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GREATER DETROIT FREEWAY REHABILITATION

Goal Statements

The deveicpment of urban transportation systems is entering a new era, one in which total
management programs are becoming mandatory. No longer can a freeway system simply
be constructed Or reconstructed; it now requires an operations program that permits
- periodic review and adjustment of traffic flow and a comprehensive maintenance plan that
goes beyond maintenance to extend the service life of the faciliry.

As one of the nation’s major urbanized areas, access into and about the Detroit
metropolitan area is essential if it is to maintain economic viability and develop 2
competitive edge within the international market. In line with that, the adoption of goais
by the Policy Committee of the Greater Detroit Area Freeway Rehabilitation Committes
js & pro-active step by the City of Detroit, Wayne, Qakiznd and Macomb Counties, the
Southeast Michigan Council of Governments {SEMCOG) and the Michigan Department
of Transportation (MDOT) is defining the actions which will preserve, promote, and
enhance the freeway system as it has been established. These goals delineate the means
by which the freeway system will operate and be maintained, a process which benefits the

peopie of the area and their lifestyles.

The goals enumerated below are viewed as the foundation to the establishment and
compietion of a freeway reconstruction/rehabilitation program within the Greater Detroit

Area.



UGREATER DETROIT F REEWAY REHABILIT ATION

Goal #1 The Greater Derroit Freeway Rehabilitation Policy Committee is responsible
for developing a comprehensive freeway feconstruction and rehabilitation
program that best serves the communities within the greater Detroit area,
Ta that end, ajl major improvemsnts wifl recognize the importance of
neighborhood values and maintaip the continuity of neighborhaads while
providing the needed access to and from neighborhoods to the remainder of
the metropolitan area,
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Goal #2 The Greater Detroit Freeway Rehabifitation Policy Committee has reviewed

Economic Development Group. In tumn, the Paolicy Committee, as apency

Tepresentatives for the people of greater Detroit, within the means it has R
available, wilj adhere and Promate the concepts within those s&ven policies, -
The emphasis of these policies s to enhance economic viabjlity and the

quality of life of the metropolitan area through improved mobility and
transportation infrastructure,

Groal #3 The Greater Detroit Freeway Rehabilitation Policy Committee s cotnmitted
103 freeway feconstruction/rehabilitation program that includes an Operating
Management Strategy which preserves the systemn and wijl impiement new
design concepts and iransportation technoiogies as they are developed. These
may include Intelligent Vehjele Highway System, Inciden: Meanagement, a
Fresway Operations Program, High Oceupancy Vehicle lanes, express and
comphimentary transi service, and Demand Mzanagement through more
efficient use of the surface arterial system, Current yellow book and safety
standards will be applied where appropriate,

Goal #4 ° The Greater Detroit Area Freeway Rehabilitation Poiicy Committee wij] seek
and support inter-modaj service along transportation corridors, where
appropriate, which enhances the mobility of area residents and preserves the :
operation of the freeway systemn.




GREATER DETROIT FREEWAY REHABILITATION

Goal #5

Goal #6

The Greater Detroit Freeway Rehabilitation Policy
0 maintaining the present lave] of urban mobility
To this end, the greater Detroit area fresway system

redesign is required, then every effort should be made to deve

lop that desipn
within existing right-of-way, using urban design standards.

The Greater Detroit Freeway Rehabilitation Policy Committee wif
cooperatively  establish Priotities and set ap aggressive  scheduia,

Commensurate with the financia] capability of each agency, in its efforz 1o
develop and refine a freeway rehabilitation plan.

Commitiee is committed
along freeway corridars.

shouid strive to maintain
the system so that it Operatés at no lower than Level of Service E. If
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MDOT met individually with each of the trapsportation and planning agencies from the
City of Detroit, Wayne, Cakiand and Macomb Counties as well ax SEMCOG, Detroit
DOT and SMART. These meetings provided the Tepresentatives from these agencies an
Opportunmity to discuss thajr viewpoints on the draft goals and preliminary 1991-1997
proposals for the Greater Detroit Area Freeway Rehabilitation Program. Their reactions
and the possible impacts to their local programs were recorded and are listed below.

MDOT was represented at these meetings by John Kazenko, Jim Brush and Dave Geiger.

CITY OF DETROIT
Comments:

* The Michigan/Ontario Study should be merged into this study 25 3 new
CTossing could effect trave pattarns,

* Concerned about Creating new "walled section" of freeways through
Detroit. It is an SXpensive alternative, especially if that is being
considered for the Southfield (M-39),

THE CONSTRUCTION O WATLED SECTIONS ARE
SUGGESTED S0 THAT NECESSARY ADDITIONAL CAPACITY
CAN BE ACHIEVED WITHIN EXISTING RIGHT-OF-WAY AND
AVOID  ANY NEIGHBORHOOD DISRUPTION, AS
RECOMMENDED IN GOAL #1.  THE CORRIDOR STUDY

Toara=rl._ THE CORRIDOR STUDY

FROCESS WILL EVAILUATE THIS OPTION AGAINST OTHERS
TO DETERMINE ITS DESTRABILITY AND EFFECTIVENESS.




* Shouid consider parallei non-freeway alternatives for possible traffic
relief; e Evergresn and Greenfield for the Southfieid; 12 Mije Road
for I-696. Also asked if there is a potentia) for shifting funding to
parailel routes if capacity improvements i more cost effective along
these non-freeway alternatives,

Incident Management Pragram should consider upgrading surface street
idemtification signs and improved surface sireet sipnalization.  Alse
Siress the importance of this Program to encourage use of the local
sireet system especiaily during tonstruction, as detour routes,

Immprovements to the Southfieid Freeway has questionable economic
benefits to the City of Detrojt.

EACH CORRIDOR HAS A BENEFIT/DISBENEFIT TO THE
COMMUNITIES 1IN THE___GREATER DETROIT .
RESOLVING CAPACITY AND CONDITION DEFICIENCIES IS
MDOT™S IN ITIAL CONCERN. WITH THE ECONOMIC BENEFITS/
DISBENEFITS BEING CONSIDERED WITHIN THE CORRIDOR

OPTIONS.

Problems exist ar the 1.06 and [-94 meerchange more sg than ar [-94
and I-75. A significant increase in commercia] raffic (semj-trucksj has
been noticad recently.

THIS LOCAL OBSERVATION IS HELPEUT




Lodge already service the
Linwood and at Liverncis).

SEMCOG
Comments:

* HOV lanes for improvement of level of service - if this is pursued, then
the HOV janes must be put into use Inmediately after construction
and net after they have beeq used as a trave! Jane,

* 1275 - SEMCOG has received @ strong push from the westarn subyrbs
ta begin 2 study on 1-275 and-alj the interchanges along it. SEMCOG
has indicated the Haggerty Road Connector proposal has to reach
Consiruction phase before any significant work can be accomplished.

' MDOT SUPPORTS SEMCOG'S POSITION AND WOULD HOPE
THOSE ISSUES WOULD RE DISCUSSED WITHIN THE UPDATE
et WOULD BE DISCUSSED

OF THE LONG RANGE PLAN,

T I-26Milford Road Interchange - Ford Moor is expanding its cperations
at the proving grounds which will impact that interchange as well as the

freeway,

“ Northwestern Exrension - It’s SEMCOGs understanding that the Road
Commission for Qakland County favors ending this route at 14 Mile
Rpad,

* There has been a StTONg interest in Compieting the new Dawn River
trunkiine. |t is not being considered in this study since this new route
i not intended to be 3 freeway. :

THIS STUDY IS FOCUSED UPON THE EXISTING FREEWAY
SYSTEM_AND ITS CAPACITY AND CONDITION NEEDS,
NON-FREEWAY AND PROPOSED FREEW.ve ARE NOT
SCHEDULING _ARE THE KEY ELEMENTS THAT NEED
RESOLVING.
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* SEMCOG feeis strongly in favor of the freeway corridor priorities being
developed as part of their iong range plan update.

PTRRT TR ATIIND femmm e s smea s

* SEMCOG is currently not involved in any transit corrider smdies in or
armd 8 Mile Road.
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WAYNE COUNTY

Commernts:

* Wayne County feels that the south-10-west and the east-to-north bound
ramps between the Lodge and the Davison might be considered once
the Davison Freeway is upgraded,

BASED ON THE CONCERNS OF THE CITY OF DETROIT, THIS
ISSUE SHOULD BE DISCUSSED WITHIN THE SEMCOG LONG
RANGE PLAN UPDATE PROCESS,

* The Southfieid freeway has only 204 feet of right-of-way and is [
questionable whether additional lanes could be added to this corgdor
without the purchase of right-of-way. The freeway now has extensive

changes in the vertical elevations between interchanges and has adjacent
SeIvice roads.

1HE_SQUTHFIELD MAY BE ONE CORRIDOR WHERE
BALANCING THE DIFFERING ELEMENTS IN THE STUDY

GOAL STATEMENTS MAY BE DIFFICULT. :

¥ Wayne County thinks that MDOT should consider, a5 part of this study,
the Davison beyond the existing one mile freeway, Such an extension
could impact both [-94 and I-96,as well as provide a good alternative
Toute during major reconstruction.

THE PRIMARY PURPOSE _OF THIS STUDY IS FOR THE
REHABRILITATION OF THE EXISTING FREEWAY SYSTEM,
WITH A _CONSENSUS OF THE PRIMARY UNITS OF
GOVERNMENT WHICH ARE IMPACTED RY THE DECISION.
THE PROGRAM RESULTING FROM THIS FFFORT IS TO
ASSIST MDOT IN SECURING ERAL FUNDING AND
DOCUMENTING THE PROCESS THROUGH WHICH CORRIDOR
PRIORITIES WERE ESTABLISHED. NEW FREEWAY SEGMENTS

S AN FIEMENT THAT SHOULD BE ADDRESSED IN THE
SEMCOG LONG RANGE PLANNING PROCESS,

ettt — Tk
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* They feel strongly that a complete Davison Corridor Study is needed
and should be added to the list, :

FREEWAY ROVEMENTS _ARE _PROPOSED FOR THE
EXISTING FREEWAY SEGMENT. O R SEGME OF THE

CORRIDOR SHO BE DEALT WITH ONG RANGE
FLANNING PROCESS.

* Level of Service E would be an acceptable level of service for freeway
operations and F should be acceptabie at certain times during the year,
However we should not restrict desipn to leve! of service E & F, if we
can achieve a better sarvice level

GOAL #5 INDICATES THAT ILEVEL, OF SERVICE E IS THE
MINIMUM. IF THROUGH  ADDED LANES AND INCIDENT

MANAGEMENT THE_LEVEL OF SRRV REACHES D
OUT _ NEIGHBORHOQD _DISRUPTION.  THEN THIS

WITHOUT  NEIGHBORHOQD DISR
HIGHER LEVEL OF SERVICE WILL BE PURSUED.

* Freeway extensions should also be considerad within the study as their
Impacts might influence the priority decision on which freeways receive
priofity for reconstruction.
AGREED THAT FREEWAY EXTENSIONS WL, IMPACT SOME
SEGMENTS OF THE EXISTING SYSTEM, HOWEVER, ANY

AND EXISTING SYSTEM NEEDS ATTENTION NOW. THE

LONG RANGE PLANNING PROCESS CAN EXAMINE ANY NEW
EXTENSIONS WHICH CAN INFLUENCE THE INTERIM OR

LONG RANGE IMPRO VEMENT PROGRAM.
CARTLAND COUNTY PLANNING
Comments;

* Goal #3 should emphasize the better utiization of the existing arterjal
Sysiem when it is mare cost effective,

AGREED. THE CHANGE WILL BE MADE.

* The existing 2% miles of Northwestérn Highway shouid be included in
this study,

THE _IMPACTS OF TRAFFIC ENTERING OR LEAVING THE
SYSTEM VIA THE NORTHWESTERN 1S INCLUDED. SINCE IT
IS NOT A FREEWAY IT IS NOT BEING EVALLATED WITHIN
(HAT SYSTEM.

L0




* I-75: 1696 to Crooks Road should have the corridor study compieted
before any MDOT reconstruction work or any design and widening is
undertaken. Additional access points and possible urban design should
be evaiuated, (13 and 15 Mile Roads).

THIS PROPOSAL IT. WIL.L BE PRES T
THE POLICY COMMITTEE TO OBTAIN THEIR COMMENT AND

PRICRITY CONSIDERATION,

THE ROAD COMMISSION OF OAKIAND COUNTY

Cpmments:

* I-75 north of Square Lake Road does not show as capacity deficient.
and the OCRC feeis there is a need for improvements.

IHE MDOT DATA ANAJIYSIS DOES NOT INDICATE A
PROBLEM, HOWEVER, THROUGH THE [ONG RANGE
PLANNING PROCESS THIS SEGMENT OF 175 CAN BE
EXAMINED MORE CLOSELY. IF THERE IS SOME EVIDENCE
OF A NEED, THEN ADJUSTMENTS WILL BE MADE IN THE
PROGRAM.

* There has been a spinoff from the proposed Auburn Mills Mall with
more intense land speculation along the I-75 corridor to the northwest.

THE CORRIDOR STUDY WHICH HAS BEEN INTTIATED,

WHICH IS BEING CONDUCTED BY SCHIMPELER-CORRADINO

ASSOCIATES, WILL EVAIUATE THE POSSIBLE
DEVELOPMENT WHICH CAN OCCUR IN THAT CORRIDOR.

LOCAL AGENCIES WILL BE CAILLED TOGETHER AS THIS

STUDYY BEGINS AND THEIR INPUT WILL BE REQUESTED.

* Highway safety is not mentioned within the goal statements and the
OCRC feeis that a statement which indicates that the "state of the art”
safety features will be added to the freeway system. This includes
incident management.

A STATEMENT REGARDING SAFETY WILL BE ADDED TO
TOAL #4




* Should look at the entire artetial system to determine how an entire

K )

demand management program could be developed whereby relief can
be provided to the freeway system,

IT IS MDOT'S NITTOE PORTION OF
AR S I PROVID SUPP Y

SERVICE TC THE FREEWAY SYSTEM. THIS ON
WILL TAKE PLACE DURING THE CORRIDOR STUDY PHASE
OF EACH FREEWAY CORRIDOR STUDY. THE IVHS
PROGRAM WILL ALSO EVALUATE HOW ARTERIAL
SYSTEM CAN AND SHOULD BE UTILIZED AS PART OF THE

INC MANAGEMENT PROG .

There should be a corridor level of service D" adepied whereby a
combination of freeway and surface arterial service level is maintained

at "D"

AS FACH FREEWAY CORRIDOR IS EXAMINED, BOTH THE
EEWAY SURFACE ARTER WILL BE EVALUATED

A CORRIDOR [LEVEL OF SERVICE CAN BE IDE .
HOWEVER, UNLESS SOME FREEWAY USERS ARE SOMEHOW
ENTICED TO USE THE SURFACE ARTERIAL SYSTEM, THIS
CORRIDOR LEVEIL, OF SERVICE IS SOMEWHAT

MEANINGI ESS.

The OCRC has plans to improve Crooks Road both narth and south

% of M-S9 and thinks MDOT shouid not only study the need to improve

M-59 from I-75 to Crooks Road but aiso extend that study past Crooks
Road to the west.

THIS_TYPE QF INPUT I3_VERY HELPFUL. MDOT WILL
EXTEND THE CORRIDOR STUDY BEYOND CROOKS ROAD.

Another interchange should be considered at 175 and 15 Miie
Road/Maple Road area. This would help relieve some the problems
at the Rochester Road Imterchange.

BASED ON SIMILAR COMMENTS RECEIVED FROM THE
OAKT AND COUNTY PLANNING DEPARTMENT, THIS PORTION
QF [.75 WILI. BE PROPOSED FOR A CORRIDOR STUDY

WHICH WILL INCLUDE THE LEVEL OF LOCAL ACCESS.

1



" MACOMB COUNTY

it Comments:

* Concerned that MDOT is not evaiuating some of the surface street
extensions of freeways; i.e, M-53 and M-39 in Macomb County,

FREEWAY E IONS_ARE _NOT BEING CONSIDERED
WITHIN THE FREEWAY REHABILITATION STUDY. THE
PROPRIATE PLACE TO AND GIVE PRIORITY TG

NEW FREEWAY SEGMENTS IS WITHIN THE SEMCOG LONG

RANGE PLAN UUPDATE PROCESS.

* Additions to the freeway system should also be considered in this study.

THE SEMCOG LONG GE P G _PROCESS 1S THE

Lt SEMCOG TONG RANGE PLANNING PROCESS IS THE
AFFROPRIATE FORUM WHERE NEW_FREEWAY SERVICE

SHOTILD BE DISCIUISSED, '

* Macomb County would Iike to see "equity” in the development and
spending programs within this study,

MDOT TRIES TO BASE E UPON ROADWAY NEED. IN
THAT REGARD. IF_THE REHABILITATION PROGRAM
ADDRESSED THE PRIORITY NEEDS THEN EQUITY OCCURS.

* 1-04 within the City of Detroit could have an improved level of service
by closing some of the existing unimportant ramps.

THIS CONCEPT WILI, NEED TO BE DISCUSSED DURING THE
CORRIDOR § Y PHASE. CERTAINLY THIS IS ONE OFTION

WHICH MIGHT CAUSE & DIVERSION OF THE CURRENT
FREEWAY TRAFFIC ONTO THE ARTERIAL SYSTEM.

* The improvements to the 1-94 corridor shouid be extended past I-696,
up to 13 Mile Ropad.

AS A RES QF FUR R DETAILED REVIEW OF THAT
PORTION OF THE FREEWAY SYSTEM, MDOT IS WILLING TO
ADRD THIS PORTION QF THE (94 CORRIDOR INTO THE
IMMEDIATE STUDY PHASE,




+ M-53 from 27 Mile Road to 34 Mile Road iz nat shown as 4 freeway
and yet MDOT is purchasing ROW for an eventual freeway.,

AS INDICATED EARITER, MDOT IS NOT EVALUATING THE
SION © FREEWA ONL
REHABILITATION,

» Maintenance issues and costs should be part of this study — especially
- pump houses.

MAINTENANCE IS PART OF THE REHABILITATION
. PROGRAM. THE CORRIDORS PROPOSED FOR INTERIM AND
.. ' LONG RANGE STUDHES WL _RECEIVE FULL ATTENTION
. WITH _REGARDS TO MAINTENANCE LEVELS TCO EXTEND

-~ THE LITE OF THE PAVEMENT.

. Concern over the compasition of the 1-94 Corridor Study and equity to
“the user living in Macomb County.

. DETAZS REGARDING THE COMPOSITION AND PRIVILEGES
.~ OF THE CORRIDOR STUDY COMMIITEES COULD BE ISSUES
* DISCUSSED BY THE GDAFR POLICY COMMITIEE

40 percent of the SMART ridership is outbound riders from the Ciry
. of Detroit ta the suburbs.

: SMART is not part of the light rail effort: this has been D-Dat’s
pursuit.

" HOV lanes - due to financial Iimitations, SMART buses probably would
. not utilize the HOV lane proposals,

A POLICY STATEMENT RE TIVE TQ THIS ISSUE WOULD
BE BENEFICIAL TO THE STUDY AND ITS DEVELOPMENT.

" SMART uses 1-94 to the east 1o deadhead for their wrips from
_downtown Detroit to the suburbs.




MICHIGAN FREEWAY REHABILITATION PROGRAM
TRAVEL DEMAND AND LEVEL OF SERVICE
SUMMARY OBSERVATIONS

;: ﬂnf&" C. . _
Freeway System (including 1989-90 construction) \,1__! " r(;.-' w ,«-""'

Size (W
o 1891 miles; 20% of all tnmkline; 1.6% of all Michigan roadways.

Lo
-

0 8460 lane miles

Travel
Currently:
0 20:3 billion aanua! vehicle miles of travel {AVMT);
52% of trunkline; 27% of all Michigan travel
By 2010:
o  60% increase in AVMT to 325 billion
Level ce
Currentiy:
o 168 miles operating at LOS E&F; 9% of all freeway miles
0 5.6 billion AVMT on LOS E&F sepments; 28% of all freeway
travel
o 204 additional lane miles are necessary to resolve L.OS E&F
deficiencies
By 2010:

0 105 E&F mileage increases to 445; 24% of freeway miles

0 LOS E&F AVMT tripples to 16.3 billion; 50% of all freeway
travel

o 687 additional lane miles are mecessary to resclve LOS E&F
deficiencies

Prepared by: BTP, PFDD, Demand Estimation and Travel Impact Anabysis Secrion (05-02-89)




| "'MICHIGAN FREEWAY REHABILITATION PROGRAN
_ADDITIONAL LANES NEEDED IN EACH DIRECTION
| TO OPERATE AT LOS D IN THE YEAR 2010

\ Prpered by BTP, PEDD. Demand Estimation md Travel Impact Analysis Section  (05/02/89)
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GREATER DETROIT FREFWAY REHABTLITATION
STUDY ISSUES

iﬁsue I: Ecanomic Development

2. Metropolitan Airport Acoess

Metropolitan Airport has experienced tremendous
growth with emergence of the huk cperatien of
Northwest Airlines. The two I-94 Interchange
improvements (Middle Belt and Merriman) under
design by MDOT, the newly approved Vining/I-94
Interchange and the proposed South Access Road
irom Eureka/I-275 al] raquire funding to provide
the needed access.

B. etreit Citv Airvort coess

The City of Detroit has plans to expand this
ailrport. It ig expected that I-%4 improvements
will be needed, and that the City will present
- this need separately.
a. Equitable distribution of available rescurces an
the basis of population served.

D ldentification of other criterion to be used in
ranking process such as ¢onsistency with
econcmic development Plans of a community.

E. The extensive freeway and thoroughfare systen,
the over availability of water and sewer
service, flat topography, low land costs and
other factors have resulted in a4 region of low
poepulation density with complementary centers
and sub—centers. The metropolitan freeway plan
should strive to minimize urban sprawl.

Esue IT: Socizl /Environmental

A, Federal funds should be tzed to develop fixed
rail systems on Woodward and on Gratiotr. About
30% of Detroit's population does net have access
to a car,

The goal should be to achieve a balanced nix of
transportation cheoices that will reduce the
percentage of the urban area devoted to
transportation.



Continuous service drives ars useful for
eNergency access, and when freeway maintenance
and rehabilitation iz under way. This will also
mitigate the impact of Ireeway-generated traffic
filtering through neighkorhoods,

In necst situaticns, a depreasgsead freeway riqht-
af-way is leas damaging to adjoining
development, because traffic noize is deflected
upward, away from adjoining development. a
carefully designhed barrier wall ang landscaping
Program might be acceptable in certain
situations.

Implementation of the Detroit matropclitan
freeway plan over the next 20 yvears will reguire
effective and efficiant detours during
construction and maintenance oparations.
Further, there should be a minimum disruption of
major traffic nodes such as Tiger Stadium, Cobe
Center, and Joe Louis Arena, and the Detroit
City airport.

Issue III: Pavement Deterioration

&,

As the Lodge Freeway (Us-10) Pavements were
replaced, it will be necessary to replace the
cther older freeway pavements. Leading the list
is the Davison Freeway in the city of Highland
Park. Opened in 1542, it is thought te be the
cldast freeway in the United States. Although
funds for desiqgn of a new Davisoen are in hand,
it is necessary to find construction funds.
Following Davison are the other freeways which
Wayne County has contract naintenance
reésponsibilities. The recent resurfacing of
Dany of these pavements will only buy additional
time before replacement is necessary,

Rehabilitation or reconstruction of bridge
decks.

Standard for designating freeway pavement
deficient. :
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Issue IV:

Capacity and Safety

A.

E.

Standard for designating freeway segments
capacity deficient.

Standard for designating freeway safety
deficient,

Improvement of the interface or exchange of
traffic of the freeway interchanges with the
local road network.

Improve ingress and egress including the merging
areas.

Improve other operatienal characteristics such
as lighting, signals and median barriers,

The additional number of lanes proposed to be
added to the petroit freeway system to reach
Level of Service D in the year 2010 is
unrealistic. Implementation of Level of Service
D would require another massive round of
broperty acquisition and residential and
business dislocation. The end result would be
Permanent economic and social damage to Detreoit,
due to the loss of jobs and property and income
tax revenue and neighborhood disruption.

Where freeway capacity deficiencies exist,
consideration should be given to the improvement
of parallel surface routes or freeway transit
ianes, rather than the construction of
additional traffiec lapes on the fresway. The
City is interested in the use of freeways for
transit or High Occupancy Vehicles (HOV's).

We believe, that wherever possible and no
countervailing circumstances exist, continhucus
service drives should be provided.

Actezs

AL

Increase the number of interéhanges to reflect
the dramatic changes in land uses -- from rural
to urban freeway design.

Eamp spacing and ramp geometrics should be
reviewsed, to determine where more ramps may be
needsd, excess ramps eliminated, or existing
obsclete ramps redesigned.

TR
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Issue VI: Freeway Appearance

A,

The I-94 Freeway in its length from Metropolitan
Alrport into the City of betroit establishes a
perception or image of the City, the County, and
the State for eastbhound travellers, especially
those inbound from the airport. This image, due
to the present visual impact of the freeway, is
very negative. Ford Motor Company has
specifically drawn to our attentipn adverse
comments of its vizsitors.

Develop alternative socurces of power for storm
water pump houses or stations to reduce
ficoding,

More State funding to increase the fregquency of
clean-up cperaticns to deal with the
accumuelation of debris on a day-to-day bamis.

Issue VITI: Financial

Al

Isane VIII: Flan

A,

The Greater Detroit Area Freeway Policy
Committee should address the need for new
financial resources early in the planning
process,

Federal funds should be pursued tc develop fixed
rail systems on Woodward and on Gratiot, A
significant share of aAct 21 funds should also be
available for transit improvements.

A larger share of federal Support {(two-thirds
surface with so3 freeway) should be available

for those surface strect improvements which help
reduce freeway congestion.

Approwal
Adoption of overall goals and objectives.

Criteria for designating freaway segments
"deficient,w
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Plan Requirements for the City of Daetroit

The City of Detroit is prepared to develop and
will support a Plan that has the following
characteristics:

-

1. The plan should recognize the need for a

balanced transportation system that serves
Detroit residents,

2. The plan should not contribute to the losas
of populatien and jobs by Detroit.

3. The plan should protect the eCOnomy and taw
base of Detroit,

4. The plan should ineclude realistic funding
priorities for freeway maintenance ang
rehabilitation, construction, and other
transportation modes.

5. The plan should include realistie funding
priorities for freeway maintenance and
rehabilitation, construction, and octher
transportation modes.

T L T
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THE GREATER DETROIT METROPOLITAN FREEWAY PLAN
ISSUES AFFECTING THE CITY OF DETROIT

Regional Development Considerations

The Detfroit metropolitan area is an excellent example
of an “urban sprawl" development pattern. The exten-
sive freeway and thoroughfare system, the over availa-
bility of water and sewer service, flat topography, low
land costs and other factors have resylted in a regian
¢f low population density with complementary centers
and sub-centers, Most area residents rely.cn the
antomobile for their transportation needs. An over~
built freeway system can exacerbate the situation by
facilitating the development of cutlying areas, mak;ng
it easy for residents and businesses to abandon in-
place infrastructure and facilities for a new location
at the edge of the urbanized ares, Massive public and
private costs, both sccial and economic, are incurred
to develop these areas to the detriment of established
cities and suburbs. fThe metropolitan freeway plan

should strive to minimize urban sprawl.

Local Development Considerakions

The City of Detroit has a disproportionate share of
Michigan's older freeways; at this point in time, these

freeways reguire extensive maintenance ang 2pgracing to
I g
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current standards. The additional number of lanes
Proposed to be added to the Detroit freevway system to
reach Level of Service D in the year 2010 is
unrealistie, as suggesﬁed in your report of July 25,
1588. The addition of three or four lanes to the
Southfield aﬁﬁ Ford Freeways in each direction would be
comparable to adding a second parallel freeway in each
corridor. Implementation of Level of Service D would
Tequire ancther massive round of Property acguisition
and residential and business dislocation. The end
Tesult would be permanent economic and scocial damage to
Petroit, due to the loss af jobs and property and
income tax revenues and neighborhood disruptian.
Further, Scuthfield Road traffic is, in large part,
through movement, with neither origin or destination in
the City of Detrgit, The addition of 6 to 8 more
freeway lanes within this corridor would be a great

burden for Detroir tp bear.

System Capacity Deficiencies

Where freeway capacity deficiencies exist, considera-—
tion should be given to the improvement of parallel
surface routes or freeway transit lanes, rather than
the construction of additisnal traffic lanes on the

freevay.,

R Toica
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For example, traffic corridor studies should be used teg
evaluate Ford Freeway improvements in relation to
improvements of major surface streets such as Warren
and Harper. 1In addition, a larger share of Pederal
Support (two-thirds surface with 96% freaway} should
be available faf those surface street improvements

which help reduce freeway congestion.

The City is intarested in the use of freeways for
transit or High Dccupancy Vehicles (BEOV's). However,
it is current City policy that cne end of all sueh
transit routes be located within the Central Business
Distrirct {CEDJ: Federa] fu;ds should be used to
develop fixed rail Systems on Woodward and on Gratiot.
A significant share of Act 51 funds should alsn be
available for transit improvements. Abouyt 30% of
Detreit’'s population goos not have access to g car. 1In
addition, Detroit's elderly pcpula;icn is large andg
their relianee on transir is greater. The gozl should
be to achieve a balan;ed mix of transportation choices
that will reduce the pPeércentage of the urban ares

devoted to Lransportation,

New Technoiogy

New sSystems to increase the capacity of freeways such

45 Surveillance Contrel and Driver Informarion {SCANDT)
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énd Intelligent Vehicles and Highway Systems {IVHS) é
must take into account the unigue needs of Detroit %
residents. The uze of SCANDI, when_local traffie iu
destined for the freeway is forred to bhack up ante
surface streets is seen as improving flow for non-

residents, at the expense of residents. The SCaNDYT

S¥stem alsoc can cause congestion and pollution from
vehicles sitting at idle, waiting to meérge. These are
unacceptable factors that need to be considered in -
future use of SCANDI. The use of IVHS must take into |
account the ability of Detroit residents to burchase

the special ang probably costly vehicles, the percent

J?'-_L—' IR
39

of Detroit's populatiop that owns a vehicle, and the

I
]
replacement rate for vehicles. 53
F
|

V. Desian Consideraticons i

We believe that, wherever poessihle and no

countervailing circumstances exist, continuous service
drives should he provided. Continuous servicse drives
are useful For emergency access, and when freesway
mainteﬁance and rehabilitation is under wa¥. This will
dlso mitigate the impact of freeway-generated traffic
filtering through neighborhoads, Wherever possible,
rolling grades such as those °n the Southfield Freeway
ghould be elimingted, beczuse they gensrate more noise

and pollutiaor. Ramp spacing ang rame geometrics should Q
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be reviewad, tno determine where more ramps may be

needed, excess tamps eliminated, or existing ohsolete

Famps redezigned,

For example, the Lodge Freeway at

Wyoming has 2 famps in cloge proximity along a major

Turve in the roadway, Beficient design has alsnp

contributed ro ramp/service drive congestion amd

accidents, which have devalued nearby residential

‘Property. The Erush-Beaubien apnd Lonyo off-ramps from

Rl T A AT e e T A RS R

I-24 are two examples of ramps in need of redesign and

improvement . In_additiun, Tamps that enter ar. exit on

the left edge of the roadway should be eliminated; far k

this reason, the Ford-Lodge interchange is 3 Particular

caneern,

Environmental Considerations

The establishment of expansion of the right-of-way for

4 freeway has major impacts on the adjoining areas, ¢

Lecal cireulation Patterns are altered, additional

noise and dust are Created, and Property values may

increase ar decrease, depending on the relationship to

the freeway. fThese impacts must be carefully con- ]
sidered in freeway Planning and design. In mast '

situations, a depressed fraeway right-of-way is lesgs

damaging to adjoining development, because traffic

noise is deflectad upward, away From adjoining develp-

Pment. The best ipeal eXample of an at-qrade freeway,
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VIII.

6 _ '
the Southfield, has a Very poor relationship to

adjoining development: attempts to protect the g

neighborhoods along the Southfield Freeway with barrier

L

walls and landscaping have not been successful. 2 :
carefully designed barrier wall and landscaping program é
might be acceptable in certain situations. The :
development of plazas should aleo be considered a5 a
means of resolving environmental problems along

fresways.

LTI M el

Traffic Management Considerations

Implementation of the Detroit metropolitan freeway plan

over the next 20 vears will require effective and

efficient detours during construction and maintenance
operations. Major activities should be scheduled to

cause a minimum amount of traffic and neighborhood

disruption and be timed such that other redevelopment ¥

projects are coordinated to minimize disruption,

Further, there should be minimum disruption to major
traffic nodes such as Tiger Stadium, Cobo Center, and

Jo& Louis Arena, and the Detroir City Birport,

Financial Considerations

The City fully rscognrizes that Federal and State
support for freeway improvements is diminishing

steadily, and that its awn ability to provide reguired



2
matching funds is limited, 7The Greater Detroit Area
Freeway Policy Committee should address the need for
new financial Tesources early in the planning process.
The Committee must zlso establish funding priorities
that achieve 2z balance betwean freeway maintenance and
upgrading, the cﬁnstructian of new freeways, and
transit improvements that are meaningful for the 30% of

BDetroit's population that does not have acress toc an

attomobiie,

R T
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Plan Requirements for the City of Detroit

The City of Detrgitr isg prepared to develop and will

Suppart a plan that has the following characteristics:

1.

The plan should recognize the need for g balanced
transportatien system that Serves Detroit

residents,

The plan should not cantribute to the loss of

population and jobs by Detroit,

The plan should protect the econgmy and tag baze

of Detroit.
The plan shouisd minimize neighborhoogd disrupticn.

The plan should inelude tealistic funding
pricrities far freeway maintenance and
rehabilitation, construction, and other

transportation modes,
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AGENDA ITEM I
SYSTEM CONDITION AND LEVEL OF SERVICE REPORT

Presentation By: James Brush ~ MDOT

Basically, I'd like to cover & couple of things. Number one is to bring you up-to-

date as to where we are in the technical analyses completed so far. The second is to

There are approximately 1,900 miles of freeway in the state of Michigan and about
_S,SDD lane miles. The Greater Detroit Area has about 300 miles of that, but about 45%

- of the daily vehicle miles of travel occur in this area.

The first thing I'd like to do is bring you up-to-date on the analysis of bridges,
~'& There are approximately 700 structures in the Detroit area. Those are structures that

carry the freeway system itself plus those that carry other roads, generally over the freeway.
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ki There’s about 100 structures that need major work, If you look at the corridors that they

fall in, it’s really no surprise that these are the alder corridors of the city. There are 20
structures that need widening. These generally are structures that are over top of the
freeway system where the current cross-section cannot handie current traffic. Therefore,
in the analysis, thete is 0o tie between the demand that we're showing on the freeway
system and the structures that carry the freeway traffic. That’s an analysis we have to go
through yet. And you'll notice the red ones here are the ones that need to be replaced.
They're approximately 24 of those on or over the freeway system. As you can see, by 2010
if we were to not make any investments in bridges, that over half would need replacing and

none will be in good condition.

Another major component of the transportation system is the current surface
""i.mndi.ticn. The red lines here indicate where we have poor and very poor surface
condition based on the Department’s 1989 sufficiency ratings. If you couple these with the
‘Other elements of the trapsportation system you can start to identify cerridors or areas that

have major deficiencies.

Now I want to talk about level of service. This is really what the group is here to

avoid (picture of congested freeway). These traffic levels exist in the Greater Detroit Area

and I'm sure everyone here is very familiar with this kind of a situation. In a previous



miles of freeway in the Greater Detroit Area that operate at level of service "E and "F"

like this. That will inctease to some where around 200 by the year 2010,

1
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If you look at them geographically, here is where the current deficiencies occur.
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The yellow is level of service "E" and the red which is the level of service "F'. Probably

“F" is more reflective of what was in the previous slide. Basically stop and go. There are
approximately 75 miles in the Greater Detroit Area that are operating at level of service

=" and &35 miles at "F."

If we lock at what happens to that by the year 2010, we can see it increases
- sipmificantly. The red becomes much more prevalent. And while there’s only 60 additionai
miles of freeway that becomes deficient during that time period, the 150-some miles that

. currently exist get much worse.

Well one way out of this, of course is to build out. And what would it :a_kﬁ to build
out of it? In total, it would take 510 additional lane miles to resolve current deficiencies
and twice that many by 2010, If we look at what roads need to have additional lanes, you
i-i:an see here (in red) that there’s about five miles of [-75 that .wiil need have fﬂur
_._.'adciitiuna] fanes in each direction. That’s probably physically and practically impossible.
: There's about 16 miles that need to have three additional lanes in each direction, 50 miles
;l-lfhe.re we need 1o have rwo additional lanes in each direction and about 90 miles where

. we need to have one additional lane in each direction.



By the year 2010, this is what it will look like. There are sigmificant portions of the

system, 1-75, 1-96 and a Jittle bit on M-39 where we really need to have apother eight lane

If we look back at the slides for bridges, surface, and added lanes, anything with red
in all of them would abviously be the worst situation to have in the Greater Detroit Area

~ and likely to be the highest priority to make investments.

What [ want to do now is to examine a little closer the level of service situation. I
* have chosen a location on 1-94 just east of downtown Detroit. It’s a Permanent Traffic
Recorder (PTR) Iocation that traffic data is collected continuously throughout the year.
1-94 carries about 120,000 ADT (Average Daily Traffic) at this location. It's projected in
the future to increase somewhere close to a 150,000 ADT. If you look at the eastbound
'_: direction, you can see how traffic builds during the day and during the p.m. period. Notice
where it crosses the threshold into level of service "E" (about 5,100 vehicles per hour),
‘ And really, we as a group, are here to try to figure out how to resclve these orange and
.' purple peaks..'Ihe, a.m, peak operates at level of service "E" about two and one-half houors.
The p.m. peak operates in "E” and "F" somewhere between three and three and one-half
hours. Another point I'd like to point out in here is the directional imbalance of the traffic

" during these particular periods. This carridor is one of the highest directional imbalance

; eorridors in the Greater Detroit Area. It's where you have ingress and egress flows that

%, are significantly different, but really what we're iooking at is how do we resolve these two

4




particular peak periods. We talked very briefly about how you calt build out of it. In fact

in this case if we were to build an additional lane in each direction, W& probably could

handle the current traffic. But remember that's just current traffic. The future traffic in

this case would drive it considerably higher than that.

At a previous meeting, thete was some discussion about auto occupancy rates. Let's

look at this particular problem (1-94), and see how we could, in fact, address it in terms

of reducing vehicular demand through increasing occupandy rates. This slide illustrates that

during the p.m. peak period, there’s a rate of approximately 1.3 persons per vehicle.

What rate would be necessary for the e:xi;sting Janage to handle traffic at level of service

“ry?" The demand is 7,100 vehicles. And if we look at the occupancy rate it means there's

" about 11,500 person trips that want to g0 through that corridor dering that particular peak

hout, If we were to put ail those people in the 5,100 vehicles (maximurl level of service

“D") you would have an occupancy rate of about 2.2 persons per vehicle. That’s a

significant increase Gver today’s level. In fact, I don't know of any place throughout the

* country that has been able to achieve that. Ancther way to look at taking care of that

additional demand, it would take a headway of approximately 1 minute of 53 passenger

buses running on express lanes in that corridor.
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THE PUBLIC TRANSPORTATION ROLE IN GREATER DETROIT FREEWAY CORRIDORS
Prepared June 27, 1990
by SEMCOZ Transportation Programs Staff




Overview

The Greater Detroit Freewzy Reconstruction Project is examining numerous
cptions for relieving current and future traffic congestion on area
freeways. In the process. this project seeks to enhance the mobility and
gquality of 1ife of 217 residents in the region., Recomeended improvements
will seek to minimize unnecessary disruption of established neighborhoods
and business districts. To achieve this end. this project not snly wil)
identify opportunities for wideming existirg facilities., but also other
strategies which complement or serve as alternatives, Such actions
include construction of freeway high occupancy vehicle lanes, improvements
to paralle! surface streets, maving or closing interchanges. as well as
improved public transit and ridesharing.

This paper describes existing transit and ridesharing services operating
on the tri-county freeway corridors 1isted in Tabie 1.1 Transit services
exist on or paralle] tao all put the following freeway segments:

1. I-94, from Rawsomville Rd. to I-275 (Corridor #1): _
2. M-14, from-the West Wayne County 1ine to [-275 (Corridor #5);

3. I-06, from the Western Oakland Coumty 1ine to I-275
(Corridor #9):

4, I-94, from 1-696/1-275 to M-I14 (Corridor #10):
£, M«53, from Opdyke Rd. to Mound Rd., (Corridor #12}: and
&. I-275, from 1-84 to M-14 (Corridor £20).

Opportunities for increasing the traffic congestion relief roie of transit
and ridesharing services are iJdentified, including increasing the
frequency and coverage of existing transit service, new express bus
seryices, increased ridesharing efforts, and rail service.

Description and Assessment of Corridor Iramsit Services

211 regignal fixed route transit service in Wayne, Oazkland, and Macomb
Counties is provided by the Suburban Mobility Authority for Regional
Transportation (SMART) and the Detroit Department of Transportation (D~
DOT), SMART provides fixed route and demand responsive transit services
between Wayne. Oakland, and Macomb counties, amd intra-county services.
" Highly patronized services include routes connmecting the City of Detroit
with suburban tri-county tocatioms aleng the Jefferson, Gratiot,
Woodward, Michigan, and Fort Street corrideors. SMART's 39 routes
«ransported 6.4 mitlion riders in FY1989 with 203 peak buses.

0-DOT provides primary bus service to passengers traveling within the {ity

- Q858 COFFIQOrS were TITST GIESENLer ab it uul€ 1ay 370 WEEVINE w1 wus
Greater Detrofit Area Freeway Policy Committee.

1

NS
e

¥

-

e




of Detroit and to 24 adjoining suburbs fncivding Redford Township,
Livonia. Southfield, Qak Park. MWarren, and Harper Woods, D-D0T's 54
routes carried 71 million riders in FY1989 owith 477 peak buses. Basic
fares are $1.00 on both systens, with a $08,10 charge for transfers beiwesn
buses of either operator.

SMART and [-POT both provide local and express bus service. Local bus
service allows for maximum accessibility to nearby residences and
bisinesses, with bus stops spaced as close as every two blocks, Express
routes are operated from city or suburban residentizl Jocatiors to
Downtown Detroit during peak commuting heors, These buses make ocal
stops in outlying residential areas znd then travei nonstep or with Few
stops to Downtown Detroit by freeway or major arterial streets. These
routes emphasize high speed service to major employment centers, The
nenstep or timited stop portion of express routes ranges from 3 to over 20
mites in VTength. Five axpress routes are operated, seven by SMART, and
three by D-DOT., Four of SMART's express routes are *Park and Ride"

expresses featuring widely spaced stops (two or more miles apart} and free

parking near bus stops.

This paper focusses on those routes primerily operatirg on, or adjacent
ta, Treeway corridors idemtified in Table 1, SMART and D-DOT services
operate in 15 of the 21 jdentified freeway corridors. These services form
eight groups of routes, listed in Table 2. end iliustrated in Figures 1-8
These rautes carry 81% of the SMART/D-BOT systems' peak period, peak
direction passengers. Using peak hour. pesk direction ridership counts
conducted by both D-DOT and SMART in 1987, combined with rider surveys 1o
ascertain auto availability, an estimate was made of the number of riders
whe might otherwise drive in the,absence of corrider bus service.€  This
estimate gives an indication of the congestijon avoided by operating
corridor bus service. These estimates of “freeway iame capacity” carried
in the eight transit corridors are shown in Table 3. A profiie of each
curndur follous.

I-94 West Transit Corridor

This transit corridor is illustrated in Figure 1. The 11 bus routes
provide direct or parallel service to I-54 between the Western Wayne
County 1ine and Woodward., covering aii of fresway corridors 1, 2, and the
western portion of corridor 3. The bus system consists of & D-DOT 1ocal,
L SMART local. and 1 SMART expres: route. The SMART peak period express

Zpaak hour, peak direction counts were taken from SEMTA. 1986/1987 Update
of Titie ¥1 Assessment for Capital and Cperating Assistance, June 1987.
This ridership was reduced by subtracting out those passenhgers who have no
cther transoortation alternative, becauvse they are too old. too voung to
drive, or do not have & car avaitable. This data for SMARY was taken from
SEMTA Trangit User Survey - 1987, June, 1987, The data for D-DOT was
raken from =EMTA, Office of Marketimg and Planning: Oroject 9371 --
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route *835 Ford Road Park and Ride" operates from Ford Rd./Cantsn Center
to Wyteing, and then travels on I-94 from Wyoming to I-96, then.on I-96
from 1-34 to Michigan, then on to Downtown Detroit. Almost all of the D-
DOT bus routes provide extensive crosstown service both east and west of
Woodward., Carrying 590 peak hour, peak direction passengers who could
otherwise drive. these routes carry the equivalent of 30% of a freeway
Tang (at 2,000 vehicles per hour).

SEMCOG's Public Transportation Plan designates commuter rail service
between Ann Arbor, Dearborm, and Downtows Detroit as & corridor under
study. A Tinzl recommendation will be made as part of SEMLOG's Year 2010
Transportation Plan, following completion of the Michigan Department of
Transportation's (MDOT) Bluevrint Project, The 2010 plan i scheduled for
adoption in Spring. 1991, -

I-94 East Transit Corridor

This transit corridor is i1lustrated in Figure 2. The 17 bus routes shown
here provide direct or paralle! service to I-94 between Woodward and the
East Macomb County line, covering corridor #4 and the east portion of
corridor #3. The bus route system imciudes 9 D-DOT local, 1 0-D0T
express, 6 SMART loczl, and 1 SMART express routes, Many of the D-BOT
local routes provide extensive ecrosstown service to points both east and
west of Noodward. No service operates directly on [-04 east of Woodward.
Bue to the extremely heavy peak traffic conditions on 1-94, Yoral and
gxpress buses meet their schedules more rapidly and effectively by using
surface streets.

Table 3 shows that this corridor 35 the most heavily traveled of the eight
examined. It carries 1,224 passengers in the peak hour, peak direction
who couid otherwise drive. These routes carry the equivalent of over £03%
of the capacity of a freeway lane, [ts further development as a high
vDlume transit corridor is erdorsed by SEMCOG's 2005 Public Transportation
Flan., which calls for developing light rafl service on Gratiot from
Oowntown Detroit to I-698,

I-96 Transit Corridor

This transit corridor {5 {1lustrated in Figure 3. The 7 bus routes shown
here provide direct or paraliel service to [-95 between the I-6§96/1-275
interchange and the Fisher Freeway, covering freeway corridors 6-B. The
bus routes fnclude S B-DDOT 7Tocal routes and 2 SMART exprest routes
operating directly on I-86 from Livonia to Downtown Detrpit. The peak
period express routes. the *810 Livoniz® and *820 Farmington®™ Park and
Ride- services arg among the highest speed. most freguent. and heavily
patronized of SMART's peak hour services. Table 3 also shows that over
t0Z of corridor tramsit ridership s estimated to come from riders who
could otherwise drive (Bl2 passengers). This is the highest percentage of
riders who could otherwise drive, among the & corridors examined, thus
i1Tustrating the appeat of further develooing high speed. high guaiity
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The 812 riders who are estimated as having an zuto avaiiable represents
40% of the capacity of a freeway Tane. This corrider exhibits the third
highest level of transit ridership by those who could otherwise drive.
While a rail line paralleis I-%6 for much of its length, it is also in
active freight use.

I-696 Transit Corridor

This transit corridor is il1lustrated in Figure 4. Bus service parallel to
I-696 ([corridor #£11) consists of 1 D-DOT lecal route and 5 SMART local
routes, SMART's route 760 has been introduced since the statistics in
Table 3 were compiled. No seryice operates directly on I-696., Due to the
scattered distribution of residences and employment centers and long

headways of each of these crosstown routes (3D, 60 minutes and longer), an.

estimated 116 passengers are riders who could otherwise drive, under 6% of
the capacity of a freeway lane.

Fisher Freeway Transit Corridor

This transit corridor is 11lustrated in Figure 5, It covers the same
areas as freeway corridors 13-15, Bus service consists of 3 [~BOT loczl
reutes, 3 SMART Tocal routes, and 1 SMART express route, & total of 7
routes, The peak period express "830 Downriver Park and Ride" operates on
I-75 from Flat Rock to Downtown Detroit. With just over 600 peak hour
passengars whe couid otherwise drive, bus service carries the equivalent
of 30% of & freeway lane,

Woodward Transit Corrider

The 21 routes of the Woodward transit corrider are iliustrated in
Figure 6. These routes provide seryice parallel to, or directly on the
lodge and Chrysier Freeways. eguivalent to freeway corridors 16 and 18,
The routes include 11 D-DOT Tocz] routes. 2 D-DOT express routes, 5 SMART
local routes, and 2 SMART express routes. SMART's express "BOl West
Bloomf{eld Park and Ride® operates on [-696 from Orchard Lake to
Telegraph, and on the Lodge Freeway from Telegraph to Downtown Datroit.
D=D0T's *78 Imperial Express* is the region's only all-day express route,
cperating from Livonia and Northville to Downtown Detroit on the Lodge
from Wyoming inbound. [-BOT's *38 Plymouth® ltine also cperates on the
Lodge Fretwazy from Webb to Downtown Detrpit. ' ’

Thit corridor carries 1,148 peak hour riders who could otherwise drive,
just below that of the top ranked I-84 East corridor. This voiume of

passengers represents 57% of a typical freeway lane's capecity. - Iis.

further development as a high capacity corridor has been endorsed by
SEMCOB*s 2005 Public Transportation Plan., The Plan calls for light rail
ceryice on Woodward from Downtown Detroit to 11 Mile Road in Royal Oak.
Railroad tracks closely parallel Woooward from 11 Mile 1o Pontiac., making
future extensions possible.
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Southfield (M-39) Transit Corridor

This transit corridor is §1lustrated in Figure 7, and corresponds to
freeway corrider 18 in Table 1. Service s provided by 4 D-BOT local
transit routes, the “60 Evergreen® 1ine introduced since compilation of
the Table 3 statistics. Mo service operates directly on M-39, however D-
DOTts rowte "46 Southfieid® operates along its service drive from Eight
Mile to Fairlane, This transit corrider carries an estimated 225 peak
riders who could otherwise drive, ‘just over 11% of a typical freeway lane

capacity.
Davison Transit Corridor

This transit corridor i% {illustrated in Figure 8., and corresponds to
freeway corridor 21 49n Tabie 1. Service is provided by 2 D-DOT 1ocal
routes, D-DO0T's *15 Chicago-Davison® route operates on the Davison
Freeway service drive. Table 3 shows that this corridor exhibits the

"Tightest volume of estisated riders who could otherwise drive (B3 peak

passengers, representing under 5% of freeway lane capacity).

Regiona]l Ridesharing As sessmeht

Carpeoling and vanpeooling in the region also contribute to reducing
freeway capacity demand from still higher levels. SEMLOG's RideShare
program matches passengers with 19ke origins, destinations. and work times
te encourage carpooling, RideShare s aiso MDQT's local representative
for the MichiVan vanpool leasing program. Combined with soms of the major
transit corridors discussed above, the various vanpool routes fncrease the
efficiency of the existino freeway system and warrant further development.

The 2 existing vanpool routes were cateporized into the gight transit
corridors defined previously and summarized in Table 4, The I-96 corridor
is the most hegvily travelled., followed by I-04 West, and the Woodward
corridor. The top twe corrideors reflect the suecess in forming vanpoois
from Ann Arbor and Western Wayne to Downtown Detroit and the New Center
area. The existing I-96 bus- service coupled with the high velume of
vanpoal trips result in the 1-96 corridor almost carrying a half freeway
lane of passengers, This makes the I-96 corridor approximate the I-94
fast and Woodward corridors {n impertance as a high-occupancy vehicle
corridor.

Tabie 5 shows automebile vehicle occupancy levels at seiscted freeway
locations based on @ 1985 SEMCOG survey. The AM vehicle cccupancies are
significantly lower, mostiy under 1.15 persons per car, versus over 1,20
in the PM. Yehicle occcupancies appear particularly iow a3t AM locations
within the City of Detreit. often also experiencing the worst congestion,
Morning trips are primarily work trips: afterncon trips include other trip
purposes as well. Putting this into perspective, an pccupancy level of
1.15 persons per car means that BB.2%.of automobiles on 3 freeway comtain
only one occupant, with just under 123 carrying two Or more oocupants.
aSduCIng LN1s propouri1an OT s:ngie QLCURANT dubURGD] (25 wall sadfili owal i,y
gxtend peak fresway capacity.
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Summary Assessment of Freeway Transit and Ri{desharing Experience

This section described and assessed the contribution of current transit
and ridesharing services in relieving freeway traffic congestion. Transit
service is currently provided directly on, or adjacent tc. 15 of the 21
fresway corridors being considered by the MDOT. Freew2y Reconstruction
project. Combined transit and ridesharing services carry an estimated
hal ¥ g freeway lane eguivalent of traffic on peak huur trips in three
corridors:

1. I-94 East. from Woodward east to the Macomb County line:
2. Woodward (ircluding the Lodge and Chrysler Freeways): and
3. I-96 corridor, from I-275 to Downtown Detroit.

SEMEDG's 2005 Public Transportation Plan endorses development of raiil
service in both the Woodward and I-94 East corridors. the two heaviest
corridors. The next section putlines additiomal strategies to further
enhance the potential for these transportation optioms to reduce the size
of freeway expansion programs. particuiarly where right-of-way acguisition
is expensive and socially disruptive.

ITransit and Ridesharing Enhancement Altermatives

Having assessed the current contribution of transit and rtidesharing
services in Greater Detroit freewzy corridors, this section reyiews
national experience as to the likely impacts of expanding such programs.
These strategies, impiemented singly., or in combination with freeway
widening can help to alleviate Tong-term freeway congestion, The specific
strategies examined ipclude;

1. Expanded carpooling and vanpooling programs:

2. Increased Tocal bus service area coverage and route density;
3. Increased Tocal bus service frequency:

4, Increased expreﬁg bus transit service:

5. Imitiation of iight rail service,

The review focusses on the ability of these strategies to attract former
avto drivers, particularly those in single occupant automobijes.

Ridesharing Encouragemart

Three Types oF vanpoois are discussea in this paper: emplover sponsored,
third party and owner opergted. While the first type of vanpool, employer
sponsored, s self-explanatory. examples of the Other types are discussed

"D‘Iw el mr mE e . oa o e TR oy I:.....,..t‘|.‘:”_ '||ﬂ "'l-ﬂ. ':""'":n P N e -y hﬂr:uh‘.ﬂ

of the H1ch1van Drﬂgram spensored by the State. MichiVans are Teased to
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the driver, who then recruits riders and charges & fare. Owner-cperated
vanpools are similar to the third party arrangement, but the van is owned
by the driver, -

vanpool s are most successful when the one-way trip exceeds 15 miles and
the pool's riders 2131 work on fixed schedules with similar start and stop
times. Vanpools aiso work best when the riders work for the same large
pmpl oyer, their home neighborhoods have inadeguate transit service, their
route to work is congested, or there are severs parking limitatioms at
their place of empioyment.

National studies have been dore to determime the effect of carpools and
vanpools on the existing street network. These studies found that the
majority of vanpooiers were previous carpoolers or transit riders.
Between 25 percent and 50 percent of the vanpoolers previcusly drove
alone.® The table below estimates the net vehicie miles traveled {YMT)
reduction for carpool and vanpool programs in an urban region of 1,153,000

empl oyees. 4

Larpool Yanpool
Peol participation rate 2.5% 0.5%
{new poolers only)
Average work trip length 16 mi. £5 mi.
Average occupancy . 2.9 11
et YMT reductian . 445, 600 211,400
(arez employment of 1,153,000} :
Proportion of program-VMT reduction 68T 32%

A discussion of the Detroit ridesharing program appears in 2 previous
section.

2 Traveler Response to Transportation System Changes, Barton-Aschman

fescciates, 1nc., U. 5. Department of Transportationr, Juty 1881.

4 Ibid
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Bus Routing/Coverage

Changes 1n Tocal bus routing/coverage can take on severa) different forms,
These include: '

1. Introducing service where no service presently exists
2, Mzjor system-wide extentions arnd addition of bus routes

3. Extensions or additions to individual, primarily radizl, bus
reutes to serve new development

4, Initiation of special purpose routes which comnect high
unemployment areas with major suburban employment areas: and

5. Restructuring system to ratfonalize service -- reduce circuity
and the number of transfers, provide cross-town and express
Tines.,

From national studies, some general conrclusions about bus reuting/coverage
increases can be made. New bus routes take 1 - 3 years to reach full
patronage potential. The new or medified bus routes must relate to

the Toral travel patterrns and ail other glements of the transit system.
Usually, the mzjority of riders will come from within 1 ~ 2 blocks of the
rovte., New cross-town rouvtes #ppear to attract mainly existing transit
users.

Coverzge in new areas is hard to predict because of its close ties to
local development and travel patterns. Summary figures for predicting
increases in ridership appear to show that for every 1% increase in
additional _bus mile of service, there will be 2 0.6 - 0.9% increase in
ridership.5 The greatest potential for ridership increases are ip the
subyurbs and during off-peak times.

Unfortunately, the above factors indicate that bus routing/coverage
changes will yield reiatively smal! changes in VYMT. Table & {in the
appendix) shows statistics for systems in North America that have made
comprehensive system expamsions and indicates their service elasticity.
(Service elasticity is the percentage change in midership observed or
expected in response to 2 I parcent change in sarvice, normally described
in terms of bus miles operated,) Tabie 7 (in the appendix) shows the
impacts of transit service expansion on traffic volumes,

Ibid



Transit Scheduling/Frequency

This technique differs from the previously discussed bus routing/coverage
technique n that it does not consider large system expamsion, It does
consist of making schedule changes to increase the level of service or
*fine tuning® the schedvle to make service more attractive, - More
spacifically, thisz technigue includes the foliowing:

1. Incresses in service frequenty
2. Lengthening service hoturs

3. Rescheduling departure times to better accommodate work shifts
or make transters easier, and

4. Increasing service reliability -- decreasing pessenger wait time

or annoyance,

In some instances, this technigue could involve very minor changes to ares
coverage or routing,

Frem national studies. it was generally found that 1 out of 2 new riders
were preyious avto drivers. Service elasticity for headwsy changes was
found to be -0.5. Thus, for every 1% change in headway. a corresponding
0.5% increase in ridership couid be realized.®

Edditionally. it was found that this technique worked better in areas
where sarvice was infreguent. [t appears that upper to middle income
individuals tend to be more semsitive to frequency changes rather fare

changes, LlLower income individuals 1in areas considersd to have good .

ceryice appear to be most sensitive to fare changes.

The table below shows changes in YMT for selected cities where & 25%
aregwide reduction in headways was modeled./ Unfortunately. the results
were Tow when compared to other technigues.

WEFKDAY AREAWIDE PERCENTAGE CHANGE

Transit Rides Auto YMT
Denver : +21.0% -, 42
Fort Worth +21.6 =0.3
San Francisco +1B.3 -2.0

Table 8, in the appendix, shows the change fn work trip mode share for
various changes in headways and fares.

& Ibid
7 1bid



Express Transit

Different technigues of express transit include cperating:

1. In separate roadways (HOV lanes - discussed in a separate paper)

2. In mixed f'If.:u lanes with exclusive ramps or bypass lanes

3. In arterial mixed flow lanes

4, In HOV arterial lanes

This technique is uswaily accompanied with incresses in frequency and
coverage, To be successful the corridor under consideration must be
experiencing 1ong person trips with significant demand at both ends. The
service also reguires a high volume of people with the same genera2] origin
and destimation and usuzlly operates in the peak period in the pezak

direction. The below table shows the shift in mode for two areas.B

Seattle
all express routes
park/ride express routes

local routes

Minneapolis
gXpress routes

local routes

8  1bid

N

FRIOR MODE
AUTO
AUTD DRIVER  PASSENGER TRANSIT
10% 6% 753
54 11 35 .
7 5 88
38 10 52
34 17 49




The tatle below shows exampies of how much VMT can be reduced by use of
this technigues.b

x

HMean of Hiagh

: Low Impact 7 ceses Impact

Daily express bus trips 150 450 - 950

Number of buses required 63 188 296

Weekday auto VM7 reduction 26,523 80,769 170,518

Weekday express bus ¥YMT 3,000 9,000 11,085

Ecuivalent weekday ¥MT reduction 2{.323 £2.769 418,345

Percent reduction in: 1.93% £,93% 14.1%

Work trip YMT to and from CBD

Regional work trip YMT 0.29 .89 2. 11

Total amnual YMT 0.18 0.31 0.74
Rajl

Rail, whether heavy or 1ight, has been debated in the Detroit for a number
of years., In the present Public Transportztion Element of the Year 2005
{ong Range Transportatiom Plan, the Southeast Michigan Council of
Governments proposes the construction of two 1ight rail 1ines in southeast
Michigan. (ne proposed 1ine extends along Woodward Ave., from dewntown
Detroit to 11 Mile Rd, and the other extends along Gratiot Trom downtown
Detrojt to 11 Mile Rd. in Rosevilie. These two light raiil lines were
viewed as assisting in relieving existing and future traffic congestion
along several Detroit area travel corridoers by providing an alternative to
attomobile travel,

futh heavy and 1ight rail facilities have been instituted in severdl other
metropol itan aress of the United States. The three rail facilities looked
at this paper include: '

1. Metrorail in Washington D.C.

2. the San Diego Trolley
3. BART in the San Francisco bay arez

Metrograjl <{heavy rail) began operation in 1976, In 1981. when &
before-and-afier study was published, 31 of 2 plarned 101 miles were open
and approximately 260.000 ridars were being served on 2 dafly basis.
Comparing transit ridership and traffic velumes before-and-after ocpering
the following statistics were reveaied and attributable to the rail

ceryice:lD

5  Ibid

TTota Thonr T P Metpae-it . Tesost Theoeac Gpbert T, Dunbhy

- -

S ber T E. Griffithe, September 1981.

i1
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* dajly bus ridership dropped 23.0%

* daily auto-person trips dropped 8.3%

* daily avto-driver trips dropped 7.6%

* daily avto traffic dropped 5.0%
The foilowing peak period statistics were reported;il

* auto-person trips dropped 4.2%

*+ auto-driver trips dropped 5.93%
The San Diege Trolley {1ight rail) began operation in 1981. The line is
15.% mites lenoth with daily ridership reaching approximately 16.000
persons in 1984, A 1984 evaluation study could not Tink any changes in
the area's traffic volumes to the trolley operation. The following
statistics were citeds;iZ

* 30F of all trelley riders previously used a car.

* 23.8% of the riders previously drove a car.

* §.0% of the riders previously were auto passengers.
BART. the 71-mile San Francisco Bay Arez Rapid Transit System, began
passenger service in 1972. In a 1979 evaluation study, daily ridership
was stated as 140.000 passenger, trips per day. BART's ridership and
impacts fell short of predictions. Changes to regiomwide traffic were
minimat. In defense of the system’s planners. BART was designed to avert
future traffic congestion, not existing. The evaluation report states
that it appears this was achieved. The foilowing statistics were
reported:l :

* BART caries 2.4% of all areawide trips.

* 31% of BART's trips were previousiy transit trips.

* 392 of BART's trips were previcusly auto trips.

11 1hid

-

+¢  35an Piego Troliey: ‘ihe First Three Years, San [iegd Association of

Governments, Hovember 1854,

i D Tiwes Tioe ¥earcr Trangportation and Teaeel Tmnacte o 21 degade

14

Sherret, April 1579.




In a1l three examples, the initiation of rail service was not intended to
solely relieye congestion but to provide a means of increzsing averal 1
person trips in the area, While traffic volume decreases were minimal,
the presence of rail service aliowed individuals to make trips that
previously they were not able to make. Alse, the new rail service may
have delayed the necessity of providing additional capacity to the area‘s
freeways by providing an alternative. This was especially realized in the
San Francisco area.

fotential Role of Transit anrd Ridesharing in Freeway Reconstruction

This paper examined both the current and potential future roles of Greater
betroitts public transit and ridesharing services. Current transit and
ridesharing services operate fn 15 ¢f the tri-county's 21 freeway
corridore under study. Combined transit and ridesharing services carry
the equivalent of over a half lane of peak hour traffic volume in three
corridors:

-1. I-94 East, from Woodward east to the Macomb Ehunty 1ine;
2. Woodward {inciuding the dege and Chrysier Freeways): and
41, I-06, from I-Z275/M-14 to Downtown Detroit.

A wide variety of strategies can be implemented to further enhance the
role of public transit and ridesharing programs in relieving long=term
traffic conpestion. Those strategies include increasing ridesharing

. promotion (particularly when combined with the deveiopment of high-
occupancy vehicie lanes), increased local area bus route coverage andg
density, increased frequency of Tocal bus seryice, expanded express
transit service, and new light rail service. These strategies,
jndividually. or in combination with freewazy widening and interchange
improvements constitite an effective freeway improvement program.
SEMCDG's 2005 Transportation Flan is on record as endorsing devel opment of
1ight rafl service in both the Woodward and I-54 East corridors.

Thiz paper examihed the ability of various transit improvements to reduce
area-wide VMT and attract former auto drivers. The overriding goal of any
of these strategies is to witimately reduce the number of required lane-
miles of new freeway construction. Local network traffic projections will
be reguired to determine how much each transit and freavay improvenent
strateqy will reduce congestion, and whether trgnsit or high-occupancy
yehicie lane implementation will reduce the required lane-mites of ngw
fragway construction.

i3




ceter s T

9
2
g
3
z

APPENDIX

TABLES AND FIGURES FOR

THE PUBLIC TRANSPORTATION ROLE IM GREATER DETROIT FREEM
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Route
Na.

560-561
580
§10=-615
530-535
620=-625
630
635

20
27
38
43
47
810
820

17

470-478
480-438
710-718

760

TABLE 2

Description
Nama

Buchanan

Elairmount
Crosstown

Grand Belt

Michigan
Taylor/Detroit
Michigan Avenue
Hestland=Cherry Hi17
kHestland-Ford

Wast] and=-Karren
Ford Rd, Park & Ride

Buchanan
Cadiilag=-Harper
Clairmount
Crosstown
grand Belt
Gratiot

Mack

Yernor

Warren

Haves Express
Gratiot

Harper
Kercheval ~Mack
Schoenherr
Charievoix
Jefferson
Jafferson Ltd.

Grand River

Joy Road

Fl ymouth

School craft

Tireman

Livonia Park & Ride

Farmington Park & Ride

Eight Miie
gerkiey
Farmington Hills
Nine Mile

;HEiT: e | =

Roseyille-Troy

16

SMART and DDOT Routes Serving &reater Detroit Freeway Lorridors

Service
Typs

DDOT Leogal
BoOT Lexeal
DDOT Local
DBCT Locai
PIOT Local
SMART Local
SMART Local
SMART Loca]
SMART Loczl
SMART Local

SMART Express

pDOT Local
LOOT Loeal
BDOT Local
0DOT Logei
DPOT Local
DDOT Loegal
DDOT Local
ODOT Local _
DDOT Locail
ODOT Express
SMART Local
SMART Local
CMART Local
SMART Local
EMART Local
SMART Local

SMART Express

DBOT Local
0DOT Local
DROT Local
pDOT Locgl
DOOT Local

SMART Expres:z
SHART Express

ppoT Local

SMART Local
SMART Locatl
SMART Local

PR

-
™MART Loeal

Sep
Figure
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Fresway
Grouping

Fisher
Fisher
fisher
Fisher
Fisher
Fisher
Fisher

Woodward
Woodward
Woodward
Woogdward
Woodward
Wooodward
Woodward
Woodward
Woodward
Hoodward
Woodward
Wootdward
Woodward
Woodward
Woodward
Woodward
Woodward
Hondward
Woodward
Woodward
Woodward

M-39
M-33
M-38
M-39

Bavison
Cavison

Rouvte

No.

3

18

28

110
125-130
150

830

10

12

18

23

26

29

36

38

40

44

52

53

72

78

410

430
440-450-460
445-455
470-479
495-498
851

TABLE 2

Descriptian
Rame

Baker

Fort .
Lafayette-Green
Jefferson/Biddle
Fort St
Taylor/Detroit
Downriver Park & Ride

Chene

Conant

Fenkel 1

Hami] ton

John R. North
Limwood

Dakl and

P1 ymouth

Russel]

Second

Wondrow Wilson
Woodwa rd

Dexter Express
Imperial Express
Soutkfieid-Detroit
{lawson

Woodward
Wopdward Limited
Berk]ey

John R

W. Bloamfield Fark & Ride

Greenfield
Schaefer
Southfield
Evergreen

Caniff
Chicayo=-Day ison

17

SMART and DDCT Rotrtes Serving Greater Detreit Freeway Corridors

Semyite
Iype .

DDOT Local
DDOT Local
DDOT Leczl
SMART Local
SMART Local
SMART Locz!l

SMART Express

PPOT Local
pDOT Local
DDOT Local
bDOT Locai
DROT Local
DDOT Local
DRCT Lecal
DDOT Express
DOOT Logal
DDOT Local
DooY Local
DDOT Local
O0DT Express
DBOT Express
SMART Logal
SMART Local
SMART Locai
MART Express
SHART Local
SMART Local
SMART If_xprass

pDOT Logal
OD0T Local
GBOT Local
RODT Local

BrOT Local
O00T Local

See
Figure
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Table 3
Peak Period. Peak Direction Transit Riders by Freeway Grouping
(Sorted by "Diverted® 1 Hour Ridership)

e it

oy Diverted Totai 4 %
G Freeway No, of 1 Hour 1 Hour Diverted  Lane Capacity
: Grouping Routes _Riders Riders Ridars Saved
%f I-24 E 17 1.224 3.475 35.2 © 8l.2
3 WODDWARD 21 1.148 3.580 32.1 57.4
g Dther Routes 25 o9di 3,048 30.8 47.1
__%: 1-85 7 812 1.617 50.2 &0.6
E FISHER 7 612 1.255 48.8 30.6
5 1-94W 11 590 1,337 44,1 28.5
- M-39 3 . 225 £10 27.8 11.2
ff%} 1-696 5 116 438 26.4 . 5.8
Z.  DAVISON 2 __ & 298 77 .8 4.1
3 Corridor a7 ~ 5.750 15.857 36.3 N/A
- & Notes:

1. "Diverted 1 Hour" riders are those who we estimtte have a car availablie to make
their trip but elected to use public transit. Their proportian of "Total 1 Hour
Riders® is shown two columns to the right umder "% Diverted Riders“. This
percentage is based on household availability percentages found in two reports:
{a) SEMTA Transit User Survey = 1887, June, 1887 and (b) 3EMTA. Office of
Marketing and Planning: Project 831 -- Analysis of Transit Yser Characteristics

and Travel Patterns, Jume I982.

mppmadiiie,

2. In computing "% Lane Capacity Saved®, it is assumed that a freeway lane tarrigs
2000 vehicles per hour. The purpese of this column is to-illustrate the degree to
which corridor transit routes are repoving traffic from a lane of freeway.

3. Peak hour, peak direction ridership data taken from SEMTA, 1986/1887 Update of

Title VI Asses:ment for Capital and Operating Assistance. As & resuit, the count.
of routes and ridership do not include [-=DOT's route "60-Evergreen™ and SMART's
route "760-Roseville/Troy". imlemented after this repert was published.

4, Some routes may be counted twice, because they serve multiple corridors {i.e.
1-04 W and I-94 E freeway groupings}, but ridership is allocated to each corridor,
so ridership is not doubled-counted,

5. "0Dther Routes® refers to all other routes not operating near ong of the Z]
freeway corridors examined in this project.

ig




Table 7
Impacts of Transit Service Expansion on Traffic Yolumes

‘Average
Equivaient
Annuai Yehicle Eguivalent
Annual Trip Miles Percent T
VMT Length Reduced Reduction L}ﬁ«,p‘ﬂf"
Location millions}l (miies) (thousands)? __ in VMT VIT‘-'*T# i
. E\r e !
Seattle, WA3 7,183 3.5 4,440 0.06 R
Miami, FL3 5,917 3.5 13,987 0.24 AL
Portland, QOR3 : 4,299 2.5 5, 644§ 0.13
San Diego, CA 3 6,928 3.0 £,517 0.08
Avarage for Larger Cities 6,075 7.397 0.13
Madison., WIs 1,224 2.5 1,546 5.13
Fugene, OR 3 628 2.0 1,361 0.22
Rateigh. NC3 1,156 2.0 -201 -0.02
fakersfield, CA3 709 2.5 444 0.06
Bay City. MI4 367 1.5 -338 ~0.09
Greenville, NC4 9% 1.5 -134 -0.14
Average for Simaller Cities 697 445 0.03

1 Based on 1672 DOT National Transportation Study
rd Assuming one bus-mile = two equivalent passenger-car miles

3 Percentage increases in bus miles of seryice and ridership faor
these service expansions are provided in Table 6.

4 Hew transit system

Source: Traveler Response to Transportation System Changes, Barton-Aschman

Associates, Inc,. Jduly 15EI1,
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QOFFICE MEMORANDUM-

oz

ste: February 15, 1991
TO: The Highway Steering Conrmittes
FROM: G, R-cbzrf -Adams. [nterim Director

I
SUBJECT: Greator Dewuit Afea Freoway Rehabilintion Recommendation

The Department has Wl.l'.ii'ktd coaperatively with the City of Dewoit, Wayne, Cakland and
Macamty Counties, the:j Detrait Department of Transportation, the Suburban Mobiity
Association for Regional Transporrznon {SMART} and the Sovtheast Michigan Councll

of Governments (SEMCOG) in developing the (Goals and Actions for the Greater Deroit
Area Freeway R:ha‘nﬂ:ilh:m‘nn {(GDAFR) program.

It
The prelimipary cost for rehabilitation improvemenis to the frecway sysim during the
— ~gaATdiate tme period (1991 - 1998) is estimeted to be berween $1.4—and-td-bitiiom—

s includes sdding capacity to 46 lene-miles of frezway. lmprovements cansist of werk
alopg all eight freeway, corridors, ranging from short-ierm maintenancs to complets
reconstruction. I addition, SEMCOG, through its Long Range Trensportation Plas
~'pdate process, will be estwblishing corridor priorities for intermediate snd long-range

icunsu'ucﬁcnf:apadwjifnpmvemenu. Draft study recommendatdons for the immediate
period are scheduled f?ir latz spring, wish the §inal plan released in late 1991

The policy mmmilt==1 !fnr the GDAFR program has chosen the .54 Cerridor, from
Wyoming Avenue in Detroir to 13 Mile Road in Macomb County, as the corridor of
highest priotiyy. A chmbination of age, pavement/structuve deterioration and taflc
vojumes are [actars wh.iich make this corridar wp priority. It mens MDQT'S attention
now, Tather then weiting for final recommendations for the emiire greater Detroit arsz.

Therefore, ] am recomupending that work bepin immediately on the 1-94 Corridar Study-
‘The study should iﬂcl;ci'll‘: the {ollowing:
1. Dw:iupﬁ:fcnt of study crganization/pargeipation process
2 Detﬂrmiriiaﬁun of capacity/eccess pecds
3. Fca.sfuﬂi:ijrl of high-occupancy lanes and/or wansit integranon
¥

4, Scheduling of consiruction segments within the cormidar
I

L

Deveiopment of a strategy for roaintaining mobility during GOQSIruction
i :
i

K
L
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*vighway Steering Committes
\ruary 15, 19'5'1

P . wO

SR = S

All possitle consideration should be given ta expediting this process 1o spable the majority
of this facility to be rehabilitated and open 10 traffic by 1998 1
prruction i : jon for this 20-mile

ral]l cost of recounsTTuchon roughly estimated at 5600 mﬂh:u:l
E:n:::; therefore, it is|suggestcd that MDOT pursue [-4R discrzuonary funds 10

reconstruct Whis facility and that $15 mifion be approved for the ecomdor study and
preliminary engineering. .

Intenm Birector

Arigehments i

BTP/GIIDEGHhP
e R. Kirkbirde
y WL Hartwig
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Minuies !
February 22, 1881
Pege two

Gregter Detr::‘rthbwea Freseway Fehshilitatior] Secommendatan

Lou Lambert Féllﬁﬂ"‘tﬂd tmat the policy committes for the Greater Detroit Area Freeway

Rehabiltation pregram has chosen the 04 carrider, from Wyoming Avenge in Detron

1o 13 Miie Hc:adﬁn Macomd County, 25 the comider of highest priority,  Approval from

the HEC was rglgquired to praoceed with the preliminary sngineering and corridor stwdy.

Astion: Th|F HSC apprcwed 1.5 million nesded for the comidor study and
preliminary engineering and scoping. The HSC requested the Bureau of
Transportatnn Pianning report Back in three months to the HSC as to the
prcgrass made on the project

Ambassadar Blrildge Welcome Center

Charies Jannen |preser1ted the HSC with the finai schematic design for the Ambassadar
Bridge Weicome Center. Manty Narris reporied the status of the right of way. The
department has purchased all right of way with the exgeption of three parcels,
Commadies Expert property, 2 residential parcel, and the bridge property. The
depanment has received requests from the locals to provide access to the welcoms
center from Eagiey Road and to have input into the type of weicome center buill,
inzfuding what | '5ervices would be pravided. Due io the many requests from the locals
and tie casts involved, med proposed tuming the project over to the

lmgals. ‘ i

Action: The HSC directed staff to proceed with right of way agquistion for the
resldermai parcel to the pairt of condemnation.  Since it was the irtert of
the department to corstruct a8 radiional welcome certer and the locals
have requested a different approach, the HSC agreed not {0 proceed any
fur‘ther with the Ambassador Bridge Welcoms Certer. The H3C requested
ﬁ'iat s letter from Director Nowak to the Commission be prepared
requesting to change the focus 1o the jocals or privatization. L.ow Lambert,
Chuck Sweet and Charles Jermett will prepare the ietter with Bursau
appruvaj The HSG stated the pedesirian bridoge would proceed. The
convact for design of the welcome certer is to be closed out, the testing

for contaminated sof is to be discontinusd,

Wod



05/11,2001 G&:d9 FaX ZILESTITI g U

|
| GREATER DETROIT FREEWAY REBAETLITATION
i STUDY ISSUES

Issue I: |Economic Development

A, Metropolitan ajrpert Access
L Metropolitan 3ilrpert has experienced tremendous
growth with emergence of the hub operatiasn of

. Northwest Airlines. The twe I-94¢ Interchange

HE improvements (Middle Belt and Merriman) under

! design by MDOT, the newly approved Viming/I-94
Interchangs and the proposed South Access Road
from Bureka/I-275 all regquire funding to pruvide
the needed zcocess,

i ——

1 . petrolt City Airpoyt Access

¥ The City of Detroit has plans to expand this

E! airport. It is expected that I-94 improvements
N wi}l be needed, and that the city will present
;i this need separately.

i : , . .

o Equitakle distribution of available rescurces on
il the basis of populatian served,

;|

iD.  Identificatien of octher criterion to .be used in

ranking process such as consistency with
econumic development plans of a community.

em Hoan

the over availability of water and sawer
service, flat topography, lew land costs and
cother factors have resujtsd in 2 regiocn of low
"population density with complementary centers
and sub—centers. The metropolitan freeway plan

(E.  The extensive freeway and theroughfare system,
1
|
|
should strive to minimize wurban sprawl.

v

Issue II: iSocial/Envircnmental
' Tail systams en Woodward and on Gratiot. About
30% of Detruit's population does not have aceess
te a car.

s
|
gT. Federal funds should be used to develop fixed

1
. The yoal should be to achieve z balanced mix of
| transportation cheices that will reduce the
il percentage of the urben arez devoted to
4 transpcrtation,
|

il
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Issue IV: ;Fapacity and Safety

Issue V:

_;_;;;;;ﬁ_;;;_h;;L;:ijfL.“
L]

1
A.
B

%

.

Standard rfor designating freeway Eegmants
capacity deficiens,

Standard for designating freeway safety
deficient.

improvement ¢f the interface or exchange of
traffic of the freesway interchanges with the
lecal rozd network. :

Inprove ingress and sgress including the merging
areszs,

Impreve other opeyational characteristics such
as lighting, sigmals and median barriers.

The additional number of lanes rroposed to be
added to the Detroit freeway systenm to reash
Level of Service D in the year 2010 is
unrealistic. Implementation of Level of Sarvice
D wauld reculre another massive round of
Eroperty acqguisition and residential and
business dislocaticn. The end result would be
permanant economic and social damage to Detroit,
due to the loss of jobs and property snd income
tax Tevenue and neighborhosd disruption.

where freeway capacity deficiencies exist,
consideration should be given te the improveament
of parallel surface routes or freseway transit
lanes, rather than the construction of
gdditional traffic lanes on the Ereevay. The
Clty is interested in the nse of fresways for
transit or High Occupancy Vehiclas (HOV'is),

We believe, that vherever possible and no
countervailing elrcunstances exist, continuous
service drives should be provided.

ﬁ::ess

Inerease the number of interchanges to reflect
the dramatic changes in land uses -- from rural
t¢ urban freeway design.

Ramp spasing and ramp geometrics should be
reviewed, to determine vhere more ramps may be
needed, excess ramps eliminated, or existing
cbsolete ramps redecigned.

| LB
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Issue VIi:

EFrEEway ADpe=arance

Issue VII:

ITgoue VIII:

AL

L I

The I-854 Freeway in its length from Metropolitan
Airport inte the City of Detroit establishes a
percepticon or image of the City, *he County, and
the state fur ecastbound travellers, especially
those inbound from the zirpers. This iwage, due
to the present visual impact of the ITeeway, is
very negative. Ford Motor Conpany has
specifically drawn o our attention adverce
comments of its visitors.

Develop alternative sources of power for storm
water pump houses or sTations to reduce .
floeoding.

More State funding to increase the frequency of
clean-up operaticns to deal with the
accumulation of debris on a day-to-day ba=is.

EI}“inancial
|

The Creater Detroit Area Freeway FPolicy
Committee should address the need for new
financial resources early in the planning
Frocess. :

Fedarzl funds should be pursued to develop fixed
rail systems on Woecdward and on Gratiot. A
significant share of Act 51 funds should also be
avzilable for transit improvements.

& larger share of federal support (two—-thirde
surface with %0% freeway) should be available

for those surface street improvements which help
reduce freeway cengestion,

Approval
Adeption of overall goals and objectives.

Criteria for designating freeway segments
"deficient.®

Ll e
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E GREATER DETROIT METROPOLITAEN FREEWALY FLAN
! ISSUZE LFFECTING THZ CITY OF LDEDHAIT
:
- i
|
C
I. Reglonal Develcpment Considerations

The Detroic metropclitan area is an exeellent example
af an "urban sprawl" development pattern. The exten-—
i

vae freeway and therpughfare system, the over availa-
L

bility of water znd sewer service, flat topography, low
iand e¢osts znd ccher factors have resulted in a regian
of low population density with cwmplementary centers
Ii‘ i

ant Fub-centers. Most area resicents rely on the

|1

%ltmmabile for their ctansportation needs. An over-

built freeway system <¢an exscerbare the wituztion by
‘1

fgkilitating the development of outlying areas, making
i? casy for residents and businesses Lo abandon in-
place infrastructure and faeilities for & new lucation
ati the edge of the urbanized area. Massive public and
privare costs, both soelszsl znd economic, are incur-ed
tol develep these areas to the derriment of establiished

cilties and suburbs. The metropelitan freeway olan

should strive to minimize urban sprawvl,
|i.

L]
-
.

Loeal Development Considerations

| | : :
The ity ¢f Detroit has a dispropartionate share of
ﬁichigan's clder freeways:; at this peint in time, these

freeways reguire epxtensive maincenance and upgrading to
T

L P R
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:gcurrent standards. The addicicnal number of Lanes
}Sp:upased te be added to the Detroit freeway zystem eo
:érea:h Level of 5erv§ce D in the year 2010 is
Egunrealistic. as sugéeated in your report of July 28,
}:1985. The addition of three or four lanes to the
;éﬁnuthfield and Fcrd'Fraeways in each direction would be
; cumparabl& ofa] add;ng 8 second parallel freevay in gach
i carridor, Implementat;cn of Level of Service D wald
1require anﬂther massive round of property acquisicion

and residential and buginess dislocation. The end

result would be permanent economic 2nd smeial damage to

EDetrDi:. due to the loss of jobs and PIreperty and
glncame tax revenue and neighbcorhood distuption.
. Fyrther, EGUthfleld Rnad traffic is, in large part,

:thraugh movement, with neither origin or destination in
1.

ithe City of Detvroit, The addition of & to 8 more

Ifreaway lanes withipg ‘this corridor would he a great

!hu:den for Detrait o baar.
z
g
A '
;SYEEEM Capacity Defisiencies

Hhere freeway capaci ty deficiencies exist, considera-

utlan should be given o the improvement of parallel

lsurface routes or freeuay trangit lanes, rather thanh

5t
Vi

ithe construction of additional rraffic lanes on the
H|
‘Ereoway.
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iFor example, traffic eorridor studies should be ysed to
i

'evaluate Forc Freeway improvements in relation to
.;lmprcvements of major surfage strests Such 2= Warran
Hand Harper. 1In additicn. a lareer share of Federal
”ﬁupport {two—thirds surfa:e with 40% freeway) sheonld
wbe availlable for those surface street improvements

)
;Fhlcn help reduce freeway congestionm.
I

!Ene City is interscted in the yse of freeways for

W
kransit or Bigh Cocoupancy Vehicles (HOV'=}. However,

L is current City pol icy that one end of 213 such

L

i

L,

3

itransit routes Se loegred within the Cencral Business
|

i

‘District (CBD}. Federal funds shoyld be used tm

s
idevelup fixed rail systems on Woodward and on Gratiot.
?q significant share of Agt 51 fynds should alsg be

o, L
E:‘lwa;lable for transit iamprovemencs. Rbout 30% of

1 i
?Etzcit’s Population does not have gecess Ed & ¢ar, In

édditian, Detroit's elderly wmopulation is large and
gh51r relisnce on transit is greater, The gmal shougld
ﬂe to achieve a balanced mix of transportation chaices
fnat will reduce the percentage cf the urban ares
QEvnted Lo transportation.
-
H

Hew Technology

s
Bgﬂ systems to increase thke capacity of freeways such
|

a5 Surveillance Control and Driver Information {SCAWDI]

gl 1&
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Plan Feguirements for the {isv of Detrcit
= &

Tﬁe City of Detrait is prepared to develop and will

sﬁppart % plan that has the following gharacteriszies:

1, The plan should recognize the need for a balansed

[} rtranspurtiticn system :that serves Detrojt

residents.

2. The plan snould nov goncribute to the loss af
] . . .
! popwlation and 1obs by Derrzit,
i )
3:‘ The plan should protect the economy and tax bose
5; of Detroit.
! -
4.1 The plan =hould minimize neighbarhood disrupticn.

I

5 The plan should inclyde realistic funding
!
' privrities for freeway maintenance and

| rebabilitation., cpnstruction, and other

¢ srtanspoTtation modes.
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GREATER DETROIT AREA FREEWAY PROGRANM

y | IMMEDIATE PERIOD
{THRU 1957

NEEDED CONSTRUCTIGN WORK

Roadways
—_—
Empmeres KECCUSTAUGEION b WIbEMING
@ AKCOEFTRVETION OR RESUNPAZING
DIX-23 rwmr oyvenent Uig;
SR INTERIR ovERLaTs
(A=1D yamr pavesant Lify)

inkerchances

= REPTAISH ¥ WECUNSTAUCTION
e ar wldan rpaba)

ALECMNETRULTION OO REWUERFADIM-

7
O WEW AGCEER
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mmnmmwmmmw PLATNNING, MIFIT (e anw
I ' .



OGS-11l-2001 Q8: 418 Fll.l SAIEEZATED ML L

|
GREATER DETROIT AREA FREEWAY PROGRAM

b | IMMEDIATE PERIOD
(THRU 1997}

RECOMMENDED CORRIDOR STUDIES

MACOMB

LEGEND

STUDY, AEFITN &
BT syt ConsTRURTLON

@ 3TunT & DERINE
C::) ETEDY ONLT

D8
'L‘_‘_

plET e Ly

BEPARED EY:DETIA BUEEAD CF TRANSFORTATION PLANNING. MDOT (D549 R
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