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ABSTRACT 
 
 
The Grande Avenue Transportation Design Study is an initial corridor 
plan for the neighborhoods of Barrio Hollywood and Menlo Park in 

Tucson, Arizona. This corridor plan is designed to be a guideline for 
future streetscape development along Grande Avenue. The document 

includes an inventory of existing conditions within the right-of-way 
and some future design options for the streetscape. This report also 

includes detailed information regarding traffic calming measures.  Some 
policy recommendations are provided to help aid the neighborhoods 

achieve their streetscape goals for Grande Avenue.   
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CHAPTER 1 INTRODUCTION 

The Grande Avenue Transportation Design Study (GATDS) is 

a corridor study for the Barrio Hollywood and Menlo Park 

neighborhoods of Tucson Arizona. The goal is to help the 

communities understand the existing conditions on Grande 

Avenue and to help them formulate their goals and 

objectives for the street’s future. The follow document 

can be used by the community as a guideline to help them 

understand some of the terms and options available when 

looking to the City, State, and other sources for 

funding. 

Preface for Planners 

Planners provide a myriad of services for the communities 

they serve. In addition to land use, environmental, and 

advocacy planning, community design planners create plans 

for neighborhood development. Community design planners 

work as intermediaries by bringing neighborhoods the 

tools to reach their social and built environment goals 

(Levy, 2003). These planners are often referred to as 

physical community planners, coordinating with architects 
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and landscape architects to design an overall plan for 

the neighborhood (Levy, 2003). 

The physical planner studies the built environment of a 

community. The planner begins by assessing the needs of 

the community. Planners rely on community meetings to 

understand neighborhood goals. Physical planners utilize 

their knowledge of land use planning, citizen 

participation and design to help create a preliminary 

concept or plan for the community. Their plans assess the 

built environment in terms of housing, public facilities, 

roads, and more. One form of this planning process is the 

corridor plan. 

A corridor plan does not refer to just the roadway; it 

encompasses “anything that can be seen from, or has 

impact on, the road” (Bishop 1989, p4). Therefore, a 

corridor plan includes streetscape design, as well as an 

assessment of the current and future land uses that abut 

the roadway (Kelly and Becker, 2000). The goal of a 

corridor plan is to create a comprehensive understanding 

of a community’s corridor. 
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The physical community planner’s objective in creating a 

corridor plan is to analyze all of the impacts affecting 

the roadway. These impacts include: traffic flow, 

pedestrian and bicycle facilities (or the lack there of), 

and the overall character of the adjacent land uses 

(type, density, etc). Through the use of community 

meetings, issues of the residents and business owners are 

addressed. The physical community planner then focuses on 

how to mitigate these issues. The aim of this analysis is 

to develop a plan for the corridor that is a safe, 

pleasant experience for all users as well as an 

enhancement to the character of the community (Bishop, 

1989).  

Over the last 75 years, automobiles have been the primary 

focus when designing roadways (Moughtin, 1992). Traffic 

engineers have become the preliminary designers of 

roadways by focusing on fast, efficient movement for 

large volumes of traffic. As a result of these designs, 

the majority of corridors have lost touch with the users, 

such as the pedestrians and drivers (Bishop, 1989). The 

role of physical community planner is to return the 

design of roadway to the human scale.  
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Therefore, the goal of a corridor plan should be a design 

for an aesthetically pleasing and functional roadway, at 

the human scale (Bishop, 1989). Through this redesign of 

the roadway the focal point is switched from that of a 

commuter route to a representation of a community, a 

place in which people “enact part of their lives” 

(McCluskey, 1992, p 7).  

The focus of a corridor plan is dependent on the needs of 

communities. It is important for a physical community 

planner to recognize that the character of the roadway 

may change when making polices and design recommendations 

(McCluskey, 1992). Therefore, it is critical to study in 

detail the needs and characteristics of communities 

abutting a corridor.  

This report, The Grande Avenue Transportation Design 

Study (GATDS) involves a corridor that is multifaceted in 

terms of both character and needs. The GATDS addresses 

design polices for Grande Avenue, which reflect the 

changing character of the roadway from commercial to 

residential. It also addresses the complexities within 

the communities.  
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The GATDS presents ideas regarding how to bridge the gap 

between neighborhood groups. The objective is to provide 

a corridor plan which reflects the goals of the differing 

communities. Additionally, it provides a prototype for 

other planners to utilize when designing other community 

corridors.  

The report is broken down into four sections. The first 

section begins in this chapter. It is an analysis of 

streetscapes and terms that are critical to understanding 

roadway designs, including traffic calming measures. The 

measures chosen reflect the needs and desires of the 

communities along Grande Avenue. The second section looks 

at alternative case studies done in other communities, in 

order to get a sense of what can be done within a 

corridor. Third, is an analysis of the existing 

conditions on Grande Avenue, looking at the goals and 

objectives of the communities as well as a site analysis. 

The final section looks at policy and design guidelines 

that could be implemented within Grande. In the 

supplemental chapter there is a block-by-block analysis 

of some of the design guidelines discussed.  
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Streetscape Design Criterion 

The designs for streetscapes are based on the needs of 

the individual roads. This type of design is focused on 

the safety and function of the roadway. The purpose is to 

create a streetscape that reflects the character of the 

area and is safe and efficient for both pedestrians and 

the automobile.  

The criterion for streetscape design is based on an 

assessment of the roadways character and need. These 

criteria often conflict and balancing them is a critical 

part of the design process. In most instances the goals 

are to promote a safe interface between the pedestrian 

and bicycle users and the automobile. These goals are 

reached through a series of traffic calming devices. 

Traffic calming devices are any additions or alterations 

to the right of way that help to reduce traffic speeds. 

These concepts are not necessarily meant to reduce 

traffic volume and are usually used in conjunction with 

other forms of streetscape modification. A simple way to 

look at traffic calming tools is to view them as helping 

to create behavior changes among drivers. 
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Most people drive to get from one place to another, 

either for commuting to their jobs or going to run 

errands at a particular location. The roads they chose to 

drive on usually are the ones that will get them to their 

destination in the fastest most direct way. This is what 

makes streets like Grande so appealing; the street is a 

direct shot from Tucson’s south side to the north side 

and a great way to get to the freeway or downtown. What 

traffic calming devices, and this study, try to do is to 

make drivers view the road from a different perspective. 

If a street has, for instance, on street parking, drivers 

will slow down. Menlo Park saw an example of this when 

they put in parking along Congress Street. Suddenly the 

daily commuters could no longer zoom by on a wide lane, 

as drivers had to readjust to a smaller lane, a bike lane 

and the new parking.  Another great advantage to on-

street parking is that it makes drivers take more notice 

of the actual surroundings. In an area like Barrio 

Hollywood where there are many businesses then, on-street 

parking provides a form of free advertisement. Drivers, 

who previously zoomed by, now look to see why cars are 

parked and in seeing the restaurants and destinations may 
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then stop themselves. If one combines new parking with 

other measures like sidewalks, seating, trees, and 

lighting, creating a vibrant environment that a myriad of 

users can enjoy. 

Therefore, the key to the following examples of traffic 

calming and streetscape alternatives is perception, the 

perception of the driver and the user. As drivers see a 

change in the streetscape from a wide open road to speed 

through, to a well-designed, well-kept and user-friendly 

street they are more likely to change their own habits. 

Rather than just speeding by, they may stop to appreciate 

the neighborhood and to take part in the local economy.  

The following section explores five types of traffic 

calming devices. These devices are represented because 

they reflect the needs and desires of the communities 

along Grande Avenue. Traffic calming was the number one 

issue for both the Menlo Park and Barrio Hollywood 

neighborhoods.  

The traffic calming devices, presented here, range from 

simple pavement treatments and striping to physically 

changing the dimensions of the existing roadway. Each 
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includes a series of pictures to provide a visual 

understanding of their affect. 

Traffic Calming Devices: Textured Pavement 

Textured 

pavement is 

used to alter 

the roadway and 

sidewalk 

surfaces. It 

creates an 

uneven surface 

that is felt by 

the driver as well as the pedestrian. There are a myriad 

of options and price ranges for textured pavements. The 

most common form in Tucson is stamped and painted asphalt 

[Figure 1.1]. This can be seen on Mountain Avenue along 

the bike lanes and at the minor intersections. But 

textured pavement also includes using cobble stones or 

brick. These materials can provide continuity of design 

and can be aesthetically pleasing. However they also have 

disadvantages. There can be increased noise from tires 

Figure 1.1: Textured Pavement

Source: pedbikeimage.org, 2005
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Source: www.sierrastriping.com, 
2005 

Figure 1.2: Crosswalk 

going over the uneven surface and it can be hard for 

people in wheelchairs and visually impaired to traverse. 

Therefore it should be limited in use to areas where the 

noise is of less concern (along commercial streets) or in 

limited quantities to act as a visual cue to drivers that 

they are in a pedestrian space (trafficcalming.org, 

2005). 

In addition to textured pavement, the simple adding of 

striping can help to reduce 

traffic on a roadway. The wide 

white lines can be used to 

separate bicycle lanes from 

automobile lanes with or 

without the use of textured 

pavement. Crosswalk striping 

at all intersections can help to remind drivers that 

people may be crossing at any time [Figure 1.2].  
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Figure 1.3: Raised Crosswalk

Source: www.pedbikeimage.org, 
2005 

 

Traffic Calming Devices: Raised Crosswalks 

Raised crosswalks are in essence wide speed humps [Figure 

1.3]. They actively slow 

traffic by forcing cars 

over a plateau in the 

roadway. This plateau is 

marked like a crosswalk and 

thus functions as a visual  

and physical reminder of pedestrian space. Where there is 

a need to allow for drainage the crosswalk will often 

taper at the curbs. This tapering can hinder wheelchair 

access but this can be mitigated through the use of a 

grate that would bridge the gap between the curb and the 

crosswalk [Figure 1.4]. In order to help the visually 

impaired bollards can be placed at the ends in order to 

help guide people across. In a study done by Fehr & Peers 

this type of traffic mitigation can reduce speed from an 

average of 36.7 miles per hour to one of 30.1 

(trafficcalming.org 2005). 
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Figure 1.5: Pedestrian Refuge Island

Source: pedbikeimages.org, 2005

Figure 1.6: Pedestrian Refuge Island

Source: www.pedbikeimages.org, 2005

 

 

 

Traffic Calming Devices: Pedestrian Refuge Island/Median 

Pedestrian 

refuge islands 

and center 

medians are 

physical 

structures 

placed into 

the turn lane of the 

roadway [Figures 1.5 

and 1.6]. The medians 

are often landscaped 

and act as visual 

aids to slow traffic. 

Some are placed at 

Figure 1.4 Crosswalk with Grates

Source: Created Antje Kablitz, 2005
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Figure 1.7: Chokers

Source: http://www.msa-ps.com, 
2005

Figure 1.8: Tree Wells

Source: 
www.santaclaracityutah.com,2005 
 

the entrances to communities and act as a form of 

gateway. Pedestrian refuge islands are center medians 

which have been split to allow people to cross. They are 

especially useful on busy roads where it is difficult to 

cross the entire roadway at one time. The island allows 

pedestrians to stop and safely wait for a break in 

traffic. These options are restricted to areas where 

there is a limited need for left hand turns as they block 

the flow of traffic (Trafficcalming.org, 2005). 

Traffic Calming Devices: Chicanes/Chokers 

Chicanes are also known as 

chokers, pinch points, 

midblock narrowings, 

bulbouts and constrictions. 

They are a physical extension 

of the curb used to narrow 

the roadway and widen the 
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pedestrian and landscaped spaces [Figure 1.7]. Depending 

on where they are placed and how they are constructed, 

they can have a myriad of uses and designs. When they are 

kept small and 

placed in large 

increments they 

can act as 

dividers for on-

street parking. 

Typically these 

are called tree 

wells because a 

tree is placed in 

the center [Figure 1.8]. If the extension of the curb 

goes on for an entire block it creates a whole new space 

for people and businesses. Often this extended area is 

used by restaurants to provide outdoor seating. When the 

chicanes are placed at crosswalks they reduce the roadway 

thus making it a shorter distance for people to cross 

[Figure 1.9]. One issue with this type of traffic calming 

is that it may hinder the movement of bicycles. They 

would need to merge with traffic when going around a 

Figure 1.9: Choker at Crosswalk

Source: www.trafficcalming.org, 2005
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chicane unless there is room for a separate bike way 

(Trafficcalming.org,2005). 

Traffic Calming Devices: Neckdowns 

Neckdowns are curb extensions similar to chokers but are 

limited to intersections [Figure 1.10]. They are used to 

decrease traffic speeds at 

road crossings and to 

reduce the roadway from 

curb to curb. This type of 

mitigation is especially 

useful for pedestrians, as 

it shortens the distance 

people walk across an 

intersection. They also 

can be used to create some 

form of gateway space 

especially when landscaping 

and pedestrian amenities 

such as seating are 

included in the curb 

extension area. The 

Figure 1.10: Neckdown

Source: www.ci.edgewood.wa.us, 
2005 

Figure 1.11: Neckdown 

Source: www.pedbikeimages.org, 
2005
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extension can help to visually separate on-street parking 

areas from travel lanes. In areas where drainage is an 

issue they can be separated from the curb so as to allow 

for the flow of water [Figure 1.11]. The downsides to 

this type of traffic calming device is that it can hinder 

right hand turns (especially for larger vehicles) and may 

force bicyclist to merge with traffic 

(Trafficcalming.org, 2005). 

Streetscape amenities are focused more on sense of place 

than on physical roadway restrictions. Sense of place is 

built along a street by incorporating design elements and 

structures that make the area attractive and give it a 

sense of character. These devices are located 

predominantly back-of-curb∗ and include the amenities 

that are attractions for the pedestrians and other users.  

The following series of amenities are examples specific 

to the needs and character of the project at hand. There 

are a multitude of other options depending on the 

character of the street, the size of the roadway and 

back-of-curb area, and the needs of the community. 

                                                 
∗ Back-of-curb is the stretch of public space that reaches from the curb of the road to the private property 
line. 
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Streetscape Amenities: Sidewalks 

Sidewalks are the largest and most varied amenity in any 

streetscape. As a result this section breaks the sidewalk 

into two portions, the actual sidewalk itself and the 

amenities specific to the sidewalk space.  

Sidewalks come in all shapes and sizes [Figure 1.12]. 

They are limited only by the amount of back-of-curb space 

available and the budget of the community. A typical type 

of sidewalk enhancement is to add texture. The texture 

has two purposes; it highlights the pedestrian space and 

provides an aesthetic theme to a street. If the textured 

treatment is continued over driveway aprons it increases 

safety by reminding drivers that they are passing through 

a pedestrian space. The follow set of images show a 

series of sidewalk treatments and their functions. 
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This image shows a multi-

patterned sidewalk. The 

different textures are used to 

indicate different spaces of 

use. The design also includes 

a landscaped choker, street 

lighting, and a shaded seating 

area. 

This sidewalk uses brick 

patterns. It includes seating 

and contained landscaping to 

provide a respite area for local 

shoppers. The awnings over the 

stores provide added shade and 

can be used to create a theme 

among the street’s businesses. 

This view of a sidewalk 

shows one way of creating 

ramp area. It is long ramp 

with a gradual slope that 

is bordered with contained 

landscaping.  

This is typical type of sidewalk 

treatment, stamped and painted asphalt. 

In this case there is no curb and the 

side walk is buffered from the road by 

a concrete strip and a few tree wells. 

This type of treatment is typical in 

parking lots. 

Figure 1.12: Sidewalk Treatments

Source: www.pedbikeimages.org, 2005
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Amenities for sidewalks enhance the appeal of the back-

of-curb area. They are meant to be both functional and 

aesthetically pleasing. The goal is to create an 

environment in which pedestrians feel safe and 

comfortable. It should also stimulate them; providing 

people with areas for socialization, and with an 

efficient way to move through the streetscape. The 

sidewalk is therefore broken into three zones [Figure 

1.13]. The Amenities Zone [A] is located nearest to the 

road and includes benches and trees. The Moving Zone [B] 

is the largest area and allows for people to walk from 

one area to another unencumbered by physical object. 

Finally, the ‘Window Shopping’ Zone is the area closest 

to business which is meant to be a space to linger and 

AA  CC  BB  

Figure 1.13: Sidewalk Zones

Source: www. Pedbikeimages.org, 2005
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look. It can include some usually contained plantings or 

other business indicators such as card stands or seating. 

Sidewalks can also be eye catching to drivers passing by. 

The more there is to see and do on the sidewalk the more 

likely people will stop to take notice. This concept is 

something that would work well in designing for Grande 

Avenue. Creating comfortable, safe sidewalk spaces will 

enhance the usability for the residents and work well to 

promote the existing businesses. Some sidewalk amenities 

are given in the following figure [Figure 1.14].  
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Pedestrian level lighting is critical 
to a good streetscape design. It 
provides an added feeling of 
safety for people walking the 
street in the evenings. It can also 
be varied to incorporate a theme 
of the streetscape, like this one in 
Omaha did. 

http://www.lively
omaha.org,2005 

www.sailstructures.com.au, 2005  

Seating is a crucial part to any 
good sidewalk design. It can be 
provided by the City (in the form of 
benches) or by private businesses 
such as cafes and restaurants. 
Providing shade in and around 
seating areas makes them a great 
place for people stop and relax. 

Shade does not only come from 
trees. The community can use any 
number of creative alternatives. 
Some can be in the form of shade 
umbrellas and other awnings from 
businesses or placed over the 
walkway itself. 

Street signs, newspaper stands, 
and public art can help to create a 
sense of place on a community 
street. Sidewalks are a place to 
promote businesses, to meet up 
with neighbors and friends and to 
take a stroll through the 
community. A lively street is one 
where people can see and be 
seen, where they can meet their 
needs and explore new 
possibilities.  

Figure 1.14: Sidewalk Amenities

Source: www.pedbikeimages.org (unless otherwise noted), 2005
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Figure 1.15: ADA Compliant Curb

Source: www.walkinginfo.org, 2005

 Sidewalk Amenities: People with Disabilities 

Another crucial part of amenities and sidewalks in 

general is insuring ADA (Americans with Disabilities Act) 

compliance. This is of particular importance and interest 

to this project as the study area is bounded to the North 

by a state school for the deaf and blind. As a result 

particular attention is paid to how the sidewalk is laid 

out and the adding of amenities that will enhance the 

usability for these 

communities.  

Critical to these 

users is that the 

ramps at 

intersection be 

aligned at 90°. This 

insures that 

particularly the 

visually-impaired 

students are headed in the right direction when they 

cross the street [Figure 1.15]. Other useful amenities 

include textured pavement, tactile and tonal pedestrian 



 23

Figure 1.17: Tactile Sign

Source: www.walkinginfo.org, 
2005 

signals, and a raised 

lip around sidewalks. 

The textured pavement 

helps to notify the 

visually-impaired 

that they entering 

into a different 

space be it the road 

or the sidewalk, a 

pedestrian refuge 

island or a ramp 

[Figure 1.16]. The tactile 

and tonal signals allow the 

user to know when it is safe 

to cross the road. It can 

also provide additional 

information such as which 

street intersection the 

person is at [Figure 1.17]. 

A raised lip at the edge of 

the sidewalk provides a type 

of guide as to the 

Figure 1.16: ADA Compliant Intersection 

Source: www.walkinginfo.org, 2005
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Figure 1.20: Crosswalk with Lights

Source: www.pedbikeimages.org, 2005

boundaries of spaces and entrances and exits for business 

and intersections. 

Streetscape Amenities: Crosswalks 

Crosswalks are a part of 

streetscape amenities 

because they provide the 

user a safe way to cross 

from one end of the roadway 

to the other. Critical to a 

successful crosswalk is that they are highly visible and 

placed at user-

friendly 

locations. 

Crosswalks come in 

myriad of styles 

and types. They 

can be traffic 

calming devices 

if, as stated 

previously, they 

are constructed as 

Figure 1.18: HAWK Light

Source: Antje Kablitz, 2005

Figure 1.19: Crosswalk with Signage

Source: www.pedbikeimages.org, 2005
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raised crosswalks or if they include some form of traffic 

light.  

The High Intensity Activated CrossWalk [HAWK] shown in 

Figure 1.18 is an example of a traffic light style 

crosswalk (City of Tucson Department of Transportation, 

2005). The light is activated by a pedestrian and 

triggers a red light to stop the traffic, it then flashes 

intermittently to warn oncoming drivers that someone may 

be crossing the road. Other crosswalk devices including 

hanging signs which may be lit at night to alert drivers 

or there may be lighting imbedded in the road itself to 

help illuminated pedestrians [Figures 1.19 and 1.20].  

Streetscape Amenities: Bike Lanes 

Bike Lanes are often a critical 

part of street redevelopment, 

especially in the City of Tucson 

(Vince Catalano, Tucson Traffic 

Engineer). Many funding sources 

for streets include provisions for 

providing enhanced bicycle 

Figure 1.21: 
Striped Bike Lane

Source: 
www.pedbikeimages.org
2005 
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facilities. Bike lanes can be incorporated into the 

roadway itself or, if there is space, to the back-of-curb 

area.  

The most typical type of bike lane is on the roadway 

itself and is denoted by a solid white strip that is at 

least 4 feet from the curb [Figure 1.21]. Where the space 

is available bicyclists may be further removed from 

vehicular traffic 

through some form of 

physical barrier such 

as potted planting or 

bollards [Figure 

1.22]. In areas where 

it is feasible to 

have bike lanes 

completely removed 

from the roadway it is important to ensure that the 

pedestrian and bike spaces are clearly separated and that 

drivers are informed of their presence. This is 

especially critical at intersections where bicyclist and 

drivers interact. 

Figure 1.22: Separated Bike Lane

Source: 
www.pedbikeimages.org, 2005 
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Figure 1.23∗ Separated Bike Lane 

Source: 
www.pedbikeimages.org,2005 

Figure 1.24 On-street Parking

Source: www.santabarbaraca.gov,2005
 

In general, providing bike lanes enhances the character 

of the streetscape. 

They can reduce 

vehicle lanes, by 

co-opting some of 

the roadway and 

offer added buffers 

between the 

sidewalk and the 

road [Figure 1.23]. 

Where there is also on-street parking it is critical to 

ensure those drivers know that a bike lane exists on the 

roadway as well. Incidents can be mitigated if drivers 

are forced to back into angled on-street parking spaces 

as it forces them to more carefully look at their 

surroundings [Figure 1.24].  

Streetscape Amenities: On-street Parking 

On-street parking can 

enhance both the 

streetscapes character 

and its safety. Placing 
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parking spaces on the roadway is an often simple solution 

to streets that are too wide. The spaces can be marked by 

re-striping a wide lane into a narrower lane with parking 

along the curb [Figure 1.24]. On street-parking can be 

either parallel to the 

curb or at an angle. 

Angled parking takes 

up more of the roadway 

but also provides more 

spaces than parallel 

parking. The parking 

facilities themselves 

can be used to enhance 

the look of the streetscape. In some areas textured 

pavement is used to 

delineate the difference 

between the roadway and 

the parking area. This 

makes a visual statement 

of road reduction 

whether or not a car is 

Figure 1.25: Parallel Parking

Source: 
www.pedbikeimages.org,2005

Figure 1.26: Angled Parking

Source: 
www.pedbikeimages.org,2005 
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parked in the area [Figure 1.25]. The character of the 

back-of-curb area can be enhanced when parking spaces are 

placed at off set 

angles [Figure 1.26] 

which provide areas for 

planting or extra 

sidewalk space. 

Chicanes in the form of 

tree wells can also 

enhance on-street parking and help create more green space 

and insure that drivers do not use open parking spaces as 

passing lanes [Figure 1.27]. 

Streetscape Amenities: Landscaping 

Landscaping plays a very unique 

role in streetscape design. It 

is an amenity because it 

provides a street with a sense 

of place and can provide many 

subtle benefits. Typically 

landscaping should be kept to 

native plants as these are the 

Figure 1.27: Tree Well

Source: www. santaclaracityutah.com, 
2005 

Figure 1.28: Potted 
Landscaping 

Source: 
www.pedbikeimages.org,2005 
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easiest to maintain and help to provide a regional 

context by promoting local features. 

Landscaping can be permanently planted in the ground or 

can be placed in containers. The container landscaping 

helps to make the pedestrian space seem larger as areas 

that would have been 

fully planted∗ can 

instead be paved 

[Figure 1.28]. Where 

there are fully planted 

areas the ground can 

act to absorb runoff 

and be used to separate 

different portions of the sidewalk spaces [Figure 1.29]. 

Hedges and trees are often used to separate parking lots 

or to buffer the roadway from the pedestrian space. They 

also provide a natural level of shade and attract birds 

and other local wildlife.  

 

 

                                                 
∗ Fully planted indicates a planting strip or landscaping elements that are placed directly into the ground. 

Figure 1.29: Landscape Divider

Source: www.pedbikeimages.org, 2005



 31

Business Retention and Expansion 

A concern of this study was how to energize the business 

community about the streetscape redevelopment process. 

Many business owners were reluctant to alter the street 

for fear that it would decrease the number of cars and 

therefore people that would pass their business. As a 

result special attention has been placed in explaining 

how traffic calming and streetscape improvements can in 

fact help their businesses grow. 

Ten Tips for Designing a Consumer Friendly Downtown by 

Mark Brodeur (Planning Magazine April, 2003) is focused 

on ways to revitalize downtown commercial streets through 

the use and understanding of streetscape design 

alternatives. The creation of a “merchant-friendly 

streetscape design” comes from a focus to detail and an 

attempt to make the pedestrian area comfortable to users 

and specifically laid out for the selling of goods 

Brodeur, 2003). Designs should focus on both aesthetics 

as well as the function.  

The findings of this article can be easily implemented in 

a neighborhood commercial street such as Grande Avenue. 
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Six of the guidelines are presented here and can be 

implemented along with any of the other design concepts. 

They focus on creating a street and a streetscape that is 

conducive to shopping and shoppers, dealing with 

everything from parking to shade and signage. 

1. Proper Lighting 

Proper lighting is critical to businesses [Figure 1.30]. 

It offers patrons a 

safe walking 

environment in the 

evening. With so many 

restaurants along 

Grande it is critical 

to provide a well lit 

street. The lights 

themselves can be used 

as tools to promote the 

neighborhood and the street by choosing a common fixture 

and including banners on the poles.  

 

Figure 1.30: Proper Lighting

Source: 
www.pedbikeimages.org,2005 
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2. Adequate Sidewalks 

Adequate sidewalks mean there is enough space for all 

users. It provides 

areas for walking, 

for shopping, and for 

stopping [Figure 

1.31]. The sidewalk 

also can be used to 

describe the 

character of the 

street and the 

businesses. A theme can be implemented that can 

incorporate some aspect of the commercial and community 

character. In an area, like Grande Avenue, a large 

sidewalk with plenty of out door seating could be used to 

present a theme based on the multitude of restaurants in 

the area.  

 

 

 

Figure 1.31: Adequate Sidewalks

Source:www.pedbikeimages.org,2005
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3. On-street Parking 

On-street parking is critical to any business community 

because “shoppers shop where they can park” (Brodeur 

2003). On-street 

parking can add 

additional spaces to 

a business, even if 

it already has a 

parking lot. If the 

additional parking is 

not needed then the 

parking can be 

converted into additional retail space or out door 

seating. This type of parking promotes visibility. The 

drivers notice the parked cars and more importantly the 

businesses. On-street parking also provides added safety 

for the patrons as it buffers the sidewalk from the 

roadway [Figure 1.32]. 

 

 

Figure 1.32: On-Street Parking

Source: www.pedbikeimages.org, 
2005 
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4. Landscaping 

Landscaping is critical to an aesthetically pleasing 

streetscape. Well placed street trees are good for 

business because they 

provide shade and greenery. 

However it is important to 

place landscaped features 

so that they do not block 

business signs or 

entrances. Potted plants 

are a good solution because 

they allow for an increased pedestrian space but can be 

moved and or planted to accommodate signage [Figure 

1.33].  

5. The “Right” Kind of Traffic 

The “right” kind of traffic for a business area is 

traffic that stops and shops. The speed of traffic should 

be fast enough so as not to frustrate the flow of cars 

but slow enough to leave drivers time to read the 

business signs (Brodeur, 2003). The roadway width is also 

important. Business on both sides of the street should be 

Figure 1.33: Landscaping

Source: 
www.pedbikeimages.org,2005 
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visible and accessible to drivers on either side of the 

road [Figure 

1.34]. Hence most 

commercial areas 

have two or three 

lane roads with 

business frontage 

or signage close 

to the curb. 

 

6. Public Art 

Public art can be a sculpture 

or piece of local history but 

it can also be a community 

attraction [Figure 1.35]. 

Creating a theme among 

businesses in terms of 

signage, facades, street 

names etc. can create a 

unique character to the 

street. Incorporate local art into the sidewalk space and 

the roadway helps to draw in the attention of passers-by. 

Figure 1.34: “Right” Kind of Traffic

Source: www.pedbikeinages.org,2005

Figure 1.35 Public Art

Source: Kacey 
Carleton,2005 
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Way-finders and information maps can be used to help draw 

attention to the businesses in the area, providing 

pedestrians with a way of knowing what the area has to 

offer. 

The information and concepts presented in this section 

are all tried and true design guidelines. They have been 

used throughout the country to help create viable and 

safe streetscapes. The following chapter will look at 

some of these traffic calming concepts and streetscape 

amenities as they have been used in other communities. 
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CHAPTER 2 METHODOLOGY 

Methodology 

The Grande Avenue Transportation Design Study (GATDS) was 

compiled after a series of neighborhood meetings. The 

plan was broken down into three sections: general street 

knowledge, research and options, and final guidelines. 

For the general street knowledge meeting a list of 

existing conditions was assembled and presented to the 

communities for feedback. The residents were given 

comment cards in order to express their needs and desires 

for Grande. The research and options meeting included a 

presentation of case studies findings and general traffic 

calming terminology. There was also a preliminary list of 

street options presented which were discussed by the 

residents. At the end of the meeting they were given a 

worksheet in order to draw and or write in their 

preferred option for Grande Avenue. The third meeting was 

directed at the businesses in the area. It dealt with 

some of what was focused in the second meeting with 

specific detail given to the needs of business owners. 

The final presentation compiled all the previous 
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information into a series of block-by-block images of 

design options for Grande Avenue. Stressed throughout 

these presentations was that fact that the opinions and 

options given were in no way concrete. The neighborhoods 

were given ownership of the ideas and asked to use them 

only to guide further discussions. The goal was to get 

both neighborhoods talking about what they would like to 

see and offering them some options of what could be done. 

All the options presented at the meetings first went 

through two sets of discussion phases. The discussions 

were held with the community liaisons and with City 

traffic engineers. The aim was to present options that 

were approved by City officials and by the neighborhoods 

themselves. This was critical because some of the design 

options were implemented almost directly after the 

meeting had ended (see Menlo Park’s newly existing 

roadway). 

 

 

 

 



 40

Case Studies 

The seven case studies explored for this project are 

urban streets throughout the United States that have 

dealt with either traffic calming and/or streetscape 

modification. Some are neighborhood arterials, like 

Grande, where the community has come together to address 

issues of residents’ safety and neighborhood 

beautification. Others deal specifically with commercial 

street redevelopment and creating a more pedestrian 

friendly streetscape. 

Case Study: Eden Street 

The Lynhaven and Eden Neighborhood Associations of San 

Jose, California came together in 1999 to address issues 

along Eden Avenue. Eden Avenue runs through the center of 

these communities and is seen as a major arterial most 

often used by distant residents as a commuter corridor 

through the city. The neighborhoods in conjunction with 

city officials began a process of understanding the needs 

and desires of the community in regards to Eden traffic. 
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As the main focus was on traffic calming, the City 

suggested a list of alternative measures that could be 

used. The measures included traffic circles∗, chokers∗, 

bulbouts∗, chicanes∗, entry design, tree planting, along 

with crosswalk paving and lighting. In order to help fund 

the project the city initiated a Pilot Program in 2001, 

which would implement the listed alternatives on a 

temporary basis (www.edenneighborhoodassociation.org, 

2005). This study lasted 90 days and allowed both 

residents and city officials to observe whether the 

traffic calming devices would in fact help the street. 

After the trial period the parties reconvened and decided 

on the best device for Eden Avenue. In the end, the 

neighborhoods and city officials decided on a traffic-

calming plan that included new sidewalks and curb edges, 

narrowing of intersections, textured pavement, 

landscaping, and speed limit reductions. 

These five solutions were a direct result of the 

cooperation of the groups and the findings from the 
                                                 
∗ Traffic Circles: Circular devices placed in the middle of intersections to force traffic to slow. 
∗ Chokers: Constrictions of the roadway through the expansion of the curb area (see Chapter 1: traffic 
calming devices) 
∗ Bulbouts: Extensions of the curb at intersections, similar to neckdowns(see Chapter 1: traffic calming 
devices) 
∗ Chicanes: Long chokers that extend along the roadway (see Chapter 1: traffic calming devices) 
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temporarily placed traffic-calming devices. The new 

sidewalks and intersections created by bulbouts and 

neckdowns narrow the roadway widths and are seen as the 

best and least traffic flow restrictive options for 

reducing speed. They allow for travel lanes to be reduced 

thus giving cars the feeling of being closer together 

forcing them to pay more attention and slow down. The 

extended sidewalks also provide for larger pedestrian and 

landscaping space. Textured pavement and landscaping 

further provide visual signals to drivers in the 

community. They show the lines between pedestrian and 

automobile space while enhancing and showing off the 

unique character of the neighborhood street.  

Eden Avenue is an excellent for the use of temporary 

structures as a way to analyze changes with the maximum 

amount of feedback and the least amount of cost. With the 

placement of temporary traffic calming measures such as 

traffic circles, speed humps, and chicanes the feedback 

comes directly from the affected residents. In using the 

measures they have a first hand understanding of what is 

a benefit to their community and what is a drawback. The 

cost is reduced as temporary measures can be moved, 
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removed, and adjusted without much additional cost. 

Traffic measures that work can then be installed and 

those that do not can be removed. It is a solid view of 

what neighborhood communities can do when they come 

together over common issues. It has been successful 

because of the dialogue between the city and the 

residents (www.edenneighborhoodassociation.org, 2005).The 

following Figure [2.1] shows some of the design work 

proposed for Eden Street.  
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Figure 2.1 Eden Street Design Layout 

Source: www.edenneighborhoodassociation.org, 2005
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Case Study: MacArthur Boulevard Conceptual Streetscape  

The MacArthur 

Boulevard 

Conceptual 

Streetscape 

Improvement 

Plan (MBCSIP) 

was a private 

study done by 

the Van Meter 

Williams Pollack Group for the City of Oakland, 

California (MBCSIP, 2005). MacArthur Boulevard runs 

through a part of the City of Oakland that is need of 

redevelopment. The street is currently four lanes with a 

turn lane and limited, if not nonexistent, pedestrian and 

bicycle spaces. The goals of the project were to 

revitalize the economic corridor, enhance the sense of 

place along the street, and provide traffic calming and 

safety measures (MBCSIP, 2005)[Figure 2.2]. 

The process for redevelopment included three community 

meetings. At these meetings streetscape alternatives were 

Figure 2.2 MacArthur Boulevard Concept

Source:vmwp.com, 2005
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discussed 

and the 

needs of the 

surrounding 

communities 

addressed. 

The main 

concerns 

were how to 

provide new streetscape development while not hindering 

the needs and uses of the local businesses. The major 

concerns were that streetscape and landscaping should not 

hinder business access or conflict with new traffic flows 

(MBCSIP, 2005).As a result the design concepts focus on 

retaining and expanding businesses and attracting 

stronger pedestrian uses [Figure 2.3].  

The guidelines created focus specifically on how to 

enhance the visual atmosphere of MacArthur Boulevard. The 

most dramatic is the reduction of the lanes from two on 

either side of the turn lane to one. This was done to 

provide a visual shrinkage of the roadway to allow 

drivers and pedestrians to see and access business on 

Figure 2.3 MacArthur Boulevard Concept

Source: vmwp.com, 2005
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either side of the road more efficiently. The pedestrian 

changes included increased sidewalk space, bulbouts, 

lighting, street furniture and landscaping. The plan kept 

the existing parallel parking along the roadway to act as 

a buffer between people and moving cars. To provide a 

better sense of place the project included the creation 

of community gateways and the implementation of art and 

park spaces (MBCSIP, 2005). 

The project was approved by the City of Oakland and was 

begun in 2001. The majority of its funding came from 

private and public sources. The completion of this 

project has the potential to create a strong sense of 

continuity along MacArthur Boulevard. With its strong 

focus on economic reinvestment and neighborhood 

cooperation it helped to make this area of Oakland a 

strong and more vibrant part of the larger community. 

Case Study: Alpharetta Street 

The redesign of Alpharetta Street is part of the Midtown 

Roswell Redevelopment Plan (MRRD) in Roswell, Georgia. 

This project is an example of what can be done to modify 

an arterial street that runs through both commercial and 
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neighborhood areas. It provides a look at some of the 

minimal changes that can be done to promote better 

pedestrian and bicycle activity on a major road. 

The existing conditions on Alpharetta Street are similar 

to those on the northern section of Grande Avenue. It has 

between 80 and 90 feet of right-of-way and twelve foot 

travel lanes. In addition, there are no bicycle 

facilities or street trees and the sidewalk is only 5 

feet in width (MRRD, 2005). The proposed changes include 

reducing the lane widths to 11 feet, adding a bike lane, 

buffering the existing sidewalk, and promoting increased 

landscaping in private and public spaces along the road 

(MRRD, 2005). Other concepts included pedestrian refuge 

medians in the crosswalks and the consolidation of 

driveway accesses. These options promoted safer 

pedestrian travel by providing better street crossing 

capacities and limiting the number of turns made by cars. 

The project study showed that medians should be limited 

to the residential sections of the street as their use in 

commercial areas can hinder the flow of traffic to 

businesses (MRRD, 2005).  
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The Alpharetta Street project provides a simple solution 

to street design that has a minimal impact on the 

existing conditions. By using the already existing widths 

and features, adding minimal changes like textured 

pavement and landscaping, the City of Roswell has managed 

to create a new experience on the street. The use of a 

common design in textured pavement, landscaping and 

lighting provides a great example of how to have a theme 

that runs along the road showing continuity and providing 

sense of place.  

The following figures [Figure 2.4 and 2.5] show the 

possible change for a parking lot along Alpharetta 

Street. Landscaping has been added in the form of trees 

and a hedge buffer and textured pavement has been used to 

provide a widening of the sidewalk space. The driveways 

have been consolidated and crosswalk and bike lanes have 

been added. The consolidation of driveways is a common 

and very simple way to help mitigate incidents between 

pedestrians and automobiles; it limits entrances and 

exits and forces drivers to pay closer attention.  
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This next set of figures [Figure 2.6 and 2.7] show the 

possible change for a more residential portion of 

Alpharetta Street. It includes textured pavement, a 

landscape buffer, a pedestrian refuge island, and bike 

lanes. The textured pavement in this example shows not 

only its use on sidewalks but also across driveways and 

in the center turn lane. This type of treatment on 

driveways and in the road helps to inform drivers that 

they are no longer in a traveling lane and need to pay 

more attention to their surroundings. The pedestrian 

refuge island has two purposes. First it allows people to 

cross safely and gives a space in which to wait for cars 

to pass. Second, it helps make the street itself feel 

narrow and reflect the character of the surrounding area.  

Source: MRRD, 2005 Source: MRRD, 
2005 

Figure 2.4 Existing 
Alpharetta Streetscape 

Figure 2.5 Proposed 
Alpharetta Streetscape 
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Case Study: Brandon Boulevard 

The SR 60/Brandon Boulevard Appearance Study is a part of 

this case study review because of some of its recommended 

basic design alternatives. It is a project on a much 

larger scope, which includes a highway redevelopment and 

a county gateway project. However, its focus on the 

aesthetics of arterial roads makes it valuable in 

understanding some of options available to smaller 

projects.  

The goal of the project is to provide a visual 

redevelopment of Brandon Boulevard in Hillsborough, 

Florida. It is hoped that by redesigning the streetscape 

the road can become a gateway for the community and help 

Source: MRRD, 2005 Source: 
MRRD, 2005 

Figure 2.6 Existing 
Alpharetta Streetscape 

Figure 2.7 Proposed 
Alpharetta Streetscape 
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to bring new businesses and residents to the area. The 

objective is to provide continuity of design by enhancing 

the view from the street from the car, enhancing the 

parking environment, buffering differing zones (such as 

pedestrian from auto), and providing new landscaping 

(Hillsborough, 2005).  The study breaks the street into a 

series of visual sections and looks at the existing as 

well as the potential uses of each. This is done to 

better analyze the individual sections and to create 

design guidelines tailored to the specific visual needs.  

The design looks at the replacement of sidewalks, moving 

them to the far side of the right of way and adding 

landscaping to create buffers between uses [Figures 2.8 

and 2.9]. These buffers included hedges or low walls to 

separate sidewalks from parking lots. Further projects 

include median treatments such as pedestrian refuge 

islands and decreasing new building setbacks to make the 

streets feel more narrow and inviting to its users. 

This large-scale project uses the basic concepts of 

streetscape redevelopment to produce a sense of 

cohesiveness and provide an alternative to the long 
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stretches of commuter streets so often prevalent in 

Arizona and throughout the United States. Brandon Avenue 

provides an interesting look into some of the 

alternatives available. It is usefulness to this project 

as its images help to show how changes in the back-of-

curb space can enhance the aesthetics and promote 

pedestrian usage [Figures 2.10 and 2.11]. 
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Figure 2.8: Existing Brandon Boulevard 
Streetscape 

Figure 2.9: Proposed Brandon Boulevard 
Streetscape 

Source: Hillsborough, 2005

Source: Hillsborough, 2005
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Figure 2.10: Existing Brandon Boulevard 
Streetscape 

Figure 2.11: Proposed Brandon Boulevard 
Streetscape 

Source: Hillsborough, 2005

Source: Hillsborough, 2005
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Figure 2.12: 
Kessler Boulevard 
Streetscape 

Case Study: Kessler Boulevard 

The Kessler Boulevard Street Design 

Project is part of a greater 

Indianapolis Special Neighborhood 

Study done by the Metropolitan 

Planning Organization (MPO). Kessler 

Boulevard is seen by the City of 

Indianapolis as a unique cross-town 

thoroughfare which has a myriad of 

functions and uses including 

schools, residences and businesses. 

The goal of the project is to 

sustain some of the historic 

character of the street (along the 

residential section) while also 

recognizing the need to accommodate 

traffic and development along the 

commercial core (Proposed Kessler   

Boulevard System Overview (PKBSO), 

        2005).  

 

Source: PKBSO, 2005 
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Figure 2.13: 
Kessler 
Boulevard 
Streetscape 

    The improvements along Kessler   

    Boulevard are to smooth the traffic  

    flow (by reducing speed) and increase 

pedestrian and bicycle facilities while 

remaining within the existing right-of-

way [Figures 2.12 and 2.13]. The 

proposed modifications include: 

reducing travel lanes (from four to 

two), varying the uses of the center 

lane (including turn options and 

medians), increasing the number of 

traffic signals (particularly at 

schools and major crosswalks), adding 

     bike lanes, clustering turn-out lanes 

(by reducing driveway aprons), widening and repairing 

sidewalks, adding pedestrian level light fixtures, and 

landscaping (PKSBO, 2005). These projects along with 

typical traffic calming measures like chicanes, 

neckdowns, speed tables, and traffic circles will allow 

for a myriad of functions to take place along the road. 

The different measures can be used to differing degrees 

as is needed to facilitate proper design of the road way 

through its different uses and characters. 

Source: PKSBO, 2005 
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This project highlights the ability to provide traffic 

calming along an extended stretch of road. It provides 

guidelines for varying neighborhood types (commercial and 

residential) and compatible design options. The overall 

concept can be promoted in any city and allows for easy 

modification and applicability.  

Case Study of Amenities: 13th Street 

The Saint Louis Downtown Streetscape Project (SLDSP, 

provides a multitude of options for street furniture and 

design. The focus here is not on the roadway or right-of-

way but on the sidewalk and pedestrian spaces. The study 

provides a series of guidelines for enhancing the back-

of-curb streetscape. 

The streets in this project are looked at from two 

perspectives: the entry corridor and the green street 

(SLDSP, 2005). They are seen as commercial attractions 

and are designed to enhance the user spaces. The entry 

corridor is designed with the driver in mind providing 

eye catching “furniture” such as large trees, distinct 

light fixtures, and banners (SLDSP, 2005). The green 

street represents the pedestrian level and focuses on 
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landscaping, pocket parks, shading, benches, and low 

level lights geared towards walking. Form these basic 

senses of space the project comes up with a list of 22 

different streetscape elements that can enhance the 

experience for both pedestrians and drivers. It is the 

goal to make all users feel welcome and provide space 

that are easy to use and to navigate. 

The project has the added result of creating a street 

furniture checklist which can be used by any neighborhood 

looking into the modification of their streetscape. It 

allows for a simple way to view and understand what 

effects different features will have on a space. A list 

of features from 13th Street follows here [Figure 2.14]. 

Many of these can be modified and used within the Grande 

Avenue design process. [For the original list see 

Appendix D] 
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Figure 2.14: 13th Street Streetscape Features

Source: SLDSP, 2005 
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Case Study on Business Retention: 4th Avenue 

The 4th Avenue Corridor in Tucson Arizona is important 

for this design study because it provides a local example 

of what can be 

done on a multi-

use street. Much 

like Grande 

Avenue, 4th 

Avenue has both a 

residential and 

commercial component and there has been some tension as 

to how to provide uses for both. The residential 

neighborhoods feared the 

expansion of the commercial 

sector and the possible increase 

in crime coming from the 

activities located there (4th 

Avenue is home to a large number 

of bars and nightclubs).  As a 

result the business in the area 

formed the Fourth Avenue Merchants Association (FAMA) 

both to promote their businesses as well as to act to as 

Figure 2.15: 4th Avenue Streetscape

Source: Antje Kablitz, 
2005 

Figure 2.16: 4th Avenue 
Sidewalk 

Source: Antje Kablitz, 
2005 
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mediators for the area residents. As a result a 

partnership has formed and the neighborhoods and business 

come together to discuss issues and to promote vitality 

and growth. 

The specific focus for this project is on the business 

retention and expansion of the street. As Fourth Avenue 

is a 2 lane (plus a turn lane) road with parallel parking 

on either side [Figure 2.15], it fits the model for one 

of the options available to Grande. The interest is in 

how the lanes and parking facilities help and/or hinder 

the business community. It is a concern along North 

Grande Avenue that if the lanes are reduced or removed 

businesses will suffer, according to Jon Sedgwick, the 

director of FAMA, the opposite is true. He and the 

businesses believe that the street layout they have is 

optimal for both automobile and pedestrian customers 

(Sedgwick, 2005). The large sidewalk space allows for 

free movement of pedestrians [Figure 2.16] and the narrow 

lanes allow drivers to clearly see businesses on both 

side of the road. Mr. Sedgwick further stated that on 

street parking helps to promote business activity as it 

makes the street look busy, the more cars parked, the 
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more people feel something is going on in the area. In 

addition the interview included questions on dealing with 

neighborhood conflict. It was his opinion that the best 

way to deal with residents was to come at the issues head 

on. Businesses should try as much as possible to be 

proactive and to take initiates to resolve issues.  

Fourth Avenue is a great resource for the Grande Avenue 

communities. It provides a framework for cooperation and 

shows a successful model for residential/commercial 

partnerships. The streetscape of Fourth Avenue shows that 

a reduction in lanes and limiting passing traffic can 

actually enhance the local businesses.  
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CHAPTER 3: GRANDE AVENUE TRANSPORTAION DESIGN STUDY 

Project Introduction 

The Grande Avenue Transportation Design Study (GATDS) 

concerns the redevelopment and revitalization of Grande 

Avenue. The focus is on traffic calming and redesigning 

the existing roadway. The document is designed to be a 

community tool, to provide the local residents with a set 

of guidelines from which they can create the best 

streetscape to meet their needs.  

Grande Avenue is located in Tucson, Arizona, and runs 

through two of the City’s oldest neighborhoods, Barrio 

Hollywood (to the North) and Menlo Park (to the South. 

Though once it was a mid-sized residential street, today 

it a multifaceted arterial that serves over 14,000 

vehicles per day. Due to the large volume of traffic, the 

street acts as a dividing line within the surrounding 

neighborhoods as many residents do not feel safe 

crossing. Grande Avenue also acts as divider between 

communities as it has a different character in its north 

and south sides. 
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The northern portion of Barrio Hollywood is zoned 

primarily for commercial use and there are a myriad of 

businesses and restaurants along the roadway as well as 

some single family homes. Grande Avenue bisects Barrio 

Hollywood and is at this point a five lane road. Grande 

Avenue drops to only three lanes and has a purely 

residential feel with businesses only along the northern 

and southern edges through the Menlo Park neighborhood. 

Grande Avenue runs through the center of the neighborhood 

and is lined with single family houses, apartment 

complexes, a park and a school. 

The communities have a myriad of goals and needs 

regarding the development of Grande Avenue. One of the 

catalysts for change came after a sewer break in 

September of 2002 (Vandeveire,2005). This closed down the 

road way for over six weeks and led to a substantial 

amount of property damage and economic losses for Barrio 

Hollywood. As a result, the neighborhood came together to 

address the long standing issue of what to do with Grande 

Avenue. How to make it safer for residents, more viable 

for local businesses, and a roadway that acts as a focal 

point of the community rather than a divider. Barrio 
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Hollywood would like to see Grande Avenue as a meeting 

point, a place that is vibrant and pleasant for residents 

and visitors alike.  

The Menlo Park neighborhood has long been concerned with 

the traffic along Grande Avenue. They see the road as a 

hazard to their residents and view the high volume of 

traffic as inconstant with the character of the 

neighborhood. Their goal is to have the road be a 

seamless part of the community, to have the traffic on 

the road consistent with residential uses. Though they 

understand that the road is at this point an arterial and 

a major thoroughfare for the City, they would like to 

alter the roadway as much as possible to hinder drivers 

from speeding through their community. In essence, both 

halves of Grande want to retain their existing character 

and to develop in a way that is constant with their 

individual goals. The question becomes how to create a 

street that embodies all of these needs while still 

retaining its own character and style. 

This study (GATDS) attempted to come to some form of 

common ground, for the communities, by focusing on the 
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similarities of the neighborhood goals. One of the main 

objectives was to bring the neighborhoods together to 

discuss their ideas and to renew dialogue between 

members. The guidelines and alternatives provided in this 

document were created in large part from the suggestions 

and ideas of the community members. This will, hopefully, 

help to keep the residents involved, giving them 

ownership over the ideas, and helping them to see their 

common objective to create a streetscape that can be the 

pride of their community and the City as a whole.  

The goal of this Grande Avenue Transportation Design 

Study (GATDS) is to provide the neighborhoods along 

Grande with an understanding of their streets needs and 

issues and of some of the options available to them when 

looking toward redevelopment. The following document is 

part of a continual work in progress. It is a small part 

of an ongoing process to redevelop and redesign Grande 

Avenue.  

Neighborhood Goals: Barrio Hollywood 

Barrio Hollywood neighborhood began its street 

revitalization project with Cambio Grande. This project 
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came about through a group of neighborhood members who 

teamed up with local planners to hold a series of 

workshops on Grande Avenue improvements. The workshops 

were highly successful and brought many ideas to the far-

front, including the desire to enhance the appearance of 

the street and make it a safer and more enjoyable place 

for residents to use. As a result of the workshop a list 

of streetscape design priorities was created by the 

community and the acting planners (Rebecca Roupp, 2005). 

These were used as the basis for the work done in this 

study. Their choices in terms of traffic calming and 

streetscape amenities were used to come up with the 

options studied and explored in this document. The 

summary of these workshops can be found in Appendix B. 

Through this project the neighborhood applied for and 

received a Transportation Enhancement Grant of $500,000. 

This money is to be spent to enhance the back-of-curb 

area of the northern section of Grande Avenue. 

The neighborhood then came to the Drachman Institute for 

further guidance. The focus of this study is to look at 

alternatives for the roadway itself. Many community 
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members would like to see the back-of-curb area widened 

and to make crosswalks safer for both residents and 

visitors. The community is also looking to applying for 

additional grants which would be used to alter the 

street’s actual character. The hope is that this study 

will provide a platform from which to work to get more 

funding [Appendix A]. 

Neighborhood Goals: Menlo Park 

The Menlo Park Neighborhood has been working on the 

revitalization of their neighborhood streets for many 

years. After successfully appealing to the City to re-

stripe Congress Avenue for parking and bike lanes, the 

community has begun looking in earnest at Grande Avenue. 

They are working in conjunction with the traffic 

engineering firm, Entrenco, to look at the options 

available on the southern portion of Grande Avenue and 

the effects of the Rio Nuevo projects. The portion of 

Grande Avenue analyzed in this study is in the northern 

section of the neighborhood. Menlo Park has received some 

funding as part of a Pima County Bond initiative for the 

revitalization of neighborhoods [Appendix C].  The 
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community has already set aside part of this money to put 

in three new crosswalks along Grande Avenue: one at Emery 

Street and Grande Avenue, one at Fresno Street and Grande 

Avenue, and one at Alameda Street and Grande Avenue.  

This study will look at further possibilities for making 

Grande a safer street for local Menlo Park residents. The 

community is especially interested in providing safe 

crossings and crosswalks as well as additional parking 

for community members. 

Location 

Grande Avenue is located in the western portion of Tucson 

Arizona. It lies just off of Interstate Highway 10(I-10) 

and is a major connector from the south and north on the 

west side of the city. It is bounded to the north by the 

east/west arterial of Speedway Boulevard and to the South 

by Stars Pass Road (at Mission Lane the road name changes 

from Grande to Mission) [Figure 3.1]. It is bisected by 

two other major arterials: St. Mary’s Road and Congress 

Street. Grande Avenue itself is highly complex in 

character and varies in its scope and usage. It bisects 

the neighborhoods of Barrio Hollywood and Menlo Park and 
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is also the western 

boundary of the Rio Nuevo 

Project. As Grande Avenue 

extends north the street 

changes character from 

residential to commercial. 

 

 

 

 

Classification: Arterial 

Grande Avenue has been classified as an arterial route as 

part of the City of Tucson Major Streets and Routes Plan 

(MS&RP). The goal of this plan is to identify the major 

routes within the City of Tucson in order to recognize 

the existing traffic flow and to anticipate where growth 

and change may be feasible. Grande Avenue was given the 

classification of arterial because of its placement on 

the city grid as a north/south connector.  
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Figure 3.1 Location

Source: Created by Antje 
Kablitz, 2005 
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The standards for arterial roads is that they should be 

able to carry high traffic volumes (over 12,000 vehicles 

per day), provide connectivity to other arterials, and be 

able to accommodate high density land uses (MS&RP, p1-2). 

Grande Avenue fits some of these qualifications as it 

does carry a volume of traffic (over 14,000 cars per 

day∗). However, it is not of the same character as other 

arterials such as Speedway Boulevard or Campbell Avenue. 

It does not have high-density land uses but instead 

consists of small-scale restaurants and shops and a large 

residential portion.  

The classification of arterial was made, due in large 

part to Grande Avenue’s location; it does not take into 

account the street’s character. The MS&RP is due to be 

updated in the next two years at which time the 

classification of Grande will be reviewed. 

Speed Limits 

Grande Avenue’s speed limit is 30 miles per hour. This is 

consistent with its classification as an arterial. The 

                                                 
∗ This data is according to a traffic study done by the Menlo Park neighborhood and is only the count for 
Grande Avenue from Congress Street to St Mary’s Road. Data for the northern portion is unavailable. 
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speed limit from Mission Lane south is 35 miles per hour. 

The change in the speed reflects the changing character 

of the road. At this time there are no homes south of 

Mission Lane and the road has an almost rural character 

allowing for the faster speed. The major roads of 

Speedway, St Mary’s and Congress also have speed limits 

of 35 miles an hour. 

Cross Section: Barrio Hollywood  

Barrio Hollywood’s portion of Grande Avenue runs from 

Speedway Boulevard to St Mary’s Road. It is a both a 

commercial and residential road with a myriad of mixed 

uses. There are restaurants, shops, churches, and schools 

mixed in with single-family homes. The roadway is wide 

and accommodates a large volume of traffic. The sidewalks 

are small and the area between the roadway and property 

lines (back-of-curb) is minimal. All utility poles are 

above ground and take up much of the back-of –curb area. 

In general the street does not reflect the character of 

this predominantly residential neighborhood. 

The Barrio Hollywood section of Grande Avenue is a five-

lane road. It has an existing right-of–way of 80 feet, 
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which reaches from property line to property line. The 

roadway is 60 feet wide and is made up of five lanes: 

four travel lanes at 12 feet each and one turn lane (also 

12 feet)[Figure 3.2]. The area back-of-curb (between the 

roadway and the property line) is 10 feet and includes a 

4-foot sidewalk, bus stops, mailboxes and some trees and 

vegetation. 

 

Cross Section: Menlo Park 

Menlo Park’s portion of Grande Avenue (for this study) 

runs from St Mary’s Road to Congress Street. It is an 

utterly residential neighborhood. There is a park, a 

school, and a few public facilities along the road but 

4’  4’ 12’  12’ 12’ 12’ 12’ 

60’10’ 

80’

10’ 

Figure 3.2 Barrio Hollywood Cross Section

Source: Created by Antje Kablitz, 2005
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the majority is single and multi-family homes. The road 

is crossed daily by students attending the various 

schools in the area and by residents going to the park 

and to the grocery store on St Mary’s. The feel of the 

neighborhood is of a very small and intimate scale, yet 

Grande is a treated like a large thoroughfare by passing 

motorists.  

The Menlo Park section of Grande Avenue is a three-lane 

road. It has an existing right-of–way of 80 feet, which 

reaches from property line to property line. The roadway 

is 50 feet wide and is made up of three lanes: two travel 

lanes at 19 feet each and one turn lane (also 12 

feet)[Figure 3.3]. The area back-of-curb (between the 

roadway and the property line) is 15 feet and includes a 

4-foot sidewalk, bus stops, mailboxes and some trees and 

vegetation. 
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Cross Section: Menlo Park Transition Zone 

There is a special focus on the transition zone of Grande 

Avenue in Menlo Park. This area, unlike the rest of the 

neighborhood has a higher density of uses. It is here 

that the multi-family apartment complexes are located and 

it is also the link to area businesses. It is here that 

the road widens and meets the same width and lane 

requirements as are seen in Barrio Hollywood. The 

residents of Menlo Park would like to see this area 

integrated into the over all feel and style of the Menlo 

Park. That is to say they would like it to attain a more 

neighborhood street feel.  

4’  4’

50’ 15’ 15’ 

80’

12’ 19’19’

Figure 3.3 Menlo Park Cross Section

Source: Created by Antje Kablitz, 2005
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The Menlo Park Transition Zone runs from St Mary’s Road 

to Emery. In this section, the right-of-way remains 80 

feet but the roadway and back-of-curb mirrors that in 

Barrio Hollywood. The roadway is 60 feet wide and is made 

up of five lanes: three travel lanes at 12 feet each and 

one turn lane (also 12 feet)[Figure 3.4]. The area back-

of-curb (between the roadway and the property line) is 10 

feet and includes a 4 foot sidewalk, bus stops, and some 

trees and vegetation.  

The reason for this roadway configuration is because of 

the intersection of St Mary’s and Congress. The 

intersection is heavily used and thus needs four lanes in 

order to effectively deal with the traffic flow.  

The transition between the three-lane road and the five-

lane road happens at the intersection of Emery and 

Congress. At this point on the west side (at the park), 

the back-of-curb space is increased from 10 feet to 15 

feet. On the east side, the back-of-curb is reduced just 

before Emery from 15 feet to 10 feet.  
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Site Analysis 

A site analysis provides the background data on a site. 

The data is used by planners to understand the existing 

conditions of a project. It provides the backbone from 

which to begin looking at changes in a community. This 

site analysis includes Grande Avenues zoning and land 

use, an understanding of the auto and pedestrian domain, 

traffic volumes, and public amenities. 

  Zoning 

Zoning in Arizona and the City of Tucson follows the 

hierarchical model. This means that as one moves from 

more restricted to less restricted zones one can do more 

4’ 4’12’ 12’ 12’ 12’ 12’

60’10’ 

80’

10’ 

Figure 3.4 Menlo Park Transition Cross Section 

Source: Created by Antje Kablitz, 2005
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with the land. For example R-1 is one of most restrictive 

of residential zones available in the City; it is limited 

to single-family housing and residentially compatible 

uses such as parks and schools. When you look to R-2 

residential zoning the uses of the R-1 zone are allowed 

as well as some mid-density developments such as duplexes 

and small apartment complexes. At the level of 

commercially zoned land the site can be used for 

commercial development as well as any of the more 

restrictive activities such as residential or open space.  

The Table 3.1 shows how this hierarchy works. It explains 

why the following zoning image say one thing about the 

character of Grande but the land use map shows something 

different and more complex. 
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Single Family  
Home*

Multi-Family 
Home*

Apartment 
Complex*

Small-scale 
Commercial*

Mid-scale 
Commercial*

Large-scale 
Commercial*

Small-scale 
Office*

Mid-scale 
Office*

Large-scale 
Office*

0-30-2O-1C-3C-2C-1R-3R-2R-1

Single Family  
Home*

Multi-Family 
Home*

Apartment 
Complex*

Small-scale 
Commercial*

Mid-scale 
Commercial*

Large-scale 
Commercial*

Small-scale 
Office*

Mid-scale 
Office*

Large-scale 
Office*

0-30-2O-1C-3C-2C-1R-3R-2R-1

 

 

The following is a zoning map for Grande Avenue [Figure 

3.5]. It shows that the northern section has been 

designated for commercial uses and the southern section 

is overwhelmingly residential. Each zone is explained and 

examples are given as to what is an acceptable use in the 

area. 

Table 3.1 Zoning

Source: City of Tucson Land Use Code, 2005
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R-2 Residential
Purpose: This zone is dedicated to 
medium density single and multi-family 
homes. It includes allowances for 
schools, parks, and public services 
that are compatible with the urban 
residential environment. 

R-3 Residential
Purpose: This zone includes all of the 
purposes listed in the R-2 zoning 
while also providing for higher 
density multi-family housing and uses.

C-1 Commercial
Purpose: This zone allows for low-impact 
commercial developments which are 
compatible with surrounding residential 
zoning. Example uses include daycares, 
food services, and administrative 
offices. 

C-2 Commercial
Purpose: This zone is seen as the 
general commercial zone. Example 
uses include office spaces, 
automotive sales or services, 
grounds maintenance facilities, 
daycares, entertainment or medical 
services. 

O-3 Office
Purpose: This zone is 
predominantly used for mid-rise 
office developments. The uses must 
be compatible with residential 
zones. 

PAD-4
Purpose: A PAD zone is a Planned Area 
Development. These are significant 
developments within the city which have 
applied for special zoning privileges 
through the Mayor and Council. The goal 
is to allow for new growth that may not 
exist within the bounds of the area’s 
existing zoning. Typically it is used 
for the large development of a mixed use 
property. This PAD is part of Rio Nuevo. 

Speedway 

St Mary’s 

Congress

Figure 3.5    Zoning Map

Source: City of Tucson Land Use Code, 2005
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 Land Use 

Land use is separate from zoning. It is an inventory of 

what is existing in a given area rather than simply what 

is allowed. As a result there are many more colors and 

types presented in the following map [Figure 3.6], which 

indicate all the different uses along Grande Avenue. 

There are residential single-family homes, restaurants, 

retail shops, and public facilities side by side.  

Residential land uses include everything from single 

family homes to large apartment complexes. In the map 

[Figure3.6] residential is broken down into single family 

homes and multi-family homes. This is a dominant use in 

both Barrio Hollywood and Menlo Park. There is a very 

strong residential theme along Grande as many homes face 

the street and have their driveways and their mailboxes 

within the right-of-way.  

In this section the generic zone of commercial is broken 

down into specific uses. The businesses, in red, 

represent retail and service industries. They include 

tile stores, hair dressers, liquor stores, auto repair 

shops and financial services among others.  Commercial 
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zoning is further divided into restaurant and food 

services industries. This a dominant land use in Barrio 

Hollywood which has eight different restaurants or food 

service stores within a half a mile. Restaurants are any 

place where people sit to eat while food services include 

markets where people can shop for goods. 

Public facilities and schools are often a part of 

residential zones. They provide activities and services 

to the surrounding homes. There are two schools directly 

connected to Grande: the Nosotros Academy within Menlo 

Park and the Arizona School for the Deaf and Blind, just 

North of Barrio Hollywood. Both of these schools play 

significant roles in this project. Barrio Hollywood 

recognizes that the School for the Deaf and Blind often 

uses Grande as a test area for its students and would 

therefore like to include some pedestrian amenities that 

will help educate and make the road safer for the 

children. The Nosotros Academy is in the transition zone 

of Menlo Park and the students there are in need of a 

safer, closer crosswalk, a priority for the neighborhood, 

as well.  
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The public services in these neighborhoods include the 

Ward 1 office and the American Legion. Both of these 

centers provide a hub for activities within the community 

and act as meeting points. 

The three churches located on Grande Avenue are within 

Barrio Hollywood. The largest, St Margraret’s Catholic 

Church is a major landmark for the community. It is also 

home of many major neighborhood events and is seen by 

many as the core of the neighborhood.  

The Menlo Park neighborhood park is a popular destination 

for residents on the west side. It spans a total of 11.49 

acres (Tucson Parks & Recreation). Amenities of the park 

include a soccer field, a basketball court, a play 

ground, picnic sites, a softball field, and a public 

swimming pool.  

All of these different uses are what make the street and 

community vibrant. The mixture of uses provides character 

and opportunities for the residents. They want Grande 

Avenue to reflect this and to become a pleasant street to 

walk from one activity to the next. 
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Figure 3.6  Land Use Map

Source: Created by Antje Kablitz, Windshield 
Survey, 2005 
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  Auto Domain 

Auto Domain is as the name suggests the domain of the 

automobile. This data is useful because it gives an 

insight into what the driver of a car sees and where they 

go. It particularly striking when looked at in contrast 

to the pedestrian domain. The auto domain map (Figure 

3.10 on page 

88) shows, in 

gray, all the 

spaces where 

cars can 

travel. It is 

important to 

note that automobiles can also cross over active aprons 

[Figure 3.7] into driveways and parking lots. An active 

apron is a driveway or any access point that a car can 

drive through. Inactive driveways are curbs that are cut 

for auto access but are no longer being used by cars.  

 

 

Figure 3.7 Active Apron

Source: Antje Kablitz, 2005
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Figure 3.9 Pedestrian Refuge Island

Source: www.ci.alexandria.va.us, 2005

  Pedestrian Domain 

Pedestrian Domain indicates the spaces along Grande 

Avenue that are designated for pedestrian use. It is 

basically limited to 

the sidewalk area and 

the crosswalks as is 

shown in Figure 3.11 on 

page 89. The active 

aprons have been 

highlighted in red 

to indicate the 

area which 

requires caution 

as cars may cross 

the pedestrian 

path. The High Intensity Activated CrossWalKs (HAWK) 

[Figure 3.8] that are being placed into the Barrio 

Hollywood and Menlo Park Neighborhoods have been funded 

through previous projects and are due to be placed in the 

near future. The proposed crosswalk at Emery and Grande 

will consist of stamped asphalt and will have a 

pedestrian refuge island [Figure 3.9]. 

Figure 3.8 HAWK 

Source: Antje Kablitz, 2005
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Active Apron

Auto Domain

Inactive Apron

Speedway 

St Mary’s 

Figure 3.10  Auto Domain

Source: Created by Antje Kablitz, 2005

Congress 
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Active Driveway Aprons

Pedestrian Space: 
Existing Sidewalks 
and Crosswalks

Inactive Driveway 

Proposed Crosswalks

Future site of HAWK 

Speedway 

St Mary’s 

Congress  

Figure 3.11  Pedestrian Domain

Source: Created by Antje Kablitz, 2005
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Traffic Volume 

Approach volumes indicate the number of cars that pass 

through an intersection within a 24 hour period. The 

information is a good way to get a preliminary 

understanding of how many cars travel on Grande in a day. 

It is important to note that this information does not 

include data on turns. So there is no account for how 

many people turned on and off Grande Avenue in or between 

the intersections. The map [Figure 3.12] indicates three 

nodes or intersections where traffic volume data has been 

collected. 

Node 1 on Grande and Speedway has a North bound traffic 

flow of 6158. This indicates that this number of cars 

came to the Speedway intersection from Grande in one day. 

There is no South bound data as the only entrance and 

exit is the school. 

Node 2 at Grande and St Mary’s has both north and south 

bound flow. The numbers of cars coming north are 

traveling from Menlo Park, Congress Street, and beyond. 

Those traveling south are from Barrio Hollywood and 

Speedway or have turned onto the road from St Mary’s.  
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Node 3 at Grande Avenue and Congress Street has both 

north and south bound flow. The highest number of cars is 

coming north bound. This data is compatible with 

information from the neighbors, who feel there is a 

significant level of commuter traffic coming from the 

south. 
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1 

2 

3 

1 SPEEDWAY & GRANDE 
North Bound 6158 
East Bound 16000 
South Bound 0 
West Bound 12839 
TOTAL  34997 

2 ST. MARY’S & GRANDE  
North Bound 8585 
East Bound 12431 
South Bound 6525 
West Bound 15494 
TOTAL 43035 

3 CONGRESS & GRANDE 
North Bound 11746 
East Bound 9006 
South Bound 7378 
West Bound 8984 
TOTAL 37114 

Figure 3.12 Traffic Volume

Source: City of Tucson Transportation Department 1/28/04 

Speedway 

St Mary’s 

Congress 
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Bicycle and Pedestrian Traffic Incidents 

One of the major reasons for this study and all 

development on Grande Avenue are to improve the 

pedestrian and bicycle safety on the street. This is a 

particular concern for Menlo Park as the road is 

primarily residential and has a myriad of child centered 

activities, such as schools and parks. All of the 

incidents over the last 5 years have happened in this 

neighborhood [Figure 3.13]. The pedestrian fatality at 

Grande and Alameda near the Ward 1 office has become the 

rallying cry for pedestrian changes on Grande. The 

community has come together to fight for the safety of 

all their residents. The traffic plan for Menlo Park and 

a large portion of the money the neighborhood received is 

going into the improved safety of Grande including new 

crosswalks and neckdowns at the major intersections.  
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1 Grande and St. Mary’s 

• 2 Bicycle Incidents 
2 Grande and Franklin 

• 1 Pedestrian Incident 
3 Grande and Alameda 

• 1 Pedestrian Fatality 
4 Grande and Congress 

• 2 Pedestrian Incidents 
 
(January 2000-December 2004) 

1 

2 

3 

4 

Figure 3.13  Bicycle and Pedestrian Traffic Incidents 

Source: City of Tucson Crime Statistics, 2005
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St Mary’s 

Congress 
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  Existing Amenities 

The existing amenities along Grande Avenue are for the 

most part under public domain. They include bus and bike 

routes and lighting. These amenities of the streetscape 

are used by both residents and visitors and are part of 

the existing character of the neighborhoods. 

Bus Routes 

There are four bus routes that run along Grande Avenue. 

They connect the residents to the downtown and the north, 

south and west sides of Tucson. There are bus stops at 

about every quarter mile. The buses offer an alternative 

mode of transportation for the residents and provide a 

way for visitors to come to the neighborhoods. The more 

user-friendly and aesthetically pleasing Grande Avenue 

becomes, the more people will stop there.   

Bike Route 

The bike route along Grande Avenue is limited to south of 

St Mary’s and is part of the greater bike plan for the 

City of Tucson. It is an unmarked bike lane but the wide 

roadway along the southern portion of Grande easily 
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accommodates bicyclists. There is a possible plan to 

expand the bike route north. This is dependent upon 

whether or not Barrio Hollywood sees bike lanes as a 

necessity or if it is a part of their over all funding. 

In many cases the city requires that new streetscape 

designs include bike facilities (Vince Catalano, 4/6/05).  

Lighting and Utilities 

Lighting along Grande Avenue is 

all in the form of over head 

lights which face the roadway. The 

lights on the eastern side of 

Grande Avenue in Barrio Hollywood 

are owned by Tucson Electric Power 

(TEP) [Figure 3.14] and connecting 

to utility poles. The rest of the 

street lights on Grande Avenue 

are free standing and owned by 

the City of Tucson. All lights are maintained by the 

City. 

Barrio Hollywood would like to explore grounding their 

utility poles. This could be done in conjunction with any 

Figure 3.14 TEP Light

Source: Antje Kablitz, 
2005 
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project on Grande Avenue including redesigning the 

roadway or the back-of–curb sections. The removal of 

overhead lighting could lead to the implementation of 

more pedestrian oriented lights such as lit bollards 

[Figure 3.15]. 

Menlo Park has a significant amount of lights around the 

park and in general on the 

west side of the street. The 

community would like to 

incorporate more lighting on 

the eastside. There is also 

the opportunity with new back-

of-curb development to explore 

more pedestrian oriented 

lighting (such as lit 

bollards).  

 

Issues to be Addressed 

The critical issues presented here are as a result of 

discussions with the neighborhoods. Their main impetus 

Figure 3.15 Lit Bollards

Source: 
www.findus.co.nz, 2005
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for improving the Grande Avenue streetscape is to promote 

the health and wellbeing of their residents. Therefore, 

the focus is on pedestrian amenities and over all street 

safety. 

The critical issue for Barrio Hollywood is the pedestrian 

domain. The neighborhood is interested in rehabilitating 

the back-of-curb area. In particular, they would like to 

expand the sidewalks and ground the utilities. 

Both neighborhoods are concerned for their residents’ 

safety. Menlo Park would like to focus on safe crossings 

for pedestrians through added crosswalks. In addition 

they would like to see speeds reduced along the roadway 

by decreasing the lane widths. Barrio Hollywood would 

also like to see speed and possibly lane reductions on 

Grande Ave but only if it does not increase traffic on 

neighborhood streets. Therefore they are also interested 

in measures to mitigate the use of neighborhood streets 

by commuters. 
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CHAPTER 4 POLICIES: GRANDE AVENUE 

A series of policy guidelines are presented here, 

followed by examples of alternative roadway cross 

sections for the Barrio Hollywood and Menlo Park 

neighborhoods. The policy recommendations reflect the 

needs expressed by the community and are a collection of 

their responses to the series of public presentations. 

The design recommendations were also made after a series 

of discussions with the neighborhoods. They are based on 

individual residents’ feedback, as well as discussions 

with local traffic engineers. Presented are three 

alternatives for Barrio Hollywood and two options for 

Menlo Park. 

There are a few key terms to review prior to the policy 

recommendations.  

Right-of-way: The right-of-way is the entire section of 

the road and the curb that are under the control of the 

City. It reaches from property line to property line 

across the width of the roadway.  
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Roadway: The roadway is that portion of the right-of-way 

that is paved for traffic. It includes all travel lanes, 

turn lanes, and parking spaces. 

Back-of-curb: This term encompasses the area from the 

edge of the roadway to the edge of the property line. 

This area includes all utility poles, mail boxes and 

sidewalks.  

Neckdowns: Neckdowns are a type of traffic calming 

device. They are extensions of the curb at intersections.  
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Policy Recommendations 

1) Changing the Classification of the Roadway 

Grande Avenue is currently listed in the City of 

Tucson Major Streets and Routes Plan (MS&RP) as an 

arterial [MS&RP, 2005]. This classification, though 

accurate on a numbers basis (more than 12,000 cars 

pass through the road on any given day), does not 

reflect the character of the roadway. The land uses 

along Grande Avenue are more conducive to being that 

of a collector street. 

A collector street indicates that the road acts as a 

funnel for neighborhoods. The roadway takes traffic 

from neighborhood streets and directs it to major 

arterials. The land uses along this type of roadway 

are predominantly light commercial and residential, 

similar to the character of Grande Avenue (MS&RP, 

2005). Therefore, it is recommended that Grande 

Avenue be reclassified as a collector street. 

This reclassification may be part of the overall 

restructuring of the Major Streets and Routes Plan 
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(MS&RP) to be undertaken by the City. The proposed 

change would include reduce the existing right-of-

way as it stands in the MS&RP. This reclassification 

would not necessarily need to go before a Planning 

Commission public hearing (MS&RP, Policy 3, 2005). 

However, it is important in this situation, for the 

communities and the City to discuss the proposed 

change. There is some hesitation concerning roadway 

reclassification in the local business community. 

Therefore, it is critical that these individuals be 

in agreement about any right-of-way changes.  

2) Provide Amenities for Americans with Disabilities 

Act(ADA) 

One of the goals of Barrio Hollywood is to compose 

Grande Avenue into a prototype street for people 

with disabilities. As the street is bounded to the 

north by the Arizona School for the Deaf and Blind 

(ASDB) the community would like to promote 

accessibility along Grande Avenue. This includes 

using the road as a testing ground for new and 

innovative accessible streetscape features.  
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The ASDB is very excited about this concept as the 

street is often used as a training area for new 

students. Specifically, they are keen on having the 

ramps at the intersections be at a 90° angle with 

crosswalks. This design helps to guide the visually-

impaired students into the crosswalk rather than 

into the road. In addition, the ASDB would like to 

have a lip or change in texture along the sidewalk 

in order to indicate to the visually-impaired 

changes in the streetscape. These design options 

help the ASDB students to know where they are and 

where they are going. The Barrio Hollywood community 

is researching funding sources which could be used 

to install other accessibility features such as 

tactile and tonal crosswalk signals and accessible 

way finding and business signs.  

3) Placing Utility Lines Underground 

The Barrio Hollywood neighborhood would like the 

utility lines along Grande Avenue to be placed below 

ground. This work could be done in conjunction with 

any back-of-curb or roadway alteration work. The 
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actual laying of the wires is provided free of 

charge by Tucson Electric Power (TEP) but the 

digging of trenches would have to be added to the 

cost of any redevelopment (TEP, 4/22/05). The 

reasons for having these power lines below ground 

are to ensure the health and safety of the 

residents, as well as to increase the overall 

appearance of the road. Additionally, removing the 

power lines would increase visibility along the 

roadway and provide more space for pedestrians (by 

freeing up some of the back-of-curb area). 

4) Improve Crosswalks 

Improving crosswalks is a major goal of the Menlo 

Park neighborhood. In particular, the neighborhood 

would like to increase crosswalks in the section of 

Grande Avenue from Emery Street to St Mary’s Road. 

There are three apartment complexes, a grocery 

store/strip mall, and a school within this section 

and people are crossing the road at all times of 

day. Although there is an intersection to the north 

and a crosswalk to the south of this area, the Menlo 
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Park community feels strongly that a new crosswalk 

is needed. The crosswalk would meet the minimum 

standards for crosswalk placement (600ft from an 

intersection [Vince Catalano, 4/6/1005), and would 

help to increase the safety and well-being of 

community residents along the roadway. 

5) Improve Back-of-Curb/ Pedestrian Space 

Improving the pedestrian space is a critical aim of 

this project. The communities would like to Grande 

Avenue to be a walkable user-friendly destination 

for community residents and visitors. The surveys 

taken as a part of this project [Appendix B] and 

work done by Barrio Hollywood’s Cambio Grande 

project indicate these concepts as being critical to 

the community: 

a) Providing Shade 

b) Increasing seating and sidewalk amenities 

c) Increasing Landscaping 

d) Improving bus stops 

e) Providing Public art 
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f) Providing larger sidewalks with textured 

pavement 

g) Increasing pedestrian level lighting 

Providing Shade 

Shade can be provided through both natural and man-

made streetscape features. Traditionally natural 

features such as trees have been used to provide 

shading along a roadway. The communities can look 

into some of the free tree planting services 

provided by the City. These trees are often small, 

however, and it will be years before they provide 

adequate shade. The other option is to look into 

man-made shade structures. This option is often more 

expensive, as the product comes from the private 

sector but it would most likely be able to with-

stand the harsh Arizona heat. One option for man-

made shade structures is to look into using Grande 

Avenue as a prototype area. Businesses that create 

these structures may be interested in using the 

street as a testing ground to see how their product 

works and withstands the pressures of daily use.  
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Increasing Seating and Sidewalk Amenities 

Seating and sidewalk amenities are the backbone of 

any good streetscape. These products are a part of 

the initial funding received by the Barrio Hollywood 

neighborhood in their Transportation Enhancement 

Grant (TEA-1) and will be implemented with any 

upcoming changes along the northern portion of 

Grande Avenue. The neckdowns and added back-of-curb 

space presented in the following design guidelines 

are optimal areas for the placement of sidewalk 

amenities.  

Increasing Landscaping 

Increasing the landscaping along Grande Avenue will 

add both aesthetic and functional value to the 

streetscape. The functional value comes from the 

fact that landscaping often provides shade and often 

acts as a sound buffer/screen between the sidewalk 

and roadway. It is important to try and implement 

local native plant types when landscaping Grande 

Avenue. This will help to bring a regional context, 

to highlight the indigenous landscape, and it is 
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more cost effective as native plants require less 

water. 

Improving Bus Stops 

Bus stop improvements include adding benches and 

shade, where feasible, and providing for a more 

pleasant space to wait for the bus. This could 

include bus stop signs that indicate what busses run 

in the area, a timetable and a route map. It would 

be useful to make bus stop areas accessible to 

people with disabilities by providing tactile 

signage. These would be part of any overall back-of-

curb redevelopment process. 

Providing Public Art 

Public art is a key to defining the areas sense of 

place. Art, such as the murals in Barrio Hollywood, 

add to the history and identity of the community. 

Further public art projects could enhance the 

streetscape such as bike racks, street signage, and 

lighting fixtures. These could be designed 
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specifically for the street and the community by 

using local artisans such as tile makers.  

Providing Larger Sidewalks 

Sidewalk widths are dependent on the amount of back-

of-curb space. If this back-of-curb area is extended 

then larger sidewalks can be placed (see design 

options below). In addition taking out the planted 

strips along the sidewalk and paving the whole area 

can enhance the feel of the size of the sidewalk. It 

is important in this type of design to remember to 

include tree wells and potted plants to enhance the 

aesthetics and provide shade. This type of 

mitigation would also be helped by textured 

pavement. 

Increasing Pedestrian Lighting 

Increasing pedestrian lighting can be done in 

conjunction with other back-of-curb work. When 

replacing overhead street lights there should also 

be an attempt to add lighting at the ground level. 

This can be done by putting in separate pedestrian 



 110

level lights, such as lit bollards, or by attaching 

lower sidewalk faced lighting to the overhead light 

poles. 

6) Neighborhood Street Mitigation 

It is critical to look at the impacts of 

neighborhood areas when planning for the 

redevelopment of a street. One concern presented 

during the final public meeting was neighborhood 

street mitigation. This is the process of ensuring 

that traffic which is diverted off of Grande Avenue 

does not end up on the neighboring side streets.  

One way to mitigate this issue is to improve the 

neighborhood streets and add traffic calming devices 

to hinder through traffic. Physical devices such as 

traffic circles and speed bumps force drivers to 

slow down and are often seen as inconvenient for 

those drivers just passing through (Traffic Calming 

Toolbox, La Mesa CA, 2005). There are also visual 

forms of mitigation such as signage. One innovative 

concept is to post abnormal speed signs (such as 22 

miles per hour) these jar the driver forcing them to 
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notice their own speed (Brodeur, 2003). Other sign 

possibilities include: neighborhood entrance signs 

and yield to children signs (Traffic Calming 

Toolbox, 2005).  

7) Reduce Roadway Widths 

Reducing roadway widths can help to mitigate traffic 

issues along Grande Avenue. This mitigation can be 

done by either taking part of the roadway itself and 

giving it over to new functions or removing portions 

all together. Taking the roadway and striping some 

of it for parking and/or a bicycle lane would offer 

the communities a new use of the road. These areas 

would provide a buffer between the road and the 

pedestrians, making the sidewalk a safer, more 

pleasant area. Removing part of the roadway would 

mean extending the back-of-curb area. In this 

scenario, the sidewalk area would be increased and 

the road decreased, making the street physically 

smaller. Both of these options would help to reduce 

traffic speeds as lane widths would be reduced. The 



 112

following policy design options will review this 

concept in more depth. 

Policy Design Recommendations 

Barrio Hollywood Alternative 1 

Alternative 1 for Barrio Hollywood is the most drastic, 

in terms of roadway development. The travel lanes are 

reduced from 4 travel lanes to 2 (the center turn lane 

remains) and parking or pedestrian spaces are added at 

the edges of the roadway [Figure 4.1]. The reduction of 

the travel lanes will physically make the roadway feel 

smaller. Included in this option are neckdowns (see 

chapter 1 for an example) to be placed at the 

intersections which will match the width of the 

parking/pedestrian spaces. This will insure that 

pedestrians can safely cross the street and will act as 

physical barriers to keep cars from driving in the 

parking lanes. There are 3 configurations of this option, 

each of which is laid out below.  
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Barrio Hollywood Alternative 1, Option A 

Option A provides the greatest amount of parking for 

Barrio Hollywood. In this scenario the pedestrian space 

(back-of-curb) remains the same along the roadway at 10 

feet. The travel lanes are reduced from 4 lanes to 2 and 

parking is added on both sides [Figure 4.2]. There is the 

option to have angled parking on one side, this allows 

for a large number of cars parked at between a 20 and 30 

degree angle. The 17 foot angled parking area would also 

be used to create bus pull outs at designated stops. The 

other side of the roadway is offset with parallel 

parking. The parking has the added feature of providing a 

10’ 
(Back
-of-
curb) 

10’ 
(Back
-of-
curb) 

9’ (Parking 
or 
pedestrian 
space) 

17’ 
(Parking 
or 
pedestrian 
space) 

12’ 
(Travel 
Lane) 

10’ 
(Turn 
Lane) 

12’ 
(Turn 
Lane) 

Figure 4.1: Barrio Hollywood Alternative 1 

Source: Created by Antje Kablitz, 2005
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buffer between the pedestrian and the road. At 

intersections neckdowns could be placed to shorten the 

crossing distance. These neckdowns would be the same 

width as the parking lanes. In the example below this 

would mean a 17 foot neckdown on the left side and a 9 

foot neckdown on the right. 

 

 

 

 

80’ (Right-of-way) 
60’ (Roadway) 

12’ 10’ 12’
10’ 
(Back-
of-
curb) 

9’ 
(Parking) 

17’ (Parking)
10’ 
(Back
-of-
curb) 

Figure 4.2: Barrio Hollywood, Alternative 1, Option A

Source: Created by Antje Kablitz, 2005
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Barrio Hollywood Alternative 1, Option B 

In this scenario, the roadway is reduced to accommodate 

both parking and an extended pedestrian space. Figure 4.3 

shows parallel parking on the right with a 17 foot 

extension of the curb on the left. The extension of the 

curb allows for the placement of a larger sidewalk and 

the inclusion of a myriad of amenities, including 

seating. Figure 4.4 keeps the angled parking on the left 

and turns the right side into a pedestrian space. These 

options show how flexible the roadway changes can be. 

Parking and pedestrian spaces can be alternated 

throughout the project so as to suit the needs of the 

specific street blocks. Parking can be placed in front of 

businesses and extended curbs/pedestrian spaces in front 

of homes or restaurants that would like more seating 

areas.  
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80’ (Right-of-way) 

43’ (Roadway) 

12’ 10’ 12’
27’ (Back-of-curb) 10’ 

(Back-of-
curb) 

9’ 
(Parking) 

17’ 10’ 

80’ (Right-of-way) 
51’ (Roadway) 

12’ 10’ 12’
19’ (Back-of-curb) 

17’ (Parking) 
10’ 
(Back
-of-
curb) 

9’ 10’

Figure 4.3: Barrio Hollywood Alternative 1, Option B

Source: Created by Antje Kablitz, 2005

Figure 4.4: Barrio Hollywood Alternative 1, Option B

Source: Created by Antje Kablitz, 2005
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Barrio Hollywood Alternative 1, Option C 

Option C focuses entirely on the back-of-curb/pedestrian 

space. The parking is removed from both sides of the 

roadway and replaced with extended curbs [Figure 4.5]. 

This option would fit well on a section of the roadway 

that does not require additional parking but would rather 

focus on increased pedestrian space. This option would 

make the road feel the smallest and would afford a myriad 

of choices for pedestrian and business store fronts. 

 

 

9’ 10

80’ (Right-of-way) 

36’ (Roadway) 

12 10 12
19’ (Back-of-curb) 27’ (Back-of-curb) 

Figure 4.5: Barrio Hollywood Alternative 1, Option C

Source: Created by Antje Kablitz, 2005
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Barrio Hollywood Alternative 2 

Alternative 2 leaves the roadway pretty much untouched 

[Figure 4.6]. It has 4 lanes and a turn lane that have 

been reconfigured to allow for a bike lane to run down 

both sides (Option A, Figure 4.7). In option B [Figure 

4.8] the bike lane is removed and the back-of-curb area 

is increased and the roadway width is decreased (from 60 

to 52 feet). This alternative has a minimum impact on 

traffic flow and volume and does little to provide added 

safety for pedestrians. Four foot neckdowns can be placed 

at the intersections to shorten crossing distances within 

option A. Option B would have this standard as the entire 

curb would be pushed out. 

 

10’ 
Back-

of-
curb 

10’ 
Back-

of-
curb 

Figure 4.6: Barrio Hollywood Alternative 2 

Source: Created by Antje Kablitz, 2005
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80’ (Right-of-way) 

52’ (Roadway) 
11’ 11’ 10’ 14’ (Back-

of-curb) 
14’ (Back-
of-curb) 

10’ 10’

Figure 4.7: Barrio Hollywood Alternative 2, Option A

80’ (Right-of-way) 

60’ (Roadway) 
11’ 11’ 10’ 10’ (Back-of-

curb) 
10’ 
(Back-of-
curb) 

10’4’ 4’ 10’

Source: Created by Antje Kablitz, 2005

Figure 4.8: Barrio Hollywood Alternative 2, Option B

Source: Created by Antje Kablitz, 2005
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Barrio Hollywood Alternative 3 

Alternative 3 is similar to alternative 1 as it involves 

placing parking on the roadway. The travel lanes are 

reduced from 4 lanes to 2 and space is designated on 

either side of the roadway for parallel parking or 

pedestrian spaces. This alternative allows for both 

increasing the back-of-curb area and providing increased 

parking options [Figure 4.9]. As parallel parking does 

not need as much roadway width as angled parking, the 

difference can be added to the curb area (option A, 

Figure 4.10), thus the dimensions of the road are 

narrowed slightly (from 60 feet to 52 feet), providing 

greater pedestrian space and a smaller feel to the 

roadway itself. The roadway can narrow further at 

intersections by placing 9 foot neckdowns at crosswalks. 

If parking is not needed on sections of the roadway then 

Option B [Figure 4.11] can be used. In this option the 

back-of-curb area is extended into the roadway to take up 

the space that would have been parking. 
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10’ 
Turn 
Lane

12’ 
Travel 
Lane 

12’ 
Travel 
Lane 

9’ Parking 
or 
pedestrian 
spaces 

9’ Parking 
or 
pedestrian 
spaces 

14’ 
Back-
of-
curb 

14’ 
Back-
of-
curb 

9’ 
(Parking) 

12’10’12’

Figure 4.9: Barrio Hollywood Alternative 3 

Source: Created by Antje Kablitz, 2005

Figure 4.10: Barrio Hollywood Alternative 3, Option A

80’ (Right-of-way) 
52’ (Roadway) 

14’ (Back-of-
curb) 

14’ 
(Back-of-
curb) 

9’ 
(Parking

Source: Created by Antje Kablitz, 2005
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80’ (Right-of-way) 

32’ (Roadway) 
12’ 12’ 23’ (Back-of-curb) 10’ 23’ (Back-of-curb) 

Figure 4.11: Barrio Hollywood Alternative 3, Option B

Source: Created by Antje Kablitz, 2005
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Menlo Park Newly Existing Roadway 

As of March 2005, the Menlo Park stretch of Grande has 

been re-striped. The new configuration of the road did 

not alter the existing roadway width; it simply placed 

striping to show where parallel parking is available 

[Figure 4.12 and 4.13]. In addition, temporary neckdowns, 

in the form of steel bollards, are to been placed at the 

intersections. These bollards show where future permanent 

curb extensions will be located. The neckdowns will 

provide for a shorter crossing distance for pedestrians, 

as they will shorten the roadway widths at the 

crosswalks. 

 

 

15’ 
Back-
of-
curb 

15’ 
Back-
of-
curb 

Figure 4.12: Menlo Park Newly Existing Roadway 

Source: Created by Antje Kablitz, 2005
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Menlo Park Options 

Parking is a critical issue for some residents along 

Grande Avenue, for others added pedestrian space is their 

top concern. The following options expand on the 

configuration of the newly existing roadway. Option A 

[Figure 4.14] shows a cross section of Grande Avenue, in 

Menlo Park, where instead of added parking, the curb has 

been extended. This curb extension would make the back-

of-curb/pedestrian space 24 feet wide leaving a large 

80’ (Right-of way) 

50’ (Roadway) 

15’ (Back-of-
curb) 

15’ (Back-of-
curb) 

9’ 
(Parking) 

10’ 12’ 9’ 
(Parking) 

10’ 

Figure 4.13: Menlo Park Newly Existing Cross Section

Source: Created by Antje Kablitz, 2005
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amount of room for additional amenities. This is also how 

the cross section would look at the intersections in the 

newly existing roadway. The crosswalk distance is now 32 

feet rather than 50. 

Option B [Figure 4.15] also allows for parking on one 

side of the roadway and extended curbs on the other, 

which may be useful to certain residents. As with any of 

these options, they can be mixed and matched to fit the 

needs of individual blocks. 

 

 

 

 

80’ (Right-of way) 

32’ (Roadway) 
24’ (Back-of-curb)24’ (Back-of-

curb) 
10’ 12’ 10’

Figure 4.14 Menlo Park Option A

Source: Created by Antje Kablitz, 2005
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80’ (Right-of way) 

41’ (Roadway) 
24’ (Back-of-curb) 

15’ 
(Back-
of-
curb) 

10’ 12’ 10’9’ (Parking) 

Figure 4.15 Menlo Park Option B

Source: Created by Antje Kablitz, 2005
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CHAPTER 5 LESSONS LEARNED 

This Grande Avenue Transportation Design Study (GATDS) 

was highly depended on community interaction. It compiles 

community issues from a series of public meetings, which 

focused on the redevelopment of Grande Avenue. As a 

result of the community and planner interactions, 

specific lessons have been learned regarding how to 

manage neighborhoods and community groups. These lessons 

include: setting boundaries and limits, conflict 

mitigation, and working with City officials. They are 

presented in detail below. 

Setting Boundaries and Limits  

Boundaries and limits are an important component of any 

effective plan. It is critical to have a clear idea of 

the scope and nature of a project prior to beginning 

work. This is helpful not only in accomplishing goals but 

also to set limits for the neighborhoods.  

When working with communities, it is critical to set 

boundaries. As a planner presents new options and ideas, 

communities begin to see new concepts available to them 
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and may try to steer the process to reach these new 

goals. This involvement can be useful if the new line of 

thinking helps to expand or complements the work being 

done, but it can be detrimental when working within a 

time limit. Therefore, it is critical to have a detailed 

outline and timeline which all members agree to and that 

can be reviewed as needed. This way the planner can try 

to insure that a project will be done well and on time. 

Additional suggestions or community needs can then be 

attached to the final recommendations for exploration is 

in future plans and projects. 

Conflict Mitigation  

The two communities of Menlo Park and Barrio Hollywood 

have a history of differences in opinion. These 

differences were apparent throughout the workings of the 

GATDS. As a result when the communities met to discuss 

the project, they were often suspicious of what the 

others have to say. 

It was therefore critical to keep the focus on the 

communities’ common issues. An effective way to ensure 

that all sides were heard was to incorporate the use of 
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individual worksheets [Appendix C]. Through these 

worksheets, each community member could individually 

evaluate their needs and desires. Going through the 

information after the meeting was ended, allowed the 

planner to find and analyze the common needs without 

bias. Another way of ensuring that the communities’ 

individual issues were addressed was by designing on a 

block-by-block basis. It allowed for presentations and 

guidelines that could be geared toward each neighborhood 

individually.  

Working Closely with City Officials  

When working on a project in conjunction with a 

neighborhood, it is easy to get caught up in their needs 

and desires. Though a plan should reflect the 

communities’ goals, the plan should also be feasible. It 

is useful to stay in contact with City officials, in 

order to ensure that what is presented is also possible. 

This is critical because the community sees the planner 

as a professional whose work is accurate and feasible. If 

the neighborhoods find resonance in a particular idea 

presented they may push the City officials to have it 
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implemented. Major problems will arise, if the planner 

has not discussed the plans with the City officials. By 

first showing the design plans to City officials, the 

planner can insure that what the community sees is what 

they can also, possibly, achieve.  
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The following 
analysis is based on 
the information 
gathered over the 
last four months. It 
looks at different 
configuration of 
Grande Avenue as it 
runs through Barrio 
Hollywood. There are 
five different cross 
sections represented 
through the six main 
block sections. In 
addition there is 
information on the 
intersections and 
ADA accessible 
ramps.

It is important to 
note that  the 
roadway width 
changes to 
accommodate parking 
but the travel and 
turn lane dimensions 
(the active roadway 
where cars drive) 
remains the same at 
32 feet. In some 
areas where parallel 
parking is provided 
on both sides of the 
roadway the actual 
space between the 
old curb and the 
edge of the parking 
is 13 feet. Leaving 
a 9 foot parking bay 
allowing for an 
extension of the 
curb by 4 feet. In 
areas where  there 
is no parallel 
parking on either 
side, and only curb 
extensions (added 
pedestrian space) 
the dimensions in 
full represent 13 
feet. Where parallel 
and angled parking 
or pedestrian spaces 
are together the 
configuration 
remains at 9 feet 
(in orange) and 17 
feet (in green). 

W Speedway Boulevard

St Mary’s Road

W Delaware St

W Ontario St

W Huron St

W St Clair St

W Niagara  St

W Eire  St

W Sonora  St

W Colorado



80’ (Right-of-way)

36’ (Roadway)

12’ 10’ 12’

19’ (Back-of-curb)27’ (Back-of-curb)

17’10’ 9’ 10’

Speedway

Delaware

Mariscos

Active Driveway

Inactive Driveway

Bus Stop

Crosswalks

Proposed ChangesProposed Changes

Existing ConditionsExisting Conditions

9 foot Parking or 
Pedestrian Space

17 foot Parking or 
Pedestrian Space

Seating areas
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In this cross section 
the roadway has been 
reduced to 32 feet. On 
the left side the curb 
has been extended 17 
feet and on the right  9 
feet.  This allows for a 
wide sidewalk in front 
of the restaurant and 
the potential for trees 
and possibly seating 
around the tree well in 
front of the offices. 
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W Ontario St

Delaware St

El Rio Bakery

Unique 
Trends

Tanner 
Tiles

Grande 
Tortilla 
Factory

Lulu’s

80’ (Right-of-way)

12’ 23’ (Back-of-curb)10’23’ (Back-of-curb)

32’ (Roadway)
12’

Active Driveway

Inactive Driveway

Bus Stop

Crosswalks

Proposed ChangesProposed Changes

Existing ConditionsExisting Conditions

13 foot Parking or 
Pedestrian Space

17 foot Parking or 
Pedestrian Space

Seating areas
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In this cross section the roadway has 
been reduced to 32 feet as the curb 
has been extended on either side by 
13 feet . The apron in front of the El 
Rio Bakery has been closed and 
additional parking has been angled 
placed in the roadway. This has two 
purposes, it makes the sidewalk in 
that are safer and it provides more 
space for out door seating for the 
bakery.
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Seating areas
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The stretch of roadway in 
front of St Margaret’s 
could provide a large 
amount of additional 
parking. The cross section 
shows angled parking in 
front of the church. Note 
that at the crosswalks the 
width of the roadway is 34 
feet as neckdowns have 
been placed at the 
intersections.
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The cross section shown 
here provides for parallel 
parking on both sides of 
the roadway. This parking 
would serve the 
surrounding businesses 
as well as the church.



W Niagara St
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The bus stop at the 
corner of  Sonora 
and Grande has 
moved North to 
accommodate on 
street parking.
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W Sonora St
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Source:www.walkinginfo.org

A key element of the planned 
development along Grande is 
to insure accessibility for the 
deaf and blind. As a result the 
Barrio Hollywood 
neighborhood is keen on 
having ADA compliant ramps 
that are at a 90 degree angle 
to the road. These ramps 
should be placed at all 
intersections as they help to 
ensure the safer street 
crossings for the visually and 
hearing impaired.



W St. Mary’s Road

W Fresno St

W Emery St

Tamarak
Apartments

Menlo Park 
Apartments

Rio Nuevo 
Apartments

Nosotros
Academy

Menlo 
Neighborhood 
Park

Ace

The following 
analysis is based on 
the information 
gathered over the 
last four months. It 
looks at different 
configuration of 
Grande Avenue as it 
runs through Menlo 
Park. This section 
is focused 
specifically on 
Menlo Parks 
transition zone 
between St Mary’s 
Road and Fresno 
street. There are 
two cross sections 
represented: one at 
the Menlo Park 
apartments and 
Nosotros Academy, 
the other between 
Emery and Fresno. 
The dark gray 
extensions at the 
intersections are 
neckdowns which have 
already been 
temporarily placed 
onto Grande Avenue. 
These will soon be 
made permanent curb 
extensions.

One of the major 
changes proposed 
here is to shorten  
the section of the 
roadway that has 
four lanes. 
Originally four 
lanes ran from Emery 
to St Mary’s. In 
this layout the 
change to two lanes 
would begin sooner, 
at roughly the 
entrance to the 
Menlo Park 
Apartment.

From there curb 
extensions would be 
placed strategically 
throughout this 
section to reduce 
the roadway width, 
slow traffic, and 
act as a physical 
indicator of the 
change in character 
along the corridor.
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Bus Stop

New Crosswalks
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Existing ConditionsExisting Conditions
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In this section the 
pedestrian space 
would be increased 
along the roadway. 
There is also an 
added crosswalk 
linking Nosotros
Academy and Menlo 
Park Apartments. 
This is a very 
popular pedestrian 
crossing point and 
is in desperate need 
of a safe crosswalk.

The physical 
extension of the 
curb on either side 
of Grande would 
reduce the roadway 
width to 34 feet. It 
would act like a 
chocker, forcing 
traffic to merge. 
The extensions would 
also help to define 
the bus pullout 
areas which could be 
marked in order to 
ensure that cars do 
not use the roadway 
to pass. 
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80’ (Right-of-way)

12’ 23’ (Back-of-curb)10’23’ (Back-of-curb) 12’

34’ (Roadway)

CHAPTER 6 SUPPLIMENTAL: DESIGNS FOR GRANDE AVENUE

139



W Emery St

W Fresno St

Active Driveway

Inactive Driveway

Bus Stop

New Crosswalks

Proposed ChangesProposed Changes

Existing ConditionsExisting Conditions

9 foot Parking or 
Pedestrian Space

9 foot Neckdowns

Menlo  
Neighborhood 
Park

In front of the 
Menlo Neighborhood 
Park the community 
would like to see a 
large increase in 
parking. For this 
reason a parallel 
parking bay has been 
cut into the 
existing back-of-
curb area. The 
roadway would also 
need to be shifted 
slightly to west so 
as not to take away 
the entire back-of-
curb. This design 
would reduce the 
back-of-curb from 15 
feet to 9 feet. 
However, this will 
not be significant 
as the sidewalk 
abuts the park 
itself and thus part 
of the park area can 
be used as 
pedestrian space. On 
the east side of the 
street, the houses 
face north and south 
and no parking 
access is needed 
from Grande. As a 
result 5 feet have 
been added to  the 
back-of-curb 
allowing for a 
smaller feel to the 
roadway and extra 
pedestrian space. 

51’ (Roadway)

12’ 10’ 12’
20’ (Back-of-curb)

17’ (Parking)
9’ 
(Back-
of-
curb)

5’ 15’

80’ (Right-of-way)
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APPENDIX A Drachman Institute Request  
 
Request for Planning and Design Assistance Revision Draft 
issued 10.20.04 
 
Applicant Organization:   Barrio Hollywood Neighborhood 
Association 
    Menlo Park Neighborhood Association 
 
Contact Person: Kacey Carleton/ Mac Hudson 
 
Address:   701 N. Seminole Ave., Tucson, AZ 85745 
 
Telephone:  520.795.2705 (Kacey) 
    520.628.4927 (Mac) 
Email:   kcarleton@burnswald.com or    
    mmhudson@email.arizona.edu 
  
 
Project Description 
The Barrio Hollywood Neighborhood Association (BHNA) and 
Menlo Park Neighborhood Association requests planning and 
design assistance from the Drachman Institute for a traffic 
and pedestrian study of Grande Avenue. 
 
For Barrio Hollywood, the study would represent a 
continuation and expansion of work associated with the 
current “Cambio Grande Street Revitalization Project.” A 
neighborhood generated and directed project, the goals of 
Cambio Grande are to revitalize the half mile of Grande 
Avenue which runs through the heart of Barrio Hollywood 
from Speedway Blvd. to St. Mary’s Road. Grande Avenue has 
long been a center of pedestrian and neighborhood activity 
revolving around family-owned restaurants, businesses and 
three churches. A primary focus of the project is to create 
a safer, richer and more vibrant pedestrian corridor which 
will be mutually beneficial to all interests along this 
important piece of Barrio Hollywood.  
 
Menlo Park Neighborhood Association ion is very united on 
the need for traffic mitigation. The neighborhood has been 
very active in the last several years working on this issue 
and has compiled a comprehensive list of mitigations. A 
significant amount of the neighborhoods resources and 
energy have been devoted to traffic concerns and solutions. 
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Grande Avenue physically divides this neighborhood and the 
formidable safety problems associated with increased 
traffic on this overburdened avenue, contribute greatly to 
this division. The increased danger experienced by the 
neighborhood  has been made that much more evident by a 
recent tragic pedestrian fatality. 
 
The nature of Grande Avenue differs between these 
neighborhoods, however, the  problems associated with 
increased traffic, absence of planning by City of Tucson 
transportation and overall deterioration of this important 
neighborhood street, is shared by both communities. A 
comprehensive look at Grande Avenue from its beginning at 
Speedway Blvd. continuing through to Congress Street would 
be extremely useful for both neighborhoods. We do not know 
ourselves which solutions may calm traffic, might beautify 
our street and promote the community health and which may 
support the robust businesses but hope to find that they 
are not mutually exclusive.  
 
Background 
In Barrio Hollywood, the visioning process for a 
beautification project goes back several years, however, 
the neighborhood began to work more actively on the 
initiative after the sewer main break in 2002.  Much of 
Barrio Hollywood was severely affected by the disaster, and 
the neighborhood association and family-owned businesses on 
Grande Avenue came together to plan a response to help the 
neighborhood recover.  Out of this came a neighborhood 
street fair, called Fiesta Grande, which was enormously 
successful and helped to generate new enthusiasm and 
commitment to the vision of a revitalized Grande Avenue.  
 
A highly participatory planning and design process has 
produced goals and a conceptual plan for Grande Avenue.  An 
application for a Transportation Enhancement grant is 
currently in the submission process. This grant would fund 
landscaping, installation of street furniture and tactical 
maps for the Arizona Deaf and Blind students, widening of 
existing sidewalks, and public art along Grande Avenue. 
 
In addition, BHNA has also begun exploring the prospect of 
having the electric utilities along Grande Avenue 
underground.  Initial conversations with Tucson Electric 
Power (TEP) and various city officials have been positive, 
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however, a transportation study identifying future goals 
would be extremely beneficial in obtaining cooperation and 
approval from TEP.   
 
MPNA, with the help of the Sonoran Institute and city 
transportation officials, has invested many hours planning 
traffic mitigation measures and have completed a 
comprehensive to do and wish list of mitigations—some which 
have been completed and many more which are still in the 
planning, design and funding stages. Menlo Park has spent 
its entire Pima County Reinvestment grant of $150,000 on 
traffic mitigation and over half of that amount on Grande 
Avenue between St. Mary’s and Congress alone. On Grande 
south of Congress, MPNA is administering a $25,000 Back to 
Basics grant from the City of Tucson through Ward 1.  
 
BHNA and MPNA are interested in augmenting the work now in 
progress, with an exploration of more extensive measures to 
effectively calm traffic, promote the pedestrian and 
neighborhood character of the street and maintain and 
improve the health of the neighborhood businesses.  We 
would like to explore what has worked in other communities. 
The goal of having Grande Avenue develop into a desirable 
destination “place” ideally will benefit future pedestrian 
uses and business interests alike.   
 
Specific Assistance Requested 
The Barrio Hollywood Neighborhood Association in 
coordination with Menlo Park Neighborhood Association, 
requests services from the Drachman Institute to conduct a 
transportation/pedestrian study of the portion of Grande 
Avenue which runs between Speedway Blvd. and Congress 
Street. The study would provide recommendations for traffic 
calming measures which could be employed along Grande 
Avenue.  
An understanding of the current transportation plans for 
the remaining portion of Grande, south of Congress Street, 
would be useful and ideally summarized in the final report. 
The eventual undergrounding of utilities along Grande 
Avenue is a goal of the neighborhoods. 
 
The neighborhood associations do not have sufficient 
financial resources to hire the services of private 
transportation planners and landscape architects to do this 
work.  
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The skills needed for this project include transportation 
design and planning, and landscape architecture.  
 
Expected Products 
The expected products of the Drachman Institute’s donated 
services would be: 
A transportation/pedestrian study indicating the 
possibilities and potential constraints of transportation 
improvements along Grande Avenue.  
Examples of what measures have proven beneficial to small 
businesses and neighborhoods in similar locations. 
Recommendations on the possibility of undergrounding the 
utilities on the east side of Grande Avenue.  



 150

APPENDIX B Summary of Cambio Grande  

[Information from Rebecca Roupp Interview, 2005 and Kacey 
Carlton, 2005] 
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APPENDIX C Summary of Menlo Park Funding  
[Information from Mac Hudson, 2004/2005] 
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APPENDIX D NEIGHBORHOOD SURVEY 
 

Grande Avenue Survey (1st Public Meeting) 
 
 

Grande Avenue Transportation Study: 
Comment Card

• Which Neighborhood to you live in?
Barrio Hollywood
Menlo Park
Other

• Do you Live on Grande? yes / no
• What would you like to see on Grande?

On street parking
Landscaping
Parks/ seating areas
More bus shelters
Bike Lanes
Other…

Lighting
Wider Sidewalks
Increased Parking
Benches
More Crosswalks
Traffic Calming

• Other Comments and Suggestions

Speedway

St. Mary’s

Congress

G
R

A
N

D
E

G
R

A
N

D
E
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APPENDIX E Neighborhood Worksheets 
 
Grande Avenue Transportation Design Study Worksheets 

Antje Kablitz       520.623.1223        
antjek@email.arizona.edu

Grande Avenue Transportation 
Design Study: Worksheets

Please fill out at your leisure and 
return to Drachman Institute by mail 
(819 E First St. Tucson AZ 85721) or 
to the Ward 1 Office on Grande by 

next Friday (February 18th).
THANK YOU FOR YOUR INPUT  
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Curb

Bike Lane
Travel Lane

Turn Lane

Parking Lane
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Barrio Hollywood: Alternative 2: Five Lanes with Bike Lane
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Barrio Hollywood: Alternative 3: Three Lanes w/ Bike Lane & Parking

 



 166

Menlo Park: Option 1: Three Lanes w/ Bike Lane & Parking
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Menlo Park: Option 2: Three Lanes with Bike Lane
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Your Vision: I left the Curb but you can add your own vision. 

Is this section in Barrio Hollywood or Menlo Park ?
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APPENDIX F TRFFIC CALMING HANDOUTS 
 
2ND Public Meeting 

 
Traffic Calming Descriptions  
Source: Information and images from www.trafficcalming.org, 2005. 
 

Chokers... (pinch points, midblock narrowings, midblock yieldpoints, constrictions)  
  
 

 
Chokers are curb extensions at midblock locations that narrow a street by widing the widewalk or planting strip. If marked as 
crosswalks, they are also known as safe crosses. Two-lane chokers leave the street cross section with two lanes that are 
narrower than the normal cross section. One-lane chokers narrow the width to allow travel in only one direction at a time, 
operating similarly to one-lane bridges. They are good for areas with substantial speed problems and no on-street parking 
shortage.  

Advantages:  

• Chokers are easily negotiable by large vehicles (such as fire trucks)  

• If designed well, they can have positive aesthetic value  

• They reduce both speeds and volumes  

Disadvantages:  

• Their effect on vehicle speeds is limited by the absence of any vertical or horizontal deflection  

• They may require bicyclists to briefly merge with vehicular traffic  

• They may require the elimination of some on-street parking  

Effectiveness: 

• Average of 4% decrease in the 85th percentile travel speeds, or from an average of 34.9 to 32.3 miles per hour 
(combined average for various narrowing measures, taken from a sample of 7 sites)  

Similar Measures:  

• If a roadway is narrowed at an intersection, you have a Neckdown  

• If a roadway is narrowed from the centerline, rather than from the curbs (i.e. using a raised 
island), you have a Center Island Narrowing  
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Neckdowns... (nubs, bulbouts, knuckles, intersection narrowings, corner buldges, safe 
crosses)  

  
Neckdowns are curb extensions at intersections that reduce the roadway width from curb to curb. They "pedestrianize" 
intersections by shortening crossing distances for pedestrians and drawing attention to pedestrians via raised peninsulas. 
They also tighten the curb radii at the corners, reducing the speeds of turning vehicles.  

They are good for intersections with substantial pedestrian activity and areas where vertical traffic calming measures would 
be unacceptable because of noise considerations.  

Advantages:  

• Neckdowns improves pedestrian circulation and space  

• Through and left-turn movements are easily negotiable by large vehicles  

• They create protected on-street parking bays  

• They reduce speeds, especially for right-turning vehicles  

Disadvantages:  

• Effectiveness is limited by the absence of vertical or horizontal deflection  

• They may slow right-turning emergency vehicles  

• They may require the elimination of some on-street parking near the intersection  

• They may require bicyclists to briefly merge with vehicular traffic  

Effectiveness: 

• Average of 4% decrease in the 85th percentile travel speeds, or from an average of 34.9 to 32.3 miles per hour 
(combined average for various narrowing measures, taken from a sample of 7 sites)  

Similar Measures:  

• If a roadway is narrowed at a midblock location, you have a Choker  

• Can be easily combined with a Raised Intersection  
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Chicanes... (deviations, serpentines, reversing curves, twists)  

  
Chicanes are curb extensions that alternate from one side of the street to the other, forming S-shaped curves. Chicanes can 
also be created by alternating on-street parking, either diagonal or parallel, between one side of the street and the other. 
Each parking bay can be created either by restriping the roadway or by installing raised, landscaping islands at the ends of 
each parking bay.  

Good for locations where speeds are a problem but noise associated with Speed Humps and related measures would be 
unacceptable.  

Advantages:  

• Chicanes discourage high speeds by forcing horizontal deflection  

• They are easily negotiable by large vehicles (such as fire trucks) except under heavy traffic conditions  

Disadvantages:  

• They must be designed carefully to discourage drivers from deviating out of the appropriate lane  

• Curb realignment and landscaping can be costly, especially if there are drainage issues  

• They may require the elimination of some on-street parking  

Effectiveness: 

• No data has been compiled on the effects of chicanes  

Similar Measures:  

• By placing the edge islands opposite each other (without staggering them), you have a Choker   
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Textured Pavements... (cobblestone, brick pavement, stamped pavement)  
 

 
Textured and colored pavement includes the use of stamped pavement or alternate paving materials to create an uneven 
surface for vehicles to traverse. They me be used to emhasize either an entire intersection or a pedestrian crossing, and are 
sometimes used along entire street blocks.  

Textured pavements are good for "main street" areas where there is substantial pedestrian activity and noise is not a major 
concern.  

Advantages:  

• Textured Pavements can reduce vehicle speeds over an extended length  

• If designed well, they can have positive aesthetic value  

• Placed at an intersection, they can calm two streets at once  

Disadvantages:  

• They are generally expensive, varying by materials used  

• If used on a crosswalk, they can make crossings more difficult for wheelchair users and the visually impaired  

Effectiveness:  

• No data has been compiled on the effects of textured pavements  

Similar Measures:  

• Textured pavements are often combined with Speed Tables, Raised Crosswalk, and Raised Intersections  

• Textured pavements are occasionally combined with Speed Humps   
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Raised Intersections ...(raised junctions, intersection humps, plateaus)  
 

 
Raised intersections are flat raised areas covering an entire intersection, with ramps on all approaches and often with brick or 
other textured materials on the flat section. They usually raise to the level of the sidewalk, or slightly below to provide a "lip" 
that is detectable by the visually imparied. By modifying the level of the intersection, the crosswalks are more readily 
perceived by motorists to be "pedestrian territory".  

Raised intersections are good for intersections with substantial pedestrian activity, and areas where other traffic calming 
measures would be unacceptable because they take away scarce parking spaces.  

Advantages:  

• Raised Intersections improve safety for both pedestrians and vehicles  

• If desinged well, they can have positive aesthetic value  

• They can calm two streets at once  

Disadvantages:  

• They tend to be expensive, varying by materials used  

• Their impact to drainage needs to be considered  

• They are less effective in reducing speeds than Speed Humps, Speed Tables, or Raised Crosswalks  

Effectiveness:  

• Average of 1% decrease in the 85th percentile travel speeds, or from an average of 34.6 to 34.3 miles per hour; 
(from a sample of 3 sites).  

Similar Measures:  

• By raising only a single crosswalk, you have a Raised Crosswalk  

• By raising only a short section to a flat level (without a crosswalk), you have a Speed Table  

• By raising an even shorter section and constructing it without a flat top, you have a Speed Hump   
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Raised Crosswalks ...(raised crossings, sidewalk extensions)  
 

 
Raised crosswalks are Speed Tables outfitted with crosswalk markings and signage to channelize pedestrian crossings, 
providing pedestrians with a level street crossing. Also, by raising the level of the crossing, pedestrians are more visible to 
approaching motorists.  

Raised crosswalks are good for locations where pedestrian crossings occur at haphazard locations and vehicle speeds are 
excessive.  

Advantages:  

• Raised Crosswalks improve safety for both pedestrians and vehicles  

• If designed well, they can have positive aesthetic value  

• They are effective in reducing speeds, though not to the extent of Speed Humps  

Disadvantages:  

• Textured materials, if used, can be expensive  

• Their impacts on drainage needs to be considered  

• They may increase noise and air pollution  

Effectiveness:  

• For a 22-foot Speed Table (the most similar device for which data is available):  

o Average of 18% decrease in the 85th percentile travel speeds, or from an average of 36.7 to 30.1 miles per 
hour; (from a sample of 58 sites).  

o Average of 45% decrease in accidents, or from an average of 6.7 to 3.7 accidents per year (from a sample 
of 8 sites).  

Similar Measures:  

• By removing the crosswalk markings and signage, you have a Speed Table  

• By removing the crosswalk and the flat section in the middle, you have a Speed Hump  

• By raising the level of an entire intersection, you have a Raised Intersection   
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APPENDIX G DESIGN GUIDELINES 
 
St Louis Streetscape Design Guidelines 
Source: www.stlouis.missouri.org/development/downtown-now/reports/StreetPg9_19.pdf, Site accessed 2005. 
 

 



 176

 



 177

 



 178

 



 179

 



 180

 



 181

 



 182

 



 183

 



 184

 



 185

 



 186

Appendix H: Parking Space Guidelines  
Source: City of Tucson Land Use Code, 2005. 
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