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2.5 Transportation and Circulation
2.5.1 Pedestrian Circulation
The following sections discuss pedestrian circulation on each of the sites included in the West
Campus Residential Initiative Project. A discussion of the potential impacts to pedestrian circulation based on proposed conditions, along with plans for mitigating any impacts is included as well.
Section 2.5.3.1 describes pedestrian circulation at the west campus housing site, and section
2.5.3.2 describes pedestrian circulation for the University Avenue parking site.

2.5.1.1 West Campus Site Pedestrian Circulation
a. Existing Pedestrian Circulation on West Campus Site
Currently, there is an extensive system of pedestrian walkways connecting internal and external site
destinations. Pedestrian walkways connect the various residence halls and Noyes Community
Center, and connect student housing areas to the central campus. Figure 2.5.A illustrates the
Existing Pedestrian & Bicycle Facilities.
The existing west campus walkway system extends to the edges of the site at nine locations along
West Avenue, one location along Campus Road, four locations along Stewart Avenue and three
locations along University Avenue. The network connects to the overall university walkway system
and the City of Ithaca system at these locations.
West Avenue and Campus Road are the streets pedestrians must cross to travel from west campus
to central campus. There are six marked crosswalks along West Avenue between Campus Road
and University Avenue. There are a number of signs warning motorists of pedestrians crossing the
street.
Peak pedestrian traffic to the central campus coincides with the student class schedules on central
campus, which are later than the morning vehicular commuting peak traffic period. Pedestrian
traffic back to west campus is staggered throughout the day. Figure 2.5.B indicates the results of
the pedestrian counts. The volume of pedestrian traffic crossing roadways at intersections 1, 2, 3,
4, 5, 18, 19, 20, 21 and all along West Avenue between University Avenue and Campus Road was
recorded during the AM and PM peak vehicular commuter periods. Although these time periods
are not the peak times for pedestrian travel, they are the time period with the greatest potential for
pedestrian-vehicle conflicts.

b. Impacts to Pedestrian Circulation on West Campus Site
The West Campus Residential Initiative proposes a pedestrian environment that accommodates
access for service, bus and emergency vehicles.
The proposed action will integrate an extensive system of pedestrian walks that will connect
internal and external destinations. Historic patterns of pedestrian movement through the site,
particularly along the east-west axis that connects the central campus and Libe Slope with Stewart
Avenue and residential areas to the west, will be maintained after redevelopment of the site. Accessibility for mobility impaired persons will be substantially enhanced and is a positive impact of the
projects.
Currently, the bus stop at the corner of University Avenue and Stewart Avenue is not accessible to
mobility impaired persons. Much of the site is non accessible due to steep grades. The new
development will establish a central accessible path that provides access to the bus stop and to the
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Figure 2.5.A:
Existing Pedestrian & Bicycle Facilities
Wext Campus
Trowbridge & Wolf Landscape Architects
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Figure 2.5.B:
Pedestrian Volumes
Existing Peak Hour
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Figure 2.5.C:
Proposed Pedestrian Circulation
West Campus
Trowbridge & Wolf Landscape Architects
Kieran Timberlake Associates
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main entrance of each of the new residence halls. Additional accessible paths will also be developed. Figure 2.5.C illustrates the proposed path network and which paths will be accessible.
The west campus resident population will remain about the same after construction of the project,
therefore, no measurable increase in pedestrian traffic or associated impacts are anticipated.
Currently the largest flow of pedestrian traffic off the project site occurs between the site and the
central campus to the east. This existing situation is not expected to change upon completion of the
proposed project. However, relocation of existing on-site parking will increase pedestrian travel to
and from the new parking. This will result in an increase in pedestrians crossing Stewart Avenue
as persons walk to and from the University Avenue parking lot. This type of pedestrian traffic is
not expected to occur in significant numbers during the AM or PM commuter peaks.
A new sidewalk is proposed to be constructed along the east side of Stewart Avenue where none
currently exists. This is a positive impact of the project.

c. Mitigation Measures
The projects will mitigate negative aspects of existing conditions. The existing bus stop and major
pedestrian routes will be made accessible to the mobility impaired. Historic pedestrian routes and
linkages to existing pedestrian crosswalks on West Avenue and walkways on Libe Slope will be
maintained. Accessibility for the mobility impaired will be improved and a sidewalk will be
installed along the east side of Stewart Avenue. These are all positive impacts of the project.

d. Unavoidable Impacts
As discussed above, pedestrian movement to and from parked vehicles off-site will increase.

2.5.1.2 University Avenue Site Pedestrian Circulation
a. Existing Pedestrian Circulation at the University Avenue Site
The old carriage path, which once served the Treman houses, provides an east-west linkage though
the middle of the block for pedestrians. There are also sidewalks on the west and south sides of
University Avenue, and the west side of Stewart Avenue. Refer to Figure 2.5.D for existing
pedestrian conditions on the University Avenue site.

b. Impacts to Pedestrian Circulation on the University Avenue Site
Construction of the University Avenue parking lot will not result in any changes to existing pedestrian routes. Pedestrian traffic though the site can be expected to increase as persons parking in the
new surface lot walk to west campus and central campus. Reconstruction of the historic carriage
path, which connects University Avenue to Stewart Avenue, is proposed in order to maintain
current pedestrian connections as well as to accommodate pedestrians who park in the new University Avenue lot. The existing sidewalk along the south side of University Avenue and the historic
carriage route will provide pedestrian linkages between the new lot and west campus. Refer to
Figure 2.5.E for proposed pedestrian conditions on the University Avenue site.
Because the University Avenue lot will be used predominately by students who will store their cars
during the week, it is expected that the majority of pedestrian movement from these vehicles to west
campus will not occur during periods of peak vehicular activity on the adjacent streets. Pedestrian
movements during peak hours will be limited to the smaller population of commuting staff using
the lot.
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Figure 2.5.D:
Existing Pedestrian Circulation
University Avenue
Trowbridge & Wolf Landscape Architects
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Figure 2.5.E:
Proposed Pedestrian Circulation
University Avenue
Trowbridge & Wolf Landscape Architects
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c. Mitigation Measures
Mitigation measures include reconstructing the former carriage drive for use as a pedestrian
walkway from University Avenue eastward to Stewart Avenue. This reconstruction will convert the
former carriage drive into an all-season lighted walkway providing an improved pedestrian linkage
between residential neighborhoods to the west, the proposed parking lot, west campus, and the
central campus. A new mid-block crosswalk on Stewart Avenue is proposed to link the carriage
drive with walkways on the east side of Stewart Avenue.

d. Unavoidable Impacts
Pedestrian movement across Stewart Avenue will increase as a result of the new surface parking
lot. There are no unavoidable impacts of the proposed action that cannot be mitigated through the
construction of walkways as a part of the parking facility.

2.5.2 Bicycle Circulation
Facilities that allow and encourage the safe use of bicycles for personal transportation are an
integral part of the university-wide transportation system. These facilities include shared bicycle/
vehicular routes, bike lanes for the exclusive use of bicyclists on specific campus streets and shared
bicycle/pedestrian paths. This network of bicycle routes extends throughout the campus. There are
approximately 160 bike rack locations on campus convenient to bicyclist destinations, and all
public transit buses are fitted with bike racks to allow bicyclists the option of utilizing local transit
service when conditions warrant.
The following sections discuss bicycle circulation on each sites included in the West Campus
Residential Initiative Project. A discussion of the potential impacts to bicycle circulation based on
proposed conditions, along with plans for mitigating any impacts is included as well. Section
2.5.2.1 describes bicycle circulation at the west campus site, and section 2.5.2.2 describes bicycle
circulation for the University Avenue parking site.

2.5.2.1 Bicycle Circulation at the West Campus Site
a. Existing Bicycle Circulation
Within west campus bicycling is allowed only on streets and service drives. University policy
requires that bicyclists dismount and walk their bikes on all pedestrian walkways within the west
campus block. There are bike racks throughout the west campus block, and bicycle storage rooms
in all of the Class Halls and Sperry Hall. Figure 2.5.A: Existing Pedestrian and Bicycle Facilities
illustrates bicycle facilities.
West campus cyclists utilize the surrounding street network. Bicyclists are prohibited from cycling
on the Libe Slope walkways.

b. Impacts to Bicycle Circulation
Where conditions allow, the Cornell University pavement marking system, which designates
campus bicycle routes will be integrated into the proposed West campus Residential Initiative site
plan. This system consists of a hierarchy of pathways including shared paths between bicyclists
and pedestrians. Proposed bicycle/pedestrian paths within the project site will be planned to
provide bicyclists access to the proposed houses and community/recreation building, and be linked
to other designated bicycle routes beyond the site. Bicycle storage rooms and racks will be provided for each of the new houses.
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c. Mitigation Measures
The proposed development will enhance bicycle circulation. No mitigation is required.

d. Unavoidable Impacts
The opportunity to enhance bicycle circulation and integrate it with the campus bicycle system is a
positive impact of this project.

2.5.2.2. Bicycle Circulation at the University Avenue Site
a. Existing Bicycle Circulation
There are no designated bicycle routes within the area where the proposed parking lot is to be
constructed. Cyclists currently utilize the surrounding street network.

b. Impacts to Bicycle Circulation
No impacts with regard to bicycle circulation within, to, or from the project site are expected. It is
anticipated that new walkways servicing the University Avenue site, and reconstruction of the
carriage path will be designated for pedestrian use only.

c. Mitigation Measures
No impacts to bicycle circulation as a result of the proposed parking lot have been identified, and
thus no mitigation measures are proposed.

d. Unavoidable Impacts
No unavoidable impacts to bicycle circulation that may occur as a result of the proposed parking
lot have been identified.

2.5.3 Transit Service
A cornerstone of Cornell’s transportation programs is the excellence and availability of public
transit. In 1996, Cornell, the City of Ithaca, and Tompkins County forged a public-private partnership to form Tompkins Consolidated Area Transit (TCAT). TCAT provides collective public
transit service to the City, rural and suburban areas of the County, Cornell University and Ithaca
College. Transit service is available as much as 22-hours a day, seven days a week, providing
service that connects parking with academic, residential, recreational, and athletic facilities.
In calendar-year 2001, Cornell community members accounted for 1.7 million of the 2.6 million
passenger trips on Tcat. Fully 25 percent of central campus faculty and staff use public transit as
their primary means of commuting to and from Cornell.

a. Existing Transit Service at all WCRI Sites
A variety of bus routes currently service west campus. Designated routes are provided on Stewart
Avenue, University Avenue, Lake Street, West Avenue, and Campus Road. Daytime service is
available from approximately 6:00am to 6:00pm with frequency varying from every 10 minutes to
every thirty minutes. Evening service is also available between the hours of 6:30pm and 2:00am
with frequency varying from every 40 minutes to hourly. Figure 2.5.H: Existing Transit Service,
depicts the major routes, stop locations, and flow directions.
There are four bus stop locations in the West Campus area. Bus stops currently exist at Stewart
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Avenue and Williams Street, Stewart and University Avenue, and two locations on West Avenue in
front of Mennen Hall (west side and east side of street).
There is no existing transit service to the University Avenue parking site.

b. Impacts to Transit Service
There is no anticipated change to transit services as a result of the proposed project at any of the
sites. The existing bus stop at University Avenue and Stewart Avenue will be made accessible to
the physically impaired.

c. Mitigation Measures
No mitigation is required since these are not negative impacts.

d. Unavoidable Impacts
There are no unavoidable impacts to transit services due to the proposed project, because there are
no changes anticipated to transit service.

Trowbridge & Wolf Landscape Architects

81

May, 2002

2. POTENTIAL SIGNIFICANT IMPACTS

WEST CAMPUS RESIDENTIAL INITIATIVE D.E.I.S.
CORNELL UNIVERSITY, ITHACA, NY

Figure 2.5.F:
Existing Transit Service
Trowbridge & Wolf Landscape Architects
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2.6 Parking
The university has established incentive programs that encourage staff and students to leave their
cars at home and to utilize public transit, carpool or use other alternative forms of transportation.
Program incentives are described in detail in section 2.6.1 Transportation Demand Management
Program (TDMP). While the university has concentrated on making TDMP as convenient as
possible for the largest amount of users, we recognize that not everyone is able to take advantage of
these options. This section describes parking for those who cannot.

2.6.1 Transportation Demand Management Program (TDMP)
The forefront of Cornell’s transportation plan is its highly-successful, aggressive demand-management programs within a price structure that discourages single-occupant commuter travel and
encourages transit use and multimodal transportation. However, there is a need to maintain
parking facilities both on and near the central campus.

Context:
A transportation study was prepared by the Ithaca-Tompkins County Transportation Council
(ITCTC) in 1995. The long range plan was prepared to provide a twenty-year vision for the
metropolitan transportation system. County-wide population demographics were reviewed for a
ten-year period from 1980 to 1995. Some of the results of that review are listed below:
•
Driver population increased approximately 10% between 1980 & 1990, or one percent per
year.
•
The number of vehicles per household in the County was growing at a rate of two percent
per year.
This is background growth, which occurs naturally and is not related to the construction of specific
and/or additional traffic inducing generators. It is interesting to note that of the ten towns reviewed
as part of that study, the city and town of Ithaca had the lowest ratio of vehicles per person, at 0.40
and 0.52 respectively. Surrounding towns, such as Caroline, Danby, Lansing and Newfield were
all equal to or in excess of 0.70 vehicles per person.

Cornell TDMP:
An ongoing goal of the university has been to reduce actual vehicle trips to the campus by discouraging the use of single-occupant vehicles (SOVs) and encouraging the use of alternative forms of
transportation. The university has achieved substantial progress in this regard since the inception of
the Transportation Demand Management Program (TDMP) in 1991. The TDMP continues to
evolve to provide additional and more attractive incentives in response to strong user demand.
Informational brochures that describe the incentive programs are included at the end of Appendix
D: Traffic & Parking. Key elements of the TDMP include:
•
The university pays the transit fare for any Cornell faculty and staff who show their CU
ID. This benefit is offered Monday–Friday anywhere in Tcat’s Zone 1 (includes: Cornell, Ithaca
College, downtown, the mall, the hospital, and the airport).
•
Under the OmniRide program, employees who turn in or decline an individual parking
permit are provided free, unlimited usage of the transit system (Tcat) throughout the County
seven days a week. Cornell also subsidizes the transit cost for those employees traveling from
outside of the County.
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•
Modestly priced transit passes ($75 per semester or $150 for a full year—versus $330 per
year for a comparable Tcat pass) are marketed to students as an alternative to bringing a vehicle
to campus. Student purchases of transit passes have increased from 753 in the 1988-1989
academic year to 4,899 passes purchased in the 2000-2001 academic year. This represents an
over 600 percent increase over the twelve-year period. The dramatic increase in the purchase of
bus passes by students is attributed to two things. First is an effective transit marketing program that targets students and their parents prior to—and again immediately upon—students’
arrival on campus. Second is the extensive transit service available as much as 22-hours a day,
and seven days a week. The growth in transit passes purchased by students is summarized in
Table 2.6.A: Transit Use, below:

Table 2.6.A: Transit Use
Bus Passes
Percentage of
Academic
Purchased by Students with
Year
Students
Bus Passes
88-89
753
4.1%
89-90
841
4.5%
90-91
692
3.8%
91-92
480
2.6%
92-93
439
2.4%
93-94
940
5.1%
94-95
1430
7.7%
95-96
1858
10.0%
96-97
2579
14.0%
97-98
2605
14.4%
98-99
3292
18.0%
99-00
3883
20.7%
00-01
4899
27.0%
*Source: Cornell University Transportation Services, October of each academic year

•
RideShare is a carpool incentive program that gives discounts on parking fees and cash
back rebates to faculty and staff who share a ride to and from campus. The larger the
RideShare group, and the further from central campus they choose to park, the greater the
reward. Any group that receives a rebate also receives a reserved parking space. However, even
a group as small as two people can receive a permit to park in a perimeter parking lot for no
fee.
•
The Occasional Parker program provides ten, free, one-day parking permits every six
months to people who do not bring a SOV to campus each day.
•
OmniRiders and RideSharers receive free, one-day parking permits for those days they
need to bring a car to campus. OmniRiders are entitled to up to 30 free permits per year. Every
six months, each RideSharer group can get one fewer books of ten one-day permits than there
are members of the group (with cars registered at the university); one member of the group can
use the RideShare permit itself.
•
Pedestrian and bicycle facilities are developed to provide a user-friendly network of
accessible routes for pedestrians and cyclists alike. The university facilitates bicycling stressing
the 4E’s; Engineering, Encouragement, Education, and Enforcement; and through a signage and
visual information system designed to provide order and structure to this non-motorized form of
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84

May, 2002

2. POTENTIAL SIGNIFICANT IMPACTS

WEST CAMPUS RESIDENTIAL INITIATIVE D.E.I.S.
CORNELL UNIVERSITY, ITHACA, NY

transportation. Examples of the 4E’s include development of web-based bicycle education
programs targeting various user groups and a continuing bicycle parking improvement program.
(Pedestrian and bicycle facilities are described in more detail in sections 2.5.1 and 2.5.2.)
Some of the proven benefits of the total Transportation Demand Management Program since its
inception include:
•
Within a year of its inception, the number of parking permits issued declined by 25%, and
ride sharing increased by 10%.
•
Combined with a municipal residential parking permit system in surrounding neighborhoods, TDMP has truly reduced traffic to, through, and around the Cornell campus.
•
On average, approximately 36% of faculty and staff participate in the combined Transportation Demand Management programs.
•
Approximately 2200 fewer vehicles are coming to campus on a daily basis.
•
Cornell University commuters travel approximately 10 million fewer miles per year, and
consume 417,000 fewer gallons of fuel. This yields environmental benefits including a 6.7
million pound drop in carbon dioxide (CO2) emissions; 651,000 fewer pounds of carbon
monoxide (CO); a reduction in oxides of nitrogen (NOx) by 34,000 pounds; and, a lessening of
hydrocarbons by 59,000 pounds.
•
A less stressful commute is provided for everyone – either because they are participating in
a transit or carpool program, driving in reduced traffic, or both.

2.6.2 West Campus Site Parking
a. Existing Parking on the West Campus Site
West campus parking serves various needs. The user groups include: west campus resident
students, staff from west campus and nearby facilities, visitors, faculty in residence, loading and
miscellaneous short-term use (reserved, handicap, drop off, service vehicles, etc.). Parking on west
campus is distributed as shown in Figure 2.6.A. Just over one hundred (101) parking spaces
within the WCRI project area are designated for nearby Greek houses, Psi Upsilon, Sigma Phi, Phi
Kappa Psi, and Delta Tau Delta. These are not associated with the WCRI project and will remain.

b. Proposed Parking on the West Campus Site
The West Campus Residential Initiative proposes to eliminate approximately 196 parking spaces
on west campus over the course of the construction work. All of the eliminated west campus
parking will be replaced by the University Avenue surface lot. Approximately 102 spaces for
faculty residents and staff of the west campus, and all of the 101 Greek parking spaces will remain
on site.
Parking during construction is discussed in Chapter 3: Construction Impacts

2.6.3 University Avenue Site Parking
a. Existing Parking on the University Avenue Site
There is no existing parking at the University Ave site.

b. Proposed Parking on the University Avenue Site
An approximately 195 capacity surface parking lot is proposed for the University Avenue site. The
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Figure 2.6.A:
Existing Parking & Loading
West Campus
Trowbridge & Wolf Landscape Architects
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Figure 2.6.B:
Proposed Parking
West Campus
Trowbridge & Wolf Landscape Architects
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University Avenue lot will be used primarily for contractor parking during the construction of west
campus. This condition is discussed in greater detail in Chapter 3: Construction impacts. After the
completion of the project, the University Ave parking lot will be used primarily for west campus
students, with the remainder of the spaces permitted to university staff.

2.7 Vehicular Circulation
The following sections address vehicular circulation issues related to the West Campus Residential
Initiative Project. Section 2.7.1 describes existing vehicular traffic conditions, and impacts and
mitigation to those conditions based on the proposed project. Section 2.7.2 addresses vehicular
service capacity and Section 2.7.3 explains current safety conditions, and impacts and mitigation to
those conditions based on the proposed project.
A concurrent project that is separate from the WCRI is the university’s proposal to construct a
parking garage between South Avenue and Edgemoor Lane to replace parking spaces lost on the
central campus. A separate DEIS is being proposed to address impacts of the garage. The traffic
analysis described in the following sections incorporates vehicular traffic from the proposed
parking garage so that redirected traffic from both projects can be understood as a whole.

2.7.1 Traffic Conditions and Operations
a. Existing Vehicular Circulation
The West Campus Residential Initiative project is located near the western edge of Cornell
University’s Ithaca campus. Student housing is proposed for the west campus site which is
bounded by University Avenue to the north, West Avenue to the east, Campus Road to the south,
and Stewart Avenue to the west. The University Avenue surface parking site is bounded by University Avenue to the west and north, and Stewart Avenue to the east.
Streets throughout the traffic study area are a mix of public and university-owned. Campus Road,
West Avenue, South Avenue and the West Avenue extension are Cornell University owned streets.
See Figure 2.7.A for an illustration of Cornell University owned streets. Each of the roadways
contained within the study area are functionally classified in Table 2.7.A and are depicted in Figure
2.7.B: Existing Area Street Network.
The overall limits of the roadway network identified for detailed analysis is further defined in
Figure 2.7.C: Existing Intersections Analyzed. This figure depicts the number of intersections
analyzed, their respective location within the analysis grid, and location relative to west campus
and the associated improvements.
It is important to recognize the mixed use nature of the roadways surrounding the site (i.e. both
campus travelers and non-Cornell commuters utilize this system). Knowing this assists in identifying the peak intervals which are applicable for each group. Typically, ordinary commuter traffic
peaks on a weekday between the hours of 7:00 to 9:00 A.M. and 4:00 to 6:00 P.M. The peaking
characteristics of university traffic are similar to ordinary commuter traffic in the morning. However, departures from campus are staggered throughout the day, based on varying schedules. A
more realistic afternoon window to capture both campus traffic and non-Cornell commuter traffic
is an earlier interval than the typical commuter peak. Based on collective discussions with Cornell
and the City Public Works agencies, the afternoon peak interval was identified as 3:30 to 5:30 P.M.
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The roadway network surrounding the project site was investigated to establish existing traffic
volumes, and assess current (typical) operating conditions during the academic year when students
are on campus. This established a base condition for comparison with the proposal. The documentation process was initiated by assembling vehicular and pedestrian traffic flow data for 23 intersections immediately bordering or otherwise related to the plan as proposed for west campus and
the proposed parking garage. Cornell and the City of Ithaca provided count data collected in 2000
and/or 2001 at five of the intersections. The balance of traffic/intersection information was
collected specifically for this project in April, September, and November of 2001 as well as April
of 2002. All data collected by each of the providers noted was collected during the defined peak
times while classes were in session. It is noted that the data collected during April and September
2001 was obtained while a closure of the Linn Street bridge at University Avenue was in effect.
However, the count data collected previously in 2000/2001 by Cornell University and the City of
Ithaca was obtained prior to construction of the Linn Street bridge; counts obtained subsequently in
conjunction with this study in November 2001 and April 2002 occurred after completion of the
Linn Street bridge construction. Both the pre- and post-construction data represents typical traffic
data unaffected by construction activity. As such, that data will be used as a bench reference to
adjust any and all traffic flow through the affected grid, as appropriate.
Data collected included full vehicular turning movements, geometry, lane flow and utilization, and
signal timings (where applicable); pedestrian traffic flow was documented as well. All turning
movement data is included in Appendix D: Traffic & Parking. All of these features are required to
assess the operating characteristics of the intersections. Table 2.7.B: Target Intersection Attributes,
lists the intersections that were analyzed to assess the impact of this project, and attributes related
to each.
The combination of count data collected is considered “raw” count data and is depicted in Figure
2.7.D: Peak Hour Volumes, Raw Count Data. The turning movement counts at each location were
reviewed for consistency and overall volume balance with respective adjacent intersections and to
determine adjustments required due to possible traffic diversions as a result of the bridge closing.
Upon inspection, it was determined that the count information reflects daily traffic variations and
some traffic diversion due to the noted bridge construction. Traffic volumes were adjusted accordingly, at locations as required, to provide a balanced network representing typical traffic flow
(unaffected by construction). These adjusted volumes represent the existing base traffic condition
for this project and the proposed parking garage project, and are illustrated in Figure 2.7.E: Peak
Hour Volumes, Existing Base Conditions. Adjustment calculations are included in Appendix D.
A review of the turning movement count information collected throughout the identified grid
indicated the approximate morning and afternoon peak hours to be 8:00 – 9:00 A.M. and 4:30 5:30 P.M.
In addition to turning movement count data, Average Daily Traffic (ADT) volumes were obtained
from the City of Ithaca along some of the roadway sections in the study area (data was not available on all of the study area roadways). The most recent available Average Daily Traffic (ADT)
information collected by the City of Ithaca in 1995 and 1996 indicate the following: 6,750 vehicles
per day (vpd) on University Avenue between Lake Street and Cornell Avenue; 4,904 vpd on University Avenue between Willard Way and Stewart Avenue; 4,625 vpd on Stewart Avenue between
University Avenue and Campus Road; 4,681 vpd on Stewart Avenue between Buffalo Street and
Seneca Street; and 6,133 vpd on Campus Road between Stewart Avenue and West Avenue.
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b. Impacts to Vehicular Circulation
As previously explained in Section 2.6.1, the WCRI will change the parking requirements on west
campus in three ways. New building construction on west campus will displace some existing
surface parking. The new construction will also increase the number of employees desiring to park
near west campus. Finally, the university must provide for contractor parking during construction
of the WCRI. The University Avenue surface parking lot is proposed to provide parking for WCRI
contractors during construction of the WCRI. The lot will provide replacement parking for spaces
lost on the WCRI site, once construction is complete. The proposed University Avenue surface lot
is proposed to serve as contractor parking during WCRI construction.
Relocation of on-site parking results in new trip patterns for traffic that previously parked on the
west campus site.
The results of these relocations are changes in vehicular circulation and travel patterns as documented in Section 2.7.2.: Impacts to Vehicular Service Capacity.
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Figure 2.7.A:
Street Ownership
Trowbridge & Wolf Landscape Architects
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Table 2.7.A
Functional Classification of Study Area Roadways
Roadway
Functional Classification
University Avenue
Urban Minor Arterial
Lincoln Street
Urban Minor Arterial
Lake Street
Urban Minor Arterial
Route 79
Urban Minor Arterial
Buffalo Street
Urban Minor Arterial
Stewart Avenue
Urban Collector
Willard Way
Urban Collector
Falls Street
Local Roadway
Linn Street
Local Roadway
West Avenue
Local Roadway
Campus Road
Local Roadway
Central Avenue
Local Roadway
South Avenue
Local Roadway
Edgemoor Lane
Local Roadway
Cascadilla Park Road
Local Roadway
Dewitt Place
Local Roadway

The definitions of the functional classifications identified in Table 2.7.A: Functional
Classification of Study Area Roadways are as follows:
Urban Minor Arterial:
An urban minor arterial street accommodates trips of moderate length while providing land access to
abutting parcels. Such a facility may carry local bus routes and provide intra-community continuity but
ideally does not penetrate identifiable neighborhoods.
Urban Collector:
The collector street system provides both land access service and traffic circulation within residential
neighborhoods and commercial and industrial areas. The collector street distributes trips from the
arterials through the area to their ultimate destination and vice versa (i.e. the collector street also collects
traffic from local streets in residential neighborhoods and channels it into the arterial system). The
collector street system may also carry bus routes.
Local Roadway:
The local street system includes all facilities not in one of the higher systems. It primarily permits direct
access to abutting lands and connections to the higher order systems. It offers the lowest level of mobility
and usually contains no bus routes. Service to the through traffic movement is deliberately discouraged.
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Figure 2.7.B:
Existing Street Area Network
Trowbridge & Wolf Landscape Architects
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Figure 2.7.C:
Existing Intersections Analyzed
Trowbridge & Wolf Landscape Architects
SRF & Associates
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Table 2.7.B:
Target Intersection Attributes
INT.
NO.
1

INTERSECTING
ROADWAYS
University Avenue /
West Avenue

GEOMETRY
LANE FLOW
2 lane / 2 way
2 lane / 2 way

2

Campus Road /
West Avenue

2 lane / 2 way
2 lane / 2 way

3&
10

Stewart Avenue /
Campus Road –
South Avenue
University Avenue /
Stewart Avenue
University Avenue /
Lake Avenue
Willard Way
Campus Road /
Gannett Health D’way –
Taylor Halls D’way
Campus Road /
Central Avenue
Stewart Avenue /
Buffalo Street
South Avenue /
Parking Lot D’way
South Avenue /
West Avenue

2 lane / 2 way
2 lane / 2 way
1 lane / 1 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
3 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
1 lane / 1 way
2 lane / 1 way

West Avenue-Pkg Lot /
Edgemoor Lane
Stewart Avenue /
Edgemoor Lane
Lake Street /
Falls Street
Lake Street /
Lincoln Street
University Avenue /
Linn Street
Stewart Avenue /
Route 79
University Avenue /
West Campus D’way
Stewart Avenue /
West Campus D’way
Campus Road /
West Campus east D’way
Campus Road /
West Campus west D’way
University Avenue /
Future Surface Lot D’way
University Avenue /
Cascadilla Park Road
Stewart Avenue /
Dewitt Place

2 lane / 1 way
2 lane / 1 way
2 lane / 2 way
2 lane / 1 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way
2 lane / 2 way

4
5
6
7
8
9
11

12
13
14
15
16
17
18
19
20
21
22
23
24

Trowbridge & Wolf Landscape Architects

INTERSECTION TYPE
MAINTENANCE
& CONTROL
JURISDICTION
Triangular Intersection
City
s.s.* on West Ave NW bound,
Cornell University
University Ave SE and E bound
Triangular Intersection
Cornell University
s.s.* on West Ave NE & S bound,
Cornell University
Campus Road N bound
4-way
City
s.s.* on Campus, right turn yield
Cornell University
South Ave one-way westbound
Cornell University
4-way
City
All-way STOP
City
4-way
City
All-way STOP
City
NB channelized right turn w/yield
City
4-way
Cornell University
s.s* on Gannett Health and Taylor
Cornell University
Halls driveways
Cornell University
Northbound “T”, WB left turn lane
Cornell University
Multi – phase traffic signal
Cornell University
4 – way
City
s.s.* on Stewart Avenue / flashing red
City
Northbound “T”
Cornell University
No intersection control
Cornell University
Northbound “T”
Cornell University
South is 1-way WB to West then 2-way Cornell University
West is 1-way SB
Cornell University
s.s.* on South Ave EB
Southbound “T”
Cornell University
s.s.* on Parking Lot Exit WB
Cornell University
Westbound “T”
City
s.s.* on Edgemoor Lane
City
Eastbound “T”
City
s.s.* on Falls Street
City
Eastbound “T”
City
s.s.* on Lincoln Street
City
Westbound “T”
City
s.s.* on University Avenue
City
Southbound “T”, EB left turn lane
City
2 – phase traffic signal
City
Northbound “T”
City
s.s.* on driveway
Cornell University
Westbound “T”
City
s.s.* on driveway
Cornell University
Southbound “T”
Cornell University
s.s.* on driveway
Cornell University
Southbound “T”
Cornell University
s.s.* on driveway
Cornell University
Northbound “T”
City
s.s.* on driveway
Cornell University
Westbound “T”
City
s.s.* on Cascadilla Park Road
City
Eastbound “T”
City
s.s.* on Dewitt Place
City
*s.s. denotes stop sign control
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INSERT 11x17 BLACK & WHITE
PHV: RAW COUNT DATA (SRF)

Figure 2.7.D:
Peak Hour Volumes
Raw Count Data
Trowbridge & Wolf Landscape Architects
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INSERT 11x17 BLACK & WHITE
PHV: EXISTING BASE CONDITIONS (SRF)

Figure 2.7.E:
Peak Hour Volumes
Existing Base Conditions
Trowbridge & Wolf Landscape Architects
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2.7.2 Vehicular Service Capacity
The capacity of a roadway system is based on two components: the capacity of the included
roadway segments and the affected intersections along the route. Intersecting roadways generally
provide the initial constraint on a system’s capacity. Segmental capacity is rarely a problem if the
intersections are providing adequate capacity levels. Efficiency at the intersections, therefore,
becomes the critical constraint for capacity. Vehicular flow at these points must be analyzed to
assess the capacity levels at each intersection.
The standard procedure for capacity analysis of signalized and unsignalized intersections is based
on the Highway Capacity Manual published by the Transportation Research Board. The procedure
yields a Level of Service (LOS) as an indicator of how well intersections operate. Level of Service
is defined in terms of delay, which is a measure of driver discomfort, frustration, fuel consumption,
and lost travel time. Synchro modeling software was used to simulate traffic patterns in the study
area which aided in calculating capacity at each of the study intersections.
The concept of Level of Service is defined as a qualitative measure describing operating conditions
within a traffic stream and their perception by motorists and/or passengers. Six Levels of Service
are defined for analysis. They are assigned letter designations, from “A” to “F”, with LOS “A”
representing the best conditions and LOS “F” the worst; LOS “C” is considered an average operating condition. Suggested ranges of service capacity and a detailed explanation of Levels of Service
are included in the Appendix D: Traffic & Parking.

a. Existing Vehicular Service Capacity
All intersections included in the analysis for this project are controlled by stop signs, with the
exception of two locations; Stewart Avenue / Route 79 (State Street) and Campus Road / Central
Avenue. These intersections are controlled by traffic signals. The current operation of the traffic
signals was observed in the field to determine actual cycle length and phase duration. In addition,
traffic control at the Stewart Avenue / Buffalo Street intersection is supplemented by flashing signal
indications on all four approaches (red indications facing Stewart Avenue and yellow indications
facing Buffalo Street).
Each intersection was analyzed to determine capacity levels and relative traffic operations. Computerized traffic capacity models were developed for both signalized and unsignalized intersections,
to determine the respective LOS for each. The existing results are depicted in Table 2.7.C. The
results list the isolated operation of the critical lane group(s) of each approach at each intersection.
All capacity calculations of existing conditions are included in Appendix D4.
For purposes of analysis, intersections 1 and 2 have been broken down into three components and
analyzed as three separate “T” – intersections. Given the existing geometry and traffic islands in
place, and limitations in modeling procedures, it is not possible to model the actual operation of
these intersections as they exist in the field. The critical movements are identified in the component
analysis and referred to as 1a/1b/1c and 2a/2b/2c.
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Table 2.7.C:
Existing Capacity Levels
INT.
NO.

1a

INTERSECTION
DESCRIPTION

EXISTING
A.M. PEAK
LOS
DELAY
(Sec.)

University Avenue/West Avenue (west)
Northbound Approach –West Ave

1b

University Avenue/West Avenue (east)
Eastbound Approach –University Ave

1c

University Avenue/West Avenue (south)
Eastbound Approach –University Ave
Northbound Left – West Ave

2a

Campus Road/West Avenue (west)
Southbound Approach –West Ave
Eastbound Left – Campus Road

2b

Campus Road/West Avenue (north)
Eastbound Approach –Campus Rd

2c

Campus Road/West Avenue (east)
Southbound Approach – West Ave

3

Stewart Avenue/Campus Road
Westbound Approach – Campus Road
Southbound Left – Stewart Ave

4

University Avenue/Stewart Avenue
Eastbound Approach – University Ave
Westbound Approach – University Ave
Northbound Approach – Stewart Ave
Southbound Approach – Stewart Ave

5

University Ave/Lake Ave/Willard Way
Eastbound Approach – Lake St
Westbound Approach – University Ave
Northbound Approach – University Ave
Southbound Approach – Willard Way

6

Campus Road/Gannett Health/Taylor Halls
Eastbound Left – Campus Road
Westbound Left – Campus Road
Northbound Approach – Taylor Halls
Southbound Approach – Gannett Health

7

Campus Road/Central Avenue
Eastbound Approach – Campus Road
Westbound Approach – Campus Road
Northbound Approach – Central Avenue

8

Stewart Avenue/Buffalo Street

9

B

11.3

B

13.1

B

10.5

B

11.5

A
A

9.2
4.1

A
A

9.2
4.9

A
A

9.0
2.0

B
A

10.1
3.6

B

10.3

B

11.6

B

12.7

B

14.5

B
A

12.0
3.1

B
A

15.0
1.4

A
A
A
A

9.1
8.1
8.2
8.6

B
B
B
A

10.1
13.2
10.4
9.8

A
A
A
A

9.1
8.2
8.8
8.5

A
B
B
B

9.9
12.9
10.5
10.4

A
A
C
C

0.7
1.6
18.5
15.4

A
A
C
C

0.7
0.8
15.9
15.2

B
A
B

11.2
4.1
10.2

B
A
A

18.1
6.8
8.6

A
A
C
C

Eastbound Approach – Buffalo St
Westbound Approach – Buffalo St
Northbound Approach – Stewart Ave
Southbound Approach – Stewart Ave

South Avenue/Parking Lot Driveway

EXISTING
P.M. PEAK
LOS
DELAY (Sec.)

2.8
A
4.7
0.4
A
0.2
17.8
C
22.3
29.2
D
19.6
Not analyzed due to one-way flow

*Table Continued on Next Page
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Table 2.7.C: CONTINUED
Existing Capacity Levels
INT.
NO.
10
11

INTERSECTION
DESCRIPTION

EXISTING
EXISTING
A.M. PEAK
P.M. PEAK
LOS
DELAY
LOS
DELAY
(Sec.)
(Sec.)
Not analyzed due to one-way flow

Campus Road/South Avenue
South Avenue/West Avenue
Eastbound Approach – South Ave

12

West Avenue-Pkg Lot/Edgemoor Lane
Westbound Approach – Parking Lot
Southbound Approach – West Ave

13

Stewart Avenue/Edgemoor Lane
Westbound Left – Edgemoor Lane
Westbound Right – Edgemoor Lane

14

Lake Street/Falls Street
Eastbound Approach – Falls St
Northbound Left – Lake St

15

Lake Street/Lincoln Street
Eastbound Approach – Lincoln St
Northbound Left – Lake St

16

University Avenue/Linn Street
Westbound Approach – University Ave
Southbound Left – Linn St

17

Stewart Avenue/Route 79
Eastbound Approach – Route 79
Westbound Approach – Route 79
Southbound Approach – Stewart Ave

18

University Avenue/West Campus Driveway
Westbound Left – University Ave
Northbound Approach - Driveway

19

Stewart Avenue/West Campus Driveway
Westbound Approach – Driveway
Southbound Left – Stewart Ave

20

Campus Road/West Campus east D’way
Southbound Approach – Driveway
Eastbound Left – Campus Rd

21

Campus Road/West Campus west D’way
Southbound Approach – Driveway
Eastbound Left – Campus Rd

22
23

University Ave/Surface Lot Driveway
University Ave/Cascadilla Park Road
Westbound Approach – Cascadilla Park Road
Southbound Left – University Ave

24

Stewart Ave/Dewitt Place
Eastbound Approach – Dewitt Place
Northbound Left – Stewart
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A

8.8

A

8.8

A
A

0.0
2.2

A
A

9.6
0.1

B
B

12.0
10.3

B
A

13.8
9.8

B
A

13.5
0.6

C
A

18.8
1.7

B
A

12.1
1.5

D
A

25.4
4.1

A
A

9.7
3.9

B
A

11.3
3.7

A
A
C

8.0
6.2
29.6

B
B
D

13.0
12.1
52.4

A
B

1.4
10.4

A
B

0.7
10.1

A
A

9.2
0.3

A
A

10.3
0.5

B
A

10.6
0.0

B
A

11.7
0.2

B
A

B
11.0
A
0.2
Future New Intersection

11.4
0.3

A
A

9.3
0.0

A
A

0.0
0.0

A
A

9.5
0.0

A
A

9.9
0.1
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As delay increases at an intersection, the capacity levels decrease. A review of both A.M. and P.M.
LOS tables indicates that the majority of the intersections within the defined limits of the project
are operating at levels equal to or better than average capacity levels (LOS “C”). In fact, all of the
intersections except Stewart Avenue at Buffalo Street, Lake Street at Lincoln Street and Stewart
Avenue at Route 79 (State Street) are operating at LOS C or better which is considered an average
condition.
The Stewart Avenue/Buffalo Street intersection is a two-way stop controlled (TWSC) intersection
with stops signs on Stewart Avenue. Stewart Avenue experiences “D” southbound during the PM
peak hour; all other approaches experience LOS “C” or better during both peak hours. This LOS
“D” is the result of delays incurred by southbound traffic on Stewart Avenue waiting for a gap in
traffic on Buffalo Street.
The Lake Street/Lincoln Street intersection currently experiences LOS “D” on the eastbound
(Lincoln Street) approach during the PM peak hour. This is a result of a high eastbound left turn
volume competing with northbound left turns, and/or north/south through traffic.
The Stewart Avenue/Route 79 (State Street) intersection currently experiences LOS “D” on the
southbound (Stewart Avenue) approach during the PM peak hour. This LOS is a function of green
time available at the signal. The higher traffic volumes on Route 79 require more green time to be
allocated to Route 79 (State Street) resulting in less green time available for Stewart Avenue.

b. Impacts to Vehicular Service Capacity
To define the comined impacts of the proposed west campus and garage plans as they relate to
vehicular service capacity, the following methodology was used:
1. A background growth rate of 5% over the 7 years of construction of the WCRI project was
conservatively assumed based on historical growth trends throughout the study area and minimal growth projections for Cornell University. Documentation supporting the background
growth rate is included in Appendix D5.
2. Approximately 195 cars currently traveling to/from the west campus site will be diverted to
the proposed University Avenue surface parking lot as a result of the proposed plan. Methodology used to define and effect these diversions is contained in Appendix D6.
3. Upon completion of the projects, parking garage spaces will be used by students and/or staff
who are currently parking on other areas of campus. Figures depicting the net effect of the
diversions are included in Appendix D7.
A matrix combining the existing traffic volumes (Figure 2.7.E) with the background growth, net
effect of trip diversions, and redirected trips related to garage spaces described above is included in
Appendix D8. Based on the total and cumulative effect of diverted trips described above, a
proposed traffic condition for the entire network is established. This condition assumes the ultimate full build-out occupancy as proposed at the time of completion of the WCRI (2010) and
assuming the proposed parking garage is built. Figure 2.7.F depicts the proposed traffic flow
conditions.
All study area intersections are re-analyzed to assess the effect of this proposal on the surrounding
roadway network. Projected traffic volumes are changed as appropriate in the capacity models, and
the results are shown in Table 2.7.D. Existing levels previously calculated are illustrated, as well,
for ease in comparison and discussion. Results highlighted with a different surrounding border
indicate intersections where a change in Level of Service is noted.
Trowbridge & Wolf Landscape Architects
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INSERT 11x17 BLACK & WHITE
PHV: FULL DEVELOPMENT CONDITONS (SRF)

Figure 2.7.F:
Peak Hour Volumes
Full Development Conditons
Trowbridge & Wolf Landscape Architects
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Table 2.7.D:
Capacity Level Comparison - Existing/Proposed Plans
INT.
NO.

INTERSECTION
DESCRIPTION

A.M. PEAK
“LOS” & DELAY (seconds)
EXISTING
PROPOSED

P.M. PEAK
“LOS” & DELAY (seconds)
EXISTING
PROPOSED

1a

University Avenue/West Avenue (west)

B

11.3

B

11.4

B

13.1

B

13.3

B

10.5

B

10.7

B

11.5

B

11.9

A
A

9.2
4.1

A
A

9.2
4.0

A
A

9.2
4.9

A
A

9.3
4.8

A
A

9.0
2.0

A
A

9.1
2.1

B
A

10.1
3.6

B
A

10.1
3.7

B

10.3

B

10.5

B

11.6

B

12.1

B

12.7

B

12.8

B

14.5

C

15.3

Westbound Approach – Campus Road

B

12.0

B

13.1

B

15.0

C

17.3

Southbound Left – Stewart Ave

A

3.1

A

4.0

A

1.4

A

2.0

Eastbound Approach – University Ave
Westbound Approach – University Ave
Northbound Approach – Stewart Ave

A
A
A

9.1
8.1
8.2

A
A
A

9.6
8.5
8.7

B
B
B

10.1
13.2
10.4

B
B
B

11.1
14.4
10.0

Southbound Approach – Stewart Ave

A

8.6

A

9.0

A

9.8

B

10.3

Eastbound Approach – Lake St

A

9.1

A

8.9

A

9.9

B

10.2

Westbound Approach – University Ave
Northbound Approach – University Ave

A
A
A

8.2
8.8
8.5

A
A
A

7.9
7.5
8.5

B
B
B

12.9
10.5
10.4

B
B
B

13.3
10.7
10.6

A
A
C
C

0.7
1.6
18.5
15.4

A
A
C
C

0.7
3.0
17.0
20.2

A
A
C
C

0.7
0.8
15.9
15.2

A
A
C
C

0.6
1.8
20.0
18.0

Eastbound Approach – Campus Road
Westbound Approach – Campus Road

B
A

11.2
4.1

B
A

11.1
4.1

B
A

18.1
6.8

B
A

12.9
4.9

Northbound Approach – Central Avenue

B

10.2

B

10.4

A

8.6

B

11.7

Stewart Avenue/Buffalo Street
Eastbound Approach – Buffalo St
Westbound Approach – Buffalo St

A
A

4.7
0.2

A
A

4.9
0.2

A
A

2.8
0.4

A
A

2.9
0.4

Northbound Approach – Stewart Ave

C

22.3

D

29.1

C

17.8

C

20.6

Southbound Approach – Stewart Ave

C

19.6

C

23.4

D

29.2

F

54.4

Northbound Approach –West Ave
1b

University Avenue/West Avenue (east)
Eastbound Approach –University Ave

1c

University Avenue/West Avenue (south)
Eastbound Approach –University Ave
Northbound Left – West Ave

2a

Campus Road/West Avenue (west)
Southbound Approach –West Ave
Eastbound Left – Campus Road

2b

Campus Road/West Avenue (north)
Eastbound Approach –Campus Rd

2c

Campus Road/West Avenue (east)
Southbound Approach – West Ave

3

4

5

6

Stewart Avenue/Campus Road

University Avenue/Stewart Avenue

University Ave/Lake Ave/Willard Way

Southbound Approach – Willard Way
Campus Road/Gannett Health/Taylor Halls
Eastbound Left – Campus Road
Westbound Left – Campus Road
Northbound Approach – Taylor Halls
Southbound Approach – Gannett Health

7

8

9

Campus Road/Central Avenue

Not analyzed due to one-way flow

South Avenue/Parking Lot Driveway

*Table Continued on Next Page
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Table 2.7.D: CONTINUED
Capacity Level Comparison - Existing/Proposed Plans
INT.
NO.

INTERSECTION
DESCRIPTION

10
11

Campus Road/South Avenue
South Avenue/West Avenue

A

8.8

A

9.0

A

8.8

A

8.8

Westbound Approach – Parking Lot

A

0.0

B

11.9

A

9.6

B

10.9

Southbound Approach – West Ave
Stewart Avenue/Edgemoor Lane

A

2.2

A

5.9

A

0.1

A

3.1

Westbound Left – Edgemoor Lane

B

12.0

B

12.7

B

13.8

C

16.0

Westbound Right – Edgemoor Lane

B

10.3

B

10.7

A

9.8

B

10.2

B
A

13.5
0.6

B
A

14.0
0.6

C
A

18.8
1.7

C
A

20.3
1.7

B
A

12.1
1.5

B
A

12.5
1.5

D
A

25.4
4.1

D
A

30.3
4.1

A
A

9.7
3.9

A
A

9.7
3.9

B
A

11.3
3.7

B
A

11.4
3.7

Eastbound Approach – Route 79
Westbound Approach – Route 79

A
A

8.0
6.2

A
A

8.0
6.5

B
B

13.0
12.1

B
B

15.0
12.6

Southbound Approach – Stewart Ave

C

29.6

C

30.4

D

52.4

F

82.8

A
B

1.4
10.4

A
B

0.2
10.6

A
B

0.7
10.1

A
B

0.1
10.2

A
A

9.2
0.3

A
A

10.3
0.5

B
A

10.6
0.0

B
A

10.6
0.0

B
A

11.7
0.2

B
A

11.6
0.2

B
A

11.0
0.2

B
A

11.0
0.1

B
A

11.4
0.3

B
A

11.4
0.3

A
B

3.0
10.2

A
B

1.3
10.1

Eastbound Approach – South Ave
12

13

14

West Avenue-Pkg Lot/Edgemoor Lane

Lake Street/Falls Street
Eastbound Approach – Falls St
Northbound Left – Lake St

15

Lake Street/Lincoln Street
Eastbound Approach – Lincoln St
Northbound Left – Lake St

16

University Avenue/Linn Street
Westbound Approach – University Ave
Southbound Left – Linn St

17

18

Stewart Avenue/Route 79

University Avenue/West Campus
Driveway
Westbound Left – University Ave
Northbound Approach - Driveway

19

Stewart Avenue/West Campus Driveway
Westbound Approach – Driveway
Southbound Left – Stewart Ave

20

Campus Road/West Campus east D’way
Southbound Approach – Driveway
Eastbound Left – Campus Rd

21

Campus Road/West Campus west D’way
Southbound Approach – Driveway
Eastbound Left – Campus Rd

22

A.M. PEAK
P.M. PEAK
“LOS” & DELAY (seconds) “LOS” & DELAY (seconds)
EXISTING
PROPOSED
EXISTING
PROPOSED
Not analyzed due to one-way flow

University Ave/Surface Lot Driveway

NA

Westbound Left – University Ave
Northbound Approach – Driveway
23

University Ave/Cascadilla Park Road

NA

NA

A
A

9.3
0.0

A
A

9.3
0.0

A
A

0.0
0.0

A
A

0.0
0.0

Eastbound Approach – Dewitt Place

A

9.5

A

9.9

A

9.9

B

10.2

Northbound Left – Stewart

A

0.0

A

0.0

A

0.1

A

0.1

Westbound Approach – Cascadilla Park Road
Southbound Left – University Ave
24

NA

Stewart Ave/Dewitt Place
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A review and comparison of existing and proposed capacity levels at each intersection indicated
that increased delay resulted in Level of Service changes at two intersections during the AM peak
and ten intersections during the PM peak. A comparison of capacity results are discussed in detail
at these intersections.

c. Mitigation Measures
In summation, of the ten intersections exhibiting increases in delay, the increases are minimal at
eight of them, resulting in operating conditions which remain virtually unchanged, and require no
mitigation. Two intersections (#8 & #17), experience higher increases in delay and/or below
average levels of service, and can be accomodated with mitigation.

Intersection #2
The Campus Road / West Avenue intersection experiences a change in level of service at the
easterly intersection of the triangle from “B” to “C” during the PM peak hour only. It is noted that
the existing delay at this location was already approaching the upper limits of the range that
theoretically defines LOS “B” and “C”. LOS “B” is defined as an operating level that will produce
delays ranging from 10 to 15 seconds, and is considered above average operating conditions. LOS
“C” is defined as an operating level that will produce delays ranging from 15 to 25 seconds, and is
considered the average operating conditions. The actual delay increases related to the LOS change
is less than 1 second, which is unnoticeable to a driver or passenger. The other intersections
surrounding the triangle do not experience a change in level of service. There is no mitigation to
vehicular service capacity necessary for this intersection. However, the safety evaluation at this
location has identified other deficiencies which are addressed in Section 2.7.3.

Intersection #3&10
The Stewart Avenue / Campus Road / South Avenue intersection experiences a change in level of
service from “B” to “C” on the westbound (Campus Road) approach in the PM peak hour only. It
is noted that the existing delay at this location was already approaching the upper limits of the
range that theoretically defines LOS “B” and “C” as also discussed above. The actual delay
increases related to the LOS change is less than 3 seconds, and the resulting capacity level is still
considered average. There is no mitigation to vehicular service capacity necessary for this intersection.

Intersection #4
The University Avenue / Stewart Avenue intersection experiences a change in level of service from
“A” to “B” on the southbound approach during the PM peak hour only. However, it is noted that
the existing conditions at this intersection were already approaching the upper limit of the range
that theoretically defines LOS “A” and “B”. LOS “A” is defined as an operating level that will
produce delays ranging from 0 to 10 seconds, and is considered the best operating conditions. LOS
“B” is defined as an operating level that will produce delays ranging from 10 to 15 seconds, and is
considered an above average operating condition. The actual delay increase related to this LOS
change is 0.5 seconds which is imperceptible, and still represents a better than average condition.
There is no mitigation to vehicular service capacity necessary for this intersection.

Intersection #5
The University Avenue / Lake Avenue intersection experiences a change in level of service from
“A” to “B” on the eastbound approach during the PM peak hour. However, the delay increase
related to this LOS change is less than 0.5 seconds, and the final capacity levels represent better

Trowbridge & Wolf Landscape Architects

105

May, 2002

2. POTENTIAL SIGNIFICANT IMPACTS

WEST CAMPUS RESIDENTIAL INITIATIVE D.E.I.S.
CORNELL UNIVERSITY, ITHACA, NY

than average conditions. There is no mitigation to vehicular service capacity necessary for this
intersection.

Intersection #7
The Campus Road / Central Avenue intersection experiences a change in level of service from “A”
to “B” on the northbound approach during the PM peak hour. However, the delay increase related
to this LOS change is only 3.1 seconds, and the final LOS is considered better than average. There
is no mitigation to vehicular service capacity necessary for this intersection.

Intersection #8
The Stewart Avenue / Buffalo Street intersection experiences changes in level of service from “C”
to “D” on the northbound approach during the AM peak hour and from “D” to “F” on the southbound approach during the PM peak hour. These levels of service are a result of the two-way stop
controlled operation of the intersection and the relatively high/equal traffic volumes on all four
approaches to the intersection. Traffic volume increases at the this intersection experiences higher
increases in delay and/or below average levels of service and can be accommodated with mitigation
described below.
The eastbound and westbound artery traffic (Buffalo Street) experiences very little increased delay.
There is an increase in delay and corresponding change in LOS on the northbound and southbound
side street (Stewart Avenue) approaches. The northbound approach experiences a change in LOS
from “C” to “D” in the AM peak hour only; the PM peak hour LOS remains unchanged at level
“C”. The southbound approach experiences a level of service change from “D” to “F” in the PM
peak period only. Given this impact primarily affects traffic on the southbound approach, it is
appropriate to direct mitigation to the sole approach as opposed to the entire intersection.
For example, a possible solution would be to signalize the intersection with a three-color traffic
signal. This resolution is impractical, however, since this would result in more delay to the artery
(Buffalo Street) traffic, the grades on Buffalo Street are not conducive to stopping traffic at this
intersection, and it is unlikely that traffic signal warrants would be met at this location.
Taking the isolated mitigation approach, a southbound right turn lane could be provided to resolve
the noted change in capacity conditions. The southbound right turn volume is significant (over
70% of the through volume) and provision of an exclusive turn lane for this movement provides
additional capacity that results in improvements in operating conditions on this approach.
The mitigated conditions that result from the addition of a southbound right turn lane and an
eastbound left turn lane (as recommended in Section 2.7.3 Safety/Accident Investigation) are
summarized in Table 2.7.E. It is important to note that these improvements can be effected within
the existing roadway width by reallocating lane use via pavement marking modifications. These
modifications will also require modifying any parking zones that are within the affected lanes.
Existing levels of service are maintained on all approaches during both peak hours with the exception of the northbound approach during the AM peak hour. There is a 6.8 second increase in delay
and a corresponding change in LOS from “C” to “D”. Although this change remains theoretically
unmitigated, it is important to note the following two points:
1. the existing condition on this approach was already approaching the upper limit of the range
that theoretically defines LOS “C” and “D” (25.0 seconds); and
2. it occurs only during the AM peak and the resulting delay is considered an acceptable
operating condition given the type of approach and intersection.
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Addition of exclusive turn lanes on this approach would provide no benefits in capacity improvement as the northbound turning volumes are very small (11 lefts and 4 rights in the AM full development condition). Given the above discussion concerning other potential mitigation (i.e. signalization) at this intersection and the resulting conclusions, no additional mitigation is recommended to
improve operations on this sole approach. Table 2.7.E: Capacity Level Results - Mitigated Conditions, indicates the mitigated levels of service that result with minor signal timing modifications

Intersection #12
The Edgemoor Lane-parking lot / West Avenue intersection experiences a change in level of service
from “A” to “B” on the westbound approach during both peak hours. This change is primarily a
result of traffic entering and exiting the garage via this intersection. Small increases in delay, at
these capacity levels, are unnoticeable to a driver or passenger. There is no mitigation to vehicular
service capacity necessary for this intersection.

Intersection #13
The Stewart Avenue / Edgemoor Lane intersection experiences a change in level of service from
“B” to “C” on the westbound left turn movement during the PM peak hour. However, the delay
increase related to this LOS change is less than 2.5 seconds and imperceptible to a driver or
passenger. There is no mitigation to vehicular service capacity necessary for this intersection.

Intersection #17
The Stewart Avenue / Route 79 intersection (#17) experiences a change in level of service from
“D” to “F” on the southbound approach during the PM peak hour. This LOS is a function of
current green time available at the signal. The higher traffic volumes on Route 79 require more
green time to be allocated to Route 79 resulting in less green time available for Stewart Avenue.
Traffic volume increases at the this intersection experiences higher increases in delay and/or below
average levels of service and can be accommodated with mitigation described below.
This LOS is a function of green time available for each approach at the signal. An acceptable LOS
can be achieved with minor signal timing modifications. However, given the timeframe associated
with full development and the assumptions that are inherent in the methodology, it is recommended
that the intersection be re-evaluated after the WCRI project is completed and traffic volumes have
stabilized to determine if signal timing adjustments are realistically required and appropriate.
Table 2.7.E: Capacity Level Results - Mitigated Conditions, indicates the mitigated levels of
service that result with minor signal timing modifications.

Intersection #24
The Stewart Avenue / Dewitt Place intersection experiences a change in level of service from “A”
to “B” on the eastbound approach during the PM peak hour. However, the delay increase related to
this LOS change is less than 0.5 seconds and the change is again related to the borderline existing
condition. The final capacity levels represent better than average conditions. There is no mitigation to vehicular service capacity necessary for this intersection.

d. Unavoidable Impacts
Existing traffic patterns at most, if not all, of the study area intersections will change as a result of
the parking changes related to the West Campus Residential Initiative Project. However, it has
been shown that most additional delay that results is minimal, with no real affect at the majority of
intersections, and in the most severe cases, mitigated to the extent possible and appropriate at each
location.
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TABLE 2.7.E
CAPACITY LEVEL RESULTS – A.M. MITIGATED CONDITIONS
INT.
NO.
8

INTERSECTION
DESCRIPTION

Stewart Avenue/Buffalo Street
Eastbound Approach – Buffalo St
Westbound Approach – Buffalo St
Northbound Approach – Stewart Ave
Southbound Approach – Stewart Ave

17

A.M. PEAK: “LOS” & DELAY (in seconds)
EXISTING
PROPOSED
PROPOSED
CONDITION
WITHOUT
WITH
MITIGATION
MITIGATION
A
A
C
C

4.7
0.2
22.3
19.6

A
A
D
C

4.9
.02
29.1
23.4

A
A
D
C

4.3
0.2
29.1
21.3

Stewart Avenue/Route 79
Eastbound Approach – Route 79
Westbound Approach – Route 79
Southbound Approach – Stewart Ave

No Change

CAPACITY LEVEL RESULTS - P.M. MITIGATED CONDITIONS
INT.
NO.
8

INTERSECTION
DESCRIPTION

Stewart Avenue/Buffalo Street
Eastbound Approach – Buffalo St
Westbound Approach – Buffalo St
Northbound Approach – Stewart Ave
Southbound Approach – Stewart Ave

17

Stewart Avenue/Route 79
Eastbound Approach – Route 79
Westbound Approach – Route 79
Southbound Approach – Stewart Ave

P.M. PEAK: “LOS” & DELAY (in seconds)
PROPOSED
EXISTING
PROPOSED
WITH
CONDITION
WITHOUT
MITIGATION
MITIGATION
A
A
C
D

2.8
0.4
17.8
29.2

A
A
C
F

2.9
.04
20.6
54.4

A
A
C
D

2.4
0.4
20.6
27.6

B
B
D

13.0
12.1
52.4

B
B
F

15.0
12.6
82.8

B
B
D

18.8
15.3
53.7

Table 2.7.E:
Capacity Level Results
Mitigated Conditions
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e. Alternative Garage Access Scenarios Evaluated and Dismissed
Two alternative traffic flow scenarios were considered and investigated as part of this analysis.
Specifically, these analyses involved roadways in the immediate vicinity of the westerly garage
access point (South Avenue and Edgemoor Lane).

Scenario 1: Reversal of Traffic Flow on South Avenue and Edgemoor Lane
Reversal of traffic flow on South Avenue and Edgemoor Lane was considered to provide a more
direct route for entry to the garage. Edgemoor Lane would be reversed from one-way westbound to
one-way eastbound providing ingress to the garage. South Avenue would reversed from one-way
eastbound to one-way westbound providing egress from the garage. Further detailed analysis of
this scenario was not performed as this option was disqualified from further consideration for the
following reasons:
•
The sight distance to the south, measured in the field, for a vehicle exiting from South
Avenue at Stewart Avenue and Campus Road does not meet minimum design criteria for
intersections. Allowing an exiting movement from the east at this location would be unsafe
without further mitigation to improve available sight distance.
•
Intersection 3/10 is a non-typical four-way intersection with roadways intersecting at
angles other than 90 degrees. There are currently three legs that introduce volumes into the
intersection. The addition of westbound traffic exiting from South Avenue would modify traffic
flow and add to driver confusion at this location, thus increasing the potential for collisions.
•
Operating conditions for traffic exiting South Avenue at this location would be worse than
operating conditions currently provided at the Edgemoor Lane / Stewart Avenue intersection.

Scenario 2: Two-way Traffic Flow on Edgemoor Lane
Converting Edgemoor Lane from one-way westbound to two-way traffic flow was also evaluated
and disqualified from further consideration for the following reasons:
•
Two-way traffic flow on Edgemoor Lane would require the elimination of 16 City owned
parking meters that currently generate revenue for the City of Ithaca.
•
Introduction of turning movements from Stewart Avenue to Edgemoor Lane would result in
increased delay for both traffic exiting Edgemoor Lane as well as through traffic on Stewart
Avenue.
•
Introduction of turning movements from Stewart Avenue to Edgemoor Lane would also
result in increased potential for collisions at this location.
•
Two-way traffic flow on Edgemoor Lane would significantly increase the peak hour and
daily traffic volumes on Edgemoor Lane.

2.7.3 Safety
a. Existing Safety Conditions
Accident reports for the intersections within the study area of this project were investigated to
assess the safety history. The accidents included in the current review occurred during time periods
that varied by intersection but generally occurred between 1998 and 2001. During this period, 69
accidents were documented at the intersections included in the study area.
The project accident history was further investigated to identify high incident areas and possible
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trends/causes of the accidents. This analysis documented number, location, type and cause of
accidents within the project limits. Table 2.7.F: Accident Investigation Results - Entire Study Area,
lists the combined results of the type of accidents that occurred at the intersections. Table 2.7.G
further separates accidents occurring at each intersection.

Table 2.7.F
Accident Investigation Results - Entire Study Area
Accident
Type

Total

Left Turn

Percent

Accident
Type

Total

Percent

14

20.3

Overtaking

1

1.5

Rear End

19

27.5

Sideswipe

11

15.9

Right Angle

10

14.5

Pedestrian /
Bicycle

2

2.9

Fixed Object

6

8.7

Out of Control

6

8.7

69

100

TOTALS

Based on the number of accidents at each signalized intersection, accident rates were calculated
and compared to the statewide average for similar facilities. The calculated rates and comparison
to statewide averages are illustrated in Table 2.7.G: Actual Versus State Wide Average Accident
Rates. Accident rate calculations are included in Appendix D11. Intersection rates are listed as
accidents per million entering vehicles (ACC/MEV).

Table 2.7.G
Actual Versus State Wide Average Accident Rates
Total Number of
Actual
Intersection
Accidents
Project Rate
# 1 - University Ave / West Ave
5
0.60
# 2 – Campus Road / West Ave
23
2.31
# 3/10 – Stewart Ave / Campus Road / South Ave
1
0.10
# 4 – University Ave / Stewart Ave
9
1.23
# 5 – University Ave / Lake St / Willard Way
8
1.06
# 8 – Stewart Ave / Buffalo St
10
0.99
# 13 – Stewart Ave / Edgemoor Lane
2
0.23
# 14 – Lake St / Falls St
2
0.28
# 15 – Lake St / Lincoln
2
0.28
# 17 – Stewart Ave / State St (Route 79)
5
0.23
# 20 – Campus Road / West Campus SW Entrance
2
0.29

State Wide
Average Rate
0.18
0.18
0.35
0.35
0.35
0.35
0.18
0.18
0.18
0.41
0.18

There was no historical documentation of accidents at intersections #6, #7, #9, #11, #12, #16, #18,
#19 and #21. As such they are not listed in the above table and are not investigated further in this
safety evaluation.
Trowbridge & Wolf Landscape Architects

110

May, 2002

2. POTENTIAL SIGNIFICANT IMPACTS

WEST CAMPUS RESIDENTIAL INITIATIVE D.E.I.S.
CORNELL UNIVERSITY, ITHACA, NY

Accident (collision) diagrams have been produced for the intersections in the study area with
historical data, to identify specific clusters or accident patterns (see Appendix D11). An assessment of the collective information illustrated in the diagrams and Tables 2.7.F and 2.7.G may
indicate accident trends or specific causes for the identified accident clusters. Suspect deficiencies
and possible mitigation are outlined at each location. Feasible alternative recommendations to
mitigate identified safety deficiencies will be directed to the suspected causative factors.
Intersections 3/10, 13, 14, 15, and 20 had a relatively low frequency of accidents (2 or less over the
time period assessed). Although some of these intersections exhibited accident rates that are higher
than the statewide average, this is largely due to the low volume of traffic traveling through the
intersection and the methodology for calculating accident rates which is based on those volumes. It
is also noted that the statewide averages are based on accidents occurring at intersections with
State highways. However, since no local accident rate data is available, the statewide averages are
the best available comparable. All intersections exhibiting greater than 2 accidents over the
assessment period are discussed in detail below:

#1: University Ave / West Ave
A total of five (5) accidents were documented during the investigation period (3 years). The
calculated accident rate is approximately three times higher than the statewide average for other 3legged intersections. However, it is noted that this intersection is not a typical “T” (3-legged) with
traffic primarily controlled on the minor leg. The three legs of this intersection converge around a
central island which allows bi-directional traffic to circulate on each leg. As a result, 3 “minor”
intersections are formed around the triangular island, and operate independently of each other. This
type of “non-standard” intersection has more potential conflict points (than a standard “T”), and
subsequently comparison to standard 3-legged intersection accident rates is a little misleading. It is
also pertinent to note that there are significant pedestrian crossing locations at this intersection,
which further affects traffic operations at this location.
Left turn (1) and rear end (4) accidents accounted for all of the accidents at this location, however,
locations varied with no repetitive pattern. The left turn accident involved a bicycle, and a pedestrian crossing West Avenue was a contributing factor in one of the rear-end collisions. No notable
accident clusters were identified at this location.
Identified general deficiencies or features that may be contributing to accidents at this location
include:
•
Unconventional intersection which creates driver confusion and indecision, excessive
number of conflict points
•
High volume of pedestrian crossings
•
Pedestrian crossings at undefined locations
•
Lack of exclusive left turn lane (westbound)
•
Downgrade approaches which contribute to higher rate of speed

#2: Campus Road / West Avenue
This intersection experienced the highest accident frequency of all of the intersections within the
study area and the calculated accident rate is almost thirteen times higher than the statewide
average for other 3-legged intersections. Again it is significant to note that this intersection cannot
be directly compared to a typical 3-legged “T” intersection. This location is similar to intersection
1, in that the three legs of the intersection converge around a triangular island, which maintains biTrowbridge & Wolf Landscape Architects
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directional flow on each leg. Again, similar to operation at intersection #1, the converging traffic
flow at three distinct locations within the whole “intersection” creates additional conflict points
which do not exist at a conventional “T” intersection.
A total of 23 accidents were documented during the investigation period (3.25 years). Left turn
(11), out of control (6) and rear end (3) were the predominant accident types at this location. The
remaining accidents included incidents involving bicycle (2), and fixed objects (1).
Notable accident clusters at this location include:
•
9 eastbound left turn collisions with westbound through traffic occurring at the southwesterly side of the triangular island
•
2 eastbound left turn collisions with westbound through bicycles occurring at the southwesterly side of the triangular island
•
8 out of control vehicles that began as westbound motorists and either collided into the
southeast side of the triangular island, or lost control while attempting to turn right from
Campus Road onto West Avenue
Identified general deficiencies or features that may be contributing to accidents at this location
include:
•
Unconventional intersection which creates driver confusion and indecision, excessive
number of conflict points for vehicles, pedestrians and bicyclists
•
Combination of grade and slippery conditions on Campus Road
•
Restricted and/or limited sight distance
•
Large volume of left turns
•
Downgrade approaches which contribute to higher rate of speed
•
High volume of pedestrian crossings
•
Pedestrian crossings at undefined locations
•
Pedestrian crossing delineation that is worn or non-existent

#4: University Avenue / Stewart Avenue
A total of nine (9) accidents were documented during the investigation period (2.67 years). The
calculated accident rate is 3.5 times higher than the statewide average for other similar 4-legged
intersections. The majority of accidents involved side-swipe (4) and right angle (3) collisions. The
remaining accidents were categorized as rear end (1) and fixed object (1). Notable accidents at this
location include:
•
•

3 right angle collisions (northbound through with eastbound through)
4 side-wipe collisions related to on-street meter parking

Identified general deficiencies or features that may be contributing to accidents at this location
include:
•
•
•
•

Restricted and/or limited sight distance
Slippery pavement
Inadequate traffic control device
Parking too close to intersection

Trowbridge & Wolf Landscape Architects

112

May, 2002

2. POTENTIAL SIGNIFICANT IMPACTS

WEST CAMPUS RESIDENTIAL INITIATIVE D.E.I.S.
CORNELL UNIVERSITY, ITHACA, NY

•
•
•

Parking turnover
Lack of pavement markings to define actual limits
Narrow travel lanes

#5: University Avenue / Lake Street / Willard Way
A total of eight (8) accidents were documented during the investigation period (2.67 years). The
calculated accident rate is approximately three times higher than the statewide average for other
similar 4-legged intersections. The majority of accidents (5) were side-swipe accidents; all but one
involved parked or parking/unparking vehicles. The remaining accidents included rear end (2), and
right angle (1). Notable accidents at this location:
•

5 side-swipe and 1 rear-end accident involving parked, parking, or unparking vehicles

Identified general deficiencies or features that may be contributing to accidents at this location
include:
•
•
•
•
•
•
•
•

Downgrade approaches which contribute to higher rate of speed
Slippery pavement
Parking too close to intersection
Illegal parking
Improper parking
Parking turnover
Lack of pavement markings to define actual limits
Narrow travel lanes

#8: Stewart Avenue / Buffalo Street
A total of ten (10) accidents were documented during the investigation period (2.67 years). The
calculated accident rate is approximately three times higher than the statewide average for other
similar 4-legged intersections. Right angle (5) and rear end (4) accidents were the predominant
accident type. The remaining accidents included overtaking (1).
Notable accident clusters at this location include:
•
•

4 right angle collisions (northbound through with westbound through)
3 eastbound rear end collisions

Identified general deficiencies or features that may be contributing to accidents at this location
include:
•
•
•
•
•
•
•

Restricted and/or limited sight distance
Downgrade approaches which contribute to higher rate of speed
Slippery pavement
Worn brick pavers which can exacerbate slippery conditions
Large total intersection volume
Less than average gaps in traffic on Buffalo Street
Inadequate traffic control device
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•
•
•

Lack of exclusive left turn lane (eastbound)
High left turn volume (eastbound)
Crossing pedestrians

#17: Stewart Avenue / State Street (Route 79)
A total of five (5) accidents were documented during the investigation period (2.67 years). The
calculated accident rate is lower than the statewide average for other similar signalized 3-legged
intersections. Left turn (1), rear end (2), side-swipe (1) and fixed object (1) collisions accounted for
all of the accidents at this location, however, locations varied with no repetitive pattern. No
notable accident clusters were identified at this location.
Identified general deficiencies or features that may be contributing to accidents at this location
include:
•
•
•

Slippery surface
Downgrade approaches which contribute to higher rate of speed
Absence of left turn phasing

b. Impacts on Existing Safety Conditions
The proposed plans will result in altered traffic patterns at the majority of the existing intersections
in the study area. In addition to the modified patterns, it is anticipated that any traffic volume
increases that result from the altered traffic patterns will be most evident at the intersections in the
immediate vicinity of the garage access points. Intersection #9, the access drive to the South
Avenue surface parking, will be eliminated entirely resulting in a decrease in traffic passing on the
north side of Delta Kappa Epsilon. Intersections #18 and #19 will be modified somewhat and a
new intersection (#22) will be introduced along University Avenue to provide access to the University Avenue surface lot.
Mitigation to increase/enhance safety at the study intersections is unique at each location, and
dependent on the factors that may be contributing to existing accident patterns. A review of
accident patterns, probable causative factors, and possible resolution of noted deficiencies and/or
contributing factors is offered below.

c. Mitigation Measures for Safety Conditions
The safety deficiencies described above are a result of existing conditions and are not expected to
significantly change as a result of the proposed projects. The university has established an independent circulation study to conduct a detailed analysis of intersections in the west campus area
and address the existing safety issues at these intersections. Results and recommendations of the
study will be shared with the department of public works. As appropriate, at university owned
intersections, Cornell will prioritize the improvements and incorporate them into the Transportation
Capital Plan. Potential safety remedies at these intersections could include:
•
•
•
•
•
•

conversion to a “T” intersection
conversion to a modern round-about
alterations to triangular configurations (other than above)
increased enforcement for illegally parked cars
provision of pavement delineation of pedestrian crosswalks
creation of exclusive turning lanes
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2.8 Service Vehicles
2.8.1 Service Vehicles on the West Campus Site
a. Existing Conditions for Service Vehicles on the West Campus Site
There are 11 sites on west campus that require routine delivery and/or service vehicle access.
Designated service areas are currently provided at Baker Hall South, Class of ’17 Hall, Lyon Hall,
McFaddin Hall, Sperry Hall, Class of ’26 Hall, Class of ’18 Hall, Class of ’22, Class of ’28, and
two areas at Noyes Community Center. Service areas are shown in Figure 2.8.A: Existing Loading
Zones. Access to these areas is provided from University Avenue, Stewart Avenue and Campus
Road.
Noyes Community Center generates the greatest demand for servicing on west campus, largely due
to the dining facility located there. There are daily deliveries to the upper ground floor level as well
as to the dock. Deliveries to the ground level where the service center, deli, and convenience store
are located include US mail, FedEx, food, dining supplies, newspapers. These deliveries are made
with small cars and pickups and occur throughout the day. Deliveries to the loading dock off of
Stewart Avenue are mainly food, dining supplies, and paper products and are typically delivered by
trucks or vans. Service vehicles typically arrive at 7:00 AM and are spread out throughout the day.
There is a dumpster at the loading dock, that is emptied 3 times per week. The dock also serves as
the loading point for compost materials, which are collected weekly. Recycled materials and
cardboard are also collected at the dock and picked up weekly. The other 9 sites have either 4 or 7
cubic yard dumpsters that are emptied 3 times per week. Recycled materials are collected at these
sites and picked up weekly. Cardboard is collected only at Class of ’18 and Class of ’28 service
areas and is picked up weekly.

b. Impacts to Service Vehicles on the West Campus Site
Service vehicle access will be maintained in compliance with city standards on the west campus
site. Travel routes to and from the site will not change.
Since student numbers on site will remain the same, service levels on west campus will not change
significantly. However, as dining and amenities are proposed to be provided in each House instead
of a centralized building, service and loading patterns will change. Each House will generate trash,
recyclables and compost and will receive food, trade, vendor, mail & laundry deliveries.
Proposed service areas on the west campus site will be consolidated into three areas, illustrated in
Figure 2.8.B: Proposed Loading Zones. An underground loading area is proposed for Houses 2 &
5 and will be accessible from a proposed curb cut on Stewart Avenue. Service to Houses 3 & 4 is
proposed at the termination of an existing entrance drive from Campus Road. Service to House 1
is proposed off University Avenue, at the east end of House 1.

c. Mitigation Measures
Service vehicle access will be fully accommodated in the proposed plan. No mitigation is necessary.

d. Unavoidable Impacts
There are no unavoidable impacts to service vehicles on the west campus site.

2.8.2 ServiceVehicles on the University Avenue site
There are no service vehicles attending to the University Avenue site, and this will not change as a
result of the proposed project.
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Figure 2.8.A:
Existing Loading Zones
West Campus
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Figure 2.8.B:
Proposed Loading Zones
West Campus
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2.9 Emergency Vehicles
2.9.1 Emergency Vehicles on the West Campus site
a. Existing Conditions for Emergency Vehicles on the West Campus Site
University Avenue, West Avenue, Campus Road and Stewart Avenue surround west campus and
serve as major through routes for emergency vehicles responding to many University and community destinations.
Ithaca fire trucks currently respond to west campus from either Station 9 on College Avenue or the
Central Fire Station on Green Street. Trucks from Station 9 travel north on College Avenue, west
on Campus Road, and north on West Avenue or Stewart Avenue. Trucks responding from the
Central Fire Station use a variety of routes but most frequently travel from State Street, north on
Stewart Avenue to Campus Road, West Avenue, or University Avenue. Alternate routes are from
Court Street, and northeast on University Avenue to Stewart Avenue or West Avenue. If this route
were blocked in some way, trucks arriving from downtown would use the same route as trucks
traveling from Station 9. Ambulances respond to this site by various routes.
There is an existing route through the west campus site for emergency vehicles, but several locations such as Forest Park Lane and the Noyes Community Center loading area (off of Stewart
Avenue) require trucks to back out into the street. Ladder truck access to Founders Hall, Baker
Tower and Boldt Hall is exclusively from West Avenue and University Avenue. The street routes
and interior access on west campus are shown in Figure 2.9.A: Existing Emergency Vehicle Site
Access.

b. Impacts to Emergency Vehicles on the West Campus Site
Emergency vehicle access will be maintained in compliance with city standards on the west campus
site. Travel routes to and from the site will not change. Figure 2.9.A illustrates the proposed
emergency vehicle access for the WCRI. Architects for the west campus housing project have met
with City of Ithaca fire officials to discuss the emergency vehicle plan, and will continue to work
with City fire officials as plans for each phase of work are refined.

c. Mitigation Measures
Emergency vehicle access will be fully accommodated in the proposed plan. No mitigation is
necessary.

d. Unavoidable Impacts
There are no unavoidable impacts to emergency vehicle access on the west campus site.

2.9.2 Emergency Vehicles on the University Avenue site
a. Existing Conditions for Emergency Vehicles on the University Avenue Site
There is no existing emergency vehicle access to the University Avenue site.

b. Impacts to Emergency Vehicles on the University Avenue Site
Emergency vehicles will be able to access the parking lot from the proposed entrance on University
Avenue. Turning radii and lane widths will accommodate emergency vehicles.

c. Mitigation Measures
No mitigating measures are necessary.
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Figure 2.9.A:
Emergency Site Access
Existing Conditions
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Figure 2.9.B:
Emergency Site Access
Proposed Conditions
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d. Unavoidable Impacts
A positive, unavoidable impact of this project is that emergency vehicles will have access to the
parking lot.

2.10 Student Move-In/Move-Out
Every August students living in university housing arrive on campus to move into their residence
halls and begin the new academic year. For the approximately 1800 upperclass students, (unlike
freshman who arrive in a single day), arrivals on west campus will be staggered over a period of
days. Move-in logistics are carefully orchestrated by a planning and implementation committee of
university staff and local municipal representatives. Arrival routes are strategically planned to
minimize the traffic impacts on surrounding roadways. Logistics such as communications, signage,
arrival sequencing/staging areas, additional staff and volunteer assignments, unloading procedures
and expanded temporary parking areas all receive thorough review and analysis each year.
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