
 
 
 
 
 
 

 
 
WALKABILITY REPORT 

  CITY OF NEWAYGO, MICHIGAN 
 
 

 
 
 
SUBMITTED NOVEMBER 7, 2017 

  JEFF SPECK, AICP, CNU-A, LEED-AP, HON. ASLA 

SPECK & ASSOCIATES LLC 

 
 
 
  



SS  P  E  C  K     &     A  S  S  O  C  I  A  T  E  S      L  L  C  

 
 
BUILDINGS  BLOCKS  STREETS  NEIGHBORHOODS  DISTRICTS  CORRIDORS  TOWNS  CITIES  REGIONS 
1561 BEACON STREET #3    BROOKLINE, MA  02446   202.236.0140    JEFF@JEFFSPECK.COM 
 

2

To the people of Newaygo, Michigan: 
 
I am excited to be able to share with you, as I did in my public presentation on October 
26, that Newaygo is poised to become considerably more walkable in the short term and 
at relatively low cost.  With MDOT’s upcoming resurfacing of State Road, and other 
smaller opportunities nearby, a few limited changes to traffic geometry within the city 
limits can have a profound effect on the safety and comfort of walking and cycling, and 
can also be expected to exert a positive influence on the success of the downtown.  
Additionally, a longer-term planning effort surrounding the industrial area south of 
downtown can transform that sector into a walkable mixed-use neighborhood over time.  
 
The pages that follow lay out the recommendations that I believe will move Newaygo 
towards these goals.  A fuller discussion of these recommendations can be found by 
watching the videotape of my presentation, and also by reading my book, Walkable City: 
How Downtown Can Save America, One Step at a Time.  
 
  



SS  P  E  C  K     &     A  S  S  O  C  I  A  T  E  S      L  L  C  

 
 
BUILDINGS  BLOCKS  STREETS  NEIGHBORHOODS  DISTRICTS  CORRIDORS  TOWNS  CITIES  REGIONS 
1561 BEACON STREET #3    BROOKLINE, MA  02446   202.236.0140    JEFF@JEFFSPECK.COM 
 

3

I. Background: A Safe Walk 
 
Most people who avoid walking do so because the walk feels dangerous due to the very 
real threat of vehicles moving at high speed near the sidewalk.  The key to making a street 
safe is to keep automobiles at reasonable speeds and to protect pedestrians from them.  In 
Newaygo, this can best be achieved by meeting the following six criteria, each of which 
will be addressed individually: 

• The proper number of driving lanes; 
• Lanes of proper width; 
• Limited use and length of turn lanes; 
• Including bike lanes; 
• Continuous on-street parking; and 
• Continuous shade trees. 

 
The Proper Number of Travel Lanes 
 
The more lanes a street has, the faster traffic tends to go, and the further pedestrians have 
to cross. When streets have more through-lanes than they need to serve the traffic they 
receive, that extra roadway only accomplishes one thing, and that is an increase in 
speeding, crashes, and casualties. The safety mandate, therefore, is to remove extra lanes 
from streets that don’t need them, or to convert them to other use. 
 
Such an outcome has already been witnessed on State Road as it heads into downtown, 
which was reportedly averaging two traffic deaths per year. When MDOT converted that 
road’s two downhill lanes into one through lane and one turning lane, the deaths stopped. 
 
Generally speaking, and specifically in Newaygo, four-lane two-way streets are 
understood as among the most dangerous streets there are. Happily, it has been found 
that converting a four-lane street to a three-lane street—with a center turn lane, like in 
Newaygo’s downtown—dramatically improves safety with no reduction in traffic 
capacity. A study by Nelson\Nygaard Consulting Associates of 23 unique four-to-three-
lane road diets across North America found an average net gain in capacity, not a 
reduction.  MDOT is aware of this dynamic, and traffic counts well below 20,000 
cars/day suggest that State Road throughout Newaygo would function quite effectively as 
a three-lane road.  Which segments to convert first is a function of where greater 
walkability is most possible, and where there is the greatest need to put asphalt to better 
use.   
 
Lanes of Proper Width 
 
Different-width traffic lanes correspond to different travel speeds.  A typical American 
urban lane is 10 feet wide, which comfortably supports speeds of  35 mph.  A typical 
American highway lane is 12 feet wide, which comfortably supports speeds of 70 mph.  
Drivers instinctively understand the connection between lane width and driving speed, 
and speed up when presented with wider lanes, even in urban locations.  For this reason, 
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any urban lane width in excess of 10 feet encourages speeds that increase the risk to 
pedestrians.   
 
The 10-foot standard has now been adopted by NACTO, the National Association of 
City Transportation Officials.  Their Design Guide states that “lane widths of 10 feet are 
appropriate in urban areas and have a positive impact on a street’s safety without 
impacting traffic operations. . . Narrower streets help promote slower driving speeds, 
which in turn reduce the severity of crashes.”  
 
Many streets in Newaygo contain lanes that are 12 feet wide or more, and drivers can be 
observed approaching highway speeds when using them.  Indeed, many downtown lanes 
are 15 feet wide, and the City’s new streets seem to be following an unsafe 13-foot 
standard. It is clear that these are being laid out without any concern that such wide lanes 
might encourage speeding; this is understandable, as the logic presented above has only 
slowly come to light.  While non-traffic-engineers might find it surprising, traffic engineers 
have until recently been trained that wider lanes are safer, because they provide broader 
recovery zones.  Only in the past decade have mainstream engineers begun to concur 
that broader streets encourage faster speeds and thus experience more deadly crashes. 
 
Limited Use and Length of Turn Lanes 
 
Left-turn lanes are by no means the standard approach to intersection design.  They 
should be used only at intersections where congestion is caused by cars turning left.  
When unnecessary turn lanes are provided, the extra pavement width encourages 
speeding, lengthens crossing distances, and takes up roadway that could otherwise be 
used for on-street parking or bike lanes. When justified, turn lanes should be just long 
enough to hold the number of cars that stack in them in standard rush-hour conditions, 
and no longer, for the same reasons.  
 
Including Bike Lanes 
 
Cycling is the largest planning revolution currently underway. . . in only some American 
cities.  The news is full of American cities that have created significant cycling populations 
by investing in downtown bike networks.  Among the reasons to institute such a network 
is pedestrian safety: bikes help to slow cars down, and new bike lanes are a great way to 
use up excess road width currently dedicated to oversized driving lanes.  When properly 
designed, bike lanes make streets safer for drivers, cyclists, and pedestrians alike. 
 
Newaygo has a nascent biking culture that seems poised to flower if provided with 
adequate facilities.  The experience in most American cities has been that a modest 
investment in bike lanes results in a dramatic increase in cycling.   
 
Additionally, bike lanes are good for business.  A study in Portland, OR, found that 
customers arriving by bike buy 24 percent more at local businesses than those who drive.  
And merchants along 9th Avenue in New York City showed a 49 percent increase in retail 
sales after buffered bike lanes were inserted. 
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Continuous On-Street Parking 
 
Whether parallel or angled, on-street parking provides a barrier of steel between the 
roadway and the sidewalk that is necessary if pedestrians are to feel fully at ease while 
walking.  It also causes drivers to slow down out of concern for possible conflicts with cars 
parking or pulling out.  On-street parking also provides much-needed life to city 
sidewalks, which are occupied in large part by people walking to and from cars that have 
been parked a short distance from their destinations.  
 
On-street parking is also essential to successful shopping districts.  According to the 
consultant Robert Gibbs, author of Urban Retail, each on-street parking space in a vital 
shopping area produces between $150,000 and $200,000 in sales.  
 
A number of the streets in downtown Newaygo have lost a significant amount of their 
parallel parking due to driving lanes that are too wide.  Most notably, State Road through 
downtown suffers from parking on only one side, when parking would fit on both.  On 
other streets, parking spaces are simply missing for no discernable reason.  Bringing this 
parking back will contribute markedly to the success of downtown, and would also help to 
satisfy the seasonal demand from rafters and other visitors. 
 
Continuous Shade Trees 
 
In the context of pedestrian safety, street trees are similar to parked cars in the way that 
they protect the sidewalks from the moving cars beyond them.  They also create a 
perceptual narrowing of the street that lowers driving speeds.  But they only perform this 
role when they are sturdy and planted tightly enough to register in drivers’ vision.   
 
Recent studies show that, far from posing a hazard to motorists, trees along streets can 
actually result in fewer injury crashes.  One such study, of Orlando’s Colonial Drive, 
found that a section without trees and other vertical objects near the roadway 
experienced 12 percent more midblock crashes, 45 percent more injurious crashes, and a 
dramatically higher number of fatal crashes: six vs. zero. 
 
The sidewalks on State Road through downtown were recently rebuilt with excellent 
trees, much to the benefit of local retailers (whether they know it or not).  But the City’s 
current street standard does not require new streets to include trees.  Changing this rule is 
easy to justify when one enumerates the many hidden benefits of shade trees, which 
include the absorption of storm-water, tailpipe emissions, and UV rays; the lowering of 
urban heat islands and air-conditioning costs; increased income streams to businesses; 
and dramatically higher real-estate values (and property tax revenue) on tree-lined streets.  
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II. Specific Recommendations 
 
The arguments presented briefly above, and additional considerations, lead to the 
recommendations that follow: 
 
State Road Downtown 
 
As it passes through the heart of downtown, State Road has travel lanes that are 12 to 16 
feet wide.  Meanwhile, it only has parking on one side, which dramatically undermines 
feelings of sidewalk safety and business vitality.  
 

 
 
Right-sizing the driving lanes to 10 feet allows for the missing curb parking to be 
reinstated (below), in 9-foot lanes.  A standard parking lane is 8 feet wide, so there is a bit 
of extra roadway available here.  Using it to widen the parking lanes rather than the 
driving lanes will help to keep vehicle speeds in check.  This change should add about 40 
new spaces to downtown. 
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State Road North of Quarterline 
 
As it angles left at Quarterline Street, State Road widens considerably, takes on an 
additional northbound lane and loses most of its eastern sidewalk.  Traffic counts would 
suggest that this lane is not needed.  Correcting the width of the lanes and continuing the 
three-lane section north results in a roadway that can fit parking on both sides with about 
9 feet of pavement to spare.  This change will add perhaps 40 more parking spaces to 
downtown.  
 

 
 
As shown below, narrowing the roadway to the proper width would allow the 
replacement of the sidewalk in front of City Hall, and also a row of trees between it and 
the street.  Since construction is much more expensive than striping, a temporary, inferior 
alternative would place two 9-foot parking lanes along three 12-foot driving lanes until 
money can be raised to rebuild the east curb.  At that time, it would be worth considering 
creating a rain garden in the tree strip to help manage stormwater.  
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Quarterline Street 
 
Along with Justice Street and Wood Street, the extra width and unmarked parking spaces 
on Quarterline Street east of State Road provide an opportunity to calm traffic while also 
increasing parking provision.  Right now, Quarterline expands to a width of 48 feet east 
of State Road, even though it is only holding two driving lanes and two parking lanes, 
which would normally require only 36 feet of pavement. This extra asphalt is enough to 
allow one side of the street to include angled parking. 
 

 
 
As shown below, the flank against the City Hall square should hold angled parking.  
Please note that my street drafting software shows angle parking as perpendicular, when it 
should say “angled.”  In this case, a 48-foot roadway allows for the parking to sit at a 60° 
angle to the curb.  
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Justice and Wood Streets 
 
Around City Hall Square, all of Justice Street and part of Wood Street measure 45 feet 
across.  Like Quarterline, these have oversized driving lanes that invite speeding. 
 

 
 
As shown below, angle parking fits in this section as well, but since it is only 45 feet across, 
that parking should be angled at 45° to the curb. 
 

 
 
Marking this parking properly, as on Quarterline, will allow it to contribute significantly 
to the supply of parking downtown.  Pulling together State Road, Quarterline, Justice and 
Wood, the drawing below illustrates all the changes discussed above.  Note that the angle 
parking on Quarterline is mistakenly drawn at 45° from the curb, when it should be 
striped at a more efficient 60°. 
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The Main Intersection 
 
Visible in the drawing above is how the addition of parking on the flanks of State Road 
and Quarterline Street creates an opportunity for a much safer intersection configuration 
at their intersection.  If a limited investment is made in creating curb extensions (bulb-
outs) around these parking spaces, and then connecting them with new curbs through the 
intersection, the street space can be tightened up in a way that causes drivers to proceed 
more cautiously.  All three legs of the intersection should receive crosswalks—one is 
currently missing—and these should be boldly marked or, better yet, constructed of 
contrasting brick. Ideally, all three crosswalks and the central area between them would 
be slightly raised as a “speed table,” to encourage even better driver behavior. 
 
Also pictured in the drawing is that the small parking lot in front of Coldwell Banker 
Realty has been replaced by a plaza.  The safety and pedestrian quality of this corner 
depends upon the elimination of this unsightly parking lot and its dangerous curb cut that 
overrides thirty key feet of sidewalk. 
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Front parking lots erode walkability. This one is located in the worst 
possible place for downtown vitality: at the main intersection. 
 
Happily, three of the five spaces in this lot can be placed along the curb—and reserved 
for that one business—and two more spaces can be reserved in the rear parking lot, if 
necessary.  While this change depends upon the generosity of the property owner, it is 
hoped that they will be inspired by civic pride to participate in the revitalization of 
downtown Newaygo, rather than remaining an impediment to the success of the City’s 
main corner. In the longer term, this site should hold a multi-story building that pulls up 
to the sidewalk edge.  
 
Observation of this corner suggests that the signal timing is also in need of attention.  The 
green phases along State Road are exceptionally long, and it seems that pedestrians 
wishing to cross are actually required to push the button to get a walk signal.  While State 
Road is a State road, it is also the heart and soul of Newaygo, and pedestrians, especially 
unaware visitors, should not be put in the position of having to ask permission to cross the 
intersection, when drivers don’t.  Subtle design details have profound social 
consequences, and this sort of unthinking preferencing of people driving over people 
walking sends a strong message, and an unhealthy one at that.  
 
Midblock on State Road 
 
There is currently a fair amount of jaywalking across State Road in the heart of 
downtown. A bit further southwest on State Road, there is a location, next to the River 
Stop Café, where many pedestrians come out of the parking lots on both sides of the 
street.  In this location, where the most jaywalking seems to be happening, it makes sense 
to locate a well-marked mid-block crossing.  This facility should have a prominent 
crosswalk—ideally raised—curb extensions in the parking lanes, and bold signage 
announcing the presence of pedestrians.  It should include, in the center turn lane (which 
is not needed for turns here) a refuge island including a removable “Stop for Pedestrians” 
placard.   
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Ideally, this island would be protected by curbed islands.  Budget permitting, this crossing 
would also be marked by an instantaneously-activated HAWK flashing light signal, but a 
signal is not necessary for a crosswalk to still be a good idea in this location, where it 
would concentrate errant crossing into a single location where it could be properly 
anticipated by drivers.  
 

 
 
Also visible in the image above are two red footprints.  These are the location of two of 
the most important building sites in Newaygo.  Cities that are focused on walkability find 
ways to incentivize growth on the “missing teeth” of their main streets, where every gap 
in the building fabric actively undermines pedestrian activity.  It is strongly advised that 
the City and its business leadership work together to front-burner the development of 
these two important retail sites, along with the parking lot at Coldwell Banker. 
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State Road on Bridge 
 
It is important to remember that traffic congestion happens at intersections, not at the 
middle of blocks.  The reason that three-lane roads work as well as four-lane roads is 
because each provides two lanes of through motion in each direction at each intersection: 
one straight/right and one left.  By the same logic, when no left turns are present, a three-
lane road can be reduced to two lanes and provide the same through-put.  This is the 
circumstance when State Road crosses the Muskegon River.  
 
Currently the bridge holds two 11.5-foot lanes in each direction, separated by a small 
non-structural raised median.  Sidewalks are narrow, directly against the high-speed 
roadway, and often impassable in winter due to plowed snow.  
 

 
 
Reducing the roadway to one lane in each direction allows the insertion of a parking lane 
on each flank, which protects the sidewalk from moving cars as well as providing a snow 
storage area in winter. 
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An alternative solution to the drawing above would insert bike lanes as well, as shown 
below.  If the bridge can be demonstrated to handle the additional load from parked 
vehicles, this solution may be the preferred alternative, especially as it will add about 60 
cars to the downtown parking supply.  
 

 
 
If weight limits make parking impossible, a third design would be to put a buffered bike 
lane on each of the road flanks instead of parallel parking, as shown below.  Before 
including bike lanes on this bridge, however, it will be important to understand where 
they are coming from and where they are going, so as to not create a dangerous outcome.  
 

 
 
As it heads south from the bridge into downtown, State Road would transition from a 
two-lane section to a three-lane section.  The drawing on the next page shows how that 
transition might work.  Notice how the bridge median continues as a striped median to 
the intersection with Water Street.  There, as it crosses the intersection, it can shift to a 
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three-lane section before it reaches the crosswalk.  If necessary, dashed lines can be 
inserted through the intersection to mark the lane shift.   
 
This particular condition has been illustrated to make several points.  The first is that, on 
high-speed highways, it is not considered possible to shift from a 3-lane section to a 2-lane 
section through an intersection.  Such a shift, however, happens in lower speed 
environments, and is one of many features that cause drivers to drive closer to the speed 
limit on urban streets.  Context-sensitive design means adjusting certain highway rules 
when working in urban downtowns, and this is one of them. 
 

 
 
The second thing worth noting is that, as discussed, there is no left-turn lane provided 
from the bridge onto E. Water Street, precisely because few drivers make that turn.  In 
contrast, because more people turn left onto Water Street while heading north, that turn 
lane is provided.  The turn motions should be re-counted and this approach confirmed, 
but providing turn lanes where there are not frequent turns invites speeding, and should 
be avoided, here and elsewhere.  
 
Parking Impacts 
 
As they become more successful, downtowns struggle with parking. Ironically, the more 
walkable a place becomes, the more people want to drive to it.  Every successful place has 
a parking problem at least part of the year, as Newaygo already experiences during 
rafting season. While more parking can lead to more vitality, that will only happen if the 
parking is provided in a way that supports walkability rather than undermining it.  In this 
regard, nothing is better than replacing on-street spaces where they are missing.  
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Combined, the proposals in this memo add more than 150 on-street parking spaces to 
downtown Newaygo.  If they were placed in a parking structure, those spaces would cost 
about $2.5 million to provide.    
 
The Roundabout 
 
One of the most dangerous intersections in Newaygo is just north of the river, where 
State Road is crossed by Croton Drive.  From the north and from the east, both streets 
approach the intersection heading downhill—Croton Drive quite precipitously—and 
winter conditions can lead to bad accidents.  Moreover, many drivers, seeing the green 
light, barrel south for the bridge at high speed, and carry that speed into and through the 
heart of downtown.  In its current form, this intersection does little to alert drivers that 
they are entering a main-street area where they are going to be motoring in the presence 
of pedestrians and cyclists.  Local residents expressed a desire that this intersection be 
reconfigured in a way that would help to lessen some of these problems.   
 

 
 
Although not inexpensive, the obvious solution would seem to be a roundabout.  Road 
reconstruction could be limited to the area immediately surrounding the corner (shown in 
green above), with the rest accomplished through road striping.  Because roundabouts 
handle so much traffic, a single-lane roundabout—which would fit entirely within the 
current paved intersection—would meet the streets’ travel demands while reducing 
collision rates at the intersection and announcing to drivers their entry into slower-speed 
downtown Newaygo.  Such a roundabout should have street trees surrounding its center. 
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Barton Street 
 
Residents like to joke about the design of low-traffic Barton Street, and how it is wide 
enough to land a large aircraft.  While parking is allowed along much of it, almost 
nobody parks in the street, resulting in two driving lanes that are 18 feet wide for most of 
the street’s path across town.   
 

 
 
Barton Street is well located to be an east-west cycling corridor, and the extra room in its 
roadway allows for the insertion of two buffered bikeways as shown below.  These must 
narrow at a couple of points; where the road becomes less than 28 feet wide, the bike 
lanes should temporarily become sharrow markings towards the flanks of the roadway. 
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New Streets 
 
W. Pine Lake Drive is one of many newer streets in Newaygo built to the City’s current 
standard, with 27 feet of pavement, no street trees, and a sidewalk on one side—or none 
at all.  This standard needs to change, but in the meantime the streets already built can 
be modified with paint.  
 

 
 
The proper solution depends on how the street is used.  If there is no likely future parking 
demand, and/or if the street is located on a prominent cycling corridor, a single 6-foot 
bike lane should be striped into one side of the street, ideally with another bike lane in the 
opposite direction on a street nearby.  However, where future on-street parking is likely 
and/or desired, the street should be restriped with a parking lane on one side.  In places 
where walking is desired or likely to occur, sidewalks and street trees should be placed on 
the side of the street where they are missing.   
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Choice of street tree and tree spacing are important.  Generally, a hearty, tall species like 
sycamore should be chosen, and planted at a distance from each other so that crowns will 
touch at maturity usually around 30 feet on-center.   
 
The Cycle Network 
 
Creating a proper cycling plan takes time, study, and input from members of the cycling 
community.  In my limited time in Newaygo, I made an attempt to begin such an effort, 
which should be continued.  This first proposal is shown below. 
 

 
 
This proposal grows from the following features: 
 
• The existing bike/ped trail on the south side of the Muskegon River, which should 

be extended as far as possible in both directions. 
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• The opportunity for placing bike lanes in Barton Street, as discussed above. 

 
• The availability of State Street and Wood Street, both parallel to State Road, as 

attractive low-traffic corridors poised to be designated as cycle routes.  These should 
receive appropriate signage and sharrows marked in the roadway.  John Street 
should play the same role. 
 

• The opportunity for creating a ped/bike bridge across the Muskegon River by 
Henning Park.  Such a bridge should be lightweight, low cost, and about six feet 
wide, to allow two cyclists to pass.  It could also serve as a finish line for the canoe 
and kayak championships that end at the park. 

 

 
An example of a lightweight pedestrian bridge (in Alaska). 

 
• A short hillside segment of Quarterline Street, which unfortunately seems necessary 

to connect the east side of town.  This dangerous segment should be prominently 
marked with sharrows and “Yield to Cyclists” signs.   
 

On the west side of town, the cycling network is met with a challenge: only State Road 
effectively connects the upper and lower parts of town.  In this location, we should learn 
from State Road’s recent reconfiguration, in which the repurposing of a through-lane 
ended the annual loss of life from car crashes.  If there is going to be an effective bicycle 
facility through this area, it will require the repurposing of another lane in this street. 
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Currently, State Road between Washington Street and River Street contains two uphill 
lanes, a downhill lane, and a left-hand turn lane.  Removing the second uphill lane, as 
shown below, would create room for two buffered bike lanes.  Ideally, the buffers would 
contain vertical features like reflector buttons to further protect people biking. 
 

 
 
An alternative configuration, shown on the next page, would place both bike lanes on the 
east side of the street, protected by a barrier, a configuration which makes sense due to 
the lack of curb cuts in that location.  Placing safe bike lanes in this stretch of State Street 
would provide an effective and attractive connection between upper Newaygo and 
downtown, at which point cyclists could choose to mix with traffic on State Road or head 
over to Wood Street for a quieter ride.   
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The only challenge to these configurations is that drivers would prefer having two uphill 
lanes in this location to pass slow-moving trucks.  It should be studied whether a better 
solution includes a left-turn lane for Main and Bridge Streets, a second uphill lane, or 
some combination thereof.  
 
A New Southern Neighborhood 
 
Presently referred to as the “industrial park,” the area surrounding Leppinks grocery store 
and the Magna Mirrors factory towards the south end of town has been collecting a wider 
variety of uses, and is poised to become a mixed-use district.  It is not, however, likely to 
become a walkable neighborhood unless it is made to evolve according to a different set 
of standards than currently guide its design. 
 
Aside from its growing mixed use—including a collection of attainably-priced apartments 
and a planned daycare center—everything about this district is organized around driving.  
Streets, like W. Pine Lake Drive, have no parking lanes, no street trees, and sidewalks on 
just one side or not at all.  Buildings sit behind parking lots and fail to shape the street 
space with their fronts or put doors and windows facing the sidewalk.  It is the sort of 
environment that current development codes produce, in which the assumption of 
universal automotive use makes car ownership obligatory, burdening residents with the 
high costs of driving and erasing the independence of those too young, old, poor, or 
infirm to drive.  It is actually the great tragedy of the American landscape. . . but it can be 
fixed.   
 
The final drawing below shows how new buildings, principally residential, can be located 
in this area to shape streets and greens into places that can support pedestrian life.  The 
plan assumes that the streets will receive street trees and sidewalks on both sides, and 
inserts a new street up near Magna Mirrors in order to create the sort of finer-grained 
block structure that is found in most walkable places.  It hides parking in mid-block lots 
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where it can’t be seen from the street.  And it connects housing, workplace, shopping, and 
daycare into a continuous environment so that people living there can make the choice 
not to own a car. 
 

 
 
Turning auto-centric suburban sprawl into walkable urbanism is not easy, but it is 
possible. The next step along this path would be a comprehensive urban plan for this 
district that works with current lessees to enable this sort of outcome to occur over time.  
Such an effort, if done properly, would more than pay for itself with the additional tax 
revenue that could be anticipated as this underutilized land gets put to better use.  
 
Next Steps 
 
MDOT is on schedule to repave State Road by 2020, so now is the time to work with 
them in pursuit of all of the modifications to that road described in this report. A 
preliminary meeting with MDOT representatives during this effort showed support for 
these proposals and a willingness to work with the community towards achieving them. 
 
While both curb reconstruction opportunities—the main intersection and the 
roundabout—seem worthy of investment, the former is more crucial to the success of 
downtown, and should be funded first.  It would be prudent to fully engineer the new 
design of that intersection prior to the MDOT roadwork, so it can be accomplished 
simultaneously.  
 
In the meantime, there is no reason to delay restriping the City streets designated for 
modification, specifically Quarterline, Justice, Wood, and Barton.  While W. Pine Lake 
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Drive and other new streets need not be restriped (and provided with sidewalks and trees) 
until their areas are redeveloped, City ordinances controlling new streets should be 
modified quickly so that all future streets meet a more walkable standard.  This includes 
not only 10-foot lane widths, but also narrower lanes in low-density locations.  (More on 
this approach can be found in The Smart Growth Manual under Slow Flow and Yield Flow 
street design.) 
 
Meanwhile, two additional plans should be pursued when the City is ready, a Bike Plan 
that critiques and builds from this document, and a Neighborhood Master Plan for the 
southern industrial park area.  The former should be completed in time to influence 
MDOT’s activity on State Road, and the latter should be done in time to guide any 
significant new investment that is coming to the industrial park area. While the Bike Plan 
can be a homegrown effort that need not involve outside consultants, the Neighborhood 
Master Plan requires considerable experience to execute properly and should therefore be 
completed in consultation with a firm that is expert in the creation of new communities. 
 
For now, this concludes my advice.  I am hopeful that this document will prove useful to 
the City as it works to become even a better place to live, work, and play.  
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