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Appendix A: PEL Questionnaire 
 

1. Background 

The Michigan Avenue PEL was a process to identify transportation improvements in the Michigan 

Avenue corridor between Campus Martius Park at Woodward Avenue and the I-96 overpass. The 

corridor passes through two Detroit neighborhoods, downtown and Corktown, and is a major link 

to the communities west of Detroit. 

 

The PEL process was used because it allowed MDOT to consider the environmental, community, 

and economic goals and impacts of the project early in the transportation planning process. 

Streamlining the planning and NEPA phases of this project will allow MDOT to expedite design 

and construction to align with continued development in the area, keep pace with changing 

dynamics along the corridor, and honor the unique identity of the corridor’s neighborhoods. 

 

2. Methodology Used 

The scope of work for this PEL included the documentation of the PEL process which was updated 

through the project and included: 

 

• Summarized the environmental analysis and potential impacts completed thus far for use 

during environmental clearance 

• Engaged with stakeholders and the community throughout the process 

• Developed a P&N statement 

• Developed a locally acceptable alternative for use during final design 

• Documented how the locally acceptable alternative solves existing issues identified through 

existing conditions analysis and by the community 

 

Although the PEL process is considered pre-NEPA, the goal is to advance the project into NEPA 

once the PEL process is completed. As such, NEPA terminology was used in the documentation 

to accommodate future NEPA classification and clearance. For example, the PEL includes a P&N 

statement which went through multiple rounds of stakeholder and community engagement. 

 

The decision-makers throughout the PEL process consisted of the broader MDOT team, the LAC, 

and the GAC. These groups were engaged throughout the process to provide critical input on the 

analysis, alternatives, and how to communicate these elements with the community. 

 

3. Agency Coordination 

Coordination with local agencies consisted of meetings with the broader MDOT team, the LAC, 

the GAC, and various resource agencies. The table below shows the meetings and specific dates 

the coordination meetings were held. 
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Meeting Name Date of Meeting 

Kickoff Meeting August 23, 2019 

Safety Field Meeting September 26, 2019 

Community Meeting #1 October 9, 2019 

LAC/GAC Meeting #1 December 3, 2019 

LAC/GAC Meeting #2 November 19, 2020 

Community Meeting #2 December 2, 2020 

LAC/GAC Meeting #3 February 25, 2021 

Community Meeting #3 March 3, 2021 

SHPO Meeting #1 March 26, 2021 

SHPO Meeting #2 August 11, 2021 

LAC/GAC Meeting #4 September 9, 2021 

Community Meeting #4 September 15, 2021 

SHPO Meeting #3 February 4, 2022 

 

4. Public Coordination 

MDOT coordinated with the community to obtain input on potential issues and receive feedback 

on proposed alternatives. Four (4) community meetings were held in person and virtually. As the 

PEL began prior to the COVID-19 pandemic, it allowed MDOT an early chance to work with the 

community on the vision for Michigan Avenue. Community Meeting #1 was held jointly with the 

city’s ongoing Greater Corktown Planning Framework. Subsequent meetings were held virtually 

to work within social distancing parameters and created a safe way for the community to provide 

input to the PEL. 

 

The community engagement sessions completed as part of the Michigan Avenue PEL are shown 

in the table below. 

 

Meeting Date 

Community Meeting #1 October 9, 2019 

Community Meeting #2 December 2, 2020 
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Virtual Office Hours, Round 1 December 2020 

Streetmix™ Interactive Street Design Activity December 2020 

Community Meeting #3 March 3, 2021 

Virtual Office Hours, Round 2 March 2021 

Community Meeting #4 September 15, 2021 

 

5. Purpose and Need 

The P&N for the Michigan Avenue PEL was developed to define the trajectory of the project. 

Community meeting #1 and LAC/GAC meeting #1 allowed MDOT to receive input on what 

elements should be included in the P&N. The P&N was developed from this input and shared in 

all subsequent meetings with no new comments or concerns. 

 

At community meeting #1 and LAC/GAC meeting #1 a number of themes emerged, including 

safety, access, multi-modalism, emerging technology, and historic character. These needs from 

the community were used to develop the P&N for the project: 

 

“To create a corridor that promotes safe and equitable access to all forms of mobility and 

emerging technology along Michigan Avenue, while preserving the area’s unique 

character.” 

 

The P&N served as the foundation for the development of evaluation criteria that were used to 

analyze each alternative developed as part of this PEL. 

 

6. Range of Alternatives 

Michigan Avenue has a variety of different contexts and neighborhood characteristics to consider 

between the east and west ends of the corridor. Thus, the range of alternatives developed as part 

of the PEL sought to address the specific challenges that can be found throughout the corridor 

and/or within the Corktown and downtown segments. 

 

These factors, information from previous studies, and community input on the P&N allowed MDOT 

to develop three (3) illustrative alternatives that represented minimal, moderate, and significant 

modifications to the corridor. Through the engagement process, the illustrative alternatives were 

consolidated into two (2) practical alternatives that incorporated the most desired elements of the 

illustrative alternatives. Through additional engagement with the community and stakeholders, 

one (1) locally acceptable alternative was selected to advance that responded well to the 

evaluation criteria and closely aligned with community and stakeholder desires. 

 

7. Planning Assumptions and Analytical Methods 

The three (3) illustrative alternatives were analyzed using traffic analysis software (Appendix G) 

with traffic volumes grown from present conditions to anticipated 2045 traffic volumes.  The traffic 
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growth factor used to establish the 2045 future conditions was provided by MDOT.  For this 

analysis, a 0.5% annual compounding growth rate was applied to all existing condition traffic 

volumes over the 20-year analysis period.  This growth factor was applied to the base condition 

models (AM and PM peak hour) to grow the traffic volumes to estimated 2045 volumes which 

became the No-Build model (Alternative 1) as this model contained the existing geometry, lane 

markings, and traffic control with the future traffic volumes. The No-Build (Alternative 1) model 

was then modified geometrically, operationally, or both as required to replicate the alternatives. 
 

8. Environmental Resources Reviewed 

MDOT’s Environmental Section was engaged in this project and assisted in the identification of 

potential environmental impacts, completing an Environmental Scoping Review for the corridor. 

Summarized below are the results of the Environmental Scoping Review which included the 

review of 22 resources for potential impacts. Only the resources that have potential concerns are 

listed below. All others were determined to have no anticipated concerns or no involvement. The 

entire Environmental Scoping Review can be found in Appendix D. 

 

• Air Quality: Potential concerns 

o The proposed area is in attainment/maintenance for carbon monoxide and 24-hour 

PM2.5 standards. If the proposed project includes a road diet then hot-spot analyses 

for both pollutants may be required. 

 

The PEL includes a road diet as part of the locally acceptable alternative; thus, hot-spot 

analyses for pollutants may be required during NEPA. 

 

• Historic: Potential concerns 

o The Corktown Historic District abuts Michigan Avenue between Trumbull Street and 

the M-10 SB Service Drive; brick roadway is a contributing element and removal of 

would likely pose an adverse effect unless reconstructed in brick or possibly integrally 

dyed concrete pavers (as used for US-41 in Houghton) 

o The brick roadway from Rosa Parks Boulevard to the M-10 SB Service Drive is 

potentially eligible for listing in the NRHP; this would include the Michigan 

Avenue/Trumbull Street intersection, which received emergency reconstruction a few 

years ago; it is possible that the removal of the brick roadway would pose an adverse 

effect; any proposed treatment of the Michigan Avenue intersection, because it is 

adjacent to the Corktown Historic District, will need to be coordinated with SHPO and 

will need to follow SHPO streetscape guidelines 

o Historic buildings at the SW, NW, and NE quadrants of Michigan Avenue at 

Washington Boulevard; historic statue on the Washington Avenue median south of 

Michigan Avenue 

o Potentially historic building at the triangle intersection of Michigan Avenue, Lafayette 

Boulevard, and Griswold Street 

o Patrick V. McNamara Federal Building (SW quadrant Michigan Avenue at Cass 

Avenue) opened in 1976 and would need to be considered for potential NRHP 

eligibility assuming it will reach 50 years of age prior to the start of construction 
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o 444 Michigan Avenue is a 1973 addition to the AT&T /Michigan Bell Building 

o Streetscape within historic districts will need to follow SHPO Streetscape Guidelines 

 

The PEL addresses many of these concerns, as the locally acceptable alternative would 

remain within the existing right-of-way and not adversely impact these properties. 

However, the locally acceptable alternative does include the introduction of new brick 

pavers in the roadway and the potential re-use of historic brick pavers. As such, additional 

coordination with SHPO and the community will be required during NEPA. 

 

• 4(f)/6(f): Potential concerns 

o Separated bike lanes exist along Michigan Avenue within the limits that appear to be 

primarily for transportation and not recreation and thus would not be protected under 

Section 4(f); however, they should be considered in the development of alternatives 

o Roosevelt Park is located on the south side of Michigan Avenue from 16th Street to 

14th Street 

o Bennett Park (appears to be gone, confirmation would be required) is located on the 

north side of Michigan Avenue from Cochrane Street to Trumbull Street 

o Michigan Third Street Park is located on the north side of Michigan Avenue, west side 

of 3rd Street 

o Potential park located on both the north and south sides of Michigan Avenue at 

Washington Boulevard; it's not listed on their park finder but confirmation with the city 

should occur 

o Lafayette Greens is located on the south side of Michigan Avenue east side of Shelby 

Street; underlying ownership and any easements would need to be determined; it 

appears the Greening of Detroit runs this, and it's not listed on the city's park finder, 

but it may have public ownership so confirmation with the city should occur 

o Campus Martius Park is located at the east end of Michigan Avenue at Woodward 

Avenue 

 

If the project requires fee, easements, consents of any kind, or any change in property 

ownership will occur from the properties or if access is not maintained to the properties 

this project will may have a Section 4(f) impact. The approval process and level of 

documentation required depends on the level of impact, and whether those impacts are 

temporary or permanent. At a minimum, projects with Section 4(f) impacts of any kind 

must have formal coordination with the official with jurisdiction over the property. 

Additionally, avoidance alternatives must be discussed and reasons to dismiss these 

alternatives must be documented. Mitigation measures must also be discussed and 

documented. A public meeting would need to be held for FEE or easement needs. The 

official with jurisdiction must also concur with our use of their property in writing. 

Additionally, the contractor cannot use any public recreational properties as 

staging/storage areas. 

 

The PEL addresses many of these concerns, as the locally acceptable alternative would 

remain within the existing right-of-way and not adversely impact these properties. 
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• Noise: Potential concerns 

o If a proposed project includes a fixed-rail system, then a noise and vibration analysis 

will be required; otherwise, there are concerns 

 

The PEL addresses this potential concern, as the locally acceptable alternative does not 

include a fixed-rail system. 

 

9. Environmental Resources Not Involved in PEL 

MDOT’s Environmental Section prepared an Environmental Scoping Review that was discussed 

in section #8 above and can be found in Appendix E. This memo is comprehensive and all 

environmental resources that MDOT is aware of were reviewed in the PEL. 

 

10. Cumulative Impacts 

Cumulative impacts were reviewed as part of this PEL and include potential indirect impacts to 

the surrounding community. 

 

Land Use  

By reducing the number of vehicle lanes available, improving the bicycle infrastructure, adding 

dedicated transit lanes, and upgrading sidewalks and pedestrian conditions throughout the 

corridor, the adjacent land use may change to better accommodate pedestrians and bicyclists. 

This would include more street fronted buildings, more sidewalk patio spaces, and a higher 

density of residences along Michigan Avenue. Parking areas may be relocated to other areas or 

removed altogether to make room for a higher density of land use. 

 

Transit Ridership 

The addition of dedicated transit lanes and high-quality station areas may lead to additional transit 

ridership on the Michigan Avenue corridor. Transit vehicles will be able to avoid any traffic within 

the right-of-way as they will be traveling in their own lane and may attract more riders with the 

associated potential increase in service quality. Covered stations with additional amenities will 

make for a more pleasant waiting experience and may attract new riders as well. 

 

Autonomous Vehicles 

The locally acceptable alternative includes designs to allow autonomous vehicles to utilize the 

dedicated transit lane to test and operate out of the flow of general traffic. This provision allows 

for transit vehicles and autonomous vehicles to operate together in the dedicated center lane and 

improve the efficiency of the roadway. Both transit vehicles and autonomous vehicles (at the time 

of PEL’s development) are not traveling frequently enough to impede much with the other’s 

movements. Allowing autonomous vehicles in these lanes may lead to earlier adoption of the 

technology and reduce unintended crashes while testing. 

 

Economic Development 

Currently, both the Corktown and downtown segments of the Michigan Avenue corridor are 

healthy business districts. However, both segments have areas of vacancy and underinvestment. 
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The locally acceptable alternative, with its focus on walkability and non-motorized focused design, 

may lead to additional business and residential investment.  

 

Non-Motorized Travel 

The locally acceptable alternative includes sidewalk level bike lanes that will offer a safer and 

more comfortable facility for cycling and other slower speed travel than the existing parking 

protected bike lane. New pavement and cycling amenities will make cycling easier along Michigan 

Avenue and may encourage more residents to bike. Additionally, sidewalks will be updated where 

needed, curb bump out will be added, and ADA ramps will be installed in locations that are 

currently lacking them. These upgrades should account for more pedestrians and cyclists using 

Michigan Avenue. 

 

Forecast Traffic 

Traffic levels are not expected to change as a result of this project. However, the average level of 

service in the corridor may change due to the removal of two general purpose travel lanes. As the 

Corktown neighborhood grows, through the introduction of new residences, commercial 

development, and daytime employees, there may be more congestion on the corridor during the 

AM and PM peak periods. Specifically, the area near Michigan Central Station, which is intended 

to house 5,000 employees in the near future, may become especially congested during these 

peak periods. MDOT will continue to work with the city and stakeholders to determine the true 

impacts of this development, how traffic will access this area, and what mitigation strategies are 

required to maintain operations. 

 

Environmental Justice 

The introduction of new infrastructure, including better conditions for pedestrians, bicyclists, and 

transit users, should provide more options for disadvantaged populations to move throughout the 

corridor. However, investment in Michigan Avenue coupled with ongoing development in the 

Corktown neighborhood may lead to gentrification and displacement of disadvantaged 

populations. These factors will need to be closely monitored and coordinated with local partners 

as the project advances. 

 

11. Mitigation Strategies 

Depending on final design and associated environmental impacts, potential mitigation could be 

required.  Mitigation measures are commitments that will be integrated into the project once the 

acceptable alternative moves into the design phase.  Below is a preliminary list of potential 

mitigation that could be required for the project. 

 

Historic Impacts 

Depending on the final design of the project, the potential impacts associated with the design will 

require coordination with SHPO to ensure that adverse impacts are not realized. Extra design 

considerations and mitigation strategies will be needed to address the impacts to the historic brick 

pavers. 
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Maintenance of Traffic (MOT) 

Access for vehicles, pedestrians, and bicyclists to corridor businesses will be maintained during 

construction. 

 

12. Future NEPA Coordination 

As indicated in the locally acceptable alternative, this project will remain within existing Michigan 

Avenue right-of-way. Thus, from a NEPA perspective, the biggest issues moving forward from the 

PEL are related to the historic brick pavers and traffic impacts. 

 

MDOT will continue to coordinate with residents, stakeholders, and SHPO to determine the most 

appropriate path forward for the removal, replacement, and re-use of brick pavers within the PEL 

limits. Reuse in pocket plazas at certain intersection corners received the strongest support, but 

there may be design considerations that present other opportunities to reuse in other locations 

outside of the road and traveled sidewalk. 

 

Further consideration is likely needed regarding potential traffic impacts associated with the 

locally acceptable alternative. More detailed analysis of route diversion, mode shift, and u-turn 

movements will be needed to fully project future traffic operations within the corridor. MDOT will 

analyze the storage needed for left-turns at signalized intersections, considering those areas will 

be woven into the design of buffer space and bus stop locations of the center-running transit 

facility.  

 

MDOT will continue to consider these elements as they advance the Michigan Avenue project 

into environmental review, design, and construction. 

 

13. Potential Issues for Future Consideration 

No potential issues apart from those indicated above are anticipated for future consideration. 



  

Appendix B: Traffic Analysis 

 

  



 

 

 

MEMO 

SUBJECT: Michigan Avenue PEL- Traffic Analysis Final Deliverable – Submittal 2 (Original 

Submittal Date September 22, 2021) 

DATE: March 3, 2022 

Existing Traffic Conditions 

Weekday AM, Midday, and PM peak hours were analyzed in Synchro 10 to determine the theoretical control delay 

and level of service by movement, by approach, and for the entire intersection.  The volumes were based on counts 

from prior to the Covid-19 Pandemic as current volumes are not representative of normal volumes. In particular for 

the Build year, it is expected that the Pandemic impacts will no longer be a consideration. The level of service 

(LOS) is based on the amount of delay experienced by drivers traveling along the roadway through an intersection.  

Synchro evaluates intersection performance by calculating the Levels of Service (LOS) using methodologies as 

defined in the Highway Capacity Manual1 (see LOS thresholds in Table 1).  

Table 1: LOS Criteria 

LOS Brief Description 

Delay per vehicle (seconds) 

Unsignalized 

Intersection 
Signalized Intersection 

A Represent excellent operation with minimal or no 

delays. 

0-10 0-10 

B >10-15 >10-20 

C 
Typical operating levels when some delays occur. 

>15-25 >20-35 

D >25-35 >35-55 

E Congested situations and improvements are 

usually considered at these levels. 

>35-50 >55-80 

F >50 >80 

 

Typically, Level of Service D or better is considered acceptable in urban areas. Table 2 summarizes the delay and 

levels of service (LOS) for each of the study intersections as analyzed for existing conditions and reported by 

Synchro 10. During the weekday off-peak and PM peak hour, all intersections operate at an acceptable level of 

service.  However, during the AM peak hour, the intersection at US-12 at SB Washington Blvd operates at a LOS E 

along with the following approaches/movements that experience longer delays due to capacity constraints: 
US-12 at I-75 NB off-ramp*: 

• northbound left turn movement during the AM peak hour resulting is a LOS F, 52.3 s/veh delay 

US-12 at 14th St: 

• northbound approach during the AM hours resulting in a LOS F, 97.5 s/veh delay 

US-12 at Rosa Parks Blvd: 

• southbound thru movement during the AM peak hour resulting is a LOS E, 56.6 s/veh delay 
US-12 at SB Washington Blvd 

• eastbound approach during the AM peak hour resulting is a LOS F, 88.6 s/veh delay 
US-12 at Griswold St: 

• northbound left turn movement during the AM peak hour resulting is a LOS E, 67.8 s/veh delay 
 

  

 
1 Highway Capacity Manual, 6th Edition: A Guide for Multimodal Mobility Analysis.  Washington, DC: 
Transportation Research Board, October 2016. 
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Table 2: AM, Midday, and PM Peak Hour Levels of Service for Existing Conditions 

Intersection AM Peak Hour Off-Peak Hour PM Peak Hour 

Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS 

US-12 at Jeffries SD/ Fisher SD 15.6 B 10.7 B 10.1 B 

US-12 at I-75 NB off-ramp* 5.4 A 0.9 A 1.2 A 

US-12 at SB Vernor Hwy 36.3 D 7.7 A 6.1 A 

US-12 at 14th St 28.6 C 11.2 B 14.0 B 

US-12 at Rosa Parks Blvd 17.7 B 13.7 B 13.5 B 

US-12 at Trumbull 12.0 B 12.5 B 11.4 B 

US-12 at John C Lodge SD/ 6th St 6.2 A 6.1 A 6.5 A 

US-12 at SB 3rd Ave 11.9 B 4.6 A 5.5 A 

US-12 at NB 3rd Ave 3.0 A 3.6 A 4.4 A 

US-12 at Cass Ave 17.1 B 16.9 B 15.2 B 

US-12 at SB Washington Blvd 59.6 E 10.7 B 12.4 B 

US-12 at NB Washington Blvd 34.5 C 6.8 A 8.0 A 

US-12 at Shelby St 6.6 A 8.8 A 9.6 A 

US-12 at Griswold St 21.3 C 17.2 B 24.7 C 

US-12 at M-1  9.1 A 11.8 B 13.9 B 
Source: Synchro 10 
LOS = Level of Service; sec / veh = seconds per vehicle  

* Unsignalized Intersection: LOS and delay based on stop/yield-controlled approaches only 

2045 Michigan Avenue No-Build Conditions 

The purpose of this traffic study is to determine the relative performance of alternative lane configurations along 

Michigan Avenue.  In order to quantify the traffic impact of the alternatives, a base comparison must be made.  To 

determine the roadway conditions in the year 2045 without any changes to Michigan Avenue, a growth rate of 0.3 

percent per year was added onto the existing peak hour traffic counts.  This was based on the traffic growth provided 

from MDOT in TAR#3311 which was based on past growth, regression analysis, and population projections in 

Wayne County.  In addition to the growth rate, Ford Traffic was also included based on the assumptions detailed in 

Appendix A.     

Table 3 summarizes the anticipated delay and LOS for each study intersection for the weekday AM, off-peak, and 

PM peak hours without any changes to Michigan Avenue as reported by Synchro 10 for the year 2045.  As in the 

existing conditions, all of the study intersections are expected to operate at acceptable levels of service for the off-

peak and PM peak hour.  However, many intersections experience longer delays, particularly during the AM peak 

hour.  During the AM peak hour, in addition to US-12 at SB Washington Blvd, the following three intersections are 

expected to operate at a LOS E if no changes are made:  

• US-12 at SB Vernor Hwy 

• US-12 at 14th St 

• US-12 at NB Washington Blvd 
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Table 3: AM, Midday, and PM Peak Hour Levels of Service for 2045 No-Build Conditions 

Intersection AM Peak Hour Off-Peak Hour PM Peak Hour 

Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS 

US-12 at Jeffries SD/ Fisher SD 17.4 B 11.3 B 10.8 B 

US-12 at I-75 NB off-ramp* 12.7 B 0.9 A 1.2 A 

US-12 at 17th Street* 1.2 A 1.2 A 3.1 A 

US-12 at SB Vernor Hwy 63.9 E 8.9 A 8.1 A 

US-12 at 14th St 63.7 E 15.0 B 47.6 D 

US-12 at Rosa Parks Blvd 45.1 D 21.1 C 16.2 B 

US-12 at Trumbull 12.6 B 12.7 B 12.4 B 

US-12 at John C Lodge SD/ 6th St 7.9 A 6.3 A 6.6 A 

US-12 at SB 3rd Ave 12.0 B 4.6 A 5.6 A 

US-12 at NB 3rd Ave 3.4 A 3.5 A 4.4 A 

US-12 at Cass Ave 17.9 B 17.6 B 15.9 B 

US-12 at SB Washington Blvd 70.5 E 10.9 B 14.7 B 

US-12 at NB Washington Blvd 56.7 E 6.9 A 8.3 A 

US-12 at Shelby St 11.5 B 9.2 A 9.5 A 

US-12 at Griswold St 24.1 C 18.4 B 27.4 C 

US-12 at M-1  11.5 B 14.2 B 17.8 B 

Source: Synchro 10 

LOS = Level of Service; sec / veh = seconds per vehicle  

* Unsignalized Intersection: LOS and delay based on stop/yield-controlled approaches only 

2045 Initial Build Conditions 

A preliminary selection of alternatives to carry autonomous vehicles (AV) and/or rail along the Michigan Avenue 

corridor was obtained through a public meeting forum and resulted in the following alternatives:  

• Center Running – AV/rail would run in the inside lanes with left-turn maneuvers being prohibited excepts 

at signalized intersections and other critical locations.   

• Side Running – AV/rail would run in the outside lanes allowing a continuous center left turn lane (cltl) to 

be provided.  

In an earlier vetting of possible alternatives, it was determined that any lane reductions along Michigan Avenue 

would result in failing Levels of Service (LOS E or F) at intersections throughout the corridor.  However, it is 

anticipated that when a new mode of travel is introduced along a corridor that a shift in ridership would occur that 

may help to offset the capacity constraints.  Additionally, when roadways become constrained drivers seek 

alternative routes with less congestion, in this case I-94, I-75, and Fort Street.   In typical transit studies (rail, bus, 

etc.) travel demand models are used to aid in determining potential shifts and increases in ridership.  However, with 

connected vehicles this potential shift becomes harder for models to predict, thus a different method was developed. 
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An analysis was undertaken to determine the potential mode shift and/or route shift needed along Michigan Avenue 

for intersection operations to improve towards acceptable LOS D or better.   

2045 INITIAL BUILD CONDITIONS WITHOUT MODE/ROUTE SHIFT 

Both the Center Running and Side Running alternatives were initially analyzed without a mode/route shift.  

Additional network adjustments considered in the 2045 Build Conditions include the following: 

• 14th Street converted to two-way south of Michigan Avenue. Maintained one-way north of Michigan 

Avenue, but reduced to one thru lane to match with cross-section south of Michigan Ave.  The cross-

section is approximately 55’ wide on the south leg and the following lane configuration was used: 

o 1 southbound thru 

o 1 northbound right onto Michigan Ave 

o 1 northbound thru onto Fisher Service Drive 

o 100’ dedicated left turn lane 

• Vernor Hwy access to Michigan Avenue was closed and traffic rerouted to 16th Street and 14th Street via 

Lacombe. 

• Michigan Avenue direct access to Woodward Avenue closed and traffic rerouted to Griswold. 

• Lafayette Blvd access removed from the signalized intersection at Michigan Avenue and Griswold; 

converted to a one-way stop control access at Griswold St. 

• Existing dual right turns on southbound 3rd Street was adjusted to a single right turn since there is one 

receiving lane.   

• Optimized signal timing cycle lengths, offsets, and splits were utilized.  

• Only applicable to Center Running alternative: 

o Prohibited left-turn maneuvers with traffic reassigned to signalized interactions; 

o Only westbound left turns allowed at 16th Street; 

o North leg at 16th Street was omitted from the Synchro model as the volumes are negligible and it is 

not expected to have significant impact to the intersection operations;  

o Protected left-turn phasing for Michigan Avenue where lanes are offset at signalized intersections; 

and,  

o Lead-lag left turn phases were modeled so the left turns do not overlap.  

  

After further consideration in consultation with MDOT, it was determined that the Center Running alternative is 

the Locally Acceptable Alternative.  The Center Running alternative was also further analyzed to determine the 

operational impact of U-turn operations at signalized locations where left-turns are prohibited at unsignalized 

locations.  Due to the limited turn paths, U-turn maneuvers would only be allowed for cars.  Allowing U-turns 

would increase overall intersection delay; for example, in the AM 30% shift model, delay increased  up to 8.2 

sec/vehicles.  Mode/route shift and the associated models will be discussed in more detail in the following section.          

 

The results for the Center Running alternative with U-turns and Side Running alternative are provided in the 

Appendix B.  It is important to note, that the Side Running alternative is anticipated to experience more delay due 

to the right turn maneuvers from the right most travel lane having to yield to the outside AV/rail traffic.  Synchro 

10 software is not fully capable of modeling such scenario, particularly at STOP controlled locations.  At Signalized 
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locations, pedestrian conflicts were added to mimic the delays but it is an imperfect solution. In addition, there are 

unknown factors (e.g. AV volumes) that were not considered that may further impact the delay in the side running 

alternative.  Therefore, the remainder of this section will focus on the results for the Center Running alternative.          

Table 4 summarizes the anticipated delay and LOS for each study intersection for the weekday AM, off-peak, and 

PM peak hours.  As predicted, many of the study intersections operate at an unacceptable level of service during 

the AM and PM peak hour.  During the off-peak, all of the study intersections are anticipated to operate at an 

acceptable level of service (D or better).  

Table 4: Center Running AM, Midday, and PM Peak Hour Levels of Service for 2045 Initial Build Conditions (No Shift) 

Intersection AM Peak Hour Off-Peak Hour PM Peak Hour 

Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS 

US-12 at Jeffries SD/ Fisher SD 18.6 B 15.1 B 21 C 

US-12 at I-75 NB off-ramp* NA1 F 15.8 C 37.7 D 

US-12 at 17th Street* 58.4 F 14.1 B 23.4 C 

US-12 at 16th Street* 372.9 F 15.6 C 36.7 E 

US-12 at SB Vernor Hwy Intersection removed 

US-12 at 14th St 122.7 F 21 C 29.3 C 

US-12 at Rosa Parks Blvd 250.4 F 28.7 C 143.4 F 

US-12 at Trumbull 170.1 F 28.8 C 51 D 

US-12 at John C Lodge SD/ 6th St 184.3 F 9.3 B 37 D 

US-12 at SB 3rd Ave 60.2 E 11.6 B 15.6 B 

US-12 at NB 3rd Ave 135.5 F 14.1 B 16.3 B 

US-12 at Cass Ave 107.7 F 13.5 B 32.1 C 

US-12 at SB Washington Blvd 49.7 D 13.9 B 32.5 C 

US-12 at NB Washington Blvd 81.3 F 8.3 A 25.4 C 

US-12 at Shelby St 38.4 D 10 B 15.4 B 

US-12 at Griswold St 38.3 D 26.3 C 49.9 D 

US-12 at M-1 Intersection Removed 

Source: Synchro 10 

LOS = Level of Service; sec / veh = seconds per vehicle  

* Unsignalized Intersection: LOS and delay based on stop/yield-controlled approaches only 
1 Delay for the stop-controlled approach could not be quantified due to excessive delay variables exceeding normal ranges. 

MODE/ROUTE SHIFT SENSITIVITY TESTING 

The AM and PM peak hours were further analyzed to determine the target mode shift required to provide acceptable 

levels of service.  A sensitivity test was performed by applying a percent mode/route shift to all movements along 

Michigan Ave and crossroad turning movements onto Michigan Avenue.  A 20% mode shift was initially assigned 

for each peak hour.  Based on the results, additional mode/route shift percentages were tested for comparison as 

denoted in Table 5 for the AM peak hour and Table 6 for the PM peak hour.  Each table summarizes the anticipated 

delay and LOS for each study intersection based on the assigned mode shift without additional mitigation measures 

that were considered in the Final Build scenario.   
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Table 5: Center Running AM Peak Hour Levels of Service for 2045 Initial Build Conditions (% Mode Shift Sensitivity 
Testing) 

Intersection AM Peak Hour 

20% Mode Shift 30% Mode Shift 

Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS 

US-12 at Jeffries SD/ Fisher SD 15.8 B 14.9 B 

US-12 at I-75 NB off-ramp* 429.2 F 131 F 

US-12 at 17th Street* 32.3 D 25 D 

US-12 at 16th Street* 114.1 F 60.2 F 

US-12 at SB Vernor Hwy Intersection Removed 

US-12 at 14th St 63.3 E 43.2 D 

US-12 at Rosa Parks Blvd 142.7 F 95.3 F 

US-12 at Trumbull 78.8 E 40 D 

US-12 at John C Lodge SD/ 6th St 62.1 E 15.1 B 

US-12 at SB 3rd Ave 26.1 C 21.3 C 

US-12 at NB 3rd Ave 53.1 D 24.8 C 

US-12 at Cass Ave 56.3 E 26.8 C 

US-12 at SB Washington Blvd 42.6 D 16.8 B 

US-12 at NB Washington Blvd 27.3 C 16.6 B 

US-12 at Shelby St 11.9 B 6.8 A 

US-12 at Griswold St 22 C 17 B 

US-12 at M-1 Intersection Removed 

Source: Synchro 10 

LOS = Level of Service; sec / veh = seconds per vehicle  

* Unsignalized Intersection: LOS and delay based on stop/yield-controlled approaches only 
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Table 6: Center Running PM Peak Hour Levels of Service for 2045 Initial Build Conditions (% Mode Shift Sensitivity 

Testing) 

Intersection PM Peak Hour 

10% Mode Shift 15% Mode Shift 20% Mode Shift 

Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS 

US-12 at Jeffries SD/ Fisher SD 18.6 B 17.3 B 16.9 B 

US-12 at I-75 NB off-ramp* 25.9 D 22.8 C 20.1 C 

US-12 at 17th Street* 19.2 C 17.7 C 16.4 C 

US-12 at 16th Street* 28.5 D 25.5 D 23 C 

US-12 at SB Vernor Hwy Intersection Removed 

US-12 at 14th St 27.8 C 27.9 C 25.9 C 

US-12 at Rosa Parks Blvd 111.4 F 89.7 F 77.5 E 

US-12 at Trumbull 37.5 D 32.3 C 31.9 C 

US-12 at John C Lodge SD/ 6th St 2.4 C 19.5 B 15 B 

US-12 at SB 3rd Ave 14.3 B 14.6 B 14.4 B 

US-12 at NB 3rd Ave 16.9 B 15.6 B 16.4 B 

US-12 at Cass Ave 23.8 C 22.6 C 20.4 C 

US-12 at SB Washington Blvd 19.3 B 18.6 B 17.7 B 

US-12 at NB Washington Blvd 20.3 C 17 B 17.5 B 

US-12 at Shelby St 13.4 B 12.8 B 12.6 B 

US-12 at Griswold St 34 C 32.2 C 25.5 C 

US-12 at M-1 Intersection Removed 

Source: Synchro 10 

LOS = Level of Service; sec / veh = seconds per vehicle  

* Unsignalized Intersection: LOS and delay based on stop/yield-controlled approaches only 

 

 

AM Results 

As detailed in the 2045 Michigan Avenue No-Build Conditions, the study corridor experiences longer delays during 

the morning peak.  If a 20% mode/route shift is met during the weekday AM peak hour, seven intersections are 

expected to experience an overall unacceptable LOS: 

• US-12 at I-75 NB off-ramp (STOP controlled) 

• US-12 at 16th St (STOP controlled) 

• US-12 at 14th St 

• US-12 at Rosa Parks Blvd 

• US-12 at Trumbull 

• US-12 at John C Lodge SD/ 6th St 

• US-12 at Cass 
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A second increased mode/route shift of 30% was applied to determine if a larger mode shift would be required 

during the AM peak hour to improve operations towards acceptable LOS D or better.   If a 30% mode/route shift is 

met during the weekday AM peak hour, fewer intersections are anticipated to operate at a LOS E or F, which is also 

anticipated in the no-build conditions.  These intersections are detailed as follows along with the 

approaches/movements that are anticipated to experience longer delays due to capacity constraints: 

 

US-12 at I-75 NB off-ramp (STOP controlled): 

• northbound approach resulting in a LOS F, 131.0 s/veh delay 

US-12 at 16th Street (STOP controlled): 

• northbound approach resulting in a LOS F, 60.2 s/veh delay 

US-12 at Rosa Parks Blvd: 

• eastbound approach resulting in a LOS F, 103.7 s/veh delay 

• westbound left-turn movement resulting in a LOS F, 85.6 s/veh delay 

• southbound thru movement resulting in a LOS F, 137.9 s/veh delay 

• northbound left-turn movement resulting in a LOS F, 81.8 s/veh delay 

 

PM Results 

If a 20% mode/route shift is met during the weekday PM peak hour, all intersections are anticipated to operate at 

an acceptable level of service D or better except at US-12 and Rosa Parks Blvd.  The intersection at US-12 and 

Rosa Parks Blvd is anticipated to operate at a LOS E with the following approaches/movements that are anticipated 

to experience longer delays due to capacity constraints: 

 

US-12 at Rosa Parks Blvd: 

• eastbound left-turn movement resulting in a LOS F, 97.4 s/veh delay 

• westbound thru movement resulting in a LOS F, 103.4 s/veh delay 

• northbound approach resulting in a LOS E, 87.4 s/veh delay 

 

Lower mode/route shifts were tested to determine the impact a lesser mode/route shift would have on operations.  

If either a 10% or 15% mode/route shift is met during the weekday PM peak hour, all intersections would operate 

at acceptable LOS with the exception of US-12 at Rosa Parks Blvd.  This intersection would operate at a LOS F for 

both the 10% and 15% mode/route shift. 
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2045 FINAL BUILD MITIGATIONS 

Based on the various mode/route shift scenarios, three intersections are anticipated to operate at a LOS E or F in at 

least one peak period scenario in the Initial Build.  Therefore, further mitigation measures were investigated to 

improve LOS during the AM and PM peak hour.  Mitigation measures along Michigan Avenue were limited due to 

the capacity and Right of Way constraints along the corridor.  The Final Build model scenarios included optimizing 

signal timing cycle lengths, offsets, and splits.  In addition, the following mitigation measures were considered to 

improve LOS: 

 

US-12 at I-75 NB off-ramp: 

This intersection is anticipated to experience unacceptable delays in the AM peak hour as a STOP controlled 

intersection in the Initial Build scenario.  A signal is recommended and would improve intersection operations to 

an acceptable level of service (D or better) in both mode/route shift scenarios tested.  Based on previous discussions 

with MDOT, it is proposed to signalize the I-75 NB off-ramp with a new signal at 20th Street.     

 

US-12 at 16th Street: 

This intersection is anticipated to experience unacceptable delays in the AM peak hour as a STOP controlled 

intersection in the Initial Build scenario.  A signal is recommended and would improve intersection operations to 

an acceptable level of service (D or better) in both mode/route shift scenarios tested.   

 

US-12 at Rosa Parks Blvd: 

This intersection is anticipated to experience unacceptable delays in both the AM peak hour and the PM peak hour.  

The majority of the delay is due to the long delays anticipated for the westbound left-turn movement in the AM 

peak hour and the eastbound left-turn movement in the PM peak hour.  Alternative mitigation measures were 

investigated to reduce delay for these movements.  Mitigation measures tested but were determined to be infeasible 

include permissive-protected left-turn phasing, eliminating direct left-turns from Michigan Avenue, and split 

phasing.  Ultimately, it was determined that the only feasible mitigation measure would be to add a dedicated left 

turn lane on the southbound approach using the space within the existing raised median.       

 

A dedicated left-turn lane on the southbound approach would allow a few seconds to be reallocated to Michigan 

Avenue, reducing overall intersection delay from 95.3 s/veh to 78.5 s/veh in the AM 30% shift scenario improving 

operations to LOS E.  This mitigation measure had a limited impact in the PM peak period which is anticipated to 

operate at a LOS E if a 20% shift is achieved. 

 

Overall, this intersection is expected to operate at a LOS E if a 30% shift is achieved in the AM peak hour and a 

LOS E if a 20% shift is achieved in the PM peak hour.  Additional traffic would need to be shifted for this 

intersection to achieve acceptable LOS D or better.  It is anticipated that this may happen organically as drivers 

seek alternative routes with less congestion.    A preliminary review of the regional model suggests there are 

alternative routes with sufficient capacity. 
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CONCLUSION 

The anticipated traffic operations during the 2045 Build Conditions with various mode/route shifts were tested to 

determine the mitigations and mode/route shifts needed along Michigan Avenue to provide acceptable levels of 

service.  The 2045 Build conditions included the Center Running concept along with signal timing adjustments 

made to optimize cycle lengths, offsets, and splits to help alleviate delays and improve LOS to acceptable levels.   

 

The Side Running alternative was also analyzed but discounted due to conflict concerns.     

 

Similar to the 2045 No-Build conditions, the AM peak hour experiences the longest delays.  A 30% mode/shift 

route would need to be achieved, along with intersection improvement measures, to be able to provide acceptable 

LOS D or better at all intersections, with the exception of US-12 and Rosa Parks Blvd which is anticipated to operate 

at a LOS E.  A 20% mode/shift during the PM peak hour is anticipated to provide an acceptable level of service D 

or better at all intersections, with the exception of US-12 at Rosa Parks Blvd which is anticipated to operate at a 

LOS E.  It was determined that the intersection at US-12 and Rosa Parks Blvd would require additional shifts in 

traffic to achieve acceptable LOS D or better.  This may be achieved since the major parallel routes show additional 

capacity to support diverted traffic.  During the off-peak, all of the study intersections are anticipated to operate at 

an acceptable level of service D or better with no mode/shift required.  

 

The results for the final alternative are provided in Table 7. The final alternative consists of the Center Running 

concept with the following changes made to the Mode/ROUTE Shift Sensitivity Testing Models (detailed in previous 

sections): 

• U-turns allowed at signalized intersections 

• Cross-section reduced on various crossroads  

• Signal at I-75 NB off-ramp 

• Signal at 20th Street 

• Signal at 16th Street 

• 14th Street converted to 2-way and direct on-ramp onto the Fisher Service Drive removed at US-12 

• Dedicated southbound left-turn lane added on Rosa Parks  Blvd 

• No dedicated transit lanes between Washington Blvd and M-1 

• Access maintained at M-1 
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Table 7: 2045 Build Conditions – Final Alternative  

Intersection AM Peak Hour Off-Peak Hour PM Peak Hour 

30% Mode Shift No Mode Shift 20% Mode Shift 

Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS Delay 

(sec / veh) 

LOS 

US-12 at Jeffries SD/ Fisher SD 14.5 B 11.6 B 15.1 B 

US-12 at I-75 NB off-ramp 27.6 C 9.8 A 9.0 A 

US-12 at 20th Street 18.8 B 11.1 B 14.9 B 

US-12 at 17th Street* 43.1 E 13.8 B 16.0 C 

US-12 at 16th Street 11.1 B 7.3 A 7.4 A 

US-12 at SB Vernor Hwy Intersection Removed 

US-12 at 14th St 71.8 E 25.7 C 33.4 C 

US-12 at Rosa Parks Blvd 75.7 E 29.6 C 78.7 E 

US-12 at Trumbull 56.6 E 30.7 C 48.9 D 

US-12 at John C Lodge SD/ 6th St 14.3 B 12.8 B 17.1 B 

US-12 at 3rd Ave1 32.7 C 16.7 B 25.2 C 

US-12 at Cass Ave 31.4 C 14.5 B 21.3 C 

US-12 at SB Washington Blvd 17.6 B 13.9 B 18.2 B 

US-12 at NB Washington Blvd 15.0 B 8.5 A 16.4 B 

US-12 at Shelby St 7.6 A 10.9 B 14.5 B 

US-12 at Griswold St 15.9 B 9.2 A 14.0 B 

US-12 at M-1 14.0 B 8.3 A 10.1 B 

Source: Synchro 10 

LOS = Level of Service; sec / veh = seconds per vehicle  

* Unsignalized Intersection: LOS and delay based on stop/yield-controlled approaches only 
1 Separate nodes in Synchro for NB and SB approaches removed.   

 

 



 

 

 

APPENDIX A 
 

 

 
 
Ford Traffic 
Assumptions 

 

 



 

 

 

Ford Traffic Assumptions 

TRIP GENERATION 

The Ford development will consist of approximately 1 million square feet across 3 buildings as indicated by the 

Ford Motor Company to WSP on May 15, 2020.  Full occupancy is anticipated in 2023.  Traffic volumes were 

generated based on the General Office Building Land Use Code 710 in the Institute of Transportation Engineers 

Trip Generation Manual, 10th Edition defined as:  

A general office building houses multiple tenants; it is a location where affairs of businesses, commercial 

or industrial organizations, or professional persons or firms are conducted. An office building or 

buildings may contain a mixture of tenants including professional services, insurance companies, 

investment brokers, and tenant services, such as a bank or savings and loan institution, a restaurant, or 

cafeteria and service retail facilities. 

 

Typically, vehicle trips are calculated using assumptions based on the type of area adjacent to the building footprint, 

which in this case is the “General Urban/Suburban” setting.  Based on these assumptions the calculated trips during 

each peak hour are: 

• AM Peak (7-9 AM): 966 (Total), 831 (Entry), 135 (Exit) 

• Off-Peak - 530 (Total): 286 (Entry), 244 (Exit) 

• PM Peak (4-6 PM): 1015 (Total), 162 (Entry), 853 (Exit) 

However, Ford is looking to incentivize carpooling and alternate modes of transportation with the goal to get as low 

as 62% single occupancy vehicles.  Based on this information the vehicle trips were recalculated using the “Dense 

Multi-Use Urban” setting during the AM and PM peak hour as follows: 

• AM Peak (7-9 AM): 742 (Total); 638 (Entry), 104 (Exit)  

• PM Peak (4-6 PM): 838 (Total); 142 (Entry), 696 (Exit) 

The “Dense Multi-Use Urban” setting experiences 23% less trips during the AM peak hour and 17% less trips 

during the PM peak hour compared to the “General Urban/Suburban” setting.    

 

TRIP DISTRIBUTION 

The Southeastern Michigan Council of Governments (SEMCOG) regional travel demand forecasting model was 

used to determine proportions of local and regional trip distributions to/from the central business district.  Based on 

this information, regional trips to/from the Ford development were distributed based on local assignments to/from 

the freeways and local trips were distributed based on existing travel patterns.  Traffic was distributed at the access 

points based on road user convenience as indicated in Table A-1 and shown in Figure A-1.  Trips generated are 

shown in Figure A-2.   

Traffic was also be distributed equally among the following two parking structures: 

o South of Bagley between 14th and Wabash (1500 spaces) 

o Building #3, fronts Vernor (just north of the railroad tracks), anticipated access from 17th Street 

(1500 spaces) 



 

 

 

For the purpose of this study, only the trips distributed along Michigan Avenue were included in the Synchro model.  

Therefore, trips using Vernor Hwy or Lafayette as an access were not included in the Synchro model because they 

do not impact Michigan Avenue. 

Table A-1: Trip Distribution Information 

 
Percent of 

Generated Trips 

Access 

Inbound 

From SB I-75 Freeway 20% 14th St/Fisher SD 

From NB I-75 Freeway  15% Vernor Hwy (not modeled) 

From SB John C. Lodge Freeway 
16% 

14th St/Fisher SD or Bagley 

via SB Trumbull 

From EB I-96 11% Jeffries SD 

From EB I-94 9% Jeffries SD 

From WB I-94 11% 14th St/Fisher SD 

From Local EB Michigan Ave 3% Michigan Ave 

From WB Jefferson 5% 14th St/Fisher SD 

From WB Gratiot 8% Bagley via SB Trumbull 

From EB Vernor & Fort 2% Vernor Hwy (not modeled) 

Outbound 

To NB I-75 Freeway 20% 14th St/Fisher SD 

To SB I-75 Freeway  15% Vernor Hwy (not modeled) 

To NB John C. Lodge Freeway 16% 14th St/Fisher SD 

To WB I-96 
11% 

I-75 via NB Rosa Parks or 

Lafayette1 

To WB I-94 9% Michigan Ave 

To EB I-94 11% 14th St/Fisher SD 

To Local WB Michigan Ave 3% Michigan Ave 

To EB Jefferson 5% Rosa Parks  

To EB Gratiot 8% Michigan Ave 

To WB Vernor & Fort 2% Vernor Hwy (not modeled) 
1When Rosa Parks at Michigan avenue is experiencing v/c >1, traffic was assumed to reroute to the freeway network via 

Lafayette Blvd to avoid the intersection. 

 

 



 

 

 

 

 

Figure A-1: Trip Distribution 

 

 

Figure A-2: Trips Generated 
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Alternative 

Synchro Results 



Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS
US-12 at Jeffries SD/ Fisher SD 18.6 B 15.8 B 14.9 B 14.3 B 14.8 B 15.1 B 15.1 B 21 C 18.6 B 17.3 B 16.9 B 15.8 B 17.5 B
US-12 at I-75 NB off-ramp* Error F 429.2 F 131 F 16 B 131 F 15.8 C 15.8 C 37.7 D 25.9 D 22.8 C 20.1 C 6 A 20.1 C
US-12 at 17th Street* (South leg) 58.4 F 32.3 D 25 D 2.6 A 25 C 14.1 B 14.1 B 23.4 C 19.2 C 17.7 C 16.4 C 1.2 A 16.4 C
US-12 at 16th Street* 372.9 F 114.1 F 60.2 F 6.1 A 60.2 F 15.6 C 15.6 C 36.7 E 28.5 D 25.5 D 23 C 2.3 A 23 C
US-12 at 14th St 122.7 F 63.3 E 43.2 D 48.1 D 49.8 D 21 C 27.3 C 29.3 C 27.8 C 27.9 C 26.1 C 25.9 C 32.1 C
US-12 at Rosa Parks Blvd 250.4 F 142.7 F 95.3 F 78.5 E 103.5 F 28.7 C 33.1 C 143.4 F 111.4 F 89.7 F 77.2 E 77.5 E 81.1 F
US-12 at Trumbull 170.1 F 78.8 E 40 D 43.2 D 28.8 C 32 C 51 D 37.5 D 32.3 C 32.1 C 35.4 D
US-12 at John C Lodge SD/ 6th St 184.3 F 62.1 E 15.1 B 15.8 B 9.3 B 12.8 B 37 D 2.4 C 19.5 B 14.3 B 13.8 B
US-12 at SB 3rd Ave 60.2 E 26.1 C 21.3 C 11.6 B 15.6 B 14.3 B 14.6 B 15.4 B
US-12 at NB 3rd Ave 135.5 F 53.1 D 24.8 C 14.1 B 16.3 B 16.9 B 15.6 B 17.1 B
US-12 at Cass Ave 107.7 F 56.3 E 26.8 C 13.5 B 32.1 C 23.8 C 22.6 C 20.4 C
US-12 at SB Washington Blvd 49.7 D 42.6 D 16.8 B 13.9 B 32.5 C 19.3 B 18.6 B 17.7 B
US-12 at NB Washington Blvd 81.3 F 27.3 C 16.6 B 8.3 A 25.4 C 20.3 C 17 B 17.5 B
US-12 at Shelby St 38.4 D 11.9 B 6.8 A 10 B 15.4 B 13.4 B 12.8 B 12.7 B
US-12 at Griswold St 38.3 D 22 C 17 B 26.3 C 49.9 D 34 C 32.2 C 25.5 C

convert minor Stop to Signal

No Impact
No Impact No Impact No Impact

No Impact

PM
 1

5%
 s

hi
ft

PM
 2

0%
 s

hi
ft

PM
 2

0%
 s

hi
ft

 m
iti

ga
te

d

Intersection

AM
 n

o 
sh

ift

Initial Analysis for Center Running Alternative (Intersection Delay/LOS)

AM
 2

0%
 s

hi
ft

AM
 3

0%
 s

hi
ft

AM
 3

0%
 s

hi
ft

 w
ith

 U
-t

ur
ns

O
P 

no
 s

hi
ft

PM
 n

o 
sh

ift

PM
 1

0%
 s

hi
ft

O
P 

no
 s

hi
ft

 w
ith

 U
-t

ur
ns

PM
 2

0%
 s

hi
ft

 w
ith

 U
-t

ur
ns

AM
 3

0%
 s

hi
ft

 m
iti

ga
te

d



Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS Delay LOS
US-12 at Jeffries SD/ Fisher SD 18.7 B 15.8 B 14.9 B 15.1 B 21.5 C 19 B 18.2 B 17.5 B
US-12 at I-75 NB off-ramp* Error F 429.2 F 131 F 15.8 C 37.7 E 25.9 D 22.8 C 20.1 C
US-12 at 17th Street* (South leg) 59.8 F 31.7 D 24.4 C 15 C 40.3 E 27.4 D 23.5 C 20.7 C
US-12 at 16th Street* 33.1 D 23 C 19.6 C 13.9 B 18.7 C 16.9 C 16.1 C 15.4 C
US-12 at 14th St 99.3 F 46.8 D 34 C 12.6 B 21.2 C 18.6 B 18 B 17.7 B
US-12 at Rosa Parks Blvd 190.1 F 102.2 F 60 E 12.9 B 135.7 F 79.9 E 58.5 E 46.3 D
US-12 at Trumbull 138 F 57.1 E 25.4 C 14.1 B 30.7 C 23.9 C 22.1 C 20.4 C
US-12 at John C Lodge SD/ 6th St 144.8 F 27.1 C 8.8 A 10.1 B 33.3 C 16.8 B 14.7 B 12.1 B
US-12 at SB 3rd Ave 37 D 14.9 B 14.1 B 4 A 5.8 A 6.6 A 7 A 6.7 A
US-12 at NB 3rd Ave 10 A 7.7 A 6.4 A 3.4 A 5.5 A 5.5 A 5.5 A 5.4 A
US-12 at Cass Ave 67.4 E 37.7 D 23.9 C 11.1 B 36.1 D 24.6 C 21.3 C 19.6 B
US-12 at SB Washington Blvd 55.6 E 27.2 C 15.3 B 13.2 B 49.2 D 27 C 20.3 C 17 B
US-12 at NB Washington Blvd 80.9 F 26 C 15.7 B 8.3 A 23.8 C 14.6 B 13 B 11.9 B
US-12 at Shelby St 38.1 D 12.7 B 7.6 A 9.4 A 11.2 B 8.4 A 7.7 A 6.8 A
US-12 at Griswold St 119.3 F 54.9 D 33.9 C 46.4 D 91.8 F 57.7 E 47.3 D 37.3 D
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Appendix C: Crash Analysis 

  



MEMO
SUBJECT: Michigan Avenue PEL- Crash Analyses

DATE: October 15, 2019

EXISTING CRASHES (2014-2018)
A total of 518 crashes occurred within the study limits between 2014 and 2018. These are detailed in Table 1 as follows:

Table 1: 2014-2018 Crashes by Severity
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2014 3 11 86 100

2015 2 14 79 95

2016 3 2 5 71 81
2017 6 19 107 132
2018 1 4 19 86 110
Total 3 1 17 68 429 518

While all three fatal crashes occurred during 2016, there was also a 25% increase in crashes when comparing 2017-18
crashes to the 2014-2015 period.

Crashes were relatively stable month-over-month, as shown in Figure 1.

Figure 1: 2014-2018 Crashes by month
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When looking at crashes by day, the weekdays were consistent, with Sundays experiencing the fewest crashes.

Figure 2: 2014-2018 Crashes by Day

There are noticeable peaks in the crashes during the AM and PM peaks, as shown in Figure 3.

Figure 3: 2014-2018 Crashes by Hour

Rear-end Straight crashes were the most prevalent crash type in the study area, at 25.9%, as well as accounting for the
greatest number of injury crashes. Side-swipe same direction crashes were the next most prevalent, at 24.1%. These two
crash type accounted for 50% of the reported crashes along the corridor. Of the fatal crashes, two (2) involved pedestrians
and one (1) involved a vehicle hitting a fixed object. Non-motorized crashes (involving pedestrians and bicyclists) accounted
for 4.4% of crashes. This is roughly double the average for Wayne County as a whole, which saw 2.2% of crashes involve a
pedestrian or bicyclist during the same time period.
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Figure 4: 2014-2018 Crashes by Type

Details regarding the fatal crashes are as follows:

· April 2, 2016, 1:00am. US-12 at Trumbull. An eastbound vehicle on Michigan Ave turned left (north) striking a
second vehicle (the second vehicle was noted as traveling at a high rate of speed). This second vehicle subsequently
struck and killed a pedestrian, coming to rest after hitting a pole in the northwest quadrant of the intersection. The
crash report indicated rain and a wet road, under dark/lighted conditions.

· May 12, 2016, 3:35am. US-12 at 14th St (in front of Michigan Central Station). A vehicle was traveling east on
Michigan Ave; it then crossed the centerline into oncoming traffic, striking a pole, and catching fire. The weather
and road surface conditions are not listed in the crash report.

· May 13, 2016, 9:50pm. US-12 at Wabash. Witnesses indicated that two pedestrians crossed Michigan Ave from
north to south between 14th St and Wabash (not at an intersection or crosswalk). The driver of an eastbound vehicle
hit the second pedestrian. The driver was not cited, and alcohol and drugs were not suspected. The weather was
cloudy, with a dry roadway, and dark/lighted conditions.

There is no notable trend among these fatal crashes.

Crash concentrations were observed at the EB I-96 Service Drive, 14th St, Rosa Parks Blvd, Trumbull, 3rd St, and Cass Ave
intersections (see attached heat maps).
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APPENDIX D 

History of Michigan Avenue:  

The origin of Michigan Avenue, also known as the Chicago Road, was the Great Sauk Trail, an important 

Native American route that started at Rock Island on the Mississippi, then through what is now Chicago, 

and ending in Detroiti. The Sauk, Chippewa, Potawatomi, and Fox tribes used the trail to reach Fort 

Malden (near Amherst, Ontario, Canada) for the annual disbursement of tribute by the British 

government. The trail also connected to other important trade routes and had connections to pathways 

used by game.  Settlers made use of the trails as they fanned out from Detroit. The U.S. government 

recognized the importance of the trail and made it a government road.  

The Chicago Road became a critical trade route linking Detroit, Chicago, and the market towns that grew 

in between. The government made improvements, such as widening, modest realignments and filling 

low areas to reduce flooding.  Wagons frequently became mired in muck in the low-lying areas. In many 

instances low-lying segments were upgraded by laying logs crossways on the road and covering with 

earth; these “corduroy” roads overcame the muck but gave a bumpy ride. In places private companies 

laid plank roads, these segments provided a smoother ride then corduroy roads but travelers had to pay 

a toll to use them. Travel was slow and difficult, and entrepreneurs along the route established inns and 

roadhouses along the way that catered to the hungry, thirsty, and weary. 

Horse-drawn wagons, carriages and buggies carried people and goods, although many if not most could 

not afford to keep horses and walked, rented a horse and vehicle from a livery, paid the fare for a 

streetcar or jitney ride.  Public transit on Michigan Avenue relied on horse-drawn streetcars beginning in 

the 1860s, transitioning to electrically powered streetcars by the end of the century.  The Department of 

Street Railways (DSR) ended streetcar service in September 1955.  The DSR removed loading platforms 

and catenary systems but typically tracks were left in place and were simply buried under pavement.  

Pavement:  

Locally, Michigan Avenue’s surface gradually went from dirt to a variety of pavement types in various 

sections, including corduroy, plank, macadam, medina stone, wood block, brick, asphalt, and concreteii. 

By 1903 Michigan Avenue within Detroit was paved in brick from its downtown terminus west to 25th

Street and in cedar blocks from 25th to Livernois. By the time of Michigan Avenue’s widening in the late 

1930s to early 1940s, concrete and asphalt had become the preferred paving materials.  The rationale 

for specifying brick in the widening project is discussed below. 

Widening:  

The United States had an estimated 28 million cars and trucks by 1937 whereas the remainder of the 

world had approximately 12 million motor vehicles. Some experts believed that road widening was 

reaching its practical limit and that elevated roadways were the solution for handling the increasing 

number of motor vehicles.iii Officials opted for traditional roadway widening for three of Detroit’s 

busiest and most important thoroughfares – Woodward, Gratiot, and Michigan avenues. The city-wide 

program began in 1930 (although portions of Michigan Avenue were widened in the 1920s) under a tri-

partite agreement between the state, county, and city. Legal objections slowed the project until the late 

1930s. Planners opted for a 90’ wide roadway (36’ of roadway in each direction, and 18’ center streetcar 

reservation), flanked by 15’ sidewalks.  



Many residents along the Michigan Avenue corridor pressed for widening Michigan Avenue on the south 

side for the Roosevelt Street to 14th Street segment, primarily under the belief it would get rid of the 

meat packing and rendering plants. City officials opted to widen on the north because widening on the 

south would not guarantee the disappearance of the packing plants but would cost $1 million more in 

compensation to affected property owners.iv

A jury awarded $601,243.95 in compensation for the owners of 68 parcels on the south side of Michigan 

Avenue between 6th and 14th streets that were condemned for the upcoming widening project. 

Widening of 54 feet from the edge of pavement was anticipated.v ($11,344,137.24 in 2021 dollars)  

In 1938 Detroit Common Council authorized payment of $313,388.00 for condemnation of properties on 

the southside of Michigan Avenue between 6th and 10th streets (accounting for the City’s obligation 

toward right-of-way costs).vi

Owners of property on the southside of Michigan Avenue between Wabash and 14th were upset to find 

out the value of their property would be decreased because of an assessment for the widening of W. 

Vernor Highway, which was occurring in tandem but somewhat independent of the Michigan Avenue 

project.vii

The City of Detroit, in their capacity as property owners was legally entitled to charge rents in buildings 

acquired through condemnation until they were needed for the widening project. City officials decided 

the cost of repairing the buildings to meet code would be too expensive and decided to move forward 

with evictions and demolition. Involved were buildings located between 6th and 10th streets and 

between 11th and 12th streets. Two gas stations and the Detroit Police Department’s Trumbull Station 

were temporarily spared.viii

Officials apparently backtracked on the immediate demolition plan in the face of numerous requests 

from owners and tenants for more time to relocate. A rental agreement was approved that would net 

the city over $4,000 per month for properties on Michigan and Gratiot avenues.ix

There were other suggestions to alleviate roadway congestion. Common Council member John A. Kronk 

proposed that buses replace streetcars on the widened Michigan Ave. Fred Nolan, general manager of 

the Department of Street Railways (DSR) admitted that buses would provide faster service but cost 

would be a significant burden - $700,000 to purchase buses and an increased annual operating cost of 

$238,000.00.x  Despite Nolan’s assertions, the DSR was preparing to make the shift away from streetcars 

to buses, but World War II would slow the pace. Streetcar traffic was maintained through the entire 

widening project, with some areas using temporary track.xi Ultimately streetcar service on Michigan 

Avenue ended on September 11, 1955.xii Streetcar service on Gratiot ended on March 25, 1956. 

Streetcar service ended completely with the last cars running on Woodward in the early morning of April 

8, 1956.xiii

Brick Pavement:  

The MSHD specified a specialized non-skid vitrified paving brick for the Michigan Avenue widening 

project, in consideration of the heavy-duty truck and inter-city bus traffic. Two 18-feet wide reinforced 

concrete strips would be laid as a base, 10” thick with a 14” thick edge at the transit reservation. An 

asphalt emulsion was then applied to the base course (acting as a cushion layer), followed by a ½ inch 



mastic layer was laid to form the bedding course. Asphalt filler was used between the bricks. Buff-

colored brick was used to demarcate lanes in the grade separation zone.xiv

MSHD initially considered specifying a cream-colored brick for the roadway. Although somewhat more 

expense than standard paver brick, and significantly more costly than asphalt or concrete, the state 

believed the light color would reflect streetlighting better, and thus reduce the number and wattage of 

streetlights along the corridorxv. Ultimately a standard red paver was opted for to keep costs in check, 

although light-colored brick was specified to indicate lanes.  

The specified brick pavers were estimated to cost 75 cents a square yard more than asphalt but would 

provide a smooth riding surface, would be durable and low cost to maintain.xvi Michigan Avenue would 

be the first new brick pavement in Detroit in 30 years, although the same specifications were used for 

the reconstruction of US-12 / E. Main Street in Benton Harbor, St. Joseph, Grand Rapids, Niles, and 

Jacksonxvii.  

Asphalt was specified for the 18’ wide streetcar track zone throughout the project corridor as a means 

of controlling noise. A new groove-type rail was installed to protect the new asphalt pavement. The 

asphalt top course was laid on a 14” concrete base that was bedded on a slag/crushed stone subbase.  

Phase One of the Michigan Avenue widening project ran from Livernois to W. Grand Boulevard and was 

completed in September 1938. The work was preceded with controversy, as some critics charged that 

brick manufacturers were pressuring the city and state to build completely with brickxviii. While there 

does not appear to have been any malfeasance, it is notable that Harold M Owen, an employee of the 

National Paving Brick Association, was a former colleague of G. Donald Kennedy (then deputy 

commissioner of the MSHD, becoming director when Murray D. Van Wagoner when he was elected 

governor) and Wayne County Engineer Leroy C Smith. Owen was a candidate for the post of state 

purchasing director in 1941 but was passed over by Governor Van Wagonerxix. Ultimately, sheet asphalt 

(over a concrete base) was specified for the travel lanes, flanked by brick parking lanes between 

Livernois and W. Grand Boulevard. The full-brick treatment was kept in play for the West Grand 

Boulevard to 6th Street section, while the Sixth Street to Fifth Street segment was specified for asphalt 

paving curb-to-curb.  

Urban Renewal and Expressways:  

Corktown was identified as an early candidate for urban renewal, with a City of Detroit plan to convert 

the area into a light industrial zone. The plan coincided with construction of the Lodge Expressway but 

was in part tied to the development of the St. Lawrence Seaway, which would open Detroit to unlimited 

European markets. Corktown residents fought back, but as they feared, City Hall won the battle.  

In 1957 the City of Detroit Housing Commission took control of a 77-acre area bound by 12th Street 

(Rosa Parks Boulevard), Bagley, the John C. Lodge Expressway, and W. Lafayette Street, with the intent 

of clearing the area for redevelopment as an industrial district (West Side Industrial Subdivision I and 

West Side Industrial Subdivision II). Rim & Wheel Service Company was the first industrial “pioneer,” 

opening their plant at 1401 Howard Street in 1959. Joint Clutch & Bearing Service built a new plant at 

the corner of Brooklyn and Howard in 1964.xx

A printing and graphic arts district was envisioned for the 12th St (Rosa Parks), Bagley, Trumbull, and 

Porter area. The George A Willens & Company typography business was located at 1548 Porter Street 



(by the 1980s the building housed the corporate offices of the C.A. Muer restaurant chain). Detroit Ball 

Bearing Company opened a 50,000 square foot warehouse at 1400 Howard Street in 1965-1966. 

Retailers Hughes-Hatcher-Suffrin and B. Siegel Company built their corporate offices and warehousing at 

1300 and 1250 12th Street (Rosa Parks Boulevard) respectively. H-H-S in 1965, The B Siegel HQ and 

warehouse designed by Sanford Rosin and built by Nemer Building Company, opened in 1967xxi. United 

Shirt, a major clothing retailer, maintained their headquarters in a former knitting factory at 1927 

Michigan Avenue (recently renovated by Ford Land, the realty and development arm of Ford Motor 

Company).  

The Central Business District #1 urban renewal project of the early 1960s resulted in the demolition of 

Detroit’s Chinatown and Skid Row districts located between the Lodge Expressway and about 1st Street 

in downtown.  

In urban settings expressway planners worked closely with urban renewal programs when they could. 

There was logic in designing expressways to provide efficient and effective routes from point A and B, 

but there was latitude in the actual footprint in between. The John C Lodge Expressway was perhaps 

more egalitarian then some but still cut through older commercial and residential areas and dislocated a 

portion of east Corktown and Chinatown, areas that lacked money and political clout. In the 1960s 

construction of I-75 cut off North Corktown. Most notorious in the Detroit experience is I-375, which in 

tandem with a massive urban renewal campaign, demolished the Paradise Valley and Black Bottom 

neighborhoods, deemed slums but actually a thriving and close-knit African American community.  

Corktown: 

Corktown is the oldest Detroit neighborhood in terms of surviving pre-Civil War buildings. Settlement of 

the neighborhood dates to the early 1830s. The Corktown moniker was coined from the large number of 

residents that claimed Ireland’s County Cork as their familial home turf.  

The Old Corktown Club (founded in 1937) described the neighborhood boundaries as the Detroit River 

on the south, 11th Street/National Street on the west, Grand River Avenue on the north, and 3rdStreet at 

the east. (“1,200 at Banquet of Corktown Club.” Detroit Free Press, March 19, 1939, p. 3) Construction of 

I-75 cleaved the north portion of Corktown, although in recent years there has been a resurgence of 

Corktown Pride north of the expressway.  

There were a small number of Irish in Detroit during the late French occupation and English occupation. 

The numbers increased slowly when control of Detroit passed from the Crown. Initially Detroit’s Irish 

lived in or very near downtown. As Detroit’s general population grew, so did the number of Irish 

immigrants. Better and greater employment opportunities enabled the Irish to move into the newly 

developing areas to the west of downtown.  

Large numbers of Irish immigrants came to Detroit during the famine years, many stopping first in New 

York, Boston, or Philadelphia. Many Canadians who crossed into the United States during the Patriot 

War of the 1830s were Irish; many came seeking freedom from British rule, others intending to use 

Detroit as a base to build their campaign to drive the British from Canada.  All in all, by 1850 one in 

seven Detroiter’s was Irish.   



In the post-Civil War years Detroit’s Irish, were gaining greater economic power and freedom and began 

to disperse to other parts of the city and state. Many came to Detroit only briefly to get their bearings, 

save a little money, and moved on to seek opportunities in farming, mining, and other trades.   

German immigration to Detroit begins around 1825, with most initially starting out in Detroit’s Near East 

Side but began settling west of 11th Street beginning in the mid-19th century. German immigrants 

assimilated into the community quickly but at the same time maintained close connections to their 

native language and culture. Located close to the Michigan Avenue corridor was St. Boniface Roman 

Catholic Church, established in 1867 by Bishop Casper Borgess to serve the growing German community.  

The original building was replaced in 1882 by a church on Vermont Street, located north of Michigan 

Avenue, at the corner of High Street (now the Fisher Freeway Service Drive). The parish closed in 1989 

and the church was demolished in 1992.  

Corktown’s boundaries largely conform to the traditional boundaries of the neighborhood church, Holy 

Trinity Roman Catholic Church. Holy Trinity Parish began service in 1834 at the corner of Bates Street at 

Cadillac Square. In 1836 the church was moved to a lot on 6th Street at Porter Street, an action triggered 

by the neighborhood’s growing prominence as an enclave of Irish and Irish Americans. The original 

building was torn down in 1856, with the current church being consecrated in 1866.  St Peter’s Episcopal 

Church, founded in 1858, welcomed the neighborhood’s Protestant Irish.  

Latino/Latina immigrants to Detroit have predominantly come from Mexico, followed by Puerto Rican 

immigrants Puerto Rico and Central America. Mexican immigrants begin to arrive in Detroit in the early 

20th century, with their numbers increasing during World War I, helping fill the critical need for labor. 

They clustered in the area around the Michigan Central Railroad Station but also resided in Delray 

(where they found work at the Solvay chemical plant) and other neighborhoods in Southwest Detroit. By 

the 1950s the community’s hub was along Bagley between 18th and 26th streets. Mexican owned 

businesses in Corktown included the Brooklyn Radio Shop (1276 Michigan), which specialized in Mexican 

music and Spanish language records. The La Mexicana Market at 1408 Michigan was a community 

grocer from the 1930s into the 1950s. Restaurants included the Texas (1310 Sixth), the J&G Lunch, 

which was housed at 2808 Michigan during the 1940s and on Porter (near Holy Trinity) in the 1950s, and 

the Penjamo (near Briggs Stadium). The only building standing of these businesses is at 1408 Michigan. 

Neighborhood businessman John DeLaGraza owned the Mexican Taco House Bar (2130 Michigan) and 

the El Gallo Party Store (2133 Michigan). 

Bridging the Latino communities was the Borinquen Market (circa 1972 to circa 1990), owned by 

Damaso and Maria Flores. Borinquen is a variation of the Taino name for Puerto Rico prior to the 

Spanish conquest. Domaso Flores was born in 1928 in San Lorenzo, Puerto Rico, a tobacco, sugarcane 

and coffee producing area located in the east central region of the island. 

Detroit’s growing Mexican community established Our Lady of Guadalupe Roman Catholic Church in 

1923 at Roosevelt and Kirby streets. The congregation closed around 1957. At that time Spanish 

language services were introduced at Holy Redeemer Roman Catholic Church.  First Mexican Baptist 

Church began in 1924 with worshippers first meeting in member homes. Their first permanent church 

was located at 25th and Magnolia. In 1966 the congregation was worshipping in borrowed space at 

Immanuel Baptist Church on W. Fort Street; in 1967 Immanuel’s congregation sold the church to First 

Mexican Baptist, which had attracted other Spanish speaking members and rechristened the church as 

First Latin American Baptist Church.  The congregation remains active at 2004 Scotten Avenue. 



Maltese immigration to America began in earnest at the end of WWI, the result of a severe economic 

downturn in the then British colony.  Detroit become the primary destination; often the men came first 

to secure work and save enough money to send for the remainder of their families. By 1922 Detroit was 

home to 5,000 Maltese immigrants. The Maltese American Club / Maltese American Benevolent Society 

was founded early on to provide aid to new arrivals and to help maintain cultural traditions and values. 

From the 1930s to 1963 they met at 844 Michigan Avenue, one of many buildings taken that year under 

the rubric of urban renewal. That year they acquired their current headquarters in the heart of 

Corktown (1832 Michigan Avenue). Their community church, St Paul’s Maltese Catholic Church (4th at 

Plum) was taken by the Lodge Expressway.  

Detroit’s Skid Row flanked Michigan Avenue between Fifth and Cass, bound on the south by Howard and 

north by Jones. The area parallel with Fifth Street was taken for construction of the John C Lodge 

Expressway. The remainder would be targeted by the Central Business District #1 urban renewal project. 

https://silkworth.net/alcoholics-anonymous/the-shame-of-skid-row-saturday-evening-post-december-

20-1952/

Condemnation orders were issued in 1961 for 231 parcels bound by Third, Cass, Lafayette, and 

Michigan. Recorders Court anticipated a cost of $8,000,000 for the affected properties, although there 

were a large number of property owners that contested the initial offers. Among the higher-value 

parcels were the Salvation Army Harbor Light Center (564-568 Michigan) and Loop Theater (418 

Michigan), appraised at $259,530 and $139,000, respectively. Bar operators were typically offered 

$3,000 to $4,000 to offset the cost of moving their operations from Skid Row to somewhere else.  The 

federal government was responsible for two-third of the condemnation costs. Demolition took place in 

1962.  

Chinese immigrants first began to settle in Detroit in the early 1870s, opening or finding employment in 

laundries. By 1872 the Detroit Free Press reported there were two Chinese Laundry’s on Michigan 

Avenue. Tern Gee, Sam Lee, and Lung Sing were among the early arrivals and operated laundries at 194 

Woodward, 58 E Larned, and 174 Griswold respectively (pre-1920 addressing).xxii Lung Sing was among 

the earliest arrivals, coming to Detroit via San Francisco (where he first arrived from China) in 1872.xxiii

Chinese immigrant entrepreneurs expanded into the restaurant trade in the early 20th Century, creating 

a Chop Suey craze. The first Chinese restaurant, albeit short lived, was the Joe Mee Hong Restaurant on 

Monroe Avenue in 1902xxiv. The most successful of the early Chinese restaurants was the King Ying Lo, 

which opened in 1906 at 18 Lafayette (126 Lafayette, the building next to Lafayette Coney Island). 

Detroit’s Chinese population was always dispersed but a local Chinatown began to coalize in about 1910 

in an area generally bound by Third Avenue, between Porter and Bagley. The spine of Detroit’s original 

Chinatown was centered on Third Street at Michigan Avenue, although the residents had largely left the 

neighborhood by the 1950s. The neighborhood’s western boundary was taken by construction of the 

John C Lodge Expressway and the remainder of the neighborhood was leveled in 1962 through the 

Central Business District #1 urban renewal program that claimed the adjacent Skid Row district and a 

massive section of the Corktown neighborhood. Some businesses relocated to “New Chinatown” in the 

Cass and Peterboro area, including the iconic Chung’s and Forbidden City restaurants.  Chung’s, located 

at the southwest corner of Cass Avenue at Peterboro Street, was the last vestige of the new Chinatown, 

and closed in 2000. The Wah Lee Grocery and Curio Shop moved to 3409 Cass 

https://silkworth.net/alcoholics-anonymous/the-shame-of-skid-row-saturday-evening-post-december-20-1952/
https://silkworth.net/alcoholics-anonymous/the-shame-of-skid-row-saturday-evening-post-december-20-1952/


https://www.hourdetroit.com/the-way-it-was-articles/the-way-it-was-detroits-chinatown-1962/

30 Apr 1872, Page 1 - Detroit Free Press at Newspapers.com “Local Matters” 

Historic Districts:  The western part of the project runs through two historic districts: the National 

Register of Historic Places listed and locally designated Corktown Historic District and the locally 

designated Corktown Historic District’s western extension.  The two sections are not contiguous. 

Downtown the project touches the Washington Boulevard Historic District  

Individual Buildings of Note: 

2405 W. Vernor Highway, Michigan Central Railroad Depot:  The Michigan Central Railroad Depot is the 

most dominant building in Corktown and has been emblematic of Detroit’s best and worst years.  It 

opened in December 1913, a few days a head of schedule due to a fire that destroyed the old station 

located at W. Jefferson and Third.  

The depot was designed by the same team the designed New York’s Grand Central Station, Whitney 

Warren, Charles D. Wetmore, assisted by Charles A. Reed and Allen Stern. The complex consists of a 

three-story railroad depot, an 18-story office tower and multi-track raised terminal platform.  Part of the 

impetus for building the station was to provide direct access to the new (1910) Detroit-Windsor rail 

tunnel and to meet the needs of a rapidly growing rail passenger base. The building’s exterior design 

was influenced by the Neo-Classical style, the depot interior was designed in the exuberant Beaux Arts 

style. The steel frame building is clad in limestone, the interior’s finishes included marble, metal, glass, 

carved plaster, and decorative tile. The building was listed in the National Register of Historic Places in 

1975 (as the Penn Central Station).  

The depot closed in 1988 after decades of declining passenger numbers. Over the intervening decades 

the building fell victim to neglect, decay, and vandalism. For many years it was a visual icon of Detroit’s 

ravaged economy and became a destination for urban explorers in the niche world of ruin tourism. The 

Ford Motor Company has invested millions of dollars to restore the iconic train station to become the 

centerpiece to their planned electric vehicle development campus. This effort has been a catalyst for 

significant investment in redevelopment projects throughout the neighborhood that is reinvigorating 

but also changing Corktown.  

2572 Michigan Avenue, Albert Lutticke Hardware Building:  The Albert Lutticke Dry Goods Building was 

designed by architect Richard E. Raseman. At three stories, the brick building with Bedford Limestone 

and terra cotta trim was a thoroughly modern commercial building when it was built in 1901. The 

building is a post-Victorian commercial brick structure with Chicago windows and modest Classical 

detailing in the pilasters, mullion detailing and shields. The storefront has been altered and some 

windows replaced, but overall the building continues to express its original design.   

Richard E. Raseman (1855-1944) designed the subject building for dry-goods merchant Albert Lutticke. 

Raseman is credited with designing the pair of factories (originally knitting mills) at the southwest corner 

of Michigan Avenue and Rosa Parks Boulevard (now owned by Ford Land, the real estate subsidiary of 

Ford Motor Company and known as “The Factory”). Raseman designed the Harmonie Club, the Cary 

Building, the Metropole Hotel, the Hemmeter Building, In partnership with Julius Hess (as Hess and 

Raseman) Raseman was involved in the design of the GAR Building and the Trumbull Avenue 

Presbyterian Church. 

https://www.hourdetroit.com/the-way-it-was-articles/the-way-it-was-detroits-chinatown-1962/
https://www.newspapers.com/image/118151161/?terms=%22Chinese%20Laundry%22&match=1


Albert Lutticke was born in Detroit September 11, 1857, the son of Joseph and Catherine Lutticke, 

immigrants from Prussia. Albert learned the merchant’s trade through his father, a Michigan Avenue 

grocer. For part of the late 19th century Albert and his widowed mother resided on Hastings Street on 

Detroit’s near-east side, which at the time still had a significant number of German immigrants. By 1887 

he was back in the old neighborhood and had his own dry goods business at 840 Michigan Avenue (2804 

Michigan Ave. after 1920 address change, west of Humboldt Street, not extant). 

Lutticke’s 1901 store replaced a hay and feed store that occupied two one-story brick stores and until 

the 1920 city-wide address change, carried 780-782 Michigan Avenue Address. Lutticke made sure to 

employ staff who could speak German, an important skill in a neighborhood that had a sizable number 

of families from the various German states. The business appears to have been still in operation at the 

time of Albert Lutticke’s death in 1944 

2238 Michigan Avenue, Conductors’ Protective Association (C.P.A.) Building:  The Conductors Protective 

Association, aka Conductor’s Protective Assurance Company succeeded the Railway Conductor’s 

Cooperative Association in 1915. The Association was a mutual aid organization that provided a $500 

death benefit to member survivors. William J Ross, a former conductor for the Michigan Central 

Railroad, was a co-founder of the association and president at the time the building was erected in 

1924. The building’s location at the corner of Michigan Avenue and 14th Street placed it in close 

proximity to the Michigan Central Railroad terminal, and large numbers of the association’s members.   

Ross hired Detroit architect Alvin E Harley to design the CPA Building; Harley also designed Ross’ home 

in the Boston-Edison neighborhood.  Harley trained under prominent architects Albert Kahn and George 

Mason before forming a partnership with Norman S Atcheson, which ran from 1908 to 1912. In 1932 he 

partnered with engineer Harold S Ellington and in 1942 added Clarence Day. The illustrious firm is still in 

operation as Harley Ellis Devereaux. Harley designed the six-story building in the Classical Revival style to 

make it architecturally complementary and visually associated to the neighboring Michigan Central 

Depot. 

The prime contractor was William Lennane, a prominent builder who did extensive railroad work, 

including building grade separations for the Grand Trunk Railroad.   

2068 Michigan Avenue, Gaelic League / Irish American Club:  The two-story portion of the Gaelic League 

Building dates to the early 1870s, first owned by John Stead, a drover, and later by his sons, who 

operated a meat market.  

The Gaelic League and the Irish-American Club moved into the building in 1953, although they may have 

purchased it as early as 1951. The Detroit branch of the Gaelic League was founded in 1920 and was 

patterned after the Dublin-based Gaelic League, founded in 1893. The League held their first meetings at 

McAllister Hall (Michigan Avenue at 6th Street) moving in early 1921 to 4125 Grand River Avenue (near 

Rosa Parks Boulevard/12th Street), sharing space with other Irish-associated organizations.  Construction 

was begun on the one-story wing in 1953, which was designed as the club’s dance hall. The Gaelic 

League was and is non-sectarian and non-partisan organization with a focus on preserving Irish heritage, 

providing aid and assistance to Irish immigrants and causes, and supporting a united Ireland. The League 

was known for its annual St. Patrick’s Ball, a major social event and fund raiser. The League hosts special 

events at the clubhouse and elsewhere and remains a highly visible part of the Corktown fabric.  



1832 Michigan Avenue, Maltese American Club / Maltese Benevolent Society:  The club building consists 

of a pre-1884 building that was enlarged and remodeled in 1897. Confectioner Thomas J Irwin came to 

Detroit from Belfast, Ireland at a young age and opened his candy factory and wholesale business here 

by 1884. The company continued after his death in 1912 until at least 1930 as the T. J. Irwin Candy Co.  

The Maltese American Club / Maltese American Benevolent Society has been at this location since 

1963.They had been meeting in a hall at 844 Michigan (east of 4th Street) from the 1930s to 1962 that 

was taken through Detroit’s urban renewal push. This was not their first experience with “progress,” St. 

Paul’s Maltese Church (Fourth and Plum streets) was purchased to make way for the John C. Lodge 

Expressway.  

Maltese immigration to Detroit begins in earnest in 1919, a result of post-World War I economic trouble 

in Malta, a British colony. Initially most Maltese immigrants to Detroit were men, who sent for their 

wives and families once they had built up some savings. By 1922 there were about 5,000 Maltese 

immigrants in Detroit. Corktown provided an opportunity to build a community for their families and the 

club provided a means to aid Maltese immigrants into American life and to preserve Maltese culture.  

1950 Trumbull Avenue, St. Peter’s Episcopal Church & Parish Hall: The church, parish hall and a third 

building were designed by Weston & Ellington, Architects in 1925. The firm’s principals were William C 

Weston (1866-1932) and Harold S Ellington (1886-1964). Their partnership formed 1923 and ended with 

Weston’s 1932 death. Ellington then teamed up with Alvin Harley, doing business as Harley-Ellington, 

later becoming Harley Ellington & Day. Harley previously designed the Conductors’ Protective 

Association Building, several blocks west at Michigan Avenue and 14th Street.  

The parish hall was built in 1926 and opened to the congregation in February 1928. Construction of the 

church began in the spring of 1927, starting with the demolition of the former church club house. 

Construction of the third element, a three-story mixed-use building intended to produce income for the 

parish, was to be deferred until the matter of the proposed Michigan Avenue widening was settled; 

ultimately it was not built. Had it been built, the structure would have been outfitted with stores on the 

ground level, offices on the second level, and a hall on the third level.  

The church shell was completed by 1928 but construction was paused due to financial difficulties. The 

Crash of 1929 and the subsequent Great Depression kept continued work at a standstill. Once the Parish 

Hall was completed the old church building was razed and services were held in the hall’s chapel. 

Overcrowding led to the chapel relocating into the hall’s undercroft (basement).   

St. Peter’s takes pride in being supportive of the LGBTQ community and supports peace, justice, and 

equity efforts. The community has always provided aid and comfort to those in need. St. Peter’s Home 

for Boys founded in 1948 - 1949 by Father Austin Ecker. Ecker became rector of St Peter’s in October 

1948 and was chaplain for the Detroit Juvenile Detention Home. The program initially operated in the 

Parish Hall, but by the early 1960s outgrew the space. A new facility at 16121 Joy Road opened in 1964, 

closing in 2010. Rev. Ecker’s tenure was tragically cut short when he was killed in an automobile crash in 

1950. 

Manna Community Meal, founded in 1976, is a soup kitchen located in the church basement but 

operated by both St Peter’s and Most Holy Trinity Church.  Manna provides access to free showers and 

laundry services and also maintains a community garden.  



1416-1434 Michigan Avenue, Michigan-Trumbull Hotel Block:  The three-story, five storefront Late 

Italianate building was erected in circa 1882-1883. Among the earliest tenants was John Brennan, who 

operated the Michigan Knitting Company in storefront 1428 (426 under the old address system). The 

knitting works relocated to Mason, Michigan in 1887 and the space was then occupied by A. M. Phillips 

& Company, a sash and door firm. Phillips also owned a confectionary business next door.  

The upper two floors housed the Michigan-Trumbull Hotel from about 1930 to 1950, offering sleeping 

rooms by the day or week.  Storefront 1430 housed the Corktown Tavern, a popular night club owned 

during the 1930s to mid-1940s by Richard S (Ike) Thomas, who also was president of the Checker Cab 

Company. The club featured a floorshow – bands, dancers, comedians – until about 1943. The bar 

moved to 9223 Grand River Avenue (near Joy Road) in 1945, at 14524 Wyoming (corner of Lyndon) from 

1964 to 1968.  

1384 Michigan Avenue, Nemo’s Bar:  The building dates to 1883. The first known tenant was Mrs. Mary J 

Bell, widow of John Bell, proprietor of a millinery shop. Mrs. Bell resided upstairs with her daughter 

Elizabeth (a dressmaker) and son John (a wireworker). Mrs. Bell remained here until about 1893.   

By 1900 the building’s two storefronts housed the John Allen & Son Saloon. By 1905 Allen was 

advertising bowling alleys and café servicexxv.  Prohibition crimped the café business; through the 1920s 

to about 1932 the west storefront (1384 Michigan Ave.) housed Beresh Credit Jewelers (the Beresh 

name was well-known in Corktown for several decades), the east storefront (1378 Michigan) housed a 

succession of restaurants, such as one run by Novo Fukoda (Fukuda) in the late 1920s and one operated 

by Frank Eblusza (Ebisuya) in the 1930s. Both were Japanese immigrants, possibly relatives. Ebisuya took 

over the business upon Fukuda’s death in 1929. 

The Allen name returned in the 1930s, with Bert Allen’s Café and Bowling Alleys. Albert “Bert” Allen was 

a competitive amateur bowler and local bowling celebrity. Bert (1889-1954) was son of the 

aforementioned John H Allen. Allen’s café remained in business until 1959-1960. Succeeding Allen’s was 

Marty Kelly’s Turf Clubxxvi. Kelly closed the restaurant in 1965 when he opted to run Rocco Ferra’s 

Livonia Knights Inn restaurant. 

Leo “Nemo” Springstead opened the bar in 1965. His widow and sons continued the family business 

after his 1982 death. The bar catered to athletes, referees and umpires, and local politicosxxvii. The bar 

gained some notoriety when Richard (“Little Fitz”) Fitsimmons’ car was bombed outside of Nemo’s on 

July 10th, 1975. Richard Fitzsimmons was vice president of Teamsters Local 299 and son of Frank 

Fitzsimmons, who succeeded Teamsters president Jimmy Hoffa. Hoffa would disappear on July 30th, 

1975. 

1340 Porter Street, Detroit Public Lighting Commission/Department (DPLD) Porter Street Substation: 

Now owned by the Detroit Public Lighting Authority, the original section was built in 1926, designed by 

Smith, Hinchman & Grylls and built by the W. H. Mueller Companyxxviii. The addition dates to circa 1970.   

Prior to 1895, the Public Lighting Commission contracted with for-profit energy providers. Progressive 
Mayor Hazen S Pingree lobbied for municipal control in 1890, arguing it was as important as other city 
services – street paving, sewers, parks, water, and fire protectionxxix.   Through the Commission, the PLD 
expanded and maintained the city’s network of streetlights and provided power to municipal facilities.  
By the 1920s the system was becoming overloaded, requiring construction of new substations.   



Smith, Hinchman & Grylls looked to the late nineteenth century Richardsonian Romaneque style as 
inspiration for the new facilities, which included the subject Porter Street substation and the matching 
facilities at 3180 Ludden Street (near Gratiot Avenue), and 544 Custer (near Beaubien Boulevard). 
Richardsonian Romanesque was an eclectic style developed by Henry Hobson Richardson (1838-1886). 
The style, popular from 1880 to 1900, was well-suited for churches, universities, and public buildings but 
was also popular for high-end residences. Detroit architects Spiers & Rohns and Henry D Mason 
promoted the style locally.  

The Modernist addition was built by the commission in the early 1970s to increase electrical capacity as 

they actively bid against the Detroit Edison Company to supply power to new downtown high-rise 

buildings. The commission initially won the contract to supply the new Internal Revenue Service facility 

in 1972 (but had it pulled when Detroit Edison complained) and succeeded in securing the contract to 

supply power to the new McNamara Federal Building in 1974.xxx

477 Michigan Avenue, Patrick V. McNamara Federal Building: The McNamara Federal Building is a 27-

story reinforced concrete Brutalist style building that rises above two-basement levels. The building 

stands on 80 concrete caissons, each ranging from seven and one-half to nine feet in diameter, sunk to a 

depth of about 120 feet, to bedrock. The building required an estimated 90,000 cubic yards of poured 

concretexxxi.  The building features recessed corners, which provide additional structural integrity but 

also resulted in a little bit of egalitarianism in that the design eliminated corner offices, coveted by 

executives for having views on two sides. The building also eliminated allusions to classical and revivalist 

architectural styles 

Planning for the building began in 1963, Congress authorized construction in 1966, the same year Smith, 

Hinchman & Grylls completed the design. Funding was delayed until 1972, and proponents lobbied for a 

partial redesign to account for technological changes that occurred over the interim.  The General 

Services Administration (GSA) was anxious to get shovels in the ground and rejected the proposal.  

Financing was through a 30-year mortgage valued at $125 million. The GSA awarded the construction 

contract to Pontiac-based James Utley, Inc., who offered a low bid of just over $49 million. Ground was 

broken on November 1, 1972; it was anticipated that construction would be completed by August 

1975xxxii. 

The building, with 735,000 square feet of floor space, would consolidate federal offices (except courts) 

in one building and eliminate leases with numerous privately owned office buildings. This would result in 

efficiencies and savings for the government, but private building owners were concerned about the loss 

of tenancy and incomexxxiii.  

The building was named to honor U.S. Senator Patrick V. McNamara, who died April 30, 1966 at the age 

of 71. McNamara, who labelled himself a liberal Democrat, worked as a pipefitter, factory worker, and 

co-owner of a mechanical contracting firm.  McNamara was elected to the U.S. Senate in November 

1954, having cut his political teeth serving on the Detroit Common Council and the Detroit Board of 

Education. McNamara, noted for his brusque but unambiguous manner, was pro-labor, pro civil rights 

and took great pride in his role in establishing Medicare and federal aid to educationxxxiv.  

444 Michigan Avenue / 1365 Cass Avenue, Michigan Bell Telephone / AT&T Buildings: The Michigan Bell 

– AT&T complex consists of three buildings, the first erected in 1919 and expanded in 1928, a 

maintenance wing, built in 1951, and a modern office tower, built in 1973-1974. The original building 



was designed by Smith, Hinchman & Grylls and was built in 1918-1919 for the Michigan State Telephone 

Company (Bell Telephone) for their general offices and the Central Exchange. The building was originally 

seven stories but was engineered with the understanding it would be expanded to 17-stories. The 

decision to not build out to full-height immediately was based on the high-cost of materials. Designed to 

be fireproof, the building was constructed of reinforced concrete with stone, terra cotta and brick 

veneer, with concrete floors and steel doors, sash and framesxxxv.  

An additional 12 stores were added in 1928, from the designs by Smith, Hinchman & Grylls, with the H. 

G. Christman-Burke Company as general contractors. The project cost between $4 million and $5 

million, with an additional $5 million (estimated) in equipment upgradesxxxvi.  Michigan Bell expanded 

their Detroit headquarters in 1951, building a nine-story addition that fronts First Street.  The utilitarian 

architecture fits the addition’s functionality, maintenance and switching equipment.  

Michigan Bell started construction on the 21-story Modernist office Tower in 1969. The building, 

designed by Smith, Hinchman & Grylls was substantially completed in 1973 and completed by 1975, with 

a final cost estimated at $47 million. Bell began a major renovation of the “old” building fronting Cass in 

1973 as soon as they were able to move employees into the new tower. The renovation was anticipated 

to add $13 million to the bill.xxxvii

1114 Washington Boulevard / Westin Book Cadillac Hotel:  Book Cadillac is a historic hotel built in 1924 

by the Book Brothers (J Burgess Jr., Herbert, and Frank). Architect Louis Kamper had no previous 

experience in hotel design but studied the nation’s best hotels and designed what was then the world's 

tallest and still among the most elegant hotels. The Book Brothers were ambitious and aggressive real 

estate investors. They also built the Book Tower, a 38-story office building, at the corner of Washington 

Boulevard at Grand River Avenue and adjacent to the older Book Building. The older Book Building was 

built in 1917, the tower was begun in 1923 and completed in 1926; both were designed by Louis 

Kamper. The Book Brothers were instrumental in in the redesign of Washington Boulevard, making it 

Detroit’s “Fifth Avenue.”  

Kamper designed the hotel in the Italian Renaissance style, but with a more Venetian flavor to 

differentiate it from the nearby Statler Hotel. The hotel rises 32-stories over three subbasements. The 

steel frame structure is encased in brick, stone, and terra cotta. 

The hotel was acquired by the Oxford Capital Group and Taconic Capital Advisors in 2018, Marriott 

International continues to manage the hotel operations 

i U.S. 12, on the other hand, runs from Detroit to Aberdeen, Washington, a distance approximately 2,500 miles 
ii Wood block paving was popular in the mid-19th century, with several patented systems available. Wood block 
provided a smoother and quieter ride then cobble or paving stone but rotted quickly, developed unpleasant odors 
(due to creosote and animal waste). Anecdotal accounts indicate that poor people would pry up paving blocks for 
use as fuel.  Brick came into vogue in the 1870s-1880s.  
iii Detroit Free Press, “Overloading of Traffic Lanes Becoming Serious Problem.” February 7, 1937, p.  



iv Detroit Free Press, “Decision is Made on Widening Plan.” November 10, 1937, p. 4. 
v Detroit Free Press, “$601,243.95 Given in Condemnation.” June 24, 1937, p. 23. 
vi Detroit Free Press, “Widening Awards on Michigan Voted.” May 10, 1938, p. 2. 
vii Detroit Free Press, “Plan to Escape Payment for Widening is Refused.” May 12, 1938, p. 4. 
viii Detroit Free Press, “City Decides to Demolish Its Condemned Buildings.” June 24, 1938, p. 5.   
ix Detroit Free Press, “City Rental Pacts O.K’d.”  September 28, 1938, p. 2. 
x Detroit Free Press, “Busses Are Asked for Michigan Ave.” September 14, 1937, p. 3. 
xi “Streetcar Loading Platforms Are Protected from Traffic.” Michigan Roads & Construction, Vol. XXXIX, No. 7, 

February 12, 1942, p. 4.  
xii Detroit Free Press, “Farewell to Trolleys.” September 12, 1955, p. 2. 
xiii Detroit Transit History.info http://www.detroittransithistory.info/PCC/DetroitPCC-
5.html#:~:text=Streetcar%20operation%20on%20the%20Gratiot,12%2C%201863.  
xiv “Construction Methods Outlined.” Michigan Roads & Construction, Vol. XXXIX, No. 7, February 12, 1942, p. 3, 18.  
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xxi B. Siegel to Build New HQ. Detroit Free Press, January 4, 1967, p. 4B (newpapers.com p. 14). 
xxii Detroit City Directory. Detroit: J.W. Weeks & Co., 1878 
xxiii “Sayings & Doing.” DFP, July 25, 1877, p. 1 
xxiv Advertisement, “Joe Mee Hong” Detroit Free Press, May 16, 1902, p. 3 
xxv “John Allen & Son.” Detroit Free Press, February 24, 1907, Part 3 p. 11 (newspapers.com p. 43) 
xxvi “Marty Kelly’s Turf Club.” Detroit Free Press, March 28, 1961, p. 28 
xxvii “Tiger Stadium’s Old Standby’s.” Detroit News, September 22, 1999, p. 9 
xxviii “Switching Stations.” Detroit News, December 20, 1925, Realty Section, p. 7 (newsbank.com p. 168); “Week’s 

Contracts.” Detroit News, February 21, 1926, Realty Section, p. 7 (newsbank.com p. 152)   
xxix First Annual Report of the Public Lighting Commission. Detroit: The Thos. Smith Press, 1896, p. 10.P. 10 
xxx “A Coup for the PLC.” Detroit Free Press, April 14, 1974, p. B1 (newspapers.com p. 21) 
xxxi Chargot, Patricia. “Anatomy Of a Skyscraper: How They’re building The Giant on Michigan Ave.” Detroit Free 
Press, Detroit (rotogravure), August 25, 1974, p. 6-11, 13-14 (newspapers.com p. 208-212, 214-215) 
xxxii Ibid 
xxxiii Anderson, Dave. “New Federal Building Adds 1,400 Jobs Here.” Detroit Free Press, November 28, 1975, p. 3 
xxxiv Dewey, James C. “Sen. McNamara Dies.” Detroit Free Press, May 1, 1966, p. 1, 17. 
xxxv “Detroit Gets New $1,500,000 Block.” Detroit Free Press, April 22, 1917, Part 4, p. 9 (newspapers.com p. 71) 
xxxvi “Telephone Company Sets Pace for Progress.” Detroit Free Press, October 7, 1928, Part 6, p. 5 
(newspapers.com p. 86) 
xxxvii Weddell, Dorothy. “$60 Million in Cass Complex.” Detroit Free Press, November 24, 1973, p. 1B 
(Newspapers.com p. 15) 



 

Appendix E: Scoping Review Memo 

  



DATE: October 07, 2019

TO: Jonathan Loree
Design Division

FROM: Stan Reinke
Environmental Section
Design Division

SUBJECT: CS: 82062 Scoping Review: 847E

US-12 from I-96 to Cass Ave and Michigan Ave from Cass Ave to Woodward Ave/Campus Martius, 
City of Detroit, Wayne County, Metro Region

Summarized below are the results of the Environment Scoping Review.  These concerns should be addressed 
during the scoping process.

THIS DOCUMENT DOES NOT PROVIDE ENVIRONMENTAL CLEARANCE.

Agriculture

The city of Detroit has no agriculture or forestry zoned parcels. Therefore, no agricultural impact is anticipated.
There are no PA116 enrolled parcels in the vicinity of the project limits.

NPDES
If this project includes earth disturbance of greater than one (1) acre, PA 451, Part 31 requires that a Storm Water
Certified Operator conducts inspections of soil erosion and sedimentation control measures on a weekly basis or
within 24 hours of a storm event.  The Certified Storm Water Operators are also required to maintain inspections logs 
and make them available to resource agencies as requested.  If the project involves greater than five (5) acres of earth 
disturbance, a Notice of Coverage form will need to be submitted to the Michigan Department of Environment, Great 
Lakes, and Energy.  Please contact Tom Killingsworth if you have any questions.

Coastal Zone
No involvement.

Wetlands
The Wayne Coastal Zone Management Area is south of the project about 1000 feet.
The Detroit River is south of the project about 2100 feet.

Streams
The Wayne Coastal Zone Management Area is south of the project about 1000 feet.
The Detroit River is south of the project about 2100 feet.

Floodplains
The Wayne Coastal Zone Management Area is south of the project about 1000 feet.
The Detroit River is south of the project about 2100 feet and it has a bit of floodplain area along the shoreline.

Migratory Birds
The provisions of the Migratory Bird Treaty Act regarding nest removal must be followed when swallows or other
migratory birds are present.  Please contact Jeff Grabarkiewcz at 517-335-2633 if you have any questions.



Air Quality
Potential concerns:  The proposed area is in attainment/maintenance for carbon monoxide and 24-hour PM2.5
standards.  If the proposed project includes a road diet then hot-spot analyses for both pollutants may be required.

Bridge Painting
Based on a general Michigan Department of Environmental Quality (DEQ) database search, two (2) bridge structures
impacted by lead-based paint were identified within the proposed project limits.  A map showing the locations of the 
known contaminated sites is available in ProjectWise.

Endangered Species - Flora
No impact.  There are no known records for state or federally listed threatened or endangered plant species within a
two mile radius of the proposed project location. Based on this review, no further field surveys or coordination with the 
Michigan Department of Natural Resources (DNR) or United States Fish and Wildlife Service (USFWS) is required.

Endangered Species - Fauna
No impact. Several mussel species and a historical (1959) record for Eastern fox snake (Pantherophis gloydi), State
threatened exists over 1 mile away from the project area. This is an extremely urban corridor that is all paved, with the 
exception of small maintained lawns with no intersecting waterbodies. No suitable habitat for this species exists within 
the project area and no effect is anticipated.

This project is within the range of the federally endangered Indiana Bat and federally threatened Northern Long-Eared 
bat.  Tree removals will have no effect on both Indiana Bat and Northern Long-Eared Bat due to lack of landscape scale 
or site habitat.  Tree removals have no seasonal restrictions and no consultation is required with the U.S. Fish and 
Wildlife Service.

Contamination
Based on a general Michigan Department of Environmental Quality (DEQ) database search, twelve (12) known
contaminated sites were identified within or adjacent to the proposed project area.  A map showing the locations of the 
known contaminated sites is available in ProjectWise.

It is recommended a Project Area Contamination Survey (i.e., PACS, Phase I Environmental Site Assessment) be 
conducted to confirm known and identify potential sites of contamination.  A PACS is necessary to purchase fee 
ROW, and may be necessary for grading permit/easement ROW.  All contaminated media must be handled and 
disposed of appropriately in accordance with state and federal regulations.

Water Quality
No surface waters present within 500ft. of the project area.

If stormwater is discharged into City of Detroit's combined storm sewer system (CSS), there should be no increase in 
volume of water as the system is at capacity.

For additional information please contact Barb Barton, Aquatic Resource Specialist at (517) 241-2311.

Historic
Areas of concern: (outline areas/limits of concern):
1) Corktown HD abuts US-12/Michigan Ave. between Trumbull and the Lodge SB Service Drive; brick roadway is a 
contributing element. Removal of the brick roadway would likely pose an adverse effect unless reconstructed in brick 
or possibly integrally dyed concrete pavers (as used for US-41 in Houghton).
2) Brick roadway, Rosa Parks Blvd to the Lodge SB Service Drive is potentially eligible for listing in the NRHP. This
would include the US-12 - Trumbull intersection which received emergency reconstruction a few years ago. It is
possible that the removal of the brick roadway would pose an adverse effect; any proposed treatment of the US-12 
intersection, because it is adjacent to the Corktown HD, will need to be coordinated with SHPO and will need to follow 
SHPO streetscape guidelines.
3) Historic buildings at the SW, NW, and NE quadrants of US-12/Michigan Ave at Washington Blvd.; historic statue on
Washington St median, south side of US-12/Michigan Ave.
4) Potentially Historic building at the triangle intersection of US-12/Michigan Ave., W Lafayette Blvd., and Griswold St.
5) Patrick V McNamara Federal Bld (SW quadrant US-12/Michigan Ave, at Cass Ave. opened in 1976 and would need 
to be considered for potential NRHP eligibility assuming it will reach 50 years of age prior to the start of construction.



6) 444 Michigan Ave. is a 1973 addition to the AT&T /Michigan Bell Building
7) Streetscape within historic districts will need to follow SHPO Streetscape Guidelines.

Survey: (Y/N) explain concerns: Y - but likely in-house; much of the data is on hand but will need to be 
collected, validated, and expanded on or updated as needed.

Timeline: (dates for survey) summer/fall 2019, report fall/winter 2019-2020, open consultation with SHPO fall 2019. 

Cost: No cost estimated because completed in-house.

Coordination: (external agency, consultant, additional time or money associated)
Consultation with SHPO. Possible FHWA coordination if it is determined that it is desirable to invite the Advisory 
Council for Historic Preservation to consult (although this is unlikely at the PEL stage), consultation with City of Detroit 
Historic District Advisory Board, and the non-profit advocacy group, Michigan Historic Preservation Network.

Archaeology
The potential for archaeological sites to be preserved is limited to Roosevelt Park and property takes west of Trumbull.
If work is proposed in Roosevelt Park or if property takes west of Trumbull are anticipated, then additional research by 
the MDOT Archaeologist will be required to determine if survey is necessary.

4(f)/6(f)
Areas of concern:
1) Separated bike lanes exist along US-12 within the limits.  It appears these bike lanes are primarily for transportation 
and not recreation and thus would not be protected under Section 4(f).  However, they should be considered in the 
development of alternatives.
2) Roosevelt Park is located on the south side of US-12 from 16th Street to 14th Street.
3) Bennett Park (appears to be gone, confirmation would be required) is located on the north side of US-12 from 
Cochrane Street to Trumbull Avenue
4) Michigan Third Street Park is located on the north side of US-12, west side of 3rd Street.
5) Potential Park located on both the north and south sides of US-12 at Washington Boulevard.  It's not listed on their 
park finder but confirmation with the City should occur.
6) Lafayette Greens is located on the south side of US-12 east side of Shelby Street.  The underlying ownership and
any easements would need to be determined.  It appears the Greening of Detroit runs this, and it's not listed on the 
city's park finder, but it may have public ownership so confirmation with the City should occur.
7) Campus Martus Park is located at the east end of US-12 at Woodward Avenue.

If the project requires fee, easements, consents of any kind, or any change in property ownership will occur from the 
properties or if access is not maintained to the properties this project will may have a Section 4(f) impact.  The 
approval process and level of documentation required depends on the level of impact, and whether those impacts are 
temporary or permanent.  At a minimum, projects with Section 4(f) impacts of any kind must have formal coordination 
with the official with jurisdiction over the property.  Additionally, avoidance alternatives must be discussed and reasons 
to dismiss these alternatives must be documented.  Mitigation measures must also be discussed and documented. A 
public meeting would need to be held for FEE or easement needs.  The official with jurisdiction must also concur with 
our use of their property in writing.  Additionally, the contractor cannot use any public recreational properties as 
staging/storage areas.



Social
No anticipated concerns.  If fee ROW and/or easement(s) and/or grading permit(s) are needed, there should be no
long-term adverse impacts provided that all State and Federal guidelines and regulations pertaining to real estate 
acquisition are followed [including the Uniform Relocation Assistance and Real Property Acquisition Act of 1970]. If 
more than two residential units are acquired, causing residents to be relocated, or a single business is displaced, then

FHWA coordination is required.   If the property is occupied, then a relocation plan is required.  Access to 
businesses/properties must be maintained throughout the project.  Additionally, pedestrian facilities are currently
present.  Adjacent pedestrian facilities will be required, where and when possible, if there will be sidewalk work,
replacement, ADA upgrades, and/or temporary closure.  If needed, utilize the MDOT ‘Work Zone Safety and Mobility 
Manual’, located at https://www.michigan.gov/documents/mdot/2018_WZSM__Manual_627313_7.pdf , for specifics 
on design standards and specifications for ADA compliance for pedestrian and non-motorized facilities during 
construction.  Chapter 5 (starting on page 77) focuses on Non-Motorized Work Zone Safety and Mobility.

Detour
No anticipated concerns.  If a detour is needed, the following comment is offered:  Although the detours/ramp closures
will result in temporary inconveniences for travelers, such as longer travel times and distances, no long-term impacts 
are anticipated.  Contact must be made locally concerning the detour route and the duration of the detour. 
Additionally, coordination with emergency services, transit authorities and schools must take place concerning the
dates and routes of the detour.  If controversy arises due to the duration of the detour, or upgrades become necessary,
additional environmental review will be required.

Controversy
No anticipated concerns.  Controversy is not known without specific project details.  If controversy does arise the
following comment is offered: It is recommended that a public information meeting be held and possibly a stakeholder 
group be formed.  The public meetings will help inform the concerned public and reduce controversy.  If there is still 
controversy after the meeting, the project may need to be re-evaluated.  Please contact Josh Grab with any concerns 
at 517-241-4548.

Noise
Potential concern:  If a proposed project includes a fix-rail system, then a noise and vibration analysis will be required.
Otherwise there are concerns.

Tree Removals
If tree removals are anticipated:
1) Additional Endangered Species review and potential USFWS coordination is required.
2) The MDOT Region Resource Specialist must be contacted to identify tree removal locations and recommend 
appropriate tree replacements.
3) For tree removals within residential areas, the project manager must provide a 30 to 45 day advance notice to
adjacent property owners.

Indirect/Cumulative
There is potential for I/C impacts, however the extent/presence of these impacts cannot be determined until the scope
of work is known and all specialty areas have been reviewed.

THIS DOCUMENT DOES NOT PROVIDE ENVIRONMENTAL CLEARANCE.

If you have any questions or concerns regarding any portion of this review, please let me know.

An official environmental review and classification must be completed prior to final design activities.

10/07/2019
_______________________________ ____________________________
Environmental Clearance Coordinator Date
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Michigan Avenue
Planning and Environment Linkages (PEL) Study
September 2021
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Click to start/stop video Click to view chat and type input

Click to mute/unmute Click to view participants Click to provide a quick 
reaction, or to raise hand

Housekeeping
• This meeting will be recorded and uploaded to the project website
• Please use “raise hand” to ask a question
• Please use the chat to enter questions, feedback, and discuss with others
• Closed captioning has been turned on, if you want it please enable it on your device

2



7

4

7

2

Study Area

4

EVALUATION CRITERIAP&N, Evaluation Criteria
• Provide safe and equitable access for pedestrians

Purpose & Need Statement • Provide safe and equitable access for bicyclists
• To create a corridor that promotes safe and • Provide a quality environment and experience forequitable access to all forms of mobility and transit usersemerging technology along Michigan Avenue while

supporting economic and social investment and • Provide flexibility to respond to new mobility options
preserving the area’s unique character. (i.e. scooters, TNCs, autonomous vehicles, etc.)

• Provide acceptable level of vehicle operations
• Minimize conflict points and challenging geometricsHow We Got Here
• Provide design of right-of-way that complements the• “Safety” and “Access” were themes that continued

intended character of the corridorto emerge in our community conversations
• Minimize impacts to historic districts, properties, and• All modes are viewed as important by the

brick paverscommunity and should coexist
• Minimize impacts to on-street parking and loading• “Mobility” is a flexible term that can account for

emerging technologies • Provide design that supports green stormwater
infrastructure• Corridor can serve as showcase for emerging

technologies • Total estimated capital cost
• The historic character of the corridor is key
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Phase I
Illustrative Alternatives

Enhanced Option
Corktown Segment

• Bus bumpouts and intersection
bumpouts

• Protected bike lanes remain
• Traffic operations remain the same 9
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Slow Zone Option
Corktown Segment

• Bus bumpouts and intersection
bumpouts

• Two-way, sidewalk-level
bike/micromobility lane

• Traffic operations remain the same 10

Transit/AV Option
Corktown Segment

• Center lanes exclusive for transit and AVs
• Transit islands and planted medians
• One travel lane in each direction with turn lane
• Two-way, sidewalk-level bike/micromobility lane 11
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Input on Illustrative Alternatives
• Survey results • Streetmix results

• Most desired features: wider sidewalks, • 56 total designs submitted; some
bike lanes, more/safer crossings, dedicated duplicate/incomplete
transit/AV lanes • The vast majority of submittals included the

• One-way vs. two-way bike lanes evenly following elements
split • Street trees (87.5%)

• Sidewalk-level bike facilities slightly • Bike/micromobility lanes (90%), with a
favored one-way design (62.1%), with buffer

• 90% would walk further to a better bus stop space (83.3%)
• 78% would want dedicated transit/AV • Reduced lane widths (100%)

space • Average number of lanes = 2.6
• Most desired use for historic bricks: plazas, • Transit and autonomous vehicle lanes

crosswalks, street (70.7%), with a side-running design
(62%)

12

Phase II
Practical Alternatives
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Practical Alternative #1
Existing

14

Practical Alternative #1
Center-Running Transit/AV

15
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Practical Alternative #2
Existing

16

Practical Alternative #2
Side-Running Transit/AV

17
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Input on Practical Alternatives
• Preference for center-running transit option to provide enhanced transit infrastructure and avoid

driveway/side street conflicts in side-running transit option

• Preference for one-way bike facilities at sidewalk level on either side of the street

• Eliminate “pull-off”/”bypass” lanes at transit stations to emphasize transit over AVs and to allot more
space for on-street parking and expanded sidewalks

• Add “u-turn” movements at signalized intersections to alleviate local access concerns

18

Phase III
*Locally Acceptable Alternative

*The "locally acceptable alternative" was presented as the "preferred alternative" in the original 
presentation
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Locally Acceptable Alternative
Existing (@ Trumbull)

20

Locally Acceptable Alternative
Proposed (@ Trumbull)

21
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22

Center-running transit 
w/ upgraded stations

Locally Acceptable Alternative
Proposed (@ Trumbull)

23
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Sidewalk-level bike lanes

Locally Acceptable Alternative
Proposed (@ Trumbull)

24

Expanded sidewalks

Locally Acceptable Alternative
Proposed (@ Trumbull)

25
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New, concrete brick pavers

Locally Acceptable Alternative
Proposed (@ Trumbull)

26

Street trees + lighting

Locally Acceptable Alternative
Proposed (@ Trumbull)

27
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On-street parking 
spaces along corridor

Locally Acceptable Alternative
Proposed (@ Trumbull)

28

Locally Acceptable Alternative
Existing (@ 14th)

29
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Locally Acceptable Alternative
Proposed (@ 14th)

30

31



38

39

15

14th converted to 
two-way

Locally Acceptable Alternative
Proposed (@ 14th)

38

Streets removed 
within Roosevelt Park

Locally Acceptable Alternative
Proposed (@ 14th)

39
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Rerouted Vernor 
with signal

Locally Acceptable Alternative
Proposed (@ 14th)

40

Relocated freeway 
entrance, freeing up 
developable land

Locally Acceptable Alternative
Proposed (@ 14th)

41
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Safer 4-legged 
intersection at 14th Street

New mid-block crossing at 
15th Street

New signal at re-routed 
Vernor HwyNew signal at 20th Street Potential plaza location

20th to 14th

Relocated freeway 
entrance, freeing up 
land, potential plaza 
location

New mid-block crossing at 
Wabash Street

New concrete brick pavers, 
14th to Vermont

14th to Rosa Parks
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New mid-block crossing at 
Cochrane StreetPotential plaza location

Rosa Parks to Trumbull

Potential plaza location
Safer Trumbull intersection

New mid-block crossing at 
8th Street

Potential plaza location

Trumbull to 6th
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Road width narrows, 
maintain same facilities

6th to 1st

Road width narrows,
end dedicated transit lane at 
Rosa Parks Transit Center, 
buffered bike lane on-street,

Maintain connection to 
Woodward Ave and Campus 
Martius Park

New mid-block crossing at 
Rosa Parks Transit Center

1st to Woodward
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Key Design Elements
What we heard, and what we’re doing

Existing Brick Pavers
East of Rosa Parks to west of John C Lodge Service Drive

49
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50

Brick Pavers
What we heard…
• Fall 2019

• General feedback from community participants in Historic Corktown and North Corktown
indicated overall openness to potentially reuse brick

• Desire to keep character by using brick in the corridor; mix between rather should remain in the
vehicular lanes

• Bricks viewed as traffic calming measure
• Bricks not desirable for bikes and ADA accessibility

• March 2021
• Participants preferred historic brick pavers be reused in plazas, transit stations, buffer areas,

and Roosevelt Park

51
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Reuse existing brick pavers New concrete brick pavers
outside of traffic lanes in select roadway limits

52

Brick Pavers
What we’re doing…
• New concrete brick pavers in the general purpose lanes at “bookend” locations – dedicated

transit/AV space would be concrete or asphalt
Two blocks near the east and west side 
of the neighborhood that coincide with

the local historic district

53
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Left-Turns 
What we’re doing…
• Relocate to signalized intersection with

protected U-turn movement
• All current access can be maintained from

Michigan Avenue without use of side-
streets

56
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Left-Turns
What we heard…
• Concerns over how removing left-turns on Michigan Avenue will limit direct access to business;

potential exists today for eastbound to see business on north side and immediately turn onto side
street or driveway

• Concerns over lack of good parallel streets to access businesses, and residential streets are
overcrowded due to lack of driveways

• Concerns over general traffic diversion from Michigan Avenue if left-turns are eliminated

55
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Expected
Trip Use of
Michigan
Avenue
and
Alternate
Routes

57

AM Peak: Trips
on Michigan Ave

in Transit/AV
PM Peak: TripsLanes OR

on Michigan AveDiverted to
in Transit/AVOther Routes

Lanes OR
Diverted to

Other Routes
AM Peak: Trips

on Michigan Ave
in Gen. Purpose PM Peak: TripsLanes on Michigan Ave

in Gen. Purpose
Lanes

Traffic Key Takeaways
Opening Year Conditions

• Traffic has dropped significantly during the pandemic, and is unlikely to fully rebound between now and
project opening

• Approximately 10% of pre-pandemic volumes would have to divert in the opening year to achieve
acceptable Level of Service (LOS) along the built corridor

2045 Conditions
• Approximately 30% of forecasted volumes would need to divert in the future year in order to achieve

acceptable Level of Service
• Diversion can be accomplished by:

• Route diversion to nearby streets
• Mode shift to high-capacity transit/services using the new dedicated lanes
• Conventional trips being replaced by AV trips using new dedicated lanes

• SEMCOG model analysis shows that route diversion alone could accommodate the needed shift, even if
no mode shift or AV adoption took place

58
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Pedestrian Priority
What we heard…
• Fall 2019

• Pedestrian Experience and Safety was rated the highest (4.62
out of 5) on “level of importance” amongst ten options

• Additional comments urging pedestrian safety to be prioritized
(i.e. “I walk & bike along Michigan Avenue often and I rarely feel
safe, and I know I’m not alone”)

• December 2020
• Two of the top “features” of Michigan Avenue that respondents

stated were most important included wider sidewalks with café
space (76%) and more frequent/safer crossings (49%)

59

Expanded sidewalks, with more 
space for walking, dining, etc.

Better crossings at major intersections
(curb extensions, better crosswalk markings, etc.)

Mid-block pedestrian crossings 
with refuge islandsMid-block pedestrian crossings 

with refuge islands

Pedestrian Priority
What we’re doing…
• Expanding sidewalks to allow more distance from traffic, more

space to walk along Michigan Avenue, and more space for outdoor
dining, retail, etc.

• Shortening all pedestrian crossings by extending curbs and
improving visibility through better crosswalk markings

• Adding mid-block pedestrian crossings with refuge islands
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Parking in Corktown
What we heard…
• Need for small businesses to have quick pull-up

parking that don’t have large draw (i.e. bodegas)
• Need for parking varies from location to location
• Potential parking meters on Trumbull to create

turnover of parking for businesses
• Concerns over recent growth in Corktown making

parking increasingly difficult to find
• Concerns over limited ADA parking options
• Concerns over safety with existing configuration (i.e.

driver exiting vehicle into traffic lane)

61

Bus pull-offs eliminated to maintain consistent 
parking on north side of street

Parking in Corktown
What we’re doing…
• Changed station layout from practical alternatives to maximize on-street

parking on both sides of street
• Results in net increase of on-street parking, and access management can

add even more
• Other opportunities include better signage of parking options,

education/promotion of Park Detroit app, valet opportunities, additional
meters (i.e. 14th, 16th, Trumbull), additional ADA-accessible on-street
parking, evaluate additional buffers for on-street parking during design
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Next Steps

Next Steps

• Finalize conceptual design and official PEL documentation - October 2021
• Continue coordination around limits of brick pavers in roadway with City and stakeholders
• Advance project into design and select design consultant - Winter 2021/2022
• Design outreach around historic brick paver reuse and maintenance of traffic for construction 
• Construction anticipated to begin spring 2024
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Thank you!
Please visit www.michiganpel.com to learn more!


	Appendix A: PEL Questionnaire
	Appendix B: Traffic Analysis 
	Appendix C: Crash Analyses
	Appendix D: History
	Appendix E: Scoping Review Memo
	Appendix F: Final Presentation

