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Stockyard, Clark-Fulton & Brooklyn Centre
Community Development Office (SCFBC) and
Detroit Shoreway Development Organization
(DSCDO), in partnership with the City of Cleveland,
received a TLCI grant in the spring of 2011 to develop
the West 65th Street Corridor Plan. The study area
for the plan begins at Father Caruso Drive and West
65th Street to the north and ends at Denison Avenue
and West 65th Street to the South. West 65th Street
connects to Lake Erie via a multi-purpose trail at
Father Caruso Drive, which is one of the few major
north/south corridors on the west side of Cleveland.
The opportunity to connect Lake Erie with the Big
Creek Reservation and the Cleveland Metroparks
Zoo was a major theme throughout the planning
process from residents and stakeholders alike.
Three Technical Advisory Committee meetings and
three public meetings were held for the project. A
separate bicycle focus meeting was also conducted
to seek input on preferred on-road bicycle facilities
from residents who frequently use their bicycles as
an alternative mode of transportation in the Detroit
Shoreway and Stockyards neighborhoods. From
these meetings, it was determined that multi-modal
transportation options, parking, pedestrian and
bicycle safety, streetscaping, and parks all need to
be improved or enhanced along the West 65th Street
corridor.
Based on a strong preference by residents and
business owners at public meetings, Phase I of
the Plan includes one 12-foot driving lane in each
direction, parallel parking on each side of the street,
and curb extensions at 5 intersections as the preferred
alignment for non-signalized portions of the street.
At signalized intersections, as required by the City of
Cleveland, a left turning bay will be present instead
of the parking lane and curb extensions. Crosswalks
need to be repainted at all intersections throughout

the corridor. The installation of thermoplastic
crosswalks are recommended at intersections along
the entire length of the corridor. Thermoplastic
sharrows are recommended to be installed along
the entire length of the corridor with appropriate
accompanying ‘May Use Full Lane’ and ‘Share The
Road’ signage. Bike boxes at Detroit Avenue and
Lorain Avenue are also included in Phase I.
Also determined through the public and stakeholder
involvement process, Phase II recommendation of the
Plan includes a paved 10-foot all-purpose trail on the
east side of West 65th Street that extends just south of
Detroit Avenue to Denison Avenue. This all-purpose
trail would complete a critical west side loop trail
system that includes West Shoreway/Edgewater Park
trail, Lake Link trail, the Towpath Trail, and existing
and proposed trails near the Big Creek Reservation
and the Zoo.
A pocket park at the northeast corner of Wakefield
Avenue and West 65th Street is proposed to add a
green space element near a busy bus stop. Green
infrastructure improvements are recommended
along West 65th Street on the northwest corner of
Guthrie Avenue, southwest corner of Franklin Avenue
and northwest corner of Clark Avenue. Screening of
industrial properties south of Clark Avenue is also
recommended.
Property acquisition, building demolition, and site
clean-up and remediation is recommended for the
southern industrial area between West 65th Street,
West 67th Place and Storer Avenue. A market analysis
conducted for this area determined that this area is a
competitive site for redevelopment with modern light
to medium industrial and manufacturing facilities as
long as the area was made builder-ready. The same
market analysis also determined that retail would not
be a successful use in this area.

Screening

Green Infrastructure

Pocket Park
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B A C K G ROU ND

NEI GH B O RHO O D HIS TO RY

West 65th Street were platted by 1886 and many of the homes filling these neighborhoods were constructed
by 1900.
West 65th Street was known as Gordon Avenue as early as 1874. The street came to be known by its current
name when Cleveland’s north-south streets were converted to numbers in 1906. The area was originally home
to Yankee settlers and subsequently settled by Irish immigrants, many of whom worked in the shipyards just
west of the mouth of the Cuyahoga and on the docks of the flats. The larger homes on streets such as Franklin
and Clinton Avenues were built by ship captains and other wealthier residents.
The construction of the Cleveland, Columbus, Cincinnati and Indianapolis Rail Road along Walworth Run
in 1850 facilitated the development of industry in the central area of the neighborhood. Soon this area was
home to stockyards and meat packing plants, breweries and factories. Starting in the 1830’s, the southern
portion of the neighborhood was populated with German immigrants working on the Ohio-Erie Canal.
These immigrants were followed by others who came from the German town of Metzenseifen with the
assistance of Theodor Kundtz, who owned cabinet-making factories and lumberyards where he employed
his fellow countrymen. This area came to be known as the Stockyards due to the stockyard industry that
located there in the late 1800’s. By 1923, the area was mainly inhabited by Hungarians and Czechs.

The northern portion of West 65th Street (Lake Erie to Lorain Avenue) was originally the border between
Ohio City, (annexed to Cleveland in 1854), and West Cleveland (annexed in 1894). The southern portion
(south of Lorain) of the street was originally located in Brooklyn Township until 1890 when the City’s borders
were extended. Tracts of land in this area were purchased by settlers for farming, including orchards and
vineyards. As Cleveland’s population increased and spread throughout the 1800’s, these tracts were developed
into residential neighborhoods and sold by real estate investors such as James Hoyt, who developed and named
Madison, Colgate, Elton and Lawn Avenues. The arrival of the streetcar on Detroit Avenue in the 1860’s brought
accelerated development to the northern area of the neighborhood. The majority of neighborhoods around
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The Cleveland Union Stockyards relocated to Gordon Avenue in 1893. Comprising more than 60 acres of pens,
troughs, brick walkways, and bidding areas, Cleveland Union Stockyards was the 7th largest in the country in
the 1920’s. Also around that time, the Cleveland Provision Company moved to the stockyard district at 3378
West 65th Street. There were more than a dozen other slaughterhouses and meat packing companies along
West 65th including DiCillo, Krasny, Weinberg, Gibbs Meats, Brookside Meats, Swift Premium Meats, Cudhay
and Morrell. The Cleveland Union Stockyards administration building was built at the northwest corner of
Stock and West 65th Street and is still standing today. The Pilsner Brewing Company was established at the
southwest corner of Clark Ave. and West 65th Street in 1892. This site known as Pilsener Square employed
hundreds of workers throughout the early 1900’s. Edgewater Park, located along Lake Erie at the north end
of West 65th Street, was purchased by the City of Cleveland in 1894 from industrialist Jacob B. Perkins. The
land became Perkins Beach and Edgewater Park. The park was immensely popular for many years, with large
bathhouses, dancing pavilions, summer concerts and other activities. In the late 1930’s, the Memorial Shoreway
was constructed, eliminating direct access from the neighborhood around West 65th to the lakefront. The park
fell into disrepair in the 1960’s but was reinvigorated when the City sold the park to the State of Ohio in 1978.

Another impact on the neighborhood was precipitated by construction of Interstate 90 in the late 1960’s and
early 1970’s. Many dense blocks of neighborhood were demolished between Lorain Avenue and Walworth Run.
The loss of hundreds of homes and thousands of residents had a devastating effect on local schools, churches
and the business district along Lorain Avenue. West 58th Street, south of Lorain, was cleared of an even larger

During the late 1800’s and early 1900’s, many churches were built along W. 65th Street as the area became
densely populated with different ethnic groups. Bethany Presbyterian Church, at the corner of West 65th
Street and West Clinton Avenue was dedicated in 1895. St. Colman Parish was founded in 1880 by Msgr.
Eugene Mary O’Callaghan to serve the growing Irish immigrant population of Cleveland’s West Side. The
magnificent church that is standing today was completed in 1918. Romanians began to arrive around the turn
of the century, replacing many German and Irish neighborhoods in the northern part of the corridor. The St.
Helena Romanian Byzantine Catholic Church located on West 65th Street just north of Detroit was completed
in 1906. There was also a significant Italian population arriving after 1900, locating in the former Irish area
just northwest of Gordon Square. Our Lady of Mount Carmel Parish was established in 1924, and the present
church on Detroit Avenue west of W. 65th Street was completed in 1953.
Cleveland experienced a reversal of fortunes in the mid-1900’s and the West 65th area was hit hard. In the years
following World War II, the stockyard industry declined with the centralization of American meat processing
to Omaha. Processing plants in Cleveland closed or merged. The brewing industry in Cleveland faced a similar
fate; Pride of Cleveland Brewery closed in 1963 when it was purchased by Duquesne Brewing Co.
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St. Colman’s Church

West High School

Pride of Cleveland Brewery

West 65th Street Stockyards
area to make way for a highway interchange. The north-south Parma Freeway would have cleared additional
densely populated blocks from Lorain Avenue to the Shoreway between West 55th and West 58th Streets. This
freeway was vigorously opposed by the neighborhood and never built, leaving a large area of vacant land where
the interchange with I-90 would have been. The neighborhood advocated for many years for a recreation center
to be built on this land just north of I-90. In 1982, the recreation center was dedicated, named for Michael J.
Zone, the councilman who had led the fight against the interchange. In 2013, the remaining vacant land south
of I-90 will be under construction for the new Max Hayes High School.
Since the 1980’s, the neighborhood has had a significant Latino population, which grew from 7% of the
neighborhood’s population in 1980, to 25-35% in 2010. Approximately two-thirds of Greater Cleveland’s
Puerto Ricans live on the near west side from W. 5th to W. 65th Streets, between Detroit and Clark Avenues.
African Americans, who were virtually absent from the neighborhood until the 1980’s, constituted 15-24% of
the population in 2010. This influx of Latinos and African Americans helped the neighborhood register its first
population gains since World War II.
5

N EE D FO R A PL A N
The West 65th corridor is a critical north-south
connector that links regional destinations of the
Cleveland Metroparks Zoo and the Lakefront
Reservation at Edgewater Park, as well as viable
neighborhoods of Stockyards and Detroit Shoreway.
The corridor also represents economic development
opportunities to redevelop industrial and
commercial properties. Safety, traffic calming and
improving multi-modal facilities are also important
in addressing the numerous schools, parks, and
recreational facilities along the corridor.
Starting on the south portion of the study area,
the West 65th corridor provides access to the
neighborhoods of the historic Stockyards community
around Denison Avenue and Storer Avenue. This
portion of the study area also contains a variety of
both industrial and commercial businesses. Once a
vibrant commercial corridor, the area has declined
and lost businesses to other Cleveland locations such
as Steelyard Commons and the West 117th area. Still
considered a key industrial area, truck traffic is an
important use of West 65th as a key spine in access
from the highway to local businesses. While there
are many strong businesses along the corridor, there
continues to be deterioration of industrial buildings
that are past the point of viable restoration. Some of
these have recently been purchased and demolished
to make way for recycling and salvage companies.
The need to understand the current economic
business conditions of the area is key to determining
land uses that could complement the neighborhood,
provide redevelopment opportunities, and stabilize
the community.
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The corridor also represents a strong concentration
of seven school facilities ranging from small charter
schools to the planned construction of Max Hayes
High School. During the school year, the corridor
is a key transportation spine for parents dropping

and picking up kids, GCRTA and school buses and
children walking to school. Making sure that access
along the corridor is as safe as possible for these
children is another critical component of the success
of the plan.
The corridor crosses under the eastbound lanes and
over the west bound lanes of Interstate 90, creating
challenges of having appropriate safe access for
pedestrians, cyclists, and vehicular traffic. This
location also has potential for creating gateway
features between the neighborhoods. Further north,
the corridor crosses two major east-west routes
at Lorain Avenue and Detroit Road. Both of these
intersections have challenges with the surrounding
businesses, pedestrians, truck and automobile traffic
and the increase of bicyclists using these routes.
Further north, the corridor crosses through residential
areas in the Detroit Shoreway neighborhood. With a
dominant residential use, providing traffic calming
and other safety measures to allow for safe and proper
access for pedestrians and bicyclists is important.
The West 65th corridor continues north, crossing
Detroit Avenue, before ending at Father Caruso Drive
where an all-purpose trail connects to the Edgewater
Park. West 65th represents only a select few northsouth roads that connect the lakefront with southern
neighborhoods of the City. In addition, it is the best
opportunity to connect the Big Creek Reservation and
the Cleveland Zoo with the Cleveland Metroparks
newest Lakefront Reservation at Edgewater Park.
This key link also provides a critical opportunity to
complete a westside loop trail network with Towpath
Trail, proposed Big Creek trail and the planned trail
improvements as part of the West Shoreway project.
The corridor also has the opportunity to connect
with other proposed trails along Train Avenue and
Red Line Greenway.
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R EGI O N A L C O N T EXT
The City of Cleveland is a city in the state of Ohio
and is the county seat of Cuyahoga County, the
most populous county in the state. It is located
on the southern shores of Lake Erie in Northeast
Ohio. Cleveland has a population of 396,815, is
the second largest city in the state and has a total
area of 82.47 square miles (US Census). I-90, I-71
and I-77 all run directly through or to the City of
Cleveland and is served by I-490, I-480 and I-271
as outer-ring interstates.
Cleveland is known for its many diverse
neighborhoods. The West 65th Street corridor is

mostly located within the Detroit Shoreway and
Stockyard neighborhoods, which are located in
the northeast corner of the City of Cleveland.
Ohio City, Clark-Fulton, West Boulevard, Cudell
and Edgewater are all City of Cleveland bordering
neighborhoods.
The West 65th Street corridor serves as one of the
few north/south connections on the west side of
Cleveland. Detroit Avenue, Lorain Avenue, Clark
Avenue and Denison Avenue serve as the main east/
west connections in the neighborhood and along
the study corridor. The neighborhood is directly
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greenspaces, destinations, and neighborhoods.
One of the key connections important to the region
is connecting Cleveland Metroparks Zoo and Big
Creek Reservation with the Lakefront Parks. West
65th provides that critical link. In addition, a
long-term regional trail network goal is to connect
Cleveland’s neighborhoods to a vast network of
trails. The Towpath Trail through the Cuyahoga
Valley has provided critical regional north-south
spine opening connections on a regional level.
Existing and planned trails along Big Creek, Train
Avenue, Red Line Greenway, and Lakefront trails
will link the Towpath into the neighborhoods of the

west side of Cleveland. What is missing is another
north-south linkage which would complete an
important loop system allowing users to access
regional amenities including the Lakefront, the Zoo,
Cuyahoga Valley, and downtown Cleveland. The
recent agreement for the Cleveland Metroparks to
manage the Lakefront Park system will increase the
Metropark’s desire to connect its parks. The West
65th corridor also connects important local parks
such as Zone Recreation Center to this network.
It is also a corridor that is a stop along GCRTA’s
Redline allowing additional users to access this
network.

Source: Library of Congress
served by the GCRTA Red Line, part of Cuyahoga
County’s passenger light rail system. Passengers
can access the West 65th/Lorain Station of the
Red Line at Lawn Avenue at West 61st Street or
by the pedestrian bridge on Madison Avenue. This
station connects riders to Tower City in Downtown
Cleveland in roughly 10 minutes. Bicyclists are
permitted to be carried on the train system. By car,
the study area is about 10 minutes from Downtown
Cleveland. By bike, the commute to Downtown
Cleveland is roughly 17 minutes and on foot, the
walk to Downtown Cleveland from the center of
the corridor is roughly an hour. From a multimodal perspective, it has the most potential on the
west side of Cleveland to connect Lake Erie to the
Cleveland Metroparks Zoo on Fulton Avenue.
Northeast Ohio is known for its many parks
10

and greenways, including the Cuyahoga Valley
National Park and the Emerald Necklace, a linkage
of Cleveland Metroparks greenways, trails and
reservations that surround the City of Cleveland
and many suburban communities (see Cuyahoga
County Greenspace Plan on next page). This being
said, other than the newly expanded and renovated
Michael J. Zone Recreation Center, the West 65th
Street Corridor is noticeably void of any major
public greenspace, but a direct trail connection at
the northern terminus of West 65th Street at Father
Caruso Drive takes bicycles and pedestrians directly
to Lake Erie via Whiskey Island and Edgewater
Park.
The West 65th corridor is one of the few northsouth connections on Cleveland’s west side that
has the opportunity to link critical regional
11

D A T A & P ROCES S

E XI S TIN G C O N D ITIO N S
EX IS TI N G C O M M E R CI A L

EX IS TI N G I N D U S T R I A L

EX IS TI N G RE S I D E NT I A L
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EX I S T I N G R O A D W AY

Existing Roadway - W. 65th Street

Existing Roadway - W. 65th Street

The area of roadway studied for this plan is almost the entire length of West 65th Street, which is roughly 2.07
miles in length. The portion of West 65th Street studied in this plan extends between Father Caruso Drive at the
northern end and Denison Avenue at the southern end. Along the corridor there are 23 intersections, 8 of which
are signalized and 6 GCRTA bus routes that have stops within the study area. The existing roadway pavement
is generally 40 feet wide with one to two driving lanes in each direction and varied parking restrictions along
the corridor. South of Stock Avenue, West 65th Street Narrows to ~38 feet wide. The center-line along the
length of the corridor is painted, but there are no lane markings to clearly indicate the two lanes of traffic going
northbound or southbound. Sometimes parking is allowed along the corridor and sometimes it is restricted,
either with an all-day parking restriction, mostly due to GCRTA bus stops, or peak-hour restrictions during
the morning and evening rush hours. There are no center turning bays or lanes striped at any of the signalized
intersections along the corridor.

Existing Roadway - W. 65th Street

GCRTA Bus on W. 65th Street

Existing Roadway - W. 65th Street
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The condition of the sidewalks is very important to the
neighborhood because at some time during any transit
trip, all transit users are also active pedestrians. The
corridor and neighborhood in general is very walkable for
an abled-bodied person, but many of the old trees have
rooted up portions of the sidewalk, and ADA (American
with Disabilities Act of 1990) access can be challenging at
many spots along the corridor. Most of the sidewalks in
the commercial areas are at least 6 feet wide and most of
the sidewalks in the residential areas are 5 feet wide. Other
than the rooting issue, the sidewalks themselves were in an
overall good condition throughout the entire study area.
From end to end, an able-bodied person could walk the
corridor in about forty-five minutes with an average speed
of 5 minutes per quarter mile. (see ‘walking times’ map
below)

Many residents within the neighborhood use bicycles as
their main form of transportation. There are currently
no bike lanes or sharrows present. With the lack of any
existing bicycle facilities, cyclists either have to ride on the
road and assume the same rules as a driving vehicle, or ride
on the sidewalk, which was commonly observed during the
planning process.

Sidewalks are present for the entire length of the corridor
on the east and west side of West 65th Street.
The existing conditions around the West 65th Street
corridor present many transportaiton options for residents.
In addition to driving and walking, there are GCRTA
bus routes running throughout the study area as well as a
GCRTA passenger rail Red Line Station within the study
area.

Existing Sidewalk

Existing Cracked Sidewalk
There are 6 GCRTA Bus Routes
that Stop within the Corridor:

There are 8 Signalized Intersections
Along the W. 65th Street Corridor:
Detroit Avenue
Franklin Boulevard
Bridge Avenue
Madison Avenue
Lorain Avenue
Clark Avenue
Storer Avenue
Denison Avenue
18

#22
#26
#45a

5, 10, 15 & 20 Minute Walking Times

GCRTA Neighborhood Red Line Station

#45
#81
#246

The Red Line Rapid Transit is also
Accessible at Lawn Avenue at West 61st
Street and Madison Avenue at West 65th
Street via the W. 65th/Lorain Station.
19

P UB LIC IN VO V L E M E N T
Three TAC committee meetings were set during critical points in the project timeline and were conducted on
January 12, 2012, July 18, 2012 and January 24, 2013.
A critical part of the planning process was to solicit information from the public on the current uses, assets and
deficiencies of the corridor – including transportation and road conditions, economic/business environment,
crime, and perceptions of the neighborhood. Both concerned citizens and business owners attended the
meetings and provided vital information on the conditions as well as proposed improvements. Three public
meetings were held on January 26, 2012, July 20, 2012, and February 12, 2013.
In addition to the TAC and Public Meetings, a separate Bike Focus meeting was held on April 9, 2012. This
meeting was attended by on-road bicycle users to gather input on desired on-road bicycle facilities along West
65th Street.

A key component of the project was public and stakeholder involvement. This involvement provided important
insight and feedback to the needs and recommendations for the plan. The groups met at different points during
the project to solicit information, feedback, and input to the development of the plan and recommendations.
The public was also kept informed by periodic communication from DSCDO and SCFBC.
A technical advisory committee (TAC) was established to inform and respond to technical issues related to
general design and infrastructure. The TAC meetings included the clients and steering committee. Participants
included Ohio Department of Transportation (ODOT), the Northeast Ohio Areawide Coordinating Agency
(NOACA), Greater Cleveland Regional Transit Authority (GCRTA), the Northeast Ohio Regional Sewer
District (NEORSD), the City Council representative, City of Cleveland staff including Traffic and Planning,
Bike Cleveland, Cleveland Metroparks, schools, business owners, and several community based organizations.
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MARKET A NA L YS IS
A Market Analysis was prepared by MB3 Consulting. Two separate industrial areas, referred to
as the North Industrial Area (NIA) and South Industrial Area (SIA), were studied for future retail
potential and future industrial growth. The full market analysis summary is attached to this plan.

Proposed Southern Industrial Area
The NIA is defined as West 65th Street, Herman Avenue, West 58th
Street and the railroad tracks to the north of Breakwater Avenue. The
SIA is defined as West 67th Place, Storer Avenue and West 65th Street.
The market analysis determined that retail is not supported in the SIA. Both the
NIA and SIA have above average competitiveness for build-to-suite light to mid
industrial uses, but much site cleanup and building demolition would need to occur
before either area could become competitive development sites in the future. Both
sites should be made construction ready by the City of Cleveland and/or DSCDO
and SCFBC to be even more marketable in the future to private developers.
Most of the SIA is designated by the Northeast Ohio Regional Sewer District
(NEORSD) as one of the agency’s
44 Candidate Green Infrastructure
Project Areas. Future development
of the SIA should be coordinated
with the NEORSD to maximize
the amount of stormwater runoff
captured within the SIA. Grant
monies specifically designated
for these 44 Candidate Green
Infrastructure Project Areas are
available from the NEORSD
for project implementation.
22

Proposed Southern Industrial Area Site Plan
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T R AFFIC A NA L YS IS
TMS Engineers was hired to develop the traffic
analysis for this study. In order to develop the
existing and future traffic analysis as required by
NOACA, nine hour, weekday turning movement
counts were performed at the following intersections:

West 65th Street and Detroit Avenue
West 65th Street and Lorain Avenue
West 65th Street and Clark Avenue
West 65th Street and Storer Avenue
West 65th Street and Denison Avenue

The traffic surveys were taken on Tuesday, November 15, 2011 and Thursday, November 17, 2011
and were conducted in fifteen minute intervals between the hours of 7AM – 10AM, 11AM – 2PM
and 3PM – 6PM. Hourly totals were calculated from the data collected. Vehicle classifications
to determine the number of trucks and buses going through the corridor was also performed.

2030 LEVELS OF SERVICE

2011 LEVELS OF SERVICE

(PROPOSED ROAD DIET CONDITIONS)

(PROPOSED ROAD DIET CONDITIONS)

2030 LOS
(AM PEAK)

2030 LOS
(PM PEAK)

Intersection
Eastbound
Westbound
Northbound
Southbound

B (17.6)
B (18.2)
B (17.7)
B (18.2)
B (15.6)

B (18.0)
B (18.0)
B (18.5)
B (16.6)
B (18.5)

West 65TH Street & Clark Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (17.2)
B (18.0)
B (18.0)
B (18.0)
B (14.4)

B (19.9)
C (20.2)
C (22.2)
B (13.4)
C (22.1)

B (18.1)
B (18.4)
B (19.4)
B (13.6)
B (19.4)

West 65TH Street & Storer Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (17.1)
B (17.5)
B (16.8)
B (16.7)
B (17.4)

B (19.2)
B (19.9)
C (21.0)
B (12.4)
C (21.0)

C (18.1)
C (18.4)
C (19.4)
B (13.6)
C (19.4)

West 65TH Street & Denison Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (15.8)
B (16.1)
B (15.3)
B (14.4)
B (16.1)

C (20.6)
C (21.5)
B (19.8)
B (12.6)
C (21.5)

MOVEMENTS

2011 LOS
(AM PEAK)

2011 LOS
(PM PEAK)

West 65TH Street & Detroit Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

C (34.1)
C (33.3)
C (31.1)
D (39.6)
C (27.3)

C (24.0)
C (20.6)
C (29.8)
C (23.5)
B (17.4)

West 65TH Street & Detroit Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

West 65TH Street & Lorain Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (17.4)
B (17.9)
B (17.8)
B (18.0)
B (15.1)

B (17.6)
B (17.0)
B (18.1)
B (16.9)
B (18.1)

West 65TH Street & Lorain Avenue

West 65TH Street & Clark Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (17.2)
B (18.0)
B (18.0)
B (18.0)
B (14.4)

B (19.9)
C (20.2)
C (22.2)
B (13.4)
C (22.1)

West 65TH Street & Storer Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (17.1)
B (17.5)
B (16.8)
B (16.7)
B (17.4)

West 65TH Street & Denison Avenue

Intersection
Eastbound
Westbound
Northbound
Southbound

B (16.3)
B (16.0)
B (16.6)
B (14.7)
B (16.5)

LOCATION
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(XX.X) = Average vehicle delay in seconds per vehicle

LOCATION

MOVEMENTS

C (22.8)
C (22.3)
C (22.5)
C (24.8)
B (19.4)

(XX.X) = Average vehicle delay in seconds per vehicle

C (28.8)
B (18.6)
C (35.0)
D (35.9)
C (22.0)
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Design of new roadways, or improvements to existing roadways, should not be based on current traffic
volumes alone, but should consider future traffic volumes expected to make use of the facilities. It is believed
that the maximum design period is in the range of 15 to 24 years. A period of twenty years is widely used
as a basis for design. Therefore, it was necessary to determine a historical growth rate in order to establish
the future year traffic volumes on the roadways within the study area for the year 2030. The year 2030
traffic volumes were requested through the Northeast Ohio Areawide Coordinating Agency (NOACA).
A traffic analysis was performed to determine the existing and future Level-of-Service (LOS) for the
roadway as it exists and is configured today for the years 2011 and 2030. The analysis indicates that
conditions at the study area intersections are expected to continue operating with acceptable levels-ofservice during the AM and PM peak hours under the 2030 existing conditions under traffic signal control.

Road Diet: Before

The analysis shows that all intersections along the corridor are currently performing at a LOS of B or C. An
LOS of B means that the intersection currently functions well and will continue to function well in the year
2030 with the existing roadway alignment. According to the Highway Capacity Manual, a Level-of-Service B
describes reasonable free-flow operations. Free-flow (LOS A) speeds are maintained, maneuverability within
the traffic stream is slightly restricted. The lowest average vehicle spacing is about 330 feet or 16 car lengths.
Motorists still have a high level of physical and psychological comfort. A Level-of-Service C still means that
the intersection currently functions well and will continue to function well in the year 2030 and describes at
or near free-flow operations. The ability to maneuver through lanes is noticeably restricted and lane changes
require more driver awareness. Minimum vehicle spacing is about 220 feet or 11 car lengths. At LOS C, most
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experienced drivers are comfortable, roads remain safely below but efficiently close to capacity, and posted speed
is maintained. Minor incidents may still have no effect but localized service will have noticeable effects and
traffic delays will form behind the incident. This is the targeted LOS for some urban and most rural highways.
A second traffic analysis was then performed for the same roadway, but instead of calculating the LOS
for the existing roadway alignment, the LOS was performed for the years 2011 and 2030 traffic volumes
under a road diet condition that included only one driving lane in each direction along the entire length
of the corridor. The analysis indicated that conditions at the study area intersections were expected to
operate with acceptable Levels-of-Service during the AM and PM peak hours under the 2011/2030
proposed road diet conditions with traffic signal control. The analysis determined there would roughly
be a 1% increase in traffic in the year 2030 and that a two-lane roadway with no exclusive turn lanes

Road Diet: After

at the intersections under study should adequately serve the anticipated peak hour traffic conditions.
The analysis also determined that Level-of-Services B and C will be maintained with the road diet configuration.
A road diet is a commonly used term that is a technique in transportation planning that reduces the
number of travel lanes, or narrows the lane widths, along an existing street. The most common road
diets convert a 4-lane or 3-lane roadway into 2-lane roadway or 2-lane roadway with a center turn bay
or turn lane. The remaining space within the roadway is then typically used for expanded sidewalks,
outdoor eating areas, bike lanes, parking lanes, all-purpose trails, or other multi-modal functions.
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R O AD WA Y A L TE R N A TIV ES
PREF ER RE D A L T E RN A T I VE
At the first TAC and public meetings, seven different roadway configurations were presented. Because of the cost
associated with moving and reconstructing curbs, these seven configurations all fit within the existing curb-tocurb 40-foot ROW. In order for the future roadway improvements to be eligible for federal funding, the client
and consultant agreed to have all proposed roadway configurations follow AASHTO (American Association
of State Highway and Transportation Officials), a requirement when using federal construction dollars.
The only proposed configuration that participants
strongly disliked was the existing roadway
configuration. There were mixed votes for
Alternative 1, the proposed continual center turning
lane, but the dots essentially canceled each other out.

Combined Preferred Alternative: Parallel Parking with Curb Extensions & Off-Road Trail
with Updated AASHTO Standards

Through discussion and the red dot/green dot exercise, the preferred roadway configuration was
actually a combination of multiple alternatives: Parallel parking, curb extensions and an off-road trail
were highly preferred (in that order). There did not appear to be a preference as to which side the allpurpose-trail was located on, but there was a noticeable dislike for the option that showed a trail
with parallel parking that did not have curb extensions. Because the all-purpose-trail and parallel
parking were highly preferred in the other shown configurations, it was assumed that there was also
a high preference for curb extensions to be present if parallel parking fit in the proposed alternative.
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The AASHTO standards for all-purpose-trails
changed after the first public meeting was
conducted and the combined preferred alternative
(shown above) reflects the new standards that
required a 5-foot buffer between the parking lane
and all-purpose-trail instead of the old 2-foot buffer
required between the parking lane and all-purposetrail. The AAHSTO requirements for parallel
parking lanes and curb extensions did not change
and were able to remain within the existing curb-tocurb 40-foot roadway. At signalized intersections,
a 100-foot center turn bay would need to be
present, as required by the City of Cleveland Traffic
Engineering Department, and the parallel parking
lanes and curb extensions would not be present
at intersections that had operating traffic signals.

Red Dot/Green Dot Exercise (Public Meeting #1)
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NO N -P RE F E RRE D A LT E R N A T I VE S
The first roadway configuration presented was the existing roadway configuration as it existed at the time of
the study: one 12-foot driving lane in each direction with unstriped restricted parking available in some areas.

The second roadway alternative displayed one 14-foot driving lane in each direction with a
6-foot bike lane in each direction with accompanying bike lane signage and no parking. Because
AASHTO standards were followed, parallel parking did not fit within this configuration.

Existing Condition

Alternative 2: Bike Lanes

The first proposed alternative included one 14-foot driving lane in each direction with a 12-foot center turn
lane. Because of the space consumed by the center turn lane, parallel parking did not fit in this configuration.

The third alternative included one 12-foot driving lane in each direction, a striped 8-foot parking lane on either
side of the road except in bus stop areas, and curb extensions where appropriate. Per discussions with the City of
Cleveland Traffic Engineering Department, a center turn bay would be required at all signalized intersections,
so the parking lanes and curb extensions would not be present at intersections that had operating traffic signals.

Alternative 1: Center Turn Lane

Alternative 3: Parallel Parking with Curb Extensions
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The fourth roadway alternative presented was one 14-foot driving lane in each direction, and a 10-foot all-purposetrail with a 2-foot buffer separating the all-purpose-trail from the adjacent driving lane. Parallel parking did not fit
within this configuration because of the width of the all-purpose-trail. AASHTO standards changed during the
planning process and the 2-foot buffer requirement was changed to a 5-foot buffer requirement next to the trail.

Alternative 4: Trail (On-Road)

The fifth alternative displayed had one 12-foot driving lane in each direction, one 8-foot parallel parking lane on
either side of the road and a 10-foot all-purpose trail. The trail is shown off to the side of the existing roadway
but is still configured within the public right-of-way and the existing curbs remain in the same locations.

Alternative 5: Parallel Parking & Trail (No Curb Extensions)

The sixth alternative presented was exactly like Alternative 5 with one 12-foot driving lane in each direction, one
8-foot parallel parking lane on either side of the road, a 10-foot all-purpose trail off to the side within the existing
public right-of-way, but it also included curb extensions, where appropriate, within the parallel parking lanes.
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Alternative 6: Parallel Parking with Curb Extensions & Off-Road Trail

R EC O M M EN DATI ONS

B ICY CLE FO CU S M E E TIN G
The overall consensus was that an off-road, allpurpose-trail was desirable for West 65th Street
because it is the only corridor on the west side
of Cleveland that has the potential to connect
the Cleveland Metroparks Zoo to Lake Erie. The
group said that the trail should, if possible, stay
on the same side of the roadway to prevent users
from crossing back and forth across the street.

Participants of the Bicycle Focus Meeting Desired
Bike Boxes but not Bicycle Intersection Guides

NACTO Design Guidance for
Bicycle Intersection Markings

The remainder of the meeting was spent discussing
what specific on-road facilities were desired along

the corridor. It was determined that bike boxes
at Detroit Avenue and Lorain Avenue should be
installed, with a Phase II installation that included
Denison, Clark and Franklin Avenues. Green
sharrow lanes were not desired, and instead,
“normal” white sharrow markings with appropriate
accompanying signage should be installed along the
entire length of the corridor. Bicycle intersection
guide markings, like shown on the left page, were
not desired. Most attendees felt that marked bicycle
markings within an intersection cluttered the space.

On April 9, 2012, Bike Cleveland and Environmental Design Group conducted a separate meeting
with residents from the Detroit Shoreway and Stockyards neighborhoods that frequently ride their
bicycles on the roadway and use their bikes as a primary source of transportation. The goal of this
meeting was to meet with the people who actually use their bicycles on the existing roadway and find
out directly from those users what type of on-road bicycle facilities they desired on West 65th Street.
Much of the meeting was spent talking about the pro’s and con’s of having an all-purpose-trail along the corridor
and providing an off-road, multi-modal facility that the majority of bicycle users are comfortable riding on.
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Proposed Bike Boxes at Detroit Avenue

On-road cyclists that live and ride in the neighborhood did not desire green sharrow
lane markings. Plain white sharrows, without the green paint, was the desired onroad bicycle facility along the entire length of the West 65th Street corridor.
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CU RB E XTEN S IO N S
Curb extensions, which are also known as bump-outs and bulb-outs, are areas that physically extend
the curb, and in many cases, the sidewalk, into the roadway. Curb extensions cannot block driving
lanes or bike lanes, so they can only be built in parking lanes or “no stopping zones” or “no parking
zones”. If a curb extension is built in a parking lane, it does take away one to two parking spaces.
Curb extensions have three major benefits: They shorten pedestrian crossing distances,
serve as a traffic calming measure, and provide opportunities for stormwater management.

sidewalk makes the crossing distance shorter and gives better
visibility to both the pedestrian trying to cross the roadway and the
vehicles that are on the road, and gives better visibility to each other.
Curb extensions serve as a traffic calming measure by physically
narrowing the roadway and in turn, provide visual cues in a drivers’
line of site that naturally slows the driver of the vehicle down.

Proposed Curb Extensions at Wakefield Avenue

Proposed Curb Extensions at Fir Avenue

Through the red dot/green dot exercise at the first
public meeting and small group discussions at the
second public meeting, residents and neighborhood
stakeholders strongly preferred having curb
extensions at appropriate intersections throughout
the corridor with a parallel parking lane. Participants
liked that the curb extensions still allowed for
parking in the neighborhood, acted as a traffic
calming measure and shortened pedestrian crossing
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Stormwater management is another major benefit that curb extensions
can provide. Curb extensions capture runoff from nearby paved surfaces
and treats and infiltrates the runoff while providing volume and flow
control and water quality benefits. Most of the runoff is managed onsite
within the curb extension, instead of through the storm sewer system.

Proposed Curb
Extension Locations
Clinton Avenue
Franklin Avenue*
Fir Avenue
Wakefield Avenue
Pear Avenue
Guthrie Avenue*
Lawn Avenue
Clark Avenue*
It is ideal for the curb
extensions to be designed
and built as part of the same
design and construction
project in order to reduce
overhead
costs
and
maximize efficiency in
design and construction
costs.
*Biocells are proposed at
Franklin, Guthrie and Clark
Avenues.

distances. Residents also liked that curb extensions
provided good opportunities for green infrastructure
in the neighborhood and along the corridor
while adding aesthetically pleasing vegetation
and landscaping features to the corridor as well.
Curb extensions shorten pedestrian crossing
distances by extending the sidewalk and physically
narrowing the roadway. The extension of the
Curb Extensions

Source: Abby Hall

Curb Extension
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S H AR RO WS
Shared-lane markings, commonly referred to as
“sharrows”, are pavement markings that are useful in
locations where there is insufficient width to provide
bike lanes. The markings also alert road users to
the lateral position bicyclists are likely to occupy
within the traveled way, therefore encouraging safer
passing practices (including changing lanes, where
needed). Shared-lane markings may also be used
to reduce the incidence of wrong-way bicycling.
The installation of sharrows is being recommended
along the entire West 65th Street corridor from

Father Caruso Drive South to Denison Avenue. As
indicated throughout the public meeting process,
improved on-road bicycle facilities are important to
the residents and stakeholders of the neighborhood,
but the preferred roadway configuration included
parallel parking on both sides of the street where
space allows. Because the existing right-of-way
does not have enough room to include both
bike lanes and parallel parking, sharrows, or
shared-lane markings, are being recommended
as bicycle facility improvements that can be
accommodated within the existing right-of-way.

Sharrow

Sharrow

Share the Road Sign

May Use Full Lane Sign

should be placed at least 4 feet from the face of the curb, or edge of the traveled way where there is no
curb. Sharrows should be installed immediately after every intersection and every 250 feet after that.
“Share the Road” signage is intended to alert motorists that bicyclists may be encountered and that they
should be mindful and respectful of bicyclists. Another sign that may be used in shared lane conditions
is the “Bicycles May Use Full Lane” sign. This sign may be used on roadways without bike lanes or
usable shoulders, such as West 65th Street, where travel lanes are too narrow for bicyclists and motorists
to operate side by side within a lane. Drivers in the front, whether on a bicycle or in a motorized
vehicle, have the right-of-way. For the West 65th Street corridor, the “Bicycles May Use Full Lane”
and “Share the Road” signs are recommended to be installed along the entire length of the corridor.

Example of Sharrow
Proposed Sharrow
It is important to note that the on-road bicycle facilities are in addition
to the proposed all-purpose-trail. A concern brought up at the
bicycle focus meeting by on-road bicycle users was that motorists
would not understand that bicyclists legally have the right to ride as
a vehicle on the roadway, even if an all-purose-trail is present along
the same corridor. One of the main reasons for wanting to ride on
the road versus an all-purose-trail is speed. Cyclists that use trails
tend to travel at much lower speeds that cyclists that travel on-road.
It will be important to educate the general public, especially within
the Detroit Shoreway and Stockyards neighborhoods, on the rules
of the road and the rights, per Ohio Law, of on-road bicyclists.
According to the MUTCD, on streets with on-street parallel
parking, shared-lane markings, or sharrows, should be
placed at least 11 feet from the face of the curb, or edge
of the traveled way where there is no curb. On streets
without on-street parallel parking, shared-lane markings
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Data /Image Source: FHWA & MUTCD

Proposed Sharrows Along W. 65th Street
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A L L - P UR P O S E- T R A I L
A 10-foot all-purpose-trail, also referred to as a shared-use path, is being proposed on the east side
of the street east of the existing curb line and within the public right-of-way (ROW). There was an
over-arching support from the general public to provide an off-road facility that pedestrians and the
majority of bicyclists can use, especially the young students traveling to and from the seven different
schools located on or near the corridor. 95% of people that own a bicycle are not comfortable traveling
on the road, even if bike lanes are present, which means that in order to get 95% of bicycle owners to
ride their bicycles as a means of transportation or recreation, an off-road facility needs to be present.

Proposed All-Purpose Trail on W. 65th Street
One of the concerns brought up during the
public involvement process, especially by on-road
bicyclists, were the number of driveways that the
trail would have to cross. While this is a valid
concern, there are actually a limited number of
driveways along the corridor, especially given the
distance of the corridor. Between Detroit Avenue
and Storer Avenue, there are only 23 driveways

along the east side of West 65th Street. There are
19 driveways between Storer Avenue and Denison
Avenue. Because of this, the original proposal for
the trail was to stop at Storer Avenue and explore
the trail connection down to Denison Avenue at a
later date. After much discussion with the Technical
Advisory Committee (TAC), it was decided that the
proposed all-purpose-trail would be shown south
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Typcial Section
Bicycle Intersection Warning Sign

Pedestrian Intersection Warning Sign

Warning signs should be used. Intersection Warning signs should not be used where the shared-use
path approach to the intersection is controlled by a STOP sign, YIELD sign, or a traffic control signal.
Bicycle signals were brought up multiple times during the public involvement process, especially by the on-road
cyclists. The use of bicycle signals is not addressed in the current United States MUTCD or AASHTO design
standards, so even though many cities across the U.S. use bicycle signals, the project sponsor would need to
place a “request for experiment” to FHWA if using federal funds to pay for the bicycle signals, or if the signals
Reduced Roadway Width at Intersection (South of Stock Avenue)

Reduced Roadway Width at Intersection (Storer Avenue to Denison Avenue)
Bicycle Signal

Bicycle and Pedestrian Signal

Bicycle and Pedestrian Signal

of Storer Avenue and extend from Detroit Avenue to Denison Avenue. Even though there are 19 driveways
between Storer and Denison Avenues, which is a large number for a short distance, the TAC felt strongly that
West 65th Street is the main north/south corridor on the west side of Cleveland and the only available multimodal connection between Lake Erie and the Cleveland Metroparks Zoo. It was also agreed that the added
expense of a partial reconstruction of the east side of the roadway between Storer and Denison Avenues was
worth the additional cost, especially given that the constrained roadway width only exists for one city block.

are being placed along a state route. The California MUTCD and Canada MUTCD do address bicycle signals
and are considered by transportation experts as “best practice” guides when it comes to bicycle signal design
guidelines. The California MUTCD states that bicycle signals should not be used, and are not warranted, unless
the peak hour counts exceeds 50 bicycles during that peak hour. The Canada MUTCD states that bike signals
should only be used if traffic signals cannot apply due to excessive bicycle volumes, collisions or geometrics.

According to the MUTCD (Manual on Uniform Traffic Control Devices), Intersection Warning signs
may be used on a roadway, street, or shared-use path in advance of an intersection to indicate the
presence of an intersection and the possibility of turning or entering traffic. When engineering judgment
determines that the visibility of the intersection is limited on the shared-use path approach, Intersection

Citing these best practices, bicycle signals are not recommended for the West 65th Street all-purposetrail unless bicycle counts, or other issues as presented above, warrant the separate bicycle signals.
An alternative to bicycle signals, or an actuated signal, is to install a detective loop for bicycles
along the West 65th Street all-purpose-trail that would synchronize with the existing traffic signals.
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GATEWA Y CO N N E CTO R

I-90 Underpass (after - day)

I-90 Underpass (before)
In addition to a visual barrier, the I-90 highway
underpass creates a physical and perceived barrier
on West 65th Street between the Detroit Shoreway
and SCFBC neighborhoods. Walking under the unlit underpass is an unpleasant experience during the
day, and extremely dark and unpleasant at night.
North of I-90, most of the corridor is residential
and commercial. South of I-90, the corridor quickly
becomes mostly industrial, with both light and
medium industrial uses, and many large parcels that
are vacant or have vacant buildings. This dramatic
change in surrounding land use is visually noticeable
to vehicles, pedestrians and bicyclists alike.
In order to create a sense of arrival to both
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neighborhoods, it is recommended that “Welcome
to Detroit Shoreway” signage be installed on the
south side of the I-90 overpass and “Welcome to
Stockyards” signage be placed on the north side of
the I-90 overpass. (see renderings on next page)
Bollards are also recommended to be installed in the
5-foot buffer zone between the driving lanes and the
trail. These bollards are intended to visually guide
corridor users between the two neighborhoods. The
Plan also recommends the installation of colored
lighting in the underpass as well as for the bollards
to have colored LED (light-emitting diode) lights
that can coordinate with the underpass lighting.
The lighting on the underpass and bollards will not
only create an aesthetically pleasing environment,
but also provide much needed lighting at night.
I-90 Underpass (after - night)
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S TRE ETSCA P E

Gateway Streetscape (B & R Machine Co.)

Design Elements Preferred by Residents and Stakeholders

A traditional prescribed streetscape, particularly on the west side of the roadway, is not being
recommended as part of the West 65th Street Corridor Plan. The main reason for this is that the
existing tree lawn along the length of the corridor is in relatively good condition. There are quite a few
existing trees along the corridor that are at the end of their lifespan, or are very close to being at the end
of their lifespan, and it is recommended that when improvements are made to the corridor, dead trees
should be taken out and replaced with new trees that are more appropriate for an urban environment.
On the east side of the roadway, ornamental street trees, lighting, and, where appropriate, trash receptacles, bike
parking and benches, are being recommended within the required 5-foot buffer that separates the all-purpose-trail
from the existing roadway. These improvements mutually serve as trail enhancements as well as a new “streetscape”
along the corridor. (see next page for preferred enhancement elements as determined from the public meetings)
During the TAC and public meeting process, there were multiple private property owners that were interested
in improving not only their tree lawn but also the public tree lawn that was adjacent to their property. Even
if just a few private property owners were to improve the “gateway” space around their driveways, especially
on the west side of the West 65th Street corridor where no formal streetscape design is being recommended,
a dramatic transformation of the corridor would occur. A simple gateway landscape installation, such
as the site plan developed for the B & R Machine Co. property south of Clark Avenue, would not require
much money, maintenance, or time and would visually show all users of the corridor that business and
property owners are proud to be located within the Detroit Shoreway and Stockyards neighborhoods.
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Gateway Streetscape Site Plan (B & R Machine Co.)
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S C R EEN IN G

Industrial Property Screening (Before)
Most of the properties south of Clark Avenue
along West 65th Street are light industrial and light
manufacturing. While the Stockyards neighborhood
embraces its industrial heritage and encourages
industrial and manufacturing growth and job
creation, many of the active business and vacant
properties are not aesthetically pleasing and create
an eye sore for users traveling along the corridor.

This plan recommends that property owners within
the industrial areas of the neighborhood screen
their property along public roadways or adjacent
incompatible land uses. The screening must meet
City of Cleveland’s zoning code regulations and is
preferred to be fencing with heavy vegetation, but
a solid security fence, where appropriate, is also
permitted as long as heavy vegetation is planted

Industrial Property Screening Plan (McMahan’s Wrecking)
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Industrial Property Screening (After)
between the public ROW and the security
fence. This fencing and vegetation provides
functional and aesthetic improvements to
the property owner and public ROW user.
As shown at the bottom right, residents and
stakeholders preferred live vegetative fencing
versus a plain solid wood or metal fence. Living
screens are aesthetically pleasing, but expensive
to install and maintain. The takeaway from
the public’s preferred screening treatment is
that vegetation is extremely important, and
if unable to install a living screen, a heavy
vegetative buffer should be installed instead.

Screening Preferred by Residents and Stakeholders
51

GR EEN I N FR A S T R UCTU RE

Joseph M. Gallagher School Educational Bioswale
There are many different types of green
infrastructure that can be used to reduce the amount
of stormwater runoff that enters the storm sewer
system. The most common green infrastructure
installations include rain barrels, rain gardens,
roadway bioswales, biocells and tree pits, rooftop
detention systems, permeable pavement systems,
and most common, retention or detention basins.

While permeable pavement systems are highly
encouraged for new and retro fitted parking
lots along the corridor, roadway bioswales
and biocells are the focus green infrastructure
treatment being recommended in this plan.
Bioswales are most commonly constructed within
the roadway, most commonly as a curb extension,
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and biocells are most commonly built within
parking lots. When possible, the vegetation in both
a bioswale or biocell should be native plan materials.
A green infrastructure installation is recommended
in front of the Joseph M. Gallagher School just south
of Franklin Boulevard on the west side of West 65th
Street (image on previous page). This recommended
infrastructure is very similar to a curb extension
as seen at intersections. By some definitions, this
proposed site could be considered a curb extension,
but in this proposed location, it does not shorten the
pedestrian crossing distance when crossing the street.

The green infrastructure installation being
recommended in front of the Joseph M. Gallagher
School has four functions: to reduce stormwater
runoff, create an outdoor educational opportunity for
the students at the school, serve as a traffic calming
device, and provide an aesthetic improvement at the
Franklin Boulevard block along the West 65th Street
corridor. As an added feature, grant opportunities
might be obtainable due to the educational component
and its adjacency to a school in an urban area.
Up until the 1940’s, Clark Avenue at West 65th Street
served as a streetcar turn-around. When the streetcar

system was removed from the roadway system, the
streetcar infrastructure was replaced by asphalt, but
the oversized turn-around area remained as part of
the roadway and intersection. Even with the truck
traffic that is present today, the Clark Avenue/West
65th Street intersection is excessive in size. This plan
recommends reducing the intersection width on the
northwest corner of the intersection by extending
the curb southeast to create a more typical sized
4-way intersection. In order to reduce the amount of
impervious surface, this plan also recommends for a
majority of the extended curb at this intersection to
be constructed as a green infrastructure installation.

Existing Parking Lot with Permiable Pavers in
Study Area

Clark Avenue (before)
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Clark Avenue (after)
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meandering walk through a garden-like setting with
a seating area around a sculptural element. Public
art was an important feature that the public noted in
the public meetings. This example of a pocket park,
as well as others, can be excellent opportunities to
incorporate these art elements into the neighborhood.
Fencings and landscape plantings are planted along
the perimeter creating a cozy warm neighborhood
place for rest and enjoyment of the outdoors.

W. 65th Street

P OCKET P A R KS

Pocket Park

Wakefield Avenue

Pocket Park (Proposed)

The corridor plan recommends pocket parks at
select locations along the corridor. Pocket Parks
serve a vital function in the overall system of
community open space and recreational needs for a
community. Pocket parks provide the neighborhood
with additional green space and opportunities to
provide additional amenities to the community.
Pocket Parks, by definition, are small scale spaces
accessible to the general public but usually serve
a local neighborhood within ¼ mile of the park.
They can usually be created on small vacant lots or
adjacent to larger building projects. Pocket parks
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are usually too small to provide adequate space for
active recreation, but typically provide amenities
such as places to sit outdoors, gardens, playgrounds,
or celebrate historic events or neighborhood culture.
They are excellent spaces to incorporate public art.
One example of a pocket park depicted in the plan
is a vacant parcel along West 65th Street. This vacant
corner is currently a privately owned lot on the
northeast corner of an intersection, but provides an
excellent opportunity to create a local neighborhood
park. The concept shown depicts how a pocket park
could be incorporated on the site. The park shows a

Pocket Park Site Plan
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I MP L EMENTATI ON

WEST 65TH STREET CORRIDOR
CONCEPTUAL OPINION OF PROBABLE COSTS
JANUARY 23, 2013

Conceptual Opinion of Probable Costs
CURB EXTENSIONS (PHASE I)
ITEM
1

2

3

4

5

6

7

8

9
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DESCRIPTION
Site Preparation/Demolition
A. Clearing and Grubbing
B. Remove Crosswalk Pavement
C. Construction Fencing
D. Asphalt & Concrete Pavement Removal
E. Remove Pavement Striping
F. Saw Cut Pavement
Subtotal
Earthwork
A. Excavation/Embankment
B. Bioretention Soil
C. Imported Topsoil
D. Imported Subsoil Fill
Subtotal
Erosion Control
A. Erosion Control Measures
Subtotal
Pavement
A. Subgrade Preparation
B. 10' Porous Asphalt Shared-Use Path
C. Decorative Colored Concrete
D. Concrete Sidewalk Replacement
E. Concrete Curb
F. Modify Bridge Deck
G. Concrete Driveway Approaches (Trail to Rd.)
Subtotal
At Grade Crossings & Road Markings
A. Crosswalk Striping Only
B. Bike Box Green Marking
C. Sharrow Lane Marking Only (2 per 250LF)
D. 4' Wide Sharrow Lane Green Marking
E. 5' Crosswalk Approaches w/ Trunc. Domes
F. 10' Crosswalk Approaches w/ Trunc. Domes
G. Replaced Crosswalk Asphalt
H. Crosswalk (Stamped Colored Asphalt)
Subtotal
Utilities
A. Relocate/Adjust Fire Hydrant to Grade
B. Non-Power Pole Relocation
C. Relocate Storm Sewer Curb Inlet
D. Adjust Utilities to Grade
Subtotal
Site Amenities
A. Bollards
B. Removable Bollards
C. Trail Signage
D. Bench (1 per 400LF)
E. Trash Receptacle (1 per 400LF)
F. Kiosk
Subtotal
Landscape
A. Lawn Seeding & Fine Grading
B. Trees (3" Cal., 1 per 50LF)
C. 7.5' Wide Bioswale (Complete Infrastructure & Plants)
D. BioRetention Cell (Complete Infrastructure & Plants)
Subtotal
Construction Survey & Layout
A. Survey & Layout
B. Traffic Control & Maintenance
Subtotal
TOTAL
A. Contingency (20%)
B. General Conditions (5%)
C. Bonds & Insurances (3%)
D. Mobilization/Demobilization (1.5%)
E. Design & Documents (15%)

GRAND TOTAL (per intersection)

QUANTITY

UNIT

UNIT COST

TOTAL COST

AC
SY
LF
SY
LF
LF

$4,000.00
$9.00
$3.50
$12.00
$0.50
$8.00

$0.00
$0.00
$0.00
$1,596.00
$0.00
$1,760.00
$3,356.00

CY
CY
CY
CY

$10.00
$40.00
$35.00
$20.00

$1,250.00
$0.00
$0.00
$0.00
$1,250.00

LS

$1,500.00

$1,500.00
$1,500.00

SY
SY
SF
SF
LF
SF
SF

$1.50
$45.00
$8.00
$8.00
$35.00
$12.00
$5.00

$0.00
$0.00
$0.00
$2,880.00
$7,700.00
$0.00
$0.00
$10,580.00

LF
EA
EA
LF
EA
EA
SY
SF

$12.50
$3,500.00
$450.00
$8.00
$1,400.00
$2,200.00
$25.00
$12.00

$0.00
$0.00
$0.00
$0.00
$0.00
$0.00
$0.00
$0.00
$0.00

EA
EA
EA
LS

$1,000.00
$2,500.00
$3,500.00
$5,000.00

$0.00
$0.00
$0.00
$0.00
$0.00

EA
EA
LF
EA
EA
EA

$800.00
$1,200.00
$2.00
$2,500.00
$1,500.00
$7,500.00

$0.00
$0.00
$0.00
$0.00
$0.00
$0.00
$0.00

4
112

SY
EA
LF
SF

$1.20
$500.00
$185.00
$15.00

$0.00
$2,000.00
$20,720.00
$0.00
$22,720.00

1
1

LS
LS

$1,200.00
$1,000.00

133
220

125

1

360
220

.

$1,200.00
$1,000.00
$2,200.00
$41,606.00
$8,321.20
$2,496.36
$1,497.82
$748.91
$7,489.08

$62,159.36

PHASE I

Phase I recommendations include the preliminary
engineering, design and construction of the
curb extensions at Clinton, Fir, Wakefield,
Pear and Lawn Avenues, biocells at Franklin,
Guthrie and Clark Avenues, thermoplastic
bike boxes at Detroit and Lorain Avenues, and
thermoplastic sharrows and accompanying
signage for the entire length of the corridor.
The cost for preliminary engineering, design
and construction for the curb extensions at five
intersections is estimated at $310,796.80. The
estimated cost to build the three biocells is $93,239.04.
It is recommended that the curb extensions and
biocells be designed and constructed at the same
time in order to reduce overhead and administration
costs. The combined estimated total cost (in FY
2013 dollars) for the curb extensions and biocells is

$404,035.84. An inflation factor would have to be
applied to the total cost when built in a future year.
Other than using City of Cleveland municipal
funds, there are multiple types of funding and grant
opportunities available to fund curb extensions
and other green infrastructure improvements.
Curb Extension Funding Sources:
● Surface Transportation Program (STP) - NOACA
● Transportation Alternatives Program (TAP) NOACA
● Surface Water Improvement Fund (SWIF) OEPA
● Clean Water Act Section 319 (319 Grants) OEPA
● Small Scale Stormwater Demonstration Project
(S3DP) - NEORSD
● Community Cost-Share Account - NEORSD

West 65th Street Improvements
DSCDO and SCFBC should work with local residents, block clubs and businesses to ensure that the
maintenance of the curb extensions and green infrastructure improvements are kept up on a regular basis. This
maintenance includes weeding, especially in the first couple years after construction and planting, cleaning of
the gutters, and removal of invasive species that might take root in the planting area. The City of Cleveland
should only be relied on for maintenance for larger and/or structural issues that might occur from time to time.
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Conceptual Opinion of Probable Costs
THERMOPLASTIC BIKE BOXES AND SHARROWS
Item
Bike Box
Bike Symbol

Description

Qty per
Pack

Cost

Quantity

Total Cost

4' X 7'

1

$228.20

1

$228.20

4' X 7'

1

$228.20

1

$228.20

$162.00
$162.20
$31.60
$175.00

1
8
8
1

$162.00
$1,297.60
$252.80
$175.00

Size

White bike with Green
Arrow in sharrow lane
leading to bike box
Straight Arrow
4" white outline of bikebox
and sharrow lane
Lines White
White Stop Bar
Lines White
lettering for stop bar
"Wait Here"
Green Fill
Linear Light Green
Green Sharrow for lane
Shared Lane Symbol leading to box
Bike Box Signage
Signage

Sharrow Markings (roughly every 250 feet)
Shared Lane Symbol White Sharrow
May Use Full Lane' or
Signage
The Road'

(PHASE I)

4" X 3'
24" X 3'
24"
10" X 4'
4' X 10'

9'4" X 3'4"

90 ft.
15 ft
1
30 sq ft
1
1

2
1

$326.20
$250.00

1
$326.20
2
$500.00
Per Box $3,170.00
Per Intersection $12,680.00
Estimated Labor $3,804.00
Total (2 Intersections) $32,968.00

$392.20
$250.00

70
70

$27,454.00
$17,500.00

Estimated Labor $13,486.20
Total (Entire Corridor) $58,440.20

Sharrow Markings with Green (roughly every 250 feet)
Shared Lane Symbol Sharrow with Green
4' X 10'
Green Fill
Linear Light Green
10" X 4'
(Assuming 2' of green on both ends of sharrow)

1
30 sq ft

$326.20
$175.00

140
19

$45,668.00
$3,325.00
$48,993.00

Bike Boxes

Sharrows

West 65th Street Improvements
Thermoplastic bike boxes at Detroit Avenue and
Lorain Avenue and thermoplastic sharrows along
West 65th Street between Father Caruso Drive and
Denison Avenue are also recommended as part of
the Phase I implementation plan. The estimated cost
to install the bike boxes is $32,968.00 and $58,440.20
for the installation of the sharrows, for a total cost
(in FY 2013 dollars) of $91,408.20. The bike boxes
and sharrows are recommended to be thermoplastic
and it is recommended that these two types of bike
facilities are purchased and installed at the same
time to save on overhead and administrative costs
associated with the implementation and installation.
There was much discussion throughout the
planning process about implementation and
phasing of the plan. Participants knew that not all
recommendations in the plan would be able to be

constructed right away due to cost, but residents and
stakeholders alike wanted to make sure that the plan
did not just ‘sit on a shelf ’, and that there were realistic
opportunities and costs associated with the first phase
of the implementation plan so that improvements
along the corridor could be implemented very
soon after the planning process was complete.
In reaction to making sure that the implementation
of certain components of the plan could indeed occur
quickly, Phase I was created to be affordable and
obtainable, all while making a significant positive
impact on the corridor. Phase I has a relatively
low-cost for an infrastructure improvement
project, with a combined total of $495,444.04 (FY
2013 dollars). All proposed improvements and
enhancements are within the public right-of-way,
which helps speed along the construction process.

Local funds, NOACA Surface Transportation Program (STP), NOACA Transportation Alternatives
Program (TAP) and NOACA Congestion Mitigation and Air Quality Improvement (CMAQ) funds
are all available and eligible to fund bike boxes and sharrows. NOACA funds require a 20% local match.
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Throughout the planning process, AASHTO
design standards were followed for all proposed
alternatives and conceptual designs in order
for final recommendations to be eligible for
federal funds. These standards tend to be more
conservative than local design standards, but
were encouraged to be followed by NOACA,
ODOT and the client, mainly for the reasoning
to maintain eligibility for federal funding. Local
funds can always be used for improvements
designed to federal standards, but not vice-versa.
After the planning process and plan recommendations
were completed, AASHTO standards changed

again, which happens from time to time as new
studies and best practices are explored. With these
new standards in place, ODOT now allows for 11foot driving lanes instead of 12-foot driving lanes in
certain circumstances. In some sections through the
West 65th corridor, this change creates an additional
2-feet of usable road space that was previously
allocated for driving lanes, and allows for different
lane configurations other than what was shown at the
first and second public meetings. In the future, when
restriping of the West 65th Street corridor is in the
preliminary engineering and design phase, different
configurations, other than proposed in this plan,
could be explored at an additional public meeting.

10-foot Driving Lanes, 1 10-foot Turning Bay with Bike Lanes
(Signalized Intersection)

12-foot Driving Lanes with 6’ Bike Lanes
(South of Stock Avenue, 36’ Right-of-Way)
11-foot Driving Lanes, 1 Lane Parallel Parking with 1 Curb Extension & Bike Lanes
(Typical Section)
Additional feedback from the community was received after the close of the public meeting process.
There was a request from a number of community members to explore bike lanes. Given the above
mentioned changes in the AASHTO design standards, including bike lanes within the roadway
is now a possible alternative configuration that could be explored through an additional public
process. This process should evaluate if this new option (shown above) would be preferred over
the alternatives that were presented in the report and throughout the public and planning process.
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13-foot Driving Lanes, 1 10-foot Turning Bay with Sharrows
(South of Stock Avenue at Signalized Intersections, 36’ Right-of-Way)
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PHASE II

CONCEPTUAL OPINION OF PROBABLE COSTS

WEST 65TH STREET CORRIDOR
CONCEPTUAL OPINION OF PROBABLE COSTS
TRAIL IMPROVEMENTS (PHASE II)
SECTION

DESCRIPTION

TOTAL COST

1

DENNISON AVENUE TO STORER AVENUE

2

STORER AVENUE TO STOCK AVENUE

3

STOCK AVENUE TO CLARK AVENUE

$420,168.83

4

CLARK AVENUE TO LORAIN AVENUE

$1,043,518.66

5

LORAIN AVENUE TO MADISON AVENUE

$536,000.89

6

MADISON AVENUE TO BRIDGE AVENUE

$925,485.49

7

BRIDGE AVENUE TO DETROIT AVENUE

$830,704.34

GRAND TOTAL

$672,688.44
$1,238,677.64

$5,667,244.28

E:\Stockyard\11.60298.010\Design\Costs\W. 65th Street Cost Opinion.xlsx

While the long term vision of the corridor is to
include an all-purpose trail along the West 65th
corridor, the required funding, engineering, and
additional planning requires more study. Thus,
phasing the implementation was recommended.
Because of these financial, engineering, and schedule
hurdles associated with the nature of building
an all-purpose trail in an urban environment,
it was determined that the all-purpose-trail
be explored and constructed as a later phase.
Phase II of the implementation plan includes the
construction of the all-purpose-trail from just south
of Detroit Avenue to Denison Avenue. While all
proposed improvements are within public right-of-

way for this phase, unlike Phase I, Phase II requires
much more infrastructure work with an estimated
total design and construction cost of $5,667,244.28.
Trees, wayfinding and informational kiosks, lighting,
decorative crosswalks, signage, benches and trash
receptacles are all included in the estimated cost
of the all-purpose-trail. These improvements also
serve as a new streetscape on the east side of West
65th Street. Some of the more costly line items
associated with the construction of the trail include
$228,750.00 for the relocation of utility poles and fire
hydrants between Denison and Storer Avenues and
the recommendation to use porous asphalt, which
costs 10% to 20% more than traditional asphalt.
(see appendix for Phase II detailed cost estimate)

West 65th Street Improvements
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West 65th Street Improvements
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