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EASTGATE REGIONAL COUNCIL OF GOVERNMENTS
Serving Northeast Ohio since 1973
The Eastgate Regional Council of Governments is a multipurpose Regional Council of Governments for Ashtabula, Mahoning and Trumbull Counties, as established by Section
167.01 of the Ohio Revised Code. Eastgate is the agency designated or recognized to perform the following functions:
• Serve as the Metropolitan Planning Organization (MPO) in Mahoning and Trumbull counties, with responsibility for the comprehensive, coordinated, and continuous
planning for highways, public transit, and other transportation modes, as defined in Fixing America’s Surface Transportation Act (FAST Act) legislation.
• Perform continuous water quality planning functions in cooperation with Ohio and U.S. EPA.
• Provide planning to meet air quality requirements under FAST Act and the Clean Air Act Amendments of 1990.
• Administration of the Economic Development District Program of the Economic Development Administration.
• Administration of the Local Development District of the Appalachian Regional Commission.
• Administration of the State Capital Improvement Program for the District 6 Public Works Integrating Committee.
• Administer the area clearinghouse function, which includes providing local government with the opportunity to review a wide variety of local or state applications for
federal funds.
• Administration of the Clean Ohio Conservation Funds
• Administration of the regional Rideshare Program for Ashtabula, Mahoning, and Trumbull Counties.
• With General Policy Board direction, provide planning assistance to local governments that comprise the Eastgate planning area.

Title VI/Non-Discrimination Policy
It is Eastgate’s Policy that all recipients of federal funds that pass through this agency ensure that they are in full compliance with Title VI and all related regulations and
directives in all programs and activities.
No person shall, on the grounds of race, color, national origin, sex, age, disability, low-income status, or limited English proficiency be excluded from participation in, be denied

the benefits of, or be otherwise subjected to discrimination under any of Eastgate’s programs, policies, or activities.

This report was financed by the Ohio Department of Transportation and Eastgate Regional Council of Governments.
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EXECUTIVE SUMMARY
Eastgate Regional Council of Governments (Eastgate) established the Corridor Planning Program
in 2019. The intent of the initiative is to compliment the development of the 2050 Metropolitan
Transportation Plan and to assist its member communities in improving the viability and
adaptability of a transportation system built in and for a different era. Corridors form the primary
connections between cities, neighborhoods, suburbs, and the region. Eastgate as a Metropolitan
Planning Organization (MPO) is in a unique position to plan for corridors given that MPOs can
facilitate land use and transportation concepts, connect infrastructure to development
decisions, and coordinate redevelopment along multi-jurisdictional corridors by building
partnerships between numerous public and private organizations.
In 2020, Eastgate identified State Route 46 in Weathersfield Township and the City of Niles to
be studied through this program. The planning extent for this project begins at the Interstate 80
interchange at SR 46 and extends 4.14 miles north to the intersection of N Main St (SR 46) with
Robbins Ave in the City of Niles. The corridor is an important connector between IR-80 and the
region’s third largest city.
The issues identified along the corridor were transportation safety, multimodal transportation
accessibility, and efficient land use – issues that cannot be addressed without a collaborative
and coordinated approach. However, this program has its limitations. Therefore, Eastgate
developed an approach that would offer Weathersfield Township, the City of Niles, and their
partners a vision of what could be. This vision outlines the corridor, identifies issues, and offers
possible solutions all framed within the context of the Corridor Planning Program goals.
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PROJECT PURPOSE AND ANTICIPATED OUTCOMES
Corridor Planning Program
As stated previously, Eastgate established the
Corridor Planning Program in 2019 with the intent
to complement the development of the 2050
Metropolitan Transportation Plan and to assist its
member communities in improving the viability
and adaptability of a transportation system built
in and for a different era. It looks at how
transportation funding, project selection, and
planning can better complement land use
planning that encourages investment and
revitalization of established neighborhoods and
regional collaboration.
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GOALS OF THE PROJECT
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Increase accessibility
of the existing
transportation
network and
emphasize multimodal transportation
options

Support safer
transportation for all
road users
throughout the entire
study area

Offer solutions for
issues identified
along the corridor
that will enhance the
form and function of
the local communities

THE
STUDY
AREA
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CORRIDOR OVERVIEW
The 4.1-mile-long corridor of SR 46 examined in this plan varies widely from the highway centric
land use and function near the IR-80 interchange to the downtown core of the City of Niles.
Along the corridor there are changes not just in the surrounding environment, but the
infrastructure and adjacent land uses. SR 46 is a valuable connector for the communities of the
City of Niles and Weathersfield Township; not just between each other, but as a primary route
north and south from Ashtabula to Columbiana Counties and even east and west along IR-80.
The interstate’s transcontinental route spans from San Francisco to New York City and is vital to
the local region’s commerce and tourism by providing a direct connection to larger metro areas
regionally and nationwide.
For the purpose of this study, the corridor has been broken out into four primary segments
based on its form and function. From south to north, the SR 46 study area begins at the IR-80
interchange and continues to the intersection of SR 46 and County Line Rd. Moving north, the
land use along SR 46 becomes more active into the Mineral Ridge Segment in Weathersfield
Township, which resembles more of a small town and almost main street form. The Connector
Segment is more sparsely developed and acts as a connector between the two neighboring
communities. Lastly, from Fifth Ave up to Robbins Ave is the Niles Segment, which passes
through a residential community south of the bridge over the Mahoning River and an urban
downtown core to the north of the bridge.
The transportation infrastructure of SR 46 is the focal point of each of the previously mentioned
segments and the question of how the present infrastructure facilitates urban movement can be
explored qualitatively. This study also explores values-based questions of that infrastructure to
examine transportation from the aspects of safety, speed, and throughput.

REGIONAL LOCATION
The SR 46 Corridor examined in this plan is an
approximately 4.1-mile-long corridor connecting the City
of Niles in Trumbull County, Ohio to Interstate 80 (IR-80).

The corridor is centrally located in the Greater Midwest
region and nearly equidistant between Cleveland, Ohio
and Pittsburgh, Pennsylvania as well as New York City,
New York and Chicago, Illinois. Direct on and off ramp
access to IR-80 is a primary strategic asset of the
corridor.
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CORRIDOR
SEGMENTS

Interchange Segment
The southernmost extent of the SR 46 study area from IR-80 to
County Line Rd is predominantly defined by off-highway
activity. This segment has a presence of truck stops, gas
stations, chain restaurants, fast food/drive-thru businesses,
hotels, and a carpool lot that are set in an auto-oriented form.
Of the study area segments, the interchange area has the
highest traffic volumes, with a 2021 AADT of 20,693 according
to ODOT.
In 2020, ODOT completed a widening project on SR 46 from
Webb Rd to County Line Rd to accommodate an additional
northbound thru-lane as well as a widening north of County
Line Rd to accommodate a southbound left-turn lane at the
County Line Rd intersection. Additional improvements included
curb radius reconstruction along the west side of the roadway
at the SR 46 and Webb Road intersection, new sidewalk along
the east side of SR 46, new curb and gutter, and a new storm
sewer drainage system along the east side of SR 46.
Considering the recent roadway improvement project and
safety data that shows a reduction in crashes over the past 3
years, there are no transportation related recommendations as
this segment appears to be functioning in a manner that is
appropriate for its developed form.
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Mineral Ridge Segment
Mineral Ridge is a Census Designated Place within
Weathersfield Township, and the mixed residential and
commercial development is the defining feature of this
segment. Along this segment are local businesses, single
and multi-family residential, commercial retail, a
community park, and access to a high school. ODOT
shows the 2020 AADT for this segment to be 10,907.
In evaluating the built environment for this study, Eastgate
utilized a methodology from the Centers for Disease
Control and Prevention called, simply, the Built
Environment Assessment Tool. This corridor study was
Eastgate’s first attempt at collecting this data and as such
any extrapolation of information at this stage is minimal. It
will require the collection of data at more locations to fully
realize the utility of the tool. Data for the tool was
collected along this segment as well as the Niles segment.
The block between Williamson St and Stewart St received
the highest built environment score, mostly due in part to
the presence of the community park, locally owned
businesses that have store frontage set near the roadway,
and a crosswalk at Stewart St. This block could be
improved by better defining the pedestrian zone with new
curb and sidewalk on the west side of the street as
business parking lots seem to have paved over the
sidewalk area and the minimal curb acts as a drive
entrance for much of the block.

Connector Segment
The Connector Segment is a simple stretch of the corridor.
Development is thin and limited to being more industrial in nature.
At the south end of the segment there is a crossing of the
Western Reserve Greenway Trail at SR 46. At this location SR 46
is two lanes and has a speed limit of 40 miles per hour. This
crossing is marked with a painted crosswalk and dual mounted,
push-button activated Rectangular Rapid Flashing Beacons
(RRFBs). This treatment has been deemed by ODOT to be the
most appropriate traffic control implementation considering the
number of lanes, speed, traffic volumes, and available sight
distance at this location. A review of crash data for this location
shows no reported bicycle or pedestrian crashes over the past 5
years.
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Niles Segment
The Niles Segment has two distinct areas, a
southern portion that is more of a residential
neighborhood with some businesses along SR 46
and a northern section that is the City’s Downtown.
These two areas are separated by the Mahoning
River and connected by a 4-lane bridge crossing
that has pedestrian access on the west side only.
The southern area of this segment would be well
served by developing improved connections to the
middle school and the Mahoning River. Over the last
few decades there have been many concepts for
accessing the river in this area and installing boat
launches, trails, and parks. Most recently, Eastgate
has conducted a series of studies focused on
restoring the Mahoning River
(https://eastgatecog.org/mahoningriver) as well as
identifying the most impactful ways to utilize the
adjacent land.

Niles Segment
In the downtown area, truck traffic poses a significant
challenge as it is difficult for the large vehicles to
maneuver around corners, which either results in the
truck having to swing into traffic moving in the
oncoming direction or mounting the curb, which
causes damage to the infrastructure and is a hazard to
pedestrians on the sidewalks. The City’s truck routes
were surveyed to identify alternative routes to mitigate
trucks having to navigate the tight urban corners in the
downtown area, however a route that was initially
identified comes with its own challenges.

It was thought that trucks could be routed to Belmont
Ave rather than directly down Main St. On Belmont
Ave, south of McKees Ln, the roadway has an at-grade
railroad crossing. The grade ascending and
descending from this crossing appears to be quite
exaggerated and may be too challenging for a truck to
navigate. Additionally, the roadway would need to be
reconstructed to accommodate this new type of
traffic, which would likely be a costly initiative.
An alternative to adjustments to truck routes, is
engineering the downtown curbs to a two-stage curb
as seen in the diagram to the right. This design
maintains the typical curb radius for most automobile
traffic but allows flexibility for trucks to mount the first
stage when taking a turn. Pedestrians are protected
from this movement by being set behind the truncated
dome on the second stage.
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Niles Segment
The downtown of the City of Niles still maintains high quality,
urban building stock. However, there appears to be a large
amount of downtown land area dedicated to surface parking. The
City should pursue a parking study through Eastgate to identify
parking assets and collect basic information on utilization rates
and recommendations for improving parking management. A
parking study would be a first step in better understanding the
types of activity currently present in the downtown area and
assembling a listing that prioritizes parking properties for future
infill development.

TRANSPORTATION SAFETY

During the development of the Regional Safety Study in 2016 Eastgate developed a list of priority
locations that had safety issues using Safety Data from 2012 to 2014. Several factors such as
Crash Rate, Crash Severity, and Crash Frequency were all evaluated for every intersection and
every segment in the Eastgate region. Each county’s lists were developed independently, and the
Intersections and Segments were also developed independently. Two locations along the SR 46
study area make the priority list for segments in Mahoning County. Three additional locations along
the corridor are highlighted in this section, but do not appear on the regional high priority lists. The
preliminary safety reports for each of the following locations can be found on the Corridor Planning
page of Eastgate’s website - https://eastgatecog.org/regional-planning/corridor-planning.
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Safety Overview of the Entire Corridor
Crash data from 2017-2019 for the study area shows the
most common crash type to be rear end collisions with a
most common contributing cause of “following too close /
acda”. Environmental conditions were not a significant factor
for a majority of the crashes during this period. Human
factors relating to age, both young and old drivers, as well

Recommendations
To facilitate lower travel speeds and a safer
transportation environment for high crash risk
groups, the following interventions should be
explored:
▪

as distraction were common occurrences.

classification should be examined for potential
revision to re-classify as a Minor Arterial based
on traffic volume, lane width, shoulder width,
and adjacent land use. This re-classification
may help better align the purpose and function

The corridor has shown a reduction in total crashes and a
reduction in the severity of the crashes over the past three
years. Given that, there are some high-level transportation
safety concepts that could be explored as a means to
continue reducing the number and severity of crashes. The
corridor study area should have a focus on reducing vehicle
travel speed to address the number of rear end collisions
that occur. Older and younger drivers typically fall into
higher crash risk groups. Older drivers frequently suffer
from reduced reaction and perception times, reduced vision
and flexibility, and increasing fragility. Younger drivers lack
experience and may be immature. This combination leads to
excessive risk-taking and poor judgment. Lower travel
speeds can help accommodate these drivers as well as

reduce the likelihood of more severe crashes.

Functional Classification Review: SR 46 is
currently classified as a Principal Arterial; this

of the corridor with the current activity and use,
leading to improved safety outcomes.
▪

Engineering improvements: a more thorough
evaluation of travel speed should be conducted
to identify locations where engineering
improvements to the roadway infrastructure
could help facilitate safer travel. Interventions
such as installing traffic control measures at
currently uncontrolled intersections, curb
bump-outs at crosswalks, and other traffic
calming measures.
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Safety Overview of the Entire Corridor
This area has experienced 361 crashes in the last 3 years with an average of 120.33 crashes per year. The
worst year was 2017 with 136 crashes. The youngest driver was 12 and the oldest driver was 96.
The most common crash type was rear end. The most common contributing cause was following too close /
acda. The Average Annual Daily Traffic in 2019 for the area was 15,010. The Average Daily Zone Traffic count
in 2018 for the area was 14,517.
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SR 46 from Silica Rd to E Liberty St
The #4 and #5 high priority segments in Mahoning County
are SR 46 from W Webb Rd to E Liberty St and from Silica Rd
to Interstate Blvd. This area has experienced 361 crashes in
the last 5 years with an average of 72.20 crashes per year.
The worst year was 2015 with 97 crashes. The youngest
driver was 16 and the oldest driver was 96. The most
common crash type was rear end. The most common
contributing cause was following too close / acda. The
Average Annual Daily Traffic in 2019 for the area was
11,354. The Average Daily Zone Traffic count in 2018 for the
area was 19,512.

Recommendations
▪ The contributing cause of over 60% of the
crashes in this area was following too close / acda
and failure to yield. This segment has the highest
traffic volume of the study area and contains
many drive entrances for businesses, some within
close proximity to on/off ramps from the
interstate. Better access management, by closing
unnecessary driveway entrances, would allow for
drivers to give more advanced notice of an
upcoming slowdown. A more focused and
targeted study should be conducted to evaluate
the necessity of existing driveway entrances and
potential alternate routes to consolidate the
number of curb cuts along the roadway.
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SR 46 from Blunt St to Williamson St
This segment is not listed as a high safety priority but was
observed more closely as a part of this study. This area has
experienced 33 crashes in the last 5 years with an average
of 6.60 crashes per year. The worst year was 2015 with 8
crashes. The youngest driver was 16 and the oldest driver
was 84. The most common crash type was rear end. The
most common contributing cause was following too close /
acda. The Average Annual Daily Traffic in 2019 for the area
was 9,158. The Average Daily Zone Traffic count in 2018 for
the area was 13,305.

Recommendations
▪ Based on the initial review of crash data at this
location, there are no high priority recommended
actions, but some attempt to mitigate future
crashes at this location should be considered
▪ There may be a justification for some level of
traffic control intervention at the Depot St
intersection based on traffic volume along that
roadway. The introduction of a traffic signal
would slow traffic along this entire segment and
allow for better reaction time to prevent rear end
crashes (57% of total), but a less intensive
treatment could be the installation of overhead
flashing yellow lights to draw attention to the
intersection and signal to motorists on SR 46 to
exercise caution as they approach the area. A
more thorough study of the intersection would be
needed to justify and determine the best traffic
control intervention.
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SR 46 from 5th St to 1st St
This segment is not listed as a high safety priority but was
observed more closely as a part of this study. This area has
experienced 57 crashes in the last 5 years with an average
of 11.40 crashes per year. The worst year was 2015 with 13
crashes. The youngest driver was 16 and the oldest driver
was 79. The most common crash type was rear end. The
most common contributing cause was following too close /
acda. The Average Annual Daily Traffic in 2019 for the area
was 16,554. The Average Daily Zone Traffic count in 2018
for the area was 15,532.

Recommendations
▪ The highest occurrence of crashes in this
segment occur at 7:00 am and between 2:00 and
4:00 pm, which correlates to traffic related to the
nearby Niles Middle School. The establishment of
a school zone within this segment with a reduced
speed limit during designated hours may prove a
useful tool at reducing speeds and mitigating the
number of crashes. A school zone would also
provide a safer crossing environment for students
who walk and bike to school as the slower traffic
would create a less stressful crossing at side
street intersections with SR 46.
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SR 46 from State St to Neil St
This segment is not listed as a high safety priority but was
observed more closely as a part of this study. This area has
experienced 92 crashes in the last 5 years with an average
of 18.40 crashes per year. The worst year was 2015 with 27
crashes. The youngest driver was 16 and the oldest driver
was 89. The most common crash type was rear end. The
most common contributing cause was following too close /
acda. The Average Annual Daily Traffic in 2019 for the area
was 8,800. The Average Daily Zone Traffic count in 2018 for
the area was 16,594.

Recommendations
▪ 13% of crashes in this location were caused by
someone who ran a red light. The installation of
red-light cameras at traffic light controlled
intersections would mitigate this behavior a
reduce the occurrence of these types of crashes.
▪ Traffic calming measures like curb bump-outs
could be installed and serve multiple functions
like, reducing the crossing distance for
pedestrians and reducing vehicle speed, which
would allow motorist better reaction time and
reduce the severity of crashes. A reduction in
travel speed may be likely to mitigate some rear
end crashes, which make up 52% of the total
crashes in this segment.

BICYCLE
AND
PEDESTRIAN
REVIEW
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Bicycle and Pedestrian Review
The most significant aspect of bicycle and pedestrian
infrastructure within the study area is the Niles Greenway, which
is a part of the larger Great Ohio Lake-to-River Greenway. This
trail is continuous from Western Reserve Road in Mahoning
County, north to the Niles Trailhead. From there the Phase IV
Western Reserve Greenway Trail project will connect it to the
existing trail in Warren that continues north into Ashtabula
County, up to Lake Erie.
Within the study area, the Greenway Trail crosses SR 46 at one
location, north of Salt Springs Road. At this location SR 46 is two
lanes and has a speed limit of 40 miles per hour. This crossing is
marked with a painted crosswalk and dual mounted, push-button
activated Rectangular Rapid Flashing Beacons (RRFBs). This
treatment has been deemed by ODOT to be the most appropriate
traffic control implementation considering the number of lanes,
speed, traffic volumes, and available sight distance at this
location. A review of crash data for this location shows no
reported bicycle or pedestrian crashes over the past 5 years.
The Greenway Trail provides excellent North-South regional
accessibility that will be further improved following the
completion of Phase IV, but East-West connections are absent.
There are conceptual trail projects that have addressed this need,
but none of those concepts have advanced as of the writing of
this study. Eastgate will further explore regional trail connectivity
in the agency’s upcoming Regional Bicycle Plan Update in Fiscal
Year 2022.
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Bicycle and Pedestrian Review

Bicycle and Pedestrian Review
Eastgate’s most recent bicycle suitability identifies SR 46 as
recommended for advanced riders that are very comfortable
riding on road in mixed traffic. Other than the Greenway Trail,
there is no other implementation of bicycle infrastructure, such
as bicycle lanes, cycletracks, or other dedicated facilities.
Additionally, no signage or pavement markings (“sharrows”) are
in place to notify motorists of the presence of people on
bicycles. Most people who ride bicycles may find themselves
comfortable on the local roads but would be made more
comfortable accessing local amenities with safe, dedicated
infrastructure.
Traffic volume and available right-of-way limit the potential of
dedicated bicycle facilities directly on SR 46, however the
Greenway Trail provides north-south accessibility. To
complement that accessibility, east-west routes should be a
priority consideration for building out a non-motorized
transportation network. Whether the conceptual off-road trails
or utilizing right-of-way on roads like Salt Springs, Ohltown
McDonald, or County Line, a well connected and safe bike
network could set this corridor apart from others in the region
and attract more residential and business development.
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Bicycle and Pedestrian Review
Sidewalk availability is generally appropriate throughout the
corridor and exists in locations where it is most necessary.
An inventory was compiled to assess where sidewalk
installation should occur, but this does not consider
sidewalk condition. As shown in the map to the right, the
Mineral Ridge Segment has adequate sidewalk coverage,
but there are a few gaps that should be addressed to
complete the connected network of sidewalks. A more
thorough assessment should be conducted as a part of an
asset management plan.
In 2019, the City of Niles completed a Downtown Inventory
report which collected data on streetscape components and
a sidewalk condition inventory. Additionally, at the time of
this study, the City of Niles is conducting an Active
Transportation Plan that will identify areas of investment
related to nonmotorized transportation. The City should
utilize the data from these two plans to develop a Capital
Improvement Plan for active transportation improvements. A
CIP will enable the City to be more effective at applying for
grant funding to implement the identified projects.
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