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Santa Fe Street Design Guide Complete Streets Movement & Santa Fe

Chapter 1. Introduction and Purpose

In 2022, the City of Santa Fe adopted a Complete Streets Resolution in response to increased public
demand for multimodal facilities; the desire to improve quality of life for residents and visitors; the need
to address roadway safety hazards; respond to climate change; and to encourage economic
development. The Resolution (2022-46) directed the City of Santa Fe to update its transportation
design criteria to ensure that all public infrastructure projects implement Complete Streets best
practices.

The Public Infrastructure Design Guide: Streets (herein referred to as “Street Design Guide”) was
prepared as a joint effort between the City of Santa Fe and the Santa Fe Metropolitan Planning
Organization (Santa Fe MPO) to develop a set of updated guidelines in conformance with national
standards. This Street Design Guide was developed by analyzing existing standards and guidelines
from local, state, and federal levels and comparing them to transportation planning best practices from
National Association of City Transportation Officials (NACTO), Public Right-of-Way Accessibility
Guidelines (PROWAG), American Association of State Highway and Transportation Officials
(AASHTO), and Complete Streets. These frameworks have been synthesized and adapted to suit the
unique characteristics and needs of Santa Fe, including strategies for constrained right-of-way that are
frequently encountered throughout the City.

The Street Design Guide serves as a strategic resource during the conceptual planning phase of
new or reconstructed streets, corridors, or networks. The Guide will assist public and private
transportation professionals and City staff in applying a consistent, safe, and multimodal approach to
street design in Santa Fe. While it is not a technical design manual, it is designed to guide
transportation professionals and designers toward achieving technically sound outcomes by referencing
and aligning with established planning and engineering design standards. Users are expected to apply
their professional expertise in conjunction with these standards to develop designs that meet both
conceptual goals and technical requirements.

1.1. Complete Streets Movement & Santa Fe

Complete Streets is an approach to planning, designing, and building streets that equally prioritize all
modes of transportation while prioritizing safety. Bicyclists, motorists, pedestrians, and transit riders of
all ages and abilities are considered when designing a Complete Street. This approach also
emphasizes the needs of those who have been historically disenfranchised and subject to systemic
underinvestment, or those whose needs have not been met through traditional transportation planning
and design, such as people with disabilities and people who do not have access to personal vehicles.
There is not one singular design prescription for Complete Streets as each one responds to its
community context and is therefore unique.

A Complete Street may include bike lanes, sidewalks, accessible public transportation stops, median
islands, safe and frequent crosswalks, roundabouts, and curb extensions. The context and needs of
users vary between suburban, urban, and rural contexts, which are particularly important
considerations in Santa Fe.
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This Streets Design Guide considers Complete Streets best
practices and applies it to the unique context of Santa Fe. Because
of Santa Fe’s historically narrow rights-of-way, a context-sensitive
approach was developed to assist designers in prioritizing street
elements and modal users in constrained scenarios. Additionally,
drainage is not typically included in Complete Streets guides but is
incorporated in this guide. The following factors are considered to
ensure a comprehensive street design:

e community context

e right-of-way

e mode-specific plans (bike, transit, trails, etc.)
e complete streets best practices

o safety and speed management techniques

o preferred street elements

e context-sensitive priority modes

This guide draws from existing efforts in the City of Santa Fe to
improve the City’s streets. The vision, therefore, of the Streets
Design Guide is to assist the City in achieving the stated goals and
objectives of the following documents: the City of Santa Fe
Complete Streets Resolution (#2022-46); City of Santa Fe
Multimodal Transition Plan (MMTP) (adopted by Resolution #2022-
65); the City of Santa Fe Stormwater Management Strategic Plan;
the Santa Fe MPO 2040 Metropolitan Transportation Plan (MTP);
and relevant multi-modal plans adopted by the City of Santa Fe or
the Santa Fe MPO Transportation Policy Board.

For additional technical specifications not addressed in this guide,
refer to the City of Santa Fe Code of Ordinances, Chapter 23 —
Streets, Sidewalks, and Public Places. These requirements
remain applicable and must be followed in conjunction with this
document.
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VISION FOR SANTA FE’S
COMPLETE STREETS

Safety
A safe and secure
transportation system for
motorized and non-
motorized users

Equitable Multimodal
Mobility and Accessibility
An accessible, connected,

and integrated
transportation system for
all users, where all
community members can
achieve an active life
without a private car

Environmental
Stewardship
A transportation system
that protects and enhances
the natural, cultural, and
built environment and
mitigates climate change

Congestion Relief and
System Operations
An efficient and reliable
transportation system
poised to leverage
emerging technologies

Economic and
Community Vitality
A transportation system
that supports economic
and community vitality

Public Health
A transportation system
that supports healthy
lifestyles
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1.2.

Design Process & Elements

This Streets Design Guide is intended to be used by designers in the
conceptual stages of a new street design or a street retrofit to create
a context-sensitive solution.

This Streets Design Guide establishes a step-by-step process for
conceptual street design. It merges the need for context sensitivity
with the understanding of each street’s unique purpose in the overall

transportation network. By creating a process to identify priority street

design features when there may not be enough room to
accommodate all modes of travel is a vital part of street design in
Santa Fe. To accomplish this, street design decisions will be based
on the following considerations:

1

2)

3)

4)

5)

6)

7

8)

9)

Street Type is based on street functional classification and
indicates the role the street plays in the broader network.

Neighborhood Context is derived from urban planning
principles and nomenclature used to describe places and
neighborhoods which help designers understand the local use
of a street.

Right-of-Way, both existing and acquirable, determines the
limitations of street design by defining the available width of
the street.

Mode-Specific Plans and Design Considerations, such as
the Multimodal Transition Plan and Bicycle Master Plan, are
used to identify additional infrastructure that should be
implemented in the street’s design.

Number of Lanes, either existing or planned, ensures that
adequate capacity is accounted for by vehicles, while
balancing the need for other modes on streets.

Street Elements are conditions, objects, and infrastructure
that may occur or be designed in within the street.

Safety and Transportation Impact Analyses are required
for reconstruction projects.

Intersection Considerations ensure that adjacent land uses,
level of service, and traffic engineering do not negatively
impact new street design or existing street redesign while
sacrificing street safety for vulnerable users.

Drainage factors and strategies, including Green Stormwater
Infrastructure (GSI), provide guidance on how to manage
street drainage in ways that help protect both roadway users
and water quality in our watershed.
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Design Process & Elements

Identify a Complete Street
Project

Determine Street Type(s)

Identify Neighborhood Context
(s)

Identify Allowable Cross
Section(s)

Perform Right-of-Way Analysis

Select Street Elements

Perform Safety &
Transportation Impact Analysis

Design Intersections

Design Drainage
Infrastructure

Conceptual Design Submittal
to Complete Streets Staff
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This manual provides methods for developing appropriate cross sections and prioritizing relevant street
elements, both in new developments and on existing roadways with constrained right-of-way. As there
may not always be enough space to include all of the optimal design features in reconstruction projects,
this Guide assists in prioritizing modes and street elements to advance the goals of the Street Design
Guide.

1.3. Reference Standards

National design guidelines and standards informed the creation of this Streets Design Guide. These
documents, a full list of which can be found in Appendix A, can be used to provide further details on the
planning and design of roadways and multi-modal infrastructure.

To achieve innovative, multi-modal design, the following guidelines should take precedence in the order
they are listed below:

1. NACTO Urban Street Design Guide (Current Edition)
2. Manual on Uniform Traffic Control Devices (MUTCD) (Current Edition)

3. AASHTO Policy on Geometric Design of Highways and Streets (AASHTO Green Book) (Current
Edition)

If a newer edition of these documents is released subsequent to release of the Streets Design Guide,
the more recent edition should be used. If newer guidance directly conflicts with information in the
Streets Design Guide, design decisions are subject to approval by the City Traffic Engineer, Complete
Streets Staff, or applicable Director. As always, engineering judgement should be used to ensure that
guidelines are applied in a context-sensitive manner. Where conflicts between the Streets Design
Guide and reference materials exist, the Streets Design Guide should be treated as the preferred,
though safety should always be the guiding decision for street design.

1.4. Relationship to Other Plans

Existing adopted City and MPO plans and strategies already in place for bicycles, pedestrians,
drainage, and transit shall be incorporated into the design process. See Chapter 2: Contextual Street
Design Framework for a list of other modal plans that should be consulted when designing streets in
Santa Fe. Design standards adopted by ordinance may supersede the criteria of the Streets Design
Guide, subject to final approval by the City of Santa Fe Complete Streets staff.
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Chapter 2. Contextual Street Desigh Framework

Streets are often seen first as corridors for moving people and goods. But they are more than that:
streets are also home to utilities, landscaping, and stormwater infrastructure, and much of a city’s public
space.

This Street Design Guide holistically considers all possible elements of a street, prioritizing
people’s safety while balancing efficient travel and public infrastructure. Street context and needs
are different across neighborhoods and may even change along segments of the same street. As a
result, each street will look and operate differently, even when using a Complete Streets approach.

Streets are not static, but dynamic public spaces that change over time based on community
values, needs and desires.

The needs of pedestrians, cyclists, cars, transit, utilities, stormwater, and the land uses
surrounding a street will inform how a street should be designed or retrofitted. To provide a
context-sensitive approach to designing our streets, this chapter outlines:

1. Santa Fe Street Types: Standard street typologies based on functional classification and local
context.

2. Corridor Context: Common land use and historic development patterns in Santa Fe that
constrain space along streets in Santa Fe.

3. Mode Specific Plans: Local and regional modal plans that will inform the presence and type of
multimodal facilities.

4. Street Zones: Common elements of a street broken down by the zone they typically occupy.

5. Zone Widths by Street Type: Tables outlining target, minimum, and maximum widths for each
zone of a street, based on Street Type.

6. Zone Prioritization: Tables for prioritizing zones and modes based on the context of the
specific street being planned or designed.

Modern municipal design standards increasingly recognize the importance of livability, safety, and
multimodal access as core design principles. The implementation of context-sensitive street design,
traffic-calming measures, and Complete Streets principles can enhance safety, accessibility,
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maintainability, and the overall quality of life in Santa Fe. By integrating these guidelines into street
retrofitting and future development, the city can foster a transportation network that supports all users
while improving community connectivity and economic vitality.

Figure 1: Contextual Street Design Framework

2.1. Community Context

Santa Fe has witnessed many iterations of growth, with much of its core development dating prior to
the popularization of the automobile in the American West. Santa Fe’s historical development boasts
beginnings as a Pueblo settlement. It was re-established as a Spanish colonial outpost in the 1600s
and continued to grow under both Spanish and Mexican governance between the 1600s and 1800s. It
boomed again following the arrival of the railroad in the 1860s, at which point Santa Fe was under the
control of the United States.
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Figure 2: An Image of Historic Santa Fe

Because of this pre-automobile development, much of Santa Fe was developed with narrow roads that
constrain the typical right-of-way necessary for travel today, especially in the historic core of Santa Fe.
Some streets today remain unpaved dirt or gravel roads, which exhibit a rural character. However, as
zoning regulations and engineering standards became the prevailing framework for urban development,
the built environment in Santa Fe underwent significant transformation. Streets in other parts of Santa
Fe, developed post-automobile popularization, are decidedly more car-oriented and surrounding land
uses are less mixed-use, with limited emphasis on multimodal users. The expansion of suburban
communities and the construction of high-capacity streets has resulted in a transportation network that
currently prioritizes vehicular flow over multimodal accessibility and safety.

The prioritization of personal vehicles over diverse transportation modes presents ongoing challenges
in achieving a balanced and equitable urban mobility system. The land use context and original
roadway design of particular corridors and historic considerations will inform the retrofit of streets, which
should seek to achieve a more equitable approach, accommodating a variety of modal users.
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2.2. Santa Fe Street Types

Functional street classification systems group streets based on the needs for vehicle mobility versus
property access. The system can be used to develop a city’s roadway network to support varying
speeds, volumes, and types of traffic. The functional classification system is the basis for most local,
state, and national roadway design guides and manuals. However, functional classifications are limited
because they primarily consider the mobility and capacity of motor vehicles. The traditional
classifications by themselves are not sufficient when designing a street and should not be the
governing measure for design assumptions and intended operations. Therefore, a new methodology
has been developed for this report: the Santa Fe Street Type.

A Santa Fe Street Type is a localized definition of roadway typology with the goal of designing
and retrofitting streets that prioritize safety for all users. Types are informed by standard
roadway functional classifications and by typical local street compaosition.

The type of street indicates the intended function of the street in the transportation network and gives
options on how to achieve that functionality within different rights-of-way. This approach offers a
balance between functional classification, adjacent land uses, and the trade-offs resulting from
competing needs of all transportation modes. Each type is intended to reflect community values first
and foremost, with technical assumptions and standards in support of those values.

Each street type is defined by a combination of factors, including desired speeds, access, modes
served, and trip length. Street types are broken into six types (Type O, I, II, lll, IV, V). Types are
organized in a hierarchy based on the streets’ function in their Zones. The Street Types shown provide
a description and visual of how the different types are intended to function. The streets range from
block uses (Types 0 - 1), to city uses (Types Il - lll), and up to regional uses (Types IV - Type V).

A street may change in Type as the roadway travels through the city. Additionally, the purpose of a

street can change when it passes through activity centers and special districts, resulting in
corresponding changes in street design as described in the next section: Corridor Context.
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Santa Fe Street Types

Table 1: Street Types by Functional Classification, Lanes, Mode, Purpose, and Typical Characteristics

Tvoe Functional Typical
yp Classification Lanes
N/A (Alleys &

Type 0 Private Roads) L
Type | Local Roads 1-2
Minor & Major
Type ll Collectors ZE
Type lll  Minor Arterials 3-6
Type IV Major Arterials 5-8
Freeways &

Type V Interstates 4-8

Purpose &
Modes Served

Purpose: Local and private
access

Primary Modes: Pedestrians,
Passenger Vehicles

Purpose: Local access
Primary Modes: Pedestrian,
Cyclist, Passenger Vehicles,
Local Deliveries

Purpose: Connect local travel
to the arterial network and/or
commercial destinations
Primary Modes: Pedestrian,
Cyclist, Passenger Vehicles,
Some Transit, Local Deliveries

Purpose: Connect travelers to
destinations within the city
Primary Modes: All

Purpose: Accommodate
longer-distance travel within,
into, and out of the city
Primary Modes: Passenger
Vehicles, Commercial Vehicles,
Transit

Purpose: Long-distance
regional and interstate travel in,
out, and through the region
Primary Modes: Passenger
Vehicles, Commercial Vehicles

Characteristics in
Santa Fe

Occasionally unpaved
Residential or commercial
Utility access

Refuse storage/pickup
Sometimes privately maintained

Narrow right-of-way

Slow speeds

Frequent intervals

Frequent curb cuts

Supportive of multi-modal travel
Mail and parcel delivery
Residential

Slow to moderate speeds
Frequent intervals

Supportive of multi-modal travel
Residential and low-intensity
commercial

Moderate speeds

Moderate intervals (intersection
spacing)

Frequent curb cuts

Typically surrounded by commercial
or dense multi-family uses

High speeds

Some access control

Some curb cuts for major commercial
access

Sometimes surrounded by
commercial uses, sometimes
traveling through or around rural or
lower-density settings

High speeds

Access-controlled

Pedestrians and cyclists prohibited on
interstates

Design guidance not developed in this
document.
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2.3. Corridor Context

The following descriptions of Corridor Contexts provide additional context to be considered when
planning roadway design or retrofits in certain areas of Santa Fe.

2.3.1 Historic Districts

Santa Fe’s Historic Districts are characterized by narrow streets and mixed uses, where commercial
and residential uses are sometimes directly adjacent to each other. Existing residential streets are
typically “yield” streets, with parking on one or both sides. Due to constrained right-of-way, most streets
in the historic districts enjoy slow design speeds of 20 to25 mph and are some of the safest streets in
the network. The presence, width, and quality of sidewalks are inconsistent and may not meet modern
ADA standards.

Redesigns of historic streets, as necessary or in coordination with redevelopment, will involve careful
consideration of tradeoffs, likely forfeiting vehicle and parking lanes for stormwater facilities and ADA-
compliant sidewalks. Considerations for historic character, business needs, and connectivity should be
made when selecting sidewalk treatments and installing utilities, landscaping, or street furniture.
Coordination with the Historic Preservation Division is recommended when redesigning streets in
Historic Districts.

To determine whether a project passes through a Historic District, visit the City’s interactive mapping
system and view the “Historic Districts” layer under Public Viewer > Overlay Districts.

Figure 3: Santa Fe Historic Districts
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2.3.2 Neighborhood Centers and Community Commercial

Neighborhood Centers boast small-scale commercial uses such as retail and restaurants close to
residential neighborhoods. These buildings are often built to the sidewalk edge and offer pedestrian-
scale designs. These are more likely to occur on Type Il streets, but may occasionally occur on Type llI
streets, or sometimes along Type | streets in historic districts. Examples of existing Neighborhood
Centers include:

e Lena Street

e Rail Yards

e Siler/Rufina District
e Hickox St

¢ Canyon Road

e Rodeo Plaza

Neighborhood Centers are not as common in southwest and southeast Santa Fe, but future growth
plans aim to accommodate more neighborhood- and multimodal-oriented development and
redevelopment.

Community Commercial areas are usually near residential neighborhoods and are typically on Type I
or Type Il streets. Unlike Neighborhood Centers, Community Commercial uses are more likely to be
oriented to vehicular access with buildings set back from the roadway and street-fronting parking lots.
In their current configuration, street design may be less friendly for multi-modal access.

Regardless of current design, these destinations are desirable for pedestrians and cyclists. The street
should support pedestrians, cyclists, on-street parking, and active street life through slower travel
speeds and comfortable multi-modal facilities.

To determine whether a project passes through a Neighborhood Center or Community Commercial
area, visit the City’s interactive mapping system and view the “Future Land Use” layer under Public
Viewer > Overlay Districts.

2.3.3 Industrial

Industrial streets provide access to manufacturing plants, warehouses, and other industrial land uses.
They see a high share of freight traffic while general traffic volumes and speeds remain low. Multimodal
uses tend to be infrequent or pass-throughs on the way to other destinations. Due to high volumes of
freight traffic, wider lanes should be considered.

Accommodating truck traffic, including providing adequate turning radii at intersections, is a primary
design consideration for these streets. While pedestrian use may be minimal, sidewalks and accessible
accommodation should still be provided. Industrial Street designs should discourage trucks cutting
through residential streets in surrounding neighborhoods.
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2.3.4 School Zones

School Zones are short corridors close to schools, especially around the entrances, exits, pick-up and
drop-off areas. Streets in school zones should include prioritized safety measures by incorporating
traffic calming such as reduced speed limits, speed humps, raised crosswalks, and high-visibility
crosswalks to ensure the protection of children, whether as pedestrians or cyclists. Adequate sighage
and flashing beacons can alert drivers to the presence of a school zone, reinforcing the need for slower
speeds and heightened awareness. Wide sidewalks, pedestrian refuge islands, and protected
crossings should be integrated to create a safer walking environment for students. Well-designed drop-
off and pick-up zones should minimize traffic congestion and conflicts between vehicles, cyclists, and
pedestrians; considerations should be made for children and parents arriving on bicycles or scooters.
Integrating bike facilities including bike lanes and intersection treatments and improving connectivity to
surrounding neighborhoods encourages safe and sustainable transportation options for students and
families.

Additional accessibility considerations for students who are hard of hearing, deaf, or blind should be
made around schools specializing in education for those populations.

Projects should consult with the Safe Routes to School Action Plan and any updates, as appropriate.

2.3.5 Rural-Urban Interface

Typical in east and northern Santa Fe, rural areas are characterized by low density, single family
residential development with less than 3 dwelling units per acre. Streets in these areas may be
unpaved or paved with no curb and gutter. Because of this, stormwater conveyance and infrastructure
are different than an urban roadway. Instead of traditional curb and gutter, there may be open swales or
ditches or other drainage and green stormwater infrastructure (GSI) along the streets. Additionally,
multimodal users are more likely to be local recreational users on neighborhood walks or bike rides
comfortable on low-volume unpaved streets.

Unpaved streets are no longer preferred. Design considerations should consider how to continue
reinforcing the rural characteristics of these neighborhoods.

2.3.6 Stormwater Sensitive Areas

As identified in the City of Santa Fe’s Stormwater Management Strategic Plan (2019), the City is faced
with several stormwater management challenges. Santa Fe, like other cities, provides certain services
to residents, including the management of stormwater using the public rights-of-way and storm sewer
infrastructure. Without proper management, runoff from storms can cause erosion of the arroyos,
retired acequias, and the Santa Fe River, as well as carry pollution into the river that can impact
ecological biodiversity. Furthermore, uncontrolled stormwater can damage private property as well as
public assets and infrastructure. With the use of proper management techniques, however, stormwater
can be a resource for Santa Fe residents instead of a source of damage and pollution. Stormwater
runoff from Santa Fe is regulated through the U.S. Environmental Protection Agency (USEPA)
Municipal Separate Storm Sewer (MS4) permit, which requires control of the pollutants in the runoff.

Runoff from buildings, parking lots, rooftops, and streets enters arroyos and the Santa Fe River via
overland flow, streets, and the storm sewer systems. The volume and velocity of this stormwater can
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cause erosion, and pollutants carried by the runoff can pollute waterways. In addition, research shows
that climate change will result in warmer temperatures and prolonged droughts in the Santa Fe region
in the future, as well as heavier rain events. These storm events may result in more flooding and
erosion of the arroyo systems and discharge of pollutants to the Santa Fe River if stormwater is not
adequately managed on private and public properties. The City’s storm sewer infrastructure is facing
increased pressure from increasing storm intensity and the creation of new impervious surfaces. As the
City of Santa Fe continues to grow, every new development brings additional impervious surfaces that
generate more stormwater runoff that the City must manage and increases the potential to cause
additional damage to waterways.

Special considerations should be made in stormwater sensitive areas, including the integration of
Green Stormwater Infrastructure (GSI), the use of pervious surfaces, or the widening of gutter pans to
accommodate larger flows.

2.4. Mode-Specific Plans

The City of Santa Fe and the Santa Fe Metropolitan Planning Organization have developed several
mode-specific plans to guide the implementation of transportation alternatives such as sidewalks, bike
lanes, and transit. Before designing a street, practitioners should consult these plans to understand
where and how these specific modal elements should be integrated.

2.4.1 Multimodal Transition Plan (2022, inclusive of any updates)

The goal of the transition plan is to actively support and encourage transportation investments that
increase transit, walking, and bicycling while improving safety for all street users.

Access the plan: Multi-modal transition plan | Santa Fe Metropolitan Planning Organization

2.4.2 Santa Fe Metropolitan Bicycle Master Plan (2019, inclusive of any updates)

The goal of the Santa Fe Metropolitan Bicycle Master Plan is to create a comprehensive bicycle
network for cyclists of all ages and abilities. The plan emphasizes protected bike lanes, addressing
equity, and access concerns. It proposes a long-range bike network and design toolkit for facilities that
serve all cyclists.

A snapshot of the Interactive Bicycle Master Plan is below. Access the interactive map here: ArcGIS -
Interactive Bicycle Master Plan
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Figure 4: Interactive Bicycle Master Plan

2.4.3 Santa Fe Metropolitan Public Transit Master Plan (2015, inclusive of any
updates)

The Santa Fe Metropolitan Public Transit Master Plan was adopted in 2015 and focuses on
standardizing service, technology, fare medium, and communication across the four different transit
providers located in Sante Fe.

Access plan: Public Transit Plan | Santa Fe Metropolitan Planning Organization
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Figure 5: Santa Fe Metropolitan Public Transit Master Plan

2.4.4 Santa Fe Parks, Open Space, Trails, & Recreation Master Plan (2018, inclusive of
updates)

This plan addresses expanded accessibility, improving infrastructure, closing network gaps, and
continued long term maintenance efforts.

Access plans: Parks, Open Space, Trails & Recreation Master Plan
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Figure 6: Parks, Open Space, Trails & Recreation Master Plan

Figure 7 — FHWA Safe System Approach
2.4.5 Local Road Safety Plan (2022, inclusive of
updates)

The Santa Fe Metropolitan Planning Organization’s Local Road
Safety Plan was developed to improve road safety and reduce
traffic-related fatalities and serious injuries by 50% before 2027. It
focuses on key conditions such as roadway departure, distracted
and impaired driving, speeding, and safety for pedestrians,
cyclists, and drivers of all ages. It also follows the Safe System
Approach, emphasizing proactive, data-driven safety strategies
and partnership.

An analysis of serious and fatal road-related injuries helped to
identify a “high injury network.” Projects on the High Injury Network should take particular care to
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design interventions that improve safety for all roadway users, and follow any recommendations
outlined in the Plan for that particular roadway segment.

Access plan: Santa Fe MPO Local Road Safety Plan

Figure 8: Santa Fe MPO Local Road Safety Plan

2.4.6 Safe Routes to School Action Plan (2023, inclusive of updates)

The Santa Fe Safe Routes to School (SFSRTS) Action Plan for 2024-2027 provides a framework of
objectives and activities to increase safe walking and bicycling to and from school in and around Santa
Fe NM for the next four years and beyond.

Appendix 4 of the SFSRTS identifies households within walking distance of assigned schools. Projects
within walking distance (0.5 miles) of a school location should design for the presence of students.

Access the Santa Fe Safe Routes to School Action Plan.
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2.5. Street Zones

The elements that comprise a street are typically separated, with some exceptions. These elements
can be referred to as street zones. Below is a list of street zones considered in this document; however,
it is important to note that not every zone will exist on every street. Each zone width is calculated
independently to derive a total street width unless otherwise stipulated.

2.5.1 Pedestrian Zone

The pedestrian zone often bookends the very edges of a whole street, usually between the edge of a
private lot and the start of a Flexible Zone or a Curb & Gutter Zone. This zone ensures that pedestrians
have a safe place and adequate room to walk, whether making their entire journey on foot or closing
the distance between their parked vehicle and destination.

Pedestrian Zones may sometimes be used by businesses, with appropriate permits, for patio seating.
In some instances, the Pedestrian Zones and Bike Zones may be combined into a shared use/multiuse
path. See Chapter 4: Elements of the Street and Chapter 6: Intersections for considerations on how
and when this is appropriate.

The Pedestrian Zone may be interrupted by driveways, curb cuts, and roadway intersections. For a
discussion on intersection treatments for pedestrian safety, see Chapter 6: Intersections.

2.5.2 Flexible Zone

The Flexible Zone, sometimes known as the landscaping zone or the parkway, is the section of street
between the Pedestrian Zone and the Curb & Stormwater Zone (though sometimes may be located on
the outside edges of the right-of-way, between private property and the Pedestrian Zone).

Uses will vary across street types and available right-of-way, and will also fluctuate along a single
street. The Flexible Zone may include:

¢ Irrigated landscaping and green stormwater infrastructure (GSI) such as bioswales and tree
trenches.

e Public spaces such as benches, trash cans, and parklets.

e Bus stop infrastructure.

¢ Lighting, fire hydrants, and utility poles.

e Bicycle and micromobility parking.

e Placemaking elements, such as art, signage, and pedestrian scale lighting.

e Stabilized, attractive buffers where planting poses long-term maintenance challenges.

Design Considerations and Resource Constraints:

While landscaping and other flexible zone elements contribute to public comfort, safety, and ecological
function, the City recognizes that long-term maintenance imposes financial and operational burdens
that should be considered. Detailed suggestions are found in Section 4.2 Flexible Zone, 4.2.2
Landscaping.
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2.5.3 Curb and Stormwater Zone

The Curb & Stormwater Zone collects and conveys stormwater from Vehicular Zone travel
lanes into inlets and storm drain systems and/or into green stormwater infrastructure in the
Flexible Zones or Median Zones. A curb and gutter combination forms a triangular channel that
carries runoff to drainage facilities and keeps driving lanes free from flooding. On existing
streets, the Bicycle Zone may sometimes share space with the Curb & Stormwater Zone. On
new streets, or streets with adequate right-of-way, these zones should be separated where
feasible. Drainage flow paths and systems may not always allow for this separation.

2.5.4 Bicycle Zone

The Bicycle Zone refers to any portion of the street a cyclist is designated to occupy. Bicycle facilities
will vary based on the Street Type and Corridor Context. Cyclists should be separated from the
Vehicular Zone with a protective physical barrier if possible. Bicycles may share space with the
Vehicular Zone on streets where cars are infrequent and slow-moving, such as a Bike Boulevard.
Sometimes, the Bicycle Zone may share space with the Pedestrian Zone on a shared multiuse path.

2.5.5 Parking & Loading Zone

The Parking & Loading Zone provides dedicated spaces for a variety of uses. This can include transit
vehicles loading and unloading passengers, parked cars, and loading and unloading zones for
temporarily stopped vehicles.

2.5.6 Vehicular Zone

The Vehicular Zone is the dedicated space for motorized vehicle movement. Vehicular Zones vary in
number of travel lanes, anticipated traffic volume, direction (one-way or two-way), and stop control
based on Street Type (see Santa Fe Street Types section), Corridor Context (see Corridor Context
section), Traffic Impact Analysis (see Transportation Impact Analysis section) and available right-of-
way (see Chapter 3 - Right-of-Way).

2.5.7 Median Zone

Some streets provide medians, center turning lanes, or physical barriers to separate travel lanes
moving in opposite directions. Center turn lanes can be incorporated as part of a median and
interspersed with median islands. At intersections or mid-block crossings, medians can also serve as
pedestrian or bicycle refuges, whether as raised features or through physical barriers, pavement
markings, and signage that distinguishes a zone specifically dedicated to pedestrian or cyclist safety.

2.6. Zone Widths by Street Type

The following Zone Widths were developed for each Street Type based on the purposes and modes
served by the Street Zones described above. As all roads are context-sensitive, the Street Design
Guide does not provide a “preferred cross section” for each Street Type. This allows designers to adapt
street design to the context and needs of that street.
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The following Zone Width tables provide four alternative width scenarios:

Target: Should be met in all new street designs and followed in all street redesign cases where
ROW permits.

Maximum: Can be followed where ROW allows. Maximums primarily provide additional space
for non-vehicular Zones and make additional allowances for wider Vehicular Zones in industrial
areas.

Minimum: Can be utilized on existing streets with narrow right-of-way, where target widths
might not be met in all Zones.

Historically constrained: These widths should only be applied for existing streets with
extremely limited ROW and where additional ROW acquisition is not feasible.

Each Zone Width by Street Type table is paired with a Prioritization of Zone Width in Limited ROW table
to guide designers in prioritizing available ROW to each Zone. Designers are encouraged to utilize
creativity and professional judgement when designing in limited ROW.

In projects working with limited right-of-way, designers should follow these steps:

1.

2
3.
4

Determine the Street Type.
Determine the Community and Corridor Contexts.
Determine whether bike lanes should be included.
Perform a Right-of-Way Analysis (Chapter 3: Right-of-Way).
a. If the Right-of Way Analysis determines that available right-of-way does not support
achieving the Target Width for all zones on that Street Type, proceed to the next step.

Consult the Prioritization of Zone Width in Limited ROW table for the appropriate Street Type,
Community Context, and Corridor Context.

a. High Priority Zones should aim to achieve the Target Width, even in limited ROW
scenarios.

b. Low Priority Zones may be reduced to the Minimum Width to make adequate room
which will allow higher priority zones to achieve the Target Width.

c. If more room is needed, optional zones (such as Median or Parking Zones) may be
eliminated, utilizing the designer’s judgement and in consultation with Complete Streets
staff.

d. If right-of-way is still too constrained to accommodate all Zones, and the project is
located in a Historic District, then Low- and Medium-Priority Zones may be reduced to
Historically Constrained minimum widths. If lower priority zones have already been
reduced to the Minimum or Historically Constrained widths and the project is still outside
the bounds of the available ROW, High Priority Zones can be reduced to the Minimum.

Additional details on widths and measurements within specific zones and general features are as
follows:
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o Pedestrian Zone: some projects may need to increase the size of the pedestrian zone,
depending on the Level of Stress recommendations that result from the Transportation Impact
Analysis (Chapter 5).

o Bike Zone: to determine whether the project is on the Bike Network, refer to the Santa Fe Bike
Master Plan Network. If a bike lane is identified on the network, the Bike Zone widths should be
determined based on the level of traffic stress analysis provided in the Transportation Impact
Analysis (Chapter 5) and the Santa Fe Bike Master Plan 2025 Amendment: Designing for Safer
Cycling.

e Curb and Gutter: the Curb should always be 6” wide, and the Gutter should be at least 1’6"
wide.

0 On streets where parking exists, parking can share space with the gutter. In those
instances, Parking Zone widths can be measured from the edge of the curb to the edge
of the parking lane.

o0 On streets where parking does not exist, the Gutter should stand alone. The Vehicular
Zone should not share space with the Gutter, and the width of the Vehicular Zone should
be measured from the edge of the Gutter to the inside lane.

e Median and Center Turn Lane Widths: In some cases, the Median Zone may fluctuate in size
along a corridor, depending on right-of-way and other physical constraints.

Minimum and Historically Constrained widths are conducive with guidance in the Public Right-of-Way
Accessibility Guidelines (PROWAG), the Manual on Uniform Traffic Control Devices (MUTCD) (2024),
and the AASHTO Policy on Geometric Design of Highways and Streets 7™ Edition (2018).
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2.6.1 Type | Streets

Type | E’;
(Local Roads) E
Pedestrian Zone 6'
Flexible Zone 6'

Curb & Stormwater 2'
Bicycle Zone N/A

Parking Zone 7

Vehicular Zone:
Total Travel Lane

Width* (both 16
directions)**
Median Zone N/A

Maximum

2'6"

N/A

g’

18

N/A

Minimum

1'6"

N/A

15' (Yield
Roadway)

N/A

Historically
Constrained

-
*

1'6"

N/A

15' (Yield
Roadway)

N/A

Zone Widths by Street Type

Notes

*Must construct passing section every 200
feet, or per PROWAG

Cyclists share the road on local streets.

Gutter pan is included in parking width.

*Shared streets may propose alternative
configurations to accommodate pedestrians,
parking, and vehicular travel lanes. **For
one-way, one-lane configurations, 12' travel
lane minimum required.

Unless otherwise noted, all widths listed refer to a single side of the street and should be replicated on both sides.

Prioritization of Zone Width in i
.. Pedestrian Flexible LS Bicycle Parkln'g & Vehicular Median
Limited ROW Gutter Loading
Zone Zone Zone Zone Zone
Street Type | (Local) Zone Zone
Historic Districts H M H P L L N/A
Nelghborhqod Centers/ " " " P " L N/A
Commercial Centers
Industrial M L H P L H N/A
School Zones H H/P L L N/A
All others H M H P L M N/A

H = High Priority

| M= Medium Priority | L =Low Priority | P = Plan Specific

N/A = Not Applicable

All zones should be included unless otherwise specified. High priority multimodal elements take precedence over vehicular
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2.6.2 Type Il Streets

> =}
o E E R i
Typell 8 E £ - 2
(Collectors) S S g .3 § S
= £ 8
Pedestrian Zone 6' 10 5' 5'
Flexible Zone 6' 8' 4 0
Curb & Stormwater 2' 2'6" 1'6" 1'6"
*Refer to Bicycle Master Plan Network and
Bicycle Zone* * * 5 * 2025 Amendment: Designing for Safer
Cycling
*If utilized, replaces both the Pedestrian
and Bicycle zones.
shared Use Path* 12" 14' g *x g *x ** 8' only acceptable if used on both sides
of the road and if cyclists are provided one-
way directional travel on either side of the
street.
. \ \ . . *Parking on Type Il roadways optional.
*
Parking Zone 8 8 8 ! Gutter pan is included in parking width.
Vehicular Zone 96" 106" 96" 9 *11'travel lanes

(Lane Widths)

*6' required to provide a mid-block
crossings with a center refuge island, but

Median Zone* Flexible 11 6' 0 not required length of corridor. Consult
Chapter 5, Transportation Impact Analysis,
for Left Turn Lane warrants.

Unless otherwise noted, all widths listed refer to a single side of the street and should be replicated on both sides.

Prioritization of Zone Width in Parking &
et Pedestrian Flexible Curb & . X Vehicular Median
Limited ROW Bicycle Zone Loading
Zone Zone Gutter Zone Zone Zone
Street Type Il (Collectors) Zone
Historic Districts H M H P L L L
Nelghborho.od Centers/ H M H H/P M L L
Commercial Centers
Industrial M L H P L H
School Zones H H H H/P L L M
All others H M H P L M

H = High Priority | M = Medium Priority | L =Low Priority | P =Plan Specific | N/A = Not Applicable

All zones should be included unless otherwise specified. High priority multimodal elements take precedence over vehicular
capacity (total lanes or lane width).
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2.6.3 Type lll Streets

©
» £ £ = 0
Type Il g 2 g 23 8
(Minor Arterials) k& E 5 2@ 2
2 = T3
Pedestrian Zone 6' 10 5' 5'
Flexible Zone 6' 8' 4 0
Curb & Stormwater 2' 2'6" 1'6" 1'6"
*Refer to Bicycle Master Plan Network and
Bicycle Zone* * * 5 * 2025 Amendment: Designing for Safer
Cycling
*If utilized, replaces Pedestrian and Bicycle
* ' ' 0 s . zones.
Shared Use Path = o6 € € ** Q' only acceptable if cyclists are provided
directional travel on either side of the street.
. . . . . *Parking on Type Ill roadways not
*
Parking 8 8 8 8 recommended on streets over 35mph.
Vehicular Zone 10' 10'6” 10 9'6" *11' travel lanes

*6' required to provide a mid-block crossings
with a center refuge island, but not required

Median Zone* Flexible = 13 6' 0 length of corridor. Consult Chapter 5,
Transportation Impact Analysis, for Left Turn
Lane warrants.

Unless otherwise noted, all widths listed refer to a single side of the street and should be replicated on both sides.

Prioritization of Zone Width _
in Limited ROW Pedestrian Flexible Curb & ; Parkln.g & Vehicular :
Zone Zone Gutter Zone Bicycle Zone Loading Zone Median Zone
Street Type lll Zone
(Minor Arterials)
Historic Districts H M H P L L L
Nelghborhqod Centers/ H M H H/P L H M
Commercial Centers
Industrial M L H P L H M
School Zones H H H H/P L L
All others H M H P L M H

H = High Priority | M = Medium Priority | L =Low Priority | P =Plan Specific | N/A = Not Applicable

All zones should be included unless otherwise specified. High priority multimodal elements take precedence over
vehicular capacity (total lanes or lane width).

Contextual Street Design Framework | 31



Santa Fe Street Design Guide

2.6.4 Type IV Streets

Type IV
(Major Arterials)

Pedestrian Zone

Flexible Zone
Curb & Stormwater

Bicycle Zone*

Shared Use Path*

Parking

Vehicular Zone
Median Zone

o E
g E
© xX
(1]
- s
b 10'
6' 8'
2' 2'6"
* *
12 14'
N/A N/A
10 10'6"
13 14'

Minimum

10'

N/A

10
6"

Historically
Constrained

a

&

1l'6"

9' *%

N/A

10
0

Zone Widths by Street Type

Notes

*Shared use path preferred on Type IV roads.

*Shared use path preferred on Type IV roads.

Refer to Bicycle Master Plan 2025

Amendment: Designing for Safer Cycling

*If utilized, replaces Pedestrian and Bicycle

Zones.

** 9' only acceptable if cyclists are provided
directional travel on either side of the street.

*No parking on Type IV roadways.

*11’ travel lanes

Unless otherwise noted, all widths listed refer to a single side of the street and should be replicated on both

sides.

Prioritization of Zone
Width in Limited ROW Pedestrian . Curb & ; Parking & Vehicular :
Flexible Zone Bicycle Zone X Median Zone
Street Type IV Zone Gutter Zone Loading Zone Zone
(Major Arterials)
Historic Districts H M H P N/A M M
Nelghborhqod Centers/ H M H H/P N/A H H
Commercial Centers
Industrial M M H P N/A H
School Zones H H H/P N/A M H
All others H M H P N/A H

H = High Priority

| M = Medium Priority | L = Low Priority | P =Plan Specific

| N/A = Not Applicable

All zones should be included unless otherwise specified. High priority multimodal elements take precedence over
vehicular capacity (total lanes or lane width).

*Lane widths should not exceed maximum widths in typical conditions to support lower vehicle speeds, improve
safety, and reinforce the multimodal intent of the street. An 11-foot lane width may be considered only in
exceptional circumstances, such as where:

e The street is classified as Type V or VI (e.qg., industrial or freight-oriented corridors),
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e Frequent turning movements by large vehicles (transit, freight) occur and cannot be safely
accommodated within 10.5 feet,
e Emergency vehicle access is compromised and no alternative geometric solution is feasible,
e A supporting engineering justification is provided and approved by the City Traffic Engineer and Complete
Streets staff.
In all cases, 11-foot lanes should be the exception, not the default, and should be evaluated with respect to the
full street context, including pedestrian activity, land use, and design speed.

2.7. Conclusion

This chapter has provided the initial context required to begin planning or designing a street in Santa
Fe: Street Type, Corridor Context, and Modal Plans to follow, and Target Widths. It has also provided a
guiding framework for prioritizing Zone elements based on these .

The next chapters will detail right-of-way considerations and detailed design elements for each Street
Zone.

Contextual Street Design Framework | 33



Santa Fe Street Design Guide Right-of-Way Analysis

Chapter 3. Right-of-Way

While transportation elements like streets and sidewalks are the most visible uses of right-of-way,
above- and below-ground utilities are equally important and often complicate roadway design and
reconstruction. Right-of-way availability and constraints are significant factors in street design.

3.1. Right-of-Way Analysis

The following analysis is most applicable to the redesign of existing streets. Cross sections for new
streets should aim to follow the Target Widths.

Figure 9: Right-of-Way Analysis Flow Chart

Before advancing to design-specific street elements for each zone, a right-of-way analysis must be
completed to determine the workable street area. Before performing a right-of-way analysis, the project
must first identify the Street Type(s), Corridor Context, Target Zone Widths, and Prioritized Zones based
on the workflow in Chapter 2: Contextual Street Design Framework. Design speed is determined in
Chapter 4: Elements of the Street.

At this level, a desktop right-of-way analysis is sufficient. If right-of-way acquisition is required, a field
survey is recommended. To determine how much right-of-way is needed at intersections, see Chapter
6: Intersections.
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3.1.1 Scenario A: New Construction or Sufficient Right-of-Way

In this scenario, there is sufficient right-of-way to accommodate all relevant Zones in the Target Zone
Width based on the identified Street Type. Alternatively, the project is a new roadway and can dedicate
or acquire the required right-of-way for the Target Zone Width. The project may advance to the next
step.

3.1.2 Scenario B: Acquire or Dedicate Right-of-Way

In this scenario, there is not sufficient right-of-way to accommodate all Target Zone Widths. However,
right-of-way acquisition is feasible through acquisition, dedication, or easements. This scenario may
occur in places where building setbacks are sufficient to accommodate street widening.

The project team should endeavor to acquire sufficient right-of-way to accommodate the Target Zone
Width throughout the whole project area whenever feasible. In a larger corridor project, there may be
some instances where right-of-way acquisition is feasible in some stretches of the corridor and not
others. The project team should aim to make right-of-way along the corridor as consistent as possible,
but fluctuations in certain areas may be acceptable. Specifically, fluctuations in the presence or width of
the Flexible Zone, Parking, and Loading Zone, and Median Zone can be accommodated through
creative design solutions following the Prioritized Zones relevant to that Street Type and Corridor
Context.

3.1.3 Scenario C: Constrained Right-of-Way

In this scenario, there is not sufficient existing right-of-way to accommodate the Target Zone Widths.
Additionally, right-of-way acquisition is not feasible, or acquisition does not provide enough space for all
relevant Zones in the Target Zone Width for the majority of the project. This situation may be common
in established corridors and within areas of the city primarily developed before 1970.

The project team may design Zones down to the Minimum Zone Widths. Where space allows, design
Prioritized Zones up to the Target Zone Width. Consider, when appropriate, the use of shared streets,
shared use paths, and other multimodal alternatives to combine Zones and reduce total roadway width
needs. See Chapter 4: Elements of the Street for additional guidance on combined Zones.

3.1.4 Scenario D: Historically Constrained Right-of-Way

In this scenario, there is not sufficient existing right-of-way to accommodate either the Target or
Minimum Zone Widths. Additionally, right-of-way acquisition is not feasible, or acquisition does not
provide enough space for all relevant Zones in the Target or Minimum Zone Width for the majority of the
project. This situation will be most common in Historic areas.

The project team may design Zones down to the Historically Constrained Zone Widths. Where space
allows, design Target Zones up to the Target or Minimum Zone Widths. Consider, when appropriate, the
use of shared streets, shared use paths, and other multimodal alternatives to combine Zones and
reduce total roadway width needs. See Chapter 4 for additional guidance on combined Zones.

Right-of-Way | 35



Santa Fe Street Design Guide Right-of-Way Analysis

3.1.5 Scenario E: Insufficient Right-of-Way

In this scenario, there is not sufficient existing right-of-way to accommodate any of the Zone Widths set
forth in Chapter 2: Contextual Street Design Framework. Additionally, right-of-way acquisition is not
feasible. This scenario may occur in Type | streets in the city’s historic neighborhoods.

The project team should sketch up an alternative cross section which prioritizes safety and adequately
balances multi-modal movements, then consult with the Complete Streets Staff and City Engineer (or
their designee) to receive approval to advance.
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Chapter 4. Elements of the Street

This chapter outlines typical elements found in the designated Zones of a street and provides general

design guidance on their installation. It also provides prioritization tables to aid in selecting appropriate
and context-sensitive treatments when designing a complete street where the safety of all users is the
number one priority.

When moving into design, practitioners should consult AASHTO guidelines for horizontal and vertical
alignment of new streets, while following preferred and maximum widths identified in this Design Guide.

4.1. Pedestrian Zone

The Pedestrian Zone refers to the right-of-way occupied by people on foot or using assisted mobility
devices such as wheelchairs, seated scooters, and white canes. These wide variety of users are
collectively referred to as “pedestrians” throughout this document for simplicity. All elements of the
Pedestrian Zone must comply with Public Right-of-Way Accessibility Guidelines from the U.S. Access
Board (PROWAG).

“A decision to walk can be influence by the comfort, convenience, and visual interest of the
route, as well as the presence of other potential destinations along the route. Since
pedestrians travel more slowly than motor vehicles, they are more likely to prefer greater
detail in their environment; and because they are not protected within a vehicle, their
immediate physical environment may have a profound effect on their level of comfort.
Elements such as shading along the route, separation by space or barrier from vehicle
traffic, attractive buildings nearby, visually appealing landscape, and the ability of benches
and areas to rest typically increase their level of comfort.” — AASHTO Guide for the
Planning, Design, and Operation of Pedestrian Facilities, 2" Edition, 2021

The following subsections provide guidance on elements that are typically in a Pedestrian Zone. Not all
elements need to be included in every street design; practitioners should use best judgement and work
to respond to the contextual needs of a particular street or corridor.

4.1.1 Paving

Sidewalk surface materials should be selected to be slip-resistant, easy to maintain, and meet
accessible criteria as required by ADA Standards. Typically, sidewalks in Santa Fe are constructed of
concrete or brick for their durability and longevity. Other surfacing options include unit pavers (concrete,
asphalt, stone), asphalt, or pervious materials such as pervious concrete, unit pavers with pervious
joints, and compacted crusher fines paving. Where possible, recycled materials or materials with
recycled content should be used.

Pavement materials and patterns can be designed to enhance visual interest or create a corridor-level
identity (placemaking). These higher design elements may be more appropriate on Type Il and Type I
Streets and along sidewalks in Mainstreet, Neighborhood Center, and Community Commercial areas.
Historic areas may have additional requirements.
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For details on alternative pavements that promote street drainage, refer to Chapter 7, Alternative
Pavements.

4.1.2 Driveways and Curb Cuts

Curb cuts, such as ramped sidewalks and depressed curbs, are an integral part of pedestrian facilities.
Detectable warning surfaces should be used at all curb cuts with a stop or yield sign, and should be
considered on commercial curb cuts with a high volume of traffic.

Designing driveways and associated curb cuts with pedestrian safety in mind is crucial for accessibility
and reducing conflicts between pedestrians and vehicles.

Continuous & Level Sidewalks. Sidewalks should maintain grade continuity over driveways (rather than
dipping the sidewalk to match the driveway slope). Though a 1.5% cross-slope is preferred, the
maximum cross-slope is 2% to comply with PROWAG requirements. If maintaining grade continuity is
not feasible or practicable, consult with the Director of Complete Streets or designee.

Sighage and Visual and Material Cues. Use contrasting materials, textures, or colors to differentiate the
sidewalk from the driveway to alert drivers of pedestrian priority. Utilize “Yield to Pedestrian” signage for
drivers. Clearly mark pedestrian paths where sidewalks transition across long driveways or curb cuts,
especially in areas where high volumes of traffic are anticipated.

Clear Sightlines and Minimal Driveway Widths. Minimize driveway widths to reduce pedestrian crossing
distances. Where possible, maximize sight distance and ensure no obstruction is blocking driver and
pedestrian views of each other (i.e., sighage, landscaping, and parked vehicles). If existing buildings or
structures block adequate line-of-sight, take additional measures to alert both pedestrians and drivers

to one another’s potential presence. (See Chapter 23 City of Santa Fe Code of Ordinances, Chapter 23 — Streets,
Sidewalks, and Public Places for specific standards including intersection sight triangle specifications.)

Figure 10: Example of speed bumps, visual cues, and signage markings at the entrance and exit of a parking garage with
limited sight distance in Albuquerque, NM.
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4.1.3 ADA Considerations

Pedestrians with disabilities often rely on transit as a primary transportation mode and need accessible,
properly-designed pedestrian facilities that comply with PROWAG. Sidewalk surface materials should
be easy to maintain, slip-resistant, and meet the criteria set by the ADA Standards as well as local
requirements. Curb ramps should meet these requirements and include tactile warning strips and
unobstructed connections to pedestrian travel paths. They should be installed at all marked and
unmarked crosswalks.

Rural areas often lack designated walkways or sidewalks. In some cases, the shoulders along roads
are used by pedestrians, although they are not formally recognized as pedestrian facilities and often do
not meet ADA standards. In rural areas, pedestrian space should still be intentionally allocated along
roads where possible. Minimum shoulder width standards should still be met along rural roads and
highways in areas pedestrians use. No Parking signs should be included as well.

4.2. Flexible Zone

Flexible Zone is so named in this Guide because it is likely to serve multiple purposes along a corridor,
and even sometimes multiple uses as it travels along a single block. By nature, this zone is flexible in
its design guidance. It can be home to landscaping, Green Stormwater Infrastructure (GSI), bus stop
furniture, light poles, and other elements useful and necessary in a street.

The Flexible Zone can be on the outside of the street ROW (directly adjacent to private property) in
Type | and some Type |l Streets, where speeds are expected to be 30mph or less and volumes during
peak hours are expected to be low.

4.2.1 Alternative Pavements

In some instances, it will be appropriate to pave the Flexible Zone. For details on alternative
pavements, refer to Chapter 7, Alternative Pavements.

4.2.2 Landscaping

Landscaping in the Flexible Zone enhances the street environment. Plants mitigate the urban heat
island effect, create a more comfortable microclimate, help manage street runoff, and provide locations
for bird and wildlife habitat. Street trees can serve as a barrier between pedestrians and traffic on high
volume streets and provide a more comfortable, shaded walking environment. Street trees also visually
narrow the field of vision for motorists, encouraging them to move more slowly.

Landscape improvements in the flexible zone can soften the edge of the sidewalk and make the
walking environment more enjoyable. Thoughtful plant selection — including drought tolerant and native
plants — can beautify the streetscape and help establish or reinforce a local character.

Desigh and Maintenance Considerations:

While landscaping is a valued element of street design, the City acknowledges the significant
maintenance costs and resource constraints associated with long-term upkeep. To ensure sustainable
and context-sensitive implementation, the following principles apply:
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e Maintenance and lifecycle costs must be factored into design decisions. Design teams
should consult with City maintenance staff early in the process to understand capacity and long-
term needs.

e Drought-tolerant, native, and low-maintenance plant species are preferred, particularly in
areas with limited irrigation infrastructure.

e Passive irrigation strategies, such as curb cuts for stormwater infiltration or the use of
permeable soils, are encouraged to reduce water demand.

e Minimize irrigation-dependent landscaping in areas where ongoing watering and care cannot
be reliably provided.

¢ In low-maintenance or operationally constrained areas, designers should consider non-
vegetative landscaping alternatives Non-Vegetative Landscaping Alternatives for the
Flexible Zone. These alternatives can reduce long-term maintenance demands while still
enhancing the streetscape, managing stormwater, or contributing to placemaking.

1. Permeable Pavement Treatments: Support stormwater infiltration while reducing irrigation
needs if permeable pavement is a selected option a Geotechnical Report shall be required to
determine soil permeability, stability, drainage and erosion control:

o Permeable interlocking concrete pavers
Visually appealing and durable, often used in pedestrian areas or parking lanes.

o Pervious concrete
Allows water to filter through; suitable for low-speed areas.

o Porous asphalt
Useful for bike paths or parking zones; similar in appearance to standard asphalt.

o Permeable resin-bound aggregates
Natural-looking, made from crushed stone bound with resin, ideal for low-traffic
decorative surfaces.

2. Stabilized Aggregate Surfaces: Natural aesthetic with lower maintenance than planted
landscapes. Stabilized surfaces and gravel shall be installed with commercial-grade weed barriers
where appropriate to suppress invasive growth and extend surface life. ::

o Decomposed granite (DG)
Popular in arid regions; stable when compacted and often treated with a binder for ADA
compliance.

o Stabilized crushed rock or gravel - More durable than loose gravel; can support
limited foot traffic.

o Soil cement - A mix of native soil and cement used to create a hardened, erosion-
resistant surface.
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3. Mulch and Ground Cover Materials: Useful under trees or in areas where minimal vegetation
will be used:

o Inorganic mulch (e.g., rock, gravel, lava rock) - Long-lasting and low-maintenance;
also helps reduce evaporation.

o Rubber mulch - Low-maintenance, durable, and provides cushioning in play or
gathering areas.

o Wood chips or bark mulch - Organic and low-cost, though they decompose and may
require replenishment.

4. Hardscape and Decorative Elements: Add visual interest and functionality
o Concrete or unit paver pads for benches, bike racks, or trash receptacles
o Stone or precast planters (planted or empty)
o Decorative gravel art or patterns
o Boulders or stone outcroppings as sculptural or informal seating elements
o Painted or imprinted concrete for plazas or passive open areas

o Reclaimed or salvaged materials (e.g., brick, wood, steel) used as part of decorative
paving or edge treatments

5. Edging and Containment: Helps define zones and prevent erosion or migration of loose materials
o Steel edging or concrete curbing around gravel or DG areas
o Low masonry walls or timber barriers to separate landscape from pedestrian paths

e Curb cuts and infiltration inlets that work with non-vegetative infiltration areas such as
permeable pavements, gravel, mulch, or other surface materials that support stormwater goals
and visual quality without intensive upkeep.

Incorporating paving as part of the landscape design may be appropriate in select areas. For strategies
that support water infiltration and root health—such as permeable or suspended pavements—refer to
Chapter 7: Alternative Pavements.

Figure 11: Suspended Pavement Cell System Overview, Deeproot
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Consult the City of Santa Fe Recommended Plants for Santa Fe list (Appendix B) for guidance on
acceptable plantings. The Santa Fe Master Gardeners provide an illustrated guide and additional
details and best practices for many of the plants provided in City's accepted planting palette (Appendix

Q).

Additional considerations:

Practitioners should select street trees whose roots will have a limited impact on the sidewalk
integrity. Trees should be planted in Landscaping Strips of 8’ or wider. Engineered systems may
substitute for 8 foot—wide planters—provided that soil volume and porosity are rigorously
calculated, specified, and documented.

A widely accepted guideline for urban forestry diversification is the “10-20-30 rule”, which
suggests:

o0 No more than 10% of any one species
o No more than 20% of any one genus
o0 No more than 30% of any one family

Species-level diversity helps avoid mass loss if a disease like Dutch elm disease or emerald ash
borer strikes. Genus and family-level diversity helps protect against broader vulnerabilities, such
as climate shifts or newly emerging pests.

Cacti and other thorny plants should be planted with caution and care. Practitioners should
model full growth size to ensure that cacti will not grow within 6 inches of the edge of the
sidewalk zone. Additionally, cacti or other bushes should not block access for passengers
exiting vehicles on streets with parking.
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¢ In constrained spaces, suspended pavement systems can increase soil volume and support
long-term tree health by improving water and root access; see Chapter 7: Street Drainage for
additional information. Trees should not be used where the planting width is less than 6 feet,
and 8 feet is preferred. Tree planting in street medians is discouraged due maintenance and
irrigation challenges. Trees should instead be located within the public right-of-way, where width
allows, and grouped to provide shade and ecological benefit.

If planting landscaping in the Flexible Zone, then that flexible zone, including GSI elements,
should be irrigated. Irrigation and maintenance of landscaping are the responsibility of the
property owner(s) contiguous to the landscaping, as outlined in §14-9-2(H) of the City of Santa
Fe Municipal Code of Ordinances.

4.2.3 Green Stormwater Infrastructure (GSI)

There are many different GSI practices that are well aligned for use along streets within the City of
Santa Fe; see Chapter 7: Street Drainage for additional information. GSI practices serve both as
drainage solutions and as sustainable, attractive landscaping elements, providing multiple benefits to
natural and human environments. Most importantly, GSI functions to recharge the aquifer, reduce
pollutants in receiving waters, reduce the burden of potable water sources for irrigation, and provide an
opportunity to infiltrate street runoff.

Similar to a landscaping strip, vegetated GSI practices should be irrigated. Irrigation and
maintenance of landscaping, including GSI practices, is the responsibility of the property
owner(s) contiguous to the landscaping, as outlined in §14-9-2(H) of the City of Santa Fe
Municipal Code of Ordinances.

4.2.4 Furniture

Streetscape furnishings within the Flexible Zone can improve the street environment by offering places
to rest and socialize. Each streetscape project should include a palette and placement plan for
furnishings that reflects the identity and character of the surrounding district and maximizes use of the
space. Furnishings should be concentrated in where pedestrians will most benefit, such as near transit
stops, shaded locations, and at building entrances or collection spots. Furnishings should be selected
for quality, maintenance, and durability.
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Figure 12 - Example of sidewalk furniture in the Flexible Zone*

! https://nacto.org/publication/urban-street-design-guide/street-design-elements/sidewalks/sidewalk-design/
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4.2.5 Bus Stops Figure 13: Covered Bus Stop

Transit users are often pedestrians during their “first
and last mile” trips to and from their destinations.
Providing facilities that enhance and promote walking
in and around transit stops encourages transit use.
Locating bus stops near pedestrian crossings can
help increase pedestrian safety, especially for people
with disabilities. Covered bus stops should be
prioritized for protection from elements (sun and rain).

School bus stops should also be considered.
Students who live outside of walking distance to
schools are served by school bus transportation from
remote school bus stops. These stops can change
location from year to year. Pedestrian connections
should be present for the safety of the students.

4.2.6 Trash Receptacles

Public trash receptacles are particularly useful in areas anticipated to handle a high volume of
pedestrians, such as Neighborhood Centers or near transit stops. The inclusion of trash receptacles in
a street design should be determined in coordination with the City.

Designers should consult with City of Santa Fe City Facility Management Division when installing trash
receptacles.

4.2.7 Public Art

Public Art can be integrated within the
streetscape to assist with wayfinding and add
character.

Figure 14: Metal Sculpture in Median

Designers should consult with City of Santa Fe
Arts & Culture Division if there is a desire to
install art along a public street. The placement
of art should be in coordination with the
Complete Streets staff.
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4.2.8 Sidewalk Dining

Sidewalk dining may occupy, with appropriate permits, part of the Sidewalk or Flexible Zone. Their
presence contributes to a vibrant and lively walkable district. Sidewalk dining usually incorporates
greenery, seating, and even bike racks to accommodate the unmet demand for public space on busy
neighborhood retail streets or commercial areas.

As with Parklets, sidewalk dining should include physical separation from adjacent vehicle traffic.
Umbrellas, chairs, and tables may be used to accomplish this. The placement of sidewalk furnishings --
and a plan for their after-hours storage -- may be coordinated with adjacent business owners to ensure
ample pedestrian access and a clear zone for pedestrian movement.

Figure 15: Sidewalk Dining in Chicago, IL

4.2.9 Bicycle Parking

On-street bicycle parking racks provide secure parking for cyclists at their destinations and should be
prioritized on streets with bicycle facilities serving commercial areas, such as in Neighborhood Centers
and Community Commercial districts. Neighborhood character should be considered when selecting
styles and colors of racks. Racks with two points of contact are favorable, such as the “inverted U” and
“staple”. Racks that only have one point of contact, such as the “wave,” “hanging triangle,” and “wheel
bender” are substandard and not recommended. For more details on acceptable bike parking, see
Appendix D, Essentials of Bike Parking.
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4.2.10 Bollards and Planter Barriers Figure 16: Planter Barrier in the Flexible Zone.

Bollards are simple yet highly effective
structures, protecting pedestrians from potential
crashes during vehicle street departures. They
should be set at least 2’ behind a vertical curb.
They can also prevent unauthorized vehicle
access. Bollards may be most useful on streets
with a high volume or high speeds of traffic with
limited right of way, where the separation
between pedestrians is minimal. Streets and
corridors on the High Injury Network that have
high rates of street departures should
particularly consider the use of extra protective

barriers between the Pedestrian Zone and the (Source: NACTO Global Street Design Guide, 2017)
street.

Bollards come in many shapes and sizes, and should be designed with neighborhood character in
mind.

4.2.11 Lighting

Functional lighting is a key part of safety in the streetscape. Poor lighting along major pedestrian routes
and intersections can reduce pedestrian visibility and increase the risk of collisions. Crosswalks and
their approaches should be well lit, with consistent levels of lighting. Overhead lighting placed directly
over crosswalks may provide better pedestrian visibility than lighting placed directly over the
intersection. Pedestrian-scale lighting is recommended in Neighborhood Centers and Community
Commercial.

For specifications on lighting, see Appendix E (Santa Fe Lighting Standards).

4.2.12 Wayfinding

Wayflndlng signage |§ us'ed by pedestrlans.to Figure 17: Wayfinding Signage, MUTCD
navigate nearby destinations such as transit,

retail centers, restaurants, and coffee shops, as e

well as events such as public meetings, sales,

h 4 & 2 Lakeview 3
and weather conditions.
Wayfinding should be prioritized within two miles ‘ * .
of the downtown Santa Fe historic district; within Pﬂ rﬂdlse COVE ]5

a mile of museums and cultural centers; and
A& X Mason 10 =

within a mile of major transportation facilities
(such as the Rail Runner and off-street trails).
Refer to MUTCD design guidelines on standard
sign guidance.
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4.3. Bicycle Zone

The Bicycle Zone encompasses the bicycle travel area and protective elements, including buffers for
the bicycle lanes. Cyclists need special considerations because of their vulnerability to vehicular traffic
and the potential for severe or fatal accidents. By incorporating bicycle facilities, cyclists can have a
safer experience. In New Mexico, bicycles are legally recognized as vehicles under state law, though
they are allowed to treat stop and lights as "yield” control. Section 66-3-702 of the New Mexico Statutes
Annotated (NMSA 1978) grants every person riding a bicycle upon a street all the rights and duties
applicable to the driver of a vehicle, except where specific bicycle-specific regulations apply. This legal
status underscores the importance of designing streets that accommodate all users, including cyclists.
In some cases, cyclists may elect to use designated bike facilities, but some instances cyclists may
need to utilize a vehicular lane to transition to another street or destination.

4.3.1 Facility Types

The Bicycle Zone includes a variety of facilities, such as shared use paths and lanes, separated and
buffered bicycle lanes, paved shoulders, and bicycle boulevards. These elements form bikeways and
bikeway networks so that people of all abilities and ages can be accommodated. Land use context,
presence of heavy vehicles, driveway frequency, traffic volumes, and traffic speeds are factors that
influence the selection of bicycle facility type.

Bicycle Routes and Bicycle Boulevards utilize local or neighborhood streets where bicyclists share the
road with drivers. Bicycle boulevards provide enhanced comfort and connectivity over bicycle routes by
reducing vehicle traffic and minimizing stops or detours for bicyclists. Typically, they are applied on
narrow streets to ensure low vehicle speeds, allowing bicyclists to ride with the flow of traffic. Barriers
such as diverters, speed humps, and mini-roundabouts can aid in traffic calming along bike boulevards
and minimizing vehicular through-traffic.

Bicycle lanes are dedicated on-street spaces for cyclists, typically striped next to motor vehicle lanes.
Conventional bike lanes are marked with a lane stripe, bike lane stencils, and signage. Bike Lanes
should be no greater than 6’ in width, as drivers can mistake bicycle lanes for parking lanes or turning
lanes, and no less than 5'.

Buffered bicycle lanes are enhanced versions of standard striped bicycle lanes, providing additional
separation between bicyclists and vehicle traffic using a striped buffer zone. Buffered bicycle lanes are
the minimum standard for streets with speed limits greater than 25 MPH. Striped buffers for buffered
bicycle lanes should be 1.5 to 3 feet wide. Unless the facility has physical barriers, the combined width
of the buffered bicycle lane (striping and bicycle lane width) should be no greater than 6’6" in width (5’
bike lane and 1'6” buffer), as drivers can mistake bicycle lanes for parking lanes or turning lanes.
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Protected bicycle lanes build upon buffered bicycle lanes by including additional vertical structures in
the buffer zone or a vertical grade separation for vehicles and bicyclists. Protected bicycle lanes appeal
to bicyclists of all ages and abilities. The vertical separation that protects bicyclists can be comprised of
bollards, curbs, planters, flexible posts, or other structures. Buffer zones for protected bicycle lanes
should be ideally three (3) feet wide to allow for the installation of protective structures. Protected
bicycle lanes require additional consideration and countermeasures where there are frequent curb cuts
or driveways.

Refer to the Bicycle Master Plan 2025 Amendment: Designing for Safer Cycling for additional guidance
on designing protected and safe facilities.

Multi-use paths or shared use paths allow people to walk, run, skate, or ride on a trail physically
separated from motorized vehicle traffic and often apart from the street network or street grid. Paved
trails accommodate all trail users for transportation and recreation and are a high-comfort bicycle
facility.

The table below identifies appropriate bicycle facilities by street type.

Table 2: Bicycle Facility Types by Street Type

Bg;ysctlreegfﬁ_gggs Shared Lane Bicycle Lane Buffered Lane Péﬁ(tg\,(\::yd
Street Type | v = ~ X
Street Type Il ~ ~ v ~
Street Type llI X X ~
Street Type IV X X X v
v = Preferred ~ = Acceptable in Some Contexts X = Not Appropriate

*Urban Trails are not included in this list as they are considered a part of an off-street trail network.

4.3.2 Physical Protective Barriers for Bike Facilities

Vertical elements can be installed quickly using a variety of materials and budgets.

Flexible delineator posts are one of the most popular types of protective separation elements due to
their visibility, low cost, and ease of installation. Their aesthetic quality and durability can present
difficulties; agencies may prefer a more permanent style should budgets and design allow.

Elements of the Street | 49



Santa Fe Street Design Guide Bicycle Zone

Figure 18: Delineator Posts

Concrete wall barriers provide the highest level of crash protection among the separation types listed in
this guide. They require little maintenance and are less expensive than other treatments. This barrier is
not as aesthetically pleasing as other types and may require service vehicle solutions and additional
drainage. Crash cushions should be installed where the barrier ends are exposed.

Figure 19: Concrete Barrier
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Bollards provide a strong vertical element to the buffer space. They can be rigid or flexible, and can be
high in cost depending on placement frequency. Rigid bollards are not appropriate on higher speed
streets due to the risk posed to drivers and bicyclists in the event of a high-speed crash with a fixed
object.

Figure 20: Bollards

Raised medians offer an attractive and low-maintenance buffer element. They are typically 6 inches tall
and can either be precast or cast in place. They can be designed with drainage gaps and may include
planting strips. Where appropriate, mountable curbs can be used.

Elements of the Street | 51



Santa Fe Street Design Guide Bicycle Zone

Figure 21: Raised Median

(Source: pedbikeimages.org, Dan Burden)

Raised lanes are typically 3 to 6 inches high and can be designed at either an intermediate level
between the street and sidewalk or flush with the sidewalk. A 3-inch (intermediate) mountable curb can
permit access for street sweeping equipment. If at sidewalk level, the raised bike lane should be
designed so that it is visually separate from the pedestrian portion of the facility. Markings, buffers, and
different pavement types can be used to delineate the separate intended spaces for pedestrians and

bicyclists.
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Figure 22: Raised Bike Lane

Planters add an attractive element to the streetscape and are
quick to install. However, this treatment can be more
expensive than others and may require more upkeep.
Planters may not be appropriate on higher speed streets.

Low profile barriers, such as parking stops, rubber curbs, and
lane separators, are inexpensive buffers that offer multiple
benefits. These types of barriers are durable, can provide
almost continuous separation, and provide a good solution
when minimal buffer width is available. It is important to note
that minimum widths will not provide the same protection and
comfort due to bicyclists’ proximity to traffic and the barriers’
low height. Armadillos (low-barrier rounded rubber stops at
intervals) allow ambulance, fire, and police vehicles to drive
over it if necessary.
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Figure 24: Rubber Barriers on a Two-Way Cycle Track

Combining barriers can maximize safety benefits at lower overall costs. For example, delineator posts
can be alternated with parking stops or lane separators to provide vertical and horizontal elements. At
the start of a block, rigid barriers or planters can be used with bollards to highlight the presence of a
separated bike line.
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Figure 25: Combination of Treatments

4.3.3 Striping

Striping patterns for bicycle facilities have different applications. Boldy marked striping is a key part of
providing safe intersections and street crossings. Painting the full width of a bike lane green can
provide drivers with visual cues to expect cyclists, especially as lanes approach intersections. Detailed
standards on bike lane striping can be found in the Manual of Uniform Traffic Control Devices
(MUTCD).

When bicycle facilities cross curb cuts where cars frequently make turns (such as parking lot entrances
to grocery stores), providing visual markings can alert drivers to the presence of cyclists. This is a low-
cost but high impact addition to improving cyclist safety. Additional options for markings include styles
such as:

e Bicycle lanes may be continued through a driveway using solid or dotted longitudinal lines

e The bicycle symbol, sharrow marking, pavement word markings, or a combination thereof may
be used in bicycle lane extensions through driveways

e Green-colored pavement (see Section 3H.06) may be used as a background to enhance the
conspicuity of the bicycle symbol at driveways
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Figure 26: Cross Bike Markings

4.3.4 Pavement Marking

Colored pavement can be used in limited locations as a spot treatment, such as a bike box or conflict
areas at intersections or within bikeways as an overlay or embedded into the pavement. “Conflict
areas” include all intersections, right turn bays, and merging lanes.

An overlay is a colored material placed on the top of the pavement. Paint, sometimes mixed with sand
for skid resistance or retro reflective glass beads for reflectivity, is the most common method for
marking road surfaces. Inexpensive, paint is considered a non-durable pavement marking and is easily
worn down by the elements. especially in snowy climates and with heavy traffic.

Thermoplastic is a type of durable plastic pavement marking made from polymer resins that become
liquid when heated and hard when cooled. Thermoplastic can be pre-formed into specific shapes such
as bicycle lane symbols, tiles, arrows, and shared lane markings. It is easier to apply than Methyl
Methacrylate (MMA) and usually lasts longer than epoxy.

Durable Liquid Pavement Markings (DLPM) include MMA and epoxy. MMA are 2-part liquids composed
of an activator and resin. Epoxies are adhesive waterborne acrylics that are applied with a spray or as

paint. Both coatings can be skid resistant, adhere to asphalt or concrete, and retro reflective. MMA can
be installed at any temperature, dries quickly, and is durable. Epoxies are sensitive to temperature and
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moisture, and dry slower than MMA, they are less expensive than MMA as well. The City of Santa Fe
may have additional requirements for materials. Local standards should be verified before overlays are
placed.

Colored asphalt is made of the same material as standard asphalt but contains a colored pigment. This
asphalt can be installed in a thin layer on top of conventional asphalt to reduce the cost of repaving and
dying new, colored asphalt. Red and green are popular choices.

4.3.5 Wayfinding

Like pedestrian wayfinding, bikeway wayfinding can help people navigate to nearby destinations. In
addition, bike facility wayfinding can help cyclists navigate the bike network through directional signage
and route maps. Ongoing planning for wayfinding programs are being conducted by the City of Santa
Fe; designers are encouraged to utilize the recommendations that ultimately result from the ongoing
work.

4.3.6 Micromobility and Electric-Assisted Mobility Device Considerations

Emerging trends in micromobility include electric scooters and electric bicycles.

Scooters should share bike lanes with cyclists where appropriate and safe. Electric scooters may be
used on low-density areas with wide sidewalks but should be prohibited on sidewalks in high-density
commercial areas with heavy pedestrian traffic, and where bike lanes are provided.

Electric bicycles (e-bikes) may allow cyclists to travel at higher speeds than non-motorized bicycles,
especially up hills. Physically protected or separated bike lanes up steep hills should consider widening
the cyclist travel lane to allow for e-bikes to safely pass non-electric cyclists.

4.4. Combining Zones: Multimodal Alternatives

In constrained and hyper-constrained, designers may consider combining Pedestrian and Bicycle
Zones into a shared use path on one side of the street.

4.4.1 Shared Use Paths

Shared use paths, sometimes known as multi-use trails, urban trails, or multi-use paths, are designed
to be jointly used by bicyclists, pedestrians, and other active transportation users. When available right-
of-way is constrained and both pedestrians and cyclists must be accommodated, shared use paths may
provide an acceptable alternative. This facility allows two-way traffic on a single side of the street and is
efficient in constrained spaces.

There are key considerations when determining whether shared use paths can replace separate
pedestrian and cycling facilities. They may be most appropriate when:

e There are infrequent street intersections or crossings (common along rivers, linear parks, utility
corridors, rail corridors).
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e There is at least 14’ of right-of-way available for the facility (10’ for the path and two 2’
shoulders). 16’ is preferred with 12’ for the path and two 2’ shoulders.

Because shared use paths combine several user types and two-way directions, they carry a higher risk
of conflicts between bicyclists and pedestrians. Conflicts can stem from 1) high volumes of users, 2)
path users traveling at different speeds, 3) path users overtaking other users, 4) sharp curves with
inadequate sight lines, 5) vertical objects near the path, and 6) surface defects that narrow the usable
width.

Shared use paths should be developed using the AASHTO Guide for the Development of Bicycle
Facilities. Design elements to consider include:

e Centerline striping to delineate directional movement.
e User yield signage to encourage safety.

e The use of bollards at intersections to physically delineate the space from accidental vehicle
entry.

e Physical vertical barriers near hazardous conditions, such as near a waterway, railway, or within
two feet of a street with vehicles traveling in opposing directions.

¢ Widening pathways at intersection approaches to reduce conflicts.

e Setting back intermittent and continuous vertical objects 2’ — 3’ from the path (shy distance).
e Shoulders of at least 2’ on each side.

o Ample lighting.

e Landscaping and/or parking lanes between the shared-use path and vehicle lanes.

¢ Frequent crossings for path users to access the opposite side of the street

If multi-use paths are the preferred alternative for a street’s cross section on both sides of the street,
it should be signed so that bicycles use the multi-use path in the same direction as adjacent vehicle
traffic. The path should be visually separated into a pedestrian zone and a bike zone, utilizing visual or
material cues to separate cyclists from pedestrians.
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Figure 28: Cyclist on a Shared Use Path
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4.4.2 Shared Streets

Narrow residential streets in the older parts of Santa Fe often have sidewalks that are narrow,
deteriorating, or nonexistent. By necessity, these streets may operate as shared spaces where children
play, people walk or cycle, and vehicles drive. Narrow commercial streets that are popular with tourists
in Historic Downtown also function as de facto shared streets. Designating these streets as “Shared
Streets” may improve pedestrian safety in these highly trafficked areas.

Figure 29: Shared Street
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Depending on volume and a street’s role in the traffic network, these streets have the potential to be
redesigned to become shared streets. When designing a shared street, key considerations from
NACTO include:

NACTO Shared Streets Best Practices

e Textured or pervious pavements flush with the curb reinforce the pedestrian-priority nature
of the street. Special pavements, especially unit pavers, may be subject to additional
maintenance costs and should be selected based on regional climate and long-term
durability. Selection of snowplow-compatible materials is recommended for colder climates.
Drainage channels should be provided either at the center of the street or along the flush
curb, depending on underground utilities and other existing conditions.

e Street furniture, including bollards, benches, planters, and bicycle parking, can help define a
shared space, subtly delineating the traveled way from the pedestrian-only space.

e Ashared street sign should be used at the entrance to a shared street. In some cases, a
modified YIELD TO PEDESTRIANS sign (MUTCD 2B-2) may be added to reinforce the
conversion in early stages.

e Shared streets generally permit motorists and bicyclists to operate in a 2-way fashion.
Narrower shared streets may be made 1-way for motorists, though 2-way bicycle traffic
should still be permitted. Certain restrictions and regulations may apply to vehicles on a
shared street. Designers should strive to make these behaviors implicit through the design
details of the street itself.

e Provide tactile warning strips at the entrance to all shared spaces. Warning strips should
alert drivers and pedestrians.

e On wider shared streets, staggered blocks of landscaping, head-in parking, back-in angled
parking, or perpendicular parking can be used to create a chicane effect.2 In some cases,
parking may be permitted directly adjacent to properties in a residential environment.
Bollards, paving materials, and street furniture help to define parking spaces and to
delineate private from public space.
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Figure 30: Shared Street Signage in Santa Monica, CA

4.5. Curb and Drainage Zone

4.5.1 Drop Inlets

Drop inlets can be classified as off- or on-street structures. On-street inlets are typically located
alongside or on the shoulder of a street or highway, and are designed to collect runoff from the road
surface. The three basic designs of drop inlets are curb opening inlets, slotted drain inlets, and grated
inlets. Since they are installed flush with the pavement, they do not pose a significant safety problem to
motorists. However, they should be sized and selected to accommodate street runoff, be capable of
supporting vehicle wheel loads, and be bicycle and pedestrian friendly.

Grates that are compatible with bicycles should be used.

Grate inlets should not be placed in traffic lanes because of the adverse effect on drivers who veer
away from them, potentially causing accidents. Cyclists should be provided room to move around grate
inlets as well, who may get caught in the grates or swerve to avoid them.
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Should warping of the gutter be necessary for curb-opening inlets or cub cuts, it should be limited to the
portion within 2’ to 3’ feet of the curb to minimize adverse driving effects. Catch basins or inlets with an
open grate should be located within the gutter line and be spaced so that any ponding of water on the
pavement does not exceed the tolerable spread limits, see Chapter 7: Street Drainage for additional
details.

4.5.2 Curbs

Curbs should follow NMDOT standards drawings to a maximum of 6” height. See Appendix F for
details. See Chapter 7: Street Drainage, for additional details.

4.6. Parking and Loading Zone

4.6.1 On-Street Parking

On-street parking can be considered a street-zone buffer between pedestrians and moving vehicular
traffic. On-street parking can be beneficial for pedestrians because it provides a buffer between the
sidewalk and street, and typically reduces vehicle speeds. Parking should be set back from pedestrian
crossings and intersections so that parked cars do not impact the visibility of pedestrians to motorists.
When on-street parking or bike lanes are present, the “effective” curb radii, rather than the actual,
should be used to create a more compact intersection that encourages slower speeds.

The type of on-street parking selected should be based on consideration of the specific function and
width of the street, traffic volume, adjacent land-use, as well as anticipated and existing traffic
operations. Three types of on-street parking—parallel, back-in angled, and perpendicular—are
examined below.

When used in residential areas, a parallel parking lane on either one of both sides of the street should
be at least 7 ft. wide. When used in industrial and commercial areas, the parking lane width should be
at least 8 feet wide; they are usually provided on both sides of the street, where right-of-way allows.

Back-in/head-out angled parking provides a way to increase total parking spaces available on a street,
and improves visibility for the driver to see other vehicular and bicycle traffic when exiting the parking
space. It can be easier to maneuver into these spaces than those created by parallel parking.
Consideration should be made so that vehicles with long rear overhangs to don't interfere with parking
meters, light poles, accessibility, and other street furniture. Head-in angled parking is not suggested for
use within this Guide as it limits the driver’s visibility of pedestrians and cyclists.

Parking meters facilitate payment for on-street parking spaces. All types of on-street parking can use
parking meters. Metered parking encourages the turnover of parking in high-demand locations so that
desirable on-street spaces are more likely to be used by business patrons, instead of employees or
other longer-term visitors. Parking meters come in a variety of styles, such as single-spaced meters,
double-headed meters, or multi-space pay stations (which can also be used in parking garages and
other pay-by-space lots).
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Parking meters should be present in high-demand parking areas, such as Neighborhood Centers and
Community Commercial. They should be located at least 18 inches from the curb and out of the
Pedestrian Zone. Single-space meters should be placed at the head of the parking space, and double-
headed meters should be located between spaces. Double-headed meters should be used when
possible as they decrease clutter within the Parking, Loading, and Transit and adjoining Zones.

Multi-space pay stations should be placed every 8-10 parking spaces with clear signage directing users
to the station and any relevant information about parking. The sighage should be placed carefully so as
not to counteract the decluttering benefits of installing pay stations. Multi-space pay stations are also
favorable when there is high competition for spaces.

Parking meters should have multiple payment options such as debit or credit, cash, and mobile app.
On-street parking spots are typically the highest demand spots in a district. Therefore, they should be
priced equal to or greater than the rates for surface lots or parking garages to encourage shorter-term
parking and higher turnover of vehicles.

4.6.2 Permeable Pavers & Gravel Parking Spots

Gravel is a low-cost material that allows water runoff to drain through the gravel and into the ground
below. A gravel parking space does not require extensive groundwork such as concrete or asphalt.
Gravel parking can be installed quickly and has low maintenance requirements. See Chapter 7: Street
Drainage for GSI practices using alternative pavements.

4.6.3 Parklets Figure 31: Temporary Parklet in Downtown
Parklets function within this Zone by occupying on-street Albuquerque
parking spaces to provide public seating. These curbside

platforms convert parking into vibrant community spaces,

often through partnerships between the city and local

businesses, neighborhood associations, or residents.

Parklets are typically located where congested or narrow

sidewalks prevent the installation of traditional sidewalk

cafes and benches, or where local residents or property

owners see a need to expand the current seating capacity

and public space on the street.

To ensuring visibility and safety for moving traffic and
parking cars, parklets should be buffered by using a
parking block at least 2 feet from the parklet itself (on all
sides the parklet is exposed to vehicular traffic). Vertical
elements should be present so that they are visible to
traffic. Parklets 