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EXECUTIVE SUMMARY 
 

A 30,000 gross square foot (gsf) Giant Eagle Market District Express Store (Market Store) is 

proposed at the location of the existing Bexley City Hall, along East Main Street.  In addition, a 

portion of an existing commercial development to the west is proposed to be modified to provide 

17,500 gsf of office space.   See Figure 1 for the development location, and Figure 2 for the 

proposed development plan.  Proposed modifications to driveways are shown in Figure 4.   The 

key modifications are to sign the existing driveway west of existing City Hall for outbound right 

only, prohibiting left turns out of the existing driveway east of existing City Hall, and changing the 

driveway along Drexel Avenue to inbound only. For the driveway along Drexel Avenue, we 

recommended that the radius on the north corner be modified to facilitate turns.  A driveway 

connection will be constructed for access to and from the Market Store and the commercial 

property to the west.  This connection will be located along the south side of the proposed office, 

in between the office and the remaining retail.  It will provide access to the existing traffic signal 

at the Main Street and College Avenue intersection. 

Existing traffic volumes were obtained from the Mid-Ohio Regional Planning Commission 

(MORPC).  This data was used to derive Year 2025 volumes (see Figure 6), which represent a 

typical analysis timeframe of 10 years after ‘Opening Day’.    

Trips to be generated by the proposed Office and the Market Store are respectively illustrated in 

Figures 9 and 10.  Most of the Market Store traffic is assumed to exit via the signalized driveway 

opposite College Avenue.  Not all of the development trips will be new trips on area roads. Some 

trips would be internal to the site, such as an office worker going to the Market Store or adjacent 

retail before heading home.  Some of the Market Store traffic will consist of existing traffic 

currently passing by the site (pass-by trips), stopping at the store while on their way to or from 

another destination.  Figure 12 shows Year 2025 volumes including development traffic.       

Traffic flows were evaluated for the study signalized intersections and the driveway on the east 

side of the Market Store.  The results show acceptable flow conditions for the signalized 

intersections and for the driveway east of existing City Hall.  Although no capacity improvements 

are recommended at that driveway, on-street parking would restrict sight distances for right turn 

exiting vehicles.  From a preliminary analysis, consideration may be given to improving sight 

distance by removing one or two on-street parking spaces just east of that driveway.   

An analysis was also conducted for the left turn lane storage lengths, to determine if the existing 

storage lengths could accommodate future left turn volumes, and if through lane backup might 

block off access to the left turn lanes.  The results show that eastbound through volumes at 

Parkview Avenue and at College Avenue may occasionally extend beyond the left turn lanes.  

We recommended that backup conditions be monitored at all of the signals evaluated for this 

Study.  For the signals at College Avenue and at Drexel Avenue, we also recommended 

implementing signal timing and/or signal coordination changes to help reduce potential backup 

concerns.  Additional signal phasing changes were also considered at College Avenue, but are 

not recommended at this time.  These phasing changes were also evaluated assuming the 

removal of the existing right exit driveway west of the College Avenue signal.  Based on the 

analysis results, we recommend keeping the existing right exit driveway.  However, the signal 

cabinet could be upgraded to allow phasing changes in the near future.   

We also recommended that an internal signing plan be developed to inform the Market Store 
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patrons of the exit via the signalized driveway at College Avenue and Main Street.  A detailed 

traffic control plan should be prepared for the site driveway approach to College Avenue to 

minimize potential vehicular conflicts and to provide an orderly approach to the signal.  Refer to 

Figure 2 for a schematic illustration of this traffic control. 

Summary of Recommendations 

 Prepare a plan to revise the traffic control and pavement markings for the parking 
lot and north leg of the Main Street at College Avenue signalized intersection. 
Refer to Figure 2 for a schematic illustration of this traffic control. 
 

 Replace the existing pole mounted controller cabinet at the traffic signal at Main 
Street and College Avenue with a new ground mounted controller cabinet, wired 
to provide additional signal phasing.  At time of opening of the Market Store, 
modify the signal phasing at this intersection to the desired operation. 
 

 Keep the existing right turn driveway just west of the signal at Main Street and 
College Avenue. 
 

 The site access west of and adjacent to the Market District Express Store is to be 
designated one-way exiting.  Install ‘Do Not Enter’ signs facing Main Street.  
Install signs to prohibit left turns exiting the site to Main Street. 
 

 Install signing for the Main Street site access east of and adjacent to the Market 
District Express Store to prohibit left turns out. 
 

 Develop and implement signing at the new entryway between the existing retail 
building and the Market District Express Store to direct the Market Store patrons 
to the signal at the Main Street and College Avenue intersection. 
 

 Consider additional parking prohibitions on the north side of Main Street at the 
access driveway on the east side of the District Market Express Store to improve 
sight distance from the east (remove one or two parking spaces). 
 

 Make the access driveway from Drexel Avenue one way in (westbound) and 
improve the radius on the north side of the drive to facilitate turns. 
 

 Monitor left turn and through traffic backups along Main Street.  Implement signal 
timing and/or coordination modifications to reduce potential backup concerns.   
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Introduction 

A 30,000 gross square foot (gsf) Market District Express Store (Market Store) is proposed at the 

location of the existing Bexley City Hall, along East Main Street.  In addition, a portion of an 

existing commercial development to the east is proposed to be modified to 17,500 gsf office use.   

See Figure 1 for a vicinity map and Figure 2 for the proposed development plan.  The following 

outlines the analysis of peak hour traffic volumes and other traffic-related issues. 

Project Study Area 

The Study limits are the signalized intersections of East Main Street at South Parkview Avenue, 

at College Avenue/commercial driveway, and at South Drexel Avenue. Main Street, College 

Avenue and Parkview Avenue are all posted at 25 mph; Drexel Avenue is posted at 35 mph.   

The lane configurations for existing conditions are shown in Figure 3.  Main Street is a 5-lane 

roadway, with a middle left turn lane at the signals and at the driveway east of City Hall.  On-

street parking is provided along both sides of Main Street, with parking restrictions for the 

westbound direction during the AM peak period, and PM parking restrictions for eastbound traffic 

during the PM peak period.  The net result is that during the PM peak hour, there are two 

eastbound travel lanes, and one westbound lane.   

The distance between the Parkview Avenue and College Avenue intersections is about 630 feet, 

and is about 530 feet between College Avenue and Drexel Avenue.  The two driveways serving 

existing City Hall that will continue to serve the Market Store are about 120 and 300 feet east of 

the College Avenue signal.  A separate left turn lane is provided for the easternmost site 

driveway. The side streets of Parkview Avenue, College Avenue each have a separate left turn 

lane on their approaches to the signal.  Drexel Avenue has separate right and left turn lanes at 

its approach to Main Street.  The driveways on either side of City Hall are single lane 

approaches.  The commercial driveway opposite College Avenue has a single approach lane for 

thru/left turns, plus a right turn egress lane not controlled by the signal.   

On Drexel Avenue north of Main Street, on-street parking is allowed during both peak periods.  

The result is one travel lane per direction in the vicinity of the driveway will provide access to the 

Market Store site.   

Various proposed modifications to driveways are shown in Figure 4.   The key modifications are 

changing the existing driveway west of City Hall to outbound right only, prohibiting left turns out 

of the existing driveway east of existing City Hall, and changing the driveway at Drexel Avenue to 

inbound only.  Also, a driveway connection will be constructed for access to and from the Market 

Store and the commercial property to the west.  This connection will be located on the south side 

of the proposed office, in between the office and the existing retail.   

Because the proposed development is predominantly commercial, only the weekday PM peak 

hour was evaluated.  The volumes during the AM peak hour would be substantially less and as a 

result were not evaluated. 

Main Street is on a slight downgrade to the west through the project intersections.  On-street 

parking limits sight distance for motorists exiting the City Hall driveways.  There are some gaps 

in east-west flows for exiting driveway traffic to make right turns.   
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Existing and Future Non-Site Traffic 

Traffic volume data was obtained from the Mid-Ohio Regional Planning Commission (MORPC) 

for the intersections of Main Street at Parkview Avenue, at College Avenue, and at Drexel 

Avenue.  The data is provided in Appendix A and summarized in Figure 5.  At the time these 

volumes were recorded, part of the existing commercial development west of City Hall was not 

occupied, specifically the area proposed to be redeveloped as office space.  As a result, the 

traffic anticipated to be generated by the office space can be added to these volumes.  The office 

space traffic is discussed further below.   

Because the data at each intersection was recorded on a different date, there are relatively 

minor variations when comparing volumes for each intersection.  Some of that discrepancy can 

be related to on-street parking activity, as well as turns to and from Sheridan Avenue between 

Parkview Avenue and College Avenue.  For the driveways at either side of City Hall, the volumes 

are shown balanced with the adjacent signal (i.e., the driveway volumes on the east side of City 

Hall balanced with Drexel Avenue volumes).  Overall, these volume variations are relatively 

minor, and further refinement of the volumes to fully balance along the entire corridor are not 

expected to alter the Study conclusions. 

The Year 2025 volumes, which represent a typical analysis timeframe of 10 years after ‘Opening 

Day’, were derived and evaluated.  In deriving the future volumes, a growth rate was applied to 

the east-west through volumes on Main Street.  Given this area is essentially fully developed; 

future growth in traffic is expected to be low.  A 0.5 percent annual increase was applied to the 

east-west through volumes, or a total of 5.5 percent (from Year 2014 to Year 2025).  This 

excludes the site development.  The results are shown in Appendix A, Figure 1A.  Since the 

project area driveways are proposed to be modified, existing driveway traffic at the City Hall 

driveways was deleted, and the exiting driveway volumes for the driveway on Drexel Avenue 

were rerouted to use one of the City Hall driveways.  Those driveway volumes that would be 

deleted or rerouted are shown in Appendix A, Figure 2A.   

The net result is in Figure 6, which represent Year 2025 volumes with the driveway modifications 

but without the site development (No Build Traffic).  
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Proposed Site Development 

Proposed Site Access/Egress 

Although the existing driveway locations are assumed to remain unchanged, the ingress 

and egress conditions are proposed to be modified.  The easternmost driveway (or the 

one east of existing City Hall) is proposed to be modified to prohibit exiting left turns out, 

while the western driveway (or the one on the west side of existing City Hall) is proposed 

to be modified to be one-way outbound with movements restricted to right-out only. 

Access to the existing commercial and proposed office space would remain opposite 

College Avenue.   

Along Drexel Avenue, an existing 2-way driveway that presently serves some businesses 

and residents is proposed to be converted to one way in, and the driveway extended to 

the parking area for the Market Store.  As part of this driveway modification, the radius on 

the north side of the driveway should also be modified to facilitate vehicle turns. 

A driveway between the Market Store and the parking area for the commercial area to the 

west is also proposed, by removal of a portion of the existing retail building, and placing 

this driveway between the proposed office space and the remaining retail space.  The 

driveway access/egress configurations are conceptually illustrated in Figure 4.  

Additional details for the proposed parking area layout, and the proposed driveway 

connection with the Market Store, are shown in Figure 2.  

As noted previously, on-street parking will limit sight distance for motorists exiting the 

easternmost driveway on Main Street.  Although gaps in east-west flows can allow right 

turns out of that driveway, consideration may be given to removing one or two on-street 

parking spaces east of the driveway, to improve sight distance conditions.    

Trip Distribution 

The trips estimated to be generated by the proposed development were distributed on the 

area roads based upon a combination of peak hour directional volumes along Main Street 

and familiarity with local travel patterns.  The trip distribution for the proposed Office 

traffic is shown in Figure 7 and for the Market Store in Figure 8.   The percentages for 

both proposed land uses are also tabulated below in Table 1.  The distribution for the 

Market Store traffic exiting the site assumes most patrons heading east from the site 

would utilize the signal at College Avenue, rather than turning from the stop-sign 

controlled driveway closer to Drexel Avenue.  

Table 1. Site Traffic Distribution-PM Peak Hour 

Peak Hour Trip Distribution Percentages Office Trips Market District Express 

From (Inbound) / To (Outbound) by Street  Inbound Outbound Inbound       Outbound 

   

From the East /To the East on Main St    25%    45%    42%    55% 

From the West /To the West on Main St    33%    13%    28%      5% 

To the North /From the North on Parkview Ave    17%    17%    17%    25% 

To the South /From the South on College Ave    17%    10%      8%      5% 

To the North /From the North on Drexel Ave      8%    15%      5%    10% 
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Trip Generation 

Trips to be generated by the proposed development were based upon data provided in 

the Institute of Transportation Engineers (ITE) Trip Generation Report, 9th Edition.  The 

proposed office will provide about 17,500 gross square foot (gsf) of space, and the 

Market Store about 30,000 gsf of space.  The results of the peak hour trip derivation are 

provided in Appendix B and summarized in Table 2. For the Market Store, the trips were 

generated based upon trip rates for a typical supermarket.  However, given the proposed 

development is not planned to offer the range of items normally found at a typical 

supermarket, the peak hour trips are expected to be slightly lower.  As a result, the trips 

were reduced by 10 percent.   

Not all of the trips will be new trips on the area roads. Some trips are expected to be 

internal to the site, such as an office worker next door shopping at the Market Store 

before heading home.  This results in a corresponding trip reduction for the Market Store. 

Some of the Market Store traffic will consist of traffic currently passing by the site (pass-

by trips) that will instead stop at the store while on their way to or from another 

destination.  Other than the internal trips, this Study assumes no other walk-in trips.  In 

the future, walk-ins may become more common, although it is not known if there would 

be any significant change to projected traffic flow conditions.      

The Trip Generation Report provides information about both internal trips and pass-by 

trips for similar types of development.  The results indicate a relatively small number of 

internal trips.  Data related to pass-by trips for the Market Store were based upon pass-by 

trips for supermarkets at various locations in the United States.  The pass-by percentages 

for those specific locations can vary widely, but average around 30-35 percent.  For this 

study, a 33 percent pass-by percentage is applied.  Table 2 shows total peak hour site 

trips, internal trips, pass-by traffic, and total new trips on area roadways.  The site trips for 

the Office and the Market Store are respectively illustrated in Figures 9 and 10.    

Table 2. Site Peak Hour Trip Generation 

         PM Peak Hour 

  In Out Total 

A 17,500 gsf Office Space  Total Trips   17   81   98 

B Less Internal Office Trips    -5    -4    -9 

C Subtotal Office Trips Entering/Exiting Site (A-B)   12   77   89 

     

D 30,000 gsf Market District Express Total Trips 147 141 288 

E Less Internal Market District Express Trips    -4    -5    -9 

F Subtotal Market District Express Trips Entering/Exiting Site (D-E) 143 136 279 

H Less Pass-By Trips (33 percent)  -47  -47  -94 

I Subtotal New Market District Express Trips on Area Roads (F-H)   96   89 185 

     

 Total New Development Trips on Area Roads (C+I)  108 166 274 

 

Figure 11 shows the combination of Office and Market Store Traffic.  Figure 12 shows the sum 

of this development traffic with Year 2025 volumes (or the sum of Figures 6 and 11).      
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Analysis 

Intersection Capacity Analysis 

The capacity analyses are based upon the 2010 Highway Capacity Software (HCS 2010).  

Two types of analyses were conducted: the signalized intersections of Main Street at 

Parkview Avenue, at College Avenue, and at Drexel Avenue; and the driveway (stop-sign 

controlled) on the east side of the Market Store.  Year 2025 volumes were evaluated, and 

assumed the signals remain coordinated, the signal phasing remains, and lengths of 

green times are similar to existing conditions.  A separate analysis that considers different 

signal phasing at the College Avenue intersection is presented further below.   

The analysis results are shown in terms of Levels of Service (LOS) and overall delay 

(seconds).  LOS ranges from A (minimal or no delays) to LOS F (extended delays).  LOS 

D is typically considered to be acceptable during peak travel times.  

The analyses for Existing and Year 2025 with the total new development traffic are 

provided in Appendix B.  The results are summarized below in Table 3, and show the 

future volumes to have slightly higher delays compared to existing conditions, and all are 

expected in the Year 2025 to operate overall at a satisfactory LOS C or better at the 

signalized intersections.  Typically Access studies may also provide an assessment of 

future volumes that exclude the future site development (or No-Build volumes).  Given the 

acceptable LOS conditions at the signals that included site development, no additional 

capacity analysis was deemed necessary for the signalized intersections. 

For the main driveway (easternmost driveway) serving the Market Store, the results show 

the site traffic exiting that driveway is also expected to operate satisfactorily at LOS C.     

Table 3 Year 2025 LOS Conditions with Site Development-PM Peak Hour 

Signalized Intersection                             Seconds Delay/LOS* 

 Existing Conditions Year 2025 w/Site Traffic  

Main at Parkview   9.6 sec/LOS A 10.1 sec/LOS B 

Main at College 18.0 sec/LOS B 20.7 sec/LOS C 

Main at Drexel 12.4 sec/LOS B 14.2 sec/LOS B 

   

Unsignalized Intersection Seconds Delay/LOS** Seconds Delay/LOS** 

Main at Dist. Mkt. Expr. 
Driveway 

17.9 sec/LOS C*** 17.1 sec/LOS C 

*For signalized intersections, the results represent delay conditions for total approach volumes.                

** For unsignalized intersections, the results show delay conditions for the driveway approach volumes.        

*** The Existing driveway east of City Hall allows left turn volumes, while in 2025 exiting left turns assumed to 

not be allowed.  The exiting left turns result are the reason for slightly higher delays in 2014 compared to 

Year 2025.    
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Turn Lane Length Analysis 

The left turn lane storage length analyses for future volumes were based upon the 

capacity analysis computations for the number of queued vehicles.  For this study, the 

95th percentile queue was considered (or a 95 percent probability that the queue would 

be a certain number of vehicles or less).  

A comparison was made between existing storage lengths and the computed backups for 

left turn lanes and adjacent through lanes.  The intent is to determine if future volumes 

might be expected to exceed the available left turn lengths, and to determine if through 

traffic backups might impede motorists from getting into the left turn lanes.  The results 

show a comparison of existing storage lengths and computed storage length needs.   

The analysis computations are provided in Appendix B.  The computations indicate that 

for the predominant eastbound flows, the left turn storage lengths are sufficient for the left 

turn vehicle queues.  However, for both eastbound Main Street at Parkview Avenue and 

at College Avenue, the through lane backups might occasionally extend beyond the 

length of the left turn lanes.  This indicates that during the PM peak period some 

motorists at those intersections will not be able to maneuver into the left turn lane when 

the signal turns green.  This can make the traffic flow less efficient; but, given the 

capacity analysis results traffic flows are still anticipated to operate at satisfactory delay 

conditions. 

For Main Street at Drexel Avenue, the computations show that eastbound left turn 

volumes and eastbound through volumes are not anticipated to exceed the length of the 

existing left turn lane.  Recent observations of existing flows, though, indicate that the 

backups for left turns and through lanes occasionally exceed the distance of the 

eastbound left turn lane.   

No left turn backup issues are anticipated for vehicles turning left into the easternmost 

driveway.   

We recommended that backup conditions be monitored at all of the signals evaluated for 

this Study.  For the signals at College Avenue and at Drexel Avenue, we also 

recommended implementing signal timing and/or signal coordination modifications to help 

reduce potential backup concerns.   

Internal Site Circulation 

We recommended that internal signing be installed to inform the Market Store patrons of 

the exit via the signalized driveway at College Avenue and Main Street.   This could 

facilitate egress for patrons who might otherwise experience higher delays trying to turn 

out of the easternmost driveway. 

Because of the anticipated increase in volumes exiting the signalized driveway opposite 

College Avenue, the striping and signing at that driveway should be revised to more 

effectively channelize entering and exiting volumes, and in turn minimize potential 

conflicts for the increased driveway traffic. Refer to Figure 2 for a schematic illustration of 

those improvements. 
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Potential Signal Phasing Changes at Main Street and College Avenue 

Because of the higher traffic volumes turning to and from the driveway opposite College 

Avenue, alternative signal phasing was considered for this intersection.  Descriptions of 

the signal phasing are described further below.   

The options evaluated are as follows, and the capacity analysis results are shown in 

Table 4 further below. 

Option 1- Provide a protected/permissive left turn signal for eastbound left turns 

into the driveway (or similar to the left turn signal for westbound left turns);  

Option 2-provide split signal phasing for the north-south approaches; and  

Option 3-assume both the left turn signal in Option 1 and the split phasing of 

Option 2.   

Option 1-Protected/permissive left turn signal assumes left turning traffic gets a green 

arrow for protected left turns, followed by a green ball display to indicate left turns are 

permitted after yielding to oncoming traffic (and yielding to pedestrians in the crosswalk).  

This would be the same signal display as for westbound left turns at this intersection.   

The advantage of Option 1 is to reduce left turn delays for traffic entering the 

development north of the intersection.   

But there are several disadvantages for Option 1.  First, the eastbound left turns 

are significantly lower than westbound left turns (turning south onto College 

Avenue). Hence, the left turn arrow for eastbound left turns would both reduce 

green time for westbound traffic and present a less efficient signal operation, 

resulting in higher overall delays.   

Second, the existing signal controller cabinet and associated equipment would 

need to be replaced with newer equipment to allow for this type of signal phasing. 

The intersection capacity analysis provided in the Appendix B for Option 1 shows 

a Level of Service C with an overall delay of 28.1 seconds.  This is longer than the 

delay time shown in Table 3 using existing signal phasing which shows a Level of 

Service C with an overall delay of 20.7 seconds. 

Option 2-Split phasing assumes the northbound traffic gets a green signal, followed by 

the southbound signal getting a green light (or vice versa).  The advantage of Option 2 is 

to minimize delays for north-south left turning traffic, as the left turns on these 

approaches will have a protected left turn signal.   

However, there are numerous disadvantages.  First, split signal phasing is not 

efficient for this intersection, as it would reduce the green signal time for the 

heavier east-west through traffic.  The result would be a significant increase in 

overall delays for this intersection.  This can also affect traffic progression along 

Main Street and possibly result in extended backups at other intersections.    

Second, in order to provide satisfactory delay conditions and still achieve signal 

coordination with the other signals along Main Street, the green times for the 
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northbound and southbound are significantly reduced.  This means that if a 

pedestrian wants to cross Main Street, the green time for northbound or 

southbound traffic would need to be increased to allow for the pedestrian crossing 

time, and that would make this signal go out of coordination with the rest of the 

Main Street signals.  The result of not being in coordination is that there would be 

extended backups and higher vehicle delays along the Main Street corridor. But 

given the existing pedestrian activity in this area, the probability is low that this 

signal would be out of coordination for extended periods.  Although a longer signal 

cycle length might allow the signal to remain coordinated with the split signal 

phasing, the longer cycle length would mean pedestrians would have to wait 

longer to cross the street.  This would degrade the desired walkable environment, 

and might induce pedestrians to cross against the light. 

Third, split signal phasing and the resultant protected left turn signals for the north 

and south legs, will also result in the WALK signals on the east and west legs 

being shown at different times.  For example, when northbound traffic has a green 

light and a green left turn arrow, pedestrians on the west leg would see a DON’T 

WALK signal.  But pedestrians on the east leg would see a WALK signal.  This 

may cause confusion for pedestrians on the west side of the intersection if they 

see someone crossing on the east leg, and they may decide to disregard the 

DON’T WALK signal and possibly walk in front of a left turning vehicle.  

Fourth, the existing signal controller cabinet and associated equipment would 

need to be replaced with newer equipment to allow for this type of signal phasing. 

The intersection capacity analysis provided in Appendix B for Option 2 shows a 

Level of Service D with an overall delay of 38 seconds.  This is nearly double the 

delay time shown in Table 3 using existing signal phasing which shows a Level of 

Service C with an overall delay of 20.7 seconds. 

Option 3-This Option includes the additional phasing from Options 1 and 2.  The benefit 

of this option is to reduce left turn delays for all approaches to this intersection. 

Option 3 has the same types of concerns as with the above Options, except that 

the available green signal time for east-west through traffic would be further 

reduced and further complicate signal coordination along the Main Street corridor.   

The intersection capacity analyses provided in the Appendix B for Option 2 

shows a Level of Service D with an overall delay of 45.7 seconds, or more than 

double the delay time shown in Table 3. 

Because these signal phasing modifications could significantly worsen delays, affect 

traffic progression along Main Street, and increase pedestrian delays, these signal 

phasing changes are not recommended at this time.  However, the signal cabinet could 

be upgraded to allow phasing changes in the future.   
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A further analysis was conducted of the signal at Main Street and College Avenue, assuming 

that the right turn driveway is removed, and that the right turning traffic would instead exit at the 

signal.  This scenario of removing the right turn driveway was evaluated using the 3 options 

noted above and as listed below:  

Option 1- Provide a protected/permissive left turn signal for eastbound left turns into the 

driveway;  

Option 2-provide split signal phasing for the north-south approaches; and  

Option 3-assume both the left turn signal in Option 1 and the split phasing of Option 2.   

For all options, the results are summarized below in Table 4 and show higher delay conditions 

because of the additional right turning traffic exiting the driveway at the signal.  For Option 1 and 

the results show increased delays but no change in LOS.  Although Option 2 shows no change 

in the LOS, the delay conditions are significantly higher for exiting driveway traffic, with that 

approach being expected to operate at LOS F.  For Option 3, significantly higher delays at LOS 

F are expected both for the exiting driveway traffic and for College Avenue traffic.  Option 3 also 

shows high LOS D conditions for westbound Main Street traffic, meaning that if some signal 

green time is transferred from Main Street to either College Avenue or the driveway, then Main 

Street traffic would also be at unacceptable delay conditions.     

Based upon this comparison of driveway traffic with and without the right turning traffic at the 

signal, removing the existing right turn driveway is not recommended as this could result in 

significant delay conditions, and in turn could cause extended backups both for College Avenue 

and for the driveway. 

Table 4 Year 2025 LOS Conditions for Phasing Options at College Avenue 

Main Street at College Avenue                             Seconds Delay/LOS* 

 Existing Driveway Add Right Turn Driveway 
Traffic  

Option 1-Protected/Permissive 
left turn signal for eastbound left 
turns 

 
28.1 sec/LOS C 

 
28.3 sec/LOS C 

Option 2-Split Signal phasing 
for the north-south approaches 

38.0 sec/LOS D 47.9 sec/LOS C 

Option 3-Left turn signal in 
Option 1, and split phasing in 
Option 2 

 
45.7 sec/LOS D 

 
50.8 sec/LOS D 
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Conclusions 

Traffic at the study signalized intersections and at the driveway east of exiting City Hall is 

expected to operate at satisfactory flow conditions for the Year 2025.  Although no capacity 

improvements are recommended at that driveway, on-street parking would restrict sight 

distances for vehicles exiting this driveway.  Consideration may be given to improving sight 

distance by removing one or two on-street parking spaces just east of that driveway.   

The analysis of the left turn lanes at the signalized intersections indicate eastbound through 

volumes at Parkview Avenue and at College Avenue may occasionally back up beyond the left 

turn lanes.  We recommended backup conditions be monitored at the signals.  For the signals at 

College Avenue and at Drexel Avenue, we also recommended implementing signal timing and/or 

signal coordination changes to help reduce potential backup concerns.  Additional signal phasing 

changes were also considered at College Avenue, but are not recommended at this time.  These 

phasing changes were also evaluated assuming the removal of the existing right exit driveway 

west of the College Avenue signal.  Based on the analysis results, we recommend keeping the 

existing right exit driveway.  However, the signal cabinet could be upgraded to allow phasing 

changes in the near future.   

The driveway west of existing City Hall is recommended to be one way outbound with 

movements restricted to right out only, and the driveway east of existing City Hall changed to 

prohibit left turns out.  It is also recommended that internal signing be installed to inform the 

Market Store patrons of the exit via the signalized driveway at College Avenue and Main Street.  

A detailed plan for the striping and signing of the driveway at College Avenue should also be 

prepared and implemented, to minimize potential conflicts for the increased driveway traffic.  

Refer to Figure 2 for a schematic illustration of this traffic control. 

Summary of Recommendations  

 Prepare a plan to revise the traffic control and pavement markings for the parking 
lot and north leg of the Main Street at College Avenue signalized intersection. 
Refer to Figure 2 for a schematic illustration of this traffic control. 
 

 Replace the existing pole mounted controller cabinet at the traffic signal at Main 
Street and College Avenue with a new ground mounted controller cabinet, wired 
to provide additional signal phasing.  At time of opening of the Market Store, 
modify the signal phasing at this intersection to the desired operation. 
 

 Keep the existing right turn driveway just west of the signal at Main Street and 
College Avenue. 
 

 The site access west of and adjacent to the Market District Express Store is to be 
designated one-way exiting.  Install ‘Do Not Enter’ signs facing Main Street.  
Install signs to prohibit left turns exiting the site to Main Street. 
 

 Install signing for the Main Street site access east of and adjacent to the Market 
District Express Store to prohibit left turns out. 
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 Develop and implement signing at the new entryway between the existing retail 
building and the Market District Express Store to direct the Market Store patrons 
to the signal at the Main Street and College Avenue intersection. 
 

 Consider additional parking prohibitions on the north side of Main Street at the 
access driveway on the east side of the District Market Express Store to improve 
sight distance from the east (remove one or two parking spaces). 
 

 Make the access driveway from Drexel Avenue one way in (westbound) and 
improve the radius on the north side of the drive to facilitate turns. 
 

 Monitor left turn and through traffic backups along Main Street.  Implement signal 
timing and/or coordination modifications to reduce potential backup concerns.   



 
 
Bexley Square Traffic Access Study- Study Area  
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Bexley Square Traffic Access Study-  Proposed Site Development 
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Bexley Square Traffic Access Study-  Existing Roadway and Driveway Configuration  
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Bexley Square Traffic Access Study-  Proposed Roadway and Driveway Configuration 

Figure 4 
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Bexley Square Traffic Access Study-  Existing PM Peak Hour Volumes (2014)  

Figure 5 
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Bexley Square Traffic Access Study-  Year 2025 PM Peak With  Reduction of City Hall 
Traffic and Diversion of Drexel Driveway Exit Traffic    

Figure 6 
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Bexley Square Traffic Access Study-  Office Trip Distribution (%) 

   Figure 7 
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Bexley Square Traffic Access Study-  Market District Express Trip Distribution (%) 

 Figure 8 

N 

E Main St 

S Parkview
 A

ve
 

S 
D

re
xe

l A
ve

 

  25% 
 5% 
 

28% 
 

     10%
  35% 

 

  40%   2% 
40% 

  38%   10% 
  55% 

1
7

%
 

1
0

%
 

5
%

 

6
5

%
 

1
0

%
 

1
0

%
 

17,500 
gsf Office 
 

Existing 
Retail 
 
 
 
 
 

30,000 gsf 
Market District 
Express 

5
%

 

7% 

Note: These percentages represent new trips on area roads and 
exclude internal and pass-by trips 

2
%

 

 5% 
 

1
7

%
 

2
5

%
 

5
%

 

1
0

%
 

42% 

  55% 



 
Bexley Square Traffic Access Study-  Proposed Office PM Peak Hour Traffic 

Figure 9 
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Bexley Square Traffic Access Study-  Proposed Market District Express PM Peak Hour Traffic    

Figure 10 
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Bexley Square Traffic Access Study-  Total New Development PM Peak Hour Trips    

Figure 11 
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Bexley Square Traffic Access Study-  Year 2025 PM Peak Hour + New Development Traffic   

Figure 12 
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