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Introduction 
 

This plan springs from a profound interest in promoting walkability in Martin’s Additions and advancing 
the safety and accessibility of Village residents of all ages and ability levels. It was prepared by the 
Taskforce on Walkability, composed of volunteer members appointed by the Village Council. Our charge 
was to study current conditions that favor or impeded walkability within the Village and recommend and 
prioritize improvements.   

In preparing this report, we conducted multiple virtual work sessions, conducted a survey of households, 
held a Village wide virtual meeting, and ultimately voted to transmit this document and its 
recommendation to the Council for adoption.  We also conducted an online survey which 60 percent of 
the households completed. The results of the survey are on the Village website.  

 
 
Purpose  
 

Walkability refers to the degree of ease, comfort, and safety a community allows pedestrians. From a 
bird’s eye view, the Village of Martin’s Additions appears walkable. It is gifted with some of the essential 
elements of walkability: houses are close together, streets are narrow, many have sidewalks, and the 
topography is favorable to walking. But the Village’s street plan is shaped by multiple historic subdivisions 
that don’t necessarily match up in a way that fosters strong connectivity.  And, at the pedestrian’s level, 
there are obstacles.   

The purpose of this Plan is to guide the Village toward greater walkability and thereby realize the potential 
in its traditional neighborhood design for safe and convenient walking.  

It must be noted too that the Village of Martin’s Additions is one of several interconnected municipalities 
within a larger residential community, as shown in the exhibit below1. While our recommendations are 
mostly confined to the Village’s limits, they are shaped by its location within our larger community and 
the fact that municipal limits are not barriers to walking or through-traffic for that matter.  We respectfully 
ask that the Village Council share this report, its findings and recommendations, with our neighboring 
municipalities and Montgomery County .   

 

 

 

 

 
1 Source: United States Census Bureau. 
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Goals  
 

We recognize that as detailed planning and engineering take place, some recommendations will be 
refined or may even be replaced. In this and other ways, departures from this Plan may, from time to 
time, be necessary; especially as future information and a deeper knowledge point to better solutions, 
unforeseen opportunities, or impracticalities. In such cases, it is our strong recommendation that any 
departures be evaluated in light of these goals and only if then found justified, should they be 
implemented.  

 



 3 

1. Accessibility. To the extent possible, every resident of Martin’s Additions can safely and 
confidently walk or wheelchair to any destination within and in proximity to the Village borders. 
And where there are obstacles that cannot be overcome, alternative routes or pedestrian design 
solutions are employed where feasible to make walking safe. 

 

2. Recreation. The improvements brought about by this Plan should encourage more recreational 
walking and a greater daily engagement with Martin’s Additions’ scenic beauty and sense of 
community. 

 

3. Effect. Our clarity of purpose in promoting pedestrian safety and convenience is made obvious 
and discernable to such a degree that motorists driving in or through the Village comport their 
driving behaviors to it.  

 

4. Impacts. Physical improvements proposed within street rights-of-way are thoughtfully balanced 
against the access needs of adjoining property owners and the other objectives of Village policy 
and law such as the protection of trees, maintenance of drainage, parking, and specifications of 
street design. 

 

 
Elements of Walkability 
 

Walkability refers to the degree of ease, comfort, and safety a community allows pedestrians. Naturally 
then the principal elements of walkability are both physical and social. How these elements interact at 
the human scale will determine how walkable a place is. But assuming a standard distribution of people 
typical in towns and cities2 where the young, the old, and walkers of all abilities live, the enduring factors 
that define a community’s walkability are:  

 

1. Topography – the degree of change in the elevation of a landscape and the presence of natural 
features including steep terrain, wetlands, streams, and other water bodies. 
 

2. Town Plan – the arrangement of streets, the length of blocks, and the spacing of intersections 
determine the interconnectedness of a place and the distribution, type, and speed of automobile 
traffic. Particularly important is the degree to which the town plan distributes through traffic to 
those streets that are designed to handle it. 

 

3. Land Use – the distribution and location of activities within a community, including the density 
of housing, the intensity of commercial activities and the presence of institutions and parks. 

 
2 As opposed to places like tourist destinations, age restricted housing communities, and busy central business districts, that require highly 
specialized attention to the needs of pedestrians. 
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4. Street Design – the composition of the major elements within a street right-of-way such as the 
width of travel lanes, on-street parking, curbs, sidewalks, planting strips, street trees, utilities, 
mailboxes, and traffic calming (features built to slow vehicle speeds or deter through traffic, such 
as speed bumps and changes in surface texture). 

 

5. Pedestrian Amenities – the presence and quality sidewalks, crosswalks, curb ramps, tactile 
paving, and pedestrian signals and their functionality,  

 

6. Site Design – the positioning of buildings relative to the street, and the configuration of parking 
lots, driveways, walkways, infrastructure, yards and open spaces on lots. 

 

It is the balancing of these factors that ultimately determines walkability.  While most are generally static 
and result from historical development patterns, they are still amenable, to some degree, to being 
changed. For example, pedestrian bridges can be built to span streams (topography);  streets can be 
extended to reduce the distance between destinations (town plan); property uses can be changed to bring 
activities closer to users (land use); and sites can be redeveloped with changes that favor walking (site 
design). Improving walkability through these means can and should always be considered when 
opportunities are presented. 

 

The two factors of walkability that are the focus of this Plan and are within the authority of the Village to 
effect, are street design and pedestrian amenities. On Village streets, we have the authority to regulate 
curb cuts, driveways, parking, and the location and size of driveway aprons in the public rights-of-way; to 
install signage, lighting, and crosswalks; to build and maintain sidewalks; to make the unimproved parts 
of our street rights-of-way open and clear for pedestrians or to otherwise improve safety; and to “calm” 
traffic through a physical changes in the roadway.   

 

 

 

 

 

 

Conditions and Context 
 

 

The taskforce undertook a comprehensive evaluation of the conditions for walking in the Village. 
Presentations, including photos, maps and diagrams, from the April 20, 2020 and September 8, 2020 
taskforce workshops and the November 5, 2020 public workshop are made part of this report and are 
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available on the Village website. In these presentations, the Village Council will find the following 
information: 

 

• A summary of demographic conditions. 
• The relative accessibility of various parts of the Village to important destinations and the types of 

improvements that would improve accessibility. 
• The network of streets and how they interconnect with the larger community and function to 

carry different types of traffic. 
• The location and absence of sidewalks. 
• Traffic speeds and volumes on the main streets in the Village as documented in studies by 

consulting engineer, Joseph Cutro, P.E. 
• A street by street evaluation of physical attributes such as right-of-way and street widths, location 

of speed humps, stop signs, and the physical obstacles to building sidewalks.  
• A review of the findings of the Village wide survey.  

 

This section of the report synthesizes our primary findings under four headings: Sidewalks, Accessibility, 
Incompatibilities in Form and Function, Brookville Road, and Pedestrian Environment.  

 

Sidewalks 
 

Ideally, every street in Martins Additions would have been originally constructed with sidewalks on both 
sides. There is no better way to ensure safe walking for all ability levels than to separate pedestrian 
movement from vehicles. But the streets in Martin’s Additions were constructed over time using various 
approaches, with and without sidewalks.  The exhibit below highlights those street sections that are 
missing sidewalks on one or both sides of the street.  
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• Quincy Street, Oxford Street, and Taylor Street are the only streets with sidewalks on both sides 
through their full extent.  
 

• Raymond Street, Bradley Lane, and Shepherd Street mostly have sidewalks on both sides. 
Shepherd Street is missing sidewalks at perhaps it most critical location, its approach to Shepherd 
Park.  
 
 

• Cummings Lane and Turner Street have sidewalks on one side each through their entire length.  
 

• The rest of the streets in the Village—Thornapple Street, Chestnut Street, Summit Avenue, and 
most of Delfield—all clustered on the northern side of the Village--have no sidewalks. 

 



 7 

It is not our intent to recommend retrofitting all Village streets to add sidewalks . Quite apart from the 
monetary costs3,  the impact to a street’s aesthetic quality can be significant, at least in the short term. In 
many places, within the public rights-of-way, where sidewalks could hypothetically be located, the Village 
has planted street trees and streetlights. Some utilities poles are located there too. Further, individual 
property owners have planted trees and shrubs and installed landscaping features.  

Having said that, we recognize that these things are not irreplaceable and as part of a sidewalk installation, 
the Village could endeavor to preserve trees where possible,  plant new trees, and even work to enhance 
the beauty of the street through thoughtful coordinated streetscaping. The Village could even continue 
to allow property owners to plant within the right-of-way. Sidewalks improve accessibility but they also 
provide a safe, dry, and clean place for stepping into and out of a car. They are critically important for 
people in wheelchairs or with any impaired walking ability.  Here are several locations where sidewalks 
could improve pedestrian safety for the immediate area and enhance pedestrian routing more generally: 

 

• Shepherd Street: The east end of Shepherd Street and its intersection with Brennon Lane is the 
access way into Shepherd Park, but the sidewalks on Shepheard Street do not extend to the Park.  
The area closest to the Park is outside of the Village limits. 
 

• Summit Avenue: Summit Avenue from its northern most intersection with Thornapple Street to 
Taylor Street.  In combination with Taylor Street’s sidewalks, a new sidewalk would provide a 
continuous dedicated pedestrian way on this primary neighborhood route. Further, Summit 
Avenue is on a downhill approach to Taylor Street and separating pedestrians for vehicle is 
especially important here.  
 

• Thornapple Street: Because of its character and function (as noted herein), a sidewalk from 
Brookville Road to Summit Avenue on one side (the south side) or on both sides could readily be 
justified on Thornapple Street. In combination with Summit Avenue and Taylor Street, this project 
would establish a separated walkway along this three-street primary neighborhood route. The 
west end of Thornapple at the approach to Brookville Road is outside of the Village limits.  

 

 

 

Accessibility 
 

Ninety-five percent of survey respondents said they regularly walked to the Village Center and many also 
said they regularly walked to Shepherd Park. The presence of these activity centers within the Village is a 
blessing and the fact that many residents walk to them proves that even with an incomplete sidewalk 

 
3 A conservative construction estimate for retrofitting existing streets for standard five foot wide sidewalks would approximate $20 per square 
foot. This excludes surveying, engineering and design, curbs, gutters and drainage, extraordinary slope or cross-slope issues, landscape 
restoration, tree planting or streetlight or utility relocations if required.   
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network, residents walk within the Village. However, not every part of the Village is equally accessible to 
these destinations.  When we studied the pathways available to residents, we saw that there were 
differences in accessibility across the Village. We noticed that certain improvements could readily improve 
accessibility for a large number of households.  

Residents in the southern part of the Village—along Quincy Street, Bradley Lane, Melville Place and 
Raymond Street--have the lowest level of accessibly to the Village Center and Shepherd Park. With the 
exception of Melville Place, this areas streets run east and west without intersecting north/south streets 
and then they dead end. Depending on location, to access the Village Center and Park therefore, residents 
must walk well over of ¼ mile and often more than ½ mile. The circuitous routing and poor pedestrian 
environment on Brookville Road impede access to these neighborhood amenities.  Improving the 
pedestrian environment on Brookville Road west of the Village Center and building a walkway between 
Raymond Street and Brennon Lane would significantly improve walking safety and the accessibility for the 
1/3 of Town’s households located on or south of Raymond Street. 

 

 
Incompatibilities in Form and Function  
 

Within every town or urban area, different streets take on different functions. At our scale of Village 
planning, there are four levels of street functions and these are illustrated in the map below.  

 

• Major Collectors: The largest streets in the area, carrying the heaviest volumes of traffic and 
highest speeds, are Major Collectors. Brookville Road and Western Avenue are in this category. 
They collect traffic from many neighborhoods and convey it to the regional road network.  
 

• Residential Collectors: The next level, Residential Collectors, collect traffic from other 
neighborhood streets and convey it to the major collectors. These typically operate as the main 
routes into and out of residential communities. Cummings Lane is a Residential Collector, 
connecting Brookville Road and Western Avenue.  
 

• Primary Neighborhood Streets:  Primary Neighborhood Streets, such as Shepherd Street, and the 
Thornapple-Summit-Taylor combination carry traffic generated within the Village and within 
adjoining neighborhoods, but do not provide a major collector role. 

 

• Local Streets: The lowest level, local streets, function almost exclusively to provide access to 
individual lots. In Martin’s Additions, these are either dead end streets, like Quincy Street, or side 
streets between Primary Neighborhood Streets like Melville Place. 
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When there is an imbalance between a street’s design (form) and its function, town planning aims to 
adjust one or the other or both. Unfortunately, because of the location of the Village and complex network 
of area streets, several Village streets carry heavier traffic volumes than they were designed to carry. They 
also function at higher speeds than is typical for similar sized streets. These are priority locations for 
treatments to improve walkability. 
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Cummings Lane 

Take Cummings Lane, for example. It is the heaviest traveled street in the Village, carrying over 900 
vehicles per day on average. The reason: as noted above it connects two Major Collectors-- Brookfield 
Road and Western Avenue. Cummings Lane is a morning commuting route toward Bethesda. In fact, 90 
percent of its morning peak traffic is headed west toward Brookville Road. 

While its public right-of-way varies from about 32 feet to 48 feet, the street itself is only 18 feet wide. For 
context, this is the width of a standard alley. Despite this narrow width, the street carries two way traffic 
and does double duty as residential overflow parking along one side. Only the south side of the street has 
a sidewalk. With or without sidewalks, Cummings Lane is overburdened by the flow and speed of through 
traffic.  The imbalance between design and function on this street, above all others, translates into a very 
poor walking environment and works against any notion of making the street a shared space for both 
pedestrians and slowly moving cars. In the absence of a major street upgrade (which is not 
recommended), altering the street’s essential function through serious traffic calming would be 
necessary.  

Shepherd Street and Thornapple Street also carry through traffic at volumes and speeds that exceed their 
road design. It is important to note that there are physical features of each street that contribute to higher 
speeds. For Shepherd Street, it’s the ample width and the parking restrictions along its south side. These 
minimize the “friction” that would otherwise slow speeds.  

 

Thornapple Street 
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For Thornapple Street, it’s the arrangement and size of the fronting residential lots which limits parking. 
Again, this means there is little “friction” to slow speeds and many drivers move along at the pace they 
consider comfortable for them. While Thornapple Street is very narrow like Cummings Lane, all 18 feet of 
its width is typically open and available since parking is not prevalent there. In fact, of all streets in the 
Village, Thornapple Street between Brookville Road and Chestnut Street experiences the greatest percent 
exceedance of the posted 20 mph limit; 66 percent of traffic exceeds the posted limit. Shepherd Street is 
not far behind at 59 percent exceedance of the posted 20 mph speed limit on an average day.  For 
Shepherd Street, simply allowing parking on both sides would calm speeds considerably, but other calming 
techniques are worthy of study to balance its function in the street network and its design. Because 
Thornapple Street carries traffic that exceeds its design, in the absence of sidewalks or significant traffic 
calming, it like Cummings cannot be considered safe for the general walking population and certainly 
cannot, operate as a shared street, where slow moving traffic can safely mix with pedestrians.  

 

Taylor Street and Summit Avenue 

Taylor Street and Summit Avenue are also worth mentioning in this section. They both serve the greater 
community, connecting residences northeast of the Village with Brookville Road. Taylor Street with its 
narrow width, on-street parking lane, one-way operation, stop-controlled intersections, and sidewalks (on 
both sides) is perhaps the most complete street in the Village.  Taylor Street’s one-way operation also 
means that Summit Avenue is not overly burdened with traffic volumes. Parking on both sides of Summit 
Avenue provides some calming effect on speeds, though residents surveyed indicate speed is a concern 
there. By any account though, in the absence of sidewalks or significant traffic calming, Summit Avenue is 
not a safe place for walking for the general population.  

 

To summarize: the following streets would benefit from traffic calming: Cummings Lane, Thornapple 
Street, Shepherd Street, and Summit Avenue. Cummings Lane and Shepherd Street are deserving of 
significant measures that inhibit the movement of through traffic including physical changes at the eastern 
entrances to the Village that prevent their use for through traffic.  

 

 
 
 
 
 
Brookville Road 
 

Brookfield Road is a State highway carrying abut 7,100 vehicles per day, according to the Maryland State 
Highway Administration. Its pedestrian environment is extremely poor as documented in the taskforce’s 
work. There is no sidewalk on the east side of the road between Thornapple Street and the Village Center. 
From the Village Center south to Quincy Street, the sidewalk is only four feet wide with no buffer between 
the traffic.  Key intersections with Brookville Road, such as Bradley Street are offset which make walking 
across the Road especially uncomfortable. There are unresolved drainage issues and overgrown 
vegetation encroaching into the sidewalk space. Survey participants cited Brookville Road as a pedestrian 
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hazard. We believe that an improvement to the pedestrian environments would substantially enhance 
the comfort, convenience and safety of walking for the greatest number of households in Martins 
Additions. 

  

 

Pedestrian Environment Generally 
 

There are relatively easy fixes that can improve the pedestrian experience such as cutting back vegetation 
overhanging sidewalks, thinning trees that prevent the streetlight from reaching the ground, fixing 
cracked and uneven pavement surfaces, painting crosswalks, and enforcing no parking near intersections 
with signage and curb painting to secure safe site distance for pedestrian crossings.  
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