the day and
evening. It would provide needed housing opportunities for college students,
faculty and staff, many of whom would qualify for affordable housing under
the city’s affordable housing guidelines.
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OBJECTIVE 3: ENSURE THAT THE EAST BASIN OF THE RESERVOIR IS DEVELOPED

IN A MANNER THAT EMBRACES THE SURROUNDING NEIGHBORHOOD.

Policy 3.1: Continue Phelan Loop Plaza with a central promenade.
A central promenade in the form of a linear greenway down the new
campus’ north to south spine could connect with the proposed open space
in the Phelan Loop Area and provide a formal pedestrian gateway into the
new portion of the college campus. If the new campus is built at the level
of the existing berm, a “grand stairway” should provide vertical access
over the berm and up to the new campus extension, where a small plaza
could be created with a vantage point to look over the commons area,
Ocean Avenue, and the neighborhoods beyond. The Grand Stairway
should have integrated into it a ramp to allow full access. If the new
campus is built at the elevation of Ocean Avenue, a level pathway would
serve in lieu of the stairway and ramp.
Policy 3.2: Create a new east to west pedestrian pathway.
A pedestrian promenade along an east to west axis would reinforce the
prominence of City College’s main building atop the hill east of Phelan
Avenue and establish a continuous visual link from the current campus,
through the new portion of the campus on the eastern half of the reservoir, to the proposed open space on the western half of the reservoir.
Some reduced version of this axis could connect into the neighborhood
beyond as a pedestrian-only extension.
Policy 3.3: Create a strong system of streets and pathways and make
sure new buildings are designed to address them.
New City College facilities should be designed within the framework of
the extension of the existing street grid system. New buildings should have
a strong street presence and be built to the public right-of-way, creating a
cohesive streetwall along Phelan Avenue and internal roadways and pedestrian pathways. Design of these structures should follow the design guidelines provided in Key Strategy 4 to ensure human-scaled development and
to contribute to the urban character of the area.
Policy 3.4: Ensure parking facilities are well designed and not larger
than necessary.
New college facilities built on the east basin are likely to include structured
parking. The design of these facilities must be approached with great care.
Parking should not dominate the character of the redeveloped east basin.
To the extent possible parking should be invisible from Ocean and Phelan
Avenues.
Entrances to parking from the main streets should be kept to a minimum; one
or two entrances from Phelan Avenue as well as possibly one from Lee
Avenue would be appropriate. These entrances should not front directly on
Phelan or Ocean Avenues, but should be accessed from internal streets.
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OBJECTIVE 4: DEVELOP THE WEST BASIN OF THE RESERVOIR FOR THE GREATEST

BENEFIT OF THE CITY AS A WHOLE AS WELL AS FOR THE SURROUNDING NEIGHBOR-

HOODS.

Policy 4.1: Complete a comprehensive cost-benefit analysis of
upgrading the west basin for water storage.
The San Francisco Public Utilities Commission (PUC) would like to
reconfigure and upgrade the west basin so that it will accommodate a
water tank for storage of part of the city’s emergency water supply.
However this would be a major project that is not currently funded in the
PUC’s capital plan. The PUC should move forward with an analysis of the
feasibility and cost-effectiveness of such as project. After the analysis is
complete the PUC should reach a decision to move forward with reconstruction of a reservoir or to declare the land surplus.

Recommended framework of housing
development on the west basin

Policy 4.2: Ensure that a future reservoir can also function as
public open space.
If the PUC does use the west basin for water storage, it should provide a
roof structure on the new water tank that is strong enough to accommodate the development of a community park or open space. This would
satisfy the PUC’s need for a water storage facility, while ensuring that the
reservoir serves as an asset to the surrounding community.
Policy 4.3: Consider development of housing, in addition to public
open space, on the west basin if not needed for water storage.
If the PUC should decide that the west basin is not needed for water
storage, it should consider development of a mixed-use residential neighborhood and public open space on the site to address the city-wide
demand for housing. The new housing should be built next to the City
College development on the eastern portion of the reservoir, and a
neighborhood park should be located between the new development and
the existing residential neighborhood to the west. In either case, development on the site should recognize the opportunity to knit the surrounding
neighborhoods together through the creation of community open space
and pedestrian pathway connections.
Policy 4.4: Create a significant open space on the west basin.
Whether the west basin is used for water storage or not, a significant
portion of the site should be used for development of an open space to
serve the surrounding neighborhoods. If a water tank is constructed, the
open space should be developed on top of all or most of the west basin.
If the site is not used for water storage, the open space should occupy less
than the full west basin site, in order to allow for development of housing
on part of the site. In either case, the open space should function as a
buffer between existing neighborhoods to the west and new development
on the reservoir.
Design Guidelines for Reservoir Open Space
The following guidelines should be observed in designing this open space:
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•
•

•

•
•
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Develop a combination of active and passive recreational facilities that
would serve residents of the neighborhood as well as others.
Provide a well-defined eastern entrance to the open space to provide
access from Phelan Avenue through the proposed new campus on the east
basin of the reservoir. The entrance should provide a visual terminus for
the east to west axis leading through the new development on the eastern
half of the reservoir to City College’s main building atop the hill. The
entrance should have a special landscaping treatment.
Develop clearly marked access gates, pedestrian pathways, and visual
site lines aligned with the streets of adjoining neighborhoods. Create
trails, small open spaces or plazas to form useful transitions and
opportunities for connection between destination points. Stairs and
ramps should connect the open space atop the west basin to Ocean
Avenue via an extension of Brighton Avenue. A proposed neighborhood green within the Brighton Avenue right-of-way would become
the primary gateway into the park from Ocean Avenue and the
neighborhoods to the south.
Provide a visual buffer between the park and the houses that abut the
reservoir site to the west.
Pay careful attention to the design of edges between the open space
and surrounding neighborhoods as well as Riordon High School. It is
important to provide access into the park from the surrounding
neighborhoods while respecting the privacy of adjacent homes. Trees
and shrubs should be planted to provide a buffer between the houses
that abut the reservoir site to the west. Entrances to the park should
align with existing streets for direct pedestrian access and to extend
clear views into the park from public streets.
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S

San Francisco’s Public Art Program,
one of the first in the country, was
established by city ordinance in 1969.
The Art Enrichment Ordinance
provides for two percent of the
construction cost of civic buildings,
transportation improvement projects,
new parks, and other above-ground
structures such as bridges, to be
allocated for public art. It also provides
an allowance for artwork conservation
funds and allows for the pooling of art
enrichment funds for interdepartmental projects. The Public Art Program
provides curatorial expertise and
project management for the implementation of the city ordinance. It is
administered through the San Francisco Arts Commission, and is
overseen by the Visual Arts Committee
of the Commission.

treets, sidewalks, and open space are the shared public space of the city,
the site of celebrations and demonstrations, the stage on which our
memories and aspirations are played out. They are the place where the
stories and histories of many divergent communities coincide. Art can serve as
a mirror and a conduit for these various meanings. It can take on numerous
forms in the life of public space, from the physical to the economic and social.

The Public Art Program promotes a
diverse and stimulating cultural
environment to enrich the lives of the
city’s residents, visitors, and employees. The Program encourages the
creative interaction of artists, designers, city staff, officials, and community
members during the design of city
projects, in order to develop public art
that is specific and meaningful to the
site and to the community. Public art is
developed and implemented in
conjunction with the overall design
and construction of each project.

The goals of this Arts Master Plan are:

Many of the publicly financed projects discussed in this plan will generate
art enrichment funding to commission permanent, public artworks through
the San Francisco Arts Commission. Other sources of local, municipal
funding would be appropriate for smaller, or temporary projects, while
funding on a national level could provide the means to realize more
ambitious, community-initiated projects.
The Ocean Avenue / Balboa Park Area Arts Master Plan was created by artist
Ann Chamberlain and the San Francisco Arts Commission’s Public Art
Program, in response to the community’s request that the Arts Commission
synchronize their efforts with the Planning Department, so that an areawide arts master plan is integrated into the larger Balboa Park Station Area
Plan.

•
•
•
•

To identify the appropriate and predominant themes, shared
histories, and experiences within the community.
To provide a blueprint of potential art project opportunities to
enhance the Ocean Avenue corridor and surrounding neighborhoods.
To recommend and rank prospective sites and types of projects
relative to their value to the community.
To identify additional funding opportunities and strategies for
implementation of these projects.

This plan incorporates some of the themes and proposals contained in the
Arts Master Plan, which will be published by the Arts Commission as a
separate document.
The Arts Master Plan deals as expansively as possible with the arts, not just
as sculptural objects and physical enhancements commissioned through a
public process, but as a living part of the community. Art can enhance the
community’s sense of identity, define place, and provide a repository site
for the community’s collective memories and stories. Art, arts organizations,
and artists contribute to the economic and cultural vitality of an area,
providing incentives for people to visit the area, and indirectly encouraging
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businesses. Art can offer a window to much of what has vanished or is
invisible in the area by narrating the history of a space. This might include
revealing or celebrating the ecology and typography of an area, as well as
its people and cultural institutions.
It is also helpful to look at examples of successful projects in other public
spaces, as well as to consider what specific sites and features of this
neighborhood offer opportunities for art. One way of thinking about art
and its role in the plan area is to consider its relationship to various broad
themes including place, community identity, geographic history, and economic development.
Defining Place

Rector Gate, R.M. Fischer, Battery Park City,
New York

Defining place in a neighborhood includes identifying the boundaries and
central focus of a physical area, as well as exploring how art can announce
a community’s identity. This amplifies the experience of arrival or ceremony
when visiting a particular neighborhood space. Large-scale sculptures, such
as entry columns or sculptural light fixtures, can make a strong impression
on visitors and can become symbols of a community that are deeply loved
by its residents. Examples of art that define space include the Rector Gate
installed in Battery Park City, New York, by artist R. M. Fischer, and Simon
Rodia’s Watts Towers in Los Angeles, which have become icons for their
respective communities.
On Ocean Avenue artist-designed gates, sculptural columns, or archways
over the avenue could enhance the street as well as frame entrances to the
commercial district. Benches, clocks, water fountains, and other types of
functional furniture, when designed by artists, offer a sense of surprise and
beauty to the street. Other place-defining artwork of a significant scale that
can be viewed from the adjacent freeway, or experienced while in motion,
can evoke curiosity about Ocean Avenue as a destination.
Community Identity
What makes the neighborhoods of the Balboa Park Station plan area
unique? What things are common sources of pride for its residents? What
aspects of the community evoke a different time or provide a distinct
perspective on the world? There are numerous examples of these special
places, reflecting its history both as a rural and urban site, which residents
are eager to share with visitors. The gymnasium in the First Presbyterian
Church on Ocean Avenue, for example, is a veritable Sistine Chapel of
African American cultural and sports heroes. Cayuga Park is a pantheon of
fantastic hand-carved sculptures and garden pathways created by city
gardener Demi Braceros. These sites and others recall a particular moment
or era in the history of the region, speaking to the diversity of the communities that surround the plan area. How can these secrets of the place, often
known only locally or by just a few, be shared and acknowledged? How
can art evoke memories and preserve the community’s history?

Watts Towers, Simon Rodia, Los Angeles
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On the street level, embedding stories in mosaics, medallions or historical
signage in the sidewalk enables history to become accessible to everyone on a
daily basis. Local heroes and narratives can be articulated through quotes,
anecdotes, depictions and descriptions of historical events in various media.
Projections of movies, photographic or moving images onto old movie
houses like the El Rey Theater designed by Timothy Phluger (now a church),
or on storefronts along the street, could enliven the street at night and offer
history lessons to the community.
Study of historic maps can provide clues as to how and why a community
evolved over time. Family photos and stories are also valuable resources in
developing a history of the area.
Geographic History
Land: The geography of the plan area has had much to do with shaping its
current existence. To the south, the hills slope off towards Daly City. The area
is exposed to both the ocean (to the west) and the bay (to the east) creating a
confluence of cool, ocean air and warmer bay breezes that make this
neighborhood frequently foggy, windy, and cold. Ocean Avenue passes along
a valley formed between outcroppings of rock. Merced Heights and Ocean
View are to the south. Brooks Park, situated on one of these outcroppings,
offers a view of Pt. Reyes to the north and the Farallons to the west. This
southern point of the city is its narrowest point east to west, while Ocean
Avenue and Geneva form a main east to west corridor extending from the
Ocean to the Bayshore. The wind and cool air inspire possible ideas for
phenomena-based art works.
Water: “Water has a perfect memory forever finding its place”—Toni Morrison.
Water is essential to survival of humans and all forms of life. Historically,
communities grew around streams and springs: water formed a central feature of
their economy and was essential to their survival. Water in this area has a long
history that refuses to go away. It emerges as water flooding up through the
basements of homes and schools along Cayuga Avenue. This water is traceable to
Islais Creek, still visible above ground as it flows into the bay on the eastern edge
of the city and to springs in the Excelsior area to the east of Balboa Park. Its
sound can be heard in the culverts and sump pumps of private residences.
In addition to the groundwater, there were flumes that traversed this area in the
early 20th century bringing water to the city. Spring Valley Water Company owned
large tracts of land in and ran water through the area. The Islais Creek bed, which
degenerated into an open sewer for the tanneries on its bank, was culverted in the
early 20th century. The sound of water in the creek-bed was replaced first with
the sound of rail transit by the Southern Pacific Railway and then with cars after
the construction of Interstate 280.

Blue Line Oasis, Lynn Aldrich, Los Angeles
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Artists working with the school district have used the hidden water of Islais Creek to
irrigate a school garden at Denman Middle School. Additional projects could identify
the water running under the community, perhaps marking a segment of the creek. This
could be extended to above-ground structures and street furniture incorporating water
imagery. In Los Angeles, Blue Line Oasis, a mosaic and stone replica of an artesian well
by artist Lynn Aldrich, enlivens the Artesia Metro Rail Station entrance and makes
reference to a bygone era.
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Art Enhancement Program Outline
1. Research Projects
There are a number of research-related art projects that could involve the local
community in meaningful ways. These are relatively inexpensive projects for
which sources of local money may be available. The importance of these projects
should not be underestimated. They may be endeavors that precede and form the
groundwork in terms of research and community building for larger permanent
public art works. They can enhance the sense of shared history and community
participation, and may be important precursors to more permanent undertakings.

Book Project
The residents of this area have a strong sense of their neighborhood, of its
history and of their own diverse origins, but these stories are scattered among
personal archives and not universally accessible. A project that collates and
records this history could build a sense of shared and renewed identity and offer
a shared resource to the community as well as to those who might create public
art works later. Such a book might chronicle the various neighborhoods, include
illustrations and stories, reproduce collections of personal photographic
archives, and feature both historic maps as well as those newly created by the
community.

Night-Time Street Projections
Film and historical images of the area could be projected onto various sites along
Ocean Avenue. An important aspect of street safety has to do with keeping the
area lively at night. Community members currently hold archives of historic
photographs in slide form. These could be rear-projected in an empty storefront,
or projected onto the side of a building at night. The snapshots of this area
collected by the San Francisco Public Library’s history project could be used as
well. Projections could rotate through the community or take place at fixed
locations such as the exterior of the buildings that housed early cinema theaters
on Ocean Avenue.

2. MUNI Transit Platforms on Ocean Avenue

King Street Muni Transit Shelter, Anna
Valentina Murch, San Francisco

Ocean Avenue transports a large volume of commuters. The fog and wind make
this a cold and inhospitable place to wait for trains. The design of a transit
structure would be a practical and aesthetic enhancement of the streetscape.
These transit platforms, which will be the most visible element of Muni’s K-Line
improvements, could provide a defining characteristic for the street and neighborhood. The transit shelters along San Francisco’s Embarcadero, designed by
Anna Valentina Murch, or the shelters on 19th Avenue, designed by Leonard
Hunter and Sheila Ghildini, are local examples of such structures. An artist and
architect team would be most appropriate for this project.

19th Avenue Muni Transit Shelter, Leonard Hunter and Sheila Ghildini, San Francisco
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3. Sidewalk Improvements and Other Enhancements as
Opportunities to Embed History
Ninth Street Pedestrian Mall, Gary
Moore, Gerald Marston and WRT Inc.,
Miami (above left and center)
Historic and Interpretive Signage
Project, Michael Manwaring and Nancy
Leigh Olmsted, San Francisco (above
right and bottom)
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As sidewalk improvements are implemented in the plan area there is an opportunity to embed information about the area’s history and culture into the sidewalk
as art projects. The African Kente textile weaving patterns incorporated by artists
Gary Moore, Gerald Marston, and WRT Inc. into the Ninth Street Pedestrian Mall,
an extended walkway in an African American community in Miami, Florida, is one
example of a creative paving treatment. Additional enhancements of the street
might include interpretive signage that provides continuity throughout the
streetscape. These could include vertical markers or uniquely designed narrative
signage designed to convey local stories through text and images. The Historical
and Interpretive Signage Project on The Embarcadero, by artist Michael
Manwaring and historian Nancy Leigh Olmsted, which tells the story of San
Francisco’s waterfront, is a good example of this type of project.
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4. Gateway Project
The sense of entrance arrival or importance offered by a symbolic gateway is an
essential element in providing a unique identity to a place. The Balboa Park
Station Area Plan acknowledges the significance of such a gateway in relation to
the City College entrance as a focal point on Ocean Avenue. The plan calls for a
pedestrian plaza or park at the site of the current bus turnaround on the Phelan
Loop. This site will also function as a gateway into the City College campus,
presenting an opportunity for an artist to design light fixtures or other features
such as a gateway into the campus.
Alternatively a symbolic sculpture could be designed for this space. A work that
is intriguing and perhaps changing, perhaps powered by wind, would be
interesting for passersby to contemplate.

5. Other Open Spaces
Various open spaces have been proposed in the Phelan Loop area as well as the
Transit Station Neighborhood. Each suggests an opportunity for adding whimsical embellishments to public open space environments. 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.

6. Artistic Enhancements to Architecture
Ongoing development in the plan area will potentially provide opportunities for
artistic enhancement. For example, the new Ingleside branch library on Ocean
Avenue will generate art enrichment funds for new public art projects. As with the
artwork by Colette Crutcher and Mark Roller, on the façade of the Ocean View
Library, artwork could be incorporated into the exterior of the building, providing
street appeal and neighborhood beautification.

Art Panels, Colette Crutcher and Mark Roller, Ocean View Library, San Francisco

Draft for Public Review | October 2002

96

Key Strategies

10. Enrich the Plan Area with Public Art

v

Del Amo Wheel, Colin Gray, Del Amo
Blue Line Station, Los Angeles

7. Transit Hub Enhancements
This area, with its overlay of transportation interchanges, creates an opportunity
to draw out the theme of transportation in the artwork. There are many possibilities: an artist project could integrate an icon or image similar to the Del Amo
Wheel in Los Angeles, by artist Colin Gray, a decorative cast-stone cartwheel
inscribed with transportation-themed visual and verbal riddles, or to develop a
site using elements from old MUNI street cars for seating. This could also be a
place to tell the layered history of the Southern Pacific Railway, the evolution of
the region as a hub for transportation in the city’s early days, and the introduction of the freeway through the landscape. The work might be iconic or intimate,
functional or interactive.

8. Geneva Office Building
The rehabilitation of the historic Geneva Office Building—which is likely to be the
outstanding landmark and image-making building in the Transit Station Neighborhood—offers extraordinary art-related opportunities.
This building and its history are tightly linked to the rich history of rail transportation in San Francisco. Artists can and should be involved in the planning and
design of the building’s renovation, and in designing exhibits and elements of
the building that illustrate this important and fascinating history. In addition, one
of the most frequently mentioned possible uses for the building is to house one
or more arts-related organizations. Such an arts “hub” in the neighborhood, in
combination with the many educational institutions in the vicinity, might begin to
establish the arts as an overall theme for the new Transit Station Neighborhood.
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Art and Economic Development
The arts and artists often form a vanguard to economic development, appropriating and improving facilities that are undesirable with sweat equity, subsequently attracting other businesses to the area. The SOHO, Lower East Side,
and Williamsburg neighborhoods in New York, and San Francisco’s SOMA
and Mission neighborhoods, are areas that have been enhanced by the influx of
and building upgrades initiated by arts organizations.
The high-ceilinged architecture of the Geneva Office Building suggests an
opportunity for a nonprofit arts organization to take up residency. This
kind of activity could establish a precedent for the ongoing usage of the
building in support of the arts. It could also stimulate other ancillary
business developments in the neighborhood.
OBJECTIVE 1: INTEGRATE ART INTO THE FABRIC OF THE NEIGHBORHOOD.
Policy 1.1: Broaden the scope of the City’s Art Enrichment Ordinance in the plan area
Many of the new facilities and physical improvements suggested in this
plan will be implemented under the auspices of the city and will thus be
subject to the Art Enrichment Ordinance. However, the scope of projects
that are subject to the ordinance is limited. In the plan area, the scope of
the program should be broadened so that art is an integral component of
all municipal construction projects and major urban design endeavors.
Policy 1.2: Encourage non-city public agencies and institutions to
take part in the Two Percent for Art program.
Several non-city public agencies and institutions (BART, City College,
Caltrans, San Francisco Unified School District) will be involved in building new facilities in the plan area. These entities are not subject to San
Francisco’s Art Enrichment Ordinance (though some have programs of
their own). These agencies should voluntarily take part in the city’s program, or coordinate with the Arts Commission if they already have their
own art enhancement programs in place.
Policy 1.3: Integrate the arts and artists with overall design of new
buildings, facilities, and public open spaces.
Often when artists are involved in the design of a new facility, they are brought
in near the end of the process and are asked to design projects that are
standalone or surface decoration. Though often well executed and compelling,
these art projects miss the opportunity to allow artists to contribute from the
commencement of a design project. Artists should be involved from the very
beginning of design on the facilities and projects outlined in this plan. In
general, a collaborative design team comprised of an architect or landscape
architect and an artist can greatly add to the richness and individuality of a new
building, transit facility, or public open space.
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11. Protect and Enhance
the Surrounding Neighborhoods

T

he major recommendations and proposed interventions of this plan
revolve around large underutilized parcels controlled by public
institutions along the major streets and around the transit station area.
The stable, mostly residential, neighborhoods surrounding the core of the
plan area will greatly benefit from proximity to revitalized main streets,
improved transit service, and a more pleasant and lively street environment.
However the plan does not include significant direct changes in these areas.
To improve the pedestrian environment within these neighborhoods and
mitigate any incremental spillover traffic effects from Ocean Avenue, an
improved transit hub, or increases in housing opportunities in the plan area,
the following programs are recommended.
OBJECTIVE 1: IMPROVE THE ENVIRONMENT WITHIN THE SURROUNDING
NEIGHBORHOODS.
Policy 1.1: Pursue a street-tree-planting program for the neighborhoods surrounding the plan area.
Healthy, closely spaced street trees can humanize and “soften” a street
environment more than any other single element, in addition to improving
air quality and providing shade. Currently, street trees are scant and irregularly planted throughout many of the neighborhoods. While street trees are
required of new construction or significant alterations to buildings, little of
this type of activity is expected in these neighborhoods that would significantly enhance the street tree stock.
Thus, neighborhood groups should work with Friends of the Urban
Forest and city agencies to design and implement a comprehensive street
tree program. 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. Maintenance of the trees is the responsibility
of property owners.
Policy 1.2: Explore neighborhood-wide traffic calming for the
neighborhoods surrounding the plan area.
Local neighborhood streets should be quiet, slow-paced places 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 (nonlocal) traffic, the neighborhood should pursue with city agencies a neighborhood-wide comprehensive traffic calming program. Such techniques as

99

Balboa Park Station Area Plan

Key Strategies

11. Protect and Enhance the Surrounding Neighborhoods

widening sidewalks at corners and mid-block, landscaped traffic circles,
and raised or textured crosswalks can not only slow traffic but also create
valuable neighborhood public open space and visually enhance a neighborhood.
Policy 1.3: Expand and adjust the Residential Permit Parking
Program.
To address any potential parking spillover from City College, a revitalized
Ocean Avenue commercial district, and transit station patrons, the Residential Permit Parking Program should be expanded and structurally adjusted
as proposed in Key Strategy 6.
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