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1. EXECUTIVE SUMMARY
Charlotte will be a city of streets and neighborhoods where people
love to walk. Charlotte will provide a pedestrian experience that is
safe, useful, and inviting.

What is Charlotte WALKS?
Charlotte WALKS is Charlotte’s first Pedestrian Plan. It brings
together a number of existing walkability initiatives and identifies
new strategies for meeting the pedestrian safety and walkability goals
described in the city’s Transportation Action Plan.
The City of Charlotte is committed to walkability. Charlotte is
a vibrant city best characterized by rapid growth and change.
Managing that growth successfully means building more walkable
streets and neighborhoods. Charlotte has one of the most walkable
downtowns in the Southeast and many neighborhoods with streets
that offer a delightful walking experience. However many places in
Charlotte lack a safe, useful, and inviting walking experience.
Our citizens, both lifelong residents and newcomers, have told us
that walkability is a top priority for them. They want to live in a city
of streets and neighborhoods where people love to walk. We share
those aspirations. We will not reach our full potential unless we
become a city of walkable places. Charlotte WALKS will help get us
there.
The Charlotte WALKS Pedestrian Plan is the guiding document for
the city’s ongoing efforts related to walkability. The plan lays out a
number of action items, including these 3 Key Action Items that
require near-term attention.

ӹӹ Address back-of-curb sidewalks as redevelopment occurs.
ӹӹ Amend the 50% Rule sidewalk exemption.
ӹӹ Provide more crossing opportunities on thoroughfares.
Charlotte WALKS is a 5-year plan, and it will be reevaluated in 2021
based upon progress over that 5-year timeframe and the future needs
of Charlotteans.
The Charlotte WALKS Pedestrian Plan was originally adopted by
Charlotte City Council on February 27, 2017.

“A civilized city is not one where the poor
are forced to use cars. It’s one where the
rich choose to walk, bike, and use transit.”
Enrique Penalosa Commisioner of Parks (Bogota, Colombia)
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“Foot”notes

What is Charlotte WALKS?
an ADOPTED DOCUMENT

• Charlotte’s first Pedestrian Plan
• Adopted by City Council
• Necessary to support the city’s
Transportation Action Plan

ASPIRATIONAL

• Describes what walkability means to
Charlotteans
• Focuses on 3 main themes - Safe,
Useful, & Inviting

COMPREHENSIVE

• Offers a toolbox of strategies to improve
walkability
• Organizes/references existing city
policies & initiatives related to
walkability
• Highlights case studies of
recommended/completed pedestrian
projects in Charlotte

ACTION-ORIENTED

• Recommends changes needed to
support the Transportation Action Plan
• Identifies short- and long-term
implementation actions
• Defines success by providing
measurable targets

INTERACTIVE

• Includes web-based resources at
www.charlottenc.gov/CharlotteWALKS
• Periodically updated (at least every 5
years)
• Based on a wide variety of community
engagement platforms
• Demonstration/pilot projects offer realworld illustrations of Charlotte WALKS
principles
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Vision
Charlotte’s vision is to be a city of streets and
neighborhoods where people love to walk.
That vision is all about providing better
transportation choices. Often we think
about “alternative” modes of transportation
(walking, bicycling, riding public transit)
as what people use to get around when
they don’t have any other choice. For
the past 15 years the city has pursued a
different narrative - one focused on creating
“Complete Streets” that provide mobility
choices to all users (pedestrians, bicyclists,
transit riders, and motorists) of all ages and
abilities.
Our city shouldn’t be a place where the
poorest and most vulnerable citizens walk
because they have to. Charlotte should be a
city where all of our citizens choose to walk
on a regular basis.
This isn’t just the vision that the Charlotte
Department of Transportation (CDOT)
and City Council has for Charlotte. This
is a vision of walkability that’s shared by
many Charlotteans. We are all pedestrians.
Hundreds of thousands of Charlotteans
walk every single day. In preparing the
Charlotte WALKS Pedestrian Plan, city staff
spoke with over 1,000 people to find out
what walkability means to Charlotteans (See
“Planning Process & Public Input” on page
14 for more.)
Collectively, those Charlotteans told us that
they are looking for something very simple,
a pedestrian experience that is:

ӹӹ Safe,
ӹӹ Useful, and
ӹӹ Inviting
Throughout the Charlotte WALKS Pedestrian
Plan you will find sections of text like this one (at
left) called “Foot”notes. These “Foot”notes explain
important walkability principles, highlight interesting
projects and case studies, and offer a glimpse into
some of Charlotte’s pedestrian stories.

Charlotte’s vision for walkability is to be

A city of streets and neighborhoods
where people LOVE to walk.

Collectively, Charlotteans told us that there are 3 primary
characteristics that contribute to places like this...

SAFE

USEFUL

INVITING

Pedestrians are the most vulnerable
users of our roadways. Charlotte
is committed to providing a safe
pedestrian environment as the
foundation of any walkable place.
(See page 34.)

People need a reason to walk whether it’s to work, to the store,
or just to relax after a long day.
Charlotte strives to provide for
its citizens’ daily needs within a
convenient walkable proximity
and to offer accessible pedestrian
pathways that connect those places.
(See page 58.)

The best walks are along streets
that are comfortable, attractive,
well-proportioned, and lined with
interesting activities. The design
of Charlotte’s streets should offer a
beautiful and stimulating pedestrian
experience. (See page 74.)
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Here’s how the
Charlotte WALKS Pedestrian
Plan will achieve that vision...

Key Action Items
The Key Action Items on the opposite page
are the most important and require the
most immediate attention to ensure a safe,
useful, and inviting walking experience
for all Charlotteans. The Key Action Items
were identified and vetted through the
interdepartmental Walkability Scan (See
Appendix A), an important precursor to
the Charlotte WALKS Pedestrian Plan.
They are the highest priority action items
for Charlotte City Council and city staff to
address in the short term.
The following pages provide more detail and
specific guidance for completing these 3 Key
Action Items.

Pedestrian Policy Updates
In addition, an update to the following city
policies is underway as part of the Charlotte
WALKS plan in order to support the Key
Action Items.

•• Sidewalk Installation Policy

(formerly called the Sidewalk Retrofit
Policy) (See Appendix B),

•• Pedestrian Crossing Guidelines (See
Appendix C), and

•• School Zone Policy (See Appendix
D).
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For over 15 years the city has used these
policies to build sidewalks and create more
pedestrian crossings. Updates to these
updates will guide future city investments
in walkability, improve responsiveness to
citizen requests, and better reflect current
best practices. They are necessary to
implement the 3 Key Action Items discussed
in this plan.

Additional Action Items
Additional action items are considered
throughout the body of this plan. They range
from capital investments, to policy changes,
and include suggested changes to the city’s
development ordinances/process.
In some cases these action items will
require new initiatives to accomplish. In
others, existing and ongoing initiatives are
envisioned as the primary implementation
tools for these action items - most notably
the city’s upcoming Unified Development
Ordinance process.
See Chapter 5 “Steps Toward a More
Walkable Future” for a summary of all the
action items recommended by this plan.

3 Key Action Items
#1 Back-of-Curb Sidewalks

Address Back-ofCurb Sidewalks as
Redevelopment Occurs
(See Page 8)

#2 Sidewalk Gaps

Fix the
50% Rule Sidewalk
Exemption
(See Page 10)

#3 Pedestrian Crossings

Provide More Crossing
Opportunities on Busy
Thoroughfares
(See Page 12)

Why Do These Issues Occur?
Much of Charlotte’s transportation network was constructed during an era dominated by a focus on automobiles.
(See “History & Existing Conditions” on page 28 for more.)

Charlotte WA L K S |
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Key Action Item #1
Back-of-Curb Sidewalks
What is the Issue?
Sidewalks that are immediately adjacent to
vehicular travel lanes are called “back-ofcurb” sidewalks. Back-of-curb sidewalks
make pedestrians feel unsafe and vulnerable,
especially along busy, higher-speed
thoroughfares. They can create accessibility
issues for persons with disabilities. They
have been recognized as substandard for
decades. On thoroughfares, planting strips
with a minimum width of 8 feet are the city’s
current standard. Unfortunately, Charlotte
has over 130 miles of back-of-curb sidewalks
along busy thoroughfare streets.

Above: The city’s current standard calls for an 8-foot planting strip on
thoroughfares to buffer pedestrians from moving traffic and provide space for
street trees. Below: See pages 39-41 for more on why back-of-curb sidewalks like
this aren’t good enough.

Current Practice - Public Sector
Because of Charlotte’s rapid pace of
growth and development, there are many
opportunities for retrofitting back-of-curb
sidewalk to meet current expectations.
All public sector projects follow the
recommendations of Charlotte’s Urban
Street Design Guidelines (USDG) as closely
as possible, and as a result, frequently
replace segments of back-of-curb sidewalk.
City roadway and stormwater projects have
replaced back-of-curb sidewalks in the past,
and will continue to do so in the future. The
private sector also plays an important role,
but not consistently.
Current Practice - Private Sector
Because of a gap in the City Code, not
all private development/redevelopment
projects are required to fix existing backof-curb sidewalks. Development projects
that entail a conditional rezoning are
typically required to replace back-of-curb
sidewalks with a sidewalk and planting strip
that meets current standards. However,
by-right projects (which do not require
a rezoning) are not required to improve
back-of-curb sidewalk to city standards. This
often results in missed opportunities and
sites with narrow sidewalks left squeezed
against moving traffic at the back-of-curb.
In some cases, development parcels that are
immediately adjacent to one another have
different sidewalk requirements depending
on the nature of the development application
(by-right vs. rezoning).
Chapter 19 of the Charlotte City Code
establishes requirements for sidewalks
and drainage in by-right projects. The
primary issue is that Chapter 19 is silent
on reconstructing existing back-of-curb
sidewalk to meet current standards. An
amendment to Chapter 19 of the Charlotte
City Code is necessary to resolve this
incomplete and inconsistent set of standards,
level the playing field, and provide
consistently safe and comfortable pedestrian
environments along busy thoroughfares.
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Relocating sidewalks at the time of
development is much cheaper and more
efficient than using taxpayer dollars to fix
back-of-curb sidewalks after the fact (see
graphic below). While not always the case,
development/redevelopment typically
involves some degree of demolition and
grading. This is the ideal time to install new
planting strips and sidewalks at a minimum
cost. Relocating sidewalks through a city
project, after the time of development,
typically involves real-estate acquisition, regrading, utility relocation, etc., all of which
drive up costs to the taxpayer.

Action Item
ӹӹ Address back-of-curb sidewalks as
redevelopment occurs.

•• For public sector projects this means
continuing to apply the Urban Street
Design Guidelines to determine
sidewalk location and width.

•• For private sector projects this

means amending Chapter 19 of
the City Code. This amendment
should be based on an appropriate/
flexible approach that considers the
conditions of the existing street and
sidewalk, as well as, the extent of
redevelopment.

Estimated Cost to Replace
Back-of-Curb Sidewalks
Project Cost Analysis by City of Charlotte - CDOT and E&PM

$315 per linear ft

$60 per linear ft

$
At the time of
development

Charlotte WA L K S |

$

After development
(at taxpayer expense)
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It is much cheaper and more efficient to put sidewalks
in the right place at the time of development than it is
to use taxpayer dollars to fix back-of-curb sidewalks
afterward.
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Key Action Item #2
Sidewalk Gaps
What is the Issue?
Lack of sidewalks is a huge obstacle to
walkability in Charlotte. Sidewalk gaps
exist along roughly 34% (367 miles) of
thoroughfares and 54% (1,523 miles) of nonthoroughfare streets.
Current Practice - Public Sector
Since the late 1990’s, the city has been
working aggressively to close gaps in the
sidewalk network. The City invests millions
each year, through the Pedestrian Program
and other sources, to build new sidewalks.
(See Sidewalk Installation Policy “Foot”note
on page 42 for more.)
Current Practice - Private Sector
In most instances, new development and
redevelopment build sidewalks along streets
that have none. In some circumstances
however, because of an imprecise exemption
in the City Code, some private development
projects can be phased to avoid the
requirements for sidewalks.
Chapter 19 of the Charlotte City Code
defines the basic sidewalk and drainage
requirements for most developments.
In phased developments, the following
provision from Chapter 19 can be applied:

City Code Ch. 19 Sec. 19-173 (b): “When
the proposed new development will
be less than 50% of the total area of
the property under single ownership,
sidewalks and drainage facilities may not
be required. However, the City Engineer
may require certain improvements be
made if they are determined to be in
the public interest or needed to ensure
public safety.”
That provision means that a parcel can
be fully developed through a series of
phases, each less than 50% of the parcel
area, without triggering any sidewalk and
drainage requirements. An estimated 1015% of sites are phased in this way. Phasing
development for larger sites can allow a
significant portion of street frontage to
be fully developed without providing any
sidewalks along the street.

Action Item
ӹӹ Fix the 50% Rule sidewalk exemption.
•• This can be accomplished through

a Chapter 19 amendment that
establishes more precise parameters
for the acceptable application of the
50% Rule.

•• As city policy now recognizes that

sidewalks are in the public interest
and crucial for public safety, this
can also be accomplished through
a consistent interpretation of the
City Engineer’s authority to require
sidewalks “in the public interest and
for public safety.”
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Development
projeccts should
not be able to avoid
the city’s sidewalk
and drainage
requirements by
completing projects
through a series of
phases. Sidewalks are
needed to provide
access to jobs, transit,
parks, schools,
shopping, and
residences.

Sidewalk Needs on Thoroughfares in Charlotte

The map above illustrates blocks along thoroughfares where some portion of the sidewalk network is missing. Sidewalk gaps and back-ofcurb sidewalks (with no buffer between pedestrians and moving traffic) were a primary concern of Charlotteans who participated in the
public outreach for the Charlotte WALKS Pedestrian Plan.
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Key Action Item #3
Pedestrian Crossings
What is the Issue?
Many of Charlotte’s busiest thoroughfares
are difficult for pedestrians to cross due
to infrequent crossing opportunities,
high traffic volumes, and high speeds.
This is especially problematic where
crossing opportunities aren’t available near
high-ridership bus stops, schools, and
commercial/activity centers.
Current Practice - Public Sector
The Charlotte Pedestrian Program maintains
a database of all the pedestrian crossing
requests submitted to the city. Those
requests are evaluated by an interdisciplinary
team of city staff. If approved, each
request is assigned the most appropriate
crossing treatment and put on a future
projects list. There are currently more than
two dozen projects on that list awaiting
funding. In addition, city roadway projects
and the Comprehensive Neighborhood
Improvement Program (CNIP) incorporate
pedestrian crossings into other capital work.

Charlotte is already making impressive
progress toward this action item.
Historically, the city’s goal has been to
provide at least 15 new pedestrian crossings
each year. In the 2016 fiscal year, the city
installed new or improved pedestrian
crossings in 42 different locations through a
combination of various projects (Pedestrian
Program, Traffic Signals, Roadway, NIP,
etc.).
Despite that progress, installing pedestrian
crossings is becoming more difficult for
two primary reasons 1) vehicle speeds,
and 2) lack of roadway space. Vehicle
speeds on many thoroughfares are too
high to implement some types of crossings,
limiting the available treatments to more
expensive options. Also, lack of roadway
space or available right-of-way can
preclude pedestrian refuges along some
thoroughfares. In short, many of the simpler
crossings have already been addressed, and
future pedestrian crossings will likely be
more costly and difficult to install.

More frequent pedestrian crossings on thoroughfares will help to prevent situations like this. NCDOT owns and maintains many
thoroughfares in Charlotte, so coordination with NCDOT will be important to acheive more pedestrian crossings.
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Current Practice - Private Sector
The private sector has been an important
partner in implementing new pedestrian
crossings. Treatments like pedestrian
refuges, traffic signals, crosswalks, and
ADA improvements are frequently installed
as a part of private development and
redevelopment projects. Requests for new
pedestrian crossings are often included
by city staff during the review process
for rezonings and other development
applications. Applicants are often receptive
to such requests because they see benefit in
improving pedestrian accessibility to their
properties.
The city is updating its procedures for how
best to coordinate pedestrian crossings
installed through new development.
Beginning in 2017, CDOT’s Land
Development section will use the approved
crossings list from the Pedestrian Program
to guide its review of development
applications. In addition, the update of the
city’s Pedestrian Crossing Guidelines (See
Appendix C) will include new guidance for
where and how pedestrian crossings should
be installed.

Pedestrian crossings must be safe and accessible for all users, including those with
visual or mobility impairments.

Action Item
ӹӹ Provide more crossing opportunities on
busy thoroughfares.

•• Ensure that city and NCDOT

projects continue to include more
and better crossing opportunities,
where feasible and appropriate.

•• Seek additional sources of capital

funding to create more thoroughfare
crossings.

•• Revise the Pedestrian Crossing

Guidelines to reflect current best
practices (See Appendix C).

•• Achieve more crossing opportunities
through land development projects
where feasible.

Pedestrian hybrid beacons were developed within the last 10 years to help
pedestrians cross busy thoroughares. Charlotte is applying this technique in a
growing number of locations.

Charlotte WA L K S |
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Planning Process &
Public Input
We are all pedestrians, so all Charlotteans
have a voice in this plan. To ensure that
the planning process for Charlotte WALKS
reflected the diverse range of pedestrian
experiences in Charlotte, city staff utilized
multiple ways to collect input from residents
over the course of 18 months.
Public outreach for the Charlotte WALKS
Pedestrian Plan included:

ӹӹ Transportation Fairs – large public

meetings with a variety of ways to gather
input on all modes of transportation (2
events with 191 participants)

ӹӹ Pop-Up Meetings – smaller community
conversations focused on what
walkability means to Charlotteans (16
events with 647 participants)

ӹӹ Walking Audits – mobile meetings

that encouraged participants to reflect
on different walking conditions
throughout Charlotte (7 events with 150
participants)

ӹӹ Telephone Survey – a statistically-valid,
comprehensive survey that collected
results from 406 respondents.

This portion of the Charlotte WALKS
Pedestrian Plan briefly summarizes the
thoughts and ideas received throughout the
process.
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What We Heard
Walkability means three important things
to most Charlotteans – SAFE, USEFUL,
and INVITING. We talked with over 1,000
Charlotteans at 30 different public input
events about what walkability means to
them. Here are some of the things people
said.
SAFE

ӹӹ
ӹӹ
ӹӹ
ӹӹ

“Separation from cars”
“Well-lit sidewalks”
“A place for my children to play”
“Comfortable street crossings”

USEFUL

ӹӹ
ӹӹ
ӹӹ
ӹӹ

“Connections to greenways and transit”
“Walking to my grandma’s house”
“Walking for exercise”
“Freedom and independence”

INVITING

ӹӹ “Sidewalks wide enough to walk with my
wife”

ӹӹ “Big street trees”
ӹӹ “Places to sit”
ӹӹ “Water fountains”
Nearly all of the things Charlotteans told
us fit into those three categories. First and
foremost, Charlotteans want a SAFE walking
experience. They want connections that
provide more USEFUL reasons and places to
walk. Finally, they want their experience to
be INVITING, fun, and comfortable.

Charlotte WALKS - Public Meetings

An important goal of the public outreach process for Charlotte WALKS was to meet people in their own neighborhoods, making it easier for
residents to provide input within a familiar context. City staff hosted outreach events all over the city, allowing more residents to participate
in the process and creating more meaningful opportunities for connections with citizens. In all, staff talked to over 1,000 residents at 30
different public input events. The map above shows the location of each event.

Charlotte WA L K S |
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What does
walkability mean
to you? City staff
asked nearly 100
summer campers at
a Youth Sustainable
Transportation
Fair on July 31,
2015 at the Arbor
Glen Outreach
Center. This is what
they told us.
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What does walkability mean to Charlotteans?

City staff tracked input from over 1,000 participants at 30 different community events. The footprint above illustrates some very clear
themes in terms of expectations for infrastructure improvements – like more sidewalks, planting strips, and street trees. There were also
some compelling themes in terms of just how significant walking is to Charlotteans. When people think of walking, they think of things like
health, quality time with family, and for many folks, especially children and seniors, the ability to walk offers freedom and independence.

Charlotte WA L K S |
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We dug a little deeper into those three
themes to figure out exactly what makes
a walk SAFE, USEFUL, and INVITING.
Here’s what we found out.

Safe
Charlotteans believe the most important
things for creating a safe walking
environment are sidewalks, planting strips,
and streetlights.
At every public outreach event we heard
about two things, gaps in the sidewalk
network and uncomfortable, narrow
sidewalks without any buffer from
moving traffic. More than anything else,
walkability for Charlotteans means wide,
well-lit sidewalks, with generous planting
strips that buffer pedestrians from cars and
provide a space for street trees. That is a
baseline expectation that Charlotteans hold
in common.

Useful
The destinations that Charlotteans said
they would most like to walk to are grocery
stores, restaurants/bars, and parks/
greenways.
The ability to walk to work and school is
an important aspiration for Charlotteans.
However, walking for shorter trips, like a
quick run to the grocery store, was cited
more frequently during public outreach.
Charlotte covers a huge geographical area
(approx. 300 square miles), and many work

Over a thousand
public comments were
collected during the
preparation of the
Charlotte WALKS
plan. Throughout the
Charlotte WALKS
document, you will see
“Walkability means...”
quotations, like the
three at right, that
highlight input from
Charlotteans.

“Walkability means
some kind of buffer
between the sidewalk
and moving traffic.”

and school commutes are currently too long
to make on foot. For example, the average
work commute in the Charlotte region is 13
miles one-way.1 The non-commuting trips,
like walks to grocery stores, restaurants, and
parks, are where people saw the greatest
potential for creating a more useful walking
environment.

Inviting
The characteristics that are most important
for making a walk comfortable and attractive
are wide sidewalks, street trees, and
buildings/activities near the street.
Width of the sidewalk was something we
heard a lot about. Lots of people mentioned
the social aspect of walking, and told us
that sidewalks should be wide enough for
2 or 3 people to walk together side-by-side.
Walking can be an important family activity,
and our sidewalks need to be wide enough
to support that.
It was also interesting to learn that, for
Charlotteans, walkability is as much
about the vertical street edge as it is about
pavement. Over and over again people
mentioned things like café seating, shopping,
front porch conversations, and other
activities along the sidewalk. Buildings and
activities that create visual interest along the
streetscape are crucial to an inviting walking
experience.
All of the Action Items in Charlotte WALKS
support one or more of the three main
themes we heard from Charlotteans.

“Walkability
means
community, family,
and safety.”
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“Walkability means
wide sidewalks. I want
to be able to walk sideby-side with my wife.”

What does walkability mean to Charlotteans?

Over 500 people participated in a visual preference survey to help determine the specific characteristics of a Safe, Useful and Inviting walk.
Participants were asked to choose from among 11 different options in each category, or write in their own. The percentages listed below
indicate the percent of participants who voted for that option as their top choice in each category. In each case, the top three images in each
category - Safe, Useful, and Inviting - account for over half of the total vote.

SAFE - What types of treatments make you feel safest when you walk?

#1 Sidewalks: (36%)

#2 Planting Strip
(buffer from cars): (13%)

#3 Streetlights: (13%)

USEFUL - If you could, what places and activities would you walk to?

#1 Grocery Store/Market: (20%)

#2 Restaurant/Bar: (19%)

#3 Park/Greenway: (15%)

INVITING - What types of features make a walk comfortable and attractive?

#1 Street Trees: (25%)
Charlotte WA L K S |

#2 Wide Pathways: (22%)
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#3 Buildings and Activities near
the Sidewalk: (14%)
19

Components of Walkability: Safe, Useful, and Inviting
Sometimes, when people think of walkability, they think of a high intensity urban environment, like Tryon Street in Uptown Charlotte.
Tryon Street is Charlotte’s signature Main Street environment, with skyscrapers, plentiful street furniture, wide sidewalks, outdoor dining,
a consistent street wall, and beautiful street trees. While Tryon Street is a wonderful example of urban walkability, creating a Safe, Useful,
and Inviting walk is not about enforcing a singular condition of urban walkability. It’s about creating walkable streets and neighborhoods
in all kinds of contexts - from high-rise commercial centers to low density residential neighborhoods. The diagrams (below and on the
following page) illustrate many of the components of walkability within different land use contexts.

Urban Neighborhoods
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6
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1

11

12

2

9
13

15
5

Image Source: National Association of City Transportation Officials

SAFE
1. Sidewalks
2. Crosswalks
3. Sidewalk extensions
shorten crossing distance
4. Median refuge islands
5. On-street parking as buffer
6. Pedestrian crossing timers
7. Curb ramps with tactile
dome panels

USEFUL
8.

Variety of destinations
within a walkable proximity
9. Connections to bike
parking and facilities
10. Connections to transit
stops
11. Wayfinding signage
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INVITING
12.
13.
14.
15.
16.

Large maturing street trees
Street furniture
Cafe seating
Pedestrian-scale lighting
Ground floor awnings and
windows
17. Transit shelters
18. Places for public art

Suburban Neighborhoods

7

9

6

10

8

2
3
1
4

5

Image Source: National Association of City Transportation Officials

SAFE

USEFUL

1. Well-maintained sidewalks
free from obstructions
2. Wide planting strip buffer
3. Clear and level pedestrian
path across driveways
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4.
5.
6.

Connections to greenways
and parks
Connections to transit
Connections to
neighborhood schools
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INVITING
7.
8.

Large maturing street trees
Porches and windows
facing the street
9. Pedestrian-scale lighting
10. “Little Free Libraries” and
community bulletin boards
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Why Walkability?
Transforming Charlotte’s streets and
neighborhoods to be more walkable really
matters. Charlotte is a growing, vibrant,
successful city, but we will not reach our
full potential if we aren’t a city of walkable
places. The best places in Charlotte tend to
be our most walkable places.
Improving walkability offers significant
benefits on a wide variety of issues – citizen
needs, public health and safety, growth
management, transportation efficiency,
environmental stewardship, economic
competitiveness, fiscal sustainability, social
justice, etc. It is very rare that a single
goal, like improving walkability, provides
solutions to so many of the important
challenges that cities face.
Here are some of the challenges Charlotte is
facing, and how improved walkability helps
us meet those challenges.

Walkability offers
a solution to a wide
variety of issues facing the
City of Charlotte. From growth
management to public health
to social equity, walkability is
a key part of the puzzle for
Charlotte’s future.
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Citizen Demand
No matter how people get around, they want
more transportation choices. In Charlotte,
86% of residents believe our streets should
be designed to be serve all users, and 81%
believe sidewalks should be provided on
thoroughfares.2
We have consistently heard from
Charlotteans that they want Complete
Streets which accommodate all modes of
travel. People are increasingly interested
in living in neighborhoods where they
can choose to walk for at least some of
their trips. A recent statewide study found
“walking for pleasure” to be the most
common outdoor recreational activity,
enjoyed by 82% of respondents.3 Charlotte
should be a place where owning a car is
a choice, not an absolute necessity. More
people want to live a “car-optional” lifestyle,
and better walkability is the key.

By 2040 Charlotte will grow by another 400,000
people. That’s like adding the entire City of Raleigh,
NC. Our citizens have told us that they want growth
to accommodate all modes of travel - pedestrians,
cyclists, transit riders, and drivers.

Accommodating Growth
From 2015 to 2040 Charlotte is projected
to grow by 400,000 people. That’s nearly
the entire population of Raleigh, NC. Put
another way, Charlotte is growing by roughly
44 new people every day! Most of those
people are bringing cars with them, but they
aren’t bringing new roads.
We can’t keep widening more and more
of our roads, so we need to broaden our
thinking and invest in infrastructure that
gives existing and future residents more
transportation choices - like walking.
Walkable neighborhoods are good for
drivers and non-drivers alike because they
mean fewer cars on our roads. Charlotte
needs more walkable places where a “caroptional” lifestyle can be achieved. In
this way, walkability helps accommodate
growth and manage traffic congestion by
maximizing the capacity of our existing
roads.

Charlotte’s current growth rate is roughly 44 people per day. We can’t
keep widening our roads, so we have to broaden our thinking about
how to accommodate growth and encourage “car-optional” lifestyles.

PER
44 PEOPLE
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Public Health & Safety
The Effect of Walking
Walkability is an increasingly significant
public health and safety issue. We know that
about ½ of Charlotteans don’t get enough
exercise, and as a consequence, more than ¼
of us struggle with high blood pressure and
obesity.3 North Carolina has the 5th highest
rate of childhood obesity in the country.4
There is a very strong link between the
design of our city and public health
outcomes. Studies have demonstrated some
amazing results when more people walk
more often (see graphic below).

PRODUCTIVITY
AT WORK &
SCHOOL

COGNITIVE
PERFORMANCE
& ABILITY TO
CONCENTRATE

SELF
ESTEEM

PARTICIPATION
IN COMMUNITY
ACTIVITIES

In a 2007 survey by the State Center for
Health Statistics, 60% of North Carolinians
reported that they would increase their level
of physical activity if they had better access
to walking and bicycling facilities such as
sidewalks and trails.5
There is also a startling cost component to
the public health effects of car-dependent
neighborhoods. Recent reports have
estimated the annual direct medical cost
of physical inactivity in North Carolina at
$3.67 billion, plus an additional $4.71 billion
in lost productivity.6 While these financial
figures are bleak, researchers have found that
every dollar invested in accessible pedestrian
and bicycle trails can result in a savings of
nearly $3 in direct medical expenses.7
TRUST FOR
NEIGHBORS

The Effect
of Walking
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The Greatest Toll
Finally, streets that are designed for
walkability and pedestrian safety help to
eliminate the tragic pedestrian deaths and
injuries that occur in communities across
the country. In the decade from 2003
through 2012, more than 47,000 people died
while walking on streets in the United States.
That is 16 times the number of people who
died in natural disasters during the same ten
years.8 Between 2011 and 2015, Charlotte
averaged 342 pedestrian crashes per year,
with 65 of the crashes during that time
period resulting in a pedestrian’s death. The
only acceptable number for these statistics is
zero. Investing in walkability helps us get to
zero.

“All efforts to create
a healthier North
Carolina deserve our
total support. We live
in a wonderful country
and a fantastic state.
Each of us is needed
to be at our best all
the time. When we
walk, run and bicycle,
we are saying to
ourselves and to each
other, we care enough
to be the best for
our self and for each
other.”

Social Justice
Not everyone drives a car. In fact, over
250,000 Charlotteans don’t drive.9 That’s 30%
of our population.
It’s enough people to fill Bank of America
Stadium 3.5 times! Some don’t drive
because they choose not to, others don’t
drive because they don’t have access to a
car, or their age or abilities prevent them
from driving safely. For those people, and
others, walkability is the key to mobility,
independence, and quality of life. Our
transportation system should be safe and
functional for all Charlotteans.

Over 250,000 Charlotteans
don’t drive - enough people
to fill Bank of America
Stadium 3.5 times. For
those people, and others,
walkability is the key to
mobility, independence, and
quality of life.

Maya Angelou
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Economic Benefits
Investing in walkability is good for
Charlotte’s economy. From 2010 to 2014,
pedestrian and bicycle crashes cost North
Carolina $649 Million.10 Investing in
pedestrian and bicycle infrastructure
projects helps reduce that number, it raises
property values, and it creates more jobs
for the same amount of money as road
infrastructure projects. Every $1M spent on
sidewalks and bikeways creates 9 to 12 jobs,
more than any other mode of travel.11
Shifting Preferences
Beyond direct economic impacts,
investing in walkability is an important
part of competing in a global marketplace.
American preferences are shifting toward
walkability. Demographic changes suggest
that the Millennial and Baby Boomer
generations (the two age cohorts that will
drive the economy over the coming decades)
are increasingly attracted to walkable
neighborhoods and cities. In fact, surveys

$2,000
85%
12

conducted by the National Association
of Realtors show that the preference for
walkable neighborhoods is now more
significant than the preference for house size
when people are deciding where to live.12
Those preferences translate into higher
home values in walkable neighborhoods.
Walk Score is a measurement of walkable
proximity to nearby destinations. In
Charlotte, a study found that a one-point
increase in Walk Score corresponds to an
average increase in residential housing value
of nearly $2,000.13
These preferences tell us that many people
have bought into the idea that life is what
happens when you’re outside your car,
and they are starting to make that clear in
the places they’re choosing to live, work,
and spend money. If we’re not focused on
walkability, we’re going to have trouble
competing with other cities for the jobs and
talent that will carry Charlotte into the next
century.

The home value increase associated with a 1-point increase in
Walk Score.13
The amount of money spent on cars and gas that leaves the local
economy. Driving less and walking more means more of our
dollars stay local.14
The number of jobs created for every $1M spent on sidewalks,
greenways, and bikeways - more than any other mode of travel.11

“The biggest tax cut we can give
people living and working in
our community is a balanced
transportation system that makes
car ownership optional.”
Vi Lyles Charlotte Mayor Pro Tem
According to the National Association
of Realtors, people now care more
about neighborhood than house size
when deciding where to live.12
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Household Savings
Finally, the ability to live a walkable lifestyle
can generate significant savings for families,
and much of those savings are spent locally.
85% of the money we spend on cars leaves
the local economy.14 Walking more and
driving less means that more of our money
stays in Charlotte. A study in Portland,
OR found that, after decades of investing
in walking, biking and transit, people in
Portland are able to drive an average of 20%
less (or about 4 miles per person per day)
than other major metropolitan areas. That
translates to roughly $2.6 Billion in savings
each year for the region (fuel cost, vehicle
purchases/maintenance, time spent in traffic,
etc.).15
A similar calculation for Charlotte reveals
that the average savings in Charlotte of
taking just one less trip by car each day
would be over $4,200 per household per
year.9

“Walkability
means a healthy
and happy
community.”

Environmental Stewardship
Mecklenburg County has a history of
problems with air and water pollution from
“mobile sources,” like cars and trucks.

ӹӹ From 1997 to 2013 ground-level ozone

concentrations in Mecklenburg County
were above the national limit set by the
EPA.

ӹӹ In 2013 Charlotte was designated as one
the 19th smoggiest city in the country.16

ӹӹ Stormwater runoff from polluted roads
and parking lots is a big reason why so
many streams in Mecklenburg County
are impaired.

ӹӹ We’re also consuming a lot more

land and resources than we used to.
Mecklenburg County residents now use
more than twice the land they used to in
the 1970’s.17

All of these statistics share something in
common – our overwhelming dependence
upon the car for transportation. Investing in
walkability helps us to be better stewards of
the environment by giving Charlotteans the
opportunity to make different, less polluting,
lifestyle choices.

Development
Footprint17

(Mecklenburg
County)

Percent of Pollutants
from Mobile Sources18
(Mecklenburg County)
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History & Existing
Conditions19
Since the late 1990s, Charlotte has
experienced a major policy shift toward
creating more walkable streets. The evidence
is seen in infrastructure investments all over
the city that are making Charlotte a better
place to walk. The result of incremental
sidewalk improvements and major
investments like the Lynx Blue Line, the
BCycle Bike sharing program, the CityLynx
Gold Line streetcar, and Little Sugar Creek
Greenway, is that Charlotte is supporting
more transportation choices today than it
ever has before. Charlotte is offering more
ways for people to get around, making the
city a better place to live, work, and play.

Early History (1768 to 1887)
Early in Charlotte’s history, the city was
designed at a pedestrian scale. Charlotte was
founded in 1768, and until the middle of
the 20th century, everything in the city was
based on walkable proximity. Most citizens
accomplished all of their daily needs on
foot, while some used horses. Merchants,
churches, and workplaces were located
close to residences because people walked
between those uses. Automobiles weren’t
a part of city life yet, so there was no other
choice. For thousands of years of human
history, this is how our cities functioned.
Walking distance, typically between ¼ and
½ mile radius, was the natural yardstick for
urban growth and design.

Yet Charlotte still faces significant challenges
for walkability. To understand Charlotte’s
current pedestrian challenges, it’s necessary
to understand a little about Charlotte’s story
of growth and development over nearly two
and a half centuries.

Above: The intersection of Trade Street and Tryon
Street in 1880.
Below: Streetcar on Trade Street in 1910.
(Images source: Lunsford, Brandon. Charlotte: Then and Now.
Pavilion Publishing. July 1, 2013.)

Charlotte is
supporting more
transportation choices
today than it ever has
before.
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Streetcar Era (1887 to 1945)

Post WWII (1945 to 1990)

Around the turn of the 19th century a new
transportation technology changed the
way Charlotte’s streets and neighborhoods
looked. Private streetcar companies built
transit lines extending out of Center City
(See map below). Horse drawn streetcars
were installed first, but they were quickly
replaced with electric trolleys as the new
electric technology swept the nation.
Streetcars meant that residents could live a
little further from Center City and still have
convenient access to the mixture of grocers,
merchants, and workplaces they needed each
day. Walkable proximity was still the natural
yardstick for urban design, but now walkable
proximity to a streetcar line could replace
direct proximity to every part of city life.

Following World War II everything changed.
Private automobiles had been around
since the beginning of the 20th century,
but it wasn’t until after WW II that private
car ownership became the norm for most
American households. In cities across
the country, the auto industry bought
up streetcar lines and dismantled them.
They invented terms like “jaywalking”
to help convince people that streets were
primarily for cars. Auto sales boomed,
streets were flooded with cars, and walkable
proximity was no longer a limiting factor
for most households. As a result, growth
exploded further from city centers than
previously possible. Federal, state, and
municipal governments supported that
suburban expansion by enacting growth and
transportation policies that focused almost
entirely on accommodating the automobile.

Private developers capitalized on the
streetcar lines by building new residential
neighborhoods with a fine-grained street
network to allow folks to walk to streetcar
stops. Streetcars became the backbone of
Charlotte’s transportation system for the
next several decades. They offered residents
more choices and extended the walkable
urban fabric of Charlotte. Some of our most
walkable neighborhoods continue to be our
old streetcar suburbs.

Charlotte WA L K S |

It was a period of dramatic success in terms
growing the American middle class and
making home ownership far more accessible
to the masses. It was not a period of great
success for walkability and urban centers.
For thousands of years of human history the
natural yardstick for city growth and design
was walkable proximity to daily needs. In the
span of roughly 50 years, all that changed.
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1928 Charlotte
Streetcar System
Map
(Image source: Pound and
Moore Co.)
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In Charlotte, these auto-oriented policies
were in place at precisely the same time
that we experienced the greatest growth in
population and area in our city’s history.
From 1950 to 2000, Charlotte’s population
doubled, then doubled again. Even more
significant, the city’s boundaries expanded
by nearly 220 square miles. (To compare,
that 220 square-mile-expansion is like
adding 4 times the area of present-day
Boston.) Today Charlotte is roughly 300
square miles in area.
With primarily auto-oriented policies in
place, that huge growth in population and
area left Charlotte with a legacy of streets
and neighborhoods designed primarily
for access by cars and an overall lack of
pedestrian accessibility. Charlotte continues
to be a challenging place for pedestrians
because we, like many other cities, forgot
about walkability.

Recent History
(1990 to Present)
Charlotte is in the midst of another historic
development boom. Charlotte is the second
fastest growing large urban area in the
country. Current projections estimate that
the city will grow by another 400,000 people
over the next 25 years. That’s a growth rate of
roughly 44 people every day.
This time, we want to grow differently.

For thousands of years of
human history the natural
yardstick for city growth and
design was walkable proximity
to daily needs. In the span of
roughly 50 years, all that
changed.
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The automobile continues to be a crucial
part of Charlotte’s transportation system,
but it’s not the only part. We may have
chosen to put the automobile first in the
past, but our history is grounded in walkable
communities. We got away from that history
for a few decades after WWII, but since 1990
we’ve been making different choices.
In 1994 Charlotte adopted a Growth
Framework that identifies walkable activity
centers. In 1998 city ordinances were
amended to require developers to install
sidewalks on both sides of every street.
In 1999 the city established a Pedestrian
Program to build new sidewalks and
pedestrian crossings throughout the city. In
2006 the city adopted the Transportation
Action Plan which sets goals for making
Charlotte a more pedestrian friendly
community. A year later, in 2007, Charlotte
adopted the Urban Street Design Guidelines
(USDG) to support Complete Streets that
accommodate walking for transportation.
Those policies and practices have resulted
in investments, both public and private,
that add up to a much better pedestrian
experience in Charlotte.

Walking in Charlotte Today
Because of our mixed legacy of development,
Charlotte has neighborhoods that are very
walkable, as well as neighborhoods that are
very challenging for pedestrians. Charlotte
has one of the most walkable downtowns
in the Southeast and many neighborhoods
with streets that offer a delightful walking
experience. The city also has over 360
miles of missing sidewalks along busy
thoroughfare streets. Charlotte is supporting
more transportation choices than it ever
has before, but we still have lots of work to
do to create a more balanced and walkable
transportation network. The Charlotte
WALKS Pedestrian Plan represents the next
step in a series of choices aimed at creating a
more walkable Charlotte.

Sidewalks in Charlotte
Post-1998
Development

“Route 4” Boundary
Charlotte City Limits

The map above illustrates Charlotte’s historic pattern of growth with regard to sidewalk construction. Route 4 is comprised of a series of
thorougfares that create a circumferential route around Center City Charlotte. It has an approximate radius of 4 miles and includes most
of Charlotte’s pre-WWII neighborhoods. These neighborhoods were built with pedestrian connectivity in mind, and as a result, include
many sidewalks. The neighborhoods on Charlotte’s periphery were mostly built after the city’s ordinances were amended in 1998 to require
sidewalks on both sides of every new street. In between these neighborhoods and Route 4, the density of sidewalks is much lower.
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Other Resources
The Charlotte WALKS Pedestrian Plan is one
of several important planning documents
that provide a framework for growth and
transportation in Charlotte. Together these
documents answer some very important
questions.

ӹӹ How will we grow?
ӹӹ How will we travel?
ӹӹ What will we look like?

Charlotte BIKES Bicycle Plan
The Charlotte BIKES Bicycle Plan is the
bicycle mobility counterpart to Charlotte
WALKS. Since adopting the 1999 Bicycle
Plan, Charlotte has installed over 93 miles
of bike lanes and paved shoulders and 51
miles of signed bike routes. The plan is
currently being updated and rebranded,
in conjunction with the Charlotte WALKS
Pedestrian Plan, to power Charlotte into
the next generation of active transportation
investment.

Urban Street Design
Centers, Corridors, and
Guidelines (USDG)
Wedges Growth Framework
The Centers, Corridors, and Wedges (CCW)
Growth Framework is the foundational
document that sets the stage for the rest
of Charlotte’s growth and transportation
policies. It provides guidance for public
infrastructure investment and private
development. Originally introduced in
1994, the CCW Growth Framework was
most recently updated and adopted in 2010.
Charlotte WALKS reinforces the CCW
Growth Framework by offering Action Items
that support walkable corridors and activity
centers.

Transportation Action Plan
The Transportation Action Plan (TAP) is the
city’s multi-modal transportation plan. The
plan considers the transportation challenges
and opportunities facing Charlotte over the
next 25 years, and establishes the overall
vision, programs, projects, and funding
necessary to keep Charlotte moving. First
adopted in 2006, the TAP is currently being
updated in conjunction with Charlotte
WALKS and the Charlotte BIKES Bicycle
Plan. Charlotte WALKS is an extension of
the TAP specific to pedestrian mobility.

32								

Charlotte’s Urban Street Design Guidelines
(USDG) serve as the implementation
tool for planning and designing a
network of Complete Streets in Charlotte.
The USDG provide context-sensitive
guidance for creating Complete Streets
based upon different street types –
Boulevards, Parkways, Main Streets, etc.
The USDG assigns street types to every
street in Charlotte based upon expected
transportation and land use context. The
street types include detailed requirements
for multi-modal characteristics such as
sidewalk and planting strip width, bike
facilities, medians, and pedestrian amenity
zones.

2030 Transit
Corridor System Plan
Adopted by the Metropolitan Transit
Commission in 2006, the 2030 Transit
Corridor System Plan consists of multiple
rapid transit improvements in five major
corridors, as well as bus service and facility
improvements throughout the region. The
plan envisions 25 miles of commuter rail, 21
miles of light rail, 16 miles of streetcar, 14
miles of bus rapid transit and an expanded
network of buses and other transit services.
The plan has been incredibly successful
in creating more mobility options and

revitalizing lagging industrial corridors. The
foundation of any good transit network is a
good pedestrian network. Charlotte WALKS
supplements the 2030 Transit Corridor
System Plan by offering Action Items that
support transit investment in key corridors
and activity centers.

Charlotte Place Types &
Unified Development
Ordinance (UDO)
The Charlotte Place Types initiative is
an important precursor to the rewrite of
the city’s land development regulations.
Building upon guidance from the regional
CONNECT Our Future initiative, the

Charlotte Place Types initiative will
examine place types vetted by thousands
of people in the CONNECT process and
tailor them for use in Charlotte’s Unified
Development Ordinance. This ongoing effort
will support many of the Charlotte WALKS
recommendations related to amendments in
Charlottes’ development ordinances.
Charlotte Place Types and the UDO will be
the most significant overhaul of Charlotte’s
growth policy and development regulations
in decades. The UDO will include placebased design standards that create more
walkable streets/neighborhoods. In addition,
the UDO will provide an opportunity to
consolidate and clarify the city’s sidewalk
requirements which are currently located
in several chapters throughout the city’s
Municipal Code.
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2. SAFE
Pedestrians are the most vulnerable users of our roadways. Charlotte
is committed to providing a safe pedestrian environment as the
foundation of any walkable place.

A Safe Walk
Providing safe walking choices is the first priority of the Charlotte
WALKS Pedestrian Plan. It’s not just the actual safety of a street or
intersection (in terms of crash statistics) that is significant. Perceived
safety is also very important. If someone doesn’t feel that they are
safe walking along a street, they’ll be much less likely to choose that
walking trip. Charlotte’s streets should be designed to be safe and
feel safe for pedestrians.
Pedestrian safety is about walking conditions along and across
Charlotte’s streets. It’s necessary to have adequate sidewalks along
city streets as well as pedestrian crossings that offer connectivity
between destinations. According to a survey of 16,000 North
Carolina residents, the most commonly reported safety issues for
walking and bicycling are inadequate infrastructure (75%) and lack
of connectivity between activity centers/commercial centers and
residential neighborhoods (70%).1
The focus of this chapter is to explore practices for improving
pedestrian safety along and across Charlotte’s streets.

“Walkability means
small blocks, large
sidewalks, and
traffic buffers.”

“Walkability means a
better quality of life.”

“Walkability means
my 8-year-old can use
walkways safely.”

Over a thousand public comments were collected during the preparation of
the Charlotte WALKS plan. Many of the comments focused on the need for a
pedestrian environment that is safe for people of all ages and abilities.
Throughout the Charlotte WALKS document, you will see “Walkability means...”
quotations, like the three above, that highlight input from Charlotteans.
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If our current
rate of sidewalk
construction through
both capital and private
projects continues, Charlotte
will have sidewalks on both
sides of every thoroughfare
within roughly 15
years.

The Challenge
ӹӹ Charlotte, together with other cities in

our region, was recently ranked the 10th
most dangerous metropolitan area in the
country for pedestrians.2

ӹӹ Between 2011 and 2015, Charlotte

averaged 342 pedestrian crashes per year,
with 65 of the crashes during that time
period resulting in a pedestrian’s death.

Complete Streets mean different things in different contexts. In high-intensity urban environments, Complete Streets may include more
pedestrian amenities, on-street parking, and protected bike facilities. In single-family, residential neighborhoods, Complete Streets may
include large maturing street trees, and shared bicycle lanes (sharrows) or signed bike routes. Charlotte’s Urban Street Design Guidelines
provide the guidance for a context-sensitive approach to creating Complete Streets throughout the city. (Also see the “Foot”note on page 78.)
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Complete Streets
Complete Streets are streets that are
designed to accommodate all users pedestrians, bicyclists, transit riders, and
drivers - safely and comfortably. Charlotte
has been building Complete Streets for
20 years. In fact, Charlotte was building
Complete Streets years before the term was
invented to describe balanced transportation
systems.
According to Smart Growth America,
“Complete Streets are streets for everyone.
They are designed and operated to
enable safe access for all users, including
pedestrians, bicyclists, motorists and transit
riders of all ages and abilities. Complete
Streets make it easy to cross the street, walk
to shops, and bicycle to work. They allow
buses to run on time and make it safe for
people to walk to and from train stations.”
The City of Charlotte uses a Complete
Streets approach in all of its transportation
projects – considering the needs of all
modes, all users, and all ability levels. This
is a fundamental commitment in Charlotte’s
growth and transportation policy that
will help create more walkable streets /
neighborhoods, provide more mobility
choices, and support car-optional lifestyles.

“Foot”notes

Pedestrian Level of Service
Level of Service (LOS) is a measure of the quality of
service for transportation facilities. Traditionally applied
to the movement of cars, Charlotte’s Urban Street Design
Guidelines (also see page 78) establish a method for
evaluating pedestrian and bicycle movement.
Charlotte’s Pedestrian and Bicycle LOS methodology
has been recognized by the Institute for Transportation
Engineers (ITE) as a national model for multimodal
performance measures.3 The methodology uses variables
like crossing distance, crosswalk treatment, and allowing
right-turns-on-red to assign an overall letter grade (A to F)
for pedestrian mobility at signalized intersections.
Using this methodology, the city should use a contextsenstive Pedestrian LOS target to guide the design
for all proposed projects. This could be based on a
project’s proximity to pedestrian traffic generators.
The city currently has 238 signalized intesections
with a Pedestrian Level of Service below C. Over time,
improvements to signalized intersections will result in a
higher LOS for pedestrians, especially in the places that
are most likely to carry high pedestrian traffic.

One way that the city measures how
complete a street is for pedestrians is by
using a Pedestrian Level of Service metric.
(See “Foot”note at right.)
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In some cases, like dense urban centers and
rail transit corridors, it may be appropriate
to prioritize pedestrian mobility as the
primary consideration for city streets. In
Chicago, IL, for example, city policy assigns
modal priority to pedestrians first, followed
by transit riders, then bicyclists, and finally,
private automobiles. That kind of policy may
not be appropriate for all of Charlotte, but in
places like Uptown and SouthEnd, the city
should consider assigning specific modal
priority to pedestrians in all public and
private projects.

Sidewalks

Action Items

In 1999, Charlotte established the Pedestrian
Program with a specific focus on installing
more sidewalks throughout the city. Since
that time, the Pedestrian Program has
completed over 95 miles of independent
sidewalk projects. City roadway, stormwater,
and neighborhood improvements projects
have also installed many miles of new
sidewalks. Between 2010 and 2015, nearly
300 miles of sidewalk gaps were filled
through a combination of Pedestrian
Program projects, other city projects, and
private development. A primary goal of the
Pedestrian Program is to install sidewalk
on both sides of all thoroughfares. If our
current rate of sidewalk construction
through both capital and private projects
continues, Charlotte will have sidewalk on
both sides of every thoroughfare within
roughly 15 years.

In order to create Complete Streets that
support walkability, the city will:

ӹӹ Reduce the number of signalized

intersections with a Pedestrian Level of
Service of D, E, or F.

ӹӹ Consider assigning modal priority to
pedestrians in Uptown and Transit
Station Areas.

The “Complete Streets Chicago Design Guidelines”
adopted a pedestrian-first modal hierarchy. The
guidelines specify that, “all transportation projects
and programs, from scoping to maintenance, will
favor pedestrians first, then transit riders, cyclists,
and automobiles.”

Image Source: Complete Streets Chicago Design Guidelines. 2013.
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Sidewalks seem like such a simple and
necessary part of our streets today, but that
wasn’t always the case. In fact, Charlotte
didn’t require sidewalks on both sides
of every street until 1998. On very low
volume, low speed, residential streets it may
be safe and comfortable to walk without
sidewalks. In most cases however, sidewalks
are absolutely critical to ensure pedestrian
safety.

Back-of-Curb Sidewalks
Sidewalks that are immediately adjacent
to vehicular travel lanes are called “backof-curb” sidewalks. Although better than
no sidewalk at all, back-of-curb sidewalks
have no buffer between moving cars
and pedestrians. They do not provide a
comfortable walking experience, especially
along busy, higher-speed thoroughfares.
In a statistically valid survey of Charlotte
residents, 80% agreed that pedestrians on
thoroughfares should be separated from
traffic by a grass strip with trees.
Back-of-curb sidewalks make pedestrians
feel vulnerable, and they have been
recognized as substandard for decades.
Instead of back-of-curb sidewalks,
Charlotte’s Urban Street Design guidelines
call for a planting strip along all street types
to separate sidewalks from moving vehicles.
Unfortunately Charlotte still has over 130
miles of substandard, back-of-curb sidewalk
along busy thoroughfare streets.
Back-of-curb sidewalks also create serious
accessibility problems for wheelchair users.
The standards of the Americans with
Disabilities (ADA) Act require sidewalk
ramps with a maximum cross slope of 2%
at all driveways and intersections. (See
“Accessibility” on page 47.) This allows
people with wheelchairs and strollers to
navigate the sidewalk safely.

Charlotte has over 130 miles of back-of-curb sidewalks. They are better than no
sidewalk at all, but not by much. In the public outreach for Charlotte WALKS,
residents indicated a strong preference for sidewalks buffered from moving cars by
wide planting strips with street trees.

In an ideal situation, a wide planting strip
offers plenty of room for sidewalk ramps
and driveways to slope up to the level of
the sidewalk. Planting strips also improve
transit access by providing an opportunity
to separate passenger loading areas from the
accessible path of travel along a sidewalk.
Without planting strips, back-of-curb
sidewalks often do not have sufficient room
to meet ADA standards or provide bus
shelters and street trees.
Back-of-curb sidewalks and driveways create serious accessibility problems for
people with wheelchairs and strollers due to the curbs and crossslopes created by
driveways.
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All of those things contribute to a phenomenon
called “pedestrian shy distance.” This is the
distance that pedestrians tend to put between
themselves and moving traffic. Typically it’s
about 4 feet. This means that the effective width
of a 5-foot back-of-curb sidewalk is only 1 foot.
That is better than no sidewalk, but not by much.

1’

g

Without any buffer from moving traffic,
pedestrians on back-of-curb sidewalks are subject
to exhaust, noise, dirt, water, and windblast
from passing vehicles. Back-of-curb sidewalks
also create a real safety risk because there is
no planting strip with street trees to guard
pedestrians from crashes which may cause a car
to leave the roadway.
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Perception of safety is extremely important in
encouraging people to walk more often. Back-ofcurb sidewalks provide some pedestrian space,
but Charlotteans consistently identified backof-curb sidewalks as unsafe and uncomfortable
during public outreach for the Charlotte WALKS
Pedestrian Plan.
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Pedestrian Shy Distance

Charlotte’s current streetscape standards on
thoroughfares include a 6-foot sidewalk and an
8-foot planting strip - sufficient room to create an
effective buffer and support mature street trees.
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Addressing back-of-curb sidewalks is one of the key
issues of the Charlotte WALKS Pedestrian Plan. It was
identified as a critical issue by the Walkability Scan and
confirmed as a top priority by Charlotteans during public
outreach for Charlotte WALKS. Put simply, back-of-curb
sidewalks aren’t good enough. Charlotteans demand and
deserve better.

“Walkability
means a place to
walk separated
from cars.”

Action Items
In order to create more comfortable and safe walking
environments, the city will:

ӹӹ Address back-of-curb sidewalks as redevelopment

“Walkability means
tree-lined, car-free
walkways.”

occurs. (Also see Key Action Item #1 on page 8.)

ӹӹ Seek out opportunities to replace substandard

sidewalk through city projects (roadway, stormwater,
CNIP etc.).

80% of
Charlotteans believe
that pedestrians on
thoroughfares should be
separated by a grass
strip with trees.

Pedestrian Shy Distance: These images, taken from either side of Kings Drive in Midtown, illustrate the concept of pedestrian shy distance
and the importance of planting strips. On the left, a generous planting strip with street trees creates a welcoming pedestrian environment.
On the right, a pedestrian clings to the edge of a back-of-curb sidewalk, shying away from moving traffic. Charlotteans perceive back-ofcurb sidewalks as unsafe and uncomfortable. For more on how Charlotte will address back-of-curb sidewalks see page 8.
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“Foot”notes

Sidewalk Installation Policy
Charlotte has hundreds of miles of streets without
sidewalks. Because this problem is too big and expensive
to handle all at once, City Council adopted the Sidewalk
Installation Policy (formerly called the Sidewalk Retrofit
Policy) to guide sidewalk investment to the places where
sidewalks are most critical to safety & walkability.
Pedestrian Program staff use the criteria in the Sidewalk
Installation Policy to rank potential sidewalk projects.
The criteria focus on safety, cost, and filling sidewalk
gaps in the areas that are best positioned to support
walkability.
The typical cost for a city sidewalk project is roughly
$1.1M per mile. That figure is based on the 12-year
history of the Pedestrian Program. It accounts for all
costs associated with a sidewalk project including,
survey, design, real-estate acquisition, grading, drainage,
utility relocation, materials, and labor.
Over 95 miles of sidewalks have been built through
the Pedestrian Program since 2002. The map opposite
illustrates the geographic distribution of those sidewalk
projects throughout the city. See Appendix B for more.

Sidewalk Gaps
Sidewalks are obviously the most important
component of the pedestrian network. Gaps
in the network create safety and accessibility
issues and disrupt pedestrian connectivity.
Sidewalk gaps are especially problematic for
people using strollers, wheelchairs, walkers,
canes, or other assistive devices.
Sidewalk gaps are filled through a variety
of mechanisms. The city’s Pedestrian
Program has installed nearly 100 miles of
new sidewalks since it began in 2002. City
roadway, transit corridor, and neighborhood
improvements projects frequently build
sidewalk. In addition, private development
installs miles of new sidewalks each year.
Since 1998 Charlotte has required sidewalks
on both sides of all new streets, however
some notable exceptions to that requirement
still exist. Certain land uses are not required
to build sidewalks at all, like industrial
and warehouse buildings, and some
developments can avoid building sidewalks
if they are built in phases. (See Key Action
Item #2 on page 11.) This leads to missed
opportunities to fill important sidewalk
gaps. These exemptions also fail to anticipate
changes in land use and growth patterns that
lead to more pedestrian traffic.

Action Items
In order to fill sidewalk gaps and improve
the pedestrian network, the city will:

ӹӹ Continue to construct at least 10 miles
of new sidewalk each year through
the Pedestrian Program and other city
projects/processes.

ӹӹ Fix the “50% Rule” sidewalk exemption
in the City Code. (Also see Key Action
Item #2 on page 10.)

ӹӹ Consider requiring sidewalks for more
land uses in the new UDO.

This recently completed sidewalk project in south
Charlotte connects neighborhoods to schools, churches,
transit, and a YMCA.
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Pedestrian Program Sidewalk Projects

“Walkability
means never
having a sidewalk
that just stops.”

The map at right
illustrates all of the
sidewalk projects built
by Charlotte’s Pedestrian
Program, as well as
“active” Pedestrian
Program projects that
are currently in design
and construction. Since
2002 the Pedestrian
Program has constructed
nearly 100 miles of
sidewalks in Charlotte.
These Pedestrian
Program projeccts
are a key reason why
Charlotte has gone from
having sidewalks on 55%
of thoroughfares in 2010
to 66% in 2015. (See
tables below.)

Charlotte Sidewalk Mileage Estimates 2010
Street Type
Thoroughfares
Non-Thoroughfares
Total

“Target”*
1,063 miles (both sides)
2,651 miles (one side)
3,714 miles

Existing Sidewalk
584 miles
1,016 miles
1,600 miles

Sidewalk Gap
479 miles
1,635 miles
2,114

Percent Complete
55%
38%
43%

Sidewalk Gap
367 miles
1,523 miles
1,890 miles

Percent Complete
66%
44%
50%

Charlotte Sidewalk Mileage Estimates 2015
Street Type
Thoroughfares
Non-Thoroughfares
Total

“Target”*
1,080 miles (both sides)
2,703 miles (one side)
3,783 miles

Existing Sidewalk
713 miles
1,180 miles
1,893 miles

*NOTE – The “Target” mileage for sidewalks includes sidewalks on both sides of all thoroughfares and on one side of all non-thoroughfares
in accordance with the Sidewalk Retrofit Policy Statement adopted by City Council.
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Pedestrian Crossings
Pedestrian safety depends upon safe and
comfortable accommodation for walking
along and across Charlotte’s streets.
Safe pedestrian crossings are especially
problematic on thoroughfares with multiple
vehicle lanes, high speeds, and a higher
volume of traffic. (See “Thoroughfares” on
page 49.)
Charlotte has been working to install safer
and more frequent pedestrian crossings for
years. In the two-year period from July 1,
2014 to June 30, 2016, the City of Charlotte
installed 55 new pedestrian crossings and
improved 72 existing pedestrian crossings
(see map, opposite). The location of new
crossings is coordinated with bus stops,
parks, grocery stores, schools, etc. to offer
convenient pedestrian connections. Those
investments, in over 60 unique locations
throughout the city, occurred through a

variety of city stormwater, roadway, and
pedestrian safety projects. Despite that
significant progress, installing more frequent
and safer pedestrian crossings continues
to be one of the primary concerns of the
Charlotte WALKS Pedestrian Plan. It is one
of the three Key Action Items in this plan.
The city already has goals, processes and
funding in place, through the Pedestrian
Program, to address this issue over time. The
city will continue to use a variety of tools to
install new pedestrian crossings.
At traffic signals, the installation of
pedestrian crossing treatments is fairly
straightforward. Treatments typically include
crosswalks, curb ramps, and accessible
pedestrian signals with countdown timers,
as well as audible and tactile cues for the
visually impaired.
At midblock locations, the application of
crossing treatments is more nuanced and
may include pedestrian hybrid beacons

On thoroughfares, long distances between traffic signals mean that there are relatively few pedestrian crossing opportunities. The city will
install at least 20 new pedestrian crossings every year to help pedestrians avoid situations like the one below.
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Pedestrian refuge islands (left) and pedestrian hybrid beacons (right) are two crossing treatments in Charlotte’s toolbox for installing more
frequent pedestrian crossings. Other tools include high visibility crosswalks, curb ramps, traffic signals, curb extensions, and signage. The
application of those treatements is guided by Charlotte’s Pedestrian Crossing Guidelines.

New Pedestrian
Crossings in
Charlotte

In the two-year period from July
1, 2014 to June 30, 2016, the
City of Charlotte installed 55
new pedestrian crossings and
improved 72 existing pedestrian
crossings in over 60 unique
locations throughout the city.
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“Foot”notes

Leading Pedestrian Intervals
Leading pedestrian intervals (LPIs) are a traffic signal
timing strategy that the city uses to help create a safer
walking experience. LPIs give the “Walk” signal to
crossing pedestrians several seconds before allowing
traffic to proceed through the intersection. This allows
the pedestrians to step out into the intersection, where
they are more visible to turning vehicles. In this way, LPIs
enhance the visibility of pedestrians in the intersection
and reinforce their right-of-way over turning vehicles,
especially in locations with a history of conflict. LPIs have
been shown to reduce pedestrian-vehicle collisions as
much as 60% at treated intersections.4
The CDOT Transportation Systems Section recently
piloted a new treatment combining LPIs with a restricted
“No Turn on Red” signs that light up when a pedestrian
pushes a button to request the walk signal. This ondemand “No Turn on Red” restriction provides even more
protection for crossing pedestrians with minimal impact
on overall vehicular capacity.
Giving pedestrians extra time and limiting hazardous
turning movements are two ways that the city is
trying create a safer pedestrian experience. The CDOT
Transportation Systems section has developed criteria
to prioritize these types of treatments in Charlotte and is
beginning to implement them more frequently.

(sometime called HAWK signals), pedestrian
refuge islands, crosswalks and curb ramps,
rapid flashing beacons, etc. Charlotte’s
application of these tools is guided by
our Pedestrian Crossing Guidelines (See
Appendix C). This research-based document
draws from experience across the country
to establish context-based criteria for
pedestrian crossing treatments in between
traffic signals. Those criteria include traffic
volume, vehicular travel speed, adjacent
land use context, and distance between
other crossing opportunities. The Pedestrian
Crossing Guidelines were updated as part
of this Charlotte WALKS Pedestrian Plan to
reflect current best practices.

Action Items
Installing safer and more frequent
pedestrian crossings is one of the key issues
of the Charlotte WALKS Pedestrian Plan. In
order to accomplish this, the city will:

ӹӹ Install at least 20 new pedestrian
crossings per year through city
programs/processes.

ӹӹ Seek out opportunities to install new/

improved pedestrian crossings through
private land development approvals.

Also see Key Action Item #3 on page 12.

Leading Pedestrian Intervals (LPIs)
Phase 1 (left) - Pedestrians are given a minimum 3 to 7 second head start entering the intersection.
Phase 2 (right) - Traffic is given the green light, turning traffic yields to pedestrians already in the intersection.

Image Source: National Association of City Transportation Officials
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Accessibility
Charlotte is committed to building an
accessible pedestrian network for people of
all abilities. The landmark Americans with
Disabilities Act (ADA) was passed in 1990
and guarantees that people with disabilities
have the same opportunities as everyone
else. Among many other important rights,
the ADA guarantees the right to accessible
pedestrian facilities for those who use
wheelchairs, canes, or other assistive devices.
The U.S. Access Board has developed
Proposed Accessibility Guidelines for
Pedestrian Facilities in the Public Right-ofWay (PROWAG). The guidelines provide
technical assistance to ensure that sidewalks,
pedestrian street crossings, pedestrian
signals and other facilities are usable for all
pedestrians, including those with disabilities.
Designing pedestrian facilities for
accessibility helps everybody. The goal is
to optimize the pedestrian experience, to
provide safe and usable pedestrian facilities
for all pedestrians, and to assure compliance
with all federal, state and local regulations
and standards. Features like curb ramps,
wide sidewalks, audible pedestrian signals,
and detectable warnings (like truncated
domes) at street crossings make the
pedestrian environment safer for everyone.
Anyone who has pushed a stroller or
walked with a grandparent understands that
improving pedestrian accessibility isn’t just a
legal requirement; it’s the right thing to do.

“Foot”notes

Accessibility for all Charlotteans
Hi, I’m Sherri the “Professional Pedestrian.” I love living
in a city where shops, restaurants, museums, music and
art are connected by safe sidewalks, trails, light rail, and
city buses. As part of the Walkable Urbanism movement
in Charlotte, I fully appreciate the sights and sounds of
the city and all the wonderful people I encounter on my
daily outings.
I am a visually-impaired pedestrian, and I depend on
walking and public transit. Many parts of Charlotte
are walkable. I’m able to go to medical appointments,
participate in volunteer activities, and enjoy music
venues, movies and other forms of entertainment. I have
easy access to the airport, Amtrak, and bus station via
light rail and city buses.
However there are frustrations. Charlotte still has areas
with missing or obstructed sidewalks, cars blocking
pedestrian crossings, speed limits that are too fast,
businesses that are only accessible by car, and distracted
drivers who ignore our “Yield to Pedestrians” law.
Help me and other “Professional Pedestrians” move
Charlotte forward as a walkable place. Start WALKING
more, and contact the city when you encounter areas
that need improvement. If we all work together we can
transform Charlotte into a truly walkable city.

- Sherri Thompson, Pedestrian Advocate

“Walkability
means rollability
- for wheelchairs
and strollers.”
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“The number of people who need the
services of Metrolina Association for
the Blind has doubled in the past 10
years. In the next 10, it will double
again.”
Laura Park-Leach Metrolina Association for the Blind

“Walkability means
accessibility for all
people.”

City projects and private land development
that affect sidewalks and pedestrian
crossings use PROWAG to upgrade those
facilities. The Charlotte WALKS initiative is
a recommitment of that effort to ensure that
100% of projects are ADA compliant.
The City is in the process of updating its
ADA Transition Plan, originally adopted in
1993. The Public Right-of-Way component
of that plan will be a new addition and will
contain a list of all non-compliant curb
ramps. Due to the size and complexity of
public Right-of-Way in Charlotte, the city
hired a full-time ADA Coordinator and
Design Engineer in 2016 to focus exclusively
on accessibility issues.

Action Item
In order to improve accessibility throughout
Charlotte, the city will:

ӹӹ Update the citywide sidewalk inventory

to identify physical barriers that prevent
accessibility.

ӹӹ Continue to address accessibility

issues through city projects/programs/
maintenace and private land
development projects.
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Thoroughfares
Thoroughfares present a unique safety
concern for Charlotte pedestrians.
Thoroughfares are characterized by
a combination of issues that can be
problematic for pedestrians. Thoroughfares
typically have:

ӹӹ High peak traffic volumes (usually 7am9am and 4pm-6pm)

ӹӹ High speeds (speed limits are typically
35mph or greater)

ӹӹ Wide crossing distances for pedestrians
(usually 4 lanes or more of traffic)

ӹӹ Limited crossing opportunities (due to

Charlotte’s legacy of auto-oriented street
design).

Thoroughfares account for just 17% of
Charlotte’s streets, but over 70% of the
pedestrian crashes. For the 9-year period
from 2005 to 2013, Charlotte had the 18th
worst pedestrian fatality rate among the 50
largest U.S. cities.5 Nearly all of those crashes
happened on high-speed, high-volume
thoroughfares. In fact, 97% of the pedestrian
fatalities from 2008 to 2012 occurred on
thoroughfares.

The severity of pedestrian crashes on
thoroughfares in Charlotte is consistent with
other studies linking just slight increases in
vehicular speed to dramatic changes in the
pedestrian injury and fatality rates. Research
indicates that only 5% of pedestrian
collisions at 20mph result in death, versus
85% at 40mph.6
For those reasons, Charlotte is especially
focused on improving the pedestrian
environment along thoroughfares. The
city’s Pedestrian Program focuses the great
majority of its investment toward projects
on thoroughfares. The criteria city staff use
to evaluate potential projects purposefully
prioritize investment along thoroughfares.
In the two-year period from July 1, 2014 to
June 30, 2016, the city completed over 14
miles of new sidewalks along thoroughfares
and installed new pedestrian crossings in
over 50 locations along thoroughfares.
As part of the Charlotte WALKS plan, three
important policies have been reevaluated
and amended to ensure an appropriate focus
on thoroughfares and reflect current best
practices in street design.

97% of pedestrian fatalities from 2008 to 2012 occured on thoroughfares.
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Pedestrian Crashes in Charlotte (2011-2016)

The map below illustrates how
pedestrian crashes tend to
cluster along high-speed, highvolume thoroughfares and in
areas with high pedestrian
activity, like Uptown.

Uptown Inset
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Those policies are:

“Foot”notes

ӹӹ The Sidewalk Installation Policy

(formerly called the Sidewalk Retrofit
Policy) (See Appendix B),

Vision Zero

ӹӹ The Pedestrian Crossing Guidelines
(See Appendix C), and

ӹӹ The School Zone Policy (See Appendix
D).

Charlotte will continue to proactively
address pedestrian safety issues along
thoroughfares as a part of the ongoing
implementation of the Charlotte WALKS
Pedestrian Plan. City staff will also consider
reducing speed limits on thoroughfares near
major activity centers, rail transit stations,
and in Uptown Charlotte.

Action Items
In order to improve pedestrian safety on
thoroughfares the city will:

Over the past 5 years 169,734 people have died on
US streets and highways.7 Charlotte’s share of that
unfortunate statistic is 208 people. Nationwide,
automobile crashes are now the leading cause of death
among people ages 13 to 25.7
Vision Zero is a growing, and relatively recent, movement
within the transportation field. The premise of Vision Zero
is simple - no loss of life is acceptable, and the ultimate
goal for traffic safety should be zero deaths or serious
injuries. Vision Zero began as a nationwide movement
in Sweden in the late 1990’s. More recently, cities like
Chicago, San Francisco, New York City, Seattle, San
Antonio, Philadelphia, and Portland have adopted Vision
Zero goals.

ӹӹ Continue to focus Pedestrian Program

Vision Zero strategies are ambitious, as no major U.S.
city has acheived this goal in modern history. However,
the Vision Zero goal is one that resonates strongly
with citizen advocates, elected leaders, planners, and
engineers. Whether it is stated through formal policy or
not, the only acceptable statistic for traffic deaths and
serious injuries is “zero.”

ӹӹ Coordinate with CMPD to expand

New York City’s Vision Zero Action Plan puts it this way.

ӹӹ Implement a Vision Zero strategy. (See
“Foot”note at right)

ӹӹ Consider setting a 25mph speed

limit throughout all of Uptown. (See
“Foot”note on page 55)
spending on challenging thoroughfares.
enforcement efforts. (Also see pages 5457.)

Logos for Vision Zero campaigns in (clockwise
from top left) Seattle, New York City, San Antonio,
Portland, and Washington D.C.
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“Walkability means
walk buttons at
intersections.”

“Walkability means
crossing the street
safely.”

“Walkability
means pedestrian
islands.”

The table at left outlines a number of design
treatments that Charlotte uses to improve pedestrian
safety, as well as the crash reduction rate that
the FHWA has found to be associated with those
techniques.
(Image Source: WalkBike NC and Federal Highway Administration8)
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Streetlights

installed an average of over 500 new street
lights each year.

In addition to sidewalks and planting strips,
Charlotteans identified streetlights as a very
important feature of a safe walk.

The city employs a full-time Street Lighting
Coordinator to manage all the requests the
city gets for repairs and new/upgraded street
lights.

The Duke Energy Company owns and
maintains street lights in Charlotte, and
the city pays the electric bill. The city also
coordinates and pays for the installation of
new street lights. There are currently over
70,000 streetlights throughout the city.
The city has processes in place for residents
to request individual street lights and for
entire neighborhoods to request new street
lighting. Over the past three years Charlotte

Action Item
In order to improve safety, the city will:

ӹӹ Continue to evaluate and respond to

resident requests for new street lights.

ӹӹ Ensure that new streetlights are placed
appropriately to light pedestrian
pathways.

Well-lit sidewalks are an important part of pedestrian safety. There are over 70,000 streetlights in Charlotte.
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Education and
Enforcement
Education and enforcement efforts also play
a significant role in improving pedestrian
safety along thoroughfares and elsewhere.
Initiatives like increased enforcement of
speeding and public education campaigns
have been shown to reduce pedestrian
crashes by up to 70% and 23% respectively.8
Over the past two years, two major
education and enforcement programs
were conducted in Charlotte, the USDOT
Mayors’ Challenge and the WatchForMe NC
campaign.

USDOT Mayor’s Challenge
In January 2015, US Transportation
Secretary, and former Charlotte Mayor,
Anthony Foxx challenged city leaders across
the country to raise the bar for bicyclist and
pedestrian safety. Secretary Foxx issued
seven key Challenge Activities to create safer
streets. The challenge is based on the 2010
USDOT Policy Statement on Bicycle and
Pedestrian Accommodation. The City of
Charlotte accepted the challenge, and under
the leadership of a Local Action Team, the
city created a Framework to Action to guide
its participation. Accomplishments under
Charlotte’s Framework for Action include:

ӹӹ The installation of new/improved

pedestrian crossings in over 50 locations
throughout the city;

ӹӹ The installation of 22 bike racks at CMS
schools;

ӹӹ The launch of a new pedestrian/bicycle
counting program on key pedestrian/
bicycle corridors;

ӹӹ Coordination of the Charlotte WALKS
and Charlotte BIKES plans;

ӹӹ Walkability Audits conducted at 10

intersections in association with the local
chapter of AARP;
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ӹӹ The participation of 16 area schools in

International Walk to School Day; and

ӹӹ The development of a Complete Streets
orientation course for all CDOT
employees.

In April 2016 Charlotte was recognized
by USDOT as a model participant in the
Mayors’ Challenge, and a representative
from the Local Action Team was asked to
speak about Charlotte’s efforts at a national
conference on traffic safety.

WatchForMe NC
Driver inattention or distracted driving was
a contributing factor in over 22% of crashes
in Charlotte last year. That’s roughly the
same as alcohol, drug use, aggressive driving,
running stop lights, and speeding combined.
No text, tweet or call is worth someone’s life.
The WatchForMe NC campaign fights back
against distracted driving, and encourages
safe driver, cyclists, and pedestrian behavior.
The campaign, sponsored by NCDOT,
focuses on both education and enforcement.

ӹӹ Education: The educational component
of WatchForMe NC is a comprehensive
multi-lingual, multi-media campaign.
Communications during the 2015
campaign included press conferences,
billboards, bus ads, banner ads on
bridges, social media, flyers in utility
bills, Spanish radio interviews, bumper
stickers, bicycle light giveaways, public
meetings, and a bicycle safety meet up.
Communications materials reinforced
key messages like “I look for bikes.” and
“Yield to people in crosswalks.”

ӹӹ Enforcement: CMPD conducted 10

police enforcement events resulting
in 826 warning citations given to
drivers, cyclists, and pedestrians. The
enforcement events were conducted in
areas known to have a high degree of
pedestrian traffic. The warning citations

were intended to be educational, as
opposed to punitive. They included
information on appropriate yielding
behavior at intersections. CMPD also
issued 203 actual citations to motorists
for reasons such as expired registration
and/or tags, no seatbelt, driving while
license revoked, etc.
The Charlotte Department of Transportation
(CDOT) is the lead local agency for
WatchForMeNC. CDOT is supported
through partnerships with the CharlotteMecklenburg Police Department
(CMPD), Carolinas Healthcare Systems
Injury Prevention, Novant Health Injury
Prevention, Mecklenburg County Public
Health, the Charlotte Area Transit System
(CATS), and AARP.

“Walkability means slowing down
and making civic life better.”

“Foot”notes

20 is Plenty
Only 5% of pedestrian collisions at 20mph result in death,
versus 85% at 40mph.6 Age makes a big difference in
these statistics. The older a pedestrian is, the more
likely they are to be hurt or killed by a collision with a car
traveling at speeds above 20mph.
Spurred on by this research, and by personal associations
with people affected by pedestrian/bicycle collisions,
groups around the United States and Europe have begun
to form under the slogan “20 is Plenty.”
For the past decade these groups have successfully
advocated for a reduction of speed limits to 20mph in
the name of pedestrian safety. The “20 is Plenty for
Us” group in the United Kingdom has been especially
successful. Over 50 communities in the UK have now
adopted town-wide default speed limits of 20mph.
In addition, cities like Seattle and New York have
adopted 20mph speed zones in many areas as a part
of pedestrian safety campaigns. In Charlotte, the 900acre UNC Charlotte campus has a 20 mph speed limit.
Such campaigns are typically supported by aggressive
education and enforcement efforts to ensure compliance
at the outset.

Seattle Vision Zero Plan. City of Seattle. 2015.
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“Foot”notes

Promoting Walkability
Sustainability means meeting our needs today without
compromising the ability to meet our needs in the future.
When a city builds a safe, useful, and inviting experience
for pedestrians, everyone wins! Walkable communities
maximize economic potential, generate jobs, protect
the environment, and reduce air and water pollution.
Walkability also advances social equity by reducing the
time and money spent on driving, which impacts the lives
of low-income community members the most.
Education and advocacy organizations serve as a
critical link between citizens and government. Many
people are interested in creating a more walkable
community, but don’t know how to interact with city
leaders. Through our Sustainable Neighborhoods
Program, we train residents to become advocates for
improving the walkability of their own streets. Our recent
Walk Your Neighborhood event celebrated the walkability
of the Plaza Midwood Business District by guiding
people to walkable destinations using a network of
pedestrian wayfinding signs. We also attend government
transportation meetings each month so that we can
share opportunities for engagement with the public. Our
goal is to help the public understand the issues so they
can be better advocates for a more walkable Charlotte.

- Meg Fencil, Sustain Charlotte

Sustain Charlotte’s recent #WalkCLT initiative
encouraged people in Charlotte’s Plaza Midwood
neighborhood to get out and walk. Event organizers
put up temporary signs with the walking times to
nearby attractions. Local businesses gave discounts to
patrons who arrived on foot.
According to Sustain Charlotte, “Through this project,
we hope to raise awareness of the role that walking
can play as a mode of transportation and the many
social, environmental, and economic benefits walking
generates for ourselves and our community.”
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The City of Charlotte adopted a Mayoral
Proclamation, published websites, and held
a press conference to publicize participation
in the USDOT Mayors’ Challenge and the
WatchForMe NC campaign. Charlotte
will again participate in the NCDOT
WatchForMe NC campaign beginning in
Summer 2016. Charlotte’s participation in
the USDOT Mayors’ Challenge will run
through the end of the campaign in Fall
2016.

Action Items
In order to improve education and
enforcement, the city will:

ӹӹ Continue and expand ongoing education
and enforcement efforts through
opportunities like the Mayors’ Challenge
and WatchForMe NC programs.

ӹӹ Implement a Vision Zero strategy. (See
“Foot”note on page 51.)

The WatchForMe NC campaign includes billboards, bus ads (above), enforcement
events, press conferences, bumper stickers (below middle), flyers, radio interviews,
and walk to school events (bottom of page).

Endnotes
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3. USEFUL
People need a reason to walk - whether it’s to work, to the store, or
just to relax after a long day. Charlotte strives to provide for its citizens
daily needs within a convenient walkable proximity and to offer
pedestrian pathways that connect those places.

A Useful Walk
A useful walk is all about getting where you need to go on foot. That
means two things 1) walkable proximity to a variety of destinations,
and 2) sidewalks and pedestrian pathways that connect to those
destinations.

“Walkability
means connecting
neighborhoods to
retail and parks.”

		

Neighborhoods that offer a variety of
destinations within a 10-minute walkable
proximity (roughly 1/2 mile) provide the
most useful walking experience. These types
of “complete neighborhoods” are preferred
by Charlotte residents and help make caroptional lifestyles possible.
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The Challenge
In 2014 Charlotte had the worst overall
Walk Score of the 50 largest metro areas
in the country (see map, below left).1
Walk Score is a measurement of walkable
proximity to nearby destinations. It is
based solely on land uses, and doesn’t
consider pedestrian infrastructure. As
such, Walk Score might not be a reliable
indicator of overall walkability, but it is a
helpful measure for evaluating how useful

a walk might be based upon mixture of
land uses. The overwhelming success of the
Walk Score website within the real-estate
industry is evidence of the growing demand
for walkable streets and neighborhoods.
Charlotte’s low Walk Score rating is
indicative of a pattern of urban development
that creates car-dependent neighborhoods
and struggles to provide useful walking
environments.

Above: Outside a handful of compact walkable centers (in green), most places in Charlotte don’t offer walkable mixture of land uses.
Top Right: Neighborhoods built as disconnected, single-use pods don’t offer a variety of opportunities for useful walks.
Bottom Right: Complete neighborhoods allow people to accomplish a variety of daily needs within a 10-minute walkable proximity.
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Complete
Neighborhoods:
Enabling Car-Optional
Lifestyles
Complete Streets are streets that
accommodate all users (pedestrians,
bicyclists, transit riders, and drivers) of
all ages and abilities. Similarly, Complete
Neighborhoods are neighborhoods that
accommodate a variety of land uses and
allow residents to accomplish daily needs
within a convenient, walkable proximity.
Complete Neighborhoods are necessary to
enable a “car-optional” lifestyle, sometimes
called a “10-Minute” lifestyle because these
neighborhoods allow residents to walk to
many destinations within 10 minutes. For
the average American, a 10-minute walk
translates to roughly ½ mile of walking
distance. Over half of Americans would
prefer to live in this kind of Complete
Neighborhood where they do not need to
use a car very often.2
Charlotte has a handful of Complete
Neighborhoods that offer offices, grocery
stores, churches, coffee shops, and
restaurants within a 10-minute walkable
proximity. However, most neighborhoods
in Charlotte do not enjoy this useful mix of
destinations. The key to creating Complete
Neighborhoods is a balanced land use
mix. That doesn’t mean that all Complete
Neighborhoods have huge apartment
buildings and office skyscrapers. Some of the
most walkable neighborhoods in the world
have a density of just 10 dwelling units per
acre or less. Neighborhoods at that density
typically include a balanced land use mix
of primarily single family homes, limited
multi-family homes (like townhomes),
and neighborhood commercial uses (like
pharmacies, coffee shops, and grocery
stores).
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“Foot”notes

Car-Optional Lifestyles
After our move to Charlotte a little over a year ago, we
began to brainstorm on how we could become invested
and immersed in the culture and concerns of Charlotte,
while simultaneously raising a family. We discovered
that transportation was key. When raising young
children, carving out additional time to interact deeply
with neighbors is nearly impossible. We found that we
encountered our community in a more meaningful way
outside of our car.
Considering that we live in such a vibrant, bikeable
and walkable region of Charlotte, we realized that the
majority of our trips were short distances that could
easily be accomplished by foot or by bicycle. So we sold
our cars and embraced a lifestyle full of bikes, buses,
streetcars and an abundance of walking.
This choice has been nothing short of transformative,
not only in our pocket books and waistlines, but more
deeply in our understanding of equity, inclusion and
community living. Despite Charlotte’s car-centric history
and sprawling suburbs, we feel incredibly fortunate to live
in a place that is so enjoyable for walking and biking. We
encourage our neighbors to experience Charlotte without
tints or barriers. The reward of knowing the city and its
beauty is immeasurable.

City of Charlotte, NC
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The Unified Development
Ordinance (UDO) rewrite
provides an excellent opportunity
to address many of the challenges
Charlotte faces with regard to creating
more walkable enviornments, like
providing a more balanced mix of
walkable destinations.

One of the best ways to encourage a
balanced land use mix is to simply not
prohibit it in city codes and ordinances.
Charlotte is currently undergoing a process
to define a variety of walkable place types
through the Charlotte Place Types initiative,
a growth framework for the city. Place Types
are an important precursor to the rewrite of
the Charlotte land development regulations
into a Unified Development Ordinance
(UDO). The Charlotte Place Types initiative
and UDO will be the most significant
overhaul of Charlotte’s growth policy and
development regulations in decades.

Action Items
In order to support Complete
Neighborhoods, the city will:

ӹӹ Allow greater land use flexibility so

residents can walk to a healthy mixture
of neighborhood commercial uses.

A majority of Americans prefer car-optional places. That preference is even stronger among Millenials.
(Image Source: Urban Land Institute2)
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“Every address in
Charlotte should be
accessible on foot.”
Danny Pleasant Charlotte
Transportation
Director

With the right design, a corner store can fit into an existing residential
neighborhood. A diverse land use mix requires careful attention to design details
to ensure that different uses are compatible with the context of the neighborhood.
“Place-Based Codes” are a zoning tool intended to encourage a healthy mix of
land uses while protecting community character.

The key to creating neighborhoods that offer a useful walk is a balanced mix of land uses. That can occur in low-density, single-family
neighborhoods (above left), or in high-density urban centers (above right).
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Charlotte, NC (Uptown) - 160 intersections per sq. mi.

Los Angeles, CA (Downtown)3 - 150 intersections per sq. mi.

Savannah, GA (Historic District)3 - 600 intersections per sq. mi.

Connectivity &
Wayfinding
To have a useful walk, you need a basic
knowledge of your destination and a means
to get there. Neighborhood connectivity is a
crucial consideration for walkability. A finegrained street network:

ӹӹ disperses automobile traffic so that

cars aren’t forced onto a small number
of high-volume thoroughfares, which
creates a more pleasant walking
experience;

ӹӹ provides more crossing opportunities for
Irvine, CA - 15 intersections per sq. mi.
3

pedestrians; and

ӹӹ creates a more efficient, comfortable, and
useful pedestrian and bicycle network.

Above: Street network diagrams illustrate how small
blocks create a more useful walking experience.
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Intersection density is essentially a measure
of accessibility to destinations. Intersection
density is the number of intersections in
an area. It corresponds closely to block size
— the greater the intersection density, the
smaller the blocks. Smaller blocks provide
more connections and make an area more
walkable. Some studies have shown that, of
all the built environment measurements,
intersection density has the largest effect
on walking — more than other common
walkability indicators like population density
or distance to a store.4

Venice, Italy3 - 1,500 intersections per sq. mi.

“Foot”notes

Visiting Neighbors
Neighborhood connectivity is frequently a function of
subdivision design. Subdivisions with lots of cul-de-sacs
and few connections to adjacent streets, neighborhoods,
and activity centers create very challenging walking
environments. These kinds of neighborhoods have a
low connectivity ratio and a high pedestrian network
distance.
The block diagrams above and opposite
illustrate this principle. Intersection density
measurements for each of these images,
as well as some additional cities, are listed
below.

ӹӹ 15 intersections per square mile – Irvine,
CA

ӹӹ 60 intersections per square mile –Salt
Lake City, UT (Downtown)

A useful real-world measurement of this principle is the
question, “How long does it take to visit your neighbors?”
In many Charlotte neighborhoods, the answer to that
question is longer than you might think. In the example
below, the physical distance between two homes at
the end of cul-de-sac streets is only 170 feet, but the
pedestrian network distance is 11,500 feet. That’s over
two miles! In this situation it would take the person in
Home A over an hour (using the street network) to walk to
her backyard neighbor in Home B and then return home.

ӹӹ 80 intersections per square mile –

Charlotte, NC (Citywide Average)5

ӹӹ 150 intersections per square mile – Los
Angeles, CA (Downtown)

Better neighborhood connectivity is crucial for creating
a useful walking environment.

ӹӹ 160 intersections per square mile –
Charlotte, NC (Uptown)

ӹӹ 500 intersections per square mile –
Portland, OR (Downtown)

ӹӹ 600 intersections per square mile –
Savannah, GA (Historic District)

ӹӹ 1,500 intersections per square mile –
Venice, Italy

Charlotte has an intersection density of
roughly 80 intersections per square mile.5
An intersection density of 150 intersections
per square mile is generally considered
to be the minimum threshold for a truly
walkable place. Charlotte achieves this
level of connectivity in a few places, but the
majority of the city does not offer this level
of pedestrian accessibility.
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Drive is currently in design. When it is complete, the project will provide a new
pedestrian and bicycle connection to Harris Boulevard and the Campbell Creek
Greenway. The current pedestrian network distance from the end of East Lane
Drive to Campbell Creek Greenway is 1.5 miles. When the project is complete, that
distance will be reduced to a few hundred feet.

There are a few ways that the city can
improve connectivity, from large-scale
projects that build new roads and bridges
to small pedestrian/bicycle connections
between cul-de-sacs.
Just as important as connectivity is the
knowledge of place that helps guide
pedestrians to a variety of destinations.
Wayfinding – in the form of signage,
pavement markings, and maps (both digital
and traditional) – is a key component of
successful pedestrian and bicycle networks.
This is an especially useful amenity for
visitors who may be unfamiliar with major
pedestrian and bicycle corridors/districts.
Effective wayfinding also communicates
the proximity of nearby destination and
encourages people to walk or bike.
Uptown Charlotte has a comprehensive
pedestrian wayfinding system with
colorful maps and signposts to important
destinations located at key intersections.
Wayfinding is also important for overcoming
small gaps in an otherwise contiguous
pedestrian/bicycle network.

Action Items
In order to improve connectivity and
wayfinding, the city will:

ӹӹ Seek out opportunities to create

Pedestrian connections
should be clear and
obvious to all users,
especially along
signature facilities
like greenways and
rail trails. This
wayfinding signage
on the Charlotte Rail
Trail helps pedestrians
and cyclists navigate a
tricky spot. Wayfinding
should be provided so
that first-time visitors
have no problem
sticking to the path.
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pedestrian and bicycle connections that
reduce the overall network distance for
non-motorized transportation. Such
opportunities may include connections
to cul-de-sacs, connections to greenways,
midblock connections between long
blocks, new bridges, retrofitting existing
bridges, and other connections across
barriers (such as creeks and railroads).

ӹӹ Continue to install wayfinding signage

as appropriate to support high-volume
pedestrian and bicycle corridors (e.g.,
the Rail Trail, the Cross Charlotte Trail)
and districts (e.g. Uptown).

ӹӹ Continue to use the maximum block

sizes established in the Urban Street
Design Guidelines. (Also see page 78.)

Access to Schools
Improving pedestrian access to schools is a
critical issue for schools, for students, and
for the parents who don’t feel comfortable
encouraging their children to walk. Of the
250,000+ people in Charlotte who don’t
drive, nearly 200,000 are school-aged
children. In previous generations, walking
to neighborhood schools was the norm.
Auto-oriented development and school
consolidation have both played a role in
making pedestrian access to schools very
difficult. The number of children who walk
to school has fallen from 50% in 1969 to
less than 15% today.6 It should come as no
surprise that since 1980 the nationwide
childhood obesity rate has almost tripled
and the adolescent obesity rate has more
than quadrupled.7
In North Carolina, we have the 5th highest
rate of childhood obesity in the country,8
partially because it is so difficult for students
to incorporate a walk to school as part of
their everyday physical routine. On the flip
side, walking to school has been shown
to improve self-confidence and cognitive
function in students.9

“Foot”notes

Safe Routes to School
It was the probability of my granddaughters not being
able to walk to Cotswold Elementary School that got
me interested in the national Safe Routes to School
initiative. While only living 5 blocks from school,
the major arterials they would have to cross all but
eliminated walking as an option. Our local partnership
secured a grant to make walking to school safer. Our
first major event was International Walk to School
Day, held the 1st Wednesday of every October. Turnout
was exceptional and led the Cotswold PTA to create
a permanent work group that holds monthly walking
events. Many other schools in CMS have followed suit
and now hold regular walk days. The sheer fun of walking
with your classmates, coupled with the positive effects
of physical activity on classroom performance, make
walking to school a critical part of our children’s lives.

- Dick Winters, Safe Routes to School
Coordinator (Mecklenburg County Public Health)

“Walkability
means community
and connectivity”

Dick Winters (top right) pictured with his
granddaughters and US Secretary of Transportation
Anthony Foxx (Charlotte’s former Mayor)
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“Foot”notes

School Zone Policy
The safety of students walking to and from school is the
joint responsibility of parents, school administrators,
other public officials, and the general public. School
crossings and school speed zones are intended to offer
an extra measure of traffic control and pedestrian
safety in areas around schools. However, traffic control
devices can accomplish nothing unless they generate
an appropriate response on the human level. The
effectiveness of school speed zones depends in a large
measure upon public understanding of accepted methods
for effective traffic control and enforcement by public
safety officials.
In order to create consistent expectations for traffic
control within school zones, the Charlotte Department of
Transportation maintains the “School Zone Policy” with
guidelines for the establishment of school speed zones
and school crossings in the City of Charlotte.
The School Zone Policy sets out the most appropriate
type and placement of traffic control device for
pedestrian safety around schools. The type of school
area traffic control used, either warning or regulatory,
must be related to the volume and speed of traffic, street
width, and the number and age of children crossing.
For example, the traffic controls necessary for a school
located on a major thoroughfare are different than those
needed on a residential street.
The School Zone Policy was simplified and updated,
as part of the Charlotte WALKS Pedestrian Plan, to
incorporate the latest best practices for school crossings
and school speed zones. It is included as Appendix __ at
the end of this plan.
Each year, the city will update school zone treatments
through regular street resurfacing and roadway projects.
as well as independent school zone projects on a rotating
basis.
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Action Items
In order to improve pedestrian access to
schools, the city will:
1. Complete at least 4 school zone upgrades
every year. School Zone projects update
signage, flashers, pavement markings,
and pedestrian crossings. The city’s
School Zone Policy was updated in
conjunction with the preparation of
this Charlotte WALKS plan to reflect
current best practices in pedestrian and
traffic safety. (See the School Zone Policy
“Foot”note at left.)
2. Prioritize new sidewalk and pedestrian
crossing projects based upon proximity
to schools. The Pedestrian Program
routinely funds independent projects
that are intended to provide better
access to schools. The Charlotte WALKS
plan includes goals to install 10 miles
of sidewalk and 20 new pedestrian
crossings each year. Many of those
projects should be within ¼ mile of a
school.
3. Coordinate with Charlotte-Mecklenburg
Schools, Mecklenburg County
Greenways, and Mecklenburg County’s
Safe Routes to School program to
identify and pursue collaborative
projects that improve pedestrian and
bicycle access to schools.

Access to Transit
The average weekday ridership of the
Charlotte Area Transit System is 86,200.
That number is expected to grow rapidly as
Charlotte’s population, transit system, and
the demand for car-optional lifestyles are all
growing rapidly.
The foundation of any good transit system
is an accessible and connected pedestrian
network that provides convenient access to
bus, light rail, and streetcar stops. This is
often referred to as the “First and Last Mile”
issue. The first and last mile of all transit
trips depends on walkable environments for
all users, including those with disabilities.
Barriers to walkability are often barriers to
successful transit systems. The easier it is to
access the transit system on foot or bike, the
more likely people are to use it.

Good transit options extend the pedestrian network. By the end of the decade,
Charlotte will have 18.9 miles of light rail and 4 miles of streetcar in place through
the recent Blue Line Extension and CityLYNX Gold Line projects. The Charlotte
Area Transit System outlines a vision for further expansion of the rail network in
its 2030 Transit Corridor System Plan.

The Charlotte Department of Transportation
and the Charlotte Area Transit System
collaborate continually to improve
walkability and address first/last mile
issues. The City of Charlotte supports
its investments in public transit with
investments in pedestrian infrastructure
like sidewalks and pedestrian crossings.
In addition, the city’s Pedestrian Program
focuses its work on transit access by using
proximity to transit stops as a key factor in
prioritizing standalone pedestrian projects.

First Mile

One area where the city could improve its
approach to transit accessibility is the city’s
Sidewalk Installation Policy. The policy
prioritizes public funds for sidewalks on
both sides of all thoroughfares and one side
of all non-thoroughfares. The city should
consider amending that policy to allow
public funds to be spent on sidewalks on
both sides of all streets within ½ mile of rail
transit stations. That would permit more
flexibility in dedicating resources to first/last
mile barriers and improve access to major
transit stations.

CATS Vehicle
TRANSIT
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Action Item
In order to improve pedestrian access to
transit, the city will:

ӹӹ Amend the city’s Sidewalk Installation

Policy to allow Pedestrian Program
funds to be spent for sidewalks on both
sides of all streets within ½ mile of rail
transit stations.

ӹӹ Prioritize new sidewalk and pedestrian

crossing projects based upon proximity
to transit stops.

“Walkability means freedom
from car ownership.”

“Walkability means
running trails.”

EXTENDING THE PEDESTRIAN NETWORK
By the end of this decade Charlotte will have...

Access to Parks &
Greenways
Parks and greenways are among the most
desirable community assets in Charlotte.
Mecklenburg County is home to 210 park
facilities located on more than 17,600 acres.
Charlotte residents indicate that parks/
greenways are their 3rd most important
walking destination, behind grocery
stores and restaurants/bars. Providing
safe and convenient access to parks is an
important part of creating a more livable and
economically competitive city.
Greenways are critical to Charlotte’s
pedestrian network. Support for greenways
as recreational and commuter corridors is
at an all-time high. Greenways frequently
fill gaps in the pedestrian network and
offer safe and comfortable alternatives to
walking along busy thoroughfares. There are
currently 37 miles of developed (paved) and
150 miles of undeveloped (dirt or crushed
gravel) greenways in Mecklenburg County.

70+ bike share stations

4 miles of streetcar
18.9 miles of light rail
26-mile Cross Charlotte Trail
62+ miles of total greenways
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includes Charlotte BCycle and UNCC bike share systems

Regionally, the Carolina Thread Trail is
network of over 500 miles of greenways
and trails that reaches 15 counties and 2.3
million citizens. An important addition to
that network over the next 5-10 years will be
the Cross Charlotte Trail. (See “Foot”note at
right.)

Action Items
In order to improve pedestrian access to
parks and greenways, the city will:

ӹӹ Improve pedestrian access to public
trails.

ӹӹ Improve the intersections of high-

volume urban trails and city streets.

ӹӹ Prioritize new sidewalk and pedestrian

crossing projects based upon proximity
to parks and greenways.

ӹӹ Collaborate with Mecklenburg County
Park & Recreation to identify costshare opportunities for new greenway
connections and sidewalks.

ӹӹ Work to ensure that private development
provides public access to adjacent trails.

“Foot”notes

The Cross Charlotte Trail
The 26-mile Cross Charlotte Trail (XCLT) project has
captured the imagination and excitement of Charlotte
residents. Once completed, the XCLT will stretch from
one end of Mecklenburg County to the other - from the
South Carolina line through the City of Pineville, Center
City, and UNC Charlotte campus to the Cabarrus County
line. The trail will connect to many neighborhoods,
employment centers, cultural institutions, parks, and
other treasured places. Approximately 98,000 jobs and
80,000 residents will be within ½ mile of the proposed
trail!
The XCLT is a partnership between the City of
Charlotte and Mecklenburg County Greenways. It will
be a transformative project and an incredibly valuable
extension of the on-street pedestrian and bicycle
network. The Cross Charlotte Trail Master Plan was
published in October 2015, and various segments of
the trail are already complete and under construction.
Important links to Cordelia Park, the Belmont, Vila
Heights, and NoDa neighborhoods, Marion Diehl
Community Park, and the Park/Selwyn area will be the
next segments finished.

An example of the proposed signage and branding for the 26-mile Cross Charlotte Trail (XCLT)
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Pedestrian & Bicycle
Counts
Collecting traffic counts has been a standard
part of transportation planning for decades.
More recently, detailed counts of pedestrian
and bicycle traffic in urban areas has become
an important part of planning and building
Complete Streets.
Counting pedestrians and bicyclists is
important because it helps to inform the
prioritization of future capital projects.

ӹӹ Pedestrian/bicycle counts help identify
high volume corridors where more
pedestrian/bicycle infrastructure
and amenities might be necessary to
overcome critical gaps in the network.

ӹӹ Long term pedestrian/bicycle counts

illustrate where pedestrian/bicycle traffic
is increasing/decreasing relative to
expected growth and new development.

ӹӹ Pedestrian/bicycle counts quantify

demand and help make the case for
investment in pedestrian/bicycle
infrastructure.

ӹӹ Finally, conducting pedestrian/bicycle
This pedestrian
and bicycle counter
installation on 4th
Street will help the
City understand
non-motorized
commuting patterns.

counts sends a message to pedestrians
and bicyclists that they matter.
Essentially - you count what you care
about - and Charlotte recognizes that
pedestrians and cyclists are a critical part
of the transportation network.

The city currently completes pedestrian
counts at signalized intersections every
two years. Those efforts are supplemented
by manual pedestrian and bicycle
counts conducted on a case-by-case
basis to evaluate potential infrastructure
improvements, like new pedestrian
crossings. In addition, local advocacy
groups like Charlotte Center City Partners
and Sustain Charlotte have completed
pedestrian/bicycle counts to help raise
awareness and make the case for more
pedestrian/bicycle investment. (See images
on opposite page.)
These important efforts will be expanded in
the near future through a local partnership
with NCDOT and the Institute for
Transportation Research and Education
(ITRE). Those organizations are leading an
effort to start a statewide Non-Motorized
Volume Data Program. As a participant in
that program, Charlotte will receive and
install 18 continous pedestrian/bicycle
counters in key locations throughout the
city. These counters will provide 24/7 data
on major pedestrian/bicycle corridors.
In at least two locations, the counters will
be supplemented by live-display units that
illustrate daily and yearly use by pedestrians
and cyclists. These tall, totem-like displays
have been used in cities like San Francisco,
Portland, and Copenhagen to celebrate
active transportation and promote public
health. (See illustration on opposite page.)
The counters and displays represent
a significant expansion of Charlotte’s
current pedestrian/bicycle counting
program. Together they will offer a visible
demonstration of Charlotte’s commitment to
improve pedestrian and bicycle mobility.

Action Items
In order to guide future investment in
pedestrian and bicycle infrastructure, the
city will:

ӹӹ Expand and improve pedestrian data
collection and analysis.
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Left: The city is partnering with NCDOT and ITRE
to expand Charlotte’s pedestrian and bicycle counting
program. This illustration shows an “EcoTotem” that will
give people on Charlotte’s Rail Trail a live display of trail
usage. (Image source: EcoCounter)
Above: Sustain Charlotte organized volunteers to count
all of the pedestrians and cyclists traveling into and out of
Uptown Charlotte in Fall 2015. (Image source: Sustain Charlotte)

Endnotes

Charlotte WA L K S |

1.

Walk Score. 2014 Cities & Neighborhoods Rankings. 2014.

2.

Urban Land Institute. America in 2015: Survey of Views on Housing, Transportation, and
Community. 2015.

3.

Jacobs, Allan. Great Streets. The MIT Press. 1995.

4.

Ewing, Reid and Robert Cervero. Travel and The Built Environment: A Meta-Analysis.
Journal of the American Planning Association. 2010.

5.

Castagonia, Steven. Transportation Analysis Report. Charlotte Department of
Transportation. 2016.

6.

Peirce, Neal. Biking and Walking: Our Secret Weapon? Intelligent Cities Initiative. 2009.

7.

Gotschi, Thomas and Kevin Mills. Active Transportation for America: The Case for Increased
Federal Investment in Walking and Bicycling. Rails to Trails Conservancy. 2008.

8.

U.S. Department of Health and Human Services, Centers for Disease Control and
Prevention. Behavioral Risk Factor Surveillance System data. 1995-2010.

9.

British Psychological Society. Walking to school gives boost in class. 2013.

City of Charlotte, NC

		

73

4. INVITING
The best walks are along streets that are comfortable, attractive,
well-proportioned, and lined with interesting activities. The design of
Charlotte’s streets should offer a beautiful and stimulating pedestrian
experience.

An Inviting Walk
Streets are our primary public spaces. 13% of all land in Charlotte
is streets. That accounts for over half of Charlotte’s public space. To
encourage walkability, it’s necessary for our streets and public spaces
to be safe and useful for pedestrians - but they also have to be more.
Our streets must provide an inviting pedestrian experience – a
comfortable, interesting, and attractive walking environment that
makes walking a pleasure.
There are places in Charlotte that do this very well, but many of our
streets and neighborhoods do not offer an environment that invites
people to walk. Of the three characteristics of walkability discussed
in the Charlotte WALKS plan – Safe, Useful, and Inviting – creating
an inviting pedestrian experience is probably the most elusive. It
might also be the most frequently overlooked.
Creating an inviting pedestrian experience is all about the quality of
the place. It’s the characteristic of walkability that reveals a broader
truth – walkability isn’t just about sidewalks, crosswalks, and
planting strips; it’s about creating great places.
That can mean different things in different parts of Charlotte. In
leafy residential neighborhoods an inviting walk may entail large
maturing streets, sidewalks, front porches, and interactions with
friendly neighbors. In Uptown an inviting walk may involve food
trucks, flowering planters, public art, street-front retail, windows,
and awnings. Creating an inviting walk is not about creating a
singular condition of urban walkability throughout all of Charlotte.
It is about a context-sensitive approach that identifies what elements
are necessary to make walking more pleasant in every neighborhood.

“Walkability means being
able to get around in an
inviting environment.”

“Walkability means
sidewalks with interesting
streetscapes.”

		

“Walkability means
a friendlier, more
peaceful city.”
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The Challenge
In 2014 a survey of Charlotte households
was completed as part of the National
Citizen Survey. The results of the survey
were very favorable in terms of how
Charlotteans feel about Charlotte in general
– for example, 88% of respondents rated
Charlotte as an “Excellent” or “Good” place
to live – but walkability is one area where
residents indicated we are lacking.1
24% of residents rated the ease of walking
as poor. And compared to our peer cities
(44 other cities with populations between
200,000 and 2.5 million), the survey results
indicated that Charlotte is lacking in both
ease of walkability and frequency of walking
or biking, instead of driving.

Inviting

Charlotte was also recently ranked the
5th most sprawling large metropolitan
area (population over 1 million) in the
country.2 “Sprawl,” as contemplated in that
study, translates into wide roads, generic
development, and lack of streetscape
presence – all things that devalue the
walking experience in favor of the car. As
mentioned previously, Charlotte, like most
other Sunbelt cities, is a place that was built
for cars. Creating an inviting pedestrian
experience will require the coordinated
efforts of many groups to overcome that
legacy of auto-oriented development.

Intimidating
Creating an inviting pedestrian experience is all about the quality of the place.
Some streets in Charlotte offer very comfortable and inviting walking environments
(above left), others do not (above right).
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The Golden Triangle
Inviting pedestrian environments are a
complex mix of physical characteristics.
When designed correctly those
characteristics add up to whole that is
greater than the sum of their individual
parts. Perhaps the simplest way to examine
the elements of an inviting walking
environment is to break them down into
horizontal and vertical components.
The horizontal components typically
include the infrastructure beneath your feet,
like wide sidewalks, frequent pedestrian
crossings, generous planting strips, and a
fine-grained network of streets and blocks.
The vertical components typically include

the land use and urban design characteristics
of adjacent properties, like buildings and
street trees that create a sense of enclosure,
windows that create transparency, awnings,
and porches. The first 25 feet of vertical
space is the most important, as pedestrians
rarely perceive architectural characteristics
higher than 25 feet from ground level.
Together, the horizontal and vertical
components of the pedestrian environment
create what some urban designers call the
“Golden Triangle.” Nearly all of the physical
characteristics that make a street walkable
are within this Golden Triangle. Getting the
Golden Triangle right creates an outdoor
living room – a place where pedestrians are
invited to walk, sit, linger, play, talk with
neighbors, and enjoy the street as a public
space.

The “Golden Triangle” - Urban

The “Golden Triangle” - Suburban
Horizontal – buffer from cars, wide sidewalks, short
blocks, frequent crossings

Horizontal – buffer from cars, on-street parking, wide
sidewalks, street furniture, café dining, short blocks,
frequent crossings

Vertical – 1st 25 feet from ground level, sense of
enclosure, permeable, trees & porches NOT garages
and driveways

Vertical – 1st 25 feet from ground level, sense of
enclosure, permeable, windows/doors/awnings NOT
parking lots
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“Foot”notes

Urban Street Design Guidelines
The appropriate width for sidewalks is very much a
function of context in terms of the adjacent land use and
the greater transportation network. Adopted in 2007, the
USDG is a nationally recognized document that provides
context-sensitive guidance for street design, including
sidewalk width, planting strip width, bike facilities, etc.
In many places, street types are traditionally based
upon a system of functional classification. That system
categorizes streets according to how many cars they
can carry. In contrast, the USDG establishes street types
based upon the desired character of the street and
adjacent neighborhood. The underlying message of that
approach is this: Creating great places through contextsensitive street design is more important than moving
the greatest amount of cars as quickly as possible. In
2009, the USDG received the U.S. EPA Award for Smart
Growth Acheivement for implementing this approach.
The USDG identifies the following basic street types:
Parkways, Boulevards, Avenues, Main Streets, Local
Residential Streets, Local Commercial Streets, and
Industrial Streets. Each street type is accompanied
by text and diagrams that explain the appropriate
dimensions and how that street type should be applied
within different land use contexts. The USDG has become
the foundation for building Complete Streets in Charlotte.
Street design expectations for both public and private
projects are tied specifically to the USDG.
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The Pedestrian
Environment: Horizontal
The horizontal components of the
pedestrian environment typically include
the infrastructure beneath your feet, like
sidewalks, pedestrian crossings, planting
strips, a fine-grained network of streets and
blocks.

Wide Sidewalks
Especially on busy urban streets, sidewalks
are the single most important element of
walkability. It’s important that sidewalks
are wide enough to accommodate strollers,
dog walkers, parents with children, and
couples walking side-by-side. The minimum
acceptable width required by ADA is 4 feet
with a 5-foot by 5-foot turning space at least
every 200 feet. However, that minimum
standard is far from desirable. Charlotte
residents indicated that sidewalk width is
the second most important consideration in
creating an inviting pedestrian experience
(behind only the presence of street trees).
Charlotte’s Urban Street Design Guidelines
(USDG) are city’s the primary tool
for determining on sidewalk width.
On larger busy arterials (frequently
called “thoroughfares”) the minimum
recommended sidewalk width is 6 feet.
On smaller, residential streets (sometimes
called “non-thoroughfares”) the minimum
recommended sidewalk width is 5 feet. In
many places, especially mixed-use walkable
centers with café seating, sidewalks must
be much wider to accommodate all of the
activity that occurs within the streetscape.
Sometimes sidewalks serve as part of a
large greenway system that is intended
to accommodate bicyclists as well as
pedestrians. In those instances, a shareduse path of at least 12 feet wide is typically
required.

Action Item

Competition for
sidewalk space in mixeduse walkable centers
can lead to undesirable
pinch points if sidewalks
are not wide enough.
In such instances,
sidewalks of 20+ feet are
typically necessary to
accommodate accessible
pedestrian pathways,
sidewalk dining, street
trees, light poles, bus
shelters, bicycle parking,
street furniture, etc.

In order to support Charlotteans strong
preference for wide, comfortable sidewalks,
the city will:

ӹӹ Incorporate clear language in the UDO

about maintaining minimum widths for
unobstructed walking space.

ӹӹ Continue to apply the Urban Street

Design Guidelines (USDG) to determine
recommended sidewalk locations and
widths on capital projects.

Shared-use pathways, like the Rail Trail, must be wide enough to accommodate a wide variety of user types (pedestrians walking side-byside, dog walkers, strollers, joggers, bicyclists, etc.) all at once. The typical minimum width for shared-use pathways is 12 feet.
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Planting Strips & Tree Wells
Other than sidewalks, there is nothing
more essential to creating a walkable place
than some kind of separation from moving
traffic. Sidewalks located directly adjacent
to moving traffic are better than no sidewalk
at all, but not by much. (See “Back-of-Curb
sidewalks on page 39.) Planting strips
provide a buffer and accommodate street
trees within the streetscape. (See “Street
Trees” on page 84.)
In dense urban settings however, planting
strips may not be appropriate. Especially in
instances where streets have formal on-street
parking, hardscape amenity zones should
be used in place of planting strips. In such
instances, people walking across the planting
strips means that grass and shrubs rarely
do well. Instead, hardscape amenity zones
can accommodate street trees in tree wells,
street lights, benches, café seating, transit
shelters, and trash receptacles without the
unattractive maintenance problems caused
by planting strips.

Planting strip on Colony Road

80								

Charlotte’s planting standards currently
require a 175-square-foot planting area
for trees in wells. This is an appropriate
dimension to support a large maturing tree
canopy. Typically much of that planting
area is located underneath sidewalk space
in structured soils. In some cases though,
that standard has resulted in awkward
installations of long raised planters that cut
off on-street parking from the sidewalk.

Action Items
In order to provide adequate planting strips/
areas, the city will:

ӹӹ Clarify adopted policy guidance for
providing hardscape amenity zones
instead of planting strips.

ӹӹ Refine urban street tree planting

standards to promote the use of
hardscape amenity zones and ensure the
long term viability of street trees.

This raised planter is an obstacle to pedestrians
trying to access on-street parking spaces because of
its excessive length and the narrow space provided to
enter/exit the vehicle.

On-Street Parking
On-street parking can be a very effective
strategy for enhancing walkability in retail
districts and compact walkable centers. In
addition to providing high-turnover parking
for retailers, on-street parking creates a
physical barrier between moving cars and
pedestrians on the sidewalk.
When managed correctly on-street parking
also provides convenience parking, increases
sales, and generates public revenue that
can be reinvested in the community. In
instances with constrained street space,
the need for on-street parking should be
balanced with other important needs, like
wide sidewalks, tree wells or planting strips,
protected bike facilities, and/or placemaking
amenities. In “Main Street” environments
however, there are few things as effective for
enhancing walkability as on street parking.

Action Items
In order to improve walkability in retail
districts and compact walkable centers, the
city will:

ӹӹ Continue to apply the Urban Street

Design Guidelines (USDG) to establish
on-street parking areas.

“Foot”notes

Planning for Walkability
Planning for walkability is one of our region’s most
important considerations as we guide the growth and
development – and redevelopment – of our communities.
Walking around a park or street festival, or even a
shopping center, connects us to that place. And feeling
connected to a place is what encourages us to invest
our money and time, build relationships, and create
memories.  
The walkability of Charlotte is also what makes
our various neighborhoods so attractive and distinct.
Whether I’m walking through Uptown to a light rail stop,
or just out walking my dog, I take in something new each
time.  
Communities that successfully foster economic and
cultural vitality first create places where residents,
workers, and visitors can walk to experience destinations
and feel like a part of the community. This is why I enjoy
being a transportation planner for the Charlotte Regional
Transportation Planning Organization (CRTPO).
Experiencing our community on foot is critical to
helping others plan for walkability!

- Curtis Bridges, Bicycle & Pedestrian
Workgroup Coordinator (CRTPO)

On-street parking at Piedmont Row
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Space for Street Life

Space for Bikes

Street life is supported by walkability
elements that make the street feel
comfortable, like a public living room.
Street life happens when passersby stop to
watch people who have made the street their
personal stage.

Bike facilities extend the pedestrian network.
Together with public transit, bike facilities
provide an essential complement to walkable
neighborhoods that enable car-optional
lifestyles. Bike facilities also create a buffer
between car traffic and pedestrian space.
In fact, in locations with back-of-curb
sidewalks, bike lanes might be the only
buffer between pedestrians and moving
cars. So providing space for bikes within the
streetscape is an important consideration
for pedestrian comfort and safety. A city
with pedestrians and cyclists everywhere,
is a safer city because drivers tend to be
more aware of other modes and drive more
cautiously.

Walkability elements include art, benches,
café seating, drinking fountains, wayfinding
signage, recycling and waste containers, bus
shelters, street trees, planters, decorative
paving, sidewalk performers, etc. Those
walkability elements require horizontal
space within the streetscape.

Action Items
In order to support a comfortable and
inviting pedestrian experience, the city will:

ӹӹ Ensure that developments provide

adequate space, according to the context,
between buildings and the curb to
support street life and walkability.

Since adopting the 1999 Bicycle Plan, Charlotte has installed over 93 miles of bike
lanes and paved shoulders and 51 miles of signed bike routes.

Charlotte BIKES, the two-wheeled
counterpart to this pedestrian plan,
describes Charlotte’s vision to implement a
network of bicycle facilities for all types of
bicyclists – from the hesitant beginner, to the
experience road rider. One notable instance
where the goals of Charlotte WALKS and
Charlotte BIKES overlap is in the provision
of shared-use pathways for both pedestrians
and cyclists. These shared-use pathways can
be anything from small connections between
cul-de-sacs to large greenway projects like
the Cross Charlotte Trail.

Action Items
In order to provide more connections for
bicyclists and pedestrians, the city will:

ӹӹ Continue to identify and install shared-

use connections for both pedestrians and
bicycles.

ӹӹ Consider upgrading key sections of

sidewalk to shared-use paths, where
appropriate, that fill gaps in the bicycle
network.

See the Charlotte BIKES Bicycle Plan for
much more information about Charlotte’s
approach for improving bicycle mobility.
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Driveways & Alleys
Driveways are important for vehicular
access, but too many driveways hinder
walkability. Driveways introduce turning
movements and vehicular conflicts for
pedestrians and cyclists. Driveways also
disrupt streetscape continuity and occupy
space that could otherwise be used for street
trees and active building frontage.
An ideal way to reduce the number of
driveways is through the use of service
alleys. Alleys are an incredibly important
and overlooked part of the transportation
network. Alleys provide vehicular access to
properties without impeding the primary
streetscape. Alley also provide space for
utilities, loading zones, and garbage storage/
collection. Many of the most walkable cities
and neighborhoods in the country rely on
a system of strategically placed alleys to
support their primary roadways.
Charlotte used to have an extensive system
of alleys throughout Uptown and its nearby
neighborhoods. The vestiges of that alley
system can still be seen in some places, but
over the past 60 years most of those alleys
have been lost to new development.
The city should reintroduce alleys into
the transportation network, especially in
developments with narrow parcels where
lots of driveways would pave over the
streetscape. The city’s ongoing Unified
Development Ordinance process offers
an ideal opportunity to address this issue
through regulator changes. (See page 96.)

Above: Alleys in the Lela Court neighborhood provide rear vehicular and service
access. This supports walkability by preserving a consistent, attractive, tree-lined
streetscape in front of the homes.
Below: Narrow-lot developments without rear alleys have front-loaded garages
that disrupt the pedestrian experience along the block. There is no streetscape here,
just driveways.

Action Items
In order to prevent driveways from
disrupting an inviting walk, the city will:

ӹӹ Consider limiting front-loaded access to
narrow-lot uses.

ӹӹ Consolidate driveways through
redevelopment where feasible.

ӹӹ Reconsider driveway standards to

prioritize pedestrian movement in areas
intended to have high pedestrian traffic.
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“Foot”notes

Livability: 8 to 80
Pedestrians are “the canary in the coal mine of
urban livability.” (Jeff Speck. Walkable City. 2014.) When the
horizontal and vertical components of an inviting walk
are assembled in the right way, pedestrians and street
life thrive. An instructive way to think about livability and
the pedestrian environment is the “8 to 80” test. “Does
the pedestrian environment provide a safe, useful, and
inviting pedestrian experience for an 8-year-old or an
80-year-old?” Or put into other terms, “Would you let your
children or your grandparents walk there?”
Streets that are designed to offer livable environments
for children and seniors, will provide livable environments
for everyone else.
This means creating connected sidewalk networks,
providing curb ramps with gentle slopes, giving enough
time for slow-moving pedestrians to cross at signals,
buffering sidewalks from traffic, and planting street trees
that provide shade. Essentially 8 to 80 design means
taking an even more comprehensive approach to the
things that are necessary for walkability.
Walkability is especially important for children and
seniors. Children and seniors are among the populations
who depend the most upon public transit, pedestrian
networks, and/or friends and family to get around. For
them the 8 to 80 design standard offers freedom and
independence.

The
most inviting
neighborhoods to
walk are those with
sidewalks, short
blocks, and street
trees.

The Pedestrian
Environment: Vertical
The vertical components of a pedestrian
environment are the things like street trees
and building fronts that help to define
the public realm by providing a sense of
enclosure. This important characteristic
is what transforms streets into outdoor
living rooms where public life is shared and
enjoyed by all.

Street Trees
Trees are special to Charlotteans. Charlotte
has an impressive and enduring legacy
of supporting its stunning tree canopy,
and over the years it has become known
by many as the “City of Trees.” In 1980
Charlotte was recognized as a “Tree City
USA” by the Arbor Day Foundation for
its commitment to urban forestry. In
addition to improving quality of life and
supporting our urban ecosystem, trees are
indispensable to pedestrian comfort and
safety. Not surprisingly, Charlotte residents
indicated that street trees are the single
most important part of an inviting walking
experience.
A recent study in Grand Rapids, MI
estimates the average value of trees in
that city at $105/year for each street tree.3
Another study notes that “for a planting
cost of $250-$600 (includes first 3 years
maintenance) a single street tree returns
over $90,000 of direct benefits (not including
aesthetic, social, and natural) in the lifetime
of the tree.”4

Non-profit organizations like AARP, Sustain Charlotte,
Charlotte Center City Partners, 8 80 Cities, and the
Knight Foundation have been key partners in making
Charlotte a more livable place by improving walkability.
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Many of those benefits accrue in things
like lower road maintenance costs, lower
stormwater management costs, and higher
property values. We perceive that value
when we when compare a street like Queens
Road West – with a beautiful, mature tree
canopy – to streets without adequate tree
cover. (See images below.)
More than just an aesthetic and economic
benefit, street trees are also a safety
enhancement. They have been shown to
reduce speeding 4 and, when located within
a wide planting strip, they provide a physical
barrier between pedestrians and moving
cars. Trees even shorten perceived wait times
at transit stops.5
In 2008 an aerial analysis revealed a 33%
loss of Charlotte’s tree canopy since 1985.
Lost air quality benefits from that change are
valued at over $8M annually, and increased
costs to manage stormwater resulting from
that change are estimated at over $500M
annually.6 In 2011, recognizing the need

to preserve the tree canopy as “Charlotte’s
most recognized natural treasure,” City
Council adopted a goal of achieving 50%
tree canopy coverage by 2050. Organizations
such as TreesCharlotte and Charlotte Public
Tree Fund have been instrumental in make
progress toward that goal.

Action Items
In order to support inviting streetscapes and
capitalize on the significant benefits of street
trees, the city will:

ӹӹ Continue to plant street trees as a part of
capital projects wherever possible.

ӹӹ Work with NCDOT on state-maintained
roads to accommodate more street trees
that buffer pedestrians and enhance
walkability.

ӹӹ Refine urban street tree planting

standards to promote the use of
hardscape amenity zones and ensure the
long term viability of street trees.

The value of street trees is obvious when you compare a signature street like Queens Road West (left) to a street without any tree cover.
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Good urban design
includes active ground
floor uses and a
consistent street edge that
supports walkability.

Urban Design & Building
Frontage
In addition to street trees, the vertical
street edge is defined by buildings. The
manner in which those buildings meet
the street is often referred to as building
frontage. Some types of building frontage
support vibrant walkable environments,
others do not. Buildings with windows,
awnings, porches, and active ground floor
uses that spill out onto the sidewalk create
vibrant walkable environments. Long blank
walls, parking decks, frequent driveways,
and garage doors are not conducive to
walkability. Therefore urban design is a key
consideration to creating walkable streets
and neighborhoods.

Streetscape continuity is very important. It’s
not enough to get just one or two buildings
correct. Walkable neighborhoods require
many blocks of inviting street frontage to
encourage more pedestrian activity. People
are willing to walk much further in an
environment with a continuous and active
streetscape. Blank walls, parking lots, and
inactive uses interrupt that streetscape
continuity and inhibit walkability.
Paying attention to the details is very
important. The width of arcades, the
placement of planters, the spacing between
street trees, the orientation of entrances,
the massing and architecture of buildings,
and many other details are significant
components of an inviting walk.

Action Items
In order to encourage urban design and
building frontage that supports walkable
streets, the city will:

ӹӹ Improve setbacks/design requirements
for arcades to ensure adequate
unobstructed walking space.

ӹӹ In mixed-use walkable centers, prohibit
long sections of facades without an
active use.

ӹӹ Consider incorporating frontage type

requirements in the UDO that illustrate
expectations for locating building
frontages in relation to the street and
sidewalk.
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Streets as Public Space

“Foot”notes

Mobility for Seniors

Street right-of-way occupies nearly 41
square miles of space within Charlotte. That
space represents:
•

13% of the total land area in Charlotte,

•

The majority of the publicly-owned land
in Charlotte,

•

An area roughly the size of the entire city
of San Francisco, CA.

Because streets are such a significant public
space resource, they should be embraced
and used for a variety of activities, including
moving people on foot, bicycles, transit
and in cars. In the 21st century city though,
it’s not enough for streets to serve strictly
as conduits for transportation. We have to
think of our streets as public spaces where
the life of the city is invited out into the
public realm. Streets should be places of
discovery, places of exploration, places of
fun for children and adults.
There are a number of ways that Charlotte
can embrace streets as public space. One is
through events that temporarily demonstrate
the value of streets as pedestrian/bicycle
space, another is through permanent
improvements that reclaim portions of street
right-of-way for pedestrian use.

At Mayfield Memorial Apartments we take pride in
our facilities for the elderly and disabled. The key to
independence and quality of life for most of our residents
is the ability to walk. Our residents enjoy a variety of
activities – from community events and guest speakers,
to fishing and conversations around the duck pond.
Seniors take quality of life seriously. Walkability is
key for endurance and health – for the heart and for
the mind. Access to safe sidewalks and walkways with
proper signage is important for our whole community
of seniors. The majority of the residents here rely on
public transportation to get to the store, to doctor’s
appointments, or simply to get out and enjoy the scenery.
Jennifer Pearce and Frank Gordon, two of our residents,
take daily strolls. Mr. Gordon is visually impaired and
walks with a cane. Ms. Pearce often assists him. After
doctors recommended walking as part of a healthy daily
routine, Ms. Pearce and Mr. Gordon began to extend their
walks beyond the Mayfield property. There, they were met
with challenges like a lack of sidewalks along Oneida
Road. Sidewalks are coming though, through a project
led by the Charlotte Pedestrian Program. Sidewalks are
vital for our residents and for other seniors in Charlotte.

Treating streets as public spaces encourages
walking. It encourages exploration. It
strengthens civic life by inviting people
to meet their neighbors and reminding
Charlotteans that our streets are for all
people, not just people in cars.

- Francine Patton,
  Mayfield Memorial Apartments

“Walkability
means freedom
from car
ownership.
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Streets as Public Space
Our streets are a huge public space resource. They are the places where
civic life engages the city. In the map below, the blue areas represent public
space within streets, the pink areas represent other publicly owned land like
parks, schools, greenways, and water treatment facilities.
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Charlotte’s Parklet program was launched
in the summer of 2015 with two parklets
on Church Street in Uptown Charlotte
(See “Foot”note on page 90). Beyond the
Parklet program, the city does not have
any guidance or permitting mechanisms in
place to allow non-profits and neighborhood
groups to take on creative placemaking
projects in the public right-of-way. There
are lots of succesful models for these types
of programs - from a “Paint the Pavement”
street murals initiative in Boulder, CO; to
the Plaza Program in New York City; to
the one-day demonstration projects of the
“MemFix” initiative in Memphis, TN. These
programs encourage community groups to
bring life to small pieces of public right-ofway. They promote more vibrant streetscapes
and civic interaction. Charlotte should
expand its Parklet program, based on these
models, to allow for other types of creative
placemaking intitiatives on our city streets.
This will allow city staff to say, “Yes!” more
often when they are approached with great
ideas from our community.

Action Items
In order to embrace streets as public space
and encourage street life, the city will:
•

Consider launching a pilot program to
allow creative placemaking in the public
right-of-way.

•

Partner with key stakeholders to
continue the Open Streets 704
program and encourage active, healthy
transportation.

Parklets extend
pedestrian space on
Tryon Street.

Streets are valuable public spaces that support business and social life, in addition to mobility.
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“Foot”notes

“Foot”notes

Open Streets 704

Parklets

I had lots of fun participating in Open
Streets 704! I went with my mom, dad and
puppy Finley.  We started in the Wellness zone
and played relay race tic-tac-toe. It was like
running suicides only more entertaining! I lost
every time to my parents. Not cool! I enjoyed
the booths with giveaways like toothbrushes,
toothpaste and sunscreen. My parents always
call me Hector the collector!  I liked how there
were water bowls for dogs all along the way.
My puppy Finley was grateful too! We walked
all the way to NoDa! Luckily we saw some food
trucks, which made the walk back a lot easier.
We saw a lot of people riding bikes and we
think biking would be a fun thing to try next
year! I can’t wait!

- Lee Walker
Charlotte 8th Grader

A Parklet is a small public park. It’s an
extension of the sidewalk over an on-street
parking space. Parklets reclaim a small amount
of public space, contributing to an active,
accessible, and vibrant urban environment.
Typically, Parklets are no more than two parking
spaces long, extending out from the sidewalk to
the width of the adjacent parking space.
Parklets may be privately maintained, but
must be accessible to the public. They provide
amenities like bicycle parking and places to
stop, sit, and rest while enjoying the activity
of the street. Parklets also contain vegetation
to provide green space. Following examples of
successful programs in other cities, Charlotte
launched a pilot program for Parklets in the
summer of 2015.

These types of programs
• Bring life and fun to the streetscape;
• Encourage active transportation, public
health, and recreation;
• Give non-profits and neighborhood
groups a greater sense of ownership
and responsibility for the street.
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Streets make up about
55% of the public space
in
Charlotte.
That
means the majority of
our public space is used
to move and store cars.
More of Charlotte’s
public space should be
used for supporting
walkability and street
life. Events like Open
Streets 704 reimagine
our streets as places for
exploration and fun.
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Maintenance

little less clear in the places where the code
addresses the surface of the sidewalk.

Maintenance of sidewalks is an essential
and ongoing requirement for safe, useful
and inviting pedestrian networks. Cracked
panels, overgrown vegetation, and leaning
fences can turn a comfortable pedestrian
experience into a difficult one. For folks with
mobility impairments, poor maintenance
may prevent access altogether.

Section 19-241 of the City Code states
that it is “unlawful to place or maintain an
unnecessary obstruction in the public rightof-way.” Dirt and grass covering the surface
of the sidewalk, is obviously an obstruction
of the pedestrian network, but the code
language doesn’t make that expectation
abundantly clear.

The City of Charlotte will repair cracked or
sagging sidewalks for individual property
owners on as needed basis. Requests for
sidewalk repairs are submitted through
the city’s 311 service and routed to the
Street Maintenance Division of CDOT. For
matters of routine maintenance however,
like cutting grass and clearing debris, the
city does not have sufficient resources to
maintain its 1,900+ miles of sidewalks. As
such, the city relies on individual property
owners to maintain sidewalks. There are
some problematic gaps in the current
interpretation/language of the city’s code
of ordinances however, that lead to some
confusion about maintenance responsibility.

Similarly, Section 10-242 prohibits property
owners from allowing “the accumulation
of leaves, grass clippings, or any other
debris” on a sidewalk; and Section 7-106
requires “the abutting property owner to
maintain any property or driveway between
the property line and the curb of a paved
street.” The interpretation and/or language of
these provisions should be clarified so that
they extend the maintenance responsibility
to edging the sidewalk and removing
encroaching grass and soil.

Currently, Section 21-62 of the Charlotte
City Code requires property owners to trim
their trees “in such a manner that they will
not…obstruct or interfere with the passage
of pedestrians on sidewalks.” This applies
to trees on private property only. Trees
growing from planting strips within the
public right-of-way are maintained by the
city. Maintenance responsibility becomes a
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Finally, Section 19-7 requires construction
contractors to remove “any dirt, mud,
construction materials or other debris”
from sidewalk. However, that section does
not seem to extend this expectation to the
maintenance of clear sidewalks beyond the
time of construction.
It’s simply impossible for the city to trim,
edge, and sweep 1,900+ miles of sidewalk. In
the absence of clear ordinance requirements
however, it’s also difficult for the city to
enforce its intent for property owners to take
responsibility for the routine maintenance

Sidewalk Maintenance
Responsibilities
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Private Property

Sidewalk Surface
•

City Responsibility:
cracked, broken, sagging, and/or upheaved panels

•

Private Property Owner Responsibility:
trimming, edging, and debris/snow removal

Pedestrian space that must be maintained
(Sidewalk width by 7-foot minimum height)

of their sidewalks. A simple ordinance
amendment would provide some clarity
and allow the city to continue its practice of
fixing more severe maintenance issues (e.g.,
cracked and upheaved panels) while relying
on property owners for routine maintenance
(e.g., trimming, edging, clearing).

Endnotes
1.

City of Charlotte and National Reserach
Center. Charlotte National Citizen Survey.
2014.

2.

Smart Growth America. Measuring Sprawl
2014. 2014.

3.

In order to improve the maintenance of the
sidewalk network, the city will:

Davey Resource Group. Summary Report:
Calculated Public Tree Values and Benefits
for the City of Grand Rapids, MI. 2010.

4.

Burden, Dan. Urban Street Trees: 22
Benefits. Walkable Communities Inc. 2006.

•

5.

Lagune-Reutler et al. Transit Riders’
Perception of Waiting and Stops’
Surrounding Environments. University of
Minnesota. 2015.

6.

Charlotte Public Tree Fund. 2014.

Action Item

Clarify the enforcement and regulation
of sidewalk maintenance requirements
through the City Code. (See diagram,
above.)
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5. STEPS TOWARD
A MORE WALKABLE
FUTURE

Working on Walkability
Charlotte has been working on walkability for a long time. Since
the late 1990s, Charlotte has experienced a major policy shift
toward creating more walkable streets. In 1994 Charlotte adopted
a growth framework that identifies walkable activity centers.
In 1998 city ordinances were amended to require developers to
install sidewalks on both sides of every street. Also in 1998 the
city established Charlotte’s Pedestrian Program to build new
sidewalks and pedestrian crossings throughout Charlotte. In 2006
the city adopted the Transportation Action Plan which sets goals
for making Charlotte a more pedestrian friendly community. A
year later, in 2007, Charlotte adopted the Urban Street Design
Guidelines to support Complete Streets that accommodate walking
for transportation. The Charlotte WALKS Pedestrian Plan represents
the next step in that series of decisions aimed at creating a more
walkable Charlotte.
An important precursor to the Charlotte WALKS Pedestrian Plan
was the interdepartmental Walkability Scan. The Walkability Scan
is a recently completed investigation of city policies and practices
impacting walkability. The report, prepared by staff from several city
departments, includes a variety of recommendations for addressing
obstacles to walkability. (See Appendix A.)
The recommendations of the Walkability Scan, as well as citizen
input collected for the Charlotte WALKS Pedestrian Plan, serve as
the foundation of the action items summarized in this chapter. The
Walkability Scan is included, in its entirety, as an Appendix to the
Charlotte WALKS document.

“...the walkable city is not just a
nice, idealistic notion. Rather,
it is a simple, practical-minded
solution to a host of complex
problems we face as a society”
Jeff Speck Urban Planner, Author
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Action Items
This chapter summarizes all of the
recommendations discussed throughout the
body of the Charlotte WALKS Pedestrian
Plan. The implementation of the Charlotte
WALKS Pedestrian Plan is focused, first
and foremost, upon three high priority
action items. (See opposite page.) These
key issues were identified through the
interdepartmental Walkability Scan.
Additional action items are included in the
Summary Table on the following pages.

Charlotte Place Types &
Unified Development
Ordinance (UDO)
Several of the action items in the Charlotte
WALKS Pedestrian Plan recommend
changes to the city’s development
ordinances. The city is currently preparing
an update to those ordinances through
the Charlotte Place Types initiative and
Unified Development Ordinance (UDO)

rewrite. The Place Types and UDO process
will be the most significant overhaul of
Charlotte’s growth policy and development
regulations in decades. It will include placebased design standards that create more
walkable streets/neighborhoods. Instead of
using an independent process to address
the ordinance changes recommended by
Charlotte WALKS, city staff will incorporate
these action items within the ongoing Place
Types and UDO process.
The exception to this coordinated approach
is the high priority action items. The most
immediate goal of the Charlotte WALKS
Pedestrian Plan is to achieve progress on
these key issues. Because of the complexity
involved in the Place Types and UDO
process, it is expected to take 2 to 4 years.
The high priority action items require
more immediate action. As such, they will
be addressed independently, on a shorter
timeline. This will also allow the city to
evaluate these ordinance changes during the
preparation of the UDO. Lessons learned
over that period will inform the walkability
standards carried into the UDO rewrite.

Walkability Scan
(See Appendix A)

Charlotte

WALK S
Pedestrian Plan

Public Input
City of Charlotte
Department of Transportation
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Implementation
Action Items
(See Summary
Table on page 98)

3 Key Action Items
#1 Back-of-Curb Sidewalks

Address Back-ofCurb Sidewalks as
Redevelopment Occurs
(See Page 8)

#2 Sidewalk Gaps

Fix the
50% Rule Sidewalk
Exemption
(See Page 10)

#3 Pedestrian Crossings

Provide More Crossing
Opportunities on Busy
Thoroughfares
(See Page 12)

In order to support the high priority action items above, improve responsiveness to citizen requests, and better
reflect current best practices, an update to the following city policies is underway as part of the Charlotte WALKS
Pedestrian Plan.

ӹӹ Sidewalk Installation Policy (formerly called the Sidewalk Retrofit Policy) (See Appendix B.)
ӹӹ Pedestrian Crossing Guidelines (See Appendix C.), and
ӹӹ School Zone Policy (See Appendix D.)
Charlotte WA L K S |
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Summary Table
The Summary Table on the following pages includes all of the action items recommended by the Charlotte WALKS
Pedestrian Plan. The Action Items are listed as they appear in the plan, with the High Priority Action Items first,
followed by the remaining action items within each of the plan’s 3 themes - Safe, Useful, and Inviting. For more
detailed information, see the page reference listed with each action item.

KEY ACTION ITEMS

Action Item (page references)
ӹӹ Address back-of-curb sidewalks as redevelopment occurs.
ӹӹ Fix the 50% rule sidewalk exemption.

(pages 8-10 and 39-41)

(pages 10 and 42)

ӹӹ Provide more crossing opportunities on busy thoroughfares.

(pages 12-13 and 44-46)

ӹӹ Update city policies to support the high priority action items from the Walkability Scan, improve
responsiveness to citizen requests, and better reflect current best practices. (pages 6 and 49-51)

ӹӹ
ӹӹ
ӹӹ
ӹӹ

Reduce the number of signalized intersections with a Pedestrian Level of Service of D, E, or F. (pages 37-38)
Consider assigning modal priority to pedestrians in Uptown and Transit Station Areas. (pages 37-38)

Seek out opportunities to replace substandard sidewalk through city projects. (pages 39-41)
Continue to construct at least 10 miles of new sidewalk each year through the Pedestrian Program and
other city projects/processes. (pages 42-43)
ӹӹ Consider requiring sidewalks for more land uses in the new UDO. (pages 42-43)

SAFE

ӹӹ Install at least 20 new pedestrian crossings per year through city programs/processes. (pages 44-46)
ӹӹ Seek out opportunities to install new/improved pedestrian crossings through private land development

approvals. (pages 44-46)
ӹӹ Update the citywide sidewalk inventory to identify physical barriers that prevent accessibility. (pages 47-48)
ӹӹ Continue to address accessibility issues through city projects/programs/ maintenace and private land
development projects. (pages 47-48)
ӹӹ Implement a Vision Zero strategy. (pages 49-52)

ӹӹ
ӹӹ
ӹӹ
ӹӹ
ӹӹ
ӹӹ

Consider setting a 25mph speed limit throughout all of Uptown. (pages 49-52)
Continue to focus Pedestrian Program spending on challenging thoroughfares. (pages 49-52)
Coordinate with CMPD to expand enforcement efforts. (pages 49-52)
Continue to evaluate and respond to resident requests for new street lights. (page 53)
Ensure that new streetlights are placed appropriately to light pedestrian pathways. (page 53)
Continue and expand ongoing education and enforcement efforts. (page 54-57)
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From Walkability
Capital
Policy, Education,
Timeframe
Scan (See Appendix A)
Improvements
& Outreach

Ordinance
Changes1

✓

Immediate

X

✓

Immediate

X

✓

Ongoing

✓
✓

Immediate
Ongoing

✓

Year 1-3

✓

Ongoing

✓

Ongoing

✓

Year 2-4
Ongoing

✓

✓

UDO

✓

Ongoing

✓

Year 1-3

✓

Ongoing

✓

Year 1-2
Year 1-2
Ongoing

✓

Year 1-2
Ongoing

✓

✓
✓
✓

Year 2-4

UDO

✓

Ongoing

Items that require immediate ordinance changes are marked with an “X” . Items that are intended to be addressed
through the upcoming Unified Development Ordinance rewrite process are marked with “UDO.” (See page 96.)
1
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Summary Table (continued)

Action Item (page references)
ӹӹ Allow greater land use flexibility so residents can walk to a healthy mixture of neighborhood commercial

USEFUL

uses. (pages 61-63)
ӹӹ Seek out opportunities to create pedestrian and bicycle connections that reduce the overall network
distance for non-motorized transportation. (pages 64-66)
ӹӹ Continue to install wayfinding signage to support high-volume pedestrian and bicycle corridors and
districts. (pages 64-66)
ӹӹ Continue to use the maximum block sizes established in the Urban Street Design Guidelines. (pages 64-66)

ӹӹ Complete at least 4 school zone upgrades every year. (pages 67-68)
ӹӹ Prioritize new sidewalk and pedestrian crossing projects based upon proximity to schools. (pages 67-68)
ӹӹ Coordinate with CMS and Mecklenburg County to identify and pursue collaborative projects that

improve pedestrian and bicycle access to schools. (pages 67-68)
ӹӹ Amend the city’s Sidewalk Installation Policy to allow Pedestrian Program funds to be spent for sidewalks
on both sides of all streets within ½ mile of rail transit stations. (pages 69-70)
ӹӹ Prioritize new sidewalk & pedestrian crossing projects based upon proximity to transit stops. (pages 69-70)

ӹӹ Improve pedestrian access to public trails. (pages 70-71)
ӹӹ Improve the intersections of high-volume urban trails and city streets. (pages 70-71)
ӹӹ Prioritize new sidewalk and pedestrian crossing projects based upon proximity to parks and greenways.
(pages 70-71)

ӹӹ Collaborate with Mecklenburg County Park and Recreation to identify cost-share opportunities for new
greenway connections and sidewalks. (pages 70-71)
ӹӹ Work to ensure that private development provides public access to adjacent trails. (pages 70-71)

ӹӹ Expand and improve pedestrian data collection and analysis.
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(page 72-73)

From Walkability
Capital
Policy, Education,
Timeframe
Scan (See Appendix A)
Improvements
& Outreach
Year 2-4

UDO

Year 1-3

✓

Ongoing

✓

Ongoing
Ongoing

✓

Ongoing
Year 1-3

✓

✓

✓
✓

Ongoing

✓

Year 1-2

✓
✓

✓

Ongoing
Ongoing

✓

✓

Immediate
Year 1-3

Ordinance
Changes1

✓

Year 2-4

UDO

✓

Year 1-2

Items that are intended to be addressed through the upcoming Unified Development Ordinance rewrite process are
marked with “UDO.” (See page 96.)
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Summary Table (continued)

Action Item (page references)
ӹӹ Incorporate clear language in the UDO about maintaining minimum widths for unobstructed walking
ӹӹ
ӹӹ
ӹӹ
ӹӹ

space. (pages 78-79)
Continue to apply the Urban Street Design Guidelines (USDG) to determine recommended sidewalk
locations and widths on capital projects. (pages 78-79)
Clarify adopted policy guidance for providing hardscape amenity zones instead of planting strips. (page 80)
Refine urban street tree planting standards to promote the use of hardscape amenity zones and ensure the
long term viability of street trees. (pages 80 and 84-85)
Continue to apply the Urban Street Design Guidelines (USDG) to establish on-street parking areas. (page
81)

INVITING

ӹӹ Ensure that developments provide adequate space, according to the context, between buildings and the

curb to support street life and walkability. (page 82)
ӹӹ Continue to install shared-use connections for both pedestrians and cyclists. (page 82)
ӹӹ Consider upgrading key sections of sidewalk to shared-use paths, where appropriate, that fill gaps in the
bicycle network. (page 82)
ӹӹ Consider limiting front-loaded access to narrow-lot uses. (page 83)

ӹӹ Consolidate driveways through redevelopment where feasible. (page 83)
ӹӹ Reconsider driveway standards to prioritize pedestrian movement in areas intended to have high

pedestrian traffic. (page 83)
ӹӹ Continue to plant street trees as a part of capital projects wherever possible. (pages 84-85)
ӹӹ Work with NCDOT on state-maintained roads to accommodate more street trees that buffer pedestrians
and enhance walkability. (pages 84-85)
ӹӹ Improve setbacks/design requirements for arcades to ensure adequate unobstructed walking space. (page
86)

ӹӹ In mixed-use walkable centers, prohibit long sections of facades without an active use. (page 86)
ӹӹ Consider incorporating frontage type requirements in the UDO that illustrate expectations for locating

building frontages in relation to the street and sidewalk. (page 86)
ӹӹ Consider launching a pilot program to allow creative placemaking in the public right-of-way. (page 87-91)
ӹӹ Partner with key stakeholders to continue the Open Streets 704 program and encourage active, healthy
transportation. (page 87-91)
ӹӹ Clarify the enforcement and regulation of sidewalk maintenance requirements through the City Code.
(pages 92-93)
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From Walkability
Capital
Policy, Education,
Timeframe
Scan (See Appendix A)
Improvements
& Outreach
✓

Year 2-4
Ongoing

✓

✓

✓

UDO

✓

Year 2-4

UDO

Year 1-2

✓

Ongoing

✓

Year 2-4

UDO

Ongoing

✓

Year 3-5

✓

Year 2-4

UDO

Ongoing

✓

Year 1-2

✓

Ongoing

Ordinance
Changes1

✓
✓

Ongoing

✓

Year 2-4

UDO

✓

Year 2-4

UDO

✓

Year 2-4

UDO

Year 1-2

✓

Ongoing

✓

Immediate

✓

Items that are intended to be addressed through the upcoming Unified Development Ordinance rewrite process are
marked with “UDO.” (See page 96.)
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APPENDICES

Appendices
APPENDIX A:
Walkability Scan
APPENDIX B:
Sidewalk Installation Policy*
APPENDIX C:
Pedestrian Crossing Guidelines
APPENDIX D:
School Zone Policy*

*Denotes a Council-adopted policy

These appendices are part of Charlotte’s toolbox for improving
citywide walkability. The appendices include a combination of
technical guidance, prioritization criteria for pedestrian projects, and
city policies.
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WALKABILITY

Scan Report

CONTENTS

EXECUTIVE SUMMARY			

$2

18 ISSUES IMPACTING WALKABILITY$4

There are many reasons why providing a more
walkable environment is critical for Charlotte.
These include:

WALKABILITY

A. People are increasingly
interested in living in
neighborhoods where they can
choose to walk for at least some
of their trips;
B. Cities are competing to
attract educated, creative, and
entrepreneurial residents, and
these categories of workers are
drawn to places where there
are active streets and walkable
neighborhoods;
C. Demographic changes suggest
that the Millennials and Baby
Boomers (the two age cohorts
that will be driving the economy
over the coming decades) are
increasingly attracted to more
walkable neighborhoods and
cities;

Executive Summary

T

he City of Charlotte has made great strides
in recent years to improve the ability of
people to walk safely and comfortably in their
communities. Walkability is the extent to
which the built environment is friendly and
easily accessible for people walking, for living,
shopping, visiting, enjoying or spending time in
an area.

"2

D. Denser, more walkable
environments are more
sustainable, both economically
and environmentally; and
E. Many Charlotte residents either
cannot or choose not to drive
and our transportation system
should be safe and functional for
all.

Background
In an effort to better understand how to create
a more pedestrian-friendly environment and
to uncover obstacles in current policies and
regulations that may prevent walkable areas,
Charlotte City Council directed staff to complete
a scan of City policies and practices impacting
walkability and to recommend needed
improvements by June 2014 (FY2014 Focus Area
Plan).

Scan Approach
The regulatory documents reviewed along with
the most comprehensive City's adopted policies
for development, infrastructure, and walkability
are:
• Centers, Corridors, and Wedges (policy) adopted in 2010
• General Development Policies (policy) adopted in 2003
• Subdivision Ordinance (regulatory)
amendments through 2014
• Transportation Action Plan (policy) - initially
adopted in 2006, updated in 2011
• Urban Street Design Guidelines (policy) adopted in 2007
• Zoning Ordinance (regulatory) amendments through 2014
These key policy and regulatory documents
were scanned for statements and summary
information that best describes the City's
expectations regarding key elements of
walkability.

Scan Results
It was determined that there are many good policies and practices already in place to address walkability but additional approaches are needed. A
series of specific issues were collectively identified by City staffs (CDOT and Planning) within current City practices or regulations that are creating
barriers to a truly walkable community. In some cases, these issues arise from regulatory processes that do not fully implement existing policies. In other
instances the issues exist due to internal processes or guidelines.

From the scan there were a total of eighteen
issues identified as impacting walkability in the
community. Recommendations are provided for
all of the issues. Of the issues discovered, four (4)
were deemed to be particularly significant and it
is recommended that they be addressed by the
City in the very near future. The four issues are:

1. Need for more crossing opportunities
on busy thoroughfares;
2. Redeveloped site maintaining an
existing back-of-curb sidewalk;
3. Phased development resulting in street
frontage sidewalk not being installed,
and

Busy thoroughfares may have too few
crossing opportunities due to long
blocks and/or signal spacing

Sidewalk not required if less than 50%
of site is developed (phasing can result
in the entire site being developed
without sidewalk)

Replacing/re-locating existing sidewalks
is not required when developing/redeveloping a site(leaving sidewalks backof-curb, with little to no buffer between
pedestrians and traffic)

Setbacks sometimes do not allow for
enough space to provide adequate
sidewalk space, buffers, and amenities

4. Whether there is adequate space for
walkability elements in the public
realm.
The following pages, beginning on page 4,
describe all eighteen issues identified. The
Implementation Guide, page 22, is also included
that outlines the steps necessary to execute the
recommendations of the Walkability Scan.
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Issue 1 - Walkability

Crossing Opportunities
on Busy Thoroughfares
TOP Priority

Many of Charlotte’s busiest
thoroughfares are difficult for
pedestrians to cross due to
infrequent traffic signals or
other crossing opportunities,
combined with high traffic volumes and (often) high
speeds.

What is
the Issue?

Crossing busy thoroughfares can be difficult, particularly
where signals aren't available at frequent spacing.

Why does
this Occur?
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Much of Charlotte’s thoroughfare network was
constructed or modified during an era dominated
by a focus on capacity and throughput for motor
vehicles. This decades-long focus resulted in long
blocks with few crossing opportunities, as well
as wide streets and relatively fast traffic. A sparse
street network and/or lack of signals inhibits
crossing opportunities and can also encourage
greater vehicle speeds. The City’s mid-block
crossing policies/practices do not yet provide
sufficient opportunities for crossings, in part
because vehicle speeds on many thoroughfares
are too high to implement some types of crossings
without significant enhancements to design.
Providing more and better crossings requires
a concerted effort to reduce speeds along the
thoroughfare. Finally, lack of right-of-way can limit
the amount of space for pedestrian refuges along
some thoroughfares or sections of thoroughfares.

What are the Team's
Recommendations?
1. Ensure that capital projects continue
to include more and better crossing
opportunities, where feasible and appropriate
[Capital].
2. Seek additional sources of capital funding to
create more thoroughfare crossings [Capital].
3. Evaluate and consider revising the
Pedestrian Crossing Guidelines and signal
spacing practices to enable more crossing
opportunities [Practice].
4. Refine Traffic Impact Analyses to include multimodal assessments [Practice and Regulatory].
5. Identify enabling authority to help achieve
more crossing opportunities through
development [Regulatory].
6. Develop a strategy and communication
structure to accelerate locating, designing, and
constructing pedestrian refuges through land
development and capital projects [Practice].

Why does
this Matter?
• The majority of pedestrian crashes happen on thoroughfares
(71% between 2008-2012), and the vast majority of fatalities
occur on thoroughfares (97% for the same time period).
Although more pedestrian crashes (63%) occur at intersections,
over half (55%) of the fatalities occur at mid-block locations.
• Pedestrians typically look for the shortest/nearest route to
their destination, which means that they are unlikely to deviate
significantly from their route to cross at signalized intersections.
Pedestrians want and need to be able to cross thoroughfares at
frequent intervals (see crash statistics above).
• As more parts of Charlotte develop at higher densities and
with a greater mixture of uses, the City should support and
encourage people to walk between close destinations (creating
highly walkable and/or “park once” environments).
• As we continue to invest in a growing transit system, we are
also creating greater need for pedestrians to have safe and
comfortable access (along and across streets) to rail stations,
streetcar stops, and bus stops.

Issue 2 - Walkability

Back-of-Curb Sidewalks
TOP Priority

Sites that are developed or
redeveloped by-right are
not generally required to
reconstruct existing sidewalks.
This can result in sites with
sidewalks left at the “back-of-curb” (i.e., having little or
no buffer between pedestrians and traffic along the
development’s street frontage).

What is
the Issue?

Why does
this Occur?
Reconstructing/relocating sidewalks is required for
certain zoning categories (MUDD, NS, UR, TOD, TS,
PED, UMUD) that require new streetscape. For other
zoning districts (developed by-right), Chapter 19 of
the City of Charlotte Code of Ordinances (Municode)
(City Code) is silent on reconstructing existing
sidewalk to meet new standards.

What are the Team's
Recommendations?
1. Continue to apply the Urban Street Design
Guidelines (USDG)-recommended sidewalk
locations and widths on capital projects [Capital].
2. Develop an appropriate/flexible approach to
upgrade sidewalks as development occurs
(this could potentially be based on the extent
of redevelopment and how “substandard” the
sidewalk is) [Regulatory].
3. Amend Chapter19 and/or other relevant
documents to reflect that approach [Regulatory].
4. Consider how best to maintain consistency with
that approach during Zoning Ordinance update
[Regulatory].

Here, the existing sidewalk was not required to be replaced to meet new standards during the
redevelopment process. The sidewalk remained unchanged at the back-of-curb, perpetuating an
uncomfortable environment for pedestrians.

Why does
this Matter?
• A sidewalk is a basic element for creating a safe and comfortable walking environment.
• A buffer (planting strip or hardscaped amenity zone) between pedestrians and moving traffic makes
pedestrians feel safer and more comfortable about walking next to streets, particularly next to busy
thoroughfares.
• Where sidewalks exist on Charlotte’s thoroughfares, roughly 25% of them are at the “back of the curb”, with
no planting strip or amenity zone as a buffer.
• The City focuses its sidewalk-specific funding on filling gaps in the sidewalk network. The City also
reconstructs planting strips and sidewalks as part of larger street and streetscape projects. All City projects
apply the updated sidewalk and planting strip widths defined in the USDG, subject to constraints (described
below).
• The majority of street modifications occur incrementally, through private development, but the inclusion of
USDG-recommended standards are not yet applied everywhere.
• It is typically more efficient (and cheaper) to reconstruct sidewalks through private development than
through City projects, because the City often must work with multiple owners and physical and/or right-ofway constraints that are lessened when construction is already occurring on a site.
• While not always the case, development and redevelopment typically involves some degree of demolition
and grading, providing an opportunity to more efficiently relocate sidewalks during construction.
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Why does
this Occur?

Issue 3 - Walkability

The 50% Rule
TOP Priority

What is
the Issue?

In some circumstances, by
phasing development, a
site can be fully developed
without including street
frontage sidewalks.

Chapter 19-Article VI of the City of Charlotte Code
of Ordinances (Municode) (City Code) defines the
basic sidewalk and drainage requirements for byright development (development not subject to a
conditional re-zoning) and for sites not subject to the
Subdivision Ordinance. When Chapter 19 is applied
for zoning districts that do not specifically require
streetscape, the following provision can be applied:
City Code Ch. 19 Sec. 19-173 (b): When the
proposed new development will be less than
50% of the total area of the property under single
ownership, sidewalks and drainage facilities may
not be required. However, the city engineer may
require certain improvements be made if they are
determined to be in the public interest or needed
to ensure public safety.

When less than 50% of a site is developed the development is not required to construct
a sidewalk along the street frontage, thus leaving the sidewalk network incomplete.
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What are the Team's
Recommendations?
1. Investigate alternative language for Chapter 19 and
other relevant documents that meets the intent of
the original provision, but reduces the likelihood of
not including sidewalk [Regulatory], and/or
2. Work to ensure consistent application of the
sidewalk requirement as “in the public interest and
for public safety” [Regulatory].
3. Provide training opportunities for internal
staff to facilitate implementation of these
recommendations on each development project
(to help provide more consistent Chapter 19
interpretations) [Practice].

Why does
this Matter?
• A sidewalk is a basic element for creating a safe and
comfortable walking environment.
• Roughly 50% of thoroughfares and 70% of nonthoroughfares in Charlotte do not have sidewalks
on both sides of the street, due to rapid growth
and construction during the auto-oriented era after
WWII.
• The City identifies and works to close gaps in
the sidewalk network through capital projects,
but the majority of street modifications occur
incrementally through private development.
• It is typically more efficient (and cheaper) to build
sidewalks through development than through City
projects, because the City often must work with
multiple owners and deal with physical and/or
right-of-way constraints. These types of constraints
are lessened when construction is already
occurring on a site owned or being developed by a
single entity.
• Phasing development for larger sites can allow a
significant portion of street frontage to be fully
developed or redeveloped without providing
sidewalks along the street.
• An estimated 10-15% of sites are phased in this
way and, therefore, can avoid providing sidewalks.

Issue 4 - Walkability

Space for Walkability
Elements in the Public Realm
TOP Priority

As we are working towards
creating more walkable
urban places, an unintended
outcome is that, even in places
that might have many other
elements of walkability, the space provided between
the buildings and the street sometimes doesn’t allow
desirable combinations of walkability elements
(e.g. street trees and benches + on-street dining
or sidewalk displays), while maintaining adequate
unobstructed sidewalk space.

What is
the Issue?

Why does
this Occur?
In some cases this is a result of inconsistent
streetscape expectations. For example, our Urban
zoning districts require a minimum 14-ft setback
from the back of the existing or proposed future curb
when there is no adopted streetscape plan. Recent
area plans include streetscapes that might be wider
than14 feet, but these do not typically apply to byright redevelopment in conventional zoning districts.
Therefore, depending on whether there is an area
plan and, depending on how the development
occurs, the space between the curb and the buildings
can vary greatly even in the same areas. In many
cases, this is also the result of changing expectations
of the types of design elements and activities that
people want to include in the sidewalk area.

What are the Team's
Recommendations?
1. Consider incorporating stronger language in City of
Charlotte Code of Ordinances (Municode) (City Code)
about maintaining unobstructed walking space
[Regulatory].
2. Consider whether and how to appropriately
adjust setbacks to best and more consistently
reflect context-based streetscapes – e.g., develop
additional guidance for determining setbacks
during the area plan process [Practice and
Regulatory].
3. Identify and resolve any inconsistencies when the
Zoning Ordinance is updated [Regulatory].
4. Consider incorporating illustrated frontage type
requirements in the Zoning Ordinance update
that show expectations for how building frontages
should be located in relation to the street and
sidewalk [Regulatory].
5. Develop and use a walkability checklist to help
make decisions about items that can be placed in
the setback under different conditions [Practice].

Why does
this Matter?

The many activities and furnishing that help to create
a walkable environment can also obstruct needed
sidewalk space for pedestrians.

• There are many elements that, together, help to create a walkable environment – providing an appropriate
mix of these elements is an important aspect of creating highly walkable and livable places.
• Some areas are designated (either through policy, plans, or the existing development context) to provide
higher levels of walkability.
• More urban areas, those that should exhibit the highest levels of walkability, are those where space between
the curb and the buildings are often the most constrained, possibly limiting elements that could be
provided in that space.
• A constrained space might allow people to walk, but could unintentionally preclude the other attributes
of highly walkable places – those that make a “useful” walk also a “safe and inviting” walk. Alternatively,
including these other elements could constrain the walking space, thereby making the walk less inviting.
• A significant portion of redevelopment in Charlotte is occurring in Urban zoning districts.
• A 14-ft setback from the back of an existing curb does not provide adequate space for (for example) the
recommended 10-ft minimum sidewalk and 8-ft minimum amenity zone along a Main Street, or the
recommended 8-ft minimum sidewalk and 8-ft minimum amenity zone along a commercial Avenue. These
dimensions are intended to allow enough space for pedestrians plus other walkability elements, such as
dining, plants, moveable signage near entrances, etc.
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Issue 5 - Walkability

Sidewalks Sometimes Not
Required
NEXT Priority

What is
the Issue?

Some land uses are
exempted from providing
sidewalks, depending on
how the sites are developed
and reviewed.

Why does
this Occur?
Chapter 19 of the City of Charlotte Code of Ordinances
(Municode) (City Code) defines the basic requirements
for by-right development (development not subject
to a conditional re-zoning) and for sites not subject
to the Subdivision Ordinance. When Chapter 19 is
applied for zoning districts that do not specifically
require streetscape, the following provision is
applied:
City Code Ch. 19 Sec. 19-173 (c): Except as
required by article III of this chapter and Chapter
20 of this Code, sidewalk facilities shall not be
required in conjunction with the construction of
any new buildings used solely for the following
purposes:
(1) Warehouse.
(2) Industrial.
(3) Auxiliary building.
Single family development that is not subject to
subdivision is also exempt from providing sidewalks.
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Sidewalks are currently not required in all
zoning districts. As some sites are developed or
redeveloped, the pedestrian network is left with gaps.

What are the Team's
Recommendations?
1. Consider how to best ensure consistency between
policy and ordinances by amending Chapter 19
and updating any necessary zoning districts during
the City of Charlotte Zoning Ordinance Update
[Regulatory].
2. Consider (during Zoning Ordinance Update)
providing one document or location that unifies
the City’s policy position on sidewalks [Regulatory].

Why does
this Matter?
• A place to walk is a basic element for creating a safe
and inviting walking environment.
• Roughly 50% of thoroughfares and 70% of nonthoroughfares in Charlotte do not have sidewalks
on both sides of the street, due to rapid growth
and construction during the auto-oriented era after
WWII.
• The City identifies and works to close gaps in
the sidewalk network through capital projects,
but the majority of street modifications occur
incrementally as development occurs.
• It is typically more efficient (and cheaper) to build
sidewalks through development than through City
projects, because the City often must work with
multiple owners and physical and/or right-of-way
constraints that are lessened when construction is
already occurring on a site.

Issue 6 - Walkability

Pedestrian Access to
Public Trails
NEXT Priority

As Charlotte works with
Mecklenburg County and
others to develop a network
of public trails and pathways
in urban locations, it might
become increasingly difficult for pedestrians to gain
access to them from nearby public streets when
development fronts both the street and the trail. This
has been identified as an issue along the existing
South Corridor Rail Trail and has the potential to arise
along the Cross-Charlotte Trail as well.

What is
the Issue?

Why does
this Occur?
There is no clear mechanism for ensuring direct
public access to trails from parallel public street
frontages. The City of Charlotte Zoning Ordinance
currently requires sidewalks from buildings to
adjacent trails and public sidewalks, but is silent
on providing access across sites from the public
sidewalk to an adjacent trail. For example:
TOD 9.1208(11)(a): Connectivity and circulation
standards. (2) External sidewalk connections are
required to provide direct connections from all
buildings on site to the existing and/or required
sidewalk system, and to adjacent multi-use
trails, parks and greenways. The connection
shall be no longer than 120% of the straight-line
distance from all buildings to the existing or
proposed sidewalk, or no more than 20’ longer
than the straight-line distance, whichever is less.

As public trails are built in
Charlotte, it's important
that public access is
provided from nearby
thoroughfares through
developments
along the trails,
particularly on
long blocks.

What are the Team's
Recommendations?
1. Ensure that plans for trails identify
and reserve public access points that
encourage/allow pedestrian access
(in addition to less-frequently spaced
“trailhead” parking lots) [Capital and
Practice].
2. Seek additional funding and/or
partnerships to reserve, build, and
improve trail access points [Capital].
3. Develop and consider updating
regulations to include “rules”
for ensuring frequently spaced,
accessible, public access to trails
(including Rail Trail, Cross-Charlotte
Trail, and other trails), particularly in
areas with longer blocks [Regulatory].

Why does
this Matter?
• The City is investing in trails and sidewalks to help create a more
walkable and livable community.
• In keeping with the above goals, we should be encouraging/
allowing people to walk, rather than drive, to nearby trails – the
network must be connected for pedestrians (and cyclists) to
efficiently use it.
• Land adjacent to trails and greenways (particularly in more
urban locations) is increasingly attractive for infill development,
which will logically begin to “close off” informal pedestrian access
opportunities.
• Where the street network is dense, this may be less of an issue.
Where the network is less dense, more street connections might
be achieved through development. However, the very conditions
that typically support trail development (along railroad tracks and
creeks) are also those that limit the ability to require more street
connections through current regulatory processes.
• Charlotte residents are making a significant public investment in
developing our emerging trail network and should have the right
to access it.

"9

Issue 7 - Walkability

Many of our large nonresidential sites along our
oldest corridors are being
rezoned and redeveloped. The
original industrial sites were
situated on long block lengths
which are problematic for
current pedestrian use.

Block Lengths
LOWER Priority

While conditional rezoning processes and the
Subdivision Ordinance have
been updated to create
(generally) shorter block
lengths and a denser street network, there are still
some developments that are not subject to those
requirements.

What is
the Issue?

Why does
this Occur?
By-right development that does not trigger the
subdivision ordinance is not required to provide
streets. In some cases, infill sites might not be
required to provide a street connection during
rezoning.
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What are the Team's
Recommendations?
1. Continue to search for ways to establish street or
pedestrian connections where long blocks exist
[Capital and Practice].
2. Consider developing a communication tool
similar to Charlotte-Mecklenburg, Engineering
and Property Management Capital Active
Project (CECAP) that places all potential street
extensions that are planned, but not programmed,
on a publically viewable map, so that Land
Development (LD) staff can try to negotiate these
connections on by-right development [Practice].
3. Consider whether/how to require midblock
pedestrian connections through development
projects with frontage greater than the
recommended block length between intersections
[Regulatory].

Why does
this Matter?
• A denser street network creates a more walkable
environment, because it generally provides more
and shorter routes between destinations.
• In the absence of a street connection, welldesigned pedestrian connections can help to
create network connectivity, but do not typically
provide as well for other walkability elements
(security, visual interest/activity, e.g.).
• Because of updates to various regulatory and
review processes, much of Charlotte’s new
development activity is helping to create a better
street network.

Issue 8 - Walkability

Pedestrian Access along
Driveways
LOWER Priority

Sidewalks are not always
provided along commercial
or multi-family driveways,
sometimes resulting in less
visible or less direct routes for
pedestrians to get from the street to the front of the
building. This issue is particularly important when
a driveway includes a traffic signal (which makes it
a likely crossing opportunity for pedestrians) or is
the main entrance into a development with reversefrontage.

What is
the Issue?

Pedestrians using the nearby crosswalk do not have direct access onto this site without walking along the driveway.

Why does
this Occur?
The City of Charlotte Zoning Ordinance requires
sidewalk access from the street onto the site, but does
not always specify location/directness. For example,
Section 12.529 requires a sidewalk connection
with a minimum width of 5 feet for commercial
development, but does not specify preferred
locations for such connections. Both Chapter 19 of
the City of Charlotte Code of Ordinances (Municode)
(City Code) and the Driveway Manual are silent on
this topic. The Charlotte Land Development Standards
Manual (CLDSM) does not include design guidance
for sidewalks along driveways.

What are the Team's
Recommendations?
1. Investigate how to include better pedestrian
access on the most direct route(s) [Regulatory and
Practice].
2. Consider revising the standard details for driveways
to show how to incorporate sidewalks along major
driveways [Practice and Regulatory].
3. Consider how best to incorporate ADA accessibility
on the most direct route [Regulatory].

Why does
this Matter?
• A place to walk is a basic element for creating a safe
and inviting walking environment.
• Commercial and multi-family driveways are often
the most visible and/or direct path from the public
street to on-site building entrances.
• Lack of a sidewalk on the most direct route can
result in pedestrians walking in turning traffic,
which compromises comfort and safety.
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Issue 9 - Walkability

Application of Streetscape
Standards
LOWER Priority

A variety of processes
affect how streetscapes are
implemented. Even though
portions of the Charlotte
Land Development Standards
Manual (CLDSM) have been updated to reflect
general policy about streetscapes, and most recent
area plans also reflect these policies, these adopted
streetscapes are not always applied consistently
when streets are modified.

What is
the Issue?

Why does
this Occur?
The development review process differs depending
on how a development project “comes through
the door”. Several zoning districts (typically Urban
zoning districts) require sidewalks and planting
strips in accordance with an adopted streetscape
plan. These adopted streetscape plans are usually
associated with an area plan. Not all areas where
these zoning districts are applied, however, have an
adopted streetscape plan, so the streetscape defaults
to a specific zoning district requirement. In addition,
many other zoning districts do not reference a
streetscape plan at all, and default to the zoning
district requirement. Finally, there are also many
different entities that review development plans,
often with an eye only towards very specific types of
items. Therefore, even with an adopted streetscape
plan, the resulting streetscape may be inconsistent
from one part of the street to another, or inconsistent
with policy.
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Sidewalk improvements are incrementally
made as sites are redeveloped. A
walkability checklist will help ensure
that sidewalks will connect as
seamlessly as possible through
time.

What are the Team's
Recommendations?
1. Develop a walkability checklist that includes
consistent policy guidance to be used for all
development reviews [Practice].
2. Develop staff training to better relate policies to
practice [Practice].
3. Eliminate inconsistencies when the City of Charlotte
Zoning Ordinance is updated [Regulatory].
4. During Zoning Ordinance update, make streetscape
expectations consistent with policies and plans and
ensure that area plans state that streetscapes apply
to all development [Regulatory and Practice].

Why does
this Matter?
• The streetscape sets the stage for how walkable an
area will be.
• While capital projects typically reflect the
recommended streetscape standards, most streets
are affected incrementally through development or
redevelopment.
• To establish a consistent streetscape and support
walkability, it’s important to have all processes
resulting in essentially the same streetscape in the
same areas.
• Missing opportunities to apply the appropriate
streetscape standard can set precedent that, over
time, will impact the overall effectiveness of those
projects that do provide the expected streetscape.

Issue 10 - Walkability

Raised Planters used to
Accommodate Street Trees
LOWER Priority

What is
the Issue?

Raised planters that
are sometimes used to
accommodate street trees
might, in some circumstances,
reduce sidewalk space or
constrain access to sidewalks
from on-street parking.

This raised planter becomes
an obstacle to pedestrians
trying to access the onstreet parking spaces
because of its excessive
length and narrow space
provided to enter/exit the
vehicle.

Why does
this Occur?
There is little to no guidance in any of the ordinances
or the Charlotte Land Development Standards Manual
(CLDSM) about design and dimensions of planters
relative to the rest of a streetscape.

What are the Team's
Recommendations?
1. Develop planting guidelines for trees in amenity
zones (more urban contexts) that will ensure
healthy street trees and accommodate access and
pedestrian space [Regulatory].

Why does
this Matter?
• The idea of walkability, or the ease and comfort of walking instead of driving, is one multi-faceted goal to
creating vitality within a community. Walkability can take on many forms and specific design elements.
A place to walk is a basic element for creating a safe and comfortable walking environment (Walkability
element #2).
• Benches, trash cans, newspaper vending, and drinking fountains intended for use by pedestrian are
excellent additions and demonstrate a pedestrian-friendly atmosphere. Benches can give pedestrians
the opportunity to stop and enjoy the downtown environment. The simple design of wider sidewalks can
provide for larger volumes of pedestrian traffic, while creating a nice open place to walk. Sidewalks made of
decorative concrete can also contribute to increased walkability.
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Issue 11 - Walkability

Option for Hardscape
Amenity Zone
LOWER Priority

Planting strips may not always
be the best option in some
situations, such as along urban
street frontages with on-street
parking. In those cases, it is
generally preferable to use a hardscape amenity zone
that is also usable for street furniture or other urban
treatments. While policy guidance exists for using
either planting strips or amenity zones in different
contexts, planting strips are sometimes used in places
where amenity zones might be more appropriate.

What is
the Issue?

Why does
this Occur?
The Charlotte Land Development Standards Manual
(CLDSM) identifies differences between an amenity
zone and a planting strip on U Series street with
details for a variety of contexts; however the Tree
Ordinance allows options for urban retail sites which
sometimes create an undesirable outcome.
Example - (3) Urban zones. Planting requirements for
urban zones are as follows:
a. Planting strip. A continuous perimeter planting
strip, located between the street and sidewalk, with a
minimum width of eight (8) feet, shall be required.
b. Urban retail sites. The following options are
available for urban retail developments:
• Tree pits. The perimeter trees required in
subsection (e)(3) of this section may be installed
in tree pits with irrigation and sub-drainage as
specified in the Tree Ordinance Guidelines in lieu
of a continuous perimeter planting strip
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In dense urban environments, trees should be included
as part of a hardscaped amenity zone, rather than in a
continuous planting strip.

What are the Team's
Recommendations?
1. Clarify intent of 8’ planting strip or 8’ amenity zone
(context-based application) [Policy].
2. Include this topic on walkability checklist and in
staff training [Practice].
3. Update CLDSM and Tree Ordinance to reflect 1
above [Regulatory].

Why does
this Matter?
• The idea of walkability, or the ease and comfort
of walking instead of driving is one multi-faceted
goal to creating vitality within a community.
Walkability can take on many forms and specific
design elements. A place to walk is a basic element
for creating a safe and comfortable walking
environment (Walkability element #2).
• Benches, trash cans, newspaper vending, and
drinking fountains intended for use by pedestrian
are excellent additions and demonstrate a
pedestrian-friendly atmosphere. Benches can give
pedestrians the opportunity to stop and enjoy
the downtown environment. The simple design of
wider sidewalks can provide for larger volumes of
pedestrian traffic, while creating a nice open place
to walk. Sidewalks made of decorative concrete can
also contribute to increased walkability.

Issue 12 - Walkability

Setbacks/Design for Arcades
LOWER Priority

Setbacks/design for arcades
– in some cases, arcades may
not feel secure, or may inhibit
sight distance next to streets if
structural supports are located
adjacent to the curb which may block sight lines and
pedestrian visibility.

What is
the Issue?

Why does
this Occur?
Currently there is no minimum required distance
between the arcade supports and the primary
building volume.

Arcade supports are inches from the back of curb
along a heavily traveled downtown street making
visibility risky and conflicts between pedestrians
and vehicles potentially dangerous.

What are the Team's
Recommendations?
1. Provide input for policy and ordinance updates
that will include consistent guidance on where
support structures may be located [Practice].
2. Develop a streetscape map similar to the Center
City Transportation Enhancement map for UMUDD
that identifies setback expectations for large areas
with similar zoning districts (example TOD, PED
Overlay) [Regulatory].
3. Consider providing guidance in Charlotte Land
Development Standards Manual (CLDSM) (and/or
Uptown Streetscape Standards) [Regulatory].

Why does
this Matter?
• Pedestrians like to walk along clear and unobstructed paths (walkability element). Allowing structure post
to impede a path is in conflict with the goal of unobstructed paths.
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Issue 13 - Walkability

Sidewalk/Driveway Separation
Unclear for Townhouses with
Garages

When townhouses are built
on private streets sometimes
the driveways are constructed
so close together that the
distinction between the
sidewalk and driveways is not clearly delineated. This
creates obstacles which may allow vehicles to park
across the sidewalk and reduces the planting strip so
that it becomes unusable.

What is
the Issue?

Why does
this Occur?
Driveways for front-loaded townhomes as well as
back loaded on through lots and single family homes
on narrow lots are currently not prohibited from
being constructed at a length of less than 12 feet. A
garage located 7 feet back of the right of way is too
short to accommodate a vehicle thereby allowing a
parked car to encroach on to the sidewalk. Allowing
the driveways to be located too close together
eliminates substantially the width of a planting
strip so it can be 2 feet to 5 feet wide which cannot
adequately accommodate perimeter planting.

Parked vehicles infringe
upon the public sidewalk
in this newly constructed
townhome development. This
is not only unsightly but is a
potential safety problem.

What are the Team's
Recommendations?
1. Develop additional guidance for parking relative
to sidewalks/garages as part of setback discussion
[Regulatory].
2. Consider how to include guidance during City of
Charlotte Zoning Ordinance update [Regulatory].
3. Require shared driveways thereby reducing the
number of driveways across the planting strip and
sidewalk [Regulatory].
4. Increase the required length for a driveway to
accommodate a parked vehicle [Regulatory].

Why does
this Matter?
• City policy states that every street type requires
unobstructed pedestrian space of varying widths,
and the design element matrix cites sidewalk
obstructions as a negative experience for
pedestrians.

7’ Driveway
8’ Sidewalk Zone
8’ Planting Strip
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Issue 14 - Walkability

Primary Entrances not easily
Accessible from Sidewalk or
Street Frontage

What is
the Issue?

Depending on the orientation
of a building, sometimes the
primary entrances may not
be visible or easily accessible
from a public sidewalk/street
frontage.

Why does
this Occur?
Current language is vague especially in the Mixed Use
Development District (MUDD) and/or inconsistent
about primary entrances of a building that is located
off of a public street versus the primary entrance from
parking lots in most relevant zoning districts.

What are the Team's
Recommendations?
1. Develop a walkability checklist to be used for all
development reviews [Practice].
2. Strengthen language and consistency during City
of Charlotte Zoning Ordinance update [Regulatory].

Lack of clearly delineated entrance door to this commercial building from the public street forces pedestrians to hunt for an
entrance door. This building is actually accessed from the side parking lot. Interesting window displays and sight-lines into
the interior would create a lively and enticing connection between the store and passersby in this very walkable area.

Why does
this Matter?
• Buildings facades can help create a place.
• Breaking up exterior facades of larger structures can create an illusion of smaller buildings.
• Large, transparent windows at the front of buildings can open up streets to include store fronts and window
displays, allowing continuity between the street shoppers and retailers.
• Fully utilizing the street frontage with stores, restaurants, and other shops can maximize pedestrian
exposure, increasing familiarity and ultimately increasing revenues. Locating parking lots and structures in
pockets behind storefronts will take full advantage of street fronts while maintaining close parking access.
• Building architecture can truly inspire an area’s character and charisma.
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Issue 15 - Walkability

Omission of Design Standards
in Optional Provisional

What is
the Issue?

The optional provisions
allowed in some districts can
provide for the development
of a project that may not
meet the minimum design
standards, some of which
could affect walkability.

Walkability
Checklist
elemenWalkability
t satisfi
ed
W
elemen alkability
t satisfi
ed
elemenWalkability
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ed
W
a
lk
ab
elemen
t satisfiility
ed

elemenWalkability
t satisfi
ed

Walkability element not satisfied, but
acceptable alternative compliance option met.

Why does
this Occur?
Cost, site constraints, or other factors may cause
a request for relief from meeting the walkability
requirements for a development.
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What are the Team's
Recommendations?
1. Develop a walkability checklist to be used for all
development reviews [Practice]
2. Ensure that the City of Charlotte Zoning Ordinance
update clarifies the intent of optional districts and
ensures that development is expected to meet
walkability objectives, possibly with alternative
compliance methods [Regulatory].

Why does
this Matter?
• The idea of walkability, or the ease and comfort
of walking instead of driving is one multi-faceted
goal to creating vitality within a community.
Walkability can take on many forms and specific
design elements. A place to walk is a basic element
for creating a safe and comfortable walking
environment (Walkability element #2).
• Benches, trash cans, newspaper vending, and
drinking fountains intended for use by pedestrian
are excellent additions and demonstrate a
pedestrian-friendly atmosphere. Benches can give
pedestrians the opportunity to stop and enjoy
the downtown environment. The simple design of
wider sidewalks can provide for larger volumes of
pedestrian traffic, while creating a nice open place
to walk. Sidewalks made of decorative concrete can
also contribute to increased walkability.

Issue 16 - Walkability

Long Sections of Blank Walls

Under some circumstances
long sections of blank
walls/blocked windows/
unusable entrances might be
constructed along sidewalks
and street frontages, creating an uninviting and
potentially less secure walking environment.

What is
the Issue?

Long blank wall with little architectural detail creates an
uninviting environment for pedestrians.

Why does
this Occur?
Addressing long sections of blank walls are addressed
in some of the urban zoning districts but not in other
districts, which by right may allow a building to be
constructed at the sidewalk or street frontage thereby
creating no visual interest or activity (which is a
walkability element).

What are the Team's
Recommendations?
1. Use a walkability checklist to better define
expectations and clarify how to activate street
frontage [Practice].
2. Change the current language and consider
removing ground floor restrictions for appropriate
districts [Regulatory].

Why does
this Matter?
• Buildings facades can help create a place.
• Breaking up exterior facades of larger structures
can create an illusion of smaller buildings.
• Large, transparent windows at the front of
buildings can open up streets to include store
fronts and window displays, allowing continuity
between the street shoppers and retailers.
• Fully utilizing the street frontage with stores,
restaurants, and other shops can maximize
pedestrian exposure, increasing familiarity and
ultimately increasing revenues. Locating parking
lots and structures in pockets behind storefronts
will take full advantage of street fronts while
maintaining close parking access.
• Building architecture can truly inspire an area’s
character and charisma.
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Issue 17 - Walkability

Exemptions from Streetscape
Improvements for Renovated
Buildings

What is
the Issue?

In some zoning districts,
there are exemptions from
streetscape improvements for
renovated buildings.

Why does
this Occur?
One example of this occurs in the TOD zoning
districts. Under Section 9.1204 (Applicability and
Exceptions), unless the renovation involves a change
of use or major façade improvements, the streetscape
requirements of the ordinance are not applicable.
This may result in no sidewalk if none exists or a
substandard sidewalk and/or planting strip.

What are the Team's
Recommendations?
1. Investigate appropriate/flexible application of
streetscape changes to renovated buildings.
[Regulatory]
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Surrounding properties are being rezoned and new sidewalks and planting strips have been
installed creating a pleasant walkable environment. Existing properties that renovate, yet
receive exemptions from streescape improvements, create a break in the improved sidewalk
network being established by their neighbors.

Why does
this Matter?
• If new sidewalks and planting strips are not installed when buildings are renovated, it leaves gaps in the
sidewalk network which may not be filled in until the property undergoes more substantial renovation or
redevelopment. This degrades the walkability of the street.

Issue 18 - Walkability

Narrow On-Site Sidewalks

What is
the Issue?

On-site sidewalks may be too
narrow for some districts (with
little or no guidance about
design or location).

Why does
this Occur?
Internal pedestrian circulation within Institutional
Districts allows for places that would be expected
to generate high volumes of pedestrian activity not
to provide adequate sidewalk access (minimum
sidewalk width)
Existing conditions sometimes do not allow for the implementation of both sidewalks and planting
strips. In this instance, the existing historic buildings and established street network are preserved.
Although, inadequate room was available for a planting strip, the on-street parking provides a
buffer for pedestrians from the travel lanes.

What are the Team's
Recommendations?
1. Identify and work to resolve any inconsistency with
ADA and minimum (on-site) sidewalk width for
each context during the Zoning Ordinance update
[Regulatory].

Why does
this Matter?
• All sidewalks should comply with the American with Disability Act standards. Pedestrian also want space to
walk (element of walkability) which includes wide, unobstructed sidewalks.
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I.

Originally Adopted as the “Sidewalk Retrofit Policy” by City Council on May 23, 2005
Amended and Adopted by City Council on June 13, 2011
Incorporated as the “Sidewalk Installation Policy” of the Charlotte WALKS pedestrian plan on February 27, 2017
The Affordable Housing Reimbursement Mechanism in Section VI was added and adopted by City Council on April 23,
2018

PURPOSE & APPLICABILITY
A. Purpose: Charlotte has hundreds of miles of streets without sidewalks. Because this problem is
too big and expensive to handle all at once, City Council adopted a policy to guide limited
resources for sidewalk construction to the places where sidewalks are most critical to safety &
walkability. The purpose of this policy is to:
1. Use City Council’s adopted Sidewalk Installation Policy Statement (See Section III-A) to
identify eligible sidewalk projects,
2. Establish objective ranking criteria for evaluating potential sidewalk projects, and
3. Outline the process by which potential sidewalk projects are identified, evaluated, and
selected.
B. Applicability
1. The following policy and procedures apply to sidewalk installation projects funded through
the City’s Sidewalk & Pedestrian Safety Program (sometimes simply referred to as the
“Pedestrian Program”).
2. This policy may also be used as general guidance for the consideration of potential sidewalk
projects under other programs within the City’s Community Investment Plan.
3. This policy does not apply to sidewalks included as part of larger roadway projects, business
corridor projects, new subdivisions, or other land development projects, which have distinct
requirements.
C. Other Sidewalk and Pedestrian Safety Projects: In addition to the sidewalk installation
projects guided by this policy, the City’s Sidewalk and Pedestrian Safety Program funds other
pedestrian improvements, such as, but not limited to,
 pedestrian crossings and accessibility improvements;
 pedestrian signals;
 projects that provide safer walking routes to schools, parks, greenways, and other
recreational facilities;
 pedestrian wayfinding signage, and
 minor sidewalk gap connections (see “Definitions” Section VII ).
This policy does not apply to these projects or to special projects approved by the Director of
Transportation for the City of Charlotte. (Also see “Reserved Authority” Section IV.B.)
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II.

BACKGROUND
A. Charlotte WALKS: The City of Charlotte is committed to becoming a more “walkable” community
as part of an overall strategy for advancing a balanced transportation system that accommodates
pedestrians, bicyclists, transit users, and motorists. The Charlotte WALKS pedestrian plan describes
the vision of Charlotte’s citizens to become a city of streets and neighborhoods where people love
to walk. This Sidewalk Installation Policy is an important part of that vision as it guides the primary
source of public funding for installing new sidewalks in Charlotte.
B. Sidewalk Installation in the City of Charlotte
Sidewalk & Pedestrian Safety Program – The City constructs new sidewalks on existing streets
through its Sidewalk and Pedestrian Safety Program (sometimes simply referred to as the City’s
“Pedestrian Program”). The Pedestrian Program is managed by staff at the Charlotte Department of
Transportation. It is funded through street improvement bonds that are typically issued on 2-year
cycles. The City’s commitment to improving “walkability” is demonstrated through its ongoing
allocation of funds toward the construction of projects through the Sidewalks and Pedestrian Safety
Program, in addition to other capital improvement programs that construct sidewalk.
In addition to Pedestrian Program projects guided by this Sidewalk Installation Policy, sidewalks in
the City of Charlotte are installed in the following ways:


City and State Roadway Projects – The City constructs sidewalks on all roadway construction
projects within the City of Charlotte, including projects constructed by the City and the North
Carolina Department of Transportation. The only exception is along controlled-access freeways
where pedestrians are not allowed.



Comprehensive Neighborhood Improvement Program (CNIP) – The City started this
program in 2014 as an extension of earlier Neighborhood Improvement Programs. The
purpose of the CNIP is to make strategic investments in multi-neighborhood geographies that
comprehensively address a broad array of community needs. CNIP projects are prioritized and
funded through Neighborhood Improvement Bonds. Among other investments, CNIP projects
may include the construction of sidewalks as identified through an assessment of the
neighborhood’s sidewalk infrastructure needs.



Individual Property Owner Installation – Individual property owners have the ability to
install their own sidewalks. Property owners are required to notify CDOT prior to construction.
The City will review the plans to ensure the installation meets minimum construction standards.



Neighborhood Petition Assessment – Residents can petition for sidewalk construction to be
financed by all property owners in the area where sidewalk is requested. The process requires
majority consent of 51% of the property owners in the improvement area, and a formal petition
for no less than one block of the street. Provided City Council approves the request, 100% of
the property owners will be required to pay for the sidewalk. If those 51% decide only to build
sidewalk on one side of the street, all of the residences along both sides of the street will be
required to pay for the sidewalk.
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State Highway Participation – Sidewalks are constructed on state roads through municipal
agreements with the North Carolina Department of Transportation (NCDOT). Under the
current NCDOT Pedestrian Policy, if a project is initiated by NCDOT, the City of Charlotte will
request sidewalk and the two agencies will share in the cost of sidewalk equally. If the City
initiates a project on an NCDOT roadway, the City will pay 100% of the cost to install sidewalk.



Land Development Requirements – As of July 1, 1998, developers are required to build
sidewalks on both sides of streets within a subdivision. In most cases, developers are also
required to build sidewalk along their property frontage.

C. Sidewalk Needs: Although sidewalks are required of all new development and are constructed
along roadway projects (except limited-access freeways), there are still approximately 479 miles of
thoroughfares (both sides) and 1,635 miles of collectors/locals (one side) in Charlotte that lack
sidewalk due to previous City and State policies that did not require sidewalk construction.

Charlotte Sidewalk Mileage Estimates 2015

Thoroughfares 1,080 miles (both sides)
Non-Thoroughfares 2,703 miles (one side)
Total
3,783 miles

713 miles
1,180 miles
1,893 miles

367 miles
1,523 miles
1,890 miles

66%
44%
50%

*NOTE – The “Target” mileage for sidewalks includes both sides of all thoroughfares and one side of all non-thoroughfares
In accordance with the Sidewalk Retrofit Policy Statement adopted by City Council.

III.

POLICY STATEMENT & PROJECT ELIGIBILITY
A. Sidewalk Installation Policy Statement: It is the policy of the City of Charlotte to:

1. Install sidewalks on both sides of all thoroughfares and one side of all non-thoroughfares
(local and collector streets) in accordance with the prioritization procedure set forth in this
policy.
2. Prioritize sidewalk requests in accordance with the processes identified in Sections V and VI
of this document. Pedestrian Program sidewalk projects will follow the public involvement
process described in Section V.
B. Project Eligibility: In accordance with Section III.A, above, eligible Sidewalk Installation
projects include:
1. Thoroughfares: Any sidewalk gap on either side of the street is eligible for consideration
under this policy.
2. Non-Thoroughfares: Any location where sidewalk is missing from both sides of the street
is eligible for consideration under this policy.
3. Other Locations: Other locations/projects, including existing sections of substandard
sidewalk (e.g., back-of-curb, narrow, etc.) are not eligible for funding through this policy.
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IV.

RANKING CRITERIA
A. The potential criteria for prioritizing eligible sidewalk projects are described below. City staff is

responsible for determining the point system associated with these criteria and for making
additions or deletions to the criteria as needed. Any changes to the criteria or point system will
apply to all potential projects and must be made by City staff before the project lists are ranked
for each program. All ranked sidewalk projects are maintained on the City’s Sidewalk Priority
List.
Safety
• No existing sidewalk on thoroughfares
• Part of High Injury Network
• Roadway-related safety need (e.g., poor visibility, sharp curves, no shoulder, etc.)
Congestion
• AAWT (Average Annual Weekday Traffic)
Connectivity
• Proximity to transit
• Proximity to a school & school type (elementary, middle, high)
• Proximity to neighborhood serving land uses (WalkScore)
• Proximity to a park or greenway
• Connectivity to other sidewalks
• % Households without access to a vehicle
• Evidence of pedestrian activity (e.g. worn path)
• Proximity to land uses serving elderly or people with disabilities
• On Greenway Overland Connector route
• In a Pedestrian Overlay District
Leverage/Quick Win
• Length of proposed sidewalk
• Existence of curb/gutter/drainage
B. Reserved Authority
A proposed or requested sidewalk will be exempt from the ranking criteria and processes
identified in this Policy if the Transportation Director, or his/her designee, determines that the
project is necessary because of exceptional and unique circumstances including, but not limited
to:
• High traffic volumes and speeds,
• Pedestrian safety,
• Accessibility to transit,
• The street primarily consists of land uses other than single family residential, and
• The street has reverse frontage lots.
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V. PROCESS & IMPLEMENTATION
The process for sidewalk installation is different for thoroughfare and non-thoroughfare streets. The
primary difference is that petitions are required as a demonstration of neighborhood support on nonthoroughfare streets. These are typically smaller neighborhood streets, and the City uses the petition
process to confirm citizen support before installing sidewalk within neighborhoods.

Sidewalk Installation Summary Table

1. Nomination
Form

Thoroughfare

Non-Thoroughfare

Not required

A nomination form is required with
signatures from at least 25% property
owners on both sides of the street.*

2. Ranking

Once a project is nominated it is ranked according to the criteria established
in this policy and added to the City’s Sidewalk Priority List. The ranking criteria
for Thoroughfares and Non-Thoroughfares are the same. See Section IV.

3. Preliminary
Project
Selection

Sidewalk projects are programmed for preliminary design at the beginning of
each fiscal year. CDOT staff will regularly update and re-rank the list of eligible
streets for each street type to determine the highest priority projects.

4. Public Input

5. Petition
Process

6. Final Design &
Construction

A public meeting will be held to provide citizens with information about the
proposed sidewalk project. Design modifications may be made in response to
citizen input.
Following the public meeting a petition
is required to confirm continued support
for the sidewalk project. The petition
Not required
must include signatures from at least
60% of property owners on both sides of
the street.*
Following the public meeting the
The applicant has 30 days to submit a
sidewalk project will move toward
valid petition, after which the sidewalk
final design and construction.
project will move toward final design
and construction. Additional public
Additional public meetings will be
meetings will be held as necessary
held as necessary.

*Reverse frontage parcels will not count toward the total number of parcels in calculating the required
percentage of signatures for nomination and petition forms.
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A. Project Nomination
1. Thoroughfares: CDOT staff have conducted a process to identify sidewalk gaps on
thoroughfares and rank them on the City’s Sidewalk Priority List. Although this list is
extensive, it may not be inclusive of every segment of missing sidewalk on thoroughfares
throughout Charlotte. Citizens are invited to contact the Pedestrian Program Manager to
inquire about missing sidewalks on thoroughfares. Any segment not already identified and
ranked will be added to the Sidewalk Priority List. No nomination form is required for this
action.
2. Non-Thoroughfares: Any City of Charlotte resident may request a sidewalk on a nonthoroughfare street provided they show that the project has support of the residents along
the street. In order to have a sidewalk request added to the City’s Sidewalk Priority List,
residents must submit a nomination form with signatures representing at least 25% of all
property owners along both sides of the requested street segment. Reverse frontage parcels
will not count toward the total number of parcels in calculating the required percentage of
signatures.
B. Ranking: City staff will rank all eligible requests and add them to the City’s Sidewalk Priority List.
The ranking criteria for Thoroughfares and Non-Thoroughfares are the same. (See Section IV.)
CDOT staff will regularly update and re-rank the list of eligible projects for each street type to
determine the highest priority projects.
C. Preliminary Project Selection: The City will build sidewalks along street sections with high ranking
as funding becomes available. At the beginning of each fiscal year, staff reviews requests at the top
of the Sidewalk Priority List and determines how many projects to program. The number of
locations and mileage of sidewalk constructed each year is dependent on funding levels. Due to the
varying mileage and construction costs of individual projects, the number of projects constructed
each year will vary.
D. Public Meeting(s): CDOT will hold a minimum of 2 public information meetings to provide
residents and property owners with information about the project and receive input. In addition,
CDOT will ask residents to provide feedback regarding design concerns. Subsequent meetings may
be held as necessary to identify project scope, determine the most appropriate side of the street for
sidewalk installation, present a conceptual design, and/or illustrate design modifications based upon
public input.
E. Petitions
1. Thoroughfares: Petitions are not required for projects on thoroughfares.
2. Non-Thoroughfares – Petitions: Following the public meeting a petition is required to
confirm continued support for the sidewalk project.
a. A petition form will be provided by CDOT to the lead petitioner. The petition must
include signatures from at least 60% of property owners on both sides of the requested
street segment to be valid. Reverse frontage parcels will not count toward the total
number of parcels in calculating the required percentage of signatures.
b. The lead petitioner will have 30 days to return a valid petition to the City. The deadline
date will be provided on the petition.
c. CDOT staff will validate that the petition includes the required number of signatures.
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i. If the petition passes, the sidewalk project will move toward final design and
construction. The City will notify in writing all property owners on both sides of
the requested street segment that a valid petition has been submitted and that the
sidewalk will be constructed subject to available funding.
ii. If the petition does not pass, property owners must wait 3 years from the
petition due date before attempting to submit another petition.
3. Non-Thoroughfares – Appeals: Any owner or tenant of property on either side of the
street where a sidewalk is proposed, or any other person reasonably affected by the proposed
change, may appeal a sidewalk petition by filing a written notice of appeal with CDOT.
a. Written appeals must be received within 30 days of implementation.
b. Appeals will be heard through a quasi-judicial proceeding before by the Department of
Transportation Director or Deputy Director, or a hearing officer designated by the
Department of Transportation Director or Deputy Director.
c. The only issue that may be raised on appeal is whether the petition to gauge
neighborhood consensus was properly completed as required by CDOT.
d. A decision on appeal shall be subject to review by proceedings in the nature of certiorari
instituted in the Superior Court of Mecklenburg County within thirty days. A certiorari
appeal shall not automatically stay implementation of any proposed treatments.
F. Final Design and Construction: Following the first public meeting and the successful completion
of any required petition process, the sidewalk project will move toward final design and
construction. Additional public meetings may be held as necessary. Sidewalk installation efforts on
existing streets often present a number of construction challenges such as insufficient right-of-way,
poorly defined road edge, hilly terrain, and private landscaping in the right-of-way. To the extent
practical, the City will design sidewalk installation projects to conform to the CDOT’s Urban Street
Design Guidelines and Sidewalk Design Guidelines. However, due to retrofit challenges, staff will consider
context sensitive design techniques where necessary and appropriate. All newly constructed
sidewalks will conform to the requirements set forth by the Charlotte Land Development Standards
Manual and the Proposed Accessibility Guidelines for Pedestrian Facilities in the Public Right-of-Way
(PROWAG).
VI. AFFORDABLE HOUSING SIDEWALK REIMBURSEMENT MECHANISM
In some cases affordable housing projects may be eligible to receive city sidewalk funding to support the
replacement of existing substandard sidewalks along thoroughfares.
A. Eligibility: To be eligible for reimbursement of sidewalk replacement costs the affordable
housing project must meet all of the following criteria.
1. At least 25% of the units in the project must be reserved for households at or below 80% of
the Area Median Income for a minimum of 10 years; and
2. The requested reimbursement may only apply to the replacement of existing sidewalks on
thoroughfares which do not meet the standards of the Charlotte Land Development Standards
Manual (CLDSM).
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B. Process
1. Verify Eligibility: City staff will provide the “Affordable Housing Sidewalk Reimbursement
Mechanism” to the applicant when an affordable housing application is received. The
applicant should consult with city staff to determine if their proposed project includes any
eligible sidewalk replacement.
2. Prepare Cost Estimate: If the project includes eligible sidewalk replacement, the applicant
shall prepare a cost estimate for the incremental cost of replacing that sidewalk with a
sidewalk that meets the standards of the CLDSM. Costs that would have been incurred by
the project without the sidewalk replacement are not eligible for reimbursement. For
example, many mobilization, grading, landscaping, and utility relocation costs would likely be
incurred whether or not sidewalk replacement is a part of the proposed project. The
applicant should submit the incremental cost estimate for eligible sidewalk replacement to
CDOT’s Pedestrian Program Manager.
3. Verify Reimbursement Amount: City staff will review the incremental cost estimate for
accuracy, discuss any discrepancies with the applicant, determine the appropriate
reimbursement amount based on the incremental cost for eligible sidewalk replacement, and
notify the applicant. If the applicant does not agree with the reimbursement amount
determined by staff, the applicant may appeal that decision to the City Engineer. The appeal
must be submitted in writing not later than 30 days after the applicant is notified of the staffdetermined reimbursement amount. The City Engineer shall make a determination within a
reasonable time, not exceeding 60 days, to uphold the staff decision or adjust the
reimbursement amount as appropriate.
4. Reimbursement Agreement or Departmental Transfer: Once a reimbursement amount
has been determined, CDOT will do one of the following depending upon the applicant’s
preference.
i. CDOT will prepare and enter into a Reimbursement Agreement with the applicant.
Upon inspection of the completed improvements as outlined in the Reimbursement
Agreement, CDOT will provide reimbursement to the applicant using funds from the
City’s Pedestrian Program.
OR
ii. CDOT will initiate a departmental transfer from the Pedestrian Program into the
Housing Trust Fund. The transferred funds will then be included as a part of the
project’s loan from the Housing Trust Fund.
VII.

EFFECTIVE DATE AND ADMINISTRATION
C. This policy is effective upon the adoption by City Council on April 23, 2018.
D. CDOT shall have primary responsibility for the implementation and administration of this
policy and will recommend amendments, from time to time, to the City Council, for the purpose
of keeping this policy complete and current.
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VIII.

DEFINITIONS
AAWT - Average Weekday Traffic Volumes Traffic is counted for 48-hours between Monday and
Friday (no weekends) on thoroughfares. The average of two days is used to arrive at a 24-hour
volume. Non-thoroughfare counts are taken for a 24-hour period, on school days only unless it is
determined by staff that school traffic does not influence the street’s traffic volume. Holidays and
special events are avoided. Count tubes are placed approximately 200 feet away from an intersection
to avoid cars waiting and gather a more accurate count.
Double Frontage Parcel/Lot – A parcel/lot, other than a corner lot, with frontage along two
parallel roadways.
Greenway Overland Connector – A planned greenway trail that consists of a sidewalk or multi-use
pathway along a street that serves as the greenway and is part of the Mecklenburg County Greenway
Master Plan.
Land Uses Serving Elderly or People with Disabilities – For the purposes of defining the
ranking criteria, land uses which serve the elderly or people with disabilities, includes, but is not
limited to, independent and dependent living facilities, active adult retirement communities, and
disability specific organizations such as the Programs for Accessible Living, Lions Club and the
Metrolina Association for the Blind.
Minor Sidewalk Gap – Small, typically less than 1/10 mile, gaps in the existing sidewalk network.
Minor sidewalk gaps always connect to existing pedestrian facilities at both ends of the identified
gap. Such minor gaps are not required to be ranked and evaluated through the formal process
described in this Sidewalk Installation Policy. Instead, it is the policy of the Sidewalk and Pedestrian
Safety Program to prioritize and fill these minor gaps as they are identified and funding is available.
Neighborhood Serving Land Uses – For the purposes of defining the ranking criteria, a
neighborhood serving land use is a land use which primarily serves the surrounding neighborhood
and includes, but is not limited to, grocery stores, pharmacies, post offices, libraries, banks,
churches, restaurants, medical facilities, and YMCA/YWCAs.
Non-Thoroughfare – Also commonly called “local streets” or “neighborhood streets,” nonthoroughfares carry traffic from adjacent land uses to the larger thoroughfare system. For the
purposes of this policy, the term “non-thoroughfare” includes any public street that is not classified
as a Major- or Minor-Thoroughfare on the most recently adopted version of the Charlotte Regional
Transportation Organization (CRTPO) Thoroughfare Plan.
Park – For the purposes of defining the ranking criteria, a park is defined as a recreational area,
which includes City- or County-owned or maintained public parks, greenways, or recreation centers.
Reverse Frontage Parcel/Lot – A double frontage parcel/lot with its rear boundary along the
proposed sidewalk project. Primary access is provided via a parallel roadway along the opposite side
of the parcel/lot.
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Roadway-Related Safety Need – A condition that warrants consideration of a sidewalk due to
roadway design features such as limited horizontal and/or vertical curves that obstruct driver and
pedestrian visibility. Engineering judgment by City staff will be used to determine if increased risks
are present on the roadway.
School – For the purposes of defining the ranking criteria, a school is defined as any educational
institution with an enrollment of 200 or more students in Grades 12 and under. Schools can be
either public or private.
Thoroughfare – Also commonly called “arterials,” thoroughfares are public streets designed to
carry high volumes of traffic over long trip distances through and within the city. For the purposes
of this policy, the term “thoroughfare” includes any street identified on the most recently adopted
version of the Charlotte Regional Transportation Organization (CRTPO) Comprehensive Transportation Plan.
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Executive Summary
The greatest places in Charlotte are our
most walkable places. The purpose of
the Pedestrian Crossing Guidelines is to
promote safe and convenient walking trips
by establishing criteria for the appropriate
installation of pedestrian crossing treatments
in the City of Charlotte. The Pedestrian
Crossing Guidelines address mid-block
crossings as well as those at unsignalized
intersections. These Guidelines update and
replace the Pedestrian Mid-Block Guidelines
(March 2005).
The Pedestrian Crossing Guidelines support
the themes outlined in the Charlotte WALKS
Pedestrian Plan by providing safe, useful,
and inviting crossing opportunities. The
Charlotte Department of Transportation
(CDOT) established a Pedestrian Crossing
Committee (PCC) to provide best practices
and standardization. The PCC reviews
and approves citizen requested crossings
and participates in city-wide projects to
promote consistency in pedestrian crossing
treatments. The PCC is comprised of staff
from several Divisions in CDOT and a
representative from Charlotte Area Transit
Systems.
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The PCC follows four basic steps in the
evaluation procedures for pedestrian
crossing requests:
•

Step 1: Collect Site Specific Data

•

Step 2: Determine if a Treatment Study
is Justified

•

Step 3: Conduct Detailed Treatment
Study

•

Step 4: Determine Appropriate
Treatment

There are a number of treatments to
consider when providing great places to
cross the street. Those treatments, described
in greater detail in the Crossing Treatments
section, depend on the context of the street
and may include signs, marked crosswalks,
flashing beacons, refuge islands, Pedestrian
Hybrid Beacons, or traffic signals.
All evaluations of pedestrian crossing
requests should consider traffic volumes,
vehicle speeds, proximity to other crossing
opportunities, and the adjacent land use
context. Locations with higher vehicle
volumes and speeds typically need higher
levels of control, such as Pedestrian Hybrid
Beacons or traffic signals, in order to
establish safe crossing opportunities. Special
emphasis, in terms of establishing more
frequent crossings, is given to pedestrianoriented areas with higher volumes of
expected pedestrian traffic.
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Introduction &
Background
Purpose
The purpose of the Pedestrian Crossing
Guidelines is to promote safe and convenient
walking trips by establishing criteria for
the appropriate installation of pedestrian
crossing treatments in the City of Charlotte.
The goal is to ensure that crossings, both
mid-block and at intersections, are installed
in a way that alerts motorists of pedestrian
activity and gives pedestrians a safe and
predictable walking environment.
This document updates and replaces the
Pedestrian Mid-Block Guidelines (March
2005). The updated Guidelines address
pedestrian crossings at unsignalized and
mid-block locations. They are intended to
implement pedestrian safety and mobility
goals as outlined in the Transportation
Action Plan, and to complement the
Charlotte WALKS Pedestrian Plan,
Charlotte’s Urban Street Design Guidelines,
the Charlotte Land Development Standards,
and other locally adopted design standards
by providing best practices based on current
research and experience.
These Guidelines do not apply to school
zones or signalized intersections as there
are policies and best practices in place
to specifically address those situations.
Pedestrian crossing treatments on state
maintained roadways should be approved
by the North Carolina Department of
Transportation (NCDOT).
Charlotte is committed to building a
pedestrian network for people of all ages
and abilities. The U.S. Access Board has
developed the Proposed Accessibility
Guidelines for Pedestrian Facilities in the
Public Right-of-Way (PROWAG). The
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PROWAG guidelines provide technical
assistance to ensure that sidewalks,
pedestrian street crossings, and other
facilities are usable for all pedestrians,
including those with disabilities. Pedestrian
treatments will be constructed to meet the
PROWAG guidelines.

Walking is Transportation
Walking is the oldest and most basic form
of human transportation. It requires no
fare, no fuel, no license and no registration.
Thus, walking is the most affordable and
accessible mode of transportation. Research
on walking suggests that simply adding
sidewalks alone does not create walkable
communities. Accessibility to adjacent land
uses, street connectivity, sidewalk continuity
and ease of street crossings are essential
to creating and maintaining a walkable
environment.
People are more likely to walk in areas with
a diversity of land uses within a quarter
mile radius, and where the street network
is well connected. Providing well-designed
crossings, whether at intersections or at midblock locations, results in safety benefits to
all pedestrians and demonstrates Charlotte’s
commitment to create viable transportation
choices.
The Pedestrian Crossing Guidelines promote
the goals and objectives of the Charlotte
WALKS Pedestrian Plan. Charlotte WALKS
is the city’s first comprehensive pedestrian
plan. It brings together a number of existing
walkability initiatives and also identifies
new strategies for meeting the pedestrian
safety and walkability goals described in
the Transportation Action Plan. At its core,
Charlotte WALKS promotes walkability
with safe, useful, and inviting crossing
opportunities.

History of Charlotte’s
Crossing Guidelines
The Charlotte Department of Transportation
(CDOT) developed the first pedestrian
crossing guidelines more than a decade
ago. At the time, CDOT was one of a few
agencies publishing best practices and
formal guidance on the installation of
crossing treatments for pedestrians. Since
that time, many other agencies have adopted
guidelines, and the research community
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has expanded available tools and resources.
Over that decade, Charlotte implemented
many policies that expand support of good
pedestrian design.
Charlotte has made significant strides to
increase pedestrian crossings city-wide.
There were 55 new pedestrian crossings
installed and 72 enhancements to existing
pedestrian crossings in the two-year period
from July 1, 2014 to June 30, 2016. (See the
map below.)
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Pedestrian Crossing
Evaluation Procedures
Pedestrian Crossing Committee
CDOT established the Pedestrian Crossing Committee
(PCC) as an interdisciplinary group to review and
evaluate pedestrian crossing requests throughout the
City. The PCC is comprised of staff from four CDOT
divisions and representation from the Charlotte Area
Transit System.
The PCC meets monthly to address citizen requests for
pedestrian crossings. The PCC has authority to approve
or deny pedestrian crossing requests from citizens.
When requested, the PCC may also offer guidance
and advice to other city teams working on pedestrian
crossings as part of programmed projects or developerinitiated projects, however the PCC does not explicitly
approve or deny those requests.
There are four basic steps in the consideration and
evaluation procedures for pedestrian crossing requests:
•

Step 1: Collect Site Specific Data

•

Step 2: Determine if a Treatment Study is Justified

•

Step 3: Conduct Detailed Treatment Study

•

Step 4: Determine Appropriate Treatment

Step 1: Collect Site Specific Data
Typically, the Public Service Division of CDOT receives
a citizen request for a pedestrian crossing at one or
more locations along a street. CDOT staff collects site
specific data including the street classification, average
daily vehicular traffic volumes, the number of travel
lanes, vehicle operating speed, posted speed limit,
proximity to other crossing opportunities, and other
relevant information. The information is shared with the
PCC and the group determines if a detailed Treatment
Study is justified. (See flowchart, opposite.)
Step 2: Determine if a Treatment Study is Justified
There are three primary ways that a location is
considered for a detailed Treatment Study .(See
Flowchart, opposite.) Pedestrian crossing requests in
areas with pedestrian-oriented land uses automatically
qualify for a detailed engineering evaluation.
Evaluations take into consideration traffic volumes,
vehicle speeds, proximity to existing crossing
opportunities, the location of existing bus stops, and
the adjacent land use context, among other important
factors.
Step 3: Conduct Treatment Study
Once a location is selected for a Treatment Study, a
subcommittee consisting of at least two PCC members
conducts a detailed field review of the pedestrian
crossing location. The subcommittee will determine
the time of day and/or day of week when the most
pedestrian activity is anticipated to conduct the
field review. The subcommittee determines possible
treatments given the roadway design, land uses,
pedestrian activity, and other considerations. The
subcommittee presents their findings to the PCC.
Step 4: Determine Appropriate Treatments (if any)
The subcommittee presents their findings and a
potential recommendation to the PCC for discussion.
The subcommittee may present multiple options
based on the field conditions and other important
information. It is also possible that the committee
recommends no action. After discussion, the PCC
finalizes the appropriate treatment and location(s).
Approved projects are then placed on a list to determine
potential future funding.
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Pedestrian Crossing Evaluation Flowchart
Also see detailed explanation for Evaluation Criteria on pages C-8 and C-9.

Pedestrian Oriented
Land Use

NO

YES

(see list on page C-8)

Traffic Volume
NO

(AADT greater than
3,000)

YES

Vehicle Speed
NO

(Operating speed less
than 45 mph)

YES

Crossing Proximity
NO

NO

(More than 500 feet to
nearest crossing
opportunity)

Pedestrian Volume
(At least 20 pedestrians per
day crossing at requested
location)

Denied
Treatment Study
Charlotte WA L K S |
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Evaluation Criteria
These Guidelines establish the basic criteria
to determine if a request should proceed to
the detailed treatment study.
Criteria 1: Pedestrian-Oriented Land Uses
The highest priority is given to evaluation of
crossing treatments in areas that have been
designated as significant for pedestrians.
The Transportation Action Plan, Urban
Street Design Guidelines, Neighborhood
Area Plans, and Comprehensive
Neighborhood Investment Program
strategy areas have identified many streets
to focus efforts to improve the walking
environment. There are many types of land
uses that support/generate large volumes of
pedestrians, such as transit stations, mixeduse developments that include residential
and retail services (restaurants, coffee shops,
bakeries, sidewalk cafes, grocery stores, dry
cleaners, beauty salons, and other walk-up
services), parks, libraries, greenways, and
religious institutions, to name a few.
Pedestrian crossing requests that are located
in one of the following areas automatically
qualify for a Treatment Study:
•

Main Streets as defined by the Urban
Street Design Guidelines

•

Central Business District

•

Activity Centers, as defined by the
Centers, Corridors, and Wedges Map

•

Transit Oriented Development Areas

•

Light Rail Station Areas

•

Pedestrian Overlay Districts

•

Streets adjacent to greenways or parks

If the request is not located in one of the
pedestrian focus locations identified above,
then proceed to Criteria 2 through 4.
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Criteria 2: Average Annual Daily Traffic
AADT less than 3,000 vehicles per day
means there is likely sufficient opportunities
for pedestrians to cross the street
comfortably without additional crossing
enhancements.
Criteria 3: Vehicle Operating Speed
Vehicle speed is another important measure
for determining the appropriateness of
pedestrian crossing treatments. When
vehicle operating speeds are more than 45
mph, pedestrians have difficulty judging
gaps and making the decision to cross.
In addition, pedestrian crashes at higher
speeds are far more severe. Only 5% of
pedestrian collisions at 20 mph result in
death versus 85% at 40 mph. It is unsafe
to install pedestrian treatments in these
circumstances without higher level of traffic
control, like a Pedestrian Hybrid Beacon or
traffic signal, which stops cars to allow safe
pedestrian crossings. As such, if vehicle
speeds are greater than 45 mph, additional
information on pedestrian volumes will be
needed to evaluate whether a Pedestrian
Hybrid Beacon or traffic signal is justified.

Criteria 4: Crossing Proximity to Existing
Enhanced Crossing
The crossing proximity is the distance
between the requested crossing location and
the nearest traffic signal or other pedestrian
crossing treatment. If the location is close
to a traffic signal or other crossing treatment
like a marked crosswalk, then additional
treatments may not be justified. However,
if the distance to the nearest signal, marked
crosswalk, or pedestrian refuge island
is greater than 500 feet, then additional
crossing treatments may be needed to
provide additional pedestrian crossing
opportunities.
If the request location meets Criteria 2
through 4 it qualifies for a Treatment Study.
If it does not meet any one of those three
criteria, proceed to Criteria 5.

Criteria 5: Pedestrian Volume
If Criteria 1 through 4 are not satisfied, then
pedestrian volume should be considered.
The existing pedestrian volume alone should
not dictate the need or desire for pedestrians
to cross the street. In many instances,
pedestrians will shy away from crossings if
they are perceived unsafe or not convenient.
Pedestrian-oriented land uses indicate a
need for more frequent pedestrian crossings.
So consideration of the latent pedestrian
demand should be part of the evaluation for
this criterion.
Are there at least 20 pedestrians per day
crossing at this location?
If the answer is “yes,” this location qualifies
for a Treatment Study. If the answer is
“no” and the location is not anticipated to
generate more demand, then an engineering
evaluation is not recommended and no
crossing treatments would be considered.
Locations may be re-evaluated when
conditions change (for example, due to new
development) or after a period of two years.
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Crossing Treatments
There are a number of considerations that
should be evaluated when determining the
most appropriate treatment and location for
pedestrian crossings. Those considerations
include designs that are accessible to all
ages and abilities, adequate sight distance
to make decisions to cross the street, and
street lighting for nighttime activity. The
treatments described represent the approved
list of treatments for use within the City
of Charlotte. The installation of crossing
treatments on state-maintained roadways
should be approved by NCDOT.
Charlotte is committed to building a
pedestrian network for people of all ages
and abilities. The U.S. Access Board has
developed the Proposed Accessibility
Guidelines for Pedestrian Facilities in the
Public Right-of-Way (PROWAG). The
PROWAG guidelines provide technical
assistance to ensure that sidewalks,
pedestrian street crossings, and other
facilities are usable for all pedestrians,
including those with disabilities. Pedestrian
treatments will be constructed to meet the
PROWAG guidelines.
Sight distance is a term used to describe
the length of roadway visible to react to a
possible conflict. Adequate sight distance
should be provided for the vehicle to see
and react to pedestrians crossing the street.
It is just as important for pedestrians to
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have enough sight distance to make a
determination to safely cross the street.
Objects such as trees, bushes, signs, walls,
parked cars or buildings near the street
can greatly impact the sight distance. The
Policy on Geometric Design of Highways
and Streets published by AASHTO provides
more detail on stopping sight distance. The
“Support” section includes values for vehicle
stopping sight distance based on AASHTO
(see Tables 1 and 2). The available sight
distance for a pedestrian to determine when
to cross the street is also included in the
“Support” section (see Table 3).
Street lighting is another important
component of providing safe pedestrian
crossings. Many pedestrian trips begin
and end in the early morning or evening
hours with limited ambient light. Nighttime
evaluations of crossing locations should
be considered based on the type of activity
anticipated.
Finally, when recommending a crossing
treatment, the PCC will provide guidance
on the most appropriate location(s) to
establish a pedestrian crossing. The PCC
will consider the desired path of travel,
adjacent building entrances, and the location
of nearby bus stops, among other factors
to determine the crossing location that is
likely to serve the most pedestrians. That
determination will be balanced with safety
considerations, like sight distance and street
lighting to identify the location(s) that will
best satisfy the crossing need.

Signs & Pavement Markings
Pedestrian Warning Signs
Description: The pedestrian warning sign
and in-street pedestrian paddle should
adhere to the current edition of the Manual
on Uniform Traffic Control Devices
(MUTCD) for design, size, and placement.
The warning sign if used at the crossing
location should be used in combination with
a directional downward arrow to denote the
preferred crossing location. The in-street
pedestrian crossing paddle may be used at
locations with marked crosswalks to increase
visibility of the crossing. CDOT uses a
florescent yellow-green background color for
both signs.
Objective: To warn motorists of pedestrian
crossings and to designate the preferred
crossing location.
Application: Warning signs can be used
alone or may be required in combination
with other treatments such as marked
crosswalks or flashing beacons.

In-street Pedestrian Paddle Sign R1-6,
MUTCD

If used alone, the recommended variables
are:
•

AADT – Greater than 3,000 vehicles per
day

Pedestrian Warning Sign W11-2 and
Diagonal Downward Arrow W16-7P,
MUTCD
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Marked Crosswalks
Description: CDOT developed a highvisibility crosswalk marking that uses white
lines in a bar-pair pattern. CDOT refers to
the markings as piano-style crosswalks since
they mimic the look of piano keys. The
markings shall follow the MUTCD and the
Charlotte Land Development Standards for
materials, visibility, and installation.
Objective: To warn motorists of pedestrians
crossing the street and to designate the
preferred crossing location.
Application: The pedestrian warning
sign should be used in conjunction with
crosswalks. The high-visibility markings
may be used in combination with some
of the other treatments such as flashing
beacons or Pedestrian Hybrid Beacons.
If the markings are used alone, the
recommended variables are:
1. Locations with AADT between 3,000
and 12,000 vehicles per day without a
median or up to 15,000 vehicles per day
with presence of median
2. Locations with AADT less than 3,000
vehicles per day may be considered if
located within ¼ mile of light rail transit
stations and have an exposure threshold
of at least 100,000 (Multiply the highest
24 hour pedestrian volume by the
AADT)
3. In all applications without supplemental
treatments, the operating speed should
be 40 mph or less.

High-Visibility “Piano-Key” Marked Crosswalk
Davidson Street - Charlotte, NC
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Advance yield markings are not required;
however, if used they should typically be
placed 40 feet from the crosswalk. A “yield
here to pedestrian sign” may also be used
per the MUTCD in conjunction with the
advance yield markings.

Green markings may be used with the piano-style crosswalks certain situations. Green color is used to denote shared-use
crosswalks where both pedestrians and bicyclists are expected to cross. The initial use of this green crosswalk treatment
has been reserved for street crossings of the Little Sugar Creek Greenway, Cross Charlotte Trail, and Rail Trail. Pattern
or other decorative crosswalk other than CDOT’s piano-style requires an encroachment agreement or approval from the
CDOT Director.
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Flashing Beacons & Traffic
Signals

location. The flashing beacon provides
additional warning in locations with low
driver yielding behavior.

Flashing Beacon

Application: The flashing beacon, if used,
shall be in combination with a marked
crosswalk and pedestrian warning signs,

Description: A pedestrian-actuated flashing
beacon used to supplement a pedestrian
warning sign. Audible devices should be
installed with flashing beacons to provide
visually impaired pedestrians additional
cues to cross the street. The message would
indicate, “lights are flashing; vehicles may
not yield.”
Objective: To warn motorists of pedestrian
crossings, designate the preferred crossing

Pedestrian-actuated flashing beacon
Selwyn Avenue - Charlotte, NC
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The recommended variables are:
•

AADT – Greater than 15,000 vehicles
per day

•

Operating speed – Less than 45 mph

•

Preferred near universities, colleges, or
other significant pedestrian generator

•

Observed low compliance of driver
yielding behavior at the crossing 		

Pedestrian Hybrid Beacon
Description: The Pedestrian Hybrid Beacon
signaling system, formerly referred to
as a HAWK signal, is a combination of a
beacon flasher and a traffic control signal
for marked crossings. It stops vehicles to
allow pedestrians to safely cross. The beacon
signal consists of a standard traffic signal
head with yellow and red lenses.
1. The unit is normally in a dark mode
until activated by a pedestrian.
2. When the pedestrian pushes the button,
the signal begins with a flashing yellow
indication to warn approaching drivers.
The pedestrian faces a DON’T WALK
indication.
3. The flashing yellow is followed by a solid
yellow indication, advising drivers of the
impending requirement to stop.
4. The signal is changed to a dual solid red
indication and the pedestrian is shown a
WALK indication.
5. Once the pedestrian signal changes
to FLASHING DON’T WALK, the
beacon changes to an alternating flashing
red, allowing drivers to proceed if the
pedestrian has cleared the driver’s travel
lane.

Accessible pedestrian signals should be
installed to provide the visually impaired
pedestrians audible cues to cross the street.
Objective: To stop vehicles to allow
pedestrian to cross while also allowing
vehicles to proceed as soon as the
pedestrians have passed.
Application: Pedestrian Hybrid Beacons
should be placed at mid-block location
to avoid confusion for intersecting street
traffic. There are limited applications when a
Pedestrian Hybrid Beacon may be used at an
intersection; however, detailed design/review
of the conflicting turning movements must
be evaluated. Pedestrian signs and marked
crosswalks must be placed in combination
with Pedestrian Hybrid Beacons.
•

Pedestrian volume – MUTCD Figures
4F-1 and 4F-2 prescribes pedestrian and
traffic volume warrants, which ranges
from 20 to 100+ pedestrians depending
on the crossing length

•

AADT – Greater than 12,000

•

Operating speed – Greater than 35 mph

6. The light then goes to dark mode until
activated by a pedestrian.

Pedestrian Hybrid Beacon
Pineville-Matthews Road - Charlotte, NC
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Traffic Signal
Description: A signal that consists of a
standard traffic signal head with a redyellow-green lens. The unit displays green
indication until the pedestrian pushes a
button. The signal changes to yellow, then
red indication to warn the driver of the
requirement to stop. The pedestrian faces a
DON’T WALK indication until the vehicles
are stopped then the pedestrian is shown
a WALK indication. Only when the traffic
signal displays green do the motorists
proceed.

Mid-block Traffic Signal, Marked Crosswalk and Pedestrian Signs
College Street - Charlotte, NC
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Objective: To control traffic and give the
pedestrian the right-of-way over the vehicle.
Application: Signs and marked crosswalks
must be placed in combination with the
signal.
•

Pedestrian volume – MUTCD Figures
4C-5 and 4C-6 prescribe pedestrian
and traffic volume warrants, 		
which ranges from 75 to 400 pedestrians
depending on the vehicle speed

•

AADT – Greater than 12,000 vehicles
per day

•

Operating speed – Greater than 35 miles
per hour

Geometric Design
Raised Crosswalks
Description: These can be speed humps
with a marked crosswalk or a raised
intersection that includes marked
crosswalks.
Objective: Calms traffic and physically
elevates the pedestrian higher on the street
to warn motorists of pedestrians crossing
the street. In addition, directs pedestrian to
the preferred crossing location and provides
greater visibility to the pedestrian crossing
the street.

Application: The high-visibility markings
should be used in combination with warning
signs or may be used in-street paddles. The
standard pedestrian sign should be installed
with marked crosswalks. The recommended
variables are:
•

Residential streets that meet the speed
hump eligibility requirements

•

Operating speed – Less than or equal to
25 mph

Raised Crosswalk
Princeton Road at Jameston Road - Charlotte, NC
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Refuge Island
Description: A concrete or landscaped
island with minimum dimensions of six
feet (prefer eight feet) wide and 30 feet
long placed in the center of the roadway
separating opposing lanes of traffic. If the
island is landscaped, a portion must be
identified with concrete as the preferred
crossing location. Refuge islands should
ideally be 40 to 60 feet in length depending
on the adjacent driveways or street
intersections. Accessible ramps shall be
provided.
Objective: To provide a place where
pedestrians may wait outside the travel lanes
until adequate gaps in traffic occur, allowing
them to cross the street in two stages.

Pedestrian Refuge Island
Kings Drive - Charlotte, NC
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Application: Refuge islands are particularly
useful in locations where speeds and
volumes are higher. In locations with
average annual daily traffic less than 15,000
vehicles per day and moderate vehicle
speeds, marked crosswalks and pedestrian
signs may be placed in combination with the
refuge island. The width of the depressed
area for accessible users should consider
the types of uses which may include
wheelchairs, bicycles, and strollers. The
recommended variables are:
•

AADT – refuge islands are ideally suited
for streets with traffic greater than 12,000
vehicles per day

•

Operating speed – Less than 45 mph

Median
Description: A concrete or landscaped
median that is larger in size than a refuge
island and intended to provide a pedestrian
crossing. Medians are typically 100 feet
or more in length and a minimum of
six feet (prefer eight feet) wide. If the
median is landscaped, a portion must be
identified with concrete as the preferred
crossing location. Accessible ramps shall be
provided at the crossing location. Medians
can provide access management to limit
conflict points and provide safer pedestrian
crossings.
Objective: To provide a place where
pedestrians and cyclists may wait outside
the travel lanes until adequate gaps in traffic
occur, allowing them to cross the street in
two stages.

Application: Medians are particularly useful
in locations where speeds and volumes
are higher. In locations with lower AADT
and operating speeds, marked crosswalks
and pedestrian signs may be placed in
combination with the medians. Wheelchair
users need adequate width and waiting
areas on the median. If used alone, the
recommended variables are:
•

AADT – medians are ideally suited for
streets with traffic greater than 12,000
vehicles per day

•

Operating speed – Greater than 35 mph

•

Need to limit turning movements or
provide access management

Median with Marked Crosswalks and Pedestrian Warning Sign
Rozzelles Ferry Road - Charlotte, NC
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Other Treatments
Curb Extensions
Description: The curb and sidewalk extend
across the parking lanes to the edge of the
travel lanes to narrow the distance of the
road that a pedestrian has to cross.
Objective: To shorten the crossing distance
for pedestrians. Also, to improve the
visibility of the pedestrians by bringing them
closer to the center of the driver’s cone of
vision.
Application: Streets where there is on-street
parking are the ideal candidates. Marked
crosswalks and pedestrian signs may be used
in combination with the curb extensions.
The recommended variables are:
•

Average Annual Daily Traffic (AADT) –
Greater than 3,000 vehicles per day

Curb Extension
Church Street and 3rd Street - Charlotte, NC
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Curb Extension diagram illustrating shortened
pedestrian crossing distance
(Image source: NACTO)

Road Conversion
Description: Reducing the number of travel
lanes from four or more lanes to one travel
lane in each direction. The extra space may
be used to provide refuge islands, medians,
bicycle lanes, exclusive turn lanes, and/or
on-street parking with curb extensions.
Objective: To reduce the number of conflicts
for pedestrians crossing the street.
Application: Street conversions are useful
in locations where there is a wide cross
section and traffic volumes are typically less
than 20,000 vehicles per day. A detailed
traffic analysis is needed to determine the
appropriateness of a street conversion. If
used alone, the recommended variables are:
•

AADT – Less than 20,000 vehicles per
day

•

Operating speed – Between 35 and 45
mph

Road Conversion diagram illustrating a four lane section converted to a three lane
section to provide a two-way left turn lane and bicycle lanes. The turn lane space
can also provide intermittent refuge islands for pedestrian crossings.
FHWA

Road Conversion
East Boulevard - Charlotte, NC
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Supporting Resources
Stopping Sight Distance
Sight distance is a term used to describe
the length of roadway visible to react to a
possible conflict. Adequate sight distance
should be provided for the vehicle to see and
react to pedestrians crossing the street.

Objects such as trees, bushes, tall crops,
signs, walls, parked cars or buildings near
the street can greatly impact the sight
distance.
The design speed noted in Table 1 is typically
5 mph greater than the posted speed limit
of a street. Table 2 should be used when up
or down grades of the street are greater than
three percent.

Stopping Sight Distance
(Exhibit 3-1 from AASHTO’s A Policy on Geometric Design of Highways and Streets)

Design
Speed
(mph)
15
20
25
30
35
40
45
50
55
60
65
70
75
80

Brake
Braking Stopping Sight Distance
Reaction Distance on
Calculated
Design
Distance
Level
(ft)
(ft)
(ft)
(ft)
55.1
21.6
76.7
80
73.5
38.4
111.9
115
91.9
60.0
151.9
155
110.3
86.4
196.7
200
128.6
117.6
246.2
250
147.0
153.6
300.6
305
165.4
194.4
359.8
360
183.8
240.0
423.8
425
202.1
290.3
492.4
495
220.5
345.5
566.0
570
238.9
405.5
644.4
645
257.3
470.3
727.6
730
275.6
539.9
815.5
820
294.0
614.3
908.3
910
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Stopping Sight Distance on Grades
(Exhibit 3-2 from AASHTO’s A Policy on Geometric Design of Highways and Streets)

Design
Speed
(mph)
15
20
25
30
35
40
45
50
55
60
65
70
75
80

Stopping Sight Distance (ft)
Downgrades
Upgrades
3%
6%
9%
3%
6%
80
82
85
75
74
116
120
126
109
107
158
165
173
147
143
205
205
227
200
184
257
271
287
237
229
315
333
354
289
278
378
400
427
344
331
446
474
507
405
388
520
553
593
469
450
598
638
686
538
515
682
728
785
612
584
771
825
891
690
658
866
927
1003
772
736
965
1035
1121
859
817
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9%

73
104
140
179
222
269
320
375
433
495
561
631
704
782
C-23

Pedestrian Crossing Sight Distance
Pedestrians need to have adequate sight
distance to choose adequate gaps in the
traffic to cross the street safely. The New
Zealand Authority has published guidelines
on the amount of sight distance a pedestrian
needs based on walking speed, crossing
distance, and operating speed of the
vehicle. Table 3 provides quick reference for
pedestrian crossing sight distance based on
variable speeds.

Considerations for crossing sight distance
include:
•

Average walking speed is 3.5 feet per
second. Ages and abilities that fall
outside the average should be 		
considered but not less than 2.5 feet per
second.

•

Objects such as trees, bushes, signs,
walls, parked cars or buildings near the
street can greatly impact the 		
sight distance. Efforts should be made
to remove the sight obstructions when
feasible.

Pedestrian Crossing Sight Distance (feet) = crossing distance (feet)
					

x

operating speed (mph)

walking speed (feet/sec)

1.47

Pedestrian Crossing Sight Distance
(Average walking speed of 3.5mph)

Crossing
Distance (ft)

Operating Speed (mph)
25

30

35

40

45

20

97

117

136

155

175

30

146

175

204

233

262

40

194

233

272

311

350

50

243

292

340

389

437

60

292

350

408

466

525

70

340

408

476

544

612

80

389

466

544

622

700
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Modified Pedestrian Crossing Sight Distance
(Walking speed of 2.5mph for pedestrians with ages and/or abilities that fall outside the average)

Crossing
Distance (ft)

Operating Speed (mph)
25

30

35

40

45

20

136

163

190

218

245

30

204

245

286

327

367

40

272

327

381

435

490

50

340

408

476

544

612

60

408

490

571

653

735

70

476

571

667

762

857

80

544

653

762

871

980
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School Zone Policy
City of Charlotte
Department of Transportation

Adopted February 2019

INTRODUCTION
The Charlotte Department of Transportation (CDOT) administers the School Zone Policy in adherence
to national standards for signs, pavement markings, and other traffic control devices based on the
current edition of the Manual on Uniform Traffic Control Devices (MUTCD). This policy supersedes the
School Speed Zone and School Crossing Program, adopted April 2004.
ELIGIBILITY
All public, private and charter schools with a minimum of 200 students in kindergarten through 12th
grade are eligible for transportation treatments under this policy. Schools that do not meet minimum
requirements may be considered on a case-by-case basis.
DEFINITIONS and REQUIREMENTS
The following section defines school areas and minimum transportation treatments related to school
zones. Figure 1 illustrates the relationship between school areas and school zones.

*Not to Scale

Figure 1. Illustration of School Zones and School Areas
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School Area
The school area is typically located within a half mile of a school’s property boundary where schoolrelated activities are expected to occur.
School Zone
The portion of the roadway located within three hundred (300) feet of a school’s property line. This
includes streets that directly front or are adjacent to the school’s main access. School zones are
identified with a school sign (MUTCD S1-1) and “SCHOOL” pavement marking legend as shown in
Figure 2.

Figure 2: MUTCD School Sign and Pavement Marking Legend

School Speed Zone
The portion of a roadway located within three hundred feet of a school’s property line that includes an
established school speed limit. This includes streets that directly front or are adjacent to the school’s
main access.
School speed zones should be established at 25 miles per hour citywide.
By authority of the Director of Transportation or designee as stated in NCGS 20-141, school speed
zones on city-maintained streets will be set at 25 miles per hour. The City will seek concurrence with
the North Carolina Department of Transportation (NCDOT) to establish school speed zones on statemaintained streets in accordance with this policy.
School Crossing
The location of a pedestrian crossing along a roadway where school children cross. School crossings
are typically within three hundred feet of a school’s property line on frontage or adjacent roadways.
School crossings may include a marked crosswalk, traffic signal, or pedestrian hybrid beacon.
Engineering evaluations shall be conducted to determine the appropriate treatments for school
crossings.
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EVALUATIONS
CDOT will evaluate requests from school officials or citizens for a school zone, school speed zone, or
school crossing. The evaluation will include a site visit during school arrival and departure times, and
consider the following factors:
• School boundary and attendance area
• Number of students walking or bicycling
• Vehicular traffic volumes
• Vehicle speeds
• CDOT’s High Injury Network map
• Geometric conditions of the roadway
• Street lighting

SPECIAL CONSIDERATIONS
Adjacent School Zones
When a new location is under review for a school speed zone, its proximity to other schools and all
adjacent school zones should be identified. CDOT will determine if school zones should be combined.
This evaluation will include several factors including bell schedules, distance between school zones,
sidewalk connectivity, pedestrian crossing locations, and school boundaries.
School Flashers on Thoroughfares
School flashers should be installed as a supplement to school speed signage on thoroughfares. The
flashers serve as enhancements in school speed zones to alert drivers of the lower speed limit.
Crossing Guards
School crossing guards provide an important enhanced safety benefit at school crossings. Crossing
guards shall use a STOP paddle as the primary hand-signaling device to stop traffic at a marked
crosswalk in conformance with MUTCD Section 7D.04 and. 05. Crossing guards are also required to
wear high-visibility retroreflective safety apparel in conformance with MUTCD Section 6E.02. CDOT
will determine crossing guard locations. The schools, public, charter, or private, are responsible for
providing the crossing guard. Crossing guards are only considered at schools that serve elementary
and middle school students.
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Figure 3: Crossing Guard at Idlewild Elementary School

REMOVAL
School area signs, pavement markings, and school speed zones should be removed when a school is
permanently closed. If it is determined that a new school will open at the same location, CDOT will
evaluate the opportunity to preserve the existing traffic control devices.
There are locations where pedestrian crossings such as marked crosswalks or pedestrian hybrid
beacons are used by non-students at any time of day. These crossings should be evaluated
independent of a school closing.
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