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Pedestrian |mprovements Due to the disconnected nature of many of the subdivisions within the City/Village, neighborhood

) ) ) . . connectors were recommended between many subdivisions within the City. The connectors would be at
Thoggh a conscious effort was maqle to route bicycle improvements away from major, h.lgh—speed roadways minimum, a five-foot-wide walking path, allowing residents to easily traverse between subdivisions. In many
within the City/Village, pedestrian improvements along these routes were deemed a priority. Many of these cases, neighborhood connectors would drastically reduce the amount of time it takes to walk to desired

roadways have discontinuous sections of sidewalk where a pedestrian may be forced to walk alongside 4. inations. Neighborhood connectors are shown in blue on the Pedestrian Improvements Map.
a high-speed, rural roadway to get to a destination. Many of these recommendations paralleled with

recommendations with Avon’s Safe Routes to Schools Plan, as many schools are located on these rural
roadways. Sidewalk priorities are illustrated on the Pedestrian Improvements Map.

The Pedestrian Improvements Map also highlights intersections that need pedestrian facilities improvements
in order to promote walkability within the community. These intersections are highlighted in purple.
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Multimodal Enhancement Strategies Pedestrian Mid-Block Crossing Treatments
In some areas of Avon and Sheffield Village, intersection crossings are great distances apart.
Pedestrian Intersection CrOSSing Treatments Mid-block crossing treatments can be used in select locations to help pedestrians safely cross

Street crossings are points of conflict between vehicle and pedestrian traffic. To ensure that the roadway.

pedestrians are visible and safe at intersections, seveal proposed treatments are recommended:

High-Visibility Crosswalks

Crosswalks that have a high level of visibility
help pedestrians feel more comfortable
and improve safety for both pedestrians
and drivers. The installation of highly visible
crosswalks increases the likelihood that drivers
will see pedestrians crossing.

Examples of high-visibility crosswalks include
those with a ladder design or diagonal
markings. Additionally, crosswalks become
more visible as their width increases.

Pedestrian Refuge Islands

A pedestrian refuge island is one that creates
a protected space in the median or center
of a street to assist bicycle and pedestrian
crossings. Two-way streets with more than
two lanes can be difficult for both bicyclists
and pedestrians to cross. The construction of a
pedestrian refuge island allows people to wait
for vehicle traffic to dissipate from a protected
gap in the median.

Curb Extensions

Curb extensions are traffic calming devices
that physically narrow the roadway, while also
giving the appearance of a much narrower
roadway. They can create shorter crossings for
pedestrians and also reduce vehicle speeds
leading to a safer environment for both drivers
and pedestrians.

2 ] Recommendations

Rectangular Rapid Flash Beacon

A rectangular rapid flash beacon (RRFB) is used
primarily to reduce incidents between vehicles
and pedestrians. RRFBs have user-activated
lights to warn drivers of crossing pedestrians
at non-signalized intersections and mid-block
crosswalks.

They can also be activated by pedestrian
movement through video or infrared
detection.

HAWK Signal

A High Intensity Activated Crosswalk (HAWK)
signal is a pedestrian-activated warning device
specifically used at mid-block crossings. The
beacon, mounted above or beside the road,
consists of two red lenses above a single
yellow lens. The beacon head is unlit until a
pedestrian activates the signal, which causes
the beacon to illuminate. The pedestrian signal
then indicates it is safe for the pedestrian to
cross. HAWKs are typically more expensive
than RRFBs and require power but are ideal
to provide a safe crossing at heavily traveled
pedestrian areas.



Traffic Calming Strategies

Traffic speed is an issue that many communities must address to keep residents safe. High
vehicle speeds impact bicyclists who try to share the roadway, as well as pedestrian safety,
vehicle safety and neighborhood quality of life. A number of strategies can be used to calm
traffic. Using a variety of traffic calming strategies across the study area will best control vehicle
speeds.

Speed Bumps

A speed bump is a raised surface in the
roadway that forces drivers to slow down.
They generally have a height between three to
six inches and are between one to three feet in
length along the road. Speed bumps are not
typically used in well-traveled roadways and
are often limited to parking lots, apartment
complexes, low-volume private and residential
streets, and driveways.

Speed Humps

Unlike speed bumps, speed humps are longer
and tend to be lower to the roadway. Humps
can have a rounded or flat top, and the shape
may depend on the length of the speed hump.

While both speed bumps and speed humps
can be difficult for bicyclists to overcome, both
can be designed with cuts at the side to allow
for easy passage for riders. Multiple bumps or
humps are needed at intervals of 300 to 600
feet apart to achieve lower vehicle speeds for
an entire roadway.

Textured/Color Contrasted Paving

Textured or color contrasted pavement gives
drivers tactile and audible cues within a
traffic-calmed area. If the colors and textures
of shoulders, crosswalks, or bicycle facilities
contrast with those along the roadway, it
will keep drivers alert and in vehicle traffic
lanes. Using different textures and colors in
paving will also remind drivers that they are
in a traffic-restricted or traffic-calmed zone.
Textured and color contrasting surfaces are
often used in conjunction with one or more
other traffic-calming devices.

Chicanes

A chicane is a series of alternating mid-
block curb extensions or islands that narrow
the roadway and require vehicles to follow
a curving, S-shaped path, discouraging
speeding. Chicanes can also create new
areas for landscaping and public space in the
roadway. The image to the right illustrates
chicanes installed along Woodward Avenue in
Lakewood to control traffic speed.

Roundabouts

Roundabouts are designed to accommodate
vehicles of all sizes, including emergency
vehicles, buses, and truck and trailer
combinations. In a roundabout, drivers
enter the intersection by navigating a gentle
curve. Drivers yield at entry to traffic already
in the roundabout, then proceed into the
intersection and exit at their desired street.

A main feature of the roundabout is a raised
central island. The circular shape is designed
to control the direction of traffic and reduce
speeds to 15 to 20 mph. It also reduces the
likelihood of t-bone or head-on collisions.

Neighborhood Traffic Calming Circles

Neighborhood traffic calming circles are
much smaller than modern roundabouts
and often replace stop signs at four-way
intersections. They are typically used in
residential neighborhoods to slow traffic
speeds and reduce accidents, but are typically
not designed to accommodate larger vehicles.
Many drivers often turn left in front of the
circles rather than turning around them.

Median Refuge Islands

Median refuge islands are protected spaces
placed in the center of the street to facilitate
bicycle and pedestrian crossings. Crossings
of two-way streets are facilitated by allowing
bicyclists and pedestrians to navigate only
one direction of traffic at a time.
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Speed Zone Study

As the City and Village continue to develop,
increases in pedestrian activity and driveway
access may warrant speed limit reductions
along some roadways. The first step to
justifying that a corridor needs a speed limit
reduction is to conduct a speed zone study.
The study is administered by ODOT and
considers crash history, traffic volumes, sight
distance (i.e. curves and hills), number of
drives, and cross streets. If the study warrants
a speed limit reduction, ODOT will assist with
updating speed limit signage (along ODOT
routes).

The Relationship between Vehicle Speed & Pedestrians

Nationally, speeding is a leading cause of preventable deaths, causing nearly one-third of all
traffic fatalities each year, or close to 10,000 lives. Speeding not only increases the likelihood of
crashes with people on foot, it increases the probability that those crashes will cause injuries
that are far more serious. The graphic below from San Francisco’s Zero Vision Campaign
illustrates the relationship between vehicle speed and pedestrian fatalities.

Common practice in traffic engineering calls for speed limits to be set based on how fast drivers
tend to go on a given section of roadway; a self-fulfilling prophecy when roads are designed
for higher speeds. Changing that practice by setting a vision for safer, slower streets allows
transportation engineers to find the appropriate design solutions, regardless of prevailing
speed. They can design and redesign streets to include features to encourage safer and
slower driving. Redesigned streets can also provide people walking within sidewalks frequent
safe opportunities to cross streets and, where possible, greater separation from traffic with
landscaped buffers, protected bike lanes, or parked cars. In some cases, this means changing
local policy to allow for lower speed limits, especially in residential areas or near parks and
schools.

Traditional enforcement of speed limits can be effective in convincing drivers that they will
face a penalty for going
over the legal speed limit.
However, making streets
safer requires more than
just posting lower speeds
or enforcing those speeds;
streets and intersections
must be designed for those
lower speeds. (Smart Growth
America, Dangerous by
Design 2014)
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Encouragement Strategies

Though there is a need for a more connected and integrated multimodal network within the
study area, building the infrastructure alone will not breed a more connected community.
The City and Village need to consider participating in encouragement activities that promote
the benefits of multimodal travel and make it easier for residents to navigate around the
community. Below are some strategies that could be implemented to help encourage bicycle
and pedestrian travel.

Pedestrian Wayfinding Systems

Pedestrian wayfinding systems are
navigational systems that help pedestrians
determine where they are and where they
need to go to reach a destination. Traditionally
consisting of signs, wayfinding systems can
now also involve GPS systems and mobile
technology. Wayfinding systems can be
designed for entire cities or specific districts
within a city. The French Creek Historic District
and Detroit Road corridor could benefit from
this type of system.

Install Temporary Street
Improvements

To help visualize potential multimodal

improvements and test their viability before

making a large capital investment, temporary,

one-day demonstrations can be organized by

the City/Village in collaboration with the Better

Block Project. Better Block is a national group

of pedestrian and bicycle advocates that aid

with organizing and installing temporary

pedestrian and bicycle oriented streetscape

improvements within a small area. Typical

demonstrations set up temporary pedestrian

plazas, street trees, plantings, bike lanes, small street lighting and benches/tables. Not only
does this demonstration aid with assessing an improvement’s viability, it also allows residents
to experience what an inclusive, multimodal corridor could feel like.

Expand on Safe Routes to School Program

In concert with this plan, the City of Avon and the Avon Local School District also completed
a Safe Routes to School (SRTS) Plan for East Elementary, Heritage Elementary, and Avon
Middle Schools. The SRTS Plan is attached in Appendix B. Encouragement and education
recommendations within the SRTS plan include producing safe walking route maps, or seeking
partnerships with local institutions like the YMCA to promote bike and walk to school days
should be expanded to a city-wide level.
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Supporting Infrastructure

While creating quality multimodal connections to desired destinations is most critical to
enhancing an area’s walkability and bikability, supporting infrastructure also needs to be
considered. Detailed below are improvements that should be considered when constructing
the multimodal recommendations detailed within this plan.

Bicycle Parking

Installing bike racks at key intersections and
adjacent to desired destinations allow a cyclist
the ability to take extended trips. Bike parking
can generally be accommodated within the
sidewalk or treelawn. In some cases, where
sidewalk width is limited, bicycle parking can
be placed on the street, typically within on-
street parking lanes.

Bicycle Repair Stand

A bike repair stand includes all the tools
necessary to perform basic bike repairs and
maintenance, from changing a flat to adjusting
brakes. The tools and air pump are securely
attached to the stand with stainless steel
cables and tamper-proof fasteners. Hanging
the bike from the hanger arms allows the
pedals and wheels to spin freely while making
adjustments.

Benches

Atlocations where other supportinfrastructure
exists, benches and trash facilities should be provided.
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Subdivision Code & Policy

Recommendations

To truly create a safe an inviting multimodal
community for everyone, subdivision codes
and land use policies need to be refined.

As described previously in the Assessment
Chapter, both the City and Village have
substandard requirements for multimodal
facilities within new developments. New
residential subdivisions should require a
minimum of a five-foot-wide sidewalk along
both sides of a newly constructed roadway
(Per ODOQOT’s Location and Design Manual
Volume 1, Chapter 306.2 and Figure 306-2).
A five-foot width allows for two pedestrians
to comfortably pass or walk alongside each
other while on the sidewalk.

In commercial areas, a minimum of a six-foot
sidewalk should be required for walk with a
buffer from the roadway (i.e. a treelawn) and
an eight-foot sidewalk for walk with no buffer
(Per ODOQOT’s Location and Design Manual
Volume 1, Chapter 306.2 and Figure 306-2).
In areas with high pedestrian volumes (e.g.
Historic French Creek District), a minimum
ten-foot-wide sidewalk should be required for
sidewalk with no buffer. Allowing for wider
sidewalk where no buffer exists provides
a safer walking experience and allows for
additional space for pedestrians to pass safely.

Connections designated as a walking path
or trail should be constructed at a minimum
width of ten feet per AASHTO’s 2012 Guide to
Bicycle Facilities, 4th Edition.

Block length and design are also critical
elements to determining the future
connectivity of a community. Standards that
allow to excessively long blocks with limited
connections, discourage proper linkages out
of developments and into the community.
The current standards for allowable block
length within the City and Village are large. A
1,500-foot maximum block length is allowed
within Avon and a 1,320-foot average block
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length in Sheffield Village. To encourage more
side streets and connections, the maximum
allowable block length should be reduced
to 1,200 feet. In addition, walking path/trail
easements within subdivisions should be
required if a block length exceeds 900 feet.
The Avon code does not specifically require
these easements currently, stating that they
“may be required”. Easement widths should
also be widened to 20 feet to allow for
necessary earthwork or landscaping needs of
a future walking path/trail. An illustration of
these recommendations is shown above.

To avoid the need to retrofit future
subdivisions, construction of sidewalk and
trail facilities should be completed during
initial subdivision construction. If walk/trail
easements are established but facilities are
not immediately constructed, residents can
assume that land dedicated for a future walk/
trail is their own. This makes building walk/
trail facilities much more difficult.

Land Use & Policy Strategies

In addition to the subdivision code
recommendations on the previous page, the
following policy strategies should also be
considered to improve future connectivity.
Each of these strategies will require further
analysis to determine how to properly tailor
each strategy to the City’s and/or Village’s
needs.

Connectivity Index

The Connectivity Index (Cl) is a useful
measurement tool for municipalities in
evaluating and promoting connectivity in
proposed subdivision plans. Connectivity
Indices have been incorporated into
comprehensive plans and subdivision
ordinances across the United States. The Cl is
the ratio of street segments and intersections
and cul-de-sacs. Higher numbers indicate a
higher level of street connectivity. Cul-de-sacs
and street networks with one-way in and one-
way out will generally lower the connectivity
ratio.

There is no “one size fits all” index number. A
higher level of connectivity may be desired in
suburban or urban areas rather than in rural
areas. Indices may vary across a municipality
based on existing land use. According to
case studies of cities that adopted a Cl and
national references on the subject of street
connectivity, an index of 1.4 to 1.8 represents
an acceptable street network for subdivisions
in suburban and urban areas (Lehigh Valley
Planning Commission - Street Connectivity
Guidance Document).

A Connectivity Index allows for greater
flexibility than using specific block length
requirements in designing a development
to accommodate environmental features
such as floodplains and steep slopes. To use
the Connectivity Index in the subdivision
review process, local planning commissions
must first become familiar with the tool,
applying it to recently approved subdivisions
before incorporating the index into the
subdivision regulations and using it as one of
its tools to evaluate connectivity of proposed
subdivisions.



Create Complete Streets Policy

While traditional traffic engineering designs
streets primarily for vehicles, a Complete
Streets policy directs transportation planners
and engineers to design and operate rights-
of-way for safe access for everyone on the
street, regardless of age, ability, or mode of
transportation.

This does not mean putting a bike lane on
every street or a bus on every corridor. Rather,
it requires decision-makers to consider
the needs of diverse modes that use the
transportation system. Typically, corridors
within the community are segregated based
on the mobility needs of the area. Then a
series of typologies are designed which
define future improvement needs along each
corridor.

The completion of a complete streets policy
is a large undertaking that requires extensive
planning and community outreach. A
successful complete streets policy includes
the following elements.

Create Form-Based Code Districts

Form-based zoning codes are legal regulations
that direct the physical form and placement
of buildings within communities. Form-based
codes focus on the relationship between
buildings and the streetscape, generally with
the goal of creating appealing, pedestrian-
oriented public spaces. In contrast, transitional
zoning regulations focus on separating
residential, commercial, and industrial uses
and do not determine the exact form and
location a building would take. Form-based
codes typically include a regulating plan
and map designating where different built-
form standards apply, specifications for
required streetscape elements and built-
form standards, an explanation of the review
process for applications and development,
and a glossary.

Though a form-based code does not make
sense for the majority of the study area, the
French Creek Historic District could benefit
from form-based code policies. This area has
some historic buildings, and churches, Avon
Isle Park, The French Creek, and multiple local
shops within walking distance of each other.
Molding future development to meet the
character of the area would create a unique
destination within Avon.
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Below - The Rural to Urban Transects
of a Form-Based Code
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