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Flint Downtown Traffic and Parking Study Project Summary

1.0 PROJECT SUMMARY
1.1 Introduction

Like many downtown areas in the industrial Midwest, Flint has seen a decades-long cycle of disinvestment fror
downtown area, resulting in vacant storefronts arsdaouildexgining land values. However, long-buoyed by a
large municipal and governmental presence, Downtown Flint is poised for resurgence, with new business ac
residential development, and an expanding nearby university campus. This activity hasthat pressure on
downtown parking supply, and raised questions as to the efficiency of traffic circulation withirahe downtow
and the impact that may have on drawing new residents and business patrons to downtown.

In order to address these deficiencies, a task force of local and state agencies and the business community in
the Flint Downtown Traffic and Parking Study. The purpose of this study is to evaluate a variety of alternativ
improving transportation and parking opportunities in the immediate downtown area.

1.2  Study Area

The study area for the Flint Downtown Traffic and Parking Study is generally bounded by I-475 to the east, 1-69
south, Chevrolet Avenue to the west, and Robert T. Longway Drive to the north, as illustrated in Figure 1-1.

1.3  Planning Process
Preparation of this study involved a multi-facetednpospesating extensive coordination with local agencies,
consultation with the downtown business community, and community outreach. Documentation of the ext

outreach process can be found in Appendix A.

Project Task Force

The foundation and direction of the Flint Downtown Traffic and Parking Study were established by the Project
Force, made up of representatives of all local agenwags alodvntown stakeholders that play a role in or are
directly affected by transportation issues in the downtown area. This group led the developmeayt of the plan, a
will play an integral role in seeing to the implementation of the plan recommendations. The Project Task Forc
comprised of:

C. S. Mott Foundation

Ellis Parking

City of Flint, Department of Public Works

City of Flint, Planning Commission

Flint Downtown Development Authority (DDA)

Genesee County Metropolitan Planning Commission (GCMPC)
Michigan Department of Transportation (MDOT)

Metropolitan Transit Authority (MTA)

University of Michigan Flint

Uptown 6

X X X X X X X X X X

Public Outreach

In order to interface with other downtown stakeholdegeaadat public, two public meetings were held as part
of the study. The first, on September 19, 2006, imanaopen house aimed at educating the public on the
goals and objectives of the study, and the alternatives to be evaluated dtn papkowgngpiportunities and

Parsons Brinckerhoff Michigan, Inc. 1-1
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Figure 1-1: Project Study Area
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Flint Downtown Traffic and Parking Study Project Summary

traffic operations. A second public meeting, held on October 30, 2006, combined open house format with a f
presentation, detailing the findings and recommenttegisngdgf Written comments were collected at each of
the meetings for consideration in the stusy. pkd@eting summaries are included in Appendix A.

1.4  Study Goals and Objectives
Major goals and objectives for the study, as identified at the initial task force meeting, are as follows:

Increase on-street parking downtown, specifically along the Saginaw corridor
Eliminate some of the one-way streets to help with the navigation through downtown
Improve on street parking management and enforcement

Better connect the culiceater to downtown

Improve utilization of existing off-street parking

Improve traffic flow through downtown

Improve aesthetics in the public right of way

Increase the emphasis on non-motorized transportation

Improve “walkability” and ADA accessibility

Improve transit mobility with rhisisnaption to vehicular traffic

X X X X X X X X X X

1.5 Document Organization
The Flint Downtown Traffic and Parking Study report is organized into the following chapters:

Chapter 2.0 presents a discussion of the existing roadway network conditions, including roadway network
direction of travel, existing truck and bus routes, and traffic operational performance along study corridors.

Chapter 3.0 presents the existing parking conditions within downtown, including on- anpfaffilgteset parkin
and utilization.

Chapter 4.0 details projections of future traffic and parking demand, including the forecasting methodology.

Chapter 5.0 discusses the alternatives analysis process, including the process for developing alternative
comparison of traffic operation, physical feasibtliggt parking supply, and implementation costs.

Chapter 6.0 presents the study recommendations, including roadway network and parking improvements, po
enhancements, implementation andgtzasl funding opportunities.

Parsons Brinckerhoff Michigan, Inc. 1-3
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Flint Downtown Traffic and Parking Study Existing Transportation Network

2.0 EXISTING TRANSPORTATION NETWORK

The following sections present the existing transp@satictuirgrand services within the study area, along with
an assessment of their current operational performance.

2.1  Transportation Network Characteristics
2.1.1 Study Area Street Network

The study area roadway networktedepi Figure 2-1, includes aestebiished system of one-way streets

within the downtown core area, surrounding Saginaw Street, the primary two-way north-south traffic artery trav
the study area. Court dh&tbeets, together designated as Mr2la fine-way couplet, and are the primary
east-west arterials within the study area, along with Robert T. Longway Blvd north of the U of M Flint campus.

The study area includes three freeway interchanges: 1-475/Longway Drive, 1-475/Downtown, and [-69/Down
Each of the “Downtown” interchanges offers direct access to multiple downtown streets via continuous service (

2.1.2 Truck and Bus Routes

Because of Flint's industrial history and the currergrgmé$emoe of major plants and industrial facilities in and
around the downtown area, many of the streets ynadheasawd designated truck routes, as shown in Figure 2-

2. East/west truck routes through the study areKeactlele Street, Second Gttemurt Street, Fifth Street

and Robert T. Longway Blvd. In the north/south direction, Grand Traverse Street, Church Street, Beach S
Saginaw Street and Cezar Chavez Drive (1-475 Service Drive) are designated truck routes.

There are a total of 12 fixed bus routes that traverse the study area, as depicted in Figure 2-3. There is a dow
transit center located in the block between Haffiisdn SEtibnd, and Third Streets. All bus routes operate
within general traffic laaad,offer traditional curb-side stops within the study area.

2.1.3 Non-Motorized Transportation

The majority of the downtown area includes sidewalks, along with pedestrian signalization st fRegt intersection
additional non-motorized amenities are currently wittplemee exception of some street furnishings installed
along Saginaw Street. The University of Michigan — Flint campus includes a more extensioekpedestrian ne
within the campus confines, including pedestrian crossings of the Flint River. There are norbike lanes or
bicycling amenities outside of the campus area.

2.2 Data Collection

In order to conduct a detailed evaluation of intersection operations, peak hour turning-sevement volume
collected at 48 study area intersections.

24-hour volumes at intersections throughout the study area were obtained by the GCMPC for the purpos
determining the peak hour within each group of adjacent signal locations for data to beticoljeghedk In add

hour turning movement counts collected in March and April, 2002 along SagifeSiréatsifoamdpbevious

study were obtained from the GCMPC. 24-hour voluaseudathto verify that the 2002 counts are valid and
consistent with 2006 conditions

Counts were conducted at all other study intersections during the month of August, 2006, for the 8:00-9:00ANl
4:00-5:00PM time periods. Turning-movement volumes are summarized in Appendix B.

Parsons Brinckerhoff Michigan, Inc. 2-1
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Figure 2-1: Study Area Roadway Network
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Figure 2-2: Designated Truck Routes
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Flint Downtown Traffic and Parking Study Existing Transportation Network

Figure 2-3: MTA Fixed-Route Bus Service
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2.3 Analysis Methodology

The performance of a roadway facility is most often described in terms of Level of Service (LOS). LOS provi
common letter grade rating system, understandable to a broad range of stakeholders, which is based on quant
measures of congestion and delay that are not alvimgfinieamd of themselves. An evaluation of existing
traffic operations at signalized and unsignalized intersections was conducted using Synchro v6.0, a network-|
traffic analysis and signal optimization model. Synchro evaluates intersection delay and level of service usin
methodology outlined i@ Highway Capacity Mdri@i12000) developed by the Transportation Research
Board (TRB) National Research Council. This methiedelefingsrvice in terms of delay, or more specifically
average control delay per vehicle. Delay is a measure of driver and/or passenger discofuébrt, frustration,
consumption and lost travel time. Tables 2.1 and 2.2 present the LOS criteria for unsignalized and signa
intersections, respectively. Level of Service D or better during the peak hours of the day is a commonly |
standard for acceptable Level of Service in urbanized areas.

Table 2.1: Level of Service Gatésr Unsignalized Intersections

Leve_l of Description Average_ Control Delay F
Service Vehicle (seconds)

A Little or no delay. d10.0

B Short traffic delays. >10.0 and15.0

C Average traffic delays. > 15.0 andl25.0

D Long traffic delays. > 25.0 andl35.0

E Very long traffic delays. > 35.0 and50.0

F Demand exceeds capacity resulting in extreme delays and]queuing. > 50.0

Source: 2000 Highway Capacity Manual, Special Report 209

Table 2.2: Level of ServiceeZid for Signalized Intersections

Average Control Dela
Per Vehicle (seconds

Level of
Service

Description

Operations with very low control delay occurring with favoralpl

progression and/or short cycle lengths.

410.0

Operations with low control delay occurring with good progre
and/or short cycle lengths.

S$198.0 andi20.0

Operations with average control delays resulting from fair pr
and/or longer cycle lengths. Individual cycle failures begin t

r.

Operations with longer control delays due to a combination (
unfavorable progression, long cycle lengths, or high volume;
(VIC) ratios. Many vehicles stop and individual cycle failure
noticeable.

Dgression
)%ggjé Andi35.0
f

to- Ccit
; 5%%96‘ ANdi55.0

Operations with high control delay values indicating poor prg
long cycle lengths, and high WE. rétidividual cycle failures ar
frequent occurrences. This is considered to be the limit of a
delay.

gression,

L CepraBianadio-o

F

Operation with control delays unacceptable to most drivers

due to oversaturation, poor progression, or very long cycle I

R

Source: 2000 Highway Capacity Manual, Special Report 209

Parsons Brinckerhoff Michigan, Inc.
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Existing Transportation Network

2.4

Intersection and Roadway Operations

Table 2.3 and Figure 2-4 present the existing peatohmangeof study area intersections. Analysis reports

can be found in Appendix C.

Table 2.3: Existing Peakurintersection Performance

ersectio ontro A Pea PM Pea
Delay LOS Delay LOS
(Sec/Veh) (Sec/Veh)
Grand Traverse Street at KgaSiteet Signalized 18.8 B 14.6 B
Grand Traverse Street at First Street Two-Way-Stog* 9.3 A 11.8 B
Grand Traverse Street at Second Street Signalized 9.5 A 7.3 \
Grand Traverse Street at Third Street Signalized 4.1 A 6.2 \
Grand Traverse Street at Court Street Signalized 7.9 A 10.4 A\
Grand Traverse Street at Fifth Street Signalized 8.0 A 10.0 B
Grand Traverse Street at Eighth Street Signalized 9.5 A 10.0 B
Grand Traverse Street at Ninth Street Signalized 9.6 A 6.5 \
Church Street at Kearsley Street Signaljzed 5.6 A 6.6
Church Street at First Street Two-Way-Stop* 11.9 B 11.0
Church Street at Second Street Signallzed 30.1 C 29.1
Church Street at Third Street Signaliped 2B.1 C 17.9
Church Street at Court Street Signaliked 1.9 A 8.0
Church Street at Fifth Street Signaliged 1p.2 B 10.3
Church Street at Eighth Street Signalized b.9 A 8.5
Church Street at Ninth Street Signaliged 6.1 A 8.8
Beach Street at Kearsley Street Signallzed 19.0 B 13.2
Beach Street at First Street Signalifed 11.6 B 8.3
Beach Street at Second Street Signalfzed 14.8 B 7.4
Beach Street at Third Street Signaliged 7.3 A 10.6 B
Beach Street at Court Street Signaliged 7.5 A 7.1 A
Beach Street at Fifth Street Signalifed 12.0 B 12.2 B
Beach Street at Eighth Street Signaliped 11.4 B 8.8 A
Beach Street at Ninth Street Signaliped 8.5 A 7.9 A
Saginaw Street at Kearsley Street Signaljized 6.8 A 8.9 A
Saginaw Street at First Street Signaliged 11.8 B 11.6 B
Saginaw Street at Second Street Signalzed 15.7 B 15.6 B
Saginaw Street at Third Street Signalized 12.5 B 11.5 B
Saginaw Street at Fourth Street Signalized 7.5 A 9.5 A
Saginaw Street at Court Street Signalized 10.4 B 10.0 A
Saginaw Street at Fifth Street Signalized 14.7 B 13.5 B
Saginaw Street at Eighth Street Signalized 10.3 B 13.4 B
Saginaw Street at Ninth Street Signalized 11.0 B 12.0 B
Harrison Street at Kearsley Street Signalized 14.5 B 12.7 B
Harrison Street at First Street Signalized 9.9 A 10.0 B
Harrison Street at Second Street Signalized 16.8 B 16.2 B
Harrison Street at Third Street Signalized 8.5 A 9.2 A
Harrison Street at Court Street Signalized 6.7 A 6.7 A
SB Chavez Drive at Second Street Signalized 9.3 A 9.0 A
SB Chavez Drive at Court Street Signalized 7.4 A 7.8 A
SB Chavez Drive at Fifth Street Signalized 8.2 A 7.5 A
Parsons Brinckerhoff Michigan, Inc. 2-6
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Flint Downtown Traffic and Parking Study Existing Transportation Network

ersectio ontro A Pea P Pea
Delay LOS Delay LOS
(Sec/Veh) (Sec/Veh)

NB Chavez Drive at Second Street Signajized 11.7 B 15.7 A
NB Chavez Drive at Court Street Signalized 8.3 A 10.6 B
NB Chavez Drive at Fifth Street Signalized 8.2 A 5.6 A
SB Chavez Drive at WB Robert T. Longway Bivd SighalizedD.1 B 8.6 A
SB Chavez Drive at EB Robert T. Longway Blyd Sigpalizefl.5 A 10.5 A
NB Chavez Drive at WB Robert T. Longway Bjvd Sig{:alizeds A 6.1 A
NB Chavez Drive at EB Robert T. Longway Blyd SighalizekD.1 B 9.6 A

LOS = Level of Service; (sec/veh) = Seconds per vehicle
*Note: Delay and LOS at stop-controlled intersections is based on the stop-controlled approaches only

As shown in the table, all study area intersections currently operate at LOS C or better during both peak hours
the vast majority of intersections operating at LOBSdicati\B, of minimal congestion throughout the study area
under existing conditions.

Parsons Brinckerhoff Michigan, Inc. 2-7
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Flint Downtown Traffic and Parking Study

Figure 2-4: Existing Peak Hour Intersection Level of Service
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Flint Downtown Traffic and Parking Study Existing Transportation Network

25 Identified Deficiencies

Based on traditional operations analysis, as showmi@.&egll study area intersections currently operate at
acceptable levels of service, with most operating with minimal levels of congestion during the peak peri
However, while this analysis indicates that congestion levels are low throughout the studyeatiea, it is not ak
measure potential inefficiencies in the transportatibrthagtmay otherwise impadbility, or the lack of
effectively balancing use the transportation network for all modes and users. The following are ident
deficiencies relating to overall multimodal mobility, as observed through both study evaluation and stakeholder |

One-way Streets

One-way streets are typically used to increase roadway capacity in downtown areas by reducing the numb
conflict points at each intersection and simplifying traffic signal operations. However, oneawayhsreets can
negative effects of increasing travel distances to neatibhndeaind, if not properly designed, can create driver
confusion for unfamiliar motorists.

Typically, one-way streets are laid out in couplets - two parallel streets operating in opposite directions with rig|
circulation to allow for easy travel around blocksheWitidy area, portionth@fone-way street system are
fragmented and do not follow this convention. For example, in the east/west direction Kearsley Street and Se
Street together form a one-way couplet connecting Chevrolet Avenue through downtown to [-475, but withi
downtown core First Street, which is a one-way street, lies in between them. This causes a breakdown in the
turn circulation. In addition, while Third and Fowthr&taegdired couplet, Fourth Street terminates at Church
Street, and changes characteristics East of SaginawnSireiy Btreet to a smaller service drive with only a 24

foot width, thereby reducing the effectiveness of thd-swllyleFirst and Third Streets are both two-way streets

on either side of downtown, creating a discontinuity in operation and causing opposing traffic to meet head
intersections.

In the north/south direction, Harrison Street and Clifford Street are paired. However, Clifford Street only runs
Second Street to Fifth Street, prditithrgervice to southbound traffic. In addition, Beach and Church Streets are
set up as a couplet with right turn circulation. Hee®wse, northbound traffic that intends to cross the river
must use the Grand Traverse Street bridge, Ch@relm@&idaverse are functionally being used as a reverse
couplet. In summary, these inconsistencies require drivers to take circuitous routes to reach their destinations
in turn, adds to travel time, and the lack of a logical pattern may cause confusion for unfamiliar drivers.

Signal System

Although the level of service at the study intersections is acceptable for the existing conditions, this analysis do
take into account the number of times a motorist must stop while traversing the study area. While signal tir
along a number of study corridors are establishedy@prgpess traffic, a comprehensive optimization of the
downtown area has not been conducted in recent memory. Furthermore, the ability to maintain coordination be
signals is impaired by the age and conditiongofathsysiem. The current signal system in downtown Flint is
antiquated to the point where it may not be possible to update the programs in the signal cantrollers or mal
offsets that would improve progression.

Non-motorized Travel
Currently, there are no bike lanes on any of the theekswntown Flint network. Given the proximity of the

University of Michigan — Flint campus and the plans for student residential growth, adequate facilities for bik
within downtown is rapidly increasing in importance.
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Flint Downtown Traffic and Parking Study Existing Parking Conditions

3.0 EXISTING PARKING CONDITIONS

A parking turnover and occupancy study was undertaken in 1999 for the Flint DDA. In order to update the dat
findings of the 1999 study, a visual survey of the various parking areas was underte@epleteoater to
anecdotal comparison with the 1999 data.

The following definitions apply to the discussion of downtown parking conditions:

X Turnover Turnover is the number of cars that occupied a parking space in a particular period. For
example, if a parking lot has 100 spaces and during the course of the day 250 different vehicles
occupied the lot, then the turnover is two and a half times (2.5).

X Occupancythe length of time a parking space is occupied by a vehicle.

x Circuit A circuit refers to the two-hour time period between observances of any one particular
parking space. For the turnover and occupancy study, a defined route was developed for each
survey vehicle. One circuit of the route took approximately 2 hours to complete and each space
was observed once during that circuit.

X Block FaceA number was assigned to each block within the study area. Each block is then referenced
its block number and by a letter (A, B, C or D).r Tetetstte the cardinakfaf the block; with A
being the north face, B the east face, C the south face and D the west face. Therefore, a block design
as 1A would refer to the north face of block 1.

3.1  Existing Parking Supply

The downtown core of Flint incorporates a varigpbbffrstreet parking, but public and privately operated.
Figure 3-1 illustrates the off-street parking locations and on-street parking allowances and restrictions.

As shown in the figure, the majority of downtown curb space is signed to allow two-hour maximum parking,
numerous blke do not allow parkiBgme curb spacaledicated to public safetiipgior drop-off. There are
approximately 420 on-street parking spaces within the downtown core area.

Off-street parking accounts for a much more sigriificaot {h@ downtown parking supply. There are currently
six publicly-operated parking facilities, the most significant of which are the McCeee saaud(865 BPA

lot along Saginaw between First and Kearsley (290 spaces). A multitude of privatelytedvofdstnegtopera
parking facilities are located tlwoughe area, many of which are open for public parking. There are
approximately 1350 off-street parking spaces within the downtown core area.

3.2  On-Street Turnover and Occupancy

The intent of this analysis was to determine the numbeymsstieet spaces were “turning over”, or being used

by different vehicles, and the occupancy of on and off-street spaces by time of day. The turnover and occuj
count was undertaken from 10:00 a.m. to 6:00AugusbrBl, 1999. Table 3.1 summarizes the on-street
turnover and occupancy findings.

Observations conducted in 2006 concluded that osaspsliglytly higher than the 1999 study as would be
expected with increases in activity levels. Additionally, it would be preferable to undwmréakand full turn
occupancy study after the planned and proposed adaptive re-uses of the existing downtown buildings have
completed and parking variations associated with use changes have equalized.
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Figure 3-1: Existing Parking Supply
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Table 3.1: 1999 On-Street Turnover and Occupancy Data

Circuit 1 Circuit 2 Circuit 3 Circuit 4
On-Street T&O Est. | 10:00-12:00 12:00-2:p0  2:00 - 4:00 4:00 | 64QRrage | Average Peak
Block Face | Description Cap. O¢c. % Occ. % Occ. % Occ. | Tggnover| Occ. % Occ. %

18 D On-Streef 9 D 10p% |9 100% | 9 |100%| 8 89% 0.92 9 979 9 100%
20 D On-Street 13 2 18% 1 0% 0 0% 0 0% 0.92 1 7% 2 18%
26 A On-Street 14 b 50% 7 10% 7 70% 9 90% 0.92 7 70% 9 90%
26 B On-Street 8 3 10p% |8 100% | 7 88% 7 88% 0.92 8 94% 8| 100%
26 D On-Streef 2 L 50% 1 50% 1 50% 1 50% 0.92 1 50% 1 50%
27 D On-Street 12 11 92% |12 100% | 12 |1009 8 67% 0.97 11 90% 12 100%
28 Cc On-Street 6 b 83% 4 67% 4 67% 3 50% 0.92 4 67% 5 83%
28 D On-Street 14 B 30% 2 20% 4 40% 3 30% 0.92 3 30% 4 40%
29 D On-Street 5 P 40% 2 40% 2 40% 2 40% 0.23 2 40% 2 40%
33 B On-Street 14 D opo 8 80% 8 80% 9 90% 0.92 6 63% 9 90%
33 C On-Street 8 V 88% 6 15% 6 75% 5 63% 0.92 6 75% 7 88%
34 B On-Street b 10p% 3 60% 4 80% 5 100% 1.27 4 85% 5 100%
34 C On-Street 14 3 90% 9 90% | 10 [100%| 10 | 100% 2.60 10 95% 10 100%
34 D On-Street 12 10  83% 8 57% | 10 |83% 9 75% 2.60] 9 779 1p 83%
35 C On-Streef 11 L 9P 1 D% 1 9% 0 0% 1.00 1 7% 1 9%
36 D On-Street 14 D obe 0 D% 0 0% 0 0% 0.00 0 0% 0 0%
40 B On-Street 7 8 114% 4 7% 7 100% 7 100% 2.75 7 939 § 114%
41 B On-Street 8 D 0% 0 0% 1 13% 0 0% 0.13 0 3% 1 13%
41 D On-Streef 16 16 100% |12 [75% 16 | 1009 11 69% 3.67 14 86% |6 100%
42 A On-Street 11 D opo 0 D% 0 0% 0 0% 0.00 0 0% 0 0%
42 D On-Street 8 D 0% 0 % 0 0% 0 0% 0.00 0 0% 0 0%
46 B On-Street 11 10 91% 7 54% 7 64% 4 36% 0.92 7 64% 1 91%
46 C On-Street 11 ¢] 27% 3 27% 4 36% 1 9% 0.92 3 25% 4 36%

On-Street Summary 211 115 5p% [107 |51% | 120 | 57% 102  48% 1.10 111 53% 133 63%

Source: Rich & Associates, 1999

The following are observations and conclusions from the on-street turnover and occupancy study:

X The daytime activity in the study area was relasizaly lmetween the houdOdiO0 a.m. to 6:00 p.m.

The level of activity along some of the block faces varied tremendously, however overall occupancy
high within the CBD.

A few vehicles were parked at expired meters (since removed); however there were very few vehic
parked illegally without a ticket in the parking ertfarean@@nforcement activity has changed since the
previous study work).

The analysis revealed that 30 of the 543 vehicles analyzed were being moved evHms two-hours.
practice, known as the “two hour shuffle”, is intended to avoid a fine for overtime parking. Some parker
were simply parking in a single stall for the entire day. 2006 observations indicate that most individuals
park on-street in a single parking stall for the entire day due to lack of parking enforcement, which i
fundamental issue that requires addressing.

Based on the 1999 study, turnover was low within Flint's CBD, averaging just 1.10. This indicates that tl
vehicles parked on street within the study area were generally remaining for the full two hours or lon
2006 observations indicate that the turnover is fmmeevdime important aspect of low turnover is that

Parsons Brinckerhoff Michigan, Inc. 3-3



Flint Downtown Traffic and Parking Study Existing Parking Conditions

fewer vehicles have access to prime parking stalls, directly impacting the availability of customer and vi
parking. Retail aityi cannot thrive witlzalgquate on-street turnover.

Table 3.2: 1999 Observed On-Street Violations Summary

1999 - Violation Summary: Maximum Posted
(Summarizes how long a random sample of vehicles Duration
stayed beyond the posted time limit at on-street meters) (2 hour)
Number of parking spaces in sample 263 meters
Vehicles that remained 2 to 4 hours 13.3% (39)
Vehicles that remained 4 to 6 hours 7.2% (19
Vehicles that remained 6 hours or more 3.0% (8
Total number of vehicles analyzed 543

Source: Rich & Associates, 1999

3.3  Off-Street Turnover and Occupancy

Table 3.3 presents the 1999 turnavecempancy data for off-street péakiliies within the downtown core
area.

Table 3.3: 1999 Off-Street Turnover and Occupancy

Circuit 1 Circuit 2 Circuit 3 Circuit 4
Off-Street Occupancy | g | 10:00-12:00  12:00-2:00  2:00-4:00  4:00 | GiQ@rage | AVerage Peak
Description Cap. | Occ. % Occ. % Ocg. % Oc¢c. ggurnover| Occ, % Ocd. %
18 Off-Street 300 239 80% P31 | 77% | 226 | 75%)| 19 66% n/g 2p4 5%  2B9 80%
20 Off-Street 148 117 8% 96 65% 52 35% 79 53% n/al 86 8% 117 79%
26 Off-Street 13D 130 100% 130 [100% | 85Y 90 690 n/a 115 88% [130 00%
27 Off-Street 25p 108 4P% 84 33% 98 38% 97 38% n/a| o 38% 108 42%
28 Off-Street 97 10 10% 46 47% 92 95% 89 92% n/a 59 6[L% 93 95%
33 Off-Street 80 80 100% 80 [10@% | 100% 80 | 100% n/a 80| 100% 80 100p6
35 Off-Street 123 119 % 102 |83% | 115| 93%| 1183 92% n/g 12 D1% 119 97%
36 Off-Street 68 49 2% b0 74% 33 49% 33 49% n/a 41 6[L% 5( 74%
42 Off-Street 154 40 26% 30 19% 34 22% 29 19% n/a 33 2% 4 26%
Off-Street Summary 1355 892 6/6% B49 | 63% | 840| 62%| 80B 1@% | 847| 63%| 975 729

Source: Rich & Associates, 1999

The turnover and occupancy table identifies the parkingoadézg to block and face references. The parking
supply structures and surface lots are identified on Figure 3-1. The tables include estimated capacities (num
parking spaces) per lot and the number of on-street spaces examined during the study circuits completed Augt
1999. The study included the public parking areas, as well as a number of private lots and structures.

Parking demand was highest along Saginaw Street and on blocks 6,9,11 and 15. Thisohigbparwigzhncy

with the predicted parking demand deficit calculated from the original 1999 building use and occupancy data.
the original 1999 work included an inventory of vacant space, the model was also applicable to 2006 by updatil
vacant space per actual developments that have taken place.

The daytime activity in the study area was consthotithiheuday. The peak time was between 10:00 am and
12:00 noon. This peak time corresponds with the peak demand time for office parking (as identified by the
Land Institute). Overall, the occupancies varied greaflwhly many parking lots achieving 100% occupancy.
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The 2006 observations revealed that occupancies arer npartiaglarly for downtown surface lots such as the
DDA lot at Saginaw and Kearsley.

34 Identified Deficiencies

Figure 3-2 illustrates occupancy rates and the identified deficiencies in downtown é-li@98akedoveith

and occupancy study. The areas indicated in red are occupancies above 85%.e Thesalareds@be
deficient in terms of parking supply. Although tbé&ldatéhis deficiency locations are still relevant in 2006 and
define the groupings of blocks or the core area wharkintewr additional parking opportunities should be
considered.

It was noted that some outlying lots did have additionally capacity and that a combination of parking enforceme
signs could aid greatly in re-distributing parking demand and help to alleviate sboetagestdt should be

noted however that plans for re-occupancy of downtown buildings that are currentlg Yaeahionaigadol t

parking.
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Figure 3-2: 1999 Parking Occupancy and Deficiencies
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40 FORECASTED TRAFEND PARKING DEMANDS
4.1 Forecasted Traffic Demand

Forecasts for study area travel demand at thiewr2tiB8g horizon year were developed using Genesee County
Metropolitan Planning Commission’s Urban Travel Demand Model. Regional travel demand models provi
macroscopiool to forecast future travel demands egidh&s roadway network based on land use and socio-
economic projections. While the model is an invaluable tool for understanding high-levéiroragbbdemands t

the region, it is limited in its sensitivity to detailed traffic operations, such as intersection controls.

In order to determine an aggregate forecast for teencklsgeaific to within the study area, a cordon was
established within the GCMPC model along the study area boundaries. Within the cordon boundary, the n
forecasts growth in travel demand of 15% between the base year (2002) model and the horizon year (2030) n
Because 2006 is the base year for the purpose of this study, this growth rate was prorated to 13% over the sho
year horizon. This growth rate was applied as a universal factor to the entire study areamdageasted vol
presented in Section 5.0

4.2  Forecasted Parking Demand

This parking demand forecast serves as an update to the 1999 parking study. The study involved field observ
and discussions with stakeholders to identify developments and re-developments that have taken place over th
six years. This data was then incorporated into a parking demand generation entatedaiatcalatiated

the amount of parking needed for each block in the study area. This forecast draws on standards developed |
Institute of Transportation Engineers (ITE) and thendrlvetitute (ULI), which were modified in accordance

with past experience with the City of Flint.

4.2.1 Methodology

The methodology for forecasting future parking demand involves computer modeimgraf pasedgd
existing and future land-uses. Specifically, an inventory of buildings and their uses is conpiieci@nd a deman
is assigned to each use category.

The demand factors are based on research by the Institute of Transportation Engineers and the Urban Land In:¢
Modifications to the demand factors are based on experience with past projects for the Flint DDA and exper
with similar projects in other Cities.

Once the block-by-block demand has been calculated, for both current and future circumstances, a compariso
the existing supply of parking is made. The resultant figures are parking surplus and demand estimates for
block. The methodologies applied by the firm include an analysis and examination of the previously menti
parking space and land usatiories, as well as a parking utilizadlgsianThe data used for the analysis was
originally collected in 1999 and updated in September of 2006.

Sample Calculation:

X 2,500 square feet of retail space at a ratio of 2.61 parking stalls per 1,000 square feet.

x 2,500 x 2.61 =6,525

X 6,525/1,000 = 6.53 or 7 parking stalls to service the employee and customer need of this particular r
store.
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4.2.2 Parking Forecast

Table 4.1 presents the forecasted parking demandrivaltbeisiness district. The table contains the square
footages of the various buildings on each block atejtnemesdhem according to use. As previously explained
the table multiplies the gross floor area by a parking generation ratio to determine the parking demanded.
available parking on each block is then netted form the demand to determine whefhes tresbostialsof

parking on each block.

The table continues by defining a current (2006) scenario, a five-year (2011) scenario and finally a ten-year (
scenario. The future scenarios are based on expected infill of vacant building space. No new parking is assur
this point since proposed new parking in the City is only in the planning stages.

The chart demonstrates that currently there is ahoi@disbfsparking in the study area of 273 parking stalls.
More importantly, it also demonstrates that the parking shortfall will increase to 503 pasieagssaaits in fiv
733 parking stalls in ten years, based on currentedgvielgmasts. The growth of future parking demand is
particularly impacted by anticipated redevelopment and re-occupancy of buildings located on Saginaw Street.

In summary:

X Current parking shortfall is a relatively modest at 273 parking stalls.
X Future parking shortfalls increase to 503 parking stalls in five-years and 733 parking stalls in ten-years.
X Most of the parking shortfall is centered on the blocks at Saginaw and Second Streets. This quadrant a
is under serviced for parking and future re-oafuaracyt building spaitieewacerbate the problem.
X The projected shortfalls based on the building spaies eath the areas of observed shortfall from the
1999 parking study for the Flint DDA.
X The parking model assumes that imgpaniemoved for the system.

Figures 4-1 and 4-2 illustrate the parking surplusesitarfdrdiie current (2006) and ten-year (2016) future
scenarios. An examination of the red blocks indicated on these drawings clearly exhibits the shortage of park
the core downtown. In particular the quadrant centered on the Saginaw and Second Street intersection ha
greatest shortfall of parking. By examining the spatial drawing of parking shortages, it is possible to best est
where new parking will be most effective and how much new parking is demanded at various locations.
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Table 4.1: Parking Demand Analysis Worksheet

Block Office & Retail Service | Medical | Restauran| Residentia] Special #1 Vacant | Demand 5yr. 10 yr. Supply | Surplus/ | Surplus/ | Surplus/
Gov. Service (per unit)|(Institution (current) Peak Peak Total Deficit Deficit Deficit
Factors 2.64 2.61 3.51 411 6.87 0.88 0.45 3.44 Demand | Demand (current) | (5 years)| (10 years
1 24,000 11 11 11 166 155 155 155
2 4,000 39,000 28 28 28 160 132 132 132
3 5,200 21,000 105 105 105 217 112 112 112
4 76,573 34 34 34 84 50 50 50
5 8,800 3,125 24 3,850 59 59 59 116 57 57 57
6 26,200 92 92 92 135 43 43 43
7 82,838 6,683 20,550 91, 560 619 678 47 -513 -572 -631
8 95,952 9,859 279 279 279 29 -250 -250 -250
9 12,600 910 2,77b 107, 409 478 546 97 -312 -381 -449
10 291,560 2,200 123, 1,199 1,278 1,357 209 -990 -1,069 -1,148
11 100,000 900 267 268 268 250 -17 -18 -18
12 66,129 30 30 30 20 -10 -10 -10
13 0 0 0 131 131 131 131
14 0 0 0 299 299 299 299
15 74,050 33,851 5,000 1 7,546 3( 442 462 482 147 -295 -315 -335
16 15,160 40 40 40 224 184 184 184
17 3,852 60,000 37 37 37 132 95 95 95
18 21,983 21,700 68 68 68 84 16 16 16
19 0 0 0 865 865 865 865
20 72,957 11 202 202 202 68 -134 -134 -134
21 34,716 92 92 92 140 48 48 48
22 45,734 4,41 136 139 142 211 75 72 69
23 24,752 65 65 65 29 -36 -36 -36
24 6,000 7,600 7,200 71 71 71 128 57 57 57
25 119,625 316 316 316 50 -266 -266 -266
26 0 0 0 199 199 199 199
27 9,998 4,000 43 43 43 75 32 32 32
Sq. Ft. | 1,024,577 52,593 31,400 28,125 13,510 51 329,323 | 358,157 4,585 4,815 5,045 4,312 -273 -503 -733
(units) (stalls) (stalls) (stalls) (stalls) (stalls) (stalls) (stalls)

Source: Rich and Associates, Inc., September 2006

Notes:

Demands presented in this chart represent the peak daytime demand that will occur during the workweek (typigalpnv)ednesday at 1
Special #1 contains the square footages of buildings such as civic, community use buildings siateisem light indust

Future Demand is calculated by assuming 20% re-occupancy of vacant space within 5 years and 40% within 10 years.
Re-occupancy is also assumed to be of a mixed nature (offices, apartments or retail) for Flint.
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Figure 4-1: 2006 Parking G@emand/Over-Supply by Block
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Figure 4-2: 2016 Forecasted Parking Over-Demand/Over-Supply by Block
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5.0 ALTERNATIVE ANALYSIS
5.1 Alternative Development

Based on input from the task force and the community and a preliminary geometric and operations review,
alternatives were identified for formal analysis. Each alternative was evaluated against the following major crite

¥ Traffic operational performance
¥ Required physical improvements;
¥% Impact on on-street parking, and;
% Implementation costs.

A number of elements were evaluated on a preliminary basis, but not included in the final analysis. First
conversion of Court ah&teets from one-way to two-way was considered. However, it was determined that thes
streets already form a well functioning one-wayandugpdgtie as the primary east-west arterials for through
traffic within the study area. Furthermore, there would be significant expense, and potentially right-of-way impa
reconstruct the convergence points on either end of the core downtown area to allow two-wagdeavel. Because
two streets carry an approximately equal volume of east and westbound thru traffic, converting both to two-way
likely put the majority of the tidfi on one of the streets.

Reversing the direction of Beach and Harrison Streets was also considered. However, both streets are one-way
of the core downtown area, and this change would lead to opposing traffic meeting head on at the intersec
where the conversion took place. In addition, this change would break the existing oheltavagaoapiéts o

Clifford Streets and Beach and Church Streets, respectively.

Finally, angle parking was originally proposed to be evaluated on both sides of [Rdagjram&tieegview
found that it would not fit while still allowing onedravelaleh direction. For this analysis angle parking was
considered only on the northbound side of Saginaw Street, with parallel parking retained adbsigehe southboun
Several common elements were reviewed as part of all alternatives:

% Pedestrian circulation and “walkability”

¥ Connectivity between the Cultural Center and Downtown

¥ Opportunities for increased on-street parking

¥ Feasibility of creating a “parking m&Btoeed between Beach and Harrison
These items are addressed throughout this section, and further in Section 6.0: Recommendations.
The following sections present each of the three alternatives carried forward for analysis.

5.1.1 Alternative 1

Alternative 1 is a “Transportation System Mand@&Ngntption to improve mobility and on-street parking
management with low capital cost.

Circulation
Under this alternative, the studytraféia signal system would be zmatimitraditionally one of the highest

benefit-to-cost ratio improvements, providing somastauealswirculation improvements at minimal cost.
However, due to the age of the sigiffid system, it is not certain wietimaized timings could be installed or
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progression maintained without major overhaul or replacement of the traffic sigfrat dwgiipumnposes of
this study, it is assumed that new timings could be installed and maintained without equipment replacement.

This alternative also includes provision of bike lakesEmyy Beach and Harrison Streets, in order to improve
non-motorized mobility throughout the study area.

The proposed roadway network for Alternative 1 is depicted in Figure 5-1.
Parking

Under Alternative 1, on-street parallel parking would be added at locations throughouvithin shely area
existing roadway, with particular emphasis on the roadways in the vicinity of Saginavb Spaeé ot cu
currently maximized. Signage and enforcement would be improved in order to generate appropriate pal
turnover, particularly along Saginaw Street.

5.1.2 Alternative 2

Alternative 2 proposes numerous modifications to the roadway network aimed at addressing circulatory and p
deficiencies throughout the study area.

Circulation

Under Alternative 2, Grand Traverse Street wouldrteel contwo-way operation in the north/south direction
between Church and Kearsley Streets. This conversion would address the issue of northbound thru traffic, \
currently turns off Grand Traverse Street onto Church Street and then back onto Grand Traverse again to cro
Flint River. This circuitous route increases travel time for many motorist. The two-way roadway is proposed
three-lane cross-section (one lane in each direction, with a continuous center left-turn lamge witng parking |

the southbound side of the roadway. This configuratibetter fit the context of the surrounding residential
neighborhood, and provide on-street parking both agsyaarairesna buffer between pedestrian traffic and the
adjacent roadway.

In the east-west direction, Alternative 2 would include conversion $f Xe&fsday A& Streets to two-way

traffic. This would provide more direct routing to destinations within downtown, reducing circuitous driving pa
and motorist confusion. First and Third Streetstanx@wayhstreets on either side of downtown, so converting

the streets to two-way in the core downtown aress@beelthis discontinuity. For Kearsley, First, and Second
Streets, conversion to two-way operation would gredthveddlisnces, particularly within the western portion

of the study area, where each street has long bloek. distarineffectivenesthefThird and Fourth Street

couplet is also addressed in this alternative.

Alternative 2 would also iadighal system optimizatidrtlaaddition of bike lanes, as proposed in Alternative
1.

The proposed roadway modifications for Alternative 2 are depicted in Figure 5-2.

Parking

Similar to Alternative 1, Alternative 2 wouldprwligien of additional on-street parking along study area
roadways wherever possible. However, Alternative 2 would also include the additiomlohgngte sétking

of Saginaw Street, resulting in Saginaw being redadadddroaach direction. This improvement is aimed at
maximizing available on-street parking along the key activity corridor within downtown.
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Figure 5-1: Alternative 1 Roadway Network Improvements
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Figure 5-2: Alternative 2 Roadway Network Improvements
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5.1.3 Alternative 3

Circulation

Alternative 3 builds upon Alternatived@ressing inefficiencies of thetcomeeway street system. In addition

to the improvements proposed in Alternative 2, Alternative 3 would include conversion of the remaining north-
one-way streets to two-way operation, including Church, Beach, Harrison and Clifford Streets. Bike lanes wol
provided along Beach Street in both directions. The proposed roadway network improvernrerigune depicte

5-3.

Parking

Alternative 3 would maximize on-street parallel parkitggAttienilative 1. This alternative, however, would not
include angle parking along Saginat @tiech would remain a four-lane arterial with parallel parking on both
sides.

5.2  Alternative Analysis

5.2.1 Traffic Operations

Traffic Volume Forecasting

As indicated in Section 4.1, a universal growth factor of 13% was applied to the study area as an approximat
2030 traffic volumes, based on the GCMPC regional travel demand forecasting model. However, the roa
operational changes proposed under Alternatives 2 and 3 required substantial redistribution of traffic volum
account for the new directions of travel. Traffic redistribution to account for changes in traffiegbedters was co
based on an assessment of probable re-routinglysgitvgd destinations, proportion of through traffic and
continuity of parallel routes, colilyeictithe regional freeway system grdanterials, and roadway character.

2030 peak hour turning-movement volumes for each of the three alternatives can be found in Appendix B.

It should be noted that conversion of one-way street networks to two-way operation is commonly known to redu
lengths, and consequently reduce the amount of traffic on the street network because of direct acces:
destinations. While this fact has been conveyed anecdotally throughout numerous professional publications, tf
little if any published quantitative research on theosifieettiof one-way streets to two-way on traffic volumes.
Due to the lack of quantitative data, for the purposes of this study a conservative approach was adopted, assi
no reduction in traffic volumes due to this converd@npinest the sensitivity of the roadway network to the
proposed changes.

Traffic Operations Analysis

The impact of each alternative on traffic operations in the study area was evaluated for thehatsand PM peak
using Synchro 6.0 for future year (2030) conditions. In addition to the use of Synchro, which is an empirical ar
and optimization tool, SimTraffic was used to assess potential queuing and spillback issues associated with the
block spacing indicative of downtown Flint. SimTraffic is a microsimulation program that takes into accour
dynamics of a roadway network and simulates actual vehicle flows, thereby allowing the user to better pr
potential issues within a complex roadway network of closely spaced intersections.

Tables 5.1 and 5.2 provide a comparison of the intetagciioe levels of service for each alternative during the
AM and PM peak hours, respectively. The resulting levels of service for study area intersections are shown in F
5-4, 5-5, and 5-6. Analysis reports can be found in Appendix D.
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Figure 5-3: Alternative 3 Roadway Network Improvements
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Alternative Analysis

Table 5.1: 2030 AM PealiHotersection Performance

Intersection
Grand Traverse Street at Kearsley Street A 8,
Grand Traverse Street at First Street Two-Wdy-Stop* 9.5 A 17B B 1%.9
Grand Traverse Street at Second Street Signdlized 3.7 A 7.9 A 7B
Grand Traverse Street at Third Street Signgized 5.8 A 4.8 A 6.9
Grand Traverse Street at Court Street Signglized 3.5 A 6.5 A 6.4
Grand Traverse Street at Fifth Street Signajized 8.3 A 12.5 B 11y
Grand Traverse Street at Eighth Street Signdlized 6.4 A 9.6 A 7.
Grand Traverse Street at Ninth Street Signgized 9.0 A 9.9 A 9.1
Church Street at Kearsley Street Signallzed 2.8 A 6.4 A 7.1
Church Street at First Street Two-Wayt Stop* 7.3 A 10.2 B 10|6
Church Street at Second Street Signalgzed 25 A 51 A 7.6
Church Street at Third Street Signalized 7.9 A 11.0 B 9.8
Church Street at Court Street Signalifed 4.4 A 10.1 B 8.0
Church Street at Fifth Street Signalifed 7.1 A 7.7 A 5.4
Church Street at Eighth Street Signaliged 9.8 A 14.3 B 8.3
Church Street at Ninth Street Signaliyed 4.2 A 4.9 A 6.1
Beach Street at Kearsley Street Signalized 8.2 A 7.6 A 10.]
Beach Street at First Street Signaliged 7.0 A 5.8 A 6.3
Beach Street at Second Street Signaliged 111 B 9.7 A 10.1
Beach Street at Third Street Signalijed 9.4 A 11.3 B 7.2
Beach Street at Court Street Signalifed 6.2 A 5.0 A 8.3
Beach Street at Fifth Street Signaliged 11.0 B 6.0 A 10.2
Beach Street at Eighth Street Signalifed 7.9 A 8.6 A 11.7
Beach Street at Ninth Street Signalied 5.1 A 175 B 4.0
Saginaw Street at Kearsley Street Signaljzed 7.6 A 18.4 B 10.4
Saginaw Street at First Street Signalifed 6.7 A 115 B 11.1
Saginaw Street at Second Street Signal|zed 45 A 6.8 A 6.6
Saginaw Street at Third Street Signaliged 4.7 A 7.6 A 9.0
Saginaw Street at Fourth Street Signalized 7.7 A 7.6 A 4.9
Saginaw Street at Court Street Signaliged 6.2 A 7.0 A 6.2
Saginaw Street at Fifth Street Signalifed 8.7 A 8.7 A 7.8
Saginaw Street at Eighth Street Signalized 9.0 A 9.5 A 9.2
Saginaw Street at Ninth Street Signaliged 9.7 A 17.9 B 11.9
Harrison Street at Kearsley Street Signaljized 10.2 B 8.4 A 9.2
Harrison Street at First Street Signalifed 7.7 A 9.1 A 10.4
Harrison Street at Second Street Signal|zed 5.9 A 9.2 A 7.5
Harrison Street at Third Street Signaliged 7.6 A 8.0 A 11.7
Harrison Street at Court Street Signaliged 8.8 A 8.0 A 9.9
SB Chavez Drive at Second Street Signajized 9.3 A 11.2 B 114
SB Chavez Drive at Court Street Signal|zed 5.8 A 6.3 A 7.3
5-7
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Flint Downtown Traffic and Parking Study Alternative Analysis

erse O O O Alte a e Alte a e Alte a e
Delay | LOS| Delay | LOS| Delay | LOS
(Sec/Veh (Sec/Veh (Sec/Veh
SB Chavez Drive at Fifth Street Signalgzed 5.1 A 5.4 A 6.6 A
NB Chavez Drive at Second Street Signalized 19.3 B 7.5 A 7.1 A
NB Chavez Drive at Court Street Signal|zed 8.6 A 8.6 A 8.6 A
NB Chavez Drive at Fifth Street Signalized 8.9 A 8.8 A 8.8 A
SB Chavez Drive at WB Robert T. Longway Hlvd Sigpalized 9.1 A 90 A .0 A
SB Chavez Drive at EB Robert T. Longway Bjvd Sigpalized 8.9 A 90 A .0 A
NB Chavez Drive at WB Robert T. Longway Hlvd Sigpalized 6.9 A 6|4 A .4 A
NB Chavez Drive at EB Robert T. Longway Bjvd Sigralized 7.5 A 716 A .6 A

LOS = Level of Service; (sec/veh) = Seconds per vehicle; N/A = Delay exceeds maximum calculated delay based on HCM method.
*Note: Delay and LOS at stop-controlled intersections is based on the stop-controlled approaches only
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Table 5.2: 2030 PM PealrHotersection Performance

ersectio ontro Alternative Alternative Alternative
Delay | LOS| Delay | LOS| Delay | LOS
(Sec/Veh (Sec/Veh (Sec/Veh
Grand Traverse Street at Kearsley Street Signalizedl0.2 B 18.0 B 12.0 B
Grand Traverse Street at First Street Two-W4ay-Steps A | 427.2**| F 49.6** | F
Grand Traverse Street at Second Street Signglize®.0 A 10.2 B 11.0 B
Grand Traverse Street at Third Street Signgize?.8 A 94 B 5.6 A
Grand Traverse Street at Court Street Signdlize®.9 A 19.1 B 15.7 B
Grand Traverse Street at Fifth Street Signa)ized 0.7 A 10.9 B 12.3 B
Grand Traverse Street at Eighth Street Signdlize®.9 A 54 A 9.1 A
Grand Traverse Street at Ninth Street Signdlizeds.1 A 7.6 A 8.5 A
Church Street at Kearsley Street Signallzed4.1 A 10.0 B 95 A
Church Street at First Street Two-Way Stdt 4 B 9.7 A 11.3 B
Church Street at Second Street Signalized 2.9 A 11.1 B 9.0 A
Church Street at Third Street Signalized 9.1 A 99 A 8.3 A
Church Street at Court Street Signalifed 7.1 A 59 A 4.4 A
Church Street at Fifth Street Signalized 8.6 A 4.8 A 8.6 A
Church Street at Eighth Street Signaliged 8.0 A 8.6 A 11.7 B
Church Street at Ninth Street Signalited 8.4 A 7.9 A 15.0 B
Beach Street at Kearsley Street Signalized 8.0 A 8.0 A 11.3 B
Beach Street at First Street Signaliged 7.1 A 55 A 9.0 A
Beach Street at Second Street Signaliged 6.1 A 10.7 B 11.8 B
Beach Street at Third Street Signalized 10.0 A 0.8 A 11.7 B
Beach Street at Court Street Signalifed 6.9 A 6.7 A 14.1 B
Beach Street at Fifth Street Signaligzed 7.9 A 12.5 B 15.1 B
Beach Street at Eighth Street Signalifed 3.0 A 3.2 A 6.1 A
Beach Street at Ninth Street Signalized 6.2 A 7.7 A 3.6 A
Saginaw Street at Kearsley Street Signalzedl 2.6 B 16.0 B 11.9 B
Saginaw Street at First Street Signaliged 8.0 A 11.4 B 6.9 A
Saginaw Street at Second Street Signaljzed7.8 A 11.8 B 12.5 B
Saginaw Street at Third Street Signaliged 4.1 A 8.7 A 53 A
Saginaw Street at Fourth Street Signalized 7.0 A 8.9 A 6.7 A
Saginaw Street at Court Street Signaliged 9.9 A 11.2 B 8.1 A
Saginaw Street at Fifth Street Signaliged14.1 B 12.1 B 12.0 B
Saginaw Street at Eighth Street Signalized 7.2 A 8.6 A 8.3 A
Saginaw Street at Ninth Street Signaliged13.0 B 11.2 B 12.3 B
Harrison Street at Kearsley Street Signaljzed9.2 A 9.2 A 9.8 A
Harrison Street at First Street Signalifed 7.3 A 8.6 A 10.2 B
Harrison Street at Second Street Signallzed 7.2 A 12.3 B 9.7 A
Harrison Street at Third Street Signaliged 9.8 A 8.3 A 9.1 A
Harrison Street at Court Street Signaliged 6.5 A 6.4 A 10.0 B
SB Chavez Drive at Second Street Signafzed8.5 A 23.6 C 8.6 A

Parsons Brinckerhoff Michigan, Inc. 5-9



Flint Downtown Traffic and Parking Study Alternative Analysis

ersectio ontro Alternative Alternative Alternative
Delay | LOS| Delay | LOS| Delay | LOS
(Sec/Veh (Sec/Veh (Sec/Veh
SB Chavez Drive at Court Street Signallzed9.3 A 8.8 A 7.4 A
SB Chavez Drive at Fifth Street Signaliged 8.5 A 6.6 A 7.5 A
NB Chavez Drive at Second Street Signalizeds.9 A 11.2 B 94 A
NB Chavez Drive at Court Street Signallzed10.8 B 10.5 B 10.7 B
NB Chavez Drive at Fifth Street Signalized 6.3 A 6.8 A 59 A
SB Chavez Drive at WB Robert T. Longway Hivd Sigpalizeth A 9.4 A 95 A
SB Chavez Drive at EB Robert T. Longway Bjvd Sigpalizeo.4 B 10.4 B 10.4 B
NB Chavez Drive at WB Robert T. Longway Hlvd Sighaliz81 A 8.4 A 8.5 A
NB Chavez Drive at EB Robert T. Longway Bjvd SigpalizaoQ A 8.2 A 8.2 A

LOS = Level of Service; (sec/veh) = Seconds per vehicle; N/A = Delay exceeds maximum calculated delay based on HCM method.
*Note: Delay and LOS at stop-controlled intersections is based on the stop-controlled approaches only
**Note: High values of delay for stop-controlled approaches may be overstated, as adjacent signals likely create traffic gaps.
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Figure 5-4: Alternative 1 - 2030 Intersection Performance
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Figure 5-5: Alternative 2 - 2030 Intersection Performance
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Figure 5-6: Alternative 3 - 2030 Intersection Performance
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As shown in the tables and figures above, all stugyssiceons are forecast to operate at acceptable Level of
Service (LOS) C or better during both peak hours, indicating minimal congestion tlreagmarvtré eda
the 2030 study horizon. The following presents a disthesgierformance of each of the three alternatives:

Alternative 1

Under Alternative 1, although some travel lanes would be lost to accommodate additional on-street parking an
lanes, signal optimization is expected to offset any loss in capacity, resulting in LOS B or pe#tler during both
hours at all intersections. However, this alternative atithgss inefficiencidbebne-way street system or

driver navigation issues.

Alternative 2

While all intersections are anticipated to operateableat€@ptC or better under Alternative 2, delay at some
locations is forecast to increase slightly over Alternative 1. This is latgelinateas® in conflicting
movements inherent as part of a two-way street sybtémresbie delay time foriig vehicles yielding to

opposing traffic. However, it is expected that any marginal increase in delay would be offset by reduced t
distances due to the introduction of two-way east-west streets.

In some locations, however, queue spillback was observed in the SimTraffic simulatiorctadtim#senot refle
Synchro analysis for this alternative. Simulation analysis indicated that spillback (traffic queuing back from
intersection and blocking the next upstream intersection) is likely along Grand Travensgdsirtean diStwee

Streets, and on Saginaw Street between Coti$Stametgt during the PM peak period, as shown in Figure 5-5.
Both of these conditions are due to the reduction in travel lanes along these corridors. In addition, the simu
analysis does fully not take into account the affect of parking maneuvers on the flow of traffic. In Alternative :
change from parallel to angle parking on one side of Saginaw Street reduces the travel lanes from two lanes to
each direction. With only one laaeeldrivers will be required to steyad#ridr every parking maneuver.

Alternative 3

Under Alternative 3, all intersections are anticipatecnt@tpeOS B or better, largely due to effective signal
timing and improved balance of traffic on the expanded two-way street system, both of whioffsee expected to
increased conflicting muamts at each location.

The queue spillback conditions observed in Alternative 2 are expected to be mitigated under Alternative 3. |
this alternative, Saginaw Street is proposed to remain as a four-lane arterial, thereby reducing the potentic
intersection congestion with one lane in each direction. Along Grand Traverse Street, the conversion of Cl
Street to two-way operation is anticipated to resulbinsarskifsouthbound traffic, thereby reducing the critical
southbound movement during the PM peak hour and reducing intersection delay.

5.2.2 Physical Characteristics and Feasibility

A key measure of the effectiveness of an alteratarggiadgering feasibility of the proposed changes, and how
well the modifications fit within tletcofthe surrounding street system.

In order to determine the required physical imprassoeated with each alternative, a conceptual design
process was undertaken to determine preliminargtiocnossusd lane assignments of each roadway. In cases
where the roadway cross-section or direction ofpirapesésl to be altered, turning profiles were evaluated
depending on the nature of each route in order to identify potential turning impacts:
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% Truck Routes: Right-turn maneuvers were evaluated at all locations where two truck routes intersect w
the study area. The WB-40 design vehicle was used to assess turn feasibility, assuming a reasonc
amount of driver over-correction where appropriate and physically feasible.

¥% Bus Routes: Right-turn maneuvers along all current fixed bus routes within the studstenga were evalu
using a standard transit bus design vehicle template.

The following is a summary of the physical impacts of each of the three alternatives.
Alternative 1

Alternative 1 involves two primary modifications to the roadway network: addition of bike lanes along three
corridors, and optimizatioheofraffic signal system to allow for fiimentetraffic flow. The bike lanes would

result in removal of parking in some locations, but would otherwise not impact traffic movements throughot
roadway network, and would require only striping and minor signage improvements. &drbagfisetes wo

with additional on-street parking at other locations throughout the study area.

Optimization of the traffic signal system is a low-sastimpeoving the efficiendyeofransportation system.

In the case of Downtown Flint, however, many of the signals are considerably aged, and making modifications
signal timing, and in particular maintaining coordination with adjacent signals, enfeasibleomgeroot full
replacement or major signal improvements.

Alternative 2

Under Alternative 2, the conversion of Grand Traverse, K&#skéyadd # Streets to two-way operation

would require four intersection radius improvements in order to maintain all truck and bus nistirggnents along e
posted truck routes and fixed bus routes. In addition, minor reconfiguration of the intersection dl Grand Traver:
Church Streets would be required to accommodate flow of northbound traffic onto Grand Traverse Sti
Modification or replacement of 28 traffic signals would also be required. Physical improvements require
accommodate Alternative 2 are depicted in Figure 5-7.

While two of the identified intersection radius imprappesnts be feasible within existing right-of-way and
without significant impacts, adjustment of théwadocattions to accommodate truck turning movements may
result in right-of-way and building impacts:

¥, Grand Traversef3treet (Northeast Quadrant)
¥, Grand Traverse/Kearsley (Southeast Quadrant)

At Grand Traverse/Kearsley, it is unclear as to theaogeide right-of-way for this improvement, but the land
required for the radius adjustment is undeveloped. At Grant Steeetsed@vever, conceptual engineering
illustrates a potential building impact in the northeast quadrant to accommodate truck turning moveme
Depending on the importance of this movementidk thetdr system, this location may be a candidate to be
posted for no right turns by trucks.

Alternative 3

Under Alternative 3, the conversion of most donetway roadways to two-way operation, including Grand
Traverse, Kearsley, 24 3d 4h Church, Beach and Harrison Streets, would require 18 intersection radius
improvements in order to maintain all truck and bus movements along existing posted truck routes and fixe
routes. In addition, minor reconfiguration of thigointef €&@nd Traverse and Church Streets would be required

to accommodate flow of northbound traffic onto Grand Traverse Street. Slightly more significant improvements
be necessary at the intersection of Harrison/Saginaw to accommodate the conversion of Harrison Street to two-
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Figure 5-7: Required Physical Improvements - Alternative 2
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traffic. Modificatiorreplacement of 40 traffic signals would rdgqaifel. Physical improvements required to
accommodate Alternative 3 are depicted in Figure 5-8.

While the majority of identified intersection radius improvements appear to be feasible within existing right-of-we
without significant impacts, adjustment of théhradil@tations to accommodate truck turning movements may
result in right-of-way and building impacts:

¥, Grand Traversef3treet (Northeast Quadrant)
¥, Grand Traverse/Kearsley (Southeast Quadrant)
¥, Harrisony8Street (Southwest Quadrant)

At Grand Traverse/Kearsley, it is unclear as to theaogeide right-of-way for this improvement, but the land
required for the radius adjustment is undeveloped. At Grant Steeetrsai@ Harrishfreet however,

conceptual engineering illustrates potential building impacts in the northeast and southwest quadrants, respec
to accommodate truck turning movements. Depdhdingnmortance of these movement to the truck route
system, this location mag bendidate to be posted for no right turns by trucks.

The conversion of Beach Street under this alternatiayteraffic is made challenging by the extent of the one-
way operation of Beach both north and south of the study area. At the north end of the shaolgleaea, there is
location to transition from the one-way to two-way operation. In addition, all roadways that require a transitior
one-way to two-way will at one point have traffic meeting head-on at the transition point. Such a condition coul
safety concerns that must be monitored to assure that visibility is sufficient.

5.2.3 On-Street Parking

Overall on-street parking availability would improve waitlrnatied, as it is proposed to maximize the use of
curb space for on-street parking where possible. hewtweeratternatives will differ slightly in the number and
locations of parking spaces that can be provided based on the direction of travel on tieedoadmbgr prop

and use of lanes, and the required setback to accommodate operational needs or oversize vehicle turning.

Table 5.3 presents approximate onpsiidaty space counts for the existing condition, as well as Alternatives 2
and 3. Figures 5-9 and 5-10 illusteabdock-by-block change in on{sargétg spaces under Alternatives 2

and 3, respectively, as compared to the existing condition. An exact on-street parking yield for Alternative 1 wi
determined through engineering review, but would be similar in quantity to Alternative 3.

As shown in Table 5.3, the on-street parking spais ardinipated to significantly increase under either
Alternative 2 or 3. Within the area bounded by Grand Traverse Street to the west, |-475 to the east, Kearsley
to the north, and 1-69 to the south, the existingptakiohately 415 on-street parking spaces is anticipated to
be increased to over 1000 spaces under Alternative 2, and over 900 spaces under Alternative 3.

For the critical Saginaw Street corridor, two changes are proposed to increase on-street parking opportunities.
both Alternatives 2 and 3, parallel parking is proposed to be added along Saginaw between Kearsley Street al
Flint River, with a total yield of 35 additional spaces. This change would result in the removal of the center le
lane along this segment of roadway, which is shown to have little operational effect at the intersectior
Saginaw/Kearsley.

In addition, angle parking along one side of SaginbetveeCourt Street and Kearsley Street is proposed
under Alternative 2. Angle parking differs significattgliebarking not only in the yield of parking spaces
within the same curb length, but also in operations and safety.
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Figure 5-8: Required Physical Improvements - Alternative 3
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Alternative Analysis

Table 5.3: On-Street Parking Space Comparison

Existing  Alternative z. Alternative 3
Street Between: Spaces* Spaces* Spaces*
Grand Traverse and Church 0
Church and Beach 10 10
Kearsley St. Beach and Saginaw 17 0
Saginaw and Harrison 0 0
East of Harrison 0 0
Grand Traverse and Church 0 8
Church and Beach 8 15
1st Street Beach and Saginaw 8 23
Saginaw and Harrison 0 14
East of Harrison 0 55
Grand Traverse and Church 0 11
Church and Beach 9 19
2nd Street Beach and Saginaw 18 14
Saginaw and Harrison 11 10
East of Harrison 7 45
Grand Traverse and Church 4 7
Church and Beach 12 24
3rd Street Beach and Saginaw 0 0
Saginaw and Harrison 20 15
East of Harrison 8 31
Grand Traverse and Church 0 0
Church and Beach 7 0
4th Street Beach and Saginaw 24 24
Saginaw and Harrison 8 7
East of Harrison 0 0
Kearsley and 1st 0 8
1st and 2nd 0 L4
2nd and 3rd 0 8
Grand Traverse 3rd and 4th 0 L2
4th and Court 0 10
Court and 5th 0 34
South of 5th 0 0
Kearsley and 1st 0 16
1st and 2nd L1 26
2nd and 3rd L1 23
Church 3rd and 4th 0 L7
4th and Court 0 10
Court and 5th 6 24
South of 5th P4 70
North of Kearsley 0 0
Kearsley and 1st 2 7
1st and 2nd 0 L2
Beach 2nd and 3rd 0 L1
3rd and 4th 0 9
4th and Court 0 0
Court and 5th 0 11
South of 5th 0 32
North of Kearsley 0 35
Kearsley and 1st 22 31
1st and 2nd PO 31
Saginaw 2nd and 3rd P2 27
3rd and 4th p7 31
4th and Court 13 15
Court and 5th R4 26
South of 5th no 54
North of Kearsley 0 41
Kearsley and 1st 0 11
1st and 2nd L1 12
Harrison 2nd and 3rd L4 13
3rd and 4th L1 13
4th and Court 0 0
Court and 5th 0 0
South of 5th 0 0
TOTAUL: 429 10p6

*Approximate number of spaces based on aerial photography survey and conceptual parking plans
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Figure 5-9: Block-by-Block Changes in On-Street Parking - Alternative 2
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Figure 5-10: Block-by-Block Changes in On-Street Parking - Alternative 3
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Conversion from parallel to angled parking typically doubles the on-street parkingc&dpaeityHdaenler,

in the case of Saginaw Street, angled parking can only be physically accommodated on one side of the s
thereby reducing the additional space yield. Based on the traffic operations analysis, tieaeddtten in Sa

to one lane in each direction would have a negatiga thgaouthbound movement at the intersection of Court
Street, and therefore angled parking would not be feasiblé Séteeteand Court Street. In the remaining

blocks betweert &treet and Kearsley Street where anghg peasibility was assessed, the approximate
additional space yield as compared to the existing condition is 27 spaces.

In addition to increasing total on-street parking spaces, angled parking also assist in traffic calming and an o
narrowing of the active portion of the street tharnseldastito cross. Generally, angled parking can create a
more pedestrian friendly atmosphere and add valuable parking into the downtowaralHondserergey
considerations need to be addressed whemgxhmprospect of angled parking, including:

¥, Traffic Flow ImpedimeftsThe ingress and egress time for a vehicle to park needs to be taken into
consideration. Parallel parking takes on average 21 seconds for a vehicle to complete a parking manel
Conversely, angle parking takes 11 to 12 seconds, helping to reduce the impediment time to other traffic

¥ Accident IncidencesAngled parking is considered by some experts to increase the opportunity for
accidents along a roadway. However, whatderstisxhis that the angled parking also acts as a
traffic-calming device, reducing travel speedcalBtatistiident rates attributed to angled parking are
only higher on high speed, high traffic volume roadways. While angled parking may increase the numb
accidents, the severity of the accidents is reduced by slower travel speeds, if the traffic flow is low anc
speeds posted are correspondingly low.

¥ Pedestrian Safetysngled parking increases the distance between the vehicle travel lane and pedestriar
activity on the sidewalks. Also, angled parking allows the driver of a vehicle to enter and exit in rela
safety being away from the travel lane. Parallel parking on the other hand forces drivers to enter and
vehicles adjacent to a travel lane. Angled parking, lane reduction to two travel lanes, traffic calming (sl
vehicle travel rates) and the use of bump-detsegtions all add to enhance pedestrian safety by
reducing the potential for vehicle/pedestrian conflict.

% Economic ActivityAdditional on-street parking, sloweatrd\gleater pedestrian activity are the key
elements of the most successful urban areas patisularly important in areas with contiguous
commercial and retail space.

The benefits of angled parking have been found in most instances to outweigh the potential problems and t
most clearly defined by recent position changes besegldxpthe Institute of Transportation Engineers (ITE).
This authoritative body comprised of traffic engineering and planning professionals has identified the benefit
misconceptions about angled parking over the past several years.

The ‘rule of thunibis that if there are more than 10,000 vehicles using a given roadway per day, then paralle
parking is recommended. However, for roadways with less than 10,000 vehicles per daytateddions are su
angled parking to be considered. Average daily traffic volumes on this segment of Saginaw Street recorded ¢
October, 2005 were over 12,700 vehicles per@&ireat 2nd over 13,200 vehicles per d&S8traes.

! The information and statistics provided are adopted directly from “Changing On-Street Parallel Parking tonAEdvealPdsking” by Joh
PE, ITE Journal, February 2002.
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5.2.4 Implementation Costs

The costs of implementation vary significantly by alitiméivdternative 1 is a relatively low-cost means of
improving the transportadigsiem, Alternatives 2 ango@ld require significant reconstruction of the signal
system infrastructure within the study area in orgerttoswersion of streetsvteway traffic. Table 5.4
presents a summary of implementation costs by alternative.

Table 5.4: Estimated Implementation Costs by Alternative

Alternative 1 Alternative 2 Alternative 3
Item Units Ohligeelyy  Quantity Cost Quantity Cost Quant|ty Cost
Signal Replacement Each |$ 75,000.00 $ - $6 1,950,0p0.00 38$ 2,850,000)0
Intersection Radius Adjustment* Each $ 10;,000.00 $ - 8 40,004.00 18%  180,000Jj00
Pavement Markings Per Block 2,400.00 3ps$ 64,000.p0 81$  162,000{00 9p$  180,000)00
Traffic Signage Updates Per Blpgk 100.00 vy 12,800{00 8% 32,4000 9P$ 36,000000
Grand Traverse/Church Intersection Improvenents  Liip Sum 90,000.00 0% - $ 90,000.00 15 90,000.p0
Harrison/Saginaw Intersection Improvementg Luh&b Sum 75,000.00 $ - 0% - $1 75,300.00
Engineering (14%) $  7,680.0 $  227,440[00 $  341,100.00
Contingency (24%) $ 15,360.0p $ 454,880.p0 $ 682,200.00
TOTAL ALTERNATIVE CQOSTS: $ 99,840.0p $ 2,274,400J00 $ 3,411,000.00

*Does not include potential right-of-way cost

5.3  Other Study Elements
5.3.1 Connectivity to Cultural Center

Connectivity between downtown and the Cultural Center was identified as a key stakeholder isisee, and has be
focus of both the recent Cultural Center and UnMarisiganfFlint Master Plans. Conversion of Kearsley Street
between Chavez Drive and Harrison Street to a pedestrian mall by the university years ago has severed the |
connection between these two areas, forcing traffic to travel circuitous routes to make this connection.

The recent master plans prepared for the Cultural Center and the University of Michigan Flint have proposed
Kearsley-to-First connector roadway, as depicted in Figure 5-11, to improve this connection. This new roa
would require reconfiguration of an existing university parking lot. While this proposed connector roadway \
improve connectivity between downtown and the Cultural Center, a preliminary engineering review has foun
alignment necessary to connect the Kearsley Street over 1-475 bridge to First Street, along with the nece:s
connection into the university, would not likely meet geometric requirements for intersection spacing, sight dis
and other design criteria. Furtherm@teedt would not provide good connectivity further to the west along the
Flint River corridor towards Kettering University.

It is recommended that reconnection of Kearsley Street be considered in order to addresgdtiendesired con
between the Cultural Center and Saginaw Street. The nature of this roadway should be low-speed and pede:
oriented, consistent with the caftake adjacent university facilities and proposed redevelopment south of
Kearsley Street, including focus on developing a walkable environment with a narrow-widiyyéhicular travelw
discourage use of this route as a primary traffic throughway east-to-west across downt@maatitims recomm
would require close discussion and coordination with the University of Michigan Flint to see how this modific
could be accommodated within the university’s recommended vision for the south campus area.

An interim solution, depicted in Figure 5-11, cootdtentioepuse of enhanced signal phasing and signage to
emphasize the connectiors'tBtriket and the downtown area. This would require modifications to the existing
traffic signal to enable split-phase operation.
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Figure 5-11: Connectivity Options BetwDowntown and Cultural Center

Parsons Brinckerhoff Michigan, Inc. 5-24



Flint Downtown Traffic and Parking Study Alternative Analysis

5.3.2 3dStreet Parking Mall

The constrained parking conditions within downtown, and in particular along the central Saginaw Street cor
precipitated investigation of innovative opportunitreade on-street parkii@ne such concept was the
conversion of portions'oB8eet (between Beach and Harrison $titeess)parking mall”, where parking is
maximized within the public right-of-way, with the minimum necessary circulation to access the parking areas.
blocks of"8Street would be physically closed to through traffic, with entering access only from Saginaw Street,
traffic exiting only to the adjacent north-south streets.

The two blocks of Street under study have a curb-to-curb width of 33’, with 10’ sidewalks on either side. Optio
for enhance parking within thesksbigere studied utdjzilesign standards asueented in the AASHTO
Guidelines for the Design of Highways and StreeterftBotisheand the Institute of Transportation Engineers
(ITE) Traffic Engineering Handbook. The following are the key findings of this investigation:

¥, 48 angle parking is only feasible on one side of the roadway in order to provide sufficient aisle width
vehicular circulation. This configuration would result in no net parking gain as pemalfeired with
parking on both sides of the roadway.

¥ 90 angle parking is not feasible within the roadway footprint.

¥ Expanding the curb-to-curb width of the roadway is not feasible, as it would encroach in the minim
desirable sidewalk widths to accommodate pedestrian circulation through the area.

Based on these findings, it was therefore determined that it is not feasitséréeutdize@and the on-street
parking supply along the Saginaw Street corridor.
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6.0 RECOMMENDATIONS
6.1 Roadway Network Improvements

Based on the findings in the alternatives analysis, a Recommended Alternative is proposed based largely o
roadway network of Alternative 2, as shown in Figime ®ddway network improvements would result in two-
way traffic on all east-west roadways north of Court Street, thereby eliminating the partially functional one
couplet system, reducing confusion and travel distanaat; pkotigifearsley and Sg&ireets. In addition,

the alternative would result in the conversion of Grand Traverse Street to two-way traffic, while maintainin
largely effective north-soodiway couplet system ofcGiegach and Harrison/Clifford.

Unlike Alternative 2, it is recommended that parallel parking be retained along Saginaw Street. Based on obs
traffic volume levels, potential for operational issuesitiitydafthe roadway as the primary north-south artery
through the study area, installation of angled parking, and the resulting loss of two travel lanes, could have a ne
impact on mobility and safety alongrtidercoHowever, it should be ttwegarking turnover and time limit
enforcement is noted as the most significant challenge to the effective use of parking along Saginaw. It is st
recommended that parking time limits be strictlgl elthogc Saginaw Street, where high turnover parking is
critical to the existing and proposed businesses along the corridor. Further discussion on parking enforcemel
be found in Section 6.2.

In addition, the proposed three-lane cross-section for Grand Traverse Street between Kearsley and 1-69
Alternative 2 was found to result in potential queuing issues during the PM peak hour. As aemededt, it is recomm
that Grand Traverse Street be configured as a tbressli@eetion with a fourth lane that would be used for
parking during the majority of the day, but would hgvestéckions during the PM peak period, allowing use as

a second southbound traffic lane. This configuration would provide sufficient capacity to maintain accep
operations, while providing a more scaled roadway cross-section during non-peak hours. Proposed typical ¢
sections for Grand Traverse Street and other recommended street modifications are shown in Figure 6-2.

6.2 Parking Recommendations

Addressing long-term downtown parking needs will require a combination of initiatives aimed at increasing p:
system efficiency throughresritent, and re-allocatioloraf and short-term parkimgese changes to the

parking system will improve the use of some outlgreyemsikamd paid parkinghthee additional capacity.

Similarly, the parking regulations, enforcement aridrggitgatian of paid parking typically has the effect of
reducing the single passenger-parked vehicle mode of transportation by encouraging more individuals to utiliz
pooling, ride sharing and public transportation. These changes to the modal split or methodtof travel can he
reduce the actual parking demand in an urban area.

Increased parking enforcement will have the effect of displacing employees who are currently parking on s
However, since Flint has practiced parking enforcement in the past, it is practical to assume that employee
return to their previous parking locations, ideally off-street. The intended result is to increase the available sur
customer and visitor parking in the short-term. On-street customer/visitor parking is very important to the succ
the Flint's retail sector.

Long-term parking demand is expeageaw beyond the capacity @xibiing parking system, even with the
efficiency related improvements outlined in the recommendations. Plans to address these long-term parking |
should include the currently proposed Uptown Corporation parking structures. These three potential pal
structures are all located adjacent to blocks thatmesdpakking. While each individual parking facility is too
small to address the overall parking demand for the downtown area, the combined projects mvidsaid addressing
of the expected ten-year parking demand scenario.

Parsons Brinckerhoff Michigan, Inc. 6-1



Flint Downtown Traffic and Parking Study Recommendations

Figure 6-1: Recommended Alternative Roadway Network
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Figure 6-2: Recommended Typical Cross-Sections
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Figure 6-2 (Cont.): Recommended Typical Cross-Sections
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Figure 6-2 (Cont.): Recommended Typical Cross-Sections
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Further consideration should be given to other altemaéweparking provision. The McCree parking ramp
owned by the County would offer another potential source of new parking if this aging facilitly. w&re to be re-b
larger new facility, possibly covering the entire block, should be considered to increase the available public parl
the downtown core. Likewise, it is recommended that private parking areas in the downtown core be obtained,
through ownership or operating agreement, to be used as public parking. As public parking, these parking
could service a greater number of users and adjacent land uses through shared use.

Finally, it is recommended that existing public parkiogyritotire be land-banked, as provision of this parking is
crucial to the overall public parking needs in downtown Flint. This is particularly true for the DDA lot locatt
Saginaw, Kearsley, Harrison and First Streets. Thiskirgtlal panvices virtually all of the adjacent land uses

and is very important to the economics of the downtown area. Should potential future public/private joint ve
projects for this parking area be proposed, the opportunity to build additional pubity pasistyucapz

should be sought.

New Parking Opportunities Summary:

Increase efficiency of existing systemhtenforcement and paid parking.

Possibility of additional on-street capacity (pending design review).

Need to see through with proposed Uptown corporation new parking schemes.
Expanded new McCree parking structure.

Acquisition of private parking to use as public parking.

Land bank existing central DDA lot as a joint public/private venture if opportunity arises.

X X X X X X

6.2.1 Near-Term Parking Recommendations

Parking Enforcement

Parking enforcement is more crucial than ever ireFinssioicthe parking meters have been removed due to
vandalism. Enforcement ensures that the parking system continues to function efficiently by keeping long
parking activity in designated areas and preserving on-street parking for downtown customers and visitors.
absence of enforcement will lead to employee parking and other long-term parking aetioitysivetztke pla

which will result in reduced availability of customer and visitor parking

DescriptiorAn enforcement officeukhbe able to moriitetween 600 and §@0king stalls pshift. Parking
enforcement should be carried out by a parking enforcement officer from 9:00 am until 5:00 pm, six days per
Actual staffing will depend on whether full or part-time enforcement officers are utilized. Some communities cl
part-time officers to help reduce staffing costs.

Officers should be dedicated to parking enforcement duties only during their shiftrim thateprpensu

routing and timing or stall observation is consistent throughout the day. Routing is the pattern of the of
enforcement beat or walk. Time limited public parking stalls need to be observed once per duration maxir
Specifically, a two-hour parking needs to be observed by an officer every two hours from 9:00 am until 5:00 pr
days per week.

Handheld ticket writers should be used in order to track ticket issuance, repeat offenders, shuffling activity
revenue. The handheld technology allows for margimguints to help discourage repeat offenders. By

increasing the fine for individuals that accumulate unpaid parking fines, the rate of collection should als
increased. Additionally, improper parking activity is reduced due to a consistency in monitoring parking and is
tickets. Handhelds also allow for the issuance of a courtesy ticket to first time offenders. These tickets ir
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someone that they have parked improperly, and directs them to alternate parking locations and thanks thel
visiting Flint.

ResponsibilitiParking enforcement needs to be undertaken comprehensively under a singleutiamagement str
for the entire downtown area. Many communities assign this function to a DDA or undertake enforcement as
department function. In most cases, police depgmmsiosof parking enforcement results in an individual
being assigned to a multitude of duties. Thethesw@hforcement is undertaken inconsistently.

Recommendatio@onsider assigning parking enforcement for the entire downtown area to an agency willing
accept responsibility. Tiheyrn will hire and administer pariforgement, potentially using the enforcement
function as a ‘downtown ambassador program’ helping to promote Flint. The number of officers hired and ope
budget should be adequate to ensure comprehensiveot@lecfgine public parking system that requires
enforcement. Additionally, parking enforcement should also be undertaken using handheld ticket writing technc

AlternativeAs an alternative to assigning parking enforcement to the DDA, consider contracting out the en
parking enforcement function to a private parking operator. Operators typically create proposadg that include p
enforcement and management packaged together for a set parking revenue percentage or flat rate to a comn
They also undertake ticket collection and remit revenues per the terms of their operating agresment to the inv
parties from the City, County and DDA.

Parking Tickets:

Parking tickets or fines need to aid in collection, provide the community with a customer friendly atmosphere «
discourage improper parking. Among the best practices ticket strategies are the use of graded fines, courtesy 1
and anti-shuffling ordinances.

Graded Fines: Graded fines are fines for improperggéidéagyiere the amount of the fine can be adjusted to
penalize repeat offenders with a larger fine than occasional offender. The goals of the graded fine are to disca
parking infractions and to aid in tickebodfieftire the tickets go into the court system.

A graded fine example for overtime parking:

X 1stticket — Courtesy ticket, no financial penalty.

x 2ndticket - $20.00, reduced to $5.00 if paid the same day.

x All subsequent tickets the same $20.00, reduced to five if paid the same day. The fine stays the sam
individuals that pay their fines.

x Accumulation of 5 or more unpaid fines. Six or more tickets are set at $100.00 each with no reductions.

x lllegal parking infractions (such as at a fire hydrant or in a handicap parking stall remain the same).

Courtesy Ticket: The coutielsgt concept applies to first time parking offenders. The ticket is essentially a writter
warning or notice that the individual has parkedheeypasted time limit. (Courtesy tickets only apply to
overtime parking. Infractions suiggadly parking at fire hydrants hadditap stalls remain a standard fine.)

The courtesy ticket is usually written to thank the individual for visiting dowoatwwg tlitihemdihat they

have parked improperly and then advises them of parking locations that would better suit their needs. A map
parking system on the reverse of #ieidicdso helpful. Courtesytdicite intended to allow leniency for
customers and visitors coming to Flint, as well as informing employees of the downtowuldvbere they sh
parking. The tickets also worlvitlethanges to the parking syiséémmay temporally confuse parkers.

Parsons Brinckerhoff Michigan, Inc. 6-7



Flint Downtown Traffic and Parking Study Recommendations

Anti-Shuffling Ordinance: In order to ensure that employees cannot park in the customer/visitor parking area:s
important to prevent what is commonly called the two-hour shuffle. Since most of the on-streetggarking in Flint |
hour, it is possible for employees to park on sthest Biode their vehicle at morning break, lunch and then at
afternoon break. By moving every two hours to another on street parking stall, they are technically obeyin
parking regulations and avoiding a ticket. However this also takes parking away from customers and visitors.

ResponsibilitiParking ticket rates and anti-shuffling ordinances need to be established by the City of Flint

Recommendatiddpdate the fine structure and implement ordinances to allow for graded fines and anti-shuffli
parking regulations

Handheld Ticket Writers:

Parking ticket issuance will be complicated with the implementation of courtesy tickets and graded fines. Han
ticket writers resolve these issues since the deviegsacdatkbase that uses license plate information to track
tickets and infractions. The officer follows an established route and inputs information for every parking stall o
route. The information is either the parked vehicle’s license plate number or a blank for no vehicle parked.
handheld then recognizes if the vehicle has shuffled, parked overtime and whether therécketobistandi

using its internal database.

ResponsibilityAgency in charge of parking enforcement. Flint DDA enforcement personal previously use
handhelds. Some software upgrades and or new handhelds may be necessary.

Recommendatiobdlse handhelds to aid parking enforcement. Budget up to $35,000 if new handhelds ar
necessary.

Parking Fund:

Parking ticket revenue will be needed to aid in paying for the enforcement personnel. In the short-term, parkir
revenue should be placed into a parking fund to offset parking operation costs, or ad#drhgtitie\Cagllect

The City then administers the parking enforcement contract with the agency charged with parking enforcement
fine revenue to help pay for enforcement.

Responsibilit¢ity of Flint.
Recommendatiddeposit fine revenue in a parking fund to help pay for parking enforcement related costs.
One Hour Parking On Saginaw:

Consider changing the on street parking on Saginaw from two to one hour. Parking studies conducted throu
the Country by Rich and Associates has revealed that 85% of customers and visitors use a parking stall for les
one hour. Only a select few businesses truly need more than one-hour of parking for their customers. T
businesses will still have access to two-hounpankinghe stalls on Saginaw are affected.

One hour parking along Saginaw would effectively daubhethef parking stalls available to a Customer or
visitor by creating a higher turnover of vehicles paekednpte two hour parking permits four different vehicles

to use a single stall over the course of an eight-Hone deur parking permits eight different vehicles to use a
single stall over the course of an eight-hour day. The optimal turnover is dependant of adegltite enforcement
on street parking stalls.
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Responsibilit¢Zity of Flint.

RecommendatidReduce the on-street maximum duration for on street parking stalls on Saginaw between Kears
and Court Streets to one-hour and enforce accordingly.

Parking Signs:

Parking enforcement hinges on the legal ability to issue tickets. In order to ensure that everyone and espe
customers and visitors are aware of where they can park and for how long they can park it is imperative
adequate signs be installed.

Previously, each meter had a sticker that indicatad thieeimforcement and the maximum duration for the on
street parking in Flint. Since these meters are beewy signe must be installed to inform parkers of the
pertinent information pertaining to the parking regulations. Generally, Rich and Associates recommends that
be one on-street parking sign per block face, two for longer block faces, or as necessary to indicate changes

Responsibilit¢ity of Flint.
Recommendatidmplement new on street parking signs throughout the downtown area. Budget $5,000

6.2.2 Mid Term Parking Recommendations
Parking Signs (con’t):

The overall parking system would benefit from acsvgpreay finding system. irfgaskeas are difficult to

find if someone is not familiar with the City. The one-way streepgyatsithismproblem. A comprehensive
vehicular and pedestrian way finding program would address these issues and make Flint a more customel
visitor oriented community.

Responsibilit¢ity of Flint.
Recommendatidmplement new on street parking signs throughout the downtown area. Budget $50,000
Marketing:

Marketing is an oftrerlooked component of a quality parleng siRetview of Internet web pages and other
information about Flint, including advertising for speciagvealed that parking information is inadequate. All
information pertaining to ttyes@iould include information on parkimis one-way street system is confusing

for individuals who are not familiar with the community and map outlining various destinations and parking :
would be extremely beneficial. The map could be included in printed material and available on-line.

Other marketing initiatives can be aimed at locatseamqdogmployees that inform them of changes to the
parking system and the importance of keeping parkimgeavailable for customers and visitors. The overall
parking system would benefit frormpraet®ensive way finding system.indPareas are difficult to find if
someone is not familiar with the City. The one-way street system compounds this problem. A comprehel
vehicular and pedestrian way finding program would address these issues and make Flint a more customel
visitor oriented community.

Responsibilityoint initiative.
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RecommendatioAssign/request an agency to oversee a new marketing program. Budget $5,000 annually.

6.2.3 Long Term Recommendations

County Parking Structure:

Consider seeking proposals from private developkrsetane operate the McCree parking structure. This
facility is reaching its maximum potential life andemiéhalilitation or replaceénmetime. Ashabilitation
may be cost prohibitive, replacement thayobéer alternative for the County.

The actual parking service provided by the McGree ifapdittant to the opemaof the local County and

Federal Court facilities. In the interest of maintaining parking service as the primary function for the McCree p.
structure, the County should consider inviting rejpeaeosaig from private developers and parking operators.

The goal would be to have a private operator construct and operate a new parking facility of adequate capac
the County site to service local parking needs.

Responsibilit¢ounty.

Recommendatiddonsider inviting proposals from private developers and parking operators for the replacement
the County parking structure.

AlternativeBegin planning to replace the McCree parking structure with a new County facility. Seek out poter
State and Federal grant sources. Initiate a replagiectesunsulting on design possibilities and project delivery
models.

Public/Private Parking Opportunities:

Various development proposals are being considered in the Community that could preseentjoint develo
opportunities for parking provision. Current parking supplies are close to capacity and in order to accommodat
development and the infill of vacant building space, all possible options to provide néwe parisitestmuld

Ideally, some communities adopt a policy of seeking out joint ventures for parking provision. Using such a r
helps provide parking and encourages development by sharing the cost of parking infrastructure. From the
perspective, new development brings new tax base opportunity and from the developer’s aspect, sharing the c
provision reduces the overall cost of a development project.

Responsibilit€ity of Flint/parking agency.

Recommendatio€onsider potential proposals from private developers to joint venture on public parking
opportunities.

AlternativeDevelop a policy framework for joint parking devétapmlescribes what the City of Flint would be
willing to consider for a joint parking project.

Land-Banking Opportunities:

Currently Flint has a number of private parking lots that are underutilized a various times of thesday. In some ¢
the lots have barriers to traffic or are signed to keep out non-customer vehicles. These parking areas coul
considered for acquisition by the City for public parking.
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The City could purchase these parking areas outsighastgublic parking or negotiate with the private
landowners to allow for the use of these parking areas as public parking. The City would need to ass
responsibility for insuramatdity, management, cleaningamkihg enforcement. Tlyeblemefit is an increase

in the public supply of parking and the maximization of the shared use potential of the available parking.
Responsibilit€ity of Flint/parking agency.

Recommendatid@onsider acquiring private parking areas to use as public parking. Amalgamate small lots ir
larger parking areas.

AlternativéNegotiate with private owners for the use of parking as a public parking area.

On Street Parking Meters:

Parking is easiest to enforce and operates the most efficiently when the user also pays a mdrtion of the cc
parking. The introduction of an economic decision making element into the parking processéelps to achiev
goals of higher turnover in short-term parking stalls, more parking for customers and visitors and to provide a r

of paying for repaieplacement and upgradebke parking system.

Consideration should be given to having a long-term goal or replacing the on street parking meters. These n
help to generate revenue and control the parking. A better option for the City then installing individual space n
is to utilize multi-space meters similar to what has recently been implemented in Detroit. These meters are
difficult to vandalize, allow for inexpensive price changes and can handle a variety of payment options.

Responsibilit€ity of Flint/parking agency.

Recommendatid@onsider installing multi-space meters on street. These meters require signs to identify each s
with a numerical reference number, along with a multi-space meter placed on each block face.

AlternativeReplace the individual space meters on street.

Parking, Repair & Replacement Fund:

Parking will require substantial investment over the Ibikgugsem. there is the potential to generate revenue to
offset costs from the parking system. Pooling parkasgores@me portion ofpiking revenues, would allow

for the establishment of a parking repair and replacement fund.

Responsibilit€ity of Flint/parking agency.

Recommendatidestablish a parking repair and replacement fund.
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6.3 Enhancement Opportunities
6.3.1 Wayfinding

Wayfinding is becoming increasingly popular as a means not only to guide vehicular and pedestrian traffic, |
create a sense of place and an enhanced aesthetic environment within the public right-of-way. In addition t
recommended roadway operational changes, wayfinding could plan an important ralg enbleties cimegnti

traffic to major destinations and pé&akiliiges. This could aid in fyptimproving the visitor experience to
downtown Flint, but also enhance utilization of mgjéaqiléimnby providing more positive guidance for visitors

to reach them. Figure 6-3 illustrates an example wayfinding signage concept.

Figure 6-3: Wayfinding Signage Example

While improvements of this nature are typically furgthechtimioipal funds, a public/private partnership may be
possible, given the potential benefit to downtown businesses. Programs like the MDOT targooigning prog
Tourist Oriented Directional Signs (TODS) could be explored. The Logo signing is a prograrhigéfiered by the Mic
Department of Transportation (MDOT) that permitsigiligibbdes to place their logos on Specific Service Sign
panels along designated freeways. The logo signecte erevide identification and directional information to

the traveling public for key services. TODS is a sign program which provides directional signing for eligible t
attractions located off the stateoadavay system. These programs are administered by a private entity under the
supervision of MDOT. These two programs or some variation of the programs can provide a public/pri
partnership thus reducing or eliminating public dollars from being spent within this program. Another possible fi
mechanism would be ®aface Transportation Program- Enhang¢®meB)funds do to the street
enhancement nature of the signs.

6.3.2 Parking Bump-Outs

Parking bump-outs, as illustrated in Figure &id,gprouvititude of benefits for pedestrians in a downtown
environment. In locations with on-street parallel parking, parking bump-outs extend the sidmgalk into the peé
lane area at intersections where parking would not otherwise be allowed. Provisashsidémwalkxdpade

has the following positive effects:
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% By extending the sidewalk into the
roadway, the perception of a narrower
traveled way can result in traffic calming
along the roadway.

% The additional sidewalk space allows for
greater pedestrian refuge and amenities,
and  opportunities  for  aesthetic
improvements.

¥ The pedestrian crossing distances are
shorter, enhancing the pedestrian
environment as well as improving traffic
signal operations in some cases.

Bump-outs have been increasingly employed in
downtown areas as a means to enhance both the
aesthetic environment and pedestrian experience.
While parking bump-outs could be employed at
numerous locations throughout downtown given
sufficient funding, Saginaw Street would be an
ideal location to implement bump-outs, given the
pedestrian-oriented environment, parallel parking,
and scale of storefronts along the corridor.

6.3.3 Enhanced Crosswalks

Increasing the visibiitycrosswalks can have a

significant positive effect on pedestrian safety, as

well as increasing the prominence of ped

movements in the roadway environment. Figure 6-4: Parking Bump-Out Example

A number of options existing for increasiag

crosswalk visibility, including use of paint far high-
visibility “zebra stripe” nadks (as illustrated|in
Figure 6-4), or use of pavers or pavement

texturing, as shown in Figure 6-5, which naise a
driver's awareness through increased noise and
vibration. This can be a low-cost method of
improving the downtown pedestrian envirgnment
and in some cases significantly increase

pedestrian safety.

6.3.4 Countdown Pedestrian Signals

“Countdown”  pedestrian  signals pr "’

pedestrians with a numeric countdown to ,,Flgure 6-5: Textured Crosswalk Example

how much longer until the end of the crossing

phase. These devices have rapidly gained in popularity in recent years, and are seen as a positive pede:
amenity, allowing people crossing the roadway to better understand the available time to complete the crossing
result is a reduced rate of pedestrian-vehicle crashes, and increased emphasis on the non-emtorized environ
These signals are most useful at locations with loggdstassies and high volumes of pedestrian traffic, and
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may be appropriate along Saginaw Street and other roadways within downtown Flint.

6.4  Implementation and Phasing

6.4.1 Recommended Project Phasing

Due to the nature of the proposed operational changes to the study area roadway network, careful considel
should be given to the phasing of project implementation to assure that each interim phase yields a funct
roadway network. Should phasing be required due to funding constraints or otiger thenfsitienatig

approach is recommended:

Phase 1 — Grand Traverse Street

It is recommended that conversion of Grand Traverse Street from one-way to two-way operation be conducted
first phase, as the improvement has a stand-alone willityptanegatively impact operation of adjacent streets.

This phase should include intersection radius adjustments and signal improvements along Grand Traverse ¢
necessary to fully implement the ultimate configuegmstdats. Signal indinatshould be added for the

future two-way conversion of Keafsl@y, and 3 Streets, although they would not be made operational until
later phases proceed.

An optional sub-phase for Grand Traverse Seestdkision of improvements to the Grand Traverse/Church
Street intersection from the initial implementation. The northbound lane could irst8addbetherab®

allowing all traffic to and from [-69 to utilize Grand Traverse Street in two directions. However, without ultirr
addressing the Grand Traverse/Church Street intersection, continuity of the corridor as a through route will r
achieved.

In addition, Phase 1 could include striping andirsigrmagenents along Beach Street, Harrison Street and
others, where a more significant operational change is not recommended. This would enable provision of add
on-street parking spaces and new bike lanes at low cost, as a way to build public support for the overall goals
project.

Phase 2 — Kearsley&reets

Kearsley anddStreets are the primary east-west arterieedpfopesnversion to two-way operation, and are
“paired” in that they currently provide one-way connections between downtown and the western portion of Flint
phase would include all necessary signal replacements and striping/signage improvements for full conversi
these two roadways.

Phase 3 =134 and # Streets

The final phase would include conversion of the remaining east-west streets to two-way operation.

This recommended phasing plan is based on both operational considerations and relative benefits of e
improvement. However, should the opportunity or need to accelerate an improvernardergepraset

activity or other reasons, careful consideration should be given to the affects of that stand-atone modificatic
circulation.
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6.4.2 Estimated Cost and Funding Opportunities

Given constrained financial conditions in Flint and across the State, estimated cost and funding options a
important consideration for implementation of any planned improvements. Table 6.1 details the estim
implementation cost for the Recommended Alternative.

Table 6.1: Recommended Alternative Cost Estimate

Recommended Alt.

Item Units ULhligehlSy Quantity Cost
Signal Replacement Each | $ 75,0p0.00 26 1950,000]00
Intersection Radius Adjustment* Each $ 10,000.00 4 $ 40,000.¢90
Pavement Markings Per Bldck 2,000.00 8L $162,000)00
Traffic Signage Updates Per Blpgk 400.00 81 $ 32,400)00
Grand Traverse/Church Intersection Improvements  Lyimp Sum $90,000.00 11 $ 90,000.00
Harrison/Saginaw Intersection Improvements Lup® Sum 75,000.000 $ -

Engineering (14%) $ 227,440.0p

Contingency (2Q%) $ 454,880.0p

TOTAL ALTERNATIVE CQOSTS: $ 2,274,400.40

*Does not include potential right-of-way cost

As illustrated in Table 6.1, the anticipated cosinfienimplthe Recommended Alternative is $2.35 Million, with
over $2 Million of that cost attributed to the replacement of traffic signals. Again, while there maly be limited po
to modify the existing traffic signals to accommodate conversion to two-way operation, it is assumed that, due
age of the equipment, full replacement will be required. Table 6.2 presents an approximate breakdown of this ¢
roadway.

Table 6.2: Implementation Costs by Corridor

Roadway | Limits Implementation Cost*
Grand Traverse Road Church to Kearsley $591,400.00
Kearsley Street Wallenburg to Chevrolet $193,200.00
First Street Saginaw to Grand Traverse $354,300.00
Second Street Cesar Chavez to Chevrolet $663,000.00
Third Street Cesar Chavez to Grand Trayerse $431,700.00
Fourth Street Saginaw to Church $4,800.00
Beach Street th@treet to Kearsley $24,000.00
Harrison Street th Street to Kearsley $12,000.00

*Note: Estimated cost by corridor does not take into account the sequencing of intersection improvements. irDajgeptasingnstenario,
additional costs will be requireafly projects that may then be reduced during later projects where intersectisovepapvem

A number of funding programs could potentially be leveraged to support theseJomyestoneklisigation

and Air Quality (CMA@)ding has been secured recently by other agencies in the region for signal retiming
programs and signal improvements. Alo8yIM@fundingSurface Transportation Program- Urban (STPU)
funds are another option for conducting signal modernization projects. CMAQ is a federal grant program,
requires no local matching funds.

A summary of traditional and innovative funding sources can be founding Appendix E.
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