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Abstract

Decades of automobile-oriented urban design have left many cities with
a hostile and unpleasant pedestrian environment. The street, the ultimate
public open space serves more of a utilitarian role for traffic engineering rath-
er than a safe and walkable space. The best and most thoughtful modern
urban design concepts incorporate the physical, social and environmental
aspectsin such a way that the perfect balance between them is often unno-
ticed by the everyday pedestrian; Yet, it is this harmony that enables people
to develop a sense of time and place, which creates lasting impressions.

One such concept to link physical, social and environmental factors
together through urban design is through the use of intfegrated promenades
and pedestrian networks. These enable even the largest urban cities to de-
fine unique neighborhoods and town centers to create a sense of time and
place within their cities.

More specifically my project willillustrate one example of how a thought-
fully, integrated promenade and pedestrian network can enhance the pe-
destrian environment, which often promotes social interaction and communi-
ty pride. This, in turn, helps to create a healthier, safer community. This project
will produce a conceptual promenade design for Broadway Plaza in Walnut
Creek, CA. The promenade design will begin at what is now Broadway Plaza
Street, connecting it to existing promenades in the shopping mall and linking
it o an additional proposed pedestrian network for the downtown core area
of Walnut Creek, CA. This proposed design ultimately creates a pedestrian-
oriented environment in what is zoned as the city’s prime pedestrian retail

district.
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INTRODUCTION
For the last twelve years

the city of Walnut Creek,
CA has experienced continuous re-
development in its downtown com-
mercial and retail district. As a mat-
ter of fact, with a current population
of about 66,000 residents and an
area of 19.45 square miles, the city
has experienced great growth and
success in its local economy since
its establishment in the late 1800s. As
an example of a vibrant downtown
areaq, the city's core has become a
regional “downtown playground”
for social, civic and commercial ac-
tivity. Because of its vibrant local
economy and its present and future
commercial prosperity, the city has
become a developer’s target loca-
tion in which to invest, proposing
new development projects in the
commercial and retail district.
Despite the positive econom-
ic forecast, however, the city has

also become victim to the rise in

automobile transportation. In addi-
tion to residential, commercial and
economic growth, heavy fraffic
congestion in the downtown core
area has substantially increased.
According to a 2007 Citizen Survey
based on 1,200 residents and con-
ducted by the National Citizen Sur-
vey (The NCS), for the city of Walnut
Creek, revealed that traffic conges-
tion and urban growth were the
two major problems people indenti-
flied as the most problematic in the
city. (See Figure 1.1) (City of Walnut
Creek Citizen Survey, 2007) The city’s

Figure 1.1 City of Walnut Creek, 2007
Citizen Survey Graphed Results.
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Plan adopted April 2006, the city has

planning department has acknowl-
edged that pedestrian safety and
recreational outdoor opportunities
are urgent and necessary to the
vitality and sociability of the city’s
center (Walnut Creek General Plan
Agenda 2006)

Preserving the historical char-
acter and ensuring the safety of the
pedestrian environment has been
one of the items on the city's agen-

da fo address. In its 2025 General
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Figure 1.2 City of Walnut Creek Current
Downtown Proposed Redevelopment

aim more focus to the existing and
future improvements and enhance-
ments of areas with high levels of
pedestrian activity. (City of Walnut
Creek 2025 General Plan) Currently,
there are five different project pro-
posals under consideration forrede-
veloping the town’s center. (See fig-
ure 1.2) The negative impact on the
pedestrian environment and to the
already congested traffic can be
mitigated if careful attention is paid
to preserving and protecting the ex-
isting pedestrian environment.

The following pages will il-
lustrate how public open-space
designs—specifically an integrated
pedestrian promenade—can  es-
tablish, enhance and promote more
social public places and achieve
pedestrian connectivity within the
city. Most importantly, by integrat-
ing the research findings outlined in
this project with the proposed prom-

enade design and modern urban-
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design principles, Broadway Plaza

in Walnut Creek will serve as the an-
chor point that will improve, sustain
and protect the proposed and ex-

isting pedestrian environment.

STATEMENT OF PURPOSE

The main objective of this
project is to design a conceptual
pedestrian promenade on what
is now Broadway Plaza Street. The
street divides Broadway Plaza Mall
on the east and west. The proposed
promenade design connects to ex-
isting promenades within the mall,
as well as links it fo existing and pro-
posed public outdoor plazas within
the city, creating a pedestrian net-
work that will foster a vibrant and liv-
able public space.
The research questions that | intend

to answer are the following:

1. What makes a place memo-
rable?

2. What are the environmental,

social and physical factors

that promote such places?

3. What are the elements that
serve as the foundation for its
appeal from a social, envi-
ronmental and physical point
of view?

4. How can landscape design
comply with contemporary
urban social demands and
still promote environmental
stewardship?

One of the mostimportant ob-
jectives in modern urban planning,
coined the New Urbanism move-
ment or Smart Growth, is enhancing
and promoting pedestrian activity
and connectivity in center towns.
This project will demonstrate how
pedestrian-oriented urban design in
the form of pedestrian promenades
will promote and foster healthier
communities and a stronger social,
environmental and cultural com-
munity identity.

As mentioned earlier, there

[+]



are currently five different redevel-

opment proposals under consider-
ation for downtown Walnut Creek.
These developments vary in the
type, size and location. The pro-
poseddevelopmentsinclude mixed-
use and commercial retail, and all
of the development is within less of
a quarter of a mile radius from the
downtown center core. The proxim-
ity of high-density residential zones
makes the downtown areas more
vulnerable to conflicts between the
pedestrian and vehicle traffic pat-
terns. The redevelopment proposals
labeled as current projects in the
planning department website (City
of Walnut Creek Planning Depart-
ment 2009, accessed April 12, 2009)
if approved the impact of this rede-
velopment will significantly alter the
vehicular and pedestrian circulation
in the downtown area. In the city’'s
existing and future pedestrian built-
environment deserves an in-depth

and thoughtful analysis. At the very

least, the redevelopment proposals
should enhance, improve and guar-
antee the sustainability of a vibrant

pedestrian-friendly community.

THE IMPORTANCE OF PEDESTRI-
AN-FRIENDLY URBAN DESIGNS

Before people relied on au-
tomobiles for their primary source of
tfransportation, neighborhoods and
downtown areas were not destino-
tion spots, but were places where
people lived, worked and social-
ized, all within walking distance. Pe-
destrians ruled the streets. Walking,
biking and public transportation
were the main modes of transporta-
tion that most pre-automobile gen-
erations relied upon. The physical,
social and environmental aspects
of the city street made walking an
enjoyable activity.

The New Urbanism movement
is actively trying to bring back the
type of street life that once created

this sense of community that en-
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abled people to develop strong so-

cial connections to each other. The
street, the ultimate social and civic
space, is regaining its significance
in modern urban design, where the
main objective is to protect, retain
and promote pedestrian-friendly
communities while enhancing pe-
destrians’ experiences.

As time changes, places and
people change, too. As exposed by
Frumkim, Frank and Jackson (2004)
now, there is growing evidence that
the way our automobile-oriented
urban design, and our built environ-
ment has negatively affected our
health, lifestyles and environment,
and generally inhibits community
social interaction (Frumkin et al.,
2004, p. 107) Five decades of vehi-
cle-dominated development has
often determined the form of street
layouts and has carved an ever-
lasting negative effect on the physi-
ological, environmental and social

components of American culture

and its landscape. Schmitz and Ja-

son (2006) comment:

“The built environment that
has emerged over the last
half-century is now designed
to supportinactive lifestyles....
Parks, squares and other
open spaces that contribute
to the public realm are often
either missing from today’s
commercial districts and resi-
dential communities or are
inappropriately located or
designed”. (Schmitz & Jason
2006 pp. 2 & 7)

Unequivocally the inception of mass
fransportation systems in the late19™

century such as street cars, stem fer-

Figure 1.3 Los Angeles CA 1909 Trolley
Red Car Transportation System

ries and the trolley systems changed

the way cities were built, changed

[e]



Chapter 1

the way people lived and affected
the American landscape. These
changes , although not subftle did
not threaten the street which, own
and remain as the ultimate civic
open space. (See figure 1.3)

The next massive public trans-
portation revolution following the
late 19" and early 20" century was
the automobile age. The automo-
bile culture developed rapidly and
by the mid-1920s automobile own-
ership was an essential component
of normal, middle-class life. (Frumkin
et al., 2004, p. 35) Automobile fever

overtook the public tfransportation

HUPMOBILE EIGHT \

Figure 1.4 A 1930s Automobile ad
showing the commodity and convinience
of the car.

system and had created far more
drastic changes than earlier modes
of tfransportation had and essential-
ly changed the American city street
forever. (See figure 1.4) The once liv-
able and pedestrian-friendly streets,
with individual identities unique to
individual neighborhoods, how be-
come utilitarian and unsafe places
that were designed strictly to serve
automobiles, which quickly moved
from one place to the next in this
new urban environment.

Over the last twenty years
the New Urbanism or Smart Growth
movement has challenged and re-
formed the conventional approach
to regional and urban planning that
has been done for decades. This
new globally adopted manifesto
champions regional and urban de-
sign that promotes the importance
of mixed land uses, pedestrian and
transportation oriented designs. Ef-
forts to repurpose under-utilized

public infrastructure in order to re-
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duce urban sprawl and create more
compacted neighborhoods helps
to facilitate and encourage pedes-
trian activity and promotes healthy
and sustainable cities. In short, this
concept aims to reinfroduce and
refurbish the old American down-
town and helps it to regain its civic
importance.

The idea that the community,
the landscape and the pedestrian
must all connect in a meaning-
ful way for a successful landscape
design is best illustrated by relating
a notable failure, the Third Street
Mall in Santa Monica, California. In
1965 the City of Santa Monica des-
ignated 3 Street, a regular street
with moderate vehicular traffic, to
be a pedestrian shopping mall. It
failed due to its disconnection with
the larger community and its lack of
pedestrian activity, asit’s clearly de-
scribed in this article by The Bay Side

District Corporation (BSDS, 1992).
“The Third Street Promenade
was a commercial district made

infto a pedestrian mall in the
1960s. Over the years it had be-
come neglected and had fallen
into disrepair. By the early 1980s,
competition emerged from a
new regional shopping center
nearby. Twenty years after it was
created, the Third Street Mall, or
“The Old Mall,” as it was known,
was unsafe, blighted, and con-
sidered an economic disas-
ter. Efforts to restore economic
health to the district and the
greater “Bayside District” com-
munity surrounding it were badly
needed"”.

Figure 1.5 Santa Monica CA. 3rd Street
Promenade after the city’s urban
revitalization Program of the late 1980s

Accessibility fo the mall, as is
common throughout many like malls
in the nation, was heavily oriented
to accommodate automobile use,
causing little pedestrian activity.
As a consequence, the mall failed

miserably until efforts began in the

[s]



Chapter 1

1980s to bring it back by making it
more accessible to bikers and pe-

destrians.

“A three-block segment of Third
Street was closed to vehicle traf-
fic fo enhance the pedestrian
experience on the Promenade.
Shop owners said that they ini-
tially felt that preventing cars
from accessing their front doors
was destroying their business. As
a result, when the project was
built, the City constructed aroad
through the Promenade, but
placed removable bollards at
the ends of each block. The bol-
lards were put in place the first
weekend to test it as a pedestri-
an mall, and the experiment was
so successful that it was eventu-
ally closed for good. Now, Third
Street competes with local shop-
ping centers by providing a fes-
five pedestrian space protected
from auto traffic in the heart of
downtown Santa Monica, which
is a frequent destination for tour-
ists visiting the Los Angeles area.
The Third Street Promenade was
developed in the late 1980's by
the City of Santa Monica to re-
vitalize the deteriorated down-
town area and create a vibrant
center for community life and
retail activity. Financed through
a citywide bond measure, the
Third Street Development Cor-
poration hired architectural firm
Roma Design Group to plan the
redesign of the 25-year-old out-
door Santa Monica Mall. The re-
named Third Street Promenade
opened on September 16, 1989.
The District has more than sur-
passed the City’'s original ob-

jectives and has become one
of the most successful award-
winning downtown revitalization
projectsin the country”. (See fig-
ure 1.5)

Bay Side District Corporation,

Third Street Promenade, Web site:

Figure 1.6 Santa Monica, CA. 3rd Street
Promenade has become a vibrant center
for community life.

http://www.walkinginfo.org/ped-

safe/casestudy.cfmeCS NUM=39

With the successes of pedes-
trian-oriented designs, many cities
in the United States are shifting their
focus to invest in pedestrian-friend-
ly environments. As Paumier notes,
(1988) *“This action emphasizes the
need to improve and provide more

aesthetic, safer, healthier, and so-
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cially significant designs that en-
able and promote active living and
establishes a distinctive sense of
place.” (Paumier, 1988, p. 3)

In the United States, cities
built after the 1930s are experienc-
ing an urban rehabilitation. Their
vehicle-oriented street layouts have
made them unsafe and ineffective
in promoting and fostering pedes-
trian activity. Responding to these
problems, modern urban design
has incorporated more pedestrian-
friendly design concepts. The most
important principle of pedestrian-
oriented design is that it promotes
and advocates for social and en-
vironmental equality. At the admin-
istrative level, regional and local
governments need to amend and
adopt new zoning codes that will
facilitate and foster the proliferation
of environmental and socially sig-
nificant designs. Architect Jan Gehl
argues, (1987) that “Decisions at the

city and site planning levels can es-

tablish the basis for the creation of
well-functioning outdoor spaces.”

(Genhl, 1987, p. 133)
The constant environmen-

tal, urban and social change that
American cities are currently fac-
ing has exposed the reality that
health and social isolation are di-
rectly correlated to our automo-
bile dependency. Since the 1930s,
traffic engineering and urban de-
sign have heavily focused on cre-
ating efficient vehicular circulation
rather than pedestrian movement.
Schmitz, and Scully (2006) have
identified the more recent shift to-
wards more pedestrian-focused ur-
ban design by stating that, “Now
the focus has shifted and the New
Urbanism movement addresses the
need for higher density as well as
the demand for a more pedestrian
focused, community-oriented life-
style.” (Schmitz et al., p. 15) This fime
the objective is fo promote walking

and public transportation ridership.
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The ultimate goal of pedestrian and
transportation-oriented designs is to
stop sprawl, decrease our ecologi-

cal footprint on the environment, re-

duce our reliance on fossil fuels and
promote more healthy and social-

oriented life styles. (See figure 1.7)

Figure 1.7 The city of Portland Oregon has led the way in promoting pedesrian and
transportation-oriented urban design in the nation.




DEFINITIONS AND TERMINOLOGY

Active Living:
A way of life that integrates physical activity into daily routines, like walking to
the store or biking to work.

New Urbanism:

An urban design movement that began in the early 1980s that promotes a
new approach to urban design. Its main goal is to design a diverse range of
housing with transit and pedestrian oriented designs.

Smart Growth:
Sharing the same principles and concepts with the New Urbanism movement,
Smart Growth proposes and promotes urban growth within the city center.

Traffic Calming methods:
Involves a set of strategies utilized to slow down and deter traffic congestion.

Pedestrian Oriented Design:
Urban design that focuses heavily on pedestrian needs rather than the auto-
mobile.

Pedestrian Friendly Cities:
These are cities where streets and urban open-spaces accommodate and
provide adequate protection and safety to the everyday walker.

Pedestrian Promenade:
Pedestrian walkway that usually is wider horizontally and motorized transporta-
tion is limited.

Pedestrian Network:
A system or group of walkable spaces that is interconnected.

“Third places”:

Places that are not home or work, rather they are urban places that through
the years develop an identity of their own. Some examples of such places can
be street corners, outdoor coffee houses, pedestrian promenades, ect.

Heath Island Effect:

Is a metropolitan area whose central area is significantly warmer than its sur-
rounding rural areas. This is caused by the abundant concrete and asphalt
pavement surfaces which radiate heat out.

]



Chapter 2




PRE-AUTOMOBILE & POST-AU-
TOMOBILE URBAN DESIGN

ﬁ mericans major trans-
portation devices be-

gan to appear in the mid to late

19t century, which included steam
locomotives, steam automobiles,
streetcars and bicycles. All of these
transportation improvements had
a strong impact on how highways,
housing developments and city
streets were designed. New street
standards were infroduced and the
layout of streets and the American
landscape change forever. By the
early decades of the 20" century,
the United States was well in its way
to become one of the most mod-
ernized countries in the world.
Pre-automobile urban design
typically planned new housing sub-
divisions close to the streetcar and
trolley systems. In the city centers
pedestrians commanded city life
and downfown businesses thrived,

primarily because the streetcars

Chapter 2

and ftrolleys supported this type of

urban activity. (See figure 2.1) The

center tfowns' vibrant commercial

activity was very much dependent

N

Figure 2.1 New York 1918, public
transportation and automobiles sharing
the street.

on pedestrian fraffic. Convenience
stores and housing were all inter-
connected into a city’s urban fab-
ric, encouraging more active life-
styles, such as walking to work. This
is best described in this excerpt from
the National Museum of American
History:

“In Washington, as in most cities

in 1900, people usually walked or

took public fransportation. Some

used bicycles. Wealthier resi-

dents owned their own carriag-
es and usually stored carriages

{14]



and stabled horses at commer-
cial liveries. Improved streets al-
lowed more fraffic, but vehicles
were still slow enough that pe-
destrians could walk in and cross
the street at any point. Over the
next 20 years this would change,
as growing numbers of autos
took over city streets. Indepen-
dent grocers established stores
near their customers’ homes.
Although there were tensions
between public market officials
and neighborhood shopkeep-
ers, the businesses complement-
ed each other. People could
shop at the corner store when
the markets were closed, and
shopkeepers often tailored their
stock to the needs, economic
level, and ethnic character of a
neighborhood.

National Museum of American His-
tory, America on the Move, A street

Car City, Web site: http://american-

history.si.edu/onthemove/exhibi-

tfion/exhibition 4 6.html

Urban design in this era was
dictated by the location and lay-
out of public transportation systems.
Streets within the center of towns
and neighborhood streets display
a vibrant and active social net-
work that supported massive public

transportation. Urban design fo-

cused entirely in developing com-
pact and transportation-oriented
designs. Most of new housing de-
velopments were influenced by
the major role that trolley systems
played in creating new urban cor-
ridors to development. Streetcars
and ftrolleys expanded their routes
to accommodate urban growth
and would forge alliances with real
state developers, promoting large
residential developments along
streetcar lines and keeping their
fares low, in cities like Oakland, Los
Angeles, and Washington. As Frum-
kin explains: (2004) “The trolley and
streetcar route lines extended their
routes to serviced farther areas of
the central downtowns the amount
of housing developments increased
giving them the name of “Railroad
suburbs”. (Frumkin et al., p. 33) What
began as a skepftical attitude to
the car by the American turn info
an unbreakable love affair that im-

pacted the American life-style sig-
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“The movement encour-

nificantly. Up until the early 1900s the
automobile dependency as a main
transportation device was not yet
heavily adopted by the American
people, Americans were initially slow
to adopt cars. Frumkim (2004) com-
ments that: “Laws restricted the use
of cars and roads were poorly sur-
faced. (Frumkim et al., 2004, p.395)
and as roads were built and the
sprawl expanded private for-profit
interests like developers began to
aim their focus to American families
to promote home ownership initiat-
ing a perpetual disconnection of the
American culture to its downtown,
and according to Southworth and
Eran-Ben(1997) the decenftralization
of the American city got a major
boost at the end of World War |. The
effort stimulated the economy and
in order to keep it aloft there was
research for new investment, which
culminated in the formation of Bet-
ter Homes In America, a network of

developers and interests groups.

aged home ownership and spread
the knowledge of financing for
homes purchases and home im-
provements. With the new construc-
tion cycle- the acquisition of land,
the opening of new routes to the
suburbs for the automobile, and the
highway development program a
new meftropolitan fringe based on

speculative development began
to take shape” (Southworth, &
Eran-Ben, 1997, p.59).

This was the early stage of
what was to become the ireme-
diable vehicle oriented hosing de-
velopment.

During the late 19" and early
20™ centuries, American culture ex-
perienced a significant revolution in
public fransportation systems that
gave the city street a new identity
and a new meaning. Traffic engi-
neering was tailored to proliferate
the success of the automobile in the
urban environment. Butitwas during

the 1930s that the urban and rural
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landscape experienced a franscen-
dentalshift as automobile ownership
dramatically increased. “The Model
T Ford was mass-produced and the
car became affordable. Numerous
interests promote the growth of au-
tomobiles. Road building became a
publicly financed enterprise instead
of, say, dependant of user fees-a
major policy decision that greatly
subsidized and encouraged driv-
ing.” (Frumkin et al., 2004, p.35),
Major American urban and
industrial towns morphed their grid-
like street pattern to parallel layouts
to accommodate the automobile

space demands. (See figure 2.1) As

Figure 2.2 New York City 1935, the car
becomes a dominant element of the
street.

argued by Southworth (1997) “de-
spite the early resistance, by the
1930s the motor vehicle was in full
control of the tfransportation scene.
From 8,000 vehicles in 1900, to 23
million vehicles in 1930, the car had
become a recognized and indis-
pensable part of modern life. It im-
mensely impacted the social, eco-
nomic, and political structure of
modern society” (Southworth et al.,
p.57).

This cultural acceptance of
the automobile brought Americans
the flexibility to live farther from city
centers; it also brought with it a
plague of social and environmental
problems that would stay in Ameri-
can society for decades.

The new automobile era de-
manded new approaches to de-
sign, bringing with it new regulo-
tions to residential and downtown
streets. Southword and Ben-Joseph
(1997) argue that as car ownership

and mobility increased, engineers
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assumed that streets must be en-
larged accordingly (Southword et
al., p. 4) It wasn't long before the

engineers’ assumptions evolved
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Fiure 23 Broadway Iaa 1954 sows
the city’s perpetual fraffic congestion issue
into widely accepted regulations.
These regulations have since been
adopted and legitimized by local
governments as the conventional
approach for cities and new de-
velopment. The change that came
as a result of the new street regulo-
tions was most noficeably seen in
big urban cities, but also affected
smaller, more rural towns like Wal-
nut Creek, which also catered to
increased vehicular movement in
its streets. Two of the most notice-

able street reconstruction projects,

in Walnut Creek, to conform to the
new traffic engineering standards
post-1930s include Ignacio Valley
Road and Mount Diablo Boulevard.
(See figure 2.1) By the 1940s Walnut
Creek’s major transportation arter-
ies showed the spatial patterns of
an automobile-oriented street de-
sign.

Undoubtedly the 1930s were
the epoch of the automobile. It
was the beginning of a major shift
in the American life style. The once
loyal riders of public transportation
systems became infatuated with
the automobile and the freedom
it brought. In their book, Frumkin,
Frank and Jackson (2004) explain
the impacts of the automobile on
the streetcar and frolley systems.
In short, “the nation’s frolley sys-
tem crumbled. The number of trol-
ley cars peaked in 1917 and rider-
ship peaked in 1923. Both declined
precipitously in the 1930s” (Frum-
kin et al., p.35). As the automobile
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became a dominant influence in
American culture, urban, express-
way and car-oriented shopping
centers surfaced. Southworth and
Ben-Joseph describe in their book,
that (1997) “in less than a century,
American conceptions of good resi-
dential street networks shifted dro-
matically from the interconnected
rectilinear grid of the turn of the
century, to the fragmented grid
and warped parallel streets of the
1930s and 1940s, to the discontinu-
ous, insular patterns of cul-de-sacs
and loops that have predominated
since World Il until the present time”
(Southworth et al., p.2). At one time,
city streets were the ultimate civic
open space and the major artery
for social and commercial devel-
opment. City street life as we knew
it ended and the automobile took
over the street, forcing present and
future generations the monumental

task of fixing this issue.

RESURGENCE OF PEDESTRIAN-
FRIENDLY DESIGNS

The resurgence of pedestri-
an-oriented urban design is geared
toward redesigning the physical as-
pects of streets and residential de-
velopments to enhance the com-
munal and civic realm, and the
pedestrian environment. It's primary
objective is to reorganize the engi-
neering and zoning ordinances of
the American street to foster health-
ier communities, and promote envi-
ronmental stewardship. In order to
reduce our dependency on our au-
tomobile-oriented lifestyles, walking
and bicycling as alternative modes
of travel is paramount. The grow-
ing demand for pedestrian-friendly
spaces is the outcome of decades
of increased traffic congestion, un-
safe pedestrian environments, social
isolation and the eminent threat of
climate change primarily fueled by

fuel emissions.
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The recognition of pedestri-
an-friendly development is increas-
ing nation wide. Small towns such as

Walnut Creek have acquired and

Figure 2.4 City of Walnut Creek Pedesrian
friendly sidewalks

Figure 2.5 City of Walnut Creek non-
pedestrian friendly sidewalks

implemented very progressive goals
to protect, and improve the com-

munity’'s social and economic vital-

ity by investing in the improvement
of its downtown pedestrian environ-
ment and retail district. As Schmitz
and Scully state, (2006)"designing
pedestrian-oriented places means
embracing the human scale over
vehicular convenience while sfill ac-
commodating vehicular traffic and
parking” (Schmitzet al., p. 25). Much
of the redeveloped areas of Walnut
Creek’'s downtown have followed
design principles that are unique to
the New Urbanism Movement.(See
figure 2.2 & 2.3) Like many small and
large urban cities in the nation, Wal-
nut Creek is aware of the benefits of
pedestrian-oriented development.
Many areasin the central core of the
town have undertaken redevelop-
ment projects, while more proposals
for infill and redevelopment are in
the works. However, the pedestrian
environment lacks connectivity. The
most noficeable barriers are unim-
proved sections of sidewalks where

the space is narrow, and busy traffic
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on arterial streets inhibits cohesive-
ness and integration of the major
pedestrian routes in the retail and
commercial districts.

Numerous studies have as-
sociated the lack of pedestrian-
friendly cities with obesity. Obesity
is connected to a number of grave
health problems, most notably dia-
betes and heart disease. According
to the United States Surgeon Gen-
eral, 60 percent of Americans do
not engage in physical activity on
a regular basis, and 25 percent do
not engage in any physical activity
at all (US Department of health and
Human Services, Center for Disease
Control and Prevention, Physical
Activity and Health, 1996). Clearly
one can conclude that promoting
walkable communities and center
towns can foster more active and
healthier communities.

Pedestrian-friendly communi-
ties support abundant health ben-

efits: people tend to walk if the built

environment allows i, pedestrian-
friendly communities promote phys-
ical activities, and air pollution can
be significantly reduced if walking
and biking replace our the automo-
bile as our main mode of transpor-
tation.

The demand for change
has been recognized and increas-
ing focus on creating pedestrian-
oriented urban design has gener-
ated a broad variety of residential
and commercial redevelopments
all over the nation. The discipline
of urban design is undergoing an
important reformation. Since the
1980s the New Urbanism Movement
has promoted compact, walkable
and mixed-use development that
is primarily tailored to create places
that encourage and facilitate pe-
destrian activity and reduce traffic
congestion.

In chapter one | pose the fol-
lowing question, "What makes @

place memorable¢” Surely the visi-
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tor of any urban city perceives the
environment different, the predomi-
nant characteristics that appeal to
most people, according to William
H. Whyte (1988), are a lively street

environment and social activity.

What attracts people most is inter-

acting with other people (Whyte,
1980, p. 19). This involves aesthet-
ics—whether the street has ameni-
ties like seating, benches, trees and,
most importantly, whether the scale
and architectural style of the exist-
ing built environment complements
the pedestrian experience. (See fig-
ure 2.4) Experiencing a place void of

these environmental characteristics

is unpleasant at best, miserable at
its worst. So a place will be remem-
bered and will create a lasting im-
pression when it satisfies elemental
human desires like protection from
climatic factors and lively social ac-
fivity (this can be greatly increased
if the area has outdoor cafes or it
has localities where food is served
outdoors). Lastly, the existing built
environment should complement

pedestrian activity.

NEW URBANISM

Germane to the New Urban-
ism Movement is enhancing, pro-
moting and improving diversity, so-
cial equity, pedestrian activity and
connectivity inthe new urbanrealm.
These are the major driving forces
of the movement, and represent
some of the over arching goals of
modern urban planning. The move-
ment embodies a renaissance of
sorts of urban, environmental and

social values, and rather progres-
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sive civic geopolitical ideals. These
contemporary concepts of urban
design are anchored by concepts
of sustainability. According to Peter
Calthrope, (2005) "New Urbanism
is a coalition of many different in-
dividuals, professions and vantage
points” (Calthrope, 2005, p. 16). It is
a new perspective of urban design
principles that challenge present

zoning codes, traffic engineering

Figure 2.7 Aggie Village, Davis CA 2009
Mixed-used Development.

and regional planning. The move-

ment includes new forms of housing

as it aims to reform our addiction
to over-sized single-family housing
which fuels and perpetuates the
problem of urban sprawl.

The movement is the most
progressive—and aggressive—ap-
proach to reforming the regional
and urban design practices of the
last sixty years. In the nation many
big and small cities are rethinking
their options revitalizing or develop-
ing center towns, housing develop-
ments by following the smart design
principles. Aggie Village in Davis,
California is a supreme example
that embodies the New Urbanism
principles. (See figure 2.7) It includes
small-lot homes and pedestrian re-
sponsive streets, making it a prime
model of a walkable, mixed-use
development. (Site visit June, 2009)
New urbanism is more than a move-
ment; it is the most efficient way to
reduce traffic congestion, preserve

farmland and natural ecosystems,




reinforce social cohesiveness and
promote compact and pedestrian-
friendly cities. Another great exam-
ple of a bigger magnitude involving
various counties in the grater Sac-
ramento region, is the Sacramento
Council of Governments (SACOG)
Preferred Blueprint Scenario. This
plan is labeled as the Metropolitan
Plan 2035, (MTP 2035) this progressive

approach ftowards smart regional

and urban planning and growth,
promotes compact mixed-used de-
velopment and more fransportation
alternatives as a tool to reduce out-
ward development for the next four
decades. It also serves as a frame-
work to guide local governments
in growth through the year 2050
(SACOG, MTP 2035, 2008).
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SOCIOECONOMIC  BENEFITS
OF PEDESTRIAN-ORIENTED DE-
SIGNS

The social and economic
elements of modern American
communities greatly depend on
whether existing and future built
environments fosters or inhibits lo-
cal pedestrian activity. In America,
decades of inefficient, automobile-
oriented urban design has pro-
moted an inactive and sedentary
lifestyle. Social isolation, struggling
retail districts and unsafe and poor
pedestrian environments are the
main outcomes of this form of ur-
ban design. These issues, together
with urban sprawl, have sparked
a growing need and demand for
mixed use and more compact de-
velopments. Since the 1990s this
trend has revealed that compact
pedestrian districts successfully sus-
tain a healthy social and economic

condition of regional and local busi-

nesses while creating a rich public
life. Schmitz and Scully (2006) asset
that PODs that are designed more
compactly relate to their surround-
ings and generate more focus to
the long-term life of their commu-
nities. (Schmitz et al., p. 83) This is
the challenge that many American
cities face, specifically those devel-
oped in the decades following the
1950s. Decades of inefficient urban
designh have cost American society
social isolation, health issues and a
monumental expenditure for local
and regional governments to revert
these vast concrete jungles and
decentralized developments into
lively, vibrant, and successful urban
centers that can sustained quality
of life and create a sense of place.

The main objective and ben-
efits of PODs is sustainability. The
concept advocates less depen-
dency on the automobile. It is de-
signed to increase public transpor-

tation ridership, promote mixed use
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and compact development and
promote walking and biking as the
main form of transportation. As ve-
hicle ridership decreases so will the
need to build wider streets, result-
ing in reduced road and highway
maintenance costs. Reduced traf-
fic on highways and streets reduces
the wear and tear of the pavement
surface, which reduces the costs
involved in street construction and
maintenance. According to the
California Transportation Depart-
ment (CALTRANS) the 2008-2009 Fis-
cal Year Budget for local roads and
street maintenance and for the
Traffic Congestion Relief Program
(TCRP) in the state is $1.9 billion dol-
lars and $110 million dollars, respec-
tively. California Department of
Transportation, 2008-2009 Summary
Budget, Web site:
http://2008-09.archives.ebudget.

ca.gov/Enacted/BudgetSummary/

BTH/32287724.htm| For cities like

Walnut Creek where traffic conges-

Figure 3.1 City of Walnut Creek, 2008-
2009 Public Services Department Budget

tion represents a problem the cost
for street and road maintenance
constitutes more than a quarter
of the Public Services Department
Budget (City of Walnut Creek CA.
2009). According to the city’s 2008-
2010 Proposed Fiscal Budget, there
is $6,303,934 million dollars (con-
stituting 23% of the department’s
overall budget) allocated to street
and road maintenance, while open
space maintenance only consti-
tutes 8% of the department’s overall
budget. (See figure 3.1) City of Wal-
nut Creek CA. 2008-2010 Proposed

Fiscal Budget, Public Services De-
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partment, Web site:
http://www.walnut-creek.org/
civica/filebank/blobdload.
aspeBloblD=2360.

As American cities’ work to-
wards improving their quality of
public open space and become
more vehicle independent, a sig-
nificant percentage of the cost as-
sociated with improvements and
maintenance can be reallocated
to improving public sidewalks. As
Schmitz and Scully (2006) express,
“the sidewalk is the most important
open space and the focal point of
community life. In retail district, the
sidewalk is the generator of com-
merce. In residential neighborhoods
it is the social connector” (Schmitz
et al., p.43).

Another significant benefit
that PODs support is the ability to
foster and promote social interac-
tion within a community, by provid-
ing adequate and atfractive spac-

es with visual diversity for people to

meet and hangout. (See figure 3.2)
It is also a great tool to revitalize lo-

cal retail districts by attracting pe-

Figure 3.2 Escuela Plaza in Walnut Creek
facilitates good public open space

destrian traffic. People socializing,
is the common thread that binds a
neighborhood together and consti-
tutes the foundation that maintains
social integration within a communi-
ty. Architect Jan Gehl (1987) argued
that: “the changed conditions in
urban societies are expressed most
clearly by recent in street life pat-
terns. And life in the public spaces
has increased markedly, well above
and beyond the extended commer-

cial activities” (Gehl, 1987, p.52). In
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designing or improving pedestrian
urban environments, the designer
should carefully give consideration
to the environmental, physical and
social factors.

The environmental factors in-
clude shelter to provide protection
from heat, rain, noise and air pollu-
tion. To do this, the site should pro-
vide frees—they not only provide
environmental benefits as outlined
above, but they also improve the
appeal of the area. A well-shaded
urban public space attracts and
retains more people than one with
few or none. As Wililam H. Whyte
(1980) suggests, “trees ought to be
related much more closely to sit-
ting spaces than they usually are”
(Whyte, 1980, p. 46). Tree shading,
seating and greenery inject a posi-
tive environmental perception for
public space among people. (See
figure 3.3)

As designers, we know that

the existing built environment of a

e o

: S s .f_}l'.,-—';_-';
Figure 3.3 Liberty Bell Plaza, in Walnut
Creek provides an important pedestrian
retreat for the downtown'’s busiest

pedestrian areas.

site can represent opportunities or
constraints. By identifying potential
assets the designer can offset the
form and function of the design.
However, if the existing physical
built environment yields very few or
limited design options, the designer
should take this as an opportunity to
promote or suggest other alterno-
tives such as eliminating on-street
parking, closing the street to cre-
ate a traffic-free zone—or at least
reducing the width of the street. All
of these suggestions are in essence

bold and create opposition, but

]



| Chapter 3|

past similar actions have been suc-
cessful. Maintaining and improving
the public realm of the pedestrian
environment aids to preserve cen-
tral city functions, facilitates access
for shoppers, enhances the city im-
age, reduces noise and air pollution
and improves city's appearance.
As Paumier (1988) points out, “build-
ings, and open spaces are the
primary components that shape
downtown’s urban design charac-
ter” (Paumier, 1988, p. 47). Inviting
pedestrian environments and rich
community ambiance helps to cre-

ate memorable and socially signifi-

Figure 3.4 A pedestrian friendly
neighborhood displaying the principles
of New Urbanism Design.

cant civic spaces. (See figure 3.4)
ENVIRONMENTAL BENEFITS OF
PEDESTRIAN-ORIENTED DE-
SIGNS

Pedestrian-oriented  designs
significantly improve urban ecology
and its environment, while improv-
ing aesthetic appeal. Tree and shrub
planting is essential to enhance the
urban and pedestrian environment.
In today's urban planning and de-
sign discipline, trees constitute a
fundamental contributor to the ur-
ban environment and should be an
essential part of the planning pro-
cess. Trees transform places. They
improve a landscape’s aesthetics,
improve air quality, reduce air and
noise pollution, reduce the “Heat Is-
land Effect” by keeping paved sur-
faces’ temperatures cool, and stra-
tegically placed trees can increase
energy conservation by heating
and cooling buildings during the

winter and summer seasons.
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By carefully selecting the right

tree species for the right locations,
PODs maximize the numerous en-
vironmental incentives that frees
provide for urban environments as
pollution removers. In a study con-
ducted in Sacramento County, CA,
where the estimate for its urban for-
est reflects six million trees, Mc. Pher-
son, and Simpson (1998), using the
Urban Forests Effects Model (UFORE),
“revealed that approximately 1,450
tons of atmospheric contaminants
were intercepted andremoved with
a value of more than $28 million. Us-
ing the estimate of 6 million frees
within the study area, the value of
its benefit was $5 per free.” (Harris,
Clark & Matheny, 2004, p.103).
Because the center of inner-
cities have more paved surfaces
and infrastructure, their microcli-
mates have been identified to be
2° 1o 5° C (4-9° F) warmer than near-
by rural locations. These inner city

cores are comprised of abundant

concrete structures and paving
that contributes to higher amounts
of smog, often creating “The Heat
Island Effect”. According to Harris
(2004) “in locations with hot sum-
mers, the effect adds significantly to
the cost of energy and atmospheric
pollution.” (Harris et al., 2004, p. 105),
The inclusion of tfree planting in any
urban design orrevitalization project
signifies a very effective way to ac-
quire financial and environmental
incentives. Pedestrian-oriented de-
signs in this way are poly-functional,
meaning they enhance the appeal

of the urban environment while sig-

Figure 3.5 Urban forests provide great
social and environmental benefits.
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nificantly improving the social and
environmental mechanisms of the

urban sphere. (See figure 3.5)

PHYSIOLOGICAL BENEFITS OF
PEDESTRIAN-ORIENTED DE-
SIGNS

America is a nation of drivers.
(Schmitz et al., 2006, p.4). With the
rise of the automobile era, Ameri-
can culture suffered a major life-
style change; it fostered an inac-
tive lifestyle that has had significant
consequences on public health
in America. According to Jackson
(2004) "Sedentary lifestyles have
emerged as a pressing public health
challenge, because some of the
consequences—overweight, Type
2 diabetes, and other conditions—
have reached epidemic propor-
tions” (Jackson et al., p.921) Besides
promoting environmental sustain-
ability, pedestrian-oriented designs

encourage active living. The new

trend to reintroduce and transform
urban areas intfo pedestrian-friendly
environments has shown positive
signs in improving the nation’s level
of physical activity. People will walk
if the environment supports it. This
innate human activity enables peo-
ple to incorporate physical activity
into their daily lives. (See figure 3.6)

“Research has established

Figure 3.6 Good urban design fosters
and promotes physical activity.

that people who live in pedestrian-
oriented areas generally walk more
and are healthier than people who
live in areas where walking is dif-
ficult.” (B.E. Saelens, JF Sallis, & L.D.

Frank, 2003, pp. 80-21). Incorporat-
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ing appealing destinations within

a city encourages and facilitates
pedestrian activity. As Schmitz and
Scully (2006) describe, “These kinds
of public places provide people
with opportunities for physical activ-
ity and a reason to venture out on
foot.” (Schmitz et al., 2006, p. 47). It is
evident that modern urban revital-
ization and design projects will en-
counter the monumental task to re-
vert the noxious lifestyle trends that
have been vastly supported by the
disconnected and inefficient urban
infrastructure; in many of the no-
tion’s major metropolitan areas.
The New Urbanism or Smart
Growth Movement has paved the
way to continue promoting pedes-
trian-friendly communities. A grow-

ing number of non-profit agencies

like Active Living advocate for more
socially responsible and pedestrian-
friendly urban design. (See figure
3.7) As we encourage and facilitate
walkability throughout the nation,
the level of physical activity will in-
crease and the nation’s generally

poor public health will evolve into a

more positive forecast.

Figure 3.7 The Pearl District in Portland
Oregon, has many socially responsable
and pedestrian friendly urban
environments as the one above.
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SITE ANALYSIS
ﬁ s already discussed in
this document most re-

tail malls in the nation are located

at the edge of many urban cities.
Broadway Plaza, however, does
not fit that norm. The mall is locat-
ed right in the heart of downtown
Walnut Creek, and is framed by four
major fransportation arteries within
the city: Mount Diablo Boulevard is
to the north, South Broadway Boule-
vard to the east, Main Street fo the

west and Newell Street to the south.

.-;-.:i.;‘- : J : . : { \ '. ﬁ% =)

Figure 4.1 Broadway Plaza Mall in
Downtwntown Walnut Creek.

(See figure 4.1) Because these trans-

portation arteries fall adjacent to

the pedestrian retail district, the city
deals with very high traffic conges-
tion at peak weekday hours and
during the weekends.

The site analysis was con-
ducted to obtain the most accu-
rate data of the present pedestrian
and vehicular activity within the
central core of Walnut Creek. ( See
figure 4.2) The data includes behav-
ior mapping, pedestrian activity vol-
ume, vehicle traffic volume, urban
analysis, existing private and pub-
lic parking infrastructure, on-street
parking, existing and proposed
open space, and urban develop-
ment within the area.

In a 2008 Traffic Volume map
produced by the transportation de-
partment of Walnut Creek, CA. (City
of Walnut Creek Transportation De-
partment 2008) the daily average
traffic volume between these four
arteries accounts for more than
62,000 vehicle trips on daily ba-

sis. (See figure 4.3) Because of the

B



Study Site Map

Figure 4.2 Walnut Creek’s Downtown study site map.
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Figure 4.3 City of Walnut Creek, 2008 Traffic Volume Map, shows the arteries that handled the

most vehicle traffic in the cowntown area.

closeness of the transportation arter-
ies and to its adjacency to the pe-
destrian retail district, the city deals
with a very high traffic congestion
problem at pick hours and during
the weekends.

The site’'s analysis was con-
ducted and aimed fo obtain the
most accurate data about the area

and the present pedestrian environ-

ment; as well as vehicular activity
within the cenftral core. The data in-
cludes maps for behavior mapping,
pedestrian activity volume, vehicle
traffic volume, urban analysis, exist-
ing parking infrastructure privately
and public, on street parking and
existing and proposed open space

and urban development.
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Vehicle Traffic Volume Mapping

e prive Vehicle Traffic Volume

Based in 10 Minute Intervals

Traffic Volume

I > 100 Vehicles
Hl <75 Vehicles
= < 50 Vehicles
— < 25 Vehicles

"1S 1500071

Olympic Blvy.

sup7 P|2N2s3

Figure 4.4 Major transportation arteries adjacent to the study site.
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BEHAVIOR MAPPING

Every public open space
functions and used differently,
which alters human behavior in
many ways. For my project this anal-
ysis represents a solid foundation to
develop a pedestrian network that
responds to the user needs. The
behavior mapping was conducted
on April 18M 11:25-12:30, and based
on fifteen-minute intervals. (See fig-
ure 4.4) Afterreviewing the behavior
analysis data the areas that record
the highest numbers of people are
between Olympic Blvd. and Bonan-
za Street, and Broadway Mall. Main
Street serves as the main pedestrian
artery that feeds a high pedestrian
volume to the mall and the adja-

cent streets.
HIGH PEDESTRIAN ACTIVITY
MAPPING

Because of the city's cities
chronic traffic congestion problem,
it was important to identify and map

the areas that handle high pedes-

trian activity levels. (See figure 4.5)
The importance to identify these lo-
cations is to accurately implement
design solutions that help to reduce
conflicts between pedestrians and
vehicular traffic. The mapping was
completed on April 25" between
12:15 -1:45 P.M. Among locations
that showed the most constant pe-
destrian activity with more than fifty
walkers during fiffeen-minute inter-
vals are the streets closest to Broad-
way Plaza Mall. Extending from
Olympic Blvd.,

to Mt. Diablo Blvd., Main Street and
the promenades in Broadway Plo-
za, high levels of pedestrian traffic
were identified. This analysis illustrat-
ed that Main Street, Olympic Blvd.
and the Eastern most location of Mt.
Diablo Blvd. handle a significant in-
flux of pedestrian activity. The map-
ping, enable me to indentify that
Main Street functions as a significant
pedestrian spine for the city’s retail

district. (See figure 4.6)
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Behavior Mapping Analysis
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Downtown’s mapping of Locations w/ High Pedestrian Activity
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Mapping of Downtown’s Current Pedestrian Corridors Patterns
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Figure 4.7 Downtown’s current pedestrian corridors mapping.
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EXISTING & PROPOSED OPEN

SPACE/DEVELOPMENT
Since the city handles high

levels of vehicular and pedestrian
activity, pedestrian friendly spaces
are valuable recreation facilities
that provide safety and a sense of
enclosure from the city’s vehicular
traffic. The city’'s downtown area
only has three public plazas, Liber-
ty Bell Plaza, Broadway Plaza and
Escuela Plaza. (See figures 4.8, 4.9,
& 4.10) The Existing and proposed
open space and development
mapping was conducted in the
same date as the behavior map-
ping. The mapping reveled that Lib-
erty Bell Ploza and Broadway Plaza
handle the most pedestrian activ-
ity. Liberty Plaza has a larger open
space and sufficient seating space
of the three plazas surveyed. One
great asset about Liberty Bell Plaza
is its adjacency to Il Fornaio restau-
rant and Broadway Plaza. Its loca-

tion enables a constant pedestrian

traffic as well as allowing ample
seating around the fountain and
the seat walls around the fountain.
Proposed developments
within the retail district account for a
total of six (See figure 4.11). Accord-
ing to the city of Walnut Creek Plan-
ning Department (City of Walnut
Creek Planning Department 2008)
only two of the projects are zoned
as mixed-use development, the rest
are zoned as retail space. The proj-
ect that proposes two plazas is Lo-
cust Street and Mt. Diablo Blvd. stra-
tegic plan. This project is the largest

of the six being proposed currently.

URBAN ANALYSIS

The central core of the city
constitutes the main retail district.
(See figure 4.12) According to the
city of Walnut Creek general Plan
adopted, April 2006, (City of Wal-
nut Creek 2006) the district’s geo-
graphical boundaries include New-
ell Street to the South, Civic Drive

to the North, California Blvd. to the

B
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West, and Broadway Blvd. to the
East. Within a quarter of mile radius
the district includes Community fa-
cilities as well as adjacent residen-
tial areas.

A significant percentage of
land zoned as pedestrian retail cov-

ers most of the existing and future

building infrastructure. The analysis

Figure 4.9 Broadway Plaza

Figure 4.10 Plaza Escuela

brings important questions such as,
How is the existing pedestrion and
vehicular environments responding
to present and future development?
And, Will the present pedestrian en-
vironment sustain future retail space
growth?e These questions will be the
driving motive of improvements that

my design will respond to.
EXISTING PARKING
STRUCTURE ANALYSIS

As a contemporary exam-

INFRA-

ple of a vibrant and prosperous
city, Walnut Creek’s parking facili-
ties have successfully sustained the
present parking demand of visitors

and residents of the city. According

]



Mapping of Existing & Proposed Open Space & Development
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Figure 4.11 City of Walnut Creek’s Downtown proposed development Projects
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City of Walnut Creek’s Downtown Urban Analysis Map
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Figure 4.12 City of Walnut Creek urban analysis




to a transportation study, led and fi-
nanced by the City of Walnut Creek
(Walnut Creek 2006) and conduct-
ed by Nelson/Nygaard Consulting
Associates, the city's downtown
parking facilities provide 7,040 park-
ing spaces public and privately
owned. (See figure 4.13) The study
also revealed that on street parking
accounts for 8% of the total parking.
Additionally the study also revealed
that only 80% of the total parking in
the city is occupied at peak hours
leaving 1,400 spaces available dur-
ing the highest demand for parking
facilities in the city. (See figure 4.14)
This particular occupancy study was
done on Friday in July 2005.

Based on my site analysis find-

ings, Main Street currently has signif-
icant pedestrian activity levels and
undoubtedly serves as the down-
town’s main pedestrian spine. From
the intersection of Olympic Blvd.
and South Main Street to Lincoln Av-
enue the street provides 71 on-street
parking spaces (Walnut Creek 2006)
which accounts for 1.3% of the to-
tal on-street parking in the city. My
design suggestions will eliminate
the equivalent of 12 parking spaces
along Main Street and Olympic Blvd.
The elimination of these spaces will
account for 2% of the total on-street

parking availability in the city.




City of Walnut Creek’s Existing Parking Facilities
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Study Site Existing Parking Facilities Analysis
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PEDESTRIAN NETWORK AND

PROMENADE DESIGN
The driving concept about

my proposed designs is
based in protecting and promoting
walkable urban environments. The
promenade’s designrelates and ex-
presses the regional terrains, natural
character and historic heritage of
the site. It also promotes and brings
back the town'’s historical and eco-
logical heritage. (See figure 5.1) In
the past the site was carved by The
Trampas Creek, which used to run
where Broadway Plaza Street is lo-
cated now. The creek was channel-

ized and it now runs underground.

e

gt ¥

= Property of CCCHS

I:PI‘I‘

]

The design’s main mean-
dering walking path emulates the
creek’'s meandering path. The or-
ganic shapes and seat walls along
the main path represent the main
natural ecosystems that are cre-
ated and sustain by the hydrology
mechanisms of creeks. (See figures
5.2, 5.3 & 5.4) Oxbow shaped-like
planters with free groupings symbol-
ize oak forests. Planters with native
and drought resistant grasses sym-
bolize the prairie-like landscapes
that were abundant in the area.
The sections with colorful native
and drought tolerant shrubs symbol-
ize riparian forests. Seat walls along
the meandering walking
path symbolize the creek’s

banks.

v

Figure 5.1 Former Trampas
2 Creek meandering course to
what now is Broadway Plaza
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Proposed Promenade Design
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Figure 5.2 Promenade design concept




Promenade’s North Cross Section
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Promenade’s Perspective Angle View
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Figure 5.4 Promenade’s perspective view.




PEDESTRIAN NETWORK DESIGN
The pedestrian network de-
sign is a statement that advocates
for the renab and revival of the ul-
timate civic space, the street. (See
figures 5.5, 5.6, 5.7 & 5.8) The design
responds to the city’s fraffic con-
gestion problems by identifying the
town’s most prominent pedestrian
arteries and enhancing its main
pedestrian routes by improving the
continuity and connectivity of the
pedestrian environment. The design

also responds to areas where con-

flict between pedestrian and vehic-
ular traffic is most likely to occurred.
By proposing fraffic calming design
methods where existing pedestrian
crossings represent potential con-
flictive zones, extending the street’s
curb radii and enhancing mid-street
pedestrian crossings automobile
speeds will be reduced. Also the
design ufilizes existing mature trees
by capitalizing in their environmen-
tal benefits and the form and visual

interest they provide.




City of Walnut Creek Proposed Pedestrian Network
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Proposed Model for Pedestrian Network Street Improvements
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Street West Cross Section
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Figure 5.7 Olympic Blvd. proposed model street section west view.




Perspective View

Street Design Perspective View

Figure 5.8 Perspective view of proposed street improvements
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CONCLUSION
Decodes of vehicle-ori-
ented urban design

have created isolated downtowns,

inactive and unhealthy lifestyles, so-
cial disintegration, environmental
degradation and of course traffic
congestion which has become an
common problem that many Amer-
ican cities shared.

The demand and rising
awareness of pedestrian-oriented
urban design has paved the way to
reinfroduce the importance of the
pedestrian in the public realm. The
revival of the old American city is a
new theme among many leading
experts in the urban design disci-
pline. Many cities in the nation have
adopted new principles of urban
design that promote long-term solu-
tions for the nation’s endemic issues
of traffic congestion, urban sprawl,
and unhealthy lifestyles.

Even in a city like Walnut

Creek that prides itself for having a

vibrant and prosperous community
and very progressive environmen-
tal principles is not immune to traffic
congestion issues. As discussed on
chapter one, traffic congestion has
become the city’'s downtown major
problem. Less driving more walking is
the main objective on my proposed
design.

The objective of my research
and conceptual design, is to illus-
tfrate how to develop a long-term
solution to mitigate pedestrian and
automobile conflicts, while guaran-
teeing a safe pedestrian environ-
ment that promotes active living,
environmental stewardship, and
contfributes to the community’s
economic development. The de-
sign also accounts to sustain the
forces of traffic congestion and ur-
ban growth of the city.

Although my design is a con-
ceptual approach the foundation
from which it developed, revealsim-

portant findings, including how the

]



study area responds to user needs
and the automobile circulation. By
conducting extensive site analysis
of the study area | was able to iden-
tify important patterns of pedestrian
and vehicular circulation. This al-
lowed me to develop a design that
responds the user needs as well as

the its rich and ecological history.

This design approach aims to
provide the visitors and citizens of
Walnut Creek a pedestrian prom-
enade and pedestrian network that
will serve as the hearth of the city’s
downtown, where the user senses
the pulse and health of the city

through its downtown.
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