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Introduction

In 2020, the COVID-19 pandemic abruptly halted our transportation and commerce
networks in the forethought of safety lockdowns to combat the virus. As our businesses and
transportation infrastructure returns to normal, the predicted growth in demand for
alternative conveyances for travel have risen. A conveyance is the act or process of
transporting someone or something from one place to another. In other words, it is the vessel
of transportation selected to get from origin to destination. The pandemic has led to an
interesting growth in working-from-home labor, whether it be every day or a few days per
month. Working from home is a conveyance alternative that removes commuting entirely.
Nonetheless, our regional and local businesses are increasing development again, bringing
up new points of interest, leisure and shopping opportunities.

During “The Great Pause,” daily commuting was down, and demand for parks and walkable
infrastructure arose. Bicycles saw a major increase in sales in online warehouses and stores.
The normality of commuting has seen single occupant vehicles (SOV) resume status quo for
commuting, but the demand for cycling and walkable avenues continues when that is the
easiest conveyance. Even before the pandemic, online shopping was increasing every year.

What have we learned about this period? How can we plan a resilient and adaptable
transportation system for the landscapes of new work cultures and changes in commuting
and shopping conveyances? What will the long-term impacts of the COVID-19 Pandemic
have on our transportation demand?

The Stark County Area Transportation Study (SCATS) is the Metropolitan Planning
Organization (MPO) for the Stark County region. One of our primary duties is identifying
congestion, as well as analyzing and reviewing solutions to reduce or eliminate it. More than
a daily inconvenience, congestion affects the overall economy reducing our ability to travel
reliably to work and to school, and to complete timely delivery of services and goods. Idling
vehicles emit unnecessary pollutants into the atmosphere and waste costly and limited fuel.

This SCATS 2024 Congestion Management Process (CMP) identifies existing congestion on
our region’s arterials, intersections, freeways, freeway interchanges, and ramps. It examines
public transit availability and freight needs. It also isolates and examines congestion related
to traffic incidents. Later sections of the CMP identify demand and supply-side strategies, as
well as other strategies to manage regional congestion. In the final section, specific
recommendations to address congested areas will be presented.
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Chapter 1: What is a CMP?

Congestion management is the application of strategies to improve transportation system
performance and reliability by reducing the adverse impacts of congestion on the movement
of people and goods. A congestion management process (CMP) is a systematic and regionally-
accepted approach for managing congestion that provides accurate, up-to-date information on
transportation system performance and assesses alternative strategies for congestion
management that meet state and local needs. The CMP is intended to move these congestion
management strategies into the funding and implementation stages. The CMP, as defined in
federal regulation, is intended to serve as a systematic process that provides for safe and
effective integrated management and operation of the multimodal transportation system.

Each CMP is required to include the following criteria per the Congestion Management
Process: A Guidebook by FHWA and CFR 450.322(a)

1. Establish regional objectives.

2. Establish the CMP network.

3. Implement multimodal measurements of performance.
4. Retrieve data and evaluate system performance

5. Examine congestion issues and criteria

6. Identify and appraise methodologies

7. Develop and implement methods

8. Assess the efficacy of the plan

A CMP is required in metropolitan areas with population exceeding 200,000, known as
Transportation Management Areas (TMAs). Federal requirements also state that in all TMAs,
the CMP shall be developed and implemented as an integrated part of the metropolitan
transportation planning process. While not required in Metropolitan Planning Organizations
(MPOs) with populations below 200,000, the decision-making process represented by the
CMP can still serve as a valuable approach at these smaller MPOs. This is especially true in
MPOs that are close to the 200,000 TMA population cutoff, which may benefit from
developing a CMP in preparation for becoming a TMA. In TMAs designated as ozone
particulate matter non-attainment areas, the CMP takes on a greater significance. Federal law
prohibits projects that result in a significant increase in carrying capacity for single occupant
vehicles (SOVs) from being programmed in these areas unless the project is addressed in the
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region ‘s CMP. The CMP must provide an analysis of reasonable travel demand reduction and
operational management strategies; if the analysis demonstrates that these strategies cannot
fully satisfy the need for additional capacity and additional SOV capacity is warranted, then
the CMP must identify strategies to manage the SOV facility safely and effectively, along with
other travel demand reduction and operational management strategies appropriate for the
corridor.

Congestion may be classified into two types: Recurring and Non-Recurring. Travel demand
surpassing travel system capacity causes recurring congestion. It happens every day when
roads become inadequate, signal timing is off, or transport systems are underutilized. The
SCATS CMP is intended to evaluate and mitigate such congestion. Incidents affecting the
system result in non-recurring congestion. These incidents may have an impact on the
system's demand or capacity. Accidents, vehicle breakdowns, short-term construction, and
weather are all examples of incidents that reduce system capacity and generate congestion.
Sporting events, rock concerts, and other significant traffic generators can all produce traffic
congestion by temporarily raising demand on the transportation system.

Regional Objectives

The objective of the CMP is to identify and minimize congestion and delay on the
transportation system. Minimizing congestion and delay will improve the efficiency of
the movement of people and goods. Congestion management objectives define what
the region wants to achieve regarding congestion management, and are an essential
part of an objectives-driven, performance-based approach to planning for operations.
Congestion management objectives should serve as one of the primary points of
connection between the CMP and the Metropolitan Transportation Plan (MTP), and
will serve as a basis for defining the direction of the CMP and performance measures
that are used. The development of congestion management objectives should rely
heavily on stakeholder participation and an understanding of the needs and desires of
the public related to congestion. Traditionally, the CMP has often focused on capacity
issues, and used engineering measures focused on motor vehicles, such as volume-to-capacity
ratios. In defining appropriate congestion management objectives, planners

and decision-makers should consider the following questions:



What does the public really care about with regard to congestion?

e How high of a priority is traffic congestion in the region?

e  What type of congestion is most problematic for the public and freight shippers?

e What aspects of congestion are most important to address to support livability, safety,
and economic vitality, among other goals?

Regional objectives should ideally focus on outcomes — such as hours of delay, system
reliability, and access to traveler information. However, they may also be written using
output measures — such as incident clearance time or number of traffic signals retimed
annually. In all cases, objectives should be stated in a way that meaningful performance
measures can be derived from the objectives. An ideal objective should be SMART:
Specific, Measurable, Agreed, Realistic, and Time restricted.

Defining the CMP Network

Transportation engineers and planners use the concept of functional classification to divide the
highway system by the function or type of service they provide. SCATS use the Federal
Highway Administration (FHWA) functional classification system. The federal system no
longer has separate classes for urbanized areas and rural areas. However, we have broken
down our roadways based on urban and rural areas because it affects the capacities of the
roads. Urbanized areas are defined by the census and generally include a city with a population
greater than 50,000 and the surrounding areas that are developed. In Stark county, the Canton
Urbanized Area encompasses a population greater than 50,000. In addition, the Akron
Urbanized Area reaches into Lake Township and Hartville. Small urban areas are those cities
and surrounding areas with a population of 5,000 or more not within any urbanized area. In
Stark County, the Alliance Urbanized Area is classified as a small urban area. Rural areas are
those outside the boundaries of small urban or urbanized areas. Within Stark County are
approximately 3,250 miles of streets and highways.

According to the Federal-Aid Policy Guide, the CMP in a TMA should cover all transportation
facilities and modes, including highway, transit, and intermodal facilities. The SCATS CMP
planning area includes of all of Stark County, the portions of Magnolia and Minerva in Carrol
County, as well as a small section of Mahoning County east of Alliance. The area contains about
598 square miles. The focus of the CMP will be on the persons and goods movement over a
network of freeways, arterials, collectors, transit routes, and other important related highway
facilities. These routes serve as the fundamental network of a defined set of CMP

corridors/locations. This system connects the area's main urban/activity centers and
intermodal facilities. There are two components to the SCATS CMP monitoring network — a
Highway Component and a Transit Component.

The roadway network considered for the CMP analysis is made up of 615 miles of roadways
in Stark County, which include all roadways in the SCATS transportation model and all roads
classified as collector and higher, plus important local roads. Although the CMP normally
concentrates primarily on the road network, the CMP network should also consider the transit,
cycling, and pedestrian networks, as well as their interactions with the highway network. This
allows us to take advantage of strategies that rely on other modes of transportation to minimize
SOV traffic.

The Canton Urbanized Area encompasses the majority of Stark County, including the cities of
Canal Fulton, Canton, Massillon, North Canton, and Louisville. It also contains parts several
Townships, as well as the villages of Brewster, East Canton, Hills & Dales, Meyers Lake, and
Navarre. The Akron Urbanized Area encompasses Hartville as well as parts of Jackson, Lake,
and Lawrence Townships in Stark County. Alliance's small urban area is comprised of the city
of Alliance as well as parts of Lexington and Washington Townships.

The remainder of Stark County is rural. Roads are classed within a specific area based on their
importance in satisfying travel mobility demands vs land access needs. The highest
classification, the interstate system, is wholly dedicated to serving travel requirements, with
no access to adjacent land permissible. Arterial routes and highways link diverse parts of big
cities and facilitate longer distance travel between cities. Although access to neighboring land
is permitted, it is frequently limited in order to allow the arterial to satisfy traffic demands.
Adjacent land is served by local roads and streets. Through traffic should be discouraged on
the local street system. Collectors provide two functions: traffic movement and land access.
Locally significant traffic producers are typically found along collectors. They also serve to
gather traffic from the local street system and connect it to the arterial system, as the name
indicates.
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Roadway Functional Classification 2022

MPO - Stark County Area Transportation Study (Canton)
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Multimodal Performance Measures

Performance measures are a critical component of the CMP. According to Federal
regulations, the CMP must include “appropriate performance measures to assess the extent
of congestion and support the evaluation of the effectiveness of congestion reduction and
mobility enhancement strategies for the movement of people and goods.” Performance
measures can be used at the regional level and the local level. At the regional level,
performance measures can be used to compare plan alternatives in the development of the
MTP. At the local level, performance measures are used to identify locations currently
experiencing or anticipated to experience congestion problems in the future. They also are
used to support assessment and selection of congestion mitigation strategies and evaluation
of implemented strategies.

Transit performance measures provide information on the conditions experienced by transit
travelers. Aspects of transit travel conditions include:

e Passenger crowding or utilization — measured by passenger loads relative to vehicle
capacities

e Reliability of performance or schedule adherence — measured by percentage of on-
time performance

Freight performance measures focus on the movement of goods that generally utilize other

types of performance measures but focus on roadways with a high volume of trucks or
designated as freight corridors.

Collect Data and Monitor System Performance

There are many types of data that can be used as part of the CMP process. The following list
is not exhaustive, but includes several common types of data that are used in the CMP.

- It is necessary to collect traffic data in order to measure the
performance of the transportation system. Traffic counts are taken on a regular basis on the
roadway network. SCATS and ODOT coordinate traffic data collection efforts to make sure
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all necessary highways are included. This data is then used as an input to model traffic
congestion on the existing and future roadway network.

- Cell phone data collected by phone companies along highway
corridors can be used to report travel speeds and origin-destination data. Cellular service
providers and joint ventures with other private companies have begun to offer this service to
some transportation agencies. This CMP report utilized data provided through Streetlight.
This data was anonymized before being used.

- A wide range of transit data is available and gathered from transit agencies,
including boarding and alighting statistics, total ridership, on-time performance, and transit
vehicle capacity. Public transit information was received from SARTA within the SCATS
area.

- Many MPOs collect data on the location and condition of
bicycle/pedestrian facilities, such as sidewalks, bicycle lanes, and off-road paths. This
information is fairly limited within the SCATS area, however, some data was made available
through Streetlight, and SCATS is currently funding a study with Stark Parks to collect trail
user data.

- SCATS publishes an annual report detailing traffic crashes in our region; the
latest version being published in August, 2023. Traffic Crashes 2020-2022 were analyzed for
sections and intersections, utilizing crash records provided by the Ohio Department of Public
Safety (ODPS) and the Ohio Department of Transportation (ODOT). This report is useful in
determining locations where non-recurring congestion due to incidents is likely to occur.

Public transit information was received from SARTA within the SCATS area. This
information is summarized in chapter 4. Freight analysis can be found in chapter 5. The
CMP focuses on traffic congestion that is identified both at specific locations and at the
system level.

Analyze Congestion Problems and Needs

Data collected must be translated into meaningful measures of performance. Specific
locations with congestion problems need to be identified along with the sources of these
problems. The complexity of translating data into meaningful information for analysis varies.
Sometimes it takes time to understand the data and how to process it. One example is the use



of electronic cell phone data. This data is collected continuously and represents a large
volume of data that must be collapsed into some form that provides useful information.
While this type of data can be extremely helpful to MPOs in understanding reliability issues
and sources of delay, considerable effort may be needed to convert the data into a useful
format for planning purposes.

ldentify and Assess Strategies

The identification and assessment of appropriate congestion mitigation strategies is a key
component of the CMP. SCATS now needs to turn the data and analysis into a set of
recommended solutions to effectively manage congestion and achieve congestion
management objectives. One size does not fit all, and congestion management strategies
need to be designed according to the specific characteristics of the highway and adjacent
area. These strategies are categorized into five tiers, ranked generally by efficacy of mitigating
congestion:

e Tier 1: Demand management

e Tier 2: Traffic and roadway operational improvements

e Tier 3: Public Transportation and multi-model improvements

e Tier 4: ITS Strategies

e Tier 5: Capacity expansion

Program and Implement Strategies

Implementation of CMP strategies occurs on three levels: system or regional, corridor, and
project. Regional-level implementation of congestion management strategies occurs through
inclusion of strategies in the fiscally-constrained MTP and the TIP. At the corridor level,
more specific strategies such as bicycle and pedestrian improvements and operational
improvements can be assessed in studies and implemented using a variety of funding
sources such as Surface Transportation Block Grant (STBG) program and Congestion
Mitigation and Air Quality (CMAQ) program. Scoring systems could treat projects differently
based on location or strategy type according to congestion levels, or community goals. For
instance, more points might be allotted to projects in very congested locations, or, specifically

to certain types of projects in the urban core than to projects in areas where further
development is not desired.

Evaluate Strateqy Effectiveness

Evaluation of strategy effectiveness can be seen as either a sequential step within the CMP
process or as an on-going process. This is an essential, required element of the CMP that is
often overlooked. The primary goal of this action is to ensure that implemented strategies are
effective at addressing congestion as intended, and to make changes based on the findings as
necessary. Two general approaches are used for this type of analysis:

e System-level performance evaluation - Regional analysis of historical trends to
identify improvement or degradation in system performance, in relation to
objectives; and

e Strategy effectiveness evaluation - Project-level or program-level analysis of
conditions before and after the implementation of a congestion mitigation effort

Findings that show improvement in congested conditions due to specific implemented

strategies can be used to encourage further implementation of these strategies, while negative
findings may be useful for discouraging similar strategies in similar situations.
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Chapter 2: What Is Congestion?

One of the critical and complex tasks of the CMP is to define congestion. Studies have shown that
congestion is a relative rather than an absolute condition. People “feel” roads are congested at different
levels of operations. Technically, congestion occurs when the number of vehicles on a facility exceeds
the maximum number of vehicles that a roadway or intersection can accommodate at that point in
time, whether because of the physical limitations of the facility or because an event (such as rain)

has temporarily hindered vehicular movement. Traffic congestion is characterized by slower speeds,
longer trip times, vehicular queueing, travel time uncertainty, and increased traffic collisions.

Components of Congestion

While it is difficult to use a single value to describe all individuals’ concerns about congestion, there are
four components that interact in a congested roadway or system. These components vary among and
within urban areas — smaller urban areas, for example, have shorter durations of congestion than
larger areas.

— this is how much time congestion affects the travel system.

— this is an estimate of the number of people or vehicles affected by congestion, and by the
geographic distribution of congestion.
— this is the severity of the congestion that affects travel. It is typically used to differentiate
between levels of congestion on transportation systems and to define the total amount of congestion.
— this is the variation in the other three elements. Reliability is a measure of the extent to
which the traveler’s experience matches their expectation. The variable is the impact of non-recurrent
congestion on the transportation system.

Recurring and Non-Recurring Congestion

Research into travelers’ views of congestion has shown that predictable travel times are a primary
concern. Having reliable travel time is a crucial factor affecting traveler behaviors, including choices of
route, departure time, and mode. One commonly accepted definition of travel time reliability, given by
the Federal Highway Administration, states that “Drivers are used to congestion and they expect and
plan for some delay, but most travelers are less tolerant of unexpected delays. Travel time reliability
measures the extent of this unexpected delay.” Travelers and firms may account for the variability in
their trips and transport of goods by building in time buffers as insurance against late arrival. This
implies that the consequences of late arrivals are costly. Congestion is broadly categorized as either
recurring (predictable) or non-recurring (unpredictable) congestion. Congestion, both recurring and
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nonrecurring, vary significantly depending on the season, day of the week, and even time of day.
Furthermore, both recurring and nonrecurring congestion may occur at the same time, exacerbating
any event.

Recurring congestion is congestion that occurs repeatedly at predictable times and locations, e.g. at
bottlenecks or on corridors with poorly coordinated traffic signals, usually during the peak hour
periods. Simply put, recurring congestion occurs because travel demand exceeds system capacity.
There are many strategies available to mitigate this type of congestion through demand management,
operational improvements, and multimodal strategies. Integration of land-use and transportation
decisions enables agencies to coordinate efforts to address this demand side of congestion. Elimination
of all recurring congestion may not be either feasible (due to physical and financial constraints) or
desirable (in terms of the implications to community of unfettered vehicular travel). Recurring
congestion is generally considered the least frustrating because its effects are known and can be
planned for.

In contrast, non-recurring congestion incidents can occur at any time, including during non-peak
travel times, and is often associated with traffic crashes, weather events, special events, work zones,
and emergencies. This is the congestion that most often frustrates people. It is especially bad when a
non-recurring incident magnifies the magnitude and extent of congestion during “normal” recurring
congestion. Nonrecurring congestion is difficult to address without proper prior planning. The sources
of non-recurring congestion are broad:

e Roadway debris

e Roadway construction and maintenance work zones
e Inclement weather

e Disabled vehicles

e Law enforcement activities

o Traffic crashes

e  Special events

Congestion Caused by Trucks

Trucks are often slower to get moving; therefore, they can add to the length of congestion time. Once
slowed down a truck will take longer to get started than a passenger car. Roadways with high volumes
of trucks might be more congested then those that are almost exclusively passenger cars. It is very



important to recognize corridors with high percentages of trucks when analyzing congestion. Truck
freight movement is very important to keep the economy thriving.

Congestion Caused by Railroad Grade Crossings

An at-grade crossing is where a railway and roadway intersect. The SCATS area has a number of at-
grade crossings with significant train and vehicle volumes. This source of congestion is often
overlooked when addressing congestion. When a passing train delays traffic on a busy roadway it
creates a large platoon of vehicles that cause problems throughout the roadway network. Ideally,
highway-rail grade crossings would be separated if feasible. At-grade crossing are discussed in more

detail in chapter 5.
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Chapter 3 — Roadway Methodoloqgy and Analysis

Historically traffic congestion in the SCATS CMP was measured by using a volume to capacity (V/C)
ratio. This ratio is based on the volume of traffic during peak hours verses the capacity of the roadway.
This method requires the collecting of traffic volume data and knowing the physical characteristics of
the highway itself. However, in recent years, new technology has enabled traffic engineers and
planners to obtain traffic data through the collection of cell phone and other GPS device location data.
Traffic data collected in this manner is done over a period of months or years and is more
representative than data collected over one or two days. Once collected this data is aggregated and
analyzed to provide transportation analysis.

Streetlight is one such aggregator and monitors real-time traffic flow on some 260,000 miles of
roadway in the United States. Streetlight data is made available to SCATS through the Ohio
Department of Transportation (ODOT). As real-time data is collected it is then stored and becomes
historical data. The data used for this CMP Report was collected over the calendar years of 2019
through 2022.

The segment lengths using Streetlight are predetermined and cannot be altered. In Stark county there
were 3633 segments totaling 1159 miles. The Streetlight platform allows SCATS to identify termini for
segments. SCATS used segments used in previous CMP reports as a guideline when defining
Streetlight segments. SCATS further defined the segments as: Freeway Segments, Freeway Ramps,
Freeway Interchanges, Arterial Segments, and Intersections.

Each segment that is bi-directional is analyzed by direction. For example, if a segment runs east and
west it is analyzed in the westbound direction and the eastbound direction separately. The congestion
analyses focused on three time periods:

e Morning from 5:00 AM to 11:00 AM

e Mid-day from 11:00 AM to 4:00 PM

e Evening from 4:00 PM to 10:00 PM

The daily AM peak and the PM peak were derived from the morning and evening time periods. Also
considered were some areas that have a high concentration of restaurants and retail businesses and
have a mid-day peak. Only weekdays were used since this is when most recurring congestion occurs.
The roadway network considered for the CMP analysis is made up of 615 miles of roadways in the
Canton metropolitan area. The following roadways are included in the network for the CMP analysis:
e All roadways included on the National Highway System
e All roadways classified as Principal Arterials, Minor Arterials, Major Collectors, and Minor
Collectors in the Federal Functional Classification System
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e  Major intersections that experience high traffic volumes
e  Other roadways to ensure a continuous CMP highway system

Next congestion was determined. According to Streetlight, the definition of congestion is anytime the
travel speed falls below 65 percent of the free-flow speed. The free flow speed is determined by
measuring what the speed is when the traffic is presumed to be flowing unrestricted. The free-flow
speed is not the speed limit. The free-flow speed on a highway that has a posted speed limit of 55 miles
per hour (mph) would normally be between 60 and 65 mph. The 65 percent of free-flow speed was
chosen for all roadway segment type except freeway segments. SCATS decided to use 75 percent

of free-flow speed on freeway segments given their higher speed and smaller changes can have a
greater impact on the system.

The speeds were compiled in 15-minute periods and averaged over the entire year for the same day
and time period. If an event such as an accident or construction activity slowed traffic just temporarily
the other days would average out that event. In the analysis the real speed has to be less than 65
percent (75 percent for freeway segments) of the free-flow speed averaged over four consecutive 15-
minute periods or one hour to be considered congested.

Based on the methodology described above, SCATS completed a roadway analysis. A comprehensive
listing of all freeway segments, freeway ramps, freeway interchanges, arterial segments, collector
segments, and intersections analyzed is listed in Appendix A. All congested roadways are listed in the
recommendations chapter sorted from most to least congested. Recommendations for improving
these congested segments are in Chapter 10 of this report.



Chapter 4.: Transit Methodoloqgy and Analysis

Funding and promoting transit are key elements in a multi-modal transportation system. With a
reliable and efficient transit system in place, overall roadway congestion can be relieved. Improving
transit operations, improving access to transit, and expanding transit service can help reduce the
number of vehicles on the road by making transit more attractive and accessible. In this chapter
transit level of service has been analyzed. The primary provider of transit in Stark County is SARTA.
The agency operates traditional fixed-route bus service, demand-response services for low-income,
elderly and disabled passengers, and express bus service to key destinations, such as the Canton-
Akron Airport. SCATS assists SARTA in providing the best possible public transportation service for
the greater Canton area. While passenger overcrowding is not a general system-wide issue in our area,
on-time performance and reliability are important to effective transit service. Transit on-time
performance is affected by congestion on the roadway as well as passenger loading and unloading,
payment, etc. Congested transit routes can lead to poor on-time performance and unreliability of the
transit network. This is an issue to those who rely on transit, especially vulnerable populations such as
individuals and families living in poverty, older adults, and the disabled. When transit is efficient and
reliable, it can provide an effective alternative to single occupancy vehicle travel and help reduce traffic
congestion.

SARTA provides two modes of Fixed Route bus service — Local and Express within the greater Stark
County area. Local includes service within the immediate Stark County area. Vehicle load for Local
Bus is currently 0.30 with a goal of no more than 1.0-1.5. SARTA also provides service to Akron and
Cleveland through Express Bus service. Vehicle load for Express Bus is .24 with the same goal as Local
Bus.

While SARTA does not track peak vs. non-peak service, headway and frequency are reviewed.
Currently, SARTA averages a Local headway of 65.9 minutes and a frequency of 0.91 buses per hour
for local service. The express headway is 60 minutes with a frequency of 1 bus per hour. Additionally,
the Cleveland Express route (4) runs three trips between Canton and Cleveland per day with a
dedicated Veteran ridership travelling to the Louis Stokes VA Clinic.

SARTA’s on-time performance is calculated based on departures from each bus stop as tracked by its
Automatic Vehicle Location (AVL) system. A report is then generated for a specific period. SARTA
follows a general rule of one (1) minute early or up to five (5) minutes late to determine if a route is
on-time. SARTA’s AVL system analyzes the on-time performance based on this same principle.
Currently, the average on-time compliance for the Local service was 80.17% and 71.38% for Express
with an overall on-time performance of 79.63%. SARTA works to ensure that schedules are adjusted
when necessary to provide the most reliable service possible.

SARTA has an extensive local bus network providing service to the cities and more densely-populated
townships. There are four transit centers that provide transfers, customer service, and facilities for the
SARTA ridership giving full access to numerous routes originating in the areas of Massillon,
downtown Canton, Belden Village, and Alliance. SARTA’s goal along these lines is that nobody should
walk more than a quarter mile to the bus stop. SARTA provides stops near most intersections, as well
as, in front of major multi-family complexes. When determining stop locations, SARTA’s
Transportation Route Coordinator takes into consideration stop spacing of 700 to 1200 feet depending
on factors such as urbanized area, intersection design, and overall safety of riders. This distance falls in
alignment with recommendations as stated in AASHTO’s Guide for Geometric Design of Transit
Facilities on Highways and Streets. These standards are as follows: 400 feet apart in a CBD; 660 feet
in an urban area; and 660-1320 feet in suburban areas. SARTA’s Express Route service keeps stops
spaced further apart, regardless of distance, due to the timing of the route. In order to provide reliable
Express Service, the bus cannot make frequent stops between the points of origin and termination.
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Chapter 5: Freight Methodology and Analysis

The movement of freight is an important part of a fully functioning transportation system. The
efficient movement of freight within and through a region is critically important to industry, retail
commerce, agriculture, international trade and terminal operators. Metropolitan areas with their air
cargo airports, freight yards, trucking terminals, and shipping facilities, are especially affected by
freight movement issues. Freight congestion can include delays at airports, water ports, rail facilities,
and on highways. In this CMP we mostly focus on highway-based freight congestion, where SCATS
can assist in funding improvements.

The SCATS freight planning process:

e Defines those elements of the area’s transportation system that are critical for the efficient
movement of freight

e Identifies ways to measure system performance in terms of freight movement

e Develops freight-oriented data collection and modeling in order to identify problems and
potential solutions, and ultimately

e Recommends broad strategies and specific projects designed to improve the movement of
freight throughout the transportation network

The highest priority needs in the SCATS area regarding freight movement involve improvements to
the highway system. The SCATS Congestion Management Process (CMP) Report addresses the needs
of the SCATS area in terms of highway improvements that streamline the flow of freight in the region.

SCATS’s freight planning process includes three primary strategies:
e Developing and maintaining databases and analysis tools for decision-making
e Interacting with SCATS members and freight stakeholders to better understand the freight
system, identify common issues, and build consensus
e Incorporating freight into the regional transportation planning process

Freight movement, by way of trucks, is heavily concentrated on freeways and major state routes. The
number of trucks on these roads range from 50 to 15,000 trucks per day, with I-77 through Stark
county being the busiest roadway for trucks. Highway improvements such as the extension of US-30
to State Route 44 and beyond will help improve the efficiency of freight movement on the area’s
roadways.
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SCATS has analyzed truck freight as it relates to job hubs for this CMP. Job hubs were identified based
on the number of traded-sector jobs in a particular area, with a focus on places with job density in the
top 5 percent in the region. The job hubs are clusters of employment in sectors of the economy like
manufacturing or business consulting that can export (or trade) goods and services outside of
Northeast Ohio.

There are approximately 172 at-grade crossings in the SCATS area (many are on abandoned or out-
of-service rail lines). High volume crossings are prioritized by scoring the number of trains per day
and the average daily traffic volume (ADT). The table below lists locations that have scores greater
than 30. The number of trains per day varies from year to year depending on the count locations
provided by ORDC and PUCO. Ideally, highway-rail grade crossings would be separated if feasible.
Grade separation projects eliminate safety and delay concerns by redirecting the vehicle and
pedestrian and traffic above or below the railroad tracks. Construction of overpasses and underpasses
is very costly and not always feasible due to geographic configuration.

Table 5-1: High Train and Vehicular Traffic Railroad Crossings

High-Volume At-Grade Crossings

Rank Street (Location) City, Village, or Township Trains Per Day | Traffic Volume | Score
1|Broadway Ave south of SR-153 Nimishillen 65 3,466 | 225.29
2|Beech St NE west of Oakhill Ave Washington 65 2,658 |172.77
3| W Vine St east of SR-183 Alliance 62 2,760 |171.12
4|N Union Ave (SR-225) north of Diehl Ct Alliance 40 3,151 | 126.04
5|Raff Rd SW (SR-297) north of Southway St Canton 10 12,134 | 121.34
6[N Chapel St (SR-44) north of Lincoln St Louisville 10 10,405 [ 104.05
7 |E Patterson St west of Liberty Ave Alliance 26 3842 | 99.89
8|Marion Motley Ave NE south of 9th St NE Canton 10 8,991 | 8991
9|Perry Dr SW north of Southway St Perry 7 11,706 | 81.94

10 [Dueber Ave SW north of Navarre Rd Canton 10 7762 | 77.62
11| W Main St (SR-153) east of Constitution Ave Louisville 10 7,349 | 73.49
12] 16th St SE south of Harsh Ave Massillon 10 6,135 | 61.35
13| Tuscarawas St E (SR-172) east of Gibbs Ave Canton 10 5,748 | 57.48
14 [Genoa Ave SW south of 13th St SW Perry 8 7,167 | 57.34
15| Freshley Ave NE north of W Main St Alliance 10 4,803 | 48.03
16 [N Park Ave north of Keystone St Alliance 67 707 | 47.37
17 [Manchester Ave NW (SR-93) south of Orrville St Lawrence 8 5444 | 43.55
18| W Cherry St (SR-93) north of Nevada Ct Canal Fulton 6 5970 | 3582
19| Clarendon Ave SW north of Navarre Rd Canton 10 3,262 | 32.62




Chapter 6. Incident-Related Congestion

Incident-related traffic congestion is congestion that occurs due to a non-recurring incident. In most
cases, this incident is a traffic crash. While crashes can happen anywhere at any time, some locations
are more prone to crashes than others. Locations with both frequent crashes and recurrent congestion
will be significantly more congested. Effective transportation planning requires that incident-related
congestion be analyzed.

In order to analyze incident-related traffic congestion, traffic crash data must be reviewed. SCATS
publishes an annual report detailing traffic crashes in our region; the latest version being published in
September, 2023. The Stark County Crash Report and Safety Workplan analyzed traffic crashes for
sections and intersections between 2020 and 2022, utilizing crash records provided by the Ohio
Department of Public Safety (ODPS) and the Ohio Department of Transportation (ODOT) for the
years 2020, 2021 and 2022.

The analysis of freeway crashes in the SCATS area is done by the central office of the Ohio Department
of Transportation (ODOT) in Columbus. ODOT’s analysis of freeways is done using their own
methodology which is derived from the Highway Safety Manual. The freeway system is divided into
rural and urban sections.

In an effort to make data-driven decisions and determine operationally sensitive corridors throughout
the state, ODOT has developed the Traffic Operations Assessment Systems Tool (TOAST). In TOAST
routes are segmented into the State Priority System with breaks at the urban area boundaries,
interchange center points, and road functional class changes. Multiple data categories make up
TOAST. For each category, data ranges were normalized into values of 0-10, then multiplied by a
weighting factor. The total score for a route is calculated as a percent based on the score for each
category divided by the total possible maximum score. In general, the higher the percent, the better the
route is performing; whereas, the lower the percent, the more likely a route is to benefit from
improvements. The data categories that make up TOAST are listed below:

- Percent of time motorists can travel at or near (90%) of the reference
speed (free-flow speed defined by data provider).
- A potential bottleneck is detected when speeds on a segment drop to 65% of reference
speeds and cause at least a two-minute delay.
- The time from report of an incident until the entire scene is cleared.
- Percent of crashes that occurred as a result of a previous incident.
- Calculated based on a weighted average for each segment.
- Weighted average of percent trucks (average daily truck volume + average daily
total volume).
- A route’s potential for safety improvement by density based on its peer
group.

Areas of incident-related congestion are determined based on a composite score which considers both
number of crashes and their severity to determine locations where incident-related congestion is most
likely to occur. For a complete description of how the composite score is determined, please review the
methodology in the SCATS Crash Report and Safety Work Plan for 2020-2022. Table 6-1 shows the
arterial locations with hazard ratings greater than 7.

Similar to arterial segments, areas of incident-related intersection congestion are determined based on
composite score. The intersections with hazard rating greater than 16 are listed on Table 6-2.
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Table 6-1: Sections with Hazard Ratings Greater Than 7

2022 [ 2021 [ 2020| 2022 |Possible | Non-Incapacitating | Incapacitating Total [Severity|Crash| Crashes |Hazard

Location ROADNAME | From Road Name TO Length [ Total | Total | Total| ADT | Injury Injury Injury Fatal[ Crashes | Index | Rate [PerYear| Rating
Canton 3rd St SW McKinley Ave Market Ave 0.19 0 0 17 1,200 0 1 0 0 17 1.18 5.67 66.99 78.81
Canton Navarre Rd Gambrinus Ave  Maryland Ave 0.39 3 5 3 2,200 1 5 0 0 11 2.55 3.67 11.67 29.71
Pike Twp Gracemont St Sherman Ch Dueber Ave 1.61 2 3 5 600 1 0 2 0 10 2.80 3.33 9.43  26.40
Canton Allen Ave 23rd St SE 14th St SE 0.95 2 6 4 1,200 1 1 0 1 12 2.33) 4.00 9.66 22.53
Nimishillen Twp Lesh Ave Kirby Ave Broadway Ave 1.01 4 3 5 1,000 1 1 1 0 12 2.08 4.00 10.80 22.50
Canton 12th StNW Fulton Dr Shorb Ave 0.24 12 18 9 9,400 3 3 0 0 39 1.38 13.00 15.71 21.75
Perry Twp Stump Ave Navarre Rd Richville Ave 0.77 5 8 3 2,600 0 2 2 0 16 2.38/ 5.33 7.31 17.37
Canton Twp Sherrick Dr Warner Ave Belden Ave 0.67 3 3 5 1,100 0 1 0 0 11 1.27 3.67 13.54 17.23
Canton 12th St NW Shorb Ave McKinley Ave 0.13 3 2 6 10,400 1 1 1 0 11 2.18 3.67 7.31 15.95
Canton Cherry Ave 6th St NE 9th St NE 0.24 1 5 5 6,600 1 2 1 0 11 245 3.67 6.45 15.82
Canton 12th StNW McKinley Ave Market Ave 0.31 3 16 11 12,690 2 5 1 1 30 2.27 10.00 6.96 15.78
Canton Fulton Dr 7th StNW 12th St NW 0.38 2 9 3 5,500 1 3 0 1 14 2.57 4.67 6.10 15.68
Canton 19th St NE Gibbs Ave Maple Ave 0.45 10 6 7 4,700 2 3 0 0 23 157 7.67 9.86 15.43
Canton 15th St SW Dueber Ave Cleveland Ave 0.56 2 7 3 2,200 1 2 0 0 12 1.67 4.00 891 14.84
Canton 12th St NE Market Ave Walnut Ave 0.21 4 8 8 8,200 1 2 0 0 20 140 6.67 10.40 14.56
Sugar Creek Twp Justus Ave Dolphin Ave Lawndell St 2.01 4 4 2 1,300 0 4 1 1 10 410 3.33 3.49 14.32
Canton Twp Sherman Ch Fohl St Faircrest St 1.72 7 5 9 2,100 2 4 2 0 21 2.52/ 7.00 532 13.43
Osnaburg Twp  Ravenna Ave Mapleton St Orchard View 1.07 3 3 5 2,300 1 4 0 1 11 3.27) 3.67 4.09 13.37
Canton Cleveland Ave  6th St NW 9th St NW 0.22 3 5 5 5,300 0 1 0 0 13 123 433 1041 12.81
Canton 12th St NE Gibbs Ave Lawrence Rd 0.28 3 8 1 5,799 2 2 0 0 12 1.83 4.00 6.82 12.50
Canton 11th St SW Maryland Ave Harrison Ave 0.64 4 7 8 3,800 2 3 0 0 19 1.68 6.33 7.12 11.99
Osnaburg Twp  Orchard View Indian Run Ravenna Ave 1.61 4 2 6 1,500 1 2 0 1 12 2.58 4.00 454 11.72
Canton Maryland Ave Navarre Rd 11th St SW 0.66 2 4 5 1,300 0 0 0 0 11 1.00 3.67 11.72 1172
Canton 12th St NE Cherry Ave Gibbs Ave 0.26 5 8 4 8,300 2 2 0 0 17 1.59 5.67 7.08 11.25
Canton 13th/12th St NW Harrison Ave Monument Dr 0.46 7