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Pedestrian needs are diverse and wide-ranging 
and should be considered in the design of 
pedestrian facilities. While design standards are 
conceived to meet the needs of an ‘average’ 
population, they must be applied in a flexible 
manner to address the full range of pedestrians. 
For example, pedestrians typically travel at 
speeds of 3 to 4 mph, covering between 1/4 to 1/3 
miles in a 5 minute walk. Children, older adults, 
and people with certain disabilities typically travel 
at much lower speeds. Where these populations 
cross intersections, signal timing should be 
adjusted to accommodate a slower walking 
speed. Walking speeds also slow down when 
pedestrian volumes increase and the square 
footage per person decreases.

Barriers to Pedestrian Travel
The quality of pedestrian facilities should keep 
pace with the needs of pedestrians. In Santa Fe, 
the most commonly cited reasons for not walking 
include:
•	 lack of sidewalk connectivity
•	 concerns for personal safety
•	 lack of destinations (facilities to and from 

popular origins and destinations)
•	 poor lighting

Pedestrian Oriented Populations
Older Adult Pedestrians
As populations age, access to transit and safe 
routes to destinations become more important. 
Research shows that people over 60 walk more 
than other age groups, yet may have impaired 
mobility. Santa Fe’s senior population (65 and 
older) is 30%, with its aging population anticipated 
to grow steadily over the next 20 years.

Younger Pedestrians
Younger pedestrians (under 18 years old) make 
up 32% of the population in the Santa Fe Urban 
Area (2010 Census). Young pedestrians often rely 
on safe walking routes to school, transit stops, 
and recreation facilities. Very young pedestrians 
get distracted easily and may dart out into traffic.

People with Disabilities
People with disabilities need carefully designed 
facilities that eliminate barriers and address 
mobility needs based on the particular disability. 
Many of these barriers are identified as part of the 
ADA Transition Plan, currently underway in Santa 
Fe.

COMMON CHARACTERISTICS BY AGE GROUP

AGE 0 to 4: Learning to walk
•	 Requiring constant parental supervision
•	 Developing peripheral vision, depth perception

AGE 5 to 12: Increasing independence, but still 
requiring supervision
•	 Poor depth perception
•	 Susceptible to “dart out”/ intersection dash

AGE 13 to 18: Sense of invulnerability
•	 Intersection dash

AGE 19 to 40: Active, fully aware of traffic environ-
ment

AGE 41 to 65: Slowing of reflexes

AGE 65+: Street crossing difficulty
•	 Poor vision
•	 Difficulty hearing vehicles approaching from 

behind
•	 High fatality rate
(Source: Hawaii Pedestrian Master Plan Toolbox)

5.1 pedestrian needs

Planning for pedestrians facilities should be 
accomplished at the outset of all projects as 
part of a balanced and integrated transportation 
solution. Focusing on the quality of the walking 
environment can enhance the pedestrian 
experience. The character and setting of the 
pedestrian facility, as well as adjacent land use 
mix, density, destinations, and origins directly 
impact levels of pedestrian use. 
This chapter provides guidelines for the design 
of pedestrian facilities by profiling current 
best practices from other municipalities. It is 
understood that pedestrian facilities are an 
integral part of a larger transportation and 
infrastructure network that also accommodates 
bicycles, motorized vehicles, transit, and freight.   
In many cases, retrofits to pedestrian facilities are 
needed in areas that have existing infrastructure. 
The areas of critical concern and projects 
outlined in Chapter 3 and in Appendix D describe 
existing deficiencies. This chapter outlines 
general guidelines for pedestrian friendly streets, 
pedestrian needs based on types of pedestrians, 
and introduces a toolbox of pedestrian elements 
that will improve pedestrian facilities.

Figure 5.1:  Pedestrian Characteristics by Age Group
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A “walkable community” is designed for people, 
to human scale, emphasizing people over 
cars, promoting safe, secure, balanced, mixed, 
vibrant, successful, healthful, enjoyable and 
comfortable walking, bicycling and human 
association. It is a community that returns 
rights to people, looks out especially for 
children, seniors and people with disabilities 
and takes aggressive action to reduce the 
negative impacts of sixty-plus years of auto-
centric design and uncivil driving practices. It 
is also a community that emphasizes economic 
recovery of central neighborhoods, promotes 
the concepts of recovering and transforming 
suburban sprawl into meaningful villages, 
and especially takes ownership and action to 
protect and preserve open space. 

A walkable community, like a livable 
community, smart growth community, 
or sustainable community, makes a 
neighborhood, hamlet, village, town, city or 
metropolis into a place where many people 
walk, ride bicycles and use transit, and where 
anyone who drives a car moderates their 
behavior in a way where they take nothing from 
the rights of those who wish to stay healthy 
and active by taking part in activities outside 
the car.

A walkable community is one that is old, 
historic, well worn, restored sensibly and 
worthy of protection. A walkable community is 
one that is compact, new, fresh, invigorating 
and teaming with people enjoying their streets, 
parks, plazas, buildings and other physical 
space.

Below are ten indicators of prosperous, 
walkable, healthy and livable communities:
•	 Compact, lively town center.
•	 Many linkages to neighborhoods.
•	 Low speed streets.
•	 Neighborhood schools and parks.
•	 Public places packed with children, 

teenagers, adults and people with 
disabilities.

•	 Convenient, safe and easy street crossings.
•	 Inspiring and well-maintained public streets.
•	 Land use and transportation mutually 

beneficial.
•	 Celebrated public spaces and public life.
•	 Many people walking.

Defining “Walkable Community”
By Dan Burden of Walkable Communities (www.walkable.org)

Also see “Key Principles of Building Healthy Communities,” Building Communities With Transportation: Dis-
tinguished Lecture Presentation, Transportation Research Board, Walkable Communities (www.walkable.org/
download/TRBpaper.doc), January 10, 2001.

A Walkable City
Sidewalks are the backbone of the pedestrian 
network. They are part of the street where 
pedestrians should be able to move freely and 
comfortably without fear of vehicular conflicts. 
Some sidewalks in Santa Fe are very narrow 
and many are cluttered with obstructions such as 
utility poles or other impediments. 
Downtown Santa Fe is generally considered 
walkable, with sidewalks on both sides of 
the street, narrow roadways, and a range of 
destinations and attractions. For much of the city 
and rural area, however, the sidewalk network is 
limited by gaps, obstructions, pinch points, and 
sidewalks in poor condition. 
While the dominant focus of the pedestrian facility 
design guidelines in this chapter is on sidewalks 
and crossings, it is important to consider the 
pedestrian environment as part of the entire 
roadway system. 

Figure 5.2: Defining “Walkable Community”

Pedestrian Trip Lengths
The distance a pedestrian is willing to travel 
varies greatly depending on the pedestrian 
facilities, nearby destinations, the attractiveness 
of the route, climate and weather conditions, 
the purpose of the trip and the time of day, to 
name a few. People will walk longer distances 
for recreation or a purpose, but prefer shorter 
distances when they are commuting.
According to the National Survey of Pedestrian 
and Bicyclist Attitudes and Behaviors, about 
27% of all walking trips are less than 1/4 mile 
and about 15% are more than 2 miles. The 
average walking trip is about 1.2 miles. 73% of all 
pedestrian trips are less than 1/2 mile, ca. a 10 
minute walk.
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BEFORE

AFTER

Roadway Redesign
Redesigning roadways can be beneficial for the 
pedestrian. By conducting a road diet (reducing 
the amount of space for motor vehicles) either 
through eliminating lanes or shrinking the width of 
lanes, the road can accommodate vehicles more 
efficiently and safely. Additional space from a road 
diet is re-allocated for other uses, such as turn 
lanes, bus lanes, pedestrian refuge island, bike 
lanes, or more sidewalk zone space. 
Road diets should be considered in locations of 
pedestrian use where roadways were designed 
dominantly for vehicular traffic. Space reallocation 
to slow traffic and accommodate other modes 
of transportation (walking, bicycling, transit) can 
improve pedestrian facilities and encourage 
people to walk more. 

Trail Connections
Trails are important to the overall connectivity 
between pedestrian and bicycle networks. A 
network of off-road paved urban trails exists in 
Santa Fe. Many new connections and sections 
are recommended for implementation to create a 
cohesive network, as outlined in the 2012 Bicycle 
Master Plan. Although recommendations outlined 
in the Pedestrian Master Plan focus on needed 
sidewalk and crossing improvements, improving 
and providing connections to the urban trail 
network allows a safe alternate walking location 
until sidewalk connections and improvements can 
be made. 

Sustainable Street Design
Recent planning and emphasis on sustainability 
in design has combined the practices of Complete 
Streets, Great Streets, Green Streets, and the 
intent of the National Environmental Policy Act 
(NEPA) into Sustainable Streets. An integrated 
transportation approach, sustainable streets 
not only addresses transportation modes and 
users, but also looks at the physical context and 
environmental aspects of street design. 
The following are objectives of sustainable 
streets:
•	 reduce energy consumption
•	 reduce consumption of material resources
•	 reduce impacts to environmental resources
•	 support healthy urban communities
•	 support sustainability during implementation

Road Diet - Before and After Example (WALC Institute)

Pedestrian Access to Transit
Designing pedestrian facilities that promote and 
enhance walking in and around transit stops 
encourages transit use and increases walking 
levels. Walking and transit use go hand in hand. 
Pedestrian facilities around transit stops in 
particular should be designed to make multi-
modal trips convenient, safe, and enjoyable.
People with disabilities tend to rely on transit 
as their primary transportation mode and need 
properly design, accessible pedestrian facilities, 
in compliance with ADA Standards. Locating bus 
stops in proximity to pedestrian crossings can 
help increase pedestrian safety. 
The current transit study being conducted by the 
Santa Fe MPO will provide recommendations on 
improving transit and pedestrian access to transit.
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Roadway Classification
The design of roadways and streets varies 
depending on the width of the Right-of-Way, 
the function of the street, adjacent and nearby 
land uses, and the types of transportation to 
be accommodated. Different street types serve 
different purposes and pedestrian needs will vary 
accordingly. 
As a starting point to defining street types, 
Santa Fe’s functional roadway classification (see 
Figure 5.2) can serve as an initial tool to guide 
appropriate improvements to pedestrian facilities. 
This street network provides the basic network for 
walking and bicycling within the MPO area. 
It is important to note that as the metropolitan 
area grows and roadway connections and 
extensions are made, corresponding adjustments 
to the roadway classification system are made. 
In some cases, such as in the historic downtown 
area, rural zones, and walkable commercial 
corridors, it may be desirable to prepare a 
system of street types based on a balanced view 
of transportation needs within an existing built 
environment.

5.2 SIDEWALK and WALKWAY standards

Sidewalk Location
As a recommended best practice, continuous 
sidewalks should be provided on both sides of all 
streets, roadways, and highways that are used 
by pedestrians. In cases where there are space 
limitations and previously no sidewalks, sidewalks 
on one side of the street may be acceptable. In 
these cases, the side with the most pedestrian 
origins and destinations serves as the best 
location for pedestrian facility improvements.

Historic Character
Santa Fe has a rich cultural and historic 
heritage that should retain its integrity, even 
as improvements are made to public facilities. 
Sidewalks and street improvements in the Historic 
District must conform to aesthetic standards while 
meeting local and national codes. Balancing 
these needs can be challenging, especially where 
there are space limitations. 
Site specific solutions should be generated 
for these historic areas that meet the intent 
of providing safe and accessible pedestrian 
facilities, while retaining the historic integrity of 
the area. Areas that are particularly challenging 
include established streets such as Agua Fria 
Street, Canyon Road, or Cerro Gordo where road 
rights-of-way are narrow and existing historic 
structures occupy or encroach on the street. 
In some cases, such as the residential east-side 
area with dirt roads and within the traditional 
village of Agua Fria residential areas, sidewalks 
may not be needed because of low traffic 
volumes. Pedestrians are comfortable walking 
within the road. 

Rural areas should accommodate facilities for pedestrians. Worn 
paths are indicators for a need for improved facilities.

Sidewalks and crossings in Santa Fe’s historic district must meet 
design codes and fit in with the historic character of the City. 
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Figure 5.3: Functional Roadway Classification System
LEGEND

1500’750’0’ 3000’

(Pending Federal Highway Administration Approval)



SANTA FE METROPOLITAN PEDESTRIAN MASTER PLAN80

Design TOOLBOX

NOTE: The dimensions listed are guidelines and should be reviewed for each project to fit the anticipated volume of 
pedestrian use.

Figure 5.4: Recommended Dimensions for Sidewalks and Walkways

frontage 
zone

Area along the right 
of way that provides 
space between the 

building facade, wall 
or fence and the walk 

zone.

walk zone buffer street

Space for pedestrian through 
travel that is obstacle-free 

and clear for walking.

Primary buffer space 
between active pedestrian 

walking area; interface 
between on-street parking or 
vehicle travel lane; space for 

furnishings / landscaping

Figure 5.5: Pedestrian Realm Zones
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Sidewalks Zones and Width Standards
Each roadway classification includes a set of associated design standards for sidewalks and walkway dimensions. The sidewalk is divided into three 
zones: the frontage zone, the walk zone, and the buffer zone.

walk zone 
The primary function of the walk zone, the most 
important portion of the sidewalk zone, is to 
accommodate pedestrian flow, Proper pedestrian 
flow depends on the width of the sidewalk to 
accommodate the anticipated number of people 
using the sidewalk. An average pedestrian 
occupies 2 1/2 feet of the walk zone; two people 
need 5 feet of sidewalk; three people, or a person 
passing two in the opposite direction requires 8 
feet of sidewalk.
Pedestrians generally tend to travel in the center 
of sidewalks to separate themselves from traffic, 
walls, fixed obstructions or protrusions, and 
other pedestrians entering and exiting the walk 
zone. Extra space, also called a ‘shy distance’ 
is needed for a comfortable walking experience 
adjacent to these obstructions on both sides of 
the walk zone. The walk zone, or ‘effective width’ 
of the sidewalk takes into account the 24 inches 
of ‘shy space’ adjacent to obstacles. 
In general, 5 feet clear width of sidewalk should 
be the minimum for any new construction in low 
to moderate density areas. In areas with higher 
density or major pedestrian promenades, wider 
sidewalks should be provided. In all cases, the 
minimum ADA dimensions must always be met.

buffer zone 
The buffer zone serves a number of functions: 
it provides a buffer from traffic, a space for 
landscaping to create a more pleasant walking 
environment and absorb storm water runoff, and 
a place for street furnishings, utilities, and signs. 
Elements within the buffer zone vary depending 
on the adjacent land uses, the speed and volume 
of traffic, and whether there is a bike lane or 
parking within the street. 
Minimum recommended buffer zones protect 
pedestrians from traffic on higher volume 
roadways and provide space for furnishings and 
landscaping.
Pedestrian comfort is linked in large part by how 
the street environment is designed. On higher 
volume, faster speed roadways, pedestrian 
facilities require a larger buffer and wider 
sidewalks. On lower volume, slower speed 
streets, pedestrians are more comfortable walking 
on narrower sidewalks with a smaller or no buffer. 

frontage zone 
The frontage zone is the area of sidewalk 
adjacent to the building facade, wall, or fence. 
The frontage zone varies greatly depending 
on location and zoning. In commercial areas, 
this is the zone for a sidewalk cafe or sidewalk 
sales. In residential areas, this is the zone for 
architectural elements such as steps, stoops, or 
planters. Where existing encroachments exist, 
new encroachments would be allowed within 
the frontage zone as long as they respect the 
prevailing alignment. 

The total width of the sidewalk is greater than the 
minimum walk zone and minimum buffer zone to 
allow for localized design variability.
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Sidewalks and Walkway Definitions

sidewalk:  
space within the road right-of-way dedicated 
to pedestrian travel that is separated from 
motorized vehicles vertically (with a curb) and 
horizontally, if space is available.

walkway:  
term used synonymously with sidewalk

paved walkway:  
paved route separated from the roadway, 
typically in lower density areas without curbs 
or sidewalks

pedestrian path:  
unpaved / unimproved path or trail

shared-use / multi-use path:  
paved pedestrian path that is shared with 
bicyclists

Shoulders or unpaved foot paths / trails along 
roadways are sometimes used by pedestrians 
but are not formally recognized as pedestrian 
facilities. If pedestrians are present in these 
locations, formal sidewalks or walkways should 
be considered. 

Curb Cuts / Ramps
Sidewalk curb ramps are considered the most 
important element of an accessible pedestrian 
environment because they provide accessibility 
at grade transitions between the sidewalk and the 
street. 
Sidewalk curb ramps may also be known as 
accessible ramps or wheelchair ramps. When 
placed at intersection corners, crossings, parking 
access, and other locations they facilitate a 
seamless transition from the sidewalk level to the 
street level.
Curb ramps should be constructed to meet ADA 
Standards by maintaining required slopes and 
cross-slopes, including tactile warning strips, and 
providing unobstructed connections with paths of 
travel. Where possible, ramp width should match 
the width of the sidewalk.

Sidewalk Surfacing
Sidewalk surface materials should be selected 
to be slip-resistant, easy to maintain, and meet 
accessible criteria as required by ADA Standards. 
Typically, sidewalks in Santa Fe are constructed 
of concrete or brick, materials known for their 
durability and longevity. Other surfacing options 
include unit pavers (concrete, asphalt, stone), 
asphalt, or pervious materials such as pervious 
concrete, unit pavers with pervious joints, and 
compacted crusher fines paving. Where possible, 
recycled materials or materials with recycled 
content should be used. 
In all cases, material choices should examine 
construction and life cycle / maintenance costs, 
meet ADA Standards, and adhere to local 
requirements (eg. historic district requirements).
Sidewalks and walkways should be designed with 
a maximum longitudinal grade of 5% and a cross-
slope of not more than 2%. Paving should be 
sloped away from buildings toward planting areas 
or the street. No horizontal or vertical gaps larger 
than 1/2” are permitted between materials. 
At junctures with driveways, sidewalks should 
be level to communicate that sidewalks are 
considered part of the roadway, and driveways 
are not. Providing a level sidewalk across 
driveways tells motorists they are crossing a 
sidewalk and that the pedestrian has the right-of-
way.

Curb Cut / Ramp with Crossing Markings
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Buffers
Sidewalks placed directly adjacent to curbs are 
inhospitable to pedestrians, particularly along 
high-volume and high-speed roadways. Allowing 
space for a buffer between the curb and sidewalk 
can improve pedestrian safety and enhance the 
walking experience. 
The Buffer zone is a flexible area into which 
the walking zone or street zone may extend, 
depending on site-specific conditions. Several 
types of treatments on the edge of the roadway 
within the street can help buffer pedestrians from 
vehicular traffic. These areas also provide space 
for landscaping, light poles, utilities, signs, and 
street furniture.
Street-zone buffers can increase the distance 
between pedestrians and moving vehicular 
traffic. On-street parking can be beneficial for 
pedestrians because it provides a buffer between 
the roadway and the sidewalk and typically 
reduces vehicle speeds. Parking should be set 
back from pedestrian crossings and intersections 
so parked cars do not interfere with visibility 
Bicycle paths also serve to buffer pedestrians 
from motor vehicle traffic. 

Landscaping / Planting Buffer
Introducing plants into the buffer zone is highly 
beneficial to the street environment. Plants can 
help mitigate the urban heat island effect, provide 
a more comfortable microclimate, help manage 
stormwater runoff, and provide locations for bird 
and wildlife habitat. 
Street trees serve as a barrier between 
pedestrians and traffic on high volume streets and 
help provide a more comfortable, shaded walking 
environment. Street trees also visually narrow the 
field of vision for motorists, causing them to move 
more slowly. 
Landscape improvements in the buffer zone 
can soften the edge of the sidewalk and make 
the walking environment more enjoyable. 
Plant selections can aesthetically enhance the 
streetside environment and help establish a local 
character with drought tolerant and native plants.
Planting areas, or rain gardens, along roadways 
can be designed to collect stormwater runoff to 
help irrigate plants and allow for infiltration. Curb 
extensions can capture stormwater to control flow 
and improve water quality. 

Furnishings
A variety of streetscape furnishings within 
the buffer zone can contribute to the street 
environment and provide places for rest and 
social interaction. A palette and placement plan 
for furnishings should be developed for each 
streetscape project to enhance the identity and 
character of the streetscape and surrounding 
district and make the most use of this area. 
Pedestrian-focused furnishings can include 
seating, trash / recycling receptacles, bicycle 
racks, bollards, tree grates, planters, transit 
shelters, and informational signage. Furnishings 
should be concentrated in areas where 
pedestrians will benefit from them most, such 
as near transit stops, shaded locations, and at 
building entrances or collection spots. Furnishings 
should be selected for quality, value (low 
maintenance / durability), and respond to the 
character of the place.
Public art can be integrated within the streetscape 
to add character and help with wayfinding. 

Buffers of Parking along San Francisco St.

Street Trees within Buffer Zone

Site Furnishings within Buffer Zone
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Lighting
Poor lighting at intersections and along major 
pedestrian routes can impair pedestrian visibility, 
create unsafe and uncomfortable environments. 
Good lighting provides safety, security, and 
comfort for pedestrians and enhances the 
ambience of retail and commercial districts. 
According to the National Highway Traffic Safety 
Administration (NHTSA), seventy percent of 
pedestrian fatalities occur at night. Installing 
lights allows vehicles to see pedestrians at 
intersections.
Crosswalks and their approaches should be well 
lit, with a consistent level of lighting. Overhead 
road lighting installed at crosswalks generally 
provides a greater visibility distance than head 
lamps alone. Lights should be offset from the 
crosswalk and located upstream of it so light 
falls on crossing pedestrians where vehicles are 
approaching.
Maintaining functional lighting is also key to a 
safe night-time walking environment. A reporting 
system can help identify locations where bulbs 
need replacement and lights are damaged or 
broken.

Rural Areas and Shoulders
Rural areas typically do not have designated 
sidewalks or walkways. In some cases, shoulders 
along roadways are used by pedestrians in 
rural settings, although they are not formally 
recognized as pedestrian facilities and do not 
meet ADA requirements. 
Space for pedestrians should be allocated along 
roadways for emergency use, even in completely 
undeveloped areas. Rural roadways and 
highways should meet minimum shoulder width 
standards on both sides (see Figure 5-6: AASHTO 
Standards). Along rural roadways in areas known 
to have pedestrians, No Parking signs should be 
installed to prohibit parking. 
In general, rural areas that show signs of use by 
pedestrians along shoulders should ultimately 
receive permanent improvements to have 
designated sidewalks or walkways.

Shoulder Dimensions
Refer to local and state standards for applicable 
shoulder width requirements. As a general best 
practice, per the AASHTO Guide for the Planning, 
Design, and Operation of Pedestrian Facilities, 
shoulders should be:
•	 4 to 6 ft wide minimum adjacent to a bike lane 

and on local roads with lower traffic volumes
•	 4 ft minimum on roads with less than 400 ADT 

and 6 ft minimum on roads with 400 to 1500 ADT
•	 6 ft width is acceptable on roads with 1500-2000 

ADT if minimum width of traveled way is 24 ft
•	 8 ft wide minimum on roads over 2000 ADT

Figure 5.6: Lighting of Pedestrian Areas for Good Visibility

Pedestrian using a rural roadway

Figure 5.7: Roadway Shoulder Dimensions - AASHTO
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5.3 INTERSECTIONS AND CROSSINGS

Intersection Design to Accommodate Pedestrians 
•	 Design compact intersections.
•	 Eliminate unrestricted motor vehicle movements.
•	 Reduce motor vehicle speed through 

intersections.
•	 Create crossings on all legs of an intersection.
•	 Design crossing in a direct line, at 90 degrees to 

the direction of vehicular travel, as feasible.
•	 Clearly identify crossings to all pedestrians, 

including those with sight impairments.
•	 Avoid multiple and skewed intersections.

Figure 5.8: Principles of Intersection Design to Accommodate 
Pedestrians (Hawaii Pedestrian Plan, 2013)

Roadway design at street intersections and 
crossings, where pedestrians are actually in the 
roadway, are particularly important to pedestrian 
safety. Pedestrians are the most vulnerable in 
these locations because they move much slower 
and weigh less than vehicles. 

Intersections and Crossings

5-22

•	 Unless the turning radii of large vehicles, 

such as tractor-trailers or buses must 

be accommodated, the pavement in the 

channelized right-turn lane should be no 

wider than 16 feet. For any width right-turn 

lane, mark edge lines and cross-hatching to 

restrict the painted width of the travel way 

of the channelized right-turn lane to 12 ft 

(3.6 m) to slow smaller vehicles. 

•	 If vehicle-pedestrian conflicts are a 

significant problem in the channelized right-

turn lane, it might be appropriate to provide 

signing to remind drivers of their legal 

obligation to yield to pedestrians crossing 

the lane in the marked crosswalk. Regulatory 

signs such as the TURNING TRAFFIC MUST 

YIELD TO PEDESTRIANS (R10-15) or warning 

signs such as the PEDESTRIAN CROSSING 

(W11-2) could be placed in advance of or at 

the crossing location. 

At locations with extremely high numbers of 

right-turning movements, slip lanes should be 

equipped with a signal to provide pedestrians 

opportunities to cross. See previous discussion in 

this section pertaining to signalization.  

Curb	Return	Radius
The use of smaller curb return radii at 

intersections reduces pedestrian crossing 

distances. Reduced radii also help to slow vehicles 

as they navigate through their turning movement, 

enabling drivers to respond more quickly to signal 

changes and crossing pedestrians. Exhibit 5.28 

compares the crossing distance between two 

Wider radiusNarrower radius

42’ (12.8 m)

34’ (10.4 m)

15 ft (4.6 m) radius corners and two 30 ft (9.1 m) 

radius corners at an intersection. 

As shown in Exhibit 5.24, the smallest practical 

curb-return radii should be used to shorten 

the length of the pedestrian crosswalks. The 

primary benefits of smaller curb-return radii to 

pedestrians in urban areas include:

EXHIBIT	5.24			Reducing	curb	radii	can	shorten	crossing	distances	substantially.

Reduced Curb Radius
To help slow down vehicular traffic and reduce 
the crossing distance for pedestrians, the use 
of smaller curb return radii at intersections 
should be considered. Reduced radii provides an 
extended sidewalk area and makes pedestrians 
more visible to motorists. Reduced radii also help 
to slow vehicles as they navigate through their 
turning movement, enabling drivers to respond 
more quickly to signal changes and crossing 
pedestrians. The smallest practicable curb-return 
radii should be used at intersections: 5-15 ft. 
radius where no turn is possible, and 16 ft. radius 
at the right turn corner.  
On multi-lane streets and roads where large 
vehicles constitute a very low proportion of 
turning vehicles, smaller curb return radii should 
be used and allow large vehicles to encroach into 
the adjacent travel lanes. 
Curb-return radii should be designed to reflect 
the “effective” turning radius of large vehicles at 
corners. If there is on-street parking or dedicated 
bicycle lanes, the “effective” turning radius is 
greater than the curb-return radius. 

Figure 5.9: Curb Radius Reduction benefits pedestriansCrossing markings should be more visible at this busy intersection

Pedestrian safety should be a high priority 
when designing or retrofitting intersections and 
crossings. Reducing the distance pedestrians 
must walk and designing intersections to 
minimize conflicts while increasing safety should 
be a priority. In walkable areas, street crossing 
distances should be kept as short as possible. 
This enables pedestrians to cross the street 
more safely and comfortably and reduces their 
exposure in the street.
Intersection design requires the consideration 
of all potential users. The needs of motorists 
and bicyclists should be met in addition to 
designing for pedestrian safety, while improving 
accessibility and mobility. Design solutions should 
be determined on a case by case basis with 
consideration for the needs of all intersection 
users. The following toolbox items focus on 
design solutions that help increase pedestrian 
safety.  
The following toolbox for intersections and 
crossings improve the pedestrian experience 
while accommodating vehicular travel. 

Reference Standards + Guidelines
-- Proposed Right-of-Way Accessibility 

Guidelines (PROWAG)
-- American Association of State Highway and 

Transportation Officials (AASHTO)
-- AASHTO Green Book
-- Guide for the Planning, Design, and Operation 

of Pedestrian Facilities (AASHTO)
-- Federal Highway Administration (FHWA) 
-- Planning and Urban Design Standards, 

American Planning Association
-- NM DOT ADA Standard Drawings
-- Manual of Uniform Traffic Control Devices 

(MUTCD)
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Intersections and Crossings

5-28

•	 Markings

•	 Stop or yield signs

•	 Signalization

•	 Pedestrian hybrid beacons

•	 Pedestrian actuated buttons

•	 Refuge islands

•	 Curb extensions 

•	 Signs (sometimes with flashing lights) warning 

motorists of the presence of pedestrians

Crossing design treatments and related 

traffic control require careful consideration 

and a traffic engineering analysis of existing 

conditions on a project-by-project basis. 

Exhibits 5.29 and 5.30 illustrate mid-block 

crossings on two types of streets.

Mid-block crossings should be located where 

there is adequate sight distance for both the 

motorist and pedestrian. In addition to proper 

roadway geometry, any obstacle that would 

interfere with visibility at the crossing location 

(e.g. mailboxes, utility poles, street furniture, 

On-Street Parking

On-Street Parking

Curb Extensions

Shorter Crossing Distance

EXHIBIT	5.29		Curb	extensions	create	space	for	on-street	parking	and	shorten	crossing	distances	for	pedestrians.

Crosswalk Markings

EXHIBIT	5.30		Pedestrians	have	the	right-of-way	in	marked	mid-block	crossings.

No On-Street Parking

Mid-Block Crossings
Mid-block crossings should be located where 
there is adequate sight distance for both the 
motorist and pedestrian. In addition to proper 
roadway geometry, any obstacle should be 
removed that would interfere with visibility at the 
crossing location.
Mid-block crossings are appropriate where there 
are multiple destinations on opposite sides of 
the street mid-block, where pedestrian activity 
is high and pedestrian/vehicular conflicts exist, 
and where there is a long distance (greater than 
300 ft) to the nearest signalized intersection. A 
study warranting a mid-block crossing should be 
completed, including determining proper locations 
and design of the mid-block crossing with proper 
visibility and safety.
Curb extensions create space for on-street 
parking and shorten the crossing distance for 
pedestrians. 

.

Right-Turn Lanes / Slip Lanes
Dedicated right-turn lanes and right-turn slip lanes 
at intersections help facilitate fast motor vehicle 
travel and are detrimental to pedestrians. Ideally, 
these should be eliminated or redesigned to be 
less problematic. There are a number of locations 
in Santa Fe with slip lanes, making crossing the 
street dangerous for pedestrians. 
In areas where there are high right-turning 
volumes or large vehicles frequently turn, 
pedestrian volumes are low and not expected to 
increase greatly, a channelized right-turn lane 
may be permissible. In this case, the turning 
angle should be reduced to increase pedestrian 
visibility and slow approach speeds. In areas 
with pedestrians, alternate solutions include 
signalizing the right-turn lane or installing a raised 
pedestrian crossing to a refuge island across the 
yield-controlled slip lane.

Bump-Outs
Bump-outs (also known as curb extensions or 
bulb-outs) extend the sidewalk into a parking or 
non-motorized lane. Bump-outs can reduce the 
turning speed for vehicles, reduce the distance 
the pedestrian must cross, improve visibility 
between motorists and pedestrians, create more 
space for riders waiting for the bus, and eliminate 
illegal parking in the corner clearance zone.
Bump-outs should be planted or have some 
vertical indicator so that they can be noticed by 
vehicles if covered by snow.

Refuge Island Locations 
•	 Wide, two-way streets (four lanes or more) with 

high traffic volumes, high travel speeds and large 
pedestrian volumes.

•	 Wide streets where children, people with 
disabilities, or older adults cross regularly.

•	 Wide, two-way intersections with high traffic 
volumes and significant numbers of pedestrians.

•	 Local and side streets where traffic volumes and 
flows create insufficient time to cross.

•	 Minor access/local residential streets where 
they function both as traffic calming devices and 
street crossing aids.

Figure 5.12: Refuge Island Locations for the Most Benefit

Intersections and Crossings

5-20

Provide pedestrian push buttons at the refuge 

when the signal timing doesn't allow all 

pedestrians to cross the entire street on one 

crossing phase. Accessible pedestrian signals (APS) 

shall be provided in accordance with PROWAG.

These areas shall be clear of obstacles such as 

utilities, including signal control boxes, signal 

and light poles, signs, and landscaping above 

two feet in height.

Right-Turn	Lanes/Slip	Lanes
Ideally, the use of dedicated right-turn lanes and 

right-turn slip lanes should be minimized, due 

to the emphasis on easy and fast motor vehicle 

travel. However, they can be designed to be less 

problematic. At many arterial street intersections, 

pedestrians have difficulty crossing due to right-turn 

movements and wide crossing distances. Well-

designed right-turn slip lanes provide pedestrian 

refuge islands within the intersection and a right-turn 

lane that optimizes the right-turning motorist’s view 

of the pedestrian. Listed below are four alternatives 

for design of right-turns, in priority order.

•	 Option	1	-	No dedicated right-turn lane;  

preferred option; see Exhibit 5.19

EXHIBIT	5.19			No	Dedicated	Right-Turn	Lane EXHIBIT	5.20			Dedicated	Right-Turn	Lane

EXHIBIT	5.22			Yield-Controlled	Right-Turn	Slip	Lane	
																											with	Raised	Pedestrian	Crossing

Raised 
Pedestrian 

Refuge

Place crossing as far 
upstream as possible.

Keep crosswalk 
perpendicular 
to direction of 
vehicular travel.

Sl
ip

La
ne

EXHIBIT	5.21		Signalized	Right-Turn	Slip	Lane	with	
																										Raised	Pedestrian	Refuge

Figure 5.10: Right-Turn Slip Lane

Figure 5.11: Bump-Outs Reduce Crossing Distance
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5-30

Intersections and Crossings

EXHIBIT	5.32			Locations	Where	Refuge	Islands	are	Most	Beneficial

Wide, two-way streets (four lanes or more) with high traffic volumes, high travel speeds and large pedestrian volumes.

Wide streets where children, people with disabilities, or older adults cross regularly.

Wide, two-way intersections with high traffic volumes and significant numbers of crossing pedestrians.

Local and side streets where traffic volumes and flows create insufficient time to cross.

Minor access/local residential streets where they function both as traffic calming devices and street crossing aids.

Colorful stencil complements high 
contrast white lines of the crosswalk.

The crossing area is angled to orient 
pedestrians to the view of oncoming traffic.

EXHIBIT	5.33			Medians	create	a	natural	place	to	provide	a	pedestrian	refuge	island	in	mid-block.

Curb Extensions shorten crossing distances.

Ladder bar markings make crosswalks highly visible.

Angle	refuge	island	
toward	oncoming	traffic

On-Street Parking

On-Street Parking
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Marked Crossing
Marked crosswalks indicate where pedestrians 
may cross the street and alert drivers where 
pedestrians are expected to cross. On multi-lane 
roads with an ADT of 12,000 or more, marked 
crossings should always be combined with other 
pedestrian safety measures, such as signs, 
signals, or raised medians.
Longitudinal markings, piano-keys or continental 
striping are more visible to drivers from afar 
and are the preferred striping for all crosswalks. 
While initial cost for this striping can be 2-4 times 
greater than parallel striping, maintenance costs 
are significantly less because the striping pattern 
can be spaced to avoid wear from tire marks. 
Minimum width of longitudinal markings to be 12-
24 inches (NMDOT standard). Minimum width of 
the crosswalk to be 6 feet.

 

Medians / Center Refuge Islands
Medians and center refuge islands are curbed 
areas separating the two directions of traffic 
on a street. They eliminate the need for 
pedestrians to cross both directions of traffic at 
once, particularly on multi-lane roads. Whether 
located at intersections or mid-block, they help 
define the pedestrian walking space and provide 
protection and refuge from motor vehicles. At 
intersections, a median nose facing the center of 
the intersection provides added protection from 
vehicular traffic. 
Medians and center refuge islands should be 
8-10 feet wide and 6 feet long (minimum) to 
provide refuge for several pedestrians waiting 
at once. Mid-block crossing designs that are 
angled require pedestrians to look toward 
oncoming traffic and increase their awareness of 
approaching vehicles. 

Stop Bars / Advance Stop Bars
Stop bars are typically placed at intersections 
where motorists are required to stop to prevent 
overhang into crosswalk areas. Stop bars also 
allow for motorists in multiple lanes to see 
pedestrians at mid-block crossings.
Stop bars are typically 12-24 inch wide white 
stripes that extend across all approach lanes. 
They should be located at least 4 feet in advance 
of the crosswalk, parallel to it. They should be 
used for right-turn-on-red movements and for 
vehicles turning left from the cross street.
At multi-lane roadway mid-block crossings, stop 
bars should be placed 30-50 feet from the marked 
crossing.

Marking Materials / Maintenance
Markings can be made with a variety of materials 
(eg. inlay tape, thermoplastic, paint). They should 
be monitored regularly and maintained in good 
condition. Once no longer needed, they should be 
removed in their entirety.

Figure 5.13: Median Refuge Island Figure 5.14: Marked Crossing with Continental Striping 

Advance Stop Bar Marking
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In-Road Pedestrian Sign 
In many cases, both pedestrians and motorists 
are not aware of state laws regarding pedestrians. 
In Santa Fe, State and City laws require that 
vehicles must yield for pedestrians who are in a 
crosswalk. 
In-road “State Yield Stop for Pedestrians” flop-
over signs are a supplemental feature to remind 
drivers of this law. Placed in the middle of the 
roadway, these signs attract motorists’ attention.
In-Road pedestrian signs are best suited in 
roadways with large volumes of pedestrians 
crossing, and in school zones. They are also 
appropriate when limited space or cost prevents 
construction of a median with more prominent 
pedestrian signage.

Mid-Block Pedestrian Actuated Signals
Pedestrian actuated signals, also known as 
High Intensity Activated Crosswalk, or HAWK 
Signals, are appropriate where there are multiple 
destinations on opposite sides of a high traffic 
volume or speed roadway, or roads with four or 
more lanes. 
Pedestrian beacons are triggered by pedestrians 
and alert motorists to stop / yield for pedestrians 
crossing so they do not cause undue delay to 
vehicles when pedestrian volumes are low. A 
signal warrant analysis should be performed to 
determine if a pedestrian actuated signal should 
be installed.
Advance warning signs and stop bars, or sharks 
teeth markings (triangular markings), should be 
placed in advance of mid-block crossings.

Pedestrian Signals and Signage
Pedestrian signals should be installed at all 
traffic signals, except where pedestrians are 
prohibited. Traffic signal installation is determined 
by conducting engineering analyses according to 
local codes and by assessing site-specific issues 
(proximity to schools, senior centers, hospitals, 
etc.). 
All new intersections and reconstructions 
of intersections with traffic signals, must be 
designed to meet accessibility requirements, 
including accessible pedestrian signals. 

5.4 PEDESTRIAN SIGNALS AND SIGNAGE

In-Road Pedestrian Sign at Marked Crossing Mid-Block Pedestrian Signal at Cordova Street

Reference Standards + Guidelines
-- American Association of State Highway and 

Transportation Officials (AASHTO)
-- AASHTO Green Book
-- Guide for the Planning, Design, and Operation 

of Pedestrian Facilities (AASHTO)
-- Federal Highway Administration (FHWA) 
-- Planning and Urban Design Standards, 

American Planning Association
-- Manual of Uniform Traffic Control Devices 

(MUTCD)
-- US Access Board Public Rights-of-Way 

Accessibility Guidelines (PROWAG)
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Introduction

What we heard

What:  A leading pedestrian interval (LPI) gives pedestrians a 

head start into an intersection before vehicles.   The WALK signal 

is turned on approximately three seconds before vehicles are 

given a green signal.  

Where: Leading pedestrian intervals are most beneficial and 

should be prioritized at the following locations:

 » Intersections with more than three pedestrian crashes in 

three years that involve turning vehicles.  

 » Intersections within 200 feet of a school or park.

 » Intersections with high numbers of conflicts between 

pedestrians and vehicles turning right.  

 » T-intersections.

How:  Leading pedestrian intervals are installed by re-timing a 

traffic signal.  Right turns on red should be prohibited wherever 

leading pedestrian intervals are installed, with exceptions only in 

cases when there would be adverse pedestrian safety or traffic 

impacts.  Accessible pedestrian signals should be considered at 

locations with LPIs to provide information to pedestrians who are 

blind or have low vision.  

This is a LOW to MEDIUM cost pedestrian safety tool.

1. BOTH VEHICLES AND 
PEDESTRIANS ARE STOPPED.  

HOW A LEADING PEDESTRIAN 
INTERVAL WORKS

3.  BOTH PEDESTRIANS AND 
VEHICLES CAN ENTER THE 
INTERSECTION AND TURNING 
VEHICLES MUST YIELD TO 
PEDESTRIANS.  

2. PEDESTRIANS CAN BEGIN 
TO CROSS THE INTERSECTION, 
BUT VEHICLES ARE STILL 
STOPPED.

ADDITIONAL RESOURCES

Van Houten, R., R.A. Retting, C.M. Farmer, J. Van Houten, and J.E.L. Malenfant. Field Evaluation of a Leading 

Pedestrian Interval Signal Phase at Three Urban Intersections. Transportation Research Record No. 1734, 2000.

Leading pedestrian 
intervals7
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Leading Pedestrian Interval
A leading pedestrian interval (LPI) gives 
pedestrians a head start into an intersection 
before vehicles begin turning. The WALK signal 
is turned on approximately three seconds before 
vehicles are given a green signal. This signal is 
often used in conjunction with “No Right-turn on 
Red” signals.

Signal Timing
Signal timing for pedestrians and vehicles must 
be balanced to address the needs of all users. 
Pedestrian signal timing is based on the time for 
a pedestrian to cross at a speed of 3.5 fps (2009 
MUTCD). 
When there is a known presence of slower 
pedestrians (including older adults, people with 
mobility impairment, or children), a crossing 
speed of 2.5 fps is recommended (ITE, Design 
and Safety of Pedestrian Facilities manual). 
Research shows that after waiting 30 seconds, 
pedestrians begin to look for gaps in traffic to 
cross streets. A pedestrian activated signal can 
help in these situations.

Pedestrian Countdown Timer
Pedestrian countdown timers provide information 
on the amount of time remaining to cross the 
street at signalized intersections. Existing 
intersections should be retrofitted with the 
countdown display for increased pedestrian 
safety.

 

 

Pedestrian Countdown Timer

Figure 5.15: Leading Pedestrian Interval Signal Timing

Lagging Left Turn Signal
Pedestrians and vehicle conflicts can occur at 
intersections where pedestrians must wait for left 
turning vehicles to clear the crosswalk.
A lagging left turn is a signal timing method in 
which the left-turn arrow is given after vehicles 
traveling straight have passed through the 
intersection. By allowing pedestrians to cross the 
intersection at the beginning of a signal cycle, 
conflicts between pedestrians and vehicles 
turning left are reduced and vehicular operations 
can improve.

Figure 5.16: Lagging Left Turn Signal
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Crossing Push Button Signal
Push button placement helps to indicate which 
street is being crossed, how to line up to cross, 
and separates audible messaging between 
two separate push buttons controlling the two 
crossings at a typical intersection. 

Accessible Pedestrian Signal
An accessible pedestrian signal (APS) is a traffic 
signal that provides auditory and/or vibrotactile 
information to pedestrians who are blind or have 
low vision. Audible devices should be separated 
by at least 10 feet to avoid confusion as to which 
crossing is open. 
The design and placement of pedestrian actuators 
should follow the Manual of Uniform Traffic 
Control Devices (MUTCD).

Figure 5.17: Push Button Crossing - Accessible



CHAPTER 6 
I M P L E M E N T A T I O N



SANTA FE METROPOLITAN PEDESTRIAN MASTER PLAN 93

6. Implementation

The intent of the Santa Fe Metropolitan 
Pedestrian Master Plan is to guide improvements 
to the pedestrian environment so walking in 
Santa Fe is more enjoyable, convenient, healthy, 
and safe. A primary objective is to make walking 
a viable transportation option and increase the 
number of pedestrians walking in Santa Fe.
The Pedestrian Master Plan identifies a series of 
improvement areas / locations and a broad set 
of strategies to guide the design of pedestrian 
improvements using best practices. The 
implementation of these improvements hinges on 
the following:
-- initiate planning studies in areas of critical 

concern, educational programs, and policy 
recommendations as outlined in this Plan

-- allocate resources to ensure the consistent 
application of standards that are pedestrian 
friendly and that reference best practices in 
pedestrian-oriented design

-- form a Pedestrian Advocacy Committee
-- pursue additional funding to help finance 

the design and construction of sidewalk and 
pedestrian project improvements on a regular 
ongoing basis

-- collect data, establish performance measures, 
and evaluate progress

6.1 pedestrian improvements

The Santa Fe Metropolitan Pedestrian Master 
Plan outlines pedestrian-related improvements in 
the following categories:
-- Areas of Critical Concern (Chapter 3) 

These are areas that need additional analysis 
and planning to assess project scope and 
costs. In most cases, these areas will require 
multi-modal transportation improvements.

-- Implementation Locations (Chapter 3)
As identified through analysis and a 
community input process, identified pedestrian 
needs have been rated and categorized for 
improvement. These projects include rural and 
school-related improvement locations.

-- Policies (Chapter 4)
A series of pedestrian-related policies 
have been recommended to facilitate 
the implementation of more walkable 
environments.

-- Programs (Chapter 4)
Education and outreach programs will help 
communicate the benefits of walking, existing 
laws, and encourage walking.

Given funding limitations and the scope 
of existing need, pedestrian improvement 
projects need to be prioritized. When possible, 
improvements should be implemented that will 
serve multiple purposes, including enhanced 
pedestrian connectivity and safety. 

Through public input, the Pedestrian Master Plan 
includes a list of specific locations with identified 
deficiencies or safety issues as well as broader 
areas with more generalized concerns (see 
Chapter 3: Plan Recommendations and Appendix 
D). All of those identified in the inventory should 
be subject to further review as planning continues 
on a more detailed community level. 
It is anticipated that many more locations with 
improvement needs will be identified and brought 
forward after the Plan has been approved. Some 
of these deficiencies such as missing sidewalk 
segments or crosswalk re-striping are widely 
scattered throughout the Santa Fe area and 
have been categorized for future assessment, 
construction or maintenance. Each identified 
location has a rating score that can be used to 
prioritize the improvement benefit or need. 
Since current funding is inadequate to meet every 
deficiency, it is recommended to focus on the 
Areas of Critical Concern (see Figure 6.1) and 
develop a comprehensive program for each area 
to improve the pedestrian environment for safety, 
comfort and convenience. In addition, locations 
identified near area schools (see Chapter 3.2.3: 
School Area Improvements) are likewise a high 
priority and should be addressed in coordination 
with the local school district.  
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AREAS OF CRITICAL CONCERN RATING SCORES PROPOSED STUDY AREA
LOCATION	   # LOCATIONS	 SAFETY	 NETWORK 	 DEMAND	 ACC	 FEASIBILITY	 SCORE

South Capitol Complex	 10	 3.6	 2.6	 3.0	 3.0	 5.0	 4.0	 21.2	

Mid-Cerrillos Corridor	 4	 3.0	 3.0	 3.5	 2.3	 5.0	 4.0	 20.8	
(Llano St. - Baca St.)		

St. Francis / Guadalupe Neighborhood	 5	 3.4	 3.6	 2.4	 2.4	 5.0	 4.0	 20.8	
(Cerrillos Rd. - Paseo de Peralta / Crucitas)

St. Michaels Drive Corridor	 11	 3.1	 3.9	 2.4	 2.5	 5.0	 4.0	 20.8	
(Cerrillos Rd. - Hospital Dr.)

Lower Cerrillos Corridor 	 2	 3.0	 3.5	 2.5	 2.5	 5.0	 4.0	 20.5	
(Zafarano Dr.: Rodeo - San Ignacio Rd.)	  
(Cerrillos Rd.: Rodeo - Vegas Verde Dr.)		

South St. Francis Corridor	 6	 2.7	 3.3	 3.3	 2.0	 5.0	 4.0	 20.3
(Rodeo Rd. - Siringo Rd.)

Upper Cerrillos Corridor	 7	 2.4	 3.0	 2.4	 2.7	 5.0	 4.0	 19.6
(St. Francis Dr. - West Manhattan Dr.)

North Guadalupe Corridor	 5	 3.4	 2.4	 2.0	 3.0	 5.0	 3.8	 19.6
(West Alameda St. - Paseo de Peralta) 

Airport Road Corridor	 5	 2.4	 2.4	 2.8	 2.2	 5.0	 4.0	 18.8	
(Calle Atajo - Paseo del Sol)

Lower Agua Fria Street Corridor	 5	 2.0	 1.8	 2.6	 2.0	 5.0	 4.0	 17.4
(South Meadows Rd. - Airport Rd.)

LOCATION	 DISTANCE	

South Capitol Complex	 1/4 sq. mi.

Mid-Cerrillos Corridor	 1.00 mi.
(Llano St. - Baca St.)		

St. Francis / Guadalupe Neighborhood	 1.00 mi.
(Cerrillos Rd. - Paseo de Peralta / Crucitas)

St. Michaels Drive Corridor	 1.75 mi.
(Cerrillos Rd. - Old Pecos Trail)

Lower Cerrillos Corridor 	
(Zafarano Dr.: Rodeo - San Ignacio Rd.)  0.50 mi.
(Cerrillos Rd.: Rodeo - Vegas Verde Dr.)  0.60 mi.		

South St. Francis Corridor	 0.75 mi.
(Rodeo Rd. - Siringo Rd.)

Upper Cerrillos Corridor	 0.65 mi.
(St. Francis Dr. - West Manhattan Dr.)

North Guadalupe Corridor	 0.50 mi.
(West Alameda St. - Paseo de Peralta)

Airport Road Corridor	 1.50 mi.
(Calle Atajo - Paseo del Sol)

Lower Agua Fria Street Corridor	 1.00 mi.
(South Meadows Rd. - Airport Rd.)

Figure 6.1: Pedestrian Improvements - Areas of Critical Concern

Segment / CrossingCrashes   Road Type (Average)

NOTES: 
1  Indicated improvement locations are based on analysis and public input. 
2  See rating scoring sheet for score criteria. Scores reflected on this spreadsheet are averages of individual improvement location scores.  
3  All improvement locations on this spreadsheet are within Areas of Critical Concern. 
Improvement locations and rating scores are subject to evaluation and will likely be adjusted when these areas are analyzed in greater depth. 
These areas do not represent a complete evaluation of the Santa Fe Metropolitan Planning Area. See Appendix D for current complete listing of 
improvement locations identified as part of this study. Additional areas may be considered as deemed necessary by the respective agency.

1

2

3

For budgeting purposes, a figure of $35,000 - $70,000 per 0.50 
miles of project area can be used to conduct a more in-depth 
planning study and determine a precise list of improvements 
needed within the areas of critical concern.
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In the Santa Fe area, no entity currently focuses 
on pedestrian issues. Without this focus, 
pedestrians are marginalized.
This plan recommends a committee be formed 
to provide input and guidance on pedestrian-
related issues. Members should be comprised 
of residents both within and outside the City 
limits, represent a diverse cross-section of 
the community and include representation of 
accessibility challenged individuals.
Similar to the Bicycle and Trails Advocacy 
Committee (BTAC) or the Mayors Commission 
on Disabilities (MCD), a separate Pedestrian 
Advocacy Committee would help staff evaluate 
and prioritize pedestrian improvements and 
review projects for conformance with best 
practices. This committee would also provide 
a forum for identifying and hearing pedestrian 
needs and issues.

6.3 Pedestrian advocacy committee

Efforts should be made to allocate resources 
in order to educate and institutionalize the 
implementation of recommended standards 
across jurisdictional boundaries. There should 
be coordination between agencies, departments, 
advocacy groups, and other organizations 
with an interest in walking to ensure the 
consistent application of standards that are 
pedestrian friendly. Participation and buy-in from 
departments in both the City and County will help 
with this initiative.
The Pedestrian Toolbox presented in Chapter 
5 represents some of the best practices for 
designing pedestrian friendly facilities. The 
Toolbox summarizes best practices for designing 
streets that accommodate pedestrians; presents 
guidelines for sidewalks that encourage walking; 
and outlines methods to design and modify 
intersections and pedestrian crossings for safety. 
Standards should be adopted for both rural and 
urban settings to provide safe pedestrian facilities 
in rural areas and allow for a seamless transition 
to build out pedestrian facilities as areas become 
urbanized. 
All existing planning documents should be 
updated to integrate pedestrian considerations 
and recommended practices to comprehensively 
plan streets and create pedestrian friendly 
environments.

6.2 consistent standards

Tasks of the pedestrian advocacy committee 
could include:
-- evaluate and recommend changes to existing 

policies and design standards to improve 
pedestrian safety and access

-- develop benchmarks and performance 
measures; prepare annual report summarizing 
progress and the achievement of goals

-- recommend priority projects for improvements 
based on Master Plan recommendations

-- track implementation of the Master Plan
-- contribute to pedestrian-related aspects of 

planning and development projects
-- advise governing bodies, departments, and 

offices on matters related to pedestrians, 
including what impact actions may have on the 
pedestrian environment
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A clear funding strategy will help secure funding 
for prioritized improvements. Since funding is 
often competitive and limited, establishing a 
road map to implement projects and allowing for 
flexibility to implement in phases can help with 
securing funds. The following approach towards 
project funding is recommended:
-- implement pedestrian improvements as part of 

another project that is already programmed 
-- determine which pedestrian improvements 

can be implemented as part of routine 
maintenance

-- evaluate which projects are best suited for 
applying for federal funding based on available 
funds, likelihood of award, and level of effort to 
apply for funds.

-- create a stand-alone project when warranted 
and when the project cannot be implemented 
as part of another roadway project. 

-- pursue General Obligation Bonds for larger 
multi-modal projects that include pedestrian 
improvements

6.4 funding

Potential Funding Sources 

Federal
•	 Surface Transportation Program
•	 Transportation Alternatives Program (TAP)
•	 Safe Routes to Schools Program (SR2S)
•	 Highway Safety Improvement Program
•	 National Highway Safety Administration
•	 Recreational Trails Program
•	 Enhanced Mobility of Seniors and Individuals 

with Disabilities Program
•	 Congestion Mitigation and Air Quality 

Improvement Program
•	 Community Development Block Grant (CDBG)

State
•	 State Highway Fund
•	 Government Obligation Bonds
•	 State and County General Fund

Local
•	 Impact Fees / Fee-in-Lieu
•	 Gross Receipts Tax Revenue
•	 General Obligation Bond
•	 Sidewalk Fund
•	 Public Private Partnerships
•	 Parking Fees and Fines
•	 Improvement Districts
•	 Tax Increment Financing 

Figure 6.2: Potential Funding Sources / Mechanisms
Capital Improvements
Funding for sidewalk and pedestrian 
improvements will likely come from a broad 
variety of sources. Figure 6.2 outlines a series of 
potential sources or mechanisms to fund capital 
improvements.    

Maintenance
Under current codes, property owners are 
responsible for maintaining and repairing 
sidewalks on their property. In new developments 
or when existing properties are improved, 
sidewalks are installed as part of the 
improvements and paid for by the developer or 
owner.  

Data Management
Funding is also needed for additional data 
collection and management of the GIS sidewalk 
database. This funding should be provided as part 
of the MPO operating budget in coordination with 
the City of Santa Fe and Santa Fe County.
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Pedestrian Data Collection 
•	 Pedestrian Counts 

Install pedestrian counters to establish 
existing condition counts and document 
pedestrian usage after improvements. 

•	 Crash Data 
Collect detailed information on pedestrian 
crashes to determine what types of safety 
improvements might have the greatest impact 
on making streets safer for pedestrians.

•	 Sidewalk Inventory 
Complete the sidewalk inventory for the 
entire MPO planning area to identify 
additional sidewalk gaps; update database as 
improvements are made.  

•	 ADA Transition Plan 
Add most current transition plan data and 
recommendations, once complete, to the 
sidewalk inventory database.    

•	 Pedestrian Signals 
Inventory existing pedestrian signals to 
determine location, signal type / phasing, 
timing, cycle length, walk interval, usage, etc. 

•	 Lighting 
Inventory existing lighting of the pedestrian 
environment and implement a plan to replace 
/ install lights for adequate night time use.  

•	 Striping / Marking / Signage 
Inventory existing markings and signage 
at pedestrian crossings to evaluate their 
effectiveness for pedestrian safety.

•	 Street Width 
Collect information on street width, posted 
speed limits, ROW width, sidewalk and buffer 
zone widths. 

In order to generate a more comprehensive 
analysis of pedestrian improvement needs, 
additional data collection is needed. As the Santa 
Fe Metropolitan Pedestrian Master Plan was 
generated, a number of data sets were created 
(eg. public transit stops, sidewalk inventory) to 
better analyze pedestrian conditions and needs. 
Additional data collection would both complete 
existing data sets and provide valuable new 
data to better analyze areas of deficiency (see 
recommended data collection items outlined in 
figure 6.3). Much of the additional data collection 
was identified through the public process and 
from Working Group members.
Additionally, baseline pedestrian count data and 
follow-up counts at regular intervals would be 
useful to track usage, particularly before and after 
improvements are made. Some municipalities 
conduct counts on an annual or semi-annual 
basis. Others also track before and after counts 
as major project improvements are implemented. 

6.5 Data Collection, performance measures, EVALUATION
Figure 6.3: Recommended Pedestrian Data Collection

Performance Measures
As the Pedestrian Master Plan is adopted and 
project improvements are made, progress should 
be tracked against established performance 
measures. Performance measures are also 
useful for evidence-based decision making and 
forecasting. These performance measures need 
to be finalized for the plan and could include the 
following targets to better meet community goals: 
•	 Walking: set target mode share percentages for 

pedestrians vs. other modes
•	 Walking: track participation in Safe Routes to 

Schools (SR2S) programs
•	 Safety: reduction of ped/vehicle crash rate
•	 Project Implementation: number of projects 

initiated / implemented
•	 Reporting: update and formalize on-line citizen 

reporting methodology for pedestrian issues; 
track reports   
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Evaluation
In an effort to gauge progress towards making 
Santa Fe a more pedestrian friendly environment, 
it is important to document existing conditions 
and establish targets. Understanding where the 
Santa Fe community ranks among others in the 
nation is useful for marketing and targeting future 
improvements. 

Walk Friendly Community Designation 
Walk Friendly Communities is a national 
recognition program developed to encourage 
towns and cities across the U.S. to establish 
or recommit to a high priority for supporting 
safer walking environments. The WFC program 
will recognize communities that are working to 
improve a wide range of conditions related to 
walking, including safety, mobility, access, and 
comfort. (source: www.walkfriendly.org)
Communities are evaluated based on a set of 
criteria and are awarded walk friendly community 
designations of bronze, silver, gold, or platinum. 
As of 2014, 50 communities have received Walk 
Friendly Community designations. 
The WFC program is maintained by the University 
of North Carolina Highway Safety Research 
Center’s Pedestrian and Bicycling Information 
Center, with support from a number of national 
partners.

Walk Friendly Community seal




