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Section 1: Plan Overview and Executive Summary 
 
This plan contains recommended actions to improve pedestrian safety in the City of 
Morgantown (“the City”). These actions have been generated, prioritized, and organized 
for incremental implementation by the Morgantown Pedestrian Safety Board (“the 
Board”). Some recommendations involve public education, media promotion, marking 
and signage modifications and additions which can be addressed by the Traffic 
Commission, City Public Works Department or the West Virginia Division of Highways 
(WVDOH). Others involve financial planning, collaboration, and consultant engineering 
services based on change in public policy. 
 
The purposes addressed by the Board are as follows: 

·  To improve pedestrian safety throughout the City. 
·  To decrease roadway congestion and correspondingly improve transportation 

diversity to include increases among pedestrians, bicycles, and mass 
transportation. 

·  To enhance quality of life in City neighborhoods by making them more pedestrian 
friendly. 

·  To improve pedestrian access to public places for city residents and visitors. 
·  To improve public health and well-being by encouraging walking. 
·  To establish dialogue with neighborhood associations for the purpose of 

identifying viable connective pedestrian routes. 
·  To create a framework for public policy decision-making with regard to 

pedestrian issues. 
·  To identify and promote priorities for engineering, enforcement and education 

programs related to pedestrian safety. 
·  To promote economic benefit by making the City more pedestrian friendly, 

accessible and attractive. 
·  To decrease air and noise pollution in the City through the development of safe, 

convenient and attractive walkways throughout the City. 
 
The Board’s recommendations, discussed in detail throughout this report, are as follows: 
1) Adopt Sidewalk and Crosswalk Standards City-wide - Consistent standards for 
sidewalk and crosswalk widths need to be adopted, all gaps in existing sidewalks should 
be completed, older sidewalks should be repaired or replaced, and all sidewalks should 
meet Americans with Disabilities Act (ADA) standards. 
 
2) Designate Connective Network Sidewalks and Other Pedestrian Infrastructure - The 
establishment of complete and maintained connective sidewalk routes throughout the 
City can significantly improve the walkability of Morgantown and create access to key 
destinations for diverse populations throughout the City. 
 
3) Improve Intersection Safety – This plan identifies intersections that accident 
information and local residents identify as hazardous. Some can be improved by action of 
the City government and others will need effective advocacy on the part of the City 
Administration with the WVDOH. 
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4) Expand Use of Trails – The existing riverfront and Decker’s Creek trail system should 
be expanded to serve additional connective uses and residential areas. Additional trails, or 
greenways, would provide important improvements in North-South travel and inter-
campus travel within the City and reduce reliance on carbon fuel modes of transportation. 
 
5) Improving Lighting and Security for Streets and Trails – As pedestrian travel increases 
for commuting and for overall year-around activity, it is important that dark areas on 
trails be well-lit – especially until 10 p.m. – and that security patrol support and safety 
phone installation be considered to address unsafe conditions and to promote alternative 
transportation. It is also important that lighting for streets and sidewalks throughout the 
City be updated and improved to pedestrian-scale lighting with high efficiency bulbs with 
sensitivity to the night sky. 
 
6) Support and Implement Safer City Initiatives - The Board recommends that the context 
for plan implementation include: 

·  Engineering 
·  Education 
·  Enforcement 
·  Environment 
·  Evaluation 

 
7) Make ADA Pedestrian Accessibility a High Priority – The Board recommends that the 
Traffic Commission sponsor a City-wide ADA compliance audit to identify and prioritize 
problem sites which are out of compliance. 
 
8) Establish a Financial Foundation for On-going Sidewalk Improvement, Replacement 
and Maintenance – On October 21, 2005, the City Manager provided four options for 
supporting sidewalk policies and programs. The Board recommends that an on-going 
annual Community Sidewalk and Safer City Service Fee be established based on per 
linear foot of property facing a street. The Board also recommends that 1) the fees be 
utilized for a connecting network sidewalk system and maintenance as well as for traffic 
calming projects and that 2) fee receipts be placed each year in a dedicated fund specified 
for exclusive support of pedestrian and neighborhood traffic calming projects. 
 
9) Establish, Implement and Enforce a Sidewalk Maintenance Policy – Present City 
sidewalk codes are unenforced and need to be revisited. Public maintenance of sidewalks 
– including litter and snow removal - on connector streets needs to be adopted by the 
City. Many blocks of sidewalks need to be repaired and/or replaced. 
 
Each of the above recommendations is defined and applied more fully to specific 
situations in the body of this document. This plan is a collaborative effort with 
neighborhood associations and the input of many interested individuals. The Board is 
indebted to numerous resources for supporting its 100% volunteer effort and to the City 
of Hyattsville, MD, for the organizational format of this document. 
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Section 2: Enabling Walkability 
 
Benefits of a Walkable Community 
 
Enhancing pedestrian infrastructure and increasing the walkability of a community 
generates multiple significant benefits. 
 
1) Economic Benefits - The Local Government Commission Center for Livable 
Communities has identified several clear economic connections with walkable 
environments. 
 
Walkability increases property values. People are willing to pay a premium to live where 
it is walkable. This includes not just the presence of sidewalks but also reductions in 
traffic speeds, noise and vehicle generated air pollution. Studies cited by the Local 
Government Commission and the Center for Livable Communities indicate the reduction 
in traffic speeds alone can increase the value of property by 15-20%. 
 
Walkability is good for retail sales. Studies on congestion in booming business centers 
are demonstrating that too much traffic congestion can also gridlock economic 
development. Experience in downtown renewal suggests there are correlations between 
pedestrian improvements and new business development, drops in vacancy rate, and 
increases in commercial tax revenues. The compatibility of the contemporary knowledge 
driven and service oriented economy with a walkable mix of downtown amenities is well 
established nationwide because networking thrives on accessibility, interactivity and 
synergistic creativity. Walkability itself creates access, opportunities for interaction, and 
physical and mental regeneration and integration. Dan Burden in his publication Street 
Design Guidelines for Healthy Neighborhoods points out that walkable streets are 
successful streets which enable people to visit retail stores and service centers with 
security, convenience, efficiency, association comfort and welcome. 
 
Walkability is a tourist magnet. When communities are developed and redeveloped as 
compact, pedestrian friendly centers, the attractiveness and appeal created are inviting to 
visitors. Instead of demonstrating preference for shopping and visiting eating 
establishments in auto-malls, visitors vote with their feet by visiting walkable locations 
which are interactive and express local color and character. 
 
2) Accessibility Benefits – A walkable community creates choices which people can use 
to assist them to travel efficiently to destinations such as home, workplaces, 
school/university, shopping and recreation areas and transit stops. With a walkable 
environment, people can more readily choose a walking option to reach destinations that 
are only short distances away. Walking creates more direct access and reduced time and 
resources utilized in parking, driving and maintaining a vehicle; it can also help to 
maintain and improve one’s fitness. If even a modest percentage of residents substitute 
walking on some occasions, this will reduce motorized vehicle congestion and contribute 
to overall traffic mobility while helping to reduce idling and pollution in the City’s air. 
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3) Sense of Community – When people walk, the resulting interactions with and among 
other persons and with the natural environment can help enhance one’s sense of 
community. Safe, connective walking areas also put children and adults in closer touch 
with where they live and allow them to use streets and public areas for socialization and 
recreation as well as access to destinations. 
 
4) Safety Benefits – Walkable school environments contribute to student safety. 
Development of city-wide connective and comprehensive pedestrian facilities as well as 
increasing education and enforcement activities can help reduce injuries and fatalities. 
 
5) Quality of Life Benefits – When persons are able to have choices in modes of travel 
and can choose walking and biking over other modes, there is a perceived improvement 
in quality of life. Throughout the nation, departments of transportation report that 
residents place a high value on the availability of sidewalks and walking paths. For many 
people today it does not even occur to them that there are choices. This needs to change.  
 
6) Health and Fitness Benefits – There is a large body of documented evidence that 
walking provides health benefits through maintenance of fitness and prevention or 
reduction of overweight/obesity and other diseases which result from auto-centered 
sedentary lifestyles. 
 
7) Environmental Benefits – Continued increases in the City's walking population in 
place of motorized travel will contribute to the reduction in air pollution levels. Present 
levels create assaults on immune systems, especially in youth and older adults and foster 
breathing illnesses and disorders in persons of all ages. In addition, when auto emissions 
are mixed with emissions from buildings and power plants such conditions can create 
toxic air conditions which are damaging to all forms of life. 
 
8) Disaster Preparedness Benefits – Mass evacuations on-foot can become the only 
available means for persons responding quickly to natural disasters, explosions or other 
emergency events. Pedestrian facilities may become the most suitable means for localized 
mass evacuations especially when vehicle travel may be dysfunctional or restricted. 
Having a pedestrian infrastructure in place which has been planned for expediting 
pedestrian movement when a mass evacuation might be needed can provide the most 
reliable and sustainable mode of transportation in coping with major incidents. 
 
Priorities in a Walkable Community 
 
A pedestrian-friendly environment is desirable throughout the City. But it is especially 
important in residential areas, around commercial centers and near community facilities 
such as schools, libraries, parks, event centers, and public service centers such as the 
court house, the municipal centers and public agencies. Each of these destinations needs 
to be accessible by commonly used routes which are pedestrian-transit-bicycle friendly – 
not simply in terms of the appeal of the destination but in terms of attractiveness in the 
routes which are utilized to access them. These routes need to be well connected from 
multiple directions and perceived as safe. To address variations in weather and 
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topography, and the need for longer distance access by pedestrians, it is important that 
connector pedestrian routes also be interfaced with transit support. 
 
In order to make a community more pedestrian friendly, or walkable, there are several 
recognized priorities for generating a safe, attractive, multi-modal environment. Several 
recommendations from the Federal Highways Administration are listed as follows.  
 
 Street Design 
 
 Focus on… 

·  Slowing vehicle speeds. 
·  Reducing crossing distances for pedestrians. 
·  Improving visibility for pedestrians and motorists (day and night). 
·  Increasing the level of caution taken by pedestrians and motorists. 
·  Providing pedestrian friendly facilities (sidewalks, crossing islands, etc.) where 

the potential crash reductions are the greatest. 
·  Recognizing that some effective pedestrian safety measures may increase motor 

vehicle travel time and have a slight negative impact on motor vehicle LOS 
(Level of Service). 

·  Placing a high priority on pedestrian safety and convenience, thus factoring in the 
need of pedestrians as well as the needs for motorized transportation, in terms of 
street design.  

  
 Pedestrian Route Connectivity 
 
 Increasing pedestrian route connectivity creates a safer, more pedestrian friendly 
 street system by… 

·  Reducing walking distances. 
·  Offering more choices along quiet local streets. 
·  Reducing the need for wide, difficult to cross streets and intersections by 

providing alternate traffic routes. 
·  Adding sidewalks, paths, stairs/ramps, gates, etc. to link dead-end streets and cul 

de sacs to other parts of the street or route network. 
·  Maintaining pedestrian connections (e.g., provide a path in the right-of-way or 

sidewalk easement) when a street is being severed/discontinued. 
·  Increasing the number of access points to and from neighborhoods and other 

destinations, so that all trips are not funneled through one or two large 
intersections or access points. (More neighborhood travel options means less 
motor vehicle traffic on any given street.) 
 
Site Design Improvements 
 
Both large and small-scale developments should be located close to the street 
(with parking provided in the back) to balance pedestrian needs with auto access. 
Such standards greatly contribute to the safety, comfort, and aesthetics of the 
walking experience. 
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Land Use Improvements 

·  Encourage mixed-use development (such as allowing small-scale retail in 
neighborhoods or placing schools in the center of neighborhoods) to help create 
destinations within walking distances of where people live and work. 

·  Design new neighborhoods with many destinations accessible to residents on foot.  
 
Access Management Improvements 
Access management can work in favor of pedestrians within the context of other 

 planning including: 
·  Encouraging clustered development and mixed land uses. 
·  Sidewalks or walkways are desirable on urban roadways and efforts should be 

made to establish priorities for adding needed sidewalks. 
·  Pedestrian signals and marked crosswalks are desirable at all traffic signals, 

particularly at wide streets. 
·  Transit stops should be located where pedestrians can safely cross the street. 
·  Improving street and neighborhood connectivity. 
·  Constructing medians to control turning movements. 
·  Converting auto-oriented strip development into accessible land use patterns more 

suitable for pedestrians. 
 
Existing Conditions 
 
In the year 2000 the West Virginia Department of Highways assessed the mode of travel 
for persons going to work (and classes) and reported that Morgantown has the highest 
percentage of persons walking of any city in the state. The state average percentage of 
persons walking to work was 2.5%, compared to 16.8% in Morgantown. 
 
This high percentage of walkers who commute is joined by other walkers who walk for 
exercise. In April 2008, Prevention Magazine listed Morgantown as one of the best 
walking cities in the United States in terms of having the greatest percentage of its 
population who walk for exercise. 
 
Both statistical recognitions are evidence that people in Morgantown want to walk. The 
development of the rail-trail system has been a boon to pedestrians in the community. 
However, other existing conditions in pedestrian infrastructure put pedestrians at risk for 
injury and discourage many others from ever joining the ranks of pedestrian commuters, 
recreational walkers and persons willing to walk to schools, public services, and events. 
Examples of poor pedestrian infrastructure include:  

·  non-connecting sidewalks,  
·  narrow sidewalks adjacent to high speed traffic,  
·  need for sidewalk replacement and repair,  
·  lack of sidewalks on pedestrian corridors,  
·  lack of crosswalks, and  
·  inadequate provisions for pedestrian safety.  
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Street Design - In December 2007 and March 2008 the Morgantown City Council and the 
Greater Morgantown MPO Policy Board adopted a “Complete the Streets” policy which 
supports the indispensability of “complete street” design to address the needs of the “total 
population” – including transit riders, bicyclists and pedestrians. This action is an 
important step for the future. At present, however, most street designs in the residential 
and commercial areas of Morgantown developed primarily between 1940 and 1990. 
 
Street design influenced by the Second World War and post war development attitudes 
lacked pedestrian facilities, had lanes which were difficult to cross, encouraged higher 
vehicle speeds, and often included complex intersections that created long delays and 
provided little protection for pedestrians. 
 
High speed one-way traffic conversions were created to move growing volumes of traffic 
in central city areas after tram and trolley services were discontinued and before 
construction of interstates and by-passes were established. The speed of traffic in both 
residential and commercial areas poses increasing safety concerns for pedestrian uses of 
streets. It also diminishes quality of life, independence, and sense of community, 
especially for children and older adults. 
 
Lower design speed areas, such as South Park, were achieved early in the 20th Century by 
incorporating such features as: 

·  narrow street widths 
·  on-street parking 
·  tight turning radii 
·  buffered sidewalks with street trees 
·  short block lengths 
·  short building setbacks 
·  street lights 

 
Pedestrians living in areas such as South Park, Greenmont, Chancery Hill and sections of 
Woodburn, Wiles Hill, First Ward and Evansdale are able to walk and cross streets more 
safely because of the original street design involved. 
 
Connectivity - With the exception of areas within older residential sections of the City, 
many areas do not connect well for pedestrians with other areas nor with many public 
services or event centers. For example, citizens living near Dorsey Avenue do not have 
continuous sidewalk access to and from several schools nor to the downtown. Willowdale 
Road recently received a new sidewalk but connecting sections are still missing between 
it and adjacent neighborhoods.  
 
The three year Greater Morgantown MPO Regional Transportation planning process 
identified city-oriented pedestrian priorities in its Non-Motorized System Improvement 
Priorities. These priorities for pedestrian infrastructure improvement are presented in the 
Attachments of this Plan and were also identified once again in the preparation process 
for this Plan. An example of such repeated need is the lack of sidewalks along Van 
Voorhis Road which creates a pedestrian disconnection for university students living in 
housing in the vicinity of the road as well as persons living on South View, West View, 
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and other adjacent residential developments. Serious pedestrian accidents have occurred 
on Van Voorhis primarily because the road is a narrow two-lane road with high speed 
traffic and without shoulders or sidewalks. 
 
There are other forms of pedestrian disconnection within established neighborhoods in 
the City. For example, the Creative Arts Center and the Coliseum are inaccessible by 
sidewalk from many areas of Suncrest as is the Suncrest Middle School, which might 
otherwise be walkable for many of its students. Also sidewalks are not included along 
Route 7 in Sabraton. This disconnection has a negative impact on pedestrian travel to 
commercial areas, churches, and other centers in the Sabraton area, and to transit bus 
service. 
 
The recent placement of sidewalks on Collins Ferry Road has completed a sidewalk 
connection along the road which now serves as a safer corridor for children walking to 
and from school buses as well as persons in the area desiring to walk to work on Collins 
Ferry Road or to accessible locations on University Ave. The new sidewalk on Falling 
Run Road will improve the lack of sufficient pedestrian connection between the Highland 
Park and Van Gilder areas with the central campus and the downtown area. 
 
Lack of connectivity limits the ability to walk safely along connector streets in particular. 
It also increases exposure time to vehicles on roads and discourages walking as a means 
of traveling to specific destinations. Unfortunately, there remain multiple disconnections 
in sidewalks throughout Morgantown. Most are caused by the failure to build pedestrian 
infrastructure as the City has grown within its boundaries. Other gaps have evolved from 
a lack of maintenance and timely repair. 
 
Site Design – Many developments in Morgantown do not provide clear and convenient 
access for pedestrians. Pedestrians often have to dodge motor vehicles in gaining access 
to malls, stores, health centers and other destinations where there have not been clear 
standards or plans for pedestrian movement to and from the building. For example, the 
intersection of Chestnut Ridge and Van Voorhis is very hazardous to pedestrians. When 
pedestrians walk in front of parking lots and driveways in order to continue on a route, 
pedestrians often have to dodge motorists unshielded by adequate width in the sidewalk, 
a presence of street furniture, trees or landscaping and have to deal with potential 
conflicts between themselves and motorists. Many driveways along a street without 
proper pedestrian protective design can be a challenging walking environment, especially 
for persons with disabilities. 
 
One recent exception to this type of difficulty is represented in the construction of the 
facility housing Medical Express on South University Ave. In this development plan the 
parking areas are landscaped and located at a distance from the sidewalk area along South 
University Ave. Other examples are in the construction of two large multi-family 
complexes in Sunnyside where the sidewalks have been separated from the parking and 
living areas by landscaping, trees or low retaining walls. 
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Land Use – With the post World War II ascendance of the automobile as the dominant 
consideration in community planning, land use and zoning practices became oriented 
toward single usage and segregation of land into uses such as commercial areas and 
employment areas, schools, and residential areas. Commercial development became 
concentrated in strip malls and in other structures with large parking areas located along 
connector and arterial roadways. These busy roads are difficult for pedestrians to cross 
and to safely navigate in general. Intersections are especially difficult for pedestrians to 
cross due to the size and large numbers of turning vehicles. 
 
Morgantown has been organized in a similar way and has become even more segregated 
in single use patterns with the demise of the small neighborhood grocery stores and other 
neighborhood small commercial establishments. The lack of availability of safe 
crosswalks on nearly every arterial road in Morgantown has become a major problem for 
local residents as well as University visitors to the City. 
 
To counter-balance this trend and to create an environment in which there can be more 
mixed-use zoning and less dependency on automobiles for each commercial and social 
transaction, the City of Morgantown has made changes in its zoning code as permitted by 
revisions in the State planning legislation in 2004. Other plans to progress toward 
reducing longer travel distances are: promoting higher mixed use residential density in 
the Sunnyside and riverfront areas; supporting neighborhood transit services; increasing 
the number of parks in neighborhoods; and the establishing pedestrian infrastructure 
planning through the work of the MPO and the forming of a Municipal Pedestrian Safety 
Board. Additional information on these latter two steps is presented in the background 
section which follows. 



14 

Section 3: Plan Development 
 
Background 
 
The development of a pedestrian safety plan for the City of Morgantown was initiated in 
January of 2005 when the need for such a plan was discussed by the Morgantown City 
Council. The discussions continued intermittently throughout the next several months. In 
October the City Manager developed a memo (10/21/05; Appendix G) identifying four 
different ways in which comprehensive changes in sidewalk funding might be addressed 
and urged City Council to decide upon a funding plan before investing in the preparation 
of a formal sidewalk plan. 
 
The Greater Morgantown Metropolitan Planning Organization concurrently was initiating 
the development of its Regional Transportation Plan. The planning process was 
completed in May of 2007 with the publishing of a document which included priorities 
for non-motorized system improvements in addition to recommendations for roadway 
network improvements.  The 41 non-motorized priority projects recommended in the 
Plan (pages 112-115) included 25 priorities which related to pedestrian-oriented projects 
within or immediately adjacent to the City.  
 
The new projects listed are numbered on the Multi-modal Transportation Improvement 
Map - Figure 25 - as numbers 1, 5, 8, 9, 10, 11, 16, 20, 21, 23, 26, 27, 28, 29, 30, 31, 32, 
33, 34, 35, 36, 37, 38. Item # 42 cites the need to “renew and improve street lighting 
throughout the city” and # 32 identifies the need to “upgrade and replace dangerous 
sidewalks” and install “sidewalks where there are gaps in the sidewalk network”. 
 
During the fall of 2006 the Morgantown Traffic Commission, with the concurrence of the 
Morgantown City Council, began taking steps toward the establishment of a Pedestrian 
Safety Board. Residents making petitions to the Traffic Commission and Traffic 
Commission members were increasingly mentioning pedestrian safety concerns 
pertaining to crosswalks and sidewalks in traffic related issues.  
 
In addition, newspaper editorials were focusing more frequently on pedestrian related 
concerns. WVU students were conducting surveys related to lack of sidewalks and 
crosswalks. City Council members were continuing to reflect public concern about the 
insufficient progress being made in addressing pedestrian needs though limited sidewalk 
projects supported by annual city budgets.  
 
The need for a better pedestrian environment includes a strong public interest in the 
curtailment of vehicular speeding in city residential areas. Clearly the community is 
calling for a more comprehensive response to a growing public desire for a more 
walkable, livable community. 
  
The mission of the Traffic Commission (adopted December 2003) is to enable City 
Council decision-making to address citizen mobility needs in a resourceful and 
collaborative manner which improves access and quality of life in the City. 
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This means… 
·  Safe mobility for all persons 
·  Improve traffic flow and reduce congestion 
·  Multi-modal access for all persons to public services, employment, education, 

recreation, neighborhoods, and all residential areas and businesses 
·  Economic and social development opportunities within the community 
·  Quality of life by protecting and enhancing neighborhoods, reducing lost time and 

money due to congestion, increasing opportunities for protecting green space, and 
incorporating use of best practices in addressing transportation concerns 

·  Health of citizenry by supporting persons well-being, improving air quality, 
reducing stress, and improving pedestrian, cycling, and other transportation 
opportunities 

·  Education of the public on matters relating to transportation and traffic 
management and service regulation. 

 
In keeping with its own mission, the Traffic Commission established the Pedestrian 
Safety Board in 2007 for the following purposes: 
 

1. Review and support the implementation of Article 913 on Sidewalks and any 
other provisions in the Morgantown Municipal Code pertaining to pedestrian 
travel, safety, and accessibility; 

2. Work to improve the safe walkability of Morgantown so as to reduce traffic 
demands, afford better air quality, increase public access, reduce pedestrian 
accidents, and improve public health; 

3. Promote and lead the development of a Pedestrian Safety Action Plan in 
accordance with the standards established by the Federal Highways 
Administration and the West Virginia Department of Transportation; 

4. Make recommendations for expanding and improving pedestrian infrastructure, 
signage, safety, capacity, facilities, and streetscapes for pedestrians on streets, 
trails, or other land use design which facilitates pedestrian movement; 

5. Advocate for the provision of pedestrian travel opportunities to and from 
locations such as residential, employment, commercial, education, recreational 
areas, and transit routes and centers; 

6. Encourage practice, enjoyment, and awareness of the benefits of walking and the 
development of a walkable community. 

 
To achieve these purposes, the Board was asked to do the following: 

1. Advise and consult with the Traffic Commission, the City Manager, and the City 
Engineer on any matter pertaining to pedestrian accessibility and safety; 

2. Study the transportation problems and needs of the City and make specific 
recommendations to the Traffic Commission and the City Manager and to the 
City Council and Greater Morgantown Metropolitan Planning Organization as 
authorized; 

3. Review City plans and policies which contain matters relating to roadways, 
transit, and non-motorized transportation; 
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4. Create a City pedestrian safety plan to set forth strategies, recommendations, and 
time frames for the creation and maintenance of pedestrian access to strategic 
services throughout the City; 

5. Facilitate the planning and implementation of public education on walking and 
walking opportunities throughout the City; 

6. Promote and coordinate participation in all public planning in order to assure 
representation of public interests pertaining to pedestrian needs; 

7. Work with the Traffic Commission and other City Departments as needed to 
fulfill the purpose of the Pedestrian Safety Board. 

 
The first organizational meeting of the Pedestrian Safety Board was conducted in 
October, 2007. This pedestrian safety plan is their volunteer effort to carry out the request 
to “create a City pedestrian safety plan” to improve “pedestrian access to strategic 
services throughout the City”. 
 
In the following month, November 2007, the Morgantown City Council adopted the 
Complete Streets principle as a municipal policy for future installation or widening of 
city streets. This policy is based the principle that streets need to have capacities to 
include transit, bicycle and pedestrian infrastructures so that they will serve the needs of 
the total population – as many as 1/3 of which, according to the Complete Streets 
Coalition, likely do not drive motorized vehicles and thereby need streets which are safe, 
comfortable, convenient for travel via foot, bicycle, and transit for persons of all ages and 
abilities. This policy was also adopted by the Greater Morgantown MPO Policy Board in 
January 2008. 
 
In its preparations to develop a pedestrian safety plan for the City, the Pedestrian Safety 
Board reviewed the Federal Highway Administration publication, “How to Develop a 
Pedestrian Safety Action Plan.” It also conducted on-line searches on various municipal 
pedestrian plans prepared throughout the country. In addition, it surveyed literature and 
materials prepared by the Local Government Commission and the Center for Livable 
Communities. These materials helped guide the work of various committee members, 
interns and other resource persons – while the Board remained in communication and 
collaboration with the Traffic Commission, the MPO, and city neighborhood 
associations. This plan is being completed during the fall of 2008. 
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Section 4: Recommended Sidewalk and Crosswalk Standards 
 
Sidewalks 
 
Because the City of Morgantown is an older river city with growing traffic problems and 
a limited number of streets in its street grids, there has been a tendency in public 
decision-making to reduce attention previously given to sidewalk installation. In the    
late 19th Century and early 20th Century development of the older sections of the City, 
such as, South Park, Greenmont, Wiles Hill, Woodburn and Sunnyside, sidewalks (and 
street car transit) were considered to be essential elements in local transportation. Since 
1940, however, sidewalks constructed have tended to be narrower than both older 
sidewalks and modern standards. They have less buffer space between the street traffic 
lanes and the pedestrian walking areas, and they are less pervasive in their construction. 
In addition, older sidewalks have often failed to be maintained by property owners. 
Furthermore, the City has not required property owners to comply with maintenance 
standards set forth in the City Code. New construction of low density residential 
buildings has often involved the successful petitioning for waivers of City Code 
requirements to include sidewalks as part of project plans. 
 
It is important, however, that in working toward a more walkable and livable city, 
changes in policies and practices need to be revisited and earlier sidewalk construction 
priorities and standards be revived. It is also vital that the City work to have each of its 
sidewalks meet basic ADA standards where physically practical so that city pedestrians 
of all ages and abilities are able to move throughout the City. 
 
The ADA requires that sidewalks be constructed so that they are a minimum of 3 feet in 
width. A 5 foot standard is recommended by both the Federal Highways Administration 
and the Institute of Transportation Engineers persons. This width allows two persons to 
pass comfortably or to walk side-by side. This standard is recommended by the Board 
where practical in the City of Morgantown. Further, it is recommended that 5-foot or 
wider sidewalks be installed near schools, at transit stops, and in any downtown or 
commercial area where there is likely to be a high concentration of people. 
 
The USDOT, the Highway Safety Research Center and the Pedestrian and Bicycle 
Information Center recommend that sidewalks be continuous along both sides of the 
street and fully accessible to all pedestrians. USDOT guidelines also divide a sidewalk 
into four zones as shown in the illustration which follows: 
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Figure 1: ADA accessible crosswalk 
 
A curb zone is described as the first 6 inches of a sidewalk corridor which is located 
adjacent to the roadway. It provides important function by channeling storm water away 
from a sidewalk. It also discourages vehicles from entering a sidewalk area and is an 
essential component of a sidewalk. Multiple macadam pavings without proper removal of 
older material diminish the effectiveness of sidewalk curbs. 
 
A planter/furniture/signage zone which serves as a buffer zone of 4 to 6 feet is 
recommended to separate the pedestrian area of the sidewalk from the traffic lanes. In 
areas similar to High Street, street furniture (such as benches, bicycle racks, transit 
shelters, waste receptacles, callbox telephones, fountains, clocks, street light and sign 
poles) and planting areas serve as effective applications in buffer areas. Parked cars and 
bicycle areas on streets can also augment on-sidewalk buffer zones. 
 
Street trees, as utilized in locations such as South Park and High Street, are of major 
value in planter zones. Not only do they increase the sense of safety for pedestrians, they 
also provide shade for pedestrians, the pavement, and the adjacent buildings; help to 
reduce pollution and storm water run-off; reduce costs in pavement replacement; cool 
sidewalk areas and adjacent buildings; create an aesthetic environment; create a sense of 
place; and increase the public and private value of the location. It is important that 
sidewalks be built around mature trees whenever possible. The importance of street trees 
to pedestrian thoroughfares is discussed further in Section 7. 
 
Pedestrian travel zones are zones which are free of all obstacles and protruding objects. 
On local or collector streets the minimum must be 3 feet. However, it is recommended by 
the Board that a minimum of 4 feet be used along these streets, and a minimum of 6 feet 
on major streets. The majority of current City projects meet the 4 foot recommendation. 
Pedestrian travel zones are preferred. 
 
The building frontage zone is an area between the pedestrian travel zone and a building 
wall. Pedestrians do not feel comfortable walking directly adjacent to a building or a 
fence taller than 4 feet. Pedestrians are reported to prefer to keep at least 2 feet of “shy” 
distance away from a building wall. 
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As a practical matter, the City of Morgantown cannot expect to meet the 5 foot minimum 
sidewalk width recommended by the Pedestrian Safety Board on all sidewalks nor the 
USDOT standards for buffers. Many of the older neighborhoods in the City have 4 foot 
sidewalks which meet the needs of those areas. The width of the sidewalk on a 
neighborhood street which does not serve as a connector to a major thoroughfare is not a 
significant concern. Where traffic is heavy and/or moving at high speed, however, 
exceeding minimum width and buffer zones becomes a matter of critical importance in 
addressing the safe walkability of the City. A 5-foot sidewalk allows two persons to walk 
comfortably or to walk side-by side if there is a buffer between the sidewalk and the 
street. According to the U.S. Department of Transportation standards on accessible 
sidewalks, sidewalks in downtown commercial areas should be a minimum of 11 feet, 
which provides a 4 foot planting/furniture/signage zone as a safety buffer from vehicular 
traffic, a 5 foot pedestrian travel zone, and a 2 foot frontage zone. 
 
In many Morgantown locations, right-of-way constraints, retaining walls, and property 
lot sizes create serious problems for developing sidewalks according to standards. In 
order to create a safe, handicapped-friendly, walkable city, however, the City must take 
steps to increase sidewalk width whenever possible. The chart which follows illustrates 
recommended sidewalk widths for different types of streets. 
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Figure 2: Recommended Sidewalk Width Based on Street Conditions 
 
 
Accessible Cross Slope and Curb Ramps 
 
A 1:50 or 2% cross slope of a sidewalk assures that the sidewalk allows for accessible 
travel by physically challenged populations. In addition a 2% slope enables the surface of 
the sidewalk to drain surface water toward the street and to reduce the presence of 
standing water that can be susceptible to freezing in colder months. 
 
Curb ramps provide means for transition between elevated sidewalks and crosswalk 
areas. Mandated by the 1973 Rehabilitation Act and the 1990 Americans with Disabilities 
Act, curb ramps must be installed at all intersections and mid-block locations where 
pedestrian crossings exist or where sidewalks terminate. If a curb ramp is located where 
pedestrians must walk across the ramp, it shall have flared sides; the maximum slope of 
the flare shall be 1:10. The least possible slope shall be used for any ramp. The maximum 
slope of a ramp in new construction shall be 1:12. 
 
According to the USDOT Pedestrian and Bicycle Information Center a separate curb 
ramp for each crosswalk at an intersection should be provided where feasible. Single 
ramps at a corner for both crosswalks can be problematic – especially for visually 
impaired persons.  
 
Detectable warning areas on curb ramps as specified by ADA guidelines enable visually 
impaired persons’ to identify the transition between a sidewalk and a street. The ADA 
currently requires the use of truncated domes on access ramps. 
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Crosswalks 
 
According to an early 1990’s study on Pedestrian Crash Types published by the Federal 
Highways Administration, pedestrians have the highest risk in the traveling public 
because they are the least protected. Nationally, pedestrians were identified as 
representing 14% of all traffic fatalities even though walking accounts for only 3% of the 
total travel trips. The study’s analysis states that pedestrian accidents occur most often 
when a pedestrian is attempting to cross a street either at an intersection or a mid-block 
location. 
 
Intersections also can be one of the primary barriers for persons of different ages and 
impairments to achieve accessibility and mobility. Every accommodation needs to be 
made to make street crossings manageable for all people. 
 
Again, according to the Pedestrian and Bicycle Information Center, “at both signalized 
and unsignalized intersections, there is an implied (legal) crosswalk for pedestrians at 
each leg, whether or not the crosswalk is marked. The only time this is not true is when 
there is a sign clearly prohibiting pedestrians from crossing one or more legs. Midblock 
crossings that are marked may have other physical features and signs.” 
 
The primary function of marked crosswalks is “to highlight the right-of-way where 
motorists can expect pedestrians to cross and to designate a stopping or yielding 
location.” The function of crosswalks is also to inform pedestrians on optimal or 
preferred locations to cross. Even though various marking are provided in the MUTCD, 
“the ‘international’ (also known as ‘ladder’ or ‘zebra’) markings are strongly preferred, 
particularly at uncontrolled locations, because they are far more visible, which is 
particularly important at night or in low light conditions (e.g. rain).”  
 
The Board recommends the use of the ladder design, as is the City’s current policy, rather 
than the traditional design endorsed by the WVDOH. The following illustration is a 
comparison of crosswalk designs. 
 

 
Figure 3: Crosswalk design examples 
 
The MUTCD requires a minimum crosswalk width of 6 feet. The Florida Department of 
Transportation recommends a 10-foot wide ladder crosswalk design at locations serving 
large numbers of persons on high use thoroughfares. 
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The Board recommends the use of inlay tape and thermoplastic materials (as is current 
City Policy) which are more cost-effective in the long run even though they are more 
expensive on first application. “Both inlay tape and thermoplastic are more visible and 
less slippery than paint when wet.” (walkinginfo.org) 
 
Where crossing times are measured at signalized intersection, the general standard rate 
for pedestrian travel in a crosswalk is to be calculated to be 4 feet per second. This figure 
may be adjusted to accommodate the needs of special populations such as persons with 
disabilities, elderly persons or young school children. 
 
Installation of Crosswalks at Signalized and Unsignalized Intersections 
 
“Many pedestrians consider marked crosswalks a tool that enhances their safety and 
mobility. They view the markings as proof that they have a right to share the roadway, 
and in their opinion the more the better. Many pedestrians do not understand the legal 
definition of crosswalk and think no crosswalk exists unless it is marked. They may also 
think that drivers will be able to see the crosswalk markings as well as they do, and they 
assume that it is safer to cross where drivers can see white crosswalk lines.” – Zegeer, 
C.V., Stewart, R.J., Huang, H.H., and Lagerwey, P.A. Safety Affects of Marked Vs. 
Unmarked Crosswalks at Uncontrolled Locations: Executive Summary and 
Recommended Guidelines. FHWA-RD-01-075. Federal Highways Administration, 
Washington, D.C., 2002. 
 
Both marked and unmarked crosswalks can exist at intersection. In Virginia, any 
intersection where the speed does not exceed 35 miles per hour constitutes a place where 
a driver must yield right of way to any pedestrian crossing the highway. This standard is 
based on the MUTCD and is believed to be fully applicable in West Virginia as well. 
 
According to Chapter 17, Article 10, of the West Virginia Code, where Pedestrian Rights 
and Duties are delineated, such pedestrian privileges are inferred in Articled 10-2 and 
Article 10-3 to be in both marked and unmarked crosswalks at an intersection. 
 
The Federal Highway Administration (FHWA) authorized a study on crosswalks by 
Zegeer et al in 2005** which is considered to be the current authoritative guidance on 
marking crosswalks. The study identifies the following conditions to be used for marking 
crosswalks: 
 

1. At locations with STOP signs or traffic signals. 
 

2. At non-signalized street locations where engineering judgment dictates that the 
number of motor vehicle lanes, pedestrian exposure, average daily traffic (ADT), 
posted speed limit, and geometry of the location would make the use of a 
specially designated crosswalk desirable for traffic/pedestrian safety and mobility. 
 

A summary of the Zegeer et al FHWA marked crosswalk study as summarized by Lance 
Dougald in his Report on Development or Guidelines for the Installation of Marked 
Crosswalks (Charlottesville, 2004) is provided below. 



23 

 
On pages 5 and 6 of his publication Dougald points out that the key element in the Zegeer 
report and others is “engineering judgment.” He notes that whenever the term is applied, 
the judgment needs to be documented.  
 
“Engineering judgment” includes the following considerations: 
 

1. The effectiveness of a marked crosswalk. Crosswalk markings should not be 
used at all intersections. If used extensively, many marked crosswalks would 
be underused and motorists would tend to be desensitized to their presence. 
This could lead to problems at heavily utilized crosswalks and detract from 
the potential safety value at these locations. Crosswalks should be utilized in 
general only at locations where pedestrian activity is significant. This will 
insure that motorists come to associate crosswalks and pedestrian activity. 
(Katz, Okitsu & Associates, 2004) 

 
2. Alternate treatments to be used with crosswalk markings. It is important to 

note that although crosswalks are an important element in intersection design, 
a crosswalk does not ensure the safety of a pedestrian. Too often, crosswalks 
are the sole provision for pedestrians at intersections when other safety 
measures are needed. These safety measures include warning signage, bulb 
outs or curb extensions, median and slip lane refuge islands, pedestrian signal 
enhancements, and enhanced signal phasing to incorporate pedestrian activity. 
(Toole and Zimmey, May 2004) 

 
3. Adequate sight distance of pedestrians, relative to vehicular speed. If it is not 

feasible to provide advance warning to motorists, crosswalks should not be 
provided. (City of Stockton (CA) Public Works Department, 2003). 

 
4. Parking prohibitions near a crosswalk. Vehicle parked too close to an 

intersection block a driver’s view of pedestrians. (Florida Department of 
Transportation, Florida Pedestrian Planning and Design Handbook, 2004) 

 
5. Alternate crossing locations. In some instances, complex signal phasing, dual 

vehicle turning movements, and width of roadway pose potential hazards to 
pedestrians at intersections. In these cases, safer crossing locations should be 
explored (K, Fricke, unpublished data). 
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Mid-block Crossing Design and Location 
 
The location of mid-block crossings is a problem of concern in Morgantown due to the 
design of multiple lane thoroughfares in which no pedestrian refuge medians or islands 
are provided. Dan Burden has developed a “Triple-Four” crosswalk design 
(www.pedbikeimages.org) which utilizes a double ladder concept with a center 
pedestrian zone. 
 

 
Figure 4: "Triple-Four" crosswalk design 
 
 
This design provides an opportunity to improve visibility of the crossing area for drivers 
as well as the aesthetics of a crossing area. If installed with high visibility thermoplastics, 
and accompanied by a pedestrian actuated mid-block signal, pedestrian safety can be 
supported at high-activity crossing areas such as at a multi-modal transportation center, 
university class locations, fast food restaurants, office supply stores, shopping centers, 
and park and recreation areas. 
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General criteria for determining whether to install a mid-block crossing have been 
discussed in the previous justification section. Additional mid-block crossing decision-
making are summarized from the MUTCD by the Sacramento Department of Public 
Works: 
 

·  A pedestrian generator is less than 300 feet away at a location mid-way between 
a signal- or stop-controlled intersection, or there are pedestrian trip generators 
on both sides of the street. 

Or  
·  40 pedestrians cross during a one-hour period or 25 cross per hour for four 

consecutive hours or include  a high proportionate number of children and/ or 
older adults which are disproportionately represented in collision and fatality 
statistics 

 
·  Fewer than five gaps in traffic during the peak five minute period. 

 
·  The mid-block location is 300 feet or more from another crossing location on an 

arterial street; 300 feet or more from another crossing on a collector street; 100 
feet or more from a location on a local street. 

 
·  The mid-block location has sufficient sight distance. 

 
·  Special treatments are considered; safety assessments warrant the crosswalk. 

 
Stop Bars 
 
The Morgantown Traffic Commission Traffic Calming Committee has recently taken a 
position on advocating for the installation of stop bars in conjunction with stop signs. The 
Board fully endorses this position and recommends that it be adopted in conjunction with 
the installation of crosswalks as well. Stop bars indicate to a vehicle operator an optimum 
location for stopping in a manner whereby the vehicle does not crowd the crosswalk. 
Stop bars have been observed to be between 12 and 24 inches in width and applicable to 
each lane 4 feet (MUTCD) in advance of a crosswalk. The wider stop bar width is 
preferred. 
 
Trails and Other Greenways 
 
Trails are non-motorized connectors which can be developed in various types of settings 
including stream banks and utility corridors. Trail construction has become a significant 
means for moving Morgantown forward in improving its walkability and the overall 
quality of life within the City. Most persons when they think of trails within Morgantown 
think of the Mon River/Decker’s Creek rail-trail network. But trail development in the 
City has been much more pervasive and needs to become even more so in the future. 
Well utilized trails now link Richwood Ave and Whitmore Park with the Decker’s Creek 
Trail. An elaborate network of park trails has already been established at White Park. 
More recently trails have been developed at Dorsey’s Knob Park as well as in other short, 
non-street locations throughout the City.  
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Trails are an important means for improving access between neighborhoods and for 
connecting walkable shopping, school or park destinations through greenway areas. 
Morgantown is a city which can benefit greatly from additional trail construction because 
of the hilly topography, narrow streets, and numerous dispersed neighborhood areas. One 
unutilized means for trail development is the use of utility rights-of-way in high density 
neighborhoods such as Sunnyside or Greenmont. 
 
A problem that has emerged in the City is maintaining the safety and usefulness of trails 
when daylight is not available. With the changes taking place in the economy and in the 
multi-dimensional use of the trails, they can no longer be considered as exclusively a 
park or recreation resource. Morgantown’s trails are becoming more important to persons 
walking to work, services and academic classes.  
 
This evolution is consistent with both the MPO planning and the national trends in which 
more and more person are pursuing alternate transportation as means for access to 
essential destinations. To support rather than discourage such evolution, it is important 
that morning and evening trail lighting be provided year-round in addition to locating call 
boxes in the most traveled sections of the trail. Such changes will support the goals of 
this Plan and help reduce traffic congestion.  
 
Optimum trail widths are 8-14 feet with a 3-6 foot clear zone beside the trail. Shade trees 
are important contributors to the successful development of multi-purpose trails. (Burden, 
D. Street Design for Healthy Neighborhoods. 2002) 
 
There are still other important ways by which people make green connections within the 
City. These are stairs, trails and paths which are means by which people can travel from 
one street to another without following established streets, lanes or alleys. In Wiles Hill 
and Woodburn there are stairways which link parallel or adjacent streets in such a way 
that people can travel more directly and efficiently between residential locations and 
downtown destinations. These stairways are located on public rights-of-way and were 
established before 1940. Some maintenance has been performed, but more is needed. 
Increased lighting would also improve year-round safety. 
 
Surfaced trails which are not of rail-trail width and unsurfaced paths are greenways 
which have importance in neighborhoods as connections between homes, parks, schools 
and shopping areas. These less developed greenways provide a means of “getting 
around” in neighborhoods. Because of their directness, they can become incentives for 
travelers to walk to a destination rather than to use motorized transportation. 
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Section 5: Pedestrian Infrastructure Plan 
 
Strategic Infrastructure Elements   
 
There are many steps which have been identified which need to be taken to make a more 
walkable city possible. In order to establish a strategic connecting network which will 
allow pedestrian travel from point–to-point and area-to area throughout the City, the 
focus must be both on specific destinations as well as safe, comprehensive, and 
connective access. 
 
The destinations in a comprehensive city-wide pedestrian infrastructure system must 
include commercial districts, schools, parks, post offices, service centers, other major 
employment sites, and neighborhoods. 
 
In assessing priority safety needs the Pedestrian Safety Board has studied the DOH 
Pedestrian Accident Data: 1998-2008 to determine where most of the reported accidents 
have taken place in Morgantown during the past 10 years. A list of all accidents is 
presented in Appendix I. 
 
In projecting a comprehensive pedestrian access system, several levels of infrastructure 
must be considered. Most, but not all, pedestrian access relates to current public 
thoroughfares which are designated as city streets. In order for streets to serve the 
multiple transportation, commercial, and social needs of the population, it is essential that 
streets also provide various functions for the walking public. Accordingly, some streets 
serve as arterial connectors which enable serving numerous commercial, residential and 
neighborhood interests. Others streets are area collector streets which often link multiple 
residential streets to major and minor arterial connectors throughout the City. In order to 
fulfill these various networking functions, the streets must be complete streets and have 
safe and sufficient sidewalk and crosswalk capacities. 
 
There is a network of arterial and collector streets in Morgantown which the Pedestrian 
Safety Board believes is essential to present and future safe, connective pedestrian travel.  
It is essential that sidewalks and crosswalks on these network streets be installed, 
completed and maintained according to standards. This plan designates the sidewalks on 
these core network streets as connecting network sidewalks (CNS). 
 
Ideally every street within the community would have sidewalk and “Complete Street” 
characteristics. Because this goal is not deemed to be achievable at this time, this plan 
places priority on addressing the need for upgrading CNS capacity and on building other 
types of connective pedestrian infrastructure.  
 
The construction, replacement, and/or maintenance of neighborhood access sidewalks 
(NAS) which are not part of the designated core connective network is still very 
important to the walkability and quality of life in the City. The NAS are vital feeders to 
the CNS and also have a quality of life support function for a specific part of a 
neighborhood. Presented in Section 10 of this Plan is a proposal for addressing the 
expense of a core pedestrian infrastructure within the City. The Pedestrian Safety Board 
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believes that priority attention and resources must be given to a core network to help the 
City move forward in improving safe walkability, reducing traffic congestion, supporting 
use of alternative transportation, providing greater equity in infrastructure to all of its 
citizens and visitors, improving air quality, and addressing exercise related physical 
problems. 
 
These are the broad goals which this Plan addresses. The day-to-day goals for the citizens 
are to achieve a quality of life which will improve life for all: the small item shopper, the 
university student and school youth pedestrian, the dog exerciser, the recreational walker, 
the transit rider who walks to and from a bus stop, the job commuter walker, the 
neighborhood visitor, the letter mailer, and the park user. 
 

 
Figure 5: Morgantown Connecting Network Sidewalks (CNS) 
 
The list of strategic connecting routes has been organized primarily according to 
residential locations within the City. Some of these routes have sidewalks or other 
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infrastructure which are relatively new and in good condition. Others have sidewalks 
which were installed many years ago and are in disrepair. Still others have not been 
installed according to accepted standards and need to be altered or augmented. The list 
which follows is a comprehensive list of core connecting components for a City-wide 
pedestrian infrastructure system regardless of the current status. Streets listed in this 
section of the document may be City-, University-, or State-owned. As such, strategic 
partnerships with city, university, and state agencies must be fostered to promote the 
objectives of this Plan.  
 
Rail-Trails 
 
A critical improvement in the walkability of Morgantown has been generated through the 
work of the Mon Rivers Trails Conservancy with the support of the Hazel Ruby McQuain 
Foundation, the Greater Morgantown Chamber of Commerce, the State of West Virginia, 
the City of Morgantown, the Monongalia County Commission and much volunteer effort. 
The rail trails along the Monongahela River and Decker’s Creek have enabled people to 
at first to enjoy new recreational mobility within the community; now they are also 
interested in using the trails as a means for travel to employment, services, errands, and 
events. 
 
Such transitions offer a means for reducing motorized vehicular car travel and 
congestion, making contributions to improving air quality, and supporting expansion of 
transit service use in inclement weather.  The limitations in trail use year-round for 
transportation, however, relate to the trails not being illuminated between the hours of 
6:30 to 7:30 a.m. to allow travel to work and morning classes and between the hours of 5 
p.m. and 10 p.m. – especially when daylight savings time is not in effect. 
 
Central City 
 
Sidewalks are needed on both sides of all streets and crosswalks at all intersections where 
20 or more pedestrians cross during peak hours. Thermoplastic crosswalk markings are 
important for routes where heavy trucks and traffic are located. The highest priorities for 
pedestrian infrastructure improvements are crosswalks along the South University/ 
University/Beechurst corridor between Decker’s Creek and Eighth Street. Access to the 
new post office location on South High St. needs to be improved. 
 
Evansdale 
 
University Ave - a major connective corridor between campuses, commercial areas and 
neighborhoods. 
Oakland Street/Country Club Drive - a connective link for all streets in the north 
Evansdale area, the hospital/Ronald McDonald House/stadium, and University Ave 
Oakland St – pedestrian connection for WVU students 
Rawley Ave – pedestrian connection for WVU students 
Riverview Drive – a connection for pedestrians using Rawley Ave. 
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Rawley Lane – A connection adjoining WVU property between Evansdale Drive and the 
commercial district on Patteson Dr. utilized primarily by WVU students but also by some 
Evansdale residents as well. 
Evansdale Drive – The city street portion of this link connects Rawley Ave., Rawley 
Lane and University Ave. 
 
First Ward 
 
Dorsey Ave – a critical pedestrian link for several neighborhoods with the central city, 
mid-point shopping area, and Mountainview Elementary School. Safe access to South 
University Ave. and the rail trail is needed. 
West Virginia Ave. – the central north-south pedestrian corridor in First Ward which 
provides linkage to First Ward Park as well as Hite St/Dorsey Ave connectors at one end 
and Mississippi St connector on the other end 
Madigan Ave. – A parallel north-south pedestrian corridor to West Virginia Ave. which 
provides linkage to the west side of First Ward Park, the cemetery, and  bus routes and 
sidewalk connections on Dorsey Ave. via Barrickman St. 
Barrickman St. – a two block connector which links Madigan Ave. and Dorsey Ave. 
Hite Street – a principle link to the downtown for several neighborhood streets and to 
South Middle School, Vocational Technical Institute, the Municipal Ice Rink and White 
Park 
Mississippi Street – a link with the two schools, White Park, the Municipal Ice Rink, 
several neighborhood streets and South University Ave and the rail-trail  
East Parkway – provides connective link between Hite Street and Mississippi Street as 
well as access to White Park, South Middle School, the Vocational Technical Institute 
and the Municipal Ice Rink 
Trail Connectors – Trail connectors within and adjacent to White Park provide park 
connection for neighborhoods (Dobbs St.) along Dorsey Ave. They also provide 
commercial area connection for schools and park facility users in White Park area. There 
are plans for a greenway connection between White Park and the river rail-trail. An 
additional trail connections has been called for between White Park and Dorsey’s Knob 
and the businesses in the vicinity of the I-68 intersection on 119 S. 
 
Greenmont 
 
Brockway Ave - the principle multi-modal traffic corridor in neighborhood 
Cobun Ave. – a principle pedestrian connector with the Pleasant St Bridge, Morgantown 
High School and multiple neighborhood streets 
Wilson Ave – a neighborhood access route which serves Morgantown High School, 
several streets and a neighborhood commercial area. It is also a connective link for the 
area with the South High Street 
Kingwood Street – a neighborhood thoroughfare which links Decker’s Creek area of the 
neighborhood, Wilson Ave with Brockway Ave. and Cobun Ave. 
Arch Street – A park type street connecting Kingwood and Overdale Streets 
Green Street – An open style street with wide planting areas and custom street lights 
White Ave. - Provides inter-area connection for pedestrians traveling between South 
Park/Greenmont and Marilla Park 
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Hirschman St. - Serves as a two block connector between White Ave. and East Brockway 
East Brockway – Serves as a connector between neighborhoods located along East 
Brockway between the Hogback and Marilla Park. 
Trail Connectors - Connectors between Greenmont and the downtown are currently 
dependent on upper level bridges at Walnut and Pleasant Streets. The Walnut Street 
Bridge has a sidewalk on only one side of the roadway. Additional access to the Decker’s 
Creek Trail and dog park area is a priority for the Greenmont neighbors.  
 
Jerome Park-Sabraton 
 
Richwood Ave/ Sabraton Ave – Principal multi-modal corridor in neighborhoods 
Darst St./Mineral St. – A minor arterial route  which links pedestrians on such streets as 
Carlisle Ave., Richwood Ave., and Montrose Ave. with Earl Core Road, the Decker’s 
Creek Trail and Marilla Park. 
Hillcrest Street – Neighborhood connector with Sabraton Ave at Norwood neighborhood 
Earl Core Road between Darst St and Listravia Ave. – Multi-modal access route through 
central commercial area also linking neighborhoods and parks 
Hartman Run Road between Richwood Ave and Earl Core Road – Neighborhood link to 
Earl Core Road, commercial area, and alternate transit routes 
 
Seneca-Sunnyside 
 
Beechurst Ave – A vital pedestrian arterial for neighborhoods to downtown campus, 
downtown commercial area and commercial areas along Beechurst corridor 
University Ave. between Fayette St. and Riverview Drive –Central pedestrian arterial for 
neighborhoods in inter-campus and inter-commercial area travel 
Grant Ave and Greenway Extension – A multi-modal linkage for inter-campus pedestrian 
travel 
McLane Ave – A connective pedestrian corridor between Eighth St and Third St. 
Beverly Ave – A pedestrian connector with sidewalks on both sides of the street which 
links former Westchester Hall and Beverly Ave residents with University Ave. at Third 
St. intersection 
Third Street – A connector street linking University Ave, Beverly Ave., Grant Ave., 
McLane Ave., Beechurst Ave., and the rail trail 
Sixth Street – A connector street linking University Ave, Beverly Ave., Grant Ave., 
McLane Ave., Beechurst Ave., and the rail trail. 
Eighth Street – A connector St. linking University Ave , McLane Ave., Grant Ave., and 
University Ave. 
Campus Drive – A connector street linking Beechurst Ave., McLane Ave., Grant Ave., 
and University Ave. 
Fourth Street Greenway – The undeveloped Fourth Street right-of-way between 
University Ave. and McLane Ave. offers an opportunity to develop a greenway which 
will enhance the neighborhood and area pedestrian travel. 
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South Park-South Hills 
 
Pleasant Street Bridge, Walnut Street Bridge – Two of four bridges which serve as direct 
arterial connections with the downtown central city  
Brockway Ave. – A minor east-west arterial connector from the Walnut St. Bridge to  
Pennsylvania Ave 
East Brockway – A minor east-west arterial connector from Pennsylvania Ave to 
Hogback 
Wilson Ave. – A significant neighborhood collector which links multiple local residential 
streets in Greenmont and in South Park and provides pedestrian access to Morgantown 
High School. 
Kingwood St. – Provides a neighborhood boundary between South Park and Greenmont 
and links Pennsylvania, Brockway, Cobun and Wilson Avenues 
Jefferson Street – A connector which links Jackson Ave, Wilson Ave., and Simpson St.  
Prairie Ave. – Provides access linkage from South High St., Wagner Rd., Wilson Ave. 
and Morgantown High School 
South High Street – Provides an arterial link between downtown, South High Street 
Bridge, Hopecrest, First Ward, and Dorsey Ave. 
Wagner Road – Links Dorsey Ave., Caddell St., Simpson St. and Prairie Ave. and is part 
of an access route for more distant neighborhoods in First Ward to Morgantown High 
School 
Buchannon Ave. –Serves as a connector between Courtney St. and Jackson Ave.  
Grand Street – A significant connector between Cobun Ave, and Ross St. intersection 
Park St. - A significant connector from Cobun Ave. to Maple Ave.  
Jackson Ave. – serves as a neighborhood connector between Jefferson St. and Buchannon 
Ave. Links several neighborhoods with Grand St. and Park St. 
Simpson St. – Links South High Street and adjacent areas with Jefferson St. and Wilson 
Ave. 
 
Suncrest 
 
Patteson Dr. – A principal 4/5 lane arterial corridor which tends to separate all of 
Suncrest pedestrians from the other parts of Morgantown 
University Ave. – An arterial connect between Patteson Dr and Star City boundary  
Collins Ferry Road - An arterial connector linking collector streets such as Burroughs, 
Killarney, Aspen/Junior and providing access to Suncrest Elementary School, and two 
large employment sites near its western terminus 
Van Voorhis Rd. – A heavily vehicle traveled, two-lane road which could be a traffic 
reducing pedestrian arterial but is presently very dangerous for pedestrians 
Burroughs St. – An important arterial link between the busiest intersection in 
Morgantown and Collins Ferry Road. Provides pedestrian linkage to WVU campus 
destinations and to the Suncrest Middle School 
Pocahontas  Ave. – a heavily traveled one-way link between Collins Ferry Road and 
University Ave. which also is part of a safe-route-to-school network of streets for 
Suncrest Middle School 
Killarney Dr. – A neighborhood collector which links Van Voorhis Road and Collins 
Ferry Road 
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Aspen St. – A heavily used cross arterial in central Suncrest which connects with Junior 
Ave. to provide  linkage between University Ave, Suncrest Elementary School, Collins 
Ferry Road, Western and Eastern Avenues,  Dogwood and Anderson Avenues and 
connecting streets with VanVoorhis Rd.  
Junior Ave. – A heavily traveled vehicle and pedestrian arterial which links Aspen Street 
and University Ave. and is the specific address for the Suncrest Elementary School 
Christy St. – A heavily used connection between Van Voorhis Rd. and Windsor Rd. 
which will become even more utilized by pedestrians with the opening of the inter-modal 
transportation center on the WVU side of Van Voorhis Rd. near Christy St. 
Laurel St. - One of only two connecting links between University Ave. and Patteson Dr. 
which provides access to several WVU destinations as well as Krepps Park and Suncrest 
Middle School.  
Krepps St – A connecting link between Laurel and Baldwin Streets which also 
accommodates regular use by Suncrest Middle School buses, parking, and pedestrians 
Baldwin St. – One of two connecting streets between University Ave. and Patteson Dr. 
on which the Suncrest Middle School is located 
Windsor Ave. – The Munsey to Burroughs St section of Windsor is a pedestrian link for 
persons walking on Munsey St, Christie St and Burroughs St and from other parts of 
Suncrest 
Munsey St. – A connecting street for persons walking to and from Eastern Ave to the 
hospitals, to the multi-modal transportation center and to WVU stadium events 
Koontz Ave. – A connecting street between Sellaro Plaza and University and between 
University Ave. and Munsey Street which provides access between commercial areas and 
neighborhoods  
Eastern Ave. – Provides a link between Burroughs St. and Killarney Dr which permits a 
central sidewalk network to link with Munsey Ave and WVU employment, transportation 
and service centers 
Western Ave. - Provides safety for pedestrians walking between Somerset St. and    
Junior Ave. and safer drop-off and curb parking area for Suncrest Elementary School 
Fenwick St. – Provides neighborhood collector linkage from Mansfield Ave to Junior 
Ave and drop-off and parking safety for Suncrest Elementary School 
Kiwanis Ave. – Provides neighborhood connection between Junior Ave. and Rotary St. 
and access to Suncrest Elementary School as well as routes to Suncrest Middle School 
and commercial districts along University Ave. 
Rotary St. – Provides linkage between Collins Ferry Rd. and Lyons Ave. sidewalk which 
connects neighborhoods on both sides of Collins Ferry and University Ave. with each 
other and with Middle School, WVU, and commercial destinations 
Lyons St. – A pedestrian link which connects Rotary St. and Pocahontas Dr. to create a 
safer crossing of University Ave. at Pocahontas rather than at the Rotary/University 
intersection  
Parkview Dr. -  A neighborhood collector street along the northern edge of Krepps Park 
which has foot traffic to park activity as well as parking for park and WVU events 
Krepps Park Green Way Trail Connector - A first step in linking park trails with Chipps 
Hollow Road and subsequently with river rail-trail system    
Rawley Lane Greenway  - A greenway planned by the Beautification Commission 
bordering the Suncrest Middle School property which would link Baldwin St. with 
Patteson Dr. commercial areas. 



34 

 
Wiles Hill-Highland Park 
 
Stewart St. -  An arterial connecting University Ave. and Willowdale Rd. and  Highland 
Park  residential areas. 
Willowdale Rd. - An arterial linking high density residential area with Stewart St., the 
stadium, the hospitals, and Chestnut Ridge Rd.  
Falling Run Rd. /Protzman St. – A collector linking University Ave. with Van Gilder 
Ave. and adjacent residential areas.  
Hoffman Ave. – A neighborhood collector which links 10 neighborhood streets with 
Stewart St. and Protzman St. 
McCullough Ave. – A heavy populated connecting link between Hoffman Ave. and 
Willowdale Rd. 
Jones Ave. –  A collector street which connects much of Wiles Hill with Stewart St., 
University Ave. and the downtown areas 
Jones Ave. Greenway – An extension of Jones Ave. though the Wiles Hill Fire Station 
property to create a pedestrian-cycling-transit link between the downtown and Ruby 
Hospital 
Virginia Ave. – A neighborhood collector street in Wiles Hill between Jones Ave. and 
Morgan St.  
Center St. – Links Highland Ave., Virginia Ave., Eureka Dr., and the Wiles Hill 
Community Center   
Grove St. – A connector which links Highland and Jones Avenues, Virginia Ave., North 
St, Afton St. and Willowdale Rd. 
Highland Ave. – A neighborhood collector which links Jones Ave. with Stewart St. 
Afton St. – A connector St. which links Willowdale Road with Melrose and Grove 
Streets 
Overhill St – A connector between University and Jones Ave. 
Overhill Greenway Extension – One block of stairs located in the Overhill St. right-of-
way between Jones Ave. and Highland Ave. 
First St. Greenway Extension – Two blocks of stairs located between First St and Wellen 
Ave. 
North Street – The one block link between University and Jones Ave provides a 
connection between the Wiles Hill neighborhood and University Ave. 
 
Woodburn 
 
Willey St. – A principal arterial linking the downtown and the downtown campus with 
several Woodburn residential areas. Sidewalk area from High St to Roosevelt St. 
Richwood Ave. – An arterial connecting the Woodburn, Jerome Park and Sabraton areas 
with the downtown  
Monongalia Ave. – A neighborhood collector between Richwood Ave. and Willey St. 
Snider St. – A collector link between Monongalia Ave. and Willey St. and Richwood 
Ave. 
Gem Street - A steep connective street between Dallas St. and Richwood Ave 
Dallas St. – A heavily used pedestrian link between Richwood Ave. and Forest Ave. and 
the downtown by Woodburn residents 
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Charles St. – A connecting street which is heavily used by the surrounding 
neighborhoods and persons cutting through the neighborhood to the downtown 
James St. – A recently upgraded pedestrian connector between Monongalia Ave. and 
Charles St. 
Fortney St. – A short connecting street which provides access to the Woodburn 
Elementary School between Charles and Richwood Avenues. 
Parsons St. - The front entrance of Woodburn School is located on the lower end of this 
street which connects Fortney St and East End Ave. 
College Ave. – An arterial connector between the downtown WVU campus and Willey 
St. 
Cornell Ave. – A connecting street between College Ave. and Willey St. which is near 
the WVU campus and the former University High school property. 
Price St. – A connecting street between Cornell Ave. and Willey Street which also serves 
the Arnold Hall dormitory. 
Stanton St. - The access street for the former University High School from Willey St. and 
Cornell Ave. 
Prospect St. – A collecting and connecting link between Willey St., Price St., Spruce St., 
North High Street, and University Ave.  
North High St. – A collector street linking Maiden Lane, Prospect St. and the High Street 
commercial area  
Forest Ave. Greenway Extension – A trail extension of Forest Ave which links the 
downtown and Valley Crossing and the Decker’s Creek Trail 
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Section 6: Pedestrian Infrastructure Improvement Project Priorities 
 
Identification and Prioritization 
 
What needs to be done to establish the core pedestrian infrastructure network identified in 
Section 5? A few of the City CNS on core connective routes are in good condition due to 
recent construction and replacement. Most core network sidewalks, however, have gaps, 
need to be completed, or are in disrepair. In order to address these needs the Pedestrian 
Safety Board has assembled a list of projects based on multiple sources of input which 
include: the Greater Morgantown Metropolitan Planning Organization (MPO), 
Morgantown Public Works and Traffic Commission records, recommendations from 
neighborhood associations and City Council members, and the work of the Pedestrian 
Safety Board. 
 
Like many other cities, the City of Morgantown has limited resources to address these 
needs. The list of 147 projects has been evaluated utilizing a rating system (below) based 
on a system established by the City of Bloomington, Indiana, and modified by Kane 
County in Illinois. 
 
Table 1: Pedestrian Project Impact Scoring Rubric 
Prioritization Category  Category Detail Range Point Value 
Safety Characteristics 
(12 points max) 

Traffic Speed �  45 mph 3 
30-40 mph 2 
�  25 mph 1 

Lanes 5  3 
3-4  2 
2  1 

Traffic Volume > 15,000 ADT 3 
9000 >15,000 ADT 2 
�  9000 ADT 1 

Street Classification Primary arterial 3 
Secondary arterial 2 
Collector 1 

Pedestrian Usage 
(12 points max) 

Proximity Attractor < 1/3 mile 3 per attractor 
1/3 to 2/3 mile 2 per attractor 
2/3 to 1 mile 1 per attractor 

Project Feasibility 
(10 points max) 

Intuitive point assignment based on field 
observations of political “doability” and cost 

10 

Potential Pedestrian Volume 
(10 points max) 

Intuitive point assignment of actual or potential 
pedestrian volume 

10 

Additional Factors 
(9 points max) 

Located near or along a bus route 3 
No sidewalk on either side of street or high 
safety hazard 

6 

  
*adapted from Kane County (IL) Bicycle and Pedestrian Plan, p. 66 
 
With this scoring system higher total point values represent a higher priority for 
pedestrian infrastructure projects. 
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Rating of Recommended Pedestrian Infrastructure Projects and Priorities  
   
A list of pedestrian infrastructure projects may be found on following pages in this 
section. Each project is given a designation of which entity, or combination of entities, is 
responsible for the road/project in the “R” column, with possibilities of: “C” – City; “S” – 
State, “U” – West Virginia University.  
 
The total points assigned to each project was used to create a relative ranking to other 
projects in a specific neighborhood (“Hood “) area. It was also used to rank projects 
relative to the overall project list (“City List”) of nearly 150 projects. The plotting of each 
project on a neighborhood map follows the overall project list. 
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Table 2: Pedestrian infrastructure project impact scoring and rankings 
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Neighborhood Pedestrian Network Maps 
 
 
Figure 6: Central City pedestrian infrastructure network improvement projects 
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Figure 7: Evansdale pedestrian infrastructure network improvement projects 
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Figure 8: First Ward pedestrian infrastructure network im provement projects 
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Figure 9: Greenmont pedestrian infrastructure network improvement projects 
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Figure 10: Sabraton-Jerome Park pedestrian infrastructure network improvement projects 
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Figure 11: Seneca-Sunnyside pedestrian infrastructure network improvement projects 
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Figure 12: South Park/South Hills pedestrian infrastructure network improvement projects 
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Figure 13: Suncrest (northwest) pedestrian infrastructure network improvement projects 
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Figure 14: Suncrest (northeast) pedestrian infrastructure network improvement projects 
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Figure 15: Suncrest (southeast) pedestrian infrastructure network improvement projects 
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Figure 16: Suncrest (southwest) pedestrian infrastructure network improvement projects 
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Figure 17: Wiles Hill-Highland Park pedestrian infrastructur e network improvement projects 
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Figure 18: Woodburn pedestrian infrastructure network improvement projects 
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Overall Policy Goals 
 
There are several priorities which the Pedestrian Safety Board has identified which 
related to pedestrian needs throughout the City as well as to various types of projects 
listed. These policy goals are listed in numbers 148 to 160 at the end of the list. For 
convenience and clarity, the projects are also listed as follows: 

1. Renew and improve street lighting throughout the City (from MPO)** 

2. Upgrade, level by grinding or filling, and /or replace dangerous CNS throughout 
the City 

3. Proceed with implementation of 24” block crosswalks to increase visibility to 
motorists and heighten pedestrian safety awareness 

4. Utilize “triple four” block design with actuated overhead pedestrian flashing 
signals at mid-block crossings and unsignalized intersections 

5. Install curb ramps at each intersection with designs based on ADA Accessibility 
Guidelines 

6. Install crosswalks at each transit shelter to support access to transit services from 
all directions 

7. Install thermoplastic markings wherever possible – especially at locations where 
there are high traffic volumes and/or heavy truck traffic 

8. Illuminate crosswalks throughout the City. 

9. At all signalized intersections in central city areas and school zones utilize 
countdown pedestrian signals and audible walk signals  

10. Set downtown crosswalk signals to work in conjunction with cross traffic flow 

11. Adjust timing on signalized crosswalks to reduce delay in count-down start-up 

12. Install stop bars at stop signs to facilitate safer pedestrian crossing at intersections 

13. Consult with Transit Authority Director in the planning of all new sidewalk 
projects.  

14. Consult with neighborhood organizations in the identification, planning, and 
implementation of all pedestrian infrastructure projects  

15. Eliminate the placement of utility poles and mail boxes on curbs and sidewalks 

16. Make safety and aesthetic progress each year for all city pedestrians on placing 
wired utility services underground 

17. Recommend that the City Manager deny all sidewalk installation waivers on CNS 

18. Recommend that the City Manager confer with the Pedestrian Safety Board 
regarding waivers of sidewalk installation requirement on NAS 

** MPO denotes a pedestrian project or priority identified in Non-Motorized System 
Improvement Priorities section (pages 112-115) of the 2007 Regional Transportation 
Plan of the Greater Morgantown Metropolitan Planning Organization 
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Table 3: State/University pedestrian infrastructure project impact scoring and overall policy goals 
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Section 7: Safer City Initiatives and Support 
 
The League of American Bicyclists uses five E’s to outline ways to improve safety and 
effectiveness in bicycling. This plan also will also use 5 E’s but instead of presenting a 
section on “encouragement”, it will have one of its E’s be the pedestrian “environment” –
a section in which it will discuss other impacts which influence the public’s use of 
pedestrian infrastructure. The five E’s to be discussed in this section are as follows:   

 
Engineering 
Education 
Enforcement  
Environment 
Evaluation 

 
Engineering 
 
Sections 4, 5 and 6 of this plan have focused almost exclusively on the physical 
construction and re-construction of the City’s pedestrian infrastructure. Each of the 
projects heretofore identified has been classified as 1) part of a connective network of 
sidewalks (CNS), 2) a crosswalk, or 3) a greenway connector. This identification has 
been the first step in an engineering process. Each project will require project-specific 
engineering planning to identify explicit implementation requirements and detailed costs. 
 
Education 
 
Improved pedestrian infrastructure is essential for the City, but generating new and 
renewed infrastructure alone will not make Morgantown an effective walking city. One 
of the additional components that will be needed in this modern era of cell phone walkers 
and distracted drivers is pedestrian education. The Pedestrian Safety Board is developing 
programs and activities to encourage more use of walking as a means of travel and 
exercise and also to support greater safety for the walking public. 
 
Attached in the appendices is a profile of pedestrian accidents which have occurred in 
Morgantown during the past 10 years. The Pedestrian Safety Board believes that the 
number and severity of those accidents can be reduced even with a growing percentage in 
the number of people walking.  
 
One of the months of the year when pedestrians are particularly vulnerable is in the 
month of November. Darker times for walking make pedestrians harder to see by drivers. 
Pedestrian’s walking habits of the summer months are also no longer applicable at the 
same times of day or evening in winter months, and so November is a vulnerable time of 
transition. Walking across a street may seem to be a simple undertaking, but most 
pedestrian accidents occur when pedestrians are crossing streets. In Morgantown such 
crossings can be a difficult challenge for people of all ages and abilities.  
 
The principles of a pedestrian safety program are summarized by the City of Maple 
Ridge, CA, in the following safety tips for pedestrians and drivers.  
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Safety tips for pedestrians: 
 

·  Make eye contact with drivers before crossing the street to ensure that you are seen. 
·  Use designated crossing points and obey pedestrian signs. 
·  Wear bright colored clothing or carry reflective articles, especially when walking at night. 
·  Always be cautious and pay attention to traffic, as drivers may sometimes disobey traffic signals and not 

stop. 
·  Look left, right and left again before stepping of the curb. 

 
Safety tips for drivers: 
 

·  Always yield to pedestrians. 
·  Be aware of pedestrians who appear indecisive or inattentive. 
·  Be alert to vehicles stopped in the lane next to yours. They may be yielding to pedestrians. 
·  Be aware of pedestrians still attempting to cross the street on a flashing orange pedestrian signal. 
·  Always be alert for pedestrians, especially at intersections. 

 
These principles will be part of the pedestrian safety awareness promotion to be 
developed by the Pedestrian Safety Board for adults.  
 
For children and dependent persons, there are other priority messages for parents and 
caregivers: 
 

·  Children under nine should be accompanied by adults or older children when crossing the street. 
·  Teach your children the rules of the road – start when they are young. By the time your child is nine the rule 

of the road will be second nature. 
·  Teach your children through play. Play act with toy cars; talk about safety as you walk. 
·  Follow the same rules that you want your child to follow. Be a good role model. 
·  Teach children how to cross the street safely. Teach them to look, left, right, and then left again and to listen 

for traffic before stepping out into the street. They should look the driver in the eye before crossing. 
·  Children need to be extra alert when crossing at a corner without signals. 
·  Teach your child to stop at driveways, alleys and areas without curbs and to never run out into the street. 
·  Teach children to recognize pedestrian crossing signals but not to rely on them. Before crossing the children 

should make sure the traffic has stopped and make eye contact with the drivers Remind them to continue 
across if the light changes to “Don’t Walk” while they are in the crosswalk. 

·  Teach children to respect the role of a crossing guard and to understand his/her signals. 
·  Teach children that whenever possible they should walk on a sidewalk. In areas without sidewalks, they 

should walk as far away from the road as possible. 
·  Teach children to walk facing traffic (when there is no choice but to walk on the road). 
·  Teach children about the dangers of crossing a street between parked cars or when not at a corner. Children 

should only cross at corners and pedestrian crosswalks, not diagonally or between parked cars. 
·  Teach children that playing games at railway crossings or around trains can be deadly. Teach children that the 

only way to cross railway tracks is to use designated railway crossings.  - from Safe Kids Canada 
 
One type of neighborhood traffic safety program which has applicability for Morgantown 
neighborhoods is a traffic safety campaign in which neighbors in a specific area or on a 
specific block agree to post lawn signs calling for motorists to slow down. The signs 
heighten both the need for safety awareness and create an educational tool for motorists 
and neighbors. Maple Ridge, CA, a community which has utilized such campaigns, has 
found that a campaign works best when signs are placed on every second property within 
a block for a period of one to two weeks. An impact is created by the large number of 
signs as well as the concentrated time period for the campaign. The signs can then be 
moved to other locations within the community as determined by decision-making of 
individual neighborhood associations. 
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An important form of education has been the Speed Watch Program employed by the 
Morgantown Police Department. The program uses portable radar devices and electronic 
signs which provide instant feedback to drivers and other riders in vehicles. Drivers can 
tell whether they are driving too fast for a speed zone. This program has been 
successfully utilized throughout the City and has continuing educational as well as 
enforcement value. 
 
Another form of neighborhood safety campaign is the HEED THE SPEED program 
which is a combination of education and enforcement Initiatives. The traffic safety 
educational program is initiated along with a short intensive police enforcement 
campaign. It starts out with warnings followed by citations with little tolerance. The 
education process is centered within a neighborhood. Yard signs, speed trailers, high 
police visibility – all pare part of the campaign. The program is repeated at intervals 
whenever speeds increase. Machine measurement helps record status of campaign 
effectiveness. (How to Develop a Pedestrian Safety Action Plan, pp 71-72, Office of 
Safety, FHA, 2006) 
 
Enforcement 
 
With insufficient police personnel available for control of traffic speed throughout the 
City, the utilization of traffic calming has been an important step toward providing 
protection for residents. (Traffic calming will be discussed briefly in the next part of this 
section.)  
 
This current police personnel shortage issue do present challenges for pedestrians even 
above beyond the speed of traffic flow. According to the Pedestrian and Bicycle 
Information Center, states need to provide better pedestrian safety training for police 
officers and state police academies. It is reported that many officers have not received 
training in pedestrian and bicycling issues and therefore have not been prepared to 
enforce pedestrian laws or to educate the public. Pedestrian and bicycling education 
material is available from the Federal Highways Administration. The State of Wisconsin 
DOT and the City of Madison have generated a DVD to assist with officer and 
community training. 
 
There are several ordinances in the City Code of Morgantown which pertain to 
pedestrians and sidewalks; these have been listed by the City Attorney as follows: 
 
 PEDESTRIANS 
 
 Blind person       371.08 
 Compliance with regulations     371.01 
 Crosswalk 
  Right half      371.05 
  Right of way in      371.02 
 Defined       301.21 
 Electric personal assistive mobility device   371.09 © 
 Jaywalking       371.03 
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 Right of way, yielding     371.03 
 Soliciting 
  Persons in vehicle     371.10 
  Rides       371.06 
 Traffic control signal      313.04 
 Traffic control signal      313.94 
 Walking on street      371.06 
 
 SIDEWALKS 
 
 Bicycle riding on      373.08 
 Broken; repair or repaving     913.13 
 Construction; inspection     914.14 
 Construction specifications     913.06 

Definitions                301.77, 913.01 
Driving over       349.14 
Electric personal assistive mobility device on  371.09 © 
Grading and paving      913.11 
Maintenance; cleaning     913.11 
Merchandise; displaying     015.02 
Owner’s and occupant’s duties    913.03 
Owner to grade and pave     913.08 

 Pavement above and below curb    913.05 
 Paving permit       913.07 
 Penalty       913.99 
 Repair; repaving      913.10 
 Required use by pedestrians     371.06 
 Skateboard prohibited on     373.08 (d) 
 Snow and ice removal      913.11 
 Space under; construction     913.12 
 Unsafe condition; relaying     913.12 
 Vehicle stop at      343.06 
 When required       913.16 
 Width        913.02 
 Work done by city; assessment; lien    913.02 
 Sandwich boards               1733.24  
 
Some of the issues which have been reported as troubling to pedestrians during the past 
year are:  

1) riding of bicycles on sidewalks in the downtown area;  
2) parking of cars and trucks in such a way that crosswalks are blocked or partially 

blocked;  
3) parking of trucks on sidewalks for loading and unloading;  
4) driving of large truck vehicles over curbs and sidewalks so as to damage planting 

areas, signs, and sidewalk pavement and to encroach upon pedestrian travel area.  
 
It is important to pedestrians that the above ordinances be enforced. 
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Environment 
 
There are many problems that need to be addressed in considering a walker’s 
environment and yet there are many assets in the Morgantown walking environment. The 
needs for a connective network of route and more consistent standards for sidewalk 
design have already been discussed in earlier sections.  
 
Overall it would have to be said that the most serious compromises to a safe walking 
environment are A) sidewalk designs which provide little or no barrier between 
pedestrians and heavy and/or fast moving vehicles; B) noxious emissions from truck 
engines and other exhausts; and C) loud noise from trucks and other heavy vehicles 
beginning before daylight and continuing late into the afternoon. Each of the three 
conditions seriously compromises the walkability, the livability and the desirability of the 
City and the sense of safety which is important to pedestrians.  
 
It is important that City policy makers find ways that these issues can be mitigated. 
 
There are however, many opportunities in the Morgantown walking environment which 
need to be recognized and strengthened. 
 
Opportunity: Trail Development 
 
During the past 20 years Morgantown has taken important steps toward the development 
of rail-trails and other free standing trails throughout the community. The trails are 
considered by many to be one of the most significant community improvements that have 
been made in the City in the past several decades. At first the rail trails in particular were 
used for recreation but more recently pedestrians have used the trail system more and 
more for travel to classes, work and other daily activities – particularly during the day-
light saving time period. The use of trails can be expanded into additional areas of the 
City as this plan indicates. 
 
Opportunity: Public Transit 
 
With the assistance of West Virginia University, the City-County transit service for the 
Greater Morgantown area known as “Mountain Line” has become an important asset to 
the development of increased walkability in Morgantown. Transit buses make it possible 
for a walking life style to be adopted. Transit provides a means for travel to more distant 
destinations whereas walking helps a person gain access to destinations which are a short 
distance away. Transit is an all-seasons and all-weather method of travel by pedestrians. 
Walking is required to gain access to buses and bus routes, and therefore the two forms of 
mobility are interdependent. 
 
In the development of the connective network sidewalk routes within the City, special 
consideration was given to where transit route have already been established. It is 
important to both the pedestrian and the transit system that pedestrians be able to walk to 
transit stops or bus stop shelters. Therefore priority has been given to projects which are 
located near transit services routes.  
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It is anticipated that improved safe pedestrian movement will increase transit ridership 
and may assist the transit system in gaining the resources necessary to increase bus 
frequency within the service.   
 
Opportunity: Taxis and Zip Cars 
 
At present the 56,000 residents and students living in Morgantown are under-served by 
the existing taxi service. The demand must be high because the service has been 
repeatedly reported to be slow and inconsistent. Additional taxi service capacity could be 
a boon to the walking public because it too is an important inter-modal connective 
resource. Additional taxi service, with accessible fares, is a need which needs to be 
addressed. 
 
In some U.S. cities, “zip” cars and pick-up trucks can be rented and dropped off at 
curbside locations by swiping a credit card and a driver’s license.  As students continue to 
bring fewer cars with them to the university, Morgantown can become a potential market 
for zip vehicle services. 
 
Opportunity: “Complete the Streets” Policy for Road and Street Improvement 
  
In December 2008 the City of Morgantown adopted a Complete Streets Policy which it 
will use in the future upgrading of streets. A Complete the Street policy is a commitment 
to building or upgrading future streets in a manner which addresses the needs of the total 
population and not just those who operate motorized vehicles. Accordingly complete 
streets have provisions for use by transit services, bicyclists and pedestrians as well as 
automobile operators in ways that fit the context of the community and appropriate safety 
standards. 
 
A Complete the Streets policy is a commitment to include pedestrians in street planning, 
design development and maintenance located within or adjacent to the City. It is a policy 
which is an important element in planning and working toward Morgantown becoming a 
more walkable community. A copy of the Morgantown Complete the Streets Resolution 
is attached as appendices in this plan. The policy was also adopted by the Greater 
Morgantown Metropolitan Planning Organization (MPO) in March 2008. 
 
Opportunity: Traffic Commission’s Traffic Calming Program 
 
The Committee on Traffic Calming of the Morgantown Traffic Commission has prepared 
a traffic city-wide calming plan in order to reduce the speed of traffic in residential areas. 
In order for streets to serve their multiple function of offering opportunities for multi-
modal travel, proving opportunities for social interaction and commercial exchange, 
automotive travel speed must be curtailed. Traffic calming barriers help change a driver’s 
perception of a street and help change the speed of travel. 
 
For this reason traffic calming is an integral element in fostering safer travel by 
pedestrians in residential areas. With reduced traffic speed, persons are encouraged to 
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walk more frequently for short trips around a neighborhood and even to and from 
commercial areas. Traffic calming increases the likelihood that people walking in a 
neighborhood will interact with other residents and results in less air pollution and 
vehicle noise. All such benefits have the impact of increasing the livability of a 
community. 
 
Opportunity: Tree Board Tree Planting Initiatives 
 
Dan Burden, transportation planner and urban designer, provides the following list in a 
May 2006 article “22 Benefits of Urban Street Trees”. Most of these benefits have direct 
and indirect benefits to pedestrian infrastructure use and safety. 
 

1. Reduced and more appropriate urban traffic speeds. A Texas A&M study noted drivers slowing down in a 
treed-scape between 3 mph and 15 mph. 

2. Create Safer Walking Environments by forming and framing visual walls and providing distinct edges to 
sidewalks. Trees give a sense that a tree can stop or defect a motorist from hitting pedestrians. 

3. Trees call for planting strips which further separate motorists from pedestrians. 
4. Increased security. Trees create more pleasant walking areas, bring about increased walking, more pride in 

place, etc. which in turn fosters more surveillance of homes, blocks, businesses, etc. 
5. Improved business. Businesses located on treescaped streets show 20% higher income – often an essential 

competitive edge for competing with malls, plazas, etc. 
6. Less drainage infrastructure. Trees absorb the first 30 % of most precipitation and allow evaporation back 

into the atmosphere. Another 30% is absorbed into the ground.  
7. Rain, sun, heat and skin protection. For light and moderate rains, pedestrians need less rain protection. In 

cities with trees there is less need for chemical skin blocking agents. Temperature differentials of 5-15degress 
are felt by walking under a canopied street. 

8. Reduced harm from tailpipe emissions. Impacts are reduced significantly from proximity to trees. This is 
especially important for Morgantown which has reach non-attainment levels of air pollution. 

9. Gas transformation efficiency. Trees in street proximity absorb 9 times more pollutants than distant trees, 
converting harmful gases back into oxygen and other useful gases. 

10. Lower urban air temperatures.  Asphalt and concrete streets and lots are known to increase urban 
temperatures 3-7 degrees. Street trees can reduce household energy bills by 15-35%. 

11. Lower Ozone. Increases in urban street temperatures increase the creation of harmful ozone and other 
noxious gases impacting the health of people, animals and surrounding agricultural lands. 

12. Convert streets, parking lots and walls into more aesthetically pleasing environments.  Trees soften the sense 
of grayness created by wide streets, parking lots, and sometimes necessary blank walls. 

13. Soften and screen necessary street features such as utility poles, light poles and other needed street furniture 
14. Reduced blood pressure, improved overall emotional and psychological health.  People are impacted by the 

ugly or attractive environments where they spend time. A University of Washington researcher notes that 
trees have a calming and healing effect on ADHD adults and teens. 

15. Time in travel perception. Research and observation confirm that treeless environment is perceived to be 
longer than one that is treed. 

16. Reduced road rage. Burton states that there is strong compelling research that motorist road rage is less in 
green urban versus stark suburban areas. 

17. Improved operations potential. Properly positioned, the backdrop of shade trees allows features which should 
be dominant to be better seen. The absence of a well developed greenscape allows a mass of grey to dominate 
the visual world. At the same time, poorly placed signs, signals or poorly maintained trees reduce this 
positive gain. 

18. Added value to adjacent homes, businesses and tax base. Realtor based estimates of street tree versus non 
street tree comparable streets relate a $15 -25,000 increase in home or business value. 

19. Provide a lawn for a splash and spray zone, storage of snow, driveway elevation transition and more. Tree 
laws are an essential part of the operations side of a street. 

20. Filtering and screening agent.  Softens and screens utility poles, on street and off-street parking and other 
features creating visual pollution to the street. 

21. Longer pavement life. Studies conducted in a variety of California environments show that shade from street 
trees can add 40-60% more life to costly asphalt. 

22. Connection to nature and the human senses.  Urban street trees provide a canopy, root structure and a setting 
for interesting natural elements existing in urban life. Urban designs are rarely ever provided for any urban 
product without trees being included 
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The Municipal Tree Board works to expand the availability and replacement of street 
trees throughout the pedestrian corridors and parks of the City. In September 2008 the 
United States Conference of Mayors reported cities of all sizes throughout the country 
reporting attention being given to protecting and renewing urban tree canopy. The re-
treeing of the Morgantown needs to be part of the City’s effort to establish a more 
walkable community and to generate greater public support for quality of life.   
 
Evaluation 
 
The role of the Pedestrian Safety Board will be to advocate for the refinement and 
continued planning that every planning process requires. Some of the changes that will be 
made will come as a result of direct requests by the City Council or the City 
administration to address specific issues.  
 
Other changes will come as a result of the Board’s implementation of walking promotion 
and safer city programs. Still other changes will come as a result of program evaluation 
as the Board monitors and documents what is able to be accomplished 1) by various 
projects or services, 2) utilizing what types of strategies, 3) with what target audience, 4) 
in what kind of time frame.  
 
The forms of evaluation which are most likely to be undertaken are process evaluation 
(what have we learned and how should this change what is being done?) but it is 
anticipated that there will be some opportunities to assess impact (what are the results of 
the project or program?) and outcome (what factors may have contributed to an outcome 
and which were most effective?) 
 
The work of the Pedestrian Safety Board will continue to be data and input based as it 
works to promote a complete public mobility system in which walking is a fully-
considered and valued component. If it is effective in doing so, the quality of life and the 
economic prosperity of Morgantown will improve, for it will become an enhanced 
location for social and cultural interaction, business activity and community life. 
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Section 8: School Pedestrian Safety Plan Development 
 
 
There are seven public schools located within the City Limits of Morgantown:  

 
Morgantown High School 
South Middle School 
Suncrest Middle School 
Suncrest Primary School 
Vocational Technical Center 
University High School building (future public school) 
Woodburn Primary School 

 
The primary schools serve households in many areas of the City. Some residences are 
located in neighborhoods within one quarter of a mile radius of the school and its 
playground. Some children walk or could walk with parents or family members to school 
if there were supportive plan and safe infrastructure for doing so. Due to present safety 
concerns, only few children would walk to school by themselves without some type of 
“walking school bus” program or other type of strategy where by an adult accompanies 
children to school, starting in one location and picking up children along the way. Parents 
take turns walking children to school in a walking school bus type program.  
 
Currently more than half of the primary school students are dropped off along the streets 
near the schools. Neither the Suncrest nor Woodburn primary schools have adequate 
sidewalks or curbs to support school drop-off and visitation. Installing curbing and 
sidewalks especially within the school block is a major priority to improve the safety of 
drop-off and stand by areas. 
 
At the South and Suncrest Middle Schools, a greater percentage of students ride buses to 
school, but there are still many students who are dropped off by family members either 
regularly or occasionally. Some middle students already walk to and from middle school. 
It is likely that an increased percentage would walk if there were safer sidewalks, 
crosswalks, and school crossing guards available at nearby arterial roads and at the school 
site. Adult crossing guards need to be equipped with bright and reflective Class 2 safety 
vests (as specified in the Manual of Uniform Traffic Control Devices) and a STOP 
paddle. Student safety patrols also can be important in assisting adults crossing guards 
and in improving safety in drop-off zones.  
 
No survey has been conducted to determine how many Morgantown High School 
students presently walk or would walk to and from high school. Car and bus traffic is 
very heavy around the school at the beginning and end of the school days, and therefore 
pedestrian safety continues to be an important concern. Even though there are sidewalks 
on both sides of Wilson Ave. there is only one sidewalk on Prairie Ave. – an important 
pedestrian thoroughfare and drop off site for regular school days and for special events. 
 
In all school zones, the utilization of advance stop lines before crosswalks at intersections 
and mid-block crossings where there are STOP/YIELD HERE FOR PEDESTRIANS 
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signs is deemed important. Pavement markings, signs and even flashing signs on a timer 
can be useful resources for increasing safety. Traffic calming installations can also be 
important to areas where traditional signage is not effective in reducing traffic speed. 
 
Recommendation – The Board recommends that the City of Morgantown, through its 
Pedestrian Safety Board, request that each school be asked to develop a School Area 
Pedestrian Safety Plan utilizing the collaboration of faculty, parent, and student 
representatives. 
 
The purpose of each plan would be to make safer routes to school for students living in 
adjacent neighborhoods located up to one-mile from the school. These plans would be 
forwarded to the Board of Education and then submitted to the Traffic Commission and 
the Pedestrian Safety Board for review, clarification, and prioritization for 
implementation. 
 
It is likely that some steps such as the establishment of volunteer crossing guards, safety 
patrols, and other pedestrian safety programs and activities could be implemented by the 
school itself in collaboration with the Board of Education.  
 
The Pedestrian Safety Board will provide resources, personnel, and materials to assist 
each school in creating their School Area Pedestrian Safety Plan. Information is also 
available online at the National Center for Safe Routes to Schools website 
(http://www.saferoutesinfo.org/). 
 
Table 4. The Five Es for Safe Routes to Schools Programs 
Engineering Creating operational and physical improvements to the 

infrastructure surrounding schools that reduce speeds and potential 
conflicts with motor vehicle traffic, and establish safer and fully 
accessible crossings, walkways, trails, and bikeways. 

Education Teaching children about the broad range of transportation choices, 
instructing them in important lifelong bicycling and walking safety 
skills, and launching driver safety campaigns in the vicinity of 
schools. 

Enforcement Partnering with local law enforcement to ensure traffic laws are 
obeyes in the vicinity of schools (this includes enforcement of 
speeds, yielding to pedestrians in crossings, and proper walking 
and bicycling behaviors), and initiating community enforcement 
such as crossing guard programs. 

Encouragement Using events and activities to promote walking and bicycling. 
Evaluation Monitoring and documenting outcomes and trends through the 

collection of data, including the collection of data before and after 
the intervention(s). 

*source: Federal Highway Administration, 2007 
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Section 9: ADA Accessibility Audit 
 
As noted in the Section 4 references to “complete the streets” policies, public 
thoroughfares need to serve the diverse needs of a total population and not just 
those of motoring public. The US Department of Transportation and its Federal 
Highway Administration in its publication FHWA-SA-93-019 identifies part of 
the pedestrian public as having a variety of abilities in agility, balance, cognition, 
coordination, endurance, flexibility, hearing, problem solving, strength, vision, 
and walking speed. Accordingly, sidewalk design is important to all pedestrians 
but particularly important to those with disabilities who have limited travel 
choices and who rely most on the pedestrian environment. 
 
The US Department of Transportation Guide on Accessible Sidewalks goes on to 
explain the legal framework and the nature of the resources available to integrate 
pedestrian travel into the transportation system and to protect the civil rights of 
persons with disabilities in that system.  
 
The most familiar protective legislation to most Americans is the Americans with 
Disabilities Act (ADA) of 1990. This act was part of a progression of several laws 
and regulations being developed mandating accessible environments and 
programs that have been passed or adopted since the American National 
Standards Institute was adopted in 1961 to address building accessibility.  
 
The year after the ADA was adopted the Intermodal Surface Transportation 
Efficiency Act (ISTEA) was passed with specific attention being given to 
pedestrian transportation. This act was expanded in 1998 with the passage of the 
Transportation Equity Act for the 21st Century (TEA-21) which increased funding 
available for pedestrian facilities. This source of funding has been utilized for the 
renewal of the pedestrian infrastructure on High Street in recent years. 
 
Recommendation - The utilization of the recommended standards presented in 
Section 4 of this Pedestrian Safety Plan will improve pedestrian access in all parts 
of the City. Conducting an ADA access audit would further assist the City in 
prioritizing construction projects for implementation and allow the City to bring 
more areas into compliance with ADA standards. It is recommended that such an 
audit be undertaken as a timely, inclusive step in the development of a walkable 
community. 
 



69 

Section 10: Financial Planning for Pedestrian Infrastructure 
Improvements 

 
Sidewalks and pedestrian infrastructure are often considered to be one-time expenses. 
Over the years since the Second World War, some communities, such as Morgantown, 
have not given consistent and proportionate attention to sidewalks because higher priority 
has been given to the section of roadways which supports automotive transportation. But 
the times have been changing – especially during the past decade when walkability has 
become a rediscovered priority for quality of life. 
 
With the 1979 passage of an ordinance (including Section 916.13) amending the original 
municipal sidewalk ordinance of 1967, the City of Morgantown required new dwellings 
and buildings to have sidewalks constructed adjacent to the property as part of the new 
construction. Previously in 1969 an ordinance had been passed requiring street paving to 
include construction and re construction of sidewalks. Both ordinances were intended to 
address the deficiency in sidewalks identified in the original city code in 1967. But both 
requirements included a provision for waivers, and over the years too many waivers have 
been given – especially with sidewalk construction or reconstruction in relation to street   
paving projects as originally provided for in the original 1967 city code (Section 911.01).  
 
In recent years approximately $100,000 has been allocated in annual city budgets for 
sidewalk construction and re-construction. Some of the recent projects have included 
replacement of the Beechurst sidewalk on the hill side of the high traffic corridor; new 
sidewalk construction on Falling Run Road, James St., Darst St., Collins Ferry Road and 
the Elmhurst/Laurel Streets intersection. Replacement work of sidewalks has also been 
completed on Stewart St., and a collaborative sidewalk construction project has been 
completed with WVU Student Government leadership and WVDOT support on 
Willowdale Road. 
 
In order to address the extensive needs for sidewalk construction and maintenance 
represented in Section 6 of this Plan - and the on-going maintenance that such projects 
involve - it is important that the City establish an on-going means for addressing 
pedestrian infrastructure needs. In addition to addressing pedestrian safety via 
infrastructure projects, it is also important for the City to support traffic calming 
initiatives which are also important for pedestrian and neighborhood safety and quality of 
life. 
 
The process to establish a revitalized care of sidewalks and neighborhood safety was 
most recently initiated in 2005. During that year the Traffic Commission established a 
Traffic Calming subcommittee, and the City Council began to discuss ways to address the 
need for city-wide sidewalk improvement. In response to the interest in establishing a 
plan for sidewalk improvement, the City Manager recommended that City Council decide 
what type of financial mechanism it would use to address sidewalk issues. Clearly the 
City was falling further behind with expenditure of only $100,000 per year to address the 
deficient sidewalks and lack of sidewalks within the City.  
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It has become clear that establishing and maintaining a sidewalk system in a city such as 
Morgantown is not simply a matter of making periodic capital expenses every three of 
four decades. The side walk construction, reconstruction, repair and maintenance needs 
are so pervasive, complex, and on-going that there needs to be a regular expenditure of 
resources to address, maintain and adjust evolving pedestrian infrastructure and traffic 
calming needs.  
 
In addition, in as much as sidewalk investments tend to address the needs of more than 
one generation, it is appropriate for responsibility for paying for sidewalk investments be 
made not just by a single generation every 30-40 years but by on-going investments by 
the citizens each year. The use of an on-going designated fee would permit the City to 
buy bonds for pedestrian safety projects in a manner similar to those purchased by the 
Parking Authority for parking garage construction which are also designed to serve more 
than one or two generations. 
 
Several crosswalk and some sidewalk projects in this plan are clearly related to 
maintenance functions of the WVDOH. If this Pedestrian Safety Plan is approved by City 
of Morgantown and Greater Morgantown MPO decision makers, the City will need to 
make formal requests that these projects be completed and funded by the WVDOH. 
 
Grant resources are likely to continue to be available to supplement local core 
expenditures from the Safe Routes to School program, the WVDOT TEA-21 funding, the 
Community Development Block grant program, and possibly a “hometown economic 
stimulus package” during the Obama administration. Such resources must be considered 
as supplements to a sustained, on-going local effort to improve neighborhood safety and 
livability as well as walkability city-wide. 
 
Recommendation - On October 21, 2005, the City Manager provided four options for 
supporting sidewalk policies and programs (see Appendix G). One of the four proposals 
would provide on-going support for a pedestrian infrastructure system. Accordingly, the 
Pedestrian Safety Board recommends that City Council establish an on-going annual 
Neighborhood Sidewalk and Safer City Service Fee based on per linear foot of property 
facing a street. 
 
Based on current construction and MPO Plan cost estimates, the Board estimates that 
approximately $20,000,000 will be needed to complete the projects outlined in Section 6 
of this Plan. In addition, approximately $1,000,000 will be needed to complete the 
proposed neighborhood traffic calming projects planned by the Traffic Commission. 
Engineering studies, and associated costs, will be necessary to determine detailed project 
costs for all projects as implementation proceeds. 
 
To address these financial needs and establish an on-going strategy for addressing 
pedestrian infrastructure construction and repair projects, the Board recommends the City 
establish the Neighborhood Sidewalk and Safer City Service Fee at $1 per linear foot of 
road frontage per year on all property within City limits. Properties having boundaries on 
more than one street would be assessed for only the road frontage at the front of the 
house. 
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Based on estimates from the City Manager (see Appendix G), this would raise 
approximately $1,000,000 annually which would allow the City to progress within a 
relatively short time frame toward the completion of the projects. This fee would also 
create a stable financial foundation by which long-term bonds could be structured so that 
some resources could be set aside for matching grant funds as opportunities become 
available. 
 
The Board further recommends that the priority use for collected fees be sidewalk and 
crosswalk projects on the connecting network sidewalks (CNS) as identified in Section 5 
of this plan as well as traffic calming projects. The second priority use of the collected 
fees would be sidewalk and crosswalk projects on neighborhood access sidewalks (NAS). 
The Board further recommends that the collected fees be placed each year in a dedicated 
fund specified for the exclusive support of pedestrian and neighborhood traffic calming 
projects. 
 
In addition, the Board recommends that the provision for sidewalk construction as 
specified for new construction of buildings (Section 913.16, paragraph c) be retained and 
enforced. This change would require a modification of paragraph (b) in Section 913.16.  
 
Whenever a sidewalk installation waiver is requested, the Board recommends that the 
City administration act based on the type of sidewalk affected. Specifically, the Board 
recommends that all waivers on CNS streets be denied by the City and that the City 
administration promptly consult with the Board to evaluate a waiver request on NAS 
streets. The designated Board representative(s) should be contacted by email and given 
one week to provide a response to the City administration.  
 
If granted a waiver by the City Manager upon consultation of the Board, the Board 
recommends the builder of the new construction be required to pay an amount to the City 
which will be revenue for the Neighborhood Sidewalk and Safer City Service Fund to 
support other sidewalk construction, preferably in the general neighborhood area of the 
new construction project. The amount to be paid should be comparable to the general 
costs of constructing a sidewalk at the project site rather than a flat fee utilized city-wide. 
 
It is recommended that the Complete the Street policy requirement that sidewalks be 
included with all reconstruction and paving of streets be limited to CNS only. For NAS, it 
is recommended that property owners be required to pay 40% of the total construction, 
reconstruction or repair costs with City paying the other 60% (from the Neighborhood 
Sidewalk and Safer City Service Fee funds). Adding this provision would require an 
addition to Article 913. The NAS projects would not be available to individual 
homeowners but would be placed on a list for installation only if two-thirds of the 
property owners on an NAS street block petitioned to have the sidewalk constructed or 
re-constructed. 
 
Whenever a new street is constructed, the Complete the Streets policy should be followed 
regardless of street sidewalk classification. Further, whenever a new sidewalk is 
constructed, the Board recommends the Transit Authority be contacted so that space for 
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constructing a future transit shelter may be incorporated in the sidewalk design, if 
feasible. 
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Section 11: Sidewalk and Curb Maintenance 
 
The present Sections 913 and 915 of the City Code of Morgantown assign primary 
responsibility for sidewalk and curb re-construction, repair and maintenance to the 
property owner (Section 913.03). Should the property owner fail to act upon disrepair or 
dilapidated conditions, the City Manager is empowered to “cause such work be done” 
and to assess the cost plus a 20% commission for personnel costs for supervision and 
collection over and above the actual cost of the work. The total cost, if not paid directly, 
shall be assessed as a lien against the property (Sections 913.09, 913.12, and 915.04). 
 
With the revision in sidewalk funding policies as set forth in this plan (Section 10) the 
above cited articles will need to be revised to assign proportionate responsibility for 
sidewalk structural maintenance for both connecting network sidewalks (CNS) and 
neighborhood access sidewalks (NAS). 
 
On the matter of maintenance and removal of snow, ice and dirt, the municipal code in 
Article 913.11 assigns responsibility to the property owner, lessee or occupant of the 
property abutting any street upon which a sidewalk is located. In the event that a property 
owner, lessee or occupant of any property does not maintain a sidewalk free from snow, 
ice, dirt, or refuse, the City Manager is empowered to give a 24-hour notice, excluding 
Sundays, to remove the snow, ice, dirt or refuse. If the City Manager has to “cause the 
same to be done”, the cost “shall be assessed against such property and become a lien 
against such property in the manner provided for in Section 913.09.” 
 
The Board recommends that the above ordinances be enforced, particularly in relation to 
dirt accumulations and especially following the construction and/or reconstruction of any 
CNS or NAS throughout the City. 
 
All sidewalks located in the central city are classified as CNS. The City Public Works 
Department has established a sidewalk clean-up capacity with the use of a sidewalk 
sweeper which is utilized daily (except for Thanksgiving and Christmas) with extra 
capacity on “heavy days” (i.e., Friday, Saturday and Sunday). This service enables 
downtown sidewalks to be cleaned and picked up to allow the central city area to be 
presentable every day of the year. 
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Appendix A: Mission of the Pedestrian Safety Board 
 
The Morgantown Pedestrian Safety Board’s mission is to promote a walkable 
environment throughout the City by developing safe, attractive, and accessible walkways 
that connect neighborhoods and destinations. 
 
The Morgantown Pedestrian Safety Board meets every 3rd Monday of the month from 
4:00-6:00pm in the Morgantown Public Safety Building.  
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Appendix B: Guidelines for the Pedestrian Safety Board 
 
Article I - Organization  
 
1.1  Authority:   Morgantown City Traffic Commission is authorized to appoint standing 

committees and thereby has acted to appoint a Municipal Pedestrian Safety Board.   
The Pedestrian Safety Board shall serve as a standing committee of the Traffic 
Commission. At least one member of the Traffic Commission shall be designated to 
serve as a member of the Pedestrian Safety Board. The Traffic Commission is 
responsible to the City Manager. 

 
1.2  Purpose of the Pedestrian Safety Board:  The purpose of the Pedestrian Safety 

Board shall be to: 
 

1. review and support the implementation of Article 913 on Sidewalks and any other 
provisions in the Morgantown Municipal Code pertaining to pedestrian travel, 
safety, and accessibility; 

2. work to improve the safe walkability of Morgantown so as to reduce traffic 
demands, afford better air quality, increase public access, reduce pedestrian 
accidents, and improve public health; 

3. promote and lead the development of a Pedestrian Safety Action Plan in 
accordance with the standards established by the Federal Highways 
Administration and the West Virginia Department of Transportation; 

4. Make recommendations for expanding and improving pedestrian infrastructure, 
signage, safety, capacity, facilities, and streetscapes for pedestrians on streets, 
trails, or other land use design which facilitates pedestrian movement; 

5. advocate for the provision of pedestrian travel opportunities to and from locations 
such as residential, employment, commercial, education, recreational areas, and 
transit routes and centers; 

6. encourage practice, enjoyment, and awareness of the benefits of walking and the 
development of a walkable community. 

 
 
1.3   Duties: The duties of the Pedestrian Safety Board shall be as follows: 
 

a. advise and consult with the Traffic Commission, the City Manager, and the City 
Engineer on any matter pertaining to pedestrian accessibility and safety; 

b. study the transportation problems and needs of the City and make specific 
recommendations to the Traffic Commission and the City Manager and to the 
City Council and Greater Morgantown Metropolitan Planning Organization as 
authorized; 

c. review City plans and policies which contain matters relating to roadways, 
transit, and non-motorized transportation; 

d. create a City pedestrian safety plan which promises by specific time frames the  
creation and maintenance of pedestrian access to strategic services throughout 
the City; 
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d. facilitate the planning and implementation of public education on walking and 
walking opportunities throughout the City; 

e. promote and coordinate participation in all public planning in order to assure 
representation of public interests pertaining to pedestrian needs; 

f. work with the Traffic Commission and other City Departments as needed to 
fulfill the purpose of the Pedestrian Safety Board. 

 
 
Article II - Membership  
 
2.1 Membership:  The members of the Pedestrian Safety Board shall be appointed by 

the Traffic Commission and have an interest and experience in pedestrian issues as 
well as the ability to attend no less than four meeting per year. The membership of 
the Pedestrian Safety Board shall include ten representatives from the City, five 
appointees from the Greater Morgantown area, one member from the Youth 
Commission, a representative of WVU Administration, and a representative 
designated by the WVU Student Administration.   One or more members shall be 
appointed members of the Traffic Commission. Pedestrian Safety Board members 
shall serve three-year terms without compensation. Representatives of the Transit 
Authority, the Board of Parks and Recreation Commissioners and other city 
departments or commissions may be invited to serve as ex-officio voting members.   

 
 
Article III - Meetings 
 
3.1 Regular Meetings:  Meetings shall be conducted in compliance with the West 

Virginia Public Meetings Law and open to the general public.  Meetings shall occur 
monthly or no less than quarterly. Dates of meetings will be decided upon at the 
previous meeting.  All meetings will be publicized using whatever reasonable means 
available.  Notices shall be distributed no less than seven (7) days before a meeting is 
to take place.  However, failure by a member to receive a meeting notice does not 
mean that a meeting is invalidated. 

  
3.2 Special Meetings:  Special Meetings of the members may be called upon the written 

request of a majority of the voting members to consider a specific subject. Meetings 
shall be conducted in a location owned and operated by the City of Morgantown 
which is handicapped accessible. Notice for time and place of any Special Meeting is 
to be given using whatever reasonable means available.  No business other than the 
subject of the Special Meeting shall be transacted at said meeting. 

 
3.3 Quorum: Fifty percent (50%) of the voting members shall constitute a quorum for 

the transaction of business. Meeting attendance reports shall be reported to the City 
Clerk by the Secretary. 

 
 
Article IV - Officers 
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4.1 Officers:  The officers of the Pedestrian Safety Board shall be a Chairperson, Vice 
Chairperson, and Secretary, all of whom shall be elected from the Pedestrian Safety 
Board Membership. Officers elected shall hold term for one (1) year and be eligible 
for re-election. All nominees shall be inquired as to their willingness to serve if 
elected, prior to their name being placed in nomination. 

 
4.2 Chairperson:  The Chairperson of the Pedestrian Safety Board shall prepare an 

agenda, call all meetings, preside at all meetings, and be a consulting member of all 
committees formed. 

 
4.3 Vice-Chairperson:  The Vice Chairperson shall act as Chairperson in the absence of 

the Chairperson.  The Vice-Chairperson shall have such other duties, as the 
Pedestrian Safety Board may authorize from time to time to be assigned to the office. 

 
4.4 Secretary:  The Secretary shall be responsible for keeping a recording of adequate 

records of all meetings of Pedestrian Safety Board and for submitting reports of the 
Pedestrian Safety Board to the City Manager as needed or requested. 

 
 
Article V - Committees 
 
5.1 Committees:  The Pedestrian Safety Board may establish committees to carry out the 
functions related to its responsibilities. 
  
 
Article VI - Finances   
 
6.1 Fiscal Responsibilities: The Pedestrian Safety Board shall not have the authority to 
maintain any account or to receive any gifts, endowments, bequests and investments. Any 
such account shall be maintained as directed by the City Manager.  
  
 
Article VII - Change to These Standards of Operation 
 
7.1 Amendments: Changes to these procedures may be recommended by a two-thirds 
(2/3) vote of the Pedestrian Safety Board membership and must be approved by the 
Traffic Commission.   
 
Approved by action of the Morgantown Traffic Commission,   
   
Date:  August 1, 2007  
 
Dr. Ron Eck         Terry Hough 
Traffic Commission Chair     Director of Public Works 
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Appendix C: Pedestrian Safety Board Membership 
 
Officers: 
Christiaan Abildso (2nd Ward), Chairperson; 
Bill Reger-Nash (outside city limits), Vice Chairperson; 
Angela Wiley (Youth Commission), Secretary 
 
Contributing Members:  
Bob Anderson (1st Ward) 
Roz Becker (2nd Ward) 
Tom Bias (1st Ward) 
Ilana Chertok (outside city limits) 
Stan Cohen (2nd Ward) 
Becca Fint-Clark (2nd Ward) 
Greg Good (2nd Ward) 
David Harshbarger 
Rick Landenberger 
George Lilley (outside city limits) 
Rob Moyer 
Tyler Pearson (WVU Student Government Association) 
Judy Reckart (outside city limits) 
Pat Reilly 
Jimmie Simmons (3rd Ward) 
Don Spencer (Traffic Commission) 
Martha Summers 
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Appendix D: List of City Neighborhoods 
 
The following neighborhoods are represented in the Morgantown Pedestrian Safety Plan: 

1. Central City 
2. Evansdale 
3. First Ward 
4. Greenmont 
5. Jerome Park 
6. Sabraton 
7. Seneca-Sunnyside 
8. South Hills 
9. South Park 
10. Suncrest 
11. Wiles Hill-Highland Park 
12. Woodburn 
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Appendix E: City Council Complete the Streets Policy 

 
RESOLUTION ON USE OF COMPLETE THE STREETS POLICY      
IN PLANNING ROAD IMPROVEMENTS IN THE CITY OF MORGANTOWN  
AND ADJACENT AREAS 
 
 
Whereas, the Morgantown Traffic Commission and its Bicycle and Pedestrian Safety 
 Boards encourage the development of a transportation system that enhances, and 
 not discourage, transit, bicycling and walking to reduce traffic congestion,  and  
 
Whereas, the 2007 Greater Morgantown MPO Regional Transportation Plan recommends 
 41 improvements for non-motorized transportation including installations and 
 upgrades in sidewalks, street lighting and bicycling capacities on roadways in 
 addition to a significant increase in transit services to address vehicle miles 
 traveled (VMT) and congestion issues, and   
 
Whereas, the West Virginia Department of Transportation identified Morgantown in the 
 year 2000 as already having 16% of its population using modes of travel other 
 than automobiles to travel to work, and  
 
Whereas, the National Complete the Streets Coalition has presented studies which 
 suggest that as many as 1/3 of all Americans do not drive motorized vehicles and 
 thereby advocates for state and local governments and planners to create streets 
 which are safe, comfortable, convenient for travel via foot, bicycle, transit as well 
 as automobiles by multi-modal users of all ages and abilities, and 
 
Whereas, Complete Streets are cited to 1) improve safety for people walking and 
 bicycling, 2) encourage healthy travel alternatives which help reduce obesity and 
 promote public health, 3) increase the capacity of a transportation network, 4) 
 help children get physical activity and gain independence, 5) support the well-
 being of increasing numbers of older adults,  6) address air quality concerns, and 
 7) make fiscal sense by preventing the needs for retrofitting streets after initial 
 project construction is complete and by reducing the per capita demand for 
 investment in auto infrastructure such as expensive parking garages, and   
 
Whereas, there is no one specific prescription for establishing Complete Streets but  
 some common features which need to be present such as sidewalks, bike lanes 
 (road space), wide shoulders, plenty of crosswalks, refuge medians, bus pullouts 
 or special bus lanes, raised crosswalks, audible pedestrian signals, and sidewalk 
 bulb-outs, and  
 
Whereas, 14 states, six counties, 10 regional governments, and 52 cities have 
 Complete Streets policies and since last year states such as Illinois, California and 
 Massachusetts with 11 more cities including Seattle, WA, Honolulu, HI, Chicago, 
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 IL, Salt Lake City, UT, Madison, WI, Jackson, MI, Martinsville, VA, and 
 Binghamton, NY have approved Complete Streets policies since last year, and  
 
Whereas, the American Planning Association has selected 10 streets for “Great Places” 
 recognition and each street includes all features proposed by Complete the Streets 
 Coalition, and 
 
Whereas, Federal policy on roadway improvement calls for the inclusion of non-
 motorized improvements within transportation corridors in a manner which 
 creates a comprehensive, continuous, and connected infrastructure for non-
 motorized travelers, and 
 
Whereas, the availability of infrastructure for non-motorized travelers serves as an 
 incentive for people to use transit, walking (study: +74%), and their bicycles 
 (study: + 23%) as transportation to help reduce congestion, to allow more 
 residents to complete day-to-day errands without a car, and to increase street 
 safety and promote public health, and  
 
Whereas, a Complete the Streets policy for Morgantown would call for street capacity to 
 include transit, bicycle and pedestrian infrastructures which will improve the 
 City’s and the surrounding area’s transportation infrastructure, 
 
 
Now, Therefore, Be It Resolved, the City of Morgantown agrees to support the 
 indispensability of Complete Streets solutions for its total population in the 
 planning, design, development, construction and maintenance of all corridor and 
 connector street projects located within or adjacent to the City and generated by 
 the State or the County resources, and  
 
 Let it be further resolved, that Complete Street solutions include provision for use by 
 transit services, bicyclists, and pedestrians as well as automobiles in a manner 
 that fits the context of the community, its Comprehensive Plan, and federal 
 transportation safety standards.   
 
 
Adopted this ___________ day of December, 2007 
 
 
       ______________________________ 
       Mayor, City of Morgantown 
 
 
 
       Attest: _______________________   
       City Clerk 
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REFERENCES 
 
National Complete the Streets Coalition Steering Committee includes: AARP; America 
Walks; American Planning Association;  American Society of Landscape Architects; 
Institute of Transportation Engineers; League of American Bicyclists; McCann 
Consulting; National Center for Bicycling and Walking; Natural Resources Defense 
Council; National Parks Conservation Association; Smart Growth America; Surface 
Transportation Policy Project; Thunderhead Alliance. 
 
According to the National Complete the Streets Coalition, the one-third of all Americans 
who do not drive licensed motorized vehicles includes: 21 % of all persons over the age 
of 65; all young people under the age of 16; many persons who are disabled; and persons 
who do not have incomes sufficient to purchase and operate a motorized vehicle. 
 
A 1999 study by Macbeth on bicycle lanes in Toronto found a 23% increase in bicycle 
traffic after the installation of a bicycle lane. Another study by Giles-Corti and Donovan 
in 2002 includes outcomes which suggest that residents were 65% more likely to walk in 
a neighborhood with sidewalks. 
 
The implementation of a Complete Streets approach in Portland, OR, in the 1990’s is 
reported to have resulted in a 74% increase in bicycle commuting. Since 1971 Oregon 
state laws has required that "Footpaths and bicycle trails…shall be provided whenever a 
highway, road or street is being constructed or relocated.” 
 
The National Conference of State Legislators found in a study by Robbins and Morandi 
in December 2002 that the most effective policy avenue for encouraging bicycling and 
walking is complete streets. In another one of its cited studies, it was found that 16% 
more people will improve their activity to recommended levels with safe places to walk. 
 
The Institute of Medicine, based on a study conducted in 2004, recommends fighting 
childhood obesity by designing streets with pedestrians in mind – sidewalks, raised 
medians, better bus stop placements, traffic calming measures, and treatments for 
disabled travelers. Another one of its cited studies conducted in 2003 found that installing 
these measures reduced pedestrian risk by 28%.    
 
In a National Household Transportation Survey by Clarke it was found that half of all 
trips in urbanized areas are three miles or less, manageable distances for walking and 
bicycling. Two polls by Belden, Russonello and Stewart in 2003 found that the majority 
of Americans would like to bike and walk more. 
 
Local references are based on data and recommendations presented in the Greater 
Morgantown MPO Regional Transportation Plan published by the Greater Morgantown 
MPO, May 2007. 
       
The sources for other references, information and statements have been on the Complete 
the Streets Coalition, America Bikes, and Wikipedia websites 
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Appendix F: MPO Plan Non-Motorized Transportation Recommendations Map 
 

Figure 19: MPO non-motorized transportation recommendations map (*from www.plantogether.org, figure 26, pg 114) 
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Appendix G: Memo from the City Manager on Sidewalk Programs 
10/21/05  

 

M E M O 
 
     TO: The Honorable Mayor and Members of Council 
 
FROM: The City Manager 
 
SUBJECT: Sidewalk Programs 
 
DATE:  October 21, 2005 
 
 Currently the City of Morgantown participates in limited new sidewalk programs.  
They are as follow: 
 
1.   By virtue of land use controls, new construction projects are required to put in 
place new sidewalks as part of the development unless waived by the City (for example, a 
short section of new sidewalk would be the only sidewalk in the entire block–does not 
become part of a larger system).  The City could suspend these waivers recognizing that 
over the long term the system could be created. 
 
2. The City has access to transportation grants that can be used to construct 
sidewalks.  Currently though these funds have been targeted to the Downtown BID 
improvements. 
 
3.   Community Development Block Grant entitlement proceeds can fund new 
sidewalks in low and moderate income neighborhoods.  To date, this has been a limited 
application because of competing uses for housing programs, contributions to social 
services, and other qualifying projects. 
 
4.   Several years ago, City Council established the Capital Escrow Account Sidewalk 
Program.  In this program, funds were budgeted to hire part time crews in the summer 
and purchase materials to construct new sidewalks.  Today $168,305 remains in that 
budget to continue the program.   
 
 The largest benefit in the above described, existing programs is that with the 
exception of the first one, the abutting property owners do not have to pay any part of the 
cost of the new sidewalks.  The biggest disadvantage in the above described, existing 
programs is that they are all limited in scale and produce few new sidewalks per year. 
 
 As per your direction, the balance of this memo describes options that could be 
used to significantly accelerate sidewalk construction in the City.  The common 
denominators in these options are that they would all use private contractors to construct 
the sidewalks and they all would employ a new revenue source to fund the work.  The 
options are: 
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          Page 2 
 
1.   Special Levy Sidewalk Program: This option would present the issue to the voters 
of the City in a Special or Regular City Election to authorize an excess levy on property 
taxes.  As way of illustration, with 60% approval of the voters in the election, a $500,000 
annual sidewalk program could be put in place by raising property taxes $26.82 per year 
on a house with a fair market value of $100,000. 
 
2.   Sidewalk Assessment Program: State law allows City Council to authorize 
construction of new sidewalks and assess adjacent property owners up to 100% of the 
cost on a linear foot basis (cost of one foot of new sidewalk is approximately $82 with 
curb (4 feet wide)  –$500,000 in assessments per year would construct 6,097 feet of new 
sidewalk per year).  Property owners could pay the assessment at once or could finance it 
for 10 years with a 6% interest rate.  Failure to make annual payments would result in 
10% penalties. 
 
3.   Sidewalk Service Fee: City Council could establish an annual service fee to 
construct new sidewalks in the City by charging every property owner in the City a linear 
foot fee on properties facing a street.  The difference with the option immediately above 
is that above each property owner pays just for his or her own sidewalk.  In this option, 
everyone helps pay for everyone’s sidewalk.  To generate a $500,000 program per year, 
the linear foot fee would be approximately $.50 per foot (based upon 200 lane miles of 
City streets). 
 
4.   Public Works Service Fee: Dependent upon a pending State Supreme Court 
decision, Council may have the authority to establish a service fee charged to wages and 
salaries of people that work in the City limits of Morgantown.  A $.50 per week service 
fee of this type on 10,000 jobs in the City would generate $520,000 per year. 
 
 Levies, assessments, and fees are the most feasible financial tools to fund an 
accelerated sidewalk program.  How they are employed, packaged, and tailored would be 
a matter of Council discretion if used. 
 
 I hope you find this memo helpful.  If you should have any questions about it or 
need additional information, please call upon me at once. 
 
______________________ 
Dan Boroff, City Manager 
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Appendix H: Transit Authority Morgantown Transit Routes 
 
MOUNTAIN LINE TRANSIT SERVICE  ROUTES – 2008 (www.busride.org) 
 
Blue Line Bus Route 12 - Spruce, Willey, Richwood, Hartman Run, Canyon, 
Greenbag, Mountaineer Mall, Mississippi Street and Depot. This route offers stops 
at the DMV in Sabraton as well as Marilla Park. This route operates hourly from 
6:50 am through 6:00 pm (except 1:00 PM) Monday through Friday with reduced 
Saturday hours. This route alternates directions hourly.  
Blue & Gold Connector Bus Route 38 - Additional Runs for Fall 2008! Beginning 
August 18, the Blue & Gold now runs every 10-minutes from 8:00 am through 3:20 
pm, Monday through Friday during regular WVU sessions. Otherwise, this service 
continues to provide 20 minute trips connecting Towers, Lincoln Hall, the Law School, 
8th Street, Grant Avenue, Summit Hall, Life Sciences, Campus Drive, Beechurst, the 
CAC, Engineering, and Ag Sciences by way of Evansdale Drive. This service operates 
Monday through Sunday, year round.  
Brown Line Bus Route 10 -This route provides limited service from the Depot to the 
Suncrest area of Morgantown. This bus travels from the Depot (please see schedule for 
partial trip details), along Beechurst, Down Patteson Drive, left onto Laurel Street, onto 
University Avenue turning onto Collins Ferry Road, stopping at Unity House, proceeding 
on to Burroughs Place on Burroughs Street. At this point the route begins its return trip 
via Pocahontas to Laurel where it will stop at the Krepps Park parking lot entrance before 
returning downtown to the Depot via Beechurst. 
Campus PM Bus Route 1 - Late night service connecting Towers, Lincoln Hall, College 
Park Apartments, Valley View, Stewart Street, Sunnyside, the Lair and Downtown 
Morgantown. This route operates Thursday, Friday and Saturday when WVU is in Fall 
and Spring Sessions, running every 10 minutes from 10:30 pm through 3:10 am.  
Cassville Bus Route 11 - Running every 30 minutes beginning April 14, 2008! This 
route serves the western end of the County traveling from the Morgantown Depot, 
through Westover, Granville, Osage, Cassville, turns at New Hill and makes a return trip. 
This route includes a stop at the University Town Center Mall. 
Crown Bus Route 13 - This route serves the southern part of the County with three trips 
daily departing from the Morgantown Depot, traveling through Westover, stopping at the 
Westover Terminal, traveling to Laurel Point, Arnettsville, Crown, Everttsville, 
Opekiska, Booth, and Waitman Barb Elementary. This route changes directions for the 
last run of the day.  
Downtown/Morgantown Mall PM Bus Route 2 - This hourly route operates 6-days per 
week (Monday through Saturday) departing Towers and Lincoln Hall hourly, beginning 
at 6:00 pm. The route connects to Downtown Morgantown by way of College Park 
Apartments, Valley View, and Stewart Street, stopping at the Lair. The route continues 
through Westover on its way to the Morgantown Mall. Service ends at 12:00 midnight 
Gold Line Bus Route 6 - This service begins at the Morgantown Depot, stops at the Lair, 
travels University Avenue to Ruby Hospital before traveling out VanVoorhis Road and 
Bakers Ridge. Its return trip includes West Run Road, North Hills, Mon General 
Hospital, back to Ruby and returning to the Depot. This route operates Monday through 
Saturday, 6:00 am through 6:00 pm running every 80 minutes. 
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Grafton & Fairmont Road Bus Route 15 -This twice daily run departs the Morgantown 
Depot, travels to the Grafton Road Wal-Mart and continues on the Grafton Road passing 
by Clinton, Chasewood, Healthy Heights, Brown's Chapel, Halleck, Tom's Run, and the 
Goshen Road. This route changes directions for its second run of the day. 
Green Line Bus Route 3 -This hourly run connects the Morgantown Depot to the 
Morgantown Mall and Grafton Road Wal-Mart. Trips include stops at Aldi in the South 
University Avenue Plaza and connects at the Westover Terminal on its way to the 
Morgantown Mall. This service operates Monday through Saturday, 8:00 am to 6:00 pm. 
Grey Line Bus Route 29 - This service provides daily trips, 365 days per year, 
connecting north central West Virginia to the Pittsburgh area. This service includes early 
morning connections to Fairmont and Clarksburg, returns to Morgantown to travel on to 
Pittsburgh Greyhound and the Pittsburgh International Airport. This service offers 
business class amenities and other features and comforts not found on common public 
transit services. 
Mountain Heights Bus Route 14 - This service connects the Depot to Sabraton, the 
Summer School Road, Mountain Heights, the Kingwood Pike and the Mountaineer Mall. 
This service offers three (3) daily trips Monday through Friday and two trips on 
Saturdays. 
Orange Line Bus Route 4 - This service connects the Depot to the Westover Terminal, 
the Morgantown Mall, the University Town Center Mall, Patteson Drive, Towers, 
Lincoln Hall, Beechurst and Downtown Morgantown. This service operates 7-days per 
week during WVU Fall and Spring Semesters beginning at 8:30 am with extended 
weekend hours. 
Pink Line Bus Route 16 - New Service! This service is a partial split for the former 
Purple Line. The change in this service is intended to help this part of the former Purple 
Line to better stay on schedule. The Pink Line Departs the Downtown Morgantown 
Depot, travels up Spruce Street, Willey Street, across the Mileground, down Easton Hill 
and arrives at its end point at the Glenmark Center. The Pink Line immediately reverses 
its route and returns to the Depot via the same route. This service runs Monday through 
Friday with limited service on Saturdays.  
Purple Line Bus Route 9 - New Service! and in combination with the new Pink Line 
(Bus Route 16), will cover the areas formerly covered by the Old Purple Line. The 
purpose of this change is to help service to this area with new route alignments enabling 
the bus to stay on schedule. This route departs the Depot with runs up Spruce Street, 
fronting the MountainLair, traveling up Stewart Street to Chestnut Ridge Road, traveling 
to Chestnut Hill Apartments, then traveling to Valley View by way of Willowdale Drive, 
connecting to Chestnut Ridge Road, then proceeding to Stewart Street for the return trip 
along the same route used for arrival. This new alignment offers connections in 
Sunnyside for the Red Line and Gold Line, both traveling to Ruby Hospital and the 
Evansdale and Suncrest areas. This route terminates at the Depot for connections to all 
other routes.  
Red Line Bus Route 7 - This route departs the Depot, travels by Boreman Hall and the 
Lair, through Sunnyside by way of University Avenue and stops at Ruby Hospital. The 
Red Line then continues into Suncrest by way of University Avenue, traveling Junior 
Avenue connecting to Fairfield Street then traveling into Star City. This route also covers 
Western Avenue, Collins Ferry Road and returns to Ruby before stopping by Towers and 
Lincoln Hall for its return to the Depot. This service operates Monday through Saturday 
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with reduced service on Saturday. The route begins at 6:20 am running every 80 minutes 
until 6:00 pm. 
Riverside Commons 46 - This route began September 2, 2008 and departs the Depot and 
travels out to Riverside Commons via University/Beechurst/Monongahela Blvd and Jerry 
W Blvd. Your frequent and regular use of this service may determine if this increase in 
service becomes permanent. 
Southside Bus Route 5 - This hourly service begins at 7:00 am connecting the Depot to 
historic South Park, Morgantown High School, Greenmont, Dorsey Avenue, Marjorie 
Gardens area, Bluegrass Village, and the Mountaineer Mall. For its return trip, the 
Southside includes travel through White Park by South Junior High, the Mon County 
Tech Ed Center, the Ice Rink, and includes service in Morgantown's First Ward 
neighborhood. The last run ends at 6:00 pm.  
The District Bus Route 26 - This Monday through Friday service begins at 7:30 am and 
provides 20 minute trips until 8:50 pm, with extended evening and weekend hours during 
regular WVU Fall & Spring Semesters. This service connects The District Living 
Complex to the Med Center PRT and other bus routes by way of VanVoorhis Road.  
The District Late Night Bus Route 26 - This service offers just what the name implies. 
This service offers late night trips from the District, via VanVoorhis Road, all the way to 
and from Downtown Morgantown. These 30 minute trips begin at 9:00 pm and continue 
until 2:50 am, Thursday, Friday and Saturday during Fall and Spring WVU Semesters. 
Tyrone Road Bus Route 8 - This service operates Monday through Saturday and 
connects the Depot to Cheat Lake and points between. This route travels by Unity Manor, 
Richwood Avenue, Sabraton, Brookhaven, Rock Forge, Dellslow, Culp's MHP, Tyrone, 
Trinity, Glenmark Center, Cheat Lake Resort and beyond. This 90 minute route begins at 
6:30 am and ends at 6:15 pm with reduced Saturday service. 
Valley View Bus Route 44 - This new service operates Monday through Friday year 
round and connects Valley View Road, Chestnut Ridge Road, Falling Run, Loop area of 
University Avenue, and Willowdale & Junction. This service runs on a 15 minute loop 
providing 7 minute service to the Loop Area on University Avenue. 
West Run Bus Route 30 - Expanded evening service, Monday through Friday until 
8:50 PM to begin Monday, September 8! This service operates Monday through 
Friday, 7:10 am through 8:50 pm, with additional late night service from 9:00 pm through 
3:00 am, Thursday, Friday and Saturday evenings during WVU Regular Semesters. This 
20 minute round-trip route begins at the West Run housing complex and serves a portion 
of Stewartstown Road, Hampton Center, Stewart Street and Sunnyside and WVU's Life 
Sciences Building. Connections with the Blue & Gold, Red Line and Gold Line provide 
trips to the Evansdale and Suncrest areas of Morgantown as well as connections to 
Downtown Morgantown and the Mountain Line Depot on Garrett Street.  
Fairmont-Marion County Transit Authority -  Operates daily runs connecting 
Morgantown and Fairmont. Stops in Morgantown include the Morgantown Depot for 
connections. This service is not a part of Mountain Line and is a separate operator. For 
more information, please refer to the FMCTA link.  
Buckwheat Express (Preston County) - Operates daily runs connecting Morgantown 
and Preston County. Stops in Morgantown include the Morgantown Depot for 
connections. This service is not a part of Mountain Line and is a separate operator. For 
more information, please refer to the Buckwheat Express link. 
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Appendix I: DOH Pedestrian Accident Data: 1998-2008 
 
According to analyses conducted on December 1, 2008 by Christen Seaman of the West 
Virginia University Injury Control Research Center, 226 reported pedestrian injuries 
occurred from 1/1/98 to 6/4/08. Details of all pedestrian injuries are provided below. 
 
Table 5: Morgantown Pedestrian Injuries, 1998 to 2008 
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