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OBJECTIVE 1
Improve public connections within and to the neighborhood.
OBJECTIVE 2
Design streets that reflect their role as an important
part of civic space and for multiple users and means
of travel.
OBJECTIVE 3
Knit access to public transportation into the fabric of
the neighborhood by ensuring that new and existing
rail transit services are used to their full potential
and by strengthening other transit connections to
the Central Waterfront.
OBJECTIVE 4
Promote travel by bicycle by providing a safe, convenient, and attractive network of routes.
OBJECTIVE 5
Support the transportation needs of the PDR and
maritime uses in the area.
OBJECTIVE 6
Assess the performance of the street system by measuring the overall movement of people and goods
rather than just the movement of vehicles.
OBJECTIVE 7
Manage off-street parking to encourage new housing
development and support local businesses while
recognizing the limited capacity of the street network to carry more automobiles.
OBJECTIVE 8
Manage public parking as a limited resource based
on a system of explicit priorities tied to relative user
needs.
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View looking north on Third Street.

4. Moving About

The gritty, industrial character of the Central Waterfront extends to the transportation system serving it. Spartan is the
overriding sensation for all those traveling to, from, or through
the neighborhood. At transit stops, there is little protection
from either the elements or from the dust thrown up by
passing trucks. At the Caltrain station, shelter is provided by
the brutalist freeway overpass far overhead, and an open
drainage ditch runs down the side of the platform. Pedestrian
and bicycle facilities are notably absent, giving those on foot
or bike the impression that they are in some way unwelcome
visitors to the neighborhood. In contrast to other parts of the
city, there is little in the way of parking management.
The challenge is to preserve the essential character of the
neighborhood while supporting a full, equitable range of
choices for the movement of people and goods to, within, and
from the Central Waterfront. Access to transportation, particularly alternatives to the private automobile, must be knitted
into the fabric of the neighborhood, and everyday services
promoted to reduce the need to travel.
The transportation system must move beyond the spartan, and
take advantage of the tremendous opportunities, as well as
challenges, that new development will bring. The Third Street
light rail line will dramatically improve perceptions of the
accessibility of the area by transit. New commercial and
residential development will give greater potential to support
basic services, reduce the need to travel outside the neighborhood, and at the same time provide a street presence that
makes for a more attractive environment for pedestrians,
bicyclists and those waiting for transit. At the same time, the
transportation system must continue to cater to industrial uses,
through addressing the conflicts that heavy freight traffic in
particular creates with other road users.

4

This section is divided into three sub-sections – System of
Public Ways, Access and Mobility, and Parking. The first deals
with the physical construct of the street network and the
design and character of the street space, emphasizing streets
as pedestrian-oriented civic space and integral components of
the public open space system. The second sub-section, Access
and Mobility, addresses various modes of moving about the
Central Waterfront, including transit, bicycles, and trucks. A
detailed program of proposed street improvements in the plan
area follows this sub-section. The section concludes with a
discussion of parking management, both on- and off-street
parking for all uses in the neighborhood.
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i. System of Public Ways
OBJECTIVE 1
Improve public connections within and to
the neighborhood.
One of the key design goals of this plan is to augment and
enrich the public street and pathway system. One way is to
extend the street grid pattern to break up large parcels into
human-scaled city-scale blocks, facilitating greater access to all
areas of the neighborhood. In areas where the street cannot
be extended due to topography, preservation of historical
features, or other factors, the “line of the grid” should be
extended through building placement and, if possible, pathways to ensure the continuation of sight lines and pedestrian
access. In the plan area, the grid is also a key tool to reconnect the area’s open spaces, waterfront, retail areas, and transit
services with one another and to create a walkable place. The
grid allows flexibility for development while providing a
framework for an improved pedestrian experience by creating
shorter, walkable blocks with more direct travel routes, rather
than superblocks that become obstacles to pedestrians and
cyclists. Connections need not be made just with full-access
streets, but can also be made with pedestrian-only pathways
and linear parks that cut through long blocks to break down
their scale.
Policy 1.1
Extend and rebuild the street grid, especially in the
direction of the Bay.
The Bay is an incredible natural asset, yet the Central Waterfront now has little access to the waterfront because of large
parcelization and Port and industrial uses that do not allow
many streets to penetrate through to or follow the water’s
edge. Extending east-west streets to the water’s edge to
facilitate public access and siting new structures so as not to
obstruct public views down rights-of-way to the water’s edge
is encouraged as large properties and Port lands redevelop.
Where historic structures would block the straight extension of
rights-of-way (such as 20th and 22nd Streets), roads or paths
should bend around the structures, though public pedestrian
access through the structures should be explored. Not all
extensions of the street grid need to accommodate motorized
traffic; however they should allow pedestrian and bicycle
access.
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Policy 1.2
Connect Potrero Hill to San Francisco Bay through
physical linkages.
The combination of topography and physical barriers, especially the I-280 freeway, disconnects Potrero Hill from the
Bay. Eighteenth Street, the primary route to the Central
Waterfront from Potrero Hill, ends at Illinois Street, and 20th
Street, which goes through the heart of the Port’s Pier 70
Opportunity Site, peters out in an area of industrial and disused land before it reaches the water. Extending the street
grid and improving existing right-of-ways will make the bay
more accessible to residents of Potrero Hill and the Central
Waterfront.
Policy 1.3
Reclaim public rights-of-way that have been vacated or
incorporated into private parcels.
The Central Waterfront contains a number of public right-ofways that have, over the years, been abandoned or allowed to
be incorporated into private parcels. These are more appropriately used to support the public realm, either as open
space or as part of the system of public ways. Recovering
these right-of-ways is especially important in the Central
Waterfront because of the dearth of public space.
Based on these policies, the following street extensions and
connections should be made as large properties or Port lands
develop:


4
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Provide public access to the waterfront from the current
terminus of Mariposa Street at Illinois Street.
Extend 18th Street east as a pedestrian/bicycle path past
its current terminus at Illinois Street (east of which 18th
Street was “closed” on paper in 1919) to physically link
Potrero Hill, the Central Waterfront, and the Pier 70
Opportunity Site, especially open space at Pier 70. (Port)
Allow bicycle and pedestrian circulation east of Illinois
Street from 18th to 20th Streets to facilitate movement
through the Pier 70 Opportunity Site. Consider connecting 18th, 19th, and 20th Streets east of Illinois Street for
auto circulation to avoid excessive dead-ends into the
Pier 70 Opportunity Site. (Port)
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Provide access on all sides of Irish Hill (lot 4120/002,
currently owned by Pacific Gas and Electric) and to the
adjacent unimproved Michigan Street right-of-way by
improving existing right-of-ways and constructing new
perimeter access routes where necessary. A new rightof-way should connect Illinois Street to Michigan Street
approximately midway between 20th and 22nd Streets
(through lot 4110/001, Port property) to facilitate vehicular access to Irish Hill, the adjacent historic Iron Works
buildings, and the Pier 70 Opportunity Site. Michigan
Street, currently an unimproved city right-of-way between 20th and 22nd Streets, should be improved in
coordination with the Port south from 20th Street up to
the portion adjacent to the proposed Irish Hill open
space. Access along the eastern edge of Irish Hill should
be opened on Port property (lot 4052/001, former Union
Iron Works).
Extend 22nd Street to the Bay (through Port property, lot
4052/001). Twenty-second Street is a primary east-west
connector that can provide access to Irish Hill and into
the Maritime Industrial District. The Street might have to
wind around historic buildings that have been constructed
in the right-of-way, which still exists on paper, but which
was closed in 1940.
Extend 23rd and 25th Streets rights-of-way to the Bay.
The extension of 23rd Street would extend through lots
4232/001 and 006, currently part of the power plant site.
Twenty-fifth Street is an unimproved right-of-way under
Port jurisdiction.
Improve Michigan and Maryland Streets between 24th
and 25th Streets. These two streets are currently unimproved paper streets on land under Port jurisdiction. This
will serve to connect Potrero Hill to development along
24th Street and Warm Water Cove.
Provide public pedestrian, bicycle, and possibly auto
access along the right-of-way at Maryland Street, between
24th and 25th Streets. This will effectively link Potrero
Hill to Warm Water Cove via 25th Street, and allow
continuous access along the waterfront. (Port)
Extend Marin Street, or at least a pedestrian passage,
through lots 4355/006 and 4378/006 (same property
owner) to connect Tennessee and Third Streets. This
would complete Marin Street from Indiana Street to Pier
80, and provide another connection between Pier 80, the
light rail stop at Marin Street, and public space at Islais
Creek.
Improve and remove obstructing private encroachments
from Minnesota Street between 25th and 26th Streets.
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OBJECTIVE 2
Design streets that reflect their role as an important part of civic space that serve multiple
users and means of travel.
Policy 2.1
Treat streets as an important part of the public open space
system.
Streets are the city’s most important and ubiquitous civic open
space. They are not only utilitarian movement corridors; they are
also are our public realm—the primary place for people to meet
and socialize, stroll, contemplate vistas, peer in storefronts, and
absorb the diversity that the city has to offer around each corner.
These great expanses of public space, streets, are available
outside every doorway, accessible to each and every resident.
We have a right to expect streets to uplift our neighborhoods and
provide space to move in a myriad of ways and tempos. Given
how much they dominate our cityscape, streets should be more
than means of getting from A to B, but should be places worth
spending time in and of themselves.
Policy 2.2
Design streets for a variety of users.
People in a city use streets in different ways. Streets must be
able to efficiently and safely accommodate pedestrians, bicyclists, and transit vehicles as well as automobiles; streets must be
multi-modal corridors that meet our needs to move large volumes
of people at different paces and by different means. Streets that
emphasize car movement over other types may in fact slow
down the trips of many people. For instance, a single bus
delayed in traffic may carry more than 50 people, as compared
with an average of not much more than one person per car.
Streets must emphasize people movement above all else.
Policy 2.3
Ensure provisions for safe and enjoyable pedestrian travel
throughout the neighborhood by employing innovative
street design.
The design of great multi-use streets that provide a pleasant and
safe pedestrian environment, in addition to accommodating other
means of movement, must incorporate many essential ingredients. Refer to the Fundamental Principles for Street Design (see
sidebar).
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FUNDAMENTAL PRINCIPLES FOR STREET
DESIGN

single element, healthy street trees can humanize a
FUNDAMENTAL
PRINCIPLES FOR STREET
street, even a major traffic street. A natural canopy
DESIGN

1. Provide Inviting and Comfortable Sidewalks

uses
that line
the sidewalk,
away from the
traffic. Trees
1.
Provide
Inviting
and Comfortable
Sidewalks

Streets with inviting and comfortable sidewalks make
for livable and vibrant neighborhoods by providing
common space for people to meet and interact face-toface or to linger alone, watching the action on the
street. The character of sidewalks should be inviting;
they should provide trees for shade and sense of
enclosure, benches and stoops for rest, art for amusement, and adjacent windows and doors that spill out
with interesting activity. Sidewalks in commercial areas
should be lined with active storefront uses such as
shops and cafes, while sidewalks in predominantly
residential neighborhoods should be fronted with
entries and landscaped areas. Blank, monotonous
walls along sidewalk edges should be avoided. Safe,
comfortable and attractive waiting areas should be
provided for streetcar and bus stops, without restricting
pedestrian traffic flow on sidewalks. On busy streets it
is especially important to provide an ample buffer for
pedestrians from moving traffic.
Ample Width: Sidewalks must be wide enough to
accommodate the number of pedestrians who use
them daily, and be free of obstructions such as utility
boxes and poles. Major pedestrian streets should
maintain a minimum width of 10 feet, including a
minimum 6-foot wide “clear zone” for pedestrian traffic
free of trees, benches, or other furniture. In commercial
districts sidewalks must be able to comfortably
accommodate a high volume of foot traffic. Though
sidewalks do not need to be extremely wide, they
should be wide enough to allow pedestrians to feel
safely buffered from traffic and to provide at least
some space for outdoor seating and merchandise
display.

4

Street Trees: Closely spaced and sizeable trees planted
parallel and close to the curb, progressing along the
street up to the intersection, create a visual and
psychological buffer between the pedestrian space of
the sidewalk and vehicular traffic. More than any other
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street parking degrades the pedestrian realm by
allowing cars to cross sidewalks, encouraging the
presence of inactive garage doors, and causing the
loss of street trees and other sidewalk amenities.
Curb Cuts: There should be a minimum of interference
caused by auto traffic crossing the sidewalk to access
off-street parking. Driveways between intersections
detract from the pedestrian environment, introduced
cars across busy sidewalks, and make progress more
difficult for the elderly and mobility-impaired. Entrances
to garages and parking lots should always be located
on side streets and not on main streets with high
volumes of pedestrian traffic or transit vehicles. (See
the Urban Design Guidelines for specific locations for
restrictions on curb cuts).

Mid-block sidewalk bulb-outs, such as this
existing one on Noe Street, provide valuable
neighborhood public space.

Pedestrian-scaled lighting: In order to create a more
inviting walking environment, reduce the hazards of traffic
at night, provide security from crime and other perceived
dangers, public areas should have adequate lighting.
Although the need for lighting is general, special attention
should be given to crosswalks and to pathways in parks
and around public buildings. Standard street lighting
floods streets with too much light and creates too much
glare while poorly illuminating sidewalks. Smaller humanscaled lighting fixtures should be used along sidewalks
and open spaces. Care should be taken to shield the
glare of any lighting from residential properties, as well
as to use techniques that carefully direct their light in
order to avoid excessive light pollution of the night sky.
Pedestrian lighting was not proposed and will not be
implemented on Third Street by MUNI as part of the light
rail project. Funding should be sought to install lighting
mid-way between strain poles on blocks with station
platforms as described in this plan. Lighting patterns for
the following specific streets should follow design
standards as set out in the Urban Design Element of the
San Francisco General Plan: Cesar Chavez and Illinois
Streets are to be lit as major through-streets; Mariposa
Street is to be lit as a Collector Street, and all other
streets of the Central Waterfront are to be lit as local
streets.
Places to sit: Streets are important components of the
public open space system. Providing places to sit, rest,
and linger is critical to creating public places where
people can gather, creating nodes of activity. In turn, such
activity makes streets interesting and enjoyable places
for pedestrians. Public benches are strongly encouraged
in the public right-of-way, space permitting. Sidewalk
bulbouts create larger areas that can accommodate
benches (possibly placed perpendicular to the sidewalk)
and tables or other amenities. Such spaces become
small gathering nodes and “eddies” in the movement of
the street. In retail areas and on high pedestrian traffic
ways, building owners and developers are especially
invited to explore building-edge sitting spaces such as
ledges, steps, and window seats.

4

Public benches should be added at all parks and on eastwest streets between Third and Tennessee Streets.
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2. Design Safe Pedestrian Crossings
The high speed and significant volume of traffic,
combined with poorly marked or unisgnalized crossings, make traversing some streets in the plan area
uncomfortable, if not unsafe. Wide streets with unmarked pedestrian crossings force people to walk long
distances where motorists are not reminded to look for
them. Several methods should be employed to improve
pedestrian crossings on major streets, particularly near
transit stops.
Widened sidewalks at intersections: Widened sidewalks
at corners, also called “bulb-outs,” serve many functions: 1) they enhance pedestrian safety by shortening
the distance needed to cross the street and making
pedestrians more visible to oncoming traffic; 2) they
create more generous space for pedestrians queuing
to cross the street; 3) they provide pockets of neighborhood space for gathering or sitting; 4) they provide
more space for public realm amenities, such as trees
and landscaping; and 5) they enlarge corners (i.e.
reduce corner radii), thereby slowing turning vehicles.
Mid-block bulbouts: Mid-block bulbouts are also
important techniques for creating pedestrian crossings
on very long blocks and for creating more intimate
pockets of neighborhood space on residential streets
(especially if alternated with diagonal or perpendicular
parking). Any mid-block crossings on 3rd Street would
have to include pedestrian signalization that would only
allow crossing when MUNI trains are at a safe distance, in much the same way as has been implemented for The Embarcadero.

4

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

Boldly marked crosswalks should be also introduced to
further alert drivers that they are in a pedestrian zone.
Bulbing sidewalks and augmented pedestrian spaces
along east-west streets in the Central Waterfront would
improve pedestrian accessibility to neighborhoodserving commercial uses off of Third Street and
enhance the retail environment in intensive pedestrian
areas near light-rail stops.
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4. Provide Wayfinding Signage

5. Street Furniture

As people visit and walk around the Central Waterfront,
the locations of notable destinations are not always
apparent. A system of wayfinding signage, especially at
a pedestrian scale, would help to orient travelers.
Implementation should be coordinated with the City
Wayfinding plan. The signage system should incorporate directions to the following important destinations:

The term “street furniture” describes all of the pedestrian-oriented amenities and physical objects placed in
the street right-of-way to enhance the public realm and
character of the streets.










Caltrain station
MUNI Third Street light rail stops
Bay Trail
Water access points
Pier 70 park
Warm Water Cove
Irish Hill
Esprit Park

A clear pedestrian zone of no less than six feet in width
must be preserved on the sidewalk at all times for
pedestrian passage. In general, street furniture should
be installed on the curb side of the clear pedestrian
zone unless otherwise noted. Placement of street
furniture should conform to standards established in
Destination Downtown: Streetscape Investments for a
Walkable City (adopted July 13, 1995).
In addition to the above-mentioned critical elements
(benches, lighting, planters, and signage), important
street furniture includes:

Bollards
Bollards are recommended in locations without trees or
other street furniture to protect pedestrians from
vehicles and to keep cars from parking on sidewalks
and damaging sidewalk structures or elements.

Newsracks
In areas of high pedestrian traffic, pedestal newsracks
are strongly encouraged to prevent clutter and pedestrian congestion.

4
Bicycle Racks
Parking meters and street signs often double as
bicycle racks, but many sidewalks lack these elements
or have been retrofitted to make them unusable for
this purpose. Conveniently placed bicycle racks are
important to facilitating bike travel. Where sidewalk
width does not permit them, bike racks can be creatively placed in the street itself, in lieu of on-street
parking spots, with adequate protection of bollards
from vehicles. (See Typical Third Street Urban Design
Treatments illustration for example)
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Policy 2.4
Support pedestrians by encouraging the development of
an active streetfront.
Creating a pleasant and safe pedestrian environment relies on
more than the design of the right-of-way itself. The function
of a street and the human experience of it are formed by an
interactive dialogue between the street and the structures that
frame it. Ensuring active ground-floor uses and fine-grained
and detailed facades are critical to creating an attractive
pedestrian realm. The policies and guidelines in this plan
reflect these interactions between the built environment and
the desire for an enriching pedestrian realm.
Policy 2.5
Clearly mark the Bay Trail where it passes through the
Central Waterfront and move it closer to the Bay as
opportunities become available.
The Bay Trail is a planned recreational corridor that, when
complete, will encircle San Francisco and San Pablo Bays with
a continuous 400-mile network of bicycling and hiking trails.
To date, approximately 210 miles of the alignment—or slightly
more than half the Bay Trail’s ultimate length—has been
completed. At present Third Street and Illinois Street provide
the link in the Bay Trail through the Central Waterfront.
Currently, the Bay Trail crosses Islais Creek on Third Street
and jogs over to Illinois Street at 23rd Street. Ideally, the trail
would run closer to the water, though heavy industrial and
maritime uses, along with a lack of continuous public right-ofways, preclude such a continuous shoreline path. The city
should take advantage of opportunities to move it eastwards if
and when Port lands are redeveloped. Signs for spur trails to
new and improved public open spaces and shoreline access at
Islais Creek, Warm Water Cove, Irish Hill, and Pier 70 should
be placed and included in the Bay Trail maps and literature.

4

The Bay Trail, as it passes through the Central
Waterfront.
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Policy 2.6
Encourage CalTrans to improve the 18th and 20th Street
bridges over I-280 for better pedestrian access between
the Potrero Hill neighborhood and the Central Waterfront.
Buffering pedestrians from traffic and adding pedestrianscaled elements would improve pedestrian comfort. On both
bridges make the following improvements:
Pedestrian-scaled street lighting

Pedestrian crossing signals at both ends of the bridge
to allow safe road crossing




Bulb-outs at the ends of parking lanes for increased
pedestrian space, with benches
New integrally designed railing and fence

On 18th Street:

New sidewalk on the north side




Eliminate one traffic lane each direction and replace
with parallel parking
Add uphill bike lane

On 20th Street:

Expanded sidewalks on the bridge and at ground level
(north side) for pedestrian comfort


Raised concrete buffer between sidewalk and traffic
that incorporates planting boxes with street trees and
irrigation

4
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Policy 2.7
Encourage pedestrian activity by creating a better physical environment for walking.
Make the following improvements in the Central Waterfront:
1 . Expand the sidewalk (i.e. build bulb-outs) on 20th,
23rd, and Marin Streets at their intersections with Third
Street to enhance pedestrian space and safety near
transit stops.
2 . Construct corner and midblock bulbouts on Tennessee
and Minnesota Streets to create neighborhood gathering
space, along with converting parallel to diagonal or
perpendicular parking along Tennessee and Minnesota
Streets.
3 . Widen sidewalks and add bulbouts and other amenities
on 22nd Street between Indiana and Third Streets to
improve the pedestrian environment in the retail heart
of the neighborhood.
4 . Improve the sidewalks along Illinois Street (including
adding a sidewalk on the west side between 19th and
20th Streets). Add bicycle lanes. If possible, provide
space for pedestrians and cyclists on the proposed
Illinois Street Bridge. Encourage property owners of
heavy industrial uses to create a buffer comprised of
plantings, walls, and fences to the sidewalk on the east
side of Illinois Street.
5 . Create a greenway along 24th Street that will connect
Warm Water Cove to the rest of the neighborhood. This
will offer the opportunity to connect the park more
strongly to Third Street, making the park appear closer,
and attracting more users from Third Street. (The rightof-way between the water and Michigan Street is
wider than typical 65’ street widths, at 100’.) This
width allows for a better use of the public space for
pedestrians.

4

6 . Provide sidewalks and pedestrian amenities on streets
extended onto Port lands.
7 . Provide signage to mark the Bay Trail on Third and
Illinois Streets and other streets where it passes
through the neighborhood, moving the trail eastward as
Port lands are redeveloped and the street grid is
extended.
8 . Enhance the pedestrian environment on Third Street
(see sidebar for strategies for this major street).
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Enhancing the Pedestrian Environment on
Third Street
There is little disagreement that currently Third Street
provides little interest or amenities for pedestrians. Its
character is overwhelmed by the dominanting volume
of swift automobile traffic. The completion of the Third
Street Light Rail, which will bisect the Central Waterfront, will usher in a new emphasis on pedestrian
activity and the need for a more pedestrian-friendly
environment. However the push to maintain two freeflowing lanes of auto traffic in the re-design of Third
Street will result in less-than-ideal pedestrian conditions. On blocks adjacent to light rail platforms at
Mariposa, 20th, 23rd, and Marin Streets, where an
enhanced pedestrian environment is most critical,
sidewalks are being narrowed on one or both sides of
the street to as little as nine feet. In these same
locations, curb parking, which creates a valuable
physical and psychological buffer between pedestrians
and moving traffic, is being eliminated. To enhance the
pedestrian environment along Third Street, the following streetscape improvements and urban design
standards are proposed:



Expand the sidewalk (i.e. build “bulb-outs”) on
Mariposa, 20th, 23rd, and Marin Streets at the
intersection with Third Street to provide more pedestrian space and shorten crossing distances. On the
bulb-outs plant double rows of trees, and install
pedestrian-scaled lighting, seating, newsracks,
bicycle racks, and other sidewalk amenities. These
wide bulb-outs near the transit stations can also be
enhanced with decorative paving and public art
installments (coordinated thematically with the Muni
platform’s artistic enhancements, notably the canopy
roof and marquee pole, at 20th Street). Raised
crosswalks with textured and/or colored surfaces at
these east-west cross-streets would also help slow
auto traffic and assert the pedestrian presence in
the public realm.



Along segments of Third Street without curb parking
and where the sidewalk narrows, add streetscape
elements to enhance the buffer between pedestrians
and traffic. Additionally, any landscaping (i.e. street
trees) or street furniture that reduce the perceived
width of Third Street, thereby slowing traffic, should
be put in place.

4
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to the map in the Urban Design Guidelines). This
setback space must be free of columns or other
significant pedestrian obstructions and should be
treated as an extension of the sidewalk (3-foot scoring
as described above) and allow public pedestrian
passage. As a general policy, setbacks should be
sought for all parcels along these stretches.

As part of the light rail implementation, Muni will locate
strain poles (which hold the overhead wires for the rail,
as well as street lights, signals, and signage) approximately every 100’ and will plant street trees approximately 20’ on center. To augment these features,
pedestrian-scaled light fixtures should be located midway between strain poles and additional trees should
be planted to establish an overall tree spacing in these
segments to 10’ on center. The increased frequency of
these elements will visually coordinate with the change
in rhythm of alternating red and black bands of
trackway paving, from wider “whole time” typical paving
to faster “triple time” paving approaching and alongside platforms.

Some people have suggested legislating that all new
buildings on Third Street be required to set back from
their property lines by several feet in order to create
more pedestrian space. A large number of existing
buildings, representing a significant proportion of Third
Street frontage, are unlikely to be redeveloped in the
foreseeable future (e.g. buildings with current residential uses, significant PDR buildings, historic structures).
Therefore, the requirement for a uniform setback would
result in a random “sawtooth” pattern of building
façade setbacks. This pattern is not practical, safe,
economic, or aestheticly pleasing, and seems not to be
the salvation for pedestrians on Third Street. To avoid
the creation of a jagged street wall, in general noncorner parcels must set back, and should only set
back, provided that all adjacent buildings on the
subject block face from one corner up to the subject
parcel have already been set back accordingly. Additional details are included in the Urban Design Guidelines.

New and infill trees on Third Street should be Tristania
conferta (“Brisbane Box”), as per the Muni Third Street
Light Rail Urban Design Plan which states that while
Dogpatch has been identified as a “town center,” it is
not recommended to plant a unique identity tree in this
area because of the large number of pre-existing
heathy Tristania conferta.
Further, the introduction of a strip of textured paving on
the outside of the curb lane (nearest the sidewalk)
would make drivers aware of their proximity to sidewalks and encourage slower speeds in the curb lane.
Sidewalk paving along Third Street itself should be as
established in the Downtown Streetscape Plan: threefoot scored, dark grey, carbon black-based tinted
concrete, finished with silicon carbide sparkle grain.

4
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Eliminate all currently unused curb cuts on Third Street,
and prohibit new curb cuts for through-block and corner
parcels with alternative street frontages. (see Urban
Design Guidelines)



To enhance pedestrian space on Third Street near
transit stops where sidewalk widths are reduced and
curb parking is absent, require new development on
Third Street to set back the ground floor five feet from
the Third Street property line, from Mariposa to 18th
Street, from 19th Street to mid-way between 20th and
22nd Streets, Tubbs to 23rd Streets, 23rd to 24th
Streets, and Cesar Chavez Street to Islais Creek (refer

More subtle urban design strategies can be employed
to make the pedestrian realm seem more expansive
than the 9 and 10-foot sidewalk widths would seem to
allow. These include requiring permeable facades (with
significant portions of glazing) for commercial frontages and semi-public spaces adjacent to the sidewalk,
recessing building entries, and incorporating rhythmic
vertical breaks and other articulation of building
facades. These are incorporated into the plan’s Urban
Design Guidelines.


In the long term, pursue the removal of a lane of
through-traffic from Third Street, making room for the
restoration of curb parking, wider sidewalks and bicycle
lanes, with regional traffic shifting to other designated
new or existing parallel routes (such as the 280 and
101 freeways, which parallels Third Street just a few
blocks away).
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ii. Access and Mobility
OBJECTIVE 3
Knit access to public transportation into the
fabric of the neighborhood by ensuring that
new and existing rail transit services are
used to their full potential and by strengthening other transit connections to the Central
Waterfront.
The new Third Street light rail line, due to open in 2005, will
provide a direct rail link north to downtown and south to
Bayview/Hunters Point and Visitacion Valley. While travel
times will be similar to the existing bus service, the new line
is likely to attract many new riders and dramatically improve
perceptions of the accessibility of the Central Waterfront by
transit. However, to ensure that the benefits of the new
service are captured to the greatest possible extent, care
needs to be taken to integrate stations into the neighborhood,
particularly through improving pedestrian linkages.
The same principle goes for the 22nd Street Caltrain station,
which provides direct access to Silicon Valley. It is poorly
used by residents and workers in the neighborhood, and in
fact the largest proportion of passengers arrive by car, traveling from other parts of the city to take advantage of the
abundant, free on-street parking in the area. At present, the
station is unpleasant and provides virtually no amenities.
Shelter is provided by the overhead freeway. An open drainage ditch runs down the edge of the platform. Set 20 feet
below grade between two dark tunnels, absolutely no “natural
surveillance” can be provided by occupied windows or
passing traffic, creating a space that is terrifying for many
users, particularly late at night.

4

In order to address these issues, however, one outstanding
question should be resolved or at least accommodated: will a
second set of tunnels ever be built, allowing Caltrain to add a
third or fourth passing track? As Caltrain completes additional
tracks along the Peninsula to make way for its “Baby Bullet”
express trains, the constraint for improved frequency will
become the San Francisco tunnels. There is the opportunity to
add a tunnel west of the existing bore, just like the unused
second tunnel south of the station that Southern Pacific built
nearly 100 years ago. If the tunnels and track are added, the
southbound platform will need to be moved and the station
envelope expanded.
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While the majority of transit service and ridership in the
Central Waterfront is along these north-south corridors, the
need remains to improve cross-town routes. As the number of
workers and residents in the neighborhoods increases, there
will be greater demand for transit access from all parts of the
city. The cross-town routes will also play an increased role as
feeder routes to the light rail line.
Policy 3.1
Efficiently and effectively link the residents and workers
of the Central Waterfront to Third Street Light Rail.
In order to take full advantage of the new service, the pedestrian environment throughout the neighborhood should be
improved. All along Third Street, great care must be taken in
placing utility boxes, poles, and other devices that might
further reduce the walking space. On the cross streets—
particularly those leading to light rail stations—special landscaping treatments should be completed, such as corner
bulbouts and street tree plantings in order to improve the
pedestrian experience traveling to and from Third Street.
These improvements and their implementation are described
in the System of Public Ways sub-section.
Policy 3.2
Better integrate the Caltrain Station at 22nd Street into
the Central Waterfront through good design.
Any redesign of the station must take advantage of the monumental scale of its setting. The freeway, its support columns,
the roadway bridge, and retaining walls enclosing the station
were all built without regard to good urban design, especially
at the pedestrian scale. In order to make the area more inviting, it must be improved by person-friendly design treatments.
The Caltrain Station has little relationship to
or visibility from the street. (View from 22nd
Street bridge)

Vertical circulation at the station must be improved, with either
wheelchair-accessible ramps or elevators. While a pair of
elevators at the station may be cost prohibitive, there are good
opportunities for adding gentle ramps from the south side of
the station. In addition, the station’s presence in the neighborhood needs to be made more prominent, through street
treatments and signage on pedestrian routes to and from the
station.

The Central Waterfront Neighborhood Plan | Draft for Public Review | December 2002

93

4

III. Plan Elements

4. Moving About

Policy 3.3
Improve personal safety at the Caltrain Station, particularly through providing natural surveillance of the
platform.
The station presents personal safety problems largely because
it is so completely cut off from the rest of the city. The best
way to improve the situation is to bring more activity within
view of the platforms, for example with development that
would offer active windows facing the platforms, as in Policy
3.4.
Shorter-term measures that would improve personal safety
include vendors and more permanent uses to occupy the
platform space or street-level space immediately overlooking
the platform, and a staffed bicycle station.
Instead of bringing natural surveillance to the platforms it is
possible to bring waiting passengers to places where natural
surveillance is easier, for instance in an attractive, sheltered
waiting area at street level, with real-time train arrival information. Such an area could be created on the 22nd Street bridge
by removing some on-street parking and widening the sidewalk area. The Iowa Street right-of-way is also a possibility,
along with widening the 22nd Street bridge itself.
Other improvements to personal safety such as the removal of
potential “lurking spaces” in and around the station area,
lighting improvements, the installation of emergency call
boxes, and similar changes should be addressed.
In addition, Caltrain should be encouraged to remove obstacles
to private vendors operating on Caltrain property, particularly
regarding liability insurance, and explore the potential for
staffed bicycle parking at the Caltrain station. If joint development and/or other means of natural surveillance on the platform are not forthcoming, encourage Caltrain to create a
street-level, sheltered waiting area for passengers, with realtime information. Caltrain should also be encouraged to
implement minor short-term improvements such as better
lighting and the removal of “lurking spaces.”

4

Crosstown bus connections could become
much more reliable with transit preferential
treatments proposed in Muni’s Long Range
Vision Plan.
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Policy 3.4
Create better crosstown MUNI connections.
At present, crosstown bus service is provided by the 22Fillmore and 48-Quintara. Service on the 48-Quintara in
particular needs to be strengthened. Streamlining the circuitous
routing over Potrero Hill could improve travel times. Muni is
committed to improving these routes and their efforts should
be supported. Muni is also planning dramatic improvements
to the 22-Fillmore as part of its Long Range “Vision” plan.
These include bus rapid transit treatments for the 16th Street
corridor. Bus services currently serving the 3rd Street corridor
will be replaced by light rail.

OBJECTIVE 4
Promote travel by bicycle by providing a
safe, convenient, and attractive network of
routes.
Policy 4.1
Extend and rebuild the street grid.
The industrial and maritime land uses that dominate the Central
Waterfront are characterized by large parcels that interrupt or
discontinue the fine-grained street grid. This condition of a
sparse street network and large block sizes promotes travel by
the private automobile and works against encouraging people to
travel by foot and bicycle, as distances of travel are more circuitous (and thus longer) and there are fewer alternative routes to
streets with high traffic volumes. As with pedestrians, the enrichment and extension of the street grid is critical to making cycling
an attractive and practical means of transportation. A highly
connective street network provides cyclists with low-traffic
alternative routes and directness to destinations. Proposed street
connections are described in Objective 1.
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Policy 4.2
Provide quality bicycle parking, particularly at transit
stops, outside stores, near concentrations of employment, and in new housing developments.
Conveniently placed bicycle racks are important to facilitating
bike travel. Quality bicycle parking should be provided for
residents, workers, and commuters in as many places as is
appropriate to support and encourage bicycle use. The following locations should be prioritized:








Being generally flat, the Central Waterfront is
an important link in several citywide bicycle
routes.



Near MUNI platforms, to maximize the potential of the
new Third Street light rail line. The number of people
who can reach a light rail station within a reasonable
time vastly increases if access by bicycle is enhanced.
Bicycle racks can be placed on sidewalk bulbouts, on
sidewalks, or in lieu of curb parallel parking for an
auto.
At the Caltrain Station, where parking should be secure
enough to enable commuters to leave their bicycles all
day with confidence. One option is for staffed,
guarded bicycle parking, which would also improve
safety by creating a lively presence in the area. Bike
lockers, which protect the entire bicycle from the
elements, are also recommended.
On streets in the heart of the neighborhood, particularly Third Street at the cross streets and outside local
stores.
Near concentrations of employment, including Pier 70.
In all new commercial and public development in the
area, as mandated in the Planning Code.

To the greatest extent possible, bicycle parking should be in
visible locations, where it can be informally supervised by
passing people. Ideally, it should be sheltered and placed as
close as possible to building entrances. Parking meters and
street signs often double as bicycle racks, but many sidewalks
lack these elements or have been retrofitted to make them
unusable for this purpose. Bike racks can be placed on sidewalks or even in lieu of on-street parking.

4

Additionally, even if they wish to bicycle regularly for transportation, residents must often face the daunting task of
carrying their bicycles in and out of their dwelling units, often
up and down several flights of narrow, twisting stairways.
Even when auto parking spaces are provided, there is generally no place to conveniently and safely store a bicycle for
regular use. All new development should be encouraged to
provide secure and convenient indoor bicycle parking for all
residents and workers, especially if auto parking is provided.
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Policy 4.3
Complete the pieces of the San Francisco bicycle network that are within the Central Waterfront. The primary goal is to create a safe, attractive north-south
bicycle route from the Bayview/Hunters Point to downtown San Francisco.
The Central Waterfront is a critical section in creating a continuous, safe, comfortable bicycle connection between downtown and the Bayview/Hunters Point; it is flat and provides
the most direct routes. Each of the main north-south streets in
the Central Waterfront has its own disadvantages as a bicycle
route. Minnesota and Tennessee Streets are currently discontinuous in the plan area and lack connectivity to the north
and/or south, Third Street suffers from high-volume, fastmoving traffic, and Illinois and Indiana Streets currently lack
connectivity to the north and/or south.

4
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In the existing San Francisco Bicycle Plan (which is undergoing revision, slated for completion in 2003) Third Street is
designated a bicycle route because of its relatively flat topography, directness, and unbroken continuity between downtown and southern neighborhoods of the city. However Third
Street is heavily trafficked and the configuration of the street
as a result of the new light rail does not leave room for
bicycle lanes. In addition, the Bicycle Plan acknowledges the
inability of Third Street to accommodate bicycles once the
light rail extension has been constructed, requiring another
north-south route through the neighborhood.
Given these constraints and the pending development scheme
to the north (in Mission Bay), the best bike corridors through
the Central Waterfront in both the short and long term are
Indiana and Illinois Streets.
A north-south bicycle route should be established on Illinois
Street by striping bike lanes and converting perpendicular
parking to parallel to allow this. While large numbers of trucks
use Illinois Street, there is no inherent conflict between a
truck route and bicycle lanes. So long as lanes are wide
enough to allow trucks to safely pass cyclists, and vehicle
speeds are kept low so that cyclists are not exposed to wind
shear, trucks pose no greater hazard to bicyclists than any
other type of vehicle. The bike lane stripe, however, will
need to be dropped where the bicyclist’s path of travel abuts
perpendicular parking that cannot be converted, or at loading
docks, as discussed in Objective 4, Policy 2. This route would
connect to downtown via Terry Francois Boulevard, and to
Bayview/Hunters Point via the Port’s proposed Illinois Street
bridge over Islais Creek. The design of the Illinois Street
bridge should provide ample and dedicated space for bicyclists apart from the truck lanes in the form of either striped
bicycle lanes or a bicycle path separated from the truck lanes.

4
This short stretch of bicycle lanes on Indiana
Street should be augmented north and south,
turning Indiana Street into a useful “bicycle
boulevard.”

The Illinois Street bicycle lanes should connect to existing
bike lanes on 16th Street and both Illinois Street and Indiana
Street bike accommodations should connect to a new enhanced bike route on Mariposa Street (as mandated by the
Mission Bay Plan).
Additionally, Indiana Street should be enhanced as a northsouth bicycle route, also by adding bike lanes and converting
perpendicular parking to parallel. Indiana Street provides
direct access to the 22nd Street Caltrain Station, Esprit Park,
and Islais Creek open space (bicycle lanes currently exist in
the two blocks on Indiana Street between Cesar Chavez Street
and Islais Creek). A four-block stretch of Indiana Street,
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between 23rd and Cesar Chavez Streets, is currently one-way
north, forcing southbound cyclists to divert one block east to
Minnesota Street in order to continue south. That stretch of
Indiana Street should be converted back to two-way traffic
with bike lanes, or at least feature a southbound contra-flow
bicycle lane for the one-way stretch.
Where the bike lane crosses freight rail or streetcar tracks,
appropriate material should be used to pack the tracks to
minimize the hazard to cyclists. Along all core bicycle routes,
perpendicular parking should be minimized.
Other short-term improvements should include:





Maintain bike lanes on Cesar Chavez and 16th Streets.
Bicycle lanes should be created on Mariposa Street.
The Mission Bay Plan suggests the inclusion of a
landscaped bicycle path on Mariposa Street between
Illinois and Indiana Streets (as well as setting back
buildings along Mariposa Street to accommodate this
connection). However, on-street lanes are more practical for transportation purposes (rather than a shared
off-street path interrupted by cross-streets).
Add bicycle lanes on Mariposa Street between Pennsylvania and Indiana Streets by eliminating a throughtraffic lane that is not required for the volume of traffic
carried by the street.

In the longer-term, the following improvements should also be
sought where feasible to further improve north-south connections from Bayview/Hunters Point to downtown:




Create a bicycle/pedestrian path along the Minnesota
Street alignment between 22nd and 23rd Streets,
where the street grid is discontinuous.
Reconfigure the 25th/Indiana Street on-ramp intersection (if necessary) to facilitate two-way traffic with
bicycle lanes or a contraflow bike lane.
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Policy 4.4
Complete connections to the bicycle network north and
south of the Central Waterfront.
Improvements to the bicycle network within the Central
Waterfront will be most valuable if they do not end abruptly at
the edge of the neighborhood. Connections to the north and
south should be a particular focus for attention, as follows:










Continue Indiana Street bike lanes from Cesar Chavez
Street via a new bike/pedestrian path around Islais
Creek to Rankin Street. From Rankin Street, cyclists
should be routed via Davidson Street to Phelps Street,
which should be redesigned as a “bicycle boulevard,”
much like Palo Alto’s Bryant Street. Phelps Street
connects to existing bike lanes on Oakdale Avenue.
Work with the Port at the earliest opportunity to create
a good bicycle connection from the southern end of
the new Illinois bridge to Bayview/Hunters Point, via
Phelps Street and Evans Avenue. Any construction of
an Illinois Street bridge will involve significant
reconfiguration of Amador Street and Cargo Way and
any bicycle accommodation (i.e. on-street lanes or
dedicated paths) necessary to link to Phelps Street and
Evans Avenue.
To the north, stripe bike lanes for the full length of
Fourth Street in Mission Bay.
Reconfigure King Street and the Lefty O’Doul Bridge to
provide continuous bike lanes from Terry Francois
Boulevard to The Embarcadero.
See also Policy 4.5, below.

4
Policy 4.5
Pursue construction of a bicycle and pedestrian bridge
over Islais Creek.
Once the light rail project is complete, the Third Street bridge
will not be welcoming to bicyclists. The proposed Illinois
Street bridge will be used primarily by trucks, also not the
best environment for bicycles. In the long term, the city
should explore the opportunity for a new bicycle and pedestrian bridge over Islais Creek, generally in line with Indiana
Street, to provide a safe and direct north-south bikeway.
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OBJECTIVE 5
Support the transportation needs of the PDR
and maritime uses in the area.

Much PDR activity requires extensive trucking
and loading access.

In the areas south of 23rd Street and east of Illinois Street
transportation policies and street designs should allow industry
to flourish, while still accommodating the needs of pedestrians, bicyclists, and cars. Along many of these streets, the
entire width of the rights-of-way is used for truck maneuvering, loading, and parking. These activities (and thus the
flexibility of the roadway) must be allowed to continue if
industrial activities are to remain viable. Loading docks should
be allowed to face the street with the expectation that trucks
will partially block the public right-of-way while loading.
There should be fewer restrictions against curb cuts in these
areas; sidewalks and street trees should not be required where
their presence would conflict with truck operations.
Along Illinois Street, freight rail and truck traffic should have
priority over other users. Bicycle lanes should be striped only
to the extent they do not conflict with loading docks.
Third Street itself would be an exception to these policies.
There, transit and pedestrian movement should have priority
over other uses, and curb cuts should be discouraged and
loading docks prevented.

4
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Policy 5.1
Give freight rail and truck traffic priority over other users
on Illinois Street.
As discussed above in Objective 3, Illinois Street provides the
best north-south bicycle route through the Central Waterfront.
However, priority should be given to serving industrial uses on
Illinois Street, and this should be reflected when striping bicycle
lanes. The space for bikes should continue to be provided as if
the actual bike lane were present, but the stripe should be
removed so as to not encourage novice cyclists to ride too close
to perpendicularly parked cars and trucks.
Policy 5.2
Enhance functionality of streets for service-vehicle access
along north-south streets.
Improvements to Illinois, Indiana, Michigan, and Maryland Streets
and Tennessee and Minnesota Streets south of 23rd Street will
facilitate north-south movement of—and provide proper operating space for—industrial and service vehicles. Truck and service
vehicles should be allowed to temporarily use part of the public
right-of-way to facilitate maneuvering. These streets should
function like industrial “woonerfs,” or shared street surfaces,
where pedestrian space is less defined and separated curbed
sidewalks are absent to facilitate truck circulation, loading and
operation. Do not restrict curb cuts or require sidewalks and
street trees on these streets where indicated in the accompanying diagram.

4
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Policy 5.3
Improve east-west streets (24th, 25th, and 26th Streets) for
pedestrian access and safety.
These streets should be developed to accommodate pedestrian
travel, especially in order to access Third Street and transit stops.
Sidewalks should be constructed where they do not already exist,
and pedestrian space on these streets should be defined and protected with street trees and other elements as opportunity arises.
Trees planted by private development are permitted on east-west
streets but are not required. Curb cuts will not be restricted, but
sidewalks must be constructed. New buildings or major renovations
on corner parcels is encouraged to orient loading docks, service, and
working areas on north-south streets, with primary pedestrian
entrances (such as into offices), windows into working areas, and
other more pedestrian-compatible uses along the east-west frontage.

4

Policy 5.4
Allow existing street encroachments to continue if their use
will not significantly detract from efficient and safe public use
of the street, and the use of the existing development presents
strong justifications for occupying the street area.
New encroachments into the public right-of-way, even for industrial
developments, should not permitted. However, many existing
industrial structures in the area have features, such as loading docks,
that encroach beyond the property lines. If these encroachments are
necessary to support the functional use of these structures for
industrial use, they should be allowed to remain.
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Policy 5.5
Maintain and enhance rail access to maritime facilities.
Freight rail is important to attract and retain active maritime uses
along the waterfront. To accommodate a freight rail connection that
has been displaced by the Mission Bay project, the Port should
pursue construction of a new rail bridge across Islais Creek at Illinois
Street. The bridge would provide direct freight rail and vehicle
access to Pier 80 and an intra-terminal south of Islais Creek linking
the Port’s cargo shipping facilities. The Illinois Street Bridge would
also underscore the role of Illinois Street as a major trucking and
freight movement route.
This new bridge would allow freight trains to use an existing
rail right-of-way from the mainline to Cargo Way, then up
Illinois Street to Pier 50. In the meantime, the city should
ensure that the existing rail line on Illinois Street is not compromised.
While current funding for the bridge does not allow for sufficient
width for dedicated bicycle lanes, extra-wide travel lanes (14 feet)
should be designed which would accommodate bicyclists relatively
comfortably. The design of the bridge should allow modification
should funding become available, or should the need for its use
change, to allow the addition of bicycle lanes and sidewalks. The
proposed Illinois Street bridge may be incorporated into the Bay Trail
and the citywide bicycle network; if so, it should include sidewalks
and bike lanes in both directions, with a particularly generous
pathway on the east side consistent with Bay Trail guidelines.

OBJECTIVE 6
Assess the performance of the street system by
measuring the overall movement of people and
goods rather than just the movement of vehicles.

4

Policy 6.1
Adopt a set of person-movement-based performance measures for use in environmental impact analyses.
The California Environmental Quality Act (CEQA) requires that major
development projects and public improvement projects proposals be
evaluated for their potential impact on streets. At present, the performance of the street system is only measured by a single indicator—
its ability to move vehicles—even though a successful street must
work for all users. No account is taken of the delays experienced by
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cyclists or pedestrians. Furthermore, no distinction is made between
buses or streetcars and cars when evaluating delays. If a bus is
delayed, dozens of people are affected, whereas if a car is delayed,
it will only affect the driver and a few passengers.
This practice often results in unintended consequences. Pedestrianfriendly development projects built in already-congested areas or
transit projects which would speed up bus or train service fair poorly
in the hands of performance measures that track only seconds of
delay for automobiles at intersections. In conformance with the City
Charter’s Transit First Policy and the Transportation Element of the
General Plan, performance measures should instead track the ability
of people to move through the system without regard for their mode
of travel and should be related to the objectives of the transportation
system. As the goal of an efficient transportation system is to move
as many people as quickly, easily, and graciously as possible, a
project that speeds up buses each carrying 50 people should be able
to receive a positive evaluation even if it delays single-occupant
automobiles. Performance indicators should thus be related to
objectives such as speeding up travel times for transit riders and
improving safety as well as creating a safe and enjoyable environment for pedestrians and bicyclists.

4
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iii. Parking
Parking is perhaps the most powerful tool available to manage
congestion in San Francisco. Each commuter parking space
that is occupied means an additional vehicle trip at peak
times. Residential parking spaces also contribute to congestion, particularly if they are provided at no additional cost to
the tenant or owner, as they encourage people to own a car
(or multiple cars) and to use it frequently.
In the Central Waterfront, parking policy must recognize that
the new Mission Bay developments will consume virtually all
the street capacity in the area at peak times. Therefore, there
will be very little capacity to add more commuter trips by
private automobile to and from the Central Waterfront. New
commuter parking in the Central Waterfront can only be
accessed at the expense of a reduction of commuter parking
at Mission Bay or elsewhere in the vicinity.
At the same time, parking policy can help shape the economic success of an area and encourage development. Local
merchants often rely on a supply of short-term, customeroriented, on-street parking, while investors often feel that they
need to provide a certain amount of on-site parking if their
developments are to be successful.
The city’s current minimum parking requirements, however,
form a significant impediment to housing and other developments. Developers are often forced to provide more on-site
parking than they consider is needed, and no allowance is
made for locations that are easily accessible by transit (and
thus require less parking). Minimum parking requirements of
one off-street space for every housing unit limit the density of
development that is possible and increase the cost of housing—particularly affordable housing. Affordable housing
developers are either required to build more parking than
they need—and pass the costs along to their tenants—or to go
through the conditional use permit process, subjecting their
projects to delay and possible restrictions or special requirements.

4

On-street parking availability in the Central Waterfront is
currently very limited north of 23rd Street. There, parking
occupancy averages around 95 percent during the daytime,
which is comparable to downtown and South of Market.
However, this is largely due to the absence of any form of
parking management. Only 33 of the 3,515 on-street parking
spaces in the Central Waterfront have any sort of restriction or
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designation—there are no parking meters, residential permit
restrictions, or time restrictions. South of 23rd Street, occupancy drops considerably as the density falls and the neighborhood becomes more industrial.
As the neighborhood urbanizes, new uses are added and new
transit options become available. It is critical, then, that onstreet parking in this area be managed more like parking
elsewhere in the city. Meters, residential permit parking
zones, pricing policies, and time limits must be used to give
priority to residents and customers over other users, particularly commuters. This does not mean that no parking should
be available for workers and commuters, but rather than
unlimited free parking should not be provided.
Parking policies also need to consider the requirements of carsharing operators. Car sharing can reduce the overall parking
pressures on the neighborhood, by providing convenient
access to a vehicle when required without the need for
individual households to own—and park—a car. It can be
particularly valuable in persuading households to dispose of a
second car. As well as reducing car ownership, car sharing
also helps to minimize car use, as the high fixed costs of
ownership are made more visible.

OBJECTIVE 7
Manage off-street parking to encourage new
housing development and support local businesses while recognizing the limited capacity of the street network to carry more automobiles.
Policy 7.1
Eliminate minimum parking requirements in the Planning Code and establish maximums for all uses within a
half mile of the Third Street light rail stations and the
Caltrain station, and for all below-market-rate, elderly,
and institutional housing units.
Given the high level of transit accessibility in the Central
Waterfront, there is no need for a minimum parking requirement. Within a half-mile of transit stations, developers should
be allowed to provide as little parking as possible in order to
meet the needs of their projects. Stations are within typical
walking distance from almost anywhere within the Central
Waterfront, with the exceptions of some parts of Port lands.
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On pedestrian-oriented neighborhood commercial streets and
near transit stops (e.g. 22nd and 3rd Streets) access to offstreet parking is extremely detrimental to the integrity and
functionality of the street. Further, to encourage transit use and
recognize the limited capacity of the highway network around
the neighborhood, while balancing this with the need to
encourage development, minimum parking requirements in
these locations should be converted to maximums. In other
words, the number of parking spaces currently required in the
Planning Code should be the maximum number a developer is
allowed to build. The maximum requirements should also
apply to all below-market-rate, elderly, and institutional
housing units, in recognition of the lower car ownership rates
of their residents.
Policy 7.2
Require parking to be rented, leased, or sold separately
from residential and commercial space for all developments seeking conditional use permits.
For all types of development, the city should work to require
that parking be rented, leased, or sold separately from residential or commercial uses. That is, residents and business
owners should not be required to rent parking they do not
need or want. This “unbundling” helps to distribute the cost of
producing parking more equitably and to make it more visible
to the user. While “unbundling” cannot be required directly
through the Planning Code, it can be incorporated into any
conditional use permit. Developers should be encouraged to
unbundle parking costs for all other developments.
Policy 7.3
Limit long-range parking associated with Pier 70 opportunity site development.

4

As with the rest of the Central Waterfront, the nature of Pier
70 dictates highest levels of parking in the short run, with less
parking in the long run as transit improves and new uses are
added. In the short run, the Port should seek to make parking
available for users at the maximum efficiency, through shared
parking arrangements. More importantly, the Port should
dictate in its leases that tenants be required to charge market
rates for parking to their employees and residents, or offer a
parking cash-out program whereby they offer the cash equiva-

108

The Central Waterfront Neighborhood Plan | Draft for Public Review | December 2002

III. Plan Elements

4. Moving About

lent to those commuters who do not drive. The Port should not
require tenants to build or maintain any more parking than
they desire. As at other transit-rich locations in San Francisco,
there should be no free parking at Pier 70.
Where tenants have a long-term lease on land used for surface
parking, the Port should provide every encouragement to
develop those sites into higher and better uses.
Policy 7.4
Promote car-sharing as an important means to reduce
parking needs while still providing residents with access to an automobile. Provide space for city-recognized
car sharing vehicles in convenient, visible locations,
particularly at the 22nd Street Caltrain station and near
transit stops on Third Street.

In recent years, carsharing programs have met
with resounding success around the city.

Car-sharing programs have gained popularity in the last few
years in San Francisco as well as in other American and
international cities. Members of car-share organizations are
able to quickly and easily access vehicles located in their
neighborhoods for everyday trips without taking on the costs
and inconenvience of private autmobile ownership. Carsharing
organizations now offer cars at 30 locations in San Francisco,
Oakland, Berkeley and Palo Alto, and have attracted over
2,000 members in the first 18 months of operation, with each
shared vehicle serving the needs of ten to twenty households.
Carshare vehicles should be provided in convenient, visible
locations for the use of local residents throughout the plan
area, reducing the need for people to own their own car and
freeing up curb space for other users. Space should be provided for vehicles belonging to established car sharing operations recognized by the city in convenient, visible locations as
follows:



At 22nd Street Caltrain Station.
On-street on the Third Street corridor, as demand
warrants. The ideal location(s) would be on side streets
immediately adjacent to Third Street, where the vehicles would be highly visible but would not take up
the most desirable short-term parking on Third Street
or in front of neighborhood-commercial uses.
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In new large housing or mixed-use developments.
Where new development includes on-site parking
facilities, developers should be encouraged to offer
spaces to city-recognized car-sharing organizations,
especially in lieu of dedicated spaces for individual
dwelling units.

Car sharing operators should negotiate with DPT for exemptions from street cleaning restrictions where their vehicles are
located on-street. The section of the block immediately around
a car-sharing location should be swept by car sharing staff, in
conjunction with the regular cleaning and inspection of vehicles.
Policy 7.5
Encourage new development to provide innovative
parking solutions and to make more efficient use of
space devoted to parking.
New parking technologies have been introduced in recent
years that dramatically reduce the space requirements of
parking. Parking lifts and elevators, when incoroporated into
new developments, consume less floor area and can more
easily be located at the interior of a site, reducing the negative
presence of parking on the street environment. Use of these
technologies should be encouraged where possible. However, in no way should new technology be used to increase
the levels of parking required beyond those permitted or
required.
The Planning Code should also be amended to lessen or
eliminate the requirement for independent accessibility for
every provided parking space, to allow for tandem parking
and other space-saving and innovative solutions that minimize
the space taken up by off-street parking.

4
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OBJECTIVE 8
Manage public parking as a limited resource
based on a system of explicit priorities tied to
relative user needs.
There is a limited amount of curb space to accommodate a
seemingly insatiable demand for parking by a wide variety of
users who all vie for these limited spaces. On-street parking is
not something to be eliminated, as it serves a real need for
parking, graciously producing urban design benefits—such as
buffering sidewalk activity from traffic. But as a limited resource
under intense pressure, often the users that need it most and
should be accommodated are not able to access it. An unregulated and exceptionally low-priced (or un-priced) parking supply
creates excessive demand that the spaces clearly cannot meet.
Policy 8.1
Prioritize access to on-street parking and any public
garages based on user needs.
The following priorities should be used to allocate publiclyaccessible spaces:
1 ) Adequate parking space should be reserved at all times
for the disabled.
2 ) Sufficient high-turnover spaces for short-term shopping
and errand-running trips should be made available at all
times through the provision of time-limited, metered
parking, and pricing policies that discourage all-day
parking and support turnover.
3 ) Residential parking should be provided along the curb,
and curbside parking should be managed via a permit
program (see subsequent policies).
4 ) Commuter parking should be discouraged and should
only be provided to the extent that other goals are met.
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Policy 8.2
Parking rates for new facilities should be set at full-cost or
recovery market rates, and these costs should be borne by
parkers
New public off-street parking facilities are unlikely to be required in the Central Waterfront for the immediate future. Should
these be required, however, parkers should bear the full cost of
the facilities, and rates should be set at the full cost-recovery,
market level.
Policy 8.3
Institute a Residential Permit Parking program.
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.
Policy 8.4
Consider revisions to the residential permit parking
system so that it effectively prioritizes parking for residents.
The city’s existing residential permit parking (RPP) system is
intended to mitigate the impacts of commuters and other longterm non-resident parkers on residential streets. The program, as it is currently configured, does not however ensure
that on-street space is available for permit holders. The
program thus does not effectively deal with “spillover” concerns, where existing residents often oppose new development because of worries that new residents will compete for
scarce on-street parking spaces. This results in demands for
more and more off-street parking with new development,
which in turn generates more traffic and degrades the public
realm.

4

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 ) limiting the issuance of RPPs based on actual on-street
parking capacity;
2 ) creating more of a true market for on-street parking
(This would involve raising the price for a parking
permit to a level that would require uses to evaluate
cost trade-offs of maintaining a car against the costs of
other means of transportation);
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3 ) enacting regulations stipulating that residents of new
development on transit preferential streets are not
eligible for a permit; and
4 ) channeling extra revenue from higher parking fees
back into neighborhood improvements and transit
enhancements.
These ideas, and others not yet identified, should studied be
more closely by the city’s Department of Parking and Traffic
to identify their costs and benefits before proceeding to
modify the RPP program.
Policy 8.5
Install parking meters on all streets outside the
Dogpatch residential area north of 23rd Street.
The remaining curbside parking spaces north of 23rd Street
that are not included in the Residential Permit Program should
be metered, just as been done for most streets in South of
Market. Time limits should be dictated by parking availability
and by the needs of local businesses, and should be a maximum of two hours in the retail areas along 20th and 22nd
Streets. Around the Caltrain station and major employment
sites, longer time limits are appropriate at present to accommodate commuters and workers. However, as transit service
increases, development in the neighborhood increases, and
available parking and highway capacity diminishes, time limits
should be reduced and all-day parking for commuters should
not be encouraged.
The following should be pursued:








4

Installation of two-hour parking meters in 20th and
22nd Street retail areas. (DPT)
Installation of eight-hour meters around the Caltrain
station and other areas where there are no meters at
present, with the exception of residential areas. (DPT)
Regular monitoring of parking availability and reduction of time limits as appropriate for proper management. (DPT)
Use of more modern payment alternatives to parking
meters such as pay-on-foot machines that accept credit
and debit cards. (DPT)
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