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Executive Summary

guides. It is the hope that by using the most contemporary street designs, postindustrial
cities that have thus far not completed their own street design guidelines can use these
best practices, combined with Akron’s unique context-specifics, to aid in the creation
of their own design documents to aid completion of what are referred to by planners
as “complete streets”. Presented in this document is the sections needed to plan for

USING THE GUIDE:

completing our cities streets in postindustrial cities.

The Complete Streets Akron design guideline (henceforth referred to as the Akron CSDG)
was created as the terminal project for one student at Clemson University as the final
requirement of the Master of City and Regional Planning degree in 2014. The education
was provided within the Planning, Development, and Preservation department in
Clemson, SC.
The ACSDG was created based on the foundation and precedent of several
recent government documents and national, state, and local street design guides. Four
design guidelines or manuals were referred to most exclusively and presented as case
studies within the larger terminal project proposal submitted to the Clemson Graduate
School. They are Boston Complete Streets, Urban Street Design Guidelines, Complete
Streets Chicago: 2013 Edition, and Urban Street Design Manual Second Edition; they
represent the most contemporary works of Boston, Charlotte, Chicago, and New York
City respectively. As was described in the Boston guide, several tools necessary to
complete a best practices approach to completing a new design guideline include
“ public meetings… assess existing design guidelines and practices, examine relevant

For greater engineering specification of geometric design of roadways (such as
curb measurements, Level of Service (LOS), and other tools, please refer to ASSHTO’s A
Policy on Geometric Design of Highways and Streets or ITE’s and CNU’s Designing Walkable
Urban Thoroughfares: A Context Sensitive Approach (2010). The purpose of this Akron guide
is to bring attention to policy makers and designers in this city the economic development
and placemaking values of our public spaces and the ‘urban commons’ found both
within and framing our public roadways. As a guideline (multiple suggestions based on
setting) rather than a strict engineering or design manual (requirements), it is up to Akron to
implement and improve upon the best practices and student research found within.
To navigate the design guidelines, each chapter is organized by design elements
(solutions to rebuilding streets) with planning considerations and standards. If a standard
measurement can be applied across the roadway type, the size is boldly shown in RED.
REPEATED TERMS appear throughout the guide or are important design considerations;
their definitions can be found at the conclusion of the design guideline in the Glossary.

national best practices, evaluate ongoing pilot projects, and explore new innovations in
street design” (City of Boston 2013 p. vi).
The resulting best practices comparison of the four case studies, three regional
comparisons (Detroit Future City [2012] Imagine Flint [2013], Youngstown [2010]) and
one national guide (NACTO Urban Street Design Guide [2013]) are combined with a
substantive list of literature in review (Dover 2013, Speck 2012, Jacobs 1997, et. al) to form
a guide for a midsized, postindustrial city of Akron, Ohio. Only the most contemporary
and innovative best practices were chosen and many contain street design techniques
that are very much in the experimental and pilot stages are contained within these
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from L to R: Boston Transportation Department, City of Charlotte,
NYCDOT, and Chicago Department of Transportation guidelines
which serve as contemporary practice and guideline precedent.
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CHAPTER 1: Vision

Construction of “The Depot”, a new student apartment complex adjacent to
the University of Akron, in early March 2014. Photo credit: Gregory Gordos
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Why Akron? Why Streets?
1.1

When people look at potential projects in the larger framework, ''you begin to paint a new picture,
a new understanding of what the real downtown Akron means and a much more exciting vision of
the future of our community,'' [University of Akron President Luis] Proenza said

dedicated guides for implementation (Seskin
2013, McCall 2013, AMATS 2013). This contrasts
with contemporary streets design examples
from cities as varied as Chicago to Charlotte
(Chicago 2013, USDG 2007).

Urban planners envision vibrant Akron
Master plan created by renowned firm divides downtown into districts to utilize ‘untapped
development potential’
By Betty Lin-Fisher
Akron’s downtown and surrounding areas are really made up of three main streets and four distinct business
districts, which should be developed into vibrant, walkable spaces for businesses and homes, according to a
master plan developed by a world-renowned architecture and planning firm.
The plan includes
focusing
on such
things as athe
wellness
center and
loft apartments
along the canal
near Akron
Article
in the
local
paper,
Akron
Beacon
Journal
9/20/13
www.eekarchitects.com/community/4-in-the-news/146-urban-planners-envision-vibrant-akron
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INTRODUCTION
Akron, Ohio is an example of a mid-sized city in
the “Rust Belt” whose streets were designed for
its peak population in the 1950’s and during a
period in which the population tripled (70,000 to
210,000) from 1920-1930. Today the population is
nearly 100,000 less than 1960. Roadways within
Akron today are often under-utilized and often
busy only during the brief rush hour periods on
the weekday; many are one-way arterials and
follow the unique topography of the city.
How can physical design solutions of a
“complete street”, when presented to Rust Belt
governments and builders under the guise of
economic development, be best implemented
at the most realistic cost and at best use of
limited funds?
The resulting streetscape proposal and
implementation strategy should result in a more
desirable attraction for business and residents
and contain enough policy support to further
more pilot projects or proposals in the city’s
(and Rust Belt region’s) future. This is significant
because so few complete streets projects have
been built or have only recently been passed by
city councils; most remain boilerplate language
within larger comprehensive plans rather than
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The assumption is, simply, a delay or a gap
exists in implementation of complete streets
in postindustrial cities. The final product is a
complete street design manual as suggested
in NYCDOT, NACTO, Littman, McCann and
Seskin and other governmental publications,
to suggest that the next step in planning for
complete streets and the key to bridging the
implementation gap (aside from financing) is a
true guide to how implement complete streets in
a specific city based on site analysis and political
context, what elements are appropriate, and
where. This is supported by a recent American
Planning Association events, which state that
the next step after legislative policy is action: to
revise codes, guidelines and standards (SCAPA
2013, emphasis added). The completion of a
design guideline would follow the standards set
in larger cities in 2013.

1.2

Empty stretches of roadway in Detroit, Michigan. What can
be done with this vast amount of paved public space?
Image Credit: Spencer Platt/Getty Images

1.1

In the Rust Belt (where continually fewer
homes and businesses that serve cities remain)
expensive, inefficient or outdated infrastructure
must still be continually maintained or left in
disrepair. Public property (of all land uses) must
be used as efficiently as possible; it is argued
here that complete streets make the best
use of the right-of-way for existing streets in
methods such as a ROAD DIET and at low cost
to retrofit. (Ronkin 2007; Mallach, Brachman
2013). By taking an incremental approach: 1.)
through strong conceptualization and vision
of efficient and equitable use of roadways, 2.)
through policy changes throughout every type
of document (including framework plans down
to financing), and 3) with small but goal-oriented
changes towards efficacy and equitable use,
postindustrial cities can use complete streets as
an economic and placemaking tool. Economic
vitality will reinforce demand for the quality and
standards of the built environment (Mallach,
Brackman 2013) but smaller scale pilot projects
ensure valuable resources can be used to
innovate on, or in turn, learn from past mistakes.
The objective here is not to merely reiterate the
“complete” benefits of street redesign, but to
demonstrate their appropriateness in a specific
geography and aid in demonstrating the most
effective strategies for implementation, such
as a pilot project. The proposal illustrates the
design elements important to creating great and
complete streets in order to aid in the economic
development of a city, policies that have
worked or are being applied in other peer cities
throughout the Midwest and other mid sized
cities, and specific strategies for implementation
using both limited funding and utilizing capital
improvement investments when appropriate.

City of Akron, Oh

1.3

View of Akron’s downtown from Route 59 or the Iinnerbelt,
a road built for a demand and population that was never
reached. There have been recent talks to dismantle this
portion of the freeway (photo credit: City of Akron).
WHY DO WE AS AKRONITES NEED COMPLETE
STREETS?
Do you often complain about how awful the
traffic jams are around the Akron area? Outside
of the Route 8 - I-76 interchange, most roadways
in the region have relatively good level of service
(LOS), meaning that the flow of cars is moving at
a steady pace. Put another way: are there that
many drivers on the road? The smooth, relatively
easy driving conditions in our city today is the
consequence of both planning primarily for your
car and the construction of many streets that
could handle much more traffic than is currently
needed in our region. This is especially true of
local roads in the city’s residential street grid.
As a consequence, walking, riding your bicycle,
and even catching the bus is much less
appealing to most of us than getting in the car
and driving everywhere. For those who want to
stay healthy or cannot afford a car, there are
not enough reasonable options. Building upon
previous planning efforts and several partners
with the city, we can catch up to larger cities
who have begin building streets for everyone.
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Why do we need them?
WHY DO WE NEED STREETS ACCESSIBLE TO
ALL?
Complete streets is a recent term advocating
for the accessibility and safety of all users of a
roadway, encompassing values of universal
design, sustainability, health, accessibility, and
safety. It is also a partnership between engineers,
transportation departments, urban planners,
and designers. Over 600 complete street policies
have been adopted as of 2014, and dedicated
street design guidelines are beginning to be
published by the department of transportation of
many larger cities as streets become retrofitted
to fit values such as TRAFFIC CALMING, ROAD
DIETS, MULTI-MODAL considerations and safety
enhancements, along with improvements to the
STREETSCAPE and pedestrian realm (sidewalk).
Designing roads to meet all residents needs
should “not require extra funds or extra time to
achieve” if planned for in all phases (Laplante,
McCann 2007).
Despite this wave of roadway improvements
encompassed by the complete streets
movement, many streets in postindustrial,
shrinking, or so-called “Rust Belt” cities
throughout the Midwest and Mid-Atlantic
states have not implemented complete street
projects. No complete streets exist in cities
such as Cleveland, Detroit, or Akron, Ohio
despite legislative policies adopted by local
and metropolitan governments. This document
provides a standard resource between
implementation in postindustrial locations and
how design guidelines recently adopted by
other cities may hasten development of these
streets, accounting for political obstacles and
physical contexts such as wide RIGHT-OF-WAYS
on arterials no longer carrying peak traffic.

1.4

Where are they needed?
1.5

WHAT ARE THE NEEDS OF OUR USERS?

BFJ Planning. Most trips along the three major roadways
downtown are unfriendly to people walking, even on Main
Street.
For local jurisdictions (cities), there is another
reason for implementing design guidelines:
minimizing legal liability. “Agencies can get
increased protection by adopting guidelines
that reflect their design preferences... local
jurisdictions either need to adopt their own
standards (which should be based on rationale
or evidence of reasonableness), or they can
conduct a PILOT PROJECT. When conducting
an experimental pilot project, agencies need
to show that they are using the best information
that is reasonably available to them at the time”
(Chicago Dept. of Transportation).
“Redesigning places for people may seem like
a frivolous, irresponsible way to spend money,
especially during tight financial times”
(Dover 2013); but when used to make an
area attractive for investment, or better yet
improve the function and safety of an area, it
will become a place where residents want to
be and businesspeople want to invest. It isn’t
about making a beautiful road, but making a
CORRIDOR all people feel comfortable being on.

12

What roadways are appropriate for the
surrounding landscape should be determined as
much by the buildings framing it and the use of
land surrounding as much as how much traffic is
expected. Streets are public spaces for people
(NACTO), and wasting that opportunity with
lanes too wide for what is needed scares away
both people walking and building themselves, as
it isn’t a place where people want to be. Roads
carry people from place to place, whereas a
street connects people to the activities and
buildings within a city or place. Making sure that
our walkable places are safe and inviting yet
others provide room for freight trucks and buses
is a consideration based on location.
The types of streets defined by the USDOT’s
Federal Highway Administration: the arterial/
freeway, the collector bringing cars onto the
freeway, and the local roads connecting them
all fit too narrowly with the needs of a city. New
streets, or typologies, have been suggested
by the four most contemporary street design
manuals, and this chapter takes all four into
consideration along with the unique needs of a
midsized city such as Akron.
Almost all trips begin and end with walking (City
of Chicago 2013, et al). Additionally, the book
Street Design: The Secret to Great Cities and
Towns states that the commonality of many
of the world’s great places is that they invite
people to get out of their car and explore
a place. This invites more opportunities for
shopping, business visibility, et cetera. Making a
street that people would like to be on will bring
investment to our city.

Intersection of Brown St. and Exchange St., Akron. The
image, produced by BFJ Planning, shows existing and
proposed roadway configuration at an intersection where
pedestrian safety is poor, no accommodation for bicycles
exists, and cars are frequently pulled over for speeding.
Various modes of transportation use the street (demand) but
frequently come in conflict with one another when meeting.
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AMATS recommends road improvements on an MPO level
through federal funding and provides local policy assistance.
PARTNER: AKRON METROPOLITAN AREA
TRANSPORTATION STUDY
AMATS has been a greater and more vocal
supporter of multi-modal and sustainable
transportation options in the Akron area over
the past several years. Notable published
works to advocate for bicycle and pedestrian
infrastructure include the 2012 Bike Plan,
2012 Regional Pedestrian Plan, and the
TRANSPORTATION Outlook 2035 (2011).
These three documents, along with the City of
Akron’s CIP budgets, form the foundation of
the Akron Complete Streets design guidelines.
The Downtown Akron Connectivity Study (BFJ
Planning 2011) in particular highlighted potential
roadway corridors for complete street retrofits
within the downtown area and illustrated
prospective lane and parking changes using
AutoCAD software. Of particular note were
maps that illustrated many of the main city
corridors as “pedestrian unfriendly” (Figure 6)
and proposed bicycle lanes (Figure 9) within.
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The plans indicate the need for greater
local initiative in planning for multi-modal or
transportation improvements within the region,
and calls on cities to provide implementation
and design guideline specifics to build upon
their vision. AMATS, in distributing and providing
funding to projects across the entire Akron
region, needs assistance in implementing
complete streets; by advocating for a design
guide for the city, exact designs and geometries
can be found in a single source available to
Akron leaders. This is especially important in
this city, where the planning department hold
a weak role and spends most of its resources
is housing and CDBG projects. “Regionallevel policy must be intentionally vague to be
applicable to a diverse set of communities”
(AMATS 2012)
Switching Gears is a website hosted by AMATS
that builds around the idea of bicycle and
pedestrian infrastructure throughout the
Northeast Ohio area. Through a simple and
visually appealing site, it aims to educate local
residents of the benefits of modes other than the
car, but with an emphasis on healthy lifestyles.
A map of the region codes roadways into three
levels, beginner to expert, based on real riders.
“Obviously not everyone can bike everywhere
all the time, but...” -switching-gears.org
Advocating the loss of auto lanes for bicycles is
still seem with skepticism, as found in interviews.

AMATS sponsors a regional website that advocates active
transportation and links to local rider clubs or safe routes.

To make a great place,
it helps to start with strong
Health care and education are the
building blocks. largest employers and economic

drivers in University Park—and these strong anchor institutions are here to stay.
Today, they support a total of 20,612 jobs within or in close proximity to
University Park. These jobs support more than $2.5 billion of economic impact.
Through employment, operations and spending statewide, our anchor institutions
generate approximately $150 million in local and state taxes. That’s just today.
As more affordable housing becomes available to capture these workers and more
businesses move into the area, we believe University Park and the surrounding area
will continue to thrive.

UPA as it once existed was a nonprofit development agency
that promoted and invested in under-utilized properties
around the University Akron and as far as Market St. (UPA)
Through an Economic Impact Assessment and Inventory study, University Park Alliance has examined
the major role these anchor institutions play in Akron’s economy.

PARTNER: UNIVERSITY PARK ALLIANCE
(CURRENTLY INACTIVE)

The University Park Alliance is at present time
embattled with only 0-1 full time staff members,
involvement in several lawsuits (including with
their primary financial supporter, the John.
S. Knight Foundation), and several property
investments that have not been redeveloped
as intended. Despite these setbacks, the UPA
has provided strong community support in the
past through the Core Plan (2012), which visually
illustrated the three major corridors of the city as
distinct districts and provided renderings of what
potential (real estate) investment can produce
for the future of the city’s downtown vicinity.
Akron General Health System

Akron Children’s Hospital

The University of Akron

Summa Health System

Leggett and Mason
Community Learning Centers

The special improvement district (SID) in what
are commonly referred to as BIDs supports
the downtown business community with a
strong web presence, promotional support
and guidance on issues such as downtown
parking. Businesses essentially pay extra to
provide additional safety personnel, streetscape
improvements and cleaning liaisons for Akron’s
Main Street and surrounding downtown. Many
business owners interviewed for a Clemson
University student’s terminal project (thesis)
strongly supported DAP and felt the organization
has the owner’s best interest in decision-making.
The consistent lighting, trash cans and uniquely
Akron style of the bicycle racks (all elements
of a successful street design) are provided by
membership in the BID.
DAP’s website cleanly maps & promotes member businesses.
Image credit: Downtown Akron Partnership

Connecting the University Park area to the east
and downtown core to the west of the railroad
tracks, University Park Alliance attempted
to invigorate the downtown and residential
neighborhood with a strong economic
development focus and unified branding. These
lessons are carried on in the Akron Complete
Streets Design Guidelines.
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1.8

CHAPTER 2: Street Typologies

This portion of Market Street in Downtown Akron houses several local
restaurants, coffee shops, and a music venue centered around the Akron Art
Museum. A cultural node such as the arts defines the character and potential
users of this street: here a busy arterial needs to be balanced with the noise and
perception of safety on those using the sidewalk for dining or entertainment.
Photo credit: Gregory Gordos
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Typologies
II. Street
Typologies
Functional Classification
2.2
WHAT IS FUNCTIONAL CLASSIFICATION?

2.3

2.1

Functional Classification is the way in which
the Federal Highway Administration (FHA)
categorizes and funds roads. Its origins come
from 1968 Federal Aid Highway Act and remain
in place nearly fifty years later (Dover 2013). It
came at the height of the building of interstate
highways and freeways across the country,
as well as the post-war housing boom. The
classifications, of which there are only three, fit
the era in which it was passed.
There are several criticisms of the classification:
-trees are considered dangerous and 		
undesirable features near roads 			
(fixed hazardous object)
-people are classified as dangers as well
(moving hazardous object)
-three classifications do not meet the 		
complex nature of urban areas 			
and instead reflect the simplicity of 		
suburban locations

Traffic signals on the way home are common (Google)

One-way or narrower streets reduce pavement (Google)

Classification of downtown Akron roadways. Red indicates
major arterials, while green are collectors (AMATS 2012)

COLLECTOR

LOCAL STREETS

ARTERIAL

EXAMPLE: S. Main Street, Eastland Avenue

EXAMPLES: Goodyear Blvd., Firestone Parkway

EXAMPLE: Market Street, Interstate 76

Collectors are most easily described as the veins
of the roadway system.

These are nearly all of our residential streets.
As an industrial city that saw much of its housing
stock built during the boom times of the early
twentieth century, Akron maintains a strong
GRIDIRON pattern in its older established
neighborhoods. These form the local streets:
access is assumed only by those living in the area
of trying to reach housing. There are few if any
other uses (such as corner stores) on these roads.

These are our major streets, our corridors. When
we think of roads like these, we picture a steady
flow of cars with as little stopping as possible. You
The Congress of New Urbanism, an association
rarely picture people or bikes; in fact on limited
of architects and urban designers, are
access freeways these options are prohibited. This
appealing to the FHA to add a new setting for
contrasts with some of the characteristics of the
roadways than the current two names: urban
neighborhoods in Akron. Highland Square, North
and non-urban. There is not a “suburban”
Hill, and the “East End” at the former Goodyear
classification: cities like Akron are treated
Headquarters are all found on Market Street, but
equally to the residential development that
the feel of this road is very different depending
surround its periphery or the sprawling exurbs.
on what neighborhood you are traveling through.
Based on this functional classification, it would be
There have been planning efforts in the past
very difficult to make changes to these roadways
several years to add more consideration to
cities where people do more than just drive. The to make them safer or more visually attractive. At
Institute of Traffic Engineers published Designing worst, these are what are sometimes referred to as
Walkable Thoroughfares and the traffic engineer “auto sewers” (Kunsler 1993).
bible “Green Book” has seen several revisions.
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“The flow of a collector road usually consists of a
mixture of signaled intersections or traffic circles
with arterial roads; signals, circles or stop signs
(often in the form of a four‑way stop) with other
collector roads, and; unsignalized intersections
with local streets which favour traffic movement
on the collector.”
These “can originate in several different ways—
most often, they are planned within a suburban
layout and built expressly for that purpose;
occasionally, they fill gaps in a grid system
between arterial roads. Urban planners often
consider such roads when laying out new areas
of development” (Planning Portal UK, glossary)

When taking all roadways other than collectors
and arterials, local streets take up the majority
of the land area and public ownership of a city.
As seen in a picture of Detroit in Figure 1.4, postindustrial or Rust Belt cities often have an excess
of roadway, costing the city and taxpayers for
pavement that is rarely used and expensive to
maintain. Can we narrow the roads we do use to
create safer places to play and at less cost?

19
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New Roadway Types
Conceptualization
Based on the FUNCTIONAL CLASSIFICATION
system but expanding upon it, many street
designs published in the past two years by local
governments have added new roadway types
to places more items on a “bigger and more
complex menu (Dover 2013). The goal is to
use terminology familiar with the old system (in
order to continue to receive federal funding,
in Akron’s case through AMATS) and fit within
the existing system. In many cases, these are
terms for roads that have been used before
throughout history, but now have rules and
dimensions that can be understood by traffic
engineers.

2.1 Neighborhood Main Street
2.4

The needs of students walking around the university are much
different than commuters using Exchange Street to get to work.
The use of land around the corridor determines new road types.
Photo credit: Gregory Gordos

The preferred DIMENSIONS of these streets are
the greatest take-away from this chapter. Merely
“The traditional classifications by themselves are suggesting new roadway types is not enough: as
not sufficient when designing a Complete Street. a guideline for Akron and it’s downtown core most
Street design must also take into consideration
specifically, the goal is to adopt these roadway
the local neighborhood context, such as the
types as part of the cities planning process. The
type and concentration of adjacent land uses,
roadway types contain the design elements that
since these factors influence how the street is
should be included within each road and the
used. These ROADWAY TYPES were developed preferred dimensions of those elements including
to provide additional guidance during the
at key points such as intersections and crosswalks.
selection of design elements, and can serve as
models or options when communities need to
Other measurable strategies when determining
make informed choices in the visioning process
the new roadway type is a simple measuring of
of a corridor redesign project.
BLOCK LENGTH. More connections to the street
They have been developed to
grid downtown provides the most appealing real
supplement the functional street classifications
estate for development, trip options for motorists
and to provide additional guidance during the
and cyclists and a break in visual character for
selection of design elements. They can serve
people walking. Increasing the development
as models or as options when communities
density is much easier with smaller blocks, and
need to make informed choices in the visioning in local neighborhoods short blocks act to slow
process of a corridor redesign project. Taking
traffic (traffic calming). Examples of block length
into consideration the type of street will help
in the city and the roadways that are considered
ensure that land use contexts are reflected in
too long for good street design can be found in
the design” (Boston Transportation Dept. 2013).
the Downtown Connectivity Study (2012 p.18), e.g
Broadway Street (one-way) within downtown.
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Overview

2.6

“Main Streets are, most importantly, destination
locations that provide access to and function
as centers of civic, social, and commercial
activity. Main Streets may currently exist as older
neighborhood centers or potentially refurbished
business areas. Main Streets are designed to
be pedestrian- oriented to complement the
development next to the street. Main Street
development is people-intensive and pedestrianscaled, both in terms of design and land use”.
(Charlotte 2013).
They should be designed to support gathering
and community events such as farmers’ markets
and festivals. Public facilities such as libraries
are appropriate as the most people can walk in
order to access them. On older streets the uses
may be MIXED-USE, meaning that commercial
stores on the ground floor are combined with
apartments on the upper floors. 22 Exchange
and other student apartment are recent Akron
examples.
Inappropriate uses: BUS STOPS, BIKE LANES,
driveways, and PLANTERS. Designs such as
these interfere with pedestrians trying to cross
short blocks (under 400 FEET), although they are
more than appropriate for other street types.

2.6

Cleveland Ave in Ellet fits the character of a small town
Main Street, but handles considerable auto traffic (Google)

Highland Square is one of many corridors within the city
limits to fit the character and walkable appearance of a Main
Street. (image credit: Cleveland Plain Dealer file April 29, 2007)

Street Design Elements
- Speed limits are UNDER 25 MPH
- Main Streets prioritize pedestrians, but also allow
for bicycles and car traffic for business visibility.
- Sidewalks are wide and comfortable, at least
10 FEET with space for sidewalk cafes, BENCHES,
or BICYCLE RACKS & another 8 FEET for amenities.
(The figure at bottom left had the appearance
of a main street, but heavy traffic and narrow
sidewalks have diminished the usable sidewalk)
- There is typically ONE LANE for each direction.
Bicycles often share the road using marking such
as SHARROWS or “Share the Road” signs.
- On-street parking is strongly encouraged to
buffer the pedestrian from moving traffic. If
parallel parking, around 7 FEET of right-of-way
is necessary (see CHAPTER 2. RIGHT-OF-WAY).
Angled parking requires as much as 20 FEET, such
as is used on Akron’s South Main Street.
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2.2 Boulevard
Overview

2.7

From the French, meaning a road “through”.
Boulevards differ from functional classifications
such as arterials in that they typically include a
greater amount of greenspace, either through
a planted MEDIAN or numerous STREET TREES
lining the roadway. These roads are still intended
to move large numbers of vehicles throughout
the city and is typically the least pedestrian
friendly of the new modes.
They usually have a consistent design for
the length of the corridor and they connect
important civic and natural places. Also,
Boulevards often feature longer block lengths.
Significant, mature tree cover, combined with
promenades or median malls provide great
walking and social spaces along Boulevards

2.7

Overview
Several current manuals have differing opinions
on what exact criteria defines an Avenue.
Street Design (2013) differs between the two as
a boulevard continues linearly while a avenue
“approaches” or terminates at a destination.
In the least, their combination of mobility and
accessibility make avenues the most versatile of
new roadway types and can fit a great number
of land uses surrounding them.
The easiest way to think of an Avenue is one that

The most notable examples of a tree-lined boulevard come
from Europe. Grand Blvd Barcalona, via hugeasscity.com/2008

Street Design Elements

Looking to our Rust Belt peers, the city of Detroit
had advocated for what they call GREEN
INFRASTRUCTURE on many of their busiest
roadways. Reflecting many of the principles of
the boulevard, a significant green buffer of at
least 500 FEET in planted to offset CO2 emissions.
(Detroit Future City 2012).
Inappropriate uses: FURNITURE, BUMPOUTS

2.3 Avenue

- The DESIGN SPEED can be as high as 45MPH
- There is typically TWO LANES for each direction.
With a large MEDIAN in the middle to separate
traffic and provide room for trees or greenery.
Medians should be over 17 FEET, allowing for a
turn lane to be built in if necessary and space for
PEDESTRIAN REFUGE for crossing the street.
- These streets are good candidates for rapid
transit such as buses or in larger cities, light rail.
-bicycle lanes are allowed but need extra safety
precautions due to the higher speed of cars.
According to Charlotte’s USDG a 5 FOOT lane is
preferred to buffer the rider from automobiles.
-The planting strip of DEVIL STRIP (as it is
commonly known in Akron) should be large
enough to fit mature, growing trees at 8 FEET. This
measurement feels large on city streets but is the
minimum for a boulevard.

Detroit proposed a “carbon forest” around their freeways
and corridors (Detroit Works Project 2012)
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most appropriately balances the needs of all
users including public transportation, bicycles,
and cars equally and efficiently.
Development along Avenues may include
a variety of land uses along a single strip, from
single family houses to multifamily apartments
to commercial or industrial uses. Density varies
as well, but they should still share the common
value of being the “ideal transit environment”
(Charlotte 2007).
Inappropriate uses: N/A

2.8

Local example: Brown Street, University Park, Akron.
Bike Lanes use the wide right-of-way to accommodate students and residents and wide sidewalks allow local to walk
to the adjacent commercial strip for food or laundry service.

2.9

Adding right of way space for all transportation modes is
a common element of an avenue, based on the number of
people who use it. ROAD DIETS, like the one shown above,
reallocate the travel lanes to fit buses or bikes without
drastically altering traffic (due to the center turning lane)
(source and image credit: Litman 2013)

Street Design Elements
- The SPEED LIMIT varies from 25-35MPH
- There are a variety of different lane types for an
arterial, depending on the modes residents use.
3 LANES is most common, with one lane for each
direction and a center turning lane (many retrofits
like the figure above show how four lanes can be
converted to three.
- up to five lanes (2+2 with center lane) permitted
- LANE WIDTHS are small, typically 10 FEET and
sidewalks should be provided (6 FOOT) for all
lengths of the street and on both sides.
As a multi-modal roadway, avenue will likely
support bus sytems such as Akron’s METRO. Bus
stops should include CURB EXTENSIONS so that
bus operators do not get stuck outside of the lane
of traffic and operations remain on time.
- Block lengths should be small, around 600 FEET
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2.4 Industrial Road
Overview

2.5 Downtown Mixed-Use
2.11

Akron is a city with a strong history of industry
and manufacturing and the streets that service
these intensive uses. Wholesale and shipping
industries often center around airports (CAK) or
strategic freeway locations. As such they are
typically zoned close to one another in clusters
or within Industrial Parks. They are located away
from downtown and residential communities
under the justification of public safety or health.
The trucks uses to ship or transport many of these
products have different considerations for the
roadway: CURB RADII, DESIGN VEHICLE, and
LANE WIDTH must all be considered. However,
this does not mean that the street must be
utilitarian, ugly, or unfriendly to people who can
walk or ride through it. It must be safe to all.
In our changing economy, it is important to
consider how current industrial uses may adapt
to globalization and conversion into residential
spaces. Many great structures along industrial
corridors are under-utilized but structurally viable.
Their location and street network infrastructure
could serve as an incentive to revive their use.
The former Akron Brewing Co. building is threatened under
current plan by ODOT to widen the freeway (Beacon Journal)

2.10

The blimp hangar is a local icon on Route 224 entering the city.
Shown here in 1945, the hangar is now owned by Lockheed
Martin and the surrounding building are all heavy industrial.
Image source: Creative Commons

Service Way

Also referred to as: SERVICE ALLEY, ALLEY

Overview
These are Akron’s core streets and the streets
that perpendicularly cross them to create
the central business district and surrounding
urban neighborhoods. These roads are able
to support commercial uses underneath and
office or residential dwellings above them, from
office towers to shorter 3-4 story apartments
and stores.
The downtown is officially bounded by railroad
tracks to the east, Route 59 Innerbelt to
the west, Cascade Valley to the north and
industrial uses near Bartges Road to the south.
The land uses extend outward along the three
primary corridors, making urban mixed use
appropriate on a large portion of Exchange
Street with recent apartment developments.

2.12

CHARACTERISTICS
- Narrow Roadway
- Often One Lane
- No Sidewalks or shared space
- Shorter block distance
- Provides access for business to dumpsters, etc.

- no TRAFFIC CALMING elements that limit curb
- free from obstructions within 30 FEET of corner
- LANE WIDTHS may be larger, up to 12 FEET to
allow for trucks that park on the curb or are larger
in width than on -street parking spaces
-DESIGN VEHICLE has much greater turning radius
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Open space, commercial on the ground floor, and offices
above are common features in Akron’s downtown. Parking is
accommodated by both GARAGE and ON STREET, depending
on the character of the corridor. Photo credit: Gregory Gordos

Street Design Elements
- The SPEED LIMIT is 25 MPH on all streets
- ON-STREET PARKING is necessary to buffer the
pedestrian from automobile traffic and avoid using
valuable rest estate in downtown for surface lots
where land prices of often highest in the city
-a lively and visually stimulating public realm should
be supported by greenscape, STREET FURNITURE
(i.e., BENCHES, information kiosks, trash and
RECYCLING RECEPTACLES, etc.), outdoor cafés,
plazas, and public art whenever possible.
- WAYFINDING is vital to encouraging tourists and
nearby residents to spend time and be entertained.

Akron Example: Maiden Lane, off Market Street

Street Design Elements

2.13

Akron’s Planning Department defines Downtown as a
distinct urban neighborhood with nearly 4,000 residents.
Inappropriate uses: in surveying ten downtown
business owners in March 2014, many owners
felt that Akron’s current angled on-street
parking system was poorly understood by
customers and that bicycle traffic would create
unnecessary problems on downtown streets.

- LANE WIDTHS are typically 10 FEET unless bicycle
lanes are provide, adding an addition 4-6 FEET
- BLOCK LENGTHS are shortest of all road
typologies, around 500 FEET. However many of
Akron’s current streets measure over 800 FEET due
to the city’s unique topography: pedestrian paths
may be a more CONTEXT-SPECIFIC solution
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2.15

2.17

2.16

2.14

Rendering of potential development along Market Street
crossing Route 8 in Akron (credit: EE&K, UPA 2011)

CROSSROADS DISTRICT

Location of Market Street districts outlined. The blue amebic
shape outlines core Biomedical Corridor locations (EE&K)
DISTRICT (CORRIDOR) DETAILS

DISTRICT VISION
At the intersection of a major freeway, Route 8,
and one of Akron’s most important arterials, this
district (as outlined in the Akron core-city-vision
Plan) is also adjacent to several of the cities
largest employers. The University of Akron and
SUMMA Health System form the periphery of this
land on Market Street, which is used primarily as
shelters for those on hard times or at the aid of
the numerous churches along the corridor. Upon
leaving downtown, the character of Market shifts
quicklu to service stations and empty lots before
reaching the Route 8 overpass. Pedestrians are
frequent but often patrons of the shelters.
The vision as seen from Figure 2.16 suggests the
area develop as an office park and high techfriendly environment. A satellite medical school
is envisioned. Through the University Park Alliance
one building has recently been constructed for a
family services center. For this corridor to develop
as planned in 2012, however, the university would
need to partner with SUMMA and halt expansion.
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Market Street exists in its progression through
the (proposed) district as a five lane road: two
directional lanes traveling east and west and
a turning lane. To keep at five, there are still
relics of where additional turn lanes have been
repainted as part of the right-of-way. Conflicts
are reduced but road widths are inconsistent
and travel lanes widths are very wide.
On field observation, the pavement conditions
appear satisfactory and addition of a turning
lane allows the high numbers of traffic to flow
smoothly from Interstate 76 through several
neighborhoods to Interstate 77 in the west. It is
not, however, a friendly place to anyone but
drivers. A new YMCA building near the SUMMA
campus provides a welcoming building facing
the street open to pedestrians, but otherwise is a
condition expected of a highway overpass.
Advantage: this canvas is empty and
surrounded by anchor institutions. Disadvantage:
streetscape improvements surround empty lots.
This district requires private land investments.

Photo via Industrial Realty Group. The creation of a livework-play community from a tire company HQ built in 1898.

EAST END DISTRICT
The “East End” real estate development, the
former world headquarters of the Goodyear
Tire and Rubber Company (luckily for Akronites
only moving a block away) is an attempt to
retrofit this historic collection of buildings into
a new, mixed-use development complete
with ground floor retail. Industrial Realty Group
(IRG) purchased the rights from Goodyear in
2009 in exchange for development of a new
North American and Global Headquarters on
Innovation Way. As of 2014, a charter school
occupies space in the lower floors and an
adjacent hotel is wrapping up construction.
If envisioned as IRB hopes, the building will one
day house large floor plan offices, apartments
targeted towards young professionals in the
former Goodyear Hall, a renovated theater,
street-level pedestrian activity and dining in the
former bank building, seen in the foreground of
Figure 2.16. The potential for being transformed
from an industrial, single use to a site capable
of sustaining entertainment and residential uses
makes this proposal one of the most ambitious
and more successful PLACEMAKING attempts.

Photo via IRG. The site lies along Market Street next to Interstate 76 and is surrounded by available surface parking.
DISTRICT (CORRIDOR) DETAILS
The former headquarters buildings face each
other along Market Street (“like facing like”) with
a strong street presence and enclosure around
a small section of the street (Dover 2013). The
five lanes of traffic are still present through
the district although there is little, infrequent
amounts of traffic compared to other portions
of the street. The center turning lane ends when
approaching the building canyon, however; the
western half of Market has seen recent capital
improvements in the form of STREET TREES,
BRICK PAVERS, and other design elements.
A recent article in the local paper noted that
there are plans to perform what is called a
ROAD DIET on Market between the buildings,
to remove the odd third travel lane on the right
side and add ON-STREET PARKING instead;
the intent is to deliberately slow traffic (Akron
Beacon Journal 3-25-2014). Sidewalks can then
be widened, a buffer is put in place between
those shopping and driving through, and other
street design elements become available.
Challenge: connect to the city and downtown
rather than remain an isolated off-freeway site.
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2.18

2.20

2.19

Gateway and sense of arrival to the campus of the University
of Akron when walking from downtown on Exchange St.

UNIVERSITY DISTRICT

Location of Exchange St. districts outlined. Division lies at
the railroad crossing and connection with Main St. (EE&K)
DISTRICT (CORRIDOR) DETAILS

Encompassing residential property south of the
University of Akron, at one point the University
Park Alliance stretched its boundaries from
Market Street, Interstate 76, Route 8 and
downtown north-south-east-west, respectively.
Now that the UPA has suspended operations, a
more centralized concept of what University Park
entails would be based around the University
Square, the last project the UPA received funding
from the Knight Foundation for. Once called the
“linchpin” of the University Park area, the vision for
this stretch of Exchange is very much alive (Knight
Foundation Dec. 18, 2012).
The square would form the central place of the
University District and strongly unite the residential
growth between the railroad with the market
momentum along Exchange Street across from
the university, including several new apartment
complexes and a new dormitory on Grant Street.
Goals include slowing traffic along this busy
roadway to protect students and bike lanes,
regardless of future development projects.
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Safety improvements are underway along the
busiest intersections of Exchange Street: new
pedestrians CROSSWALK signals at one crucial
intersection have been installed along with
informational SIGNAGE banners on light posts
informing residents that all sides may cross at the
same time: see BARNES DANCE in Chapter 4 for
an example of this newer design technique.
Interviews with business owners during March
2014 by a Clemson University student indicated
a concern by some owners about the safety of
the increasing student population around the
downtown and campus areas. Respondents
said that students regularly disregarded
crosswalk timing counts and jaywalking is
frequent. New signal timing techniques and
informational banners is a strong first step,
but at the end of its road condition life cycle,
Exchange may be an opportunity for TRAFFIC
CALMING techniques or a ROAD DIET, as
explained in Chapter 4: Geometry and Safety.

2.21

Akron Children’s Hospital is under a large expansion and
Loans for student apartment housing has worried some that
campus renovation project in 2014. A garage is linked over a the construction boom is occurring without demand, but it has
skybridge to the medical center. Photo credit: Gregory Gordos filled in several “holes in the fabric” or empty lots downtown.

SoEx DISTRICT

DISTRICT (CORRIDOR) DETAILS
Construction is underway for a significant addition
to the children’s hospital: again, development
trends are indicating potential new districts
for both real estate investment and (more
importantly) creating a place worth investing in.
The potential to create a loft district within the
Exchange Street corridor is already seeing market
results with the student apartment projects near
the intersection of Main Street.

In this instance, the Akron core-city-vision Plan
(EE&K 2011) says it best:
“The area south of Exchange Street once
housed Akron major industrial giants and
has seen several more recent significant
developments including Canal Place and the
Global Accelerator. The presence of Akron’s
industrial heritage is still felt in the form of many
industrial structures, giving this area a distinct
character. Ironically the major under-utilized
resource is the canal, which was once the basis
for the foundation of the city.”
“The canal corridor has the potential to provide
a new and unique district for the longtime
growth of Children’s Hospital, while offering the
region an extraordinary new public open space
that brings the national park into downtown. This
District needs a special plan and program to
realize its potential.
The plan envisions the area south of Exchange
Street and west of the Canal as a multi -se “loft
district...”

While the construction of a bridge isolating
pedestrians from the street below is a negative
to the project, this portion of Akron has seen the
most construction of the entire city, even during
the conclusion of the 2008 economic recession.
Regarding street design, other elements to
consider on the Exchange Street corridor are
the needs of children and the elderly near the
hospital buildings. Complete streets main goals
are to accommodate all persons to use the
street. The sloping topography approaching the
Route 59 Innerbelt does not feel safe or inviting.
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2.22

Contrary to the above plan, the character of Main Street feels
different on the north and south side of the red line marked
above (credit: EE&K) (at right: photo credit: Gregory Gordos)

OFFICE DISTRICT

2.23

2.24

S. Broadway Street north of Bowery Street is framed by
either blank walls or UA parking lots with one-way traffic.

Main Street South of Exchange began with a row of twostory buildings framing the street, with new development
following the pattern of building right to the sidewalk.

DISTRICT (CORRIDOR) DETAILS

The proposed “Office District” is visually different
from the southern portion of the street based
on the character of the LANE WIDTH and ONThis is a corridor where proposed district-ing is
based much more strongly on author observation, STREET PARKING. Just before Bowery Street
on Main, the nature of parking changed from a
interviews, and a general “sense of place” within
newly implemented angled-parking to tradition
Akron’s downtown apart from previous plans.
parallel spaces. The FURNITURE ZONE on the
sidewalk in enlarged, likely to accommodate
The Akron core-city-vision Plan (2011), referred to
extensively in this Chapter of the design guidelines, the adjacent Civic Theater, a local landmark.
After crossing Bowery, the street is divided by
suggests that Main Street has the appearance
MEDIAN PLANTERS that fit the character of the
and feeling of only one cohesive district: the
sidewalk with their brick material construction.
plan excels in not drawing exact boundaries, but
bubbles of influence. The author revises this notion. PEDESTRIAN REFUGES allow breaks in the
median to cross between office buildings, but
the activity on the streets is noticeably office
Main Street has the character of two separate
workers or professionals, hence the name.
sections of town: to the north, a street framed
by office towers and storefront catering to their
occupants with dining and lunch specials. Portions ROAD WIDTHS are sized appropriately given onstreet parking between the sidewalk and cars,
of Market Street, with corporate occupants such
and the “vertical orientation” of the trees slows
as the Knight Foundation, fit the character of
traffic through this area until reaching Market
the Office District more strongly than Crossroads
Street (Boston DOT 2013). Parallel roads High
or along Exchange. Lock 3 Park serves as the
and Broadway are one-way and encourage
boundary of these two sections of Main Street.
speeding; these roads do not feel safe to cross.
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CANAL DISTRICT
The Canal District, whose name was proposed
by a local business owner, is a collection of
restaurants and bars who cater to students
and young professionals throughout the
Akron area. While it’s large crowds and youthdominated demographics may seem at odds
with the family-friendly focus of the local
central park, Lock 3 and the minor league
baseball team, they are in fact both catering
towards a similar theme: entertainment.
There was some debate into including the
Canal District with the Main Street Corridor
grouping rather than Exchange Street, but the
destination feel of this section created an “end
cap” at the park. Also, the corridor is unified
in its adoption of reversed ANGLED PARKING.
A series of small lots provide functional if
unattractive surface parking lot for patrons:
there are rumors of the university building their
new basketball arena across from Canal Park
that would fill a large gap in the building fronts.

2.25

Nightclubs such as the one shown above cater to the nearby
college as well as local young adults (Ohio.com 10/3/2012)
DISTRICT (CORRIDOR) DETAILS
The defining street feature of this corridor is the
use of reverse angled parking, which provides
more spaces for cars on the same length of Main
Street. Reception has been mixed: see Chapter 4:
Geometry and Safety.
The angled parking has been expanded in recent
years further north, but implementation has been a
PILOT PROJECT: the angled spaced were added
overtop former parallel parking spaces and
remove a lane as a form of a ROAD DIET. Parking
is paid through a kiosk found on most sidewalks,
but the roadway itself has the appearance of
being painted over and often confuses visitors to
the city (personal correspondence 3/1/2014).
Once CAPITAL IMPROVEMENT budgeting is
completed, the loss of two travel lanes down Main
will be reconstructed during regular resurfacing to
give a perception of permanence and change.
Main Street is characterized by its distinctive
BRICK PAVERS lining the sidewalk. The noticeable
but subtle marking indicate to visitors that they
have arrived on Akron’s primary downtown street.
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CHAPTER 3: The Right-of-Way

A new apartment complex has been built across from a light-industrial and office building
on the edge of downtown. The development used portions of its property to plant trees and
bushes in a “green zone”, while the sidewalk clear of any parking meters or utilities. More
trees are in the frontage of the apartment. Photo credit: Gregory Gordos
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3.1 Travel Lane

3.1

Also includes: CARRIAGE WAY, TRAFFIC LANE

3.1

LANE WIDTH
The width of a travel lane affects the completeness of a
street in subtle ways. The difference between a 10 and 12
foot lane is but 24 inches. Yet on a six lane roadway, this
equals another lane, two bike lanes, a wider sidewalk, onstreet parking, or a median. Similarly the crossing distance
becomes longer, which impacts signal timing (Chicago Dept.
of Transportation 2013)

SHY DISTANCE
When following a path of cars in traffic, the
distance between you and the vehicle in front
is often referred to as shy distance: the space a
driver has to react to adverse roadway events.
In other words, safe distance in case of an
accident and the avoidance of tailgating.

Figure 3.1 (Figure 22, p. 91 in Complete Streets Chicago) visually illustrates the various arrangements of the
street before ever reaching lanes of traffic. A clear Pedestrian Zone (walkway) is shown throughout, as required
by Americans with Disabilities Act (1990). The Furniture Zone can be filled with various street design elements
found in Chapter 5: Streetscape. They include BIKE CORRALS, STREET TREES, BENCHES, OR PLANTERS
in this Figure. Below (Figure 3.2) shows the road in another manner, though the divisions are mainly thematic.

3.2

After conducting interviews with local business
owners along Main Street in March 2014, a
common complaint about the loss of a travel
lane on S. Main was that the distance between
cars became much tighter due to the loss of
a passing lane. Combined with a new parking
system that requires stopping in traffic and
backing in to an on-street parking space, and
many commuters down Main Street have
expressed their frustrations in honking horns and
verbal expressions of rage.
It is hoped that drivers begin allowing for more
shy distance to compensate for the lost passing
in return for the greater number on on-street
spaces. The solution is awareness and design.
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Main Sreet, Akron, Ohio. A travel lane was phased out on both
sides of the street to add additional spaces in front of businesses
on the corridor. Photo Credit: Gregory Gordos

Standard measures
- The standard width for automobile travel
lanes in 10 FEET, including turning lanes.
Bus routes may be 11 FEET wide.
Lanes including bicycle lanes may be a large as
14 FEET to provide room for passing cyclists.
When considering on-street parking, an outside
lane may be at least 13 FEET not including bays
to allow room for the person exiting the space to
gain visibility and determine safe entry back into
the travel lane.
- lane widths may vary depending on the
ROADWAY TYPOLOGY applied to the street, but
the current ideology in complete streets is that
a narrow street slows traffic naturally, as drivers
have less room for error. 10 FOOT lanes easily fits
car or truck makes/models, and when rebuilt
adds less impervious asphalt to our urban areas.
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On-street Parking
Also includes: PARALLEL PARKING

Angled Parking
3.4

examples in Akron: Main St., Buchtel Ave.

Overview
On-street parking supports storefront retail,
slows moving traffic, and protects people
from speeding and reckless drivers... but it
does not make a street more or less complete
(Chicago Dept. of Transportation 2013). in
the case of intersections, an on-street parking
space for automobiles may come in conflict
with pedestrians who are trying to cross, or
may occupy space that can be used for BIKE
CORRALS or other uses outside an automobile.
On-street parking should be clearly designed
as separate from the travel lanes. This can be
accomplished by including complete street
design elements such as curb extensions (so
the roadway remains visually narrower when
there is no parking), and paving the parking
area differently than the roadway (concrete or
pavers, not asphalt). Both TRAFFIC CALMING
tools and MATERIALS will be described in more
detail in later chapters.

Considerations
- width of the street, curb-to-curb
- average daily traffic counts (ADT)
- presence of BUMPOUTS at crosswalks to
protect pedestrians at intersections
- handicapped-accessible parking: requires
a ramp level with parking surface (see ADA
requirements)

Also includes: REVERSE ANGLE, BACK IN

3.5

Overview
Angled parking allows more vehicles within
the street right-of-way than traditional parallel
parking by having automobiles pull into spaces
side by side, rather than end to end. It is often a
TRADEOFF: more spaces are added but at the
expense of a TRAVEL LANE.

Parallel parking can be found across from Lock 3 Park, but
is being transitioned to angled parking by painting new lines
while keeping the current ROW width overall.
Photo Credit: Gregory Gordos

Standard Measures
- on-street, parallel parking bays are typically 		
7 FEET wide (at minimum)
- 6 FEET is often the measurement from curb of
the parking bay to a curb extension or mid-block
crossing
possible pilot project/application:
- business owner interviews in March 2014 indicate
a lack of traffic or usage on streets perpendicular
to Main Street downtown. Parallel parking may be
accommodated despite steep topography.
- parallel parking is currently located on High
Street and Broadway Street parallel to Main
downtown during non-peak hours, but is largely
used by government vehicles/police at this time.
There is potential to expand parking bays at this
location (but requiring CURB EXTENSIONS for the
safety of pedestrians and limit the wide turns of
vehicles at intersections near parked cars).

36

On-street parking along Main Street has
slowly been transitioning to angled-parking
in two phases since 2009. The latest Capital
Improvements Project report indicates further
conversion of Main St. from University to Bowery
Streets. Akron is unique in that angled parking is
reverse-angled parking, where the driver must
back into the space while pulling out forward.
Proponents say that by being aligned with the
eyesight of drivers both are more likely to predict
each others driving response. It also allows for a
quicker exit out of the space.

Considerations
- incline of the parking spaces. Angled parking
allows drivers to allign tires towards the curb.
- driver awareness and education: interviews
indicated that visitors became frustrated at
attempting an unexpected driving maneuver to
park by the driver ahead of them in queue.

Parallel parking lines are still present on the northern portion
of Main Street. Photo Credit: Gregory Gordos

Standard Measures
- requires a 20 FOOT width for the parking
- the adjacent travel lane should be 13 FEET (Main
Streets in particular) to give room to bicyclists who
may share the road on these streets. See also:
Considerations
- indicate to those following in traffic the
need to back up in order to park in reverseangled parking. Interviews indicated a lack of
signalization by drivers attempting to back in.
possible pilot project/application:
-promotional campaign: response to the
reverse angled parking has been met with some
confusion. Business owners enjoy more spaces
closer to their store, but simple, individual signage
near the most popular spaces (Lock 3) explaining
the concept and benefits may appease skeptics.

- lane width. ON-STREET BICYCLE LANES
requires a wider lane to ensure drivers can visibly -additional capital investment: as of April 2014,
react to bicyclists when backing out of their spot. angled lines are painted over a former travel lane
and parallel parking bay. See Figure 3.5
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Garage Parking
Also includes: PARKING DECK, CAR PARK

3.2 Bus Lanes
3.5

examples in Akron: University of Akron Polsky
garage, Spicer garage; City-owned State Street
garage, Cascade Plaza garage

Also includes: DEDICATED BUS LANE, CONTRAFLOW BUS LANE

3.7

examples in Akron: n/a

Overview
Parking using city, university, and private
garages in downtown Akron is primarily
occupied during business hours/school hours
during the day or by hotel patrons (or soon,
apartment residents, see Figure 3.5) while onstreet spaces are popular with nighttime usage
and visitors arriving for food and entertainment.
They are largely concentrated on the northern
half of the city near offices or increasingly in the
campuses of the city’s two largest hospitals.

New parking garages are being installed within downtown
to accommodate the new construction of student housing,
providing additional density to the Canal District when
garages are typically found near the CBD office towers. Photo
credit: Gregory Gordos

Considerations

3.6

-public versus private usage: student interviews
with local business owners revealed that the a
number of parking lots (surface and garage)
owned by the local university were exclusive to
students and confused visitors to the downtown
looking for spaces.
- demand: AMATS with the help of BFJ Planning
indicated a “perception issue” with the
availability of parking downtown among both
downtown employees and visitors. Garages
often remain open while patrons circle the block The Polsky Garage is attached to the former Polsky
looking for the closest available space on the
Department Store building (now university classrooms) and
street.
was build in 1962. Large lots and garages occupy downtown
or University Park and require a student parking pass to use.
- WAYFINDING: a way of directing visitors to
Photo provided by Desman Associates (www.desman.com)
available garages (not exclusive to students) in
the form of public art. See Wayfinding in Ch. 5).
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Bus lanes are travel lanes exclusively used by
buses, though in some cases bicycles may also
use these dedicated lanes. Having bicycle lanes
independent from this lane is greatly preferred,
however. Some apply only during rush hour or
may even flow in the opposite direction of traffic
(called contra-flow lanes). The can be within the
vehicle ROW or separated from traffic with a low
median (cities) or concrete barrier (freeways).
Most bus lanes are created by converting an
existing travel lane by automobiles into one
exclusive to the bus, either through painted
letters or a distinctive red paint color. There are
few examples of bus-only lanes in the Akron
area, but Cleveland has an example that is
famous in city planning precedent on Euclid
Avenue: a bus rapid transit lane, or BRT.
Buses are a critical element of street design
given their size and operational characteristics.
The consequences for street design include:
- lane width
- intersection design (corner radius or width of
channelization lane)
- transit-priority lanes (and queue jump lanes),
signal timing (often adjusted to give transit an
advantage, transit-signal priority)
- pedestrian access (crossings at bus stops)
- sidewalk design (making room for bus shelters)
- bus stop placement and design (farside/
nearside at intersections, bus pullouts, bulb outs)
(Chicago Dept. of Transportation 2013)

Lanes within New York City. Photo credit: WikiCommons

Considerations
- location near population densities (e.g. the
University of Akron, Downtown, hospitals)
- current route locations: most service provided
by METRO is aimed to serve the most residents
who may lack automobiles (reach) rather than
provide expedient transportation to those using
by choice (speed)
- whether bus stops are located at intersections,
along bus bulbs/bumpouts, medians. or curb cuts

Standard Measures
- ONE lane per direction; doors at sidewalk level
- widths lightly larger than travel lane: 10 FEET
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Bikeway

3.3 Bike Lanes
Also includes: TYPE II LANE, ON-STREET BIKES

3.8

examples in Akron: Spicer Street, Y-Bridge

Also includes: PROTECTED BICYCLE LANES, COPENHAGEN LANES,
TYPE 1 LANE

examples in Akron: none current

Overview
“For a street to be complete, it needs to
accommodate cyclists. Like pedestrians, bicyclists
are vulnerable users who benefit from reduced
traffic speed and dedicated facilities. Their skill
level varies greatly, resulting in a wide range of
Akron considers the painting of a blue line a designation of
speeds and behaviors. Also, bicycling is a social
lanes friendly to cycling. This photo (Gordos) was taken on
activity, and people often ride side-by-side or in Broadway, a one-way street. Cars may also “share” this lane.
groups” (Chicago Dept. of Transportation 2013).

3.9

In the summer of 2008, the City of Akron added
“sharrow” markings to many of the streets in and
around Downtown to make it safer for biker riders
to share the roads with cars. Some have since
been replaced as policy with blue lines (see
Figure 3.8). Sharrows are not recommended as
the sole solution to increasing a bicycle network.
The Transportation Outlook 2035 (updated
May 2013) marks the first time that AMATS has
recommended funding for standalone sidewalk
projects and on-road bike improvements rather
than recreational trails. This lack on an on-street
systems lags far behind peer cities such as Grand
Rapids, Michigan and Dayton, Ohio (AMATS).
SURVEY RESULTS
In an interview with ten business owners in March
2014, no respondent indicated that they favored
on-street bicycle lanes within the downtown
business area, including Main Street. Recent
changes in parking may have impacted their
perception of ROW allocation. Many noted the
positive impact of the TOWPATH TRAIL, however,
especially recreational riders in summer months.

Overview
Unlike typical bicycle lanes, which fall between parked cars on one
side and moving cars on the other, a separated bicycle lanes protects
the user by placing closed to the sidewalk and using the parked cars
as a separation from the flow of automobile traffic. In other words, the
lanes fall between pedestrians and automobiles as a transitional lane
of modes. “This type of lane is relatively easy to implement, meets the
objective of physical protection without significantly diminishing space
for parking, and it has the advantage of preventing ‘dooring’.” (BFJ
Planning 2011).
None of these lanes currently exist in the city or county, but excessive
road widths and satisfactory level of service on major roads (A or B
designation for traffic flow) provide an opportunity to implement them
along with a ROAD DIET where the existing dimensions of the road
are kept in exchange for a striped buffer for the lane. These are the
preferred option for corridors with the most traffic.

Dedicated Type II bike lanes are infrequent in Akron, but can
be increasingly found in federally funded and new resurfacing
projects such as the improvements to the All-America Bridge
finished in 2012 (photo credit: Mike Cardew/Beacon Journal)

Standard Measures
Bikes lanes should measure 6 FEET as city standard.
4 FEET is absolute minimum in constrained areas.
- lanes do not need colored paint, but painting a
single blue line should be considered pilot testing.
Potential locations for pilot project/application:
-Exchange Street (throughout, as per 2011
Downtown Akron Connectivity Plan)
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Considerations
- One lane of traffic or parking will be lost at minimum.
Parking spaces are at least 7 FEET wide, and to protect bicyclists the
lane would be even wider.
- creation of a PEDESTRIAN REFUGE or GREEN MEDIAN will have
additional costs attached to resurfacing/painting the existing ROW

Standard Measures

Protected bike lanes should measure 8 FEET as city standard.
This is at least two feet larger than a standard bicycle lane to provide
the striped buffer between the cyclist and parked automobiles.
See Figure 3.10 at left.
- potential pilot project/application: Exchange Street, University Square

41

3.10

The Right-of-Way

The
Right-of-Way
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Typologies
3.4 Trails
Also includes: BIKE AND HIKE, GREENWAYS
examples in Akron: Towpath Trail, Bike and Hike

3.5 Sidewalk Zones
3.11

Ohio and Erie Canalway
Towpath Trail
Traversing from Cuyahoga County near
Cleveland down through urban Canton, Ohio to
Tuscarawas County, Akron has a strong bicycling
amenity traveling through the downtown along
the canal (a heritage site). At around 84 miles
of trails, this pathway fits the criteria set in other
design guidelines across the country.

“The primary objective in designing sidewalks in the public right-of-way is to provide a continuous
system of safe, accessible pathways for pedestrians on both sides of all streets.
Sidewalks should keep as much as possible to the natural path of travel, parallel to the roadway.
Ideally, they will be located in a position that naturally aligns with crosswalks at intersections.
It may be desirable in some locations for the sidewalk to curve to form a more direct route to an
intersecting walkway, to preserve significant trees, or to provide a greater degree of separation
between the sidewalk and the road.” (City of Boston 2013)

3.12
Curb
Zone

The Towpath Trail and surrounding parks are
extremely popular with resident and visitors. The
section in the Cuyahoga Valley National Park
alone sees over 2 million visitors each year (Ohio
& Erie Canalway Coalition).
RAILS TO TRAILS
A recent court decision has called into question
the future of the Rails to Trails projects throughout
the country, which convert abandoned right-ofway formerly used by railroads to the public for
recreational or transportational use.
“On March 10 (2014), the U.S. Supreme Court
handed down its decision in the case of Marvin
M. Brandt Revocable Trust et al. v. United States.
The issue in this case was whether the federal
government retains an interest in railroad
rights-of-way that were created by the federal
General Railroad Right-of-Way Act of 1875, after
the cessation of railroad activity on the corridor”
(Amy Kapp, Rails to Trails Conservancy 3-17-14).

Map of Canalway Towpath Trail and its several legs as it
travels through the city of Akron (center). Photo via Ohio and
Erie Canalway National Heritage Area.

Recommendations
- continue working to create continuous system from Lake Erie in Cleveland to Zoar. Summit
County was the first to finish their entire leg.
- provide access to downtown street network
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Frontage
Zone

Pedestrian Zone

Furniture
Zone

When considering complete streets the sidewalk has at least four parts. The Frontage, Pedestrian, Furniture, and
Curb Zone. A Green Zone can be substituted for furniture. Figure 3.12 shows how these for zones fits on our own
Main Street downtown. Photo credit: Gregory Gordos
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Frontage Zone
Also includes: BUILDING FRONTAGE, DINING
PERMIT AREA, OUTDOOR SEATING

Pedestrian Zone
3.13

examples in Akron: Downtown, Highland Square

Overview
In Downtown Akron, Highland Square, Ellet, or
other commercial corridors that have structures
built before World War II, many buildings were
build up to the sidewalk in what is called a
ZERO-SETBACK LINE. Oppositely, many current
strip centers or residential neighborhoods have
an intentional setback, where green lawn
or parking face the street before reaching
a building’s front door. In the Downtown
neighborhood’s case, the area where the
building meets the sidewalk is the Frontage
Zone.
The entrance is the primary portion of the
frontage, but inviting architectural elements
such as sidewalk cafes, awnings, SEATING,
potted plants or inviting windows may be
placed. Temporary items such as menu boards
are often placed here as well and removed
at the end of the business day. These features
cannot be placed in front of the sidewalk
portion where people pass (PEDESTRIAN
ZONE).

Considerations
- provide ample room for pedestrians to pass.

Wide sidewalks on Akron’s downtown Main Street allows
for outdoor cafe-style seating without infringing upon the
Pedestrian Zone, where ADA and other codes prevent blocking
the flow of walking traffic.

Standard Measures
There is no minimum of Frontage Zone. On narrow
sidewalks, there may be ZERO frontage space
(though a FURNITURE or GREEN ZONE may exist
across from the cleared pedestrian way.).
The preferred Frontage Zone is small: 2-4 FEET
If the sidewalk is wide enough (see Figure 3.13)
than a larger zone is allowable, so long as
Furniture Zone or Green Zone is not abandoned in
its accommodation.
Sidewalk dining and cafes must apply for a permit
with the City of Akron and if applicable, the
Downtown Akron Partnership, in order to place
private objects in the public realm/sidewalk.

Businesses should use this space to liven their entrances, rather than crowd it with items patrons
pilot project/application: The 2013 CI&CDP
must avoid. This spaces is often limited to several budget allocated $330,000 to “promote outdoor
feet or absent if sidewalk is the minimum width.
dining” along Main Street (City of Akron 2013).
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Also includes: SIDEWALK CLEARANCE

3.14

“Pedestrians are the lifeblood of cities.
Downtowns, commercial districts, and
entertainment areas attract high volumes of
pedestrian activity and demand a high quality
walking environment. Even when pedestrians
are not the dominant roadway user, vibrant
street design must provide for people walking,
shopping, strolling or simply sitting. People
walking are extremely vulnerable to injury and
death when hit by vehicles and the design and
operations of streets and intersections must
protect them. Sidewalks, crosswalks, pedestrian
signals, and other pedestrian facilities must
accommodate pedestrians of all abilities and
comply with the Americans with Disabilities Act
(ADA). As stated previously, most trips begin
and end on foot; urban streets that do not
embrace this are not complete (Chicago Dept.
of Transportation 2013).
“The pedestrian zone should be AT LEAST 1.525 M
(60 IN) wide. This provides sufficient space for two
pedestrians to travel side by side without passing
other pedestrians, or for two people going in
opposite directions to pass one another... in
areas with heavy pedestrian traffic, the sidewalks
should be wide enough to accommodate
groups of pedestrians traveling in both directions”
(U.S. DOT Federal Highway Administration).

Considerations
#1. Accessibility for everyone, the primary
purpose for Complete Streets.
- the ability of all users to pass side by side,
including with wheelchairs, strollers, et. cetera.

Standard Measures
- many cities with design guidelines set their
recommended width to 6 FEET; Akron will follow
this precedent standard.
- the absolute minimum for sidewalks is 3 FEET
(ADAAG 4.3.3, U.S. Access Board, 1991). but
pedestrians cannot pass at this width. The city
should set the absolute minimum to 4 FEET.
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Green Zone

Furniture Zone
Also includes: AMENITY ZONE

3.14

examples in Akron: all major Downtown corridors

Also includes: AMENITY ZONE

3.15

examples in Akron: residential, University Square

Overview

Overview
The Furniture or Amenity Zone is the area
between the PEDESTRIAN ZONE and the
curb. Nearly all of the elements of CH. 5.
STREETSCAPE can be found within this zone,
which exists to remove amenities from the
pedestrian way; at minimum, there is room
to walk, but can add a greater depth and
enjoyment of the street as PLACEMAKING. A
place where people can enjoy public space.
Parallel parking lines are still present on the northern portion
of Main Street. Photo Credit: Gregory Gordos

Amenities that are often found in this zone
include:
- RECYCLING BINS

The Green Zone occupies the same space
as the Furniture Zone. In fact, most design
guidelines do include them as a single zone.
However, the content in the Green Zone serves
as much different purpose and may even have
different dimensions/standards than streetscape
elements. For example, a crucial concept of
Detroit Future City (2012), a postindustrial cities
Comprehensive Plan, is the concept of GREEN
CORRIDORS of trees and plants on every street,
including 500 FOOT buffers on highways.
In urban areas. the green zone is likely to contain
a PLANTING STRIP of lawn or mulch, street
trees (with an open root system), or other plant
life. Their purpose is more than aesthetic: these
green elements filter and absorb stormwater
and location for, if numerous, our urban forest.
See Chapter 6. Green Infrastructure.

- BENCHES
- PLANTERS
- STREETLIGHTS
- STREET TREES (grated or trenched)
- BIKE RACKS

Considerations

- public art
- parking meters
- utility boxes
By placing these pubic amenities at the edge
of the street, the pedestrian has room between
themselves and parked cars, or moving traffic.

Furniture in front of Canal Park, Akron’s minor league baseball
stadium. Events see heavy foot traffic, therefore extra room
for crowds of people and appropriate receptacles are most
appropriate here. Photo credit: Gregory Gordos

Standard Measures
- preferred width of this zone, citywide, is 5 FEET
- in areas such as Downtown, can max at 12 FEET
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- green zones may be expanded towards the
vehicle lane with the use of traffic calming
designs: curb extensions, chicanes, etc.

The Green Zone provides rare space for street tree root systems
to “stretch out”, allowing the tree to grow larger than if con- when planting street trees, ensure that they are fined to a narrow grate. Photo credit: Gregory Gordos
set back from the curb face 18 feet (Boston)
- if there is enough street ROW available in cities
like Akron, use both amenity and green zone
elements to extend the public realm.

Standard Measures

- preferred width of this zone, citywide, is 8 FEET
to allow enough space for large mature trees
(standard of City of Charlotte, NC [2007]).
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Curb Zone

Open Streets for All
Overview

Also includes: SIDEWALK EDGE, CURB+ GUTTER

3.16

examples in Akron: nearly all urban streets

Overview
The curb is simply where the sidewalk, often
made of CONCRETE material, meets the travel
lane or bicycle way, often made of ASPHALT.
It more regularly consists of two portions:
- the curb, where a 6 INCH tall vertical element
of concrete (or if available at higher cost,
granite) presents cars or bicycles from entering
the sidewalk and realm of the pedestrian
- the gutter. which when paved in concrete
and channeled at a slight curve, allows water
to freely flow from the street to the edge of the
travel lane and down to stormwater drainage or
green infrastructure such as BIOSWALES.

The “Devil Strip”

In winter months, snow removal from the travel lanes is
often pushed towards the curb zone, making navigation more
difficult crossing streets or returning to a parked car.
Photo credit: Gregory Gordos

Considerations
- drainage patterns. Align new curb and gutter
construction with existing gutters so that water
does not pool or divert; this most relevant to Akron
where puddles may collect in front of crosswalks
or freeze, causing a safety and liability hazard.

Akron is known for several unique characteristics
that makes the city different than any other: its
Rubber City heritage, The National Hamburger
Festival, etc. Another is the unique way that
Akronites describe the area between the curb
and the sidewalk: the devil strip, as it is locally
known. This term disregards whether the space is
filled with furniture or green zone plantings, and
can be used in marketing and other sources of
local pride when describing our streets.

-the visually impaired. The curb lets these groups
know where the street ends and sidewalk begins.
At intersections, ADA pads are valuable new
street features that indicate when the pedestrian
has crossed the street safety with tactile feedback
on their feet and a carefully sloped ramp up the
curb.

“When West Virginians flooded into Akron to
work in the rubber factories, they tried to scare
their kids into staying out of the street by calling
the grass between the sidewalk and the street
the “devil strip.” (Bob Dyer, Akron Beacon Journal)

- the minimum width of the curb is 6 INCHES.

Standard Measures
- the recommended curb zone varies in
precedent of other cities, but many reach up to
2 FEET including the gutter and street portions
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donors and organizations, and the
event follows a route with numerous,
smaller activities along the street.
Open Streets is a concept beginning in in 1976 in
“Tens of thousands of participants
Bogata, Columbia under the name Ciclovia or
have experienced one of America’s
cycleway. In this precedent, the city blocked off
most successful open streets initiatives.
streets in the city from cars and allowed all other
Moreover, numerous cities have
types of users: not only bicyclists but also roller
followed Cleveland’s example” (Smaller
bladers, joggers, strollers, and people seeking
Open Streets Guide 2012). For more
more passive recreation (like setting up mats
information on Cleveland as a Case
for yoga). Today, the event occurs every single
Study, see pages 61-63 of their guide.
Sunday in Bogota. Then-Mayor Enrique Peñalosa
is widely credited for spreading the idea, and
Image credit:
Street Design (2013) even suggests naming
greenvillescrealestate.pro
shared streets that limit cars “Penalosa Lanes.”
Open Streets today is the name of a movement
by the Alliance for Biking & Walking and The
Street Plans Collaborative. Their website provides
reports and raw data supporting the movement,
including a list of participating cities and what
they call Implementation Manuals so that other
cities can start their own event, large or small,
to temporarily close streets so that all members
of the public can use the space. Remember: all
zones and sections of a street, from building to
building, are typically owned by state or local
government in cities and are usable public
space!

Local Examples

Block parties, St. Patrick’s Day parades,
the RoadRunner Marathon and most
uniquely Akron, First Night!, are all
examples of using the city streets as
places for people. Main Street is often
closed off in Spring and Summer months
for minor league baseball games. With
resources available from the Active
Transportation Alliance and following
Cleveland, Ohio was one of the strongest
the funding of the Cleveland Model,
examples of closing roadways for recreation
there is a great chance for a PILOT
(and more importantly, fun) in their Walk +
PROJECT of Open Streets in Akron.
Roll precedent, which began in 2006. It even
This guide recommends inquiry into
has its own model for other cities to replicate:
an event of this type, through public
The Cleveland Model is led not by a local
municipality but with strong non-profit leadership participation with partners like MyAkron,
a collaborative program created by the
and PULBIC-PRIVATE PARTNERSHIPS.
Downtown Akron Partnership.
Funding is provided by a variety of private

Regional Examples
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CHAPTER 4: Geometry and Safety

A crosswalk within the University of Akron campus. Signs
alert drivers to the upcoming crossing and a median
indicates the law requires them to stop. Little paint is used.
Photo: Gregory Gordos
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Geometry
and Safety
II. Street Typologies
Design Speed
Overview

4.1

“Motor vehicle speeds have a significant effect
on whether a street is complete. A low-speed
street looks and feels vastly different than a
high-speed street, whether traveling along,
crossing, living or doing business on it. With
lower speeds, design options increase as the
need to protect all users from the unintended
consequences of higher speeds lessens.
While faster speeds can reduce travel time for
motorists and transit users, the vulnerability of
other users and uses is increased.
“Complete streets speed treatment is
philosophically different from conventional
transportation practices. Conventionally,
a design speed is set as high as practical,
usually over the speed limit. This has roots
in the calculation of design loads in the
building industry; for example a roof should
be designed to withstand the weight of the
heaviest predicted snowfall. Unfortunately,
drivers react to a design speed that exceeds
the speed limit by driving faster. In contrast,
complete streets utilize target speeds, where
the design and operation of a street is set to
induce drivers to drive at or below the speed
limit.”
“The use of target speeds may require lowering
the speed limit, or posting speed advisory signs.
The target speed should account for specific
geometric elements such as curves and
TRAFFIC CALMING devices” (Chicago Dept. of
Tranportation 2013).

Design Vehicle

Parallel parking lines are still present on the northern portion
of Main Street. Photo Credit: Gregory Gordos

Speed limit posted on Exchange Street between Downtown and
the University of Akron. Based on observation, many do not
follow this speed limit. Photo credit: Gregory Gordos

Overview

4.2

In designing for narrow radii, it is important
to allow for emergency vehicles to navigate
through streets designed for tight turns and
slow speeds. For example fire trucks are
able to drive over break-a-way signs and
other obstacles that can be easily replaced.
Overall it is preferable to have a smaller
design vehicle rather than a having an
excessively large (and dangerous to cross)
intersection when considering complete
streets.
Furthermore, “the design vehicle influences
several geometric design features including
LANE WIDTH, CORNER RADII, median nose
design, and slip lane design. It is critical
not to use a larger design vehicle than
necessary, due to negative impacts such
as turning speed, yielding behavior and
crossing distances. Likewise, using a design
vehicle that is too small may result in frequent
instances of trucks driving over curbs on
street corners, endangering pedestrians.
Nevertheless, it is best to err on the side of
too small than too large in an urban setting”
(Chicago Dept. of Transportation 2013).

The United Parcel Service’s Sprinter van is most commonly
used at the design vehicle for many urban streets in precedent
design guidelines. Photograph via Wiki Commons.

Standard Measure
The design vehicle for Akron is the 30 FOOT
delivery van on city streets, based on New York
City’s street design guideline vehicle. Other cities
(Charlotte, Chicago) have design vehicles as
small as 23 FEET.
Due to the industrial heritage and continued
manufacturing sector in the city, however, a
second larger vehicle should be used to test curb
radii in INDUSTRIAL ROADWAY and BOULEVARD
ROADWAY types from Chapter 2: a 40 FOOT bus
(BUS-40 or B-40).

Standard Measure
The design speed for Akron is 30 MPH CITYWIDE.
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and Safety
II. Street Typologies
Curb Radii
Also includes: CURB CORNER, TURNING RADIUS

Crosswalks
4.3

examples in Akron: most streets with curb and gutter

Overview
“Corner design is critical to complete streets.
Issues include turning and corner radius, crossing
length and conflicts, pedestrian queue space
and sight lines. Drivers of large vehicles will be
expected to make the tightest turn possible at
the lowest speed”. (City of Chicago 2013).
The best reason to minimize curb radii is to
provide more space for pedestrians to cross. A
long, winding right turn at an urban intersection
requires a much greater expanse of the travel
lane to cross in order to get to the other side.
Also, as the car is turning at a gradual angle,
the driver is less likely to see the person in the
corner of their eye than if the curb placed
the pedestrian strait in front. Prioritizing turning
cars over people is not a practice of complete
streets.
Small, tight curb radii can:
- provide a shorter distance to cross the street
- add room for ADA compliant ramps
- slow the speed of automobiles turning
- provide better visibility to both the driver and
the pedestrian closer to the center of the street
Not all city curbs need to be at tight angle,
though for anywhere with pedestrians this is
preferred. INDUSTRIAL STREETS may need a
larger turning radius/space to jump the curb,
while bike lanes give extra room at intersections.

Narrow lanes into a local university garage is offset by the
gradual turning motion guided by the curb. Intersections are
the most common locations for excessively wide curb radii.
Photo credit: Gregory Gordos

Considerations
- Truck drivers will swing wide in the receiving lanes
of the turn in order to avoid running over the curb.
At signalized intersections there is little incentive to
turn into the closest lane if wide turns are possible.
- Adding turn lanes or SLIP LANES (also known
as porkchop islands) in addition to a travel lane
or turn-on-red will likely take away corners of the
street and relocate them farther away from the
street center, making it more dangerous and timeconsuming to cross for pedestrians. These should
be avoided in the Downtown neighborhood in
general.

Standard Measures
- an actual turn radius (the measure of the curb)
should be 5 -10 FEET (per Boston standards)
- larger vehicles can effectively use a curb radius
of 35 FEET, but street type considerations apply
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also includes: MARKED INTERSECTION, RAMP

4.4

Overview
Crosswalks are where pedestrians enter the
vehicle realm, often only temporarily and as
quickly as possible. In places such as our three
primary corridors, where travel speeds are high,
crosswalks become the most important street
design element to protect the safety of all users
and prevent collisions of any kind.
Crosswalks are typically patterned in a standard
style of painted, parallel white bars and can be
bound by outside lines delineating safe space.
- All legs of all signalized intersections shall
have marked crosswalks unless pedestrians are
prohibited from the roadway or section thereof,
or there is physically no pedestrian access on
either corner and no likelihood that access can
be provided.
- “NO PEDESTRIANS” signs shall not be used
unless they are accompanied by a physical
barrier and positive information about where
pedestrians are to walk and/or cross the street.

A crosswalk on Main and Exchange with advanced patterning
clearly showing pedestrian ROW. Photo Credit Gregory Gordos

Considerations
-texture. Corners without ADA permitted pads
with bumps or tactile indications, conditions may
be slick ramping up to the sidewalk, especially
if improper grading leaves pools of water or ice
collecting at the corners of intersections
-An ADA ramp should have no greater than a 2%
SLOPE with “flares” 5 FEET wide to meet a sidewalk

Standard Measures

These are not specific to that region and should
be applied to Akron streets as determined by
policy makers.

Crosswalks should be AT LEAST 10 FEET WIDE
- in areas of high traffic, crosswalks have been
measured to reach 25 FEET WIDE

ADA pads

- lines delineating the crosswalk should be 1 FOOT
wide and follow the entire road length (traverse
style striping with clear pedestrian enclosure)

While textured warning strips like the one at the
bottom of Figure 4.4 are highly recommended,
their material, color, and length may vary
depending on the context. Akron uses a red
color as it matches the brick textures of many
buildings and sidewalks in the Downtown area.

- striped crosswalks are usually spaced 4 FEET
apart
- advance sidewalks, like Figure 4.4 may use
textured pavers but should avoid using authentic
brick which may become uneven or loose.
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Speed Table

Traffic Calming

Also includes: RAISED CROSSWALK

Also referred to as: LANE NARROWING, LANE
REMOVAL

4.5

Examples in Akron: MEDIANS, BUMPOUTS,
BOLLARDS on S. Main Street; proposed ON-STREET
PARKING in the East End redevelopment

Overview
Numerous case studies for traffic calming is
provided from recent street design guidelines.
Simply posting a lower speed limit is usually not
effective (Chicago Dept. of Transportation 2013).
A variety of operational and geometric elements
can be used to control speeds, such as:
- Narrower lanes, especially on Main
Streets, Neighborhood Streets and
Service Ways
- Roadway physically narrowed through bicycle
facilities, on-street parking, raised medians/islands,
curb extensions
- Traffic calming devices - speed humps, miniroundabouts, chicanes
- Limited sight distance such as buildings on the
corner
- Terminating vistas, such as at a T-intersection or
at a traffic circle. When drivers cannot see to the
horizon, they tend to driver slower.
- Rhythms created with trees, poles, landscaping,
and crosswalks
Traffic calming is thus the combination of many
street design elements so long as they are used
to slow or increase awareness of drivers for the
benefit of other modes, such as pedestrians.
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Even textured CROSSWALKS can effectively calm traffic
by indicating to the driver (audibly, vibration of the car) that
they are crossing a space different than an open road.
Photo credit: Gregory Gordos

Considerations
Smaller radii can also serve as a traffic calming
design feature, requiring vehicles to turn at
slower speeds depending on the street width.
“Besides its power to improve the livability of
a place, the beauty of traffic calming is that it
can be applied inexpensively and flexibly” (PPS.
org).Nearly all elements in this chapter can be
used in combination not only to slow traffic, but
create a place that all users feel comfortable in.

Standard Measures
- none. Experimentation is encouraged and
can be removed if ineffective or unpopular.
Numerous design elements can be considered
as traffic calming techniques, so long as they
achieve said purpose of slow travel and safety.

4.6

Overview
“Speed tables are raised pavement areas that
are placed at mid-block locations to reduce
vehicle speeds” (Boston Transportation Dept.
2013). The flat tops of this traffic calming utility
allow cars to pass over at a much greater
comfort when traveling the speed limit, but still
cause discomfort and danger to the condition
of the car is driven over at high speeds.
There are a variety of types of speed tables.
- the table could be a few inches below the top
of the curb so that cars cannot ramp onto the
curb itself
- the table can be flush or built into the sidewalk
so that pedestrians may cross the street as an
extension of the sidewalk that is ADA compliant
- the table may not extend fully to the edge of
the street, so that stormwater may successfully
flow down the width of the roadway. In this
case, the gap width should be less than the
width of a standard tire or 6 INCHES.

Considerations

Speed tables can be installed as standard plastic or rubber
equipment; however an example of a higher quality crosswalk
with textured materials for the visually impaired are present, in
additional to protective BOLLARDS (image via geograph.org)

Standard Measures
Speed tables are typically 22 FEET long, ramping
upwards for 6 FEET, and with a flat 10 FEET section
on the top.
Heights can vary from 3 FEET (NACTO) up to 6 FEET
to the full height of the curb.

The flat top of the table should be long enough
to allow bicycles to smoothly flow over the ramp reflective markings warm bicyclists and also snow
plows for maintenance, especially important in
without “casing” the jump.
colder Midwestern cities such as Akron.
Speed tables are not speed bumps, which are
often found in parking lots or other private land
uses. Their design is much narrower and nearly
as tall, and not recommended in precedent
street design guidelines.

Appropriate locations for pilot project/installation:
-local streets adjacent to 3 primary corridors
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Rapid Flash Beacons
Also includes: HAWK SIGNAL

“Barnes Dance”
4.7

Examples in Akron: N/A

Also includes: ALL-WAY CROSSING,
PEDESTRIAN SCRAMBLE

4.8

examples in Akron: Exchange and Grant St,
Exchange and Sumner St.

Overview

Overview
Traffic control devices are important tools
for implementing complete streets, yet “too
many stop signs can make a roadway seem
like a driving gauntlet” (Chicago Dept. of
Transportation 2013). Rectangular rapid flash
beacons (as they are referred to in Complete
Streets Boston) are interim or pilots signs that
have a greater effectiveness in getting motorists
to stop on crosswalks where getting the signal to
cross is difficult.
Pedestrian hybrid beacons or Hawk Signals have
been used safely and successfully in many cities
to stop traffic and allow pedestrians to cross
safely. Studies have shown a better compliance
rate by motorists with a HAWK beacon than
other devices at pedestrian crossings. The
signals are designed for use in locations that
do not meet traffic engineering ‘warrants’
for a conventional signal. (Downtown Akron
Connectivity Study 2011).
The HAWK is technically a “beacon” in that
it remains dark for traffic unless a pedestrian
activates the push button.
One example comes from the city of Greenville,
South Carolina. A HAWK signal (standing for High
Intensity Activated CrossWalK) was installed in
March on a bridge connection between the
city’s recreational Swamp Rabbit Trail and a city
park. Traffic stops only when the button on the
beacon is pressed and lights begin flashing.

HAWK signals differ from rapid flash beacons in that the
HAWK is shown as stoplights (above), while a rapid flash beacon uses smaller LED rights around the perimeter of the sign.
Image source: Michigan DOT

Considerations

- HAWK signals or flash beacons are less expensive
to install than signals build in light posts or traffic
signals, as pushing the beacon button only affects
the flashing of lights on the sign, rather than signal
timing or other traffic controls
- beacons are often solar powered through small
panels, so that external sources of power are not
needed to install them.

Named after Henry Barnes, a traffic engineer,
this crossing is most simply described as a
signalization that allows all pedestrians at a
crosswalk (crossing diagonally. strait, and across)
to move during the same crossing phase. All
other traffic, including automobiles, is stopped
while pedestrians cross.
Banners largely displaying the new rules and
pleading for pedestrians (largely students, as the
two new signals are placed in front of student
dormitories and a parking garage) to obey all
traffic laws dominates the intersections. The
banners and signals were put in place by Akron
in December 2013. Rectangular Rapid Flash
Beacons (see previous page) are planned as
part of the Safe Routes to School program have
also recently been installed near local schools.
(City of Akron Press Release 12-31-2013)

- determine how far back cars must wait to allow
pedestrians or cyclists to cross (context-specific)

INTERVIEW RESPONSES
During informal interviews with ten business
owners in March 2014, several participants
noted the concern over students disregarding
crosswalks and pedestrian signals and
jaywalking (or worse, stumbling into the vehicle
travel lane). These traffic measures should aid
these concerns and improve safety crossing this
busy Exchange Street corridor.

appropriate location for pilot project: Exchange
Street at midblock, across from baseball fields

pilot project/application: Exchange and Brown
Street. Consider only on three major corridors.

- place only in areas where visibility is strong for
the driver, like a flat strait portion of a street.
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New Barnes Dance pedestrian crossing signal across from the
University of Akron. Photo Credit: Gregory Gordos
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Curb Extensions
Also includes: NECKDOWNS, BUMPOUTS

Chokers and Chicanes
4.9

examples in Akron: Along S. Main next to angled onstreet parking, Highland Square

Also includes: DIRECTIONAL INDICATORS

4.10

examples in Akron: N/A

Overview

Overview

“Curb extensions visually and physically narrow
the roadway, creating safer and shorter
crossings for pedestrians while increasing the
available space for STREET FURNITURE,
BENCHES, PLANTINGS, and STREET TREES.
They may be implemented on downtown,
neighborhood, and residential streets, large and
small” (NACTO).

“A chicanes is a design feature that creates
an “S” curve in the roadway that drivers
must weave through, with the effect of
slowing speeds. Chicanes can be created
by alternating parking from one side of the
roadway to the other, as well as through CURB
EXTENSIONS. Chicanes provide opportunities to
increase sidewalk space and introduce green
street elements in the right-of-way” (Boston
2013). Chicanes are likely easiest to implement
on one-way, residential streets.

In other words, curb extensions bring the
sidewalk back into the travel lane that was
narrowed during a road widening or turning
lane addition. The sidewalk extension is typically
at the corner intersection to help shorten the
distance across the road, though mid-block
extensions occur as well (and differ from the
PEDESTRIAN REFUGE, where new space is
created in the median for the pedestrian).
There are many benefits to the curb extension:
- slows traffic at intersections, and is used as one
of the primary tools of
- adds space for ADA ramps
- adds visibility of pedestrians to motorists and
vice versa

Considerations

A curb extension on S. Main Street in the “Canal District”.
Over EIGHT FEET of roadway is taken off the distance required
to cross through traffic with this sidewalk extension.

Standard Measures
- A curb extension is typically over 6 FEET wide, the
width of a parked car in the parking lanes (most
on-street parking spaces are 7 FEET wide)
- It is recommended to provide 20 FEET of parking
at corner curb extensions to prevent parks cars
from encroaching too close to the intersection,
where pedestrians are most vulnerable.
- a 1 FOOT gap exists between the curb extension
and dedicated bicycle lanes
Appropriate location for a pilot project/instillation:
- wherever on-street parking is provided and over
two lanes of through traffic are present.

-will on-street parking spaces be lost?
- turning radii will affect freight (Industrial Type)
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A often-used photo of a chicane on one-way, steep
topography. Disconnect from the curb and gutter allows
stormwater to continue down the hill without blockage.

4.11

Chokers are similar, but are often attached to
the curb to add public space, similar to the curb
extension. They are used primarily to calm traffic.

Considerations
-On two way streets with steep uphill inclines
(for example downtown or Merriman Valley),
consider where cyclists must petal uphill to
ensure they do not swerve (“wobble”) into traffic
- chicanes should be clearly marked for snow
removal of streets: however the PLANTERS
within chicanes may be appropriate places to
store snow during the winter season
- the extensions used to create the S curve are
great places to add GREEN INFRASTRUCTURE
small species of STREET TREES so long as
visibility is preserved.

Chokers slow traffic by temporarily narrowing the roadway and extend the curb, acting as a mid-block crossing.
Images via Wiki Commons (Creative Commons)
Appropriate location for pilot project:
residential, local streets with slope changes
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Medians (Refuge)

Bollards
4.12

examples in Akron: Main Street Office District

Overview
A median is the center of the road but
separated from through traffic by either raised
concrete curbs or filled with green elements
such as bushes or street trees. Akron’s Main
Street north of Mill Street (OFFICE DISTRICT) and
south of Exchange Street is a notable example
in this city that defines the street and creates a
large separation between north and south travel
lanes. It also produces a safe middle portion
A large median in the office district provides ample room for
(pedestrian refuge) protection those who cross
street trees and in this image, extends the trees from Cascade
the street.
Plaza in the background to the other side of the street.
Photo Credit: Gregory Gordos
It is easier to cross a street with a median than
without one, as providing a refuge or safe space
in the middle means only considering one
direction of traffic at a time as well as providing
a resting point for the slower travelers of us.

Considerations

Considerations

Also includes: DECORATIVE RAILS, PILLARS

Also includes: PEDESTRIAN REFUGE, MIDBLOCK CROSSING

Bollards are simple vertical pillars that protect
pedestrians from the travel lane and vehicle
realm. They can be temporary or permanent
but used primarily to block off areas, but may be
built to break away if emergency vehicles need
to pass.
These forms of protection can be made of many
materials and form various shapes, from a simple
and inexpensive plastic stick to a metal pole to
a concrete object. Thus they can be temporary,
as we have seen frequently implemented on
street redesigns in New York City (2013), or a
permanent and decorative feature that blocks
certain vehicles without feeling in the way to
pedestrians or even narrow bicycles or strollers.

Will a emergency vehicle or large freight vehicle
ever need to enter this space or require a larger
TURNING RADIUS than what is provided on this
ROADWAY TYPOLOGY? If so, a bollard that is able
to be broken away or easily replaced may be
more appropriate.
Is it more than a object in the way? To counter
the effect a bollard can have as a tripping or
pedestrian obstacle, consider using them for
LIGHTING, STREET ART, FURNITURE, or other
streetscape elements.

Standard Measures

- permanent bollards least 4 INCHES in diameter

4.13

Standard Measures
The preferred width of a pedestrian refuge is 8
FEET to allow several persons to fit in the median if
necessary and conditions make it difficult to cross
to the other side.

The “nose” of the median is the most important
feature when providing refuge at intersections.
Adding vertical elements, such as BOLLARDS,
- The refuge can be as long as 40 FEET (length
short street trees, or even plastic sticks indicate
of the street) so that pedestrians are not
to drivers that this area is not accessible to drive. channeled into a single space (Chicago Dept of
Transportation 2013).
Boulevard medians will be much larger than
- for BOULEVARD ROADWAY TYPES the width of
roadways with a constrained right-of-way.
the median should be able to fit a turning lane if
With many Akron roads having excess carrying
capacity, however (little traffic), medians should alterations are necessary: 11 FOOT turning lane
and 6 FOOT pedestrian refuge at minimum.
be in place whenever possible.
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Permanent, concrete bollards at the intersection of Main and Exchange streets protect those crossing the
street and allow an even shorter crossing distance than the curb originally designed for at this busy corner.
Photo credit: Gregory Gordos
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Road Diets
The master plan Imagine Flint (2013) for
Flint, Michigan defines a road diet as the
narrowing of less-traveled streets to:
- reduce maintenance costs
- increase visual appeal
- promote walkability
In these terms, road diets combined with
TRAFFIC CALMING tools are complete
street design strategies that have been
applied elsewhere but are especially
pertinent to postindustrial cities, where
excess roadway capacities are a burden
on cities and taxpayers in their upkeep.
Lanes built for high automobile use can be
better applied for current travel demand.

Application
Additionally, Downtown Akron Connectivity
Study (2011) indicates several criteria for
determining what streets are considered for
road diets:
- Prioritize streets with four or more lanes and
less than 30,000 average daily traffic for their
potential for lane narrowing and road diets.
- Prioritize streets with vehicle lanes that
EXCEED 10 FEET in width. They will be targeted
for lane narrowing, additional bicycle facilities
and/or sidewalk expansions.
In fact, all three major corridors in the city:
Main St., Market St. and Exchange St. are all
determined to be candidates to lose an entire
lane of traffic and still maintain traffic flow!

4.14

As many of the elements in this chapter are a
form of traffic calming as well as a road diet
(shrinking of automobile ROW to accommodate
bicycles and pedestrians) some road diets can
be complex redesigns of existing streets. As
mentioned previously, while CURB EXTENSIONS
are some of the best methods to aid pedestrian
crossing, adding GREEN INFRASTRUCTURE
or STREET TREES, buffer for ON-STREET
PARKING, moving utilities and the effects of
stormwater redirection can make the project
beyond the budget of some cities.
However, many scenarios require only re-striping
of existing asphalt with a few lines of paint.
Colored lanes are optional but recommended,
for example green for BIKE LANES. The previous
single blue lines were ineffective at delineating
the lanes. Main Street’s phased implementation
of reverse angled parking shows the dramatic
impact a few painted lines can have on the
number of spaces and allocation of space on
the street and surrounding businesses.

or changing the side of the road is done relative
to its traffic usage to add space for sidewalks
or green infrastructure. In the case of Exchange
Street, the road diet would alter the existing
paved right-of-way to add bicycle lanes, more
space for street trees, curb extensions for safe
crossing, and potentially a DEDICATED BUS LANE
(BFK Planning 2011). Exchange Street is the priority
roadway corridor street redesign in these design
guidelines.

Pilot Project: Exchange
Street Road Diet
existing conditions: 4 TOTAL TRAVEL LANES
- occasional left turn lanes
- Vehicle ROW: 60 feet
potential conditions: 2 VEHICLE LANES AND 2
BICYCLE LANES (one lane per direction)
- center median turn lane

Right-sizing

- on street parking between bicycle and car

Many roadways in postindustrial cities were
- Vehicle ROW: 60 FEET
build during years of peak population or up
until the 1960’s when growth was the expected
norm of all cities. As such, many roads in cities
like Detroit, Cleveland and even Akron (which
has not grown but seen level population
numbers) have been constructed on population
projections that have never come to pass.
Route 59, also known as the Martin Luther King Jr.
innerbelt is one example of such as roadway. It
remains empty many parts of the day and there
are talks to tear it down (Streetsblog 2014).
The south portion of Main Street in Akron is an existing example of a road diet: it was the first section to add curb
extensions, angled parking, and reduce the number of travel lanes from four to two. Photo credit: Gregory Gordos
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Rather than changing the size of roads for safety
reasons (e.g. TRAFFIC CALMING), the right-sizing
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image: Google Maps

CHAPTER 5: Streetscape

A new residential development in the city for 2013, the apartment complex shown
in the background helped provide a number of streetscape improvements to the
block, including wider sidewalks, street trees, benches, cub extensions, and so on.
Photo credit: Gregory Gordos
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Creating Place
Potential

Furniture

Placemaking is a concept, let by the nonprofit
Project for Public Spaces, that looks at both the
design and social connections that the public
realm (all publicly owned land, streets) can have
on the people who use the space. It is creating
places that people want to live and invest in. The
idea of creating great streets is not new (Whyte,
Jacobs, et. al) While an intentionally broad
concept, it can have clear impacts on building
roads or designing parks that spur economic and
social development.

Providing streetscape elements in the Furniture
Zone of the pedestrian realm is a balance.
“Piling on” features may compromise
the comfortable feel of the street in the
PEDESTRIAN REALM where people are
traveling and (at worst) affect safety. The ability
for everyone the use the street and public
space, from children to the elderly and from the
active to the physically disabled, should not let
anyone feel excluded from a complete street.

How does this apply to Akron? It begins with
small scale, community driven ideas that gain
momentum, rather than grand redevelopment
projects: and that’s good, because we need
to be frugal in our investments. Strategies can
be a small as adding a mural on the side of on
abandoned building or adding bike racks that
show the unique landmarks of a city: both things
that have happened in this city. As for complete
streets, “redesigning streets to make places for
people may seem like a frivolous, irresponsible way
to spend money, especially during tight financial
times...but it is critical to recognize the economic
value of real placemaking” (Dover 2013).
Principles: (PPS sites 11 total)
- shaped (provides enclosure; “an outdoor room”)
- safe (lighting, security during the day and night)
- interesting (making people want to get out of
their car to walk around and explore)
- comfortable (there is no rush, keeps you there)
- connected (can visit other blocks if inclined)
- memorable (can pick the place out of a photo)
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5.1

Streetscape elements in this chapter also
add to the visual appeal of Akron. There is no
rush to redesign Main Street for the sake of
making it new or different to try and spur new
development. However streets lacking basic
street trees, missing proper places for recycling
and garbage: these are indicators of a lack
of ownership and appreciation of a roadway.
Adding small fixes lets users know this road is
valuable. “Beauty is not something extra...it is
the one ingredient in which no street is ever
‘complete’ “ (Dover 2013).

Economic Development
More and more young professionals want an
interesting place to live and work, sometimes
before choosing to work. Cities that have
amenities that workers want are drawing in
greater and greater downtown populations
(Florida 2002). But frankly, if young trendy
people don’t choose Akron, that doesn’t mean
that people of all ages won’t reap the rewards
of safer, more attractive streets. Open Street
events draw crowds, wide sidewalks invite
window shopping, and green and attractive
connections to parks raise property values.

Lock 4 Park along the Ohio and Erie Canalway, Akron, Ohio. Photo credit: Rob Vaugn, Flickr user. The
investment into this public space, a “lock”/stop in the former freight canal, has exposed a public space so valuable
that apartments and condominiums are (still) planned for the units that face it: once a blight, now an amenity.

Design
- building surrounding the street enclose the space, or street trees can create the ‘walls’
- creating a more active intersection or street does not require capital improvements: add SEATING,
PLANTERS, WAYFINDING, or signage to show that this place is different from others in the city
- if capital improvements are invested by decision makers, lighting improves perception of safety
and curb extensions can add new public space on sidewalks and create safer crosswalks.
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Seating
also considers: BENCHES, MOVABLE SEATING

Bus Shelters
5.2

examples in Akron: almost exclusive to bus route, in
front of Akron-Summit Public Library, Lock 3

Standard Measures

examples in Akron: Main, High, Broadway

Standard shelters in other cities are 5 FEET wide
with three walls and an open entrance. Akron’s
Downtown shelters, shown below in Figure 5.3,
have an additional thin wall in the front of the
stop.

Overview

Overview
People like to sit where there are places for them
to sit” (William H. Whyte. The Social Life of Small
Urban Spaces 1980). It is not an exact measure
of standards and templates but an observable
trend in where people would like to locate if it is
available. Seating is the street element that turns
the overall public right-of-way (and especially
the sidewalk) from a mode of transportation to
a social space and a place that people want to
be and congregate in.

New benches found within BUS SHELTERS (see opposite page)
are built to discourage persons laying down or sleeping, but
arm rests also provide leverage when getting up. Photo Credit:
Gregory Gordos

Unfortunately, many cities determine that
seating promotes loitering and at times a bed
for the unsheltered or meeting space for criminal
activity. Well designed seating methods can
be used to provide an amenity without the
negative externalities that city officials fear. In
fact, welcoming seating invites all people to stay
longer and feel welcomed by a place, including
those who are shopping on a street and need
a quick resting place. “Providing a place to
sit is a basic necessity (Boston Transportation
Department 2013).

Standard Measures

Considerations

- seating for buses should face the street

- usage: is it for seating during lunch hours for
office residents or a place to wait for a ride or
bus service after work?
- location. if the seating is for recreation, is it
provided in shade or sun? Shade works well in
summer but sunny spots are chosen in winter.

Also includes: BUS STOPS, BUS CONNECTIONS

Bus shelters primary purpose is to shield bus riders
from the elements: cold, wind, snow, rain.
They do not need to be unattractive or utilitarian
however; many cities use these as canvases for
public art or as opportunities for transportation
company revenue in advertising. In many cases
property owners in from of the stop need to give
permission before installing a new shelter.
Like BENCHES, shelters need to be free of
pedestrian travel lanes and other streetscape
elements. Walls should be transparent to see
events inside and also allow patrons to see an
incoming bus.

- bus stops are preferably 8 feet back from
the street, though the ADA minimum 5 feet is
allowable if sidewalks are more narrow than on
Main.
- the LANDING ZONE, where bus doors open, is
usually 3 FEET on either side of the shelter.
image credit: Gregory Gordos

Seating must remain clear of the PEDESTRIAN
ZONE, allowing at least 5 FEET of clearance (6 FEET
when including people legs in front of a bench)

5.3

- ADA clear widths also include 3 FEET clear on
either side, 1 FOOT from other street elements
- benches or seats longer than 3-4 feet should
have an armrest not only to deter laying down,
but provide support to patrons getting up.

- seating for recreation should face away from
shade trees
- seating for dining is preferred as movable seating
to that groups of patrons can group together and
move towards light and warmth depending on
the season and weather
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-bus stops should not block storefronts, and
should remain at least 1 foot away from the
building fascade.
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Bike Racks/Corrals
also includes: BICYCLE PARKING, SHORT-TERM
BICYCLE PARKING

Parklets
5.4

Considerations

also includes: SIDEWALK EXTENSION, PRIVATE
DINING EXTENSION

- access: parklets need to be flush with the
existing sidewalk: no steps or gaps are allowed in
order to comply with ADA requirements

examples in Akron: Main Street, University Square

examples in Akron: none (potential Pilot Project)

The original Akron Bicycle Plan (2009) sets a
short-term goal of installing 60 bicycle racks
per year throughout the City over five years
(2009-2014). More importantly, these are other
measures are needed if Akron is to use bicycling
as a form of recreation and promote active
modes of transportation in going from place to
place. “Creating a complementary on-road
bicycle network is now an AMATS priority (AMATS
2012). The 2012 update was the first to signal a
change to recreational trails to accommodating
on-street bicycling, and places for cyclists to
park and patronize businesses is an important
step.

Parklets are similar to the concept of bike corrals
found on the opposite page: for the price of
one automobile (PARALLEL PARKING) space,
a new form of public space can be installed.
They are extensions of the public sidewalks into
the street. As Akron’s three major corridors are
candidates from road diets, the loss of one
space for a pilot parket is suggested here.

Bicycle Racks can be installed either as
individual mounted fixtures to the sidewalk
(Figure 5.4), in clusters, or in the form of a “corral”
which typically occupies a single automobile
parking space. Racks are simple: they serve to
hold the bicycle upright while also providing a
fixed location to attach a lock or chain. These
are also considered “short-term” parking, as
leaving a bicycle in the open like this for days
raises awareness for thieves who can likely use
bolt cutters. For short trips and “eyes on the
street” however the rack is an easy amenity to
add to the public sidewalk (Jacobs 1966).

Considerations
- visibility: many users prefer a rack near a
window to keep an eye on the street outside

Bike racks provided through the SID Downtown Akron
Partnership display symbols of cast iron as a design feature.
For example, the Goodyear Blimp. Below: a standard rack
downtown. Photo credit: Gregory Gordos

Standard
Measures

5.5

These are often implemented as a permitting
process where businesses apply to the city
to have the parlket installed in a city parking
space in front or proximate of their building.
A maintenance agreement is signed with the
business, though it must be open to the public.

- Roadway Typologies: parklets too close to bus
lanes or several lanes of automobile traffic on
a boulevard, especially where turn lanes often
remove parking spaces, are inappropriate.

Standard Measures
Parklets occupy the same dimensions as a
parking space. They are at least 7 FEET wide but
can stretch one or two spaces long if permitted.
-a 4 FOOT buffer is typically required between a
parket and other parking spaces, regardless of
adjacent use, limiting parklets total length.

- 18 INCHES from curb in
placed parallel
- angled bicycle parking is
3 FEET from the curb
- 3 FEET from street trees
- space for bicycles is
typically 6 FEET LONG
and 2 FEET WIDE

5.5

- sidewalk must be at least
12 FEET long to install
- a bike corral takes only 1
parking space and adds
12 bicycle spaces

- orientation: should be parallel to the street
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Image Credit: open source via
Wiki Commons
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Streetscape

Streetscape
II. Street Typologies
Newspaper Racks

Recycling Bins

also includes: MAGAZINE RACKS, NEWSSTAND

also includes: TRASH CANS

examples in Akron: Main Street

examples: none. Pilot sponsorship program

5.6A

Most people do not consider magazine racks
to be an aesthetically pleasing element of
the streetscape. The solution of the special
improvement district, Downtown Akron
Partnership, was provision of a unified design
theme that applies not only to a magazine
box but also recycling bins and bicycle racks.
By using a single theme throughout the district,
visitors and residents can recognize the roadway
corridor or District they are currently in just by
looking around at Furniture Zone.
The newspaper racks specifically help by adding
permanence to an inexpensive, private item in
the public right-of-way. More practically, it stops
the magazine racks from being blown over by
wind or knocked over by people on the street.
They are now even protected from cars.

5.7A

Local Examples

Collection of waste and recycling in the City of
Akron is handled by the Department of Public
Works. This group also addresses street trees
and other elements of the streets. For waste
receptacles, metal replacements have been
installed along the city Main Street over the past
two years.

Magazine racks have been enhanced by adding a permanent
feature, holding the racks in place and unifying downtowns
design theme. These racks are only found within Downtown.
Photo credit: Gregory Gordos

Considerations
- maintenance: the newspaper boxes are
provided by private companies such as the
local newspaper or publisher. A local BID (like
Downtown Akron Partnership) would be needed
for agreements with these organizations
- ownership: membership into a business
association or BID is suggested to pay for
installation of these streetscape elements. A
unified theme should be determined with public
input organized by either the BID or city staff.
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5.6B

What the city currently lacks downtown,
based on a visual assessment of the cities
largest corridors in March 2014, was recycling
options. The Downtown Akron Partnership has
been strong in using performance indicators
to show the amount of waste and debris that
has been cleaned by the SID’s Ambassador
program, which not only washes the sidewalks
and performs street cleaning on Main St, but
also handles excess trash removal on sidewalks
and streets. A stronger awareness of recycling
options may reduce the amount of waste the
Ambassador program has to clean up.

5.7B

Considerations
- partners: along with the SID, Keep Akron
Beautiful (city) and the Akron Garden Club are
already active members of the community.
Through their sponsorship or other business
leaders, installing recycling bins near the park
entrance or partnering with the Akron minor
league baseball team to install bins outside the
Examples of new (above) and previous (below) trash recepMain Street entrance. Sponsored recycling bins
tacles within Downtown Akron. Photo Credit: Gregory Gordos
are already present in New York City BID Districts.
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Streetscape

Streetscape
II. Street Typologies
Lighting

Wayfinding/Signage
also includes: COMMUNITY BRANDING. BANNER

also includes: LAMP POSTS, STREET LIGHTS

5.8

examples in Akron: Main Street, residential streets

5.9B

Overview

Overview

Wayfinding signs have the ability not only to
provide guidance and support to lost and
curious visitors, but established a brand and
connection to a place that lets people know
when they’ve “arrived” in a district or town
(along with housing character, streetscape, etc).

Street lights are important complete street
elements in ensuring that resident feel safe on
their own street or when visiting downtown,
day and night. Lighting can also have a strong
character: for example holidays lights within
a business district. As a street element, the
city wants to provide a inviting atmosphere
without wasting energy or using lights at an
inappropriate scale (highway “cobra” lamps).
The City contains a Street Lighting Section who
you can call about replacing broken lights.

Local Examples

With the current status of the University Park
Alliance unclear, there are several exiting
examples to bring out the personality and
character of Akron’s residential neighborhoods
and commercial corridors. A precedent
strategy is the Charlotte, North Carolina
concept of Centers, Corridors, and Wedges
Growth Framework. While that plan specifically
addresses how to accommodate growth while
retaining the character of established areas,
Akron can better define where neighborhoods
are and what they represent. According to
the city, there are twenty one (21) residential
neighborhoods within Akron, and CH. 1 VISION
introduces six new Districts along major corridors.

Streetlights consist of four parts:
- base, pole, lamp
- fixture (holds the bulb or LED lamp)
Downtown contains street lamps have a
historic appearance to visually unify the area
(see Figure 5.8). The lamps form an allee or row
pattern along the corridor in combination with
the street trees. Therefore lamps can provide not
only the perception of safety (see CEPTED) but
also visually unify a street together

- coordinate with the University of Akron and
Public Works on retrofitting cobra lamps on
Exchange Street corridor with new energy
efficient bulbs or ornamentation. Use of banners
has been successful through University Park.

5.10

Recommendations

potential pilot project: application

Standard: avoid lamps that emit upward light

5.9A

examples in Akron: University Park, Firestone Park

- investigation into a branding workshop
between business leaders and residents to
encourage outreach within communities and
identifying neighborhood strengths that can be
used as momentum for economic development
Lamps within the Canal District and Office District (Main St.)
tie the corridor together visually. Photo Credit: Gregory Gordos

76

- reuse of old kiosks as wayfinding station (pilot:
new graphic design) that includes the six new
Districts within the downtown core. See CH. 7.

Photo Credit: Gregory Gordos
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Streetscape

Streetscape
II. Street Typologies
Materials
Brick

Concrete

also includes: STAMPED BRICK (CONCRETE)

also includes: CURB AND GUTTER

Asphalt

Considerations
- brick chips and can become uneven over
time, especially near street tree root systems.
- oppositely, brick can age well and appear
most appealing over time, unlike concrete.

Concrete is the most commonly used and
durable sidewalk treatment. It is inexpensive,
widely available and easy to install (pour). It is
appropriate for nearly every sidewalk outside
of the Downtown core and provides a strong
“friction coefficient”, or grip as a pedestrian.
(New York City Dept. of Transportation 2013).

Considerations
- cannot patch where defects occur and at time
of schedule maintenance, a cut must be taken
out and sealed to older portions.
- portions of the sidewalk should be divided
into smaller squares to ease replacement and
maintenance in the long run (patching). That
way, one square is replaced rather than unsightly
gashes using saw-cut scoring.

5.11

5.12

The last streetscape improvement to Main Street added wide
sidewalk with aged and colored brick (photo: Gregory Gordos)

Concrete is the primary sidewalk material in Akron among
most other cities. Some sidewalks are seeing damage, at left.
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also includes: POROUS ASPHALT, GRAVEL

also includes: ROAD PAVEMENT

examples in Akron: Main Street, residential streets examples in Akron: ribbon sidewalks in residential
in established neighborhoods (Highland Square) neighborhoods, Market and Exchange corridors
Brick is the standard design feature on Akron’s
Downtown neighborhood and Main Street.
Several pigments make up the contents of the
sidewalk including a mix of maroon and red
bricks. The material has history from the many
factories that were scattered across the south
and east end of the city and its numerous
tire and rubber manufacturers. It is a material
that speaks to the history of the city, and its
added expense is appropriate on this important
corridor.

Permeable Pavement

examples in Akron: all roadways excluding
bridges (such as the All-America Bridge)
Asphalt is cheap. It provides the smoothest
surface for an automobile or bicycle to travel
on (bicycles often feel resistance on texturedconcrete roadways or bridges). It is easy to
patch, unlike concrete, and is easy to clean. It
can even be easily replaced and recycled for
future use.
In regards to maintenance costs, however,
many roadways are in need of resurfacing after
only several years. While providing construction
jobs, these roads contribute to the “heat
island effect” and are impervious, meaning
water cannot pass trough to the soil. Asphalt
coverage can be easily minimized using ROAD
DIETS and complete street design elements
such as medians to allow water penetration or
bumpouts adding lighter concrete (Figure 5.13)

5.13

Photo via Chicago
Dept. of Transportation

examples in Akron: some downtown parking lots
While brick is porous in that water is able to travel
between the cracks in the brick, gravel or a
special, large grain asphalt mixture can reduce
impervious surfaces to the point that water flows
quickly through and is only slightly less strong
structurally. In colder cities such as Akron, this type
of pavement can significantly reduce the ponding
of water on icy roads (New York City Dept. of
Transportation 2013).

Considerations
- not appropriate where infrastructure can be
affected by water leaking in or where harmful
chemicals (gasoline, oil) are at a higher volume. It
also must be vacuumed if clogged.
- Most effective on SLOPES LESS THAN 5%
- minimum 12 INCH infiltration support bed
potential pilot project/application: residential
roads ONLY. e.g Elisabeth Valley, Merriman Valley

Photo Credit: Gregory Gordos
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CHAPTER 6: Green Infrastructure

Cascade Plaza, an infrequently used public space that was raised away from the
street and isolated behind concrete walls. The construction fence in the middle
ground shows its reconstruction: attempts are being made by the city to turn this
space into a green lawn at level with surrounding uses. A connection to the bicycle
and pedestrian Towpath Trail is less certain. Photo credit: Gregory Gordos

80

81

Green Infrastructure

Green
Infrastructure
II. Street
Typologies
Context-Specificity
Overview

Median Island
6.1

Why is green infrastructure appropriate for a
city such as Akron, or any city in the Rust Belt?
Complete street solutions that are appropriate
in larger cities may not apply to mid-sized and
budget constrained ones. The comprehensive
plans of other postindustrial cities such as Flint,
Michigan and Detroit provide examples of the
economic and ecological benefits of green
features even in stagnant or shrinking cities.

Considerations

Akron’s water and sewage system are part of a
CSO, meaning that during storm surges, water
floods the sewers and rushes waste water into
local streams and water bodies. This makes the
context that much more relevant to design green
infrastructure improvements that will cost much
less in the long run over replacing the vast majority
of the aging sewer infrastructure as taxpayers.
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6.2

Median Islands are the larger portion of the
PEDESTRIAN REFUGE in Chapter 3. They should
be planted using trees or shrubs and wide
enough to accommodate these plants root
systems. Medians are especially appropriate on
the BOULEVARD ROADWAY Typology in Ch. 2.

Detroit Future City (2012) has several large themes
(land use maintenance and prioritization, etc.)
but is strongly concerned with growth along
existing corridors and supporting Blue and Green Archway for Lock 3 Park, the center park within the city
adjacent to the canal. Note the parked cars just above the
Infrastructure not only along growing areas but
banks of the waterway. Photo credit: Gregory Gordos
roadways that are downsized (“right-sized”)
as well. It is also referred to as Landscape as
Infrastructure. The “current system of...roads...
are not sufficiently oriented to a new economy
that focuses on less-intensive manufacturing and
- location, location, location. A large, treenew service sectors” including road condition
lined median is almost always a net benefit
and width (Detroit Public Works 2012). Blue
to street design, but the Ohio Department
infrastructure should be integrated into multiof Transportation does not allow fixed
modal streets and created as an amenity as well
hazardous objects (FHO’s) near most state
as a design to manage stormwater.
roadways. AMATS, the regional transportation
organization, has an easy to use map that
shows FUNCTIONAL CLASSIFICATION and
ownership.

Combined Sewer
Overflow (CSO)

Overview

- soil conditions may impact where PERVIOUS
PAVEMENT or BIOSWALES allow soil into the
ground: if vunerable, water washing down oily
streets may be absorbed at these locations
rather than at the larger catch basin (drain).
- PLACEMAKING. Create spaces people want
to be or want to utilize, like shade trees.

“Landscaping medians offers an opportunity to
replace a non-functional paved area with
green infrastructure. Landscaping increases
stormwater retention and CO2 absorption,
mitigates traffic noise, and makes streets more
attractive” (City of Chicago 2013).
Street trees are reaching a large canopy over Main Street in the
Medians can plant trees in rows or spaced
evenly (two-by-two) if enough room is provided. Office District, likely thanks to a generous portion of the street
dedicated to green elements. Photo Credit: Gregory Gordos
If done for the purpose of converting underutilized roadway to green infrastructure (ROAD
DIET), a green median may be an efficient way
to fill tree canopy: to street trees already existing
on both sides of the street as well as adding
CROSSING ISLANDS are options if space
potential space for turn lanes at intersections.
between lanes are not wide enough for a fully
grown street tree: 8 FEET.
- the island is a minimum of 6 FEET

Standard Measure

Considerations

If a median is provided, then landscaping should
be provided, except in portions of the median
designated for pedestrian access or turn lanes.
Where provided, plants should be no higher
than 30 INCHES and tree limbs should fall no
lower than 6 FEET to provide a “visibility zone”
for pedestrians and motorists (City of Charlotte
2013).

-Landscaped medians are typically not provided
on MAIN STREET ROADWAY TYPOGRAPHIES,
but Main Street in Akron is defined by this
arrangement in the Office District. It is this visual
arrangement that makes the area feel like a
different district, in combination with the higher
office tower density, than the Canal District, also
on Main Street.

- “if medians are at least 8 FEET wide, they should
be landscaped” (City of Charlotte 2013).
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Green Infrastructure

Green
Infrastructure
II. Street
Typologies
Bioswales and Rain Gardens
Also includes: BIOSWALES, DITCHES

Planters
6.3A

examples in Akron: Main Street Office District

Also includes: MOVABLE PLANTERS

6.4A

examples in Akron: Main Street Office District

Overview

Overview
“The most efficient and cost effective way to
counter the economic, aesthetic, and health
impacts of water pollution is through small scale
stormwater practices throughout the city... to
collect it where it falls” (Boston Transportation
Dept. 2013).
Managing stormwater does not just
mean collecting water when it rains.
Increasing vegetation in our city creates
“evapotranpiration” when plants release water
vapor into the air. In a collection of large trees,
you can even feel the temperature difference
created by this phenomenon.

6.3B

Planters is a catch-all term for places for trees
or other plants to grow in a constrained urban
environment. They are often enclosed structures
that can be used in the median, the FRONTAGE
ZONE next to the front door, the FURNISHING
ZONE as a potted or above-ground planter,
or in the same area as the GREEN ZONE in a
concrete box underground, often with a grate
overtop. The drain for water may be underneath
the street, at road level, or in Figure 6.4A and
Figure 6.4B, no drainage at all: it merely collects
water to grow and beatify the plant.

Considerations
- species. Most plant types cannot grow past a
certain size or at all if the root system does not
have room to spread out.

Detention + Retention
By slowing filtering rain water back into the
ground rather than letting it run down the catch
basin/drain, all of the oils and pollutants picked
up from the roadway can be avoided and not
sent into our scenic canals or lakes. A retention
pond keeps the water, while a detention basin is
only full after a large rain, then slowly drained.

A large median in the office district provides ample room for
street trees and in this image, extends the trees from Cascade
Plaza in the background to the other side of the street. Photo
Credit: Gregory Gordos

-if the main intent is to create shade trees, soil
conditions with be different than a planter used
to collect stormwater. Drought resistant species
are usually chosen for street trees,
- maintenance. Building the planter within the
curb protects it against snow plows or other
vehicles common in the Great Lakes region.

Considerations
Aside from being good for the environment,
collecting storm water in small-scale designs
is especially important in a city with a CSO:
combined sewer overflow. In other words, if
there is heavy rain, the storm pipes overflow the
sewage system and pour waste into the river.

6.4B

- if a deep stormwater planter, the dip in
elevation can actually be used to store snow

Above: a bumpout planter collects stormwater from the corner.
but lacks the ability to retain or filter water like a swale. Below:
ditches allow root structures to expand. Photos: Gregory Gordos
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- length. The longer the ditch system, the larger
the street tree or plant species can grow.
pilot project/application: replace/replant many
of the empty planters during Spring season

Above-ground planters of varying widths and sizes in the
frontage and furnishing zone. There are no standards for
planters in the city. Photo credit: Gregory Gordos
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Green
Infrastructure
II. Street
Typologies
Street Trees
Also includes: TREE BED, URBAN CANOPY

6.5

examples in Akron: ideally, all roadway typologies

6.6

Standard Measures
- trees should be planted 4-6 FEET away from the
building in the GREEN/FURNISHING ZONE.

Overview

- trees should not be planted in front of entrances
- The spacing between trees varies, but should be
no closer than 25 FEET apart when adjacent to the
street (this does not affect trees in parkland)

Plant life within the public right-of-way, especially
in urban areas, has significant benefit. Even better,
the “benefits increase exponentially as the size
of the plant increases; this is particularly true for
trees.” (New York City Dept. of Transportation
This tree grate is both damaged and neglected. There has not
2013).
been a tree in this location for some time, and the hole for the
root structure has been filled in. Photo credit: Gregory Gordos
Therefore, plantings (especially street trees based
on their potential growth) are encouraged
(EAB), affecting native ash tree species. Most
wherever possible. Maintenance can be agreed
cities have avoided planting this type of tree
upon to a third party such as Akron’s Downtown
due to EAB. However the avoidance of any
SID. Of the numerous benefits, several worth noting type of consistency of one tree type across an
are the reduction of street noise (dampening), a
entire corridor length (e.g. Elm Street, Maple
tool for corridor beautification (increasing property Street) has left streets with a variety of colors
value to an adjacent business or home), and as
and aesthetics but weak urban forest canopy.
an application of TRAFFIC CALMING: making the It is better to have a beautiful street and lose it
vehicle realm seem narrower with tall columns
eventually than to settle for an average street
and slowing driver speed.
that is always changing (Dover 2013).
- protection. Cities often have tree protection
protocols when construction occurs near a
mature tree that is deemed to be saved (which
they should, as larger trees provide exponentially
- maintenance. Akron’s Public Works Department
often handles streetscape elements, while in many greater benefits with size and age). The tree
protection area (TPA) extends the length of the
cities the Parks Department reviews and plans
branch canopy. and “the minimum number
for the location and species of street trees. The
of roots a tree needs to survive is called the
Parks Maintenance Division within Public Works in
critical root zone (CRZ)” (New York Dept. of
the City of Akron handles removing and tripping
Transportation 2013 via F. Kite, T. Smiley 2008).
diseased trees. New tree planting should be
advised by an urban forester, consulting arborist or - timing. For an Ohio climate, trees should
landscape architect .
be planted in Spring (beginning in March) or

- trees should be kept away from intersections to
preserve visibility: 35 FEET OR GREATER
- all sized trees should be 2.5 FEET from the curb
- soil should remain loose to ensure health of the
tree. Tight grate or heavily compacted soils are
inadequate and not recommended.
- the typical size of a tree trench is 4 FEET wide by
3 FEET deep (Boston Dept. of Transportation 2013)
-the minimum width is 2.5 FEET
- trees in the INDUSTRIAL ROADWAY TYPOLOGY
should be the heartiest species due to drought,
heat island effect from parking lots, etc.
pilot project/application:
Market Street has recently undergone a
streetscape improvement, and while brick
maintenance is scheduled in the city CIP for the
fiscal year, the trees on Main Street are generally
well-spaced as well. Market still lacks a street wall
or activity, but street trees are alive and well (see
Figure 6.7 below, via Google Maps)

Considerations

-species. Akron falls within the center of the Great
Lakes region affected by the emerald ash borer
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possibly fall. Some warmer climate cities are
able to plant in winter when the tree is dormant.

6.7
A single street tree on Akron’s Main Street. The height of the
tree is limited by the planter above the sidewalk, but benefits
from avoiding salt in winter. Photo credit: Gregory Gordos
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Green Infrastructure

Green
Infrastructure
II. Street
Typologies
Place: Cascade Plaza

Place: Lock 3 & Lock 4
6.9

Place Profile
Cascade Plaza is currently undergoing a capital
renovation. An uninviting, aging plaza is being
replaced with a green space enclosed by
three of the largest buildings on Main Street. It is
located within and is the defining collection of
buildings in the Office District.
The renovation is connected to complete streets
in two ways: one, a general public PARKING
GARAGE (used primarily by office workers and
hotel patrons) is also seeing renovations. New
LED lights, structural upgrades, and improved
ingress and egress (entrances and exits) to
the garage add improvements to automobile
mobility and (hopefully) safer crossings between
the garage entrance and the sidewalk.
Cascade Plaza as it currently exists is not friendly
to pedestrians, not because it is barren of any
activity generators or because it is raised above
the street (Whyte 1980), but because it is hard to
get to even for people who want to be there.
This is the view from the entrance of Lock 4 Park towards the
back of Cascade Plaza (2012). There is no crosswalk or any
welcoming features. Photo credit: Gregory Gordos

6.8

Plaza on a sunny afternoon in 2012. The main space is empty.
Photo Credit: Gregory Gordos

Considerations
- How does this place currently interact with the
street?
Cascade Plaza as it is currently designed feels
isolated. The redesign underway should better
connect to pedestrians at grade. Bicyclists
however are still going to be facing the back of
the plaza (the parking garage) when passing
through Downtown on the recreational trail: most
will never know the plaza exists. (Akron Beacon
Journal 2014).
- Where are the connecting nodes or openings?
A stairway faces Main Street. If lowered, this space
could invite pedestrians to deliberately loiter in the
space or function as a lunch break for workers.
- What street designs could enhance this space?
Connect to existing natural assets, such as the
canal, the bike trail, or the lock parks. TEXTURED
CONCRETE as an advanced CROSSWALK would
lead pedestrians from the Lock 4 entry stairs to a
second entrance to the plaza. MOVABLE SEATING
adds options and perhaps a bit of color. This
entrance creates an opportunity for WAYFINDING.
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Place Profile

6.10

Lock 3 is the primary outdoor event space and
city park within the Downtown neighborhood.
Chapter 1: Vision describes Lock 3 as the
transition between the Office District (work)
and the Canal District (play). It serves as the
primary location of events such as the National
Hamburger Festival, First Night Akron on New
Years Eve, and numerous outdoor music events.
Lock 3 is the heart of the city and the canal its
spine.
From a complete streets standpoint, Lock 3
connects to Main Street during many of these
Lock 3 Park Looking up towards Main Street. The sunken naculturally important events, closing at least one
ture of the park and physical barrier (fence) limit connecting
block to automobile traffic. This connection:
the trail to the town. Photo Credit: Gregory Gordos
central park and main street, is important. It
allows Main Street to be treated as the public
commons at special times of the year. For
adding another date to close Main Street to
- How does this place currently interact with the
auto traffic but inviting other modes to take part,
street?
see CHAPTER 3: THE RIGHT-OF-WAY regarding
Lock 3 is left as open space primarily because
Open Streets.
if its location on the bend of the canal, an area
capable of flooding. By being located under the
If the canal’s Towpath recreational trail, Akron
road, there is no at-level connection. However, this
General Hospital systems walking trail spurs and
provides a “stage” for passers-by to view the park
Main Street are the “green veins”, than Lock 3
and people watch. There are numerous benches
is the center space for this system. Yet there are
in front of the park, next to well-kept flower beds.
barriers.
- Where are the connecting nodes?
Lock 4 contains a BICYCLE STRAIRWAY RAMP.
Grooves in the stairs next to the guardrail provide
a space for bicyclists to walk their mode of
transportation up or town the stairway without
needing to lift or position it: just push and go.

Considerations

Main Street blends with park during events (Wiki Commons)

- What street designs could enhance this space?
Rather than fence off the top, add an overlook!
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CHAPTER 7: Implementation

The Akron Civic Theater and surrounding businesses are currently being
considered for loft apartment and condominium ownership, though the 2008
economic recession has halted any visible sign of redevelopment. Former
storefronts are being used as (approved) canvases for local artists and paintings that
reflect the culture/landmarks found in the city. Photo credit: Gregory Gordos
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Implementation
II. Street Typologies

Implementation
II. Street Typologies

Regional Assistance

Funding
Overview

AMATS

Strait to the point, it takes money to make a road safer, more inviting, and accessible to all modes of
transportation. Luckily even without local expertise in complete streets there are state and federal
forms of assistance (grants, loans) that can help fund, plan, advise, and even build better streets. This
chapter describes these methods as they relate to the City of Akron specifically. No boiler-plate here.

The recent transportation plan by the Akron
Metropolitan Area Transportation Study (AMATS)
provided a strong resource to show regional
funding priorities in the 2013 Transportation
Outlook 2035. While numerous recreational
trails were illustrated and on-street bicycle
and pedestrian infrastructure were given less
page space (2013 was the first year that AMATS
began allocating funding for complete streettype improvements), the last pages provide an
advanced table of financial forecasts for bicycle,
pedestrian and transit improvements. Notable
inclusions in the AMATS budget projection include:

7.2

income or minority census tracts” (AMATS 2013).

- $28 million reserved for bicycle and pedestrian
enhancements (via Transportation Outlook 2035)
- 64% of the on-road bike improvements and
38% of the multi-purpose trail recommendations
pass through or touch “regionally significant low-

- 44% of the Transportation Outlook 2035
pedestrian recommendations are located in or
next to regionally significant low-income
or minority census tracts. FOUR of the eighteen
regional recommendations are found in Akron
city limits.
As for Complete Streets in Akron, AMATS stated
in the Pedestrian Plan (AMATS 2012):
Local Communities Develop Their Own
Complete Streets Policies:
Although AMATS will develop a regional 		
complete streets policy (see 			
Recommendation 1), a regional-			
level policy must be necessarily vague 		
to be applicable to a diverse set of 		
communities. It would also be applicable
only to major, federally classified 			
roadways.

Figure 7.2 Bicycle recommendations and cost

7.2

Previous plans: The 2011 Downtown Connectivity Plan’s greatest strength
was its long-term vision. While not all of these priorities are still relevant,
Phasing and Partners are key considerations for future planning designs.
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Implementation
Federal Assistance
MAP 21

as highways and railroads” (DOT Feb 26 2014)
For a local example, the City of Kent, Ohio in
adjacent Portage County completed the Kent
Central Gateway Multimodal Center for PARTA
in 2013 and Akron’s METRO Transit Center was
built in 2009.

Moving Ahead for Progress in the 21st Century
is the most recent surface roadway funding
program from the FHWA. Passed in 2012, this
program funds over 100 billion in assistance to
state and local governments every fiscal year.
Bicycle and pedestrian improvements are an
expanded part of the policy (FWHA). While
complete streets are still not part of the federal
policy, these mechanisms fund street designs.
SAFETEA (funding program through 2012)
- 80% program funding, 20% MATCH
- enhancement projects included: bicycle
and pedestrian improvements, landscaping
including tree plantings, historic preservation
of transportation facilities (e.g. Ohio and Erie
Canalway) and conversion of railway beds to
trails for recreation (though with a recent Supreme
Court determination, this program may see
adoption and funding risk implications)

Safe Routes to School
- includes bicycle and pedestrian projects for
both children and their parents to choose active
routes.
Surface Transportation Program
- includes bicycle and pedestrian infrastructure
for assistance (50% match) and implementation
(20% match on a scale from state to MPO)
New Freedom Formula Grant Program,
Transportation for Elderly and Persons with
Disabilities Program
- assistance for populations advocated for in
complete streets (young, old, disabilities, etc).

U.S. Department of
Transportation (DOT)

Housing and Urban
Development (HUD)

Transportation Investment Generating Economic
Recovery (TIGER)
- $600 MILLION allocated for 6th funding round
“The TIGER 2014 grant program will place an
emphasis on projects that support reliable, safe
and affordable transportation options that
improve connections for both urban and rural
communities... DOT will prioritize applications for
capital projects that better connect people to
jobs, training and other opportunities, promote
neighborhood redevelopment and reconnect
neighborhoods divided by physical barriers, such

FORMULA FUNDS are based on demographic
projections and population. Akron is at just
under 200,000 residents and is expected to
stay stagnant or decline in population over the
next two decades. While city growth does not
equate to health or quality of life (Hollander
2011), it does affect funding. Larger cities get
more money. Therefore, Akron needs to be more
aggressive in the other funding mechanism,
grants, to fund complete streets.

and local municipalities to fund complete streets.
AMATS applies as the local level, and the City
Housing and Planning Development Department.
However Akron urban planning primarily consists
of HOPE VI/Choice Neighborhoods or HOME
programs for funding, not transportation. Akron
often uses this mechanism only for annual
funding of affordable housing program. A greater
connection of housing to transportation and land
use needs to be argued to make the most of the
numerous federal grants in 2014.
The concept of funding complete streets is
based on the impact the roadway will have
on surrounding land uses and user groups, not
merely one topic like affordable housing or traffic
efficiency or LOS. Below are several HUD grant
options Akron is leaving on the table by not
relating housing to broader land patterns:
Sustainable Communities Initiative
- link housing and land use to transportation and
infrastructure needs of all scales

The Partnership for Sustainable Communities that
administers this program is a joint program of
HUD, DOT and EPA. It was created in July of 2009
and intended to administer 100 million in support
to local and regional organizations in 2013. For
complete streets, this means indicating the PSC’s
vision for transportation options plus lower transit
cost, all while improving the environment.

Environmental
Protection Agency
(EPA)
Building Blocks for Sustainable Communities
- provide one-day workshop and conditions
audit
- specifically addresses complete streets
Brownfield programs: Cleanup, Assessment,
Loans
- e.g. Canal Place, former Bridgestone factory

Sustainable Communities Regional Planning
- focused primarily with plan generation
Community Challenge Planning
- involves economic development and capital
improvement planning
-e.g. Greenville, SC used a 1.8 million grant for:
-Bus Rapid Transit feasibility study
-Comprehensive Plan for three low-income
(“special emphasis”) neighborhoods
-community events, outreach, education
- branding and logos for community pride
-supplies for school and community centers

Smart Growth Implementation Assistance
Program
- provides expert advice, implementation
strategies, and suggests pilot approaches at low
cost (Sustainable Communities)
- case: Victor, Idaho. Using the SGIAP, this town
eventually built these complete street elements:
- PLANTED MEDIAN
- BICYCLE LANES
- road width narrowing (ROAD DIET)
- additional ANGLED PARKING

COMPETITIVE GRANTS are applied for by MPO’s
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Capital Improvements
Overview

Investment Projects

Akron provides its capital improvements
(roadway projects requiring government
spending) every fiscal year on their city website.
The 2011-2015 Capital Investment & Community
Development Program outlines specific
investments in the roadways within the city,
rather than the larger arterials designated by the
regional MPO AMATS. The goals of the capital
investment program are to:

Main Street Corridor

- To maintain and repair facilities which are vital
to the residents of Akron, such as public facilities,
streets, bridges, sewers and water lines.
- To reduce long-term operating costs. Activities
such as street reconstruction reduce the annual
cost of maintaining streets.
- To encourage private investment, thus
increasing the City’s tax base and revenues.
- To match Federal, State and private funds,
wherever possible, thus allowing Akron’s dollars to
go further.
- To provide for the orderly growth of the
City, consistent with the City’s Land Use and
Development Guide Plan. (City of Akron 2011).
The merits of the last statement in a city where
growth has been stagnant for decades is
debatable, but the Program does provide
indications of how the city intents to invest
in complete-street-like projects. There is no
complete streets policy within the city as of 2014,
but several items already within the Program fit
the goals of increasing accessibility, providing
more attractive streets, and regular maintenance
costs on several key corridors (Main, Exchange)
that provide an opportunity for ROAD DIET
improvements.

Crosswalk Rehabilitation
- $925,000 in General Obligation funds each year
for two years
- Reconstruction of damaged and sinking brick
crosswalks
- (2014) additional $50,000 GO added
Streetscape Modifications
- $330,000 in General Obligation funds Modifications to sidewalk to promote outdoor
dining.
- (2014) additional $50,000 GO added
Market Street Corridor
E. Market Street -Parking
- $25,000 in General Obligation funds
- Design of ON-STREET PARKING on E. Market
adjacent to Goodyear Headquarters
Exchange Street Corridor
Exchange St. / Cedar Street
- $96,000 in General Obligation funds
- $864,000 in Surface Transportation Program (see
federal assistance on Page 90)
- Plans to narrow Exchange and Cedar from four
lanes to two, add BIKE LANES and dedicated
parking lanes, and upgrade signalization
Additional projects aligning with complete
streets:
- Akron Bicycle Plan ($10,000 GO) including
signage, striping, racks, and promotional
materials
- Akron Innerbelt Re-Routing (2016)
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Regular Resurfacing
The implications for several of the proposed
capital projects in the 2014 CIP is huge in terms
of improvements and promoting complete
streets, but this is a unique circumstance and
opportunity to attempt these projects. All three
corridors are in need of resurfacing or sidewalk
repairs regardless. This is one of the primary
purposes of complete streets: to conduct
complete streets projects as a normal function
of street design, not as costly retrofits to capable
existing streets (Seskin 2013).

7.3

The arterial resurfacing program through the city
and funding locally and with assistance of the
Surface Transportation Program should attempt
to prioritize streets that need improved walking,
cycling and transit facilities in advance of
resurfacing and repair needs. Rather than
capital improvements, “lighter, cheaper, faster”
solutions like paint can achieve the same affect
as a road diet by narrowing or removing lanes.

Several crosswalks within the Main Street corridor are
damaged or temporarily patched with cheap asphalt.
Money within the budget has been allocated to improve
these crosswalks while adding new street designs during the
scheduled maintenance work. Photo Credit: Gregory Gordos

Other considerations for complete streets:

- Restriping: every 3-5 YEARS
(adding bicycle lanes, narrowing travel lanes)

Maintenance

Complete streets must also be practical when
considering the maintainability of paint and
pavement. Long-term operations and costs
An inventory is made through AMATS (or
need to be planned from the idea’s initial
a summer-long intern assessment) of road
design and eventual inclusion into the budget.
conditions versus collecting information on the
A MAINTENANCE AGREEMENT is often signed
last resurfacing project on that street. When
between owners of a local business or a
resurfacing is required, a quick check into that
specialized group to perform maintenance in lieu
database will determine if there is a proven
deficit of bike, pedestrian, or transit connections. of the city if the street design is located near and
provides spillover effect to the business. Akron is
See Downtown Connectivity Plan for core city
streets (BFJ Planning 2011). If conditions are met, largely maintained downtown by their SID (DAP).
then the regular resurfacing of the pavement
should also consider complete streets solutions, Street maintenance can occur on three levels
which are often of equal or lesser costs when
- Daily, Weekly, and Seasonal Operations
planned in advance (Smart Growth America).
(Trash removal, lighting, cleaning graffiti, pruning)

-prioritize streets with crash records in the top
25TH PERCENTILE (City of Chicago 2013).

- Resurfacing: every 10-20 YEARS (inc. ADA ramps)
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Nonprofit Organizations
Knight Foundation

7.4

The John S. and James L. Knight Foundation,
a nonprofit developed to community building
and the arts, is headquartered in Miami, Florida
but devotes a considerable amount of time
and effort into the Akron region. This is because
it’s incorporation took place within Ohio (1950)
and until 1990, the organization’s headquarters
was located on the corner of Market and Main
Street downtown. The organization’s namesake
brothers either were born or died in the city and
operated the Akron Beacon Journal and Miami
Herald newspapers under Knight Ridder (Knight
Foundation).
Through the Knight Foundation’s generous
support and grant program (Knight Community
Information Challenge), many buildings and
programs within Akron carry John S. Knight’s
name: for example the city convention center
and an office tower. The nonprofit was also the
largest supporter of the University Park Alliance
redevelopment project near the University of
Akron, and its withdrawal of support of the
University Square redevelopment and future
proposals have led the group to seek court
retribution (Akron Beacon Journal 2013). Without
the Knight Foundation, further community
investment will be difficult.

Project

for

Public Spaces

PPS is the greatest advocate for placemaking,
providing their purpose statement and guiding
principles following the work of William Whyte.
He studies not only the physical impacts of
streets but the social effects of the entire public
realm as a whole. For observational analysis
(traffic counts, streetscape) refer to this group.

Grassroots Efforts
Community Outreach

7.5

Streets and parks are both a part of the public
commons (or land for all city visitors and
residents). Therefore people in Akron should
be able to meet and voice their concerns and
opinions whether they support complete streets
or prefer larger and busier roads. There are a
few avenues for this currently:

Parallel parking lines are still present on the northern portion
of Main Street. Photo Credit: Gregory Gordos
The Place Diagram method (via Project for Public Spaces)

Smart Growth America
Smart Growth America is the leading source
for complete streets information along with its
division Complete Streets Coalition. Recent
publications of this nonprofit organization are
Measuring Sprawl, which ranked the ten largest
areas of metropolitan area growth outside of
its center city, and Complete Streets Policies
2013, which identified and examined what other
successful manipulates stated when passing new
complete streets ordinances (there are OVER
600 municipalities as of early 2014). Akron will
first need to legislatively pass an ordinance to
allow complete streets before considering their
implementation outside on the Exchange Street
roadway re-configuration and road diet.
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AMATS maintains a Public Participation Plan to
engage the public in developing and updating
the Regional Transportation Plan
- At least TWO public meetings are held, one in
Summit County and one in Portage County
- copies of the draft Plan are available for a 30DAY comment period, news releases are sent
out, and newspaper ads are placed.
- A Citizens Involvement Committee (CIC) meets
throughout the year to advise and provide
input to the Policy Committee.

Branding
Akron contains nearly twenty unique downtown
neighborhoods with strong character
(Highland Square as an eclectic mix of art and
entertainment, Firestone Park and Goodyear
Heights as former factory villages) but the
commercial corridors are not as appreciated by
residents. Most contain traffic speeding through
or change character when crossing under
an overpass of the many freeways that circle
the downtown area. Because of this, there is
opportunity to brand these divisions as separate
districts (see Chapter 1: Vision) but still grouped
together by their location on a roadway. A RFP
for designers should be sent as a sort-term pilot

Artwork on the windows of the vacant buildings next to the
historic Civic Theater were volunteer-driven and . Photo
to determine whether stranding these areas can
have an effect on visiting the greater downtown
area. Many business owners interviewed for a
graduate school project at Clemson University
indicated that regionally, Cleveland still attracts
most leisure activity because people are unaware
of what the differences are between the
employment community and its entertainment
options. Akron is large enough to be a destination.

City of Innovation
The Downtown Akron Partnership (the special
improvement district) sponsors projects and
competitions to add new and innovative ideas
to the Downtown neighborhood through the
involvement and ideas of the citizenry (Figure 7.5).
MyAkron hosts proposals at the local Civic Theater
and typically sets a rule that proposals should
could no more than $500: an effort to find the
most value for the least (financial) cost.
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Pilot Projects
Overview

Rust Belt Lean Urbanism
7.6

The use of pilot projects, or street designs new
to the City of Akron, are used to attempt
innovations to the RIGHT-OF-WAY, GEOMETRY
and traffic operation of streets of all sizes
(though additional approval is needed for
roadways owned by the state or under
FUNCTIONAL CLASSIFICATION).
To ensure that designs are truly innovative
rather than slight alterations that still require
approvals and other time-consuming measures,
a “Compliance Committee may determine that
pilot projects are exempt from the project
delivery process when the projects are intended
to advance the department’s understanding
of complete streets and inform future projects.”
(Chicago Dept. of Transportation 2013).
These first attempts at replicating successful
innovations in other cities are the most
appropriate times to use performance
indicators to measure their success. After all,
in postindustrial cities such as Akron or Detroit,
legislative or executive bodies such as city
council have not officially adopted policies and
there are no means to implement a project
without a successful example.

Successful Examples
CLEVELAND. Students of Kent State’s Cleveland
Urban Design Collaborative created a clear
example of complete streets, following the
city’s 2011 adoption of a Complete and Green
Streets ordinance; it was one of only several
in the United States including Seattle (Jurca,
Kruth 2012). Over two years into the ordinance,

Scene from Pop-Up Rockwell, as temporary installation of bike
lanes and othet complete street designs on a under-utilized
roadway in Cleveland. Photo Credit: requires permission of the
Kent State Urban Design Collaborative
very few dedicated bicycle lanes exist in the city.
Through a temporary seizing of a rarely-utilized
alleyway called Rockwell Street (requiring the
permission of Homeland Security), graduate
urban design students used design solutions
such as green florescent-painted BIKE LANES,
closure of a side alley for use as a public park,
removable SEATING, programming, and other
public methods (advocated in the 1. Conceptual
section) to invite the public to use the urban
commons (Whyte 1980; NACTO 2013; Jurca, Kruth
2012).
While requiring a number of permissions, including
the police and transportation officials, the
simple use of temporary materials demonstrated
potential for a wasted public place and a slowto-implement construction of complete streets
in Cleveland. Food trucks and other fashionable
elements only remained for the week, and were
easily removed. This particular example brought
public benefit with only cheap materials and the
efforts and creativity of graduate students (Jurca,
Kruth 2012).

100

Fix-it-First

Recommendations

The Akron area MPO chooses projects based on
a “fix-it-first” policy, who states that their primary
concern is the loss of revenue from fuel taxes
and population/taxpayer loss (AMATS 2013).
Their funding priorities are based around fixing
existing infrastructure while promoting safety and
driving alternatives. For a legacy city without
growth, expansion of roadways is seen to have
little benefit or need in a city were population
is stagnant (AMATS 2013). In addition, from their
funding priority page:
“Emphasis will also be placed on creating a
safe, convenient and inviting environment
for bicyclists and pedestrians. This will be
largely achieved through the promotion of
“Complete Streets” throughout the region. These
non-vehicular alternatives can help reduce
congestion, have demonstrated health benefits
and are quite affordable (AMATS 2013, emphasis
added).

- convert Exchange Street from Akron General
Hospital to the University of Akron into a pilot of
complete streets, including:
-lane narrowing to 10 FEET
-conversion from 4 to 2 travel lanes
- creation of BICYCLE LANES
-line striping of ON-STREET PARKING
- initial study of providing unified BRANDING
downtown, including
-establishment of six (6) unique districts 		
that are part of a unified Downtown Core
		- Crossroads District
		
- The East End*
		
- South of Exchange/Health District
		-University Square
		
- Canal District
		
- Office District
- sponsoring of new WAYFINDING signage
utilizing the district character

Tactical Urbanism
Private efforts to demonstrate the value of a
place (sometimes without permissions or by
breaking city ordinances) can be exemplified
by Better Block, a group from Dallas. While not
specific to post-industrial cities, it has been
called “speed dating for urban renewal”
(Morrison 2012). The initial Dallas example
required less than $1,000 and opened temporary
shops and cafes in empty storefronts, painted
crosswalks and bike lanes, added planters and
other essential streetscape elements (NACTO
2013, Morrison 2012). Use of this implementation
may show skeptics a sites economic potential.

- increased involvement in on-street roadway
BIKE LANES as well as RECREATIONAL TRAILS
- using excess roadway for ROAD DIET painting
as a PILOT PROJECT rather than capital project
- following success of Downtown Akron
Partnership with new MyAkron community event
- Open Streets/Ciclovia corporate sponsorship,
coordinated with other downtown events
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Acronyms

Terminology

ACSDG - Akron Complete Street Design Guidelines
AMATS - Akron Metropolitan Area Transportation Study
ADA - Americans with Disabilities Act
APA - American Planning Association
BID - Business Improvement District
CBD - Central Business District
CIC - Citizens Involvement Committee
CIP - Capital Improvement Program
CRP - City and Regional Planning
CSO - Combined Sewer Overflow
DAP - Downtown Akron Partnership
DOT - Department of Transportation
EPA - Environmental Protection Agency
GO - General Obligation fund
HUD - Housing and Urban Development
LED - Light Emitting Diode
LOS - Level of Service
NACTO - National Association of City Transportation Planners
PDP - Planning, Development, and Preservation Dept., Clemson University
PPS - Project for Public Spaces
PWD - Public Works Department
RFP - Request for Proposal
ROW - Right-of-Way
SID - Special Improvement District (Akron’s version of a BID)
TIF - Tax-Increment Financing

A

Abutting means to border upon.
ACCESSIBILITY is the ability or ease for the greatest number of people to use and
enjoy a street. It is typically related to safety or visibility.
Adjacent means near but not necessarily touching.
ALLEY means a public right of way not designed for general travel and primarily used
as a means of vehicular and pedestrian access to the rear of abutting properties. An
alley may or may not be named (Seattle 2014).
AMENITY is a asset, convenience, or additional feature for use on a street or building.
ARTERIAL means a high capacity urban road within the Functional Classification
system of the Federal Highway Administration of the U.S. government built to directly
connect to higher capacity freeways.
Asphalt concrete means a concrete composition in which asphalt is used as a binder.
Asphalt concrete is a material often used for roadway pavement.

B

Base course means the layer of aggregate, oil-treated aggregate, treated soil, or soilaggregate that rests upon the subbase or, if no subbase, upon the subgrade (Seattle
2014)
BEST PRACTICES are the methods or cases chosen that exemplify the objective of
the project or assignment, typically after awards of notoriety for their content.
BOILERPLATE language is text that can be applied to numerous situations or cities
that does not go into the details necessary to relate to the context used.
BOULEVARD means a wide street, usually having a median or promenade, and lined
with trees often adjacent to a city park.
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CASE STUDY is the study of an situation, or in the case of this guideline, similar
documents in order to compare and benefit from the knowledge of these cases.
Design guidelines published by other cities served as the case study unit of analysis.
CAPITAL PROJECTS are funded by municipal budgets using a variety of funding
sources, usually annual operational (general) funds, to build large or expensive
items.
CIVIC refers to the association with the public agency, city or municipality
CLEMSON UNIVERSITY. The sponsor of the Akron Complete Street Design Guideline
(ACDG) and sole owner of the information provided within upon student’s
graduation. Located in Clemson, South Carolina and home of the Master of City
and Regional Planning graduate program on it’s main campus.
COMBINED SEWER OVERFLOW is the mixture of water and sewer systems in the
event of a storm though the same infrastructure. Akron has employed this aging
system, which is in need of replacement.
COMPLETE STREET refers to roads designed to accommodate diverse, modes,
users and activities including walking, cycling, public transit, automobile, nearby
businesses and residents. Such street design helps create more multi-modal
transport systems and more livable communities.
COMPREHENSIVE PLAN is the long-range document created by planners and
adopted by municipalities that predict or anticipate changes in economy or
character in the next 20-30 years within the community.
CONCEPTUALIZATION is general understanding/interpretation of a planning idea.
Concrete means a hard, strong construction material made by mixing a binder (as
portland cement or asphalt) and a mineral aggregate (as sand and gravel) so that
the entire mass is bound together and hardened (Seattle 2014).
CONTEMPORARY refers to the newest (design solutions) available or the newest era
of time; the present time.
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CORRIDORS are the concentration of development along economically important
street or roadway that often follows both sides of the street. Akron has three indicated
within the plan: Exchange St., Main St., and Market St.
Crosswalk means a portion of a roadway where pedestrians are permitted to cross
the street; can be marked or unmarked. In Washington State, legal crosswalks exist at
every intersection, unless otherwise signed, regardless of whether they are marked or
unmarked (Seattle 2014).
CUL-DE-SAC means a street closed at one (1) end by a widened pavement of
sufficient size for automotive vehicles to be turned around (Seattle 2014).
Curb means a physical curb constructed from cement concrete, asphalt concrete, or
granite (Seattle 2014).
Curb cut means a depression in the curb for the purpose of accommodating a
driveway, which provides vehicular access between private property and the street
or easement. Where there is no curb, the point at which the driveway meets the
roadway pavement shall be considered the curb cut.

D

Dedication means an appropriation or giving up of property to public use that
precludes the owner or others claiming under the owner from asserting any right of
ownership inconsistent with the use for which the property is dedicated (Seattle 2014)
DENSITY is the concentration of either population or buildings, typically within a
square acre. A higher density indicates more pedestrian activity or urbanity.
DEPARTMENT OF TRANSPORTATION is the government department in charge of
many planning decisions regarding streets, especially in regards to the mobility of
vehicles. This municipal (city) department is typically the publisher of complete street
design guidelines.
DEPARTMENT OF PUBLIC WORKS is the government department in charge of many
geometric or roadway maintenance agreements. Water, sewer and road resurfacing
are several functions that impact design guidelines.
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Design considerations are not requirements, but do present information that
is important to consider in the design, construction and maintenance of
improvements within public rights-of-way (Seattle 2014).
Design criteria are a set of requirements for the design, construction and
maintenance of improvements within public rights-of-way (Seattle 2014).
DESIGN GUIDELINES are a set of suggested actions by a municipality regarding
the aesthetics, appearance, or construction of the build environment. Examples
often include suggested materials, plant species or partners for implementation.
DESIGN MANUALS are a set of standard dimensions or required actions by a
municipality regarding the aesthetics, appearance, or construction of the build
environment. Examples often include measurements, plant palettes or templates.
DESIGN STANDARD is a document, or an object for physical comparison, for
defining product characteristics, products, or processes, prepared by a consensus
of a properly constituted group of those substantially affected by, and having the
qualifications to prepare the standard for use (Seattle 2014).
DISTRICT means an area of unique or distinct visual character or feel compared
to adjacent areas, usually united by a center building, plaza, or street. Frequently
downtowns are further divided into districts based on this ‘sense of place’.
DOWNTOWN indicates the geographic, economic, or cultural center of a city. The
City of Akron designated Downtown as a neighborhood which includes the CBD.

F

Foundation means a base where structures such as buildings, bridges, and light poles
are set on.
Frontage zone means an area between the pedestrian zone and property line. This
zone allows pedestrians a comfortable distance from the building fronts, in areas
where buildings are the lot lines, or from elements such as fences and hedges on
private property (Seattle 2014).

G

Grade means the degree of inclination of a road or slope.
Grading means the process of changing the lay of the ground, usually to direct the
flow of surface water.
GRIDIRON layout is the traditional distribution of streets parallel and perpendicular to
Gutter means a trough or dip used for drainage purposes that runs along the edge of
the street and curb or curb ramp.

H
I

Driveway means that portion of street, alley, or private property which provides
access to, but not within, an off-street parking facility from a curb cut. Portions of
the area defined as a driveway may also be defined as a sidewalk (Seattle 2014).

Impervious surface means a hard surface area in which the spacing of the particles is
such as to permit only extremely slow passage of water. Common impervious surfaces
include, but are not limited to, rooftops, walkways, patios, driveways, parking lots,
storage areas, concrete or asphalt paving, and gravel roads.

E

INCREMENTALISM is a strategy for development in low capital costs that increase as
the project is accepted by the community or effective as a demonstration

Easement means, for the purpose of this Manual, a grant by a property owner to
specific persons or to the public to use land for a specific purpose or purposes.
ECONOMIC DEVELOPMENT is the effort of policy makers and planning staff to
encourage commercial spending and/or land development within a community to
increase the tax base or job employment.
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P

LEGACY CITIES is another phrasing for postindustrial cities (Mallach, Brachman
2013)

Paver means a material used to pave a roadway.

Landscape/furniture zone means an area between the roadway curb face and
the front edge of the walkway.

LEGISLATIVE having the power to make laws (Merriam Webster)

Parking pad means the paving in the off-street right-of-way to accommodate
parking.

PEAK POPULATION is the term for the highest population a city ever recorded.

LEVEL OF SERVICE refers to the measure of mobility of streets, as measured A-F

PEDESTRIAN is simply a person who is walking outside of a vehicle or assistance,
typically along a roadway between two travel destinations.

LITERATURE REVIEW compilation of sources read in order to gather a greater
understanding of the topic being studied.

PHYSICAL PLANNING is the subset of planning involving land use decisions and the
build environment as its primary focus through both legislation and current plans.

Local streets means streets defined as land service streets and are generally limited
to providing access to abutting property. They are tributary to the major and
secondary thoroughfares and generally discourage through traffic (Seattle 2014).

PLACEMAKING “involves the planning, design, management and programming
of public spaces. More than just creating better urban design of public spaces,
Placemaking facilitates creative patterns of activities and connections (cultural,
economic, social, ecological) that define a place and support its ongoing evolution”
(Project for Public Spaces).

M

METHODOLOGY is the explanation or system of analysis in determining test results.
MID-SIZED are defined as cities with a population under 250,000 people.
MOBILITY is the ease of movement between two places regardless of modal
choice.
MULTI-MODAL refers to the ability or access for several modes, or methods of
transportation, to use the same street simultaneously or in turns.
MUNICIPALITY is a separation of government function as a bound geography.
Cities or counties are common examples.

N

PLANNING is the occupation of studying cities, regions, and urban areas to improve
quality of life and development in response to growth or decline. It involves a variety
of elements including transportation, housing, economics, and land use in both the
short term (current community planning) and long term projections. Those in the field
may be called urban planner, city planner, regional planner, etc.
PLANTING STRIP means that portion of street lying between the constructed
curb and property line, exclusive of the sidewalk area: Provided, that if there is no
constructed curb, then the “planting strip” means that portion of the street lying
between a constructed sidewalk and the property line: Provided further, that if there
is no constructed curb or constructed sidewalk, then planting strip means that portion
of the street lying between the traveled way and the property line, exclusive of any
established pedestrian path (Seattle 2014).
POLICY-MAKERS are city officials or private interests that base legislative choices on
planners and city staff.

O
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POSTINDUSTRIAL CITIES are places with industrial or manufacturing legacies that
shaped the land use, demographics and transport ion layouts of their urban form
Private road means roads not in public authority ownership.

Sewer means a pipe or conduit for carrying sewage and other waste liquids excluding
hazardous materials. This includes sanitary sewer, side sewer, and combined sewer.

Public road means roads in public authority ownership that are accessible to or
shared by all members of the community.

Shoulder means the graded area between the roadway edge and the sidewalk (or
the slope line where there is no sidewalk) on any street where there are no curbs.

PUBLIC SPACE is any land that is government-owned that is also welcoming to use
by the general population. Streets, plazas, and parks are several examples.

SIDEWALK means, for the purposes of this Manual, a hard surfaced walkway, usually
of portland cement concrete, separated from the roadway by a curb, planting strip
or roadway shoulder (Seattle 2014).

Q
R

REAL PROPERTY means land and attached improvements (“real estate”).
RETROFIT adds new features of design to an existing street. Costs vary from
affordable paint or materials to a reconstruction of the entire ROW including lanes.
RIGHT OF WAY is the strip of land platted, dedicated, condemned, established by
prescription or otherwise legally established for the use of pedestrians, vehicles or
utilities.
Riparian corridor referring to something living or located adjacent to a body of
water (usually, but not always, a river or stream).
Roadway means that portion of a street improved, designed, or ordinarily used for
vehicular travel and parking, exclusive of the sidewalk or shoulder. Where there are
curbs, the roadway is the curb to curb width of the street (Seattle 2013).
RUST BELT is a term for the Northeast and Midwestern U.S. that has been
negatively affected by the loss of industrial employment since the 1970’s onward.
The geographic boundaries vary but consistently include cities such as Detroit, MI.

Storm drain means a pipe used for conveying rainwater, subsurface water,
condensate cooling water or other similar discharges, but not commercial and
industrial wastewater or sewage. Storm drains carry the excessive storm water from
the point source and convey it to the nearest natural body of water (Seattle 2014).
STORMWATER means rainwater as well as water washing through yards, streets etc.
that is typically concentrated into storm drains or absorbed into the groundwater.
STREET is a right of way that is intended to provide or provides a roadway for general
vehicular circulation; is the principal means of vehicular access to abutting properties;
and includes space for utilities, sidewalks, pedestrian walkways and drainage. Any
such right of way shall be included within this definition, regardless of whether it has
been developed or improved or not.
STREET FURNITURE means fittings and fixtures installed in streets, such as lamp posts,
fire hydrants, street signs, and similar municipal structures, at or above grade level.
Including benches, litter and recycling receptacles, bike racks, multiple publication
newsracks, water fountains, pedestrian scaled lighting and planters (Seattle 2014).
Street improvement is an improvement in the public right of way, whether above or
below the ground surface, such as pavement, sidewalks, or a storm water drainage
system, that increase its present or future value (Seattle 2014).
STREET TREE means a tree planted within a public right of way (Seattle 2014).

S

Setback is the required distance between a structure and the lot lines of the lot on
which it is located.
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STREETSCAPE is the appearance or aesthetic elements of a street including
materials and signs.

111

GLOSSARY
Structure means anything constructed or erected on the ground or any
improvement built up or composed of parts joined together in some definite
manner and affixed to the ground, including fences, walls and signs, but not
including poles, flowerbed frames and such minor incidental improvements (Seattle
2014).

T

TRANSIT is the movement of people often provided by the public in the form of
buses, streetcar, trolley, light rail. While cars are a form of private transit, the term is
most often used with municipal operation.
TERMINAL denotes the location for bus transfers. Akron multimodal center is
located on Broadway Street several blocks from the Downtown neighborhood.

U

URBAN refers to “a continuously built up area with a population of 50,000 persons
are more (U.S. Census) but in terms or Akron refers to developed land within the
city.
URBAN COMMONS is the relationship or connection of street, parks, and public land

V
W

WALKABILITY is how easily a pedestrian can walk in an area; the ability to walk
Walkway is a walking surface constructed for pedestrian usage.
WAYFINDING sign is enabling a person to find his or her way to a given destination
thru the use of effective signage (Seattle 2014).

Z

ZONING is the determination of height, bulk, density, or land use within each city
or municipality to separate or protect character or uses and includes a map and
accompanying text.
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