




















Table 3: Future (2030) Levels of Service

Intersection w/ Richmond Road

AM Peak Hour PM Peak Hour

Miles
w/ proposed SB Right Turn Lane

Emery

[-271 NB Ramp

Highland Business Park

I-271 Ramp/Tri C

BJ's South

BJ's North

Bishop/St. Mary & Joseph South

St. Mary & Joseph Middle

St. Mary & Joseph North

Harvard Park South

Harvard Park North

Harvard

Using the 2030 traffic projections, all intersections will operate at a LOS D or better with
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the exception Richmond/Miles during the PM peak. The addition of a 600-foot
southbound right turn lane will restore operations at this intersection to LOS D.

The levels of service presented above also assure that signals along the corridor are

optimized and coordinated.
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5.0 Recommendations
5.1 Roadway Recommendations

To keep all intersections operating at LOS D or better in 2030, the following
improvements are needed.

1. a 600-foot southbound right turn lane at Richmond Road and Miles Road
2. system-wide traffic signal optimization of the existing Richmond Road system

The southbound right turn is needed due to a substantial number (376 in the PM peak
hour) of vehicles turning right onto Miles Road. The signal timing optimization will be
required at reqular intervals (whenever the traffic volumes or patterns change).

The proximity of the Corporate College and Highland Business Park drives can possibly
introduce some safety issues. Currently, the drives are separated by only 200 feet. The
Corporate College Drive is directly across from the 1-271 exit ramp and is controlled by that
signal. The Highland Business Park Drive is located 200 feet to the south and is stop sign
controlled with Richmond Road having the right of way. Modification options for these
drives include: limiting access to right in / right out, include the Highland Business Park
drive in the 1-271 / Corporate College Drive signal, or build an access point between the
Highland Business Park lot and the Corporate College lot and close Highland Business Park
Drive.

5.2 Policy Recommendations

One purpose of the Richmond Road Corridor Study is to identify a set of access
management programs and policies that will preserve safety and capacity along Richmond
Road while providing reasonable access to adjacent land development. The following
sections describe several such programs and policies.

Traffic Impact Analysis
A traffic impact analysis should be performed in each of the following situations:

e A proposed development is expected to generate more than 100 new trips in the
AM, Midday, PM, or Saturday peak hour.

e A proposed development is expected to generate less than 100 new trips in the AM,
Midday, PM, or Saturday peak hour but is located within a local problem area.
Problem areas include high crash locations, congested areas, and other areas of
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critical local concern and will be identified by the City of Warrensville Heights in
agreement with the Ohio Department of Transportation.

e Rezoning or annexation is proposed.
e A proposed change in land use will alter site traffic generation by more than 15%.

e A proposed change in land use will alter the directional distribution of traffic by
more than 20%.

e A previous traffic impact study is greater than two years old, access decisions are
outstanding, and changes in the surrounding environment have occurred.

e Funding participation agreements between a private property owner and a
governmental agency are necessary.

e A traffic impact analysis should include the following in report format:
e A discussion of existing and projected traffic conditions, including:
e Traffic volumes
e Capacity
e Level of Service
e Traffic safety
e Improvement recommendations
e Development site plan
e Necessary roadway plans

e Developer responsibilities and commitments

Traffic impact analyses must be approved by the City of Warrensville Heights with
oversight by the Ohio Department of Transportation.

Access Point Spacing

Public and private access along Richmond Road should be provided only at distances
greater than or equal to those listed in Table 4, Page 21.
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Table 4: Access Point Spacing

Type of Access Point Spacing

Intersections

(Signalized and Unsignalized)
High volume drives

(> 200 trip ends in the peak hour)
Medium volume drives 250 feet minimum

(<200 and >100 trip ends in the peak hour) Right-in/right-out access where possible

Low volume drives 250 feet minimum

(<100 and > 5 trip ends in the peak hour) Right-in/right-out access where possible
Eliminate if alternative access available
Right-in/right-out access where possible

Lot splits Individual lot splits should only be allowed if
(Subdivision of existing parcels into two or | one access point is shared among the resultant
more properties) properties.

1/2 mile preferred / 1/4 mile minimum

1/4 mile preferred /250 feet minimum

Private residential drives

Traffic Signals

At intersections and major driveways, a signal warrant analysis should be completed
according to the guidelines outlined in the most recent edition of the Ohio Manual of
Uniform Traffic Control Devices (OMUTCD). The analysis should be completed with data
collected directly from the field. Traffic signals should only be installed at locations where
warrants contained in the OMUTCD are met and where operational or safety benefits as a
result of traffic signal control are projected and documented in the warrant analysis.

Turn Lanes

Exclusive turn lanes should be provided if one or more of the following criteria are
satisfied:

e A capacity analysis conducted according to the procedures outlined in the most
recent edition of the Transportation Research Board's Highway Capacity Manual
indicates that turn lanes are necessary to maintain acceptable traffic operations
(LOS D or better).

e A turn lane is warranted according to the provisions of the most recent version of
ODOT's Access Management Manual.

Corner Clearance

When a private access drive is located near a cross road intersection, the following criteria
should apply:
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e The drive should be located on the minor roadway and near the property line most
distant from the intersection.

e If located on the minor roadway, a minimum of 100 feet should be provided
between the near side of the major street and the near side of the drive.

e Access along the major roadway should be restricted to right-in/right-out
movements.

e If located on the major roadway, the minimum distance between the near side of
the minor street and the near side of the drive should comply with the guidelines
presented in Table 4.

e In all cases, the distance between the near side of the cross street and the near
side of the drive should exceed the longest expected queue at the intersection.
This may require separations that are greater than those presented above.

Shared Access and Cross Easements

Where the access point spacing presented in Table 4 cannot be satisfied or where a traffic
impact study indicates that an additional intersection cannot be accommodated without
degrading the level of service along Richmond Road, shared access or cross easements
between adjacent developments should be considered. For all proposed development,
provisions for shared access and/or cross easements will be incorporated into the
dedication plat before the site plan is approved. This will assure compatibility with
adjacent developments that may not be present at the time of approval.

Shared access is defined as two or more adjacent developments that share one common
access point.

Cross Easements are defined as agreements that permit on-site circulation between
adjacent parcels.

Parallel Access Roads

Where the access point spacing presented in Table 4 cannot be satisfied or where a traffic
impact study indicates that an additional intersection cannot be accommodated without
degrading the level of service along Richmond Road, parallel frontage and service roads
should be considered.

When parallel access roads are constructed, the following criteria should apply:
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e The desirable minimum spacing between the near side of the main highway and the
near side of the access road should be 250 feet.

e The absolute minimum spacing between the near side of the main highway and the
near side of the access road should be 150 feet. This spacing should only be
provided if an engineering study demonstrates that the desirable minimum cannot
be achieved without excessive development or economic impacts.

e When an engineering study demonstrates that the distance between the near side
of the main highway and the near side of the access road must be less than 250
feet, the following criteria should apply:

e A design vehicle that is appropriate for the development type can acceptably
execute all turning maneuvers.

e The distance between the near side of the main highway and the near side of
the access road should exceed the combined length of the longest expected
gueues at both the main highway and access road intersections.

Existing Developments

Existing developments should be exempt from the provisions outlined above. However,
opportunities to bring the Richmond Road corridor into compliance with the guidelines
outlined above should be pursued to the greatest extent possible as part of a corridor-
wide effort to improve traffic flow and safety.

5.3 Planning Level Cost Estimate

The following cost estimate for recommended improvements are for planning purposes
only and do not include costs for right of way.

e SBright turn lane at Richmond/ Miles - $100,000
e System-wide traffic signal optimization - $15,000 each time performed

e Modifying the operation Corporate College and Highland Business Park Drives - from
$5,000 to $50,000 based on modification
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5.4 Streetscape

Overview / Background

Richmond Road is a local street in transition to becoming a regional artery. Fueled by
changes in nearby land use, traffic volumes have substantially increased and will continue
to increase. The residential and rural agricultural landscape that characterized the road
only a few years ago has been transformed by large commercial, educational and retail
campuses. Although residential land use survives: particularly on the southernmost
segment of the roadway, it is increasingly squeezed by more dominating land uses that
create more traffic than homeowners can comfortably tolerate in their front yards. The
volume of traffic has increased so substantially that the County widened the road from
two lanes to four, with left and right turn-lanes, simply to accommodate traffic. The
County also installed sidewalks on both sides of the road. Adjacent landowners have
invested heavily in improvements to their properties. Maintaining good access to these
properties and good mobility on Richmond Road are key to the success of these
developments and to the vitality of the Richmond Road corridor.

The development of Richmond Road and the development of adjacent land must be
coordinated; they must be part of the same vision. The capacity of a roadway must reflect
the needs of the adjacent properties, and the land use of adjacent properties must fit the
roadway’s capacity. Land use and traffic must be thought of in unison and developed in a
manner that is mutually supporting.

In the cities of Warrensville Heights and Highland Hills, the land uses along Richmond Road
are essentially two types: mega-sized parcels with large campus developments and, for a
short stretch, small single-family residential.

The residential parcels are isolated along 2,000 feet of Richmond Road between Miles
Road and US-422 in Warrensville Heights. This land use is increasingly an anomaly amid
the larger developments that exist between US-422 and Harvard Road. Not only will
increased traffic make the homes less desirable for families, the economic forces at work
in the corridor will probably increase property values to the point of encouraging
homeowners to sell. It is anticipated that the capital incentives to redevelop the area for
commercial purposes will substantially reduce, if not eliminate, single family homes in the
corridor, probably within the next ten years.

Richmond Road between Miles and Harvard roads will become a corridor dominated by
large scale campus-like developments. These developments will serve stores, restaurants,
offices, warehouses, colleges and a hospital. Surges in traffic will occur in the morning
and evening rush hours and at lunch, as people shuttle between destinations along the
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corridor. The architectural treatment of the roadway could serve to integrate these varied
developments.

The cross-section of the roadway and the design of intersections will be crucial to
maintain access and mobility. Examples of possible cross-sections are shown as Exhibit 1
in Appendix H. Alternatives to standard left turn lanes, such as “Michigan lefts,” or
"modern roundabouts” should be explored. See Exhibit 2 in Appendix H for an example
of a modern roundabout. Some of these alternatives (including “Michigan lefts”) may
require a wide median and thus a wide right-of-way. Fortunately, the right-of-way appears
sufficiently wide, or easy to increase, to accommodate these types of alternatives.

The corridor currently offers bus transit. It is anticipated that demand for bus
transportation will only increase as the worker demographic along the corridor changes.
Many of the jobs associated with commercial real estate, retail trade and health care are
disproportionately filled by people who depend on public transit or active transportation
(walking or bicycling). Similarly, college students have an affinity for public
transportation, bicycling and walking to get to and from school. Exhibit 3 in Appendix H
shows a possible transit stop treatment.

To be effective, street amenities need not be extensive, nor particularly expensive—they
must be appropriate and respond to actual needs. Supporting transit and limited
pedestrian use will be the primary considerations. Most streetscape elements will be seen
from cars, typically moving at 30 to 45 miles per hour. At these speeds, vertical elements,
particularly trees and ornamental lighting will dominate. Exhibit 4 in Appendix H shows
trees, ornamental light poles, banners and bollards in median area. Smaller scale, more
intricate designs, typical of pedestrian-focused downtown areas, will not be necessary.
Transit shelters, semaphores and crosswalks are additional elements that will need to be
treated in a comprehensive manner.

To make Richmond Road a cohesive, well-organized destination, it is recommended that
streetscape features be standardized along the whole corridor, possibly with some
modifications for the existing residential neighborhood south of US-422. Exhibit 5 in
Appendix H shows Gateway and Wayfinding Monuments which could be standardized
throughout the corridor. It is recommended that these elements be limited to vegetation
(trees, shrubs, lawn and flowers); ornamental lighting (road and pedestrian); sidewalks and
crosswalks (possibly colored concrete); traffic signing (uniform posts, signals and sign
boards); and transit shelters. Optional elements that could be included in a coordinated
streetscape include: banner poles, fencing, gateway monuments, and campus entrance
signing. Paving (material and color) and curb type (material and form) need to be
considered. The width of the travel lanes and shoulders should be discussed and

Richmond Road Corridor Study HNTB 2



standardized throughout the corridor as a traffic management tool. If retaining walls are
used, material and forms should be standardized throughout the corridor as well.

Changing a few prominent elements of the existing corridor would dramatically improve
the corridor's visual quality. The first is to eliminate overhead utilities. Any
reconstruction in the corridor should include burying overhead electric and
telecommunications lines. Existing and new cell phone towers should be hidden within
building architecture.

The US-422 bridges over Richmond Road could be refurbished with a more appropriate
architectural facade and better pedestrian access, making it a transitional gateway
between the campus developments to the north and the single family residential district to
the south. The bridges over I-271 on Richmond and Emery roads should be aesthetically
improved to make the pedestrian experience more enjoyable. Bridges can be a source of
pride and community identity if designed with this in mind. Exhibit 6 in Appendix H
shows possible bridge treatments.

Together, these improvements to the Richmond Road corridor could create a new sense of
place, a destination for the communities of Warrenville Heights and Highland Hills. A
comprehensive design built on existing and proposed land use and responding to the
limited needs of corridor users would provide a cohesive identity for this important
roadway. See Appendix H for photos of streetscape examples.

5.5 Funding Options

Today, more and more infrastructure projects like this are facing fewer and fewer state
and federal dollars. The goal for cities like Warrensville Heights is to develop a creative
and comprehensive funding plan. Blending multi-source funds reduces the strain on City
finances, minimizing local contributions.

The projects recommended for immediate implementation by the City, thereby requiring
funding assistance now are: combining Corporate College and Highland Business Park
Drives (Corporate drives) and Corridor streetscape. Bundling the two projects together
actually form a package that meets the criteria for several state and federal funding
programs.

The longer-term goal of funding a new right hand turn lane at Richmond and Miles Roads
should begin to be examined today. Although not recommended until 2015, regional and
state leaders should be hearing about it now. Transportation planning looks many years
ahead. TRAC is a good example. Although stymied due to lack of state discretionary funds,
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ODOT's TRAC process was looking to fund projects as far out as 2014 last year. Therefore,
consideration of these very long lead times is necessary.

Possible Sources

HNTB has thoroughly surveyed all possible assistance programs, looking beyond
traditional infrastructure programs. Ten potential sources have been identified for either
both or one of the immediate projects. (Sources with asterisks could fund both.)

e ODOT (Ohio Department of Transportation)*
Transportation Community and System Preservation (TCSP)
Gateway Landscaping Program
e ODOD (Ohio Department of Development)
Roadwork Development Account
Ohio Public Works Commission (OPWC) *
e NOACA (Northeast Areawide Coordinating Agency)*
Transportation Enhancement
Attributable Funds
e Congressional fiscal year Transportation/HUD appropriations *
e U.S. Housing and Urban Development Department*
Economic Development Initiative Grants
Community Development Block Grants
Greater Cleveland Regional Transit Authority (GCRTA)

oDOT

The Transportation Community and System Preservation fund (TCSP) is a national
program administered by ODOT. Annual funding is $61 million nationwide. Projects eligible
for TCSP funding include those that: reduce the need for costly future investments in
public infrastructure; provide efficient access to jobs, services, and centers of trade and
examine community development patterns and identify strategies to encourage private
sector development. The City submits its application to ODOT which then ranks the
submissions. For 2007 TCSP funds, applications were due by April 30, 2007, but
additional requests can be granted “where practical.” It would be more appropriate to
give the 2008 deadline.

The Gateway Landscaping Program is a managed by ODOT and helps communities ‘green
up' roads and highways. Street trees may be funded through this program. A local match
is required.

Project: Corporate drives/streetscape
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oboD

The Ohio Department of Development’'s Roadwork Development Account (629) provides
grant assistance to communities for highway and public road projects related to job
creation and retention. The current employment pool at both business centers plus the
growth in corridor jobs makes the unification of business park drives eligible. The City
would apply to the Department through its regional Economic Development
representative.

Project: Corporate drives and/or Turn lane
Ohio Public Works Commission

The Ohio Public Works Commission (OPWC) offers financial assistance to local
communities for the improvement of their basic infrastructure systems. Portions of the
corridor upgrade apply, including sidewalks and street lamps.

There are two main funds within the OPWC family: Local Transportation Improvement
Program (LTIP) and State Capital Improvement Program (SCIP). LTIP focuses on new and
expansion projects and does not require any match. Assistance comes in the form of
grants. SCIP funds repair and replacement projects primarily. Projects the SCIP funds
require a 50% match and may come in either a loan or grant form.

Projects: LTIP for streetscape elements like street lights, Corporate drives and/or
Turn lane. SCIP for bridge sidewalks and architectural facade.

NOACA

Each year, NOACA receives a suballocation of ODOT's federal funds from the Surface
Transportation, Congestion Mitigation and Air Quality, and Transportation Enhancement
programs. Transportation Enhancement Funds are of the greatest interest for this project.
49% of the funds allocated by the state's metropolitan planning organizations are for
bicycle and pedestrian paths. Scenic beautification projects typically receive 17%.The
match is 20%.

NOACA has a vested interest in improving the corridor in light of its grant to fund this
study. HNTB recommends NOACA be appraised of all city actions as a result of this study.
STPP funds could help finance the right turn lane.

Projects: Streetscape elements such as shared use paths, sidewalks, transit shelters and
turn lane.

Richmond Road Corridor Study HNTB 28



Congressional Appropriations

Each federal fiscal year, the Transportation, Treasury and HUD annual financing bill funds
both transportation and economic development projects including streets, bridges, parks,
sidewalks, medians, and more. On average this year, the Fiscal Year 2008 TTHUD bill
contained projects amounts of $500,000. The match is 20%. Congress appropriates
money for particular surface transportation projects, like the right hand turn lane
southbound on Richmond Road, under the “High Priority Projects” category. Streetscape
elements are funded under TCSP in the DOT portion of the bill or EDI under HUD.

Democrats now control the House of Representatives. The City is represented by senior
Democrat Representative Stephanie Tubbs-Jones who is able to advocate for her district’s
transportation and development priorities. Discussing the Corridor's needs (providing
special emphasis to the future right hand turn lane) should begin whenever the
opportunity arises.

Projects: Turn lane, streetscape and Corporate drives
HUD

The department’'s annual Economic Development Initiative (EDI)grants fund all of the
above-reference project elements permitted in the annual earmarking process.

Projects: Streetscape and Corporate drives

The City may also want to consider applying some of its Community Development Block
grant dollars to any or all of the HNTB recommendations. They all qualify.

GCRTA

HNTB recommends the City discuss the need for corridor transit shelters with the Greater
Cleveland RTA. Routes and ridership figures determine shelter construction levels.

Project: bus shelters
Recommendations Funding

The consolidation of Corporate College and Highland Business Park Drives and amount of
funding needed is a good ODOD Roadway Development Fund project. We encourage the
City to contact its regional department representative to discuss details as its first course
of action. Eligibility, application turnaround and ease of accounting make this our first
recommended step.

Richmond Road Corridor Study HNTB 27



NOACA is a logical next contact in the investigation of available funds for streetscape. The
Transportation Enhancements program is a good candidate for financing the streetscape
recommendations. Consolidating the two Corporate drives is also a small enough request
to merit early discussions with NOACA.

Third, and if need be, we recommend the City consider an OPWC application (LTIP) for
streetscape and Corporate drive consolidation. Depending on what other city projects may
await LTIP funding, the size of these projects make them good candidates for LTIP.

Finally, HNTB suggests that before the end of the year, the City discuss HNTB Corridor
improvement recommendations with the Congresswoman'’s office. (City officials will weigh
the Corridor’'s priorities with potential other critical requests unknown to us at this
writing.) By that time, city leaders will have a good idea of how the first three options
realistically look for funding. January 2008 will be the timeframe in which cities may
submit appropriations requests for the next year. Since Corridor streetscape qualifies for
transportation and economic development programs, the chances of obtaining at least
one programmatic earmark appear good. Longer term, a larger transportation
appropriations request for the right turn lane on Richmond Road falls into the range of
successful marks. That project should continue to be coordinated with the
Cogresswoman's office.

5.6 Implementation Time Frame

All of the improvements recommended in this report do not have to be implemented
immediately. They can be phased over then next 10-20 years. The two recommendations
that should be implemented immediately are adopting a city-wide policy on Access
Management and Traffic Impact Analysis and modifying the operation at Highland
Business Park Drive. The system-wide signal optimization is an ongoing program and
should be performed whenever needed. Many municipalities perform this on a bi-yearly or
every three year basis. Signal Warrants at new or expanding developments should be re-
evaluated as the developments are completed. The southbound right turn lane at
Richmond and Miles is not needed for at least ten years and can be constructed at anytime
within the next ten years. The streetscape improvements can be phased in as parcels are
developed or re-developed and the bridges require repairs or maintenance. Table 5, Page
31 shows the implementation Matrix for the corridor.
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Table 5: Implementation Matrix

Access Policy Changes

Modify operation @ Highland
Business Park

System-wide signal optimization

Re-evaluate Signal Warrants

Streetscape

SB right turn lane @ Richmond &
Miles
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