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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, connect infrastructure to development decisions, and
coordinate redevelopment along multi-jurisdictional corridors by building partnerships between
numerous public and private organizations.
In 2019, the City of Youngstown and Liberty Township jointly applied for Belmont Avenue to be
studied through this program. The planning extent for this project begins at the intersection of
Belmont Ave and Federal St in Downtown Youngstown and extends 4.66 miles north to the
intersection of Belmont Ave with Excellence Dr in Liberty Township. The corridor is an important
connector between IR-80 and Youngstown’s Downtown.
The issues identified in the corridor were transportation, revitalization and economic
development issues – 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 the City of Youngstown, Liberty Township, 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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GOALS OF THE PROJECT
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Increase accessibility
of the existing
transportation
network and
emphasize multimodal transportation
options

Support ongoing and
future economic
development that will
contribute to a vibrant
community

Offer solutions for
transportation issues
along the corridor
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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.

The intent of the Corridor
Planning program is to
provide capacity for the
development of plans to
assist local communities in
establishing a vision for
corridor and community
improvement.
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PROJECT PURPOSE AND ANTICIPATED OUTCOMES
Evaluate the key focus
areas along the
corridor

Evaluate key drivers
influencing the need
for transportation
improvements with a
focus on opportunities
for economic
development

Develop a range of
solutions to the
transportation,
revitalization, and
economic challenges
influencing the
corridor

Review revitalization
needs along corridor

Identify potential
funding sources for
the solutions

THE
STUDY
AREA

STRATEGIC LOCATION
The Belmont Avenue Corridor examined in this plan is an
approximately 4.7-mile-long corridor connecting Liberty
Township in Trumbull County, Ohio to Downtown
Youngstown in Mahoning County, Ohio. 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 Interstate 80 (IR-80) is a primary strategic asset of the
corridor as well as the presence of several local anchor
institutions along the corridor, including Youngstown
State University and Mercy Health – St. Elizabeth
Youngstown Hospital.
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CORRIDOR OVERVIEW
The 4.7-mile-long corridor of Belmont Avenue examined in this plan varies widely from the
downtown urban fabric near its intersection with West Federal Street to its lightly developed
expanses north of the interchange at Interstate 80. Along the corridor there are changes not just
in the surrounding environment, but the infrastructure and adjacent land uses. Belmont Avenue
is a valuable connector for the communities of the City of Youngstown and Liberty Township;
not just between each other, but as a primary route within the Mahoning and Trumbull County
region 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 five primary segments
based on its form and function. From south to north, Belmont Avenue begins at the intersection
with West Federal St and acts as an alternative arterial to Fifth Avenue servicing traffic flow to
the Central Business District of Downtown Youngstown and Youngstown State University. This
segment of the corridor also provides access to IR-680 and US-422 via the Madison Avenue
Expressway. Moving north, the land use along Belmont Avenue becomes more active into the
Medical Services Segment, which is the site of Mercy Health Youngstown – St. Elizabeth
Hospital and several other medical service-related offices and businesses. The Northside – Brier
Hill Segment of the corridor sees the land use become more residential as these mature
neighborhoods fill in the blocks adjacent to Belmont Avenue. Upon nearing the intersection with
Gypsy Lane, the corridor begins to exhibit suburban commercial development land use patterns.
Lastly, the area near the IR-80 interchange and the remainder of the corridor moving north is
broken out into a segment to represent the different manner in which users of the roadway
interact with the corridor.
The transportation infrastructure of Belmont Avenue 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.
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CORRIDOR OVERVIEW
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CORRIDOR OVERVIEW
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CORRIDOR OVERVIEW

The median age of residents
in the study area (43.4)
trends slightly lower than that
of Mahoning (43.5) and
Trumbull (44.2) Counties, but
is still much older than the
median age for the State of
Ohio (39.4).

Of the 4,745 households in the
study area, 937 report having
no vehicle access. 20% percent
of the area’s household rely on
transportation other than a
personal automobile. As a
result, residents in this are
report higher rates of
carpooling, walking, public
transportation, and other
means than Mahoning County,
Trumbull County, and State of
Ohio averages.

Only 12% of the area’s
housing was built within the
last 40 years, with 57%
having been built prior to
1960.

The residential population of
the study area is 11,739 and
the estimated daytime
population is 22,671, with 66%
of those being workers in the
area and 34% of those being
residents.

HISTORICAL
AND
SOCIAL
CONTEXT

Photo credit: cinematreasures.org, username: william
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HISTORICAL AND SOCIAL CONTEXT
In general, there is an observable difference in the land uses and communities on the West and East sides of
Belmont Ave. These differences provide an insight into the effects that the development decisions made
throughout the history can have on communities. To understand these effects, this section of plan outlines
general concepts of the historical pattern of development and later touches on more specific applications of
those concepts that have resulted in the current conditions of the neighborhoods along Belmont Ave.
This plan is an examination of what is and isn’t regarding the Belmont Avenue corridor. The observations and
findings are rooted in logic; however, it is important to point out a few foundational aspects of planning as an
institution.

Walking Horsecar Era
Transportation is a major influential factor in how cities grow and there are four major eras of city growth that got
us to where we are today. From the time of human’s earliest settlements to about 1890, the Walking Horsecar
Era describes a time when most everyone walked for transportation. This influenced the cities of the time by
restricting the size to allow for someone to walk from the periphery to the city center in approximately 30
minutes. This was generally the limit of the size of cities from the dawn of civilization to about the 1820’s and
1830’s. At this point the Industrial Revolution began to have an effect on cities. The purpose and uses within
cities changed from being markets for goods grown and produced on the outskirts to industrial centers. In the
United States, cities began to urbanize at this time and draw people in from other countries. This influx of new
residents and increase in density saw the cities of the time expand in size outward, so that a walk from the
periphery to the center was about 45 minutes, but horse drawn streetcars, on rails became more commonplace
to increase the speed and efficiency of transportation.

Youngstown’s first horse drawn streetcar made its debut on May 5, 1875. The
route stretched from Jefferson Street in Brier Hill to East Federal Street
downtown.
Mahoning Valley Historical Society

http://mahoninghistory.blogspot.com/2007/08/from-horse-car-to-bus-public.html

HISTORICAL AND SOCIAL CONTEXT

Electric Streetcar Era
The next innovation in transportation brought on
the Electric Streetcar Era, from about 1890 to
1920. Electric streetcars replaced horse drawn
streetcars, increasing speed, capacity, and
reliability. These improvements opened up
areas on the edges of existing cities for new
residential development. The development
pattern in this era was different from previous
city growth in that the development followed
the fixed streetcar line rather than in a more
uniform pattern to remain a set distance from
the city center.

This map shows the electric railway trackage that
existed in the Youngstown area, in red. Some
trackage extends beyond Youngstown, as part of the
interurban system.

Chicago Rail Fan
https://www.chicagorailfan.com/yngmapt.html)
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HISTORICAL AND SOCIAL CONTEXT
Recreational Automobile Era
From 1920 to 1945, cities saw another shift with the shift to the Recreational Automobile Era. This was the firsttime automobiles were being manufactured that middle-class families could afford. This changed the way people
though about places, as they no longer had to live near a streetcar line to navigate the city. The car changed the
design of urban regions. The first two eras needed a focal point, a central business district to work as a region.
Streetcar lines started in the suburbs and brought people downtown. The car, on the other hand, meant that
people could quickly get to anywhere within the region and job growth began to occur outside the central
business district.

Freeway Era
In 1945, the Freeway Era began to form. Previous eras were defined by a novel mode of transportation – walking,
streetcars, and automobiles – but the Freeway Era is defined by the dominance of the car. During the
Recreational Automobile Era, cities built infrastructure for cars, but after the conclusion of World War II States
began building highways. The watershed year for this era was 1956, with he passage of the Federal Highway
Act, which resulted in States building a massive network of freeways that connected distant cities, ringed urban
centers, and changed transportation connectivity within urban areas by increasing speed and convenience for
the car owning population. This allowed for cities to sprawl out in the surrounding countryside and saw new job
centers develop near beltways around the outside of the urban center often near interchanges. Development
patterns in these areas began to focus more on amenities to people driving personal automobiles, with malls and
strip-style plazas being located on higher speed arterial roadways.

The image to the right simplifies the effect that
transportation modes had on the growth of cities.
Prior to the automobile, people typically lived within a
short walk to their destination or transportation
mode. The automobile changed not only how people
traveled, but how development occurred as well.
City Beautiful – How Do Cities Grow?
https://youtu.be/HO0BZqQ42Ic
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HISTORICAL AND SOCIAL CONTEXT
Land Use and City Development
Land use and the way it is regulated has also influenced the form of cities.
Around the start of the Recreational Automobile Era, the early-1920’s, the
ideas of modernism began to permeate the field of urban planning. With this
came the strengthening of the idea of separating commercial, industrial, and
residential uses of land, with the stated purpose being to prevent nuisances
and pollution where people lived, but it was also a way to guide developers to
build and buyers to live in single-family home, which at that time had been
viewed as incubators of the ideal American family (Miller v. Board of Public
Works, 234 p. 381 (Cal. 1925)). To accomplish this, city governments
dedicated large areas of the city and confined them to single-family
residential, typically restricting residency to one family. This practice of zoning
for single-family homes as opposed to multi-family homes has the effect of
making housing more expensive and also encourages sprawl as these
regulations restrict the ability of the single-family zones from densifying. This
starts the movement of pushing housing further from the urban center.
As these practices continued, in the 50’s and 60’s cities gained the license,
under the guise of Urban Renewal, to rezone and condemn neighborhoods as
blight. In some cases, cities used opportunity this to raze entire
neighborhoods for minor building infractions as they imposed newer elements
from the single-family zones on older multi-family communities. This had the
effect of forcing out poorer and minority residents from the city who tended to
live in denser, multi-family homes. As the automobile had become more
commonplace, the replacing of dense, traditionally urban communities, with
long wide streets lined with single-family residences effectively reshaped
cities to make automobile use more convenient. The single-family home is a
valid and desirable housing option, but complications arise when large
communities are designated to only include that housing type. This places a
burden on infrastructure need and maintenance from the city and
transportation as the places people need to get to are now farther apart and
centralized away from residential areas.
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HISTORICAL AND SOCIAL CONTEXT
Land Use and City Development
The last layer that helps provide context to why the communities along Belmont Ave, among many other places,
look the way they do, dates to the 1930’s and a federal agency called the Home Owner’s Loan Corporation. This
agency created “Residential Security” maps of major American cities that document how loan officers, appraisers,
and real estate professionals evaluated mortgage lending risk during the era leading up to the surge of
suburbanization in the 50’s. Neighborhoods considered high risk or “Hazardous” were often “redlined” by lending
institutions, denying them access to capital investment which could improve the housing and economic
opportunity of residents. (HOLC “redlining” maps: The persistent structure of segregation and economic
inequality, Bruce Mitchell PhD, National Community Reinvestment Coalition)

This map displays the Residential
Security Map of Youngstown, the
areas along Belmont Ave up to
Belmont Park Cemetery were
graded and evaluated by this
program.
Robert K. Nelson, LaDale Winling, Richard Marciano,
Nathan Connolly, et al., “Mapping Inequality,”
American Panorama, ed. Robert K. Nelson and
Edward L. Ayers,
https://dsl.richmond.edu/panorama/redlining/#loc=
12/41.085/-80.746&city=youngstown-oh
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HISTORICAL AND SOCIAL CONTEXT
The following sections that outline the individual segments of the corridor, examine the specific context of
infrastructure and experience that those places encourage. Included in those sections are recommendations that
may cover specific infrastructure interventions, policy changes, or more abstract and idealistic prompts to help a
community better understand these places and outline a path to more livable communities.

“There is no logic that can be superimposed on the city; people
make it, and it is to them, not buildings, that we must fit our plans.”
– Jane Jacobs

This framing is important in understanding that efforts like this very plan are exercises in evaluating social
environments for people. This means that no recommendations or decisions that come from a document like this
are capable of directing people to act or engage with spaces, infrastructure, and communities in specific ways,
but rather to give people the tools to make those places ones that are flexible and able to seamlessly
interconnect to their unique situations.
Each of the following sections of the plan will not only review the existing conditions of the infrastructure and
neighboring land uses, but also examine the social context that helps clarify why the area exists in its current
state so that there is a baseline of understanding any underlying problems that may need more intentional
adjustments to policy or deeper level planning for meaningful improvements to be made.
City Beautiful – How Do Cities Grow?
https://youtu.be/HO0BZqQ42Ic
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TRANSIT
ALONG
THE
CORRIDOR

20

21

TRANSIT ALONG THE CORRIDOR
Belmont Avenue is served by 4 separate fixed route transit
lines. The #10 – Belmont, #6 – Fifth, #1 – Elm, and #14 Mosier routes all provide connection between Federal
Station Downtown and the various service and retail
businesses along the corridor. These routes provide nearly
complete access to most residents on the Northside of
Youngstown, but the routes do not pass through residential
areas in Liberty Township. On a regional scale, anyone in the
WRTA fixed route service area could transfer at Federal
Station onto one of these routes for a Belmont Avenue
destination, recognizing that certain needs may be difficult
to meet based on route schedules and timing. Within the
study area, 20% of households have no vehicle access,
making transit a critical necessity for the residents of this
area.
The development of a Comprehensive Transit Network Plan
could help set a vision for the future of transit in the region.
The plan should focus on priority transit corridors and
identify locations where there is strong support for
increased transit development projects and focus on those
locations to improve service. The outcome interventions
should be focused not just on service and operations of
transit itself, but on complementary improvements in those
areas, such as land use, development, and zoning changes
to better facilitate development patterns that complement
transit use.

Recommendations
▪ More aggressively invest in adding new transit
service, more Frequent Service transit lines and
local infrastructure to provide safer access to
transit. This includes creating new service lines in
areas not served by transit, like cross town routes;
increasing service on less frequent transit lines; and
increasing service on existing transit lines where
ridership demand could potentially increase.
▪ Investments in infrastructure that will increase
transit speed and reliability. Faster and more reliable
transit is the best way to increase transit use and in
turn, increased transit use can alleviate traffic
volumes on local roadways. This can be achieved by
reallocating road space to better accommodate more
efficient modes of transportation and utilizing
technology to improve service. Interventions like Bus
Only Lanes and Bus Signal Priority are effective
changes to the transportation infrastructure to
achieve this goal. The Belmont Corridor should
undergo a more intensive Transit Oriented
Development study to identify the feasibility of these
changes and the necessary changes to development
strategies and policies required to be successful.
▪ Ensure that there is adequate, safe pedestrian
crossing infrastructure at all transit stops. This
should include high visibility crosswalk markings as a
baseline and where appropriate, raised median refuge
islands, traffic and pedestrian signals, and improved
nighttime lighting.

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. A few locations along Belmont
Avenue make the priority lists for intersections in both counties as well as segments in Trumbull
County. The preliminary safety reports for each of the following locations can be found on the
Belmont Avenue Corridor Plan page of Eastgate’s website - https://eastgatecog.org/regionalplanning/corridor-planning/BelmontCP.

22

23
Belmont Ave from Churchill Hubbard Rd to Naylor Lloyd Rd
The #4 high priority segment in Trumbull county is along
Belmont Avenue from Churchill Hubbard Rd to Naylor Lloyd
Rd. This segment represents the northernmost extent of the
study area for this plan. This area has experienced 18
crashes in the last 3 years with an average of 6.00 crashes
per year. The worst year was 2017 with 7 crashes. The
youngest driver was 17 and the oldest driver was 96. The
most common crash type was angle. The most common
contributing cause was failure to yield. The Average Annual
Daily Traffic in 2019 for the area was 11,266.

Recommendations
▪ Nearly 28% of the crashes occurred in dark
conditions on an unlit section of the roadway.
Increasing roadway lighting may be a costeffective solution to reduce future vehicular
crashes in this area.
▪ Over 55% of the crashes contributing cause was
failure to yield. A reduction in effective speed of
travel would help mitigate these types of crashes.
A range of solutions could be implemented to
achieve speed reduction in this area. A lower cost
solution is increased enforcement of speed limits,
especially around 5:00 pm, the most common
time that crashes have occurred. A more intensive
solution would be the implementation of traffic
calming measures. The AADT of this section is
around 11,000 which is a suitable traffic volume
for a reduction in the number of lanes as well as a
reduction the width of the travel lanes. This type
of project would need to be led by ODOT as this
section is a State Route.
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Belmont Ave from Hazelwood Dr to Laurel St
The #11 high priority segment in Trumbull county is Belmont
Ave from Hazelwood Dr to Laurel St. This segment is in front
of the Liberty Plaza. This area has experienced 10 crashes in
the last 3 years with an average of 3.33 crashes per year.
The worst year was 2017 with 5 crashes. The youngest
driver was 19 and the oldest driver was 78. 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
19,206.

Recommendations
▪ The contributing cause of 60% of the crashes in
this area was following too close / acda. This
segment has many unclearly-marked drive
entrances for businesses. 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.

▪ The speed limit in this segment is 40 mph and
there are long blocks between traffic signals
which can cause highly variable effective speeds.
Consider reducing the speed limit along this
segment to better align traffic speed with the
nearby commercial activity.
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Belmont Ave at Churchill Hubbard Rd
The #13 high priority intersection in Trumbull County is
Belmont Ave at Churchill Hubbard Rd. This area has
experienced 39 crashes in the last 3 years with an average
of 13.00 crashes per year. The worst year was 2018 with 15
crashes. The youngest driver was 17 and the oldest driver
was 86. The most common crash type was rear end. The
most common contributing cause was following too close /
acda. The Average Daily Zone Traffic count in 2018 for the
area was 22,226.

Recommendations
▪ The preliminary safety report doesn’t uncover
much in the way of infrastructure intervention
that could mitigate the crashes occurring at this
location. A more thorough study should be
conducted at this intersection to better determine
what countermeasures would be most beneficial.

▪ A low-cost option to reduce the occurrence of
rear end crashes would be the installation of
advanced left and right “Signal Ahead” warning
signs at the approach to the intersection.
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Belmont Ave from the IR 80 West Ramp to Churchill
Hubbard Rd
The #14 high priority segment in Trumbull County is along
Belmont Ave from the IR 80 West Ramp to Churchill Hubbard
Rd. This area has experienced 23 crashes in the last 3 years
with an average of 7.67 crashes per year. The worst year
was 2017 with 10 crashes. The youngest driver was 16 and
the oldest driver was 76. The most common crash type was
rear end. The most common contributing cause was failure
to yield. The Average Annual Daily Traffic in 2019 for the
area was 18,975.

Recommendations
▪ The preliminary safety report doesn’t uncover
much in the way of infrastructure intervention
that could mitigate the crashes occurring along
this segment. A more thorough study should be
conducted at this intersection to better determine
what countermeasures would be most beneficial.
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Belmont Ave at Gypsy Ln
The #12 ranked intersection in Mahoning County is Belmont
Ave at Gypsy Ln. This area has experienced 43 crashes in
the last 3 years with an average of 14.33 crashes per year.
The worst year was 2017 with 17 crashes. The youngest
driver was 14 and the oldest driver was 86. The most
common crash type was rear end. The most common
contributing cause was following too close / acda. The
Average Daily Zone Traffic count in 2018 for the area was
20,203.

Recommendations
▪ The preliminary safety report doesn’t uncover
much in the way of infrastructure intervention
that could mitigate the crashes occurring at this
location. A more thorough study should be
conducted at this intersection to better determine
what countermeasures would be beneficial.

▪ A low-cost option to reduce the occurrence of
rear end crashes would be the installation of
advanced left and right “Signal Ahead” warning
signs at the approach to the intersection.

CORRIDOR
SEGMENTS

Downtown – Campus Segment

The southernmost extent of Belmont Ave from
Federal Street to Madison Avenue is a mini
corridor all in itself. A direct connection to the
Central Business District that acts as the western
boundary for Youngstown State University,
Belmont Ave is used as an alternative
thoroughfare to Fifth Ave for North-South travel.
The Youngstown SMART2 Network project, which
was awarded a $10.8 million USDOT BUILD Grant
in 2018, will right-size the transportation
infrastructure on Fifth Ave and other downtown
streets to better accommodate today’s population
and transportation needs. The investment into this
project will have further reaching impacts that just
the new features within the right-of-way, if
development opportunities can be capitalized on
and Belmont Ave can be a major benefactor in this
process. Current development along this segment
is sparse with a restaurant, a couple
entertainment venues, and medical offices and
social service facilities.
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“It would be nice to have boutiques,
variety of shopping, and places to listen
to music & arts.”

- Cindy M.

Downtown – Campus Segment

HOLC Residential Security map of the
Arlington area (above)
Area description that accompanied the map
and provided context for the designations
(below)
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The Arlington neighborhood, which Belmont Ave
cuts through, has been heavily targeted through
the city’s blight remediation efforts, leaving few
houses per block and several churches. Further
west is the Village at Arlington, a public housing
development that is considered a major success,
by replacing the dilapidated Westlake Terrace
Development, which was dedicated by Eleanor
Roosevelt as one of the first public housing
projects in the country. The Arlington
neighborhood was one of the redlined areas
designated as “Hazardous” by the previously
mentioned HOLC Residential Security maps. The
impacts of this designation can still be seen today
in that the neighborhood has yet to recover from
the targeted disinvestment.
This neighborhood, sitting just off the edge of
downtown and YSU, exhibits characteristics of a
place with potential but no momentum.
Revitalization efforts should focus on improving
this area for those that currently live in the
remaining homes and encourage incremental
development.

Downtown – Campus Segment
Recommendations:
▪ Removal of Madison Ave Expressway. This long term and likely expensive effort
would serve to reconnect the neighborhoods that it has severed. The project
should focus on the conversion from a large 4 lane divided highway to a 3 or 4
lane surface street. This transition would improve surface transportation by
eliminating the dual intersections at every Service Rd intersection and allow for
easier connections to the East, North, and West sides of town that it acts as a
barrier for.
▪ Removal of two-way center left turn lane, to reconfigure the roadway to
include separated bike lanes. With an average traffic volume of around 8,000
vehicles, this segment could function efficiently as a two-lane street. The
inclusion of separated and ideally protected bike lanes would act as a valuable
north-south route for safe bicycle transportation.
▪ Targeted residential tax abatement for new home construction or existing
home renovation. The creation of a program for residential property tax
abatement could help spur in-fill housing development.
▪ Development of a small park in the Arlington Neighborhood. Cut off from the
Arlington Heights Recreation Center by the Madison Avenue Expressway, the
Arlington neighborhood doesn’t have an easily accessible recreation facility. A
focus on basketball courts, walking trail, small playground equipment, and an
outdoor picnic gathering area would encourage community gathering, physical
activity, and investment in an underinvested neighborhood.
▪ High visibility crosswalks at key intersections. High visibility crosswalks should
be maintained at the intersection of Belmont Ave with Federal St as well as Rayen
Ave. These two intersections see the most amount of vehicular traffic in this
segment. Clearly marked crossings alert motorists to the potential of pedestrians
crossing the street, making drivers more alert.
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Medical Services Segment
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North of the Madison Avenue Expressway,
Belmont Ave’s activity is largely centered around
Mercy Health – St. Elizabeth Youngstown Hospital
and other associated medical services
businesses. Not only do traffic volumes increase,
but foot traffic and street activity increase as well.
Large parking lots and structures take up a lot of
the nearby land to accommodate the workforce
driving in from outside areas. Workforce related
parking spills over onto the side streets as well,
most notably Caroline St. The intersection at Park
Ave will see pedestrian improvements as a part of
the Youngstown SMART2 Network project and aid
in better connecting the hospital with Wick Park to
the east.

North of Lexington Ave the street grids on the
east and west of Belmont Ave are staggered and
as Belmont Ave curves toward the northwest, the
side street intersections are angled. The angled
intersections do not seem to effect visibility or
cause turning radius issues, but for pedestrians,
the combination of the offset intersections and
angled crossings present a safety concern. The
offset intersections restrict safe crossing
locations

“It would be nice to see better signage
around the hospital to direct people to
nearby parks and downtown.”

- Catherine D.

Medical Services Segment
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Recommendations:
▪ Install safe pedestrian crossing infrastructure at key
locations along this segment. From Lexington Ave to
Crandall Ave (approx. ½ mi.), there are no locations to
cross Belmont Ave. Installation of ADA curb ramps, high
visibility crosswalks, and pedestrian hybrid beacons
should be considered within this stretch. Clearly marked
crossings alert motorists to the potential of pedestrians
crossing the street, making drivers more alert.
▪ Continue to focus on Senior Residential development.
As a region with an aging population, having quality
affordable housing near medical facilities is an
invaluable asset.
▪ Include this segment in a future Transit Oriented
Development study for the Belmont Ave Corridor. An
in-depth feasibility study for TOD along Belmont Ave
could alleviate parking concerns for the hospital as
increased transit efficiency and service could make
transit a viable alternative for the hospital’s workforce.
▪ Partnership opportunity between Mercy Health and
WRTA to encourage and incentivize better commuting
habits. Mercy Health and WRTA should work together to
develop a workforce commuting plan to encourage or
incentivize Mercy Health staff to switch their commute
to transit.

Street parking along Caroline St during
weekday daytime hours.

Northside – Brier Hill Segment
This segment of Belmont Ave exhibits
characteristics of a typical urban arterial –
commercial businesses with minimal setbacks from
the roadway, nearby multi-family and single-family
housing, community amenities like Crandall Park,
Northside Pool, and Youngstown Community
Center, and street trees along the sidewalks for
shaded walkability. The lack of stop-controlled
intersections encourages drivers to maintain a
faster speed through the corridor. Walkability is
fair, with the exception of available safe crossing
locations. The offset street grids on the east and
west sides of Belmont Ave and lack of ADA
accessible crossing infrastructure make crossing
Belmont Ave difficult and unsafe, especially for
people with a mobility related disability. Traffic
volumes increase from south to north through this
segment as it approaches the intersection with
Gypsy Ln.
This segment of Belmont Ave has excellent
connectivity with the Brier Hill and Crandall Park
neighborhoods and presents a lot of available
opportunity for redevelopment. This area was
identified as a the most viable commercial corridor,
alongside Market Street, in a Commercial Corridor
Market Analysis Study for Youngstown, Ohio from
2019. The analysis also found that Belmont Ave is
capable of achieving the highest commercial rents
in the area with Canfield Road and Market Street.
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“Belmont Ave is a main entrance to the
city that at one time was a great route.
It needs better lighting, more stores,
improvement of stores that exist, and
maintaining of vacant lots..”
- Valeria G.

Northside Brier Hill Segment

Tod Homestead Cemetery is a popular community space.
The intersection leading into it should be improved for safer
pedestrian access.
Recommendations:
▪ Bike Trail connection along Burlington St. A bike trail from Belmont Ave along Burlington St to the west would
connect to the conceptual Mahoning River Corridor Trail along Roger Lindgren Way. This conceptual trail could
eventually connect the region with Cleveland and Pittsburgh and integrate into other larger trail networks,
developing a bike tourism attraction in the area. This Burlington spur trail could continue west as a bike lane
along Francisca Ave toward Crandall Park to start to develop a Northside bike network.
▪ Improve pedestrian connection to Tod Homestead Cemetery. Employees of nearby businesses and residents
of nearby homes utilize Tod Cemetery as a recreational park. Installation of ADA curb ramps, high visibility
crosswalks, and pedestrian crossing signals should be considered at this intersection. Clearly marked crossings
alert motorists to the potential of pedestrians crossing the street, making drivers more alert. Currently the south
crossing has posted “no pedestrian” signs that should be removed with the installation of the new
infrastructure.
▪ Install traffic calming measures along this segment. Due to the lack of traffic control at intersections along this
segment, the effective speed of the street seems faster than either the Downtown Campus or Medical Services
segments. A speed study should be conducted to evaluate the average effective speed of traffic through this
area. Traffic calming measures like traffic mini-circles should be installed at intersections to reduce vehicle
speeds by forcing motorists to maneuver around them.
▪ Belmont Ave, Wirt Blvd, Francisca Ave, and offset Burlington St intersection realignment. This intersection
has had a previous concept for a roundabout installation that could still be a viable solution, however available
space may be a constraint. A safety study should be conducted at this intersection to uncover any patterns and
evaluate the need for improvement.
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Commercial Core Segment
The Commercial Core Segment of Belmont Ave
begins in Liberty Township at Gypsy Ln and
continues north to Catherine St. This stretch of
the corridor is developed in a typical suburban
style corridor. The roadway has become a wide,
with five travel lanes. The corridor maintains
sidewalk connectivity throughout the segment
with an interruption along the frontage of the
Belmont Park Cemetery. Driveway entrances
along the roadway create the opportunity for
safety issues as there is an abundance of
entrance and exit points for traffic to flow from
the roadway. Overhead utility wires and
commercial signage contribute to a cluttered
landscape that gives the corridor an unorganized
and unattractive aesthetic. During the public
engagement for this plan, this segment received
the largest amount of comments and was the
section of the corridor that most people identified
with. People’s association with this segment were
commonly that they felt uneasy, stressed, rushed,
and sad for the state of the corridor. Aesthetics
can influence people’s opinions of place and
through our engagement, it was made clear that
the priority for this segment should be
beautification and streetscaping.
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“Belmont is a corridor of international
businesses. Italian, Jewish, Palestinian,
Puerto Rican, African American, Asian,
and more. Its home to a lot of small
businesses.”
- Jack K.

Commercial Core Segment
Recommendations:
▪ Gypsy Lane sidewalk installation project. Install sidewalk on both sides of Gypsy Lane from Belmont Ave to
Logan Ave. High visibility crosswalks should also be installed at every signalized intersection.
▪ Develop access management plan. This plan should focus on cleaning up driveway entrances along Belmont
Ave to improve traffic flow and safety. Every driveway is an uncontrolled conflict point. If the driveways can be
consolidated and at best, diverted to a side street or backage road, the efficiency of transportation along
Belmont Ave will improve.
▪ Change commercial zoning to allow for mixed use developments along Belmont Ave. Opening up
development options will encourage investment and redevelopment of vacant and underutilized properties.
▪ Modernize sign regulations to create a uniform and consistent design. Updating sign regulations is the first
step to replacing outdated signage and creating a cohesive visual along the corridor. Note that this is a
foundational policy change and results will not occur without providing an incentive like a sign grant program to
help offset the costs to upgrade business signage. This should also consider roadway signage by taking an
inventory and establishing a plan to improve locations and frequency of signs and posts.
▪ Plan a large-scale streetscape project. This project should focus on defining the right-of-way from existing
parking lots and drive entrances and also incorporate green infrastructure at key locations to offset the
stormwater burden from the impervious surfaces.
▪ Eliminate parking minimums from development language. A few locations along this segment exhibit
inefficient use of space by allowing large setbacks for commercial plazas and the inclusion of oversized
parking lots that have more capacity than the businesses could ever realistically utilize completely. The
elimination of parking minimums will encourage more efficient and community friendly use of space.
▪ Adjust zoning to allow for Accessory Commercial Units and Accessory Dwelling Units in the residential area
bounded by Belmont Ave, Goldie Rd, Fifth Ave, and Gypsy Ln. This policy change will allow more flexibility in
neighborhood development and activity by allowing for increased density in a more incremental manner and
allow more opportunity for entrepreneurial residents to start neighborhood businesses and activate the streets.
These changes will set Liberty Township apart from other local urban areas by offering a unique mixed-use
community.
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Interchange North Segment
This northernmost segment of Belmont Avenue is the most
different in terms of land use, infrastructure, and people’s
behavior in interacting with the space. The defining feature of
this segment is the interchange at IR 80. Most of the activity in
this area can be directly attributed to on and off ramp traffic and
the land use is influenced by this behavior. The presence of gas
stations, hotels and lodging, and fast food and chain restaurants
are common development pieces for a stop off the highway. The
infrastructure also changes to be nearly, entirely motor vehicle
focused. The roadway continues with two travel lanes in either
direction but begins to include a concrete center median and the
two-way center left turn lane becomes a one direction left turn
lane at intersections. Sidewalk continues along the west side of
the street up to Church Hill Park, but there are no safe locations
for pedestrians to cross Belmont Ave. This lack of infrastructure
resulted in a fatal pedestrian crash during the development of
this plan and coordination between Liberty Township officials
and the Ohio Department of Transportation resulted in a plan to
address some of the safety deficiencies.
This segment is unlikely to develop much more intensely than it
currently is, but attention should be paid to the needs of the
hotel and lodging businesses and their guests. During the plan’s
public engagement, it was made clear that there was a desire to
be able to access local restaurants and businesses from the
hotels by walking. In its current configuration, that type of
activity is dangerous due to the wide lanes and fast speed of
traffic. In 2019, Liberty Township had design concepts created
for this area of Belmont Ave that depicted streetscape
improvements and the inclusion of pedestrian infrastructure.
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“Belmont feels like a disjointed
mishmash of businesses with little to
no organization or rules regarding
signage, lighting, etc.”
- Neil Y.

Interchange North Segment
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Recommendations:
▪ Improve connection to Churchill Park. Explore a trail
connection to Churchill Park using Perni Ln to a trail to
Shady Rd into the Liberty Schools campus. This could
start a trail network within the township that could tie in
with larger regional trails.
▪ Further refine the streetscape plan for Belmont Ave
north of the interchange. This project has the potential
to best benefit the residents of Liberty Township.
Another popular point of feedback received is that
Liberty doesn’t have a civic gathering space or Town
Center. This is a feature that could be worked into the
design and reinvention of what this section of Belmont
Ave could be.
▪ Along with the streetscape plan, define the vision for
this area. This section of Belmont Ave could be
successful at attracting a lifestyle center type
development that mixes commercial shopping with
office buildings and residential to give an urban feel to a
more suburban setting.

“I strongly believe perception is reality
to many and what needs to be done is a
redesign of the corridor as you exit the
interstate with crosswalks and lighting.
Make people feel safe!”
- Toby M.
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