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1. INTRODUCTION 
 
Walking is the oldest and most basic form of human transportation. It 
requires no fare, no fuel, no license, and no registration. Walking is 
beneficial to one’s health and can also be a pleasurable experience. With 
the exception of devices to assist the mobility-impaired, walking 
demands no special equipment. Thus, walking is the most affordable and 
accessible of all modes of transportation. 
 
We have seen a decline in walking over the years. The evolution of 
designing and planning for the automobile was made at the expense of 
the pedestrians. However, walking is an essential part of our daily 
activities, whether it is trips to work, shopping, school, or to play. 
Often, pedestrian facilities are overlooked. To preserve and enhance 
the quality of life in the urbanized areas of the Casper region, consistent 
maintenance of the existing pedestrian systems and additional facilities 
are needed.  
 
WHY WE ARE DOING A WALKABILITY 
PLAN?  
 
Why “think pedestrian”? Nationally, there is a growing sentiment among 
the public, elected officials, and transportation planners to improve the 
provisions for walking as a viable form of transportation, health/fitness 
benefits, and recreation opportunities. There are a number of reasons 
to walk in our communities and why a Casper Walkability Study is 
important to the region and a few of them are included below. 
 
QUALITY OF LIFE 
Quality of life is a hard concept to clearly define. However, it is 
something that most individuals seek either consciously or in a less-
direct fashion. Through national surveys taken regarding pedestrian 
mobility or public input from residents in Casper as part of the public 
involvement process, it is possible to begin to understand this concept 
of quality of life and how pedestrian mobility plays a factor. Pedestrian 

opportunities, pedestrian connections to transit, continued development of 
street standards that embrace the pedestrian, reducing the emphasis on 
automobiles, and detached sidewalks are but a few pedestrian-related 
quality of life objectives that were stated. 
 
USAGE 
The number one method of human transport is walking. Although this may 
seem obvious, this fact has often been overlooked in the planning and 
development of our communities. Furthermore, both ends of a transit trip 
are a pedestrian trip. Even when one drives, they often must walk from 
where they park to their final destination. Walking as a mode of 
transportation has decreased over the past decade. 
 
DEMOGRAPHICS 
Demographics play a role in transportation and pedestrian planning. 
Children and elderly are more likely to walk for trip purposes. Older adults 
tend to be over represented in traffic accidents including pedestrians. For 
years, most transportation and land use planning in this country has tended 
to overlook the needs of children. Children are also at risk as pedestrians 
for a number of physical and maturity factors:  
 

• Young children believe if they can see a driver, a driver can see 
them; 

• They think cars can stop instantly; 

• They can't tell where sounds are coming from; 

• Few can judge how fast traffic is moving; 

• Their field of vision is one-third that of an adult; and 

• They don't recognize danger or react to it quickly enough. 
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LATENT DEMAND 
National surveys consistently find that over 20% of respondents would 
consider walking to work, shopping, and other local activities if 
adequate facilities were available. 
 
BENEFITS TO THE INDIVIDUAL AND FAMILY 
Two major reasons why individuals choose to walk are for psychological 
and physical health. Individuals and families can also save their financial 
resources through a reduction in motor vehicle use, as well as reduced 
chauffeuring time. 
 
WHAT IS A WALKABILITY PLAN? 
 
In simple terms, a Walkability Plan is a plan that addresses a wide-range 
of pedestrian issues and questions: 
 

• Where pedestrian demand exists; 

• How good is the current pedestrian system; 

• What are recommended pedestrian improvements for the 
community; 

• How many dollars should be invested in the pedestrian 
network; 

• How do you prioritize the limited number of dollars available; 
and  

• What are the recommendations for changes to current codes, 
ordinances, standards, and policies? 

 

THE WALKABILITY PLAN SHOULD PROVIDE 
RECOMMENDATIONS TO IMPROVE PEDESTRIAN 
SAFETY 
Pedestrian safety is of paramount importance to all communities. Nationally, 
pedestrian accidents account for 14% of all traffic fatalities, yet pedestrian 
trips account for only six to seven percent of all trips. To address 
pedestrian safety, many jurisdictions have conducted accident analysis to 
identify unsafe conditions and have then proceeded to restrict or eliminate 
the pedestrian movement that resulted in the accident, and often times a 
fatality. Instead of simply eliminating the accident by eliminating the 
pedestrian, the Casper Walkability Study should provide recommendations 
for improving the safety of the pedestrian without removing them. 
 
THE WALKABILITY PLAN SHOULD PREDICT 
PEDESTRIAN DEMAND AREAS 
Research has shown that throughout the United States, the walking mode 
has experienced decades of neglect in mainstream transportation planning 
practices and roadway design. As cities and towns begin the work of 
redeveloping their transportation systems to support walking, it has become 
evident that the list of needed pedestrian improvements far outstrips 
available dollars. Measuring pedestrian level of service is more a function of 
design, in which a system of pedestrian improvements provides citizens an 
opportunity to walk. To this end, planners have begun to look for ways to 
set priorities for making pedestrian improvements. One way to prioritize 
improvements is in predicting where pedestrian activity might likely occur if 
a quality pedestrian environment was created.  
 
THE WALKABILITY PLAN SHOULD PROVIDE A 
SYSTEMATIC WAY TO MEASURE THE QUALITY OF 
THE CASPER AREA’S PEDESTRIAN SYSTEM 
Since its introduction in the 1960’s, traffic engineers have used a 
computational method for evaluating the street and roadway system, 
referred to as Level of Service (LOS). However, there is no universal way to 
measure the pedestrian network on how it operates and functions. 
Europeans have developed environmental factors that affect pedestrian level 
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of service. Five pedestrian characteristics that affect pedestrian mobility 
are as follows: 
 

• DIRECTNESS 

• CONTINUITY 

• STREET CROSSINGS 

• VISUAL INTEREST AND AMENITIES 

• SECURITY 
 
THE WALKABILITY PLAN SHOULD PROVIDE 
RECOMMENDATIONS FOR GOOD PEDESTRIAN 
INFRASTRUCTURE DESIGN AND 
IMPLEMENTATION 
For the Casper Area or any other community to be considered a 
walkable community, engineers and planners must think PEDESTRIAN. 
How do you get from A to B, what are the obstacles, and who will use 
it are all questions that need to be considered in how the pedestrian 
system is designed and built.  
 
THE WALKABILITY PLAN SHOULD PROMOTE 
EDUCATION AND ENFORCEMENT 
Education and enforcement are powerful tools for changing behavior. 
Walkers need to be aware of the risk of injury and death and use 
strategies that improve their safety. Motorists need to understand how 
they contribute to pedestrian deaths and injuries and how they can 
reduce the risks to people traveling on foot. For many, understanding 
the problem and what to do about it is enough. That is the role of 
education. For the others, enforcement programs are needed to drive 
home the message. Some drivers are simply inattentive or indifferent to 
others and they need a reminder to obey the rules and to pay attention, 
while other drivers are criminally reckless and need to be arrested and 
prosecuted. 
 

THE WALKABILITY PLAN SHOULD PROMOTE 
PEDESTRIAN OPERATIONS AND MAINTENANCE 
Inadequate maintenance can result in conditions that hamper pedestrian 
safety and access and limit the use of pedestrian facilities. Typical problems 
include uneven or broken pavement, standing water, overgrown shrubs and 
trees, sidewalk clutter, and snow-covered walkways that aren’t cleared 
promptly in winter. Damaged street furniture, damaged or missing signs, 
improperly functioning signals, and worn pavement markings can create 
hazardous conditions for pedestrians. 
 
BARRIERS ON WHY WE DON’T WALK 
 
In order to plan for walkability, it is important to consider what factors 
contribute to travelers’ decisions not to walk to local destinations. Some 
decisions involve physical impediments, such as an incomplete sidewalk 
network that prevent pedestrians from being able to complete their trips. 
Other decisions involve perceptions, such as personal safety while walking 
at night. These factors are all barriers to pedestrians.  
 
Barriers to pedestrian activities can occur in any neighborhood in any city. 
Barriers can arise from oversight, budget constraints, or natural physical 
conditions regardless of the age, location, or layout of an area. Solutions to 
pedestrian barriers may include planning, design, maintenance, and altering 
the perceptions of pedestrians or potential pedestrians. The following are 
types of barriers that can contribute to a person’s decision to walk or not 
to walk. 
 
SIDEWALK CONDITIONS 
The character of the sidewalk to be used by a pedestrian affects his or her 
decision to walk to their destination. Sidewalks that are not properly 
planned, designed, constructed, or maintained are less likely to encourage 
pedestrian activity. Most sidewalk-specific issues can be corrected with 
proper planning, construction, or maintenance. Poor sidewalk conditions 
can be experienced in several different ways such as:  
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• Uneven sidewalk surfaces (examples include: pavement 
segments that are not level, heave from frost or tree roots, 
poorly designed driveway cuts, tree grates not level with the 
walking surface, and substandard or unmatched paving 
materials); 

 
• Sidewalk pavement in poor condition; 

 
• Sidewalks that are too narrow (precludes two or more persons 

walking together, or prevents wheelchair access); 
 

• Gaps in sidewalks or discontinuous sidewalks; and 
 

• “Curb walks” or sidewalks attached directly to the curb with no 
separation between the pedestrians and traffic. 

 
PHYSICAL OBSTACLES 
The landscape through which pedestrians must travel can affect their 
decision to walk. Routes that cause pedestrians to climb steep slopes, 
encounter interstate highways, or include poor design may preclude 
pedestrian usage. Some physical obstacles are unavoidable, while others 
can be addressed with planning or maintenance. Physical obstacles are 
comprised of several elements such as: 
 

• Landscape topography (too steep, river crossings); 
 

• Transportation features (highways or arterials without signalized 
intersections, railroads); 

 
• Obstacles on sidewalks (telephone poles, fire hydrants, café 

seating); 
 

• Objects encroaching the sidewalk (vegetation overgrowth); 
 

• Features that shield or block pedestrians from drivers view 
(objects such as signs, bushes, or large planters); and 

 
• Misuse of sidewalks (parked cars blocking pedestrians). 

 

SEPARATION OF USES 
Through zoning and other land use codes and ordinances that have evolved 
over the decades, land use patterns have occurred which separates places 
between where one may live from locations of employment, shopping, and 
recreation. 
 
SITE PLANNING 
The era of a grid street system has been replaced with curvilinear streets 
and cul-de-sacs. With this change, direct connections which are critical to 
the pedestrian have been lost and overlooked. Walls and fences further 
exacerbate the problem in separating activities and uses. 
 
INTERSECTIONS AND CROSSWALKS 
The most common setting for pedestrian-vehicle interaction is at 
intersections, particularly signalized intersections. Lack of street crossings or 
inadequately designed intersections, affect pedestrian activity. Eliminating 
barriers at intersections can often be achieved with design improvements.  
 
As the number and width of lanes increases, the pedestrian must take more 
time to cross the street and is exposed for a longer period of time to 
potential danger. In addition, the greater the number of lanes tends to 
reflect automobile traffic volumes, which increases the amount of conflicts 
that will occur. Barriers at intersections can be encountered in several 
forms such as: 
 

• No crosswalk signals, or insufficient time to cross the street; 
 

• No islands or medians (especially at wider or higher-volume 
streets); 

 
• Uneven curbs or no curb ramps; 

 
• Pavement treatments (decorative treatments may confuse drivers, 

or may deter visually impaired pedestrians); 
 

• Heavy turning volume that deters pedestrians crossing (especially 
heavy right-turn movements, that can occur on red lights); and 
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• Discontinuous walking route through the intersection (curb 

cuts that occur at different locations within an intersection). 
 
PERSONAL WELL-BEING 
Most pedestrians will avoid settings in which they feel threatened or 
unsafe. Real or perceived, compromising personal well-being will deter 
pedestrian activity. Improved design, more visible law enforcement, or 
educational programs might remove these types of barriers. Personal 
health barriers include:  
 

• Safety (from motorists—speed and volume—bicyclists or 
rollerbladers, publicized history of crashes); 

 
• Security (lighting, high crime area, excessive graffiti, emergency 

telephone availability); 
 

• Health (odors, carbon monoxide levels, or exhaust inhalation 
on very busy streets); 

 
• Designs not favorable for visually impaired pedestrians (no curb 

cuts, unfamiliar pavement treatments, lack of audible crossing 
signals); and 

 
• Designs not accessible for disabled pedestrians (pavement 

treatments, no curb cuts, inadequate crossing time). 
 
PERSONAL PREFERENCE 
Barriers to pedestrian activity may be based on perceptions rather than 
physical obstacles. Sidewalk networks that are complete and well 
maintained will not be heavily used if interesting destinations are lacking, 
or if distances are perceived as too great. Some personal preference 
barriers can be eliminated with local planning, economic development, 
or sometimes public awareness or educational campaigns. Some 
personal preference barriers include: 
 

• Distance between origin and destination, or lack of destinations in 
neighborhoods; 

 
• Amenities and ambience (visually interesting setting, occasional 

seating, rest rooms, trash receptacles, drinking fountains, bike 
parking/storage); and 

 
• Convenience (linkages to transit or other non-motorized modes). 

 
TEMPORARY BARRIERS 
Some pedestrian barriers will disappear with time. Temporary barriers may 
include seasonal factors that are weather-related, or could be related to 
construction activities. Some temporary barriers can be avoided with 
detours or improved planning, while others require more patience. 
Temporary barriers may be comprised of the following:  
 

• Weather impacts (snow, low or encroaching branches on trees, 
drifts of tree leaves or snow, cold temperatures, wind exposure); 
and 

 
• Construction (equipment/signs in sidewalks, eliminated sidewalks). 

 
PUBLIC INVOLVEMENT 
 
The public involvement process for the Casper Walkability Study consisted 
of a Technical Committee, a Stakeholder Advisory Committee, a 
Walkability Survey and a public meeting. Each of the public process inputs 
provide insights on pedestrian mobility within the Casper Urbanized Area 
including what residents liked about walking within the area, where they 
walked and their walking wishes. A summary of the Public Involvement 
process and findings is included in Appendix A. 
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2. MEASURING WALKABILITY:  
TOOLS AND ASSESSMENT 

 
In order to determine what pedestrian improvements might be needed 
for the Casper Urban Area, it becomes necessary to identify methods 
for evaluating both the pedestrian system and the demand for the 
pedestrian system. It is also important to recognize that when 
measuring the pedestrian system, different techniques are required for 
different levels of analysis. As an example, measuring the pedestrian 
environment for the Casper region is different than measuring the 
pedestrian system at the downtown or neighborhood level. These 
methods are also different than how one might evaluate a public 
improvement project or a private development proposal. 
 
In general, all methods consider five basic pedestrian levels of service 
measurements. Level of service is a measurement used in transportation 
to depict how well the transportation mode operates. Traditionally, 
automobile level of service is a measurement of delay ranging from A to 
F where A is excellent and F is failure. The five pedestrian level of 
service measures are as follows: 
 

• DIRECTNESS – Does the network provide the shortest 
possible route? 

• CONTINUITY – Is the network free from gaps and barriers? 

• STREET CROSSINGS – Can the pedestrian safely cross streets? 

• VISUAL INTEREST AND AMENITIES – Is the environment 
attractive and comfortable? 

• SECURITY – Is the environment secure and well lighted with 
good line of sight to see the pedestrian? 

 

Whereas the method for determining pedestrian level of service should be 
applied consistently throughout the Casper area, the minimum standard or 
threshold for a given area or development type is different. As an example, 
the pedestrian needs of a mixed-use activity center are different than a 
school or pedestrian access to a transit stop. 
 

Pedestrian Level of Service Requirements by Area Type 

Area Type Directness Continuity Street 
Crossings 

Visual 
Interest 

& 
Amenity 

Security 

Downtown A A B B B 

Mixed Use & 
Commercial 
Areas 

B B C B B 

Schools/Parks C B B C B 

Walking 
To/From 
Transit 

B C C C B 

Other Areas 
Within City C C C C C 

 
These targets recognize that the level of standards for some areas of the 
region, like the downtown or mixed-use and commercial areas, require 
standards than might be needed for an outlying residential area that is not 
within close proximity to a pedestrian destination, such as a commercial 
center, school, or park.  
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NEIGHBORHOOD WALKABILITY 
MEASUREMENT AND ASSESSMENT 
 
The Walkability Assessment is intended to provide the regions 
government agencies and residents with an overview of walkability by 
neighborhoods, which have a high pedestrian demand. This 
neighborhood level assessment is not intended to identify specific 
walkability problems nor improvements, but rather to identify the types 
of issues and concerns that might exist within the neighborhood that 
would curtail pedestrian mobility. The following sections describe the 
five pedestrian measurement types. 
 
DIRECTNESS 
The directness measure represents the actual 
pedestrian distance from trip origin to 
destination. Since pedestrian trips are highly 
dependent on trip length, the pedestrian 
infrastructures ability to provide the shortest 
and most direct route is critical. This fact is 
easily observed on college campuses and in 
parks where the most direct route is often 
worn into the landscape, despite the lack of 
paving. The ideal pedestrian network is the 
grid system, since curvilinear street patterns 
add additional distance to the potential trip.  
 
Making a decision to walk is highly correlated 
to distance and how long it takes to walk to 
your destination. If the sidewalk network is 
direct and minimizes the travel time, a person 
is much more likely to walk than if the route 
is circuitous and adds length and time to the 
trip. Directness is the measure of distance between destinations 
including home, transit stops, schools, parks, commercial areas, or 
activity areas. The grid street pattern has traditionally been recognized 
as the ideal system. 

 
A neighborhood measurement of directness is whether the neighborhood 
has sidewalks and what is the fabric of those sidewalks. Are these sidewalks 
along grided streets with short blocks, or along curvilinear streets that make 
it difficult from going from A to B. Barriers will impact pedestrian travel. 
Freeways, rivers, and railroads can divide the community and restrict direct 
connections between one another except at a limited number of street 
over/under crossings.  
 
CONTINUITY 
Continuity measures the 
completeness of the 
pedestrian system. A 
continuous sidewalk system 
not only allows the pedestrian 
to make an uninterrupted trip, 
it may also be required for a 
stroller or wheelchair user to 
utilize the sidewalks. Gaps in 
continuity can come in the 
form of missing segments, 
broken or overgrown 
vegetation, or physical 
barriers such discontinuous 
streets or fences. 
 
If there is not a contiguous pedestrian network between point A and point 
B, causing the pedestrian to walk in the street creating an unsafe condition, 
the pedestrian trip is typically not made. Continuity is measured by the 
completeness of the sidewalk/walkway system and by identifying whether or 
not gaps exist. Other aspects of continuity are whether there are sidewalks 
along one or both sides of the street and whether there exists an overall 
continuity of sidewalk that provides a line of sight from block to block. 
 

LOS Excellent

LOS Minimum

LOS Poor

= Actual distance to walk
= Measured minimum distance
= Destination

A
M
X

A

A

A
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STREET CROSSINGS 
The Achilles heel of pedestrian systems is the intersections where 
pedestrians must cross. Intersections are where the pedestrian must 
interface with automobiles, which can result in safety concerns. As 
streets get wider and carry higher volumes of traffic, potential uses by 
pedestrians are avoided as safety becomes a concern. There are many 
factors that affect the pedestrian’s real and perceived comfort and safety 
in crossing the street ranging from traffic control, crosswalks, number 
and width of travel lanes, travel speeds, and traffic volumes. Major 
arterial roadways can significantly impact a pedestrian’s safety in 
crossing a street. The ability to safely cross a street is a function of the 
following: 
 

• The number of lanes and the widths of the lanes to cross; 
• The presence of a raised median or refuge island; 
• The presence of a crosswalk; 
• Use of a pedestrian actuated signal or dedicated pedestrian 

phase for crossing; 
• Clear sight lines from motorists to pedestrians; 
• Directional corner ramps; and 
• Street lighting. 

 

Directional
Corner Ramps

Refuge
Island

Crosswalks

Pedestrian Signal Indication

Street
Lighting

Clear
Line of
Sight

Number of
Travel Lanes

 

VISUAL INTEREST AND AMENITY 
This measure of the pedestrian system’s attractiveness and appeal is the 
most difficult to quantify and compare, and the most likely to change as the 
area matures. Some aspects of this measure are related to facilities that 
enhance the comfort of the user. These include elements such as shade 
trees, street lighting, and benches that may be particularly important to 
pedestrians with mobility or visual impairments. Other elements are 
important to the visual appeal such as landscaping, planter boxes, trash 
receptacles, and public art.  
 
Pedestrians often choose to walk or not depending on the quality of the 
environment. Areas that are pleasing and appealing with activities along the 
route are used much more than areas that is stark and uninviting. To 
promote pedestrian activity and use of transit, the pedestrian system needs 
to have a basic visual quality with basic amenities. 
 
PEDESTRIAN SECURITY 
The pedestrian environment must feel like a safe place for people to walk. 
The key pedestrian security facility element is whether the pedestrian is 
clearly visible to other pedestrians or activities. Whereas this measurement 
is more appropriate at a site level, one can begin to identify areas where 
security might be an issue at the neighborhood level. Pedestrians require a 
sense of security, both through visual line of sight with others and 
separation from vehicles. They also require well-lighted pathways and 
sidewalks for night use. 
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3. PEDESTRIAN FACILITY ASSESSMENT 
 
How are we doing in providing walking facilities for pedestrian mobility 
is an important question to answer in preparing a Walkability Plan. 
Whereas it would be ideal to have great pedestrian facilities 
everywhere, the reality is that it is most critical to identify locations of 
potential high pedestrian demand and then assess the pedestrian 
facilities in those high demand areas based on directness, continuity, 
street crossings, visual interest and amenity, and security. 
 
PEDESTRIAN DEMAND AREAS 
 
Due to the size of the Casper Urban Area and the limited resources 
available to perform a sidewalk inventory, it was important to focus the 
inventory on high pedestrian priority areas. One way of doing this was 
to concentrate the inventory on areas of high pedestrian demand 
(either existing or potential demand) and other areas with known 
issues. 
 
To estimate pedestrian demand (both existing and potential), a 
methodology was developed to estimate the proximity of locations 
within the Urban Area to different pedestrian destination types. The 
areas are prioritized so that the most likely areas to be used by 
pedestrians would benefit from a field inventory analysis. Five types of 
pedestrian activities or destinations were analyzed to create an activity 
index. Those destinations included parks, schools, transit routes, 
shopping areas and hotel clusters, and employment areas. For each type 
of destination, a ¼-mile buffer was established around the feature to 
represent a typical walking distance away from the activity. For some 
features, such as parks and transit routes, the analysis was simple and 
straightforward. For the remaining features, more complex methods 
were used to establish the buffers. The methodology for each use is 
described below. 
 

• PARKS: A ¼-mile walking distance buffer was created around the parks 
using polygon GIS data provided by the Casper Urban Area (Figure 1). 

 
• TRANSIT ROUTES: A ¼-mile walking distance buffer was created 

around the transit route line using GIS data provided by the Casper 
Urban Area (Figure 2). 

 
• SCHOOLS: There are two sources of information on school locations. 

One is the address point data which identifies school locations as a 
single point. The second is a polygon showing the Casper College area. 
A buffer was created for each of the two types of features and a ¼-mile 
buffer was applied. Because of the high pedestrian activity around the 
college area, the analysis was weighted. In other words, that area was 
given a higher score which was reflected in the final composite (Figure 
3).  

 
• SHOPPING AREAS AND HOTEL CLUSTERS: Paper maps from the 

Casper Urban Area were used to delineate the shopping districts and 
hotel clusters. A ¼-mile walking distance buffer was created for each of 
the two types of features (Figure 4). 

 
• EMPLOYMENT AREAS: The future land use map was used to identify 

employment areas. The future land use categories of Business Park and 
Office were used to create ¼-mile walking distance buffer. Industrial 
areas were not included as these land use types (such as manufacturing 
and warehousing facilities) are not typical pedestrian destinations. The 
Central Business Area is included in the Shopping Areas and was not 
included in the employment category to avoid double-counting (Figure 
5). 
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FIGURE 1: PEDESTRIAN DEMAND: PARKS 
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FIGURE 2: TRANSIT ROUTES 
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FIGURE 3: PEDESTRIAN DEMAND: SCHOOLS 
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FIGURE 4: PEDESTRIAN DEMAND: SHOPPING AND HOTELS 
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FIGURE 5: PEDESTRIAN DEMAND: EMPLOYMENT 
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PEDESTRIAN DEMAND COMPOSITE OF ALL 
ACTIVITIES 
Once the walking distance buffers were created for each activity type, 
they were combined to create one index of pedestrian activity areas. 
Areas were scored based on the number of destinations that are 
accessible within a ¼-mile walking distance. The more destinations that 
are nearby, the higher the score and the darker the polygon shading is. 
This composite is presented in Figure 6. This figure also includes a table 
with the pedestrian area number and name. 
 
Additional areas of potential pedestrian demand or areas with known 
issues were also considered for the field inventory. Similarly, the areas 
identified in the composite analysis were prioritized or refined based on 
local conditions or known issues. Additionally, a small community 
pedestrian assessment was performed for the towns of Mills, Bar Nunn, 
and Evansville. 
 
Based on the composite overlay, physical boundaries and general 
neighborhood definitions, a total of 22 neighborhoods or areas were 
identified for pedestrian surveys. The map of these 22 areas is 
presented in Figure 7. 
 
PEDESTRIAN FACILITIES ASSESSMENT 
 
In order to provide a general assessment of the pedestrian system 
within the potential high demand areas, a pedestrian level of service field 
survey was conducted. This field survey recorded a general assessment 
of the areas five pedestrian level of service categories; Directness, 
Continuity, Street Crossings, Visual Interest and Amenities, and 
Security. This field survey and assessment was not based on surveying 
each street, but the majority of facilities to define the general pedestrian 
character of the area. Appendix B provides a summary of the Level of 
Service Assessment and Aerial Map of each of the 22 areas surveyed. 
 

A matrix of the pedestrian level of service results is presented in Table 1. 
This matrix includes level of service, facility, and overall pedestrian area 
scoring. Scoring was based on an H=3, M=2, and L=1 method. Pedestrian 
areas with the highest needs are those with the lowest scores. 
 
It should be noted, however, that there are pedestrian facility needs in all 
areas with some areas having higher needs than other areas. The results of 
this prioritization for the pedestrian areas are presented in Figure 8.  
 
The Casper Urban Area was found to have in general a medium to high 
pedestrian rating for the level of service measurement categories. If there is 
one overall category concern within the area, it is safe street crossings. Safe 
pedestrian street crossings in urbanized areas become more difficult where 
pedestrians must cross streets with higher traffic volumes, travel speeds and 
increased number of lanes. Improvements to street crossing through traffic 
control improvements for non signalized intersections, adding refuge islands 
at signalized intersections, count down signal heads, and reduced curb radii 
to reduce vehicle speeds are the types of improvements that would improve 
pedestrian street crossings throughout the City. 
 
There were three areas that received an overall low pedestrian level of 
service ratings and should be considered as a high priority areas for future 
pedestrian improvements. These areas include: 
 

• Area 1: Events Center South – Major lack of pedestrian facilities 
throughout the area. 

 
• Area 2: CY Avenue / Southwest Wyoming Boulevard – Non 

direct routes and poor street crossings. 
 
• Area 14: Mills – General lack of pedestrian facilities.  

 
The pedestrian facility assessment is in essence, a report card on how the 
Casper Urban Area is doing in providing facilities for pedestrian mobility. 
Through implementation of improvements and establishing new standards, 
the area will improve as a good place to walk. 



 
 

 
 

  3. PEDESTRIAN FACILITY ASSESSMENT 
Casper Walkability Study - January 2008 - Page 16 

FIGURE 6: PEDESTRIAN ACTIVITIES COMPOSITE MAP 
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FIGURE 7: PEDESTRIAN STUDY AREAS 
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TABLE 1: PEDESTRIAN AREA LEVEL OF SERVICE AND FACILITY ASSESSMENT 
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2 CY Ave / SW Wyoming Blvd L M L L M M - M 11 2
3 Sunrise Shopping Center M M L L M M S L 13 3
4 South Eastridge Mall M H L L M M S H 16 4
5 Casper College M M M H L L S M 15 5
6 Paradise Valley M H M L M H S M 18 6
7 North Casper H M M L L H S L 15 7
8 Fairgrounds / Westwood M H L L M H s L 14 8
9 Central Casper H H M M M H - L 16 9
10 South of East Second St / East Second St M H L M M H - H 16 10
11 Downtown / Westwood H H M H M H D M 21 11
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15 Evansville H M M L M M S M 16 15
16 River West / Cottonwood M H M L M H S H 19 16
17 Wolf Creek M H M M M H S H 19 17
18 Valley Hills M H M L M H S M 17 18
19 Sunrise Hills M H M L M H S M 17 19
20 South Central Casper H H M L M H - L 15 20
21 Pineview Meadows / Manor Heights M H H M M H s M 18 21
22 Eastgate / Blackmore Vista / Centennial Hills M H M M M H S H 19 22

s = Single ramp at some intersections
S = Single ramp at most intersections High Priority
D = Double ramps at most intersections Middle Prioirty
- = No ramps at most intersections Lower Priority

P
ri

or
it

y 
P

ed
es

tr
ia

n
Im

pr
ov

em
en

t 
A

re
a

  T
ot

al
 S

co
re

Pedestrian Level of 
Service

Facilities

 



 
 

 
 

  3. PEDESTRIAN FACILITY ASSESSMENT 
Casper Walkability Study - January 2008 - Page 19 

FIGURE 8: PRIORITY PEDESTRIAN IMPROVEMENT AREAS  
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4. BEST PRACTICES 
 
INTRODUCTION 
 
Since the original Intermodal Surface Transportation Efficiency Act of 
1991, progressive communities across the United States have embraced 
the directive to include to a greater extent pedestrian and bicycle 
mobility in the planning process. As a result, there have been significant 
efforts toward re-looking at pedestrian and bicycle standards and 
guidelines. 
 
This document represents a compilation of the standards and guidelines 
of the member jurisdictions and best practices from jurisdictions across 
the country. It includes a review of Complete Street requirements as 
required by FHWA and best practices in pedestrian facilities planning. 
 
The Pedestrian Facility Guidelines are intended as recommendations for 
member jurisdictions to improve pedestrian mobility. Member 
jurisdictions are not required to adopt these guidelines; but, rather, to 
use them as a planning tool in developing pedestrian plans for their local 
communities. The guidelines are intended to be flexible to allow for 
implementation, as appropriate. 
 
COMPLETE STREETS 
 
In 2000, the Federal Highway Administration (FHWA) provided the 
following guidance: “Bicycling and walking facilities will be incorporated 
into all new transportation projects unless exceptional circumstances 
exist.” Since then, cities and counties throughout the country have 
started working toward providing “complete streets” in their 
communities. A complete street is one that works for all travel modes, 
including motorists, transit, bicyclists, and pedestrians. A complete 
street policy ensures that the entire right-of-way is routinely designed 
and operated to enable safe access for all users. In keeping with the 
“complete streets” philosophy, the following outlines some general 

guidelines or “best practices” for creating Complete Streets and 
accommodating bicyclists and pedestrians within roadway corridors.  
 
FEDERAL GUIDANCE 
In 2003, FHWA published Design Guidance Accommodating Bicycle and 
Pedestrian Travel: A Recommended Approach (Guidance), a policy statement to 
guide jurisdiction in integrating bicycling and walking into their 
transportation systems. The Guidance establishes the following four policies: 
 
1. Bicycle and pedestrian ways shall be established in new construction and 

reconstruction projects in all urbanized areas unless one or more 
conditions are met: 

 
• Bicyclists and pedestrians are prohibited by law from using the 

roadway; 

• The cost of establishing bikeways or walkways would be excessively 
disproportionate to the need or probable use (i.e., >20%); and 

• Where a sparse population or other factors indicate that there is no 
need. 

 
2. In rural areas, paved shoulders should be included in all new 

construction and reconstruction projects on roadways used by more 
than 1,000 vehicles per day. 

 
3. Sidewalks, shared use paths, street crossing, pedestrian signals, signs, 

street furniture, transit stops and facilities, and all connecting pathways 
shall be designed, constructed, operated, and maintained so that all 
pedestrians, including people with disabilities, can travel safely and 
independently. 
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4. The design and development of the transportation infrastructure 
shall improve conditions for bicycling and walking through the 
following additional steps: 

 
• Planning projects for the long-term; 

• Addressing the need for bicyclists and pedestrians to cross 
corridors as well as travel along them; and 

• Designing facilities to the best currently available standards and 
guidelines. 

 
It should be noted that exemptions to the complete streets 
requirement require exceptional reasons and facilities with federal 
funding require FHWA approval of the exemption. A state or local 
agency could be put on probation for receiving additional federal funds, 
if the FHWA finds inappropriate use of exemptions to exclude 
accommodation of all modes. 
 
COMPLETE STREET DESIGN 
While the definition of a complete street is universally applicable, the 
design of complete streets is variable. Each street has unique 
characteristics that make it distinctive from another. Therefore, a 
complete street in a rural area will look quite different from a complete 
street in a highly urban area. However, both streets are designed to 
balance safety and convenience for everyone using the road.  
 
Elements that may be found on a complete street include: sidewalks, 
bike lanes, crosswalks, wide shoulder, medians, bus pullouts, special bus 
lanes, raised crosswalks, audible pedestrian signals, sidewalk bulb-outs, 
and more. The following outlines the characteristics of “typical” 
complete streets in an urban and rural setting. 
 

• RURAL. Rural roadways provide unique design challenges to 
develop complete streets. Rural streets typically have low traffic 
volume and the traffic lanes serve as multi-modal pathways often 
accommodating pedestrians, bicyclists, and motorists. These types 
of streets typically lack sidewalks and few pedestrians use these 
routes. Streets may be striped in order to provide the best use of 
the right-of-way and not limit mobility. Rural complete streets 
provide adequate shoulders (at least 5 feet) for use by bicyclists. 
Ideally, the shoulder should be 8 feet wide to allow a vehicle to pull 
off the roadway in an emergency. 

 
 

• URBAN. Urban streets are utilized to access mixed use and 
commercial areas. These streets typically carry a higher volume of 
traffic and have more pedestrians and bicyclists present. Transit is 
an active component of these areas and intermodal connections are 
prioritized.  

 
There are many different types of streets found in urban 
settings. Recommended standards for different types of urban 
streets are outlined below. These standards include provisions 
for narrow street widths where low speeds are appropriate, 
detached sidewalks, bicycle facilities, and shorter block 
lengths. 
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 Local Streets 

• The maximum width of local 
residential streets is 30-32 feet 
(two 7-foot parking lanes and 
two 8-9 foot travel lanes) 
depending on the expected 
travel volume. 

 
• Landscape strips, separating 

curb from the sidewalk, are 
required on local residential 
streets. 

 
• Maximum block length is 600 

feet for low-volume residential 
streets and 800 feet for 
medium-volume residential 
streets. 

 
• Six-inch vertical curbs are 

required. 
 
 Collector Streets 

• Landscape strips, separating 
curb from the sidewalk, would 
be required on most new 
streets 

 
• Maximum block length is 1,000 

feet for collector streets. 
 

On streets with on-street parking bulbouts are 
encouraged at intersections to reduce the crossing 
distance for pedestrians and discourage speeding 
through intersections. 

• Roundabouts should be considered where residential 
streets intersect and ultimate combined volume will exceed 
1,000 vehicles daily or where the unimpeded distance on 
any of the approaches not subject to stop control exceeds 
600 feet. 

 
• Bicycle lanes should be provided on all collector streets. 
 

 Arterial Streets 

• Bulbouts would be encouraged at some intersections to 
reduce the crossing distance for pedestrians and discourage 
speeding through intersections. 

 
• Maximum block length is 1,320 feet (four intersections per 

mile). This could be lengthened if bike/pedestrian paths 
were provided that shortens the effective block length for 
non-auto users.  

 
• Raised medians with turn pockets should be provided. 

 
• Bicycle lanes should be provided on all arterial streets. 
 

 Street designs should also take into account the context of the 
street, that is, the adjacent land uses. Some basic designations 
include: 

 
• Commercial Streets – These streets are typically 

dominated by autos maneuvering into and out of parking lot 
driveways in conflict with other flows. The design goal 
should be to keep these movements orderly by separating 
the flows using detached sidewalks and marked crosswalks, 
bicycle lanes and medians with turn pockets. 

 
• Mixed Use Streets – These slower streets have wider 

sidewalks and parking lanes. 
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• Main Streets – The design goal of these streets is to 
make pedestrians comfortable so as to encourage them 
to make use of adjacent land uses. 

 
• Residential Streets – The design goal is to allow 

people to feel comfortable in their neighborhood. This 
means keeping speeds low while allowing motorists to 
get to and from their house without undue delay. 

 
• Industrial Streets – These streets are designed for 

the movement of trucks and so require wider travel 
lanes than, say, residential roads. 

 
PEDESTRIAN FACILITIES  
 
Walking is the fundamental mode of human mobility. Everyone is a 
pedestrian at some point in every journey that they take, including 
walking to a bus or walking to a parking lot. It includes people of all ages 
from children to older adults, as well as pedestrians with visual and 
mobility impairments. Unfortunately, many of our streets and highways 
were primarily built to facilitate the smooth flow of motor vehicles. 
People should be able to walk safely, whether for fun and recreation, 
errands, getting to work or schools, shopping, or other reasons. The 
following provides recommended standards and guidelines for facilitating 
pedestrian access and increasing pedestrian safety on local roadways. 
 
SIDEWALKS AND WALKWAYS 
Sidewalks are integral to the transportation system. Safe, convenient, 
accessible pedestrian sidewalks and access should be provided on all 
new streets within an urban/suburban setting. At a minimum, sidewalks 
should be provided along all streets used for pedestrian access to 
schools, parks, shopping areas, and transit stops.  
 
To the extent feasible, pedestrian traffic should be separated from 
vehicle traffic. Where complete separation of pedestrians from vehicles 
and bicycles is not possible, potential hazards should be minimized by 

using techniques such as special paving, pavement marking, signs, striping, 
bollards, median refuge areas, traffic calming features, landscaping, lighting, 
or other means to clearly delineate pedestrian areas day and night. 
 
Some effective pedestrian safety measures may increase motor vehicle 
travel time and have a slight negative impact on motor vehicle LOS. A 
rebalancing of the transportation system where pedestrian LOS and safety 
are included may sometimes mean a change in expectations about the 
priority that motor vehicle LOS is given in design and decision-making. If 
serious safety measures are to be achieved, the particular LOS may be 
lower for motor vehicles than if those measures were not taken. 
 
Development plans should include site amenities that enhances safety and 
convenience, and promotes walking or bicycling as alternative means of 
transportation. Site amenities may include bike racks, drinking fountains, 
canopies, and benches. 
 
Standards and Specifications 

The Americans with Disabilities Act (ADA) of 1990 mandates the 
establishment of minimum walkway clearance widths and there are a variety 
of organizations that offer sidewalk width recommendations. Updated and 
revised in 2004, the ADA and the Architectural Barriers Act (ADA–ABA) 
Accessibility Guidelines for Buildings and Facilities state that walking surfaces 
should have a clear width minimum of 36 inches. This clear width minimum 
is the minimum width for passage and not a sidewalk width 
recommendation. The clear width is the width of section of the walkway 
that is completely free of obstacles, vertical obstructions, and protruding 
objects. The 36-inch width is the minimum width required to provide 
sufficient space for a person who uses mobility aids to travel within the 
restricted space. However, restricting the pedestrian zone to 36 inches 
prevents passing and does not allow for two-way travel. 
 
Sidewalks should be provided for any portion of a site that abuts a roadway. 
All sidewalks should be in the public right-of-way. Sidewalk width will be 
specified per each jurisdiction’s design standards. Both the FHWA and the 
Institute of Transportation Engineers (ITE) recommend a minimum width of 
five feet for a sidewalk or walkway, which allows two people to pass 
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comfortably or to walk side-by-side. A buffer zone of four to six feet is 
desirable and should be provided to separate pedestrians from the 
street. Parked cars and/or bicycle lanes can provide an acceptable buffer 
zone. 
 
When a sidewalk abuts angled parking such that there will be vehicular 
overhang, the sidewalk should be a minimum of six feet in width. 
 
Where there is adequate right-of-way, the construction of the sidewalk 
should be separated from the curb and gutter section for all arterials 
and collectors; this separation is also recommended for subdivisions. 
The area between the sidewalk and the back of the curb should be 
appropriately landscaped. 
 
Sidewalk construction and removal should be in accordance with the 
local jurisdictions’ Construction Standards and Specifications.  
 
Accessibility Guidelines 

Sidewalks, walkways, and driveways should be constructed in 
accordance with the Americans with Disabilities (ADA) Accessibility 
Guidelines. Curb ramps should be provided wherever an accessible 
route crosses a curb (ADA Accessibility Guidelines). Driveways should 
be constructed in accordance with ADA Accessibility Guidelines so that 
the sidewalk can be negotiated by a wheelchair. 
 
TECHNIQUES FOR ACCOMMODATING 
PEDESTRIANS 
The parking and circulation system within each development should 
accommodate the movement of vehicles, bicycles, and pedestrians 
throughout the proposed development and to/from surrounding areas, 
safely and conveniently. The system should provide adequate directness, 
continuity, and street crossing. Walls, fences, and barricades should not 
restrict access to adjacent uses, particularly for public uses such as 
schools, parks, and recreational areas.  

 
To the maximum extent feasible, the following guidelines should be 
incorporated into the design of all new developments to ensure safe and 
convenient pedestrian access into and within the site, with minimum 
potential for conflict with motor vehicles. These 
design elements complement the five measures 
of pedestrian level of service: Directness, 
Continuity, Street Crossings, Visual Interest and 
Amenity, and Security. 
 
Directness 

Sidewalks within the site should be located and 
aligned to directly and continuously connect 
areas or points of pedestrian origin and 
destination, and should not be located and 
aligned solely based on the outline of a parking 
lot configuration that does not provide such direct pedestrian access. To 
the maximum extent feasible, walkways and bicycle connections should 
provide the most direct access route between intended points of travel.  
 

• VISIBLE CONNECTIONS. Provide visible connections to key 
pedestrian destinations. Align and locate buildings, roadways, and 
open space so that pedestrians can see their destinations before 
arriving there. Minimize and remove physical obstructions/barriers 
that impede direct pedestrian access.  

 
• BUILDING ENTRIES. Provide clearly marked building entries that 

can be viewed from the street. Entries from parking lots should be 
subordinate to those related to the street. Buildings should be sited 
in ways to make their entries or intended uses clear to pedestrians. 
Provide clear and direct pedestrian entries from the street, not just 
from parking areas. 
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Residential Apartment 

Typical Pedestrian Compatible 

Typical Pedestrian Compatible 

Residential 
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Office Development 

Typical Pedestrian Compatible 

Typical Pedestrian Compatible 

Commercial Retail Shopping Center 
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Office/Industrial Park 

Typical Pedestrian Compatible 
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• DEVELOPMENT PATTERNS. The location and pattern of streets, 

buildings, and open space must facilitate direct pedestrian access. 
Locate buildings near street corners to improve access to bus stops 
and provide pedestrian connections to neighboring activities. Establish 
appropriate lot patterns that provide direct and visible connections of 
sidewalks between blocks and between cul-de-sacs. Offer more route 
choices along quiet local streets. The following exhibits provide 
examples of typical developments as compared to developments with 
pedestrian compatible improvements. These examples illustrate the 
same development yield for the site, illustrating that good pedestrian 
connections and development opportunities are compatible and 
efficient.  

 
• LIGHTING. Use light fixtures to provide direct indication for 

pedestrian traffic. 
 
• ACCESSORY USES. Ensure that sidewalk uses such as outdoor cafes, 

in high-use retail pedestrian settings, are compatible with direct 
pedestrian access to buildings and other destinations. 

 
Continuity 

Sidewalks should provide a continuous and understandable pedestrian 
network that links schools, neighborhoods, parks, activity centers, and 
other destinations. In order to provide a continuous pedestrian network 
to destinations, the local jurisdiction may require additional sidewalks, 
walkways, or bike paths not associated with a street, or the extension of a 
sidewalk from the end of a cul-de-sac to another street or walkway and 
connections between developments. When necessary to assure the 
public’s safety in using on-site or connecting pedestrian sidewalks, the 
jurisdiction may require a developer to provide on-site or off-site 
pedestrian overpasses, underpasses, or traffic signalization. 
 

• DESIGN ELEMENTS. Consistent design can help to create a uniform, 
readily identifiable pedestrian network. Incorporating the following 
facilities, measures, and elements can provide a uniform, continuous 
pedestrian network: 

 
- Continuous sidewalks on 

both sides of the street; 
 

- A continuous alignment of 
building facades near the 
sidewalk; 
 

- A consistent park strip 
between the curb and the 
sidewalk; and 
 

- Consistent street trees. 
 

• PEDESTRIAN-SCALE. Use pedestrian-scaled furnishings, signs, 
landscaping, and facilities that appears as unified and themed entities in 
pedestrian networks, areas, and corridors. 

 
• ACCESSORY 

USES. Ensures that 
sidewalk cafes and 
other uses/features 
of the sidewalk area 
support rather than 
obstruct a 
continuous 
pedestrian network. 

 
• BRIDGES AND OVERCROSSINGS. Provide bridges and crossings over 

railroads, rivers, drainages, and other features that are major barriers 
to a continuous pedestrian network. Design these crossings to 
minimize out of direction travel. 
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Street Crossings 

Jurisdictions should develop safe, comfortable, and attractive street 
crossings. Intersections crossing multiple lanes require pedestrian 
enhancements. If it is determined that the traffic demand warrants 
additional through or turn lanes, then pedestrian mobility should be 
evaluated to determine whether or not additional pedestrian 
enhancements should be required to offset the traffic impacts on the 
pedestrian. 
 
• ROADWAY DESIGN. Design roadways to improve the safety and 

comfort of arterial street crossings. The greater the number of lanes 
that a pedestrian must cross, the greater is the pedestrian’s exposure 
to vehicles. In addition, 
wider streets tend to 
carry higher volumes 
of traffic and higher 
speeds. Consider the 
following roadway 
design elements: 

 
- Number of Lanes. The number of travel lanes to cross is a 

significant safety factor for a pedestrian crossing the street. When 
the number of travel lanes increase, it is generally in response to 
higher traffic volumes. In addition, the pedestrian is exposed for a 
longer period of time in crossing those additional lanes. 

 
- Lane Widths. Typically, a 

travel lane is 12 feet 
wide. If the lane width is 
reduced, the time it 
takes a pedestrian to 
cross is also reduced. In 
addition, the narrower 
travel lane tends to calm 
or slow traffic, which is a 
benefit to the pedestrian. 

 

- Parking Lanes. When parking lanes exist along the street, the 
pedestrian walk times to cross the street increase as the 
pedestrian must first cross the parking lane before beginning to 
cross the traffic lanes. At intersections, vehicles that make wider, 
higher speed turns often use these parking lanes.  

 
- Travel Speed. Speed is a significant safety factor for pedestrians 

trying to cross a street. Factors that might affect speed include 
minimum cross street traffic, low number of access points, and 
geometric design. As mentioned previously, lane widths also 
contribute to travel speeds. 

 
• CROSSWALKS. Design crosswalks to 

create safe crossings for pedestrians. 
The location and frequency of 
crosswalks along primary arterials, 
secondary arterials, and collector 
streets need to be balanced between 
need, traffic flow, and cost. Whereas 
an optimum pedestrian environment 
would have crosswalks at all major 
activity areas and spaced at 400-foot 
increments, too great a frequency of 
crosswalks can create a situation where the typical driver becomes 
immune to the crosswalk, which might create a safety hazard. The 
following, should be taken into account when considering locations 
for crosswalks: 

 
- All signalized intersections with ADA-accessible pedestrian 

activated push buttons; 

- Locations that will attract high volumes of pedestrian traffic; 

- Locations for safety, such as crosswalks to school sites, transit 
stops or activity areas; and 

- Mid-block crossings at a minimum of 350 feet from adjacent 
intersection crosswalks. 
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In areas that have high volumes of pedestrians crossing a street, pedestrian crosswalks should be installed. The need for these crosswalks is a function of 
roadway type and pedestrian volumes. Roadway types from collector to primary arterial result in more travel lanes to cross in which the pedestrian is 
exposed, higher traffic volumes, and often increased traffic speeds. The accompanying chart is a guideline as to where unprotected intersection and mid-
block crosswalks should be considered based on street width/type and pedestrian volumes. 
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GUIDELINES FOR INSTALLING MARKED CROSSWALKS 
 

Vehicle ADT < 9,000 Vehicle ADT > 9,000 to 
12,000 

Vehicle ADT > 12,000 to 
15,000 

Vehicle ADT > 15,000 

Speed Limit 
Roadway Type 

(Number of Travel Lanes and 
Median Type) < 30 

mph 
35 mph 40 mph < 30 

mph 
35 mph 40 mph < 30 

mph 
35 mph 40 mph < 30 

mph 
35 mph 40 mph 

2 Lanes C C P C C P C C N C P N 
3 Lanes C C P C P P P P N P N N 
Multi-Lane  
(4 or more lanes) with raised 
median 

C C P C P N P P N N N N 

Multi-Lane  
(4 or more lanes) without raised 
median 

C P N P P N N N N N N N 

Source: FHWA 2006 
 
C = Candidate for marked crosswalks 
 
P = Possible increase in pedestrian crash risk may occur if crosswalk markings are added without other pedestrian facility enhancements. 
 
N = Marked crosswalks alone are insufficient and pedestrian crash risk may increase when providing marked crosswalks alone. Consider using other 
treatments such as traffic signals with pedestrian signals where warranted or other substantial crossing improvements to increase crossing safety. 
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MEDIANS, ACCESS MANAGEMENT AND PEDESTRIAN SAFETY 
 
As major roadways within the Casper Urban Area have been constructed in the recent 
past, including facilities constructed by WyDOT, they have not included raised medians. 
WyDOT has indicated that they are acceptable to constructing arterials with raised 
medians but have not done so because businesses along these roadways have argued in 
favor of painted medians and more open access to their businesses.  
 
Raised medians provide access management to improve driving conditions for motorists 
and preserve the arterials traffic capacity and minimize congestion. Access management 
techniques can lead to roads and streets that are dramatically safer and much easier and 
more pleasant to drive. However, research also indicates that several key access 
management techniques are just as valuable to pedestrians. These include: 
 

• Reducing the number of driveways, particularly commercial driveways, within a 
given distance (per block or mile); 

• Providing for greater distance separation between driveway; and 
• Providing a safe refuge for pedestrian crossings with raised medians. 

 
How does access management help improve pedestrian safety? Every sidewalk or path 
that crosses a driveway represents at least four potential pedestrian/vehicle conflict points. 
Reducing the number of driveways per block reduces the number of conflict points 
proportionally. Greater separation of driveways promotes pedestrian safety by reducing 
overlap of the operational areas of driveways. Drivers (and pedestrians) have a difficult 
time mentally processing more than one conflict point at a time; a greater driveway 
separation helps them concentrate on one problem at a time. 
 
Safety research also clearly shows that raised medians at street intersections and/or at 
midblock are a very important design feature for pedestrians. As the table below 
indicates, roads with raised medians are roughly twice as safe for pedestrians. The 
intersection crash rate includes crashes that occur at intersections; the mid-block figure 
includes all other crashes. 
 

PEDESTRIAN CRASH RATES BY FACILITY TYPE 
 

Roadway Type Median 
Midblock 

Pedestrian 
Crash Rate 

Intersection 
Pedestrian 
Crash Rate 

Undivided 4-Lane None 6.69 2.32 
5-Lane (TWLTL) Painted 6.66 2.49 
Divided 4-Lane Raised 3.86 0.97 
Source: Oregon State University 
 
As can be seen in the table, the pedestrian safety characteristics of five-lane TWLTL roads 
are similar to undivided four-lane roads. In order to be effective as a refuge for crossing 
pedestrians, a median must be at least four feet wide. 

• MID-BLOCK CROSSINGS. 
Mid-block crossings should be 
provided where there is an 
existing or potential 
pedestrian demand to cross 
at higher volume roadways or 
streets where crossings are 
greater than 800 feet. Ideally, 
these crossings should be 
accommodated with a refuge 
island. Where mid-block 
crosswalks are installed at uncontrolled locations (i.e., where no 
traffic signals or stop signs exist), crossing islands should be 
considered as a supplement to the crosswalk in order that the 
pedestrian will only cross one lane at a time. Providing an angled 
pedestrian travel way across the median allows oncoming traffic to be 
better viewed before crossing, further improving safety. 

 
• MEDIAN REFUGE 

AREAS. Painted 
medians offer little 
refuge other than 
getting the pedestrian 
out of a lane of traffic. 
Substantive raised 
medians of significant 
width with a cut 
through provide some 
increase in security for 
the crossing pedestrian. 
For arterials with four 
or greater lanes, a raised median refuge island should be designed for 
all intersections and mid-block crossings. Center crossing islands 
allows the pedestrian to deal with only one direction of traffic at a 
time, and they enable them to stop partway across the street and wait 
for an adequate gap in traffic before crossing the second half of the 
street.  
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• SIGNS AND SIGNALS. Pedestrian signal heads should be included for 
all signalized intersections with crosswalks and the heads should be 
easily visible to the pedestrian. It would be desirable for all activity 
areas to have designated pedestrian walk phases. Pedestrian push 
buttons should be required for all other intersections. The location of 
the push button should be easily accessible and not require 
pedestrians to divert from their travel route. Signals without 
dedicated walk phases or push buttons are not acceptable since the 
only way a pedestrian may ever get a green light is when an 
automobile on the side street activates the cycle. 

 
At signal locations that experience a high number of pedestrians, such 
as at transit stops or universities, have experienced a large number of 
pedestrian accidents, or any other area where pedestrians often cross 
during the “Do Not Walk” phase, countdown signal heads should be 
considered to provide additional information about how much time is 
remaining for being able to cross the street. 

 
• LIGHTING LEVELS. The intersection should be well lit so that the 

pedestrian is visible at night. Ensure that street crossings are lit to 
reflect the patterns of use. 

 
• AMENITIES. In pedestrian districts, amenities should include such 

elements as signage and design features that strongly suggest the 
presence of a pedestrian crossing. Enhancements to crosswalks 
including color, stenciling, and pavement treatments should be 
considered for all major intersection entryways to mixed-use centers. 
Develop civic improvements including pedestrian scale elements, 
landscaping, and sidewalk widenings which improve the visibility and 
suggestion of pedestrians at street crossings. 

 

COUNTDOWN PEDESTRIAN SIGNALS 
 

Countdown Signal Head  
 
Countdown pedestrian signals (CPSs) can be used to supplement traditional 
pedestrian MUTCD signals with flashing numbers that count down the number 
of seconds remaining until the end of the pedestrian change interval. The 
countdown is displayed during the pedestrian change interval, which is signified 
by a Portland orange flashing upraised hand, also known as the flashing DON’T 
WALK (FDW). Investigations of CPS effectiveness have generally concluded that 
CPSs provide pedestrians with useful information that helps them to cross the 
street more successfully. However, pedestrian comprehension of the concurrent 
flashing hand is relatively poor and compliance with the legal meaning of the 
flashing hand is low. Therefore, removing the flashing hand from the CPS may 
actually improve pedestrian comprehension and crossing decisions by 
eliminating the source of confusion. This project involved two studies conducted 
to determine the effects of replacing the standard CPS with an experimental 
design that excludes the flashing hand from the pedestrian change interval 
display. 
 
Adequate time must be provided for pedestrians to cross the street safely. 
Countdown signals help by giving pedestrians information about how much 
crossing time remains. There is a good deal of confusion by most pedestrians on 
the meaning of the flashing DON’T WALK signal. While it technically means 
don’t start walking if the pedestrian has not yet started to cross the street, some 
pedestrians and drivers think that they are supposed to see the WALK signal for 
the entire crossing and they will not have enough time to cross as soon as the 
flashing begins. The countdown signal shows the number of seconds remaining 
to cross the street. Some studies have shown that countdown signals reduce the 
number of stragglers in the street when the signal changes, although some 
people may still start late. Countdown pedestrian signal provide pedestrians 
with more information on how much time is left and are very well-received by 
pedestrians. 
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• LINE-OF-SIGHT DISTANCE. Sight distance measures the 
unobstructed view between the motorist and the pedestrian. This can 
be a problem, particularly when a motorist intends to make a left-turn 
under the permissive left-turn phase, and it is difficult to see 
pedestrians around the opposing left-turn vehicle. Sight distance 
should be analyzed as a part of all intersection designs.  

 
• RIGHT-TURN ON RED (LEFT-TURN ON RED ON ONE-WAY 

STREETS). One of the greatest increases in pedestrian accidents has 
been associated with right-turns on red lights. Research has 
determined that an extremely high number of drivers do not stop at 
the crosswalk before making their turn and instead, continue on while 
looking to the left for approaching conflicting vehicles, not pedestrians 
in the crosswalk. Some jurisdictions have installed signs that do not 
permit right-turns on red in specific places and circumstances in order 
to improve safety for crossing pedestrians. 

 
• BULBOUTS/CURB EXTENSIONS. In special 

applications, the City or developer may 
consider bulbouts to reduce traffic speed 
and to improve pedestrian safety. Bulbouts 
are simply intersection curb extensions, 
which extend past the parking lanes, but not 
into the bicycle or through lanes. The 
advantages of bulbouts are as follows: 

 
- Bulbouts provide an entry or 

gateway statement into activity areas 
or where high volumes of 
pedestrians are present. Entering an 
area where a bulbout is present 
provides a clear difference between 
the arterial function and a local pedestrian activity area.  

 

- Bulbouts enhance the visibility of the pedestrian because they 
physically permit the pedestrian to be located closer to the 
travel lanes, especially where parking is permitted, and allow 
the pedestrian to be seen more easily by the driver.  

 
- Bulbouts constrict traffic flow through reduced lateral 

clearance. This reduction effects a reduction in travel speed 
along the corridors and improves safety for both pedestrians 
and vehicles.  

 
- The bulbout changes the turning radius at the intersection, 

which reduces turning speed and vehicle and pedestrian 
conflicts. 

 
- The extension of the bulbout reduces the time it takes 

pedestrians to cross from curb to curb. This reduction in 
pedestrian crossing time consequently reduces the time the 
pedestrian is exposed to moving vehicles. 

 
- Bulbouts change the character of the intersection from 

automobile-dominant to pedestrian-friendly and multimodal-
shared. 

 
- Bulbouts can be an extremely positive visual and aesthetic 

enhancement. Features such as pedestrian lighting, planters, 
and benches create a focal point for pedestrian activity and 
change the character of the intersection from automobile to 
pedestrian. It should be noted that care must be taken when 
aesthetically enhancing bulbouts as such enhancements can 
block sight distances and create accident problems. 
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• MODERN ROUNDABOUTS. The use of modern roundabouts as 
an alternative to conventional stop and signal control 
intersections is becoming increasingly popular in the United 
States. Studies conducted by the insurance industry have 
determined that these types of intersections result not only in a 
significant decrease in automobile traffic at an intersection, but 
also a reduction in pedestrian accidents as well. 

 

White legend

ADA-compliant
ramps

YIELD

Modern Roundabout Pedestrian Crosswalk Treatment

 
 

At a conventional intersection, the pedestrian faces four (4) potential 
vehicle conflicts: 

 
- Crossing movements on red (typically high-speed, illegal); 
- Right-turns on green (legal); 
- Left-turns on green (legal for protected-permitted or 

permitted left-turn phasing); and 
- Right-turns on red (typically legal). 

 
Pedestrians at roundabouts, on the other hand, face two (2) 
conflicting movements on each approach: 

 
- Conflict with entering vehicle; and 
- Conflict with exiting vehicle. 

 
The crossing of the roundabout is relatively simple. The pedestrian 
waits for a gap in traffic and crosses from the curb to the splitter 
island that provides protection, and then crosses from the splitter 
island to the far curb when a gap in traffic occurs. Crossing in two 
steps reduces the vehicle exposure in half for each segment. In 
addition, safety is improved because the vehicles are forced to go 
slower through the roundabout than at a conventional intersection. 
The modern roundabout pedestrian crosswalk treatment consists of: 

 
- ADA Compliant Ramps; 
- Conventional Crosswalk Striping; 
- Raised Splitter Island Pedestrian Pass Through and Refuge; 
- Pedestrian Crossing Sign; 
- Yield Street Markings; and 
- Yield Signs. 

 
Typically, the crosswalk is placed approximately one car length from 
the yield bar to permit the pedestrian to safety walk behind a vehicle 
that is awaiting a merge into the roundabout when traffic permits.  
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Visual Interest and Amenity 

Development plans should include site amenities that enhance safety and 
convenience and promote walking or bicycling as an alternative means of 
transportation. Well-designed walking environments are enhanced by 
urban design elements, street furniture, and landscaping.  
 
• PEDESTRIAN 

FACILITIES AND 
ELEMENTS. Pedestrian 
scale improvements 
should fit the urban 
context of the area. 
The color, materials, 
and form of pedestrian 
facilities and features 
should be appropriate 
to the area where it is 
located, as well as to 
the functional unity of 
the pedestrian 
network. Develop 
attractive 
improvements including 
landscaping, vertical treatments, sidewalk widenings, and furnishing 
which improve the character and pedestrian scale of the urban 
environment. Special design features, public art and site details 
enhance the pedestrian scale of streets and become an urban amenity.  

 
• LIGHTING. Standardized lighting improvements can enhance the 

character of the pedestrian environment. Consider the following 
criteria: 

 
- Varied light spacing and heights to be compatible with site specific 

issues; 
 
- Poles to incorporate pedestrian scale features such as banners, 

potted plants, etc.; and 

 
- Attractive luminaries to provide an organized and unified 

appearance throughout the pedestrian network. 
 
• LANDSCAPING. The careful use 

of landscaping along a street can 
provide separation between 
motorists and pedestrians, reduce 
the visual width of the roadway 
(which can help to reduce vehicle 
speeds), and provide a more 
pleasant street environment for 
pedestrians and bicyclists. 
Consider the following criteria in 
order to provide attractive landscaping: 

 
- Develop a continuous edge of deciduous canopy street trees on 

both sides of the street. Select species that provide shade, 
shelter, and scale for the sidewalk/pedestrian environment, and 
continuity for the pedestrian/ sidewalk environment. 

 
- Develop attractive landscaping by considering the following 

criteria: 
 

ο Reduce clutter of little plants and disorganized planting; 
 
ο Establish patterns/spacing of street trees to provide a formal 

visual rhythm, linear edge, and organization of the sidewalk 
area; 

 
ο Use trees of similar height and structure to provide a unified 

image and cohesive character for feature corridors and 
districts; 

 
ο Use specialty-landscaping themes to help distinguish districts; 

and 
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ο Use landscaping selectively to soften the harsh appearance of 
some buildings and parking lots at sidewalk edge. 

 
• URBAN OPEN SPACES. Attractive urban open spaces with a 

distinctive and definite shape, enclosed by buildings on 2-3 sides so it 
feels like an “outdoor room,” are favored by pedestrians. To be 
useful, these urban open spaces should be located at intersections of 
two or more pedestrian routes. 

 
• RETAINING/BUILDING 

WALLS. Retaining walls 
should be of materials, which 
reduce their apparent scale, 
like brick or stone, or 
treated architecturally to 
create an appropriate scale 
and rhythm. Hanging or 
climbing vegetation can 
soften the appearance of 
retaining walls. High retaining 
walls should be terraced down and include landscaped setbacks. Blank 
building walls and retaining walls should be screened with landscaping, 
architectural features, or art to enrich the pedestrian environment. 

 
• BUILDINGS. Outdoor cafes and activity areas that provide pedestrian 

character and human scale to the sidewalk environment should be 
encouraged. Windows and other openings should relieve blank walls, 
adding visual interest, improving pedestrians’ sense of security, and 
introducing a human scale to building frontages. Appropriate building 
design and details should be used to provide human scale character to 
the street. Incorporate building entry details like porches and 
recesses, occupied spaces like bay windows and balconies. 

 

Security 

Development plans should include 
site amenities that enhance safety 
and convenience and promote 
walking or bicycling as alternative 
means of transportation. Secure 
pedestrian settings should be 
provided by developing a well-lit, 
inhabited pedestrian network and 
by mitigating the impacts of 
vehicles.  
 
• HUMAN ACTIVITY. Streets should appear inhabited to the greatest 

extent possible. New development should accommodate human 
activity by providing balconies, terraces, and yards for residents’ use 
and interaction. In mixed-use buildings, retail elements like large 
windows, canopies, and integrated signage add activity by enhancing 
the shopping experience. Entrances, porches, balconies, decks, and 
seating should be located to promote pedestrian use of the street 
edge by providing weather protection, security, and safety. 

 
• SIGHT LINES. Clear and direct lines of sight in pedestrian settings 

should be provided to increase feelings of security. Minimize the use 
of shrubs, walls, berms, and other vertical features, which screen lines 
of sight to pedestrian facilities to achieve clear and direct lines of sight. 
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• LIGHTING. General 
illumination should be provided 
for security and visual safety of 
pedestrian areas and corridors. 
Use lighting fixtures to identify 
and highlight key pedestrian 
facilities and elements such as 
pedestrian intersections, paths, 
sidewalks, and entrances, while 
enhancing safety, and security. 
Provide a desirable and safe 
pedestrian environment by 
decreasing glare associated 
with tall, high intensity street fixtures. Provide indirect light to the 
sidewalk by lighting elements in the street environment such as trees, 
walkways, canopies, and entryways. Avoid over-illumination of 
pedestrian areas, since these create, by contrast, shadowy areas 
nearby which may be threatening to pedestrians. 

 
• BUFFERS. Develop physical buffers/edges between sidewalks and 

streets/parking lots. 
 
SCHOOL AREA SPEED LIMIT AND SIGNING 
 
Wide high-speed streets can create a barrier to walking to school. This is 
the type of condition that should not occur along a child’s route to school. 
High-speed motor vehicles pose a serious threat to the safety of children 
who are crossing streets. One of the biggest challenges in providing 
children with safe walking and bicycling routes to school involves slowing 
down traffic. 
 
Slower motor vehicle speeds allow drivers to stop in a shorter distance 
and reduce the chance of injuring a pedestrian or bicyclist. A motor 
vehicle traveling on a level surface at a rate of 40 mph will need nearly 300 
feet between the vehicle and the child to stop in time to avoid a collision. 
This distance is reduced to approximately 197 feet for a vehicle traveling 

at 30 mph, 112 feet for a vehicle traveling at 20 mph and 77 feet for a 
vehicle traveling at 15 mph. 
 

 
 

Relationship between motor vehicle speed and braking distance when 
traveling on a level surface. 
 
Pedestrian crash severity is also much lower at low motor vehicle speeds. 
If a pedestrian is struck by a motor vehicle traveling at 40 mph there is an 
85 percent likelihood that the pedestrian will be killed. This percentage 
drops to 45 percent at 30 mph and 5 percent at 20 mph. Thus, slowing 
motor vehicle speeds not only reduces the chance of a crash due to the 
shorter stopping distance that is required, but it also reduces the chance 
of a pedestrian fatality or serious injury. 
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The relationship between pedestrian injury severity and motor vehicle 
impact speeds. 

  
School speed limit signs vary among states, but their main objective is to 
alert drivers that they are entering a school zone and they need to slow 
down for school children. The MUTCD provides guidance for installing 
school area speed limit signs in school zones at a specified distance from 
marked school crosswalks or a certain distance from the edge of school 
property. The school speed limits typically range from 15 to 25 mph. 
Excessive and unreasonable use may lead drivers to ignore the devices.  
 
It is recommended that a speed limit of twenty (20) miles per hour be 
considered for schools within the Casper Urbanized Area. It is further 
recommended that the reduced speed limits should be in effect from 30 
minutes before classes begin each morning until 30 minutes after schools 
dismiss in the afternoon. The maximum distance for the reduced school 
area speed limit is 1320 feet (0.25 miles) along a highway passing a school 
building entrance or exit of a school abutting on the highway.  
 
The MUTCD specifies that school advance warning signs should be used 
in advance of locations where school buildings or grounds are adjacent to 
the highway and the advance warning sign shall be used in advance of any 
installation of the school crosswalk warning sign or in advance of the first 
installation of the school speed limit sign. For the school crosswalk signs, 
the MUTCD specifies that the signs shall be used in conjunction with a 

school advance warning sign and installed at the marked crosswalk, or as 
close to it as possible, including those at signalized locations used by 
students going to and from school, and shall have a diagonal downward 
pointing arrow identifying the location of the crosswalk. School crosswalk 
signs shall not be installed on approach controlled by a stop sign nor shall 
they be used at marked crosswalks other than those adjacent to schools 
and those on established school pedestrian routes. 
 
SIDEWALK MAINTENANCE AND SNOW 
REMOVAL 
 
The Casper Urban Area sidewalks are located within the City’s public 
right-of-way. However, the City has existing ordinances which require 
businesses and residence to maintain these public sidewalks. The City also 
has an ordinance requiring businesses to remove snow from these public 
sidewalks adjacent to their property. There are no similar ordinances 
requiring residents to clear snow. 
 
Based on internet research, the responsibility of maintenance and snow 
removal is not nearly so simple in which cases have been found where 
both the public and the adjacent property owner have responsibilities. 
  
Some court rulings have stated that the municipality is ultimately 
responsible for the maintenance of the public sidewalks and these 
decisions have provided some relief to both landowners and insurers 
because it relieves abutting landowners of the burden of having to 
maintain City sidewalks. 
 
Other court cases have ruled that a commercial defendant had a duty to 
the public to maintain the sidewalks abutting his business and if he failed 
to do so, he would be liable for any pedestrians injured due to a 
dangerous condition on the sidewalk. This duty extends only to the 
sidewalk and not to the curb separated from the sidewalk by a grass strip, 
since the curb is "a significantly less immediate means of pedestrian ingress 
and egress to the abutting property than is a sidewalk. Court rulings in 
favor of business responsibilities require. 
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Determining ultimate legal responsibility for maintenance and snow 
removal is beyond the purview of this study. What is clear is that both the 
City and the adjacent business or residence has some responsibility for 
the safety of the public. Therefore, continuation of the existing ordinances 
where the property owner shall maintain the public sidewalks along City 
streets is recommended. Public sidewalks are necessary in order to 
provide safe passage for pedestrians, including wheel-chair and other 
disabled users. Sidewalks also help maintain strong neighborhoods and 
prevent degradation of green space. It is also recommended that the snow 
removal requirement for businesses be expanded to residents where the 
sidewalk is part of the safe route to school or an obvious route to 
destinations such as transit or commercial areas. 
 
It is further recommended that City conduct some form of sidewalk 
inspection in a cycle of about once every 10 years and notify the adjacent 
property owner of necessary improvements and their responsibility for 
the cost of public sidewalk repair. If sidewalks are damaged as the result 
of private property construction or maintenance, property owners are 
required to restore them to full working order. 
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5. WALKABILITY STUDY PLAN RECOMMENDATIONS  
 
The following chapter provides the Walkability Study Plan Recommen-
dations. There are six plan elements that all need to be addressed. In 
many cases these elements are overlapping, but they all have unique 
implementation efforts for a comprehensive Walkability Plan. These areas 
include: 
 

1. Land Use and Development Standards: Probably the easiest 
place to start in improving pedestrian mobility is to stop doing 
things wrong. In essence these recommendations provide the 
direction for improving current land use and development 
standards that result in good pedestrian facilities that do not need 
to be fixed. 

 
2. Development of Pedestrian Facilities: As the pedestrian 

assessment chapter indicated, the Casper Urbanized Area is not 
doing to bad when it comes to providing pedestrian facilities, but 
like many areas, there is a lot that needs to be done. 

 
3. Education: Many want to do the right thing and build a 

community that accommodates pedestrian mobility as a choice for 
travel, but they need a basic education on what does the 
pedestrian community look like and what needs to be 
incorporated in our land use and planning designs to make that 
happen. Education is also important in simply understanding how 
to be a pedestrian and what are the pedestrian laws. 

 
4. Safety: A minimum requirement for all local jurisdictions and 

WyDOT is to provide a safe transportation system, including the 
safety of pedestrians. 

 
5. Funding: Pedestrian funding has been low on the priority scale 

for a long time and the question becomes what funding options 
and programs are out there for making pedestrian improvements.  

 
6. Maintenance: the final component is how we maintain what 

currently exists plus future pedestrian improvements. 
 

The following Walkability Study Plan Recommendations have been 
collected from a variety of pedestrian planning efforts around the country. 
In review of these various plans, certain common topics or themes kept 
recurring which is appropriate for the Casper Urban Area as well. Some 
elements are specific to the Casper area. Recommendations have been 
organized according to the topics listed above and include one or more 
goals for each topic, one or more objectives for each goal and a series of 
implementation strategies.  
 

Vision: To establish pedestrian travel as a viable, convenient, and 
safe transportation choice throughout the Casper Urban Area. 

 
LAND USE/DEVELOPMENT STANDARDS 
 
Land use patterns have a critical impact on pedestrian circulation. 
Development trends such as suburban sprawl and decentralization result 
in inconvenient linkages between residential areas and shopping and 
employment centers and creates disincentives for walking. Opportunities 
to provide accessible, safe, convenient, and inviting environments for 
walking should include adoption of effective land use planning and design 
standards. 
 
GOALS AND OBJECTIVES 
Goal Promote and guide land use that is conducive to pedestrians and 

results in a mode shift away from automobiles and towards 
pedestrians. Provide pedestrian amenities and promote land 
uses that enhance public spaces and neighborhood commercial 
districts. 
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Objectives: 

 
• Provide and maintain a safe, convenient and enjoyable 

walking environment that responds to the varied needs of a 
diverse walking population. 

 
• Incorporate Pedestrian Design Guidelines into policies, 

streets and development standards to provide safe, 
convenient, and enjoyable walking. 

 
• Promote faster coordination between jurisdictions in the 

planning and implementation of bicycle, trails, transit, 
pedestrian, and other alternative transportation modes. 

 
• Provide beautiful streets that are aesthetically pleasing, safe, 

multi-modal, and livable.  
 

• Encourage the inclusion of street furniture, landscaping, and 
art in pedestrian improvement projects. 

 
IMPLEMENTATION STRATEGIES 

1. Jurisdictional Support: Support from local planning 
jurisdictions is critical to the successful implementation of the 
Walkability Plan. First, local planning commissions can require the 
provision of pedestrian infrastructure in new development and 
redevelopment projects to proactively eliminate the need for 
costly retrofit projects in the future. Second, walking rates are 
directly influenced by land use patterns and community designs 
regulated by local planning commissions. 

 
The Urban Area should work with local planning agencies and 
commissions to: 

 

• Adopt the Walkability Plan as an element of local 
comprehensive plans. 

 
• Develop and adopt greenway/trail plans as elements of local 

comprehensive plans. 
 

• Require that greenway trails be built during development or 
assess exactions in lieu of construction of use by local 
governments for trail construction at a later date. 

 
• Revise Subdivision Regulations to require the construction 

of “complete streets’ during new development.  
 

• Incorporate more walkable development patterns in local 
Land Use Plans. 

 
• Revise Zoning Ordinances and/or develop design guidelines 

to provide for more pedestrian-friendly site designs.  
 

2. Improve the visual quality of streetscapes. Design of the 
streetscapes, particularly in neighborhoods and commercial 
centers should be pedestrian-oriented and include lighting, 
directional signs, trees, benches, and other support facilities. 
Identify pedestrian routes in neighborhood commercial districts 
and in the downtown to prioritize streetscaping improvements.  

 
3. Promote land uses and site designs that make walking 

convenient and enjoyable. Use building and zoning codes to 
encourage a mix of uses, connect entrances and exits to sidewalks 
and eliminate blank walls to promote street activity. Promote 
parking and development policies that encourage multiple 
destinations within an area to be connected by pedestrian trips. 
Encourage the inclusion of public walkways or trails in large, 
private developments. Encourage the development of pocket 
parks and plazas that are along the pedestrian route network. 
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4. Incorporate pedestrian planning into the development 
review process. Require applicants for development approvals 
demonstrate that the project addresses directness, continuity, 
connectivity, street crossings, visual interest and amenities, and 
security for pedestrians consistent with the goals of the 
Comprehensive Plan, the Long Range Transportation Plan, and the 
guidelines contained in this Walkability Plan. Update the Municipal 
Code and Zoning Ordinance to include specific finding(s) for 
project approvals relevant to pedestrian mobility and connectivity 
(See Appendix E for a conceptual development review checklist 
for all new development projects).  

 
5. Sidewalk Construction: Mandate completion of sidewalks in 

new subdivisions by the original subdivision developers or lot 
owners by a date certain or after a certain percentage of the 
subdivision has been sold. Staff should develop a mechanism to 
implement this policy.  

 
6. Incorporate best practices into appropriate municipal 

codes, standards, policies and guidelines. Chapter 4 of this 
Walkability Study identifies a number of recommended guidelines 
and street design standards that would improve pedestrian 
mobility. Each jurisdiction should review in detail these best 
practices and incorporate those appropriate into municipal codes, 
standards, policies, and guidelines. Some of these improvements 
are not currently practiced in the Casper area and may require 
modification to some existing and contradictory street standards. 
The plan recommends both permitting and encouraging these 
modifications. 

 
DEVELOPMENT OF PEDESTRIAN FACILITIES 
 
Pedestrians need safe, convenient, efficient, compact, accessible, and 
inviting facilities and environments for walking. Pedestrian trips for 
transportation purposes require support facilities and amenities, as well as 
well-planned routes and linkages between origins and destinations. 

Increasing numbers of people are also walking for recreational and fitness 
purposes. Facilities that support these purposes, such as trails, greenways, 
open space, and off-route amenities are also needed. Create a pedestrian 
infrastructure by planning, designing, constructing, and managing 
transportation and recreation facilities that will accommodate and 
encourage use by pedestrians and be responsible to their needs. 
 
GOALS AND OBJECTIVES 
Goal Develop, build, and maintain a diversity of pedestrian facilities 

that recognize the region’s character, variety and intensity of 
land use patterns, and is responsive to the region’s diverse 
population. 

 
Objective:  
 
• Build new pedestrian facilities that accommodate the needs 

of all types of pedestrians in new developments and retrofit 
existing areas to accommodate pedestrians. 

 
Goal Provide a regional pedestrian network that identifies and safely 

links on- and off-street transportation modes with pedestrian 
areas and destinations. 

 
Objectives:  

 
• Integrate appropriate pedestrian facilities into all levels of 

planning, design, construction, and maintenance activities 
relative to transportation as defined by design performance 
guidelines in the Plan. 

 
• Link primarily transportation-related pedestrian facilities to 

other pedestrian support facilities, such as urban trails, 
bicycle facilities, pathways, etc. 

 
• Include pedestrian needs in regional and local trail and 

bicycle plans. 
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• Use pedestrian linkages to transit to maximize connections 

between origins and destinations.  
 

• Include a pedestrian element in all local General Plans. 
 
IMPLEMENTATION STRATEGIES 

1. Construction and Enhancement Projects: There are many 
low-cost ways in which pedestrian improvements can be made to 
existing roadways. The cost of adding pedestrian facilities during 
road widening and reconstruction projects is relatively small 
compared to overall project costs. Resurfacing projects may also 
provide opportunities for pedestrian projects through the 
addition of enhanced crosswalks and curb ramps. However, it 
should be noted that many roadways within the region will never 
be widened and streets are generally only resurfaced every 10-15 
years. In cases where no roadway improvements are scheduled in 
the near future, independent pedestrian projects will be necessary 
for successful plan implementation.  

 
2. Provide a complete sidewalk network free of broken or 

missing sidewalks or curb ramps. In most residential 
neighborhoods, a five-foot sidewalk would provide enough space 
for two people to walk side by side. Arterial or major streets 
should have a five-foot detached sidewalk with an eight-foot tree-
lawn/amenity to provide increased distance between pedestrians 
and vehicles. Where adjoining businesses or other destinations 
would attract more pedestrians, the sidewalks should be about 
seven feet wide to accommodate wheelchairs traveling side-by-
side, or two people walking together while passing a third. In high 
use areas, such as in downtowns, on shared-use paths, or around 
schools, community centers, and parks, sidewalks of 10 to 12 feet 
are preferable. 

 

3. Include appropriate pedestrian facilities in all local and 
state roadway construction and reconstruction projects. 
Conduct a pedestrian crossing level of service assessment for all 
proposed major roadway improvements that add capacity through 
additional through lanes and/or additional turn lanes to determine 
the impact the proposed roadway has on pedestrian mobility and 
identify and construct mitigation to offset the pedestrian impact. 
Review local and state resurfacing projects for potential 
pedestrian improvements such as curb ramp installation/repair 
and improved crosswalk markings. 

 
4. Develop a system of signage for pedestrian facilities, 

including walkways and trails.  
 

5. Work cooperatively with the Wyoming Department of 
Transportation. The Wyoming Department of Transportation 
(WyDOT) is responsible for the construction, improvement, 
and/or maintenance of state and federal roads in the Casper area. 
Development projects within the state right-of-way are not bound 
by the rules and regulations of local jurisdictions. However, 
WyDOT is required through FHWA to provide for “Complete 
Street” improvements including safe and convenient pedestrian 
sidewalks and street crossings and coordinate these efforts with 
the local jurisdiction. Municipalities within the Casper area should 
work cooperatively with WyDOT to encourage development of 
pedestrian infrastructure, where feasible. 

 
EDUCATION 
 
Education and encouragement are essential to the success of pedestrian 
systems. Building trails, sidewalks, and other facilities is important, but the 
bottom line is getting the public to safely use the facilities by 
demonstrating that pedestrian transportation provides real benefits and by 
teaching safe user skills. Strong efforts aimed at encouraging changes in 
travel behavior and educating system users about basic safety and traffic 
laws, need to be made regularly to have any effect and create mutual 
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respect among all roadway users. Successfully raising public and 
government awareness about the importance of bicycle and pedestrian 
transportation, as well as how to best implement regional and local 
networks and safely use them will rely upon ongoing collaboration 
between citizen interest groups and government agencies. 
 
GOALS AND OBJECTIVES 
Goal  Educate citizens, community groups, business associations, and 

developers on the safety, health, and civic benefits of walkable 
communities. 

 
Objectives:  
 
• Promote safe and courteous walking and driving and the 

benefits of walking through targeted outreach programs. 
 

• Improve motorists understanding of the need to share the 
roadway with non-motorized travelers, especially at 
intersections and crosswalks. 

 
• Implement pedestrian safety education programs to 

improve observance of traffic laws, and to promote safety 
for pedestrians of all ages. 

 
• Promote workplace walking incentive programs. 

 
• Develop and implement comprehensive education programs 

including safety campaigns and training to law enforcement 
officials, school children, motorists, bicyclists, and 
pedestrians.  

 
Goal Develop educational programs to promote the benefits of 

pedestrian-oriented design. Initiate demonstration projects to 
illustrate these benefits using potential pedestrian demand and 
pedestrian design techniques. 

 

Objectives: 
 

• Construct facilities that demonstrate successful pedestrian 
design.  

 
• Distribute the Pedestrian Design Guidelines and/or 

Walkability Plan to a broader audience.  
 

• Provide professional development and training for creating 
successful pedestrian-oriented design. 

 
• Evaluate proposed pedestrian projects using the objective 

criteria developed in this Plan to help gauge how the 
projects will meet potential pedestrian travel demand and 
to what extent the proposed projects will improve walking 
conditions. 

 
IMPLEMENTATION STRATEGIES 

1. Integrate Pedestrian Safety into Driver’s Education and 
Testing. Work with the Department of Motor Vehicles to 
ensure that motor vehicle laws regarding pedestrians are 
emphasized in driver education materials and driver tests. 
Produce materials on basic pedestrian safety laws and distribute in 
a wide variety of venues. 

 
2. Increase Communication with Stakeholders. Many people 

are unaware of their rights and responsibilities as bicyclists, 
pedestrians, persons with disabilities, and motorists sharing the 
same roadways. Public and stakeholder communication is needed 
to increase public awareness and understanding of these issues. 
Staff and financial resources should be provided to support the 
creation of educational and promotional programs to encourage 
walking as a safe, viable, comfortable, healthy, and convenient 
mode of transportation. Significantly increase the use of print and 
broadcast media to educate the public about the beneficial role 
pedestrian transportation plays in providing increased regional 
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accessibility and mobility, the positive social, health, and 
environmental impacts of walking and the need for investment in 
facilities and programs. Produce, regularly update, and distribute 
maps of pedestrian routes.  

 
3. Provide Professional Development and Training. Agencies 

are continuously challenged to integrate the needs of multiple 
users and user groups into the planning, design, and operation of 
transportation facilities and services. This strategy focuses on 
developing professionals with specialized knowledge and skills in 
the travel needs of pedestrian through professional development 
and training. Include a pedestrian planner in the planning and 
development review process.  

 
4. Build Partnerships. Reach out to groups that are potential allies 

in creating a more walkable region: people who enjoy walking, 
people with mobility impediments, elderly people, advocates for 
children, crime watch groups, health organizations, bicycle 
advocates, universities, neighborhood groups, clean air groups and 
others. Develop a broad-based, citizen-led committee to support 
and/or identify improvements to the physical pedestrian 
environment. Work with pedestrian advocacy groups to 
coordinate efforts and to provide materials and information to 
help facilitate pedestrian improvements in their neighborhoods. 

 
SAFETY 
 
Pedestrian accidents and injuries, hazardous traffic conditions, lack of 
enforcement of traffic laws, poor maintenance of walkways, insufficient 
lighting and security along facilities and lack of pedestrian training 
programs have been cited as problems that contribute to safety needs. 
Develop and implement programs that will result in reduction of crashes 
and a greater sense of security and confidence for pedestrians. 
 

GOALS AND OBJECTIVES 
Goal Create a street environment that strives to ensure pedestrian 

safety. 
 

Objectives:  
 
• Improve pedestrian crossings in areas of high pedestrian 

activity where safety is an issue. Include flashing pedestrian 
yield crossings at high demand unsignalized intersection 
crossings. 

 
• Add countdown pedestrian signals to improve pedestrian 

safety at dangerous intersections. 
 

• Strive to maintain a complete sidewalk network free of 
broken or missing sidewalks or curb ramps. Target high 
demand pedestrian areas. 

 
• Control speeds of motor vehicles to the appropriate level. 

Use traffic calming techniques on residential roadways to 
ensure compliance with speed limits. 

 
• Reduce the number and/or width of motor vehicle travel 

lanes on major roads to safely accommodate pedestrian 
crossing and enhance street appearance, etc. where 
possible. 

 
• Provide regular and routine enforcement of all bicycle, 

pedestrian, and motor vehicle laws. 
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IMPLEMENTATION STRATEGIES 
1. Improve pedestrian crossings. Change the character of 

roadways (e.g., arterials and major collectors) to allow safe and 
convenient crossing by pedestrians and cyclists. Prioritize 
upgrades to non-signalized or stop-controlled intersections with 
flashing yield pedestrian signs within two blocks of schools, elderly 
housing projects, and other areas with high pedestrian activity and 
recommend funding at least two upgrades each year. Consider the 
full range of design elements to improve pedestrian safety, 
including traffic calming and lane/width reduction. Analyze auto-
pedestrian accidents annually and recommend funding at least one 
project per year to reduce the incidences of auto-pedestrian 
conflicts. Provide pedestrian/multi-use bridges and crossings over 
railroads, rivers, and other features that are major barriers.  

 
2. Add countdown pedestrian signals to complement 

MUTCD improvements to improve pedestrian safety at 
dangerous intersections. Review the signal timing program to 
ensure that it incorporates the needs of pedestrians by providing 
adequate crossing times. Create guidelines, priorities, and a 
schedule for the installation of countdown pedestrian signal heads 
at locations with significant pedestrian crossing volumes. Every 
two years evaluate routes and locations where enhanced signals 
will improve pedestrian safety and accessibility.  

 
3. Provide adequate, glare-free street lighting. Implement 

pedestrian-scale lighting at regular intervals in areas of high 
pedestrian activity to promote pedestrian safety and discourage 
criminal activity. Develop and coordinate lighting upgrades and 
recommendations with the local rules and regulations. 
Incorporate lighting that enhances pedestrian safety into projects 
at intersections with high pedestrian activity. 

 

4. Prioritize the enforcement of traffic laws that protect 
pedestrians. Develop a fine structure that discourages walking 
and driving behaviors that threaten safety or access of 
pedestrians. Investigate devices that could assist in law 
enforcement (i.e., the use of cameras at intersections, radar trailer 
deployment in high speed areas). Develop a program of targeted 
enforcement of the pedestrian’s right-of-way at unsignalized 
crosswalks. Work to change traffic laws that now require 
motorists and cyclists to yield to pedestrians instead require that 
motorists and vehicles stop for pedestrians.  

 
FUNDING 
 
The regional pedestrian network will be very difficult to implement 
without securing new revenues. Communities may use a variety of funding 
sources for pedestrian projects ranging from local, state, and federal 
dollars to private or corporate donations. There are often rules and 
procedures that must be followed to obtain and use each funding source. 
A discussion of the various types of funding sources available for 
pedestrian projects is included in Appendix F.  
  
GOALS AND OBJECTIVES 
Goal Provide funding for pedestrian facility development that results 

in walking as a viable transportation choice of transportation in 
the region. 

 
Objectives:  
 
• Provide dedicated and on-going pedestrian funding sources 

to ensure the construction of pedestrian areas and facilities. 
 
• Identify and encourage funding to fully integrate pedestrian 

projects and programs in all transportation and 
development projects. 
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• Provide a staff position at the local level to oversee 
pedestrian programs and facilities to maximize pedestrian 
potential in all planning and development projects. 

 
• Promote the benefits of pedestrian projects and remove 

barriers to their acceptance through the funding of 
demonstration projects. Publicize and market successful 
existing pedestrian areas and projects in order to support 
increased funding. 

 
IMPLEMENTATION STRATEGIES 

1. Utilize the full flexibility of federal transportation funding. 
Take advantage of the flexibility of federal transportation funding 
under the Safe, Accountable, Flexible, Efficient Transportation 
Equity Act: A Legacy for Users (SAFETEA-LU) by ensuring that 
the criteria for awarding funds includes pedestrian transportation 
projects, As new transportation funding sources are identified, 
assure that a share be provided (ideally at least four percent 
which is the percent of people who walked to work in the State 
of Wyoming) for non-motorized projects and programs. 

 
2. Dedicate resources to actively pursue grants and other 

funding source for pedestrian projects. Based on the 
potential of grant funds to leverage other funding, municipalities 
should actively pursue these sources, dedicate funds through 
existing funding resources to meet local “match” requirements, 
and strongly support grant applications for pedestrian 
improvements. 

 
3. Provide greater support for partnerships with business 

districts, urban renewal districts, and property owners. In 
accordance with Wyoming Statute Section 15-4-244 (Casper 
Municipal Code 2007), property owners have the responsibility to 
construct the sidewalk and most sidewalks have been built by the 
adjacent property owner. The plan recommends using the City’s 
authority to require these improvements where they are missing. 

Requiring adjacent property owners to make improvements could 
make a significant contribution to the sidewalk network. Since this 
strategy would be a departure from past practice, it might 
generate resistance from property owners. Consideration should 
be given to funding a program that would assist property owners 
in constructing the sidewalks adjacent to their property. Consider 
dedicating funds to address extraordinary costs associated with 
constructing facilities in an existing built environment. A program 
that combined low-interest loans and public sector participation 
could serve to encourage property owners to make needed 
improvements. 

 
4. Investigate the possibility of using other methods to fund 

pedestrian improvements. There are many ways in which 
communities have provided funding for pedestrian projects, aside 
from state and federal funds and grants, including, legislative 
allocations, private donations, Local Improvement Districts, and 
levies or user taxes. Information on various funding mechanisms is 
provided in Appendix F. 

 
MAINTENANCE 
 
Integrating walking into the planning, inventory and maintenance routines 
of transportation agencies is as important as addressing roadway and 
development design policy. System inventory activities that address 
walking will help ensure sufficient accommodation in future years. 
Sensitive maintenance routines will address aspects of the transportation 
system that matter to pedestrians and individuals who are mobility 
impaired. Maintenance remains a local responsibility. Implementation of 
this strategy will require coordination with local agencies.  
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GOALS AND OBJECTIVES 
Goal  Preserve, protect, and maintain the existing bicycle and 

pedestrian facilities and rights-of-way including bike lanes, 
roadway shoulders, sidewalks, crosswalks, trails, and side paths. 

 
Objective: 
  
• Integrate bicycling and walking into planning and roadway 

maintenance routines. 
 
IMPLEMENTATION STRATEGIES 

1. Institute a program to regularly improve and repair 
unfavorable conditions. Develop long-term life-cycle cost 
facility management plans and capital budgeting procedures to 
ensure proper upkeep and rehabilitation of pedestrian 
transportation facilities. Conditions such as uneven sidewalks, 
broken asphalt in crosswalks and installation of new curb ramps 
should be repaired. Provide regular maintenance of all pedestrian 
facilities (e.g., street sweeping, surface repaving, pavement 
markings, and signage maintenance). 

 
2. Evaluate maintenance routines implemented at local 

levels to determine if practices need to be changed to better 
address the needs of bicyclists and pedestrians. 

 
3. Encourage people to report maintenance needs. Establish a 

program for citizens to report places and situations that are 
difficult for pedestrians including traffic signal problems, sidewalks 
in need of repair, vegetation obstructing sidewalks and sidewalk 
snow clearance. This program may include an internet-based form 
that allows residents to request maintenance work. 

 
4. Keep sidewalks clear from vegetation. Conduct a public 

education campaign to inform property owners of sidewalk 
maintenance responsibilities. Inform residents about the impact of 
overgrown shrubbery on pedestrians. Ask residents to trim 
vegetation that infringes on a clear travel path. Possible organize a 
“Trim Your Shrubbery Day” with the help of neighborhood 
associations and environmental groups. 
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APPENDIX A: PUBLIC INVOLVEMENT 
 
The public involvement process for the Casper Walkability Study 
consisted of a Technical Committee, a Stakeholder Advisory Committee, 
a Walkability Survey and a public meeting. Each of the public process 
inputs provide insights on pedestrian mobility within the Casper 
Urbanized Area including what residents liked about walking within the 
area, where they walked and their walking wishes.  
 
TECHNICAL COMMITTEE 
 
The Technical Committee was made up of planning and engineering staff 
from Casper Area jurisdictions including the Wyoming Department of 
Transportation and schools. Two meetings were held for Technical 
Committee review of information and input. The first meeting was held 
on April 23, 2007 where the overview of the work plan was presented, 
discussions of available data, stakeholder identification and survey 
development. A presentation of the pedestrian level of service was also 
presented and a preliminary Walkability survey was presented. A second 
meeting was held on October 15. This planning effort presented a draft 
plan of the survey findings, best practices and preliminary 
recommendations for the Walkability Plan.  
 
STAKEHOLDER ADVISORY COMMITTEE 
 
A broad stakeholders group was identified to assist in the Casper Area 
Walkability Plan. This group represented youth and schools, seniors, 
mental health community, persons with disabilities, health clubs, chamber 
and others interested in special needs for walking within the Casper 
Urban Area. This group met on June 27, 2007. The meeting focused on 
the Walkability Plan work program and schedule, a lengthy discussion on 

key pedestrian issues, the Neighborhood Walkability Survey and the 
public workshop. 
 
WALKABILITY SURVEY 
 
A Walkability Survey was prepared and distributed to neighborhoods, 
special interest groups and all others interested in walking. A copy of this 
survey is presented at the end of this appendix. A summary of the survey 
results is presented in the following table. 
 
PUBLIC WORKSHOP 
 
A public workshop was held October 15, 2007. The Public Workshop 
was advertised in the newspaper and broadcast on local radio. Attending 
the public were interested residents from the Casper Urban Area, the 
Steering Committee and the Stakeholder Advisory Committee. The 
workshop included a PowerPoint of what is a good pedestrian 
environment, how do we measure the pedestrian environment, the 
results of the pedestrian facilities inventory and the Walkability survey.  
 
The workshop included a breakout session where small tables were able 
to address key issues such as where do you like to walk and why, what is 
the type of things that would increase how often you might walk, and 
what are your walking wishes. A mapping exercise which identified specific 
pedestrian problem areas was also included in the small group break-out 
sessions. The results of this workshop are presented in the following 
tables. 
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PUBLIC WORKSHOP COMMENTS: OCTOBER 
15, 2007 
 
WHERE DO YOU LIKE TO WALK AND WHY? 

• Downtown Area 
• Run on trail system, no conflicts 
• All over town/uses bus 
• Within neighborhood/Paradise Valley 
• Poplar and Outer Drive in residential neighborhood 
• From home to gym (downtown), to mall 
• To Caper Mountain 
• Waterford around Centennial Drive high 
• Walk to work (to Landmark Drive) 
• In parks 
• Along greenways 
• Neighborhood 
• Downtown 
• Along Platte River 
• Towards mall 
• Event Center 
• Big tree area (detached sidewalks) 
• Errands, shopping 
• JTL ponds 
• Drainage ways 
• Church 
• Cy and parts of 2nd Street 
• Beltloop 
• Between 5th going south towards 12th (behind hospital) 
• Historic neighborhoods/district 
• Rail Trail 
• Golf course - Three Crowns recreation (bike/walk) 
• Parkway Trail 
• Garden Creek Trail 
• Used to bike Outer Drive until speeds increased 
• North Casper 
• Crossroads/Platte River Parkway 
• Grant Street shopping 

 
WHAT ARE THE TYPE OF THINGS THAT WOULD 
INCREASE HOW OFTEN YOU MIGHT WALK? 

• Poorly designed intersections - 5 points, ADA ramps, etc. 
• Sidewalk conditions - connectivity broken 
• Driver behavior 
• Street crossing on Blackmore Road/Landmark Drive is dangerous (too 

fast) 
• Snowplows cover sidewalks 
• 12th/Beverly - sidewalk crosswalk to far from intersection 
• Kimball/2nd Street (SE) traffic doesn’t yield on curve 
• Wyoming Blvd/2nd Street pedestrian refuge/island 
• King Blvd/Poplar - ADA compatibility 
• First/Center timing 
• Walcott/Midwest/Durbin/Natrona Library - confusing intersections 
• 13th/Cy - no curb ramp 
• Disconnectivity 
• Sidewalks missing 
• Increase “walkable” corridors as main pedestrian access 
• Yellowstone/1st - awkward intersection isolates path 
• Shovel walks 
• Dogs - frightening 
• Snow and ice on sidewalks 
• High volume intersections/no island 
• Non-responsive walk signals 
• Lack of ADA ramps/curb cuts 
• Awkward, misaligned intersections 
• Lack of yield to pedestrian signs 
• Drinking fountains, bathrooms (in parks) and along trails, more trash 

cans 
• Grocery store (downtown) 
• More east/west connections 
• Maps, signage 
• Benches 
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• Detached sidewalks 
• Better signage for pedestrian paths across through Verda James park 
• Bridges along parkway and residential areas 
• Slower crossing lights 
• 2nd Street improvements - an alternative to 2nd Street 
• Continuing old railroad 
• More landscaping, visual amenities 
• Casper Mountain Road towards College - sidewalk level place to walk 
• Amount of trails and connectivity/paved trails 
• Rail Trail connect to Platte River Parkway (Nancy English) 
• Public education on rights of users and pedestrian crossings 
• Promoting walking (i.e., downtown housing) 
• Lighting - no lights and too low of wattage 
• Crossing 12th/13th Streets/elsewhere 
• More off-road possibilities 
• Pamphlet material/public handouts 
• Downtown code enforcement (sidewalks falling apart, benches, trash) 
• Winter conditions - walking in roads 
• Adding more bike lanes (i.e., Center Street) 
• Sidewalk bulbouts at intersections for crossing obstacles/safe 

intersections 
 
WHAT ARE YOUR WALKING WISHES? 

• $6 gallon of gas/fewer cars 
• Alternate route to high traffic commercial 
• Tunnels/bridges/trails separation from traffic 
• Public education for motorists - remind people that people are walking 
• Trail system downtown needs yield signs that flash 
• Increase the number of walkers 
• Wider sidewalks 
• Lighting at intersections/curbs 

• Detached sidewalks 
• Don’t’ take way cars 
• Well maintained sidewalks 
• Signage/routes/maps 
• Busy streets with better pedestrian facilities 
• More gravel trails, benches 
• More trails 
• Drinking fountains and bathrooms 
• Coffee shops 
• Well maintained sidewalks (level, no cracks) 
• Walkway at Wyoming Boulevard 
• Mountain Road? 
• Spend gas tax money on walkability/increase gas tax 
• Crosswalk at soccer fields 
• K Street lighted crosswalk 
• Yellowstone Highway west from Center 
• Countdown signs 
• Put signage on less busier streets for handicapped 
• Connected off-road trail system - not right on the roadway 
• Paved trails 
• Designate streets (non-collector) that may be used as connectors, 

especially for cycling 
• Signs that emphasize pedestrian rights, crossings, etc. 
• Amenities (i.e., bike racks) 
• WyDOT consider pedestrian traffic as much as they do the car - new 

and existing 
• New developments: design should take into consideration pedestrian 

facilities (i.e., parking, sidewalks, amenities, etc.) 
• Better lighting especially city/downtown similar blocks 
• Control speeding 
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RESULTS FROM CASPER WALKABILITY SURVEY 
 

Direct 
Pedestrian 

Connections 
From A to B

Complete 
Missing 

Segments 
of 

Sidewalk 
and/or 
Trails

Nicer 
Landscaping 

and/or 
Amenities 

Like Benches

More or 
Better 
Marked 

Crosswalks

Better 
Traffic 

Control

Count-
Down 

Crosswalk 
Signal 
Heads

More 
Street 

Lighting

53% 68% 29% 15% 29% 6% 15%

Where Do You walk?

What are the top 3 things you would like?

38%

Transportation to Work

3.2

Transportation to School

1.7

Transportation to 
Shopping, 

Entertainment, Dining, 
etc.

3.1

About how far away is your usual destination (one-way trip) when you walk to (miles)?

Recreation, Exercise, 
Training, etc.

1.9

Recreation, Exercise, 
Training, etc.

88%

Transportation to Work

32%

Transportation to School

3%

Transportation to 
Shopping, 

Entertainment, Dining, 
etc.
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Yes
Some 

Problems

Sidewalk 
Started and 

Stopped

Sidewalks 
were Broken 
or Cracked

Sidewalks 
were 

Blocked 

No 
Sidewalks, 
Paths, or 

Shoulders

Too Much 
Traffic

Something 
Else?

35% 65% 15% 38% 41% 9% 12% 21%

Yes
Some 

Problems
Road Was 
Too Wide

Traffic Signals 
Made Us Wait 
Too Long or 
Did Not Give 
Us Enough 

Time to Cross

Needed 
Striped 

Crosswalks 
or Traffic 

Signals

Parked Cars 
Blocked 

Our View of 
Traffic

Trees or 
Plants 

Blocked 
Our View 
of Traffic

Needed Curb 
Ramps or 

Ramps 
Needed 
Repair

Something 
Else?

59% 35% 3% 9% 3% 3% 6% 6% 24%

Yes/No

Yes
No

Yes
Some 

Problems:

Needed More 
Grass, 

Flowers, or 
Trees

Scary Dogs
Scary 

People
Not Well 
Lighted

Dirty, lots 
of Litter 
or Trash

Something 
Else?

68% 29% 9% 9% 9% 6% 18% 3%

Was it easy to cross streets?

Was your walk pleasant?

Walk on sidewalks or 
shoulders facing traffic 
where there were no 

sidewalks? 
71%
29%

90%
10%

Did you have room to walk?

Cross with the light?

Was it easy to follow safety rules? Could you…

Cross at crosswalks 
where you could see and 

be seen by drivers?

94%
6%

Stop and look left, right, 
and then left again before 

crossing streets?

97%
3%
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Finish "Rails to Trails"

Sidewalk/Driveway Transitions

What are your walking wishes? What would like to see in your neighborhood?

More people walking - it's encouraging. Pedestrian paths that run N/S to connect with existing E/W. 

Street Lighting

Snow Removal

Finish some portions of sidewalk that are missing.

Better traffic control.

Landscaping

No Blocking of Sidewalks

Improve Crossings at Major Streets

Detached Sidewalks

Connections To and Between Existing Trails

More Pedestrian/Bike Bridges

Trimming of bushes along sidewalks.

Less unleashed dogs.

Sidewalks need to be cleared of ice and snow so that I don't have to 

walk in the street.

Crosswalks repainted more often, and stop bars.

High speed traffic too close to sidewalks.

I wish drivers were pedestrian friendly.

Repair of broken sidewalk sections.

Wide sidewalks.
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APPENDIX B: PEDESTRIAN FACILITY SURVEYS 
 
1 Events Center South 

2 CY Ave / SW Wyoming Blvd 

3 Sunrise Shopping Center 

4 South Eastridge Mall 

5 Casper College  

6 Paradise Valley 

7 North Casper 

8 Fairgrounds / Westwood 

9 Central Casper 

10 South of East Second St / East Second St 

11 Downtown / Westwood 

12 North of East Second St 

13 Barr Nunn 

14 Mills 

15 Evansville 

16 River West / Cottonwood 

17 Wolf Creek 

18 Valley Hills 

19 Sunrise Hills 

20 South Central Casper 

21 Pineview Meadows / Manor Heights 

22 Eastgate / Blackmore Vista / Centennial Hills
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PEDESTRIAN SURVEYS: AREA 1 
 
EVENTS CENTER SOUTH 

 
• Directness: Low. There are very few sidewalks in the 

area. There are limited sidewalks on the north side of F 
Street to serve the hotels and restaurants. Otherwise, 
there are no pedestrian connections between locations. 

• Continuity: Low. With few sidewalks, continuity is low. 
Even though the area north and east of the Events 
Center is parkland, the specialized facilities here (such as 
model airplane field, auto racetrack, and shooting 
facilities), are not pedestrian destinations. Therefore, the 
lack of sidewalks and pedestrian facilities in that area is 
not a concern. 

• Street Crossings and Safety: Low. There are limited 
crosswalks in the area and no easy means of crossing the 
streets. 

• Visual Interest and Amenities: Low. There is little 
visual interest along the roads and amenities are few. 
There is a covered bus stop in the area; however, it 
does not connect to any pedestrian system. 

• Security: Low. With few sidewalks in the area, 
pedestrians are forced to walk in or on the side of the 
road. 
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PEDESTRIAN SURVEYS: AREA 2   
 
CY AVENUE / SW WYOMING BOULEVARD 

 
• Directness: Low. Directness suffers in 

this area from the layout of the 
neighborhood streets. Additionally, 
missing connections between the 
neighborhood and nearby commercial 
areas force pedestrians to walk out of the 
way. A makeshift dirt path appears to be 
heavily used that connects the residential 
neighborhood with CY Avenue. 

• Continuity: Medium. The residential area 
in this area has continuous sidewalks 
along both sides of the street. However, 
there are missing connections to the 
nearby commercial areas. Also, outside of 
the residential area, the only other 
sidewalks in the area are northeast along 
CY Avenue. 

• Street Crossings and Safety: Low. The 
larger streets in the area are difficult to 
cross with high traffic and large numbers 
of lanes. There is no pedestrian crossing 
at Outer Road and SW Wyoming 
Boulevard to link the residential area with 
Wal-Mart and other commercial uses on 
CY Avenue southwest of SW Wyoming Boulevard. 

• Visual Interest and Amenities: Low. There is little visual interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines are good and the pedestrians are readily visible to motorists. However, there are no 
ADA ramps and crossing SW Wyoming Blvd could be difficult without a crosswalk or other crossing at Outer Rd. 
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PEDESTRIAN SURVEYS: AREA 3 
 
SUNRISE SHOPPING CENTER 

 
• Directness: Medium. The layout of streets in the area results in fairly 

direct routes for various destinations. The creek somewhat limits a direct 
connection between Sunrise Shopping Center and the neighborhood to 
the west. Pedestrians must either utilize 39th Avenue or SW Wyoming 
Boulevard (which does not have a sidewalk) to access the shopping center 
from the west. 

• Continuity: Medium. Except for Poplar Street, the roads in this area all 
have sidewalks on both sides of the street. The lack of sidewalk on the 
west side of Poplar Street is a particular concern, as this is directly in front 
of and adjacent to the shopping center. An apparently heavily used dirt 
path along the road connects the shopping center to the south. 

• Street Crossings and Safety: Medium. The majority of streets in the 
area do not pose any substantial barriers to pedestrian movement. There 
is a pedestrian crossing at South Poplar Street and Southwest Wyoming 
Boulevard. However, additional pedestrian crossings on South Poplar 
Street would aid in connecting the residential areas on the east side of 
South Poplar Street with the Sunrise Shopping Center. 

• Visual Interest and Amenities: Low. There is little visual interest and 
limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines are good and 
the pedestrians are readily visible to motorists. However, some areas are 
beginning to deteriorate, with a few cracks large enough to cause 
problems with wheelchairs and strollers. South Poplar Street directly in 
front of the shopping center has no sidewalk, with pedestrians using a 
worn dirt path along the street. 
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PEDESTRIAN SURVEYS: AREA 4 
 
SOUTH EASTRIDGE MALL  
 

• Directness: Medium. The layout of streets in the area 
results in fairly direct routes for various destinations. 

• Continuity: High. Streets in this area all have continuous 
sidewalks along both sides of the road, resulting in a high 
level of continuity. 

• Street Crossings and Safety: Low. While the local 
residential streets are easy to cross, Southeast Wyoming 
Boulevard presents a major obstacle. There is a pedestrian 
crossing at Second Street; however it requires pedestrians 
to cross seven lanes of traffic without any refuge in the 
middle. A pedestrian overpass crosses Southeast 
Wyoming Boulevard south of Eastridge Mall, but it was 
not observed to be used during the survey, while 
pedestrians crossing the street in the vicinity of the 
overpass were observed. 

• Visual Interest and Amenities: Low. There is little 
visual interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines 
are good and the pedestrians are readily visible to 
motorists. However, crossing the major streets in the area 
(SE Wyoming Boulevard and E Second Street) pose a risk 
for pedestrians. 
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PEDESTRIAN SURVEYS: AREA 5   
 
CASPER COLLEGE 
 

• Directness: Medium. Although many 
destinations within campus have direct routes, 
some are not conducive to direct access 
between major areas. Directness beyond the 
campus is somewhat insufficient because of 
major intersections and lack of completed 
sidewalks.  

• Continuity: Low. Approximately 25% of 
streets in this area have continuous sidewalks 
on both sides of the road. 

• Street Crossings and Safety: Medium. 
Routes to residential streets and major 
amenities are easy to navigate, and there are 
numerous crosswalks. There is moderate 
traffic through the area and minimum signage, 
so safety is less than optimal. 

• Visual Interest and Amenities: High. 
There are open spaces and views on campus 
resulting in high visual interest. There are 
many amenities on and near the campus. 

• Security: Medium. Within the campus area 
and beyond, pedestrian flows come in conflict 
with traffic routes, specifically on College and 
E. 13th Street. Generally, pedestrians are at 
low risk, but there is a need for better access 
between the upper and lower campuses.  
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PEDESTRIAN SURVEYS: AREA 6   
 
PARADISE VALLEY 
 

• Directness: Medium. The layout of streets in the area results in 
fairly direct routes for various destinations. 

• Continuity: High. The majority of streets in this area have 
continuous sidewalks along both sides of the road, resulting in a 
high level of continuity. 

• Street Crossings and Safety: Medium. The local residential 
streets are easy to cross. Pedestrian crossings exist on Paradise 
Drive at the elementary school. CY Avenue presents a major 
barrier to pedestrian movement with its high speeds and higher 
traffic volumes, but the pedestrian activity areas are limited to 
the north side of CY Avenue, so there is little need for 
pedestrians to cross the road. 

• Visual Interest and Amenities: Low. There is little visual 
interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines are 
good and the pedestrians are readily visible to motorists. 
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PEDESTRIAN SURVEYS: AREA 7   
 
NORTH CASPER 
 

• Directness: High. The grid system of streets in the area results in very direct routes for various destinations and allows for the easy and direct 
movement of pedestrians. 

• Continuity: Medium. While sidewalks exist throughout the area for the most part, there are spots with sidewalk only on one side of the road 
and areas where the sidewalk disappears completely and pedestrians are forced into the road. 

• Street Crossings and Safety: Medium. Though there are few marked crosswalks and pedestrian signals, streets in the area are generally easy 
to cross, and do not pose substantial barriers. 

• Visual Interest and Amenities: Low. There is little visual interest and limited amenities in the area. 

• Security: Low. Sidewalks in the area are deteriorating. Many places have cracks or weeds in the sidewalks or the sidewalks are covered in gravel 
from adjacent unpaved driveways and alleys. Additionally, in some areas the sidewalks completely disappear at intersections, with virtually no 
space between buildings and road. 
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PEDESTRIAN SURVEYS: AREA 8   
 
FAIRGROUNDS / WESTWOOD 
 

• Directness: Medium. The layout of 
streets in the area results in fairly 
direct routes for various 
destinations. 

• Continuity: High. The majority of 
streets in this area have continuous 
sidewalks along both sides of the 
road, resulting in a high level of 
continuity. Fort Caspar Road only 
has a sidewalk on the south side of 
the road, but a multi-use path exists 
along the majority of the north side 
of the road around the golf course. 

• Street Crossings and Safety: 
Low. The local residential streets are 
easy to cross. However, there are 
no marked pedestrian crossings of 
Fort Caspar Road, and 
consequentially, no easy way for 
residents on the south side of Fort 
Caspar Road to access the multi-use 
path on the north side of the road. 

• Visual Interest and Amenities: 
Low. There is little visual interest 
and limited amenities in the area. 

• Security: Medium. Within the 
residential area, sight lines are good and the pedestrians are readily visible to motorists. However, there are no marked crossings along Fort 
Caspar Road. 
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PEDESTRIAN SURVEYS: AREA 9   
 
CENTRAL CASPER 
 

• Directness: High. The grid system of 
streets in the area results in very direct 
routes for various destinations and 
allows for the easy and direct 
movement of pedestrians. 

• Continuity: High. The majority of 
streets in this area have continuous 
sidewalks along both sides of the road, 
resulting in a high level of continuity. 

• Street Crossings and Safety: 
Medium. The local residential streets 
are easy to cross. No major 
impediments to crossing the larger 
streets were observed. 

• Visual Interest and Amenities: 
Medium. Portions of this area had 
buffers between road and sidewalk 
providing some visual interest and 
shade when planted with trees. The 
area close to downtown had a variety 
of amenities including landscaped areas, 
benches, bus shelters, etc. Other areas 
had little visual interest or amenities. 

• Security: Medium. Within the 
residential area, sight lines are good and 
the pedestrians are readily visible to 
motorists. Where they exist, buffers 
between sidewalk and road provide added safety to pedestrians. 
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PEDESTRIAN SURVEYS: AREA 10   
 
SOUTH OF EAST SECOND STREET / EAST SECOND STREET 
 

• Directness: Medium. The layout of streets in the area results in fairly direct routes for various destinations. 

• Continuity: High. The majority of streets in this area have continuous sidewalks along both sides of the road, resulting in a high level of 
continuity.  

• Street Crossings and Safety: Medium. The local residential streets are easy to cross. There are clearly marked pedestrian crossings with 
colored crosswalks at the signalized intersections along East Second Street. However, East Second Street can still be difficult to cross, with 
limited time given to side street traffic flow. 

• Visual Interest and Amenities: Medium. There is little visual interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines are good and the pedestrians are readily visible to motorists. The signalized 
intersections along East Second Avenue have marked pedestrian crossings, generally with dual dustbin ADA ramps and colored ramps and 
crosswalk surface. 
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PEDESTRIAN SURVEYS: AREA 11   
 
DOWNTOWN / WESTWOOD 
 

• Directness: High. The grid 
system of streets in the area 
results in very direct routes for 
various destinations and allows 
for the easy and direct movement 
of pedestrians. 

• Continuity: High. The majority 
of streets in this area have 
continuous sidewalks along both 
sides of the road, resulting in a 
high level of continuity. 

• Street Crossings and Safety: 
High. Pedestrian crosswalks are 
provided throughout the area and 
the majority of signalized 
intersections have pedestrian 
signals as well. 

• Visual Interest and 
Amenities: High. Landscaping 
along the sidewalks is present 
throughout much of the area. 
Benches, street lighting and trash 
receptacles are located around the area. 

• Security: Medium. Sight lines are generally good and the pedestrians are readily visible to motorists. Crosswalks and pedestrian signals exist 
around the area.  
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PEDESTRIAN SURVEYS: AREA 12   
 
NORTH OF EAST SECOND STREET 
 

• Directness: Medium. The layout of streets in the area results in fairly direct routes for various destinations. 

• Continuity: High. The majority of streets in this area have continuous sidewalks along both sides of the road, resulting in a high level of 
continuity. 

• Street Crossings and Safety: Medium. Streets in the area are generally easy to cross and do not pose substantial barriers to pedestrian 
movement. 

• Visual Interest and Amenities: Low. There is little visual interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines are good and the pedestrians are readily visible to motorists. There does not appear 
to be any substantial threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 13 
 
BAR NUNN 
 

• Directness: Low. Except for the new 
residential development at the north end of 
Bar Nunn, there are very few sidewalks at 
all within the town, resulting in a lack of 
connections between pedestrian 
destinations. The new residential 
development, with a grid system of streets, 
will provide for a high level of directness. 

• Continuity: Medium. Where they exist, 
there are sidewalks along both sides of the 
streets. However, outside of the 
developments at the north, there are few 
sidewalks at all in Bar Nunn. 

• Street Crossings and Safety: Medium. 
While there are few marked pedestrian 
crossings in Bar Nunn, the traffic volumes 
and speeds on the roads in town should not 
pose any issues for pedestrians. 

• Visual Interest and Amenities: Low. 
There is little visual interest and limited 
amenities in the area. 

• Security: Medium. While there are minimal 
pedestrian facilities in town, the traffic 
volumes and speed of traffic do not appear 
to present any issues for pedestrian safety. 
The lack of sidewalks does force 
pedestrians to walk in or alongside the 
road. 
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PEDESTRIAN SURVEYS: AREA 14 
 
MILLS 

 
• Directness: Low. Most of Mills is lacking 

sidewalks. Except for a few locations there 
are no sidewalks within Mills. The adjacent 
Mountain View area, while not technically 
within Mills, has limited sidewalks. 

• Continuity: Low. With few sidewalks, 
there is no continuous sidewalk system 
within Mills. Wyoming Boulevard generally 
has sidewalks on the east side of the road in 
this area and Pendell Boulevard has 
sidewalks along both sides. Some roads in 
the Mountain View area have sidewalks on 
one or both sides, but there are still many 
missing connections. 

• Street Crossings and Safety: Low. The 
local residential streets are easy to cross. 
However, both of the larger arterials in the 
area – Yellowstone Highway and Wyoming 
Boulevard – can be difficult to cross due to 
the lack of pedestrian crossings and their 
high travel speeds and traffic volumes. 

• Visual Interest and Amenities: Low. 
There is little visual interest along the roads 
and amenities are few.  

• Security: Medium. Though they lack 
sidewalks, the local residential streets do 
not pose much of a safety threat to pedestrians due to the low volumes and speeds. However, with few sidewalks in the area, pedestrians are 
forced to walk in or on the side of the road. Additionally, safety is a concern when crossing Wyoming Blvd or Yellowstone Highway. 
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PEDESTRIAN SURVEYS: AREA 15 
 
EVANSVILLE 
 

• Directness: High. The grid system of 
streets in the area results in very direct 
routes for various destinations and allows 
for the easy and direct movement of 
pedestrians. 

• Continuity: Medium. Where they are 
present, the sidewalks are fairly continuous 
and without gaps. However, there are large 
areas of Evansville without any sidewalks. 
New sidewalks have recently been 
constructed along Curtis. 

• Street Crossings and Safety: Medium. 
Though there are few marked crosswalks 
and pedestrian signals, streets in the area 
are generally easy to cross and do not pose 
substantial barriers to pedestrian 
movement. 

• Visual Interest and Amenities: Low. 
There is little visual interest and limited 
amenities in the area. 

• Security: Medium. Within the residential 
area, sight lines are good and the 
pedestrians are readily visible to motorists. 
There does not appear to be any substantial 
threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 16 
 
RIVER WEST / COTTONWOOD 
 

• Directness: Medium. The layout of streets in the 
area results in fairly direct routes for various 
destinations. 

• Continuity: High. The majority of streets in this 
area have continuous sidewalks along both sides of 
the road, resulting in a high level of continuity. 

• Street Crossings and Safety: Medium. The local 
residential streets are easy to cross. CY Avenue 
presents a major barrier to pedestrian movement 
with its high speeds and higher traffic volumes, but 
the pedestrian activity areas are limited to the north 
side of CY Avenue, so there is little need for 
pedestrians to cross the road. 

• Visual Interest and Amenities: Low. There is 
little visual interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight 
lines are good and the pedestrians are readily visible 
to motorists. There does not appear to be any 
substantial threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 17 
 
WOLF CREEK 
 

• Directness: Medium. The layout of streets in 
the area results in fairly direct routes for 
various destinations. 

• Continuity: High. The majority of streets in 
this area have continuous sidewalks along 
both sides of the road, resulting in a high level 
of continuity. 

• Street Crossings and Safety: Medium. The 
local residential streets are easy to cross. 
There are not any major roads in the area 
that are necessary to cross. 

• Visual Interest and Amenities: Medium. 
Some areas within this area have a landscaped 
buffer between the road and sidewalk, 
providing a pleasant walking experience. 
There are limited amenities in the area. 

• Security: Medium. Within the residential 
area, sight lines are good and the pedestrians 
are readily visible to motorists. There does 
not appear to be any substantial threat to 
pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 18 
 
VALLEY HILLS 
 

• Directness: Medium. The layout of streets in the area results in 
fairly direct routes for various destinations. 

• Continuity: High. The majority of streets in this area have 
continuous sidewalks along both sides of the road, resulting in a high 
level of continuity. 

• Street Crossings and Safety: Medium. The local residential 
streets are easy to cross. There are not any major roads in the area 
that are necessary to cross. 

• Visual Interest and Amenities: Low. There is little visual interest 
and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines are good 
and the pedestrians are readily visible to motorists. There does not 
appear to be any substantial threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 19 
 
SUNRISE HILLS 
 

• Directness: Medium. The layout of streets in the area results in fairly direct 
routes for various destinations. 

• Continuity: High. The majority of streets in this area have continuous sidewalks 
along both sides of the road, resulting in a high level of continuity. 

• Street Crossings and Safety: Medium. The local residential streets are easy to 
cross. There are not any major roads in the area that are necessary to cross. 

• Visual Interest and Amenities: Low. There is little visual interest and limited 
amenities in the area. 

• Security: Medium. Within the residential area, sight lines are good and the 
pedestrians are readily visible to motorists. There does not appear to be any 
substantial threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 20 
 
SOUTH CENTRAL CASPER 
 

• Directness: High. The grid 
system of streets in the area 
results in very direct routes for 
various destinations and allows 
for the easy and direct movement 
of pedestrians. 

• Continuity: High. The majority 
of streets in this area have 
continuous sidewalks along both 
sides of the road, resulting in a 
high level of continuity. 

• Street Crossings and Safety: 
Medium. Streets in the area are 
generally easy to cross and do 
not pose substantial barriers to 
pedestrian movement. 

• Visual Interest and 
Amenities: Low. There is little 
visual interest and limited 
amenities in the area. 

• Security: Medium. Within the 
residential area, sight lines are 
good and the pedestrians are 
readily visible to motorists. There 
does not appear to be any substantial threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 21 
 
PINEVIEW MEADOWS / MANOR HEIGHTS 
 

• Directness: Medium. The layout of streets in the area 
results in fairly direct routes for various destinations. 

• Continuity: High. The majority of streets in this area 
have continuous sidewalks along both sides of the road, 
resulting in a high level of continuity. 

• Street Crossings and Safety: High. The local 
residential streets are easy to cross. At several locations 
where the multi-use paths cross larger roads, fairly high 
level pedestrian crossings exist. These crossings include 
a clearly marked crosswalk, pedestrian crossing signs, 
and a pedestrian activated flashing light on the pedestrian 
crossing signpost to warn motorists. 

• Visual Interest and Amenities: Medium. The multi-
use paths through the area provide a pleasant walking 
experience removed from the roads. Otherwise, visual 
interest and amenities in the area are limited. 

• Security: Medium. Within the residential area, sight 
lines are good and the pedestrians are readily visible to 
motorists. There does not appear to be any substantial 
threat to pedestrian safety. 
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PEDESTRIAN SURVEYS: AREA 22 
 
EASTGATE / BLACKMORE VISTA / CENTENNIAL HILLS 
 

• Directness: Medium. The layout of streets in the area 
results in fairly direct routes for various destinations. 

• Continuity: High. The majority of streets in this area 
have continuous sidewalks along both sides of the road, 
resulting in a high level of continuity. 

• Street Crossings and Safety: Medium. The local 
residential streets are easy to cross. There are not any 
major roads in the area that are necessary to cross. 

• Visual Interest and Amenities: Low. There is little 
visual interest and limited amenities in the area. 

• Security: Medium. Within the residential area, sight lines 
are good and the pedestrians are readily visible to 
motorists. There does not appear to be any substantial 
threat to pedestrian safety. 
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APPENDIX C: CASPER AREA PHOTO INVENTORY 
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CASPER CENTRAL 
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CASPER CENTRAL (CONTINUED) 
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CASPER CENTRAL (CONTINUED) 
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CASPER WEST CENTRAL 
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CASPER WEST CENTRAL (CONTINUED) 



 
 
 

 
 

 APPENDIX C: CASPER AREA PHOTO INVENTORY 
Casper Walkability Study - January 2008 - Page 86 

CASPER WEST CENTRAL (CONTINUED) 
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CY AVENUE 
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DOWNTOWN 
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DOWNTOWN (CONTINUED) 
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DOWNTOWN (CONTINUED) 
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DOWNTOWN (CONTINUED) 
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EVANSVILLE 
 

 



 
 
 

 
 

 APPENDIX C: CASPER AREA PHOTO INVENTORY 
Casper Walkability Study - January 2008 - Page 93 

EVANSVILLE (CONTINUED) 
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EVENT CENTER AREA 
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EVENT CENTER AREA (CONTINUED) 
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EVENT CENTER AREA (CONTINUED) 
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FIFTEENTH STREET 
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FIFTEENTH STREET (CONTINUED) 
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FORT CASPER 
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KINGSBURY AREA 
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LAVIA LINDA TRAIL 
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LIBRARY AREA 
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LIBRARY AREA (CONTINUED) 
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LIBRARY AREA (CONTINUED) 
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LIBRARY AREA (CONTINUED) 
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LONG DRAINAGE 
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MALL AREA 
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MALL AREA (CONTINUED) 
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MALL AREA SOUTHEAST 
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MALL AREA SOUTH 
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MALL AREA SOUTH (CONTINUED) 
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MALL AREA STRIP COMMERCIAL 
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MALL AREA SOUTHWEST 
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MALL AREA SOUTHWEST (CONTINUED) 
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MALL AREA WEST 
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MILLS 
 
 



 
 
 

 
 

 APPENDIX C: CASPER AREA PHOTO INVENTORY 
Casper Walkability Study - January 2008 - Page 117 

MILLS (CONTINUED) 
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MILLS (CONTINUED) 
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MILLS (CONTINUED) 
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NORTH CASPER 

 
 



 
 
 

 
 

 APPENDIX C: CASPER AREA PHOTO INVENTORY 
Casper Walkability Study - January 2008 - Page 121 

NORTH CASPER (CONTINUED) 
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NORTH CASPER (CONTINUED) 
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PARADISE VALLEY 
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PARADISE VALLEY (CONTINUED) 
 
 



 
 
 

 
 

 APPENDIX C: CASPER AREA PHOTO INVENTORY 
Casper Walkability Study - January 2008 - Page 125 

PARADISE VALLEY (CONTINUED) 
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PLATTE RIVER PARKWAY 
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POPLAR 
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RAILS TO TRAILS 
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RIVERFRONT TRAIL 
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RIVERSIDE 
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SECOND STREET 
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SECOND STREET (CONTINUED) 
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SECOND STREET (CONTINUED) 
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SECOND STREET WEST 
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SUNRISE AREA 
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SUNRISE AREA (CONTINUED) 
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WALMART SOUTHWEST 
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WYOMING BOULEVARD SOUTHEAST 
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YELLOWSTONE HIGHWAY 
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APPENDIX D: EXISTING CASPER POLICIES 
 
CASPER COMPREHENSIVE PLAN 
 
KEY PLAN THEMES 
Improve Connectivity 
Within neighborhoods, and even region-wide, life is improved by 
facilitating movement, access, and connection. Parks, schools, institutions, 
businesses, and housing should be related and dependent on one another, 
but they can’t be if they are disconnected. Casper will be a connected 
community. 
 
Provide a Balanced Network for Movement 
A balanced network for movement supports travel by car, bicycle, and 
foot. Rights-of-way should be designed to be shared, attractive, and safe 
for all modes of movement. The Casper area will facilitate choice in 
transportation. 
 
VISION 
VISION 11: TRANSPORTATION CHOICES 
A safe, efficient, convenient, cost-effective, multi-modal transportation 
system. 
 
PRINCIPLES AND GOALS 
PRINCIPLE EE: Integrate Land Use Patterns and Transportation Facilities 

Goal 60 Design new streets and redesign existing streets to be 
pedestrian-friendly and compatible in scale, width, and design 
speeds with the adjacent land uses. 

 
Goal 61 Improve the network of trails and off-street paths and 

sidewalks. 
 
Goal 62 Promote traffic calming designs and solutions to reduce 

speeds through residential neighborhoods. 

PRINCIPLE FF: Improve Automobile Alternatives 

Goal 65 Promote the use of bicycles and walking as a viable alternative 
to driving. 

 
Goal 66 Provide direct pedestrian and bicycle connections from 

residential neighborhoods to schools, parks, public facilities, 
shopping areas, and downtown. 

 
PRINCIPLE GG: Create Continuous and Direct Travel Routes 

Goal 68 Provide for multiple points of connection to 
neighborhoods in order to create a variety of travel paths 
for all modes of transportation. 

 
EXISTING CASPER LONG RANGE 
TRANSPORTATION PLAN GOALS AND 
POLICIES 
 
Goal 3: Coordinate long range planning recommendations with efforts to 
promote alternative travel modes (ride-sharing, walking, pubic transit, rail, 
bicycles, air, etc.) 
 
POLICIES 
1. Provide incentives for and encourage the use of alternative modes and 

management techniques for travel. 
 

2. Support the ongoing planning and development of the Casper Area 
Transportation Coalition (CATC) to address the travel needs of area 
residents and to expand services throughout the Metropolitan 
Planning Area. 

 
3. Provide transportation alternatives in the form of transit, bicycle and 

pedestrian facilities and service for persons who cannot or choose not 
to use automobiles. 
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APPENDIX E: DEVELOPMENT REVIEW CHECKLIST 
 
The Casper Comprehensive Plan promotes choice in transportation, 
including the automobile, public transit, bicycles, and walking. It suggests 
that all modes of transportation should be considered when planning for 
any mode and any land use. The purpose of the Pedestrian Development 
Review Checklist is to ensure that the impact of development on 
walkability be considered in conjunction with other impacts during 
development reviews. 
 
The City of Casper requires site plan approval for all Planned Unit 
Developments (PUDs), all new public, commercial, and industrial buildings, 
including churches and off-street parking lots and all exterior additions to 
existing public, commercial, and industrial buildings, including churches and 
off-street parking lots (Code Reference – Title 17, Appendix A of the 
Casper Municipal Code). The Casper Municipal Code (Title 17 Zoning) 
contains findings that must be met in order for project approval. In order 
to ensure that walkability be considered in the plan review process, the 
Zoning Code should be updated to include the following finding for 
approval: 
 
Provide for alternatives to the automobile by incorporating site design 
techniques, land use patterns, and supporting infrastructure that supports and 
encourages walking, biking, and other alternatives to the single-occupant vehicle. 
 
SPECIFIC CRITERIA 
 
The following “checklist” can assist municipal planners in determining 
whether or not the above finding has been satisfied with regard to 
pedestrian mobility and connectivity. The following criteria are largely 
based on the pedestrian best practices identified in the Walkability Plan 
(see Section 4).  
 

Directness: The measure of directness is simply how well the project 
provides direct public pedestrian connections within the project’s 
boundaries and from the project’s edge to destinations such as transit 
stops, schools, parks, commercial centers or activity areas. 
 

• Does the project include an internal pedestrian circulation system 
(i.e., sidewalks, curb ramps, crosswalks, trails)? 

• Does this system minimize the walking distance to reach a 
destination point? 

• Does the project provide connections to external destinations? 
 
Continuity: Continuity is the measurement of the completeness of the 
sidewalk system with avoidance of gaps and barriers.  
 

• Does the project provide for a complete sidewalk system within 
the project site?  

• Are sidewalks sufficiently wide and free from barriers (i.e., light 
poles, newspaper vending machines, etc.)? 

• Is this system ADA compliant?  

• Does the project help to create a continuous pedestrian network 
by filling missing gaps and/or connecting to existing trails/paths? 

• Does the pedestrian system meet current design standards or 
configurations? 

 
Street Crossings: This measurement predicts how easy and safe it will 
be fore a pedestrian to cross various types of streets with various street 
crossing and intersection designs. 
 

• Does the project include street crossings? 
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• Does the project incorporate best practices for mitigating 
pedestrian crossing problems? 

• Does the project include on-street parking that would increase 
the walk time necessary to cross the street? 

• Are there crosswalks proposed? Are they well marked? 

• Are signal heads easily visible to the pedestrian and motorist? 

• Are intersections and crosswalks well lit so that the pedestrian is 
visible at night? 

• Are median refuge areas provided, if appropriate? 

• Are corner ramps provided? Are they ADA standard? 

• Do proposed curb radii exceed 20 feet in pedestrian areas? 
 
Visual Interest and Amenity: This measurement identifies the level of 
comfort and appeal for the pedestrian.  
 

• Are the land uses along the pedestrian network attractive and 
inviting such that they encourage pedestrian activities or are they 
unappealing like non-maintained buildings and parking lots and 
auto-oriented uses? 

• Does the urban environment reflect a pedestrian scale of 
improvements? Are the colors, materials, and form of the 
pedestrian facilities and features appropriate to the area and do 
they functionally unite the pedestrian network? 

• Does the walking route provide good protection from the harsh 
summer sun with street trees, building configuration or awnings; 
are there places to sit or rest along the way? 

• Does the area include landscaping, vertical treatment, and 
sidewalk furnishings and lighting that improve the character and 
pedestrian scale of the urban environment? 

• Does the project include site details such as public art, that 
enhance the pedestrian scale of the street and become urban 
amenities? 

• Does the project provide a maintenance schedule or regime to 
ensure that the project site remains well maintained and clean? 

 
Security: This measure determines how secure a pedestrian feels along 
the walking routes in terms of lighting, sight lines, and protection from 
vehicular traffic. 
 

• Is the environment secure, with good line of sight to see the 
pedestrian?  

• Is a light plan provided which augments security, safety and 
aesthetics? Is sufficient lighting provided to ensure pedestrians feel 
safe? 

• Are traffic calming techniques included, if appropriate, in order to 
reduce vehicle speeds?  

• Is a landscape buffer or treelawn provided, as appropriate, to 
keep the pedestrian far enough away from vehicular traffic to 
provide a feeling of safety? 

 
APPLICABILITY 
 
To achieve development approval: 
 

• Development projects shall not degrade current pedestrian 
service either internal or external to the site. 

• At the time of issuance of building permit, the applicant must 
meet the criteria listed above for all internal locations to and 
including property edge and boundary streets and street 
crossings. 
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If applicable, developers may meet pedestrian standards by providing off-
site improvements within ¼-mile of any edge of the development project. 
However, it should be understood that such improvements are not 
exactions but rather are voluntary efforts to accelerate the achievement 
of adequate public facilities for the project site. The costs of each off-site 
improvement shall not be credited by the municipality against any financial 
obligations in which the developer may otherwise be responsible.  
 
The municipality expects all developments undergoing site review to 
adhere to this policy. The Planning Director or City Manager, however, 
may approve minor deviations from the policy, based on the following 
criteria: 
 

• Municipality has approved Capital Improvement Projects that will 
affect the project’s proposed pedestrian connectivity, which are 
scheduled to being within 5 years of the initiation of the 
development project.  

• Municipality believes that it is physically impossible to make the 
required improvements to meet required pedestrian standards. 

• The applicant proposes mitigation that will improve the 
pedestrian system, but not to the level specified in the criteria. 
These improvements would need to be agreed to by the Planning 
Department. 
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APPENDIX F: DISCUSSION OF FUNDING OPTIONS 
 
A variety of funding sources are potentially available for projects in the 
Walkability Plan. Some are currently being used, while others would 
require new initiatives to become available. A brief description of funding 
sources follows. 
 
FEDERAL TRANSPORTATION FUNDS 
 
Surface Transportation Program. The Intermodal Surface 
Transportation Efficiency Act of 1991 (ISTEA) directed a new flexibility 
for federal transportation funds. Funding from the Surface Transportation 
Program (STP) was no longer constrained to highway use and could be 
used for alternative transportation projects. STP funds may be used for 
either the construction of bicycle transportation facilities and pedestrian 
walkways or non-construction projects (such as maps, brochures, and 
public service announcements) related to safe bicycle use and walking. The 
Transportation Equity Act for the 21st Century (TEA-21) added “the 
modification of public sidewalks to comply with the Americans with 
Disabilities Act” as an activity that is specifically eligible for these funds. 
 
Ten percent of each State’s annual STP funds are set aside for 
Transportation Enhancement Activities (TEAs). The law provides a 
specific list of activities that are eligible TEAs, including facilities for 
pedestrians and bicycles, safety and educational activities for pedestrians 
and bicyclists and the preservation of abandoned railway corridors 
(including the conversion and use for pedestrian and bicycle trails).  
 
Another ten percent of each State’s STP funds are set aside for the 
Hazard Elimination and Railway-Highway Crossing program which 
addresses bicycle and pedestrian safety issues. Each state is required to 
implement a Hazard Elimination Program to identify and correct locations 
which may constitute a danger to motorists, bicyclists, and pedestrians. 
Funds may be used for activities including a survey of hazardous locations 

and for projects on any publicly owned bicycle or pedestrian pathway or 
trail or any safety-related traffic calming measure. 
 
Congestion Mitigation and Air Quality Improvement Program 
funds may be used for either construction of bicycle transportation 
facilities and pedestrian walkways or non-construction projects (such as 
maps, brochures, and public service announcements) related to safe 
bicycle use. 
 
Federal Lands Highway Program. Provisions for pedestrians and 
bicyclists are eligible under the various categories of the Federal Lands 
Highway Program in conjunction with roads, highways and parkways. 
Priority for funding projects is determined by the appropriate federal land 
agency. 
 
High Priority Projects and Designated Transportation 
Enhancement Activities include numerous bicycle, pedestrian, trails, 
and traffic calming projects in communities throughout the country.  
 
Transit Enhancement Activity. TEA-21 created a Transit 
Enhancement Activity program with a one percent set-aside of Urbanized 
Area Formula Grant funds designated for, among other things, pedestrian 
access and walkways, and bicycle access, including bicycle storage facilities 
and installing equipment for transporting bicycles on mass transportation 
vehicles. 
 
Federal Transportation Grant Programs. A number of federal 
transportation grant programs are also available. Grant funds generally 
require that local governments provide funding for 20 to 50% of project 
costs. The following grant programs provide funding for pedestrian 
projects: 
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• Safe Routes to School (SR2S) Program provides funds to the 
States to substantially improve the ability of primary and middle 
school students to walk and bicycle to school safely. 

 
• Recreational Trail Program funds may be used for all kinds of trail 

projects. Of the funds apportioned to a State, 30 percent must be 
used for motorized trail uses, 30 percent non-motorized trail uses 
and 40 percent for diverse trail uses (any combination).  

 
• State and Community Highway Safety Grants are funded by 

the Section 402 formula grant program and can be used to address 
pedestrian and bicyclist safety. A State is eligible for these grants by 
submitting a Performance Plan and a Highway Safety Plan. 

 
• Transportation Enterprise Grant and Loan Program is 

administered by the Office of State Lands and Investments and is 
available to public entities for the purpose of enhancing transportation 
in Wyoming. Funds are available from investment income earned on 
monies deposited in the Transportation Trust Fund, subject to 
legislative appropriation. 

 
• Job Access and Reverse Commute Grants are available to 

support projects, including bicycle-related services, designed to 
transport welfare recipients and eligible low-income individuals to and 
from employment. 

 
Funding through these grant programs is awarded on a competitive basis 
throughout the state. Funding agencies receive 10 to 20 times more 
requests than funds are available. Therefore, while these sources can 
supplement local and other state/federal funds for pedestrian projects, 
they should not be relied upon as the main funding source for such 
projects. 
 
Federal funds administered through grants have specific rules, regulations, 
and reporting requirements. Projects constructed with federal grant funds 
typically take two to three years to reach completion. Grant applications 

for federal funds are strongest when projects have been prioritized and 
supported by local governments. Localities must demonstrate community 
support through financial contributions, resolutions, and letters of 
support.  
 
LOCAL FUNDS 
 
Local funding sources that may be utilized for pedestrian improvements 
include: 
 
• General Funds – Tax revenue allocated annually through local 

government budgeting processes. 
 
• County and Municipal Road Aid Funds (MAP) – State gas-tax 

funds allocated by the state and budgeted annually through city or 
county governments. 

 
• Municipal Bond Fund – Bonds available to local governments for 

capital improvement projects.  
 
OTHER FUNDING SOURCES 
 
There are many other ways in which communities have provided funding 
for pedestrian projects. These include: 
 
• Legislative Allocations – Federal and state funding may also be 

allocated to local governments by legislative action.  
 
• Private Donations – Corporate investments and private donations 

from individuals or foundations may be used for pedestrian 
improvements. Some cities have used private dollars in conjunction 
with local, state or federal funds to construct city-wide greenway trail 
systems, especially through non-profit groups dedicated to greenway 
development. 
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• Local Improvement Districts – Sometimes referred to as urban 
renewal districts or economic/business improvement districts, these 
funds are provided through assessments levied on a group of property 
owners by a local government. Such funding sources have been used 
in communities, particularly in downtown areas for streetscape and 
other pedestrian improvements. 

 
• Levies or User Taxes – These funds are provided through 

assessments levies on property owners through a local sales tax or 
vehicle registration fees. Local governments must pass a resolution 
(voted on by the public) and develop related local ordinances for 
these funds to be assessed and used for bicycle and pedestrian 
projects. For example, the City of Denver has proposed a sidewalk 
fee. Similar to the way a City’s wastewater fee works, the city would 
collect an annual sidewalk fee from each property owner for the 
lifetime replacement cost of city standard sidewalks required on their 
property. The City would then take on the responsibility to repair and 
replace all public sidewalks. The funding would allow the city to 
aggressively pursue implementation of the pedestrian routes and 
projects in this plan. For example, the program would collect fees 
from property owners for the repair, upgrade and maintenance of 
sidewalks citywide at an initial cost of $1.00 per linear foot of frontage 
per year. The funds would cover sidewalk repair and replacement, 
emergency and alternate repair, curb ramps, landmark properties, 
research and development, and pedestrian enhancements 

 

APPLYING THE FUNDING STRATEGIES 
 

Project Type Examples Funding Sources 

Small to medium 
improvements to 
existing or 
construction of new 
pedestrian 
infrastructure. 

• Expanding sidewalks. 
 
• Striping and signing 

an intersection. 
 
• Installation of 

sidewalks where 
they are missing. 

 
• New bulb outs and 

pedestrian refuges 
at an intersection. 

 
• Block long 

pedestrian route 
improvements. 

• Redeveloping 
property owner. 

 
• Districts 
 
• CIP 
 
• Sidewalk Fee 
 
• Adjacent 

property owners. 

Construction of new 
large infrastructure. 

• New pedestrian 
bridges. 

 
• Corridor long 

pedestrian route 
improvements. 

• CIP 
• Bonds  
• Districts 

 




