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Falls Church City prides itself as being an Urban Village.  However, increased traffic, gaps in the pedestrian network, unsafe intersections, and increasingly erratic driver behavior serve to dissuade all but the most fervent walkers.  With extensive new development planned in the City, the Citizens Advisory Committee on Transportation (CACT) would like to encourage efforts to improve transportation in the City, especially non-motorized  modes of transportation.

This plan represents a comprehensive effort to address conditions affecting pedestrians and sets a primary goal of fully integrating pedestrian considerations into the planning, design, construction and operation of all transportation systems and land developments  We are asking the support of the City Council to consent to and foster the goals and objectives of the plan.  This plan is designed to help the City:

· Plan to complete all needed pedestrian facilities throughout the City;

· Make the City walkways fully accessible and convenient for all users, including persons with disabilities, children and the elderly;

· Decrease pedestrian/motor vehicle accidents and injuries;

· Encourage more walking for transportation, including access to public transit;

· Design, develop and maintain and the public walkway system as a means to improve the urban environment, local economy, and social community;

· Manage and improving the multi-use trail system to minimize user conflicts.

I. INTRODUCTION

Walking is the oldest, safest, and most affordable form of transportation. Everyone is a pedestrian, including persons using wheelchairs and other forms of mobility assistance. Transit or automobile trips begin and end with a walk. Walking is often the quickest way to accomplish short trips in urban areas.  However, people who walk or ride bicycles are the most vulnerable road users, being less protected from the weather and more likely to be injured in a collision with a motor vehicle; they must often use facilities that were designed primarily for automobiles.

Walking is often recommended as a gentle exercise for people of all ages, but the transportation role of walking is still vastly under-utilized. Many people may not realize how much walking they do, although most other trips (driving or transit) are linked by walks. The exercise benefits of walking are being promoted by groups like the Robert Wood Johnson Foundation, which could lead to increased walking as a transportation mode.
 

It is not particularly insightful to recognize that traffic is getting worse – we all know that.  The increased time spent sitting in cars leaves us with less time for friends, family and community, and nothing to show for it but more pollution.  Americans use automobiles for 90 percent of daily trips.
 Although we have a dense, compact city, very few people spend all of their time within its borders and the burdens of the region’s transportation challenges affect us daily.

Although regional challenges are a daunting task, solutions begin at home.  Fortunately, additional road construction is not an option in Falls Church. Transit services have been addressed by several different agencies. The CACT proposes we concentrate on a mode we affect here within our borders: walking and biking.  Although we have a community-oriented City with excellent amenities such as trails and dedicated bike paths, the pedestrian and bike access through the City  could be improved.  The inclusion of sidewalks and other pedestrian facilities in the transportation system are necessary to help control air pollution, traffic congestion, infrastructure maintenance costs, and to increase quality of life.  Some walking will occur out of necessity regardless of the pedestrian environment, however, the full potential for walking trips will not be met unless good sidewalks are in place, they are direct connections to places people need to go, and people feel safe using them. While bicycling and walking won't replace all trips, walking or biking can be practical for many.

II. PURPOSE OF THE PLAN

Planning for pedestrians means, in many cases, focusing on small-scale improvements and local environments. Because the typical walking trip is less than one mile in length, regional scale plans tend to overlook those issues of most concern to pedestrians—the missing or broken section of sidewalk, the pedestrian walk signal that has never been installed, the construction zone that forces pedestrians to walk in a traffic lane, and the barrier between a particular neighborhood and nearby park. 

The ultimate goal of the plan is to raise pedestrian activities to a level equal with other modes in the City.  This includes making sure amenities for pedestrians are adequate, complete and safe.  It also includes affecting our children at an early age so they are familiar with the community and its amenities from a vantage point other than outside a car window 

The pedestrian plan has three major objectives:

1. To provide advice to the City Council and City Staff on how to become a city that actively promotes use of nonmotorized modes of transportation.  As noted above, the CACT believes that due to its relatively small size and the scale of its development, this City has the potential to be a place where people choose nonmotorized modes of transportation to go places.

2. To make the case for walking as viable mode of transportation in the City, and encourage walking as an alternative to driving.  Augmented pedestrian amenities directly benefits the elderly, the young, the poor and people with disabilities since many don’t drive.  Getting others drivers out of their cars helps reduce congestion, pollution and increase overall safety and efficiency of the roadway.  Augmenting pedestrian and bicycle facilities has also been linked to economic development and strong fiscal growth.

3. To present the results of a comprehensive scan of the City’s existing pedestrian amenities and recommendations for improvement.  In many places in the City, there are utility poles that block sidewalks, missing curb cuts, and overgrown trees, shrubs and bushes.  These either block the sidewalk or impair a pedestrian’s ability to safely walk due to diminished sight lines.   This plan includes a comprehensive scan of the pedestrian amenities in the City and can be used by City offices such as public works and planning to provide notices to homeowners regarding overgrown bushes, to prioritize money in the Capital Improvement Projects budget for improvements, and provide a paper trail of steps needed to improve pedestrian access in the City.

The goals of this plan will be implemented primarily through the adoptions and applications of policies for street and walkway planning, design, maintenance and funding through construction of new or improved walkway facilities.  Construction of new sidewalks and streetscape improvements will continue to be a shared responsibility of the City and developers.  Goals for improving safety will also require educational and law enforcement efforts to supplement the physical modifications.  Policies and projects that address the primary pedestrian needs should be considered the highest priority for implementation.

Given the historical elements of the City and emphasis on being an urban village, this plan will best achieve its intended goals if it is applied with sensitivity to the history and idiosyncrasies of each place.

The goals, objectives and strategies outlined herein are fully consistent, compatible and complementary with Goal 5, Strategy D of the City's Comprehensive Plan.  See Section V more discussion on the relationship of this plan to other City plans and programs.

The following section discusses walking and pedestrian activities in a broad sense and makes the case for focusing attention on facilities to improve the potential for non-motorized travel.  Section IV discusses some impediments to walking.  Section V discusses the relationship of this plan to other City efforts.  Section VI is the full analysis of the pedestrian amenities in the City, separated by Wards, and also includes particularly important corridors such as Broad and Washington Streets.  Conclusions and recommendations follow at the end.

III. MAKING THE CASE FOR PESESTRIAN FACILITIES

According to the Federal Highway Administration, in Virginia, 31.5 % of the population does not have a valid driver's license.
  This means that to more than two million Virginians, walking and bicycling are often their only transportation choices, especially in areas not served by adequate public transportation. Walkways and bikeways create new opportunities for these groups to participate in the social, cultural and economic life of the community.

The most recent Census data illustrates that children make up 23.4% of Falls Church’s population. Walkways and bikeways enable school children to walk or bike more safely and conveniently to school, reducing the need for busing or automobile trips by parents.  The elderly (those over 65) make up another 12.2%.  In other words, over one-third of the population of the City is potentially too old or too young to transport themselves by car.

Table 1: Falls Church Population By Age Group

Age Group
Percent

Younger than 18
23.4

18 - 64
64.4

Older than 64
12.2

Source:  U.S. Census, 2003, "State and County Quickfacts - Falls Church, VA."

The facts about travel in the U.S. suggest that walking could be used more widely than it currently is.  Under suitable conditions, walking can replace the auto for many short trips.  According to the U.S. Census, 3.0% of Falls Church residents checked “walked” as their means of transportation to work (compared to 2.9% nationally).  Broadening the universe to include all those who bicycle, or took transit or other means, the figure jumps to 20.5% for Falls Church and 7.7% nationally. 

Table 2: Alternative Means of Transportation to Work, Percentage by Select Jurisdiction

Place
Walked
Public transportation (including taxicab)
Other means

Falls Church
3.0%
15.9%
1.6%

Arlington
5.6%
23.3%
1.4%

Fairfax
1.3%
7.3%
0.8%

Loudoun
1.2%
1.5%
0.8%

Virginia
2.3%
3.6%
1.2%

United States
2.9%
3.6%
1.2%

Source:  U.S. Census, 2003, "Profile of General Demographic Characteristics: Falls Church city, VA: Table DP-1."

The 1995 Nationwide Personal Transportation Survey reveals that 7.2 percent of all transportation trips (i.e., not just commuting) are made by walking of which the average length is 0.6 miles.  The NPTS found that 50% of all trips are less than 3 miles, 40% are less than two miles, and over 25% are one mile or less.  This suggests that there is the potential for nearly a quarter of all trips to be made by walking.  

There exists strong evidence that, if conditions were better, people would walk more often. According to research commissioned by Rodale Press, it was found that 5 percent of those polled indicated that their transportation habits included walking or bicycling. The study also revealed, however, that if facilities existed 13 percent would walk or bike.  Additionally, the study found that 72 percent of the people surveyed wanted planning for bicycle and pedestrian traffic and 59 percent of those surveyed would favor devoting more government funding for bicycle and pedestrian traffic

These percentages are important because on a large, metropolitan scale, even incremental increases in bicycling and walking will help:

· Reduce traffic congestion;

· Reduce air and noise pollution;

· Reduce wear and tear on our roads;

· Reduce consumption of petroleum;

· Reduce crashes and property damage;

· Reduce the need for additional roads, travel lanes and parking.

While it would be naïve to assume that the myriad of transportation challenges affecting Falls Church City and this region can be solved, or even addressed in this manner, there is no denying that there can be some benefits.   In addition to those above, augmenting the non-motorized transportation network also helps meet the needs of a large segment of the population who do not have access to an automobile - the "transportation disadvantaged":  the poor, the young, the elderly, people with disabilities; and others who do not use a motor vehicle for a variety of reasons.   

IV. IMPEDIMENTS TO WALKING

Despite the clear and present need to provide adequate facilities for non-motorized activities, many communities do not.  There are multiple hazards that are significant deterrents to walking and could potentially preclude any efforts to shift the focus away from motorized travel.  Such pedestrian (including people with disabilities) deterrents include: 

· Missing sections of sidewalks.

· Uneven walking surfaces.

· Misuse of pedestrian facilities (e.g. vehicles parked on sidewalks).

· Poor maintenance.

· Narrow walkway width.

· Missing curb cuts.

· Difficult street crossings /dangerous intersections

· Obstacles in sidewalk.

· Lack of respect for walking as a travel mode (e.g. motorists not stopping for pedestrians in a crosswalk
· Barriers on walking routes (rivers, railroads).

· High traffic levels or speeds (especially near schools, parks, or retirement centers).

· road design flaw 

· An obstacle to wheelchair users

· Gap in a sidewalk

· Construction sign in sidewalk

· Inaccessible pedestrian button

· Disappearing sidewalk

· Poor landscape design

· Misguided use of decorative crosswalks.

Conversely, environmental factors that are known to encourage walking include:

· Continuous sidewalks.

· Safe street crossings.

· Pedestrian signs, signals, and markings.

· Compact land use.

· Sidewalk set-backs.

· Landscaping and lighting.
· Pedestrian friendly urban trail

· Storm drains separated from the curb

· Good use of decorative crosswalks

· Intersection treatment

· Clever crosswalk painting.

As a result, much of the most important pedestrian-related work in a community will happen at the micro-level and will involve paying attention to “nuts and bolts” issues. To deal with these micro-problems, however, often requires looking at the problem from a more systemic point of view.  For example, instead of simply focusing on a particular missing curb cut, the best approach may be to create a program that routinely fixes such problems whenever a complaint is received or to schedule curb-cut retro-fitting projects on an annual basis.  Another approach is to ensure that standards for new roadway construction include a requirement for good sidewalks. In this fashion, it is possible to have a community-wide effect that can truly improve pedestrian conditions wherever people walk.  Indeed, that is a primary objective of this plan.

V. RELATIONSHIP TO OTHER CITY PLANS

The goals and objectives outlined in this plan are fully consistent and complementary with several other Citywide to improve the City.  Specifically, pedestrian amenities are mentioned in the City’s approved Comprehensive Plan and the draft Design Guidelines, and the draft vision document for the City Center.
A.  Comprehensive Plan.

Bicycle and Pedestrian Facilities, p. 8-8

Falls Church contains two bike trail systems, the regional W&OD Trail and the City trail system.  The regional trail system extends from Purcellville in western Loudoun County to Mount Vernon in southern Fairfax County and functions primarily as a recreational amenity for pedestrians and cyclists.  The goal of the City’s trail system is to supplement the regional system and to serve specific areas of the City that are not readily accessible from the W&OD Trail.  

Most of the City’s residential and commercial streets include sidewalks on at least on side of the street.  There are certain City streets that do not have sidewalks, several of which are without them due to neighborhood sentiment.  In the Broad Street corridor recent improvements to West broad Street include brick sidewalks and crosswalks, planters and street furniture, and have made this area much more attractive and safe for pedestrians.

Goal 4: Manage parking needs within the City

Strategy B.  Encourage pedestrian, mass transit, and non-automotive transportation to reduce the need for parking spaces., p. 8-32

If more persons travel by foot, bus, metro and bicycle to work and to run errands, the demand for automotive parking spaces will be reduced.  Many other goals and strategies within this document serve to increase non-automotive transit use.  

Goal 5: Encourage the use of non-automotive modes of transportation within the City, and to the region

Strategy B: Encourage new development and redevelopment proposals to focus on pedestrian-oriented mixed uses.

Traditional suburban development generally displays a separation of different types of uses.  For example, office parks and post offices are usually in different facilities than retail centers, which are often separated  . . . 

Strategy D:  Establish a Network of pedestrian and bicycle trails to link neighborhoods with service3s, shopping, parks Metro stations, schools and the town center.

The City’s existing sidewalk system and the W&OD trail provide a basis for links between residential areas, commercial areas, parks, Metro Stations, schools and other civic facilities, however there are gaps in the connections.  To encourage people to walk or bicycle for many of their short trips, the City must provide convenient and safe access for all of the travelling public, between these uses.  A comprehensive review of this system, should be completed and a plan for additional connections should be created.

Strategy E:  Encourage all commercial and public facilities to provide safe access for pedestrians and bicycles.

Many existing commercial developments have large surface parking lots or structured parking facilities that do not provide a safe corridor for pedestrians or cyclists to move through to get to the entrance.  Surface lots often require that pedestrians walk through aisles of moving traffic to get to a store entrance.  Structured parking garages that have lot ceilings and little natural light can make pedestrians hard to see and make them feel uncomfortable.  Wherever redevelopment occurs in commercial areas or within public facilities, the City should encourage building and parking design such that pedestrians and cyclists do not have to navigate with automobiles to get to entrances.  These facilities should also provide bicycle racks.

B.  Design Guidelines.   

Section B:  Project Goals

The aesthetic qualities of the Falls Church community have been the focus of discussion for many years. Recent planning efforts as expressed in the Comprehensive Plan have focused on a variety of goals for the community in regard to development and appearance.  For the purpose of these guidelines the goals have been summarized in the following six principles:

Section 1:  Introduction, Goal 2:  Create Pedestrian Connections

A community is made up of both social  and physical connections. Connecting uses includes establishing clear pedestrian and vehicular pathways between developments. It also involves  intermingling compatible uses. A strong sense of community, the highly valued personal, “small-town atmosphere,” depends on having such convenient and easy access to a variety of activities and uses. design should announce the community but should not visually overwhelm the visitor. It should reflect community character and be an appropriate statement about the city.

Section 2: Historical Development of Falls Church, p. 15

Falls Church has been rediscovering its roots as a village for the past several decades.  Redefining Broad Street as a pedestrian zone . . . .

Section 3: Community Character, p. 24

The sub-area designated as the Downtown/Town Center is defined as that part of the city formed by the intersection of Broad and Washington streets and the area formed around the intersection of Maple Avenue and Annandale Road.  Ideally, the Downtown/Town Center provides space for many diverse and mixed uses. It serves as the commercial center, the social center, and the focal point of the City. Geographically centered within Falls Church, it also serves as the main destination for the local community. It will contain denser and larger scale development than the surrounding areas and it will be strongly oriented to the pedestrian. It will also serve as a community ceremonial gathering space and may contain the following elements:

Civic functions, Farmer’s market, Cultural activities, Community festivals, Retail, office, entertainment, residential uses, Community activities, Structured parking

Section 4: Guidelines for Streetscapes, p. 36

Paving and Sidewalks:  Replace sidewalks with a paving unit such as brick or patterned concrete or a combination of these materials that relates to the existing vocabulary of the sub-area and to the existing design standards.   Avoid concrete curbing poured in continuous strips. Avoid extensive variation along the streetscape in sidewalk and curb materials. Avoid excessive curb cuts for vehicular access across pedestrian ways. Where curb cuts are necessary, mark them with a change in materials, color, texture, or grade.  Avoid excessively wide sidewalks with turf strips that create a suburban appearance.

Section 5: Guidelines for Site Elements, p. 44

Site elements should reflect the character of the sub-area,  respond to the buildings and to surrounding residential neighborhoods and develop a recognizable edge to the streetscape. These guidelines are intended to supplement the requirements of the Zoning Ordinance. The elements to be considered when proposing site elements are:

A.  Connectivity Between Areas and Neighborhoods 1.  Maintain or provide a strong sense of community, by providing pedestrian and vehicular links to nearby neighborhoods, parks, schools and other public destinations.  2. Use common streetscape elements, materials and designs to visually link the different areas. Avoid isolating buildings and residential areas from one another with extensive buffers. 4. Provide, where feasible, continuous pedestrian routes. 5. Emphasize providing pedestrian connectivity when designing a site in the Downtown/Town Center subarea or connections from corridors to nearby neighborhoods.

B  Connectivity between Sites.  1. Make access obstacle free and consistent

between private sites.  2. Provide easy-to-use internal circulation not only for vehicles but also for pedestrians and bicyclists between all buildings and spaces within a site. 3. Add separate pedestrian pathways within larger parking lots and provide crosswalks at vehicular lanes. 

F  Paving and Sidewalks  1.  Within developments create a complete pedestrian pathway system. 2. Link buildings to the public sidewalk and to each other as appropriate. 3. Add designated, separate sidewalks through large parking lots. 4. Provide crosswalks at points of vehicular access routes and in front of building entrances. 5. Ensure that new paving materials are compatible with the character of the area. Brick pavers in traditional patterns and scored concrete are examples of appropriate applications. Color and texture of both surfaces should be carefully reviewed prior to installation. Avoid large expanses of bright white or gray concrete surfaces.

C.  City Center Strategic Plan.   

The vision plan for a City Center in Falls Church is laden with principles and considerations that revolve around adequate pedestrian access and facilities.  Examples include:

Development Strategy Section:  What Makes a Great Place?

A great place for Falls Church would include: An immersive, pedestrian-oriented place (although convenient for cars) such as a main street, village green or town square that is large enough for community-sized events and intimate enough to be comfortable for two people to stroll through and enjoy. 

Principles for Creating a Great Place:  Great Place Principle One:

The success of this great place strategy is directly proportional to its uniqueness and its character as experienced by the pedestrian . . . . Trade left-hand, vehicular turn movement and signal time for a significant pedestrian friendly crossing across Broad Street. 

In short, the City has already taken significant steps to consider the needs of pedestrians within its existing policy framework.  It is imperative for the City to ensure that these statements move beyond the planning and principle stage into full implementation and integration.

VI. PEDESTRIAN FACILITY SCAN

Existing Conditions / Result Of Scan / City Walkability Survey

A major component of this report is a scan of the existing condition of the pedestrian amenities in the City.  This fact-finding was accomplished through firsthand inspection and observation, and noted instances calling for corrective and otherwise remedial action. The survey initiative responds to the Comprehensive Plan’s call for making the City “pedestrian friendly” and promoting alternatives to habitual use of the personal motor vehicle.

This survey was designed to conduct a basic overall assessment of every public street in the City.  The information is presented below.  The survey results begin with a detailed assessment of the Broad Street and Washington Street corridors as they are the major thoroughfares in the City.  The survey results then report findings for each ward.

[image: image2.png]Gty of
@E alls Church

Street Map

uuuuu




Summary of Broad and Washington Streets

A.  East Broad Street

1. Overall Condition

Overall., pedestrians are adequately accommodated on the sidewalks on both sides of East Broad Street (EBS), from Washington Street to Syms on the south side and to the east corner of the Koons used car business on the north.  Provisions for pedestrian safety, however should be improved by way of better crosswalks and the addition of related pavement markings.

2.  Critical Areas 

· The southside junction of EBS and East Fairfax St. is heavily traveled by vehicles and pedestrians alike but lacks a crosswalk - preferably a zebra - between the curb cuts. Also there is no stop bar on Fairfax.

· There should be a zebra-type crosswalks quadrangles at the intersection of EBS and Cherry Street.   This is an important crossing point for Metrobus users and pedestrians and bicyclists traveling between home and the EFC Metro station.

· Tollgate Way and Cherry St. lack vehicle Stop bars and parallel line crosswalks.

· On the north side of EBS, all the sidestreets, Lawton to Church Pl. (save N. Cherry) lack  a consistency of vehicle Stop bars and parallel line crosswalks between the curb cuts.

· At the southeast corner of the EBS / Roosevelt Street intersections a segment of sidewalk plus curb cut should be installed so as to provide a total hard- surface, accommodating safe means for people on foot to cross EBS. There is an unfinished business or forgotten aspect of this corner of the intersection. In general, this intersection, too, because of vehicular and foot traffic competition, warrants professional study with an eye to barring left-turn on red, for sake of pedestrian safety.

· The in/out ramps of the Koons automobile dealerships lack Stop bars and "STOP" painted on the exit lanes, which would enhance pedestrian safety. (The grass-covered median that develops on EMS as it melds with the Seven Corners crossroads system has an opening that enables vehicles to enter/exit Koons using the eastbound lane of EBS. This reasonable benefit for Koons , however, adds certain uncertainties for the pedestrians because the traffic flow in both lanes of EBS require the Koons patron to move smartly through the median openings).

B.  West Broad Street

1.  Overall Condition
It is generally constraining and safe for the pedestrian to traverse all or any particular given part of West Broad Street (WBS), the "main drag" part of the city's two principal corridors.  There are here and there, however, needs for better accommodation and safety, nonetheless.

2.  Critical Areas 

(Westward from Washington Street).

· The ever-increasing volume of vehicles of all kinds through the Broad & Washington intersection is an also ever increasing area of caution for the pedestrian, especially due to the  right-turn-on-red vehicle operator's privilege.  Left-turning without the sanction of a green arrow is increasing, too, so a pedestrian stepping off into the crosswalk on green must stay alert to what's coming from his left, his right, and straight ahead.  The bird call simulations intended to signal traffic flow changes and windows of safety for the benefit of blind pedestrians should be checked at least weekly do ensure they are operating correctly.

· The municipal green space between Pilin and Aladdin's Lamp has a set of steps between the higher grade of the parking area behind and lower sidewalk in front - but the steps have no ramp for a wheelchair or handrail for the unsure of foot.

· Although it has a high volume of both vehicle and foot traffic, the Maple St. intersection, lacks a square of crosswalks. A striped pedestrian safety zone should be considered for installation at the entrance to the Post office parking area - a busy place because vehicles enter from both the eastbound and westbound lanes of WBS; this measure would enhance the safety of pedestrians using the WBS sidewalk and P.O. patrons who must cross the “In” lanes.

· The Little Falls Street intersection lacks a zebra crosswalk on Little Falls Street and one connecting the northwest corner of Little Falls and opposite side of WBS. It is much safer for the pedestrian reaching the northwest corner of Little Falls to cross WBS there, rather than first cross Little Falls and then vie for space versus the vehicles turning left out of Little Falls into WBS.

· Vehicle and pedestrian flows should warrant bold crosswalks on West Annandale Road and south and north Virginia Ave.  The in/out drives and the parking area of the Broaddale Shopping Center are candidates for in/out arrows.  Stop bars on the exit lanes, and striped pathways linking the WBS sidewalk and stores’ frontage.

· The exit lane of Rees Place has no stop bar, nor even a Stop sign; and the sidewalk on the west side of the street ends at a landscaped green space, leaving no hard surface connection with the WBS sidewalk and requiring a pedestrian to walk the gutter.

· The apron of the Amoco service station/carwash at the corner of Falls Avenue is heavily traveled by pedestrians and autos alike. For everyone’s safety - there should be a zebra pathway across the apron and bold-painted large in/out arrows directing the patronage flow.  There perhaps should be an exit lane stop bar as well, since drivers seeking to re-enter WBS habitually block the pedestrians right of safe passage.

· In addition to those already identified, the WBS side streets named below show entry/exit volumes warranting the installation of exit lane Stop bars (to include lines tailing from them) and proper crosswalks, be they parallel line or zebra-type.  

Chapel Terrace 

Howell Court

Pennsylvania Ave*
Falls Ave.

Lee St. 


Birch St. 

Oak St. 


Gordon Rd.

Spring St. ** 

*  It is understood that a traffic light will be installed in conjunction with creation of The Broadway; a triad zebra crosswalks should be included. 

** Because has a traffic light; this intersection should receive the So. Washington/Marshall streets treatment, i.e., a square of zebra crosswalks and a traffic override button at each corner.

· At the auto service/repair shop 402 WBS a metal stanchion supporting a utility pole guywire impinges on the sidewalk space  a person in a wheelchair or perhaps with a baby carriage needs for safe thoroughfare .

C.. North Washington Street

1.  Overall Condition
This Segment of the Washington Street corridor is markedly different from Broad Street by virtue of being more visually pleasant and more coherent, physically more accommodating, safer feeling, and otherwise more amenable for the pedestrian. There is some room for improvement, nonetheless; for sake of pedestrian safety.

2.  Critical Areas 

(proceeding from Broad Street)

· There is an inadequacy of vehicle stop bars and crosswalks, both zebra and parallel line-type, on the side streets.

· The present zebra across Washington from the north corner of Park Ave. seems ill-advised, because it places the pedestrian up against turning left out of Park, acting on specific left-turn traffic light signal.  This is: the same sort of “got it backwards” scene as occurs at Little Falls Street. There should be a zebra across Washington from the south corner of Park; and on each side include a pedestrian Walk flasher set to give the pedestrian a chance to get into the crosswalk before cars turning right onto Washington start pouring out of Park.  If necessary, the lane divide on Washington should be pared back to give someone in a wheelchair a straight-line crossing. There should be a zebra across Park, too as insurance for pedestrians up against the pressing volumes of vehicles exercising the right- turn-on-red privilege into Park from Washington and from Park into Washington. Finally, the placements of the curb cuts in front of the State Theater are not straight-line directly opposite those on the other side; and there are no connecting striped pathways, either.

· The Colombia Street intersection is a deserving candidate for the South. Washington/ Marshall St. treatment, (i.e., a square of zebra crosswalks and a traffic light override button at each corner).

· At the Jennings companies one-story annex fronting on Washington, north of E. Jefferson, there should be pavement markings delineating what is parking space and what is pedestrian thoroughfare, so as to prevent undue obstruction of the latter.

· The sidewalks and driveway crossings on both sides are generally in good condition, though obviously aged, as the city/Arlington border approaches.

D. South Washington Street

1.  Overall Condition
Overall, this thoroughfare is physically unattractive, decrepit, and has a pedestrian unfriendly cast. In several places outright pedestrian hostile conditions exist.

2.Critical Areas

(southward from Broad St.) 

· Where East Fairfax joins South Washington (SW) there is a complete lack of protections for pedestrians. This is the busier end of Fairfax because of the steady flow of vehicles entering and leaving the 7-Eleven and the small businesses on its flanks. There is no stop bar for vehicles seeking to enter SW, no crosswalk on Fairfax, and no part of the vehicle in/out ramp striped to make a safety zone for pedestrians, who must use the same in/out ramp because there is no sidewalk for them to use.  There is no Stop bar on the out lane of the in/out ramps and no striped pathway for the pedestrian traversing between Fairfax and the business establishments.   See Fig. No. XX.   Eastward on the north side of Fairfax there is a curbcut evidently to serve churchgoers, but no signage or pavement markings protecting it from obstruction by parked vehicles.  See Fig. XX.  There is no crosswalk, either, between the church and parking area sides of the street.

· The Annandale Rd/SW intersection has high-volume traffic movement in all directions, but notably lacks commensurate protections for pedestrians; namely, a quadrangle of zebra-type crosswalks.  While the eastside corners on the intersection are in good shape, the corners and contiguous sidewalks on the east side are crumbled in need of repair (perhaps even total replacement).  See Fig. XX. 

· As the CACT has reported earlier, the Hillwood Ave/SW intersection is a veritable “ no mans” land for the pedestrian. There are no curbcuts, no crosswalks, no pathways across the large triangular roadway divider.  The eastbound lane of Hillwood is especially dangerous for the pedestrian who needs to cross it (short of having to go all the extra way to and then back from the traffic light at the Hillwood/Annandale interjection) because vehicles coming up SW intent on entering Hillwood do so (a) on a curved roadway, and (b) without having to reduce speed.  We urge our audience to test these findings, and their respective personal wits and courage, by firsthand crossings on foot of all the segments of this effectively forgotten part of the city. See Figs. XX
· It is deemed feasible and opportune to include the Annandale Road/Hillwood Avenue intersection in this survey. This intersection, too, requires remedial attention now for purposes of greater pedestrian safety and psychological comfort namely, renovated sidewalks at the crossing points and a quadrangle of zebra-type crosswalks. 

· Where South. Maple joins SW is a most difficult, unsafe crossing for pedestrians because of the intersections’ attributes and the way motorists cope with them. First, there is no crosswalk of any kind on Maple, nor any Stop bar on the outbound lane.  The pedestrian coming down SW has a lower-risk crossing of Maple ahead because once at the corner there is an adequate line-of-sight vis-a-vis vehicles coming down Maple and those coming up SW intent on turning into Maple. In moments of traffic build-up, however the pedestrian coming up the west side of SW and intent on crossing Maple faces a more difficulty, also dangerous, situation.  He/she must (a) wait for vehicles in the outbound lane of Maple to become standstill, in queue, and then (b) get to the middle of Maple and stop there, to make sure no vehicle is turning into Maple from SW, before completing the crossing. Clearly, the pedestrian is up against the hazards of becoming stranded in the middle of Maple with traffic moving concomitantly behind and before.  Imagine the plight of a person, as darkness is falling, pushing a stroller and with another little one in tow, attempting to cross this intersection in high rush-hour. See Fig. XX
· On the west side (outbound lane) of SW there is a notable inconsistency of crosswalk and vehicle Stop bar markings on the side streets from Wallace St. to Rosemary Lane.  While each is only a short block long, Wallace and Tinner Hill are busy streets because they serve as connectors between SW and the businesses along Maple Street below Annandale Road. Albeit because Marshall St. is a busy cross street its intersection with SW is deemed a fine model for what should occur at many comparable intersections elsewhere in the city; namely, a quadrangle of zebra-type crosswalks, Marshall St. roadbed censors to activate the traffic light, and at each of-the four corners of the intersection a pedestrian-activated traffic light override button.

· Apart from locations already cited as warranting remedial attention, the sidewalks in the SW corridor are generally serviceable despite the signs of age plus wear and tear; some clean-up and basic rejuvenation here and there would be helpful. Of a particular importance, however, persons responsible for the parking of privately-owned and commercial vehicles should not be allowed to park them in ways that obstruct or otherwise impinge on, pedestrians rights of access to and safe thoroughfare on public sidewalks. See Fig. XX.
E.  Ward 1

1.  Overall Condition

In general, the sidewalks and pedestrian access are much better in the more recently constructed parts of Ward 1 (such as the Cherry Hill Townhomes) than in the older sections.  Ease of passage on sidewalks is particularly bad on S. Oak St., especially considering the location of Thomas Jefferson primary school and the number of children that walk and bike in the area.  As in other Wards, sidewalks often start and stop randomly, making it impossible, in most cases, to move from one point to another without walking at some point in the street.  

2.  Critical Areas
Telephone poles

· On S. Oak St., from Broad to where the sidewalk ends (one lot before Seaton Lane), there are poles at regular intervals that take up the 1/3 of the sidewalk towards the street.   

· On W. Cameron Rd., the electric lines appear to be underground, but there are street light poles in the sidewalk, partially obstructing passage.  This shows that even if line is put underground, the poles in the sidewalks may not go away.

Other Obstructions

· On S. Oak St. near TJ, there is a "Road closed to Thru Traffic" sign chained to a utility pole that is obstructing nearly the entire sidewalk.  It is ironic that a sign that is designed to increase the safety of our children is "stored" in a manner that is unsafe to them when the sign is not in use.

· There were several cases where property owners have allowed their plants or eroded dirt to cover the sidewalk.  A particularly bad example of this is at the end of Marshall St. as you approach Highway 29.  An empty lot has allowed soil and grass to cover 1/2 of the sidewalk.  The last lot as you approach 29 has no sidewalk at all, leading to a particularly dangerous situation as pedestrians must enter the street just as cars are racing to make right turns before the light turns red (no turn on red).  

· On W. George Mason Rd., the sidewalk is on one side only.  At the end of the street, toward Rt. 29, the sidewalk in front of the last lot is completely overgrown.  The next two lots have houses under construction, and the sidewalk has been destroyed.  Will the contractor replace this?

Difficulties in crossing streets

· Again, near TJ, it is difficult to cross from S. Oak and Timber to the school property.  It would be useful to have a cut-out in the sidewalks here, and a zebra for crossing.  Where Parker ends at the school property, the zebra crosses to a sidewalk with no cutout.  There is a cutout on the other side of Parker, but no zebra there.

· At the intersection of Annandale and Maple, there are 2 zebras, making one wonder how one is to cross in the other two directions.  Also, since the streets run at an angle, the intersection is very wide, and the light does not last long enough for a pedestrian to cross.  Additional zebras and a pedestrian activated light would be useful here.

F.  Ward 2

1. Overall Condition

While this part of the city contains mainly single-family residences, the area also contains its share of busy shopping centers, high-density apartment complexes and condominiums, and major traffic thoroughfares.  For the most part, sidewalks are present, but in most cases, a lack of pedestrian signals, crosswalks, and basic logic culminates in a non-functional and outright dangerous pedestrian environment.

2. Critical Areas

Seven Corners Area:

Eden Center:
This particular area of the city has been designed for anything but the pedestrian in mind.  While sidewalks do exist, zebra crosswalks are lacking on all vehicular entrances and exits of the Eden Center.  With the amount of traffic volume this shopping center experiences, a pedestrian must wait a substantial period of time before an adequate window opens up to allow for the dangerous trek across the pavement.  In fact, while talking a surveillance walk through this area, drivers found it necessary to harass us for impeding traffic as we crossed the center’s entrance.  In addition, basic parking lot infrastructure to facilitate safe pedestrian traffic movement from parking areas to the stores remains absent.

Koon’s Auto Dealership:  Here too, exits and entrances lack safe crosswalks for pedestrians to cross.  In addition, a number of the dealership’s cars have been parked too close to the sidewalk, forcing pedestrians ever closer to passing traffic.  At the same area, a generously sized, smooth cement sidewalk gives way to a significantly narrower and bumpy asphalt sidewalk further afflicting walking pedestrians.  A wheelchair bound pedestrian would no doubt have difficulty negotiating the precarious path, although the absence of curb-cuts at several driveway entrances/exits would probably have already prevented further access.

Intersection of Roosevelt Boulevard:  This intersection completely fails to accommodate the needs and safety of pedestrians attempting to cross Roosevelt Boulevard while traveling down Wilson.  Pedestrian walk signals and cross walks are both lacking.  In addition, only one crosswalk has been put in place to allow pedestrians to cross Wilson.  Those pedestrians traveling westbound on Wilson are forced to cross Roosevelt without a signal in order to subsequently cross Wilson Boulevard to get to the cluster of apartments located in Arlington County.  

The line of shopping centers east of Roosevelt Boulevard also require some sidewalk maintenance, driveway exit/entrance crosswalks, and parking lot improvements to facilitate safe pedestrian movement.

Intersection of North Roosevelt Street and North Roosevelt Boulevard: The proximity of the East Falls Church Metro Station, Interstate 66, and large apartment buildings and condominiums makes this landscaped intersection heavily trafficked by pedestrian and automobile alike.  The illogical placement of cross walks in combination with the lack of crossing signals at this controlled intersection provides a perfect example of planning that fails to accommodate the pedestrian.  The landscaped island complete with flowers and a Falls Church welcome sign likely cost a substantial amount, funds that may have been better allocated to provide more appropriate and safer pedestrian infrastructure.  In addition, despite the presence of painted crosswalks at this location, the presence of a traffic signal communicates to drivers that they are not required to yield to pedestrians attempting to cross.

There are several key safety hazards at this intersection.  The first is the lack of a crosswalk signal.  Pedestrians must wait and quickly negotiate 4 lanes of traffic in order to cross North Roosevelt Boulevard.  While a partially enclosed and median offers some safety, pedestrians must compete with anxious drivers attempting to make the left turn onto North Roosevelt Boulevard from Roosevelt Street.  A second point of concern is the placement of utility poles and signage that not only makes a pedestrian entering the crosswalk invisible, but forces pedestrians onto the street in order to view oncoming traffic, which often intends to travel down Roosevelt Street presenting the opportunity for some close calls.  The third point of concern is the existing crosswalk across Roosevelt Street.  Due to the presence of the planted median, the existing infrastructure takes pedestrians around the median.  Most pedestrians, however, take the more direct route along the road.  When pedestrians do, however, follow the sidewalk, it takes them across a dangerous crosswalk.  The stop bar for drivers making a right hand turn onto North Roosevelt Boulevard has been placed after the crosswalk where visibility can be limited by the sharp corner at the intersection.  When the light is green, drivers quickly zip around this corner in an effort to beat the light, with a complete disregard for the crosswalk and pedestrians.  This intersection requires substantial reworking to provide an appropriate level of safety.

3. Other Concerns

Roosevelt Street:

· There are roadway segments without a proper sidewalk, or anything with a hard surface, on either side.  This is a startling phenomenon, given the winding, and in places abruptly curved nature of the roadway and high volume of vehicular traffic it carries.  While the phenomenon doubtless has its explanations, in today’s light it flies in the face of basic safety, and mocks the city’s declared policies of transportation.

East Columbia Street:

· Where this street joins Nolan Street, Forest Drive, Van Buren Street, Underwood Street, and North Tuckahoe streets, the City should provide stop bars and parallel line crosswalks where none currently exist (as one proceeds eastward to the Falls Church/Arlington boundary).  The inadequacies of accommodation and safety provisions for the pedestrian on the easternmost part of East Columbia suggest a “forgotten” corner of the City

Hillwood Avenue

· The intersection of Hillwood Avenue and South Cherry Street has become incrementally busy, but mainly in the a.m. and p.m. rush hours of the workweek.  There are stop bars for all four directions, well set back so as to make space for turning vehicles.  There are no traffic light override buttons at any of the four corners, nor crosswalks of any type.  If and when the long discussed Hillwood Avenue traffic calming and beautification project is actually undertaken, the installation of a “square” of crosswalks and a traffic override button at each corner should be included.

· Hillwood Avenue’s sidewalks are in good condition, (e.g. on the north side from Cherry to the in/out apron of the Syms parking area.  The same holds true on the south side, except that there are several segments without sidewalk at all.  This latter instance presumably has its origins in earlier times of land development; today it seems much out of place and inconsistent with policies for accommodating and protecting pedestrians.

· Where the two ends of the Berry Street loop join Hillwood, there are neither vehicle stop bars nor crosswalks.  On the south side, there are not stop bars and crosswalks on Meadow Lane, Cleave Drive, Brook Drive, Linden Lane, or Shady Lane.

· At Hillwood and Roosevelt, zebra crosswalks connect the northwest and northeast corners of Hillwood and the northeast and southeast corners as well. (Note: there are no sidewalks on south Roosevelt below Hillwood and none westward from Roosevelt to Shady Lane and beyond.

· At Syms, the in/out drive does not –but should- have In and Out arrows on the pavement plus a stop bar on the exit lane.  Also, there are no striped pedestrian pathways between 1) the Hillwood sidewalk and Syms entryway platform, and 2) the entryway platform and parking area (i.e. pathways across the drive lanes separating the building and parking areas.)

Additional issues:

· Missing curb cuts along Broad Street in front of Animal Hospital.

· Hillwood Avenue and South Cherry Street Intersection: No crosswalks and no traffic override

· Hillwood Avenue and Cherry Street: Missing Curb Cuts

· East Broad Street and Church Place: No painted crosswalks

· East Broad Street and South Cherry: Missing Curb Cuts

· East Columbia Street and North Underwood Street: Sidewalk ends

G.  Ward 3

1.  Overall Condition 
In general, Ward 3 provides pleasant pedestrian thoroughfares, but improvements are needed.

2.  Critical Areas
Telephone Poles/Other Obstructions

· Utility poles obstruct sidewalks on the following streets:

· 700 through the 900 blocks on Parker,

· 700 and 800 blocks of Jackson,

· West Street between Randolph and Poplar,

· 100 through 400 blocks on S. Oak,

· 1400 block West (between Laura and Abbott),

· 1000 block Poplar (note:  only part of this street is in the city boundaries), and

· 1000 block Ellison.

Fire hydrants block the sidewalk on the 300 block S. Oak and the 300 block of West.  On West, street signs also block sidewalk.

Lack of Curb Cuts

· There are no curb cuts at the intersection of Kent and Parker 

· On the 600 block of S. Oak, the sidewalk ends before corner, and there is no signage and no curb cuts to aid pedestrians.

· On Crane, the sidewalk ends abruptly and there is no curb cut.

· On the 900 block of Madison, the sidewalk abruptly ends and there is no curb cut.

Lack of Sidewalks

· The following streets lack sidewalks:

· Laura Drive,

· Kennedy (only part of this street is in the city boundaries),

· Ellison between Kennedy and Fowler,

· On Fowler past Ellison,

· Irving Street,

· Kent Street,

· Lea Court,

· Randolph Street,(this is especially problematic as there is a park – Roberts Park just off this street), and

· Lynn Place this is especially problematic as Roberts Park is located on this street and there is no parking to facilitate driving to this park).

H.  Ward 4

1. Overall Condition

Ward 4 generally provides pleasant pedestrian thoroughfares, although heavy traffic on some streets (such as Broad, Columbia, Great Falls) negatively affects pedestrian transportation.  Curb cuts were located on virtually every corner with a sidewalk.  For the most part, sidewalks seemed in fairly good condition.  Walkways around the City Hall and Cherry Hill park are especially pleasant due to brick walkways set apart from the street.  There are other locations, however, where attention should be directed to increase the safety and adequacy of pedestrian thoroughfares.  These include:

2. Critical Areas 

Telephone Poles/Other Obstructions

· A pedestrian crosswalk on N. Cherry where the bike path cuts through to Midvale would alert drivers to pedestrian and bicycle traffic crossing from the sidewalk over to use the path.

· On N. Cherry Street, the huge tree by the tennis courts, and several telephone poles near the center of the sidewalk make is nearly impossible for strollers, wheelchairs, or tricycles to pass without going into the street.  

· The sidewalk on the corner of N. Cherry and Broad Street is very narrow with telephone poles, wires, and shrubbery making stroller, wheelchair or tricycle passage nearly impossible.  

· On East Broad Street from Nolan to Lawton, there is little space between pedestrians and the very busy street.  Telephone poles near the middle of the sidewalk narrow the sidewalk further.  Noise and close proximity of traffic make the walk unpleasant.

· East Columbia Street has heavy traffic but sidewalks are in generally good condition.  Telephone poles between Cherry and Lawton narrow the sidewalk considerably in some areas.

· On Little Falls Street near one of the speed humps, a large tree root narrows the sidewalk to about 18 inches.  

Difficulty Crossing Streets/Walking on Streets

· On Lawton, sidewalk abruptly ends on the east side of the street, and resumes on the west side of the street, but there is no crosswalk to aid pedestrians and alert motorists to pedestrian traffic.

· North Fairfax Street has no sidewalks.  This poses a hazard to pedestrians, especially at the curve in the street that can experience speeding traffic.

· At the intersection of Great Falls Street and Washington Street, the sidewalks need attention.  On the south side of the street, a small brick sidewalk curves up near the front doors of the town homes, which seems like a private walkway.  On the north side of the street, the sidewalk gets very narrow and is dirt and slate in parts.  It is not easily passable for a stroller or wheelchair.

· There is no sidewalk on Great Falls after the park sidewalk ends.  The street is very busy and would be hazardous for pedestrians.  

· On W. Jefferson between Washington and Little Falls, the sidewalk is mostly broken up by driveways and not passable due to parking spaces.

I.  Ward 5

1. Overall Condition

In most cases, the pedestrian access and the walkability of the Ward 5 area is very good.  Sidewalks exist on at least one side of nearly every street.  Most of those are in good condition and provide adequate access.  Connection between sidewalks (that is, across streets) seems to have occurred by chance, rather than by design.  In other words: some sidewalks stop abruptly and do not provide for continuous access across blocks; and some blocks alternate the side of the street the sidewalk is on.  Generally, pedestrian accessibility on individual blocks is good but connectivity between blocks is uneven.  This Ward is served particularly well by the W & OD bike trail, which is in excellent condition throughout.  The trail facilitates crossing of busy West Broad Street by an elevated bridge.  

2. Critical Areas 

Telephone poles

· On two streets, Lincoln and Park, the sidewalks exist only on the south side of the street.  On both of these streets, intermittent telephone poles are a particular hazard and pose a problem for those traveling with baby strollers and, presumably, wheelchairs.  It is not clear whether the sidewalks were in place when the poles were added to the street or whether the poles were there first and the sidewalk built subsequently.  Nevertheless, this does indeed hamper pedestrian travel and forces pedestrians with strollers onto lawns or, more likely, into the street to avoid the poles.

Bike Trail Connectivity

· There is no doubt that the mere existence of the W&OD helps increase pedestrian activity.  This is especially true for people exercising – that is, people walking or biking for recreation rather than transport.  Unfortunately, throughout Ward 5 there is little connection between the bike trail and the uses adjacent to it. 
Great Falls St. and Lincoln Ave. Hazards

· Perhaps one of the most dangerous situations in Ward 5 exists around the area of Great Falls Street and Lincoln Avenue.  This area is highlighted by two key elements: Lincoln Park and the W&OD trail.  Lincoln Park sits at the intersection with two sides facing the street and a fence all the way around.  Only on one side of the park is there a sidewalk (Great Falls).  The other side faces Lincoln Ave. and despite having two entrances to the park, has no sidewalk.  

· At several locations in this Ward, the crossing from corner to corner is hazardous due to the “rounding off” of the street corners, presumably to accommodate large vehicles such as long haul trucks.  For example, near Lincoln Park, the sidewalk on Great Falls St. is interrupted the intersection with Lincoln Ave.  Automobile traffic making right turns at this intersections poses threats to pedestrians because the corners have been cut short making the distance from sidewalk to sidewalk much longer than it normally would if the streets intersected at full right angles.  Automobile traffic is allowed to turn right without slowing down much, and certainly not as much as it would have to if the intersection was 90 degrees.  Curb extensions or nubs should be installed in the interest of pedestrian safety.  (The corners of Riley St/Great Falls and Pennsylvania Ave/Great Falls are also susceptible).

· Pedestrians crossing Lincoln Ave. on Great Falls St. heading toward the park are not offered any view of the traffic light, nor is there a pedestrian signal light.  Thus, pedestrians here cannot know whether the light is green or red, and in which direction.  Needless to say, this is extraordinarily hazardous and can be remedied by fixing the rounded corners, and installing pedestrian signals.

Metro Station Connectivity

· Although both the East and West Falls Church Metrorail Stations lie outside of the City boundaries, it is imperative that pedestrian access to these stations be acceptable.  East Falls Church is generally accessible from Ward 5 via sidewalk on Lincoln Avenue and via the W&OD bike path.  Both connections are very good.  West Falls Church Station lies across Haycock Road.  Only a small portion of this street is within City boundaries.  Nevertheless, this four-lane road is very difficult to cross.  The only traffic lights that exist are at the intersections of Broad St/Leesburg Pike and north of Grove Avenue at the Metro access road.  A light in the middle of the block would improve access to the station from the City side of the street and to the West End Plaza from the residents on the other.

VII. CONCLUSION AND RECOMMENDATIONS

The Falls Church Pedestrian Plan represents a significant first step for the City in officially recognizing pedestrian activities and amenities.  The Ward scans are intended to serve as a tool for use in capital planning as well as transportation and other land use and development considerations.  

It is the desire of the CACT that this plan will supplement the planning framework outlined specifically in the Comprehensive Plan.  It should be a policy tool the City can use to

encourage and support non-motorized modes of transportation.  It is also the desire of the CACT that pedestrian issues continue to permeate its discussions, as well as all related discussions throughout the City.

One of the most important aspects of adopting this plan is the public comment period. Through public comments, the CACT can ensure that the plan addresses the needs and concerns of the City's residents and businesses. To ensure that the public’s voice is heard, a full effort will be made to distribute the draft plan to the public and solicit comments and ideas.  The final version of the plan will be presented to the City Council for endorsement.

APPENDIX

Brick Sidewalks and Crosswalks

The brick sidewalks and crosswalks created as part of the city's streetscape capital improvements and beautification may be authentically al1 right, but they pose requirements for sustained inspection and preventive maintenance/repair evidently not yet embedded in the city’s administrative agendas and budgets. Last Winter some bricks in the crosswalk between the NW ands SW corners to Broad and Virginia became heaved out of place and in no time more the flow of vehicles ripped many more bricks out of place repair was accomplished.

Generally, the brick sidewalks are in good condition, but there are tatters here and there that should be attended to opportunely.

Depending on manufactures’ quality control brick pavers appear susceptible to surface damage from sodium chloride products applied for snow and ice-melt purposes.  A number of bricks in the are fronting the First Virginia Bank in the 100 block W. Broad no finished surfaced if whole and in part. 

Figures 1, 2, 3 are snapshots of the locations and nature of brick sidewalks in need of maintenance. While admittedly unscientific, an informal survey of citizens; out on the streets shows many, especially older ones, are not as comfortable with brick crossways, namely, the ones on Broad St, as they are with conventional painted-on ones.  The CACT at present has no categorical position or recommendations regarding brick crosswalks but wonders as to their suitability in some situations.

Metrobus Facilities

Three Metrobus lines traverse the city's two main corridors: the Lee Highway Line plying between Roslyn and (a) Annandale (3A) and (b) Tysons Corner (3B), the Washington Blvd Line plying between Ballston and (a) Fair Oaks Mall (2B) and (b) Tysons Corner (2C, via Merrifield/Dunn Loring), and the Alexandria-Tysons Corner tine (28A, 28B). They all offer Metrorail connections, at EFC (Nos. 2 & 3) and WFC (Nos. 28 and 3B), and connections to buslines serving important destinations in the jurisdictions immediately neighboring Falls Church. Bus transportation is particularly important for many segments of society. 

The city has an adequacy of Metrobus stops in the two corridors. It seems opportune to ask Metrobus to install a stop at Gresham Pl. and So. Washington on a trial basis, since more people now reside on E. Jefferson and in the Gresham subdivision.  But the city also has a notable, some deem disgraceful, paucity of sheltered bustops. 1n all the city there are only four full-fledged Metrobus shelters; two on Broad St. eastbound - one at the Red Lobster and the other at the corner of E. Fairfax, only one on Broad westbound - at No. Virginia, and only one on Washington St. inbound at E. Colombia St.  Westbound on Broad, the shelter at So, Virginia is architecturally (also possibly jurisdictionally) a part of Winter Hill; and the little gatehouse at Tollgate Way available for sheltering, is in fact private property and quite separated from the busstop nearby  On all of outbound Washington St. the only, merely overhead sheltering for a bus patron is the entryway canopy of the No .900 office building.

Deemed critically needed are shelters at the locations named below, starting with the Broad and Washington crossroads , a major boarding/deboarding and interline transfer junction.  Clockwise, the bus-stop at the northeast corner is taken care of by the arcade of the office building. At the busstop at the northeast corner of Independence Square offers a lot of room for a shelter plus extra benches . There appears to be enough space to add a shelter to the bustop on the inbound lane of S. Washington at Broad.

It is puzzling that the busstop on the outbound lane of S. Washington below Broad should have so many benches but no shelter despite all the room.

There are no space limitations, either, for adding a shelter to the busstop in front of the First Virginia Bank.

Regrettably, the streetscape designers who put in the landscape material beds in front of the CVS had no awareness of the importance of the busstop chare as a transfer point   Whatever is necessary to do to make space for a shelter should be done 

On Broad St . 

Proceeding West to East,

a. Although the site is geographically outside city, Metro should be prevailed upon to put a shelter at the busstop on Haycock Road opposite the Giant supermarket.  This busstop is an important transportation adjunct of George Mason, the Grad Center, and the West Falls Plaza shopping centers, and serves busriders headed for Falls Hill and environs. 

b. If the busstop opposite the foot of Birch St. warrants benches it should have a shelter, too, especially since the location is so exposed to the elements

c. A shelter could be tucked into the space on the busstop at the west corner of the Zunzal restaurant.  This busstop is critical for and a steadily used by tenants of the Westbrook Commons apartments. Better a shelter than the present open-air benches.

d. A shelter installed at So. Oak S1. would be roughly midway between the extant one at S. Virginia Ave. and the one proposed for the Zunzal location.  The busstop in front of the Post Office, opposite the foot of Little Falls St. is the last point where one may board the Rosslyn-bound 3B Metrobus before it turns left into N. Washington. The terrain would require bulkheading the shelters platform, however

e. At present there appear to be no needs for shelters in the stretch between Tollgate Way and So. Roosevelt St. A shelter at S. Roosevelt would be helpful, but space and terrain factors preclude such a measure. However, not much farther east, adjacent to Syms, stands the last busstop before E. Broad meshes into the Seven Corners crossroads; this site is an advantageous alternative to the unsheltered busstop at So. Roosevelt.

2. Proceeding East to West,

a. The bus stop at North Roosevelt St. draws enough ridership to warrant a shelter - at a city gateway location. 

b. The present bus stop at No. Fairfax should be relocated westward to opposite the present sheltered stop at E. Fairfax, next to which a zebra crosswalk (with curbouts) linking both sides of Broad also already exist.

c. Beyond the crossroads section already discussed, Streetscape planning oblivious to busriders needs has preempted busstop platform space at the extant stop at Little Falls St , re-engineering the site for the addition of a shelter doubtless poses too much cost over gain.

d. A sheltered busstop should; be factored into re-engineering of the Pennsylvania Ave. intersection in connection with the redevelopment projects now in train.

e. At No. Lee, the west corner busstop has a bench, there should be a shelter. too, plus a zebra crosswalk linking to the bus-top at So. Lee.

f. A shelter should be added to the busstop at the west corner of the Bangkok Steak House, because this is the stop - westbound - closest to the important Broad & West St, intersection and Westbrook Commons Apts.

g. The busstop east of Birch St, should have a Shelter because of its relationship to the West Falls Plaza shopping strips.

h. Ditto the immediately foregoing for the busstop at the corner of Haycock Rd.

i. At the Birch St. busstop an ill-placed trash bin impinges on the space need for boarding and alighting, Apropos of trash bins, the busstops at No. Spring and So. Lee have none.

On Washington St.

Proceeding eastbound (Outbound from Rosslyn

a. There are no significant boarding stops until the one at Park Ave, where a shelter should be installed, as an important transportation adjunct of Kaiser Permanence and the commercial establishments and workplaces in the immediate surroundings.

b. The remaining stretch to the city line does not at present appear to generate enough boarding ridership to warrant shelters.

Proceeding Eastbound (inbound from Fairfax)

a. On the east side of Washington the city line occurs Just below Tinner Hill. At present the busstops at the printshop and the corner of Annandale Rd. to not appear to draw enough boarding ridership to warrant shelters.

b. Skipping the Broad & Washington crossroad the next busstop warranting a shelter is the one roughly on the line between the Womens' Club and neighboring office park. A shelter here directly opposite Kaiser Permanents, suitably complements the one proposed for the corner of Park Ave.

c. At present the last busstop in this direction is the one at E. Colombia, which has a shelter.  However if the trial busstop proposed for the corner of Gresham Pl . attracts boarding ridership provision of a shelter should be included, 
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� According to federal transportation and health surveys, the portion of Americans walking to work has dropped 26 percent in the last 10 years, while the percentage of overweight Americans has grown by 60 percent over that time.   See: Surface Transportation Policy Project, 2002, " Mean Streets 2002: Pedestrian Safety, Health and Federal Transportation Spending," Washington, DC.








� Mat Crenson, 2003, "Reclaiming America for Pedestrians in a Car-Dominated Landscape," Los Angeles Times, Page A-1.


� This, of course, includes those too young to drive.  But even focusing only on those old enough to be eligible for a driver's license, more than half a million are not licensed to drive.  (Unfortunately, these figures are not disaggregated down to the local level.)  See: Federal Highway Administration, 2002, "Highway Statistics Series, Table DL-22," Department of Transportation.


� Another important consideration is that in 1990, the Americans with Disabilities Act (ADA) was signed into law. This landmark civil rights legislation set new standards of access for public and private facilities, programs, and buildings.  Among other things, ADA requires:  an accessible route to services, programs, and activities offered by government; curb ramps when a new street or walkway is built or when an existing street is reconstructed; transit stops linked with walkways, or an alternative provided for the user; and safe waiting/standing areas at transit stops. 


� Harris, Louis (1992 and 1995) "Pathways for People," Parkwood Research Associates, Allentown, PA: Rodale Press. 
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