
� Those groups likely to be the ones most impacted received early notification and
communication.

� Two-way and face-to-face communication were sought as more effective methods
for citizens and Team members to build design consensus.

� Project information was communicated to all known stakeholders, and citizens were
identified within the defined project corridors through a variety of media and meetings.

� All reasonable input from citizens was given consideration by the Project Team. All
input was recorded and reviewed throughout the life of the project.

� All citizens’ direct questions to the Project Team outside the public meetings were
responded to within two business days.

� A series of public outreach actions, both formal and informal, were necessary.
Team members were mindful of the use of technical language and the need for
creating quick sketches to help citizens visualize their ideas during the meetings.

� Opportunities for multiple forms of input were used from the beginning of the
process to allow people the opportunity to communicate their ideas in ways that
they were the most comfortable.
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Public Outreach Program
From the early beginnings of the planning process the involvement of the citizens of Greenville played heavily in the direction of the overall vision of the Master Plan.

As recognition of this important ongoing process, the Project Team created a plan for the implementation of a Public Outreach program to better engage the citizens of
Greenville and record their vision for what the streets of Greenville would become. Plans were evaluated throughout the course of the project. As the situation dictated,

the Project Team modified its approach to better serve the citizens and increased their opportunity for meaningful involvement in the design process.

Purpose
The implementation of this Streetscape Master Plan will impact the citizens and business owners within the Center City and West Greenville neighborhoods. The purpose
of the public involvement was to promote and provide a variety of meaningful forums for citizens to learn about and comment on the project. Initially, a list of
stakeholders and their interests was generated. This list grew in size as the project proceeded and the audience engaged grew. The outcome of this effort was that the
citizens and other stakeholders had multiple meaningful opportunities in a variety of settings to provide feedback, both positive and negative. On several occasions
comments generated by the citizens’ review actually changed the course of the project design. This process allowed the citizens to take ownership in the project, thereby
making the end result more meaningful to them. Thus the vision of the streetscape was a citizen-driven and approved design process.

Objectives
� Disseminate information about the project to the general public and to directly affected communities.

� Identify and actively solicit input from stakeholder groups most affected and interested in possible streetscape improvements within the Center City and West Greenville
neighborhoods.

� Provide a variety of opportunities for public participation and involvement throughout the planning process.

Principles Guiding the Public Involvement
The Project Team recognized and embraced the important role of public involvement in the planning process. The Team members were guided by the following principles
when dealing with the constituencies interested in and/or impacted by future streetscape projects:
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Techniques for Public Involvement
The following tools were used to disseminate information out to the public throughout the
course of the project:

� Coordination with the local news media (through newspaper ads, press releases, and
interviews with the new media staffs, both TV and newspaper).

� Coordination with local radio stations through announcements and on-line interviews with
City Staff and the Project Team.

� City Website (regularly updated by City Staff).

� Personal mailers and newsletters were initially mailed to the property owners and businesses
within the project areas. As the project moved forward, those who signed in at the public
meetings were also added to the mailing list if they were not part of the original mailing
list.

� Small group meetings, public meetings, and open houses were held.

� Compiled list of public comments. All comments were addressed and recorded as part of
this Master Plan document. A record of the citizen comments and the Project Team’s
responses are provided in the Appendix of this document.

Public Meetings
A variety of meetings were held during the course of the project:

� January 5, 2006  

Two small group meetings were held for the business owners and residents of the Uptown Area
as well as the owners and residents along MLK Drive in West Greenville. These meetings were
held at the Eppes Center and Sheppard Memorial Library. The focus of these meetings was to
convey “What is a Streetscape?” in order to determine the citizens’ vision for the future, and to
assign priorities to issues for the Project Team to address.

� February 23, 2006  

A small group meeting was held with the Uptown Greenville Design Review Committee. The
focus of this meeting was to get input from this specific organization on what issues it felt
were important to the process. This committee is made up of various business owners, local
design professionals, educators, and developers.
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� March 6, 2006

Two small group meetings were held for the business owners and residents of the Uptown Area
as well as the owners and residents along MLK Drive in West Greenville. These meetings were
held at the Eppes Center and Sheppard Memorial Library. The focus of these meetings was to
present initial design concepts and get additional feedback from the citizens.

� March 9, 2006

Oral History at the Carver Library. During the course of the project the Project Team heard a
number of references to “the way it used to be.” The focus of this meeting was to gather
more of the unwritten history and feelings of the citizens in order to help celebrate the future
of Greenville with projects that incorporated Greenville’s rich history. A recording of this
informal meeting is provided in the Appendix of this document.

� March 9, 2006

A public open house was held for all the citizens of Greenville to attend at the Sheppard
Memorial Library. The focus of this meeting was to present initial design concepts and get
additional feedback from the citizens.

� April 24, 2006

Two small group meetings were held for the business owners and residents of the Uptown
Area as well as the owners and residents along MLK Drive in West Greenville. These meetings
were held at the Eppes Center and Sheppard Memorial Library. The focus of these meetings
was to present final design concepts and get additional feedback from the citizens.

� April 26, 2006

A public open house was held for all the citizens of Greenville to attend at the Sheppard
Memorial Library. The focus of this meeting was to present final design concepts and get
additional feedback from the citizens.

� May 2, 2006

A meeting was held with the Redevelopment Commission. The public as well as the Planning and
Zoning Commission were invited to attend. The focus of this meeting was to present final design
concepts and get additional feedback from those in attendance.

� June 5, 2006

A meeting was held with the City Council in the new Council Chambers. The presentation
followed the grand opening celebration of the new City Hall Building. The focus of this meeting
was to present final design concepts and get additional feedback from those in attendance.
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Public art and public space should be considered and planned as part of the basic roadway project.Remember, even a basic urban street project represents a 30 to 50 year public investment.

Transit stops, benches, bike racks and related pedestrian 
amenities all help create the finished product.

Concept Statement:
Concept Statement:A major investor in West Palm Beach’s Clematis Street (URG Project) recently told us that we had 

simply designed the “golf course fairway” through downtown.  As a result, increasingly higher levels

of private reinvestment were attracted to this area.  A public investment in an urban area which helps 

to attract a 5:1 ratio of private to public investment is generally considered to be desirable. In some

instances, the ratio of private to public investment can exceed 30 or 40:1 thereby making such 

investments a “win-win” proposition.
The Consideration of special features as part of the basic roadway/streetscape project should begin 

early in the design process. If such features are not fully funded, but locally supported, they should

be designed into the initial phase of construction for inclusion at a later date.  Complements to the

“golf course fairway” might include:
• The use of local or international artists
• The inclusion of urban green spaces at prime location• Enhancements targeted at improving pedestrian or transit mobility• Central plazas and fountains

• A broader framework of urban amenities identified during the public involvement 

process

Obviously, the early identification and inclusion of such features will serve to facilitate successful

fundraising from sources such as outside grants, or local corporate or private contributions.

Road and streetscape improvements afford the opportunity to develop or to 
connect significant public spaces.  Here, a single block is used to create an 
outdoor performance area.  On event evenings in downtown Louisville, KY, 
people crowd this space for organized events. Their presence and anticipation 

in the local business economy has not gone unnoticed.

Pedestrian amenities such as pots or bollards can greatly
enhance the warmth and scale of a downtown street, while 
providing function as separators between automobile and 
pedestrian.

Urban mobility can mean more than cars, bikes and pedestrians.  A growing number of downtowns are rediscovering 

the unique benefits of installing a vintage trolley system to connect attractions such a centralized parking; cultural, civic,

or governmental facilities; urban waterfront parks;; or residential, shopping or office developments.  Vintage trolleys help 

to “theme” mixed -use areas while promoting ridership patterns up to ten times those of “rubber tire” systems.

Local artists can often lend interest and appeal to a streetscape.  In Miami Beach, a

local artists designed and installed “art walls” which helped to enhance a park entry

way and related transit stop.

The use of outdoor interactive waterfeatures provides a place for people to gather and socialize.

Urban open space is tied into the adjoining street network thorough lighting, paving, landscape plantings, and art.

PART 4: SPECIAL FEATURESThe Possibilities Center City Streetscape Master PlanGreenville, North Carolina

What is a Streetscape Project?
What is a Streetscape Project?
What is a Streetscape Project?The Complete Street Kit of Parts

A fountain decorates the main street in Hot Springs, Arkansas.

Concept Statement:
Concept Statement:

“Working urban streetscapes should be constructed of high qualitymaterials capable of withstanding decades of urban use. Theseworking streetscapes should anticipate and ultimately support the land uses anticipated along their edge. Due to a variety of cost implications,urban streetscapes should be designed to maximize initialinvestments. Gimmicks and fads should be avoided by recognizing the 30 to 50 year lifecycle of these investments.

General Comments:Generally speaking, the streetscape consists of all elements located between the face of curb and 
improvements that exist along the roadway corridor. Frequently the design of the roadway cross-
section will have a critical influence on the comfort, safety, and appearance of the streetscape. 
These influences include:

• The presence of on-street parking• The width of sidewalks• Roadway & pedestrian lighting design• The location and configuration of overhead utilities

Sidewalk widths and their transition to adjoining uses can be enhanced through city policies which facilitate the redevelopment process.

The width of the sidewalk will be vital to the futurefunction and appearance of the streetscape.  Hereadequate space was created along the outside transition from sidewalk to business permitting the opportunity for sidewalk vendors.

Urban street tree selection should be based upon the nature of adjoining land uses, and 
on the physical limitation of the space afforded the tree installation. 

Where more expansive building setbacks permit, largecanopy trees can be utilized to provide adequate shade, a critical part of the “urban oasis” experience.

Free standing landscape planters or pots can contribute needed seasonal color, or tree mass, where space is at a premium.  In some installations, we have sponsored “adopt a pot” programswith local merchants who agreed to maintain and periodicallyplant urban pots placed near or around their business entryways.

Some of the simplest streetscape treatments support some of the 
highest land uses.  Here, a restaurant enriches the streetscape experience.

Streetscape “rules of thumb” include:
• Where heavy present or future pedestrian activity is anticipated, sidewalks should be 10 to 12 feet wide  (minimum). Widths of 16 feet are preferred.
• Urban street trees should be sited between the sidewalk and roadway.  This has the benefit of buffering pedestrians from traffic, and serves to

“optically reduce” the apparent width of the street thereby slowing or “calming” traffic speed.• The Zone 4 to 6 feet wide, running along the back of  the curb is referred to as the “landscape verge,” and is used to site trees, lighting, signs, and 

related elements such as trash  receptacles.

• The central sidewalk zone of 6 to 8 feet is the space reserved for pedestrian movement and should be kept clear of obstructions.  Groups of pedestrians

moving in opposite directions should be able to pass each other without forming single file or stepping out into the landscape verge or street. In order to 

balance the competing interests of moving both pedestrians and autos, some cities have adopted level of service standards for the movement of

pedestrians.The outside 3 to 5 feet serves as the transition zone to land uses adjoining the street corridor.  Many cities are establishing setbacks

3 to 5 feet from the right of way limit for new construction.  This serves to widen this transition zone, thereby expanding its potential uses, for outdoor

section, dining, or sidewalk display.

• Unlike basic roadway construction costs, the cost of a streetscape can vary widely based upon the quality and expense of the materials selected.  We refer

to this as the streetscape “level of  finish,” which is usually expressed as a cost per roadway center line foot, or alternatively, cost per curb front or

storefront foot.  With paving system costing between $10 and $20 per square foot, and street trees costing between $500 and $1500 each, it is easy to design 

any streetscape at almost any price point.  Other basic influences to streetscape cost include sidewalk width; streetscape and roadway lighting; and 

special features or enhancements.

In a recent project, the effective widening of a sidewalk by just 4 feet permitted the adjoining shops to provide comfortable and safe outdoor seating.  Smaller cafes, for example, might find the lunch and dinner occupancy of even 16 additional seats a majorcontribution to their “bottom line.” In most cases, these profitsare reinvested back into the downtown businesses - furtheradvancing the vision.

Sidewalk paving will vary widely by design and cost.  Here, a simple color additive has been used to upgrade the appearance of the standard gray sidewalk s.

Urban uses should be allowed to have their entries“spill out” onto the sidewalk as with this whimsical design in front of a store.  Such novelties will enrich thepedestrian experience and are typically funded by the adjoining property owner.

Where business frontages faces high volume traffic lanes, wider sidewalks permit the installation of bufferplantings which help to reduce noise, and soften the transition from store front to traffic flow

PART 3: STREETSCAPE
From Curbs to ROW Limit
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Concept Statement:Concept Statement:
The cost of reconstructing a “typical” urban street might run from $500 to $800 percenterline foot, or about $280,000 per block (assuming a typical block length of 350+/-feet). Including a “reasonable” streetscape program into this process could add an additional $500 to $800 per centerline foot, or a combined cost of about $560,000 perblock.  Addressing the rehabilitation and/or replacement of buried utilities…coupled with the partial and/or full burial of overhead utilities, can easily contribute an additional$500 to $800 per centerline foot, or a total cost of about $840,000 per block. This“three thirds” rule of thumb is fundamental to understanding the way many costestimates for the reconstruction of urban streets are understated. The final function and appearance of such projects must begin with an understanding of the existingutility systems, and the cost of desired modifications to these systems.Remember…the retrofitting of these utility systems is rarely practical, so they must be anticipated and budgeted early in the process.

General Comments:
When considering the influence that utility systems will have on the design of urban streets,the following factors are worth noting:

• By far the most costly, overhead power and telecommunications lines present the greatestaesthetic challenge to beautifying urban streets.  At up to $3 million per mile, the cost offull burial of these systems is becoming less and less practical.  Instead we are seekingsolutions which seek “spot burials” of overhead lines (at critical locations) and thesimplifications/consolidation of existing facilities.

• Communities should review existing franchise agreements with utility providers utilizingpublic rights of way for the distribution of their services. Such agreements may grantlocal governments with some degree of leverage when negotiating the relocation, burial, or upgrade of overhead services.

• Communities should conduct early and thorough evaluation of the cost/benefit of usingurban lighting systems provided by local power providers vs. a system owned by the city. Such evaluations should address system cost, function, aesthetics, maintenance, liability, and ultimate ownership.

• Roadway and streetscape lighting options should be considered early in the process… astheir cost will vary dramatically.

• The quality of the street environment at night will have a significant effect on crimeprevention, the comfort and safety of pedestrians (and therefore their willingness to usethe sidewalks at night), the driving behavior of motorists, and commercial opportunitiesto use the sidewalk during nighttime hours.

• Light sources should avoid glare, provide a “white” or “near white” light, and not overlyilluminate the roadway surface or sidewalk.

• Decades of urban stormwater runoff have resulted in growing concerns with water quality. As a result, some urban roadway improvements are being evaluated for ways to clean uptheir stormwater prior to discharge into local watersheds.  Due to the high cost of urban land for surface water management, such treatment methods frequently involve the useof buried stormwater treatment system.

As a major partner in the reconstruction of urban streets, many local power companies have begun to respond to the growing demand of communities wanting to upgrade the aesthetics of urban lighting and 

overhead utility systems. From top left to lower right:

• Proposed treatments of pedestrian lighting 
• Roadway lighting on existing utility poles
• Roadway lighting with upgraded poles and luminaires
• Upgraded poles supporting overhead distribution lines

The most cost effective way to upgrade the appearance of typical roadway infrastructure is to simply “dress up”existing component parts. Here a spun concrete pole, decorative arm, and light and some exterior grade paintredefines the appearance of an “off  the shelf” system.  Other modifications including concrete stairs, or the use of
concrete aggregates open up a wide variety of upgrade opportunities…at a wide range of costs.

What is a Streetscape Project?
What is a Streetscape Project?
What is a Streetscape Project?

PART 2: UTILITY SYSTEMS
Above and Below Grade

Center City Streetscape Master Plan
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The Complete Street Kit of Parts

PART 1: ROADWAY

From Curb to Curb
Center City Streetscape Master Plan

Greenville, North Carolina

Concept Statement:Concept Statement:

It  has been estimated that over 60% of urban streets have been constructed since WWII.   As such, 

many of these facilities have been targeted for either rehabilitation or total reconstruction. 

Recognizing that such projects will represent 30 to 50 year investments in public infrastructure, more

emphasis should be placed on developing a “balanced” roadway design… one which equally

considers “multi-modal” mobility, and the need for project aesthetics. This critical “balancing act”

forms the basis of our concept.

General Comments:

Generally speaking, the roadway consists of all elements occurring from face of curb to face of curb.  In 

some cases, as with the use of raised intersections of crosswalks, the streetscape is designed to merge 

and “become one” with the roadway.  This merger is intend to imply that the automobile is passing 

through a pedestrian zone, rather than the other way around.  If successful, this will have the effect of

calming traffic speeds while promoting pedestrian safety. The design of urban streets must be based 

upon a variety of traffic engineering standards and practices which will vary with the following important 

factors:
• The street or roadway “classification” and ultimate jurisdiction (or ownership)

• The desired traffic volumes for the facility must accommodate the desired
“level of service” for the traffic volumes identified for the facility

• Any mitigating land use of mobility issues projected during the life of the
facility

• The posted and design speed of the street or roadway

• Other local issues of “vision” statements embraced by the community

• Implementation cost vs. implementation budget

Traffic calming can sometime mean blurring the distinction between the sidewalk and the road.  

In this section of downtown Ashville, NC, the use of an at grade street has provided an effective 

“balance” between the power of the pedestrian and traditional power of the automobile.

With these factors in mind, it is now possible to identify some general “rules of thumb” for the design of

urban streets:

• One way “pairs” or “couplets” have the advantage of accommodating higher

volumes of traffic, and can be useful in eliminating the need for dedicated right

or left turn lanes.

• Two way traffic has the advantage of reducing traffic speeds (people will

generally drive more slowly when facing oncoming traffic), and has the benefit

of  improved access to business establishments.  Two way traffic flows may

necessitate the use of turn lanes, bus pull off lanes, or loading zones.

• In order to widen sidewalks, travel lane widths should be minimized .  Urban

streets throughout the country are being designed with 11 foot lane widths.

• Dedicated turn lanes increase the roadway cross section at intersections

making pedestrian crossings more difficult.  At a walking speed of about 2.5 feet

per second, this translates to to around 4 to 5 more seconds of pedestrian

exposure to traffic.

• Urban streets which accommodate a mix of “through” vs. “local” traffic,

must strike a careful balance of capacity vs. access vs. speed.  Generally, traffic

capacity is more limited by delays at intersections as opposed to congestion

on the “link” or street segments between intersections.  Translated, this means

that adding more travel lanes will not necessarily result in proportional

improvements to through traffic volumes without modifications to

intersections.

• Traffic calming devices should be designed into the project from day one.  Such

devices include lane width; medians; lighting design; streetscaping; and the use

of vertical or horizontal modifications to the roadway itself.

• The reconstruction of urban streets is a highly invasive and complex process

involving much more than the roadway itself.  Typically such construction will

also entail the replacement or rehabilitation of water, sewer, and drainage

infrastructure, and possibly the burial of overhead utility lines,  As such, these

improvements should be evaluated early in the roadway design process in order

to fully anticipate the cost and inter-relationship of these facilities.

• Urban street design should seek out all applicable technical improvement in 

infrastructure.  System components such as traffic signals, lighting, remote

security and messaging, curbing, paving, gutters, drainage structures, signing,

marking, and multi-modal technologies are critical to the long term success an

function of urban street design.

• The reconstruction of urban streets requires a close partnership between all 

project stakeholders in order to minimize disruptive impacts to local businesses

and residential areas.

Pedestrian cross walks should be designed in response to their location, use, and potential conflict with 
automobiles.  Left to right:

• a cost effective “terracotta” paint in lieu of pavers

• a mid-block crossing using a decorative pattern of standard roadway markings

• a high use crossing incorporating a median for a pedestrian refuge.

Investments in traffic calming measures can result

in significant returns to public safety.  Research has

estimated that even marginal reductions in vehicle 

speed will dramatically increase the likelihood that 

a pedestrian will survive a traffic accident.

Depending upon a variety of factors, urban intersections should generally not incorporate 

curb radii in excess of 25 feet.  In some cases, curb radii of 15 feet or less can be used 

depending upon the speed, volume, and direction of traffic flows.  Reducing the radius of

curb returns has the result of slowing traffic at crosswalks and narrowing the distance 

pedestrians must cross.  Designated routes or operation times for larger trucks will

permit a functional balance between these competing interests.

Standard roadway curb and gutter details throughout the country incorporate a 24-inch wide section 

consisting of an 18-inch “gutter pan” and a 6-inch curb return.  The three basic function of roadway

curb and gutter sections is to:

• provide a barrier between the travel lane and sidewalk,

• protect the structural integrity of the roadway edge, and 

• to convey water, along the curb face, in the “gutter pan”

Some urban areas have opted for a modification of this typical section by using a 12-inch gutter pan 

complimented by a 12-inch curb return.  This detail has the benefit of providing greater structural 

strength (to withstand years of urban use) and a more distinctive and attractive “edge” which 

separates the roadway from the sidewalk and verge.  

Alternatives to roadway pavers include the use of new

materials and methods such as “Streetprint,” a stamped and 

painted asphalt or colored and textured concrete, which has

the look of brick or concrete pavers.

The design of roadway cross sections should consider the need 

for current and future pedestrian accommodations.  Here, even 

three pedestrians must struggle to make the unsafe, and 

uncomfortable journey to the shops and restaurant beyond.

What is a Streetscape Project?What is a Streetscape Project?What is a Streetscape Project?
The Complete Street Kit of Parts

Examples of the modified curbs are shown in 

the above photographs.



The Visioning Process
As a part of the first round of public meetings, citizens were asked to participate in a
visioning and prioritization process. This information was gathered from the citizens
present via written comments (visioning) and a written survey form asking how they
would spend $100 to better improve the streets of Greenville (priorities). These
comments were the genesis of the design process. The following comments were the
results of these exercises:
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� Top Five Priorities for Uptown
Greenville
� Street Trees
� Utility Improvements 

(Underground)
� Improved Street Lighting
� Site Furniture (Benches, etc…)
� Improved Pedestrian Safety

� Top Five Priorities for West Greenville
� Improved Street Lighting
� Improved Transit
� Improved Pedestrian Safety
� Street Trees
� Wider/Better sidewalks

There were other items that were also voted on to determine their importance to the
citizens. However, the top five for both project areas received more votes than the
balance of the list of streetscape elements.

� Overall Vision for Greenville’s Future

A Community that is….
Alive
Safe
Beautiful
Well Lit
Walkable


