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The Pedestrian Master Plan is the first 
countywide plan in Montgomery County to make 

recommendations to improve the pedestrian experience 
in a holistic way. An important element in the county’s 
2017 Vision Zero Action Plan and 2021 Climate Action 
Plan, the Pedestrian Master Plan supports the Thrive 
Montgomery 2050 goal to “develop a safe, comfortable and 
appealing network for walking, biking and rolling.” The 
plan documents the pedestrian experience in Montgomery 
County today, and makes recommendations in line with 
national and international best practices so being a 
pedestrian here is even better in the years ahead.

The plan envisions a county where walking (and rolling 
using a mobility device) is safer, more comfortable, more 
convenient and more accessible for pedestrians of all ages 
and abilities. In line with this vision, the plan includes the 
following goals:

The plan featured significant in-person and virtual 
engagement to understand the issues important to 
pedestrians in all areas of the county and from people 
of di�erent backgrounds, ages, and types of mobility. A 
description of engagement activities can be found in the 
Engagement appendix.

In addition to community engagement, the plan included 
first-of-its-kind data collection and analysis to support 
e�ective plan recommendations. These innovative e�orts 
included:

Countywide Pedestrian Level of Comfort (PLOC) 
Analysis

The project team collected information about 
streetscape features (sidewalk width, tra�ic bu�er 
width, etc.) for all county roadways and intersections 
to estimate pedestrian comfort. This data collection 
supported analysis around comfortable access to 
schools, transit stations, libraries, and other community 
destinations-identifying disparities in comfortable 
access countywide.

Montgomery County Public Schools (MCPS) Student 
Travel Tally
	 The project team worked closely with MCPS to 

understand student travel patterns by distributing 
and analyzing a survey that was completed by more 
than 70,000 students in late 2019. The survey results 
provide unique insights into which schools already see 
significant arrivals and departures on foot, and where 
opportunities for improvement exist.

2015–2020 Pedestrian Crash Analysis
The project team summarized the number and 
severity of pedestrian crashes in Montgomery County 
over this five-year period. Analysis identified important 
context, like presence of lighting and roadway speed 
limit, to underscore factors related to crash severity 
and likelihood.

The Plan 
documents 
the pedestrian 
experience in 
Montgomery 
County today

1
Increase Walking Rates and Pedestrian 
Satisfaction

2
Create a Comfortable, Connected, 
Convenient Pedestrian Network

3 Enhance Pedestrian Safety

4
Build an Equitable and Just Pedestrian 
Network
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Objective 4.4:
Parks, libraries, and recreation centers will be as comfortable to access 
from EFAs (Figure 2) as from outside EFAs. 
•	 Parks

	o Pathways (71.0% comfortable EFA/69.0% non-EFA)
	o Crossings (36.0% comfortable EFA/35.0% non-EFA)

•	 Libraries
	o Pathways (80.0% comfortable EFA/79.0% non-EFA)
	o Crossings (61.0% comfortable EFA/67.0% non-EFA)

•	 Recreation Centers
	o Pathways (83.0% comfortable EFA/77.0% non-EFA)
	o Crossings (48.0% comfortable EFA/65.0% non-EFA)

Metric
Comparison of comfortable pathway/crossing connectivity to parks, 
libraries, and recreation centers from EFAs and other areas

Data Requirement
Pedestrian Level of Comfort Data, Montgomery Planning

Objective 4.5:
Eliminate the disparity in the rate of pedestrian fatalities and severe 
injuries between EFAs (Figure 2) and non-EFAs. In 2022, there were 4.2 
times more severe pedestrian injuries and fatalities inside EFAs than 
outside them. 

Metric
Ratio of pedestrians killed or severely injured per mile of roadway inside 
EFAs compared with outside EFAs

Data Requirement
Crash Data, Montgomery County

Objective 4.6:
People with disabilities will be at least as satisfied with their pedestrian 
experience as those without disabilities. In 2020, people with disabilities 
were 10.0% less satisfied. 

Metric
Di�erence in overall pedestrian satisfaction between people with 
disabilities and those without

Data Requirement
Biennial Countywide Pedestrian Survey, Montgomery Planning
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The PLOC evaluates crossings based on the highest 
posted speed limit where the crossing is located 
(typically at an intersection but also at mid-block 
crossings). Marked crosswalks, and specifically high-
visibility crosswalks, are more prevalent on higher 
speed streets (Table 16). Marked crossings of all types 
are more common in urban areas than in transit 
corridors and more common in transit corridors than in 
exurban/rural areas.

Having a place to stop between directions of motor 
vehicle tra�ic improves pedestrian comfort. Medians 
are categorized as either a pedestrian refuge island 
(greater than or equal to six feet) or as a raised median 
less than six feet wide/hardened centerline. While raised 
pedestrian refuge islands have the greatest crossing 
safety and comfort benefits, medians that do not meet 
the criteria for a refuge may also be beneficial. Figure 13 
highlights how prevalent di�erent median treatments 
are based on the number of lanes pedestrians have 
to cross. On streets with two or three travel lanes, the 
crossing distance is short and there are few medians. As 
roadways widen beyond three lanes, medians become 
more prevalent; medians are present at 49% of four- 
to five-lane street crossings and 88% of crossings on 
streets with six or more lanes.

Table 16. Crossing Type by Roadway Speed by Land Use

Posted Speed Limit

Urban Transit Corridor Exurban/Rural

U
nm

arkerd

Standard

H
igh Visibility

U
nm

arkerd

Standard

H
igh Visibility

U
nm

arkerd

Standard

H
igh Visibility

Less than 30 mph 64% 14% 21% 74% 15% 11% 80% 11% 8%

30-40 mph 33% 23% 44% 50% 14% 36% 67% 11% 22%

Greater than 40 mph 21% 24% 56% 29% 25% 46% 47% 26% 27%

Source: Pedestrian Level of Comfort Analysis

FIGURE 13. MEDIAN TREATMENT BY NUMBER OF LANES

Source: Pedestrian Level of Comfort Analysis





44

Access to Destinations
While many people walk for recreation, as summarized under 
Goal 1, many people also walk for practical reasons like getting 
to community destinations, transit stations, or schools. The 
PLOC data were used to better understand how comfortable 
it is to get to these destinations. Analysis is described in the 
footnote.15

Table 18 provides the comfortable access scores for walking 
to community destinations (libraries, recreation centers, and 
parks) and transit stations broken out by pathway and crossing 
mileage. While all libraries and recreation centers were scored, 
only two types of parks (regional and recreational) were 
included in the analysis. Overall, the pathways are the most 
comfortable part of the walk to these destinations. Crossing 
streets is generally less comfortable. While there are disparities 
between pathway comfort and crossing comfort for most 
destinations, the di�erence for parks is the greatest at 35%. 
Only 35% of the crossing distance between residences and 
parks was comfortable, lower than every other destination 
in Table 18. A breakdown of comfortable connectivity scores 
to specific destinations can be found in the Comfortable 
Connectivity appendix.

Comfortable access to community destinations and transit 
stations varies by area type, but the results are not consistent 
across each type of destination or transit service. Table 
19 breaks down comfortable access for these di�erent 
destinations. Across area types, pathway comfort tends to 
exceed crossing comfort. Libraries are most comfortable to 
access in urban areas, while parks are most comfortable to 
access in exurban/rural areas. Transit corridors and urban 
areas have similar comfortable connectivity to recreation 
centers. Comfortable connectivity to Red Line and Purple Line 
stations is better in urban areas than in transit corridors, while 
people living in exurban/rural areas within one mile of the 
stations have the most comfortable Brunswick Line access. 

As noted in the table, not all community destinations or transit 
stations are present in the di�erent area types (e.g., there are 
no Red Line stations in exurban/rural areas).

15	 A one-mile walkshed was created around each public facility (community destination or transit station). Trips between each residence and destination were modeled using the 
most direct route along the PLOC network. The comfortable access percentage is the sum of all the comfortable portions of the trips divided by the total trip distance.

Table 18. Comfortable Pedestrian Access to Community 
Destinations and Transit Stations

Pathway 
Distance

Crossing 
Distance

Community Destinations

Libraries 79.5% 65.5%

Recreation Centers 78.4% 65.5%

Parks 69.9% 35.1%

Transit Stations

Red Line 88% 66.4%

Purple Line 75.7% 69.8%

Brunswick Line 89.5% 72%

Source: Pedestrian Level of Comfort Analysis

total comfortable distance of all residential 
trips to the respective destination

total distance of all residential trips to the 
respective destination

comfortable
access =

An important 
aspect of 
understanding 

Pedestrian 
Comfort is 
evaluating access
to common 
destinations.
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Undesirable pathways are more likely to be along 
wider, faster roadways like Georgia Avenue or 
University Boulevard where landscape panels that 
bu�er the sidewalk (if they exist at all) may not 
be su�iciently wide or have enough soil volume 
to support the growth of canopy trees. Table 23 
shows that canopy coverage tends to be greater 
along pedestrian pathways with wider bu�ers. 
Pathways with at least a six-foot bu�er have nearly 
twice the canopy coverage as those without 
bu�ers.

Communities within EFAs have less canopy 
coverage than their non-EFA counterparts 
along the less-comfortable roads (“somewhat 
comfortable” through “undesirable”) in urban and 
transit corridor areas, as shown in Figure 17. For 
example, somewhat comfortable pathways in EFAs 
in urban areas have 5.7% less canopy coverage 
than in urban areas in non-EFAs. In transit corridor 
areas, these same pathways have 5.4% less 
coverage.

Table 23. Canopy Coverage by Bu�er Width

Bu�er Width Canopy Coverage

None 22.2%

Less than Six Feet 30.1%

Six Feet or More 39.5%

FIGURE 17. CANOPY COVERAGE BY LAND USE BY EFA
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B-3: Create direct and accessible street 
crossings.
High-quality street crossings connect communities and make 
it easier to access local destinations like schools, parks, and 
transit stops. The county PLOC analysis found that while the 
majority of the pathways in the county are comfortable (61%), 
only 42% of street crossings are comfortable. Coupled with 46% 
satisfaction with the number of marked crosswalks and 42% 
satisfaction with the number of places to safely cross the street in 
the Countywide Pedestrian Survey, it is clear that street crossings 
countywide need to be improved. The key actions below achieve 
the recommendation by encouraging more intuitive curb ramp 
and crosswalk design, enhancing pedestrian right-of-way while 
crossing, and supporting the installation of more direct pedestrian 
crossing locations.

Key Actions:
B-3a:	 Update state and county design standards to reflect a 

preference for perpendicular curb ramps aligned with 
the crosswalk.

When curb ramps are significantly out of alignment with 
the crosswalk, people with vision disabilities have more 
di�iculty orienting to cross the street safely, and people 
using wheelchairs are directed into the intersection, 
where they are more vulnerable to conflict with motor 
vehicles. Misaligned curb ramps also inconvenience 
people pushing strollers or using other wheeled devices. 
Perpendicular curb ramps aligned with the crosswalk can 
be provided on both straight and curved sections of curb.

Goals(s): Equitable and Just Pedestrian Network, 
Pedestrian Safety

Leads: MCDOT, MDOT SHA Perpendicular curb ramps directly aligned with appropriate crosswalks. 
Image Credit: U.S. Access Board
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B-4: Build more walkable places.
Creating and enhancing places in Montgomery County where people 
can easily, quickly, and directly access many destinations on foot or 
using a mobility device is one of the most e�ective ways to achieve the 
Pedestrian Master Plan goals. For many people in Montgomery County 
today, there are few nearby places to walk to, so driving is a logical 
choice. In fact, pedestrians living in Suburban areas of the county and 
pedestrians living in Exurban/Rural areas of the county take about 76% 
and 79% fewer pedestrian trips, respectively, than those living in urban 
areas. The key actions below recognize that land-use and transportation 
planning are highly interrelated. Good land-use planning and site design 
result in shorter and more rewarding trips, making walking a preferred 
way to travel.

Key Actions:
B-4a:	 Use master planning processes to focus growth in 

Downtowns, in Town Centers, and along Growth Corridors to 
expand walkable places in the county.

To increase walking, plans need to encourage situations where 
walking is preferable. Creating dense mixed-use clusters and 
adding density to existing mixed-use clusters is the most 
e�ective way to achieve this goal. Thrive Montgomery 2050 
strongly emphasizes this approach. Making it easier to walk 
to more destinations within the same distance will encourage 
more people to choose walking over other travel modes, which 
will reduce vehicle miles traveled and transportation emissions 
in the county.

Goals: Walking Rates, Comfortable/Connected Pedestrian 
Network

Lead: Montgomery Planning, County Municipalities

B-4b: 	 Locate schools and other public buildings to prioritize 
providing safe and direct pedestrian access.

The placement and design of pedestrian pathways strongly 
influences whether walking is the preferred transportation 
mode for accessing public buildings like schools, community 
centers, and libraries. To make public buildings as pedestrian 
friendly as possible, they should be placed adjacent to nearby 
sidewalks; avoid directing pedestrians through parking lots; 
provide a welcoming, prominent pedestrian entrance; and 
incorporate other best practices for safe pedestrian access. 

Goal: Walking Rates

Leads: MCDGS, MCPS

Support: Montgomery Planning

B-4c: 	 Encourage MCPS to revise minimum acreage requirements 
for school sites and consider co-location opportunities to 
facilitate smaller school footprints that are better integrated 
into adjacent communities.

Minimum acreage requirements can discourage the use 
of smaller sites and buildings that are embedded within 
walkable neighborhoods in favor of larger tracts at the edge of 
the community that are less conducive for walking. Revising 
minimum acreage requirements would allow more walkable 
infill parcels to be considered for schools, making it more 
likely that future students will walk to school. Increasing the 
likelihood that students will walk to school has numerous 
benefits, including operational savings from reduced busing 
and reduced transportation emissions.

Goal: Walking Rates

Lead: MCPS
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B-7: Create more pedestrian connections and 
formalize pedestrian shortcuts.
The county’s network of sidewalks, trails, and roadway crossings 
should make it easy and convenient for people to walk and 
roll directly between Point A and Point B. Unfortunately, this is 
o�en di�icult, as cul-de-sacs, missing sidewalks, and poor street 
connectivity may force people to walk well out of their way to 
reach destinations. The key actions will help to achieve this 
recommendation by planning future opportunities for pedestrian 
connectivity, ensuring appropriate sidewalks and trails are built 
through private development, and advocating for the dedicated 
and increased funding needed to close sidewalk gaps and make 
other important pedestrian connections.

Key Actions:
B-7a: 	 Increase funding for the Annual Sidewalk Program 

and other related Capital Improvement Program (CIP) 
e�orts, including the Bus Stop Improvement capital 
funding program, to address missing, broken, or 
substandard sidewalks and other infrastructure.

Additional funding is needed to address the large 
demand for sidewalk projects.

Goal: Comfortable/Connected Pedestrian Network

Leads: County Executive, County Council

B-7b: 	 Create a new CIP project to build, reconstruct, and 
resurface master-planned pedestrian shortcuts, 
Neighborhood Connector pedestrian/bike paths, and 
other pedestrian connections.

While existing capital improvement program projects are 
authorized to build, reconstruct, and resurface pedestrian 
shortcuts—informal pedestrian connections not along 
a street that provide a more direct pedestrian route 

than the sidewalk and trail network—in practice these 
projects are used to build more substantial pedestrian 
connections. Therefore, a distinct program focused on 
building, reconstructing, and resurfacing pedestrian 
shortcuts and master-planned Neighborhood Connector 
paths is needed.

A separate section of the Pedestrian Master Plan identifies 
many of these pedestrian shortcuts as master-planned 
pedestrian connections to be constructed through public 
projects or private development.

Goal: Comfortable/Connected Pedestrian Network

Leads: County Executive, County Council

Pedestrian shortcuts (or 
people’s choice paths) 
are informal and unpaved 
pathways that people develop 
to shorten their trips.
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B-7f: 	 Consider a program with financial and technical support 
to Homeowners Associations, Condominium Associations, 
and commercial properties for providing pedestrian 
connections through their property and reconfiguring 
existing parking lots to be more pedestrian friendly.

Many residential communities and commercial areas 
were constructed at a time when pedestrians were not 
prioritized. While today, pedestrians are a larger priority 
and Montgomery Planning and county agencies work 
with those pursuing private development projects on 
pedestrian-friendly site and frontage design, there are not 
many opportunities to encourage property owners who are 
not pursuing redevelopment to make pedestrian-friendly 
changes. This key action would provide a sum of money 
annually to support two types of important projects:

1.	 The provision of pedestrian shortcut connections 
and through-block connections across common 
areas of Homeowners Association and Condominium 
Association property—where these connections would 
improve pedestrian access to local businesses, transit, 
and community destinations.

2.	 The reconfiguration of parking lots to be more 
pedestrian friendly—reducing the number and severity 
of conflicts between motor vehicles and pedestrians

Goals: Comfortable/Connected Pedestrian Network, 
Walking Rates, Pedestrian Safety

Leads: DHCA, CCOC, County Executive, County Council

Support: MCDOT

B-7g: 	 Include o�-site pedestrian and bicycle access 
improvements to transit stations as part of the main 
capital project or through a parallel e�ort.

While existing CIP projects are authorized to build, 
reconstruct, and resurface pedestrian shortcuts—informal 
pedestrian connections not along a street that provide a 
more direct pedestrian route than the sidewalk and trail 
network—in practice these projects are used to build 
more substantial pedestrian connections. Therefore, a 
distinct program focused on building, reconstructing, and 
resurfacing pedestrian shortcuts and master-planned 
Neighborhood Connector paths is needed.

A separate section of the Pedestrian Master Plan identifies 
many of these pedestrian shortcuts as master-planned 
pedestrian connections to be constructed through public 
projects or private development.

Goal: Comfortable/Connected Pedestrian Network

Leads: County Executive, County Council
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B-9: Make tra�ic calming easier to implement.
Managing vehicle speed is an essential element in creating a 
high-quality pedestrian environment. Tra�ic calming measures 
should be installed wherever target speeds as defined in the 
CSDG or relevant master plans are not being met. The key actions 
for this recommendation encourage the continued evaluation of 
the county’s tra�ic calming approach and an increased reliance 
on engineering judgement when it comes to making decisions 
about the installation of tra�ic calming, crosswalk markings, and 
other treatments.

Key Actions:
B-9a: 	 Increase funding for tra�ic calming countywide to 

encourage a more proactive tra�ic calming installation 
approach.

The CSDG increases the type and location of potential 
tra�ic calming infrastructure in Montgomery County, but 
additional funding is needed to install additional tra�ic 
calming, especially in a proactive way in the locations 
where it is most needed.

Goals: Comfortable/Connected Pedestrian Network, 
Pedestrian Safety

Leads: County Executive, County Council

Through the Tra�ic Engineering Study process, 
community members can identify safety and connectivity 
issues and request MCDOT address them with the 
appropriate treatments. Frequently, the rationale 
for not installing a safety/connectivity treatment is 
that the volume of pedestrians who would utilize the 

improvement is too low. A location with low pedestrian 
volumes could be a result of many factors, including 
inadequate pedestrian facilities or high vehicle speeds. 
The observed demand is not indicative of potential 
demand when current conditions are not safe. 

Goal: Comfortable/Connected Pedestrian Network

Lead: MCDOT

B-10: Facilitate the transformation of state 
highways to support Montgomery County’s 
transportation and land use priorities as 
articulated in adopted plans, guidelines, and 
policies.
Thrive Montgomery 2050, the county’s General Plan, envisions 
transforming activity centers and growth corridors into safe, 
comfortable, and irresistible multi-modal environments. 
Although serious injury and fatal pedestrian collisions are more 
frequent in suburban areas, Montgomery Planning’s Predictive 
Safety Analysis study found that Downtown Boulevards and Town 
Center Boulevards have the highest rate of crashes involving 
pedestrians. 

Improving the safety, attractiveness, and walkability in these 
locations is critical to the success of these centers. State highways 
account for about 45 miles of road in Downtowns and Town 
Centers, as well as about 55 miles along master-planned BRT 
corridors (review Table 33 and associated maps of Downtown 
and Town Center areas). Along these roadways and all other state 
highways countywide, it is recommended that the State Highway 
Administration: 

1) Incorporate local master plan recommendations, local design 
standards, and local policies into SHA’s funding allocations 
as well as planning and design for roadway maintenance, 
reconstruction, new construction, and operations; and 
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2) Expedite review and facilitate implementation of infrastructure 
changes to state highways being implemented through county 
and municipal projects and/or implemented as part of land 
development or redevelopment projects. 

Key Actions:
B-10a: Explore ways to formalize State Highway Administration 

incorporation of local master plans, policies, and 
standards for the design and operation of state 
highways in Montgomery County. 

Di�ering design standards, policies, and priorities at the 
State Highway Administration are a potential obstacle to 
achieving the goals for Montgomery County articulated 
in Thrive Montgomery 2050, area and functional master 
plans, the adopted Montgomery County Complete Streets 
Design Guide, the Vision Zero Action Plan and the Climate 
Action Plan. These documents express local priorities for 
the design and function of state highways, particularly for 
bus rapid transit corridors and in Downtowns and Town 
Centers. 

Aligning SHA’s design standards, policies and priorities 
for activities within Montgomery County with these 
County-adopted local plans, policies, and standards will 
support the implementation of Thrive Montgomery 2050 
and facilitate implementation of the Pedestrian Master 
Plan. There are many avenues through which this can be 
achieved, including updates to SHA program, policies and 
standards; changes to the state code to bring state and 
local practices into alignment; or establishing a written 
agreement about relevant plans, policies and design 
standards between the county and the state. 

Goals: Comfortable/Connected Pedestrian Network, 
Walking Rates, Pedestrian Safety, Equitable and Just 
Pedestrian Network

Leads: State Delegation, County Executive

B-10b: 	Find opportunities to expedite the State Highway 
Administration’s review of public and private projects. 

The State Highway Administration reviews design plans 
for public and private projects that a�ect the state rights 
of way. For these projects to proceed to construction, 
SHA comments must be addressed, the design drawings 
must be approved, and an SHA Access Permit must be 
provided. However, the current SHA review process has 
no time limits within which SHA must approve or reject a 
permit application. Uncertain review timelines can lead 
to project delays, slowing the construction of important 
pedestrian, bicycle and transit improvements. 

Expediting SHA’s review process by establishing 
reasonable deadlines, similar to those required of 
Montgomery County agencies for regulatory review, will 
likely reduce delay and more quickly advance needed 
safety and accessibility improvements. 

Goals: Comfortable/Connected Pedestrian Network, 
Walking Rates, Pedestrian Safety, Equitable and Just 
Pedestrian Network 

Leads: State Delegation, County Executive
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B-11: Address curbside management to prioritize 
pedestrian safety and rethink how curb space is used.
There is a need to think strategically about how curbside space is used. Demand 
for this space has risen sharply with increased use of delivery services and 
transportation network companies like Ly� and Uber as well as conventional 
taxi service and on-street parking. These demands a�ect pedestrians in a variety 
of ways, including at crosswalks, which are sometimes blocked by delivery 
trucks and transportation-network company drivers loading and unloading. The 
key action encourages the development of a plan to manage this space more 
e�ectively.

Key Action:
B-11a: 	Develop a curbside management plan and pilot innovative 

approaches to curbside management.

Related E�ort: Vision Zero Action Plan

Goal: Enhance Pedestrian Safety

Leads: Montgomery Planning, MCDOT
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Protect
Montgomery County has adopted Vision Zero, a 
commitment to eliminate severe injuries and fatalities in the 
transportation system by 2030. While the recommendations 
related to construction and maintenance of pedestrian 
spaces highlighted above will also improve safety, the 
recommendations that follow are systemic policy changes 
and programming that will speed proactive Vision Zero 
implementation and ensure pedestrians are safe while 
traveling through Montgomery County.

P-1: Reduce impacts of vehicle design and 
operation on pedestrian safety.
The design, weight, and speed of motor vehicles are all 
critical factors in the likelihood of a pedestrian crash 
and its resulting severity. Vehicles today are significantly 
larger than those from prior decades and are designed 
with inherent visibility issues like elevated hoods, creating 
massive front blind spots that hide children and many other 
pedestrians from view. As the increased mass combines 
with higher speeds, more energy is created, and collisions 
with pedestrians are much more likely to result in severe 
or fatal injury. In addition, the size of emergency vehicles 
like fire trucks is o�en a limiting factor in achieving safe 
designs for streets. These key actions identify approaches to 
mitigate these pedestrian safety issues and reduce barriers 
to redesigning streets to help achieve Vision Zero. 

Key Actions:
P-1a: 	 Install speed governors or intelligent speed control 

devices in county and public agency vehicles to 
ensure their drivers adhere to the speed limit.

The county and public agencies should set an 
example when it comes to driving safely by setting 
an upper limit for how fast vehicles can go using 
speed governor technologies. Emergency vehicles 
should be exempt from this policy.

Related E�ort: Vision Zero Action Plan

Goal: Pedestrian Safety

Leads: County Executive, Montgomery Parks, MCPS

P-1b: 	 Develop a strategy to purchase emergency vehicles 
that can navigate narrower streets and tighter curb 
radii while maintaining appropriate performance 
standards.

The size and design of fire and emergency vehicles 
o�en dictates street design to the detriment of 
pedestrian safety and comfort; these vehicles 
require wider streets and larger curb radii 
dimensions than other vehicles. Wider streets 
increase pedestrians’ exposure to tra�ic when 
crossing the street, and larger curb radii enable 
vehicles to make faster turns which results in less-
convenient and less-direct curb ramp placement 
and reduces motorists’ ability to see pedestrians 
crossing the street. Other communities across the 
country and around the world have created fleets of 
emergency vehicles that can operate on narrower 
streets and make tighter turns than Montgomery 
County’s fleet.

Precedents: The Los Angeles Fire Department 
purchased their first electric fire truck—the 
Rosenbauer RTX—in 2022. It is quieter, narrower, 
and has a tighter turning radius than other fire 
trucks. San Francisco has been purchasing smaller 
fire trucks to support pedestrian safety e�orts since 
2017.

Goal: Pedestrian Safety

Lead: Fire & Rescue Service 
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P-2f: 	 Update the CSDG and Executive Regulations to 
make pedestrian median refuges a high priority 
for intersections with six or more lanes, including 
through lanes, turning lanes, and auxiliary lanes.

Only 16% of pedestrian crossings across six or more 
lanes in the county have a median refuge—a place to 
safely stand between directions of tra�ic—and as a 
result, satisfaction with places to stop partway while 
crossing a street is 33% countywide. Installing more 
refuges would improve safety by allowing pedestrians 
to negotiate crossing only one direction of tra�ic at a 
time. 

Goals: Pedestrian Safety, Comfortable/Connected 
Pedestrian Network

Lead: MCDOT

P-2g: 	 Remove free-flow channelized right turn lanes 
where roadway geometry allows and improve their 
design where it does not.

Free-flowing channelized right turn lanes allow 
motor vehicles to travel at high speed through an 
intersection. Drivers using these lanes tend to be 
focused more on yielding to motor vehicle tra�ic 
on the road into which they are merging, than to 
pedestrians who may be crossing the channelized 
right-turn lane to travel through the intersection. 
High rates of motor vehicle speed reduce visibility 
and reaction time for drivers and pedestrians alike, 
increasing the risk of a severe or fatal collision. 
Channelized right-turn lanes are also di�icult for 
people with vision disabilities to navigate. Altering 
these lanes by changing roadway geometry, 
eliminating the “porkchop” island, or adding 
tra�ic control will improve pedestrian safety and 
intersection accessibility. 

Goals: Pedestrian Safety, Comfortable/Connected 
Pedestrian Network, Equitable and Just Pedestrian 
Network

Leads: MCDOT, MDOT SHA

A channelized right turn lane with porkchop island at Bel Pre Road 
and Georgia Avenue is di�icult to navigate.
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P-8b: 	 Consider developing strategies for equitable in-person 
tra�ic enforcement activities.

While there are many benefits to automated enforcement, 
it is not present everywhere tra�ic infractions take 
place and cannot detect certain types of infractions. Of 
particular relevance to this master plan are violations of 
the pedestrian right-of-way, stop sign compliance, and 
other pedestrian-vehicle conflicts. Strategies should be 
developed to ensure this life-saving enforcement activity 
takes place and occurs in a fair and equitable fashion.

Goal: Pedestrian Safety

Leads: County Executive, MCPD, County Council, 
Montgomery Parks

P-9: Comprehensively lower speed limits 
countywide.
Higher tra�ic speeds are directly linked to crash severity. In pursuit 
of Vision Zero, the county should continue e�orts to lower speed 
limits in neighborhoods and along major roadways, with a goal of 
having the roadway’s posted speed limit match the target speed 
outlined in the CSDG.

Key Actions:
P-9a: 	 Support state legislation to allow jurisdiction-wide speed 

limit reduction.

Montgomery County’s ability to lower the posted and 
statutory speed limit along residential streets is limited by 
state law. A recent legislative e�ort to allow jurisdictions to 
lower speed limits to no less than 15 miles per hour failed 
(HB 404 in 2022). The county should support all legislation 
that o�ers local agencies more flexibility in setting speed 
limits in line with county goals.

Precedent: Washington, D.C. lowered speed limits on 
residential streets across the city to 20 mph.

Goal: Pedestrian Safety

Lead: State Delegation

P-9b: 	 Ensure that speed limits and observed speeds along 
county roads are in line with target speeds identified in 
the CSDG.

This key action seeks to reduce the discrepancy between 
the roadway’s intended speed (target speed) and the actual 
speed of travel by motor vehicles (observed speed). In 
addition to changing posted speed limits, achieving this key 
action will require changes to roadway geometry and other 
factors to make the roadway design speed compatible with 
the target speed.

Goal: Pedestrian Safety

Leads: MCDOT, MDOT SHA
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Expand Access
The pedestrian environment has been constructed in a way that can 
make it di�icult or impossible for some members of the community 
to walk or roll. Pedestrians with disabilities in Montgomery 
County are 10% less satisfied with the pedestrian experience than 
pedestrians overall. Pedestrians with disabilities outside of urban 
areas expressed an even greater dissatisfaction with the pedestrian 
experience. These recommendations aim to make the pedestrian 
system more accessible to all pedestrians, whether they walk or roll.

EA-1: Reduce tripping hazards.
Sidewalks and trails should be smooth and comfortable for all 
users. An uneven sidewalk or trail can make walking or rolling 
uncomfortable and unsafe. The key actions that follow identify ways 
to create and maintain smoother walking and rolling surfaces.

Key Actions:
EA-1a: 	 Prioritize the repair of brick sidewalks that have identified 

accessibility challenges. Require new or rehabilitated 
brick sidewalks to be constructed using non-slip 
materials and with patterns, spacing, and installation 
methods designed to minimize disturbance for wheeled 
vehicles.

Bricks and pavers are challenging surfaces to walk or roll on 
if they are poorly maintained. Addressing these accessibility 
issues by repairing these sidewalks with like material 
in line with best practices and then ensuring continued 
accessibility is essential to the ongoing use of brick and 
other non-concrete paving treatments.

Goal: Equitable and Just Pedestrian Network, Walking Rates

Leads: Urban Districts, Montgomery Planning

EA-1b: 	 Saw cut sidewalk joints to minimize vibrations for 
pedestrians using mobility devices or pushing strollers.

Sidewalk joints are necessary to allow sidewalks to expand 
and contract over time in a controlled way. However, 
traditional tooled joints can be jarring for pedestrians using 
mobility devices and pushing strollers. A saw cut joint 
provides the least disturbance for wheeled sidewalk users.

Precedent: Saw-cut contraction joints are required when a 
sidewalk is a designated or shared bicycle path in Portland, 
Oregon.

Goals: Equitable and Just Pedestrian Network, Walking Rates

Leads: MCDOT, MDOT SHA, MCDPS, County Municipalities

Tooled joints are less clean and a bit wider than saw cut 
joints. Image Credit: StrongholdFloors
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EA-8: Regulate shared spaces.
Shared spaces where people using di�erent travel modes 
intermingle can add to the vitality of communities 
by encouraging pedestrian activity and allowing the 
reimagination of important civic spaces. 

At the same time, it is necessary for these spaces to be 
better regulated to ensure pedestrians, and especially 
pedestrians with disabilities, can safely and directly travel 
between Points A and B. These key actions identify two 
ways to improve these spaces through changes to law and 
the development of regulations.

Key Actions:
EA-8a: 	 Pursue a modification to the Maryland Code 

clarifying that drivers, bicyclists, and scooter 
riders are required to yield the right of way to 
pedestrians on shared streets and that drivers 
are also required to yield to bicyclists and scooter 
riders.

Montgomery County is pursuing shared streets 
in multiple locations, but a pedestrian hit by a 
driver or bicyclist at a non-intersection location 
on a shared street would be at fault under current 
law. As the most vulnerable user in a shared street 
environment, pedestrians should have the right 
of way on these streets, followed by bicyclists and 
scooter users. 

Related E�ort: Vision Zero Action Plan

Goal: Pedestrian Safety

Lead: State Delegation

EA-8b: 	 Develop streetery guidance that identifies 
appropriate locations, seating requirements, 
accessibility requirements, and other issues. 
Conduct periodic inspections to verify 
compliance with this guidance.

Streeteries—seating for restaurants that spills into 
the street—add to the vibrancy of Montgomery 
County public space and benefit local businesses, 
but their design can create challenges for 
pedestrians with disabilities. Guidance should help 
formalize streeteries that exist today and create a 
path for more streeteries to be created in the future, 
ensuring accessibility is prioritized for access to the 
streetery seating itself and for pedestrians traveling 
through the streetery area to another destination. 
The 2030 Vision Zero Action Plan includes a similar 
recommendation.

Goal: Equitable and Just Pedestrian Network

Leads: MCDOT, MCDPS

Support: Montgomery Planning

People walking in the middle of 
a shared street with cars in the 
background 
Photo Credit: Toole Design

Pedestrian space is made inaccessible by a 
table and a tree.
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Table 31. Tier 2 BiPPAs (listed alphabetically)

BiPPA Name Map 
Reference #

Briggs Chaney Rd: Briggs Chaney Town Center to Prince George’s County 1

Briggs Chaney Town Center 2

Carroll Ave: Flower Ave to Takoma Langley Crossroads Town Center 3

Carroll Ave: Takoma Junction Town Center to Flower Ave 4

Carroll Ave: Takoma Old Town Town Center to Takoma Junction Town Center 5

Cedar Ln/Summit Ave: Rockville Pk to Kensington Town Center 6

Centerway Rd: Goshen Rd to Snou�er School Rd 7

Connecticut Ave: Kensington Town Center to Chevy Chase Lake Town Center 8

Connecticut Ave: Veirs Mill Rd to Kensington Town Center 9

Dale Dr: Wayne Ave to Piney Branch Rd 10
Dennis Ave: Georgia Ave to University Blvd 11
Downtown Friendship Heights 12

East-West Hwy: Downtown Bethesda to 16th Street Station Town Center 13

East Randolph Rd: Colesville Town Center to Downtown Life Sciences/FDA 
Village 14

Ethan Allen Ave: Takoma Junction Town Center to Ethan Allen Ave Gateway 
Town Center 15

Flower Ave: Long Branch Town Center to Carroll Ave 16

Forest Glen Rd: Forest Glen Town Center to Brunett Ave 17

Forest Glen Rd: Forest Glen Town Center to Seminary Rd 18

Germantown Rd: Clopper Rd to Richter Farm Rd 19

Greencastle Rd: Old Columbia Pk to Prince George’s County 20

Grosvenor Ln, Cheshire Dr: Old Georgetown Rd to Rockville Pk 21

Hines Rd: Cashell Rd to Georgia Ave 22

Layhill Rd: Layhill Town Center to Glenmont Town Center 23

Lockwood Dr: Burnt Mills Town Center to White Oak Town Center 24

Macarthur Blvd: Persimmon Tree Rd to Goldsboro Rd 25

Table 31. Tier 2 BiPPAs (listed alphabetically)

BiPPA Name Map 
Reference #

Middlebrook Rd: Germantown Town Center to Foxchapel Town Center 26

Muncaster Mill Rd: Woodfield Rd to Redland Town Center 27

New Hampshire Ave: Colesville Town Center to White Oak Town Center 28

New Hampshire Ave: Ethan Allen Avenue Gateway Town Center to Takoma 
Langley Crossroads Town Center

29

New Hampshire Ave: White Oak Town Center to Hillandale Town Center 30

Old Columbia Pk: Briggs Chaney Rd to Burtonsville Town Center 31

Old Columbia Pk: East Randolph Rd to Fairland Rd 32

Old Georgetown Rd: Downtown Rock Spring to Downtown Bethesda 33

Old Georgetown Rd: Downtown White Flint to Downtown Rock Spring 34

Philadelphia Ave: Downtown Silver Spring to Piney Branch Rd 35

Prince Phillip Dr: Georgia Ave to Olney-Sandy Spring Rd 36

Randolph Rd: Glenmont Town Center to Colesville Town Center 37

Redland Rd: Shady Grove Town Center to Redland Town Center 38

River Rd: Westbard Town Center to District of Columbia 39

Scenery Dr: Germantown Rd to Middlebrook Rd 40

Seminary Rd/Seminary Ln/Second Ave/Linden Ln 41

Shady Grove Rd: Downtown Life Sciences Center to Shady Grove Town 
Center 42

Shady Grove Rd: Midcounty Hwy to Muncaster Mill Rd 43

Snou�er School Rd: Centerway Rd to Woodfield Rd 44

Strathmore Ave/Knowles Ave: Rockville Pk to Kensington Town Center 45

Tuckerman Ln: Old Georgetown Rd to Rockville Pk 46

Watkins Mill Rd: City of Gaithersburg to Montgomery Village Town Center 47

West Cedar Ln: Old Georgetown Rd to Rockville Pk 48

Wilson Ln: Bradley Blvd to Downtown Bethesda 49

Wisteria Dr: Germantown Town Center to Waring Station Rd 50
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Table 32. Tier 3 BiPPAs (listed alphabetically)
BiPPA Name Map Reference #

Frederick Rd: Milestone Town Center to Foxchapel Town Center 34

Georgia Ave: Howard County to New Hampshire Ave 35

Georgia Ave: Norbeck Rd to Aspen Hill Town Center 36

Germantown Rd/Watkins Mill Rd: Frederick Rd to Montgomery Village Town Center 37

Germantown Rd/Watkins Mill Rd: Germantown Town Center to Frederick Rd 38

Germantown Rd: Clopper Rd to Germantown Town Center 39

Goldenrod Ln/Observation Dr: Germantown Rd to Foxchapel Town Center 40

Goldsboro Rd: Macarthur Blvd to River Rd 41

Goshen Rd: Centerway Rd to Wightman Rd 42

Goshen Rd: Snou�er School Rd to Brink Rd 43

Great Seneca Hwy: Clopper Rd to Germantown Town Center 44

Great Seneca Hwy: Clopper Rd to Richter Farm Rd 45

Huntington Pkwy: Bradley Blvd to Old Georgetown Rd 46

Jones Ln: Turkey Foot Rd to Darnestown Rd 47

Jones Mill Rd: I-495 to East-West Hwy 48

Kemp Mill Rd: Randolph Rd to Arcola Ave 49

Kensington Town Center 50

Leaman Farm Rd: Germantown Rd to Great Seneca Hwy 51

Little Seneca Pkwy: Ridge Rd to Fair Garden Ln 52

Longdra� Rd: Longdra� Ct to City of Gaithersburg 53

Lyttonsville Pl/Brookville Rd: Lyttonsville Town Center to Linden Ln 54

Maryland Gateway Town Center 55

Massachusetts Ave: Goldsboro Rd to District of Columbia 56

Mateny Rd: Clopper Rd to Great Seneca Hwy 57

Mateny Rd: Great Seneca Hwy to Clopper Rd 58

Montgomery Hills Town Center 59

Montgomery Village Ave: Montgomery Village Town Center to Lower Village Town Center 60

Montgomery Village Ave: Montgomery Village Town Center to Wightman Rd 61

Muncaster Mill Rd: Avery Rd to Norbeck Rd 62

Musgrove Rd: Old Columbia Pk to Fairland Rd 63

New Hampshire Ave: Colesville Town Center to Cloverly Town Center 64

Norwood Rd: Doctor Bird Rd to Sandy Spring Town Center 65

Norwood Rd: Layhill Rd to New Hampshire Ave 66
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Libraries

Damascus Town Center

Complete Streets Design 
Guide Area Boundary

County Boundary
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Grosvenor Town Center

Complete Streets Design 
Guide Area Boundary

County Boundary Metro Stations
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Montgomery Village Town Center

Complete Streets Design 
Guide Area Boundary

County Boundary
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Takoma Old Town Town Center

Complete Streets Design 
Guide Area Boundary

County Boundary
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Traville / USG Town Center 

Complete Streets Design 
Guide Area Boundary

County Boundary

The Downtown interim 
designation and boundary 
for the Life Sciences (Great 
Seneca) area and the 
designation and boundary 
for the Traville/USG Town 
Center will be reviewed 
when the County Council 
takes up the Great Seneca 
Plan: Connecting Life and 
Science. 
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Washingtonian Town Center

Complete Streets Design 
Guide Area Boundary

County Boundary
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Pedestrian Shortcuts
A pedestrian shortcut is an informal pedestrian connection not along a 
street that provides a more direct pedestrian route than the sidewalk and 
trail network. Also known as a “people’s choice path,” a “desire line” or a 
“goat path,” an existing pedestrian shortcut may look like trodden grass, 
dirt, gravel, or pavement that has fallen into disrepair. These connections 
are not currently sidewalks or trails, but provide important, time-
saving benefits for pedestrians interested in making direct trips to local 
destinations. Many people use these connections daily to run errands, 
get to work or school, connect to public transportation, and exercise. This 
section recommends master-planning a network of pedestrian shortcuts 
so they can be improved through public capital projects and private 
development. As sidewalks, trails, and other appropriate facilities are 
built along these connections, more people will be able to safely walk

using the most direct route. To the extent practicable, a 20-foot right-of-
way dedication should be provided for those pedestrian shortcuts not 
already located in a public right-of-way. These connections should be 
built through capital projects and private development as applicable, in 
line with Key Action B-7b. Shortcuts should be prioritized for construction 
using the data-driven approach identified in the Implementation chapter. 

Table 34 and associated maps identify 310 locations where informal 
pedestrian shortcuts currently exist across the county. These connections 
were identified through a public engagement process and subsequent 
review of property boundaries and subdivision plats. A description of 
the approach is in the Pedestrian Shortcut Methodology appendix. The 
Map Reference # column corresponds to the shortcut location on the 
respective policy area maps starting on page 211.

PEDESTRIAN SHORTCUTS AND COUNTRY SIDEPATHS
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Table 34. Pedestrian Shortcut Recommendations
Policy Area Origin Destination Map Reference #

Bethesda CBD Bethesda Trolley Trail Woodmont Avenue 28
Bethesda CBD Glenbrook Road Battery Lane 29
Bethesda CBD Chevy Chase Drive Norwood Local Park 30
Bethesda CBD Bradley Boulevard Norwood Drive 31

Bethesda/Chevy Chase Bent Branch Road Bay Tree Lane 32
Bethesda/Chevy Chase Bent Branch Road Tulip Hill Terrace 33
Bethesda/Chevy Chase Bay Tree Lane Goldsboro Road 34
Bethesda/Chevy Chase Buttonwood Lane Goldsboro Road 35
Bethesda/Chevy Chase Tulip Hill Terrace Goldsboro Road 36
Bethesda/Chevy Chase Chevy Chase Lake Drive Springdell Place 37
Bethesda/Chevy Chase Sangamore Road Capital Crescent Trail 38
Bethesda/Chevy Chase Fernwood Road Kirkdale Road 39
Bethesda/Chevy Chase Little Falls Parkway Wakefield Road 40
Bethesda/Chevy Chase Dorset Avenue Greystone Street 41
Bethesda/Chevy Chase Henning Street Ayrlawn Local Park 42
Bethesda/Chevy Chase Westbard Avenue River Road 43
Bethesda/Chevy Chase Jordan Road Westbard Avenue 44
Bethesda/Chevy Chase Leeke Forest Court Beech Avenue 45
Bethesda/Chevy Chase Radnor Road Oldchester Road 46
Bethesda/Chevy Chase Spruce Tree Avenue Linden Avenue 47
Bethesda/Chevy Chase Bannockburn Drive East Halbert Road 48
Bethesda/Chevy Chase Whitman Drive Whittier Boulevard 49
Bethesda/Chevy Chase Hutch Place Inverness Drive 50
Bethesda/Chevy Chase Stewart Driveway Dundee Driveway 51
Bethesda/Chevy Chase Shelton Street North Bethesda Middle School 52
Bethesda/Chevy Chase Greentree Road Fallen Oak Court 53
Bethesda/Chevy Chase Lambeth Road York Lane 54
Bethesda/Chevy Chase Linden Avenue Balfour Drive 55
Bethesda/Chevy Chase Raymond Street Brennon Lane 56
Bethesda/Chevy Chase Kenilworth Driveway Dundee Driveway 57
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Table 34. Pedestrian Shortcut Recommendations
Policy Area Origin Destination Map Reference #
Potomac Bit and Spur Lane Falls Road 268
Potomac Logan Drive Oaklyn Drive 269

R&D Village Gudelsky Drive Traville Gateway Shopping Center 270
R&D Village Stanwood Terrace Bald Cypress Drive 271
Rural East Country Hills Road Hidden Garden Lane 272
Rural East Heartwood Drive Magruder High School 273
Rural West Celtic Court Lloyd Road 274

Shady Grove Metro Station Yellowstone Way Crabbs Branch Way 275
Shady Grove Metro Station Needwood Road Metro Stormwater Pond Trail 276

Silver Spring CBD Thayer Avenue Bonifant Street 277
Silver Spring CBD East-West Highway Dixon Avenue 278
Silver Spring CBD Georgia Avenue Fenton Street 279
Silver Spring CBD Wayne Avenue Bonifant Street 280
Silver Spring CBD Blair Road Jesup Blair Local Park Internal Trail 281
Silver Spring CBD Jesup Blair Pedestrian Bridge Jesup Blair Local Park Internal Trail 282

Silver Spring/Takoma Park New Hampshire Avenue Mount Pisgah Road 283
Silver Spring/Takoma Park Alton Parkway Fairview Road 284
Silver Spring/Takoma Park Columbia Boulevard Flora Lane 285
Silver Spring/Takoma Park Lanier Drive Warren Street 286
Silver Spring/Takoma Park Gude Avenue Poplar Avenue 287
Silver Spring/Takoma Park Cockerille Avenue Allegheny Avenue 288
Silver Spring/Takoma Park Hamilton Avenue Saybrook Avenue 289
Silver Spring/Takoma Park Kansas Lane Westmoreland Avenue 290
Silver Spring/Takoma Park Mintwood Street East Franklin Avenue 291
Silver Spring/Takoma Park 4th Avenue Sheridan Street 292
Silver Spring/Takoma Park Harvey Road Sligo Creek Parkway 293
Silver Spring/Takoma Park Sligo Creek Parkway Hamilton Avenue 294
Silver Spring/Takoma Park Maple Avenue Takoma Woods Trails 295
Silver Spring/Takoma Park Watson Road Harvey Road 296
Silver Spring/Takoma Park Mark Court East-West Highway 297
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Libraries

Damascus Policy Area

Pedestrian Shortcut (##) Policy Area
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Lyttonsville Policy Area

Purple Line StationsPedestrian Shortcut (##) Policy Area
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Libraries

Olney Policy Area

Pedestrian Shortcut (##) Policy Area
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Pedestrian Shortcut (##)

Potomac Policy Area

Libraries Metro StationsPolicy Area
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Country Sidepaths
The CSDG identifies the need to include sidepaths—a shared space for walking and bicycling that is typically 10 feet wide—on two country street types: 
Country Connectors and Country Roads. A comprehensive review of streets in the rural areas of Montgomery County supports the provision of sidepaths 
along the streets shown in Table 35 and depicted in subsequent maps. While the Bicycle Master Plan assigns a prioritization level to about half of all 
bikeway recommendations, the remaining bikeways are not prioritized. For consistency with the Bicycle Master Plan, the sidepath recommendations in 
Table 35 are not assigned a prioritization level and therefore are the lowest priority bikeways in the county. Policy area maps start on the next page.

Table 35. New Sidepath Recommendations on Country Roads and Country Connectors

Policy Area Street Name From Street To Street Facility Type Bikeway Type

Clarksburg Piedmont Road Snowden Farm Parkway Hawkes Road Separated Bikeway Sidepath
Damascus Gue Road Ridge Road (MD 27) Howard Chapel Drive Separated Bikeway Sidepath
Damascus Howard Chapel Drive Gue Road Damascus Road (MD 108) Separated Bikeway Sidepath
Potomac South Glen Road Deep Glen Drive Falls Road (MD 189) Separated Bikeway Sidepath

Rural East (East) Dorsey Road Warfield Road Olney-Laytonsville Road (MD 108) Separated Bikeway Sidepath
Rural East (East) Ednor Road New Hampshire Avenue (MD 650) Howard County Line Separated Bikeway Sidepath
Rural East (East) Georgia Avenue (MD 97) Brookville Road Utility Corridor #2 Separated Bikeway Sidepath
Rural East (East) Gri�ith Road Laytonsville Road (MD 108) Damascus Road (MD 108) Separated Bikeway Sidepath

Rural East (East) New Hampshire Avenue 
(MD 650) Utility Corridor #2 Olney-Sandy Spring Road / 

Ashton Road (MD 108) Separated Bikeway Sidepath

Rural East (East) Tucker Lane New Hampshire Avenue (MD 650) Patuxent Drive Separated Bikeway Sidepath
Rural East (West) Hawkins Creamery Road Woodfield School Road Hawkins Landing Road Separated Bikeway Sidepath
Rural East (West) Kemptown Road (MD 80) Ridge Road (MD 27) Frederick County Line Separated Bikeway Sidepath
Rural East (West) Ridge Road (MD 27) Gue Road Kemptown Road (MD 80) Separated Bikeway Sidepath
Rural East (West) Watkins Road Ridge Road (MD 27) Woodfield Road Separated Bikeway Sidepath
Rural East (West) Woodfield School Road Woodfield Road (MD 124) Hawkins Creamery Road Separated Bikeway Sidepath

Rural West Darnestown Road (MD 28) Whites Ferry Road (MD 107) Seneca Road (MD 112) Separated Bikeway Sidepath
Rural West Esworthy Road River Road (MD 190) Seneca Road (MD 112) Separated Bikeway Sidepath

Rural West Germantown Road (MD 118) Darnestown Road (MD 28) Great Seneca Creek 
(Northern Branch) Separated Bikeway Sidepath

Rural West Seneca Road (MD 112) Esworthy Road Darnestown Road (MD 28) Separated Bikeway Sidepath
Rural West Spring Meadows Drive Darnestown Road (MD 28) Seneca Road (MD 112) Separated Bikeway Sidepath
Rural West Whites Ferry Road (MD 107) Poolesville eastern boundary Darnestown Road (MD 28) Separated Bikeway Sidepath
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A biennial monitoring program led by 
Montgomery Planning will track how well 
the plan vision is being achieved through 
implementation of plan recommendations 
and progress meeting performance 
measure targets identified in the plan’s 
goals and objectives.

Continued monitoring is an important 
component of the Pedestrian Master Plan 
for several reasons:

•	 Transparency
It is a basic “good government” 
measure in line with Montgomery 
County’s commitment to e�ective 
public communication.

•	 Accountability
It makes it easier for community 
members to e�ectively advocate 
about the pedestrian issues 
important to them. This advocacy can 

support increased funding, a more 
targeted implementation of specific 
recommendations, and a continued 
emphasis on improving pedestrian 
conditions countywide. 

•	 Reevaluation
It is an opportunity for the county to 
understand the obstacles that have 
slowed plan implementation over the 
prior two years. This accounting will 
make it easier to identify an e�ective 
path forward for Montgomery Planning 
and partner agencies to remove these 
barriers. 

MONITORING
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2022 Target Source

Goal 4: Build an Equitable and Just Pedestrian Network

Pathways Inaccessible to Persons with Disabilities TBD 0% TBD
Title I/Focus/High FARMS 

Designated Schools vs. Non-
Designated Schools

Comfortable Pedestrian 
Access to Schools (Title 

I/Focus/High FARMS 
Designated Schools 
vs. Non-Designated 

Schools)

Elementary Schools
Pathways 60.5% / 49.9% No Disparities

PLOC Network

Crossings 47.5% / 39.4% No Disparities

Middle Schools
Pathways 34.8% / 41.6% No Disparities
Crossings 22.8% / 24.2% No Disparities

High Schools
Pathways 26.2% / 27.6% No Disparities
Crossings 8.9% / 16.3% No Disparities

EFA/Non-EFA

Purple Line
Pathways 75.4% / 75.9% No Disparities
Crossings 73.4% / 67.3% No Disparities

Red Line
Pathways 92.3% / 86.5% No Disparities
Crossings 64.8% / 66.8% No Disparities

Brunswick Line
Pathways 94% / 87.1% No Disparities

Crossings 80.3% / 69.1% No Disparities

BRT Stations
Pathways 85% / 82% No Disparities

Crossings 63% / 58% No Disparities

Parks
Pathways 83% / 66% No Disparities
Crossings 34% / 34% No Disparities

Libraries
Pathways 83% / 66% No Disparities
Crossings 34% / 34% No Disparities

Recreation Centers
Pathways 77% / 77% No Disparities
Crossings 55% / 66% No Disparities

Ratio of Severe Injuries and Fatalities per Mile in EFAs vs. Non-EFAs  4.2 1 County Crash Data
Di�erence in Pedestrian Satisfaction between People with and 

without Disabilities  10% 0% Countywide Pedestrian 
Survey
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Leading Pedestrian Interval (LPI): An approach to tra�ic signalization that 
allows pedestrians or bicyclists to enter the intersection in advance of vehicles 
traveling in the same direction.

Marked Crosswalk: Pavement markings that indicate the preferred location 
for pedestrians to cross the street and help motorists identify areas to look for 
pedestrians. Marked crosswalks may be located at intersections or midblock 
locations.

•	 Continental Style Crosswalk: A type of high-visibility marked crosswalk 
that uses pavement markings that are parallel to the motor vehicle path of 
travel.

•	 High-Visibility Crosswalk: A type of marked crosswalk that uses enhanced 
pavement markings to improve the visibility of pedestrians to approaching 
motorists.

•	 Ladder-Style Crosswalk: A type of high-visibility marked crosswalk that 
uses pavement markings that are both parallel and perpendicular to the 
motor vehicle path of travel.

•	 Transverse Edge Line: Crosswalk markings that are perpendicular to 
the motor vehicle path of travel that indicate the preferred location for 
pedestrians to cross the street.

Maryland Manual of Uniform Tra�ic Control Devices (MdMUTCD): The 
combined document of the national set of tra�ic control device standards and 
guidance promulgated by Federal Highway Administration (FHWA) rulemaking 
on December 16, 2009, and Maryland Supplement to the MUTCD.

Master Plan: Comprehensive amendments to the General Plan for the 
Maryland-Washington Regional District (“On Wedges and Corridors”) that 
provide detailed and specific land-use and zoning recommendations for specific 
areas of the county. They also address transportation, the natural environment, 
urban design, historic resources, public facilities, and implementation 
techniques.

Neighborhood Connector: Short paths that provide critical connection in 
the residential walking and bicycling network. They create shortcuts and o�en 
bypass or minimize the amount of travel along higher-stress streets.

Paper Street: A dedicated public right-of-way for a road or street that has not 
been built.

Passive Detection: A means of detecting the presence of pedestrians in a 
stationary or moving state at the curbside and/or in a pedestrian crossing by 
means other than those requiring physical actuation by the pedestrian.

Pedestrian Clear Zone: The primary portion of the sidewalk that is intended to 
be free from landscaping, street furniture, structures, or furnishings.

Pedestrian Clearance Interval: The pedestrian clearance time is intended 
to allow pedestrians who started crossing a street during the walk interval to 
complete their crossing.

Pedestrian Crossing Phase Configuration: At signalized intersections, 
pedestrian phases can be configured as recall or pushbutton actuated.

•	 Pedestrian Recall: A tra�ic signal function in which the pedestrian crossing 
phase is triggered automatically, without the need to push a button to 
request the right-of-way. 

•	 Pushbutton Actuation: A tra�ic signal function in which the pedestrian 
crossing phase is triggered manually by pushing a button to request the 
right-of-way.

Pedestrian Level of Comfort (PLOC): A methodology that captures how 
comfortable it is to walk and roll in di�erent conditions in Montgomery County. 
Lean more here: mcatlas.org/pedplan/

Predictive Safety Analysis: Montgomery Planning’s study that estimates 
the expected number of crashes at a given roadway segment or intersection 
based on the attributes and context of that location. This analysis then allows 
the county to prioritize where and how to invest in safety improvements most 
e�ectively through capital projects, development approvals, and master 
planning. Learn more: montgomeryplanning.org/planning/transportation/
vision-zero/predictive-safety-analysis/

Raised Crossing: Crosswalks at sidewalk-level (also known as continuous 
sidewalks) that span the entire width of the roadway. 











267







MONTGOMERY COUNTY COUNCIL RESOLUTION270







273





275









279








	EXECUTIVESUMMARY
	INTRODUCTION
	RACIAL EQUITY AND
	SOCIAL JUSTICE
	VISIONANDGOALS
	Vision Statement
	GOALS
	Goal 1: Increase Walking Rates and Pedestrian Satisfaction in Montgomery County
	Goal 2: Create a Comfortable, Connected, Convenient Pedestrian Network
	Goal 3: Enhanced Pedestrian Safety
	Goal 4: Build an Equitable and Just Pedestrian Network


	EXISTING CONDITIONS
	Equity
	Existing Conditions Findings
	Walking Rates and Satisfaction
	A Comfortable, Connected, Convenient Pedestrian Network
	Pedestrian Safety
	An Equitable and Just Pedestrian Network


	RECOMMENDATIONS
	Design, Policy, and Programming
	Build
	Maintain
	Protect
	Expand Access
	Fund

	Bicycle and Pedestrian Piority Area Prioritization
	Complete Streets Design Guide Area Type Designations
	Pedestrian Infrastructure Recommendations
	Pedestrian Shortcuts
	Country Sidepaths


	IMPLEMENTATION
	Design, Policy, 
	and Programming 
	Recommendations
	Pedestrian Infrastructure Prioritization
	Complete Streets Design Guide Area Type Designations
	Pedestrian Shortcuts and Country Sidepaths


	MONITORING
	Recommendations
	Example Monitoring Report

	GLOSSARY
	REFERENCES
	ACKNOWLEDGMENTS
	COUNTY COUNCIL RESOLUTION

