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INTRODUCTION 

The Constitution and Statutes of the State of Michigan make the Michigan 
State Transportation Commission responsible for planning, building and maintaining 
a transportation system for our State. To fulfill these responsibilities, the 

Michigan Department of Transportation has developed a planning process to guide 
the State and its governmental units in analyzing the adequacy of existing trans· 

portation systems and in preparing plans for future systems and facilities. 

Traditionally, the planning process has been divided into two phases; 
systems planning and project planning (see diagram), Systems planning consists 
of analyzing transportation system needs anq developing proposed networks 
designed to satisfy these needs. The process begins with the analysis of 
existing systems qnd facilities and their relationship to goals ond objectives 
of lhe governmental units of the State and extends through establishment of a 
set of priorities for the improvement of the system by capital investment projects. 
Systems planning studies provide a general overview of how oil modes of tran!:l· 
portation interact in a given area. They address the physical and functional 
components of the vari\lUS transportation systems and consider the probable 
general impacts to its uscus and non-users. A detailed Environmental Impact 
Statement (E.I.S.) is not required at this: stage due to the general nature of the 
study and the brood scope of issues. The contents of this report represent a 
system planning study as it relates to the Northwest Region. 

Project planning is the process of analyzing the proposed construction or 
improvements of specific tn1nsportation facilities to a point where all b~t one of 
the practical alternatives are eliminated. Because project planning deals with 
specific facility location and design, an E.LS. may be required, depending on 
the extent of improvements and the intensity of impacts. 

STUDY AREA 

The geographic area considered in this transportation study coiocides with 
the ten-county jurisdiction of the Northwest Michigan Regional Planning and 
Development Commission. This agency has been designated by the Governor's 
office as a muhi-county regional planning agency for this area. In so doing, the 
Governor has requested all state agencies cooperate with the regional agency 
when planning various programs and to develop those programs to be consistent 
with regional goals and objectives, The Northwest Regional Transportation 
Study represents the Department of State Highways and Transportation's pledg~ 
to meeting this objective. 

.PURPOSE OF STUDY 

The Northwest Regional Transportation Study was initiated as a "pilot 
project" in 1972. Since this l~vel of planning was new throughout the Nation, a 
major intent was to 1est new concepts and procedures for conducting a regional 
study. Many of these new techniques were being adopted in the Michigan Action 
Plan, a document required by the Federal government to specify how transporta­
tion planning will be conducted by the State. This is not to iffiPIY.that thii!i study 
will necessarily serve as a prototype for oil subsequent regional studies. 

Circumstances or policy may wc;:oll dictate the need for some or many variations 
in procedure. 

Beyond this challenge, the underlying purpose of the study was to identify 
current and f.uture deficiencle~ and recommend improvements to various tranScpor~ 
fat ion systems operating in the ten-county Northwest Region. 
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this inatJ det~tds the 14 geogtaphic::~i areas that hnve beeh deslgMled by the Slate as th~ 
oHiciat multi-countY pianniri:g tegiOrts of the State. the NorthWeSt Michigan Regloltal 
Planning and Deve1opmerit Commlssloi1 1 With start baSed lrt Ttavetse City, Is the :Jgency 
recognized by the State as the orticlnt plannlt1g btgnnizatiott fot Region 10. This Com~ 
mission and the tnuispcirtation Advisory Committee (t:omptised or a member from eHch ot 
lhe te11 County Planning Commissions) has worked continuotisly With the Department of 
Tronspoddflon on the Northwest Regitmdl TtonsportoHon Sludy since ih Incept loTi. 
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.At the inception of the project, a plan was being developed only to 
facilitate the flow of one mode of transportation- highway travel. The focus 
was to be on the improvement or relocation and reconstruction of US~31 and US-131 
as mandated by Act 327 of the Public Acts of 1972. Shortly after the project hod 
begun, however, the Governor charged the Deportment of Transportation with the 
task of providing adeCjuate transportation by all modes of travel in the state. 
Consequently, the Northwest Regional T ronsportation Study became a multi-modal 
transportation planning effort and the scope of the project expanded to include 
integrated planning of roil, air, public transportation, water and non~motorized, as 
well as highway, facilities. 

PlANNING METHODOLOGY 

This study is being conducted by a multi~disciplinory planning team called 
a "study team". A multi~disciplinory team is one mode up of people who hove 
diverse educational backgrounds. The reason for using a multi-disciplinary team 
is to bring together people with varying perspectives, who can provide a wide 
variety of ideas that can be applied to prob!em identification and solution. 
Typical membership of this study team includes engineers, planners, social 
scientists, economists and environmentalists. In addition, the study team also 
has members representing the Northwest Michigan Regional Planning and Develop~ 
ment Commission and the Federal Highway Administration. 

As mentioned previously, one purpose of this st.udy was to test new concepts, 

and procedures of Michigan's Action Plan. A key element of this document is the 
requirement to encourage the general public to become involved in the early 
planning stages for maior transportation facilities. To accomplish this task, a 
three-step meeting process has been established. It consists of Pre~Study 
Meetings, Public Hearings and Post-Decision Meetings. These meetings are 
generally required for both the systems and project level planning steps. Thus, 
the general public will have several opportunities to review and comment on 
transportation proposals affecting their area. 

In addition to the prescribed public meetings, the stt.~dy team has utilized 
many other sources to obtain public input into the plan(ling process. These 
sources include questionnaires, travel surveys, correspondence, newspaper 
articles, interviews with local officials, public information meetings 1 special 
interest groups, citizen advisory groups and local planning organizations. 
Information gathered from these sources has assisted in identifying many important 
transportation related issues. Within these issues ore two key factors that will 
define much of the character of the region's future transportation systems. These 
ore the availability of energy ond growth trends. Therefore, the curren. ,>lonnin~;~ 
efforts will illustrate how various multi-modal transportation networks can be 
developed to satisfy a range of alternative future growth and energy situations, 
By onoly:dng these various networks, the study team wiU be in a better position 
to advance planning efforts on those projects which show the greatest need and 
ore common to most future conditions. 
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REGIONAl INVENTORY 

The !Jhimote objective of the Northwest Regional Transportation Study is to 
identify deficiencies and propose necessary changes in the existing transporta­
tion system. These changes will include the provi!;don of adopting an integrated 
system of transportation facilities that will: 

1. Adequately meet the transportation peeds of the citizens and visitors of the 
region a11d the State. 

2. Promote the attainment of social. economic and environmental goals of the 
citizens of the reoion and the State. 

A transportation system is not an end in itself, rather it js a m~ans to other 
ends. It is a service network built to facilitqte the flow of goods and the move• 
ment of people. As a service network, the transportation system should Pe 
designed to provide safe and efficient rnovemen~ of people and goods with minimal 
adverse impact on social, economic and natural systems. 

When any transportation facility is constructe~, there are monetary, social 
and environmental costs. However, if tPe facility is built to meet known tronspor· 
totion needs, there will also be benefits. These benefits will be social and 
economic, and possibly environmental. In determining which facilities should be 
built, the costs and benefits, which- will be different for each aherno.tive, must be 
weighed against one another. A major objective of the planning proce.ss ish> 
facilitate the choice of a network which will provide the types of benefits 
desired yet incur the fewest social, economic and environmental costs. 

To make a choice, decision makers must hove information upon which to base 
their decisions. Information regarding the region's social, economic and environ­
mental characteristics is gathered through on inventory process. This inventory 
is derived from state and regional data sources ond serves as a key indicator of 
current and future trarasportation needs. 

NORTHWEST 
REGION '\)tt. fOX I· 

'\Js.. fOK 1. 

AII~R 
ISlA/00 
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SOCIAl/ECONOMic INVENTORY 

The Nodhwest R~glon Is predomlrtcmf!y tlrtol. Wexford County Is the only 
county where 50% or more of the 1970 popuioHort lived It! a city of more thon 
2,500 petSonS• 

lh~:t iorge~t commurdH~s hi tho tegion ore: 

1. ttdverse City, Setvicln~ the eastern potliorl of ~Emile County1 leeloliati 
COUhty, Grand trove_tse Cov11ty, northern Wexford County, western 
Kdlkaskd Cou.tilY dnd soUthwestern Antrim CciuHfy. 

3. Petosk~y/Chttdi!vob: s~tvldng Emmet County, CharievbiX tounty tihd 

northern Antrim CoUiity. 

4. Monltte~; which setVh:es Manistee County_. 

These fout dredS confoin the heaviest contenhation of comtnertldl estab~ 
l!shttlehh1 health tadi!ties, end lob opportunlties. The smaller cOmmunities itt 
the teglon setv~ prhndtily tiS coiweliience Shopplhg tenlt>rS fot residents, 
tourists, ond 5Ut1Htier visitOrs. WHh _69.4% of the iotoll970 teg!Onc:d population 
livl11g lrl dreos of less lhon 2,500 inhabitants Ond tlie tohcehli"Otltin of social ond 
economic facilities beinq located in the fout larger clliesi mobility Is ltnporlanf 
to ori>a res~dents, 

This Situatlorl IS ih fhe ptoceSs of changing. the Northwest ~l!gian is 
considered by ihe U.S. 13uredU of ihe Census to be one ot I he ·faSiest growiMg· areaS 
lh the countty. the growth seems to be bcciJtting in a bahd olorig lJS~Jl; extending 
from BCMtle County to Emmet County. Tht!' 1970 population fot the tegion waS 
158,333. Aecotding to 1980 projections by the Ocpadmlmf of Mat10gement and 
Budget, this popula-tion Is t!xpecled to incredse by 2~/o b~ compared to 5% fat the 
Mote. ThiS growth ~~eniS to b~ uniformly diStributed among diHeterH dtJ~ ~roLipi 
ond con be attribUted primarily to in~mlgration, dHurtllng tJ decllrtihg dt .~;teddy 
birth i"dte. 
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The econoniy of the area is chotadedzed by lower ihon ovcroge wages and 
high seasonal employment. A comparison of the 1977 unemployment roles showed 
12.7% for ihe region and 8.2% for ti•e sf ole. l:conomk Oclivify withlh the- region 
is geared almost exclusively to small unils of service and produclion. Only the 
Trovl!tSe City Stole Hospital and the Pockogihg Corporation of America neat 
Manistee etnploy Substoiitiol wotk forces. Typical of the region would be a unit 
employing 50 people wilh employees of 200 to 500 considered large. Trodiliori.olly, 
ihere hos been d iow labor forcl3' porticlpotlori rote due lo dlscouragemenl from job 
Shattogi?s, low Wage!:, and sedsm1ol flucliJalion;. 

There ate four SectorS which cOntribute ttltnost 85% of the lotdl crnploymetlt. 
They ate hlonvfadutitlg 1 public administration, trode rind services. 

Tile loq;l@Si Sedor Is manutodurlhg. Public admlhislratloh employment has 
inti"e.:tsed a-nd cdri he expected io cot11inue. The third Sec lot, retoH and wholesale 
trode, hds declined lh impOdo11ce but stlll conllnues io play d major role In the 
-region'S etonojtilc sltvdote. the Servlces Sedor has beeh t:lri indedslng Source 
e~f emj)loyment. Tl1ls sedot is E!xj)etted to cor1tit1Uie growing as the lovrht and 
rectedtl6nol demond increases. 

WAGE AriD SAlARY EMPLOYMEIIT COMPOSITION 
NORTHWEST MICHIGAii RtGIOii 

htAill. 

--Til/IN~. & UHliTr'B 
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Tourist~oriented industries are projected to expand in the future. and provide 
mOfiY more iobs. However, this industry is not an ideal industry an which to base 
a regional economy. Although it provides jobs, many ore part-tim~ and seasof1ol. 
Also, the industry is influenced by outside economic conditions. More importantly, 
average wages ore among the lowest. In other words, while providing jobs, the 
industry does not generate high incomes. 

Also, it has been estimated by regional personnel that nearly 30% of the sales 
in the retail sector (which includes eating and drinking establishments) ore made 
to non-residents of the region. In addition, the majority of hotel-motel receipts 
indicate non-resident use. 

Overall, the region is highly dependent on its own natural resources to provide 
the basis for its economy. The area's natural beauty and the de sir~ of people 
living in major metropolitan areas to leave the urban problems have been two 
factors cited for the recent increases in population. 

The Northwest Region has been q tourist haven for a long time. Major 
attractions include the many rivers, lakes and shoreline!! whjch provide fishina am~ 
other water sports, forest areas, Sleeping Bear Ounes National Park, Interlochen 
Center for the Arts, and special cel_ebrations such as the Cherty Blossom festival. 

In oddithm, the land surrounding the lakes in the region has become developed 
with cabins and cpttages. In 1970f 19% of the homes in the region were classified 
as seasonaL The greatest concentration of these is found in the following area~ 
where from 20% to over 50% of the ho!{les ore seaso(!a): 

L Crystal (...ake/Bear Loke/Onekema area. 

2. Charlevoix/Petoskey area. 

3. Lake City area. 

4. T arch Lake area. 

5. Leelanau County. 
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During the sUmmer ~edsort, it is eslirtioled lhui the populo! ion of Beh:de, Grand 
Trciverse, KolkosJd and Leelondti couniies dlmost doubles (see following chad). 
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POPULATioN 

J>Eii:MANENt 
Pol>lli.A noN 

1:.\eSJdes fourhm and tecteollorl, the H:1glot1 Is b ii1tliOt fruit produdhg Oreo In 
the State. The most prodlldlve fruits grown In the ore a ate cherdes, dpples, 

B 

pcctches, blueberries and slrowbenies. Milk production is dlso becoming more 
lmporlant to the regioh's econorhy. lurnberin~ dlso coniributes with sUch wood 
products as pallets and pulp prodtH':Iion. The horvesfihg, processing dnd tm.miJ· 
facture of timber Ptoduch returns on eslhnoted $24 million lo the te~ion annually. 
The Mithigoti Energy Adminislrollbn Is also studying the !edsibility of uS in~ 
wood chips as on oherholive rue I soi.Jrce. 

the reglorl also eXtJotls mlnerais such t:ls $oH1 ~ahd, lihH!Stone, and pelroleurn. 

Ttot'lilportoHon liri!Jilcafion!l 

The social ahd ecohomlc Inventory reldtCS Several lmportctrit factorS regarding 
trtiriSporlotiOti. flrsti nearly 10% of the region's popi.dofion liveS In tutal dred~ 
br smdll tommimltles whllt! SOCial and heohh services. onJ employment ore 



primarily located in the region's larger communities- Therefore, it is important 
that adequate transit and highway facilities ore provided if the people ore to 
derive the maximum benefits offered by these services. 

Age Group 

Under 5 
s 19 

20 24 
25 39 
40 64 
65 or aver 

POPULATION DISTRIBUTION 

1970 

8.5% 
30.8 

5.9 
16.3 
26.4 
12.1 

Estimated 1976 

7.9% 
29.9 

8.1 
17.9 
23.2 
13.0 

Second, 13% of the region's 1976 residents were 65 years of age or older, By 
the year 2000, this proportion 1:;; expected to'increase. Persons in this group 
have different travel needs than persons in a younger age brq:cket. There tend 
to be more trips to doctors or hospitals'with elderly people than younger people. 
Also, the elderly people tend to be located in the rural areas while the health 
services ore in the urban areas. 

Third, a survey reported in The Regional Sketch Plan of the Northwest Region 
indicated that a major criterion for manufacturing plant site location i;; 30 minutes 
accessihility to a freeway interchange\ Assuming US~13l will be a freeway to 
Cadillac and US~31 will be a freeway to US~lO, and given ihe present location of 
1-75 relative to Petoskey, 66% of the existing manufacturing firms in the region's 
growth centers already meet this accessibility criterion. The remaining 34% ore 
located pr.imadly in the Traverse City area. These and future manufacturers may 
also benefit by transportation system improvements. The degree of benefit, 
however, is dependent upon a variety of factors, only one of which is transporto~ 
tion related. 

In some instances, it is doubtful that a regional economy would benefit 
significantly by transportation improvements, especially where a well developed 
system exists. On the other hand, local economies or individual.businesses may 
derive some economic benefits. This usually occurs where-there is either a 
shift in traffic patterns or where accessibllhy is improved to communitie~. 

When highway improvements result in a higher level of service for a route 
connecting a community center to its surrounding area it tends to increase the 
frequency of trips to the community-. When the route is perceived as congested or 
unsafe, persons tend to postpone trips into a community. Thus, individuals an~ 
families may wait until they have s~v~;~ral needs before traveling to the community 
~;enter, or they may choose alternate communities in which to satisfy those needs. 

When the roadway is improved, these some individuals, instead of postponing 
tdps, may view such trips as pleasant and increase the number of trips they make. 
In a similar manner, improved ro~ds also benefit local businesses through a 
reduction in the cost of receiving row materials or in shipping finished products to 
market. 

fourth, regarding tourism and the effect of energy supply on demand for travel, 
it must be kept in mind th(lt Americans have always pursue.:! recreation as a means 
of pleasure. Recently, they hove been turning more and mart;~ to outdoor re<:reation. 
Whether or not this trend will continue at the same pace is difficult to say, given 
the prospects of reduced energy supplies. However, 1t con be reasonably assumed 
that recreational activities will continue althot..!gh the frequency on<,l durafion of 
such trips may change. 

In summotion1 there are two basiJ: problems regarding transportation into and 
through the Northwest Region. first is tht; need to provide reasonable servic~;; 
between the laced rural and urban qreas. Second is serving the lon9-distance or 
statewide travel demand. This demand takes its form in tourist-oriented ~raffle. 
and the movement of economic goods Petween the region and markets in th~;: southern 
portion of the State. 

ENVIRONMENT M INVENTORY 

The ten county Northwest Region contains many unique and diverse natural 
environmental attributes. In combination, these geologic and physiographic 
features, forest lands, wildlife population and exceptional water resources, com­
bined with a high level of air quality, provide a wealth of recreational and natural 
resource values. Therefore, in a variety of ways, the region's economy is dependent 
upon its environmental attributes. 

The region has been called by some "the playground of Michigan". Recreation 
activities ore available during the four seasons and ore aided by a Iorge concentra· 

9 



o ~a\1¥UtRO~.'H's~[ElrtJTALIL V S:EWSrrl'n!fE A:R~i£1.5 
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LfGEND 

PRIMARY ENVIRONMENTAL AREAS. 1 

PRIMARY AGRICULTURAL AREAS. 1 

l. Pl'"imory ~nvironmental Areil"S· <:~reo th-ose-· that hov>e- unusual·oe-sthe.tic quo li ty or 
ecological charc:c1'er of particultH impodonce-or fregility. These· include lakes, 
s.treams., wetlands, coostol ou~·as, steep topography, parks, w-ildlife r-e"fuge, 
and. h·istorio:al feotvres, L.ake:s. and- streo.ms. ore considered sensitive features 
e.veff- if they ore: not' included in on area depict-ed on the- mop as sensitive. 

2:. Primary Agrkultuf(Tl Areas are-those areas which hove either the best existing 
or potential a.gricu!turo-1 production in the region, 



tion of parks, state and notionql forests, winter sports complexes~ wildlife onq 
quiet areas, pub\ic water access sites, scenic vistas and speciqJiy protected 
environmental areas. 

Water resources and their surrounding land forms are the major natural 
attributes of the region. The region contains 461 miles (744 kilometers) of Lake 
Michigan shoreline, 1,930 miles (3, 113 kilometers). of inland streams and rivers 
and 1,208 miles (1,948 kilometers) of inland lake shoreline. Twenty-five percent 
of the regions 454 inland lakes hove surface areas in excess of 1,000 acres (405 
hectares} with T arch Lake, Lake Charlevoix and Crystal Lake ranking second, 
third and ninth largest in the State. T wenty~two percent of Lake Michigan shore~ 
line and fifteen percent of the inland lakes shqreline ore in public ownershjp. 

Among the most environmentally significant rivers in the region are those 
included or being studied for inclusion in the Notional Wild and Scenic Rivers 
Act or the Michigan Natural Riv~rs Act. The purpose of these programs is to 
preserve or enhance for all future generations, certain selected streams either 
notionally or statewide whose immediate environments possess ol.Jtstonding values. 
The Manistee and Pine Rivers and the upstream portion of the Muskegon River 
within the region ore under sludy for the Notional Wild and Scenic River Program. 

The Jordan, Betsie and Boardman Rivers ore designated Michigan Natural Rivers, 
while fhe Little MQniste~ River is unqer study for possible inclusion i11 this 
program. 

Some of the ~est fishing waters \n the State ore e11compassed in the region. 
Many public access sites ore provided for fisherman 01::ces~. Trout or~ Vf;ry 
important with (!early all the region's inland rivers and streams being managed 
for trout. Also, Lake Michigan supports lake trouf an4 many other fish species. 
The success of introducing the Coho and Chinook salmon to the Great Lahs has 
gained national recognition. Fall migration runs of these fish up the major river 
systems attracts thousands of fishermen and sightseers to the region every fall. 

As development has occurred, increasing concern is being expressed for the 
area's wellonds. Wetlands ore q significant attribute to any area, providing 
natural flood control, improved water quality and recharge areas for ground-water, 
streams and rivers. They are essential as providers of habitat for fish and 
wildlife resources. Wetlands also contribute to the production of agricultural 
and timber products and provide recreational, scientific and aesthetic r~sources, 
Wetlands are scattered throughout the region and vary widely in relative 
importance. Generally, the more valuable wetlands ore associqted with lakes 
and streams. 
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Tj,e topography ~aS been of primary impodcmce h1 dlredlng man1s b'clivilieS 
In th~ teglon. The g-lctcidted Surface of the region has influenced the drainage 
pcittetns, forestry type5 1 wlldlH~ distribvlioli and wfth I he advent of nlon, his 
$ettlemer1t pattern Oh frctnsporldflon links. Domlnoiing these eiemehts Is Lake 
Mithlgdt1 dnd ils Co<:lsfiiM. The lake InfluenceS ti1e tegion1s clitniate, tlgricultur~, 
tecredtlonai use dhd Wos r~sponsibie for edabllshmerit of many of ifS _princlpctl 
Communities. tha eodstol zone vorles dromoUcoily from j::iromlne11f heodla11ds lo 
rocky shorelines dtld mol at Sbnd dune areas, Th~ .!:dnd dvr1es, partitolotly those In 
Mtmlsteet Bentle ond leelanau Counties are UtluSual ~eologlcdl fMtures with 1he 
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lmiqueness of the Sleeping Bcctr bunes bein~ recognized in its deslgnolion as a 
Halional Lakeshore. The Notion and the Stole have tecognb:ed !he ctlticai nature 
of the Notion's shorelitH'!S through the CoaStal Zone Mollogemenl Progrom designed 
to preserve imj:mr'lant vdlues olon~ our shotellnes. 

The regi01iJ!; bays ond harborS support commercial, tecreotiori, bodlin!;j and 
fl!;hlng tlclivilies. Grand Trdverse ar~d Ulile Traverse i3ays provide !;heHeted 
water for booting oiid Hshlh~. Paris ate loco!ed ai Manis lee, Ftdrikfort, Traverse 
City, Charlevoix and Petoskey. 



forests abound in the region, providing r~creational activities, wildlife 
habitat, timber resources and a laboratory for scientific study. At least fifty 
percent of each county is forested for a region wide total of 1.88 million acres 
(7,611 hectares). National forest lands are located in Manistee and Wexford 
Counties and State forest lands are found in all counties. There are no endangered 
Of threatened plant species listed by the Michigan Department of Natural Resources 
within the region. 

.'i 

forests as well as other ecosystems in the region provide habitat for a vari~ty 
of wildlife. The relatively unpopu_loted and undeveloped northern ci:nd certain 
interior ports of the region still provide suitable habitat for animals requiring 
large areas of land. The interspersion of farmland which occurs most extensively 
within the region's southern and near coastal zones enhances wildlife diversity by 
encouraging those types which are frequently supported by forming activity. 

Wildlife resources In the region offer opportunities for recreation and scientific 
study but, in some cases, require special protection. The Ki-rtland's Warbler is 
on endangered species with habitats identified in southern Kalkaska County, 
northeast Missaukee County and isolated pockets in Wexford County. Critical 
habitat areas have been identified in southeast Kalkaska County. For other 
species, the region includes two wildlife sanctuaries, three state game areas and 
two wildlife research areas which ore given legal protection. The wildlife 

sanctuaries are located in Benzie and Wexford Counties, the state game areas ip 
Grand Traverse, Benzie and Manistee Counties and the research ar~as ill 
Missaukee and Charlevoix Counties. 

Aside from the wildlife areas, a number of specific sites within the region 
hove been determined to be important from on environmental perspective. These 
s1tes meet the established criteria of legislatively based programs or belong to 
conservation organizations whose intent is to preserve the areas. Within t~et 
region, sites in the following categories of special environments can be identified; 
natural areas, environmental shoreline areas and high risk ~roliiion areas as 
designated by the Department of Natural Resources; lands held by the Nature 
Conservancy; properties owneq by t~e Michigan Nature Association; an~ cultural 
fesource areas. 

The Wilderness and Natural Areas Act (Act 24, P ,A. 1972) was enacted to 
protect selected areas of high environmental value. According to the Department 
Of Natural Resources, the only designated natural areas within *e region are 
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found In ond otciund Wliderness Stale Park In northWest l::tnmel Coonly. Under the 
Shorelcrnds Ptotedion and Mantlgernent Ad (Ad 245, P.A. 1970) the Direclor of 
the bepartrtle:Hf of NohJral Resources I~ empowered to designate J/envltontnent 
areas" alorig Michigan's Great Lakes shores. These presetve·the Fisheries and 
wildlife valueS within and adjacent fo these oteos. Also; the Shorelines Protec• 
tloH arid Maha!;fement Act requireS the estahli~hment of local and ;tate controls 
to regulcite new tfeveloj:mH!\1~ dlon9 the Lake Michigan shotelrne In high tlsk 
f!ro!;lon areas.- these shoreline oteos include: fifty percent at Manhfee, Benzie 
tind Leelanau Coutltle~i irrilles {11.3 kilomeletS) Iii Gtahd TraVerSe, Antrim ohd 
Charlevoix CatiHtleS; t~nd 1j miles {21 kilomelers) In Emmet Couhty. 

ihe Michigan Ndhlte AHoddtlon {MNA) has 0 program of hobHtJt preservbllc:::ii1 
dHd ownS d lltHnbet t~f hdtute sonciUorles and plant pr~!;f!.tv~S. the os!locltitloti 
hds two SciHttUcith!S lh the tegibrt, both In Anftlm Cbunfy. they ttte the .40 dcr!'l' 
(16 hectates) Gt~aeri RIVet Nature Sondvory dtld the 80 dcti! (32 hedor~s) Cedar 
River Nature Satidtiory. 

the Nature tC~ruetvoncy is 0 National ot[!dhltotiori which ullllzet o voriefy 
o# lege~ I fool.!: for ntihJrcil iand totiservdtibri. thelt- hoiditlg!!: ott! fbt.ihd In Antrim 
t3Mtlt!, Charlevol:t, l:ri1met; kolkosko anJ Marti :stee Count let 
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Porks and Ctimpgrovnds provide ttony recreational tidivlties tor ihe tef!l<:~nol 
vl~llbr, Sleeping Beot burtes Not! OM! Lakeshore; established in 1970, and 
iocoted lri Bentie> t1Hd Leelondti Coohlld, tJI!roded approximately 100,000 
vi$ltor~ ln1976. Approxlmdfeiy 71,105 Ocres {28,707 hectares} of fond ond water 
with jl mile!'; (50 kilometers) of mainland and 33 miles (53 kllomefets) of Island 
shorelines ore cOtifdlned IH this pork. 

there eire him!! sicite j:Jarks located In thn tegiorl. villderMSs Sldte Pdrk iH 

norlheth l:mmet Cotinty h the largest wHh 6,915 acres (2,Bo4 heclore:s) ond 
Trovetse CHyStatl! Pork htJd the mo!t users (3391000 vl:silot:s) \n 1976. In 
addition, numeroUS cOunty tind tnuniclpcil parks Ond private i:ampgtounds offer 
many oppotlunitles to enloY the ored. 

CtJHuroi resouto:es !uch t:IS hiSfoticdl ot atchMit~gicol siies, dlsltids and 
objcdS dre locoted lH the region. Hl!i:torlcal dishicB: ore locoled primarily iti !he 
lti:rget ~:~ider es.tobllshed towns and otd1eolot~lcol site!> ate genetolly locotod near 
the Wdlet dret!S.o S!llct! the teglon hdS hl!ver been Ortheologlcally Surveyed1 

SIQ-nificartt sitd moy still be utidlsc<'Vered. 



T rons1lortation Implications 

The unique environmental attributes of the Northwest R~gion significantly 
influence travel desires, Countless lakes, streams and other natural features, 
combined with numerous man~made attractions, create a tremendous increase in 
traffic, both seasonally and on a week-end b9sis year-round. This increase in 
recreational travel is often accompanied by the nee-d for facility improvements, 
sometimes in the form of capacity increases. But a dllema exists when trying to 
safely accommodate the surge of recreational travel without affecting the natural 
feqtures which attract the visitor. 

Transportation impravemef!fS involve a number of activities associated with 
the construction, operation and maintenance of a facility. Environmental impacts 
of individual projects ore generally related to the amount1 location and character 
of the land used for and affected by the facility. Of potentially greater signifi­
cance is the influence that improved accessibility may hove on sensitive features 
of the region. Both the activities associated with transportation projects and 
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the-ir impacts will differ for the various transportation modes. A more ext~o~ive 
impact discussion is included in pages 63-73 of this report. 

The preceding environmental inventory stressed those environmental areas 
that have same type of official designation. This is not intended to imply that 
t!lese areas alone are environmentally sensitive, but rather that they are qtost 
easily identified. At the systems leyel of study, the primary environl'[lentol input 
is identification of major natural features and "protected" areas which hav~ 
transportation implications. Some areas must be avoided by a facility while 
others require a hi!;lh level of transportation service. The poi11t should be made 
that ~onflicts often arise when natvrally sensitive;:- areas or~ overused. Easy 
access to such areas con contribute to overuse unless the C!reas are well manqged. 
On the other hand, many facilities such as parks were established for public 
enjayll'!enf and a saffl' and efficient trcmsportotion system becomes essential. 

In establishing a regional transportation system, whether it includes COJl• 

struction of new facilities or the upgrading of existing facilities, the fact must b~ 
recognized that some environmental disruption is unavoidable. 

The disq.Jption can be minimized by avoiding sensitive areas where possible 
and mitigating impacts where avoidance of sensitive areas is not possible. The 
potential secondary impact of improving access, i.e. increased developfllent, is 
not as easily predicted or ~antrolled. Although transporlation faciliti~s may 
direct future development, the ultimate control of land u:;e qn~ hence, e1wironmental 
quality, rests in the authority of locCJI governments. , 

15 



TRANSPORTATION 
GOAlS AND ISSUES 

IDENTIFICATION OF ISSUES 

.lwo yedrs ago the study team distributed 2,200 public brochures thdt outlined 
the curtEtt1t sldtus ()f the Northwest Regional TrdhSportofion Study. In addition, 
seven I>Ubl!c meetings were held throughout the region and Wah~ atletided by cibovl 
900 pet~ons. The comments r~ccivcd duting and after ihe!;!!! meetingS teprestmted 
the greoiest orriouHt of public inleresi ever expressed Sllii::~ this stUdy wcis itiilioted. 

One obfectlve of th~se mcellngs was to Seek publli:: inpUt on the Sftidy f-eOn1 1§ 

infeHt f6 redute the tlfleen proposed IJighwoy totridor altetnafiviB to il lesset tmd 
more trltmageoble number tor analysis. Although this objective wds achieved, there 
were also tiiOny other lmporlonf ltonsportdtion rele~ted issues to! Sed. 
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The following ~toph indicates 1hc major issues idenllfied as o result of the 
t976 public informt:Jtion meellhgs dnd related correspondcncG". The graph simply 

depicts the number of times oh Issue was mentioned. If a person Offered the 
comment: "I support freeway development because It will improve !he ecOnomic 

conditionS for oUr oreo and !;till hot odversly affect the no lura I environment". This 
type of c:ommenl would be recorded under three issue cofegoties: pro-freeway, 
ecor1ortdC grOwth and environment. It Is ncces:Sdry to pain! out that the numberS 
thems!:!lves are hof Important except lo provide direction ln de!erniirilng whethl'!'r 
the tor1cerns of the region dti'!- being adequately covered. In other words, this 
eHod IS lntertded fo ldtmilfy IsSueS that may hove b~en overlooked, or whlth Ore 
pertelved to be ~:tllht!r over tir under emphasized. 
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I >or-----------==---·---·------· 
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DISCUSSION OF ISSUES 

In reviewing these issues, there are some definite trends indicated in the 
concerns or preferences of the region as o whole. The environmental concerns 
dominated most public meetings and subsequent correspondence received ond 
supports the Department's intent to conduct a detailed environmental analysis for 
most major transportation projects. Another dominant concern expressed throughout 
the region was the need to improve the existing highway system. This indicates 
that there ore many hi!jhway segments throughout the region that ore already 
experiencing various operational deficiencies. These areas ore sometimes 
characterized by a poor riding surface, passing sight restrictions, haffic conM 
gestion, frequent accidents and inadequate tn;dfic lone widths. Correcting these 
deficiencies has recently been emphasized as a Department priority. 

The "growth" and·~ freeway'' issue~ are interrelateQ and were usually very 
controversial in some areas of the region. Most proMfreeway interest was exM 
pressed at the Cadillac and Kalkaska meetings. Cadillac residents were 
particularly concerned with potential traffic increases cau::oed by the present 
USM131 freeway facility terminating just south of the city. They recommended 
continuation of the freeway facility around Cadillac. In general, most proMfreeway 
interest supported freeway development so as to encourage economic £ffowth~ 
COf!frol strip ·Commercial development, promote tourism and provide a safer means 
of highway travel. 

The anti·freeway comments expressed concerns that the resulting growth 
caused by freeways would place excessive development pressure on the area's 
natural resources. This would in turn lead to a condition alrea"dy characteristic 
of downstate areas and thus destroy the unique beauty of the region. Several 
persons expressed concern about v;ays to control the increasing development of 
the North. Because transportation facilitjes can sometimes influence desired 
growth patterns, the Department will be working more closely with various local 
areas in solving their transportation needs. 

The concern for future energy availability was mentioned at all meetings. 
These concerns presented a new issue that had not been adequately considered 
in the study at that time. Therefore, because the future energy situation could 
hove a significant impact on future transportation proposals,. the study was revised 
to address this issue. In addition, the revision also offered the study team on 
opportunity to consider alternative multiMmodal solutions to the tronsportati,on 
problems of !he region and incorporate various growth possibilities. 

Other issue categories such as safety, costs, railroads, etc. represe11t r!!cur­
dng transportation concerns. The roi !rood issue is on even greater concern now 
due to possible abandonment of Chess!e System tracks north of Manistee. As the 
study progresses, the issue identification process will continue as a means to 
insure proper development of future lr<msportotion plans. 

GOALS AND OBJECTIVES 

Planning for what? This is a fundamental question that must be asked in order 
to define the direction of ony planning activity. Planning is viewed as q series of 
related actions and decisions that are organized around, and moving toward, the 
accomplishment of certain goals and objectives. These ~tatemenh of direction 
are intended to accomplish the following; 

1. Guide plansf which should be propos;als of action, towar4s the ochi(:vement of 
a desirable end result. 

2. Identify a course of acti<m which is deemed e9!Jitoblr:: pnd desirable ~y 
affected interests. · 

3. Provide a means of measuring C!Ccompl ishmenh. 

4. Off~r a comparison qf state, regiongl on~ \o~al co11c~rns. 

S. Tl)rough !jtrategies, pffer possible solutions to commo11 problem!!~ 

Ultimately, the aim of this planning effort is to provide a desired transportaM 
tion service that f!linhpizes socitJI, economic and environmental cosh, yet still 
meets on identified need. Compqring the various proposals on the basis pf goal~ 
makes it p9ssible to select th~·most desifable trapsportaf!on action •. 

following ore the state and regional transportation goals, objectives and 
strategies. These will be useful when evaluating t~e tr.ansportation options of 
this and subsequent studies. When reviewing them, three point:;; ore noteworthy. 
first, the state goals ore preliminary, subject to modification pendi119 finalization 
of the State T ronsportation Plan. Second, the regional strategies are summaries 
of the actual recommendations which ore avai I able at the Northwest Michigan 
Regional Planning and Oevelopmer1t Commission's office. And third1 they are 
listed in no particu lor order of importpnce. 
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State Ttt~'risj:iortotlori Gotds 

Statemehf of Purpo~e 

Avlalicih Godfs 

To ensure a levei of mobility for Michigan dlizcns, 
visitors and commerte thot Is reasonable lh terms 
at the social, economic and envlronrilelitdl values 
of the State. 

1. Ptovide o r~dS:onabl~ ievel o~ aviation serviceS io all MidtiQbri t:Hitens, 
viSitor~ and eotrltrlci-te. 

2. Reidoce the numbtit i:itid severity of accidents Oi1d )jt()rticile the persontH Sdfety 
of olr ttavelet~. 

4. Mihimlie etivltorii'tlet'ltal lmpods In the !>ldntilh!;ll development ond opetdtlb11 
of altporf fadlitlt!S.: 

Cotnihetcl1.1i Hdfbor DeveloPment GMis 

L Provide: ond mdlnhtlrt ori ertldent commerc!ol horbot sy!tem to meet the needS: 
of Mithlgan1 s ecoMmlt structure. 

2. Prott~of~ fiScal lt~h!§rlty, stability 1.1rid efficiency WIIMn fh~ tommetdtll harbor 
i:ystem. 

j, MiHimiif!. erlvlronmentdl and Social Impacts ti!iiuhlhg ftotn port Improvements 
Ot EixpdhSiorl• 

llishwax Gor.ds 

1. Develop d hi!jhwoy tri::INsporhJtion system Whick wlil ptovlde ciCcesslbiilry to 
blttlhg dnd ttr;Hcipoted patterns of .development throughout the state imd 
effedlvely s:erve existihtl and ptojec!ed ttovt'!l derndnds. 

2. Develop tt funttlonnl Halewide highwdy transpotfatlori sysferri which wlli 
provide tor ap~r6pricite types atld levels of highway !iervkt! t:orntnerisutote 
with the needs of the vdrlotiS areas ond dctlvltld in the Stole. 
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3. Alleviate traffic congestion and reduce hovel time. 

.t Provide for Increased trrivel sorely. 

5. Provide o syslem whkh Is both economical dt1d cffidcnt, satisfying all other 
obicctives at the lowest posSible cost. 

6. Coordinate highway planning with land use planning for the development tmd 
preservdiiot1 of resources. 

't. Develop • •ydetn whkh '' tompotible with ti.e •••thelic quoli!le, of lhe 
landscape. 

B. Develop t:i !';yStellf which Is ltitegrdted whh other tnodes of lronsporialio,n. 
Atfehflort shouid be t~lvetl to ~xlstlng ciHd J:)ldtlned term~nol iocdUons 
cmd their e:xpected levels 6f ddivHy. 



Nan~Motorized Goals 

1. Make bicycling safer through the provision of bicycle facilities and improve­
ments to appropriate streets and roods. 

2. Promote the use of bicycle transportation for utilitarian purposes by improving 
bicycle accessibility and mobility. 

3. Encourage the use of bicycle transportation for recreational purposes by 
developing !ong~distance touring routes and routes of shorter duration to and 
through aesthetically pleasing areas. 

4. Provide recreational horseback riding opportunities in coaperatiory with other 
state ancl local agencies. 

Public Transportation Goals 

L Provide a reasonable level of public transportation service for all Michigan 
citizens. 

2. Maximize economic benefits through public transportation investment!?. 

3. Maximize positive environmental impacts achievable through the provision of 
public transportation services. 

Railroad Goals 

I. Provide and maintain an adequate efficient n:ailroad network within Michigan 
and maintain links to the regional and notional network~. 

2. Promote present and future financial viability, stability ond efficiency within 
the Michigan railroad system. 

3. Minimize adverse social and economic impacts of changes in railroad service. 

4. Promote and maintain safe railroad freight operations consistent with public 
need and carrier capability. 

Regional Transportation Gaol~ 

Primary Gaol 

To erect~, through comprehensive transportation planning, a system of trans­
portation services which provi~e for the efficient movement of people and gaod::i 
with minimum disruption to social, economic and environm~ntal sector~ in •he 
region. 

1. OBJECTIVE: To curb aclvl\lrse environmental impacts. 

STRATEGIES: a. Moke improvements within existin!<l roadway right-of-way 
where feqs ible. -

b. Increase service capacity only to q level where ensl.!ing 
wowth will not cause unnecessary harm to t~e environment. 

2. OBJECTIVE; To promot~ safety concerns. 

STRATEGIES: q. Separate local traffic from through tfaffic, 

b. Improve roads to contemporary standqrds aryq pr<)Viqe 
passing lanes in critical areas. 

c. Develop road facilities utilizing grade separ\ltlons, con­
trolled access points, and divided traffic flows. 

3. OBJECTIVE: To promote sound land development. 

STRATEGIES: a. Improve transportation facilities to q level con~istent with 
local growth-development policies. 

b. Take steps today to preserve the designed functions of 
roads. Avoid hazardous and congested s:ituations caused 
by strip de~;;dopment. 

c. Preserve important agriculture and wetland areas. 
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4. oEUECtiVE: To promote energy conservaHon. 

StRATEGIES: o. Pldn tt lrahsporfatlon Sy!dem that utilizes energy eHicleni 
inodes1 retognli.ing the tural ctnd decentrali%ed choroder 
of thiS ~egion. 

bo Promote cor-pooling1 van-pobltng and publlt transit sf!rvlce 
where Q need has beer! idenfified. 

e. Consider the effects of energy tofiservdtlon upon iranspot­
httlon service. De!ilgii focllltles and Syst~ms with flex!~ 
bllity In rhlnd So !hal chiinging trove! detnohds ond US~t 
thOrodeti!!:fics tan be accominodoied. 

5. ot:UtCi!VI:! To reduce CoSh from llle pubilc and User point bf vl~w • 
. I • . 

d. Mdk~ lnvestmerlfs in 1ran!:porldflon that t>rOvlde the 
iJr~olest shotf-term and lolig-ttti1ge heHcfHs, 

h. Insure thdt ecortoinlc CoSH required for mttlbt t~:~diHy 
.lrriiHBvel'tiehiS dte lvstified, ~IHte Vtltlbus tonchtlons, st.tth 
b!i enerjty civollobillty, &e tJrldntoiti and may cttfect 
h-driSpoHotion services. 

to Struthtre tfdn.Sjjoi"tat!on User thritges to reflet:t the true 
tost t~f ptovlding ihe S-ervice. 

a. Sttess lhC:reosed efficienCy drtd teduced cost lri !he tecbm· 
mended system. 

6. OBJECtiVE: to ptovlde d viable multl~modal tl"tinSt>odaiion system for the 
reglorii. 

20 

STRATEGIES: ti. bOvelop d from;porlatlori SyStem based on the eHlcleticy o<f 
various tnodes ond the ~ole edch pldys In servl11g the teglot1. 

b. Provide tedSonab_le access to lrotH:poddtlon setvices for 
ttll Segmenis of the population. 

co Develop d ha11spodotlon system ihot Is ditect, cffld!!ht 
tind cohveliient. 

Notthw,.U Miehlgtitl Regional f:'fannlng and Developmerlt 

Comrillhlorl OHieti In Ttovflnl!o C!ly, 



EXISTING 
TRANSPORTATION SERVICES 

AVIATION 

The Department's role in air transportation is to insure an orderly and timely 
development of the State's Aviation System. To assist in this task, the Michigan 
Aeronautics Commission in 1974, adopted a Michigan Airport System Plan (MASP) 
for the years 1975, ]Y80 and 1990. 

A major p1.1rpose of the Plan is to show various communities their projected 
level of aviation demand for future time periods. This will enable them to begin 
on assessment of potential community and environmental impacts associated with 
airport development. And depending on the extent of these improvemenh:, these 
considerations can be addressed in mare detail as local airport master plans are 
prepared or updated. 

The accompanying mop illustrates the 1990 recommended airport system for 
the Northwest Region as contained in the MASP. These airports are classified 
into two basic service related categories: Air Carrier Airports and General Aviation 
Airports. 

Air Carrier System 

An Air Carrier Airport is an airport used by certificated scheduled ojrline 
service. At the present time, North Central Airlines is the carrief providing 
passenger service to the Manistee, Pellston, and Traverse City Airports. 
According to a 1977 summer airline schedule, North Central provided Manistee 
with one flig~t/day, Pellston with five flights/day and Traverse City with six 
flights/day. Normally, air carrier airports have more than one runway, with the 
longest being at Ieos! 5,000 feet (1,524 meters) in length. This enables the 
larger, 50·passenger, Turbo~prop or jet aircraft to utilize these facilities. In 
addition, many smaller general aviation type aircraft are served at these facilities. 

On a statewide basis, the recommended air carrier system of airports for 
1990 will remain about the some os that in service today. -However, some changes 
may be warranted as the various airlines begin to utilize different types of aircraft. 

AIRPORT SYSTEM PLAN 
NORTHWEST REGION 

1970-1990 

+ ~XISTJNG AIR CARRIER AIRPORTS 

.A_ EXISTING GENERAL AVIATION AIRPORTS 

6 POSSIBLE AIRPORT SITES 

(Approximate Location$) 

.,;.,,w. •• c •. 
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Ptesentiy1 N6rth Central Airlines IS u~ing the 44~passcnger Convair 580 Turbo~prop 
OittroH. IIi the futui"e; fhese aircraft~ will likely be replaced with DC~9 jet air­
craft. These forger airplanes are copoble of cortylng up To 120 passengerS. Thesi!­
aircrafts have highet alTitude and speed characteristics, .and require 0 runway 
length of Opproxitlld!ely 6,500 Feel (1,981 meters). Therefore; becduse Manistee 
County's Blocket Aitport runway is 5,500 feet (1,676 meters), these latger aircraft 
will not be able to servt> thls facility. However, It is believed thot the runwdy 
doe$ not need extenSion aS sufficient air passenger service ccin still be mo:n­
tained by USing the Sinollet commuier-type tilrtroH. 

In 1971, another study of Michigan's Air Cattier Airports WtB conducted. 
Re~uhs indicated that pasSenger service to the Northwest Re~lon should be 
Improved. thiS stUdy teCOmtnended that Oitllne ScheduleS SI10U!d be tJhered to 
prdvide be Her service to lhe Detroit and Chicago mdtket OteoS. It waS suggested 
that H the t:t.irtenf olt corder Is unable to provide this Servlt:t!; then pethdps othet 
tommufeHype ServiCes could be considered. 

' Cbmint.tte'r oltlihi:! services gehCrdlly operate ti1e ~moll~t 10·20 pdSSenget 
olrcrc.ft and ate able to ptovlde On intennediote levei of pdsst!-nger service. Seoc>; 
Airlines i.!: how offetlhg tommufet service to Chicago from Codillcic while ChlpPewd 

Airllr1es provides service between Manistee, Mt. Plt!osont ttnd Delroit. The com­
muter servlt:e to Chicago iS provided on o fritti basiS. 

Alll CARRIER ROUTES 
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Aircraft 
300 

200 

AIRCRAFT REGISTRATIONS 

NORTHWEST REGION 

General Aviotio11 System 

General Aviation Airports provide a basic level of air service for local com· 
munities. These airports offer local communities and businesses the ability to 
access the vast market area provided by the entire air transportation system. lfl 
the Northwest Region, these airports are accommodating up to 28 locally based 
aircraft. Typical.runway lengths vary from 2,700 to 5,000 t feet (823 to 1,524 
meters). Air freight aircraft ore able to utilize the airports with the longer runways. 
In general, the basic measures used to determine the need for these airports were: 

1. To provide aviation capacity sufficient to accommodate forecasted levels of 
100 general aviation activity in a given geographic area. 

0 
1967 

Passengers 
(in 1,000'5) 

30 

20 

10 

68 69 70 2 73 74 75 

SEASONAl PASSENGER VOlUMES 
NORTHW~ST REGION 

1976 

76 

JAH FEB MAR APR MAY JUH JUL AUG SEP OCT i'!OV DEC 

2. To provide a reasonable geographic distribution of airports throughout the 
State. 

The MASP recommends 162 general aviation airports of which 56 are new 
airports. Sixteen of the recommended general aviation airports are in the Northwest 
Region and four of the locations -- Fronk fort, KaJeva, l9ke City and Mel>ick {~ee 
map page 21) are proposed q~ new ciirports. At this time no site. hos been selected 
for these airports. 

bi:.ECH UARON-T,.in cn~ino f"'""• 4-t. 
pl~o• ••ui•• 1~8 kn~" o"J '""~" 1301. noo ol 
75!< P""'"'' 

I>RUMMAN AMER!CA.N-S"'•I• •OQi4•, ~ 
piau «ul>o \0~ l.noO> ot>4 ••nQ• ~7a ""' ~I 
?S~ po ..... 
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Fundlhg 

Although •he MASP Js a product of local, stole, and federal plonnlhg erforiS, 
It h the responsibility of the local community or dlrpott authority to initiate 
oitport develOpment proiects• Afler theSe proieds hove been finolited varioos 
financial oti"angMlehts are pUrsued. The present flncrndOI sottti::es i11dude: 

• f:ederol FtmdS~ ~hrtwgh tbe Airport Development Aid PtofirOm, Upper Greof 
Lakes Reglonol CommisSion ond FAA f::acility dHd EqulpmeHf Fond~. 

• $fdfe FuhdS, tlirough Mldligotl AeronoutkS CommiSsion revehiJd lrom 0 tax 

itnpd!!:i!d on aVIation ruel. 

Lt!ccil Funds, ptlmarlly +h~bugh long-hmn borrOwing. 

Toblti llllusti'O!E!s some or the typical <:!ii"port deveiopment ptojed~ ptbgtommed 
for the Notthwest RegioN• 

TA~LE I 
197!-79 netoMMENbEb AIRPORT t>EVELOP>\eNt rnoJectl 

NORTHWEST REGION 

LOCIIttoN PROJ£CTIOH IJESCRIPT!O~l T0111l tSTii!IITEIJ H.!ltRIIL nmt:Ps STAT£ FtJI!IlS lOCAL FU11DS 
gJRJl£...!.nOJECT M.._Q!!!B!Q___ !!.t.mL REQUIREO 

llellHr~ tlvetlay ruhways1 ton" 
Hruct t~dway; 11\lht!ng; 
pilvem'l.ht matklng 

~ l,!Wi,OOIJ t 1,391 ,401'1 i 11 ,.mo i 77,l00 

Cadllhe Purcl•~se ianti\ eonsh11d, i I.Wo.ooa 901),000 .J JS,J60 i 6<1,641) 
light and m~r~ runw<oy: 
lnstrtllloant landing 
system; jmrlmeter tenc!ng 

Char1i!voh Purth~se land: tonstrud 668,!)00 sH.~oo t 45,/JOO i t17 ,noo 
and 11gM runways and 
h~IWilys; pavement mJrHn!IS 

relhtoh Security ~nd J!!!rloneter ~oo.Ooo J6b,ooo l i1,21S I 26,7ZS 
fendi1!J\ $MW remov~l 
equlp!~~nt 

re11Hon Ov~rhy, light, a~d m~rk !;12,00{) ~57;600 J st,2oo l 57,200 
runw~y 

Tr~verte tHy Construct #nd llght 
taxlw~y: exp~nd auto 
parHng lot ~nd modify 

$ 1.000,500 7o:J,s75 ~H1 .~ss .tit;s,4so 

access drive; snow 
removal E-quipment 

travr.ne Cit}' Tet111lnal bulltling bOnd $ \,102,00() 829,180 l SCI, 100 $222,720 
ret\teme!'ltl Flre/crailll/ 
rescue velllde and 
equipment! storage 
building! construction 
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Table II Hluslrales lhe fotecos!ed air passenger and aircraft opera lions for the 
oh-poHs located In !he Notlhwest Region. It is imporlant Ia realize lhat mosl of 
these forecasls were based on avialion ttends existing before the emergence of lhe 
10 f!t!ergy crisis". In 1913-74, the curtailment of oil imports fron1 the Middle East 
had a significant hn)'ocl on Some of Michigan's dirports. For example, f=lint'!; 
Bishop Airpott operollonS Were n~duced by 20%. However, it Is also lniere.sting 
to nofe thcit during this Some period, aircraft opl!'tatlon.s at Traverse CH/s Cherry 
Copliol Airport wen~ unaffected'. 

tABLE il 
AIR tARiHER AIRPORd 

OPERATIOHAL FORECASTS 

FOR[CASlli __ r__f;__f!!_QQL 

!lASt cu1mt:tlt SHORT I!HiR- LONG 
YtAR OATil MNGE t.IEOIIIT[ RANGE 

( 1970) {1971) ( 1973-77) ( 1971.\-f\2) ( 19113-92:) 

trav!!rse CIty (Cherry t11Pi !.a:l) 

1\lr Carder Operatlotl5 6,600 5,600 6,600 10,200 16,1\00 

Gener-al ilvlatitln Oper-atloM 52,100 70.~00 60; TOO 11; 100 1110,100 

fdr Carder P~~sengers 37,000 69,500 67 ,ooo 100,000 100,000 

G<"t1enJl Aviation Passengers 35,000 5i ;500 41,000 4!1,000 6fl,000 

Pe\hhm (EIIlHet Co11ntyj 

Air Carrier Operotloi1~ 3,700 4 ,Joo 7 ,JOO 7 ,JOO 16,1(111 

General 1\viatlon Qrcr~tions 17.400 15,300 11.~00 19,300 25,300 

lilr Corder l>assenged ls,uo!i 27,500 jg,ooo 55.000 100,000 

Genen\1 f\Vllltion ·rassl:!n!:jers tz ,ooo i1,500 12,000 1J ,000 17,0110 

Manistee (M~niStee Ct1Unty-lllac~er) 
'Air Can·ler Operai:lohS 700 '50 700 1 .~oo 2,7011 

General Aviation Oper~HonS 17 ,'100 17 .zoo ]g,900 23,900 32.900 

Alr Carrier Pasi:ehgets 3,000 j,zoo ~ ,000 5,000 7,000 

Gener~1 1\vhtlon Passengers 9.0110 12 ,SOD 11.000 14 ,ooO 21./10!'1 

Tims, II future fuel reSoOtcCs do b~come limiled, rhe ovldtion induslty; dlortQ 
wilh tveryOrib ~lse, will be making Some adjustments. The Indus tty hos already 
demonstroted that tubstatdlol fuel sdvlngs Con be achieved by reducing olt speeds 
anti lncreo:sintt pauengl!!r load fodors. . 
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Benefits 

The airport improvement projects shown in Table I plus other MASP recomM 
mendotions ore expected to produce a wide range of benefits to a broad spectrum 
of Michigan residents and visitors. The benefits that will accr~e to affected 
groups from the Michigan Airport System Pion are summarized as follows: 

USERS 
• Reduce travel time and costs for air travelers and !>hippers. 

• Expand recr~otionol opportur"!itie~ due to increased accessibility of 
recr~ation Qreas Qlld wider opportunities for plea sur~ flying. 

AIRLINES AND AIRPORT AUTttORITIES 

• Improve safety and 1\=0nvenience of aircraft operations. 

COMMUNITIES 

• Enhance business and industrial growth in areas served by both air 
carrier and general qviation airports. 

• 

Increase employment opportunitit:?s and tax base (from business OJlcf 

industrial growth). -

Improve emergency access to communities for medical supply ant;! 
evacuation. 

25 



COMMERCIAl HARBORS 

P6d deveiopmen• in fhe Stote I~ aSsociated with iwo speclflt: types of harbor: 
{1) Recreational he~rborS and harbors of refuge (emet9ency harbors) and (2) Coni~ 
mercia! harbors. Within state government the responslbi!Hy for tecteatioMI 
hcttborS cmd j,orbotS of refuge Is vested primdrily in the MichiiJt1h Woterwctys Com 4 

rnHslori of the bepotUnerd of Nohiroi Rcsoutces. Th~ overall plahilinQ' resl'ohsi· 
billty fot t:otntni!rdollicttb6rs li~s within the MichigaN Oepottmetlt ot Stt:He i-ligi1Wd)r$ 
dnd TrdrispOtfoHot1o 

A cominerclul harbor within the Greaf Lukes ~ SL Ldwh~Ni::e Seaway i"tcinSpOt .. 
lafloli System Is deflMd ciS ti pod with one ot more ttmirht!tdol dock fcttlllties with 
d triit1hflum watet depth of18 feet. Most of !he cohiniCrcidl httrbor5 Itt the Northwest 
Regloh wete estctb!;shed Ill the mid to late l8bO's fo pr()vide tdw tnoterial~ such tl! 
sand ctnd lumbet products to the 9rowlrig population tehfers of Clilcctgo, Detroit 
OMd Cleveland. As the Mlch!gott timber resource cfeclihed1 athet Industries lrioved 
lhto lht! tonimertiot harborJ: ctnd become fhe economic bose to~ dttvelopmetlt of the 
tegiott 1 S sht:ltelhH! title~. 

thE! commen:ldl hotbots oF the Norihwest Region face che~nglng i::ohdltions 
!hot require i::Onlintled dssettltlent and planning to be dedit with eHeciively. 
HistOric irode path:rh!S he~ve esserttially reversed themseives oncf !he tegion•~ 
harborS tii'e nOW mdlnly Used to receive rather !han shlj; fdw materials. Shottl'lond 
hos b~come d litnlfed aNti precious resource thctt is cfesitl'!d for tn6t1}' non 8 pod 
Users. Related io this Is the fad lhdt recrednottal Writer tidlvlty hds lor exceeded 
commefdal ddlvltles. 

With theol)erling of the St. Lawrence Sriowoy in 1959, d MW dimehslon wrl! 

added fo the Great Lakes lronsportotioil System. This ew.!nt ptovlded the Gredt 
lake! With tlccessibllity to trtohy internolionoi matkets. HowE!vet; bti!dri ves.Sbis 
requirE! 1:1 conli-oiHng water depth of 27 feet (8.2 meters) ond otten use contolrler ... 
i:ted cOtgoJ:, therefore, betOI.ISe the tegiort1 s htirbod ton hOi dcte,t thiS typE! of 
veS~al; Mod OperationS ate limited to domestic ot inhitloke Commerce. 

Anothet facior offecllitg part operOtioliS i!i !he change b<:ctltdh!J In thg rleef 
ttf Great lakes Skips. F~wi!t but larger vessel~ dti! grt~dvolly teplodhg the 
smaller ships. As a rest,lt, ihere iS ci decreasing number bf ships avo Hable tho! 
tan St:!rve the ports locdfed In the she~ II ower htttbot~. One ptJsslblt! remedy to this 
problem IS the Integrated tug-Barge. this vessei has tectmtly evol~ed from 
technologiCal odvohC:~mehis gained durihg the Aloskoti Oil Plpehne Project. ihe 
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Integrated Tug·Barge is a linkage system that converts the barge am~ tug into a 
singole vessel for operation and can be separated for loading or unloading. The 
most economical operation is a single tug and three barges i.e., one barge in q 
loading port, one in a discharge port and one barge in frons it between the two 
ports. Although barges have traditionally operated in calm waterways, these 
newer vessels can operate over open water and do not require a deep water port 
facility. Thus, these vessels may someday be seen crossing Lake Michigan. 

Nortbwest Regional HQrbors 

The following represents a discussion of some of the characteristics associ· 
oted with the region's commercial harbors. All of the region's water transportatioq 
operations are directly connected to truck and railroad facilities that aid in the 
distribution of goods to points inland. It is important to nate that in addition to 
these harbor areas, the Lake Michigan Ports of Medusa and Penn-Dixie also 
provide a key water transportation link in sustaining the region'~ economy. 

Charlevoix Harbor 

The d1arlevoix Harbor facilities ore located in Round Lake with connecting 
channels to both Lake Michigan and Lake Charlevoix. The controlling depth for 
this harbor is 18 feet (5.5 meters) in the channel from Lake Michigan 011d ill the 
channel from Round Lake to Lo~e Charlevoix. Water depth$ in Round Lake 
average over 30 feet (9.1 meters). The Army Corps of Engineers has approved 
o_harbor improveiJlent study to increase channel depth to 25 feet (7.6 meters). 
Funding of this project is contingent on local assurances relating to r~location C)f 
a croSJ1 channel water/ sewer line. 

Products moving through the harbor include receipt~ of coal, limestone., 
petroleum products and pig iron. An auto-passenger ferry serving Beav~r lslanJ 
is also based at Charlevoi~ Harber. 

Frankfort Harbor 

This commercial harbor i~ located in Lake Betsie adjacent to the chaqnel 
connecting to Lake Michigan. The controlling water depth in the outer hqrbor 
area and channel is 23 feet (7 meters) and 18 feet {5.5 meters) in the m~neuvering 
area. 

The principal use of the harbor is by the Ann Arbor Railroad carferrie{> 
serving the Wisconsin port of Kewaunee. Se~vice to Manitowoc is presently em• 
bargoed due to the nonavoilability of one of the two carferries" The carferrie~ 
corry loaded rail cars, trucks and passenger vehicles. Petroleum products arl;} 
also brought into this harbor. 

At .. UWAL fREI(i!iT TONNAGES 1958 - 1975 
0'("t T ons/Y ~ar) 

COMMERCIAL HARBOR 1958 1960 1965 

Charlevoix 76,830 81,241 34,450 

Fronkfort 1,496,760 1,407,738 1,725,505 

Manistee 427,118 589,765 582,918 

T rovers!~' City 220,717 175,123 221,301 

Petoskey-Penn Dixie 301,203 320,884 486,507" 

Region Totals 2,522,628 2,574,751 N.A. 

"Represents 1968 data N.A.- Not Applicable 

1970 1975 

209,369 131,343 

1,632,508 644,690 

591,907 291,991 

278,038 362,777 

429,519 468,960 

3",141,341 1,827,761 
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OCEAN/SEAWAY VESSELS 
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Manistee Harbor 

The Manistee Harbor focilitie$ ore located along a 1 }2 mile (2.2 kilometers) 
section of the Manistee River which includes a connecting chonn~l between 
Manistee Lake and Lake Michigan. This waterway is maintained by the Army 
Corps of Engineers at a controlling depth of 25 feet (7.6 meters) in the outer basin 
and channel and 23 feet (7 meters) in the river to Manistee Lake. Water depths in 
Manistee Lake are greater lhon 25 feet (7.6 meters). Salt, coal, limestone and 
aggre9otes ore the main commodities flowing at this port. Sand and grovel mining 
used to account for a large percentage of this harbors tonage, but has since been 
discontinued. 

Petoskey Harbor 

Petoskey Harbor is located on the south shore of Little Traverse Bay. 
Although this harbor is considered a commercial facijity, it is not classified as 
a deep-draft harbor. The harbor's depth is currently being maintained ot only 14 
feet (4.3 meters). Coal is the major commodity received at this port. 

T reverse City Harbor 

The Traverse City Harbor is located in the West arm of Grand Traverse Boy. 
Since the Bay has deep water close to shore, the Corps of Engineers has de· 
termined that there is no need for navigational improvements at this till\e~ The 
principal products handled throu9h the harbor include receipts of coal, petroleum 
products, limestone, sand and gravel. There ore no recorded shipments. The 
Great lakes Maritime Academy also maintains a dock on the lower Bay for its 
training vessels. 

HIGHWAYS 

HOW THE DEPARTMENT BECAME INVOLVED 

Defense and stage coach travel stimulated the first roads in Michigan. In 
fact, the first road of statewide importance was built around 1819 by the Army, 
extending from Detroit to Saginaw. The demand for lumber gave fui-ther emphasis 
to road construction in order to move logs and lumber from regions not occessi· 
ble by boat. 

Many of the State's early roads v ere actucilly constructeQ along rout<;ts 
formerly used as overland indian trails. Althou9h the tndls have long :;ince 
disappeared, their replacement highways have remained. Sam~ of these hove 
evolved into such roads as US-12, !·94, 1-96, 1-75 and US-23. Thus, many of 
today's major state highways merely duplicate statewide trove! patterns 
established long befor~ the il"!vention of the automobil~. 

From those early days, responsibility for the Stat~' s highw£;~ys has shifted 
among several agencies. Townships assumed earliest 'responsibility, followed 
by a brief attempt by private enterprises to establish toll roads. Since monies 
collected were grossly inadequate to meet maintenance needs, .and due to the 
expanding popularity of the automobile, the State Legislature allowed the 
establishment of County Road Commissions to develop and maintain major 
roads. It soon became apparent that o state organization would be required to 
administer the more important trans·state highways. This led to legislation in 
1905 establishing the State Highway Department. 
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Slnce thot tltn~. numerous events havo led fo the expansion of the highway 
~ysferrt in Mlch!gtm. AcCessibility to rural area!:, natlonc1i defense and sheet 
public demand for per~onal transportation hove oil conHibutf!,d to expansion and 
itnptbvement of the highway network. 

DEPARTMENT'S ~UNCTION 

Oiil!! of the bepddmentis foremost furtciions ~s to provide svHttleni rlghi~of .. 
way thtotJghout the Sidte lo permit o reasonable level o1 otte§slbiiHy. By 
virtue of these toOtihVouS ~trlps of public land, ~Ssenilt:ll!y every area t~f the 
State iS mode acdSSible I<; the general public, 

The Cort§tlh.ltltlii Ohd Stttfutes of the Stote Of Mit:hi!1ttt1 ehcirgi! the Deport~ 
tnent with the tesponsibility for plonn1ng, designing otld ttldirttoltilng highway 
Facilities wlfhiH the!i~ Hghts-of-wCJy. ConstrUction, dlthough supervised by the 
Oepoi-tment1 i!l ccttried out by ptlvdle tonhactor!l• Thh Sy!d(ml of highway$, 
how totailihg 9.454 tnii~:H (15,221 kilometers) oHers. 'Yit!-Ua!ly unHriilted toll free 
ustlge by publlt: and private vehicle~ alike. 

tHE PURPOSE bF HIGHWAYS 

Pubht: htghwtsy!t irt Michigah hdve iwo ba!':it: SerVICe fvndlbi1$! 

1) Ptovlde otdtS!i to properly. 

2) Att:ommodate the movement of through froHiC. 

Locdl rural tocith ond lticol residf!ntial streets Setvft ihi:> first function ond 
tnttfo:r hlshwoy~:. and freewayS ptlrrtoi"lly serve the lcti-tet. Betweert th~se two 
exHertJM ai'l! a subStariHdlrtumber of highways, t66ds ond streets thcit Serve d 
dual furtct~on. 

A fnajOt highway whoSI!: prht1ory function is to occtin1modolt!- lotig~distahce 
traffic will often be desh;11ed with o limiied number of titccss bpportunHies cind 
with :sdfely feature!;: ecimtnehsurdte with h!gber ll'ovellng t;peeds. Local i"esidelitlol 
~treefs, on the t~lher handi ate designed with numeroi.r$ access t>oiHts rot adjacent 
properties bhd often lntorpbrole numeroUS turves and stops to discoutdj1e high 
$peed$ and througH traffic, 
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HIGHWAY ClASSIFICATION 

In order to properly pion and develop ci state highway sysle1t1, the Deportment 
has established· o S!dti! Trunk line Highway Pion. From this Plori, various highway 
Segments hove been classified accordin~ to their functional usage. The major 
categories (classifications) inclUde:· 

d) Statewide arterials (pHncipol and oihers) 

b) Rc~lonal otierldh 

t:) local ~:~rledciiS (collector~) 

STATE I-IIGHWA Y CLASSIFICATION 
.......___. hAHWIOE Ailhi!IAl 

............. litGioNAl AiltUHAl 
= lOcAl A RHinAl 

®M~ti-opi>lllon Cl>l>itr1 
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@ UHlrii:l tt!nloi!t 

@ At .. d t"nloOt 
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Highway classification is also derived from a system of ranking the cities or 
places which these highways conilect. The socio-economic data evoluote4 for all 
places produce~ an ascending scale of classes representing marked differences in 
importance as attractors of traffic. The accompanying exhibit indicates the 
classification of various highways and places in the Northwe:ot Region according 
tq the current State Highway Trunk line Plan. 

It is important to note that numerous streets and roads exist which are not 
shown on the map. This map is not intended to denote only important roads, but 
merely those under State jurisdiction and responsibility. All roads and streets, 
whether large or small, fulfill an important role in the total highway network. Of 
those highways, only the state trunk lines are a concern of this study. And then, 
emphasis will be placed upon the major arterial routes. However, local r9ad and 

·street improvements, initiated by local government agencies, should be integrated 
with improvements resulting from this study. 

DEPARTMENT'S HEW APPROACH 

On November 16, 19771 Michigan's State Highway Commission approved a 
revised approach to highway development. The significance of this revision is 
to shift emphasis from new highway route development to management of the 
existing system. Reconstruction and rehabilitation of existing highways has 
become the top priority. 

This does not mean1 however, that expansion or relocation of exi.stlng high· 
ways will not be pursued. When~ monitoring 9f the highway system clearly 
indicates a need~ and where a detailed planning process defines tht~t need, relo­
cations of existing highways or addition of new highways will be undertaken. 

HIGHWAY DEFICIENCIES 

Within this framework, it ill imperative that problem areas be carefully 
defined and analyzed to determine the degree of improvement necessary. Many 
miles of the State's system are considered deficient for various reasons. Many 
of these deficient sections can be remedied, however1 with minimal improve­
ments involving only the existing roadway. But a few areas exist where the 
problems go beyond the remedial benefits of minor reconstruction and will 
require additional laneage. Whether these new lanes should be Odded to the 
existing facility or built on a new location is the concern of more detailed, 

project level1 studies. The first step, and the concern of this study, is to 
determine where the major problem areas are located, and the degree of magn].,. 
tude they represent. 

The Department has conducted research in an effort to develop an impartial 
method of identifying highway deficiencies. The method currently used is a 
sufficincy rating. These ratings are used to evaluate individual segments of 
the entire highway system. This information i!1dicates which sections will 
require attention within a given time period ond their relative urgency. 
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The sufficiency tolihg (!!valuotioTi score) is comprised of foi.rr categodt!S: 
surfdce, bose;. safety and capacity, Each Saclion of highway is evaluated ih 
fetthS ot these categoric~ and giver\ a score, or t(lflng, based upoti ih adequocy, 
or sufficiency. If ci highwdy segment Is tdled below o predetermined level, It 
I~ cttnsldeted dftlcolly defitlenl in that category. A segment of roodwdy can 

be rott!d ctiflt::oliy deficient lti tJHe at more of the four d!legorles. 

the sutFdte' toting teptesCtlh the udequ·ocy of the ~;utfdce Ohd shoulder!; br 
curbs. thh cdlegory i$: perhaps the nio.!d notlcetlble to the tnolotl.~fS b~cuu~e 
of lh: vhlbility, The yMt ot coi1Sfrudiorl or Improvement, width rind sutfctce 
type, along with the tohditlori ttiH! estlmoted surfoc~ lite are dlso ll'lcluded In 
thi~ f:dtegory. 

Thij base rutin~ ~ep+eseNh the adeqvocy of e ... i'!~ything und~r lhe- surtoce to 
$Uj:lport the !!!il.lrfdce. It t:OhSide~.!i the Overage bose dnd 1;611 tol1dlfl6n~ 1 tdklng 
lhto Od::OUHi the dvei'dg:e dralt\uge toi1ditiohs. 

The tofety rating toll~ ottMHon fo excessive or exfrdordinctry Cbridltions 
etedting pohmtiol hazar-ds. EXIstence bf flx~d t>bJ~d$ (trees, utility j:lble!; ~lgn 
posh; obutm(!nh:1 etc.) ih proximity to tbe pdvement edg~ t~:~nstltu~.$ sud1 6 
condlfloli• Accident lttiqutH1cy1 type and St!Vedty tlte ol sd cbrHideted In thU 
evoluoiloli• 
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The cdpoclty toling tepreSents the ability bf d Section of to<idway to tdtty 

~xlSfing volumes of lrofflc. Several foctort used to determine thh tdtlr~g include: 
prtldlcol hoorly i:tlpdclly1 sight restrldion1 lolie width, nmounl of comrnei"cioi 
ttofH t, and peak hour volumes. 

The accompanying exhibit$ lndlcdte tile sufflclency evoluotlon of ihe l1ighways. 
ln the Northwest Region. These evaiuoilohs ore based upon existing conditions 
and traffic volumes. It Is Intended that these exhiblis will help tb determine where 
ptbblems exist; whet~ tnlnor lmpi"ovemE!nh tire heeded; and whete tnote exienslve, 
Or irtdjot highway imptovemerits, ore requited to elirtdnole critltol JeficlcncieS; 

ro occOttlplish tlils Sepotatlon of major ond mltlelt ImprOvement typeS., on 
oHemj:lt has been mode to :separate copodfy deficle11t segment$. from all oihars. 
The main redsbrt lor lhls dlstin~tion is tho! capacity deficient hi!)hwoyS sometimes 
tt;.quli"e t1 mojoi" tran~j:!Odofloli lmpl-ovemetiL. And mojOt improverriehU usually 
become o conttOvO'tslal ls!i:ue when the cirHlcipoted b!neflis and ltnj:ldcis drtt 
evaluated. Thus 1 If becomes lmporldnt to Identify these t:ireo!l I!Orly in the plati­
nintt process: so thai these Issues con be resdlved, 
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Exhibit A showl:i those sections of stat~ highways in the region which ore 
critically deficient in one or more of the rated categories; surface, bose, safety and 
capacity. T otolly, there are 851 miles (1 ,372 kilometers) of state highways in the 
ten county area. Of these, 625 miles (1,008 kilometers) or 73% (Ire rated critically 
deficient in one or more colegories. 

Exhibit B shows the highway segments which are rated critical in capacity. 
These segments may also be critically deficient in one or more of the other cote· 
gories. Of the total625 dificient miles in the region, 155 miles (250 kilometers) 
or 25% are presently rated critical in at least capacity. These critical capacity 
segments represent 18% of the total miles of state highways in the ten counties. 
Most of these critical capacity segments are either in or around the urban develop-­
ment; namely: Cadillac, Manistee, Frankfort, Traverse City and Petoskey. 

Exhibit C indicates that highway segments which ore schedul~d for improveM 
ment according to the Department's March 1978 Letting Schedule. Thes/;1' improve­
ments ore programmed for initiation within the next five years. Proiects shown 
range from resurfacing to minor reconstruction and ore specifically related to the 
determined deficiencies. It is anticipated that their compll;l'tion will rE;solve many 
of the deficiencies shown on Exhibit A. Totally, 122 miles (197 kilometers) of 
state highway in the region are programmed for lmprov~ment. 

Exhibit P shows segments which are now critically defici~nt in capacity but 
ore not programmed for improvement within the next five years. These.s.egments, 
totaling 103 miles (166 kilometers), will require specific attention since most 
will likely involve adding lanes to accommodate existing traffic. It i~ possible, 
however, that some sections which ore now less than 24 feet (7.5 meters) in widt~ 
(stanqord for 2·1one roadways} con be brought up to suffil:;ient capacitY by minor 
widening improvements. These and other decisions regarding the femaining 
critical segments should be addressed in greater detail at a subsequent level of 
planning. 

EXHIBIT A 

HIGHWAY SEGMENTS CRITICALLY 
DEFICIENT IN ONE OR MORE CATEGORIES; 

SURFACE-BASE-SAFETY -CAPACITY 

<iAKl>OH I. ~ f) t<!>G I 

-oEFIC1fiH tiiGttWAY SfGMf,.~~:·D n 
Hot~: P~lid~M Ull"'""'" oil~ .. lhon ~ 

1.5 milh (2.4 lm) ln lon91h ""' 
.hown .!u~ to «olo. 
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EXHIBit B 

HIGHWAY SEGMENTS CRITICAllY 
DEFICIENT IN AT ll:AST CAPACITY 

Q~I!O~NI. ('.. h ' 
-D U""" 

EXI·IIUIT C 

1-IIGHWA Y IMPROVEMENTS 
PROGRAMMED WITHIN FIVE YEARS 

SPECIFICAllY RElATED TO 
DEFICIENT SEGMENTS 

"~~ ..... <!. ~ [) 1!0<11. 

'"""'·D 
~ ~ROGRAMMEDIMP~OvEME~tS 

j.l.,,;,, J.;.p,~ ... ;,m~nh ;,t lu~ '"0" 1.5 m!l .. ; 
(2 • .! ~"') 111 ltnJil" ~ol •loowt\ .!ul! !O 
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iiXHIBIT D 

CAPACITY DEFICIENT HIGHWAY 
SEGMENTS NOT PROGRAMMED 

IN FIVE YEARS 

""""U<I- ("-... !J ·D .. oo •. 

CAPACITY OEFICIE;;•-D tJ 
- HIGHWAY SEGMENTS MtfH 

IIU.JoHtl 
Nole: OeH~ienl ... gmenh <>f In• llo<>n 

1.5 mile& \1.4)km) in lengtj. n<>l 

•how<> due to •colo. 

~><.fC»:I 
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Accident Analy:rois 

A primary goal of the Pcportfllent of Stqte Highway~ cod Transportation is to 
provide safe means of travel, In q time when economic and environmental issues 
often dominate the public's sphere of interest, matters of personal safety ore 
sometimes inadvertently omitted Of relegated to a subordinate position. But when 
the possible consequences of 1,.1nsofe conditions qre seriously considered, the 
matter of safety is frequently restored to a prominent role in our order of 
priorities. 
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The issue of ~afety tori be approdched by revieWing ocddent data relative 
to ihe amount of hdv&l which Occurred during d glven time period. The occom-' 
ponying exh~hits podtoy ilHs comparison for state highways in the regiOn. 

As shown, the trend s.ihce 196.5 has been d steady !rtd'MSI!! In the number 
of dtddents octlirrlng In each tOtJnty. A review of hovel datd also show!: dt\ 
lnctedse in vehiele rttlles of trdvjjl over the len year perlt)d:. 
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The re!oiionshlp of otddenh lo !ravel is expressed in terms of on "occident 
tate", or "acddenls per 100 million miles of !roved". The graphs show ah incon­
sistent pohern In !he tdfes for !he entire teglon. And alihough not shown, d 
similar degreE!" of fluchlotfon is apparent in !he ocddenl roles for fhe lndlviduai 
counties. 
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t'erhpas d mote beneficial uSe of the occidtmf rate con be obtained by plotllng 
those- areaS having d!Hereiif occident tole!!. the accompanying exhibits show lhe 
1972, 1974 and 1975 dcddent toteS fat lhe state htmklines hi the tegidn. In these 
exhibits, the rofes were orbHrotlly seporoied Into three categories. As shown, 
SeVeral oreds c6nsisi-enfly dppeot in the hightit occident rote colegory. These ore 
Monl!:tee, Cadllloc, Traverse City cmd Petoske-y~ 



ACCIDENT RATES ON STATE HIGHWAYS 

1972 
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ACCIDENT RATES ON STATE HIGHWAYS 
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ACCIDENT RAHS ON STAll: HIGHWAYS 
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The flnanclng of Michigan's slrt!els and highways has undergone considerable 
d10nge over time. Efforts evenfudUy colmiMOicd in the esloblishtnenf of ihe Mol or 
Vehicle Highway f=und aS pi'ovided fot by !he Public Acts of 1951. Money, pro~ 
vldt!d by d fdX bt1 moiot vehicles OMd petroleum producls dre allocated to the 
Stole, the 83 tcHJhtlt!S 1 ortd to httirikipolllles on the basis of tt tormulci established 
by th~ State L!!g!Sioh.ir~. Ahhough t~vlsed numerous time.s, 1hls legisldHon 
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remains the basic legal framework for developing and financin!iJ •he State•~ total 
road and street system. 

Maintaining and improving the 9,454 miles {15,221 kilometers) of state high­
ways requires o considerable expenditure of funds, Construction and reconstruc­
tion of highways represents only port of the total finonciql pbligation of the high­
way system. Administration, debt service, maintenance costs, qod miscellaneous 
e:M:penses must also be considered. Of the total $424 willian expenditures in 
1977, approximately two-thirds was for constructiofl, including right-of-way and 
engineering. However, the biggest share of the construction expense was for the 
nearly completed Interstate System. 

Highway construction and maintenance projects in the ten-county Northwes• 
Region are expected to total nearly $40 million over the next five years. These 
m011ies ore programmed for projects like those shown on Exhibit C (Page 34). 

NON-MOTORIZED TRANSPORTATION 

The State legislature directed the Highway Commission to begin planning 
and building facilities for non~motorized transportation when it passed q package 
of transportation bills late in 1972. All planned highway projech now Of!'! 

routinely reviewed to determine whelher non-motorized facilities ore wqrranted. 
In addition to highway projects, the Department is also actively considering 
the acquisition of abandoned railroad rights-of-way for po~sible use as combine~ 
tion hiking, bicycle and equestrian trails. 

Since the non-motorized transportation program was initiated, most of the 
projects have been built to accommodate bicycle travel. The use of the bicycle 
for both transportation and recreation has been increasing continuously since 
the la'te 1960's. Today it is estimated that there are over 3,500,000 bicyclists 
in Michigan. A recent survey by the Michigan Deportment of Natural Resource~ 
indicated that bicycling is the most popular recreation activity in the State in 
terms of ~ours of participation. 

In the Northwest Region, the pursuit of recreational activities is a prime 
objective of both its residents and visitors. Therefore, it is becoming a common 
occoJrrence to see many bicycle travelers enjoying the natural beauty of the area. 
All of the region's roods and streets, with the exception of limit~d acc.;:,ss high­
ways, can be legally utilized for bicycle travelo Paved roads ore, of course, 

NON-MOTORIZED 
TRANSPORTATION PROJECTS 

NORTHWEST RfGION 

the most suitable tor riding. Some roods are more desirable for riding than 
others if they have characteristics such as low traffic volumes, paved shoulders, 
low speed limits and special bicycle lanes. Of the state highway system in the 
region, approximately 80 miles (129 kilometers) of roadway hove paved shoul­
der;; with another 110 miles (177 kilometers) planned for future construction, 
Two highway proiects that hove been specifically constructed to accommodate 
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non-motorized tronspoddtion; Involve !he paving of shoulderS along 6.2 mlies 
(10 kllometers) of M-22 riedr Frankfort {cost $82,700) and 2.8 miles (4.5 kilo­
tne!ers) of M-137 between US-31 and lnteriochen (cost $29,600). Other non~ 
motor! ted ptojects dre presently being considered os part of local bikewoy 
systemS for Traverse City, Petoskey, Frankfort and Cadillac. 

In 1976, there wete 26 cor/bicycle occideriiS reponed on the state higltwdy 
system in the region~ One of these occidents resulted in a fatality and 22 
tau sed sedotiS Injury. This illustrates a centroi ptoblem Os.Sociti!ed with the 
non·moto·rlt~d fransportoii11n mode. Whenever lhe motorist at1d Cyclists shore 
o glveh toddWctyt d tense and potentially hototdcius Safety to11ditl6h eon d~-. 
velop. Although d lack of knowledge and teSped of the btislc rule.§ of the 
rood (on the port of both motorists and cyclists} contrib~ieS significantly to 
fhis problem, !lpeciol facilities for bicycle riding- plciced In sftdteglc oredS­
con ollevlote much or the probl'.l'tn. 

Sttfety problems cdh be allcvlatd through o vdti(!ty of basic approaches, 
Soitie of which ore th~ tespol1sibility of loco! {!ovcti1mi!ntol agencies. School 
systems should emphtlsii:e tho tespcdive res!JohsibiiiHes of the different 
modes ~.n th~it dHvCi" education programs and spcc!oi sotety classeS. Licens· 
init of drivers ttnd the IJoSsible licensing of bicydisB prdvlde ohbfher oppor­
hrnity fo dccjudint moiotiSh and potentidl cyclists of vital safety precotiliont.o 
The ev.er•inct!!cH:iHr,t humber or bicyclists on our streets and highways should, 
in Itself, increase o mutual dwotefless between the modes os drivers and tiders 
gOih experience In dei:iling with edch other;. 

EntOrcemeii:t of ttoHic loW!'; Is cinother foetor relevant to mihimltiht:J ~dfety 
problem!le, Stote anti Iota! vehlcie codes should be reviewed and altered, if 
necessary, to better dctOmmodale the niix betweert motorized anti not1·1nofbtited 
vehicles. Sttlte dnd local pohce should hove training J:!togroms to instruct orficets 
on fhe tights and responsibilities of both the motor! ted 011d non-ti1o1odzed roadway 
User~. 

Mkhigcin rOad Ogenclo:s ttin also conttibvfe 16 safe operation by providing 
noh-motorlzed fadUtieii:, in the form of roadway additions, where they oro worropted. 
TheSe fudlHit!S coM c:ons.lst of lone striping, !i:houider paving, ptilhs, turb tamps, 
t.md 5\)•H:Iol brldgt!-S. Such modlfittitlon$1 or additiOn~, to the exiSting highWay 
system greatly enhor1Ci! lehvtf! dnd w<:~rk-reloied ttdvel by bicycle. 

AO 
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In 11ddillon to the bepothnenf's review of lh pto~:~ased highway cbrishtictlort 
jJi'dgtom, many requests for nan-tnototited ptbJedS ai'e ti!teived tram local govetri­
ments, school dl!ltrich dnd other loct:d lnfi!test !:froups di' agencies. Such ptojects, 
howevet, must be on the stole highway sySterti to warrant !he beJ:!drlment's involve­
ment. Of cour:st!, thOny ptojed:s Ote irlltldted by loccil govt>tt1fnerlfol Uri its without 
State 1nvolvement. 

A preliinlhary policy piM has bhh adopted by the beporlment whkh guldt~s 
the selection of IJrOjech tind sub:s~f:lUent development. In general 1 th~ selection 
of biCycle path locdtlort~ Is bused ort the followlil!J crlfetld: 

1. Ovetdll truffle safely. 

2. lntei"-contiecllbn of t~Cteotlonol, sthool 011d tesH:ler~fidl ctteriS. 

3. Addiilotis fo lotd!ly dev~loped palhwdy !tySiemS Which llivolve a J;idte 

hlghwdy. 

•L Loti~ dlstonc:e rottfetl; 



Bikeway Ci!Jssifjc;ation 

After Cl bikeway location has been determined there ore several physical 
characteristics to consider when designing the actual bicycle facility. Bikeways 
have been classified according to the "degree of exclusiveness" to which the 
facility is preserved for bicycle use. The classification system is illustrated in 
the accompanying photographs. 

Probably the most desirable bikeway design is that of a Class I facility. 
Unfortunately though, the construction of such an exclusive facility is both 
complf.!:X and expensive. In some cases, special drainage structures and small 
bridges must be built in order to insure a route's continuity. A non·motorized 
proiect of this design was constructed in southeast Michigan along 40 miles 
(65 kilometers) of 1·275 for $3 mill ion. 

CLASS I- A completely separated p~;~th de$ignated for the exchuive 
us011 ol hh:yclas, Cro.ss·fl<>ws by pedeslri~;~os and matori$1:> are minimh:ad. 

CLASS II - A re51ric:ted Of&Q for the exclusive or 10eml exdu:oive use of 
bi<::ycles. Cro10:o~flows hy motori5ts, to gain occau: to driveway,.. ~r parkinQ 
fQci!itie:o, i5 allowed. ,Pedtu;lrion c:ros:o·fi'!WS, to gotn occ:ess to parke<;! 
vehicle:>, hu:o :>lop:> or a:osoc;ioted land u:oe ore tliso allowed. Througj-. 
travel by motor vehicle:> or pedestrian$ is general!)' noi aii~;~Y(ed. However, 
vehicle parking ean occur adjacent to the:oe bikeways. 

The state non-motorized projects built along M·22 and M-137 represent 
Class II bikeways. Usually, these bikeways ore located adjacent to existjng 
motor vehicle troffio;:: lanes. In urban areas, they ore established os bikeway 
Iones by the use of special pavement markings. In rural areas, Class II bike-­
ways ore generally pqved highway should~;:rs. 

Many local communities ore in the process of esta~lishing Closs Ill ~ike­
ways. These ore usually inexpensive to implement since they utilize existing 
low volume residential streets and only require installation of o few !'Bike 
Route" signs. 

In some locations, Sidewalk Bikeways ore utilized when it has \>ecome 
necessacy to route bicycles off the street. The bicyclist must be prepared to 
shore rights·of-way with both the motorist and pedestrian in these instances, 

41 



42 

~; 
'·_:t.~ ~ ... ·-~ 

~·· ... .<:!!"' 

SlbE:WA.lK Sfi<'EWAY- A shft>wolk de.ilgtioled 0~ tJ •lBik9 Route" and 
$hored with pede~trlon lroH!c. 

Whcteos the 1-275 paThway was o unique project, funded wiTh 90 petccril 
fcderallnlei"Sfoie funds, mosT of the Ocpdrlmenl's non··molorit.ed facilities ore 
being funded oul of I he Stotc' s Motor Vehicle Highway Fur1cL Thcse funds J:lrovidc 
the primary sotm::e of road conslrvdiori dollars for oil highway ogencies- city, 
county and slate. Ahhoush M SpecHic funds are "eormorkcd" fat lioh-molorit:ed 
facilities, highway og~:mcies ore encouraged to t~dd non-moforii:ed profcds fo 
highway prOjects; H Such addition!: ore feasiblt:'!. tl1e oulllotlt:lng legis lotion 
{Act 321} Sug9ests fhot agencies should spend approximately 6tH! half of one per­
ten! of iheit Motor Vehicle Highway Fund revenues on noi1~mofodted lri:lnsportollon. 

I'UilliC TRANSPORT All ON 

Public tronsportoHon in Mich1gol1 and the United Stdles lms recenl1y emerged 
trortl d long period of decHileo Ever since Wotld War il, public lrcinsportaliort 
ridership has been sfecidiiy decreasing. This decrease wos tnoirily ttllributed too 
shirt In !rt~vel lmbi!s towards the automobile ond oHiln~ 1rctns:podalion tnodes. As 
ltons.lt ridership decreased, the coheSpondlntJ lo~s ih revenues toused mony 
pdvate and pub lit trorlslt opetcitot~ lo either cut back ot1 serviCes Or else go out'" 
bfwl:n.tslrtess entirely. By the early 1970; S; the only tem.olning public frans:H 
Opetatlhg iN the Nodhwest Regioii was that at the lrilercHy ctirrierS of Northstar 
and Greyh-ound Bus Lines. there were essetit!olly,lio urbot1 public frdlisit systemS 
bpetotlnj:f tit lhctt tlnH'!. 

HlliUIIAliRANSit RlbtRSIIIr 

···~ "'~ 
,.,. 



PUBliC TRANSPORTATION SERVICES 
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As a result of this condition, many social group~ w~re experiencing o transpor­
tation disadvantage in not being abll} to gain reasonable qccess to l;iuch community 
opportunities as employment, education, shopping, health care, and other basic 
human service needs. Initially, these ~ado! groups were usually made up of the 
poor, the young, the elderly, and the handicapped who were ~ither unable or else 
could not afford to own and operate on automobile. However, since the 1973-74 
Mideast oil embargo, lt has become apparent that fut1.1re energy supplies may 
cause public transportation to toke on a more active role for all of our society. 

In recognition of these public transportation needs, the Mici1igan Leghdc-ture 
passed Act 327 in 1972 and Act 195 in 1975. These acts have provided new 
funding sources for various public transportation improvements and directed the 
Michigan Department of State Highways and Transportation to be the state agency 
responsible for odmini$tering these programs. 

One of the Department's objectives ir developing public transit plans is to 
insure that on qdequate level of public transit service will exht for both residents 
and visitors of the Northwest Region. In most cases this meonl.i developing Ofl 

overall system of public transportation services that offer a balanc(:'ld mix of urban, 
rural, regional and intercity operations. The following informqtion will illustrate 
how these various services are operating in Region 10. 

Urban Public Transporta-tion 

SERVES: Traverse City and Cadillac 

This level of service normally operates within the larger communities of the 
region. The troditionalt.~rban public transit system utilizes the standard 20-50 
passenger city bus and operates on o fixed time schedule over a predetermine4 
bus route. At the present time, Traverse City is the only community in the region 
operating this kind of service. This service was started in October, 1977, and is 
being funded under the Department's demonstration bus program. However, th~ 
city has recently indicated that it plans to continue operation of this service. 

Another type of urban public transportation service is being offered by the 
innovative dial-a~ride transportation (DART) system. This service utilizes the 
smaller 10-15 passenger van-type vehicle and is not limited to any fixed route of 
operation. A person desiring this type service merely coils on the telephone and 
the von will soon arrive to pick them up and take them to their destination. In an 
effort to assist communities interested in this type of service the Deportment has 
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estctbhshed ti Small Vehltll'! Program to torld the ihiticil tOSIS or impiemehting ti 
DART system. Thi~ pr~rdm provides ford one-year demonstration period during 
which th~ State pays tor oil Capital and opetoth;g cosH with th~ exception of o 
t1;oOO lotdl tonttibuHori• A her the first yeoi"; the Stale ttmllnues. fo provide oil 
t:dp!tol equipment and pdyS tot one-third of th~ opetoting costs. Tl1e remaining 
operating cosH ore ptovlded through fate tevenues dnd lotol conhlbutlonS. As d 

result of this J:!toQi"tirtlr 21 communities ihrough<llif the State Ore tlbw operating 
this !lervle~. 

In the Nt~rthwi:!sf ~eglon~ traverse tlly and Cadlllcic have been opetotlrig 
bART setvlt:e Since 1974. The Trovi!i"Se City sysiem ut!h:te!l 5h~ Vdns and 
.!l:erves obout 6,500 passe11gers pet mon1J,, The tod!lloc iiystem utilizes tour 
vails Ond serves dbouf 1.000 pd!>!h.mgers per month. The tcgulor fore for this 
serviCe IS 50¢ per tide. 
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Rurt~l Public Tronsportatlori 

SERVES: Mohlslee tntd Anirlm Cbuttlle5 

The ruroltranslt SyidemS me Intended io provide a basic level of public 
troMS.porloliori Service fo th~ rurol and small urban areas within o county. These 
SystemS also uti lite von•iype vehicles d11d operate otl d demand responsive 
{DART) basis. HoWever, !he service provided to.tUral areas Is noi usually tis 
freqUent a~ tht!f iti the Urban dtectS. Fat example, Some !iystcm may only provide 
ServiceS one at two ddy!l tl week (!hd 24-hour odvdnce hotificoHoh Is generally 
tequlred. 

Manisfe_e Cpui11y;!!. system has bceii in service since 1975. h operates sbt 
vdt1s ihat serVIcu about 51000 ptiss~mgers pet month. Most of these itips dre 

genetoted In the City i:lf Mtinlslee. Antrim county's four~vehide system was 
lhltlafed Ill 1977 dnd SE!tves 2,500 passengers pet month. Both of these rural 
systems Ore finandolly ttSsisted by the Department'~ Sinal! Vehlde Program. 

FII1AHCIAL StATUS OF ~EGlON'S 
PUBLIC TRAHSPORlATIOH SYSTEMS 

(Od•b•t i916 - S•ptomb.t 1977) 

Armuiil funr:Hiig Sotiteu 
Numbet of Anrittoi Opo:.tollrig 

SYsto!!.'.. Vehh:le* ~tderi;hlp Co'l ~ldltl Lot:til 

Antrll\1 tcliJrily t A 10,209 ! $7,586 l<Uoo $ l,ooo 
todlllt~c 4 "'·''' $t09;221 lJ6,4! 0 $<6,116 

Mani!JIOe Cotrrily • 5.4,519 $ 90,2AO $lO,S.t3 2 ll4,037 

Ttoverte City 6 72,43J $127.~3-t l<l,SAS $53,690 

Nt:i!e!i! 1 Sy$t~m _,i.;trteJ hnuory 17, 1971. 
i lneivdes $694 ot Feder!!'~ os~h:ltine~" 

Fate box 

1 !.•a• 
l2!,6<l 
$25,6&0 

$31 ,39~ 

Another type of Ctmniy-wide Service iS tile State o11J federal scillof dtizeri and 
ht:mdicctpper itan.r;poHotiOH progtdms. these program!; provide monies for the put­
cilo!;e and operdtlon of vehicles in areas where public transpOrtatiOn Sctvices ore 
hon~exlslerlt. All counties In ihe Northwe!lt Region thai ate no• served through the 
Sfote 1 t: Small Vehicle ~rogram have o tduniy~wide senlbr tiHien cmd handicapper 
Setvlce. These dre bctslc servlt~ system~ wHh oiH! ot iwo vdnt servltl~ the ehiire 



county. Some of these vehicles are equipped with wheelchair lifts. The services 
ore generally operated by private, nonMprofit, or :(>ocial service organizations. 
Although this type of service is recognized as a specialized form of transportation, 
the Department.would like to see it incorporated into a coun~yMwide servic;:e that is 
avai !able to everyone. 

Regional Public Transportation 

SERVES: Many urban communities in the region (see mop, page 43). 

A major function of regional public transportation is to connect the various 
urban areas within a region. The regional service utilizes .:J larger intercity type 
of yehicle and must adhere to a predetermined time schedule over a fixed route. 
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PASSENGERS PER TRANSIT VEHIClE MilE AND VEHIClE HOUR BY SERVICE AREA 

1976 

,, 

- I'A~HNGUI~/II~HICLE MILE 

Eif,;!t-Jil PA5S£NG~RS/VU11nf HOUR 

UUANA 
SMAll URIIAN 

SMA,H METRO. 

SfR VICE AREA 

METRO. 

Regional service can provide more comprehensive routing and more convenjent 
schedules than the larger intercity carriers. 

Wolverine Stages, Inc. provides the only regional public transportation service 
in the Northwest Region. The service consists of one daily round trip between 
Traverse City and Cheboygan with maier stops at Mackinaw City, Petoskey, aoyne 
City, Mancelona and Kalkaska. The portion of the service between Boyne City 
north to Cheboygan is the sol~ responsibility of Wolverine Stages. The service 
between Boyne City south to Traverse City is being financially assisted by tht: 
Department's Intercity Bus Demonstration Program. This contract will provide 
service assistance through November, 1979. 

TOTAl ANO NET OPERATING COSTS PER TRANSIT PASSENGER BV SERVICE AREA 

1976 

RURAL URI!. AN.!. SMALL MEHO. 
SMAH U9BAN 

SERVICE AREA 

TOTAL COS! 

Nfl CO Sf 

MHRO. 
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ltitercity Public Transportation 

SERVES: Major urban destinations loco!cd wl!hin t:md beyond the region. 

Intercity Systems t:onnect mojor urban oreos of the region wilh the remainder 
of the Stole and Notion. The intercity bus IS deSigned for long distance travel 
and cot1 coiilfortobly seat 47 persons. In add!!iori to passenger service 1 these 
buseS also oHet package shipments. Although intercity bU!i companies ore 
privately owned; their operations ore tegulaled by Mlchiijdn

1
J; Public Service Coni~ 

mlssl.;;,, They ore retlulred iO operate over tettoiri hl~hwdy toutes tlhd abide by 
their advertised time schedules. 
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INTERCITY 
BUS ROUTES 

The lwo princlpal intercity cOrders in ihe region ore Not!hstor ohd Greyhound. 
Cttdillac1 Traverse City ahd Petoskey ore !he major interciiy bus stations in the 
region with 12 bu!:es stopping in Cadillac per day, 10 in Traverse City tmd 6 In 
Pelo!ikCy. In addition, these buses tl!so Slop ot several it1fctmediole poiniS along 
their routes. 

The ltlli'lrclty bus !ndusl'ry in Michlgati Is experiencing o ciedihe itl ridership. 
It Is Hico~nited thot thiS tondiiion tncihs it difficult for some compcmie.s lo cOn· 
sltfct iinprovlng Setvkes whert opetdllng t:Osls ore lrictedslntJ. Therefore, In order 
to tiS siS! the.se i::omponh!!i lh rcducin!1 Sante exp..mses, lhe Depdrfnlcnt has estab­
lished d program thot provides low interest ioortS to lhiercity bus companies to 
purclidSe Jiew eqUipment. In oddition1 on lrltert:lty gtdt1t ptogram oiso gives il1e 
interdly tarrier. tlexibiiHy to t~sl new routes and schedules. Such dcmonslraliciil 
progtomS ore subsidized by ihe Stole tot up lo o two yedt period. The Dcparitncnt 
also hos 61i Jntercily TetmiMI FacilitieS Program to develop ltiferdly bus: terminals 
and to lnlegi"dle1 where possible, oil tJvtJIIoble intercity and local public frottspor· 
tolion ServiCeS.; 

llAILROAbS 

the 1970 bonkrbplcy of lite Penn Cenirol Rodtood caused widespread concern 
about the flnondoi condillon t~f lilt, hdlion's roilroods, The An11 Arbor Roilrood 
oi:so declared boHktuyHty in 1973. T ogethct, these bankrupt companies represented 
a I'Ossible loss Of 21 100 miles (3,387 kilometerS) ot trackage !hal served a larg@ 
number of community and indu~ttiol lnletesls in Michigan's lower pehlnsulo, 

Ahhougk these banhuptde!; wete perceived oS ci svddeti occurrence by the 
general pub!lc; those pel-sonS Working closer to !he ralltood Industry knew fhot 
tOil service hod been declining tor tndhy yeats. A major tedson rot thli: declln~ 
wd~ otHibuied to the development of eompeling tronspodotiott modeS, 

At the beginning olthH: ceniUry, the tdllroods: offered the principal means ot 
IMictcity freight and passenger ttdveL Then, during the early 1920;s: and 30;s, 
lhe outomobllc arid ohllrH~' Industries began their deveioplnenl. Aftet World War 
II, the$1'! new InduStries grMtly e:o:p{lridcd theit Servlt:es and caused tht! competi­
tiVe position of the railroad to deteriorate. Revenue possertger miies declined 
80 percent frorn1947 to 1976 in !:pite of exj:lloslve growth in passenger travel. 
burlh£1 the some period, the 'railroad'~ ~httre of Intercity freight declined tram 
nt::orly 66 percent to 39 petcent. Although the to!iroad .still continues to be the 



largest carrier of freight in terms of ton miles, the industry can no longer compete 
with the level of service offered by tht: trucking industry in transporting commodi~ 
ties over short ond medium distances. The railroads are still very competitive 
carrying bulk cargoes over long distances. 

The railroad situation in the Northwest Region is critical. Virtually all of 
the communities in the region are faced with the prospect of failroad obandonments. 
The Penn Central and Ann Arbor Railroads hove q.lready gone bankrupt and their 
operations are currently being maintained on a year·to~year basi!ii through govern~ 
rnenf subsidy. The Chessie System, a solvent carrier, has applied to the Interstate 
Commerce Commission (ICC) for permission to abandon all their track operations 
north of Manistee. Public hearings concerning these abandonments were conducted 
at T reverse City in March 1978. 

In recognizing the potential sociol·economic impacts associated with rail 
abandonments, the federal and state governments have enacted legislation to 
provide financial assistance for certaio roll operations. At the federal level, the 
Regional Roil Reorganization (RRR) Act of 1973 provided cornprchensive legis Ia· 
tion for pr~serving and improving roil service. A major item in this legislation 
was the plan for reorganization of seven Midwest/Northeast bankrupt railroad lines 
into a new Consolidated Railroad Corporation (Con•Rail). However, the resulting 
ConRail system did not include all of the 2,]00 miles (3,387 kilometers) of Penn 
Central and Ann Arbor trackage located in Michigan. Responding to this critical 
situation, the Michigan Legislature enacted the State Transportation Preservation 
Act of 1975 with these main features: 

L ldentlfyina the State Highway Commission as being responsible for State 
Railroad Plans and Programs. 

2. Permitting the State to subsidize roil service continuation. 

3. Permitting the State to acquire abandoned rights·of~way for recreational or 
future transportation purposes. 

4. Permitting the State to contract with a person, firm or corporation to provide 
roil or ferry service deemed to be in the best interest of the State. 

The passage cf the Michigan Act was significant in that it i-epresented the 
State's initial commitment to maintain an adequate statewide roil network, The 
legislation also represents the first time that the Michigan Deportment of State 

EXISTING RAILROAD SYSTEM 

NORTHWEST REGION 
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HighWdyS und TranSportation has become acHvcly involved in the operations of 
the railroad bu~IMSs. 

lr1 19761 the federdl government amended itS earlier legislation by posslng 
the Roil Revltollzollon dnd RegtJ!otory Reform Act {4R Act). This legislation 
provided federal dolldrS to those stotos like Michigan thot were oHemptlng lo 
bear the financial burden of supporting light-density roil lint'S abandoned by 
solvent carriers otid ol~o extrmded the provisions of the RRR Ad, Although these 
fedcr!il funds will extend through 1981, thci amount oilocd~ed to Michigan tnoy cfe­
C:tt!'i:I!C eoch year, Therefore, the Deportment prepares on annual update of the 
Michlgdrt R:diltodd Pion irt order lo asseSs Its toll Svbsit:ly program. In tnokhtg 
tecblritnetidOtiohS Cotictirnlng ihe feosibillfy of continuing roll subsidy, the 
Michigan Rolf Pion has adopted the following set of gocils: 
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To pi'ovlde cihd mCilnlciin on adeejuote ond effldent railroad hl:!twork within 
MtchlgtJi1 and fualn1oln Hnks to the regiOnal and Mtlonal networks. 

io ptomote present tmd futute Hnonddl deveiopmEil1t;. !ltablilty~ ond effl .. 
d~nty Within the Michl!jbn tallrood system:. 

To jjfomote the ltitegrtliloll of \he ditfertmt modes of fri:m~portt:Jfiori Into d 

boii:Jhced System ttrid ovoid lnequiloble govetntnCtH SUpport of particular 
modeSo 

To provide service for exlstln!)l economic baSI! OttiviHd ortd si.Jbseqt.ientiy 
encoura~e desU·oblll pcitieriis of sodol and ectiriomlc development within 
Mlchlgdn.j 

To mirdmize adverse Sotidl and economic lmpodS of chdngeS In rdiltodd 
service. 

to lms;rOvd the ilht!tgy efficiency of fron.Sportdtloh servidS. 

T6 ptoriiote the et:tilogitdl ond destheHc qiJolity ot th~ enviti:lnment. 

To trldlritOih and ptomof~ tollrbod cori1petltlon lri the provl S!on &f lrdnSpod 

services. 

Allhough the~e stole ond federol rtiil programs hove only been In effect for t1 

~hort time, their Impacts hove been significant. In the Northwest Region, these 
action~ hove enabled the State io mointdin the toll operation of 230 miles (370 
kilometers). or 55% of the region's total track miles. These program~, whh.addi­
tionol ossi~tonce from Wisconsin, hove also permitted the conflnUotion of ctosS 
loh feri"y operations of Frankfort. 

Future updcites or the Michigan Rail Plan will deternilne if this level ot 
subsidy should continue. However, il tttusl be recognized that If futute raillitlcs 
dte j)etmif!ed -dbondorihHmt, then the Oeporlment must odiuH ih subsidy prlorllles. 
For example, If lhe Che~si~ System (C&O) Is granted permission from the ICC to 
abandon Hs tcgiohcil service, It is doubtful thdl the State wouid be able to support 
the operation of every tali line in the region. An analySis would then be mode to 
determine which service llries worrdnted subsidy and which would be dlscorlflnued. 

STATUS OF REGioN'S RAILROAD SYSTEM 

The three ptlntipol railroads how operoilng in the Northwest Region ott! the 
Chessle System, Mlchigar~ Northern RolhVdy (Pemi Celilrol) otad the Ann Arbor 
Ralltood (Michigan lnterstcite). These rollroods currently provide height setvlces 
that ttmgc from "ci~ needed" to d$ oHen as slx local freight ita inS per week. 
None of 1hese tdilllnes oHer possc11ger service. In rdct, the lost remalnln~ 
st:heduled !'aS Senger tlitvice In tht'!' rE!giOI1 Wos diScontinued In 1965. 



Ann Arbor Railroad Qfld Corferry 

The continuation of roil service over the entire length of th~ Ann Arbor Rail~ 
rood and Carferry route receives the State's highest priority in its rail subsidy 
program. This priority is based in part on the need for continuation of economic 
development efforts in the Northwest Region. Portions of Wisconsin and Michigan 
have been identified nationally as underdeveloped by the Upper Great Lakes 
Regional Com!llission. In addition, statewide tadff fQtes are Posed on the shorter 
roil distances provided by the Cross Lake Ferry Service. If this service was 
discontinued, higher rates could ~e charged for freight rerouted around Lake 
Michigan via the Chicago gateway. Therefore, the Ann Arbor Railroad and Car~ 
ferry services ore essential to maintaining a good business climate for t~e region 
and for roil users throughout the State. 

Michigan owns porti9ns of the Ann Arbor between Cadillac and Ashley, and 
between Toledo, Ohio and Ann Arbor. Existing lease arrangements with the Ann 
Arbor trustees and the Grand Trunk W~ste-rn Railroad allow the Ann Arbor to be 
operated as an integral unit from Toledo to frankfort and, using the carferry, to 
Kewaunee, Wisconsin. 

ConRai I hod beeq tho operator of the Ann Arbor from the beginning of the 
subsidy program in April of 1976 uptil October of 1977. There were concerns 
that ConRail, a lqrge notional carrier, was not always able to satisfy local roil 
interests. Therefore, in an effort to satisfy local needs, the Department has 
recently contracted with the Michigan Interstate Rq.ilroad Compaqy (MIRC) of 
Owosso to beco~e the principal rail carrier. It is anticipated thqt th's company 
will offer the best opportunity for restoring the Ann Arb9r Railroad as a solv.::nt 
carrier. 

The Ann Arbor Railroad provides on important economic service to v<;~rious 
regional communities qlong its tracks. The Frankfort carferry generates many 
jobs that ore either direc~ly or indirectly associated with the carferry operation. 
In Yuma, where a rnaior sand mining operation exists, 30-40 employees ore 
involved in shipping 276,000 roil car tons (250,909 metric to11s) per year. 
Cadillac also has many industries that benefit from ran se:rvice. Typical C!)ffi,. 

modities shipped to Cadillac include food, furniture, rubber products, ir<:~n 

castings and building materials. 

The Ann Arbor Carferries were the first in the world to transport roilroo~ 
cars across open water~ The service between Frankfort qnd Kewaune~~ Wisqml!'in 
b~gan in 1892. Service to Manitowoc, Wisconsin was started in 1896. Everwt~lly, 
other carferry operations were exponde~ to the Upper Peninsula citie~ of 
Menomif1ee

1 
Gla.dstone and Moqi$tique. These services have ;oince been 4iscon• 

tinued. 

Today, the "Viking" is the Ann Arbor's only remaining carferry in operatio11. 
This ve~sel provides 12 lah crossings weekly between the ports of Frankfort, 
Michigan and Kewaunee, Wisconsin. The Viking was built in 1925 and is Qperathd 
by a 35 man crew. Although thi~ vessel is designed to corry 22 roil cats p~r trip, 
it con also accommodate passengers and their automobiles. The docking slips at 
Frankfort and Kewaunee Qre designed for railroad cars but, through makeshift 
arrangements, also handle trucks, trailers, automobiles and passengers. The 64 
mile (103 kilometers) Lake Michigan crossing takes about four !lours. 

In addition to the Viking, the Ann Arbor Railroad owns the" Arthur K. Atkinson'' 
which is presently loid·up in Frankfort. The A.K. Atkinson was built in 1917 and 
assisted in operating the carferry service across Lake Michigan. However, in 1972, 
this vessel suffered on engine breakdown that cracked the crankshaft on the port 
main engine. As a result of this occurrence, the ICC issued an embargo order that 
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has temporarily disconftttued service to Mnnhowoc, W!stonsiri due to an insufficieNt 
nvmbet of operable vessels. In all other reSpeds, the A.k. Atkinsort Is considered 
to be hi good condition to rusume operation. However, subsidy money tntJsl flhd 
be allot:oted In Order to proceed with tepoirS. h should also be hated that although 
the Viking and A.K. Atkin !ion ate over 50 yedi"S old, they have been reconditioned 
with dluel-el~dHt ~ngines. these engines prOvide for a much cleaner operation 
ihoti ih~ coal fited tttrferties HoW operolit1g out tif Ludihgloh and Mackhtow tlly. 
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All lines of the Chessic System within the region, except for its line Sbulh of 
Manistee, have been submitted to the ICC tot abandonment. It is Cxpecied that a 
ruling on this request will be mode this ycor. At the present time, this rciilrood 
6peroles as a solvent carrier and receives no dote subsidy. 

Wilhih 1he ~iorthw~st R:cgioii1 lhe thcsSie- System ls principally used lo service 
vdtious lumbar and Furniture supply cotriponieS, cdnlietie~ dhd qUdtry opctdlions. 
thi! shod ~oil line Segments to Eik Rapids and Stiliotts Bciy provide service ro 
lumber and i:dnnety busineSseS. Itt 1975,53 torloadings occtJtted on the Ell< 
Rapids Segmei-1t and 154 cotfoadlngs occutred' on the Suttons Boy segment. 13e­
couse these ScgmeniS hdve Such low lrdffic volumesi lhey tli"c noj served with 
tcgvlarly Sth~duled irolrt Service. Instead, they receive train service oniy wl1en 
heeded. !he toll Sej:Jmenl between StillonS Boy tmd Nortl1port has not been In 
t:>pciratlori for over 10 yeors. It should be hoied that these toil lines trdversci 
Scenlt oreds dnd tllelr tlghis-of-woy mdy hove polentiol for recreational uses. The 
malt1 line roil segments ftom Mohlsiee to itdvets@o City cind trdverse City to Bay 
VIew operate from d-6 local freight ftains pet week. Together these roll Segments 
octounted fat bbout 3,000 tor loadings in 1975. 

Of these 31000 tdrloddlngs, ltloSf or.e generated from thu busineSses located 
in the tommunlfles of Mat1~stee, kaleva, Traverse tHy, Bales, oud Petoskey. 
These buslhi'!!;SC$ use the railroad to ship such products OS cement, fertilizet, 
.steei, sand, tool, gos, lumber ond ofh~r buUdinfj materials. 

Michigan Nottheft1 Rtlllwoy 

The roll lineS of the baNkrupt Perin Centro! Trdilspottalion Company hove 
been operated, Under subsidy, by the Michigan Northern Roilwtiy since Apr! I, 1976. 
The entire route genetctlly porolleis US-131 and US-31 fHghways from Grdnd Rapids 
horth to Mockinow Cl!y. INitially this line was believed to hcive good potential 
tiS a through ot "bridge" lroHic tout e. It provided 0 medii~ or connecting the 
litduslries ln 1he Grand Rapids oreo with the vast resources of the Upper Peninsula 
11nd Canada. 

Desplte active Solicitation of bHdge trOfFic 1 inlllal results were disappointing. 
~tldge ltciH!t i10ndled the first subsidy year {Aprll1, 1976, loMarch 31, 1977) 
Crmounied to only 57 cor:!l. An oddititmal219 carloadS of coal were also troris-



po~ted northbound to assist areas that ran short during la!it year's s~vere winter. 
This traffic is not expected to recur since coal is normally supplied by water 
transport. Due to Q recent change in tariff rates, bridge traffic has increased 
ocro:os the StraitJI. Howeverr the long term coqtinuation of this traffic is still 
questionable. 

The Michigan Northern operates from 1-3 freight trains per week in the region. 

RAILROAD 

Ann Arbor 

Michigan North~rn 

Chassia System 

RAILROAD DEfiCITS 
(APRIL 1977 - MARCH 1978) 

PPERATING: 
SEGMENT SUBSIDY 

T ol~do-K~wqull<Oo $7,070,000 

Comstock Pork-
Mo.cklflqW City $ 1,150,565 

Monisto~- a,oy 
View N.A. 

LEASE & TOTAL 
TAX£!$ DEFICIT 

$726,000 $ 1l?6,000 

$ 783,680 $ 1.~34,245 

t-~.A. $ .:?,520,000 

These trains ship such commodities as petroleum, scrap steel, coal, utility poles, 
paper, lumber and other building materials. From 1975 to 1976, total rail traffic 
increased about 2% from 1,807 cars to 1,844 cars. During I he first subsidy year, 
the corloadings amounted to 1,970. New industries have recently located in 
Kalkaska and may ultimately CO!)tribute an additional 400 cars per year. N.A. ~ot Applicoblo 

RAILROAD 

Chessio System 

Chessi@ Sy~ton1 

Chossio System 

Ches sie System 

C!Jessie System 

Arlo Arbor I 

Aoh Arbor l 

Ann Arbor 1 

Michig<>n Northern 

Michigan Noo1hern 

Michigan Northern 

1. 

* Baud oo Chossio Aboodoomeot Haalings Exhibits, March 19?8. 

RAILROAD LINE SEGMENTS 
NORTHWEST REGION 

SERVICE POMIHAHT 

MILES iN AHNUAL FREQUENCY /TYPE COMMODITY 
LINE SEGMENT SEGMENT CARLOADS (IN EACH DIRECTION) CODE 

Walhalla- Mooisree 26 N.A. 6 L<>col ffe-igh!:;/Week 1,2 

Monhtoo-Traverso City 56 1416 3 LocOI Fre-ig.lts/Wu·k 3,4,5 

Travouo City-Boy Viow 79 987 3 Loco! freights/Week 4,6,7 

Travers~ City-Sutton.; 
Boy-Northport 29 125 A'i> Needed 3 

Williom~hurg-Eik "Ropi.:ls 9 30 As Needed 3 

A:;hloy-Frookfort 169 5607 1 frejgh!/Doy 8,9,10 

Lake Michigan Corferry 
Frank fort-Kewaunee 64 15911 14 Tr!pli/Weak 4,1,1,1 

Lake Michigan Corf11rry 
Fronkfort-Manilowo c 79 (Lin@ Temporarily Emhargood) 

Rockford-Cadi/lac 81 972 3 Local freights/Week 4,11 

Cadillac-Mackinaw City 128 720 3 Local Freights/Week 12,4,7 

Walton Jet.-T roverse City 25 34 Locql Fre-Jght/Week 4 

Operated by th .. Michigan lnterstllh: N.A.- Not Avoiluble 

UHOI;R 
PASSENGER SUBSIDY 

SERVICE PROGRAM 

No No 

No No 
No No 

No No 

No No 

No y,. 

y,. Y•• 

No Y•• 
No y,. 

No Y•• 

CODE 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

COMMODITY TYfE 

Pulp, popor on4 Allie.:! Products 

Non·Motqlli,:; Minoral~1 ucept f!-'eh 

Food and l<indreq Proqucts 

Lumber ond Waod Products, ~"'<:opt FurnitiJrO 

Furniture QOd Fixturos 

Potrolilum "nd Cool Product~ 

Slofl<o, Cloy and Gloss ProduCf~ 

farm Products 

RubbcH and Miscellon\l'OU~ f'lo$tic Pr<lducts 

Trun£portotion Equipment 

Chumicol~ ond Allied Prl)du<:t$ 

Crude Potrolaum, Notur<ll G<ls and Natural 
Ga:;oline 
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FUTURE TRAI\JSPORTATION 
AlTERNATIVES 

A mOiot bbfective til this Study ~s lo Insure ihof Oti tideqvate tegiimal lton.Spot· 

latlonal tysfem Is dl!!veloped to meet cUrrent and futurE! heeds of the Northwest 
Re~iOri;. lo accomplish this objective, The study teaht hos mcogMized two 
principal factors that will sigr1ifit:antly aHed the charadet of futute lrotispodotlon 
systems. 1hcy dre! 

1. The availability of liquid fuels, and 

2. The t:OiitinOing ehonges In settlement t>OHE!ms of the popt.dotlon. 

Both fottorS fundamentaliy lie outside the controi of fronSportolloM planning 
and poiicymaklng. In ony l!vnnt, bo!h will ptoct!ed independently unieu tonsciouS 
!'Ubllc policy tries to telate them to o greater degree ihon has been the d::tse In tht 
posh 

ENERGY AVAilABiliTY 

The ovdllobliHy oi liquid fUels, either in the form ot Synthetic Subslitutes or 
In the discoVery of new re!':ol..irt:CS; will deflne the cosh and much of the character 
of future hansp6H ServiceS. lodoy, the fuel supplies eire apparently adequate 
to meet tlie curtehl trovei demands. However, these supplies were !':everely 
limited during the 1973w7.if Mideast oil embargo. 

The E!mborgo had 0 slgnlflconi impact on ihe various trctnspodatlon SystemS+ 
Servict! stdtlonS were closed on weekeNds in some areas of the country and many 
mOtorists waited In long line!: To fill their gasoline ta11ks. Commuters discovered 
that cor pool:s provided sub$ldhtiol economic !l;Ovlngs in tnaking 1i1eit daily Work 
hip i:Jnd others si1lfted to Iota I ltonsit Services. In Soine ca!leS, the number of 
wotk I tip!> Were teduced due !c; employers experimetitlng with four tlay wotk WeekS. 

Another lmpod of the embargo was felt by ike tommercidi olrliM lndustty. 
the lvel shorfo~es caused tnciny flight schedules to be reduced and advance 
resetvoHbhS were re-quited lo irlSure a seat on a fuily loaded flight. 
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Although the oil embargo los led only a few months; some of its cffeds ore 
still ,with us. For example, most everyone has now becort1e more energy tonScious. 
The Environmertfol Protection Agency (EPA) has rCqtJlred that the dVtomoblie 
fleet must average 27.5 miles pet galion by 1985. Becduse of this, gaSoline 
mileage hos bet:ome o prime consldcrtitior1 IH seledlng d new Ot used automobile. 
The federal government Is In the process of developing o coil1j:ltehensive energy 
po.llcy Ond the maximum SJ:Ieed limit on the notion's freewoyS ls sflll55 mph (88 
kilomtdet!i/hovr). 

lhe poss1b!1Jty of reduced fuel supplies tart ltave mojot effecis on fuiure 
ttonspottoHon ?diotts, Should we continue cxprindin~ the highway system1 
Should we be tonsldetin£1 more transit opllbns? Ate we going lo rieed additlontll 
oltporh or will the Cxlsling fadiltieS be adoquotc? Should the tail roads be j:let­
tnlfied to abandon their $ei"vlce? Will the region's path be involved In Irons­
porting western cool Into the Midwest? hiS becaUSe of these kinds of questions 
thot the study tOOtrl has Jdentlried t~e 1'energy" iHue ns a ct!ritral concern o, 
fulutl!! pltmning eHorh. 



GROWTH AND DEVELOPMENT 

Change~ in settlement patterns will also significantly define the character 
of the demand for future transportation services. These population shifts, includ~ 
ing declining urban densities, suburbonizotion and rural migration, are often 
accompanied by changes in lifestyle. As communities begin t~ grow and de­
velop, various social and economic activities require on increase in many public 
services. In order to accommodate this growth, some local communities are faced 
with the prospect of extending water, sewer, gas and electric power lines. In 
addition, some transportation systems will hove to be expanded or improved to 
accommodate increased trove I demand. 

While some communities ore experiencing "growing pains'', others ore 
struggling economically due to a lock of growth. These oreOs are sometimes 
characterized by a high unemployment rote, low tax base, l~w income, etc. Thus, 
in ore:ler to improve thelje conditions government assistance programs ore often 
implemel)ted to stimulate private investment. These programs provide the dollarS: 
for such facilities as industrial parks, port development, airport improvements, 
education and convention centers, plus low interest loans far various housing 
and industrial proiects. 

From on economic standpoint, a growlnQ community establishes a favorable 
business climate that can attract additional private investments. Socially, these 
investments can be beneficial by providing increased personal income and employ~ 
ment. In addition, a broader tax base can be used to support better educational 
and cultural facilities. However, from on environmental standpoint, a growing 
community can sometimes cause sigpificant increases in air and water pollution 
levels. Land use changes can occur that will detrimentally affect enviraqmentqlly 
sensitive areas such as parks, forests, lakes and primary agricultural lands. . 

After many decodes of disordered development, we are now witnessing a 
nationwide countennovement of public pressure that is attempting to check, if not 
reverse, past growth trends. Some communities are starting to fashion new master 
pions calling for a ceiling on future growth and prescribing precise definition of 
settlement patterns. In view of the potential for future energy shortages, these 
growth management policies may not only be a desirable option, they may also 
become a mandatory planning action. Therefore, the future of transportation 
development will also depend on the rote of growth that j s permi.tted to occur. 
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FUTUR~ TRANSPORTATION DEVELOPMENT STRATEGY 

Numerous factors, other thOn energy availability Q(ld population change, will 
also influence the region's future tran::;.portation system needs. Economic condi.,. 
tions, governmental influence, incentive programs, avClilabl~ leisure time, and 
desirable lifestyles will all play on important part. Though considered in de­
veloping descriptions of the vorioul:> futures, energy and population were selected 
as the dominant factors. 

The study team has develope~ a planning strqtegy based upon these two 
dominant factors. It considered the possible occurrenca of several future con~ 
ditions based upon variatio11s of energy supply and population growth. The a!~ 
ternative energy supply fut:ures are identified os "Abundant", ''Conserved" ~;~nd 
"Restricted". The population growth futures are described as "Low", ' 1 Medium'~ 

and "High". Combinations of these factors yield nine possible situations, or 
futures, which are conceptually illustrated on the following page. 
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ENERGY AND GROWTH FUTURES 
jJ>tANNING CoNcErT) 

Fi.JTIJJ:i:E e:r,;h:RGY SUPPLY 
AllUNDANt tONUR.Vf.D R'UtiUthD 

MttJc>l ~ldni1lf>11 ~mphcull AUto AotOttnAHstt tltAtHit 

U~loNAl 
GROWtH 
trt~Ni::l! 

tnergt Cosll tiiEAP COSTLY i:::Xf:'EHSIVE 

Houtih@ t1nd lndutltlol IJISPE~Si'::b toHTROLLED tONCENTRATED 
bevtlopn1ijnl f>ailt!rn~ 

....... o/ 

~~''"'~' ·) ..... ..,. f ' 
--(I ! .j 

I f·, 

• FOR tlltiSUAtiH PURPOSES 0HLY• btH:$ NOt FtEPrH::SEtlt 
ACTi.JJ.L AltERNATIVES CONSID£1tED 

f=ollowlng Is d brief ~xpldnoilorl of the VotltiiiOhS wllhin ihe ehetgy ond 
{Jrowth fuittte~--

A key lndlcd!Ot of the tei£11dn'5 growlh ptiiMtlolls tihen expresS-ed in its 
ftm!co~ted pOpulation level$. Becau!>e of this, retfiht ttendJ In the Northwe!>t 
Region have idf}htified H OS ohe ot the fdstest growin:g cireclS In the Stdtc~ 
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Sh1t:C 1960~ the region'S j:'JOpulotioh has increased 32 percent, from 1391017 io 
an estimated 183,000 pcrsohS in 1975. Summer ptJpulorion levelS teach even 
greolar ptoportiorts, ohen doubling or lripiing due to ihe lnrlux of tourists and 
Seosonol residents. 

Ttohsportofion tad lily development Is dlreclly related to ihe expedcd 
1110blllty requiremCi1fs ot tiJrrent and futl.lre population levels. The 1970 CenSuS 
eStablished the rCglon's perrndtteril p_opulotloh ot 158,333 perSonS. Forecosls 
for the yedt 2000 httve beet1 detived by many dHf~renl sources Including the 
University of Mit_hlgdr1 Populoilon Studies Cet1teq the Michigan Deparlincnf of 
Management and Budgei and tlie Notthwest Michigan Regional Plttnr1ing or1d 
bevelopment Commlssioth ihese fotecash vdry conslderobly1 tdriglrig fro111 
196,000 fO 388,000 petsOtlii. necdiJSC of I hi!; wid€' rdhge of fotecosh; the study 
team has ~Stoblill;hed tinel!! poSsible growth levels ftOni which lo bose ItS future 
l'itii'triitlg ~Horts~ 

HIGH tWoWTH 

MEDIUM GROWTH 

LOW GROWtH 

Enetgy Fulut(!~ 

- tlil.s future assume-s thot the regloli1s ycdr 2000 
ropulotion will reoch ttpptoXimcllely 300,000 
ptHSOhs, o 90% ihttetlse since 1970. 

tlilS lutute asstilne!> ihot th~ r~gion 1 s year 2000 
po~IJiotlon wlli teach approxitnately 250,000 
persons; tt 58% l11deose since 19'70. 

- Thh tuture oSSUriHH thot the reglon1 
t year. 2000 

populotlort will tMch apptoximotely 200,000 
pet tonS; d 26% lnded!~ Sind! 1970. 

The ~tiJdy tl!om found thot_definin!'j three energy futures waS a ·mote cfHflctJii 
ftuk:. While rue I dvoilciblhly WdS t{lnSidered the deM-tmining fodot-, bolh the fuel 
east per gallon tihd co~t pet vehicle mile of trove! will dl!>o certainly oUecl ItS 
futttte Use. The three 110t!i:ible etlergy fuhJres ate cfesctibed tl!> follows: 

ABUNDANT ENE~GY - this futt.ne ttSsumes tiHtt ihere Is 110 energy 
triS:IS. Adequdie fuels ore ovoiloble fot ltanS"­
portatlon eititet throu~:~h the discovery of new 
tesOUTces or through the dev(;lopmertt ot Syh-



CONSERVED ENERGY 

thetic fuels. The automobile remains the domi­
nant mode of transportation, reinforcing urban 
expansion" This future is most typical of 
recent post and present conditions reflecting 
today's relatively affluent ~uburbon life-style. 

This future assumes that energy shortages ore a 
long term reality. Fuel conservation is stressed 
but still based on voluntary efforts. The pricfi:l" of 
fuel has risen significantly enough so that it 
begins to make a real impact on everyday driving 
habits. T~e automobile is still the dominant mode 
but certain trip purposes, like work trips, ore 
shifting to car pool:j: or public transit. 

RESTRICTED ENERGY - This future assumes that energy for transportation 
purposes is in very critical supply. Gasoline 
rationin!il would be in effect. Strong government 
programs would be implemented to insure proper 
utiliz:ation of the various modal tra11sportation 
systems. Public transit development would b~ 
very extensive. 

FUTURE TRANSPORTATION NETWORKS 

There ore nine muhi·modol regional transportation networks j llustrated on the 
next six page:j:. These networks were developed hy the study team·and qre based 
on the previously described energy and growth futures. In addition, these networks 
were derived from the premise that: 

1. The availability of future "energy supplies" determines the type of transpor~ 
tation mode to be developed, and --

2. The amount and location of future "growth" determines the extent of transpor~ 
totion system development. 

The future multi·modal networks ore displayed so they can be compared with 
the existing transportation services in operation today. The purpose of the colored 
symbol:j: is to indicate those areas that show the greatest potential need for a major 

NOTE: 

trCirlsportation system improvement. Some of the remainin9 areas may also require 
future transportation improvements, but of a lesser magnitude (Minor SysteQl Improve­
ments). T ypicol examples of Major and Minor System Improvements are listed on 
page 62. This analysis affords the study team an opportunity to focus its atten• 
tion on those areas that show a common transportation need - regardless of the 
future conditions. 

In reviewing these different transportation networks~ severall,ey Hems ore 
worthy of special attention. These ore: 

1. All future networks $how a potential ne~d for some major highway i~r~provements. 

2. All f\Jture networks ~haw a potential need for some mqjor transit improvements. 

3. All future networks propose rural bus service in every co;>unty of the region. 

.4. All futur~ networks propose that the existing rail frE;i~ht service t9 major 
communities be retained. 

5. All futun~ network~ propose that the existing system of commercial ports hE;t 
retained. 

6. All future networks propose that the existing system of air carrier airports 
be retained. 

7; Additional general aviatioq airport facilities ore 9nly propo:ied for the 
abundant energy futures. 

8. The most exlensi~e amount of ~ighway development i~ propo~ed for the hiah 
growth - abundant ener!ily future. 

9. The least amount of highway development i~> propos~d for the low growth-
restricted energy future. . 

10. The most extensive amount of transit development is proposed forth~ high 
growth -restricted energy future. . 

11. The Joost amount of transit development is proposed for the low growth­
abundant energy future. 

The following exldLiu were not prinleJ in time lo reflect the regional bus !iervico now 
operating between Trovene City and Cheboygan. However, informoli<:m fegarding thi!i service 
is contained on pog,.s 43 and 45. 
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EXISTING 
TRANSPORTATION 
SYSTEMS 

LEGEND 

EXISfiHG 

POTEHTIAL 

AI~PbRfS 

+ Air Ctmler 

A Gt-nctal Avltiflon 

'Two Lon~S 

b1w.mi.od• More than two Lan~s 

PUBLIC 
fRAHSPOiiT AtiOH 

«P a @'! intl'!rdly Bu~ 

t, • e • ,j ~eglonril 8tH 

I @I Loedl Bu• 

CF"'-"'-'---t19 [~i~M.H!d Rural Bu~ 

RAILROADS 

H-H+ Fmlght 

J=t_:_:_i="l~: Fteighl & PasSerlgd 

ABUNDANT 
ENERGY 

LO,A7 
POSSIBLE 



-GR ~ WTH fUTURES 
TRANSPORTATION SYSTEM IMPROVEMENTS 

CONSERVED 
ENERGY 

RESTRICTED 

ENERGY 
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EXISTING 
TRANSPOIHAliON 
SYStEMS 

LEGEND 

EXISTitlG 

F*ll}lli\~ POlEtHIAL 

AIRPORtS 

+ Alt Cattltn 

A General Aviation 

HARBORS 

·t·+$1-+ c.,, ... , 
·STAtE HIGHWAYS 

two LtlfiiH 

mm.aio.u• Moil More than Tw() ltuie!l 

i>UaUt 
TRANSPOnT A iiOH 

fi @ 0 lntetclty Bus 

" • 0 e Iiili Re!Jiondl Bu!; 

1 ~ 1 L.,., a •• 
L~;,ili/iil!ijl Rural Bi.IA 

nAIL ROADS 

H-H+ Fr•lghl 

+:J=J·cl·::j: Fr•lghlli. P•HengH 

ABUNDANT 
ENERGY 

POSSIBlE 
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ENERGY 

" 

RESTRICTED 
ENERGY 

59 



60 

EXISTING 

lRANSPORlAtiON 
SYSTEMS 

lEGtND 
~ 
itllit:i&ll EXIStiNG 

~~~~:zij POTENtiAL 

AI~PO~TS 

.. Air Corrlet 

A Genl:!tdl Avioilon 

HARilOR5 

C~:~mrnetddl Htubon 

++$H- c.,f.,,r 

STAlE HIGHWAYS 

PUBLIC 
tRANSPORt ATIOH 

0 t¢J 0 lnti:!rt:Hy Bu~ 

i • • • it Re~Horittl Bus 

I® I Lml Bo< 

1 1>&tlXit~:d Rutol Bus 

RAILROAbS 

j-f-1-1 + f•·l~hl 
::!:i:::l:::~c·t F•elght!. Po"••;•< 

ABUNDANT 
~N~RGY 

HmGtHJ 
POSSIBlE 
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RESTRICTED 
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rnAHSPOill A tloN 
MODE 

1\ vlatiott 

tumrtierde.l Hetbots 

Highways 

Non~Motort:Z-ed 

Pubile 1'ums~ttaHon 

Railroads 

MODAL IMPROVEMENT OPTIONS 

DO NOTHING MINOR SYSTEM IMPROVEMENTS 

Maintain Existit'ig Airport ~c:::utf<it.e F!unwayfl 
F'flcihties Conslttlct New Taxiwnysj Utility 

Builcllngfl ::tlld t<:metgency 
E~tiipmenl 

install Landirtg Syderu~. 

No MalntetHinte ConUhue Mainterlahce to 
1\uthoth:ed Depth 

Ma.lntaln Ex1Stihi1 Resttr£atlng 
FttdtiHes Passil1g Laht!i:l 

itttetsecliori imtltoveme:nts 
Minor. ReeJigttments 

Ttafnc Cotihol OevlteS 

Maintain ExlsHng Pave Slmtilr1ets 
Facilities Pavcnient Markings 

IMstall Signs 
Cutb Cuts 

s~tvlct:! and f!.qulp'tneht Corttinue Cbtrertt Levei of 
Matntalned by Ptlvate Bus St~bsidy Programs 
t:;t Lotnt Agencies Provide Low lntetest LmmS fot 

(No Stnt~ Subsidy) Vehicle Purchases 

Service artd EquiprtHmt Continue CtHrent Level of 
M:ittHeit~ed by Ctittenl Rait Slibsidy Progtttitts 
Oi.vtter 't'tack Rehabilitation 
(No Stale Subsidy) 

' 

NOTE: txainples of itnJHt;"Vement optiohS were atbitrattly Selected. 

MAJOR SYSTEM IMPROVEMENTS 

New t\irporls 
Runwfly l?:xtemdon!'l 
Addi timtRl Runways 
1mplcment Schedttled Passenger SerVice 

lnci:ense llatbor arid Chru111el beplh!'l 
l!itptove C£Ugo Tt~rtsfer FatiliHc!:: 

0 

Whfenlrlg E:xlslinp, 2·Latie to~ or 5 Lan~s 
tonslruct 4-Lanes bivlded oit 

Existing Locution 
Cohslhtd 2-Lanes on New Location 
Corisltuct 4-Latlt:S on New Locfillojt 

- l'tee Access 
- Pnttlal 1\cce!::s Controi 
- Limited AccesS (FreewAy) 

tort~trud Separate Palh ot Bikeway 

Expansion or SrJbsldy Progi-amS for: 
thl€rcHy Carriers 
Regional Cattlers 
Rtttfll Systetns 
Local Sysleins 

Cdnsltttd Nm~;r tetminal F'flclllties 

insllhthfShHe OWtlership of Substdized 
Rail Lines 

tn~titlHe Rail Passeilget Service 



MODAL IMPROVEMENT OPTIONS 

The accompanying table indicates three categories of transportation improve­
ments. These ore: 

1. Do Nothing 

2. Minor System Improvements 

3. Major System Improvements 

A few examples are listed beneath each heading. These in no way repre$ent 
the entire array of options available but should be helpful in associating a category 
with familiar improvement types. 

It should be understood that these three_ categories of transportation improve· 
ments should not be COMidered interc~angeable. Each is intended to satisfy a 

transportation problem of a certain magnitude. Minor problems should be resolved 
with minor system improvements. But major problems should worrant improvement 
alternatives of greater proportions which will solve the problem. And, ocf course, 
there exists the option of doing nothing. But, if a transportation problem exists, 
doing nothing would generally be considered as an irresponsible option toward 
solving the identified problem. This alternative would also indicate that people 
hove decided tq accept or tolerate the probable impacts associated with this 
option. On the other hqnd, the do nothing option would be the proper recommendo· 
tion for those areas not anticipating transportation problems. 

As on example, assume o highway transportation problem where the capacity 
of the existing two !one roadway is clearly inadequate to meet existing and 
future traffic demands. No amount of work of the type under the category of 
''Minor System Improvements" will solve the problem because additional Iones are 
required. Therefore1 those options should be ruled out as alternatives for futher 
consideration. But, each of the highway options identified as qMajor System 
Improvements" would become logical candidates for serious consideration. 

Likewise, situations may exist where a minor highway capacity deficiency 
could be resolved by an "up·to·standard" two·lane roadway. Only those improve· 
ment types, such as those listed under the "Minor System lmprovementl;i" category, 
should then be considered as alternatives fa solve the problem. 

The point is this- transportation problems shoulq first be identified according 
to th.eir magnitude. Then, only those options which could solve that particular 
problem ~hould he considered as realistic alternatives. To seriously consi~ef 
alternatives which involve either~ or less than is conceivably needed would 
be irresponsible. 

SOCIAL, ECONOMIC AND ENVIRONMENTAL IMPLICATIONS 

Alternative investment strategies for transportation improvements ore not only 
based on, but wi II also affect, the social, economic and environmental conditions, 
activities, values and attribute;> of a region. Analysis of these factors must, 
therefore, be a maier element in the process of determining the best transportation 
improvement option(s) for a region. Transportation, while an important item among 
the many factors which have a long term effect on the region's social~ eco11omic 
and environmental attributes, is only one of many factors which influence, ond 
ore influenced by, social and economic conditions. At the regionql level of 
analysis, the total ronge of factors involved in this interaction is so great that it 
is not currently possible to clearly identify specific cause and effect relationships 
between transportation improvements on the one hand and changes or shifts in 
social, economic ond environmental variables on the other. We can only attempt to 
generalize froln past experience to illustrate brood potential impact areas which 
may result from the various modal improvement options available. These generali~ 
zations will help in considering the implications of planned system improvemeqts, 
particularly in the sub-area ond project level studies which wil! follow the Regional 
Systems Study. 

The following discussion will be based on the matrix entitled, "Modal Improve­
ment Options," and will provide a narrative of issues to be considered when a$sess· 
ing alternative courses of action. The level of detail will vary, based I.IPOil our 
ability to draw assumptions from the character of improvements proposed. It should 
be recognized at the outset t~10t the overo!l level of transportation service4 provided 
to the public is as much aff~cted by decision-making in the private sector os in the 
public sector. 

l. The Do-Nothing Alternative 

The baseline, or benchmark, alternative for all transportation modes is the 
do·nothing 9r maintenance alternative. This alternative is a minimal program 
which can involve nothing more than normal maintenance and upkeep of 
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existing transportation tacllities, services, or progrOmS. Anolysis of the 
probobie positiv~ and nt!got'ive impods I hot would tesuh from the do-nothing 
alternative provides a bose line from which the lradeoHs Involved In the 
Selection of other options con be compared. 

. Tf,e social, economic and hoturol envlronmenh of the Notlhwest Region 
ore iiof static. Both lntetnol and external fodoi"s Will impact oh the tegion 
Md will tnodify the soda!, economit and envHohTnetitoi coOdiilotlS and dfh!i::t 
the ability of liS. transporlallon inftdshutlure to meet the demands placed 
upoo lt. Sil!fl! hi PoPtdatlon levels, denSiiy, ond locoHon; chaNge!: In the 
~erv~ce requii"CttH~111s of tegionol fodiilies, s:ueh OS health cdte arH:I social 
§:ehiice tenters and educational inslituHons; and chcingtH In typeS and levels 
tjf econotnlc activitieS (induding agrkiJiture) are examples of ihterndl fadotS.~ 
Examples of faCtors external to the region are changeS In the niltlonol dnd 
wotld economy, !\:lal<:!wide or notional ener~y Cori~lderatlonS ontf changes lh 
Social vd1ues such as recreation dnd tesoutce cdnservatloii. Mttihtehdnte of 
the existing ftonsportolion syslcm1 even at a high level, does not ln~ure thtlt 
the system wlil cOntinue to meel !he social ond economic needs of the teglon. 
These dyndmics all infloence In one manner Ot dnothet the natural environ• 
tnent. And II Is the natural base that supporl$ all other odivilie!, providing 
ihtoogh Its ouhfanding oltdbutcs !he impetus o( matiy of the Soci'ol and 
~coMomic adlvltles. 

8. AVIation - {ba~Notlling A lternotive} 

Cohtinuous change lh aitcroH technology nccl:!ssHctteS the improv~ 
tnent of airport fodlit!es even when capacity is higher than use, Change§ 
telated to the ground support system in the area of Increased safety tnoy 
be tonsldered under thiS opliori and could omovnf fo Sizeable public 
Sedo~ tronspotfdiloti Investments. lmj:iroYeriientS Crlented toward ln~ 
creased capacities tis a result of physkal ground support SyStem ltn)Jrove­
ments would Hoi be Considered under this option. ConSiderable lncrecises 
in passertgets and fteigh\ ore posSible evch with this option if suftitient 
demdnci exists. The meeting of the incredsed demand would have to occur 
throvgh pr~vaie sector action, l.e. 1 by 1he oltlines ptovldln9 tnore flights~ 
Blggef oitctoft and higher speeds tequhe l6nget runways and larger. 
storage facilitieS. Higher speeds trhd lor~er oi.rctdft, coupled wllh higher 
loctd factor~ pet airCraft, Increase the tinetgy efficiency of ihe olr mod~ 
Slhce fewer planes are heeded to rl1eet demtlrn:L Selection of the do-

nolhin~ oht!rnallvc for the region as d whole, ihen, may preclude use of 
larger, mtite efficient alrcrciff In ports of the Northwest Region. Prcdud­
in!;:l the use of these aircroH tnoy lend to ulllmaiely lower serviCe levels, 
or forc~·JnctetJsed telldnce on other modes. The social, economic and 
erivil"oi1mental Jmpocfs would ihen bed conse<:jucnce of the effects asso­
ciated with sydems lmprovemchls to the othet modes. 

Path pteseniiy play ti sitjt1ifkotlf role lh the te!Jiotidl economy. How· 
ever; thete ls: little pub lit sector h;volviHhetil other !han lri I he provision 
of havlgdUOrl tJhd pod accCB facilitieS~ Present use h predominontty 
by and ror private s~dor putpoSes; on exception Is sotne pasSenger 
Setv!C~ of\ tl1e lerrles. lhcrea~ed passenger si!!tvlte would not be dccom­
t11o~ated onder this opiiotl.o 

If tt:m1metcioi harbor molntcr~once adlvilie!!. were to tMSe, some of 
these fotllllies would gradually be!)ln lo fill up with river or lake Sedi~ 
mehls. A$ ihese harbors betome shallower, tettotn ships would no 
ionger be able to safely Setvlce the various t:titnmerdal ports. Some 
tttanufoctuteh would' rtof be obie to co11tlnt.re their operations if ihey hod 
to tror~Sport their ptoducli; by d mode other thor~ ship. Fot ihose comrriUiii­
tles depending 6rt water comltletce, this Could resuli ih seve-ral econoniic 

Impact$. 

li1e lnctedSed use of cool tis a source of ctlergy would lncteo.se the 
need for adeqUate port facilitieS to setve lhe Northwest Region. II !tioy 
require mote lntctfoct! be!ween GreollobH Shipplit!;l cind the roil and 
truck modes and mtty ilecessitote on increased pub he role in the publiC/ 
private ht111spodatloh partnership. Foilote io hnptove Service co.uld 
dlscourtJge the development of Some induS !tieS In the Norihwest Region 
becau~e on t:ideqt.rdle, ecOnomiCal Supply of Chetgy would hot be readilY 
dvailoble. Conversely, if cool supplies were provided by oiher modes1 
or by lake l11 o 111a11ner no! req~irlti~ port improvements1 setiovs lmplka· 
lions t:ould dccrue to !he othar modes" Substai1Hol intteoseS of cod I 
movtitneht by tl:lil Ond/or highwdy could irlgget the need tot fadlhollng 
imJnovemehl!i: or1 these sy~leltls" the social, economiC and enviroti.­
tn<mfallmpttcts would jhi:!n be transferred from tHose Ossocldted with 
port develojJmi!Mt to tail and h!ghwdy development~ lncrettslhg ptesSUteS 



for recreational development have already affected possible port develop­
ment options and the possibility of increased service with existing dock 
facilities is limited because of a lack of storage facilities. Increased 
public sector involvement would not be contemplated under the do-nothing 
alternative. 

c. Highways - (Do-Nothing Alternative} 

The existing highway network i11 the Northwest Region may not be 
able to safely and efficiently handle projected increases in the levels of 
population, recreational travel, and movement of goods, even if these 
increases were to occur at low or moderate levels. When a highway net­
work or links within that network provide less than adequate service, 
numerous social and economic effects can occur. Substandard road con­
ditions and congestion tend to discourage both residential and commercial 
development. They also can increase transportation costs, noise, air 
pollution, accidents and sometimes encourage motorists to seek alternate 
routes for travel. Parallel routes, in turn, may begin to loqd up and also 
become substandard. This effect has been apparent in the Northwest 
Region foro number of years. It is characterized by the use of alternative 
routings by the traveling public for trips that would normally be along 
state highways. The State is responsible for routes which function as 
maior long distance routings of highway traffic. Lack of safety or capacity 
on o state route tends to cause a spillover to local roads of.long qistance 
trips which in turn increases safety and congestion problems on these 
routes. Where exis,ting local fOods provide reasonable alternative routings, 
the effect of the do·nothing alternative is to distribute the environmental 
impacts of poor safety and congestion across a number of h!ghwoys and 
areas surrounding these highways. 

If no actions ore taken to increase the capacity of the overloaded 
rood system or links of the system, these impacts will became more 
severe over time, causjng the area to become stagnant, or even depressed. 
Such a situation results in law property values, low levels of business 
activity, and generally decreases the desirability of on area for residential 
development. In the Northwest Region, these types of impacts are more 
likely to occur in and around the four regional growth centers and along 
the major links connecting these areas. If population and industry in the 
reglon continue to expand at current rates, or expand at very high rates, 

the existing roa4 systern will he eveo less able to jlCCommadate th~ addi~ 
tiooal demands placed on it. The tourist/recreational nature of the North­
west R(lgionql economy will also require q high level of ~ighway service. 

The mqjor direct effects of the do-nothing alternative are associate4 
with declining safety and congestion. They cue generally categori+.ed as 
impacts to the human environment since they ore associated wjth h~ahh, 
sqfety qnd quality of life in its tronsportofion-relote<t aspect$~ 

Congestion on highways contributes to localized air and noise pollu­
tion impacts along existing highway corridors. Currently, the Northwest 
Region's air quality is within the national pdmory and secondary oir 
quality standards with the exception of those for photo chemical oxidants. 
Violations of the photo chemical oxidant standards in areas like the North­
west Region are believed to result from the movement of air masses a~ 
opposed to local emissions. If traffic: conQestion were to increase, there 
is the possibility of violation of the carbon monoxide standard at specific 
locations where atmospheric conditions, such as low wind speeds and a 
temperature inversion, occur simultaneously. 
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Increased volumes, particularly when congestion oCcurs, contribute. 
fd Increased nOise pollution from sloppirlg dnd starting, etc. This Is 
pte!'>ently octurrltig in the region ond will tOrilinoe to vaty us the traffic 
volumes vttry. 

Thos@ lmpotts to the natural ehvlronment which te!'>tdt from the do-­
nothing ohet11otlve cite associated wilh the previously mentioned splllov<Jt 
effect ttltised ftoni congestion ond poor safety chotacteristltso However, 
the do·hofhlng tihi:!rnotive also does not provide the bosl~ for responding 
to changeS In CcOhomiC condiliOhs, shift~ In ~liergy utlli±l:it/On patternS at 
t:ilferotloh!'> In ht!hSpotlotloti Corridor loi:otion to accommodate perce-Ived 
Sodtrl bertorih. There ore a reds ir1 the Nodhwest Region where the re• 
local ion ol exhilng highwoyS wouid prOvide environmentally or Soclaliy 
beneficial octidns fo ochleve non·trnriSportdtlor1 obfettlvt!s. 

d~ Non•Molorited- (Do-Nothing Alterhotive) 

t~e do~nofhlng option for the ttoil·moforlted mode wouid Involve 
110thtng ti10re than tndlntenoncl';! ol exHtin!,;l fdtli!tles. Any effects of thf!! 
do-.nothlng alternative for this mode wuuid thus be of small tnognilude 
dnd little S.lg-Hifitdhte. 

e. Public ttorisportotion - (bo--Nothlng- AhernaHve) 

Tht! primary Soda! and economiC a_spedS o, the Northwest ~eglon 
teloHHg fo the bus mode ate the genMolly low lntome levels, _ll;e high per­
ten tog@ of aged, and ihe ~uta! dlspehlon of the population. Bu!: .set...-ice 
lM the region IS tuttenlly orienied fowdrdthe ttOrisportatlon disadvantaged 
persOns Wlfhln the!:e groups. lhe do-nothing altetnotlve will iiot ellCible 
lntteoSlng humber! of tl1e oldErrr pOorer, total tesidenU of ih~ r.egiol1 to 
take advantage df the employment oppodunititH;1 and t~fher focilllieS o11d 
~ervic~~ ln the tnetrbpolitatl areaS to the mttxilllum exf;hf possible. 

If s!Ote sub:Sidlet di-e hot ptovlded, Som~ locai otetiS inoy l1ovc to 
dlstohtltiu~ serviceS Such a$ dio)-o .. tide becduse ddequote funds tnoy hot 
be available .. _ The lyp~ of service offered may have to change In vieW of 
etoliom-lt realities; this could perhapS touse mote empho~ls on other ride· 
shoring odivitle$ or irttteosad ioxl service ih order to mttinfdit1 ex1Stl11g 
!tbtvite levels. 

ilie rhaintenonco oherholive for bus service would have implications 
tb the natural eiivlronmenf only to ihtt extent that the Increased use of bus 
fronsportolion would Influence the olletnotive Use of the private automo­
bile. fhe Mfure or bus ftdnsporlation would lend to beltet Support more 
densely concenltoled selllement patterns. It IS reasonable lo dssvme that 
great increases in the uHii:t.dlion oF bus itonsporlotion would be poSsible 
In the Northwest Region without tequlring the coriSirudion of new high· 
way facilities. It _therefore djJpears thpf the lnctet:lsed use of bus troi1Spor· 
lotion might prOvide oppOrtunities (or limiting fotlher Intrusions into the 
natural OrMS of the region. To achieve this outcome, soltte limiting lti­
fluence must OccUr that will reduce the cvrreilt dvoilobility of the pdvo-le 
dtifomobfle. 

The high bulk lo value r~tlo fot ptoduds common td the Nor!hwest 
R&:gion make! adequate toll service on_lntrlnsit pori of the dteo 1S trans­
portatiON network. If the nolutcil tesol..tces of the oteo, such os oil 1 gaS, 
lumbet and wood ptoduct!: 1 tonthtUe to provide o subStantial economic 
bose fat the titeo, ond If cool becomes o major source of energy 1 then 
buslne~S; iNdustry and elcdtlcal power !jellerotlo11 otgonl:t.olions Will 
tend to becotne mote roil-t~liarit. lhus, selection of the,do--noihlni:J opllotl 
fot the roil mode may1 ovet time, rt!tcitd the exparHdori bf hdlutdl resources 
based ltidusfHes and, lti tUtti, lnci"ecise Costs to consutners l':rhd dcctease 
the currMf competitive advantage~ of the present toil users. 

The do·nOthlng/moinlrmdnce aliernoUve fcit toll would l1ove serioUS 
lmplkd-lion$; for bro11ch llhes facing obondontnehL UnlesS increases In 
the fund$ ovaHobie for subsidy were provided; 111!wly oboridot11!d broiich 
lines would be lost or a redefinition oF the priorities in thtJ tegloh would 
bt! requited and those lineS of lower priority dropped rrom !he SUbsidy 
ptogttJm. 

The hdi1$fer of exl.stittg freight shipments tram rtili to other tnodt:'s 
t01.1ld trigger the need for highwoy Jmptoveinents in ccdain sped fit sitv­
dilotiS. An orialysi!; of the teglort's highways regarding their obilliy to 
handle itxl!;!lng toll frel!jlf Shipments !rtdkates llo general sy!':tem prob· 
lem. How~ver1 there Is ihe possibility that Increased !tuck ttorHc on 
Spet:Hic exlsiing hlghwdys Could r~suH lh defiCiencies tequlring torrec-



tion. The resulting environmental effects of this construction would be 
a consequence of the overall alternative selected. Should current 
national plans require•shifting a Iorge percentage of energy utilization 
to coal, major demands for improved roil facilities may occur. In this 
case, attempts to compensate for the lack of rail service through the use 
of other mo.;les could have serious ~ocial, economic and environmental 
Implications. 

The possibility of roil passenger service becoming practical in an 
economic sense would be delayed or precluded if this alternative were 
adopted. Current and short-range future activities could be acet;>mo­
dated by this alternative. However, it would ignore current inefficiencies 
which, if corrected, may free resources that in the long term could be 
applied toward increased levels of service. 

2. Minor System ImProvements Alternativ& 

Minor system improvement options are those which con accommodate 
changes in the type and level of social and economic activities by means of 
transportation improvements which permit the basic transportation infrastruc­
ture to meet new or modified demands. This option normally involves improve· 
ments of only a local nature. In some cases, monetary expenditures may be 
substantial. Generally, however, tho capitol investment will be less than that 
needed to provide major improvements to existing transportation systel)lS or 
to provide an entirely new system. The social, economic and e:nvironmen.tol 
implications of the minor system improvement option will vary by mode, by 
the specific types of improvement which could be considered under this 
option and by the specific locations of those improvements. 

a. Aviation - (Minor Improvement Alternative) 

Mil;wr system improvement options for airp9rts would be those directeQ 
toward maximi+ing the utility of existing airports. Examples include 
vqrious means of improving ground circulation and support facilities, 
while maintaining present capabilities of supporting current usage. The 
range of improvement options available with this alternative would not 
result in any consequential expansion in level of service, either at par­
ticular airports or, in total, on a regional basis. The safety and efficiency 
of ground and air movement at some airports, however, would be increased. 
Increased flights could be accommodated with this option. . 

b. 

There ore no major social and economic implicatioqs of a regional 
nqture involved with this alternative, other than that the current level of 
f!.ervice would be maintained~ and perhaps even iJnproved if demand were 
sufficient. However, minor system improvements lllOY place a specific 
airport in an advantageous position for future improvements in the level 
of service, should conditions warrant, relative to other airports that have 
not had improvements. 

Rt.mway paving, improvements to ground circulation, safety systems 
pod support facilities would contribute to increases in paved areas. The 
effect would be to reduce vegetation and requires that consider!ltion of 
stormwater runoff patterns and volumes, qs well as groundwater infiltra~ 
tion rates, must necessarily be undertaken i11 such situations. 

Commercial Harbors - (Minor Improvement Alternative) 

The minor sy~tem improvement strategy for ports is significantly 
different for different approaches. If the strategy is designed to support 
current levels of port usage, the implications of the modernization of th~ 
Great Lakes fleet can be significant. The maintenance of existing 
service levels at ports moy require substantial construction activities 
as ship sizes increas~;;. The increased use of containers for general 
cargo transportation could increase pressure for construction of con­
tainer handling facilities to maintain port viability. Such capacity needs 
would require the construction of docks, dredging of channels with att~nd· 
ant dredge disposal, etc. Dredging con result in direct fish ki111 water 
turbidity1 non~use of areas and destruction or interruption of submerged 
vegetation, bottomland benthic organisms, fish spawning, rear!n[3' and 
breeding areas. The impact scale depends on the amount of dredging 
and construction that is necessary to provide the facilities. 

Onlond activities to support port facilities ore also of concern. The 
conversion of land areas to industrial use could result in the loss of 
vegetatiof"! and wildlife habitat. Storage of some bulk commodities also 
generates concern regarding damage to water resources through the intro­
duction of toxic materials into the environment. 

The minor system improvement alternative for this mode could also 
be limited to include only the maintenance of existing ports in their 
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tutrent condition with only liinlfed constructiOn ot some improved dock-
!: ida facilitle~ In exiSting locations; and pethaps of minot facilities to 
old modal interface wifh toil and/or truck. To the exfeM then rl-ds 
idrategy, Oi" 6fhets similar to It, would Influence commodity circulation 
poitetrl~; the Sbdal and ecanotnic lmpilcollons would be disttlbuBonol 
ln character• ihdf ls, the competitive potdliori of pOrt. shipment could 
be htiproved relative ta shlptntmt by tall or truck. At this time, this 
would bt! primatlly d ptivafe sector decision; although the pUblic sector 
i:otild cteafe a favorable climate Or provide tangibie lm~Jetus H such 
ddiori wer~ defi!t-rtnlned to bemdit the regloii ds d whoie. It is 110t likt!ly; 
however; that the extehf of imprth'(mH'mh included iJhdet thl!! alterrltltiV~ 
would be gr~ot enough io have toglon-wlde lmpllcoHon~. 

t. Highwdys - (Minot Improvement Alternative) 

'"'''" .. '·! .. ','. 

_1, 

·, .. .. ·· 

I, 

Examples of nilhor system Improvement optionS for lhe highway mode 
lhclude restirfadng of ~xlsting toutes, providing passing lanes or truck 
dlmbing lon~s; ihletsectioh lm!Jrovements and tninor realignments. The 
m6jor reason lor pTOvidlng these improvements IS to ilicrease safety ond 
Improve the traffic flow on highways at Spetific locations which hove 
demonstrated a need for such improvementS. dn d regional scale, the 

social dnd economic lmpllcalion:S of lhttse types of improvements lend 
to be minimal. Pritndry Social and economic impacts on o regio11ol level 
would result orily If chongos In lhe mgioh were so droslic, or occurred 
so rapidly, thot o Very Iorge number of minor Improvements were necessary. 
ihe cumulative effect ur these lmpi"overilenls couid theM conceivably 
npptoach the maghiludc of who! would occUr under the option of lnveSiit1g 
lh a tnajor lmptovemeMt.: Nortnttliy, seconddty social and economic lm· 
path will Mf occur ds a result of choosh1g this opllon. This is Mot to 
~ay t.hat tnojor .changes in the Socidl tmd economic activity paHen1s of 
the Northwest Region (such os shilh In j:Jo!Julallmi levels ond density; 
Qt chong~'!!: hi employmetll cind busltie!H'l octlvhy, agricultural prodvctlv-
ily or foutism) will hot occur- merely lhot minor improvements to the 
t>xlsling tegiondl highway network would not be 0 prlncipctl tonlrlbulot 
to ·such change. 

·social and economic liupoctS ot d ptilticity (direct) no lure might result 
from indlvldur~l project~ which could be lmplemeiiled under this opliori. 
The severl!y of thes~ lmpociS would be gredtet in tmd atotind the r~gion's 
ltlcijor populollotl centers tho11 lrt rural dreos b@couse or the density of 
development. An hHiHSecilbn Improvement ol' the oddHion of b passing 
laM, for exomple1 tnlght signiflcdtitly teduce personai injury or properly 
damage ocddenis. The sOtne project, on !hi'! other hand, 111ay require the 
acquisition of Some oddltloMI rigltt-of·woy, which could force the reloco­
HoH of a business or tesid6hce', Or perhop~ reduce the utility ot adjcicenf 
lend. Specific lrode-oHs suth os these need to be cincilyzed for each 
indivldu<tl proJect. 

Sihce the thrust ot the rnlliot ~ystem Improvement stroiegy Is to 
tntlxlmite the service of the exlsllng sys:lelli; the ontlclfX!!ed Impacts lo 
the natural environment tend to be minimal mlCf of a primary impod 
character, As with !i:odal ctnd eco110mic effects; secondary and lettiory 
ltnpcitti would represent a reinforcement of existing nends in social 
and ecot1omit odlvity. Prlmdi"y construction Impacts would be assod­
oted with specific sihJatlons whete eXlsllhg highways conflict with the 
more ~etis:Hive land iorn1s in the reglon 1 porticuloriy wei lands ond 
watercourses:. 

The hriptovernerit ot existing hlghwdyS c6H contribute fo greater 
ea~e of ttoHit: flow• This has d tendency io reduce noise dnd air politJ· 
tloH ~Jroblem.S. However, improved traHic fiow and safely mr~y cOntribute 



to the attraction of trips previously using alternative routings and thus 
increas~ traffic volumes. This occurrence woul<t contribute to increased 
noise and air pollution alon9 the existin9 route, where minor improvement 
projects, including widenin9f mi9ht move traffic closer to existin9 struc­
tures, marginally increasing noise. 

In some cases, minor reoli9nments of existing routes would fall in 
this cate9ory of activity .. Such projects would require the same anal­
ysis as for any relocation. The resulting impacts would depend on the 
length and location of the reoli9nment and the attributes found in the 
proposed construction area. They would represent potential losses in 
vegetation cover, forest repwductlon~ wet and agricultural lands, loss 
of wildlife habitat, etc. Particular concern for realignments and recon­
structions must be token in the Lake Michigan coastal zone to assure 
that this uniqi,Je resource is not damaged, Special concern also will be 
taken in areas that hove been officially designated os special environ­
ments. 

d. Non-Motorh:ed- (Minor Improvement Alternative) 

The minor system improvement option for non-motorjzed transporta­
tion would be directed toward accommodating increased non-motorized 
activities within the rights-of-way of the existin9 highway system. This 
could; be done even when other hi9hwoy improvements were not simul· 
taneously being made. Emphasis could be on connectin9 links between 
activity centers served by state highways. This option could also 
accommodate expanded non-motorized systems on county·ond·locol roads. 

Improving non~rnotorized transportation in the Northwest Region 
could encourage recreational pursuits, and thus could increase tourism 
in the area. However, any increase would likely be small,, and any re· 
gionol effects of the minor system improvement option for this mode 
would be of little region~wide significance. Social and economic impli­
cations would primarily involve specific benefits, such as increased 
safety, associated with individual proiects. 

e. Public T ransportotion- (Minor Improvement Alternative) 

With the minor system improvr:ment option, not only would existing 
bus services and programs continue, but some increase in service area 

or service frequency would be possible. from a regional perspective, 
depepding on the type(s) of minor improvements that were made, the 
minor system improvement option could have q small, positive effect. 
An increase in the ease of mobility among the regional growth centers 
and from the rural areas to these centers could, for example, improve 
accessibility to places of employment, health care facilities and other 
opportunities and services. This strategy for public transit would no• 
generally be anticipated to have effects on the natural environment. 

f. Railroads - (Minor Improvement Alternative) 

The minor system improvement option would permit the continuation 
of existing roil service. It would also include the minor upgrading of 
service~ but probably only between some selected points most in need of 
improvement. In most instances, the type and scope of improvement:! 
that would be mode under this option would not result in any primary 
social or economic impacts of regional scope or significqnce. As In the 
highwqy mode1 it is conceivable, but not very likely, that the cumulative 
effect 9f several minor improvements would be a major regional change 
in accessibility or in the movement and distribution of goods. Under 
this option, some system consolidation which would lessen rail mile~ 
while retoinin9 or improving level of service could be undertaken. 
Although there would be little immediate effect upon rail users, there 
could be benefits to other modes, such Qs fewer roil crossings and land 
made available fOr recreational or non-motorized improvements. A minor 
system improvemep.t strate9y for roil would not generally be anticipated 
to hove effects on the natural environment. 

3. Major ~ystem Improvement Alternative 

Investment strategies which include major system improvements hove 
the 9reotest potential for social, economic and environmental effects. The 
purpose of such major improv.;:ments is to provide new or improved services, 
to relocate existing systems, increase the capacity of existing systems or 
to provide services to areas not presently serviced by the particular mode. 
The social and economic value of such improvements is difficult to deter­
mine in an area presently served by a modern transportation system. Changes 
in social and economic activity caused by the alteration of transportation 
delivery systems ore marginal and difficult to isolate from other factors. T~e 

same problems ore encountered when attempting to indentify secondary and 
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tertiary soclol, ecoilomic dnd er1Vironrncntol impacts. Primary impacts dre 

tilore easlly determined but even these ore relative. 

The impacts must be viewed first from tl1e s!ondpoint of the specific 
actions proposd and secondly with regard lo lhe particular future being cor'l­
!';ideted. This is bccduse 1 while the impact will be modified by the nature of 

the tuture conditions within which lhe odiotl is frtimed, out present under.-. 

S!dhding of impacts is fled most ditediy to the dell on ond fhe cttuse/effect 
telotionshlp. Thus, it Is difficult to spell out precisely the chorodet impact 

which would tesult froni various mojot lmptovetnenh Until spedfit lmptove~ 
nierih were l'roposed. However, general impocl_areos can be hy~Jofi,esl:ted 
to heip tmdersfand the implications of systems pn:>jjo~cils tir1d io guid~ the 
tnote spetlfit sub-tired oi1d proiect im)'dtt tiMdlysis. 

a. Aviation- (Mctior Improvement Alternative) 

Mojot lmprOvBmenls in ihe teglon's tilt mode could lnctettSe bvSi~ 
neSs adivify1 but any increase directly ctiidbvtable to these Improve~ 
ments would tend to be small. Th•Js, iri view of the relatively high 
level of existing service, the tc!jionol socidl dnd economic Implications 
of mcijor improvemertis in this mode are of sttrallt!t magnitude and lesset 
Significance. The level of service of the air mode would fend fo bed 
positive faclor to be con~idered by business ot industry; rather than d 

negaHve one, and likely of relatively mitior lmpor!once In +he totai con­
text of most business ot industry exponS!otl ot relocoHon deciSions. 

At the commUnity level, major ltnpf'6vCmel1fs 111 dirport focilitjes, 
including porliculorly the consttuction at a hew airport; tould tesuh in 

Slrbstanlial dited and indirect Social and ecoi10tnlc impacts. Of pdr• 
ticulor Signffictrnce would be dispiilccment and ldnd uSe changes both 

ot the airport location and along lrdnsporttHioh toutes to population 
tenters in the ored. T),e cortslructloH of d new airport would have sig· 
hifitdrit Impacts to the ncttlrrol E!rivlronmCnt lH almost t!lllocofionS: of 

the region. Maior improvemen'-!; to exlslihQ airports conslst1r1g or con­
struction of neW runways and runway extensions and suppOrt focilliieS 
Could ctiso hove signlficonf impociS to ihe noWrai environment depend• 

ing On the location of ihe specific oltport. Nois~ t~nds. to b~ the riJOSt 

SlgHiflcont primoty impact associated with airpods. In some areaS, the 

tontinued development of tesidcnHol brads oround existing airports may 

lead io fulure pressures to relocole the oltjwrt. This result would hove 
lhe lendertcy of encouraging slgniflcont new social, economic and en­
vltonrn!?-ntal effects. A major ihn.ist of airport development n1tisl, thert!­

forC, be on effort to assure the coniinued viability of existing oirporl 
foci lilies. 

b. (btnmertitll HorbotS- (Major ImprOvement Alternallve} 

ThEi intteoslng tbsl$ of lronsportoliori cind the potenliol for grcaler 

USC of WMiei"H coed torilHbuteS to the potential fot wafer itdllsf)orlatioh 

occUtJ)fing d mud, grealet role in the future. This, coupled with projected 

lilCreases In ship !:he OS part or fleet modet-11i:taliori tnoy tcqulre !he COh­
sirut:lion bf mdjor pod lrnptbvetnCt11S Within ihe l-egion Or I he odvatlloges 

t~ ihe rrigloticil ecotiomy inheteht in. lis location 1n the Greol Lal<es may 
be· losl1 Such lmprovemimiS would have to be considered In il~ht of the 

major envlrortnieniol ImplicationS inherent it1 ihe corr$tttJcfioM of pori 

facilities. Recent trends hdvri been lo reduce the ovoliability of ionds for 
pori development In' several ot the existing pods .. Contlnudlioh of th!!; 

trend may require tufure odiorlS to reestablish adttqttote potl fucililles 
should the water tnode lncredse lt1 lmpotlonce. Consideration ot the 

~ociai, economic and eiwironmehtdl lmpllcd!IOi-tS of this Siluoilon ore 

Important fa all regional plontilng eHods. 

c. Highways- (Mdjot Improvement Aliernallve) 

When medsurcd i11 terms bf accessibility iHio and within the teglorti 
norlhwest Mlclllgati has. dwell developed highway System. Projections 

Indicate that populotiori dnd economic tjrowJh will continue lobe concen­
ltciled itt tbose orea~ to which fllghwdyS prcs~ndy provided high levef of 

service. Given this type of highway Systcl11 and the growth projedlons, 
changeS ln the overall social, ecot1ornic and chvironmeJilol coni ext of 

the te{jion caused by lmprovcimenis to the existing highway system 
would be marginal in chdttJder ortd difficult io iSolate from other t:ciUScl· 

tlve factors. However, the !sold ted locoHm1 of the region, In terms of 
dccess to other paris of the couniry, imposes d honsporialion lime and 
cost penalty ott prt~dtids shipped to and ftom di"eo Industry. As energy 

i:ind oih'er li"otlsporfCrilon eoSis inCrectse, the relative competitive poSition 

of areci Industry IS teduced as Compared to Industry located in more 
dcceHible i"i:!QiohS. Wl,ile the speclfk lmpad on any por!icufd;- lhduSity 



is difficult to measure, consideration of the marginal effects of these 
ecoQomic forces need to be carefully considered. 

Impacts resulting from major highway improvements are significantly 
differe'nt if the improvefi\ent is on the axisting highway alignment as 
opposed to a relocation of the facility. Major improvements on existing 
highway alignments would primarily be associated with providing im~ 
proved capacity and/or safety through straightening the existing roadway, 
adding lanes to provide four or five lone roadways or divided four lone 
roadways. In some cases, such widenings and alignment improvements 
can be constructed within the existing right-of-way. At other times, 
additional right-of-way has to be acquired from adjacent property owners. 
In these cases, direct social and economic impacts including displace­
ment of homes and businesses, increases in noise level, and proximity 
damages to remaining buildin~s can be expected to occ1.1r. In undeveloped 
areas, intrusion into wetlands, floodplain areas, the removal of existing 
vegetation and potential erosion and sedimentation problems often occur 
with consequences.to water quality in adjacent streams and lakes. The 
wider roadways add to the total area of sealed surface contributing to 
increased runoff rates and reduced infiltration rates to the groundwater. 
Special problems can occur in areas of sensitive environments such as 
wetlands, sand dune areas, as well as unique or prime.agriculturallonds. 
lmpn:;.vements to existing hig~ways tend to have a marginal effect toward 
changing the amount and location of social and economic acitivity. Such 
improvements do tend to support existing development patterns ancf affect 
natural environmental areas already impacted. 

Long ter!ll problems ocqsr when existing facilities are improved and 
development occurs along them. Development requires driveway access 
and introduces a condition termed "side friction." Side friction results 
from vehicles entering and leaving the highway, thereby reducing capacity 
and safety. A solution to this problem is the conven;don of existing 
routes to limited access. By acquiring the rights of adjacent property 
owners to enter and leave from the highway, side friction is eliminated 
and capacity and safety enhanced. 

Secondary social, economic and environmental effects are reduced, 
but the primary impacts, particularly social and economic, ore maximized, 
Adiacent properties would be denied access to the route. Existing resi-

dentiol development would have to be served through service drives Qf 

acquired and removed. Businesses would lose access to the traffic; flow 
ondf even if served by service drives, would face severe access problems. 
In cases where this type of construction has occurred, an ~J:Xtremely ~i~h 
level of business t:;:losings has resulted. 

In cases where the existing rood system i~ limited and t~e subject 
state trunk line provides not only its state and regional purpose, ~ut is, 
also on important local service route, the conversion of the state highway 
to limited access could result in severe local highway service problems 
with the resulting social and economic implicqtions to the particular 
community. 
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The selection of new corridors to relocate ex! sling highways ore 
Qenei"ally undertoh:ri fo reduce !he primary socltll dnd economit impacts 
of the Improvement. Relocated h~ghwdys generally have Hmited direct 
socldl and ecohOrnic impocts. Conversely, the primary impociS to ihe 
iiOitJtal envlronmeni of reloc:oled highwayS lend to be maxirnized1 olil10ugh 
tttrelol lot:dl!on of the new routes cori greatly mitigdle primary irnpotfs 
fo the notutal environment. Total elimination of such impactS Is hot 
feasible. H!ghwClys ore linear fctcllities and thetefore Cannot be locoied 
to dvoid till envl~onmentol dtlrlbutes. Highway!: br! hew locatlof'l require 
the corivetsloH of lar;d from its existing uses loti Slngle putpdse h1gi1Wdy 
use. Depending uh thd topography, minor to majot eadh changes dr~ re4 

cjlflred to cOnstruct the new highway grade. Ti1e lntrtJslon into areaS not 
pre§ently affected by highways hos lmpocis on wildlife habitat and ml~ 
grotlort totJtes, drolndge poHerns; streom chahncls and wetidnds. bi~~ 
tuptioti itJ E!x!Stlhg iand usi:! odivitles such ds forming, tetreatlon and 
operi Spctc!l' occur! tind dlters •he aesthetic chorcttfet of the t:Ji"f!d. 

H the rtoloccttioh provides iHnlted access rlght-of-Wcty1 ~l!cohdory 
lttipocl~ cati be Controlled. The limiting of dCces!l tedo.keS dccess!biiity 
dnd hctS the tendency lo direct soda) ond Eicorlomic ctcHvlty. Free dt:C:t!SS 
toutes on hew lotatiort can have the fifttjcf Of tedlstttbutln£1 d~veloptnent 
ln the area rctther than supporHng exhiing devedoptnerit pattern§. V~ry 
6heri; it IS this secondary deveiopitlent which has the mast ptofoV11d 
Impact Oti the natural environment. 

Cleotly, o frodcoff ihat must bo considered iS ihoi bel ween the Im­
pacts Ia be onilcipaled when cohsidcring the alternolive of reconstrucl­
inu on existing highway versus relocotih!t the route too new corridor. 
The purpose of maior highway system improvements ls to rosier Social 
and economic benefiis lhcludin~ rcdudn~ cbn!JesHon Cmd accidents, 
itnprovJng dCceSSibility, elc. rhe unique charocfet of lhe environrhenlol 
attributes of thfl tegion t-etjulres speciol coticNn whe11 highwoy improve· 
htcnt!l drc tOnsldercd. The tegloli has d ltitge numbar of crivitorimt:ln.tally 
Sensltlv~ dreos, sOtne of.wl,ich ~hould hOI be subJected IO new highway 
coristrottion. Others, if hjghwoy consHuction Is hocessdry within them, 
should be protected lhtOtjgh extensive mitigation of potenliallmpads. 
These drl!ds dte of sevetdl dlff~rent types from ndtioncil ond stoiC pork· 
land~ lo hdlutd! tlvct otocts 1 Mdlionai dlld state fotests; envitohmenloily 
!:chSitlve tH·eos, and prime dlid t.ot!lque ogticoittttol land. Major highway 
lmprovem~tits most toke tltcse valueS, tiS w~ll as tbi1cerns for primary 
.s0cldli ecor10mlc t1nd envirorHneHtdi Impact~, Into consldetatlori. 



d. Non-Motorized- (Major Improvement Alternative) 

Even a very large investment, such as an exclusive bikeway, would 
hove little effect on the social, economic and environmental character­
istics of either the region or individual communities. 

e. Public Transportation- (Major Improvement Alternative} 

Major investments and improvements to this mode imply substan­
tially increased use of buses and less use of the automobile for personol 
transportation. Such a change could alter land use trends, change the 
location of social and economic activity, and increase the direct impacts 
caused by the automobile. Extensive use of the bus fllOde, like other 
mass transit modes, tends to concentrate business and residential de­
velopment at the ends of service routes, and at specific points along 
the routes. Thus, over time, majcr service level increases in the bus 
mode may tend to reduce the rural dispersion of residential and business 
development and increase the urban population, if the current generally 
unrestrained use of the automobile is subiected to limiting factors, 
either through natural market forces, energy costs, etc., or through 
direct governmental restraints on the use of personal transportation. 

Land use planning could contribute to more concentrated settlement 
patterns which could be well served by bus transportation. These forces 

could have the tendency to discourage strip development with the tend­
ency toward commercial and, residential settlement to be more clustered. 
Assuming that the existing highway systems have ~dequate capacity for 
a substantial il)crease in bus usage, the tendency would be for urban 
scotterization to be limited with the reenforcement of existing patterns 
of social and economic activity. Major impwvements to b'us transpor­
tatipn would hove limited primary effects on the natural environment. 
Alterations in the settlement patterns described above could generally 
be anticipated to reduce pressure on land areas in the more remote 
ports of the region. However, more dense settlement patterns in some 
areas could result in alteration, overuse or even destruction of certain 
of the region's attributes if the dense settlement patterns were to be 
located in environmentally sensitive areas. 

f. Railroads - (Major Improvement Alternative) 

Presently, the roil mode in the Northwest Region is used to transport 
freight and does not provide passenger service. Should major improve­
ments in the rail system include passenger service, the social and eco­
nomic effects would be similar to those discussed for the bus mode. 

Major improvements in rail freight service could encourage increased 
development of industries which harvest the region's natural resources. 
Changes in the alignment of railroads, however, are not likely to affect 
the location of these industries within the region. The locational effect 
waul~ be minimal because the types of goods that the region exports 
have a high bulk to value ratio, and processing at the sources of the 
supply decreases transportation costs substantially. If coal becomes a 
more common source of energy for power generation, then improved rail 
service (including improved port/rail interface, and perhaps new railroad 
alignments) may become necessary. Any new alignments may have some 
direct impacts, chiefly displacements, but indirecf impacts should be 
sHght. However, improved rail service will tend to foster increased com­
petition between the rail and truck modes which could result in reduced 
transport costs, thereby benefitting the user of either mode. ·Major im· 
provements to the rail mode, if along existing rail rights-of-way, would 
not be expected to have a significant impact on the natural environmental 
attributes of the region. New rail locations would be anticipated to have 
primary impacts to the area traversed by the new route. However, rail 
lines are generally perceived to have substantially lesser impacts to the 
natural environment than arterial highway facilities. 
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PUBLIC HEARING RESULTS 
In August, 1918, <ipptoximolely 350 J:letsons oltended a series of publfc het1rh1gs 

tonductt!d throughout th~ Northwe~d Reglt>n In th~ totntll!.ilifties of Cttdilloc, 

Moni!dee, Trcivetse City and Petoskey. These hedtihtjs provided inietl.'!sied t!tlzens 
ttn 6pporhmlty to pdttit:ipofe in thi! j:;lonniHg dedslons that lead tO tbe locdtlon1 

design, lmplementatlOJ1 and constrvctiott of ttotHlpor-ldtioh tadl!tles and services by 
this Oepadmertt for ~cglorl HL 

Eath hettri11Q WdS heid In two porfs. The frtsl holt consisted of d beporfmertt 

~reSetitdl!on !;:UtiiltJ(Hltilig the data corHoined lr1 the Northwest Regibtidl Tronspor~ 
tatlott StUdy report oloHg With ti discussion at lhe indior Study finding~. A herd brlet 
}OtetmlsslOri, the seeond j:ttlt. of the hearing W(IS opened lip for !hose perSohs tfesldng 
tr; ttll:tke cothriiEH1fs1 sloteinent!l, offer su£tgeslions, express t>r>lhlon~ or ask queslions 
te£totdlii!;t ttansportdtlori teiolti!d hsueS for Re~ibl1 1(), 

botlhg thes~ IHHltiHgs, 111bte thon 70 spectkets look odvonto~e of this bppoHunHy .. 
In oddHiori; many written comments were also !!:ubt11illed to the bepdHment. All the 
testirhbriy was tecotded ond tih officio I publk trothtHpt WdS prepared. Copie~ of 
this: lti1i15ttipt Cite twoiloble tot teview t':lt the R~gion 10 office in ttdvt!rSe City ond 
ttt the Deptittment' S otfids in Ctidllloc and Ltm$1ng. E.xdmpleS of ct:mimMts 
tec~ivecl ot the heddngs tire porophrosecl below. 

cADillAc 

Solutions to cutten! trOh$poi"!Otion problems lri iJtbon ccnlers should be given 
lop pdoriiy. 

The thorlevolx and ~edt Loke orcas should be identified tis mojot problem dteos 
tequirlnj;~ tnolot ltnprovenients. 

Post eHoth of •he Northwest Michigdii Reg~onol Pldrlning ttnd beveloprnefit 
Commlui6h In seiedln~ highWay corticlors. should be Cohsulled H new alignnHmfS 
for hi~hwtiy lttiptovetne:nt s ore tecomm~ncled. 

A re~iohdl tail tdtlortdltzotlott Project should be tomPieled for the oted. 
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Increased publk hansporldtion service should be closely coordlr~d!ed wiih 
loco! governme11h. 

lhe conlrol of odjocel1t gtowth olong state hunklines thr6ugh iotling 

otdlt~t~rtces Is utged. 

Reterehd! "to ihe tegloncrl and county godls titld s!tdlegles sitotJid continue. 

Codillttc sht5uld be hypossE!d to the east and ~he t~eewoy extei1ded lo lhe norih 
Wexrotd County lirtl!i• 

lrtcteoslng ftnfrlc ecitigeSfiori oti Mitchell Str~el in Cadi! lot Is t1f pubiic co11cern. 

US-131 fteewoy IS suf:JpOried by lhe Wexford County Plotlhlng Coin01ISsion, 
Wexrord County Rood Cointtilsslon, Wexford Couniy Bootd of CollmiiSsfol1ers; the 
Civil DefeMe bitedor, ottcl lhe Sdfety dnd emergency depotlmenh. 

Cotnplef!OH of US-131 CU tt freeWay hom ihe Sirttlis of MockinttC to the ltldiono 
border Is promoted fOr HH::I$OnS of safely, tourism, and economic dl'!'veiOpment. 

lhe htenSlbn of US-131 thtougl1 Kalkd~ko; ond findlly to th~ Slrai!S of 
Mockindc;. Is Suppott~d. 

i-li 9i, lnduslt!t:~l gtowth and recrentio11 traffic ln the kalkaska area r(!quire o 
fr~ewoy. 

The toll CCII' fetty service otross the Strolls or Mackinac sltould be continued. 

kalkaska ran itoHic has quadrupled during tlie last two years. The Michigan 
Northern Roilrodd Is hoW d vital pod of the Mithigan Tronspottotion Systei'n. 

Increased use will requite better fadlltles at th~ kalkaska Airport. 

Alternate setoriddty route~ should be provld~ fot truck traffic thtot.rt~h Codilloe. 



A pedestrian and bike trail along Lake Cadillac should be considered. 

A conservative approach with minimal highway improvements including no 
freeway construction, maintenance of major rail networks, and modest expansion in 
public transportation is urged. 

All or both rail systems pas~ing through c!owntown Cadillac should be relocated. 

Rail service in the area should be kept at least osgood as it is now and a 
Cadillac area bypass should be built. 

A bypa:;;s will hurt downtown Cadillac Businessj existing facilities should be 
improved. 

M-115 and M~55 southeqst, east and northwest of Cadillac should be rehabilitated. 

The Michigan Northern and Ann Arbor railroads should be given every considero~ 
tion of financial assistance so that they may continue service in the Cadillac area. 

Through truck traffic on M~55 should be redirected around Cadillac. 

Pedestrians have difficulty crossing M-55 in CadiJiqc. 

MANISTEE 

Taking tqx producing lqnd out of private hands for oew highway development is 
opposed. 

Lower speed limits and higher gas prices do not justify extensive limited access 
freeway deveiQpments. 

Agricultural land is oopidly being consumed for road building. 

Tbe environmental and recreational attraction of northern Lower Michigan would 
be harmed by on extensive four~ lane highway network. 

Improvements to the existing highways are the most economical ond least 
damaging to the environment. 

A sound transportation system is necessary for a community to remain a stable 
place to live. 

Movement of goods, and convenient, yet safe traflsport of people~ is a main 
criteria for a transportation system. 

Widening of the existing roadway through the City of Manist~;:e and Parkdale, i~ 

definitely limited due to the lack of right~of·woy. This is als9 true in 13ear Lqk~. 

The origin*destination traffic survey completed in 1973 is obsolete 0114 of little 
value in attempting to mea~ure the amount of traffic in the area, 

US-31 should be widened by at leqst three feet to each lane, perhaps by two 
additional lanes. Even though this may be accomplished, it will not reduce traffic 
congestion in the City. 

The traffic complications creatl"d by the railroad crossings, accomporied by 
the increase in traffic volume, does not leave a good impression of the comm1.mity. 

Urban Manistee is a bottleneck and probably the worst such problem betwet:-n 
Muskegon and the Straits. 

A bypass built around any community should include sufficient right·of~wqy sa 
that it can become a part of ony future freeway network. 

A freeway would be good for long distance travelers but not local residents. 
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A bypdss drotmd Mahisfee would hun the- dowhto':"n business comrnunlly, 

A potential emerge-ncy boilleneck exists on US-31 betweeh Monroe St. and !he 
jundlOH at M-110. 

EMrgy B: a ted! problem. 

The oppottunlty to Hptess ihdivldual viewpoints Is opprecloted. 

Traffic problettiS I~ th~ City of Monlstee tire the result of locai traffic. 

Fut~dih~ f(jt trctnspotfaHoH service should be trion! eqt.lliobly distributed to 
counties and cities. 

Nu b1 9hways shuuld be built through lhe notional fore sis. 

~o!i cmd water f'oSst!tltlt'!i' and frc-it~hl service shooiJ tecelve ~teofer emphd!JiS. 

We should becom·e less dependent on lhe oOfomobile. 

A bypdss drOUhd Monlsiee would reduce fraffk tongestlon and othet problems 
in the city. 

lh~ lmpottbtlce placed on energy in the repod Is volld. 

Scotfv!Ue reSidctit!; oppeot to fovor o bypdsS built dround their community. 
MoHistee tesld~nls tne ehtoltraged to develop 6 unified poSitlori. 

The ptesento-tltiti mude by Deporlmeht oHicirils is Commendable. 

the dpptooch that emphdsi:r:es d balanced trttn!:pottddon system IS supported. 
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noslc levels of toil service should be retoihed. Subsidization may be 
necessary in the shott run. 

Development can trois are necessary fo help preserve tlte integrity of a roodwdy. 

Modest expohslon of public trans II Servite, alont~ wlth innOvative pilot projects, 

dl"e sUpported. 

U11certaintie3 tegarding ehetgy, possible new led1hologles, a11d growth trends 
are rMi. 

Growth mot1cigemeht in Notthwest Michigan is 11ete:';sdty. 

the bepqrimet11 1 s th011ge In emphasis ftmn new highway developrTtenl to 
IMndge!T1enf of !he existing system iS sttppottcdo 

SeriouS pohmfial problemS exiSt wlfh blcychsts us in~ the roads. 

A higl,woy System Improved to fte(nVoy siandotds Is tlecessary fot the economic 
stability of MoJ1islee County. 

A freeway Is needed to oilow Speedier lrdtiSI'Od or product~ tind lo oiloW 
Mcinlslee otett companies to terrioih competitive. 

Even with minor impt·overtlenfS; the cutreiit US-31 facility may not be copoble of 
handling the incteosed traffic. 

Fedetol goverriment ownership ot toiitoads iS supported In btdet to place them on 
Or; eveli basis with other 111odes. 



TRAVERSE CITY 

The Department js commended for ih decision to shift emphqsis from new 
road building to making imp(ovements to the existing system. 

Highway improvements ore opposed that would not service e)l:isting land 

development but encouraged future land development. 

A sub-area stuc!y should be completed for areas where major improvements; 
ore contemplated. 

Airport developmentf particularly addition of commuter air service, is 
necessary. 

A limited access bypass facility is necessary around Traverse City; if should 
be a top priority. 

Regardless of the immediate energy availability situation, development of 
public transportation should be emphasized. 

M-131 north of Harbor Springs should not receive mojor improvements since 
it would detract from its present scenic value. 

We should be preparing for the high growth Qnd conserve energy future. 

federal regulations affecting reailroads and trucks should be revised. 

This study represents a most enlightened ancl pncouraging approach taken by 
the Department. 

A project study of a bypass for T reverse City should begin immediately. 

No wholesale widening of the trunk lines through the City of Traverse City 
should be made, 

Railroads will play a mUch greater role in OJ.Jr transportation system as energy 
becomes more critical. 

Profound changes in lifestyles, job availability, jobs lost and jobs created 

will hove a major impact on transportation service. 

The Skegemog Lake wetlands represent a special environmental area that 

should be avoided by any transportation improvement projects. 

Highways ore, and in the foreseeable future will be, the major mode fOf" 
transporting goods and people. 

Current land uses in the Traverse Bay Area ore not conducive to port 
expansion as implied in the tug-barge proposaL , 

A study should be made of the feasibility of a metropolitan transportation 
authority to administer bus service in the Grand Traverse Ar~a. 

Major improvements of US-31 between Traverse City and Petoskey are 
opposed, particularly at th~ narrows in j:lk Rapids and ChqrJevoix. 

This ~tudy seems to have focused an the critical issues of tran~partatio11 
planning, fut~,~re energy supplie:> and future population growth if] the R~gion. 

If we ore to insure against unnecessary capital investment in transportation 

facilities, unnecessafy long~term commifmeots to excessive highway maintenanCJ? 
and repair co~;>ts, and protect against unnecessary destruction of our nC!tun~l 

resource bose1 the conservative qpproach advocated by this study j:; wise~t. 

freeways do not necessarily hurt the environment and do qid the ~conomy, 

but most imponantly will provide;: safer travel. 

The Kalkaska area has the greatest population growth rate jn th~State. 

Vehicular traffic derived from tourist activities is growing at a phenomena! 
rote. Further development of the Sleepi11g Bear Dunes Lakeshore will result in 

additional traffic. 
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traffic itnjm;ven;ent:S should be mode In these areas ot high tourist 
collcenlrotlotls. 

improvements to the kalkaska airport will old In lheir e:fforts fa atlrdct jobs 
to the Kalkoske~ area. 

lhe Sti:ltd Department Of trdtisporlotion should Clssht and encourage grettlcr 
corlltol of direct dtceSS to State trunk lines. 

Tht! travcts:e City Area S!udy should teceivd loj:i priority becduse dedsl011s 
being made by locdl units of governtnei1ts ore going to be lnfluertced by decl!iiorH 
reldted to the tronspoi-tdtion network. 

tha Stat~ fronkliht~!$ inhJ ond ouf of the t rOvei';e tliy oted ttte lh serious need 

of upgroding tcl tneet the tfetridHdS of j:ltesent dtid future voli.JrtH!~ of traffic. 

PEtOSKEY 

Public ttat1Sporlotion fot the t!lderly will be very lmporlOnt If ene:tgy Costs 
Soot OS high dS: bpettedo 

Marly elderly petSons te~lde In the i:li"ea with many t1ot htivlng Independent 
tnobllity. 

ll1rid use problemS hdv~ been treated by teceni econolrik expdn.Slon and j:iopu ... 
lotion growth In ihe PetMkey orf!o. 

the Boy View AsscH::lotlon IS concerned about 1toffk tlrtd safety pr~:~blems pre­
setlted by increasing heavlet troHk on tiS-31 and lJs.131 through their drea. 

Ahy ti1dfor iinprovetrlertts fo the rood through Bay View Wbuld bo, UtiOt:ceptable 
unless H consiSt~d of dece:lerotloti tones~ A bypass wouid be ihe preferred 
solution. 

78 

A sub·Cireo study should be ij1ifiated immediately lo develoj:l solutions lo !he 
Petoskey orec:1 tral1.sportotlon problems. 

lhe 13ay View Assodalion IS a National Historic preservation site. 

the Mld,Jgoh Norther11 ~dllroad i~dck runs dangerously dose Ia o siteoble 
dtop·off ot two loi.:dlions riear the ~oy View Association. 

toiillnued tolitotrd Service shouJJ be prOvided eS-pttiolly aS the heed to 
toriset-ve energy grows, The set vice wi II become ljkti:msingly Important to 
four! st and nBtld Horfico 

lh~ Depdttment at Tttinsporfoiion Is to be cotnt1iended for iis efforts to irtvolve 
Iotti! plonning ogetlties a11d for givin~ the dti:r.eM of Etn.met County on opportutilly 
to express iheit views on lronSpoddOon Issues and pldt1S. 

A local Sub-Area study tor the Peto!;key dred Is Slrongly urged lo pte sent more 
detailed SolvtlonS io tfn, problems. 

RecOgnitltig lht- t1:1iE! ployed by the auiomobile Os a j)t!rsondlitcd 111ear1S of 
travel, tesMtd, programs should be supported to deveiop energy efficient vchlcies 
ond oltNMtive fuels. 

Public ttansportalioli Service is supj)orted pi"ovided it con be user eHecfive. 

Lake shipping IS vl~wed d~ an ehetgy ~rficlerit lronSpottdtiott mode; pottltularly 
for low·cosf bulk freighl. The futute of ioke ship~ihg may be ei1hanted by using 
containerized freight. 

Th~ Regional tronsportdtion $ysiem study si1ovid tecognize the hditl ferty docks 
ond htttbor tacilities. of Motkinow City. 



The Emmet !Zounty Planning Commission feels that the proposed Cross Village 
Harbor of Refuge should be included in the plan. 

Improvements to the Harbor Springs Municipal Airport consisting of new terminal 
facilities, improv!)"d aircraft parking areas, a new road entranCe and Q taxi·way are 
needed to improve operational efficiency and increased user safety and convenience. 

Bicycle paths l!l"ading to, and extending orounq Little Traverse Bay should be 
encouraged and there should be Type 1 pathways whenever possible. 

Improved sanitary sewers in the East Boy View segment of US-31 will result·in 
more intensive development and a worsening traffic problem. 

In areas of heavy commercial activity, the merits of widening to 5·1anes versus 
4-lanes should be considered. 

Traffic in the Emmet County area is essentially destination Qfiented. Because 
of that, the County Planning Co!llmissjon does no! feel a freeway facility is necessary. 
However, capacity improvements to the existing roods should be mode to !=Orrect 
current and future deficiencies. 

Legislative changes should be made to permit the desigraat!on of limited or con· 
trolled access trunklines of less than freeway design. This is nect:,ssary to help 
protect the design integrity of a roadway from adjacent development; 

The County elderly and handicapped service, which during July prov-,ded 1167 
rides, is finding it increasingly difficult to provide service because of fundin~:J 
cutbacks. 

The need for a bypass around Petoskey is urgent. 

Passing lanes should be added to some sections of rood throug!l the P~tos"key 
area afld the speed_ limit sho,uld be lowered to help relieve c~mgestjon. 

The US·l31 Area Development Association supports o full freeway to the 
Straits of Mackinaw. A freeway is desjred because of safety factors. 

Freeways help generate jobs and economic stability. 

The additional traffic generated by the Sleeping Bear Dunes National Pork 
will require major 4pgroding of the trunk lines servicing that area. 

Prime agrjcultural land in Northwest Michigan, especially the fruit sites, 
should be protected. 

Downtown Charlevoix has serious traffic problems. 

Charlevoix is concerned about their responsibility for bearing the cost of 
relocating the utilities if the hqrbor is deepened. 

lmprovefOent~ to the existing roads such as smoothing the road bed, reducing 
gtQdes a11d curves, and adding passing lanes and left turn lcmes, should be mode 
where applicable. 

The drawbridge at Charlevoix represents one of the biggest traffic bottlenecks 
on US-31 in Michigan. 

US·31 through Charlevoix should be altered to 4-lanes; and could b~ accom· 
plished by eliminating parki~g. 

Environmental standards should ~e maintained in Northwest Michigan. 
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RECOMMENDATIONS 

Arter the piibllc hedrlh~fs, tl1e shJdy teem teviewt!d ihe comments received 
with bepottmeni otid R~gionol persorlncl. Based on this evdluollon, the study 
team balieves thdt the Northwest Re!:jionol TtcinspoHOtlon SystemS Study hod 
odeqlrotely idehtlfied thE!- mdfOr ltohsportoiion sysfeli1 deflcierH:::ies otid reldted 
IBue!!; tind coiicetn!;. fot lhglonlO. Thetefore1 iii order to rMvd doser lowotd 

eottedlhg these defitiendes 1 1l Is tecommMded that the dtcothfj!ltt)'ln!J list 
of modal \mptov~rilents be odvdriced fo the final tronsportoHoh plonriillg phose 
- Prc;ject Planning. 

Project plont1lntj coriSisfs of perfotmih~ detctlled !;jiJdleS oti d specitic 
pari at d transportation System. Realistic ciltert!allveS fot $olvlrig' tlh ldentitied 
problem ate ahtllyzed, whh the mdsl Opj:Jropdote ctiterhdtlve belnfi tectiittrnended 
for hnpletMnlotlon. In regoHis to mote cornplex ptojeds, and Envirohmental 
lmpcitt Statement h sometimes prepared to ossl~t In a projed's linttl determtno~ 
tioh. Ptoied plctnliitig recolilinertdotions tbt1 Include the Spec! tic design of d 

highway widenilig or relocalion, ari dlrpori rtlhwtty tb:tension, ty!JE! of bikeway, 
depth of hot6or; local bus sysleiTi; tltn0Ut1t or ti:JH subsldyi etc. Highwoy proj~cts 
normally tel)te§ent the mas• complex form oF project plcitinlng, espedolly whore 
new lototionS'tlre beiHS Considered. Projed planning dclivlile~ for other 
trottspOrtOtiori modes are ttsuolly riot os e)densive slnte fewet dltetnatlves orE!' 
ovolloble for t::onsiderotlori. 

In addition io tliJ pr6r)C!sed ~toject plotuilng ~fudles, ihe study team is also 
recotfnnehdihg that suppiementoi"Ared Studies'' be ltilHated fOr lhe ccitnmtinilies 
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or C<idilloc, Manistee, Traverse City and Petoskey. A motor fund/on of these 

special studies wi li be lo cootdinaiC the mohy stole sUpported lrtthsporlolion 
progrtlms beilig developed In these urbdil areas. The StudieS will also provide 
ihe framework from which ll;i! Oeporthu~nl1 locoliJhlts of tJdVr!rnmetlt and spedtd 
lntetest groups' cori more fully C~plate lhc S.p~cific h~H!ds and itnpociS dssodoled 
wllb consHudit1g i.t mctlor ilew tronsparlolion fodllty such os a highwcty bypdsS• 

th~ bepdttmen• dnd Region willjoitt!ly assume the lead role In cot~duciing 
the four oreo studies. And because tlie Deportment is ptimorHy tesp01isible tor 
fl1e plotmlng, programming, design 1 construction mid operation of the stole 
hlghwoy systettr1 H will also o~Sume the ieod tole ih t':oiiductihg the hl~:~l1woy 
telafcd j:rtojed Studies. the responsibility for jJroji:!ci development fot hiOSI of 
ihe other transportofion modes tests ~timdd!y with eiiiH'!r o local public dgency, 
hbti·ptoflf orgdnitdiioH or ptlvote ei11erpdse. therefore, this OepOdtiienl's role 
will be to provide technical asSistance rot ihelt prOjed pionning etfotls. 
RepreSenlotlves of Hie bej:rdHtiie11t otid lhe Region Will cohiinue working with 
locd! orflciols tB: these pro!edSprogtess. 

~ollowlhij IS d brief overVIew drid discussion ot the key tccammendotlonS 
derived tram the Regional SystemS study pl0tit1lng effort. Various ~Jtojed pto~ 
posols originotlrtg hom other do~e dhd locdl plonnihg programs ore dlso Included. 
An osierlsk (*) tndltl:ltM those project~ likely to be incorpordfed lntti either the 
Codllloc, Mt~nistee, traverse City or Petoskey Area Transportation Studies. 



TRANSPORTATION PlANNING PROCESS 

SYSTEMS PROJECT 
.. PLANNING STUDIES PLANNING STUDIES 

e STATEWIDE e AVIATION e NON-MOTORIZED 
PROJECT 

• REGIONAl e HARBORS • PU8LIC TRANSIT IMPLEMENTATION 

• AREA e HIGHWAYS e RAILROADS 
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A ViA liON 

The Region's system of olt corder and gcnerol aviation airports is o:Jdequate 

to sotidy existing ond future levels of aviation oclivlty. New airports ore tiof 

contcmploted dt this tlrhe. However, air passet1ger setvii:e between il1e Region 

and the bt:ottolt and Chicago dreos should be improved by scheduling hi ore frequeni 
flight!:. iH addition, the R:egidn'S exisHng olrpcitl fodiitles should be upgtuded to 
ctccomtnodot~ safer and ltiote eHiclenl dii" operdtlons. Spei:lfic Oirpotf development 
projed~ pionhed or ptoQt-dnimed for Region iO include: 

CITY 
~eover 
l•laHd 

Cadiilttt * 
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AIRPORt 
Beaver 
Island 

A11tHm 
touHfy 

Soyne Clty 
Municlpol 

We>:: ford 
County 

PROJECt REtOMMEHDATIONS 
inSioli tur1woy & tdJd light, ln!:ldll 

VAS I ond REIL", 

Extend ~llnWay tJ/31 5001 to 30001
j 

pdve potallel taxiway to riJrtwtly~ 1/20 
rind 13/31; expcrndoprorl; install h:ixi 

lights; remove obsftuct~(ms. 

PtrrchdSe addltlonal ianJ; tonstruci 
runwoy b/31 {3200'), toiinedlng 

taxiwayS and' dpton; instdll turtwoy cind 

toxllight; install YASi and REIL HJ cOM· 

s.lruet odministrotioli building; tonsttud 
auto parking dnd dccess toads; temove: 
obsftuctlons. 

Purchase odd!tiond\lond; bverioy runway 
7 /25; construe! trosswlrid runwdy (3200'}i 
cOnstruct poroliel and tonneciih9 tc~xi~ 
ways; con-slrud oprOn; !nidal! nJnWdy 

and idxi ilght5 1 VAS! Und ~ElL**; cohsltucf 

odmiiilstratlon bulldin~; Improve auto 

park lhg dnd enttand~ road, remove 
obstrucfiohs. 

CITY AIRPORT 
lnierlocherl Green Ltrke 

Pellsiort 

Traverse 
City* 

Manistee 
County­
Blacker 

t.:1nmel 

to.,jnty 

Cherty 
Capital 

PROJECT RECOMMENDATIONS 
Purcha!le land; cotislruct new runway 

(2700'); construct stub taxiway and new 

apron; col1s!rucf odmini strati on building; 
improve auto porkin!J ottd enlrt:mce rood; 

remove obstructions. 

ConSil·tJci new tunwdy (2700'}; cb11strucf 

sittb faxlwdy atld heW Oj:lroh; COt1ShUd 

adrnlnlStalioh buildihft; improve dUio 

parking and entrance rood; remove 

obslrucllot1s• 

Conslrud neW tutiwoy 9/27 ond use 

pnH:ehi t\Jnway dS Cl pCitallef fdxiwdy; 

expand terminal bulldiliQ; consttucl 

slottlge building for fii"e/ctash/reSciJe 

tlttci st1ow retnOvdl cquipnienlj ii-;sial! 
hJhWoy and taxiway litthtlng; install 

preCision lnsHunHml ldndihQ system; 
expmid auto parking; remove obslrudlonS. 

Overltty .tunwoys 14/31, tdxiways and 
aprons; construci building for fire/trash/ 

rescue dhd snow removal equipment; 
lhSiall hi!1h ltilehSity lighflhg SysiEHn; 

Upgrade approach aids. 

ConSittid parallel taxiwayS to runways 

10/28 ond 18/36; construct storage 
building for fire/ttash/rescoe and snow 

removdl equlpmeni; install precision 

lnsfn.tment landing syStem lo runw11y 

19/36; upgr11de dppt()CJch aids; t!xpond 

pdtking. 

! 
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i 
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CITY 

Charlevoix 

Harbor 

Springs * 

AIRPORT 

Charlevoix 
Municipal 

Harbor 
Springs 

PROJECT RECOMMENDATIONS 

Pur.:hase 25 acres; construct and light 

runway 8/26 extension (1000' x 100'); 
widen runway 8/26 (3500' x 25'); con­
struct parallel taxiway (4700' x 40'}; 
construct ~ongor taxiway. 

Purchase additional land, construct 
partial taxiway to runway 10/28; expand 
apron ~nd taxi streets; construct admin­
istration b~.dlding; install VAS! and RE!L **; 

irpprove auto pork ing and entrance rood. 

*"' VASl- Visual Approach Slope Indicator 
REIL- Runway End Identifier lights, 

COMMERCIAL HARBORS 

The Region's system of commercial harbors is adequate to accommodate locally 
generated port commerce, New commercial harbors are not contemplated and most 
future harbor improvements will be of a "fl10inte11ance" nature, 

Although this assessment generally applie;> to locally generated commerce 
needs, the possibility of the Region's harbors playing a role jn the national transfer 

of For-Western coal reserves into the Mid-West is recOgnized, Theref~re, .this 

Department has initiated a statewide port facility survey to assess the potential 
development capabil'itie~ for all of the State's commercial harbors, Current Region 

lU commercial harbor projects ore: 

LOCATION 

Charlevoix 

Charlevoix/Petoskey* 

Frankfort/Manistee .. 

HIGHWAYS 

PROJECT RECOMMENDATION 

Increase ~;honnel depth to 25 feet 

Promote Integrated T ug~Barge operation 

Promote Integrated T ug-Borge operation 

The state highway system ~erving Region 10 is very extensive in that !t provides 
a vital social anQ economic link with many areas within Michiaan and the surrounding 
states. On the local !evel, the system is regarded a~ the maier travel route far alj 
the Region's cities and counties plus many recreation areas, 

Although energy concerns will influence future transportation programs, the 
~ighwoy system will continue to provide the dominant mode of travel for Region 10. 
Travel forecas!s show a continued growth, but do not warrant extensive freewoy 

systems C!t this time. Instead, most future highway improveq~ents will focus on main­
taining or upgrading the present highwoy network. 

It is expected that future travel duri!lg the summer month& wiU cause some locql 

traffic congestion- especially along major recreational routes and near urban areas. 
Certain urban trunk lines will require some expansion, Alternatives to be consiclered 

include widening, one-way pairs, bypasses, etc. Most rural routes will be upgraded 

to new two lane standards with ;>pecial lanes provided for passinQ maneuvers. 
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E:xhiblt 1: iliusfrt:lies tlie extent of highway deficiencies for Region 10. If 
sufficient funds become tlvdiloblc, most of ihese !'legrtienls will be improved by 
lnltlotlrtg re~urrciclng, reconstruction or minor redlignment projects. Segments 

needing mtijor improvements; !:Uch ds d widenin!J or relbcoilon; will require furthet 

engliieeting 011d lmpcid Olio lysis of the appropriate projt:ld Or Oreo j:llonnlng phose, 

This i'eporl tbtifolrH' teconimendOtions for sonic highwc~y project~ which ore hbf 

cunenliy ptopcised ond Emdorses others which o_t~. betdiled planning studies dre 

i"ecoti1mended fo evdiudt!'! highway proposcils hi Sevet·ol tJrbttn drMS ns wei! oi; 
cetfditi turol segmMh which ht1ve hof been tecommended to date. In addHlorti 
there cite a rtumber of hlghwoy projects currently t.mde~ Sti.Jdy tlr Scheduled for 

im)'toverilent which dN! tOn!d~tent with lhe findingS of thi~ regional study. All of 
the hl~hwoy ~rojed! ret:Ortltncnded or ehdorsed by thls study are listed below: 

ROUTE COUNTY 
1-75 E01oMt 

US-31 Morilsle!!i 
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PROJECT RECOMMENDATION 
lohdSi:opirig and Rest AtM j:.drklng i.lpgtdding. 

Widen or reloci:H~ trUrikiiM ftoni th~:t !South county Hne 
iiodh lo M-22. (the bypdSS optiml will be evoludted 
durin!;:! !he Manislel't Atei:i TrcinsporttiiiOn StUdy.) 

Resurface bridge over ManiStee River. 

Surface roddway 1 shou1de~ dnd Upgrade t;~Udrdrctli froth 
fJ Mile Rood tb Lomley Rodd 

Widen tot relocdte trunk line in lhli comrtiunlty ol Bear 
lake.· (These ohernatlve$ wlil be evaludted further at 

the project plcinMihj:J phtite)• 

Widen structure ond upproctthes at the getsle River. 

WideH toctdwdy trom the South jtlht::tlon of M-11.5 to 
Beuloh. 

EXHIBIT i: 

HIGHWAY DEFICIENT SEGMENTS 
REQUIRING MAJOR AND MINOR 

IMPROVEMENTS 
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ROUTE COUNTY PROJECT Ri"COMMENDATION 

US-31 Grand Traverse Improve iotersect!ons with M~l37 and Long Lake Road. 

US-31 * Grand Traverse Widen and/or relocate trunk line from Interlochen 
through Traverse City to Acrne. (Bypass optio11 will 

be evaluatecl during Traverse City Area T ronsportatian 
Study). 

US-31 * Grand Traverse Widen lo five lanes from Townhall Rood to Silver Lake 

Road. 

US-31 * Grand Traverse Widen to five Iones from Garfield Avenue to fair Street. 

US-31 * GraQd Traverse Widen to five lanes from Eighth Street to Airport Access 
Road. 

US-31 * Grand Traverse Widen to five lafles from Airport Access Rood to Three 
Mile Road. 

US~31 * Grand Traverse Widen to five lanes from Five Mile Road to M-72 qt 

US-31 Charlevoix 

US-31 * Emmet 

US-31 ~ Emmet 

U$~31 * Emmet 

US-31 * Emmet 

Acme. 

Increase highway capacity in Charlevoix'·s business 
district. 

Widen and/or relocate trunk!ine from US~13J in 

Petoskey to M-68 at Alanson. (Bypass option to be 
evaluated durin~ Petoskey Area Transportation Study). 

Wiclen to fjye lanes from Bear Creek to Petoskey's east 

city limit. 

Reconstruct roadway through Boy View. 

Intersection improvement at McDonald Drive. 

ROUTE COUNTY 

US-131 Wexforcl 

US-131 * Wexford 

US-131 • Wexford 

US-131 Charlevoix 

US-131 * Emmet 

M-22 Leeclanau 

M-22 ~eelonau 

M-2:2 * Leelanau 

M-32 Antrim 

M-32 Charlevoix 

M-37 Wexford 

M-55 Ma11istee 

PROJI"CT RECOMMENDATION 

Build information plaza in Rest Areq south of Cadillac, 

Widen and/ or relocate trunk line from its present freeway 
terminous north to M-42 at Manton. (8ypas~ optioll will 
be evaluated during Cadillac Area T ransportotion Study). 

Widen to five Iones from the north ~:ity limits of 
Cadillac to Boon Rood, 

Reconstruct trunkline from the north junction qf M-75 
north to coufliY line, 

Reconsffuct trunkline from the south ~ounty line to 

Hillcrest Rood. 

Resurface and upgrade guordrqil from M-209 to M-204. 

-Upgrade pavement ioints, shoub~ers a11d guardrail from 

Suttons Boy south for 8.7 mile~. 

Widen to five lanes from C:herry Bend Road to M-71. 

Reconstruct or relocate trunk line between US-131 and 
nort~ county line. (Alternatives will be evaluated 
further during proiect planning phose). 

Widen or relocate trunk line thro!Jgh East Jordan. 
(Alternates wiH be evaluated f!Jrther during project. 
planning phase). 

Safety improvement at Shermon Hill. 

Resurface roadway lo roods ide park eqst of Wellston. 
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RoUTE 
M-5.5 

M-5.5 

M-.5~' 

M-66 

M-66 

M-71 

M-1 13 

COUNtY 
Manistee 

Wexford 

Wt!xford 

Mlssoukee 

Kctlkct<kct 

LeelottdU 

Wexlofd 

M-11 S Ben:de 

M-131 ' Emm•l 
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PROJECT RECOMMENDATIOl' 
Sttengihen brldgi!- over Pine River. 

Recycle povertteni frortl 21 Mile Rood to M-t15. 

Widen and/or relocdte ltuhkl!he through Cttdllloc. 

(Bypdss opllon to be evaluoted dutirig CadH lac A red 

transporialion Study); 

RecohslttJd and relocafe fn.inkhlie from Phelj)S Rodd 
io notth coutll'y line. 

RecbnSfrud ahd teloccit~ frunkline from South touniy 
line to Manistee River. 

CohslriJct pdsSin!') I oMS h-om M-31 to We"!lt tol.lhly line. 

Consltud possihg laNI!S from ~outh c6tlhty lihe fo 

i=ronkfort. 

NON-MOTORIZED 

A rwmbet of new lion~motothed projecls ate being considered il1 the norihwest 

tegion. Some will be consftuded in conjunction wllh future highway protects and 

otherS will be estobllslu~d along exlstin~ stole trurtkhnes. In ti.rrt1l areas this will 
usually mean shouidet pdvht~ projectS. In urban dteos the beparlmcnl con provide 
separate baths brld bkyde Iones and mdy !Jodkipole lrl the lmplerilehti:ttion of local 
bli:yde SystemS throut~h pldtliilng cissls!Oiice and cbrli;trudion of segmenls tJf the 
System located along stdh~ highwciy·s. An effedivl:! sysiem ot non~tnolorlted 
fad I Hies iM the northwe~t r~gloh wlil ptolact the Safety of the bicyclist ond lncteose 
!he efflc!Mcy of ih~ highwcty he! work by tt'ducihij the ton filch between tnotorfzed 
and tlOti~tnoto.rito;':d tnodeS of travel. Spec Hit non-moloriti?d facilitieS uhdet siudy hi 

Region 10 tne! 

ltJCATiDN 

Cadillac*, ManiHee* 
cind Petoskey"' 

i=ronkfort/Eibertct 

T taverse City_,. 

PROJECT RECOMMENDATION 

Assist In th!'! developtnenl of local bikeway syslefns that 

lilclude ttccess to heathy sfotn parks. 

Develop d bikeway along M~22 betweeN M- 168 ond Forest 

Avenue. 

Assist in the developtnen~ or the West Boy Wotetfront 

Bikeway. 

.I 
I 

I 

' , 
~ 
I 

I 
I 
I , 
I 
I 
I 
I 

! 
J'_::.:l 



~·--,· 

I 

PUBLIC TRANSPORTATION 

There are only a few areas in tile Region that currently provide public transpor­
tation services to. all its residents. This study recommends that state subsidies b~ 
continued to sUpport the present operating systems and encourages other areas to 
consider implementing additional public transportation systems. Although this 
Department can provide up to two years of demonstration grant money to start a 
system, the actual decision to implement a public transportation service rests with 
the affected city or county. Public transportation proposals include the following: 

LOCATION 

Regionwide 

Cadi! lac*, T reverse City*, 
Manistee"' and Antrim Counties 

Traverse City*-Boyne City 

Petoskey*, Charlevoix, Boyne 
City, East Jordan, Frankfort 
and Kalkaska 

PROJECT RECOMMENDATION 

Promote more convenient intercity bus scheduh:s 
to downstate areas. 

Continue state operating and capital ossistance 
subsidies for local Dial-A-Ride proQroms. 

Continue state subsidy to operate this intercity 
service. 

Assist in the establishment of a local bus service 
in these communities. Promote service connecting 
these communities with each other and to nearby 

larger cjties. 

Counties of Benzie, Charlevoixf Assist in the establishmef!t of a comprehensive 

Emmet*, Grand T roverse* 4 

Kalkaska, Leelanau, 
Missaukee, and Wexford* 

Cadillac* 

countywide bus service. 

Assist in the development of an inter-modal 
transportation terminal. 

RAILROADS 

Although the Region's roil freight service currently provides access to all 
of the maier communities and rail users, the possibility of continuing this level 
of service on the present system remains uncertain. Twa of the Region's three 
maier railroads hove already gone bankrupt and the remaining solvent carrier is 
also pursuing disq:)ntinuance of most services. Substantial State and Federal 
subsidies are presently required to continue rail operations on the bankrupt rail~ 
roads and their connecting cross-lake ferry service:;;. However, despite slight 
traffic increases, there does not appear to be sufficient revenue generated Py 
either local or external market sources to support all of the rail trockqge in 
Region 10. Because of this condition, and the fact that there ore flO assurance~ 
on future roil subsidy dollars, this study recommends that a rail rotionoli:ration 
plan be developed for Region 10. This planning effort should result in less public 
subsidies due too streamlining of the entire Regional roil system through elimi­
nation of unnecessary trackage and duplication of public/private S!'rvice. Rail 
operating proposals currently supported by this study ore: 

lOCATION 

Regionwide 

Regianwide 

Cadillac * 

Williamsburg-Elk Rapids 

PROJECT RECOMMENDATION 

Continue rai I operating subsidy of Ann Arbor and 
Penn Central Railroads until roil rationalization 
studies are conducted. 

Upgrade critical rail crossing signals. 

Combine track operations within the downtown 

area. 

Abandon roil service along this route. 
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