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Chapter 1: Introduction
Grand River Avenue is classified as an arterial highway that links the communities of Brighton,
Brighton Township, Genoa Township, Green Oak Charter Township, Oceola Township, Howell,
and Howell Township in Livingston County in their business, educational, social and recreational
activities. The corridor is characterized by growing traffic congestion, increasing safety concerns
and continued commercial, industrial, residential, and office development of land adjacent to
the corridor. A majority of the congestion and crashes experienced along the corridor can be
attributed to traffic conflicts associated with the location of driveways. Increasing traffic
volumes and development plans threaten to worsen existing problems.
Therefore, the corridor communities along with the Michigan Department of Transportation
(MDOT), the Livingston County Road Commission (LCRC), and the Southeast Michigan Council of
Governments (SEMCOG) have developed the Grand River Access Management Plan. This plan
provides a cooperative and coordinated approach to access for planned and existing
development along the corridor.
In total, the study portion of the Grand River Avenue corridor is approximately 17 miles long,
traverses seven communities, and falls under the jurisdiction of the Michigan Department of
Transportation (MDOT). The Livingston County Road Commission (LCRC) is responsible for
maintaining most of the corridor except for the sections of roadway that are maintained by
MDOT and the City of Brighton. One of the purposes of this study is to help coordinate access
decisions between MDOT, LCRC, and local governments to ensure consistent application of
access management within all affected communities. The goal is to improve motorist and
nonmotorist safety, preserve the carrying capacity of the roadway, protect public investment,
and enhance the overall aesthetic character of the corridor.
The study area extends the road right-of-way of Grand River Avenue and focuses on access to
non-residential frontage properties. As discussed in this report, this portion of Grand River
Avenue is referred to as the “Grand River Corridor” or “Grand River Avenue.”
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Access Management Plan Area

Overview of Corridor Conditions
The Grand River Avenue corridor parallels I-96, extending from M-59 on the west to Kensington
Road to the east. Beginning at M-59 heading east, Grand River is a five-lane facility through the
City of Brighton, except in Downtown Howell where it narrows to two lanes with a center twoway left turn lane. The roadway is four lanes over the bridges spanning US-23 and primarily two
lanes east of US-23 with turn lanes at specific intersections.
The corridor contains a diverse range of land uses including residential, office, commercial,
industrial, government/institutional and public uses. The corridor varies in character from
urban to rural. On the eastern end, the study area ends at Island Lake Recreation Area and
Kensington Metropark. More detailed discussion of the land use, access, and crash conditions
of each segment of the corridor is included in each community section.

Preparation of This Plan
The recommendations in this study were developed from a site-by-site review of the corridor
that considered access, crash data, site design, land use (existing and planned), zoning, and
topography. They consider the standards contained in the MDOT Access Management
Guidebook, other publications and research supporting access management. The collection of
research available on access management, which is summarized in the MDOT guidebook forms
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a solid base for recommendations to reduce the number of driveways and promote the benefits
of access management.
To coordinate input from each community and various agencies, a Steering Committee was
established to oversee development and administration of the study. The Committee consisted
of representatives from each community, LCRC, MDOT, SEMCOG, and Livingston County. This
group acted as the technical review and coordinating group and facilitated communication with
elected officials and the public.
Development of this study also considered input from the public. Meetings with the public and
corridor communities and agencies were conducted throughout the process. The key public
meetings were open houses held at Genoa Township Hall on September 15, 2011 and June 21,
2012. The meeting began with a presentation on the benefits of improved access management.
During the first public meeting aerial maps of the corridor were displayed to collect information
from local residents to help identify issues along the corridor. Comments by the public, local
officials and agency representatives were written on the maps at areas of concern. This
information was considered and incorporated into the plan recommendations. At the second
public meeting information collected from the first meeting, as well as drafts of the plan
recommendations and concepts for study intersections were presented.

Operational Analysis
High crash locations along the corridor were identified using SEMCOG’s High-Frequency Crash
Locations database for 2008-2010 data. This method ranks locations by the number of reported
crashes for three years with frequencies listed in descending order.
To assist SEMCOG, Parsons Brinckerhoff was tasked to conduct the traffic operations analysis
for selected intersections along the corridor. The following sections present the findings of this
analysis with the full report included in Appendix A. The nine study intersections include:
• Grand River Avenue at Walnut Street, Howell
• Grand River Avenue at Michigan Avenue, Howell
• Grand River Avenue at Catrell Drive*, Howell/Oceola Township
• Grand River Avenue at Latson Road, Genoa Township
• Grand River Avenue at Hughes Road, Genoa Township
• Grand River Avenue at Challis Road, Brighton
• Grand River Avenue at Church Street, Brighton
• Grand River Avenue at Old US-23 Hwy, Brighton Township
• Grand River Avenue at Pleasant Valley Road*, Brighton/Green Oak Charter Township
*unsignalized intersections
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Data Collection
Turning-movement counts were taken at the following intersections during the AM and PM
peak periods (7:00 AM to 9:00 AM and 2:00 PM to 6:00 PM) on a non-holiday work week in
December 2011.
•
•
•
•
•

Grand River Avenue at Walnut Street
Grand River Avenue at Michigan Avenue
Grand River Avenue at Catrell Drive*
Grand River Avenue at Latson Road
Grand River Avenue at Pleasant Valley Road*
*unsignalized intersections

SEMCOG provided traffic volume counts or average annual daily traffic (AADT) from a signal
optimization project which was performed in 2005. Parsons Brinckerhoff conducted 24-hour
approach counts at the intersections listed below, which were then compared to the 2005
volumes and increased accordingly. If approach counts were lower than 2005 volumes, no
change was made. The approach counts taken at the unsignalized intersections were also used
for the signal warrant evaluation.
•
•
•
•
•
•

Grand River Avenue at Hughes Road
Grand River Avenue at Challis Road
Grand River Avenue at Church Street
Grand River Avenue at Old US-23 Hwy
Grand River Avenue at Catrell Drive*
Grand River Avenue at Pleasant Valley Road*
*unsignalized intersections

A field review of the roadway facilities surrounding the project site was conducted to inventory
lane configurations, posted speeds, and traffic control devices. The traffic signal timings for the
signalized intersections were obtained from MDOT, LCRC, and the City of Brighton. Collected
volumes and signal timings can be found in Appendix A. Table 1-1 provides a brief description of
the intersections within the study area.
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Table 1-1: Study Intersections Inventory
Grand
River
Speed
Limit
(mph)
45
45
35

Side
Street
Speed
Limit
(mph)
25
25
25

Signal
Y
Y
N

Left Turn
Permissive
Protected
-

AADT
(2010)
15,200
15,200
32,700

Y
Y

Permissive Protected
Permissive

34,200
17,100

55
50

55
25

Grand River Avenue at Challis Road
Grand River Avenue at Church Street

Y
Y

NB - Protected
SB- Permissive
EB/WB Split
Permissive

37,400
22,300

35
35

35
25

Grand River Avenue at Old US 23 Highway
Grand River Avenue at Pleasant Valley Drive

Y
N

Permissive Protected
-

17,400
10,500

40
45

45
45

Intersection
Grand River Avenue at Walnut Street
Grand River Avenue at Michigan Avenue
Grand River Avenue at Catrell Drive
Grand River Avenue at Latson Road
Grand River Avenue at Hughes Road

The weekday AM and PM peak hours were analyzed for this study. Due to the distance
between the intersections, a uniform AM and PM peak hour were not used. Based on the
turning movement counts, the area weekday AM and PM peak hours are as follows:
•
•
•

Brighton: 8:00AM to 9:00AM and 4:30PM to 5:30PM
Genoa Township: 8:00AM to 9:00AM and 4:30PM to 5:30PM
Howell: 7:15AM to 8:15AM and 3:45PM to 4:45PM

Figures illustrating the existing peak hour counts for the study intersections are shown for each
community in the following chapters.
The existing data collected was input into macroscopic analysis and optimization software
(Synchro 8.0), which determines the control delay and level of service by movement, approach,
and for the entire intersection. The level-of-service (LOS) is based on the amount of delay
experienced by drivers traveling along the roadway through an intersection. The level-ofservice criteria for unsignalized and signalized intersections used by Synchro 8.0 are provided in
the 2010 Highway Capacity Manual, and are given in Tables 2-2 and 2-3, respectively. Synchro
8.0 does not have the ability to calculate delay at unsignalized intersections using Highway
Capacity Software 2010 (HCS); therefore HCS 2000 was used to determine delay at the
unsignalized intersections.
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Table 1-2: Level of Service for Unsignalized Intersections Based on Control Delay
Level of
Service
A
B
C
D
E
F

Description
Little or no delay.
Short traffic delays.
Average traffic delays.
Long traffic delays.
Very long traffic delays.
Demand exceeds capacity resulting in extreme delays and
queuing.

Source: 2010 Highway Capacity Manual

Average
Stopped Delay
Per Vehicle
(seconds)
≤ 10.0
> 10.0 and ≤
15.0
> 15.0 and ≤
25.0
> 25.0 and ≤
35.0
> 35.0 and ≤
50.0
>50.0

Table 1-3: Level of Service for Signalized Intersections Based on Control Delay

Level of Service
A
B
C
D

E

F

Description
Operations with very low control delay occurring with favorable
progression and/or short cycle lengths.
Operations with low control delay occurring with good
progression and/or short cycle lengths.
Operations with average control delays resulting from fair
progression and/or longer cycle lengths. Individual cycle failures
begin to appear.
Operations with longer control delays due to a combination of
unfavorable progression, long cycle lengths, or high V/C ratios.
Many vehicles stop and individual cycle failures are noticeable.
Operations with high control delay values indicating poor
progression, long cycle lengths, and high V/C ratios. Individual
cycle failures are frequent occurrences. This is considered to be
the limit of acceptable delay.
Operation with control delays unacceptable to most drivers
occurring due to oversaturation, poor progression, or very long
cycle lengths.

Source: 2010 Highway Capacity Manual

Average
Stopped Delay
Per Vehicle
(seconds)
≤ 10.0
> 10.0 and ≤ 20.0
> 20.0 and ≤ 35.0
> 35.0 and ≤ 55.0

> 55.0 and ≤ 80.0
>80.0
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Chapter 2: Access Management Guidelines
Spanning over 17 miles, the Grand River Corridor runs northwest-southeast in the communities
of Brighton, Brighton Township, Genoa Township, Green Oak Charter Township, Oceola
Township, Howell, and Howell Township. Grand River Avenue is an arterial highway that links
these communities in their business, educational, social, and recreational activities. Density
patterns and development trends represent several areas of growth, with character varying
from residential to downtowns. A majority of the congestion and crashes experienced along the
corridor can be attributed to traffic conflicts associated with the location of driveways. This
Access Management Plan was created to help identify areas of concern along the corridor and
recommend changes to improve them.
Numerous studies in Michigan and nationwide have shown that a proliferation of driveways or
an uncontrolled driveway environment can increase the number and severity of crashes, reduce
roadway capacity, and create a need for more costly improvements in the future. Access
management can also restore capacity that is lost due to frequent flow interruptions for turns
into and out of poorly spaced driveways.
In the State of Michigan, access management has been in practice for over two decades. In
1999, MDOT commissioned a task force to research, discuss, and organize best practices on
access management, and officially adopted a statewide guide, known as The Access
Management Guidebook, in 2001. That document and its foundation in significant national
research and statistics form the basis for this plan’s standards and recommendations.

What is Access Management?
Access Management is a series of techniques and standards used to maximize existing street
capacity and minimize the potential for crashes. Studies show reducing or limiting the number
of access points, carefully placing and spacing access points and designing the road and access
points to serve all users can help achieve safer environments and preserve efficient traffic flow.
Access management techniques are used to improve transportation operations and increase
safety while maintaining reasonable access to properties. In some cases, access may be
provided through shared or indirect means, but in every case, reasonable access is always
maintained.
Access Management can also improve the corridor for bicyclists and pedestrians by reducing
and limiting the number of potential conflict points along the corridor. Proper placement and
design of access points can help improve visibility of pedestrians and bicyclists and reduce the
risk involved in crossing multiple driveways and intersections.
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Benefits of Access Management
By considering the relationship between access points along a roadway, all road users and
property owners stand to benefit. National experience and case studies of other corridors have
shown that access management can result in 25-50 percent reductions in access related crashes
(Access Management Manual, Transportation Research Board), but can also have secondary
benefits on nonmotorized and transit environments while providing improved business
environments and opportunities for inter-agency coordination. The benefits of access
management include:
•
•
•
•
•
•

Decreased potential for and severity of crashes by reducing conflict points.
Restored efficiency of travel by eliminating access points that cause traffic disruptions
and delays.
Boosts local property values and increase the vitality of adjacent businesses by reducing
congestion and improving business visibility.
Improved air quality through reduced braking and accelerating, eliminating unnecessary
vehicle idling, and promoting alternative travel options.
Enhanced access to and from businesses, both in terms of safety and convenience.
Less need for costly road widening or other major improvements by maximizing the
efficiency and volume of traffic.

While application of access management can provide the above benefits, merits of the planning
process are often overlooked. Bringing communities together into a joint planning effort
increases opportunities for information sharing and cross-education. It is also helpful in
educating the public, especially those directly impacted by the plan’s recommendations. This
planning effort can help to:
•
•
•
•
•

Provide information on the benefits of access management and the various
implementation techniques to assist local and county officials in their planning efforts.
Promote continued coordination and communication among SEMCOG, MDOT,
Livingston County, local governments, and the public during the development review
process.
Inform property owners, business operators, potential developers, and the general
public about access management, its benefits, the rationale for recommendations, and
how they will be applied over time.
Provide guidance for future development reviews through advance planning, clear and
consistent protocol and early coordination with local communities and business owners.
Inform communities and property owners that access management can support other
corridor goals for safety, aesthetics, and enhanced walking, biking, transit, and green
infrastructure.
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Access Management Principles
To achieve the benefits of access management, this plan was developed using the following
principles:
• Design for efficient access. Identify driveway design criteria that promotes safe and
efficient ingress and egress at driveways while considering the interaction with
pedestrians and bicyclists.
• Separate the conflict areas. Reduce the number of driveways, increase the spacing
between driveways and between driveways and intersections, and reduce the number
of poorly aligned driveways.
• Remove turning vehicles or queues from through lanes. Reduce both the frequency
and severity of conflicts by providing separate paths and storage areas for turning
vehicles and queues.
• Limit the types of conflicts. Reduce the frequency of conflicts or reduce the area of
conflict at some or all driveways by limiting or preventing certain kinds of maneuvers.
• Provide reasonable access. Recognize that property owners have an inherent right to
access public roadways, although reasonable access may be indirect in some instances.
Access recommendations are not made according to a static set of standards. Rather, they are
made by considering the context of the site; volume of traffic using each access point; existence
of support facilities (such as shared drives, side access, etc.); interface with walking, biking, and
transit systems; and proximity to other nearby access points. Often, these existing conditions
can prevent full compliance with ideal access standards, so it is important to know which are
most critical to implementation.
Where this occurs, other alternatives such as shared access, service drives, and traffic signals
should be considered to improve access conditions. To identify the best recommendation for
each situation, access recommendations should be made using the following priorities:
Priority A: Spacing from intersections (most importantly from
signalized intersection). Where possible, driveways should be
avoided within the operational area of the intersection.

Priority B: Offsets from opposing drives or median crossovers.
Offsets from driveways and median crossovers on the opposite
side of the road should be sufficient to prevent left turn conflicts.
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Priority C: Spaces from other drives on the same side of the road.
Spacing from driveways on the same side of the road should be
based on the posted speed areas, and where ideal spacing cannot
be achieved, as far apart as possible.

Access Management Tools and Techniques
Access management can be accomplished through a variety of techniques, both physical and
regulatory. Recommendations for each city in the study area, and site-specific
recommendations that show existing and potential new access are provided in the local
chapters of this plan. Recommendations and regulations are based on the following techniques:
Driveway Spacing from Intersections. Driveways need to be spaced far enough from
intersections, especially signalized intersections, to reduce crash potential between traffic
entering or exiting a driveway and intersection traffic. Standards take into account the type of
roadways involved, type of intersection control, and type of access requested (full- or partialmovement). For state trunklines with speed limits of 30 or more miles per hour, full movement
driveways should typically be at least 230 feet away from a signalized intersection (460 feet in
40 mph zones) and 115 to 230 feet away from unsignalized intersections.
Driveway Alignment and Offsets Relative to Other Driveways. One problem with two-way left
turn lanes is the potential for opposing autos to prevent the other from safely completing their
maneuver due to “left turn lock up.” To help prevent this situation, driveways should be aligned
with those across the street or offset a sufficient distance to reduce left turn turning movement
conflicts. Minimum offsets on the corridor should be determined by posted speed limits and
range from 255 feet in 25 mile per hour zones to 750 feet in 50 mile per hour zones.
Driveway Spacing from Other Driveways. Optimum driveway spacing simplifies driving by
reducing the amount of information to which a driver must react. Adequate spacing between
adjacent driveways and between driveways and intersections can reduce confusion that
otherwise requires drivers to watch for ingress and egress traffic at several points
simultaneously while controlling their vehicle and monitoring other traffic ahead and behind
them. Reducing the amount of information related to selecting an access point and avoiding
conflicting turns and traffic provides greater opportunity to see and safely react to automobiles
in the street and pedestrians and bicyclists on sidewalks.
Recommended MDOT Spacing Standards. Generally, higher posted speed limits demand
greater driveway spacing. Spacing standards recommended for this corridor are based upon
MDOT guidelines for minimum distances between driveways, measured centerline to
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centerline. The posted speed limits for the corridor are illustrated on the recommendations
maps. While these recommended spacing guidelines will be difficult to achieve along Grand
River Avenue, where existing lot widths and driveway locations are likely to prevent
compliance, they do provide a good benchmark for review. Realistically, each city should strive
to achieve greater compliance with these recommendations.
Table 2-1: Minimum Spacing Between Driveways
Posted Speed (mph)
MDOT Spacing Requirements (feet)
25
130
30
185
35
245
40
300
45
350
50+
455
Number of Access Points. The number of access points to a development should be limited to
one where possible. Every effort should be made to limit the number of driveways and
encourage access from side streets, service drives, frontage roads, shared parking areas, and
shared driveways. Certain developments generate enough traffic to consider allowing more
than one driveway and larger parcels with frontages that are wide enough to meet spacing
standards may also warrant an additional driveway. These possibilities need to be considered
when crafting zoning regulations, to ensure reasonable application of this standard.
Access Design. The geometric design of access points, including the width, throat, radius, and
pavement type, should meet relevant standards wherever possible to promote smooth
transition between Grand River Avenue, cross streets, and private driveways.
Road Design. Historically, congestion issues were often addressed through widening the road
or intersection. While this is still appropriate in some cases, other less extensive physical
changes can also be made to improve access conditions. Installation of center medians or
channelized driveways can be used to create “right-in/right-out” driveways, immediately
eliminating half the potential conflict points. Studies consistently show a median can improve
capacity by 10 percent to 25 percent and reduce crashes by 25 percent to 50 percent.
Intersection redesign is another more costly approach, but where warranted, can be necessary
to address a safety concern. A less costly road redesign option is to convert a four-lane road to
a three-lane road, sometimes called a “road diet.” This plan proposes such a change in the City
of Howell, where the downtown corridor would be restriped to replace the four existing vehicle
lanes with three vehicle lanes and bike lanes on both sides of the roadway. The road diet allows
for addition of a center left turn lane and can sometimes be implemented with simple striping
changes.
Shared Driveways and Cross-Access. Sharing or joint use of a driveway by two or more
property owners should be encouraged. This will require a written easement for access and
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maintenance from all affected property owners before or during the site plan approval process.
Where future shared access is desired, the developer should construct a ‘stub’ drive up to the
property line (with access easement) or initiate a floating cross-access easement that will be
reciprocated by adjacent development in the future to facilitate an easy connection when
opportunities arise on adjacent property.
Alleys and Service Drives. Frontage drives, rear service drives, and shared access can be used to
minimize the number of driveways while preserving property owner rights to reasonable
access. Such facilities provide customers with access to multiple sites without the need to reenter the main roadway. In areas within one-eighth of a mile of existing or future signal
locations, access to individual properties should be provided via these shared or indirect access
methods first, rather than by direct roadway connections. Use of these secondary access
opportunities helps disburse traffic and alleviate congestion at direct driveway locations. Any
new service drives should be constructed to public roadway standards in regard to cross section
(i.e. 22-30 feet wide), materials, design, and alignment. Use of service drives should be
encouraged, and incentives enacted, where they can:
1.
2.
3.
4.

Provide through connections between side streets
Relieve a congestion or safety condition
Serve numerous properties
Benefit the general public to an extent that their use provides a greater service
to the community than to the individual property owner

Internal Sidewalk Connections to Public System. Clearly marked internal sidewalks and paths
should be included in site design. Walkways need to be located in convenient, visible locations
to encourage use, but also should be clearly separated or protected from driveway and internal
circulation lanes. This is especially important for segments of the corridor with higher sidewalk
traffic.
Achieving improved access is accomplished through dedication to access management and
persistent implementation. This responsibility is shared by both the regulating road agencies
(MDOT and OCRC) and each city. It is imperative that local officials understand the basis for,
benefits of, and procedural demands of access management. Equally important is the need to
coordinate driveway permit and engineering reviews. In addition to recommendations in
Chapter 5: Implementation, the following actions are suggested to support this plan and ensure
its implementation:
•
•
•
•

Incorporate this plan into city master plans.
Adopt ordinances that provide for consistent application of standards.
In advance of development or redevelopment, consider places where pre-planning of
driveway locations, service drives or other alternatives can help with access.
Continue to coordinate with MDOT, Livingston County and SEMCOG on improvements
along the corridor.
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•
•
•

Maintain contact with SEMCOG to identify locations where low impact development or
improved stormwater management techniques can be applied.
Continue to discuss implementation approaches, including future corridor improvement
authorities, special assessment districts, or subarea planning, with other stakeholders
along the corridor.
Regularly meet to review and, if necessary, update this plan as conditions change. A
steering committee was developed as part of this process, which could continue to meet
for this purpose after this project is complete.
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Chapter 3: Corridor Improvement Guidelines
The focus of this access management plan is addressing access-related issues along the Grand
River Avenue corridor. However, when access points are removed or redesigned, new
opportunities emerge to improve the corridor in other ways. Improving driveway location and
design can improve the environment not only for motorists, but also for pedestrians and
bicyclists. The following sections outline site and access design considerations that can improve
walking and biking environments and explain how use of green infrastructure and low impact
development (LID) concepts can enhance the corridor as well.
Grand River Avenue has historically been planned to accommodate motorized traffic, but it also
serves pedestrians and bicyclists. Access management is one tool with the potential to improve
the safety and flow of traffic from all modes. By reducing the number and improving the design
of driveways, the interface between motorists and pedestrians and bicyclists is safer and less
frequent.

Nonmotorized
Pedestrians and bicyclists (referred to as “nonmotorized users”) are the most vulnerable
travelers. To be most effective when planning corridor features, the pedestrian and bicyclist
must be considered a priority. By encouraging fewer access points and proper spacing and
design, access management can improve the nonmotorized environment. Improved driveway
design (e.g., geometry, materials) can improve visibility of pedestrians and bicyclists for
motorists.
Pedestrian and bicycle travel along corridors with a proliferation of access points can be
dangerous for several reasons:
•
•
•

•

More driveway crossings means pedestrians and bicyclists face interaction with vehicles
more often, increasing the likelihood of a vehicle-to-pedestrian or bicyclist crash.
More driveways often include more signs and clutter within the right-of-way, which can
be distracting to motorists and can block views of pedestrians and bicyclists.
Driveways designed without proper curb radii, throat depth, and other design factors
can reduce visibility, lengthen reaction times, and hamper circulation. Access
management supports driveway designs that intuitively cause motorists to drive with
caution.
Drivers are even less likely to expect fast moving bicyclists, especially if riding against
traffic.
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Existing Trail and Sidewalk Systems
Livingston County has an extensive network of trails comprised of the Huron Meadows and
Kensington Metroparks, Island Lake and Brighton State Recreation Areas, Lakelands Trail State
Park, and the Mill Pond Park area. Sidewalks should be safe and efficient for the area they
serve. To this end, the sidewalk system should be structurally and visually continuous. Gaps in
the sidewalk exist along the Grand River corridor and are noted in the comment section of the
recommendation tables.
Trails
Kensington Metropark
Located on the boundary of Livingston and Oakland Counties, Kensington Metropark not only
provides a good intercounty connection, but its 4,337 acres provides an opportunity for an
eastern hub or destination for a greenway network in Southeast Livingston County. The park
has a paved bicycle trail that encircles Kent Lake. Future plans call for this trail to be linked to
the new paved trail in Island Lake State Recreation Area via a connection under I-96.
Island Lake State Recreation Area
Separated from Kensington Metropark by I-96, Island Lake State Recreation Area contains 4,000
acres that are divided in half by the Huron River. The park has over 14 miles of dirt trail that are
split into two connecting loops. The East Loop is over five miles long and circles the Huron
River. The West Loop, the easier of the two, is over nine miles long. Bicyclists must ride in a
counter-clockwise direction. New to the park is a paved bicycle trail that stretches through the
eastern end of the park. Future plans call for the paved trail to be extended further west into
the park and to connect under I-96 northeast to the paved bicycle trail in Kensington
Metropark.
Huron Meadows Metropark
Separated from Island Lake State Recreation Area by private property and the US-23 corridor,
Huron Meadows contains over 1,500 acres directly south of the City of Brighton. The park has a
hiking trail system that consists of two looped natural surface trails that form a figure-8 in the
center of the facility.
Brighton State Recreation Area
Located southwest of the City of Brighton, the Brighton State Recreation Area contains some
5,000 acres of public land that is broken up by privately owned parcels. The largest part of the
park is the section east of Chilson Road. This section also contains the two hiking and three new
mountain bike trails. All of the trails are looped facilities with natural surfaces. The mountain
bike trails are to be ridden in a counter clockwise direction.
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Lakelands Trail State Park
The eastern end of the Lakelands Trail State Park stretches west from US-23 across southern
Livingston County along an abandoned rail corridor. This eastern section of the trail is currently
unimproved. When complete, the trail will extend southwest almost to the City of Jackson. The
Lakelands Trail is a key component of the Discover Michigan Trail. As proposed by the Rails-toTrails Conservancy Michigan Field Office, the Discover Michigan Trail is envisioned as the
framework for an interconnected statewide system of trails on abandoned rail corridors and
other land and water routes. There is a separate fee required to use the Lakelands Trail State
Park.
Mill Pond Park
Located in the center of downtown Brighton, Mill Pond Park is a recreation area destination.
The park has extensive walking trail including paved areas and a wooden boardwalk that
crosses Mill Pond.
Sidewalks
Sidewalk gaps exist in various locations along the corridor, most commonly in the northern end
where vacant development sites exist and the system has not been completed. These locations
are noted on the site-specific recommendation maps so each community is well-aware of
deficiencies in the system before development proposals are submitted for review. More
detailed discussion of walking and biking systems is also included in the segment-by-segment
descriptions in each local chapter.

Nonmotorized Design Guidelines
Designing any nonmotorized system requires careful planning that considers safety, efficiency,
and convenience benefits versus costs. It is important to provide clearly delineated pedestrian
areas both along the corridor and connecting to private commercial developments.
Nonmotorized improvements should focus on linking the planned regional trails and improving
safety and convenience for transit users and pedestrians or bicyclists traveling in high-use
areas. Areas without heavy pedestrian traffic may suffice with paved shoulders or bike lanes;
areas with heavy use may need sidewalks, paths, and paved shoulders or bike lanes. Specific
recommendations for each community are provided in the individual chapters.

Low Impact Design
Stormwater management has historically been addressed from an engineering standpoint, to
manage the quantity of runoff and prevent flooding. Stormwater runoff, especially in the more
established urban areas of the corridor has historically been directed to privately-owned and
municipally-owned detention or retention ponds with little regard for the volume, flow, and
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especially the quality of the water. These stormwater systems are expensive to build and
maintain. Techniques to lessen the volume and speed of runoff and to improve the quality of
water that enters municipal stormwater systems can help reduce the need for costly
improvements in the future.
In the last decade or so, increased focus has been given to the quality of stormwater runoff.
Best practices encourage application of “green infrastructure” techniques or low impact
development (LID), which use a basic principle modeled after nature: manage rainfall by using
design techniques that infiltrate, filter, store, evaporate, and detain runoff close to its source.
Instead of conveying, managing, and treating stormwater in large, costly, end-of-pipe facilities
often located in drainage areas, LID addresses stormwater through smaller, more cost-effective
landscape features. Incorporating green infrastructure and LID with access management
improvements provides numerous benefits to property owners, regulatory agencies and the
general public:
•
•
•
•
•
•
•
•

Reduces the volume and improves the quality of stormwater runoff
Provides storage areas to minimize flash flooding
Reduces municipal infrastructure and utility maintenance costs (e.g., streets, curbs,
gutters, storm sewers)
Increases energy and cost savings for heating, cooling, and irrigation
Protects community character and aesthetics
Reduces salt usage and snow removal on paved surfaces
Protects and restores water quality in rivers and lakes and groundwater supplies
Improves air quality

Low Impact Development Guidelines
Because application of low impact design will vary from site to site depending on soil
conditions, existing drainage and stormwater systems, this plan provides a policy framework for
use of LID techniques. They should be considered as part of the menu of other potential
improvements when there is a change to a site plan or a proposed new development to
determine if there are ways to better address stormwater runoff.
Low impact design is encouraged wherever it can be applied along the corridor, but it is
specifically warranted in areas where vegetation may be installed in lieu of impervious surfaces
(i.e. pavement). In all situations, a clear understanding of the regulatory authorities that may
require review, approval and permitting for green infrastructure techniques is necessary. For
more detailed design criteria, please review SEMCOG’s Low Impact Development Manual (A
Design Guide for Implementation and Reviewers).
Bioretention (Rain Gardens) & Bioswales should be considered in areas between the new or
existing sidewalk where driveways are removed and in areas where a road median is installed
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or redesigned. Plant species should be salt tolerant, provide aesthetic benefits, and be low
maintenance.
Native Street Tree Planters are recommended where earth is disturbed due to the removal or
relocation of a driveway or median crossover. Maximizing exposed soil around the tree will
facilitate water infiltration; however, tree grates and planter options can be applied in more
urban or high pedestrian traffic areas. Street tree species should be varied to minimize the
potential of invasive threats.
Porous Pavement may be considered instead of impervious applications (i.e. asphalt or
concrete) in parking areas or the road gutter. To function properly, porous pavement requires
adequate subsurface soil conditions, overflow connection to a storm sewer or other final
discharge location and routine vacuum maintenance. Porous pavement should not be installed
in areas where there is a potential for soil contamination.
Installation of landscaped islands within parking areas can help provide additional “green”
areas that serve various functions. Landscaped islands sometimes act as pedestrian refuge
areas for those entering or exiting a store. They also provide planting areas for trees and other
native vegetation, which can help reduce temperatures, water usage, and maintenance costs.

Transit
Dial-a-ride service is provided to all Livingston County residents by Livingston Essential
Transportation Service (L.E.T.S.). L.E.T.S. is a public transit service funded by federal, state and
local dollars. L.E.T.S transportation has 20 lift-equipped buses; three ramp-equipped mini vans,
and one Ford Explorer that provide over 600 trips per day. To ride the bus, a resident must
contact L.E.T.S. between the hours of 8:00AM and 4:30PM or go on-line to make a reservation.
All reservations are first come, first serve. Medical appointment trips can be made up to six
weeks in advance. All other reservations must be made at least one day in advance. The bus
service transports residents to any location within Livingston County. In general, riders pay $2
for each township they pass through with the maximum regular fare of $6. Children five and
under, when accompanied by an adult, ride free. Disabled riders or those at least 60 years of
age are eligible to ride at a reduced fare. Bus token purchase is available online. Bus service
hours are Monday through Friday from 6:00AM to 9:00PM and Saturday from 7:30AM to
4:30PM with a limited service area between 6:00AM to 9:30AM and 3:00PM to 9:00PM. Dialysis
and Regional Service is available as needed. L.E.T.S transportation also provides Job Access
Reverse Commute (JARC) service. This program was established to target and address the
unique transportation challenges faced by low-income residents needing access to jobs from
inner city, urban, and rural neighborhoods to suburban areas.
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Figure 3-1: L.E.T.S Travel Map

Table 3-1: L.E.T.S Service Fares
Traveling
Within Township
To Adjacent Township
2 Townships Away
3 Townships Away
Special

Legend

Regular Fare

Senior and Disabled
Fares
$2.00
$1.00
$2.00
$1.00
$4.00
$2.00
$6.00
$3.00
Ask for a fare quote when making a reservation

SEMCOG | Grand River Avenue Access Management Plan | 23

Chapter 4: Community Level Analysis and Recommendations
In addition to the Grand River corridor being analyzed in its entirety it was also analyzed at the
community level to address both local and multiple community/county level issues and needs.
This chapter is divided into six sections, one for each of the communities along the corridor’s 17
mile study area.

Howell Township
Introduction
The western end of the Grand River Avenue corridor is located in Howell Township, beginning
at West Highland Road (M-59). This segment of the corridor is a mixture of residential with
industrial and commercial land uses, as well as the Livingston County Spencer J. Hardy Airport.
The Interstate 96/M-59 interchange is the major regional access to the Township. Grand River
Avenue is a five-lane roadway at the intersection with M-59 and narrows down to four-lanes
with a center two-way left turn lane as it travels east toward the City of Howell. The entire
length of the corridor through Howell Township is under the jurisdiction of the LCRC.

Local Considerations
Howell Township’s Master Plan envisions a mixture of uses along Grand River Avenue. The
general character of land use development in the Township is suburban with a well-developed
commercial and industrial core. There are several established residential subdivisions and
newer high density residential developments near the eastern Township border. The Grand
River Avenue corridor contains much of the township’s planned commercial districts which
include heavy commercial, regional service commercial and industrial land uses, with a few
nodes of single and multiple-family residential. Zoning along the corridor in Howell Township is
generally consistent with the existing land uses.

Transportation Analysis
Traffic Conditions
Grand River Avenue between West Highland Way and Highlander Road is generally two lanes in
each direction with a continuous center two-way left turn lane. The annual average daily traffic
(AADT) along this segment is approximately 14,500 vehicles per day. Posted speed limits along
this section are 55 mph.
Nonmotorized Conditions
There are no sidewalks along either side of Grand River Avenue in Howell Township however,
paved shoulders exist on both sides of the roadway. The M-59 Crosstown Trail is located just
north of Grand River Avenue with a terminus at Tooley Road.
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Driveway Density
Analysis of driveway density, or the number of access points per mile, can help identify the
concentration of driveways that may contribute to unsafe conditions or congestion. Areas with
higher concentrations are more likely to create frequent disruptions to traffic flow in the right
lane and are less likely to attract nonmotorized traffic. Understanding the area of driveways can
also provide an idea of the amount of land that could otherwise be used for stormwater
detention or corridor greening efforts if the driveway were removed.
Ideally, access along Grand River Avenue would adhere to MDOT’s suggested spacing
requirements, but in Howell Township, existing lot sizes, driveway locations, frequency of
access, and truck traffic patterns sometimes dictate specific access locations that cannot be
modified. This plan focuses more on achieving greater conformance with the spacing
requirements, while still maintaining reasonable access to private property. Table 4-1 shows
the number of existing access points (streets and driveways) on both sides of the road in Howell
Township. Of the existing 37 access points, two driveways are proposed to be closed or
consolidated. While the number of remaining driveways is still over two and a half times the
number of access points that would result if MDOT’s spacing standards were applied, it still
represents a decrease in access points while maintaining reasonable access to difficult sites
with constraints.
Table 4-1: Existing and Resulting Access Points
Segment
Highlander Way N to
Highland Road
Overall

Density
Length Access
(ft)
/mi.
6,700
6,700

29.2
29.2

1

# of Access Points
Existing

Remove

Keep

37
37

2
2

35
35

MDOT Standard
speed Spacing
limit
Std.
Result
55

455

14.7

Footnotes:
1 MDOT standard was divided in half since the counts in this table are for both sides of Grand River.
2
4-way intersections were counted as 2 access points (one on north side, one on south) and T-intersections were counted as
1 access point.

Crash Analysis
SEMCOG’s high frequency crash location was used to generate a list of intersections with the
highest number of crashes for Howell Township. From the crash analysis, it was found that
none of the intersections had a frequency above the critical crash rate to qualify as a critical
crash location.

Recommendations
Table 4-2 and the corresponding maps 1-3 of the corridor illustrate specific recommendations
for the corridor through Howell Township, including suggestions for driveway closings, shared
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and cross-access locations, proper alignments and alternative access opportunities. These
recommendations are based on state and national research along with a thorough review of
the existing conditions along the corridor. Because the recommendations are based on the
existing conditions at the time this plan was developed, a significant change in conditions on a
site should prompt a thorough consideration of any proposed project in the context of the
policies, standards, and goals of this plan. The city, county, MDOT, SEMCOG and members of
the Steering Committee will play an important role in reviewing development proposals along
this corridor to promote the most efficient, and safe configuration of access.

Crosstown Trail along Highland Road

Crosstown Trail at Tooley Road
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Table 4-2: Howell Township: Corridor Recommendations
Map #

1;3

Area
Municipality:
Howell
Township
Highland (M59) & Grand
River
Highland (M59) & Grand
River
Grand River
Corridor
Grand River
Corridor
Grand River
Corridor
Tooley

2-3

VG's Food
Center

Comments
Summary: Lack of
nonmotorized facilities and
driveway issues
No pedestrian access at
intersection
No evidence of pedestrians
(i.e. desire lines, cow paths)
No sidewalk
Viewed multiple pedestrians
on wide 8' shoulders
Wide intersection geometry
Evidence of
bikes/pedestrian using
Tooley to access M-59
Crosstown Trail
Left turn conflicts

Draft Recommendations for Discussion

Continue bike/walk path from Highland Road
along Tooley
Low Impact Development opportunities on
the southern side of Highland (east & west of
Grand River)
Consider adding sidewalks and/or wide paved
shoulders or bike lanes
Consider adding sidewalks and/or wide paved
shoulders or bike lanes
Implement access management best
practices
Consider formalizing Tooley Road as trailhead
and working with Tomato Brothers
Restaurant on implementation
Implement access management best
practices
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City of Howell
Introduction
The portion of Grand River Avenue that traverses through the City of Howell transitions
between the more industrial and commercial areas in the west to residential with some
governmental land uses and commercial development, including downtown Howell, to the
east. Howell Public Schools and Livingston County Government offices and Howell Library are
all within this section. Grand River Avenue is a three-lane roadway with a center two-way left
turn lane from the Highlander Way intersection through Downtown Howell. Grand River
Avenue widens to a five-lane roadway with a center two-way left turn lane near the city limits
just west of Catrell Drive/Lucy Street. This segment of the corridor generally tends to attract
more traffic and potential safety and congestion problems. The entire length of the corridor
through the City of Howell is under the jurisdiction of the LCRC.

Local Considerations
The City of Howell’s Master Plan outlines specific goals and policies to address present issues as
well as direct future development. One development goal is to encourage redevelopment along
the East Grand River Corridor. A goal for traffic is to implement traffic calming techniques to
make the City streets more pedestrian friendly. Implementation of the Latson Road interchange
is also a goal. This project is currently underway with collaboration between MDOT and the
LCRC and involves:
•
•
•
•
•
•
•

Constructing a new bridge extending Latson Road over I-96,
Building new ramps to connect I-96 and Latson Road,
Reconstructing and relocating Grand Oaks Drive and Beck Road,
Reconstructing and widening Latson/Nixon Road,
Resurfacing and widening the Grand River Avenue/Latson Road intersection,
Removing the existing rest area along westbound I-96, just past Lake Chemung and
An enhanced project to add a nonmotorized path along the west side of Latson/Nixon
Road from Grand River Avenue to Beck Road.

Construction of the Latson Road interchange began following the start of this access
management study. The interchange along with improvements to alignment, nonmotorized
accessibility, and intersection enhancements are also being implemented. The project is
expected to be complete in 2014.
Downtown Howell’s Development Authority is part of the Main Street redevelopment program
and encompasses the entire Grand River corridor. The City has also outlined goals for
downtown that includes attracting new development while preserving the historic character of
the existing buildings. Pedestrian friendliness and sufficient parking are also goals.
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Transportation Analysis
Traffic Conditions
Grand River Avenue between Highlander Way and Catrell Drive/Lucy Street is generally one
lane in each direction with a continuous center two-way left turn lane. The annual average daily
traffic (AADT) along this segment ranges from approximately 13,500 to 42,500 vehicles per day.
Posted speed limits along Grand River Avenue in the City of Howell is 45 mph west of Michigan
Avenue and 35 mph in the rest of Howell.
Concerns about traffic congestion within Downtown Howell were raised by the residents of
Howell as well as local officials. The land use surrounding the downtown area is mainly
residential with several key public services located along the Grand River Avenue corridor,
including:
• St. Joseph Mercy Hospital (Bryon Road just north of Grand River)
• Howell Police Department (Grand River west of Almond Street)
• Howell Fire Department (Grand River east of Highlander Way)
• Howell Sheriff Department (Grand River at Highlander Way)
In addition to Grand River, the main access to and from downtown Howell is via Michigan
Avenue and Walnut Street. Michigan Avenue also provides access to I-96 which local police and
emergency vehicles require in case of an emergency. The south leg of Michigan Avenue
experiences higher truck traffic due to its connection with I-96. Truck traffic from Michigan
Avenue travels both east and west along Grand River Avenue to access businesses within
downtown. Grand River Avenue within the downtown area (between Chestnut Street and
Barnard Street) is two lanes in each direction with a center left turn lane. Walnut Street and
Michigan Avenue are in close proximity to one another leaving only 300 feet for the two-way
left turn lane between the two intersections. Parking is also allowed on both sides of Grand
River Avenue with no buffer zone between the active travel lanes and the parking lane. It
should be noted that during winter months snow piles are present along the curb line, reducing
the parking lane width even further. Given the existing geometry of Grand River Avenue in the
downtown area along with the land use, traffic demand exceeds the available capacity of the
roadway but it is not constant. The demand varies significantly depending on the season of the
year, day of week, and time of day. The capacity can be changed because of weather, traffic
incidents, or other non-recurring events.
Based on SEMCOG’s engineering analysis using existing and projected traffic volume data, the
intersections of Walnut Street and Michigan Avenue with Grand River Avenue operate at
acceptable levels of service during the AM and PM peak periods under existing conditions.
There are no planned developments in this area. As a result, under future conditions with
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growth rates applied to existing volumes, the projected traffic volumes still operate at an
acceptable level of service for these intersections. Conversations with county and city
representatives indicate that traffic is slowed when the schools dismiss in the afternoon.
Nonmotorized Conditions
Sidewalks exist on both sides of Grand River Avenue for the entire length of the corridor in
Howell. The City’s sidewalk system is well connected along streets and through adjacent
neighborhoods. A 2.5-mile combination of sidewalk and biking trail begins at Bennett
Recreation Center and travels east on Grand River to Isbell Street and weaves around the
industrial park parallel to McPherson Park Drive back to Grand River Avenue.
Some issues that need to be addressed include:
•
•
•
•

A clear connection to the planned Washtenaw and Livingston Line (WALLY) commuter
train station.
Difficulty crossing in the stretch just east of downtown between Michigan and National
Street.
Lack of a bicycle circulation plan and signage in the downtown.
A safe connection between downtown and the Crosstown Trail.

Driveway Density
Analysis of driveway density, or the number of access points per mile, can help identify the
concentration of driveways that may contribute to unsafe conditions or congestion. Areas with
higher concentrations are more likely to create frequent disruptions to traffic flow in the right
lane and are less likely to attract nonmotorized traffic. Understanding the area of driveways can
also provide an idea of the amount of land that could otherwise be used for stormwater
detention or corridor greening efforts if the driveway were removed.
Ideally, access along Grand River Avenue would adhere to MDOT’s suggested spacing
requirements, but in the City of Howell, existing lot sizes, driveway locations, frequency of
access, and truck traffic patterns sometimes dictate specific access locations that cannot be
modified. This plan focuses more on achieving greater conformance with the spacing
requirements, while still maintaining reasonable access to private property. Table 5-1 shows
the number of existing access points (streets and driveways) on both sides of the road in the
City of Howell. Of the existing 120 access points, 13 percent are proposed to be closed or
consolidated. While the number of remaining driveways is still over two and a half times the
number of access points that would result if MDOT’s spacing standards were applied, it still
represents a decrease in access points while maintaining reasonable access to difficult sites
with constraints.
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Table 5-1: Existing and Resulting Access Points
Segment
Lucy St to National St N
National St N to Fowler St
Fowler St to Michigan Ave
N
Michigan Ave N to Walnut
St N
Walnut St N to Byron Rd
Byron Rd to George St
George St to Highlander
Way N
Overall

Density
Length Length
(ft)
(mi)
1,109
0.21
2,249
0.43

1

# of Access Points
Access
/mi.
71.4
82.2

Existing
15
35

Remove
7
6

Keep
8
29

MDOT Standard
speed Spacing
limit
Std.
Result
35
245
4.5
35
245
9.2

1,225

0.23

56.0

13

5

8

35

245

5.0

317
1,890
158

0.06
0.36
0.03

0.0
67.0
33.3

0
24
1

0
0
0

0
24
1

45
45
45

350
350
350

0.9
5.4
0.5

4,525
11,473

0.86
2.17

37.3
55.2

32
120

2
20

30
100

45

350

12.9
38.4

Footnotes:
1 MDOT standard was divided in half since the counts in this table are for both sides of Grand River.
2
4-way intersections were counted as 2 access points (one on north side, one on south) and T-intersections were counted as 1
access point.

Crash Analysis
There were three intersections evaluated along Grand River Avenue in the City of Howell. The
following intersections were determined to be high crash locations from the crash analysis:
•
•
•

Grand River Avenue at Walnut Street
Grand River Avenue at Michigan Avenue
Grand River Avenue at Catrell Drive/Lucy Street

Table 5-2 illustrates the crash types at each intersection in the area. s
Table 5-2: City of Howell Crashes
Crash Type
Single
vehicle

Headon

Headleft

Angle

Grand River Avenue
at Walnut Street
1 3% 0 0% 4 11%
7 18%
Grand River Avenue
at Michigan Avenue 3 5% 0 0% 0 0%
6 10%
Grand River Avenue
at Catrell Drive
1 2% 0 0% 9 15% 22 37%
Source: SEMCOG Traffic Crash Database 2008-2010

Rear-end

Rearleft

Rearright

Swipesame

Swipeopposite

Other

Total
Crashes

Crash
Rate

20

53%

0

0%

0

0%

5

13%

1

3%

0

0%

38

0.25

31

53%

0

0%

1

0%

13

22%

1

2%

3

0%

58

0.38

18

31%

0

0%

0

0%

5

8%

2

3%

2

0%

59

0.18

Operational Analysis
Existing traffic and safety conditions along the Grand River Avenue corridor within the City of
Howell are currently acceptable based on traffic engineering standards. Analysis determined
that the three study intersections were operating at an acceptable level of service (LOS) during
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the AM and PM peak hours. Based on the traffic volumes, existing signal timings, and current
lane configuration described above. Table 4-3 summarizes the existing levels of service at the
four study intersections. All intersections operate at LOS D or better during both time periods
under existing conditions. LOS D or better is considered acceptable.
The two signalized intersections were analyzed in Synchro/SimTraffic using existing signal
timings and the 2011 turning movement counts to evaluate existing conditions, which are
discussed on the following pages. The unsignalized intersection was evaluated using HCS 2000
to determine delay.
Table 5-3: Existing LOS for AM and PM Peak Hour
AM Peak Hour
Delay
(sec / veh)
LOS
17.6
B
34.8
C
20.8
C

Intersection
Grand River Ave at Walnut St
Grand River Ave at Michigan Ave
Grand River Rd at Catrell Dr*

PM Peak Hour
Delay
(sec / veh)
LOS
16.9
B
38.2
D
32.4
D

Source: Synchro 8.0 and HCS 2010/2000
LOS = Level of Service; sec / veh = seconds per vehicle
*Unsignalized intersection

Grand River Avenue at Walnut Street and Michigan Avenue
Due to the close proximity of Walnut Street to Michigan Avenue, the two-way left turn lane
between the two intersections is approximately 300 feet. This small distance is then split
between the two intersections for the left turn queue. The crash data shows 14 sideswipe
crashes, over a four year period, between the area of Walnut Street and Michigan Avenue.
After reviewing the crash reports at these two intersections, it was found that only two of the
sideswipe crashes were a result of the left turn lane. Additionally both of these crashes
occurred as a result of cut-offs at the intersections. The majority (10) of the sideswipe crashes
were a result of parked vehicles either being struck while parked or pulling out into active
traffic.
The south leg of Michigan Avenue experiences a slightly elevated percentage of truck traffic,
particularly in the off-peak at 6 percent, due to its connection with I-96. The trucks are turning
left or right to access businesses along Grand River Avenue. The crash reports evaluated noted
several semi-truck or large trailer crashes due to tight turn radii at Michigan Avenue.
Grand River Avenue within the downtown Howell area (between Chestnut Street and Barnard
Street) is two lanes in each direction with a center left turn lane. Parking is also allowed on both
sides of Grand River Avenue. Due to the high frequency of sideswipe crashes within the
downtown area, a closer look at the geometry and lane configuration along Grand River Avenue
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between Michigan Avenue and Walnut Street was evaluated. An inventory of lane widths for
both travel and parking lanes was taken in the field. The travel lanes along Grand River Avenue
range from 10 to 12 feet and the center left turn lane is nine to 11 feet. This leaves only seven
feet for the parking lanes and no buffer zone between the active travel lanes and the parking
lane. A UD-10 Traffic Crash Report also noted that during the winter month’s snow build-up is
present along the curb-line reducing the parking lane width even further. The majority of
sideswipe crashes above can be attributed to the narrow lane widths and adjacent parking.
Grand River Avenue at Catrell Drive/Lucy Street
Grand River Avenue at Catrell Drive/Lucy Street is located in the City of Howell and borders
Oceola Township to the east. At the intersection, Grand River Avenue has a speed limit of 35
mph and Catrell Drive/Lucy Street has a speed limit of 25 mph. Grand River has two travel lanes
in each direction and a two way left turn lane. The southbound and northbound approaches of
Catrell Drive/Lucy Street have one lane in each direction and the south leg is unpaved. The
north and south legs of the intersection are offset by approximately 30 feet.
The 24-hour volume counts collected for this study were evaluated using the Michigan Manual
on Uniform Traffic Control Devices (MMUTCD) Signal Warrant Spreadsheet. Based on the
volumes collected, the intersection meets Warrant 2 – Four Hour Vehicular Volume. The 70
percent factor was used to meet this warrant which is based on population less than 10,000.
The 2012 Census states that Howell has a population of 9,489 people.

SEMCOG | Grand River Avenue Access Management Plan | 33

Figure 5-1: Walnut Street Intersection

Figure 5-2: Michigan Avenue Intersection
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Figure 5-3: Catrell Drive/Lucy Street Intersection

Recommendations
Table 5-4 and the corresponding maps 3 and 6-9 of the corridor illustrate specific
recommendations for the corridor through the City of Howell, including suggestions for
driveway closings, shared and cross-access locations, proper alignments, and alternative access
opportunities. These recommendations are based on state and national research, a thorough
review of the existing conditions along the corridor, and consultation with community officials.
Because the recommendations are based on the existing conditions at the time this plan was
developed, a significant change in conditions on a site should prompt a thorough consideration
of any proposed project in the context of the policies, standards, and goals of this plan. It is
recommended that the impact on truck traffic at Michigan Avenue and Grand River be assessed
following the completion of the Latson Road interchange once new travel patterns have been
established. The city, County, MDOT, SEMCOG, and members of the Steering Committee will
play an important role in reviewing development proposals along this corridor to promote the
most efficient and safe configuration of access.
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Grand River Avenue at Walnut Street

Grand River Avenue Corridor

Grand River Avenue Corridor
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Table 5-4: City of Howell Recommendations
Map #

Area
Municipality:
Howell Township
and City of Howell
VG's Food Center

3

Grand River
Corridor

Municipality: City
of Howell

6-7
Downtown Howell

Comments

Draft Recommendations for
Discussion

Summary: Lack of nonmotorized
facilities and driveway issues
Left turn conflicts
No sidewalk or crosswalks
Summary: Thriving downtown
with generally good pedestrian
infrastructure and some driveway
and traffic issues; Eastern end of
corridor has pedestrian crossing
issues

Observed no parking issues at
library during mid-day
Wide one-way driveway at Library
Some ADA issues at crosswalks
Stamped concrete brick
crosswalks-not best for ADA
Mini-circles in residential streets
(good design)
Future Wally train station
Wide driveway at auto shop
No bikes allowed on sidewalks, but
there is a lack of signage directing
bicyclist. Four lanes of traffic may
not be needed but turning
movements at Michigan and
Walnut are concerns-studies have
confirmed issues

Implement access management
best practices

Consider creating a bicycle
circulation plan for downtown
Howell including locations for
bicycle parking
Consider traffic calming
techniques that address existing
and future traffic needs on Grand
River
Investigate the desire and
suitability of a road diet on Grand
River via engineering analysis to
promote safety and free up space
for more sidewalk cafes, larger
sidewalks or on-road bike
facilities
If on-road bike facilities are
desired on Grand River, consider
the viability of a cycle track or
buffered bike lane;
signage should be provided to
direct bicyclists
If bicycle travel is not
recommended for Grand River
Avenue, consider enhancing
bicycle amenities on the parallel
side streets like Sibley and Clinton
to create neighborhood
greenways
Consult downtown Howell
concept plans
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7-8

9

Intersection Grand
River, South &
Almon

Grand RiverCatrell/Lucy to RR
bridge

Grand River near
Fowler

Further study is needed to
identify where pedestrians are
coming from and where they are
going. Based on this study two
Four lanes of travel -Traffic does
options may prove beneficial:
not have many gaps for crossing
(1) A midblock crossing with a
No pedestrian signal or crosswalk
pedestrian refuge island might be
for Grand River; not a formal
good here, especially since there
crosswalk
is a high residential and
School pedestrian crossing signs
commercial driveway intensity,
but no nearby schools allow
but would require ways to
walking to school children may be
channel pedestrians to crossing
going to Dairy Queen or the teen
(2) A continuous median that is
recreation center on N. Barnard
sensitive to local land use context
Street approximately two blocks to
could better mange driveway
north of Grand River
access and give pedestrians
High driveway intensity
multiple spots for midblock
crossings
Possibly implement other access
management best practices
Intersection is offset, with no
signal or crosswalk for Grand River
Slope of sidewalk leading to
crossing on southwest corner of
Catrell/Lucy intersection has
excessive slope: new retaining wall
Consider aligning the intersection
on north side provides a good
pedestrian space--good pedestrian
access under bridge on north side
Lucy Road is a dirt road with a
dead end
Development area to the south
Driveway intensity

Implement access management
best practices
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Genoa Township
Introduction
The longest segment of the Grand River Avenue corridor extends through Genoa Township,
beginning just east of the intersection of Catrell Drive/Lucy Road, at the railroad viaduct. Grand
River Avenue is a five-lane roadway with a two-way center left turn lane beginning at Catrell
Road/Lucy Drive and continuing as it travels east toward Brighton Township. Genoa Township
is linked to the overall region by I-96 with a partial interchange in the center of the township for
traffic to and from the southeast. The western half of the corridor in Genoa Township is under
the jurisdiction of MDOT and the remainder under the LCRC.

Local Considerations
The land use along the corridor is mainly commercial with some industrial and single family
residential. Cleary University and St. Joseph Mercy Hospital are also located along this segment
of the corridor. Commercial land uses are generally located along the Grand River Avenue
corridor with larger scale retail businesses which serve the community at large. This segment
carries significant volumes of traffic, especially west of the I-96 interchange. With two shopping
centers containing stores such as Meijer, Wal-Mart, and Lowes, the area surrounding the
Latson Road and Grand River Avenue intersection is designated for more regional commercial
development.
Genoa Township’s Master Plan establishes a growth boundary. Land within the township is
separated into three areas including primary growth areas, secondary growth areas, and rural
reserve areas. Primary growth areas are those currently served by or available to public sewer
and water. These areas include single family residential on lots between ¼ and ½ acre and
multiple-family residential at higher densities as well as commercial centers, industrial parks,
and mixed-use centers. Secondary growth areas do not have sewer and water, but due to their
proximity to the cities of Brighton or Howell, are appropriate for infill and low density
residential. Rural reserve areas outside the growth boundaries will be maintained at relatively
low intensity, preserving the rural character of development.
A Genoa Town Center has been designated along the south side of Grand River Avenue east of
Dorr Road. This area is planned to become a mixed-use town center with local businesses,
neighborhood services, and residential neighborhoods including apartments, townhomes, and
single family residential. This area is planned to be a pedestrian friendly, bikeable area with
sidewalks connecting all uses and community parks. Zoning along the corridor within Genoa
Township is generally consistent with the existing land uses.
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Transportation Analysis
Traffic Conditions
Grand River Avenue between Catrell Drive/Lucy Road and Hacker Road is two lanes in each
direction with a continuous two-way center left turn lane. The annual average daily traffic
(AADT) along this segment of Grand River ranges from approximately 34,200 on the west end to
15,500 near Dorr Road, and 18,600 at the east end. The posted speed limit along Grand River
Avenue is 55 miles per hour west of the I-96 interchange exit 141, and 50 mph in the rest of
Genoa Township.
Nonmotorized Conditions
Sidewalks exists along the frontage of some developed sites in Genoa Township, but gaps in the
sidewalk still exist in front of residential sites or those that have not been recently developed.
The Township Zoning Ordinance and Subdivision regulations have been amended to require
sidewalks in medium to higher density residential developments and commercial frontages of
Grand River Avenue. One of the goals and objectives of the Genoa Township Master Plan is to
create a complete nonmotorized network for walking, jogging, and bicycling.
Driveway Density
Analysis of driveway density, or the number of access points per mile, can help identify the
concentration of driveways that may contribute to unsafe conditions or congestion. Areas with
higher concentrations are more likely to create frequent disruptions to traffic flow in the right
lane and are less likely to attract nonmotorized traffic. Understanding the area of driveways can
also provide an idea of the amount of land that could otherwise be used for stormwater
detention or corridor greening efforts if the driveway were removed..
Ideally, access along Grand River Avenue would adhere to MDOT’s suggested spacing
requirements, but in Genoa Township, existing lots sizes, driveway locations, frequency of
access, and truck traffic patterns sometimes dictate specific access locations that cannot be
modified. This plan focuses more on achieving greater conformance with the spacing
requirements, while still maintaining reasonable access to private property. Table 6-1 shows
the number of existing access points (streets and driveways) on both sides of the road in the
Genoa Township. Of the existing 213 access points, five percent are proposed to be closed or
consolidated. While the number of remaining driveways is still over two and a half times the
number of access points that would result if MDOT’s spacing standards were applied, it still
represents a decrease in access point while maintaining reasonable access to difficult sites with
constraints.
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Table 6-1: Existing and Resulting Access Points
Access
/mi.
22.3
33.5
52.2

Existing
11
60
7

Remove
1
12
1

Keep
10
48
6

6,352

1.20

27.4

33

2

31

50

455

14.0

660

0.13

8.0

1

0

1

55

455

1.5

4,646
9,588
570
1,906
36,495

0.88
1.82
0.11
0.36
6.91

22.7
37.4
18.5
30.5
30.8

20
68
2
11
213

2
12
0
2
32

18
56
2
9
181

55
45
45
45

455
455
455
455

10.2
21.1
1.3
4.2
80.2

Length
(ft)
2,603
9,462
708

Segment
Hacker Rd to Bendix Rd
Bendix Rd to Hughes Rd S
Hughes Rd S to Dorr Rd
Dorr Rd to Ramp-W I96/Grand River
Ramp W-I-96/Grand River
to Ramp-Grand River/E I96
Ramp-Grand River/E I-96
to Latson Rd S
Latson Rd S to Chilson Rd
Chilson Rd to Gulf Club Rd
Gulf Club Rd to Lucy St
Overall

1

Density
Length
(mi)
0.49
1.79
0.13

# of Access Points

MDOT Standard
speed Spacing
limit
Std.
Result
50
455
5.7
50
455
20.8
50
455
1.6

Footnotes:
1 MDOT standard was divided in half since the counts in this table are for both sides of Grand River.
2
4-way intersections were counted as 2 access points (one on north side, one on south) and T-intersections were counted as
1 access point.

Crash Analysis
There were two intersections evaluated along Grand River Avenue in Genoa Township. The
following intersections were determined to be high crash locations from the crash analysis:
•
•

Grand River Avenue at Latson Road
Grand River Avenue at Hughes Roads

Table 6-2 illustrates the crash types at each intersection in the area.
Table 6-2: Genoa Township Crashes
Intersection
Grand River
Avenue at
Latson Road
Grand River
Avenue at
Hughes
Road

Single
vehicle

Headon

Headleft

0

0%

0

0%

5

11%

11

0

0%

0

0%

4

22%

5

Crash Type
RearRear-end
left

Rearright

Swipesame

Swipeopposite

Other

24%

19

41%

4

0%

3

0%

3

7%

1

2%

0

0%

46

28%

6

33%

0

0%

0

0%

2

11%

1

6%

0

0%

18

Angle

Source: SEMCOG Traffic Crash Database 2008-2010
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Total
Crashes

Operational Analysis
Existing traffic and safety conditions along the Grand River Avenue corridor within Genoa
Township are currently unacceptable based on traffic engineering standards. Analysis
determined that one of the two study intersections was operating at an unacceptable level of
service (LOS) during the AM and PM peak hours. Grand River Avenue at Latson Road operates
at a LOS F (LOS D or better is considered acceptable). Grand River at Hughes operates at LOS D
or better during both time periods under existing conditions based on the traffic volumes,
existing signal timings, and current lane configuration described above. Table 6-3 summarizes
the existing levels of service at the two study intersections.
Two intersections were analyzed in Synchro/SimTraffic using existing signal timings and the
2011 turning movement counts to evaluate existing conditions, which are discussed on the
following pages.
Table 6-3: Existing LOS for AM and PM Peak Hour
AM Peak Hour
Delay
(sec / veh)
LOS
91.3
F
1.9
A

Intersection
Grand River Avenue at Latson Road
Grand River Avenue at Hughes Road

PM Peak Hour
Delay
(sec / veh)
LOS
266.3
F
2.2
A

Source: Synchro 8.0 and HCS 2010/2000
LOS = Level of Service; sec / veh = seconds per vehicle

Grand River Avenue at Latson Road
Grand River Avenue at Latson Road reports a failing LOS in both the AM and PM peak. As noted
above, one of the major contributors to the increased delay is the southbound left turn.
The southbound left turn count found that 664 vehicles were turning in the AM peak and 386
vehicles were turning in the PM peak as shown in Figure 6-1. The signal timing cannot
accommodate the volume demand; therefore a dual left turn lane could be installed on the
southbound approach as a mitigation measure. When viewing the aerial, it appears that there
would be enough space available to build a second lane, however a second option could be to
restripe the southbound through lane as a shared left through lane. The latter option would
force the northbound/southbound phases to be split in the signal so that the northbound and
southbound movements would go at different times.
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Figure 6-1: Latson Road Intersection

Throughout the day there are heavy right turn volumes on the southbound and westbound
approaches. There are currently exclusive right turn lanes on all approaches. If a dual left turn
lane is constructed on the southbound approach, it is suggested that a right turn green arrow
be installed at the southbound and westbound approaches. The protected phase will overlap
the corresponding protected left turn movement and reduce overall intersection delay. Push
buttons for the eastbound and westbound crossings would be beneficial as well. Table 6-4
shows the existing mitigated delay and LOS compared to the LOS with the dual left turn lane
added and the signal split-phased.
Table 6-4: Level of Service Comparison on SB Dual Left Turn Lane
Time Period
AM Peak
PM Peak

Existing Mitigated
Delay
LOS
(sec/veh)
64.9
E
200.2
F

Source: Synchro 8.0 and HCS 2010/2000
LOS = Level of Service; sec / veh = seconds per vehicle

Dual Left
Delay
LOS
(sec/veh)
27.3
C
176.5
F

Split Phased
Delay
LOS
(sec/veh)
36.4
D
184.5
F

The PM peak hour would still operate at LOS F due to the heavy eastbound left turn movement
exceeding capacity; however the volumes in the AM peak do not require a dual left turn lane.
A second option explored to reduce delay at Grand River Avenue and Latson Road was to
signalize the two intersections at Figurski Drive and Meijer Drive just north of the intersection.
In this approach, the southbound left turn vehicles would be forced to turn left at the
intersection at Meijer Drive and then directed down Figurski Drive to turn left at the
intersection along Grand River Avenue. Southbound left turns at Grand River Avenue and
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Latson Road would be prohibited. Figurski Drive is currently a private roadway and this would
require LCRC to take ownership.
Table 6-5: Level of Service with Signals at Figurski Drive/Meijer Drive

PM Peak Hour

Intersection
Grand River Avenue at Latson Road

Existing
Delay
(sec / veh)
200.2

LOS
F

Figurski Drive
Delay
(sec / veh)
LOS
249.2
F

As shown in Table 6-5, Grand River Avenue at Laston Road still operates at LOS F as a result of
the high eastbound left turn volume. The use of Figurski Drive is expected to produce
acceptable LOS in the AM peak hour due to the low volume.
The delay and LOS at Grand River Avenue at Latson Road was evaluated under future conditions
with the addition of the Latson Road interchange. It was found from the SEMCOG model that
the heavy southbound left turn movement decreased by approximately 40 percent in the AM
peak hour as the vehicles shifted from the left turn lanes to the through lanes to access I-96.
Additionally, the turning movements which access southbound Laston Road and the
northbound approach increased.
Table 6-5: Grand River Avenue at Latson Road with Interchange
Time Period
AM Peak
PM Peak

Future 2035 with
Interchange
Delay
(sec / veh)
LOS
75.2
E
200.8
F

Future 2035 without
Interchange
Delay
(sec / veh)
LOS
34.6
C
36.6
D

Subsequent to the Synchro/SimTraffic analysis conducted for the intersection of Grand River
Avenue and Latson Road, construction of the new full service I-96/Latson Road interchange
began. Improvements to the intersections are under construction by MDOT with final project
completion expected in 2014. The project includes the widening of Grand River Avenue and an
enhancement project to add a nonmotorized path along Latson Road from Grand River Avenue
to Crooked Lake Road. The Genoa Township Master Plan outlines specific recommendations for
the area surrounding the I-96/Latson Road interchanges. These improvements include a five
lane section with northbound dual left turn lanes at the Grand River Avenue and Latson Road
intersection. A dual left turn is also recommended for westbound Grand River Avenue. The
remaining two approaches to the Grand River Avenue and Latson Road intersection will be
constructed with two left turn lanes to balance lanes with the required dual left turns. Latson
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Road between I-96 and Grand River Avenue will be shifted to the west to minimize impacts to
the surrounding area.
Figure 6-2: Hughes Road Intersection
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Recommendations
Table 6-6 and the corresponding maps 9-26 of the corridor illustrate specific recommendations
for the corridor through Genoa Township, including suggestions for driveway closings, shared
and cross-access locations, proper alignments, and alternative access opportunities. These
recommendations are based on state and national research, a thorough review of the existing
conditions along the corridor, and consultation with community officials. Because the
recommendations are based on the existing conditions at the time this plan was developed, a
significant change in conditions on a site should prompt a thorough consideration of any
proposed project in the context of the policies, standards, and goals of this plan. It is
recommended that the intersection of Grand River and Latson Road be assessed with the
completion of the Latson Road interchange and implementation of intersection enhancements
once new travels patterns have been established. The city, county, MDOT, SEMCOG, and
members of the Steering Committee will play an important role in reviewing development
proposals along this corridor to promote the most efficient and safe configuration of access.

Grand River Avenue near Golf Club Road

Grand River Avenue at Latson Road
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Grand River Avenue at Latson Road

Grand River Avenue at Latson Road
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Table 6-6: Genoa Township Recommendations
Map #

9-10

11

13-14

14-15

18

20-21

21
22

Area
Municipality:
Genoa
Township
CVS
Pharmacy
North of
Meadowview
Grand River
& Tahoe
Municipality:
Genoa
Township

Comments
Summary: General driveway issues
Left Turn conflict
Excessive Curb cuts
Sight distance from Tahoe looking
west due to berm and guard rail
Summary: Suburban auto-oriented
area that will connect to I-96 and
needs better pedestrian crossing
facilities

West of
Latson

High traffic area

Latson

I-96/Latson Road Interchange
Lack of ADA infrastructure for
crossing street

Municipality:
Genoa
Township

Summary: General access
management issues

East of
Wildwood

Many residential driveways

Municipality:
Genoa
Township

Summary: new development area

Future Town
Center
Grand River
& Grand
Beach
Grand River
& Huber

Draft Recommendations for
Discussion

Implement access management best
practices
Implement access management best
practices
Implement access management best
practices

Consider enhancing signalization of
Latson Road intersection in
conjunction with the I-96/Laston Road
Interchange
Include ADA compliant nonmotorized
crossings and signals as part of the
intersection redesign in conjunction
with the I-96/Latson Road Interchange

Typically, residential drives do not
severely impact traffic flow, but better
access management best practices
could be incorporated if the
properties redevelop to more intense
uses.

Township would like a boulevard
on Grand River

Parsons Brinkerhoff study
recommends lining up
driveways/streets that have
ingress/egress to Grand River
Avenue

Sight distance

Implement access management best
practices

Sight distance

Implement access management best
practices
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24

Municipality:
Genoa
Township &
Brighton
Township
By Bendix,
south side of
Grand River
Avenue

Summary: Transitioning area

Pedestrian path embankment
issues

Coordinate with MDOT & Genoa
Township about possible remedies
Consult with planners on creating
mixed-use developments
Find appropriate local authority for
mitigating drainage issues

25

Southern end

Mixed-use development issuesincompatible land use or problems
created mixed use
Commercial/Residential

25-26

Meijer
Flowerland &
Greenhouse

Drainage Issues
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City of Brighton
Introduction
Grand River Avenue in the City of Brighton serves as the center of business activity with office,
commercial, and business with some mixed residential land uses. This segment of the corridor
encompasses Downtown Brighton. US-23 lies just to the east of the City, and I-96 runs along its
northern border providing major regional access. There is only one interchange between
Brighton and the City of Howell which provides limited access to Grand River Avenue.
Congestion is a problem on Grand River Avenue near the I-96 interchange and north into
Brighton Township. Spanning from the I-96 interchange to Church Street, Grand River Avenue
in the City of Brighton is five-lane roadway with a center two-way left turn lane. The entire
length of the corridor is under the jurisdiction of the LCRC.

Local Conditions
The City of Brighton’s Master Plan places a great emphasis on maintaining a high quality of life
for its citizens. The master plan was most recently updated to respond to the approaching
buildout of the City. Importance is placed on the maintenance of infrastructure and
redevelopment to address the changing circumstances. The transportations goals as outlined in
the master plan are:
•
•

To maintain a safe and efficient street network though and around the City of Brighton.
Through sidewalk improvements, visual linkages, and landscaping, encourage Brighton
residents to walk or bike through the City.

In accomplishing this goal, the City supports the use of access management and encourages the
removal or combing of driveways along the Grand River Avenue corridor. The planned land uses
along the Grand River include general business, mixed office/commercial, local and general
business, downtown, and moderate density mixed residential. Zoning along the corridor in the
City of Brighton is generally consistent with the existing land uses.

Transportation Analysis
Traffic Conditions
Grand River Avenue between the I-96 interchange and Church Street is generally 2 lanes in each
direction with a continuous two way center left turn lane. The annual average daily traffic
(AADT) along this segment ranges from approximately 22,300 to 37,400 vehicles per day.
Posted speed limits along Grand River Avenue in the City of Brighton is 40 mph in the area of
the I-96 interchange and 35 mph south of the interchange through the remainder of the
corridor.
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Nonmotorized
Sidewalk exists on both sides of Grand River Avenue for the entire length of the corridor with
the exception of the segment from the I-96 interchange to Challis Road. The City’s sidewalk
system is not as well connected along streets and through adjacent neighborhoods, particularly
near the Brighton District Library. Therefore, the primary objectives are to provide safe routes
and road crossings. The City is actively pursuing a Walkable Communities agenda to make the
City more pedestrian friendly, oriented and accessible.
Driveway Density
Analysis of driveway density, or the number of access points per mile, can help identify the
concentration of driveways that may contribute to unsafe conditions or congestion. Areas with
higher concentrations are more likely to create frequent disruptions to traffic flow in the right
lane, and less likely to attract nonmotorized traffic. Understanding the area of driveways can
also provide an idea of the amount of land that could otherwise be used for stormwater
detention or corridor greening efforts if the driveway were removed.
Ideally, access along Grand River Avenue would adhere to MDOT’s suggested spacing
requirements, but in the City of Brighton, existing lot sizes, driveway locations, frequency of
access, and truck traffic patterns sometimes dictate specific access locations that cannot be
modified. This plan focuses more on achieving greater conformance with the spacing
requirements while still maintaining reasonable access to private property. Table 7-1 shows the
number of existing access points (streets and driveways) on both sides of the road in the City of
Brighton. Of the existing 97 access points, 7 percent are proposed to be closed or consolidated.
While the number of remaining driveways is still over two and a half times number of access
points that would result if MDOT’s spacing standards were applied, it still represents a decrease
in access points while maintaining reasonable access to difficult sites with constraints.
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Table 7-1: Existing and Resulting Access Points
Segment
Old US 23 Hwy S to Church
St. S
Church St S to Rickett Rd
Rickett Rd to Brighton
Lake Rd
Brighton Lake Rd to Main
St
Main St to Liberty
Liberty to Orndorf Dr
Orndorf Dr to Challis Rd
Challis Rd to Ramp-Grand
River/E I-96
E I 96/Grand River Ramp
to Grand River/E I 96
Ramp
Grand River/E I 96 Ramp
to E I 96/Grand River
Ramp
E I 96 to Grand River/E I 96
Ramp
W I 96 to E I 96
Overall

Density
Length Length
(ft)
(mi)

1

# of Access Points
Access
/mi.

Existing

Remove

Keep

MDOT Standard
speed Spacing Resul
limit
Std.
t

4,905
359

0.93
0.07

49.5
14.7

46
1

0
0

46
1

40
35

300
245

16.4
1.5

264

0.05

40.0

2

0

2

35

245

1.1

1,389
1,642
2,592
1,452

0.26
0.31
0.49
0.27

60.8
77.2
53.0
61.8

16
24
26
17

1
6
3
3

15
18
23
14

35
35
35
35

245
245
245
245

5.7
6.7
10.6
5.9

1,003

0.19

42.1

8

0

8

35

245

4.1

37

0.01

285.7

2

0

2

40

245

0.2

327

0.06

16.1

1

0

1

40

245

1.3

48
116
9,229

0.01
0.02
1.75

0.0
0.0
55.5

0
0
97

0
0
13

0
0
84

40
40

245
245

0.2
0.5
37.7

Footnotes:
1 MDOT standard was divided in half since the counts in this table are for both sides of Grand River.
2
4-way intersections were counted as 2 access points (one on north side, one on south) and T-intersections were counted as
1 access point.

Crash Analysis
There were two intersections evaluated along Grand River Avenue in the City of Brighton. The
following intersections were determined to be high crash locations from the crash analysis:
•
•

Grand River Avenue at Challis Road
Grand River Avenue at Church Street

Table 7-2 illustrates the crash types at each intersection in the area.
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Table 7-2: City of Brighton Crashes
Total
Crashes

Crash Type
Intersection
Grand River
Avenue at
Challis Road
Grand River
Avenue at
Church Street

Single
vehicle

Headon

Head-left

3

3%

1

0%

11

10%

10

8

19%

0

0%

6

14%

10

Angle

Rearright

Swipesame

Rear-end

Rear-left

9%

55

50%

3

0%

2

0%

24

24%

11

26%

2

0%

0

0%

4

Swipeopposite

Other

22%

1

1%

1

0%

111

10%

1

2%

0

0%

42

Source: SEMCOG Traffic Crash Database 2008-2010

Operational Analysis
Existing traffic and safety conditions along the Grand River Avenue corridor within the City of
Brighton are currently acceptable based on traffic engineering standards. Analysis determined
that this study intersection was operating at an acceptable level of service (LOS) during the AM
and PM peak hours based on the traffic volumes, existing signal timings, and current lane
configuration described above. Table 7-3 summarizes the existing levels of service at the study
intersection.
Table 7-3: Existing LOS for AM and PM Peak Hour
AM Peak Hour
Delay
(sec / veh)
LOS
25.0
C
14.6
B

Intersection
Grand River Avenue at Challis Road
Grand River Avenue at Church Street

PM Peak Hour
Delay
(sec / veh)
LOS
31.5
C
19.7
B

Source: Synchro 8.0 and HCS 2010/2000
LOS = Level of Service; sec / veh = seconds per vehicle

Two intersections were analyzed in Synchro/SimTraffic using existing signal timings and the
2011 turning movement counts to evaluate existing conditions, which are discussed on the
following pages.
Grand River Avenue at Challis Road
The northbound left turn volume on Grand River Avenue at Challis Road is heavy throughout
the day due to the adjacent shopping center. There are several driveways on the northbound
approach that may be causing crashes when vehicles exiting the driveway conflict with the
queued left turn vehicles. According to the crash data, four angle crashes and three head-on
crashes occurred on the south leg. The Olga’s Kitchen driveway on the east side of
Grand River Avenue has right-in/right-out access via Grand River Avenue and has secondary
access off Cinema Drive. Making the Big Boy Restaurant drive and adjacent driveways to the
south, with secondary access, right-in/right-out could reduce crashes along Grand River Avenue
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as drivers attempting to turn left can complete the turn at Challis Road via the signal.
Alternatively, the Big Boy driveway could be eliminated and access could be from Library Drive
via Challis Road or from the adjoining driveway of Red Robin Restaurant.
Grand River Avenue at Church Street
Residents raised concerns that Church Street has seen increased traffic volumes due to vehicles
using Church Street as a cut through from Grand River Avenue to/from I-96. One option to
reduce cut-through traffic on Church Street would be to make Church Street one-way
southbound from Main Street to Grand River Avenue. Westbound left turns from Main Street
onto Church Street would be prohibited, and drivers utilizing Church Street north of Grand
River Avenue would be routed along Main Street/North Street to access Grand River Avenue
and I-96. The westbound Main Street left turn movement is currently prohibited at Grand River
Avenue, and vehicles are directed to utilize North Street to access Grand River Avenue. It
should be noted that there is poor advanced signing along Main Street warning drivers that the
westbound left turn is prohibited at Grand River Avenue. The intersection is also slightly
skewed due to the adjacent parking lanes and would need to be reconfigured if the westbound
left turn was allowed. The actual number of cut-through vehicles is unknown; however, traffic
counts at Church Street and Grand River Avenue indicate that there is cut-through traffic on
Church Street due to the number of homes located in the area.
Figure 7-1: Challis Road Intersection
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Figure 7-2: Church Street Intersection

Recommendations
Table 7-4 and the corresponding maps 27-31 of the corridor illustrate specific
recommendations for the corridor through the City of Brighton, including suggestions for
driveway closings, shared and cross-access locations, proper alignments, and alternative access
opportunities. These recommendations are based on state and national research, a thorough
review of the existing conditions along the corridor, and consultation with community officials.
Because the recommendations are based on the existing conditions at the time this plan was
developed, a significant change in conditions on a site should prompt a thorough consideration
of any proposed project in the context of the policies, standards, and goals of this plan. The city,
county, MDOT, SEMCOG, and members of the Steering Committee will play an important role
in reviewing development proposals along this corridor to promote the most efficient and safe
configuration of access.
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Grand River Avenue at Challis Road

Grand River Avenue Corridor

Grand River Avenue at Old US 23
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Table 7-4: City of Brighton Recommendations
Map #

Area

Municipality: City
of Brighton
I-96 Ramps & Grand
River Avenue

Comments

Summary: Heavy traffic and bike
& pedestrian issues
Brighton Mall shopping area
driveway intensity
Traffic congestion

27
I-96 Bridge

The I-96 overpass is a bicycle and
pedestrian impediment-pedestrians walking along narrow
shoulder
Difficulty in implementing
Complete Street & Nonmotorized
networks on parallel side streets

28

Library Street
Hilton & Flint Roads

Hilton Road

No sidewalks on Library Street or
other parallel side streets
Hilton & Flint are cut-through
streets for vehicles looking to
bypass Grand River Traffic
Hilton only way to Old US 23-Used
as primary route to connect east
and west parts of Brighton
Township

Municipality: City
of Brighton &
Brighton Township

Summary: needs connections to
downtown Brighton and regional
parks

Brighton Lake Road

Good access to Lakeland
Trail/Downtown Brighton

Church Street

Vehicles use Church street as cut
through to I-96

Ricket Road

Another route to Lakeland
Trail/Downtown Brighton-less
comfortable due to pavement
condition and high posted speed

31

Draft Recommendations for
Discussion

Implement access management
best practices
Refer to traffic study conducted
by City of Brighton & MDOT
On-road facilities are limited at
this time; reconsider possibilities
in the future if the
bridge is redesigned or traffic
patterns have changed
Consider investigating the
possibility of creating a
nonmotorized network by
connecting side streets
with internal circulation lots
through parking lots
add sidewalks

Community should identify ways
to preserve road condition and
enhance safety within this vital
corridor

Taken into projections
Determine if Brighton Lake Road
is a preferred bicycle route and
coordinate implementation with
Hamburg Township
PARSONS BRINKERHOFF study
recommends restricting turns and
creating a one-way road
Consult cycling community and
local residents on the need for
access via Ricket; Coordinate with
Hamburg Township
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Car required to move between
shops (complete streets)

33

By Shopping Center

33

Whitmore Lake &
Old US 23

Borderline Road

33-34

Grand River-City
boundary to
Whitmore Lake

Driveway conflicts
Nonmotorized access to connect
Grand River Avenue to downtown
Brighton, the Lakeland Trail and
Island Lake State Recreation Area
Existing traffic study is not
appropriate due to redesign of I96/US 23 interchange
In an attempt to avoid the
intersection of Whitmore Lake &
Old US 23, vehicles uses
Borderline Road and/or local alleys
to cut through the parking lots of
Kroger and D&D Bike shop
creating internal circulation issues
Need better pedestrian access, per
2006 Brighton Twp & Green Oak
Charter Twp East Grand River
Corridor Plan and
Brighton Township Pathways Plan

Connect parking lots and promote
shared use lots. Provide
pedestrian infrastructure like
sidewalks
between sites and to buildings
Nonmotorized crossing
infrastructure needs, including
crosswalk and pedestrian signal
heads, should be installed in
coordination with the US-23/I-96
interchange redesign project.
Consider better signage and
coordinate with property owners
to mitigate safety concerns of cutthrough traffic

Add sidewalks and/or wide paved
shoulder or bike lane
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Brighton Township
Introduction
The Grand River Avenue corridor is a transitional area of Brighton Township which currently has
a blend of uses and is the gateway to the Township. Grand River Avenue is the major northsouth and east-west thoroughfare that begins at Hacker Road and ends at Kensington Road;
however, from the I-96 interchange to just east of Church Street, it is located within the City of
Brighton. Grand River Avenue is a five-lane roadway with a two-way center left turn lane west
of Pleasant Valley Road. Grand River Avenue has access to both I-96 and US-23. This segment of
the corridor is under the jurisdictions of the LCRC.
The Township would like to encourage and facilitate development and redevelopment and
utilization of infrastructure in this area. A blending of the various uses in this area of the
Township is a goal. The intent of this area of Township is to facilitate the development or
redevelopment of land and buildings within the district, which may include mixed use buildings
such as retail and services uses on the first floor and residential, business, or office on upper
floors. Other goals of the district include creating a pedestrian-friendly environment in which it
is pleasant and safe to walk around, establishing a district which is attractive to passing
motorists and invites people to stop, tying the district together, and providing an incentive for
private investment. Development shall be in accordance with the guidelines outlines in the
Brighton Township Master Plan as outlined in Appendix C of the Brighton Township Master
Plan.

Local Considerations
The Township master plan encourages a mixture of land uses that enhance the existing
character. Almost all of Brighton Township’s commercial and office development is located
along the Grand River Avenue corridor. The commercial and offices uses on Grand River are
generally large scale developments and primarily built-out. Businesses that serve a broader
base, including communities outside the Township, have been designated along the Grand
River corridor near the Township’s western border where these uses currently exist. Wetland
acreage represents a significant portion of land cover in the Township that may not be suitable
for development. Zoning along the corridor in Brighton Township is generally consistent with
the existing land use.

Transportation Analysis
Traffic Conditions
The annual average daily traffic (AADT) along this segment ranges from approximately 34,000
to 7,000 vehicles per day making it most heavily traveled road in the Township. The posted
speed limit along Grand River Avenue is 40 mph south of Hacker Road, and 55 mph in the rest
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of Brighton Township. The intersection of Old US-23 and Grand River Avenue is a high crash
intersection in Livingston County based on the frequency of crashes over the last three years.
Nonmotorized Conditions
A combination of sidewalks and multi-use pathways exist along most of the corridor in Brighton
Township but are missing on vacant sites and those developed prior to current requirements.
Brighton Township adopted a Pathways Plan in 2006 and an updated plan in 2009. It defines
priority areas for pathway development to address issues of connectivity.
Currently, the Township requires new developers to either install pathways as part of their
development or, alternatively, contribute to the overall pathways program that will be used for
future development of high priority pathway segments. This has led to additional gaps in
sidewalks in the community. For example, fairly new shopping centers at Grand River and Old
U.S. 23 lack nonmotorized connections.
Driveway Density
Analysis of driveway density, or the number of access points per mile, can help identify the
concentration of driveways that may contribute to unsafe conditions or congestion. Areas with
higher concentrations are more likely to create frequent disruptions to traffic flow in the right
lane and are less likely to attract nonmotorized traffic. Understanding the area of driveways can
also provide an idea of the amount of land that could otherwise be used for stormwater
detention or corridor greening efforts if the driveway were removed.
Ideally, access along Grand River Avenue would adhere to MDOT’s suggested spacing
requirements, but in Brighton Township, existing lot sizes, driveway locations, frequency of
access, and truck traffic patterns sometimes dictate specific access locations that cannot be
modified. This plan focuses more on achieving greater conformance with the spacing
requirements, while still maintaining reasonable access to private property. Table 8-1 shows
the number of existing access points (streets and driveways) on both sides of the road in
Brighton Township. Of the existing 87 access points, 15 are proposed to be closed or
consolidated. While the number of remaining driveways is still over two and a half times the
number of access points that would result if MDOT’s spacing standards were applied, it still
represents a decrease in access points while maintaining reasonable access to difficult sites
with constraints.
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Table 8-1: Existing and Resulting Access Points
Segment
Pleasant Valley to US 23 N
US 23 N to US 23 S
S US 23 to Old US 23 Hwy
S
Old US 23 Hwy S to Church
St S
Ramp-W I-96/Grand River
to Hilton Rd
Hilton Rd to Hacker Rd
Overall

Density
Length Length
(ft)
(mi)
9,599 1.818
628 0.119

1

# of Access Points
Access
/mi.
39.6
33.6

Existing
72
4

Remove
3
0

Keep
69
4

MDOT Standard
speed Spacing
limit
Std.
Result
45
455
21.1
40
300
2.1

591

0.11

53.6

6

1

5

40

300

2.0

4,905

0.93

40.9

38

11

27

40

300

16.4

216
3,427
8,548

0.04
0.65
1.62

48.8
72.4
53.7

2
47
87

0
4
15

2
43
72

40
40

300
300

0.7
11.4
28.5

Footnotes:
1 MDOT standard was divided in half since the counts in this table are for both sides of Grand River.
2
4-way intersections were counted as 2 access points (one on north side, one on south) and T-intersections were counted as
1 access point.

Crash Analysis
There was one intersection evaluated along Grand River Avenue in Brighton Township. The
following intersection was determined to be high crash locations from the crash analysis:
•

Grand River Avenue at Old US-23 Highway

Table 8-2 illustrates the crash types at each intersection in the area.
Table 8-2: Brighton Township Crashes
Crash Type
Intersection
Grand River
Avenue at
Old US-23
Hwy

Single
vehicle

4

4%

Headon

Head-left

0

12

0%

11%

Angle

32

30%

Rear-end

40

38%

Rearleft

5

0%

Rearright

3

0%

Swipesame

Swipeopposite

Other

9

1

0

8%

1%

0%

Source: SEMCOG Traffic Crash Database 2008-2010

Operational Analysis
Existing traffic and safety conditions along the Grand River Avenue corridor within Brighton
Township are currently acceptable based on traffic engineering standards. Analysis determined
that this study intersection was operating at an acceptable level of service (LOS) during the AM
and PM peak hours based on the traffic volumes, existing signal timings, and current lane
configuration described above. Table 8-3 summarizes the existing levels of service at the study
intersection.
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Total
Crashes

106

Table 8-3: Existing LOS for AM and PM Peak Hour
Intersection
Grand River Avenue at Old US-23 Hwy

Source: Synchro 8.0 and HCS 2010/2000
LOS = Level of Service; sec / veh = seconds per vehicle

AM Peak Hour
Delay
(sec / veh)
LOS
19.1
B

PM Peak Hour
Delay
(sec / veh)
LOS
30.1
C

The signalized intersection at Grand River Avenue and Old US-23 Highway was analyzed in
Synchro/SimTraffic using existing signal timings and the 2011 turning movement counts to
evaluate existing conditions, which are discussed on the following pages.
Grand River Avenue at Old US-23 Highway
There are business driveways close to the intersection in the northeast, northwest, and
southwest quadrants. According to crash data 34 of the crashes that occurred were listed as
“driveway related.” The majority of these crashes were rear-end (14) and angle (16). Closing
redundant driveways and/or making right-in/right-out drives should be considered during the
access management evaluation.
MDOT will make major safety and operational improvements to the I-96/US-23 interchange,
just north of Grand River Avenue in Brighton Township starting in 2014. The project
improvements include building three new bridges over northbound and southbound US-23 and
over Old US-23 and rebuilding the existing six bridges over US-23 and Old US-23. Work on the
bridges is expected to be completed in 2015.
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Figure 8-1: Old US-23 Highway Intersection

Recommendations
Table 8-4 and the corresponding 32-41 of the corridor illustrate specific recommendations for
the corridor through Brighton Township, including suggestions for driveway closings, shared
and cross-access locations, proper alignments and alternative access opportunities. These
recommendations are based on state and national research, a thorough review of the existing
conditions along the corridor, and consultation with community officials. Because the
recommendations are based on the existing conditions at the time this plan was developed, a
significant change in conditions on a site should prompt a thorough consideration of any
proposed project in the context of the policies, standards, and goals of this plan. The city,
county, MDOT, SEMCOG, and members of the Steering Committee will play an important role
in reviewing development proposals along this corridor to promote the most efficient, and safe
configuration of access.
Table 8-4: Brighton Township Recommendations
Map #

Area

Comments

Draft Recommendations
for Discussion

Municipality:
Genoa
Township &
Summary: Transitioning area
Brighton
Township
26

Southern
end

Mixed-use area

Consult with planners on
creating mixed-use
developments
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Meijer
Flowerland &
Greenhouse

Drainage Issues

Municipality:
Summary: Needs connections to downtown
Brighton
Brighton and regional parks
Township

32-33

33

Grand River
Corridor

Car required to move between shops (complete
streets)
Lack of nonmotorized connections

Shopping
Center

Driveway conflicts

Whitmore
Lake & Old
US 23

Borderline
Road

33

34

Grand RiverCity
boundary to
Whitmore
Lake
Municipality:
Brighton
Township
Kinyon to
Fonda Lake,
Meridian

Nonmotorized access to connect Grand River
Avenue to downtown Brighton, the Lakeland
Trail and Island Lake State Recreation Area
Existing traffic study is not appropriate due to
redesign of I-96/US 23 interchange

Cut-through traffic by Kroger and D&D Bike shop
to avoid Whitmore Lake & Old US 23
intersection-internal circulation issues
Need better pedestrian access, per 2006
Brighton Twp & Green Oak Charter Twp East
Grand River Corridor Plan and
Brighton Township Pathways Plan
Summary: High growth area that needs
connections to downtown Brighton and
regional parks
No sidewalks, cow path evident at Academy
Drive
Pedestrian crossing issues

Bridges over
US 23

Deficient-Nonmotorized access

Grand River
Corridor

Nonmotorized access to shopping

Drainage issues to be
mitigated by LCRC in
summer 2014

Taken into projections

Connect parking lots and
promote shared use lots.
Provide pedestrian
infrastructure like
sidewalks
between sites and to
buildings
Implement Access
Management Best
Practices
Nonmotorized crossing
infrastructure needs,
including crosswalk and
pedestrian signal heads,
should be installed in
coordination with the US23/I-96 interchange
redesign project.
Consider better signage
and coordinate with
property owners to
mitigate safety concerns
of cut-through traffic
Add sidewalks and/or
wide paved shoulder or
bike lane

Add sidewalks and/or
wide paved shoulder or
bike lane
Coordinate with MDOT
when redesign of bridge is
scheduled
Add sidewalks and/or
wide paved shoulder or
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35-37

Grand River
Corridor

Vacant Providence Hospital property on north
side-commercial/office development site

36

Grand River
Corridor

Mixed-use development arearesidential/commercial

Academy to
Kensington
Road

Proposed crossing per East Grand River Corridor
Plan, a path should be on the north side of road

Academy

Proposed pedestrian crossing

Grand River
Corridor
Municipality:
Brighton
Township

Support from community for bike lane-Pleasant
Valley to Old US 23
Summary: High growth area that needs
connections to downtown Brighton and
regional parks

36-37

35-37

41

Ford Road

Multi-family housing site

42

Municipality:
Brighton
Summary: Rural area with proximity to parks
Township &
and need to provide bicycle connections to
Green Oak
downtown Brighton
Charter
Township
Nomotorized connection needed to Downtown
Kensington
Brighton, Brighton Township Park, Kensington
Road
Metro Park and Island Lake Recreation Area.
Priority in Proposed Pathway Plan.
Kensington
Stop controlled on/off ramps on Kensington
Road
Road are a safety concern

bike lane; sidewalk
planned for north side
Consider traffic impact
studies for all future
development; Consult
with planners on creating
mixed-use bicycle and
pedestrian-friendly
developments
Consult with planners on
creating bike lane
Consider a pathway on
north side or wide paved
shoulder on both sides of
road
Work with MDOT on
needs study, especially as
area develops
Consider bike lane or wide
shoulder

Consider ways to better
implement
bike/pedestrian access
senior housing like
pedestrian/bicyclist
friendly design and
sidewalks that connect to
Grand River Avenue

Consider a bike lane or
wide paved shoulder
Consider advance signage
and/or flashing beacons
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Green Oak Charter Township
Introduction
The eastern end of the Grand River Corridor is located in Green Oak Charter Township. Green
Oak Charter Township is located in the southeastern corner of Livingston County bordering
Oakland County to the east. The Township is immediately adjacent to the City of Brighton, with
Brighton Township being the most common border to the north. Grand River Avenue is a major
east-west route within the Township. From Pleasant Valley Road east, Grand River Avenue is
two lanes. The closest access points onto I-96 are Kensington Road and Pleasant Valley Road or
the I-96/US-23 interchange, all of which intersect with Grand River Avenue. Access onto I-96 at
Pleasant Valley Road is limited to eastbound ingress and westbound egress. The entire length of
the corridor through Green Oak Charter Township is under the jurisdiction of the LCRC.

Local Considerations

The natural features of Green Oak Charter Township are a major influence on growth and
development. Particular features of the natural environment are incapable of supporting
development. The natural resources include the Huron River and its tributaries and lakes which
provide recreational facilities serving the entire region. Grand River Avenue connects the
recreational facilities in Green Oak Charter Township with the rest of the corridor. Over 90
percent of Island Lake State Recreation Area is located within the boundaries of Green Oak
Charter Township. The park spans the northern portion of the Township and connects to
Kensington Metropark, providing an extensive greenway corridor. A nonmotorized path
connecting Island Lake with Kensington was established in 2003, further increasing this linkage.

Transportation Analysis
Traffic Conditions
Grand River Avenue in Green Oak Charter Township is generally one lane in each direction with
a center two-way left-turn lane. Grand River Avenue is one of the main roadways with the
greatest traffic volumes in Green Oak Charter Township. The annual average daily traffic along
this segment ranges from approximately 6,600 to 10,500. Posted speed limits along this section
are 45 mph.

Nonmotorized Conditions
There are no sidewalks along either side of Grand River Avenue in Green Oak Charter Township;
however, paved shoulders exist on both sides of the roadway. A nonmotorized bridge is located
on Kensington Road connecting recreational areas in Green Oak Charter Township with
Brighton Township.
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Driveway Density
Analysis of driveway density, or the number of access points per mile, can help identify the
concentration of driveways that may contribute to unsafe conditions or congestion. Areas with
higher concentrations of driveways are more likely to create frequent disruptions to traffic flow
in the right lane and are less likely to attract nonmotorized traffic. Understanding the area of
driveways can also provide an idea of the amount of land that could otherwise be used for
stormwater detention or corridor greening efforts if the driveway were removed.
Ideally, access along Grand River Avenue would adhere to MDOT’s suggested spacing
requirements, but in Green Oak Charter Township, existing lot sizes, driveway locations,
frequency of access, and truck traffic patterns sometimes dictate specific access locations that
cannot be modified. This plan focuses more on achieving greater conformance with the spacing
requirements, while still maintaining reasonable access to private property. Table 9-1 shows
the number of existing access points (streets and driveways) on both sides of the road in Green
Oak Charter Township. Of the existing 33 access points, none are proposed to be closed or
consolidated.
Table 9-1: Existing and Resulting Access Points
Segment
Pleasant Valley to
Kensington Road

Density
Length Length
(ft)
(mi)
8,348

1.581

1

# of Access Points
Access
/mi.

Existing

Remove

Keep

20.9

33

0

33

MDOT Standard
speed Spacing Resul
limit
Std.
t
55

455

18.3

Footnotes:
1 MDOT standard was divided in half since the counts in this table are for both sides of Grand River.
2
4-way intersections were counted as 2 access points (one on north side, one on south) and T-intersections were counted as
1 access point.

Crash Analysis
There was one intersection evaluated along Grand River Avenue in Green Oak Charter
Township. The following intersection was determined to be a high crash location from the crash
analysis:
•

Grand River Avenue at Pleasant Valley Road

Table 9-2: illustrates the crash type at the intersection in the area.
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Table 9-2: Green Oak Charter Township

Intersection

Single
vehicle

Headon

Headleft

Angle

Grand River
Valley Road

1

0

0

0

14%

0%

0%

0%

Crash Type
RearRearend
left
6

86%

0

0%

Rearright

Swipesame

Swipeopposite

Other

0

0

0

0

0%

0%

0%

Total
Crashes

0%

Source: SEMCOG Traffic Crash Database 2008-2010

Operational Analysis
Existing traffic and safety conditions along Grand River Avenue corridor within Green Oak
Charter Township are currently acceptable based on traffic engineering standards. Analysis
determined that this study intersection was operating at an acceptable level of service (LOS)
during AM and PM peak hours based on the traffic volumes, existing volumes, existing signal
timings, and current lane configuration described above. Table 9-3 summarizes the existing
levels of service at the study intersection.
Table 9-3: Existing Level of Service for AM and PM Peak Hour
Intersection
Grand River Avenue at Pleasant Valley Road*

AM Peak Hour
Delay
(sec / veh)
LOS
11.4
B

PM Peak Hour
Delay
(sec / veh)
LOS
17.2
C

Source: Synchro 8.0 and HCS 2010/2000
LOS = Level of Service; sec / veh = seconds per vehicle
*Unsignalized

The unsignalized intersection at Grand River Avenue and Pleasant Valley Road was evaluated
using HCS 2000 to determine delay.
Grand River Avenue at Pleasant Valley Road
Grand River at Pleasant Valley Road is located in Green Oak Charter Township. At the
intersection, both Grand River Avenue and Pleasant Valley have a speed limit of 45 mph. Grand
River Avenue has one travel lane in each direction with a center two-way left turn lane. The
westbound approach has an exclusive right turn lane and the eastbound approach has an
auxiliary right turn lane. The southbound approach has exclusive left and right turn lanes. The
south leg is a business driveway.
The unsignalized intersection of Grand River Avenue at Pleasant Valley Road was evaluated for
the installation of a signal. The 24-hour volume counts collected for this study were evaluated
using the MMUTCD 2005 Signal Warrant Spreadsheet. The MMUTCD outlines eight factors
used in warranting the use of uniform traffic control signal. These factors include peak-hour
volumes, peak hour delay, pedestrian volumes, school crossings, coordinated signal system, and
crash experience. If the intersection meets warrants based on volumes, the additional warrants
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7

are not evaluated. Based on the volumes collected, the intersection meets Warrant 1- Eight
Hour Vehicular Volumes. The 70 percent factor was used to meet this warrant since Grand River
Avenue has a speed limit of 45 mph. The signal also meets Warrant 1B – Minimum Vehicular
Volumes, Warrant 2 – Four Hour Vehicle Volumes, and Warrant 3B – Peak Hour volumes under
the 70 percent condition.
However, as stated in the MMUTCD Section 4C.01, “The study should consider the effects of the
right-turn vehicles from the minor-street approaches. Engineering judgment should be used to
determine what if, if any, portion of the right-turn traffic is subtracted from the minor-street
traffic count when evaluating the count against the above signal warrants.” At this location the
southbound right turn from Pleasant Valley is 75% in the AM peak and 96% in the PM peak. If
the right turn volume is not taken into account the signal is no longer warranted.
The implementation of a roundabout at Grand River Avenue at Pleasant Valley was also
considered. The intersection currently has available space required for a roundabout and could
be beneficial in reducing delay for the heavy southbound right turn and eastbound left turn
movements. Under 2035 future conditions, both the AM and PM peak hours would operate at
an acceptable LOS D or greater with in lane on each approach. Additional analysis would need
to be conducted if a roundabout is considered at this intersection.
Figure 9-1: Pleasant Valley Road Intersection
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Recommendations
Table 9-4 and the corresponding maps 36-42 of the corridor illustrate specific
recommendations for the corridor through Green Oak Charter Township, including suggestions
for driveway closings, shared and cross-access locations, proper alignments, and alternative
access opportunities. These recommendations are based on state and national research, a
thorough review of the existing conditions along the corridor, and consultation with community
officials. Because the recommendations are based on the existing conditions at the time this
was developed, a significant change in conditions on a site should prompt a thorough
consideration of any proposed project in the context of policies, standards, and goals of this
plan. The township, county, MDOT, SEMCOG, and members of the Steering Committee will play
an important role in reviewing development proposals along this corridor to promote the most
efficient and safe configuration of access.

Table 9-4: Green Oak Charter Township Recommendations
Map #

Area

Comments

Municipality:
Green Oak
Summary: sight distance issue; unsignalized
Charter
intersection
Township

38

Pleasant
Valley Road

High Crash unsignalized location with many rearend crashes; proposed pedestrian crossing

42

Municipality:
Summary: Rural area with proximity to parks
Green Oak
and need to provide bicycle connections to
Charter
downtown Brighton
Township
Nonmotorized connection needed to Downtown
Kensington
Brighton, Brighton Township Park, Kensington
Road
Metro Park and Island Lake Recreation Area.
Priority in Proposed Pathway Plan.
Kensington
Stop controlled on/off ramps on Kensington road
Road
are a safety concern

Draft Recommendations
for Discussion

Study intersection for
possible signal; ensure
traffic impact studies for
development of
nearby parcels; PB study
recommends a
roundabout as another
option

Consider a bike lane or
wide paved shoulder
Consider advance signage
and/or flashing beacons
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Chapter 5: Implementation
How to Use the Access Management Plan
A successful access management program includes four components:
1. An adopted access management improvement plan with guidelines and site-specific
recommendations that is included in the city and township master plans.
2. Zoning ordinances for corridor communities in the study area to enact consistent
standards and solidify the plan’s role in site plan reviews.
3. Administrative and regulatory protocol for implementation of the plan and ordinance.
4. Continued inter-agency communication and coordination in transportation and land use
along the corridor.
Component One: The Access Management Plan
The preceding chapters of this plan discuss overall guidelines for access, nonmotorized and
green infrastructure changes along Grand River Avenue. Also provided are community-specific
chapters that outline site-specific recommendations for properties within that community. Each
community chapter begins with an inventory of existing conditions, issues, and opportunities
and corresponding maps for each site along the corridor. The numbering of the maps start at
the western end of the study corridor at M-59/Highlander Way in Howell Township and
proceed east through the City of Howell, Osceola Township, Genoa Township, the City of
Brighton, Brighton Township and Green Oak Township, where is ends at Kensington Road. All of
these elements combine to create the Grand River Avenue Access Management Plan, which is a
flexible document that is subject to adjustment and improvements as the plan corridor
develops or redevelops. Although the basic design parameters in the proceeding chapters
should remain, the exact locations and configurations of driveways and service roads illustrated
on the maps may shift as development plans are reviewed and more detailed site information is
known.
To provide a legal basis for requiring access design in the site plan review process, each
community should incorporate the Grand River Avenue Access Management Plan into their
local master plan either in total or by reference. The guidelines within the access management
plan and revised city master plans provide the basis for local zoning ordinances which should be
created for each local community.
Each local community should continue to update access recommendations as part of their fiveyear community master plan review. This ensures recommendations in the plan remain
relevant, reflect current conditions and policy, and respond to changes in access along the
corridor. Communities should work with county and regional agencies to further regional
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pathway initiatives, and should maintain relationships with regional transit agencies in order to
ensure future plan updates reflect their efforts and progress toward improved transit service.
Component Two: The Zoning Ordinance
An access management zoning ordinance should be developed for each community.
Appropriate flexibility should be incorporated into each ordinance amendment to allow the
respective planning commissions to modify standards on a case by case basis. Standards and
plan recommendation can be modified during the site plan review process provided the intent
of the standards and/or recommendations are still met to the maximum extend practical on the
site.
In many cases, especially where driveways already exist, not all the MDOT standards can be
met. In most cases the hierarchy should be:
1. Maximize spacing from signalized intersections
2. Directly align driveways, or provide sufficient offset from, access and median crossovers
located across the street
3. Maximize spacing from other driveways on the same side of the street
4. Where minimum spacing and offsets are not practical, access should be located to
maximize the spacing. In some cases, a shared access system should be considered
Component Three: Administrative Procedures
When community officials review a development proposal for a specific property, additional
information should be shown on the site plan including dimensions between proposed access
points and existing ones on adjacent properties along both sides of the street. For land division
request, or those to create outlots or larger commercial complexes, communities should
require an overall site access plan to illustrate how individual sites will be interconnected
through an internal circulation system rather than by individual access points. When larger sites
are divided, proper cross-access easements and use/maintenance agreements should be
executed to ensure the original circulation is maintained. Approved site plans should clearly
note where cross-access is required, along with restricted driveway operations noted.
Most often the recommendations in this plan will be implemented when an owner or developer
voluntarily offers to change the status of their site. Communities should review the access
points during the development review process, especially those that do not adhere to the
standards in this plan. Triggers for review should be incorporated into each local zoning
ordinance and include review of the changes that will increase the building size, demand for
parking, or amount of traffic that will be generated. Access reviews should also be performed
where a driveway is located within proximity to a signalized intersection or high-crash road
segment.
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In some cases where a service drive to link businesses is a long-range alternative, temporary
access may need to be approved. The site plan should note the temporary driveway and the
terms under which it will be removed. In most cases it will be removed by the private property
owner upon availability of an alternative or shared access system in the future. Locations for
shared access connections should be shown on the site plan and an access agreement executed
in order to provide the terms of its construction in the future. This should include those
responsible for initial construction costs and on-going maintenance.
Component Four: Interagency Communication and Coordination
While some of the recommendations in this plan can be directly implemented, many are longterm initiatives that will require an ongoing partnership and commitment between members of
the Steering Committee. Development decisions along the plan corridor fall under the purview
of several agencies. The local communities have jurisdiction over land use planning, zoning, site
plan and subdivision review outside the corridor right-of-way. Various road jurisdictions exist
within the study corridor to include MDOT and the LCRC and each local community has
authority over the local streets that both intersect and run parallel to Grand River Avenue. This
complex network of agencies makes a formal, mutually agreed upon access approval procedure
a critical element for future implementation and success of this plan. Therefore, developing a
partnership between MDOT, LCRC, local communities and private property owners is essential
to accommodating planned development along the corridor. Ensuring this process also involves
SEMCOG, local transit providers and the public. The Access Review/Approval Procedure below
illustrates the organization of this partnership and flow of projects that fall under the scope of
this plan.
Larger development projects that cross or are within ¼ mile of a community boundary should
include a review by both communities early in the project process. Local communities and
other approving agencies should pay special attention to the interaction of access points, nonmotorized facilities, and transit facilities at and around these transition areas when making
decisions.
It is important that the Steering Committee continue to meet regularly to identify needed
updates to the plan, discuss implementation challenges and successes, and coordinate future
efforts that may span more than one jurisdiction. In addition to continuing the interjurisdictional cooperation, these meetings will provide a forum to discuss and coordinate major
development proposals, heritage or other route designations along the corridor, traffic impact
studies, right-of-way preservation and roadway cross-section designs, rezoning proposals,
ordinance text amendments, local master plan updates, roadway improvements or
reconstruction, non-motorized transportation, streetscape enhancement, green infrastructure
implementation, and other issues along the corridors.
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The other component of local implementation is keeping local officials and governing boards
aware of the benefits of access management and their role in implementation.
Some communities may choose to expand the scope of this effort to apply to other area
corridors with existing or expected future access management issues. The underlying benefits
obtained by maintaining good control of the number and location of commercial access points
can be realized on all major roads. While the access management standards only initially apply
to the boundaries of the overlay zoning districts adopted by each community, expansion of the
district boundary or future amendments can allow application of the standards established in
this plan throughout each community.
Access Review and Approval Procedure
The Access Review/Approval Procedure outlines the recommended process to be followed
during appropriate development reviews and access changes along the plan corridor. The intent
of the process is to ensure that the local site plan review process and required LCRC and/or
MDOT access permit processes are coordinated to implement the recommendations of this
plan and realize the maximum benefits of access management. The process provides feedback
loops between the planning commissions and these agencies as modifications are made to
access and circulation.
In addition to access standards, this project has gone beyond the typical implementation
exercises by incorporating non-motorized and transit considerations and low impact design
elements to improve the potential positive impacts of coordinated public and private
investment along the corridor. As access improvements are made over time, simultaneous
review of non-motorized, transit and stormwater systems is also needed to capitalize on
opportunities to enhance the overall corridor and provide a catalyst for future improvements
and economic growth.
Other Implementation Opportunities
Implementation of the plan’s recommendations through site plan and development review, as
discussed above, is one way to achieve the benefits of access management. However, the
process is expected to be gradual, taking a number of years to achieve. There may be other
opportunities that can accelerate implementation of the recommendations including:
• Road Reconstruction or Resurfacing Projects. Access management can be implemented
with streetscape plans or road resurfacing or reconstruction projects.
The design process for such projects should include time for coordination meetings with
private property owners to discuss changes along their frontage. Often, the road agency
can absorb the cost of driveway closures that are coordinated within the larger project.
In fact, this approach is more cost effective than reconstructing each individual
driveway. During the design process, the focus should be on modifying or removing
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•

•

access points that have the potential to contribute to congestion or crash potential,
especially those near intersections and high-crash areas.
Local or County Funding Sources. Implementation of many of the plan’s recommended
improvements will depend on available funding. In some cases, the costs of the
improvements will be borne by the property owner as part of changes to private
property. In others, grants or other transportation funds may be earmarked for access
changes along Grand River Avenue. Still in other cases, a local Downtown Development
Authority (DDA) or Corridor Improvement Authority may seek to fund improvements
that further their plans and goals.
Transportation Alternatives Program (TAP). The TAP offers funding opportunities to
help expand transportation choices and enhance the transportation experience through
implementing a number of transportation improvements, including pedestrian and
bicycle infrastructure and safety programs, historic preservation and rehabilitation of
transportation facilities, environmental mitigation activities, and safe routes to school
programs.
The SEMCOG region will receive between $4.8 and $5 million in fiscal year 2012. Eligible
TAP applicants include all ACT-51 eligible agencies in SEMCOG’s seven county region.
Act-51 agencies are those agencies with the authority under state law to receive federal
transportation funds. They include incorporated cities, incorporated villages, county
road commissions and public transit agencies. Other agencies can apply, but only if they
are sponsored by an Act-51 eligible agency. The sponsor agency is the legal jurisdiction
for the project and will receive reimbursement from the state for TAP project expenses,
which they will in turn pay the sponsored agency under terms of the sponsoring
agreement.
TAP funding is available for a wide variety of projects, including:
1. Nonmotorized Facilities
a. On-road and off-road nonmotorized facilities, including safetyrelated infrastructure for those projects, and transportation projects
to achieve Americans with Disabilities Act (ADA) compliance;
b. Projects that will provide safe routes for non-drivers, including
children, older adults, and disabled persons to access daily needs; and
c. Conversion of abandoned railroad corridors for nonmotorized trails.
2. Community Improvement and Environmental Mitigation
a. Historic preservation and rehabilitation of historic transportation
facilities to repurpose those facilities for a use consistent with one or
more of the Creating Success outcomes; and
b. Green infrastructure projects to reduce environmental impact of
highway facilities or highway projects. Projects should be consistent
with SEMCOG’s Low Impact Development Manual (LID Manual).
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3. Safe Routes to School
a. Infrastructure projects that substantially improve the ability of
students to walk or bicycle to school, including sidewalks, traffic
calming, bicycle and pedestrian crossings, on-street bicycle facilities,
off-street bicycle and pedestrian facilities, bicycle parking, and traffic
diversion. These projects must be implemented within a two-mile
radius of the school; and
b. Non-infrastructure projects to encourage students to walk or bicycle
to school, such as public awareness campaigns, outreach, traffic
education and enforcement in the vicinity of the school, student
sessions on pedestrian safety, health, and environment, and funding
for training, volunteers, and managers of committees formed for the
purpose of implementing Safe Routes to School activities. Note:
Between 10 and 30 percent of TAP funding awarded each year Safe
Routes to School-type projects will be for non-infrastructure projects.
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Appendix
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