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ASSESSMENT11 Van Dyke Avenue Heading North at Westminster Avenue



OVERVIEW & PURPOSE

The Warren Van Dyke Corridor Plan study area 
spans from Eight Mile Road on the south to Stephens 
Road–along the southern limits of the City of Center 
Line– in the north. The plan provides an opportunity to 
make significant progress toward the “South Warren” 
goal from the 2021 Master Plan: “To redevelop the 
area along Van Dyke south of Center Line to create 
a vibrant district for businesses and residents alike.” 
The purpose of the plan is to increase consistency of 
the built environment along the corridor, to improve 
its economic return, and to facilitate non-motorized 
access to its business and recreation assets. 

Recommendations in the plan were developed based 
on results from extensive community engagement 
efforts, high level traffic analysis of the corridor, and 
best practices for improving high-speed, vehicle-
centric corridors. The plan examines vehicular traffic 
considerations such as volume and level of service, 
and focuses on multimodal integration and land 
use revitalization. The proposed design focuses on 
enhancing safety, accessibility, and enjoyment for non-
motorized users while beautifying and strategically 
activating areas to support more diversity of uses. 

Physical Assessment and Summary

Van Dyke Avenue is a five-lane roadway consisting 
of two lanes of northbound traffic and two lanes of 
southbound traffic, a shared center turning lane, and 
north and southbound bicycle lanes. The north- and 
southbound lanes are 11 feet wide with a center 

turning lane ranging between 10.5 feet to 12 feet 
wide. The bicycle lanes consist of a 6-foot painted 
barrier and a 6-foot bike lane. The average sidewalk 
width along the length of the corridor is 13 feet, with 
intermittent 4-foot-wide tree wells. 

Van Dyke Avenue is predominantly paved with 
sections of furnished areas, located mostly next to 
bus stops. There is a mix of commercial development 
along Van Dyke Avenue and dispersed vacancies in 
the form of vacant lots and buildings. Vehicular access 
to development is accommodated by parking lots 
with one to two drive approaches depending on their 
proximity to a cross-street. There is no on-street parking 
along the corridor.

The Van Dyke Avenue Corridor (M-53), between 
Eight Mile and Stephens, has been identified as a 
good contender for a main street in Warren and 
ongoing development plans. These development plans 
are geared toward commercial, entertainment, and 
denser housing to activate this streetscape. A physical 
assessment of the Van Dyke Corridor conducted for 
this study is summarized in the following section. 

Existing Conditions and Function  

Existing physical conditions of Van Dyke Avenue’s 
street environment affect its visual impact, safety, 
and diversity of users. Analyzing the character of 
the existing corridor is crucial in developing the 
most impactful design recommendations. In order to 
effectively dissect existing form and function to improve 
the corridor’s design, this physical assessment was 

Traffic Flow Traffic Flow
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Figure 1-1: Typical Section 
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Figure 1-2: Van Dyke Corridor Study Area
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broken into categories: character; vegetation; lighting 
and overhead electric; bus stops, crosswalks, and 
bicycle lanes; and maintenance conditions. 

Character

The corridor currently exhibits a blend of new and 
deteriorating streetscape features that contribute to 
an inconsistent character. A combination of welll 
maintained building facades, new sidewalks, and 
new development exists alongside multiple styles of 
streetscape furnishings, mature and dying street tree 
plantings, and deteriorating sidewalks. There are few 
distinct shifts in character throughout the entirety of 
the study area; rather, block by block differences in 
streetscape quality result in a conflicting character 
traits that affect the overall user experience of this 
space.

More homogeneous streetscape character is evident 
between Continental Avenue and Lozier Avenue, with 
the development of a mini police station, high tech 
library, City Administration Office, and outdoor play 
area at Civic Center South.

Vegetation

Recent investment in new trees along Van Dyke 
Avenue is a great foundation for the long-term 
improvement of the streetscape. Mature street trees 
are conducive to an improved feeling of pedestrian 
safety and can, to a minimal extent, help to address 
community-identified issues of flooding and polluted 
stormwater runoff. Maintenance of young street 
trees is paramount to cultivating a lush, green, and 
functional downtown corridor. 

At the time of this physical assessment, a number of 
young street trees were dead or dying, tree grates 
were not always present, and there were many tree 
wells with no plantings. Young street tree plantings 
were dominant within the right of way, and no 
herbaceous plantings and understory plantings were 
identified. More effective stormwater management 
may be accomplished through expanded planting 
areas and a greater diversity of planting materials 
consisting of both overstory and understory vegetation. 
A greater diversity of vegetation directly correlates 
with enhancing the ecological value of this densely 
developed urban space by providing habitat and 
refuge for wildlife. 

There was minimal to no screening on private 
development parking areas. The look and feel of this 
vehicular-centric space can benefit from screening 
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Figure 1-3: Van Dyke Avenue Corridor Character
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parking lots and areas containing unsightly utilities. 
Consistency of green screening plantings along the 
length of Van Dyke Avenue could also positively 
contribute to stormwater runoff mitigation and habitat 
provision as previously highlighted.

Numerous vacant lots exist within the study area. 
These sites show evidence of continued maintenance 
and mowing, and present opportunities for further 
enhancement of the greenspace along the corridor. 
Improvement of these areas can enhance the 
pedestrian experience and may include activation 
by way of strategic infill development, micro-parks, 
community gardens, and community art installations. 
These vacant spaces can also provide pockets 
of greenspace that support wildlife habitat and 
stormwater and flood management.

Lighting & Overhead Electric

Existing post-top streetlights and diverse vehicular-
scale overhead lighting are present at major 
signalized intersections. Seasonal maintenance of 
some light fixtures is evident given the presence of 
annual planting boxes during the spring and summer 
and garland wrappings during the winter months. 

Figure 1-4. Existing Street Trees & Tree Wells

Existing unused tree wells within the corridor

Healthy existing street tree within the corridor

HEALTHY STREET TREE
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There are several overhead electric crossings along 
the study area, namely across Eight Mile, Jackson 
Avenue, Toepfer Road, Chalmers Avenue, Dodge 
Avenue, Paige Avenue, and Stephens Road. In 
addition to being unsightly, these overhead crossings 
prevent the use of canopy-forming street trees in these 
areas.

Bus Stops, Bike Lanes, and Crosswalks

Van Dyke Avenue has consistent placement of bus 
stops along its corridor, equipped with site furnishings 
that support use of public transportation like benches, 
bike hoops, and trash receptacles. There are three 
bus shelters along the corridor located on northbound 
Eight Mile, and east- and westbound Nine Mile. 
The style of site furnishings is inconsistent among the 

Existing lighting fixtures along the corridor include street-scale lighting 
(cobra light fixtures) and pedestrian scale lighting (post-top light fixtures)

FIgure 1-5: Existing Overhead Electric & Lighting
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bus stops and, in some cases, among multiple trash 
receptacles at the bus stops. Aesthetic cohesion of site 
furnishing styles will improve the corridor’s form.

Bicycle lanes along the study area are identified 
with green pavement markings at the intersection of 
Eight Mile, and northbound Nine Mile at the Iron 
Belle Trail linkage. These lanes consist of a 6-foot 
pavement marking barrier and a 6-foot bicycle lane. 
Improvements to bicycle lanes may include a more 
distinct physical barrier between the bicycle lane and 
vehicular lanes, such as bollards, a vegetative barrier, 
or highlighting the entirety of the length of the bicycle 
lane by painting it as is seen at several intersections. 

Signalized crosswalks exist at the intersection of 
Van Dyke and East Eight Mile, Westminster Avenue, 
Toepfer Road, Hupp Avenue, East Nine Mile, and 
Stephens Road at traffic lights. There are currently no 
signalized or non-signalized mid-block pedestrian 
crossings, requiring pedestrians to walk several 
blocks or more to safely cross Van Dyke Avenue. 
Improvements and activation of this downtown 
corridor may include more pedestrian crossings to 
ensure a safer pedestrian experience.

Figure 1-6: Existing Bus Stops, Bike Lanes & Crosswalks

(Above) Existing unprotected bike lanes and (below) existing painted 
bike lanes at Van Dyke and 8 Mile & Van Dyke and 9 Mile Roads.
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Existing pedestrian crosswalk striping at Van Dyke and Toepfer.

Existing bus shelter northbound Van Dyke Avenue at 9 Mile Road

Existing bus stop along northbound Van Dyke Avenue at Studebaker Ave

Figure 1-7: Existing Sidewalk Conditions
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Maintenance Conditions

There is evidence of inconsistent maintenance along 
Van Dyke Avenue which can be seen in the variety 
of sidewalk quality. In some places, primarily close 
to tree grates and heavily used drive approaches, 
the sidewalk is in disrepair, with cracked slabs 
and differential settlement presenting trip hazards. 
Addressing areas of failing sidewalks and drive 
approaches along Van Dyke is necessary to 
create a safe, accessible, and beautiful community 
environment.

The various levels of façade maintenance evident 
along the corridor are related to business vacancies. 
Investment in façade improvements will enhance the 
look and feel of the Van Dyke Avenue Corridor, and 
support activation of new downtown commercial, 
recreational, and residential uses.

Areas of poor sidewalk condition within the study area

Multiple mismatched and duplicated trash receptacles along the 
corridor

Multiple styles of bicycle racks used along the corridor

Road Classification and Traffic Volumes

Master Plan Transportation Typologies for the Van Dyke 
Corridor

The Warren Master Plan classified the city’s streets 
according to “typology,” a general categorization 
that includes a physical description, the intended users, 
and certain defining characteristics to serve those 
users. The Van Dyke Corridor in the study area was 
classified as a “Main Street”. 

Main Street 

As the name plainly states, this is the principal street of 
activity in a city, typically the heart of the downtown. 
Main Streets have vibrant streetscaping that are 
designed to handle multi-modal transit and business 
owners’ needs (like product delivery) in addition to 
vehicular traffic. Warren does not have a traditional 
Main Street because it does not have a traditional 
downtown. Van Dyke Avenue (between Eight and 
Nine Mile Roads or between Twelve and Thirteen 
Mile Roads) and Common Road (which connects 
to the backside of the Civic Center) could be good 
contenders for a Main Street due to their adjacencey 
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Figure 1-8. 2020 Average Daily Traffic to the Civic Hall, GM Technical Center, and proposed 
development plans to build commercial, entertainment, 
and denser residential uses.

A common development pattern is for a commujnity 
to grow along a major state thoroughfare, which then 
functions as its Main Street. In this case, the right-of-
way serves somewhat competing purposes to two 
distinct entities: the city and state. This ownership 
model poses some challenges for cities whose major 
thoroughfares that carry thousands of vehicles per 
day are visitors’ first impression of the city, and yet it 
has little say in its design or condition. For instance, 
if Warren wanted to perform a north or south road 
diet on Van Dyke Avenue in order to shape the public 
realm into a welcoming site for pedestrian-oriented 
commercial and recreational activitey, the project 
would ultimately proceed at the discretion of the 
Michigan Department of Transporation (MDOT). 
While this agency does espouse a commitment 
to Context-Sensitive Design, its decisions have 
long been directed by values of efficiency. It is not 
unprecedented for government to collaborate and 
modify a road’s capacity and use to benefit a local 
community, but it does require an additional layor of 
review before implementation can begin. 

Users: public transit, pedestrian, bicycle, truck

Recommended elements: crosswalks, pedestrian 
signals, wayfinding, transit stops, bicycle parking, on-
street parking, benches, decorative sidewalks, lighting, 
buffers

Like most of Warren’s corridors, Van Dyke is designed 
and built for automobile traffic. MDOT estimates the 
number of vehicles that travel daily by road throughout 
the year, using the Average Annual Daily Traffic 
(AADT) metric. Figure 1-8 indicates an average of 
18,291 vehicles traveled along the Van Dyke Corridor 
on a daily basis. Pre-pandemic data from 2019 
indicated an AADT of 22,892.1  

“Traffic Volumes”, Michigan Department 
of Transportation, https://lrs.state.mi.us/
portal/apps/webappviewer/index.
html?id=1a8bf6b2681d483ca9090ebec5d105ff
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Public Transportation

Warren is a part of the Suburban Mobility Authority 
for Regional Transportation (SMART), which provides 
fixed-route bus service to the southeast Michigan 
region. SMART route 510 travels along the Van Dyke 
Corridor, connecting Warren, Center Line, Sterling 
Heights, Utica, and Shelby Township. Because the 
bus route terminates at Eight Mile, traveling south into 
the City of Detroit requires transferring to another bus 
line.2 Crosstown 710 travels along Nine Mile Road 
connecting Warren as far east as St. Clair Shores 
to as far west as Southfield. DDOT Bus line Bus #17, 
Eight Mile Road stops at Eigth Mile and Van Dyke 
Avenue. 

Non-motorized Transportation

Non-motorized transportation is an integral element 
of transportation systems which advance the ethos 
of shared roadways and multi-modal commuting. 
Shifting focus on non-motorized transportation needs 
and infrastructure is fundamental to transition the Van 
Dyke Avenue from an auto-oriented throughfare into a 
pedestrian-friendly and multi-modal corridor in Warren. 

Non-motorized Travel Need Assessment

The transformation of this road from a vehicle-centered 
thoroughfare to a comfortable non-motorized route 
is likely to significantly impact the character of the 
whole corridor. Most importantly, it will better serve 

Van Dyke 
Corridor 

Census Tracts*

City of 
Warren

Michigan United States

No vehicle available in household 13% 8% 8% 9%

Households with one or more people under 18 years 38% 29% 29% 31%

Car, truck, or van -- drove alone 75% 86% 82% 76%

Car, truck, or van -- carpooled 12% 9% 9% 9%

Public transportation (excluding taxicab) 4% 1% 1% 5%

Walked 2% 1% 2% 3%

Other means 4% 1% 1% 2%

Worked from home 3% 2% 4% 5%

* Note: Includes census tracts 2632, 2638, 2639, 2640
Sources: United States Census Bureau, Tables DP02, DP03, B0823, American Community Survey 5-Year Estimates, 2019. 

Table 1-1: Mode of Commute to Work

United States Census Bureau, DP03 Selected Economic Characteristics in the United States, American Community Survey 5-Year Estimates, 2019.  United States Census 
Bureau, DP03 Selected Social Characteristics in the United States, American Community Survey 5-Year Estimates, 2019.

the residents of the neighborhoods adjacent to the 
corridor. According to the American Community 
Survey (2019), the residents of the Census tracts, 
including and immediately surrounding the study area, 
have several characteristics that would benefit from 
better non-motorized accommodations, as noted in 
the table titled “Mode of Commute to Work.”3 The 
first is lack of access to a car: a significantly higher 
percentage of households in these neighborhoods 
do not have a car, even when compared with the 
rest of Warren. This includes people who need to 
get to work. A smaller share of Van Dyke Corridor 
neighborhood residents drive alone to work than in 
Warren, Michigan,and nationally, which includes 
major metropolitan areas with substantial public 
transportation assets. In fact, Van Dyke residents take 
public transportation more than in the city or the state: 
4% of workers as opposed to 1-2%. Warrenites are 
also carpooling, walking, and getting to work by 
“other means,” including bicycling, at higher rates than 
in the city or state. 

A second characteristic that demonstrates the utility of 
non-motorized assets is the presence of households 
with children in the Van Dyke neighborhoods, which is 
seven to nine percentage points higher than elsewhere 
in the city, state, or nation.4 Each of these households 
has more people than drivers, and parents will tell 
you that this does not mean the non-drivers have 
fewer destinations. The ability for minors to have 
age-appropriate control over their own transportation 
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needs contributes greatly to livability for households in 
the family-formation phase.

Southeast Michigan Council of Governments 
(SEMCOG) conducts an Equity and Demand Analysis 
that combines concentrations of “equity populations” 
(socioeconomic factors that may impact mobility). 

 » High Demand Areas are likely to be the most 
bicycle and pedestrian friendly parts of the region, 
or those with the most potential to support more 
people walking and biking. They include larger 
downtown commercial districts, employment 
centers, and densely populated areas. With 
higher demand, there is also typically greater 
competition for space within the right-of-way. In 
these places, planning, programming, and policies 
that support walking and biking should be a 
central part of any transportation project. 

 » Moderate Demand Areas include many of the 
region’s smaller town centers, as well as areas 
adjacent to high demand areas. They are primarily 
residential areas, with commercial development 
along major roadways and intersections. These 
places are likely to support walking and biking, 
but in many cases driving is still necessary for 
daily trips. They often include transit services along 
major roads and grid-patterned residential streets 
that provide many options for comfortable walking 
or biking routes. 

The findings show that the entire study area has at 
least a “high” concentration of equity populations 
and “moderate” demand. There is “high” demand 
along the middle stretch of the corridor and “very 
high” concentrations of equity populations in the 
neighborhoods east of the southern portion of Van 
Dyke. 

Non-motorized Travel Safety

The Warren Master Plan looks at non-motorized 
travel in some detail, concluding that the numbers 
suggest those who take to the streets on foot or bike 
are risking their lives. It cites a report by Smart Growth 
America called “Dangerous by Design” which ranked 
the Detroit-Warren-Dearborn metro area 17th on a 
Pedestrian Danger Index (PDI) out the top 104 largest 
metro areas in the U.S. in 2016.5  The PDI is calculated 
as a ratio between the number of local commuters 
who walk to work and the number of pedestrian 
deaths. The report found that people of color and 

Figure1-9: SEMCOG Equity and Demand Analysis Map
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adults aged 65 and older are overrepresented as 
victims of collisions. The PDI also tends to increase 
when income drops, and the rates of uninsured 
individuals rise. And unfortunately, pedestrian 
deaths are on an upward trajectory, ironically, as 
health providers encourage people to walk more 
for exercise. As the name of the report suggests, 
pedestrians are unsafe because the roads are not 
designed to include them, and they have limited other 
options for commuting. 

This is specifically true in the study area. Between 2016 
and 2021, there were 24 pedestrian-automobile and 
20 bicycle-automobile accidents along the Van Dyke 
Corridor. As shown in the table titled “Pedestrian and 
Bicycle Crashes by Corridor (2016 – 2021)”, the Van 
Dyke Corridor has the highest number of crashes of 
any corridor in Warren. The crashes along the corridor 
are the outcomes of a flawed road design scheme 
that emphasizes automobile efficiency and movement 
over non-motorized accessibility and safety. 

As evident in the map titled “Pedestrian and Bicycle 
Crashes Map,” there is no major concentration 
of crashes throughout the corridor, indicating the 
challenges pedestrians and cyclists face while 
traveling along Van Dyke are ever-present with no 
safe refuge. Conflicts between pedestrians and 

bicyclists are common at intersections. This signals that 
facilities for non-motorized travelers are insufficient, 
even when they are in use. According to the crash 
data, the most frequent sites of pedestrian crashes are 
at the intersections of Van Dyke-Eight Mile, Van Dyke-
Essex, and Van Dyke-Timken, while the most frequent 
bicycle crashes happen at Van Dyke-Nine Mile 
and Van Dyke-Stephens. No bicycle fatalities were 
reported during this period, but four pedestrians lost 
their lives in accidents in the vicinity of the intersections 
at Chapp, Cadillac, Chalmers, and Westminster.

SEMCOG acknowledges that while most roads 
legally accept non-motorized users, only the hardiest 
bicyclists will actually use a road that does not have 
specific physical accommodations to support it. 
SEMCOG assesses “bicycling comfort levels” based 
on the stress tolerance of users, which are connected 
to examples of the types of infrastructure that contribute 
to this comfort level (refer to figure 1-10). Van Dyke 
Avenue in the southern two-thirds of the study area is 
considered “comfortable for some people,” meaning 
that at least some infrastructure exists. Unfortunately, 
the remainder of the corridor as well as the regional 
connector of Nine Mile Road all receive the worst 
rating: “comfortable for few people.” This map 
suggests that achieving greater use of these routes will 

Corridor Pedestrian Crashes Bicycle Crashes Total Crashes

Van Dyke (south of Center Line) 24 20 44

12 Mile 20 19 39

Van Dyke (north of I-696) 24 13 37

Nine Mile 16 14 30

Eight Mile 19 11 30

Schoerherr 14 15 29

Ryan 8 17 25

 Mile 12 12 24

Dequindre 13 9 22

Hoover 14 7 21

Martin 9 6 15

14 Mile 11 1 12

Other 4 4 8

Total 188 148 336

Source: Michigan Crash Facts

Table 1-2: Pedestrian/Vehicle and Bicycle/Vehicle Crashes by Corridor (2016-2021)
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Figure 1-10: Pedestrian and Bicycle/Vehicle Crash Map Figure 1-11: Bicycling Comfort Levels 
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Figure 1-12 Bicycling Comfort Levels

Source: Bicycle and Pedestrian Mobility Network, SEMCOG

Iron Belle Trail

Michigan’s Iron Belle Trail is a pair of trails 
that extends more than 2,000 miles, across 
48 counties, from the western tip of the Upper 
Peninsula to Belle Isle in Detroit. The portion of 
the trail that runs along the eastern part of the 
state, through Warren, is a biking trail, and the 
west branch of the trail is dedicated to hiking. The 
two trails join at the top of the lower peninsula. 

Coordinated and planned primarly by the 
Michigan Department of Natural Resources 
(MDNR), it is one of the longest state-
designated trails in the nation. It is a momentous 
statewide effort that Warren is proud of, not 
only as a recreational boost for its residents 
but also the possible attraction of neighboring 
communities or tourists to the city.

The trail is a patchwork of existing bicycle paths 
and lanes, sidewalks, and trails, and efforts are 
in place to connect the gaps. An existing hiking 
trail runs through Detroit, with several sections still 
proposed, to become an existing biking path 
as it heads northwest, deeper into the metro 
Detroit area. It crosses into Warren on Van 
Dyke Avenue, heading north and ending at the 
Warren-Center Line border, and does not pick 
up again until Sterling Heights. The proposed 
bicycle connection will meander north along 
Lawrence Street in Center Line, then zig-zag 
through Warren along Arsenal Road, Martin 
Road, Lorraine Boulevard, Common Road, and 
the ITC Corridor, leaving the city and entering 

require installing bicycling infrastructure where none 
exists and improving the infrastructure that does exist to 
buffer and protect the non-motorized user. 

Non-motorized Travel Improvements 
Opportunities

A second dramatic consideration in the changing 
character of this road is the welcoming of the Iron 
Belle Trail and its users into the City of Warren. The 
bicycle route of the state’s flagship trail, described in 
the box titled “Iron Belle Trail,” traverses the length of 
the study area. This influx of statewide non-motorized 

same title at figure 1-11
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travelers is an asset to Warren and can increase the 
economic potential of the corridor, but it will only 
happen if users feel safe and have an enjoyable 
experience on the trail. 

The study area is also important to regional non-
motorized transportation networks. Nine Mile Road 
is identified by SEMCOG as a regional bicycle and 
pedestrian corridor linking the Village of Pinkney 
in Livingston County to the Lake Huron coast at St. 
Clair Shores. The Macomb County Non-motorized 
Transportation plan shows this stretch as an east-west 
connector in the county, and is targeted in its gap 
analysis. The plan notes that the route includes local 
schools, two downtowns, and a public boat launch, 
which would all become accessible to residents of the 
study area upon completing this connection.6

HISTORIC RESOURCE FIELD SURVEY 
AND SUMMARY 

Historic resources, defined as “a publicly or privately 
owned building, structure, site, object, feature, or open 
space that is significant in the history, architecture, 
archeology, engineering, or culture of a community,” 
are integral to the City of Warren’s built environment. 
While Warren has a designated Village Historic 
District, historic resources are visible throughout 
the City, especially along one of the oldest parts 
of the City, the Van Dyke Corridor. With the aim of 
identifying and preserving valuable community assets, 
this plan incorporated a field survey to inventory 
historic resources along the Van Dyke Corridor.

Preservation Forward was contracted by Beckett 
and Raeder Inc. in July 2021 to carry out a historic 
resource field survey and summary of properties 
along the Van Dyke Corridor. The project boundary 
encompasses Van Dyke Avenue’s combination of 
commercial, residential, and light manufacturing 
building types in a suburban setting. Additional 
supporting documents may be found in the Appendix.

Methodology

Pre-Field Research

Prior to the historic resource field survey, a records 
check was conducted at the State Historic 
Preservation Office (SHPO) for information on the Van 
Dyke Corridor. The records check included a review 
of any extant, relevant cultural resource management 
reports, archaeological investigations, National 
Register of Historic Places (NRHP) nominations, and 
other research reports. Online research, including 
published histories, oral interviews, and other related 
information on the Van Dyke Corridor was reviewed to 
supplement the historic resource field survey.

Field Assessment Methodology

Methodology for evaluating historic resources is 
based on the NRHP Criteria for Evaluation, which is 
guided and administered by the National Park Service 
under the direction of the Secretary of the Interior. 
Authorized by the National Historic Preservation 
Act of 1966, the NRHP is part of a program to 
coordinate and support public and private efforts 
to identify, evaluate, and protect America’s historic 
and archaeological resources. The National Register 
documents the appearance and importance of 
districts, sites, buildings, structures, and objects that are 
significant in American history and prehistory. It is the 
nation’s inventory of historic places and its repository 
of documentation on the variety of historic property 
types, significance, condition, ownership, needs, and 
other information. The Criteria for Evaluation define 
the scope of the NRHP; they identify the range of 
resources and significance that  qualify properties for 
listing in the National Register. The National Register 
Criteria are written broadly to recognize the wide 
variety of historic properties associated with our 
prehistory and history.7  

Historic buildings and neighborhoods often evoke 
passionate feelings. The threat of demolition can spark 
heated community debates about whether a building 
is historic or not. As these discussions take place, 
some community members may conclude that others 
think “everything is historic” and must be “saved.” In 
fact, preservation professionals and historic district 
commissions make determinations about what is or is 
not historic based on the NRHP criteria which have 
been tested, used, and periodically revised since their 
initial development in 1966. 

Sterling Heights. Once the missing sections are 
completed, it could link Warren to state forests 
and to the North Country National Scenic Trail 
that starts in New York and ends in North Dakota.
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Historic resources must retain integrity. Integrity is 
the ability of a property to convey its significance: 
historic and architectural. To be listed in the NRHP, 
a property must not only be shown to be significant 
under the National Register criteria, but it also must 
have integrity. The evaluation of integrity is sometimes 
a subjective judgment, but it must always be grounded 
in an understanding of a property’s physical features 
and how they relate to its significance. 

According to the National Register Criteria for 
Evaluation, “historic properties either retain integrity 
(that is, convey their significance) or they do not.” 
Within the concept of integrity, the National Register 
criteria recognizes seven aspects or qualities that, in 
various combinations, define integrity. To retain historic 
integrity, a property will always possess several, and 
usually most, of the aspects. The retention of specific 
aspects of integrity is paramount for a property to 
convey its significance. Determining which of these 
aspects are most important to a particular property 
requires knowing why, where, and when the property 
is significant. 

Historic resource field surveys and their resulting 
summaries form an important basis for planning 
decisions and future historic preservation efforts. In 
order to plan for the preservation and protection 
of the historic, built environment, the first step is to 
assess the existing properties along the Van Dyke 
Corridor. This field assessment and summary are a 
reconnaissance-level survey of the Van Dyke Corridor. 
A reconnaissance-level survey is a preliminary step 
that identifies if properties are worthy of further study. 
Because reconnaissance-level surveys do not typically 
include research on the histories of the surveyed 
resources, the survey is broad and does not provide 

The National Register Bulletin titled “How to Apply the 
National Register Criteria for Evaluation” is a helpful 
guide for the evaluation of historic properties. This 
guide was used in the site assessment. 

The National Register Criteria for Evaluation evaluates 
historic properties by age, significance, and integrity. 
The rule of thumb is that a property must be fifty years 
of age or older. The property must also look like it 
did when it was originally constructed, though it’s 
understood that properties change and evolve over 
time. Significance can fall within four categories. A 
property may be associated with an event, an activity, 
or developments in the past. A property may relate to 
people who were important in the past. A property 
may convey architectural history or craftsmanship or 
may be associated with landscape history or other 
engineering achievements. And finally, a property 
may have the potential to yield information through 
archaeological investigation about our past. 

The site assessment included walking the boundaries 
of the district. Historic resources were identified, 
evaluated for architectural and historical significance, 
and analyzed for historic integrity. The site assessment 
is the framework for evaluation for National Register 
eligibility. 

The National Register of 
Historic Places

The National Register of Historic Places (NRHP) is 
the official list of the nation’s historic places worthy 
of preservation. It is the official list of properties 
significant in the history, architecture, archaeology, 
and culture of the United States. These are 
buildings, districts, sites, objects, and structures 
that possess “integrity of location, design, setting, 
materials, workmanship, feeling, and association,” 
and that: 

 » A: Are associated with historic events; 

 » B: Are associated with “the lives of persons 
significant in our past;” 

 » C: Embody distinctive architectural or artistic 
characteristics; 

 » D: Have yielded or are likely to yield 
information important in history or prehistory. 

Historic integrity is defined 
through seven aspects:

 » Location

 » Design

 » Setting

 » Materials

 » Workmanship

 » Feeling

 » Association
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evaluations of historic significance. For evaluations 
of historic significance, an intensive-level survey is 
a natural next step that includes historical research 
on the surveyed properties and provides information 
needed for determining which individual properties 
and areas are eligible for historic designations and 
for defining the boundaries of any historic districts. This 
level of field survey and summary of properties along 
the Van Dyke Corridor helps to proactively plan for the 
future of the Van Dyke Corridor while considering the 

past.

Field Assessment Findings

A reconnaissance evaluation of 123 properties 
within the Van Dyke Corridor from Eight Mile Road 
to Stephens Avenue was conducted. Of these 123 

Map 
Key

Name Address
Date of 

Construction 
Style Image 

1
Kim's Elevation 

School of 
Cosmetology

20958 Van Dyke 
Avenue

1953
20th Century 
Commercial

 

2
Base Line Feed 

Store
21015 Van Dyke 

Avenue
1877, 1940

19th Century 
Commercial with 

20th Century 
Commercial 

Addition
 

3 N/A
21227 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 

Table 1-3: Surveyed Properites Within the Van Dyke Corridor, At Least 50 years of Age and Embody Historic Integrity

properties, 100 are recommended as “not historic.” 
Most of these properties are recommended “not 
historic” because they are under 50 years of age 
or have lost historic integrity. Preservation Forward 
recommends that the remaining 23 properties require 
additional research to determine eligibility for listing 
in the National Register of Historic Places. These 23 
properties are not contiguous, and some do show 
signs of slightly altered historic integrity. However, the 
properties also illustrate an architectural period within 
the Van Dyke Corridor that begs for more intensive-
level survey and evaluation. The tables below identify 
the 23 properties, and a detailed description of each 
property may be found in Appendix A. 
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Map 
Key

Name Address
Date of 

Construction 
Style Image 

4 N/A
21234 Van Dyke 

Avenue
1963

20th Century 
Commercial 

 

5 Nono's Pizza
21351 Van Dyke 

Avenue
1950

Two-story, 
20th Century 

Comercial  

6 All Star Books
21747 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 

7 Vacant
21805 Van Dyke 

Avenue
1950

Two-story, 
20th Century 

Comercial  
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Map 
Key

Name Address
Date of 

Construction 
Style Image 

8
Maybelle 
Burnette 
Library

22005 Van Dyke 
Avenue

1966

20th Century, 
Municipal 

Building with mid-
century modern 
stylistic elements

 

9
Gingle's 

Barber Shop
22555 Van Dyke 

Avenue
1969

20th Century 
Commercial 

 

10
Nik 

Necessities 
Shop

22715 Van Dyke 
Avenue

1956

20th Century 
Commercial 

 

11
Carl's Safety 

Service
22720 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 



26  |  City of Warren Van Dyke Corridor Plan - Final Draft for Adoption - December 12, 2023

Map 
Key

Name Address
Date of 

Construction 
Style Image 

12
MI 

Maintenance 
Supply

22740-22760 
Van Dyke Avenue

1940

20th Century 
Commercial 

 

13
A-1 Family 

Barbers
22860 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 

14
Appliances 

Outlet
22865 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 

15
Ed & Lil's 

Flower Shop
22866 Van Dyke 

Avenue
1950

20th Century 
Commercial 
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Map 
Key

Name Address
Date of 

Construction 
Style Image 

16 N/A
23150 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 

17 N/A
23154 Van Dyke 

Avenue
1950

20th Century 
Commercial 

 

18 N/A
23158 Van Dyke 

Avenue
1950

20th century 
residential, 

Dutch Colonial 
style home with 

20th century 
commercial 
addition at 

façade

 

19
Pro Shop 
Hobbies

23326 Van Dyke 
Avenue

1950

20th Century 
Commercial 

 

20
Stan's Exhaust 
and Tune Up

23537 Van Dyke 
Avenue

1950

20th Century 
Commercial 
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Table 1-13: Historic Inventory The following five properties require intensive-level 
survey and additional research prior to making an 
evaluation of NRHP eligibility determination.

Of the 23 properties that were surveyed, the properties 
identified in Table 1-4 embody characteristics of 
excellent redevelopment opportunities and may serve 
as a catalyst for future reinvestment within the Van 
Dyke Corridor.

23158 Van Dyke Avenue was identified as a historic building

21747 Van Dyke Avenue, the former All Star Books building, was identified as a 
historic building
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Address Name Recommendation
Criteria for 
Evaluation*

Potentially 
Individually-eligible 
or Contributing to a 

District

21015 Van Dyke Avenue Base Line Feed Store Potentially eligible A, C Individually

22005 Van Dyke Avenue Maybelle Burnette Library Potentially eligible A, C Individually

22720 Van Dyke Avenue Carl’s Safety Service Potentially eligible C Individually

22740 Van Dyke Avenue MI Maintenance Supply Potentially eligible C District

22760 Van Dyke Avenue MI Maintenance Supply Potentially eligible C District

*Please refer to Field Assessment Methodology for reference to the National Register Criteria for Evaluation.

Table 1-4: Properties Identified for Future Intensive-Level Survey and Additional Research Recommendations

Address Name
Vacant or 
Occupied

Recommendation

21015 Van Dyke Avenue
Base Line Feed 

Store
Vacant

This is a locally-designated, historic landmark awaiting to 
be redeveloped sympathetically with its rich history and 

connection to the Van Dyke Corridor. 

21227 Van Dyke Avenue Unknown Vacant
This 20th century, one-story commercial building with an 

adjacent parking lot is ripe for redevelopment. 

21234 Van Dyke Avenue Unknown Undetermined
This 20th century, one-story commercial building with an 

adjacent parking lot is ripe for redevelopment.

21351 Van Dyke Avenue Nono’s Pizza

1st floor/street 
level commercial 

space is occupied. 
Undetermined on 
the upper floor. 

This 20th century, two-story, mixed-use  building with an 
adjacent parking lot would be a perfect pilot project for 

upper-story residential units along the Van Dyke Corridor. 

21805 Van Dyke Avenue Vacant

Undetermined 
on both the 1st 

floor/ street level 
commercial space 
and upper floor.

This 20th century, two-story, mixed-use  building with a 
rear parking lot would be a perfect pilot project for upper-

story residential units along the Van Dyke Corridor.

22715 Van Dyke Avenue
Nik Necessities 

Shop
Undetermined if 
fully occupied

This 20th century, one-story commercial building with an 
adjacent parking lot is ripe for redevelopment.

Table 1-5: Properties that Serve as Great Redevelopment Opportunities



LAND USE SURVEY AND SUMMARY 

Land Use by Tax Classification

Local property assessors assign property tax 
classifications to each parcel in Warren to determine 
bi-annual property tax rates. These land use codes are 
one tool to illustrate the existing land use framework of 
the Van Dyke Corridor. The boundaries for the existing 
land use analysis follow the jurisdictional boundaries 
of the Tax Increment Financing Authority (TIFA). 

The corridor is predominantly a mix of commercial 
and residential properties. Of the 603 parcels, 52% 
are residential, 32% are commercial, 15% are exempt, 
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Address Name
Vacant or 
Occupied

Recommendation

23150 Van Dyke Avenue Vacant
Undetermined, 
appears to be 

vacant

This 20th century, one-story commercial building with an 
adjacent parking lot is ripe for redevelopment. 23150, 

23154, and 23158 Van Dyke Avenue are contiguous and 
all appear to be vacant and underutilized properties. 
The right buyer would buy all three of these properties 

to rehabilitate as a substantial redevelopment deal. This 
reinvestment would transform the built environment along 

this block of Van Dyke Avenue.

23154 Van Dyke Avenue Vacant
Undetermined, 
appears to be 

vacant

This 20th century, one-story commercial building with an 
adjacent parking lot is ripe for redevelopment. 23150, 

23154, and 23158 Van Dyke Avenue are contiguous and 
all appear to be vacant and underutilized properties. 
The right buyer would buy all three of these properties 

to rehabilitate as a substantial redevelopment deal. This 
reinvestment would transform the built environment along 

this block of Van Dyke Avenue.

23158 Van Dyke Avenue Vacant
Undetermined, 
appears to be 

vacant

This 20th century, one-story commercial building with an 
adjacent parking lot is ripe for redevelopment. 23150, 

23154, and 23158 Van Dyke Avenue are contiguous and 
all appear to be vacant and underutilized properties. 
The right buyer would buy all three of these properties 

to rehabilitate as a substantial redevelopment deal. This 
reinvestment would transform the built environment along 

this block of Van Dyke Avenue.

and 1% are industrial. However, parcels range in size, 
so it is also important to look at land use from a total 
area perspective. When considering the corridor in 
terms of acreage, 48% of the corridor is commercial, 
37% is residential, 13% is exempt, and 2% is industrial. 
The commercial properties are the most visible 
because of their frontage along Van Dyke, while most 
of the residential properties are located behind the 
commercial buildings and are accessible from side 
streets. Additionally, 11% of the land in the corridor is 
considered vacant, meaning a lot without a structure 
on it, and the majority of the vacant parcels are 
commercial.
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Land Use Total Percent of Total

Parcels Acres Parcels Acres

Commercial 194 47.2 32.2% 48.2%

Improved 138 40.7 22.9% 41.6%

Vacant 56 6.5 9.3% 6.6%

Residential 311 36.0 51.6% 36.8%

Improved 283 32.8 46.9% 33.6%

Vacant 28 3.1 4.6% 3.2%

Exempt 92 13.0 15.3% 13.3%

Local 83 9.9 13.8% 10.1%

Schools 2 2.0 0.3% 2.0%

Other 7 1.1 1.2% 1.1%

Industrial 6 1.7 1.0% 1.8%

Improved 2 0.6 0.3% 0.6%

Vacant 3 1.1 0.5% 1.1%

Utilities 1 0.1 0.2% 0.1%

Source: City of Warren

Table 1-6: Van Dyke Existing Land Use

Detailed Land Use Inventory

Another inventory of the existing land uses was 
taken using Google Street View, with uses classified 
according to the North American Industrial 
Classification System. The purpose of this analysis 
is to note clusters of establishment types, which can 
offer opportunities to build on development synergies. 
Once the detailed uses were identified, they were 
grouped into three categories based on whether 
the use contributes to a walkable character, detracts 
from a walkable character, or is neutral regarding 
walkability. 

An early finding demonstrates how these two 
characteristics may intersect in ways that require 
careful planning: the largest concentration of business 
types in the corridor (30 business of 114 that were 
identified, or 25%) are auto-oriented, including car 

dealerships, vehicle repair establishments, and gas 
stations. On the one hand, this suggests a business 
cluster, and a traditional recommendation would be to 
build upon their presence by looking for opportunities 
to recruit related businesses in order to increase the 
competitive advantage of that sector in the community. 
Indeed, the market analysis in the next section finds 
that these are “surplus” sectors, meaning that they are 
bringing in customers from outside the immediate area. 
However, the presence of other vacant buildings and 
parcels in the area suggests that there is no pent-up 
demand for expansion, and this sector may already 
be maxed out in the area. The specifically auto-
centric design of these establishments, which are often 
large parcels with heavily used access points, also 
represents an opportunity cost. They detract from the 
overall walkability of the area, which has been shown 
in previous sections to be important to the corridor. 
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The corridor already hosts a substantial and diverse 
assortment of use types that naturally lend themselves 
to a walkable environment, are considered amenities 
to residents who live nearby, and can serve as 
draws for users of the Iron Belle Trail and other non-
motorized routes. Retail uses (15), food service (9), 
and entertainment/recreation establishments (5) make 
up another 25% of the businesses on the corridor. 
These uses should be supported and celebrated as 
assets, though it should be noted that just because 
they are desirable destinations does not mean they 
necessarily present a comfortable non-motorized 
environment. Many were built under codes that 
prioritized car movement, and their popularity 
means that their access points may be as busy as 
any, increasing chances for collisions between cars, 
bicycles, and pedestrians. But a baseline requirement 
of walkability is simply whether there is anywhere 
to walk to, and it is often easier to retrofit the site 
of a successful business with some non-motorized 
infrastructure than it is to entice a new use. 

The remaining businesses in the corridor are generally 
of a service nature: professional services like finance 
and real estate (15), personal services like hair and 
nail care (11), and “eds and meds” (7). Also included 
in this category are four sites which have multiple 
businesses in a strip mall format. These are also 
considered amenities to nearby residents and are 
often “good neighbors” to residential uses because 
they fit on small parcels and have limited traffic. They 
are less of a draw to trail users, but their light-duty 
access points quietly benefit the trail environment.

When reviewing land use on the corridor through 
the lens of walkability, two patterns emerge most 
prominently. The first is that the area surrounding the 
node at Van Dyke and Nine Mile roads is already 
well-populated by retail and restaurant uses, some of 
which are destinations that can serve locals and trail 
users alike. This planned nexus of state- and county-
wide trails also has sidewalks and bicycle lanes on 
Van Dyke and sidewalks on Nine Mile. The corner 
has a suburban character with buildings separated 
from the road by parking and drive-throughs attached 
to both restaurant and retail uses, but buildings 
come back up to the sidewalk immediately past the 
intersection to both the north and the south. 

The second pattern is the concentration of auto-
oriented uses in the southern portion of the corridor. 
However, in an interesting juxtaposition, the design of 
the corridor works to offset the impact of these uses 

Figure 1-14: Walkable Land Uses
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somewhat: buildings are generally adjacent to the 
sidewalk, or the parcel has an edge treatment such 
as a low wall to create a relationship to the sidewalk, 
and both sidewalks and a bike lane are in place. To 
the extent that these businesses are valuable in the 
city and are functioning successfully, these “bones” 
point the way to integrating seemingly competing 
interests. Unfortunately, this section also demonstrates 
some signs of vacancy and deterioration in addition 
to several grassed empty lots, which can dampen its 
appeal for the non-motorized traveler. It’s possible 
that what isn’t present in the corridor is a bigger drag 
on the walkability than what is. Still, the established 
development pattern of zero lot lines is there to mimic 
for those willing to invest in this portion of Van Dyke.

Vacancy and Condition

The detailed land use inventory counted 26 buildings 
which appeared to be vacant, and 31 lots with 
no structures on them. These represent the best 
opportunities to nudge the corridor in the direction of 
Warrenites’ vision. In several areas, entire block faces 
are devoid of operating establishments. These include 
the east side of Jackson to Rivard; the west side of 
Orchard to Meadow; and both sides of Studebaker 
to Chalmers. In addition, three of the four corners at 
Continental Avenue lack a functioning business. 

As noted in the Historic Resources section, a 
few vacant buildings contribute to the historical 
significance of the area. It is important to note these 
preservation opportunities alongside the development 
flexibility, because although it is tempting—and often 
less expensive in the short term—to tear down an 
aging building when a new proposal is on offer, 
preserving the resource pays dividends over time in 
terms of character and visual interest. Viable strategies 
and recommendations to intersect historic preservation 
and planning initiatives are detailed in the “Land Use 
Strategy” chapter, and additional historic preservation 
resources may be found in the Appendix. 

Also contributing to the overall condition of the 
corridor are the neighborhoods behind the buildings 
that line Van Dyke Avenue. These neighborhoods 
are visible when traveling along the corridor, so 
their condition contributes to the visual interest. The 
sensitive structures analysis from the Master Plan uses 
building age and assessed value to estimate building 
condition. The analysis scores each block on a range 
from one to five, one is the highest condition and five 
the lowest. Along Van Dyke, eight blocks are classified 
as a five, 35 are classified as a four, six are classified 
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Figure 1-15: Vacant Lots
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as a three, and four blocks are classified as a two. 
No blocks along Van Dyke were deemed to meet 
the highest building condition rating. One contributing 
factor to the lower scores of the neighborhoods along 
the corridor is the age of development. Historically, 
Warren was developed from south to north, so these 
buildings and neighborhoods along Van Dyke are 
some of the oldest in the entire city. 

Structure Sensitivity & Total 
Vulnerability

Total Vulnerability

Once all three measures of exposure and 
sensitivity were produced, the results were 
combined to generate one overall vulnerability 
map. Each of the point totals for sensitive people, 
lands, and structures were aggregated to highlight 
the most and least vulnerable parts of the city. The 
“Total Vulnerability” map illustrates that most of 
the city is at least somewhat vulnerable with very 
little exception. The northeast quadrant is the least 
vulnerable because it has the least number of dark 
red polygons, but still many blocks fall into the mid- 
and high-vulnerability ranges. The deepest swaths 
of dark red are in residential neighborhoods on 
both sides of Van Dyke between Eight and Nine 
Mile Roads, and in the southern corners of the city. 
The map confirms that south Warren is the most 
the vulnerable section of the city, even though 
it is the furthest from the floodplain. Its structural 
deficiencies and sensitive populations mean that 
this area will struggle to respond to and recover 
from climate shocks. When the community-
identified assets are included, more than a dozen 
of residents’ most beloved places are located 
within the most vulnerable blocks. Not only would 
those physical structures and the people in them 
suffer, but the way the remaining residents see and 
experience the City will change for the worse as 
well.

Structures

The built environment is the landscape that we live 
in, the conduit that enables goods and services 
we require to survive, and the infrastructure we 

Figure 1-16: Sensitive Structures
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Adopted Master Plan Future Land Use 
Policy

The Master Plan adopted in 2021 contains a 
detailed Future Land Use Map that indicates the 
preferred direction of future development. It forms 
the legal basis for the Zoning Ordinance, and is 
consulted when rezonings, special land uses, planned 
developments, and other discretionary land use 
decisions are considered. The Future Land Use Map 
designates the entirety of the study area as a “mixed 
use node,” radiating outward from the intersection of 
Van Dyke and Nine Mile Roads. This designation is 
intended to allow for primarily commercial uses on the 
ground floor alongside moderate-density residential 
development. This land use combination is symbiotic, 
both the business owners and residents benefit from 
their proximity, businesses from a steady stream of 
patrons, and residents from convenient access to 
goods and services without a car.

The Master Plan also acknowledges vacancy in this 
portion of the city and suggests that it may be a good 
location in to assemble parcels for bold development 
that meets the desired character of the area. The 
Action Plan includes the following recommendations: 

 » Explicitly permit a range of highly visible uses 
focused on renewable energy, public art, and 
access to nature.

 » Concentrate experimental projects in this area to 
draw attention.
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move through to flee a crisis. The variables used in 
this analysis are proxies that are highly correlated 
with the quality of residential, commercial, and 
industrial structures. Structures with higher assessed 
values are assumed to be both constructed 
of higher quality materials, and to have had 
occupants with greater means for regular 
maintenance. They therefore tend to be in better 
shape and consequently are better guardians of 
people’s health and safety. The age of the building 
gives some indication of the types of materials 
used: in Michigan, typically structures built prior 
to 1940 were made of a more porous concrete 
that allows more water to enter into the structure’s 
foundation. As building standards have improved 
over the decades, some of which specifically 
protect buildings from flooding, new homes 
are generally better suited to withstand nature’s 
curveballs.

Figure 1-17: Future Land Use
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the specific recommendations for land use and design, 
the overall sentiment of Warrenites was that this 
section of the community is the one that has been left 
furthest behind, and that it deserves timely, thoughtful 
attention and care.

A connection is made in the plan between the mixed-
use development format and the physical design of the 
corridor, especially when it comes to amenities. The 
addition of residents into the pool of the most regular 
users of the street environment means that crosswalks, 
street trees, and lighting will be experienced by 
more users around-the-clock. It also means that the 
environment will need to make at least some people 
comfortable enough to call it “home,” which is a 
different set of expectations than one might have when 
visiting a purely business district. Both the Master 
Plan and a previous corridor study call out a desire 
for features to make the corridor more comfortable, 
connected, and social.

During the Master Plan process, which included 
extensive public engagement, the study area was 
a consistent subject of proposed improvement (the 
area is referred to as “South Warren” in the plan). This 
report is a direct result of the plan’s community-driven 
recommendation to invest in this area. In addition to 

Economic Development 
Opportunities Along Van Dyke 

Corridor

Physical improvements are a contributor to 
economic development. The Van Dyke Corridor, 
between Eight Mile Road and I-696 in the TIF 
district, could use public investment that would 
create an enticing approach to the mixed-use 
development. The investment would be a win-win 
in that it polishes the public realm, improves the 
user’s experience, and could motivate private 
sector investment along the corridor. A 2003 study 
of the corridor identified pedestrian enhancements 
such as intersection crossing enhancements, 
refuge islands, access management, sidewalk 
improvements, and shared parking arrangements, 
among others. There was also a call to make 
the corridor more social, to make the route part 
of the attraction and not just a means to an end. 
The elements of sociability mentioned coincide 
with design principles that make pedestrians feel 
safer: lighting, fixed sidewalks, graffiti removal, 
green space, and improved appearance of 
store facades. A physical transformation could 
encourage walkability and drive more foot traffic 
to the retail hub. 

Excerpt from the 2021 Master Plan

South Warren

There is a stark divide between north and south 
Warren, shown in demographic and economic 
indicators such as housing value, income, and 
race. Lower median household incomes are 
clustered heavily in south Warren with only 
small pockets of lower incomes above I-696. 
There is also a higher concentration of minority 
populations in south Warren. Additionally, south 
Warren is the most vulnerable section of the city 
in terms of its ability to respond to and recover 
from impending climate shocks. These themes of 
division and segregation came through strongly 
across all Town Hall meetings. Historically, south 
Warren has received less investment and has thus 
had reduced access to services. Over the past few 
years, however, the city has acted to combat years 
of disinvestment with new key public developments 
such at the Busch Branch Library, pocket parks, 
and the Civic Center South development. 

Excerpt from the 2021 Master Plan

MARKET REVIEW AND SUMMARY 

A market analysis examines whether the current 
businesses of an area are meeting the retail and 
service needs of a population. For example, are there 
enough furniture stores in the City of Warren to meet 
the local demand, or do residents travel elsewhere to 
buy furniture? When residents have to leave the city 
to meet their demand for a certain good or service, 
a retail “leakage” occurs. A leakage represents 
the money that leaves Warren to be spent in retail 
options outside of the city. The “leakiest” retailer 
segments in Warren are clothing /accessory stores; 
electronics / appliance stores; and sporting goods 
/ hobby / book / music stores, to the estimated tune 
of $73,430,273 annually in just those three sectors. 
The retail gap, or the difference between what is 
supplied and what residents demand, underscores 
the potential success certain retailers could have in 
Warren. In contrast to “leaky” retail, there are “surplus 
sectors,” which are retail sectors that draw customers 
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Industry Group Supply Demand Gap Surplus or Leakage

Clothing and accessories $26,941,492 $71,665,376 $44,723,884 Leakage

General merchandise $185,142,524 $220,411,015 $35,268,491 Leakage

Sporting goods, hobby, book, music $20,691,302 $37,780,839 $17,089,537 Leakage

Electronics and appliances $33,298,539 $44,915,391 $11,616,852 Leakage

Miscellaneous $42,177,816 $52,882,586 $10,704,770 Leakage

Non store retailers $18,262,702 $26,596,953 $8,334,251 Leakage

Health and personal care $171,955,401 $104,942,810 -$67,012,591 Surplus

Furniture and home furnishings $72,353,238 $46,140,692 -$26,212,546 Surplus

Gasoline stations $265,075,083 $167,686,856 -$97,388,227 Surplus

Motor vehicle and parts $407,529,290 $307,288,203 -$100,241,087 Surplus

Building materials, garden equipment and supply $128,321,990 $100,365,485 -$27,956,505 Surplus

Food and beverage $350,166,434 $256,735,388 -$93,431,046 Surplus

Food services and drinking places $177,613,595 $145,938,610 -$31,674,985 Surplus

Source: ESRI Retail Market Potential

Table 1-7: Van Dyke Existing Market Potential

Industry Group Supply Demand Gap

Other General Merchandise Stores $40,466,242 $70,219,650 $29,753,408

Clothing Stores $19,196,988 $48,209,928 $29,012,940

Sporting Goods/Hobby/Musical Instr Stores $15,488,090 $31,680,506 $16,192,416

Shoe Stores $2,270,490 $10,350,632 $8,080,142

Electronic Shopping & Mail-Order Houses $13,029,157 $20,779,233 $7,750,076

Jewelry, Luggage & Leather Goods Stores $5,474,014 $13,104,816 $7,630,802

Home Furnishings Stores $12,187,497 $17,726,387 $5,538,890

Department Stores Excluding Leased Depts. $144,676,282 $150,191,365 $5,515,083

Lawn & Garden Equip & Supply Stores $4,467,079 $9,185,063 $4,717,984

Other Miscellaneous Store Retailers $27,207,818 $31,174,135 $3,966,317

Office Supplies, Stationery & Gift Stores $6,811,204 $10,462,831 $3,651,627

Used Merchandise Stores $5,478,664 $8,752,606 $3,273,942

Beer, Wine & Liquor Stores $16,888,807 $18,551,878 $1,663,071

Vending Machine Operators $426,429 $1,510,228 $1,083,799

Book, Periodical & Music Stores $5,203,212 $6,100,333 $897,121

Special Food Services $3,498,308 $4,270,754 $772,446

Source: ESRI Retail Market Potential

Table 1-8: Leakage Businesses, 2017
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Utilization of existing tools to analyze the performance 
of the corridor design were encouraged in this 
meeting. The tools included the MDOT and 
SEMCOG multi-modal tool and Street Mix. 
Additionally, several potential funding sources for the 
implementation of the corridor design were identified 
and are highlighted further in the Implementation 
portion of this report. 

REGULATORY REVIEW & SUMMARY 

At the time of this report, the zoning designation along 
the length of the Van Dyke Avenue Corridor is C-2, 
General Business District. This commercial district 
permits retail, service, office, recreation, assembly, and 
institutional uses, but explicitly excludes residential. It 
is distinguished from the C-1 Local Business District by 
permitting auto-oriented uses such as repair shops, car 
washes, and drive-in restaurants, sometimes with use-
specific site requirements. Pawn shops and sexually-
oriented businesses are also permitted in the district, 
if they meet the zoning criteria, but are excluded from 
the DDA and TIFA boundaries and thus from the study 
area.  

The City of Warren is updating its Zoning Ordinance 
concurrently with the development of this Corridor Plan 
to conform with the Master Plan recommendations. 
As noted above, the proposed district is a “mixed 
use node” radiating from the intersection of Van 
Dyke Avenue and Nine Mile Road. A key feature of 
this district is the introduction of residential uses. The 
existing permitted commercial uses are adequate 
to accommodate the needs of local residents and 
potential trail users and should be carried forward. 
Specific existing and desired auto-oriented uses 
should be permitted after careful review, with 
updated site standards to safeguard walkability. To 
follow the recommendation to accommodate visible, 
experimental, or unique uses, the district could include 
a clause permitting uses that are deemed to be 
substantially similar to those explicitly permitted. 

The C-2 district requires a 15-foot front yard setback 
for commercial buildings, measured from a right-
of-way line in the previous Master Plan. Most of 
the corridor conforms approximately to this line in a 
consistent streetwall that could, if improved, provide 
an interesting and safe feature for pedestrians 
and bicyclists. The unfortunate exception is the key 
intersection at Nine Mile Road, where the structure 
of a setback (it is a minimum requirement) allowed 

from outside of the city. Warren is attracting outside 
dollars in motor vehicle and parts; furniture / home 
furnishings; health / personal care; food / beverage; 
building materials / garden equipment / supply 
stores; and gas stations. 

The best retail sectors to recruit or encourage 
development in Warren are those that are leaking 
because there is unmet demand to fulfill. Additionally, 
identifying leaking retail sectors that also contribute to 
the desired environment of the Van Dyke Corridor will 
aid in drafting recommendations to achieve the vision 
for the corridor. For example, if the desired corridor is 
walkable and active and there is a leakage of eating/
drinking establishments, then zoning regulations along 
the corridor should be tailored to support restaurants 
and other similar businesses because they would 
contribute to an active atmosphere. This could include 
permitting regulations for outdoor dining areas 
and/or food truck rallies. The table titled “Leakage 
Businesses” shows the full range of retail leakage for 
the City of Warren.

SEMCOG TRAFFIC ANALYSIS 
MEETING AND SUMMARY 

A coordination meeting was conducted with MDOT, 
the City of Warren, and Beckett & Raeder in February 
2023 to exchange information and manage important 
elements of the Van Dyke Avenue Corridor project.  
The purpose of the meeting was to discuss additional 
analyses required for implementation, to pinpoint 
tools to support the development and evaluation of 
the corridor design, and to identify potential funding 
sources.

The meeting further instilled the need for design 
interventions that reduce jaywalking along the 
corridor, as this has posed a significant risk to 
pedestrian safety. Additionally, some proposed 
corridor enhancements—like protected bike lanes—
were noted to require maintenance funding and 
specific equipment. Implementation of protected 
bicycle lanes would optimally be paired with the 
purchase of downsized street maintenance vehicles.  
The National Association of City Transportation 
Officials (NACTO) has conducted a case study on 
downsized street maintenance vehicles that suggests 
the initial investment may be leveraged by selecting 
a vehicle with multiple uses that include compact 
sweeping and plowing.
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private business to prioritize car access in a way that 
significantly altered the functionality and experience 
of this critical node. The high traffic counts of both 
roadways offer visibility, distinction, and access, but 
the corner is filled with parking lots and drive- thru 
lanes instead of buildings that face each other in a 
cohesive environment. The setback should be replaced 
by a build-to requirement, which specifies where the 
front wall of a building shall be located in relation 
to the front lot line in order to enforce a consistent 
streetwall. The requirement can be provided in a 
range based on measurements of existing conditions.  

The new build-to requirement should be written with 
generous accommodation and guidance for active 
outdoor uses like dining, retail, and entertainment. 
These should be considered amenities and provided 
with clear standards that address circulation, access, 
and aesthetics to support streamlined administrative 
permitting. 

The current Warren Zoning Ordinance does not 
include strong requirements for access management, 
lighting, or landscaping that are intended to extend 
a comfortable public realm onto individual private 
properties. This is essential for the creation of a 
cohesive district and to fully achieve that comfortable 
experience. The ordinance should state a preference 
for site design that includes the fewest number of 
driveways, including consolidated access between 
parcels. Landscaping should be required in all parking 
lots, including tree wells, and on lots that are large 
enough to accommodate it. Lighting requirements 
should be tailored to produce a consistent experience 
from the street into the private building. The corridor is 
nearly entirely paved which presents a challenge to 
private landscaping. A site landscaping requirement 
that can be met with creative uses like hanging 
baskets, planters, window boxes, or living walls can 
offer some relief to the environment at a low burden to 
the applicant. 

The condition of the building facades varies throughout 
the corridor, and the TIFA has an active grant program 
to help fund improvements. These investments will be 
best served by up-to-date design regulations that 
incorporate outdoor active uses, access management, 
lighting, and landscaping as well as key architectural 
features like window transparency. The results are 
most reliably and efficiently achieved when they 
are adopted directly into the Zoning Ordinance, 
rather than through stand-alone design guidelines or 
adding design review into the approval process. Such 
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standards can be expected to be a bit more detailed 
here than in other parts of the City in order to achieve 
this distinctive, and corrective, result.

In exchange for compliance with these detailed 
regulations, the City should offer an approval process 
that is as swift and administrative as possible. Active, 
walkable uses should be permitted by right, with 
use-based standards where necessary rather than 
discretionary review. Auto-based uses should also get 
use-based standards primarily aimed at minimizing 
their impact on non-motorized travel, and may also 
include a discretionary review. The TIFA Board should 
submit written comments on every proposal in the TIFA 
District between Eight Mile and Stephens as part of 
the development review process. 

Sources

1 “Traffic Volumes”, Michigan Department of Transportation, https://lrs.state.mi.us/portal/apps/webappviewer/index.
html?id=1a8bf6b2681d483ca9090ebec5d105ff

2 “Smart Ride”, Suburban Mobility Authority for Regional Transportation, http://www.smartbus.org/Schedules/View-Routes

3 United States Census Bureau, DP03 Selected Economic Characteristics in the United States, American Community Survey 5-Year 
Estimates, 2019.

4 United States Census Bureau, DP03 Selected Social Characteristics in the United States, American Community Survey 5-Year 
Estimates, 2019.

5 Smart Growth America, Dangerous by Design, 2016, https://s3.amazonaws.com/cdn.smartgrowthamerica.org/dangerous-by-
design-2016.pdf

6 Macomb County, “Mobilize Macomb,” 2017, https://gis.macombgov.org/appsdev/mobilize/Mobilize_Macomb.pdf

7 US Department of the Interior, National Park Service, National Register of Historic Places, March 18, 2022 last updated. https://
www.nps.gov/subjects/nationalregister/index.htm Accessed 12/20/2021

Opportunities for outdoor dining are abundant along the corridor.

A vacant commerical property along Van Dyke Avenue.
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22 COMMUNITY 
ENGAGEMENT



Community engagement was an integral part of 
developing recommendations for the Van Dyke 
Corridor. This chapter summarizes the findings from 
various community engagement efforts including 
an interactive community survey, stakeholder 
engagement, and engagement with city officials. 
While community engagement efforts primarily 
focused on Warren residents, the term “community” 
broadly refers to all beneficiaries of the corridor, 
including (but not limited to) people who use the 
corridor to commute and business owners who may or 
may not reside in Warren. 

COMMUNITY SURVEY 

The City of Warren Van Dyke Corridor Plan 
Community Survey was designed to garner the 
community’s vision for the future of the Van Dyke 
Corridor and gauge their current and future 
preferences regarding land use patterns, infrastructure 
improvements, and redevelopment along the corridor. 
The survey was hosted on an online platform–
SurveyMonkey–and promoted through postcards, 
stuffers in the water tax statements, social media, local 
newspaper, and the city’s website. Paper copies of 
the survey were available at the public libraries for 
those who could not access the online platform. A 
total of 199 online responses from respondents with 
Michigan zip codes and four paper responses were 
collected between August and November 2022 with 
a completion rate of 86%.1

General Questions

The responses in this section provide an understanding 
of how the community uses the Van Dyke Corridor and 
the overarching challenges the community experiences 
along the corridor.

Question 1. What is the primary reason for using/visiting 
the Van Dyke Corridor?

The greatest proportion of respondents (44%) use 
the corridor as a means to get somewhere else; 17% 
reside in a neighborhood adjacent to the corridor; 
12% use it to walk/bike; and 10% use it to access to 
goods and services. Only 5% of respondents visit the 
corridor for experiential shopping indicating a lack 
of business catering to them and potentially a lack of 
adequate parking and pedestrian infrastructure. 
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Question 2. What deters you from visiting Van Dyke 
more often? (Check all that apply)

The top three reasons deterring respondents from 
using the corridor more frequently include: limited mix 
of good and services (58%), fear of crime (40%), 
and unpleasant walking/biking experience along 
the corridor (38%). Nearly 30% of respondents also 
noted traffic as a reason discouraging them from 
frequenting the corridor. The responses suggest that 
while there is interest from the community to use the 
corridor, a shortage of thriving destinations, stigma 
of crime, and mobility and infrastructure challenges, 
restrict the functioning of the corridor to a throughfare. 
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Land Uses / Businesses

The responses to questions in this section help illustrate 
the community’s current and future preferences 
regarding land uses and business mix on the Van Dyke 
Corridor. 

Question 3.  What types of businesses do you currently 
visit on the corridor? (Check all that apply)

Restaurants and drinking establishments were the most 
frequented businesses by the survey takers (39%), 
followed by food / beverage / grocery stores (39%) 
and gasoline stations (32%). This patten closely 
follows commonly observed land use trends along 
major corridors in the region which tends to feature 
drive throughs, convenience stores, and automobile 
service stations. Office supplies / stationary / gift 
stores and furniture and homes furnishing stores as well 
as electronics / appliance stores were the least visited 
business typologies (4%, 5% and 5% respectively).

19%

5%

5%

16%

39%

17%

32%

15%

8%

22%

14%

4%

41%

23%

Motor vehicle and parts dealers

Furniture and home furnishing stores

Electronics and appliance stores

Building materials, garden equipment,
and supply stores

Food and beverage stores (grocery,
specialty foods, etc.)

Health and personal care stores

Gasoline stations

Clothing and clothing accessory stores

Sporting goods, hobby, book, and
music stores

General merchandise stores
(department stores, etc.)

Florists

Office supplies, stationary, and gift
stores

Food service and drinking
establishments (restaurants, bars, etc.)

Other (please specify)

0% 10% 20% 30% 40% 50%

Question 4. What types of businesses would entice 
you to visit the corridor more frequently? (Check all that 
apply)

Most respondents indicate interest to continue visiting 
restaurants and drinking establishments (62%) and 
food and beverage stores on the corridor. About 
one half of survey takers also expressed interest in 
frequenting general merchandise stores, currently 
visited only by 22% (see question 3), indicating a 
need to increase the business mix in this category. 
Respondents also note that they support an increase 
in apparel stores (39%), sporting goods / hobby / 
book / music stores (36%) and health and personal 
care stores. Some other responses noted were antique 
/ thrift stores, coffee shops, pet stores, and event 
venues with programming along the corridor. Overall, 
the community demonstrates a strong preference for a 
healthy mix of businesses along the corridor. 
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Mobility: Walking

The responses in the section provide an understanding 
of how the respondents experience walking along the 
corridor. 

Question 5. Do you walk along the corridor?

Only one-quarter of respondents walk along the 
corridor. 

Question 6. How often do you walk along the corridor?

Only 12% of respondents walk everyday while close 
to 70% never walk along the corridor. 
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Question 7. Do you walk along the corridor by choice or 
by necessity?

Over one half of the survey takers (52%) walk along 
the Van Dyke corridor out of necessity while and 
remaining 48% walk by choice. 

Question 8. On a scale from 0 (completely unsafe) to 10 
(very safe), how safe do you feel when walking?

On average, respondents rated the pedestrian safety 
along the corridor as a four out of ten.

Question 9. What negatively impacts your feeling of 
safety? (Check all that apply)

The top reasons impacting safety of pedestrians 
include blighted buildings (61%), fear of crime (55%), 
high speed of traffic (50%), and the lack of a barrier 
between traffic and the sidewalk (46%). Some other 
reasons listed by respondents were the appearance 
of the area, shortage of destinations encouraging foot 
traffic, the condition of the existing sidewalks, absence 
of crosswalks, and the lack of landscaping.
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Question 10. What are the most important features that 
would improve your feeling of safety? (Check all that 
apply)

Almost three-quarters of the respondents indicated that 
improving the appearance / conditions of buildings 
would improve the feeling of safety. More activity 
along the corridor, improved lighting, and better 
pedestrian amenities are other important priorities 
noted by respondents. Almost all responses suggest a 
need to revitalize buildings, activate the corridor with 
storefronts, events, and landscaping, and create a 
safe environment for pedestrians.  
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Question 11. On a scale of 0 (completely unappealing) 
to 10 (very appealing), how appealing is your walk 
along Van Dyke Corridor?

Respondents rated their walking experience along the 
corridor below average, with an overall rating of three 
out of ten. 
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Question 12. What are the most important elements that 
would improve the attractiveness of your walks? (Check 
all that apply)

About 75% of survey takers indicated that revitalizing 
buildings and adding amenities such as street 
furniture would make the corridor more appealing 
for pedestrians. More than 50% of respondents also 
indicated that adding landscaping elements such as 
planter boxes and street trees would make walking 
along the corridor a better experience. 
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Question 13. If your suggested improvements were 
made, how often would you walk along the corridor?

Over half of all respondents would walk the corridor 
at least once a week if the pedestrian amenities and 
experiences were improved. It is also important to 
note that if these suggested improvements were made, 
the percentage of respondents who would never walk 
on the corridor would drop from 70% to 8%. 
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Mobility: Biking

The responses in the section provide an understanding 
of how the respondents experience biking along the 
corridor. 

Question 14. Do you bike along the corridor?

Only 21% of respondents bike along the corridor.

Question 15. How often do you bike along the corridor?

Among the respondents who bike on the corridor, 13% 
bike every day. 
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Question 16. Do you bike along the corridor by choice 
or by necessity?

About 64% of respondents bike by choice and the 
remaining 36 % out of necessity. 

Question 17. On a scale from 0 (completely unsafe) to 
10 (very safe), how safe do you feel when biking?

On average respondents rated the safety along the 
corridor a three on ten, indicating most of them don’t 
feel safe biking on the Van Dyke Corridor.  

Question 18. What negatively impacts your feeling of 
safety as a bicyclist? (Check all that apply)

The top three reasons impacting safety of bicyclists 
include speed of traffic (63%), lack of a barrier 
between traffic and bicyclists (63%), and the volume 
of traffic (50%). 

Question 19. What are the most important features that 
would improve your feeling of safety? (Check all that 
apply)

About 63% of the respondents indicated that 
increasing the buffer between traffic and the bicyclists 
would improve the feeling of safety. One half of all 



respondents also note that improving the appearance 
of buildings and better programming and more 
people on the corridor as important factors to 
enhance safety. Some other responses include better 
police surveillance to prevent cars from driving on bike 
lanes, reducing speed limit, and adding road safety 
signage. 
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Question 20. On a scale of 0 (completely unappealing) 
to 10 (very appealing), how appealing is the bike lane?

Respondents rate the appeal of the bike lane along 
the corridor below average, with an overall rating of 
three on ten. 

Question 21. What are the most important elements that 
would improve the attractiveness of your bike rides? 
(Check all that apply)

About 70% of survey takers indicated that adding 
bicycle amenities such as benches and bike racks 
would make the corridor more appealing for bicyclists. 
Over half of the survey takers would like to see 

improvements in street lighting and the appearance of 
buildings along the corridor. Approximately 45% of 
respondents also indicated that adding landscaping 
elements such as planter boxes and street trees would 
make walking along the corridor a better experience. 
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Question 22. If your suggested improvements were 
made, how often would you bike along the corridor?

Responses indicate that approximately 40% of 
respondents would bike the corridor at least once a 
week if the required amenities were provided. It is also 
important to note that if these suggested improvements 
were made the percentage of respondents who 
would never bike on the corridor would drop from 
74% to 26%. 
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Mobility: Transit

The responses in the section provide an understanding 
of how the respondents experience transit access 
along the corridor. 
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Question 23. Do you take the bus (SMART) from the 
corridor?

Only 16% of the survey takers use the SMART bus 
services from the corridor. 

Question 24. On a scale from 0 (completely unsafe) to 
10 (very safe), how safe do you feel when accessing 
transit?

On average respondents rated safety while accessing 
transit on the corridor a four out of ten.

Question 25. On a scale from 0 (completely 
uncomfortable) to 10 (very comfortable), how 
comfortable do you feel when accessing transit?

On average respondents rated the comfort while 
accessing transit on the corridor a four out of ten.

Question 26. What would improve your experience at 
the bus stop? (Check all that apply)

Respondents indicate the top three upgrades that 
will improve the experience at bus stops as live 
bus schedule updates (75%), covered bus stops 
(70%), and public wi-fi (46%). Other improvements 
mentioned by respondents include police surveillance, 
amenities such as benches and trash cans, and overall 
upkeep of bus stops. 
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Branding

The responses in this section gauge if the community 
would like to re-brand the corridor. 

Question 27. Do you think the corridor would be 
improved if it had a brand or identity associated with it?

Approximately 64% of respondents agree that the 

corridor would be improved if it had a brand or 
identity associated with it. 

Question 28. The Iron Belle Trail is a 2,000-mile journey 
winding from Ironwood in the western Upper Peninsula 
to Belle Isle in Detroit. This trail runs along the Van Dyke 
Corridor. What would you like to see done to capitalize 
on this? (Check all that apply)

Most respondents suggest that to capitalize on 
the Iron Belle Trail it should improve the bicycle 
infrastructure (64%), coordinating cycling community 
events / activities (57%), and increasing the bike 
parking and storage facilities along the corridor (51%). 

13%

16%

36%

45%

51%

57%

64%

Other (please specify)

None of the above

More businesses catered to
cyclists

Improved wayfinding
(signage)

More bike parking and
storage at businesses

Coordinated cycling
community events/activities

Improved bicycle
infrastructure on the road

0% 20% 40% 60% 80%

Design

The responses in the section of the survey help identify 
the current corridor characteristics that the community 
values and prioritizes for future improvements. 

Question 29. What features of the corridor, in its current 
condition, appeal most to you? (Rank from highest to 
lowest, with 1 being the highest)

Overall respondents rate street trees as the most 
appealing feature, followed by pedestrian amenities. 
Vehicular traffic and vacant lots are the features, 
in its current condition, that appeal the least to the 
respondents. Given that respondents also indicated 
that blighted buildings, vacant lots, and speed of traffic 
deter them from walking / biking on the corridor (see 
question 9 and 18) addressing these concerns will be 
pivotal in improving the experience along the corridor. 



Question 30. What is most important to improve along 
this corridor (1 is most important)?

Reiterating the priorities identified in question 29, 
respondents rate building façade improvements, 
stormwater improvements, and vacant lot 
improvements as the top priorities to improve along the 
Van Dyke Corridor. 

4.7

4.7

4.5

4.5

4.3

4.2

3.8

3.6

3.0

Transit user improvements

Landscaping improvements

Bike lane user improvements (lane
protections, shared use path, etc.)

Parking improvements

Pedestrian user improvements

Auto user improvements

Vacant lot improvements

Stormwater improvements

Building façade improvements

0.0 1.0 2.0 3.0 4.0 5.0

Question 31. Please prioritize the following potential 
corridor improvements from most important (1) to least 
important.

Street trees, signalized crossings, and building 
façade improvements are rated the top priorities for 
improvements along the corridor. 

Question 32. What additional design features would 
improve your experience of the corridor?

The most common responses to this open-ended 
question are listed below:

 » New aesthetic / creating a “fresh look” for the 
corridor 

 » Revitalizing blighted buildings 

 » Re-purpose vacant buildings 

 » Outdoor seating at restaurants 

 » Bring the storefronts closer to the street 

 » Adding crosswalks and wayfinding signage

 » Better marking for bike lanes 

 » Green infrastructure additions 

 » Increase tree canopy / use trees to buffer the 
traffic from the side walks 

 » Maintenance and upkeep of the corridor 
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Tell Us About Yourself

This section collects demographic information of the 
respondents. 

5.5

4.7

4.1

3.9

3.9

3.0

2.9

Vacant lots

Vehicular traffic flow

Business frontages

Bike lanes

Transit amenities

Pedestrian amenities

Street trees

0.0 2.0 4.0 6.0



50  |  City of Warren Van Dyke Corridor Plan - Final Draft for Adoption - December 12, 2023

Question 33. How did you hear about the survey? 
(Check all that apply)

About 65% of respondents heard about the survey 
through social media, 22% via the city website, and 
20% through the local newspaper. 

Question 34. What race or ethnicity do you identify 
with?

The majority of respondents (83%) identify as White or 
Caucasian.  
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Question 35. What age group do you fall into?

Survey respondents skewed older, compared to 
Warren’s population. Ages 25 and above were 
overrepresented while ages 25 and younger were 
underrepresented. However, young children are not 
the target audience for this survey, which contributes 
slightly to skewed results.
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STAKEHOLDER ENGAGEMENT

The community engagement efforts of the Van 
Dyke Corridor Plan also included a stakeholder 
engagement session where an array of stakeholders 
provided their inputs by completing a Strength, 
Weakness, Opportunity, and Threat (SWOT) Analysis. 
The primary objective of a SWOT analysis is to 
help organizations develop a full awareness of all 
the factors involved in decision-making. The SWOT 
analysis guides the recommendations and strategies 
in the plan, with a focus on leveraging strengths and 
opportunities to overcome weaknesses and threats. 
Stakeholders also identified priorities for preservation 
and change. The stakeholder engagement involved 
representation from an array of groups including: 

 » Business Owners,

 » City Staff,

 » TIFA Board,

 » Van Dyke Public Schools, and

 » Beautification Commission

Strengths 

Stakeholders identified the historic character of the 
corridor as a major strength of the Van Dyke Corridor. 
The assessment chapter details the historic inventory 
fieldwork and a detailed description of identified 
historic properties and preservation resources 
may be found in the Appendix. Additionally, the 
implementation strategy also focuses on capitalizing 
on historic preservation as a redevelopment tool. 
Transportation characteristics such as existing bike 
lanes and the street network are foundation pieces 
of multi-modal infrastructure which is identified as an 
important avenue to activate the corridor and make 
the corridor more accessible. 

Weaknesses 

Stakeholders indicate consensus that the biggest 
weakness along the corridor is the condition. The 
land use recommendations in the plan are tailored 
to address several of the identified weaknesses 
such as blighted properties and vacancies, lack 
of destinations, and parking requirements while 
the design recommendations aim to address the 
streetscapes, walkability, landscaping, and signage 
along the corridor. While the geographic isolation 
of the corridor is identified as a weakness, it can be 
reframed as an opportunity. Warren is big – it’s a city 
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Strengths Weaknesses

 » Historic character (2)

 » Ample parking (1)

 » Attractive lot sizes (1)

 » Availability of funding for aesthetic improvements (1)

 » Bike lanes (1)

 » Community spaces (1)

 » Good mix of businesses (1)

 » Good street network (1)

 » Regional location (1)

 » Presence of diverse age groups (1)

 » Proximity to major transportation routes (1)

 » Strong community (1)

 » Diversity of lot sizes (1)

 » Blight (3)

 » High vacancies (3)

 » Outdated zoning ordinances (3)

 » Poor maintenance of streetscape (3)

 » Crime/perception as a dangerous area (2)

 » Lack of destinations (2)

 » Lack of safety for pedestrians and bikers (2)

 » Lack of walkability (2)

 » Aging aesthetics (1)

 » High parking requirements (1)

 » Lack of signage (1)

 » Lack of trees (1)

 » Isolated from the rest of Warren (1)

 » Poor lighting (1)

Opportunities Threats

 » Utilize existing programs to aid businesses (e.g.: 
façade improvement grants) (2)

 » Adding signage and wayfinding (1)

 » Availability of space for new development (1)

 » Desire/Potential for mixed-use (Retail on first floor, 
residential above) (1)

 » Potential to create a fresh aesthetic (1)

 » Presence of large-scale manufactures (1)

 » Programs for neighborhood stabilization (1)

 » Proximity to large employers (1)

 » Proximity to Iron Belle Trail (1)

 » Revise zoning ordinance (1)

 » Crime/perception as a dangerous area (3)

 » No safety for pedestrians and cyclists (3)

 » Blight / Homelessness (2)

 » No market for residential development (1)

 » Proximity to other developed cities (1)

 » Staff shortages (1)

Note: Number in (x) denotes the number of stakeholder groups that identified the mentioned characteristic as a strength, weakness, threat, or opportunity.

Table 2-1: SWOT Analysis Results Summary

the size of a township, and because it’s not defined by 
natural boundaries, it can be harder to identify unique 
places. Capitalizing on ”south Warren’s” isolation 
could lend a unique opportunity to re-brand the Van 
Dyke Corridor. 

Opportunities 

The top opportunity identified by stakeholders 
was existing business aid, reiterating that funds are 
available to implement required changes. This ties 
into the “potential to create a fresh aesthetic,” which 
is tied to other opporutnities like adding signage and 
wayfinding, and its proximity to the Iron Belle Trail. 
Stringing these together can carve a revitalization 

and branding campaign for the corridor. During the 
time of this plan, efforts were also underway to create 
mixed-use (retail on first floor and residential above) 
properties to activate the corridor. New residential 
development also brings people into the community 
which could be just the push needed to catalyze 
revitalization.More people living in the corridor 
equate to greater demand for businesses along the 
corridor, a resulting economic benefit. 

Threats 

The biggest threat is safety, if you don’t feel safe, 
you’re not coming to the corridor. The perception 
of crime is often related to maintenance issues, 
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identified as weaknesses, and both land use and 
design strategies tackling maintenance issues will also 
address the “perception of safety” along the corridor. 
While pedestrian and bicyclist safety is a different 
issue, the design recommendations also address these 
issues. 

KEY TAKEAWAYS 

The regional location and existing road system lends 
the potential to establish the Van Dyke Corridor 
as a destination in Warren. However, the existing 
environment is not welcoming to pedestrians or 
cyclists. Stakeholders bring concerns regarding 
auto orientation and indicate a strong preference 
to support multi-modal transportation along the 
corridor. The new bicycle lanes are a major win for the 
corridor and an excellent building opportunity. Further 
infrastructure improvements focused around improving 
bicycle and pedestrian safety will be pivotal in 
bringing about this change. 

Incorporating green infrastructure and increasing the 
tree canopy will not only add to the aesthetics but 
help mitigate stormwater runoff and other unwanted 
consequences of development. A desire for greener 
everything was a major finding in the master plan 
process, and it was also noted that the landscaping 
in south Warren is not as lush as elsewhere. This 

Van Dyke Avenue at Fisher Avenue northbound shows the current character of the corridor as vehicular-centric. 

Sources

1 The online survey collected a total of 516 responses; however, only 198 of the respondents recorded Michigan zip codes. Of 
the remaining survey takers, about 247 recorded outside Michigan zip codes and 70 did not answer the questions. To ensure 
data validity and to accurately capture the community’s input, this plan filters and analyses responses only from respondents with 
Michigan zip codes.

investment will pay major dividends.

There is also an urgent need to re-brand the corridor. 
Addressing crime and the perception of crime is a 
key step that will require collaboration among City 
departments and commissions. Blight, vacancy, and 
maintenance concerns exacerbate the lack of safety. 
Establishing design guidelines alongside a wayfinding 
program and well-designed public improvements can 
kick off a coordinated branding effort and improve the 
overall aesthetic of the corridor.

Encouraging infill development and redevelopment 
is vital to the revitalization necessary to reverse the 
consequences of blight and high vacancy. The plan 
identifies priority redevelopment sites and a desired 
business mix. Redevelopment and design goals can 
be furthered by updating the Zoning Ordinance to 
align with the zoning recommendations in this plan that 
include strengthening landscaping requirements and 
implementing design guidelines.

Lastly, planning and zoning are baseline requirements 
in business recruitment; most of the key activity is 
outside the scope of this plan. Business recruitment will 
play a crucial role in ensuring a healthy mix of uses 
and ensuring programming that caters to the needs of 
different demographic groups.
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Corridor Design Opportunities & 
Constraints

The Van Dyke Avenue Corridor’s existing configuration 
sets a great foundation for design enhancements.  To 
tip the scale from a motorized vehicle-centric corridor 
to a multi-modal corridor, consideration of the existing 
opportunities and constraints were analyzed. 

CORRIDOR DESIGN OVERVIEW

Van Dyke Avenue (M-53) connects the community 
of Warren to Detroit and has traditionally served as 
a transportation corridor. It is an artery for industrial 
and commercial establishments along Route M-53.  
The corridor’s present underutilization makes it an 
opportune area for comprehensive streetscape 
improvements. The existing roadway sets a foundation 
from which to create an expanded, highly functional, 
and aesthetically pleasing corridor that enhances 
the roadway for residents and provides an attractive 
destination for visitors.

Prioritization of improvements to its physical design 
is important, requiring targeted streetscape design 
elements that address blight, high vacancy rates, 
poor streetscape maintenance, and lack of safety for 
pedestrians. 

To create a distinct sense of character and place 
for the corridor, design recommendations based 
upon existing conditions and unique community 
needs are identified in this study. Suggested design 
recommendations seek to improve the visual character 
of Van Dyke Avenue and facilitate a safer and more 
welcoming streetscape environment that supports 
residents and corridor businesses.  To this end, key 
design objectives of the suggested improvements 
include:

1. Improve access, safety, and comfort for non-
motorized users (including transit riders)

2. Reduce perceived scale of vehicular uses

3. Reduce perceived speed appropriateness and 
increase driver awareness of non-motorized users

4. Increase non-motorized permeability along 
the corridor with frequently spaced, improved 
crosswalks

5. Physically separate motorized and non-motorized 
users

6. Facilitate connections to local and regional non-
motorized trails

7. Enhance non-motorized users’ experience with 
improved character and amenities

8. Provide additional canopy street trees and land-
use buffer plantings to improve non-motorized 
user comfort and environmental sustainability

Opportunities

Existing painted north and south-bound bike lanes provide the 
foundation for integration of barrier-protected lanes without 

altering lane widths or curb lines. 

Existing young street trees and scoring areas in pavement for 
new wells support expansion of the street tree canopy.

Wide existing sidewalks present opportunities for improved 
pedestrian amenities and placemaking elements such as public 

art.

Redundant drive approaches along the corridor can be 
reduced to support pedestrian safety and accessibility.

Existing transit amenities can be bolstered through the provision 
of additional pedestrian amenities.

Street lighting exists the length of the corridor and can be 
enhanced through the integration of additional pedestrian-

scale lighting fixtures. Existing post-top lighting includes planter 
baskets and opportunities for seasonal lighting.

Constraints

Limited on-street parking presents a barrier to attracting visitors, 
and clearly defined parking areas must be identified and 

established for points of interest along the corridor.

Maintenance of streetscape design elements is imperative to a 
successful streetscape design. Limited funding and staffing for 
regular maintenance must be addressed to ensure its quality 

over time.

Utility and infrastructure conflicts identified through a land 
survey may impact areas of the corridor design.

Table 3-1: Design Opportunities & Constraints
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and greenway pavement markings are proposed 
at intersecting roadways and driveways to serve as 
visual awareness for both bicyclists and drivers. The 
study’s steering committee preference is to aim for the 
highest impact design through use of a 6-foot bike 
lane with a combination of planter islands. The existing 
bike lane barrier widths support landscape plantings 
and paved barrier islands where barrier lanes are 
not wide enough to include plantings. In addition to 
the function created by a physical barrier between 
cyclists and vehicular traffic, planter islands can serve 
to visually reduce the width of the roadway which 
naturally reduces traffic speeds. It should be noted that 
use of raised curb islands/planters could also provide 
stormwater management functions, detailed in the 
following Design section of this report.  

Enhanced Non-motorized Network Connections

To achieve an effective non-motorized transportation 
system that provides resident access to and from 
essential goods and services, it is critical that 
improvements within the Van Dyke Avenue Corridor 
connect to regional non-motorized pathway networks 
and destinations. One regional pathway, the Iron 
Belle Trail, already exists. The existing bike lanes in this 
corridor design are proposed to be further enhanced 
using physical barriers to protect users from motorized 
traffic in “protected bike lanes.” Additionally, 
SEMCOG’s planned bikeway network indicates 
a future regional pathway along Nine Mile Road 
intersecting the study area.  

Corridor Design Specifics

This section details design recommendations and 
improvements along Van Dyke Avenue, divided into 
categories that include enhancements to mobility, 
design, and community branding. The design 
recommendations are categorized based upon 
priorities identified by the steering committee and 
community engagement sessions informing the design. 
The design improvements are also largely defined 
by understanding existing conditions and land use 
analysis.

Mobility-Focused Design 
Interventions

 » Protected Bike Lanes 

 » Enhanced Non-Motorized Network 
Connections

 » Improved Sidewalk Pavement & Formalized 
Pedestrian Crosswalks

 » Expanded Streetscape Lighting

 » Pedestrian and Transit Stop Amenities 

Corridor Design Improvement 
Categories

 » Mobility

 » Beautification

 » Community Branding 

Mobility

Mobility-focused design interventions along the Van 
Dyke Avenue Corridor support the reduction of traffic 
speed, enhanced pedestrian safety and comfort, 
improved non-motorized connections, and integration 
of accessible design features. The physical design 
recommendations include the following:

Protected Bike Lanes

Protected bike lanes are located as the outside lanes 
of the roadway, adjacent to the existing curb line, 

Curb island planters protecting bike lanes.

Improved Sidewalk Pavement & Formalized Pedestrian 
Crosswalks

Existing sidewalks along Van Dyke Avenue range in 
condition from like new to very poor.  The very poor 
sections exhibit cracking, settlement, heaving, or 
other degradations that create tripping hazards. All 
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sidewalks should be subject to a detailed condition 
review and be replaced as needed. Pedestrian curb 
ramps should be reviewed and brought up to current 
accessibility standards.

Formalized pedestrian crosswalks are proposed at 
signalized intersections and signalized midblock 
crossings. The proposed condition includes a total 
of twelve signalized intersection crosswalks and 
six signalized midblock crossings. On average, 
formalized crosswalks occur at approximate three 
block intervals along the corridor.  Crosswalks would 
include pavement markings, pedestrian curb ramps, 
and appropriate signage. Pedestrian phase signal 
timing should be programmed to allow adequate 
crossing time for the specific roadway width and 
condition at each crosswalk. At mid-block crossings, 
push button activated Rectangular Rapid Flashing 
Beacons (RRFB) are recommended on overhead 
mast arms to increase driver awareness of pedestrian 
presence.  

Expanded Streetscape Lighting

Additional and consistent pedestrian-scale lighting is 
recommended along the Van Dyke Avenue Corridor.  
Enhanced streetscape lighting offers benefits that 
contribute to the safety, functionality, and overall 
experience of a streetscape. Benefits of enhanced 
lighting include increased visibility and safety, 
crime prevention, improved wayfinding, increased 
pedestrian comfort, improved accessibility, and 
highlighting special urban features. Van Dyke Avenue 
currently has existing cobra style lighting and post-top 
lighting, providing a good foundation of lighting along 
the corridor. Expanded pedestrian scale lighting is 
recommended for the corridor through the addition of 

‘Piano bar’ crosswalk striping enhances visibility of pedestrian crossings.

Figure 3-1: Potential Midblock Crossings & 
Locations for Landscape Median 
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lighting at more frequent intervals. Additional lighting 
should be considered for activated areas that may 
be associated with revitalized vacant lots and areas 
of special paving along the corridor. Improving the 
corridor’s lighting supports a positive aesthetic and 
sense of place along Van Dyke Avenue. New lighting 
should match existing decorative pole/fixture types on 
Van Dyke Avenue, and be fed by underground power 
infrastructure to eliminate existing overhead lines and 
support effective street tree canopies.  

Pedestrian & Transit Stop Amenities

Improvements are suggested at transit stops to 
support transportation equity and the comfort and 
safety of users.  The City and SMART should work 
collaboratively to evaluate and implement suggested 
improvementss for the benefits of their mutual 
constituents. At bus stops with significant ridership or 
those located near key destinations, improvements 
should include shelters, litter receptacles, transit maps 
and schedules, community information, and other 
user amenities. Climate controlled bus stops and live 
bus schedule updates may advance comfort and 
frequency of use for transit users. Integrating access 
to public wifi along the corridor can also improve the 
user experience of the Van Dyke Avenue Corridor.

SMART buses currently have real-time updates 
available through several smartphone applications 
like Transit App, Google Maps, Via, and Applemaps.  
Including real-time arrival information at select bus 
stops can improve ridership and provide equitable 
access to bus schedules for residents without access to 
a smartphone. 

Real-time passenger information sign at transit stops 

Rectangular Rapid Flashing Beacons (RRFBs) can be utilized at midblock 
crossings to improve safety for pedestrian crossings.

Existing post-top lighting along the corridor is recommended to be 
expanded or installed at shorter intervals to imrpove pedestrian-scale 
lighting along Van Dyke Avenue.
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Design

Design-focused interventions along the Van Dyke 
Corridor include landscaping, revitalization 
and activation of vacant properties, stormwater 
management, and streetlighting. These design 
recommendations include:

Expansion of the Street Tree Canopy

Street trees are proposed throughout the corridor 
to improve user comfort, visual character, and 
environmental sustainability. Healthy and vibrant 
urban street trees have proven positive impacts on 
commercial and retail environments, user enjoyment, 

Beautification-Focused Design 
Interventions

 » Expansion of Street Tree Canopy

 » Vegetated Median Islands

 » Landscaping and Screening of Existing 
Parking Areas

 » Stormwater Management 

 » Areas of Special Paving 

 » Revitalization and Activation of Vacant 

community health, and environmental quality. The Van 
Dyke Corridor has existing young street tree plantings, 
vacant street tree wells, or scoring in the existing walks 
where new street trees may be added.  

Replacement of dead or dying existing street trees, 
and expansion of the street tree canopy through 
use of vacant tree wells and scored areas for tree 
wells, is recommended. For expedited visual and 
functional impact, new street tree plantings should 
vary in species and be installed at  2”- 3” caliper. 
Regular monitoring and maintenance of street trees 
is imperative for their longevity. Ensure that adequate 
resources are available to prune and water newly 
planted trees during dry periods. 

Vegetated Median Islands

The current configuration of the Van Dyke Corridor 
is five lanes (two northbound, two southbound, and 
a turning lane) bordered by bike lanes. This design 
recommendation integrates vegetated median islands 
or planting strips in specific areas of the existing 
turn lane. Vegetated median islands have multiple 
advantages. They improve streetscape aesthetics by 
breaking the monotony of concrete and asphalt and 
enhance pedestrian safety by providing refuge for 
pedestrians crossing the road. Vegetated medians also 
create a traffic calming effect by visually reducing the 
perceived width of the roadway for vehicular traffic. 
Additionally, incorporation of vegetated median 

Figure 3-2: Proposed Streetscape Design Section 

Design improvements include a vegetated barrier land that can be utilized for stormwater management and a landcaped median island within select 
areas of the turn lane that provides pedestrian refuge while crossing at select areas along the corridor. 
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in the corridor supports flooding mitigation, water 
quality improvement, heat island effect reduction, and 
improves the aesthetic quality of the streetscape. In 
the case of Van Dyke Avenue, bike lanes protected 
by planter curb islands and vegetated median islands 
can serve a dual purpose in protecting cyclists and 
managing stormwater. 

Areas of Special Paving 

Special paving can significantly enhance the Van 
Dyke Corridor by adding visual interest in targeted 
areas. It serves to break up the monotony of the 
prevalent asphalt and concrete. Special paving can 
also serve as a wayfinding feature when used to 

An example of landscape screening using herbaceous perennials to 
provide visual interest and mask parking areas.

An example of landscape screening using shrubs to mask existing 
parking aready along the corridor.

islands, as with other landscape design features, can 
enhance air quality, reduce noise, support biodiversity, 
impart psychological benefits, and create a healthier 
environment for corridor users.

Landscaping and Screening of Existing Parking Areas

Increased ordinance compliance is recommended for 
screening and buffering of some private development 
land uses, particularly vehicular use areas (parking/
drives) and material storage yards. In many instances 
along the corridor, these uses directly abut the 
public right-of-way without physical separation or 
screening. Pedestrian comfort and aesthetic quality 
of the corridor could be greatly increased by 
screening/buffering these land uses per ordinance 
standards. Opportunities should be sought to bring 
non-conforming existing conditions into compliance, 
and screening/buffering should be made a high 
priority in site plan reviews for new development or 
redevelopment.

Stormwater Management 

Stormwater management plays a crucial role in the 
design of urban streetscapes where there is abundant 
impervious surface. Effectively managing stormwater 

Design improvements include expanding the street tree canopy by 
planting in existing empty tree wells, adding additional tree wells , and 
reducing spacing intervals between street trees to provide a more lush 
urban tree street tree canopy over time.
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define areas of interest, plazas, and gathering spaces. 
The use of specific paving materials and patterns can 
also create a distinct sense of place and aesthetically 
enhance the streetscape.

Revitalization and Activation of Vacant Properties

Activation and revitalization of vacant properties 
and lots can draw visitors to the corridor, improve 
aesthetics, increase economic activity, and create an 
increased sense of belonging. Vandalism frequently 
occurs on properties that are vacant and uncared 
for, leading to safety concerns for residents and 
amplifying negative perceptions. Thoughtful activation 
and revitalization of vacant properties along Van Dyke 
Avenue, temporary or permanent, can include space 
for farmers’ markets, vendors, community gardens, 
art installations, and microparks. Where revitalization 
includes landscaping and increased greenspace, 
these vacant properties can see the myriad benefits 
associated with increased greenspace as discussed in 
other areas of this report. 

Community Branding

Creating a unique brand for an urban streetscape 

Areas of special paving are recommended along the streetscape to 
provide visual interest and support wayfinding.

Community gardens are a great way to re-purpose underutilized vacant 
lots and cultivate community participation. 

Utilizing vacant lots to host Farmer’s Markets or vendor spaces can serve 
as temporary (or permanent) methods to activate a space and draw 
residents and visitors to the corridor.

Microparks are a means to draw users to the corridor and can beautify 
vacant lots along the corridor.
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involves developing a distinct identity and character 
for a specific area. Branding creates a sense of 
place and identity for a streetscape, distinguishing it 
from other areas. It supports increased recognition 
and visibility of a place, enhances visitor experience, 
contributes to economic development and investment, 
community pride, and placemaking. One theme to 
consider is a ‘Bike Hub’ as detailed in the Land Use 
Strategy Chapter (page 70). While the elements 
discussed in the mobility and design sections 
of this report contribute to overall streetscape 
branding, specific features that support creation of 
a unique corridor brand are detailed in this section. 
Recommended streetscape branding elements for the 
Van Dyke Corridor include:

Signage & Wayfinding

Developing branded signage and wayfinding is 
crucial to the establishment of a streetscape brand 
identity. Branded signage provides an opportunity to 
create consistent and cohesive signage throughout the 
visual experience of a streetscape. Branding elements 
include logos, colors, typography, and visual signage 
that generate a recognizable identity. Integrating 
historical/interpretive signage can advance a 
positive user experience providing easy-to-follow 
directions and relevant information to streetscape 
users. Accessible signage and wayfinding elements 
in a streetscape can provide important information 
for pedestrian crossing areas, public transportation 
stops, accessible routes for individuals with disabilities, 
and the overall promotion of a safe and inclusive 
environment for users. 

Public Art

Branding of a streetscape can be significantly 
enhanced through the introduction of public art. Public 
art creates a distinct community identity that can 
reflect the cultural heritages, history, or character of 

Branding-Focused Design 
Interventions

• Branded Banners 

• Branded Street Signs

• Branded Area Maps & Directional Signage

• Interpretive Signage for Historically Significant 
Areas

An example of unique wayfinding signage

An example of unique banners and wayfinding 

An example of wayfinding signage for significant buildings and corridor 
features
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an area and differentiate the streetscape from others. 
Public art installations also provide an opportunity for 
community engagement. Collaborative art projects 
in the community, in the form of murals, sculptures, or 
interactive installations foster a sense of community 
pride, ownership, and elevate a streetscape’s unique 
brand. Public art along the Van Dyke Corridor can 
also create opportunities for social media marketing 
and economic development. The incorporation of 
public art into the streetscape can also serve as a 
tourist attraction, encouraging visitors to stop and 
engage with public art and local businesses along the 
corridor.

Warren’s existing sculpture provides a great example of public art that 
can be replicated at different scales along the corridor.

Warren’s existing sculpture provides a great example of public art that 
can be replicated at different scales along the corridor.

An example of unique murals to enhance building facades and draw attention to activate spaces along the corridor.

Public Art Design Elements

 » Sculptures

 » Murals 

 » Memorials

 » Temporary Art Installations
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Figure 3-3: A Segment of the Proposed Corridor Design from Nine Mile to Lozier
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Figure 3-4: Detail of Potential Signalized Mid-
block Pedestrian Crossing at the New Maybelle 
Burnette Library with Police Mini Station and City 
Administration Office

Figure 3-5: Detail of Potential Raised Bus Platform on 
Van Dyke Ave at Nine Mile Northbound

Bike Lanes Protected by Planter Curb Islands

 Vegetated Median Island 

RRFB Signal 

Raised Platform Bus Stop
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MDOT/SEMCOG MULTI-MODAL 
TOOL

Michigan Department of Transportation (MDOT)
and the Southeast Michigan Council of Governments 
(SEMCOG) developed a tool that supports the 
planning, design, and evaluation of five travel modes: 
automotive, freight, predestrian, bike, and transit. 
The Modal Prioritization tool was used to analyze 
the various modes of transportation for the existing 
corridor and proposed design. The scores range from 
one to three, where one is the highest score and three 
is the lowest. Table 3-2 shows the summary of the 
SEMCOG Multi-Modal Tool Results. 

Countermeasures

Various MDOT, SEMCOG, and Federal Higway 
Administration (FWA) resources were used to 
determine viable countermeasures the improve the 
safety of Van Dyke Avenue for all users. These are 
low cost, easily implementable solutions identified as 
means to enhance safety along the corridor. These 
design interventions were included in the proposed  

Van Dyke Avenue (Eight Mile to Stephens Rd)

Existing Conditions

Mode Priority Tier Score Average Score Objective Met?

Pedestrian 3 2 3 2.2 Not Met

Bike 4 2 3 2.00 Not Met

Transit 5 3 4 4.00 Not Met

Auto 1 1 1 1.00 Met

Freight 2 1 2 1.50 Met

Proposed Conditions

Mode Priority Tier Score Average Score Objective Met?

Pedestrian 3 2 3 1.89 Not Met

Bike 4 2 3 1.38 Not Met

Transit 5 3 1 1.00 Met

Auto 1 1 1 1.00 Met

Freight 2 1 2 1.50 Met

SEMCOG Multi-Modal Tool

Table 3-2: SEMCOG Multi-Modal Tool Results Summary

Safety Countermeasures

 » High Visibility Crosswalk Markings

 » Sidewalks

 » Median with Marked Crossings

 » Pedestrian Refuge Islands

 » Advance Yield or Stop Markings & Sign

 » Rectangular Rapid Flashing Beacon (RRFB) or 
Pedestrian Hybrid Beacon

 » Leading Pedestrian Interval

 » Designated Bicycle Facility

 » Lane Repurposing

 » Wider Edge Lines

 » Longitudinal Rumble Strips & Stripes

 » Backplates with Reflective Borders 
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poles, arms, and span wires must be reviewed before 
moving forward, as backplates add additional weight 
to these systems. 

Pedestrian crossings proposed at key locations along 
Van Dyke Avenue should have enhanced crosswalks 
with high visibility crosswalk markings. Midblock 
crossings should utilize high visibility markings and 
Rectangular Rapid Flashing Beacons (RRFBs) or 
Pedestrian Hybrid Beacons (PHBs) as an additional 
traffic control and safety measure for pedestrians and 
bicyclists. 

MDOT Safety countermeasure information can be 
found in Appendix G.

plan for the Van Dyke Avenue Corridor but are listed 
here as supplementary items that support the overall 
enhancement of the corridor in the case that the full 
suite of design recommendations are not pursued. 

An additional countermeasure to consider along 
the corridor is a Leading Pedestrian Interval (LPI). 
LPI allows additional time for pedestrians to enter 
crosswalks before any vehicles are given a green 
indication. This enables better visibility of pedestrians 
in a crosswalk before vehicles choose to make left or 
right turns. 

Consideration for signalized intersections also include 
Backplates with Reflective Borders which provide 
an added measure of visibility making them more 
conspicuous in day and night conditions. Signal 

The lot south of the Maybelle Burnette Library is a great location for a Designated Bike Facility. Additional info is in the Land Use Strategy Chapter.

The intersection at Hupp Avenue and Van Dyke Avenue (northbound) is a prime candidate for high visibility crosswalk markings.
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LAND USE 

STRATEGY
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contiguous properties that are cited as a potentially 
connected investment that could transform an entire 
block (23150, 23154, and 23158 Van Dyke Avenue). 

All of these physical opportunities are supported by 
another type of opportunity: funding. Warren’s TIFA 
is equipped with the resources to strategically lead 
and support this transformation. Bold independent 
investment, leveraged with other public agencies, and 
grant-constrained financing of the private sector are 
three tools that can directly achieve its aims. 

There are also constraints along the corridor. Existing 
blight and disinvestment are simultaneously generating 
expenses and dragging down revenue that feed a 
general perception of poor safety in the corridor. This 
perception is reinforced by the car-dominated design 
of the roadway, which severely prioritizes fast auto 
movement over bicycle or pedestrian comfort. Since 
the corridor is a state trunkline, final decision-making 
authority over design is outside local control. And 
to the extent that the corridor has a brand, it is one 
of being overlooked and isolated within the City of 
Warren. These are formidable constraints, but only 
one—road ownership—is fixed. The rest are the subject 
of this report’s recommendations.

LAND USE STRATEGY

In general, the land use strategy for the Van Dyke 
Corridor centers around permitting housing, 
strengthening design requirements, and developing 
new activity centers. 

The Future Land Use Map designates the corridor 
as a “mixed use node,” radiating outward from the 
intersection of Van Dyke and Nine Mile Roads. This 
category is intended to allow for moderate-density 
residential development as well as commercial uses. 
The introduction of housing onto the Van Dyke Corridor 
is a key change that will help transform the demand 
generated on the corridor, and should be implemented 
as soon as possible. However, the current standards 
for multifamily development in the current ordinance 
have large requirements for lot area per unit that do not 
support walkability, so simply adding residential uses 
into the existing C-2 district would actually reinforce, 
rather than transform, the existing character. 

A new district is needed that more carefully addresses 
site development in this unique part of the City. Both 
the Master Plan and a previous study of this corridor 
call out a desire for features to make the corridor 
more comfortable, connected, and social, which can 

OPPORTUNITIES AND CONSTRAINTS

There are plenty of land use opportunities along 
the Van Dyke Avenue Corridor. It is a well-traveled 
connector between Michigan’s first- and third-
largest cities, intersected by a key regional corridor 
at Nine Mile Road. The corridor’s designated bike 
lanes and inclusion in the Iron Belle Trail are critical, 
brand-new assets that signal the potential for real 
character change. This character change, once in 
motion, transforms the corridor’s high vacancies 
into opportunities as new business types can cluster 
swiftly and build on both public investment and 
each others’ success. In particular, there are vacant 
parcels in proximity of the Civic Center South, the 
Baseline Feed Store, and the former Maybelle 
Burnette Library which could serve as catalyst sites 
supporting a transformative vision. Vacant parcels 
throughout the corridor also offer an opportunity for 
housing development, bringing new households and 
household types into the corridor’s user base and 
customer-shed.

The existing configuration represents an enormous 
investment in a commercial character, including 
wide sidewalks—increasingly buffered from traffic 
as the bike lanes become more protected—that 
are consistently lined with buildings and storefront 
windows. The Historical Assessment cited ten good 
candidates for sensitive redevelopment that preserves 
unique historic features. Two of these properties 
were identified as potential residential pilots (21351 
and 21805 Van Dyke Avenue for second-floor 
residential development). During the writing of this 
plan, redevelopment efforts got underway on three 

Existing vacant building along the corridor
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Bike Hub

The Corridor presents an unparalleled opportunity 
to invest in a “bike hub” that will first and foremost 
serve local residents, and in so doing will provide an 
irresistible amenity to users of the Iron Belle Trail. The 
City should conduct a feasibility study to identify a site 
on that could be dedicated to bike amenities, such 
as a fix-it station, a “learn to ride” track, and perhaps 
a couple of facilities for low-intensity bike tricks. This 
outdoor area should be interspersed with facilities 
for a stop along the bike trail, including tables, chairs, 
shade, water, and restrooms (the library may serve this 
last purpose, especially in the beginning). Of course, 
bike parking should be plentiful, secure, and sheltered, 
if possible. 

Eventually, these public investments should be 
complemented by adjacent businesses. The most 
immediate need is for small-scale food vendors 
offering refreshment to bodies that are engaged in 
active transportation. In the early stages, the TIFA 
could invest in small, temporary “pop-up” type 
structures to meet this need, placing them in the lot with 
the new bike and rest facilities. These can incubate 
new restaurant businesses, with the intention of 
identifying any that are successful enough to partner in 
the development of a new brick-and-mortar business. 
Ice cream, especially if it’s unique in any way, is a 
reliable draw.

This pop-up arrangement would also accommodate 
the development and incubation of niche retail 
businesses that will become a local and regional 
destination. Basic bike repair and maintenance 
supplies should be available for purchase. The hobby 
store across Van Dyke Avenue from the library is a 
perfect example of a type of business that a family 
may decide to spend a Saturday morning biking to, 
especially if there was some lunch available and they 
had library books due. Other similar examples might 
include a tea shop that hold events like fairy teas, or 
a comic book store. Over time, the pop-up structures 
themselves can become an asset to the TIFA by 
serving as a flexible, portable business incubator. 

In the long term, these investments in the bike facilities, 
rest areas, and temporary commerce are intended 
to join with the TIFA’s support of the renovation of 
the corner building at 23158 Van Dyke, to spur the 
development of new buildings in the vacant lots 
across both Van Dyke and Continental Avenue from 
the library. Ideally, the Continental Avenue site would 
host a multi-unit commercial building, with residential 

be supported through façades, access, landscape, 
and lighting requirements. These private investments 
complement new public design expenditures, 
including branding and wayfinding, to improve the 
overall perception of the area. Existing commercial 
uses will generally be supported in this new district, 
and those uses that support a walkable character will 
be identified for streamlined, administrative, and/
or by-right approval. A new clause permitting uses 
“substantially similar” to the permitted uses opens a 
pathway to support experimental or unique uses. 

Good zoning is necessary but not sufficient to achieve 
a land use goal. There must also be a vision and active 
pursuit of it. Articulating this vision, directly investing 
in elements of it, and actively selling it as a business 
recruitment strategy will be the keys to implementation.   

The Van Dyke Corridor land use strategy includes three 
new activity nodes that should be the primary targets 
for direct investment and support. Taken together, the 
implementation of these new nodes addresses some 
of the corridor’s biggest weaknesses as identified 
by stakeholders: isolation and lack of identity. Each 
node serves as a distinct kind of draw. The Bike Hub 
aims to offer local families as well as statewide trail 
users a defined bicycle destination. It also amplifies 
Warrenites’ strong desire, as recorded in the Master 
Plan, for non-automotive transportation options. The 
Feed Store / Little Door entertainment district restores 
nightlife to the south side of town by building on 
two beloved assets. And the Lincoln Youth Zone is a 
stretch goal that leverages family-centered investment 
to bring new households into the community, then 
leverages that development opportunity to further 
shape the corridor. 

Historic Building Cluster

Three of the five buildings in the corridor which 
were identified as having potential historical 
significance are adjacent to each other on the 
east side of Van Dyke Avenue between Cadillac 
and Maxwell Avenues: 22720, 22740, and 
22760 Van Dyke Avenue. While many of the 
buildings identified in the Historic Assessment were 
included in one of the targeted activity nodes, 
these are largely functioning as intended and thus 
not part of a redevelopment vision. However, 
they are assets to the corridor, and are mentioned 
here so that they may be included as a direct 
investment target.    
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The historic assessment in this report calls the Baseline 
Feed Store building “a locally-designated, historic 
landmark awaiting to be redeveloped sympathetically 
with its rich history and connection to the Van Dyke 
Corridor.” Separated from the former Little Door 
Theater by a small concrete parking area, a restaurant 
use in this building is not only the obvious pairing 
but also takes advantage of the wonderful pun. 
Transforming the too-small parking area between 
the two buildings into a shared outdoor space with 
dining, pre- and post-show beverages, seating, 
and lights would create a single, block-long, highly 
visible experience that could  serve the adjacent 
neighborhoods while attracting the attention of 
passers-by. 

The growth and fostering of this district will require 
continuously adjusting the parking arrangements. It’s 
important to keep in mind that parking is a byproduct 
of every vibrant, walkable place, simply because 
cars are bigger than people—the reward for solving 
an economic development problem is a parking 
problem. In this case, parking will first be needed for 
the restaurant/theater block. Existing on-street parking 
along both Fisher and Yacht should be counted, and 
a shared parking arrangement with the lots behind the 

above, that would contain the businesses most closely 
associated with the bike hub. The site would be 
connected to the bike hub across Continental Avenue, 
behind the existing building at 23211 Van Dyke, to 
keep young bicyclists fully separated from Van Dyke. 
The ideal business for the 23211 building would be 
a bicycle showroom, especially one that includes 
electric, cargo, and trick bikes. This use would fully 
utilize the large building, and such a business would 
be eager to partner with the City and the TIFA Board 
to continually improve the bike hub. 

Feed Store / Little Door Entertainment 
District

Two of the community’s most beloved sites, one 
historical and one modern, sit on the block between 
Fisher and Yacht on the west side of Van Dyke: the 
Base Line Feed Store and the former Little Door 
Theater. The former Little Door Theater was identified 
throughout the Master Plan engagement series as 
an under-heralded south Warren treasure, and a 
stakeholder lamented the loss of an entertainment 
district just north of Eight Mile. This plan offers an 
opportunity to pursue a revitalization anchored by the 
former Little Door Theater. 

Surrounding the Maybelle Burnett Branch Library redevelopment is an opportune location to expand investment.
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Lincoln Youth Zone

Two blocks east of the Van Dyke Avenue Corridor is a 
K-12 educational campus, accessible to the corridor 
by any one of eight residential streets, that includes 
Lincoln Elementary, Middle, and High Schools 
along with the Van Dyke Public School Library and 
a series of athletic fields. One could imagine a little 
node on Van Dyke at the end of one of those streets 
that is designed for students to congregate in an 
age-appropriate way, with opportunities for semi-
structured recreation and for young people who are 
just beginning to experience independent mobility 
to purchase snacks and necessities. This would be a 
real amenity signaling the City’s interest in providing a 
public realm that actively supports young families. 

This vision can hardly even be contemplated until 
the character of Van Dyke Avenue has already 
changed significantly. The corridor must be much 
more physically protective of its non-motorized users 
before a parent would consider its unsupervised 
use, especially considering that the building is on the 
opposite side of the street from where children would 
be approaching. 

But the corridor stretch in question is currently 
surrounded by plenty of opportunity to implement 
change. There is land next to the former library 
building that could host outdoor recreation. To the 
south of the library, on the other side of Studebaker 
Avenue, is a block with two redevelopment 
opportunities: a building identified in the historic 
assessment as a good candidate for a residential 
project (21805 Van Dyke), and a large vacant lot 
that could host a mixed use development with the 
aforementioned commercial use. 

Across Van Dyke Avenue, this entire block is a vacant 
redevelopment opportunity that could host at least 
dozens of attached residential units. An infusion of 
attached housing here—much-needed everywhere—
could provide an opportunity to share the costs of the 
public investments in recreation and non-motorized 
safety with the private sector. In this case, the character 
of this area could shift surprisingly suddenly. But even 
if it does not, the proximity of the educational campus 
to the corridor, and thus the opportunity, will persist, 
and a steady focus on it will allow for incremental 
progress.

buildings between Yacht and Westminster should be 
explored. Parallel parking along the alley may provide 
a few more spaces. 

The strategy is that by the time the Feed Store / Little 
Door block regularly generates too much business 
for this arrangement to handle, the new activity will 
support recruitment of one or more entertainment 
businesses to the available property at 21227 Van 
Dyke Avenue in the block to the north. Since that lot 
has been providing parking to the Feed Store / Little 
Door block, its redevelopment will add pressure to the 
parking situation. That would be the right time for the 
TIFA to implement a small-scale independent parking 
solution, ideally at the southwest corner of Westminster 
and Van Dyke.

This arrangement, if well-designed, could help 
facilitate a stretch goal of expanding the entertainment 
district even further. A property identified as a potential 
upper-story residential pilot is one block north at the 
corner of Prospect (21351 Van Dyke), and across 
from the lot at 21234 Van Dyke is also called out as a 
redevelopment opportunity with historical integrity (this 
site could also serve the parking need if necessary). 
Particular care must be paid to the parking lot’s design 
in order to make this happen, because the effect of an 
unscreened expanse of vehicles dampens walkability 
rather than enhances it. There are other challenges, 
too, including the existing auto-oriented uses on 
either side of Westminster Avenue which interrupt 
the visual interest. If the new Feed Store / Little Door 
entertainment district is successful enough to face these 
problems, it would be a welcome challenge. 

The neighboring lot and ReStore near the Maybelle Burnett Branch 
Library is an opportune location to expand investment.
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Lincolrn Middle School, a part of the educational campus that can benefit from a proposed Lincoln Youth Zone.
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55 IMPLEMENTATION 
STRATEGY
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environments are a symbiotic relationship. The 
community members that reside in the neighborhoods 
to support the Van Dyke Corridor. The Van Dyke 
Corridor should have activated spaces that beg for 
community members to patronize them. These efforts 
will not happen in a vacuum. Being community-
focused illustrates that Van Dyke Avenue is the center 
of the redefined Van Dyke Corridor amenities, 
ideally, locally owned businesses, nurturing creative 
entrepreneurs, and welcoming the arts by investing 
locally in the community members that make the Van 
Dyke Corridor uniquely south Warren. 

An excellent location to consider a community-
focused effort is the Maybelle Burnette Library. An 
architectural treasure along the Van Dyke Corridor, 
and if currently underutilized, would serve as an 
excellent candidate for a youth center to create 
a place for youth who reside along the Van Dyke 
Corridor to join peer groups, socialize, study, and 
connect in a safe and welcoming space.

Redevelopment-Driven Determination

The Van Dyke Corridor is the ideal place to execute 
redevelopment-driven determination that will require 
grit and hopeful optimism. The corridor boasts a 
backdrop of historic and older buildings - though 
some may require a little extra care than others. 
This may inspire community members to try their 
entrepreneurial spirit and take a chance on an empty 
storefront. The corridor has a number of vacant 
buildings that can be identified as key opportunities 
for small-business startups that are favorable to 
encouraging further reinvestment like artist incubators, 
coffee shops, music stores, and more. 

Approximately 9% of the commercial properties 
along the corridor are currently vacant. The Van 
Dyke Corridor sees 18,291 visitors that travel 
the corridor on their daily commute in and out of 
south Warren. Opportunities abound to reactivate 
blighted, commercial spaces with a fresh idea that’s 
locally-connected to south Warren. There are both 
architectural eyesores that beg to be revitalized 
into architectural eye candy. Consider independent 
niche and needed retail shops, amenities like a small, 
local grocer that supports neighboring resident’s 
needs, unique dining experiences tailored to the 
tastes of south Warren, and an urban atmosphere 
that’s enhanced by small startups with residential units 
at the second-story that could draw people to the 
corridor. As it is now, Van Dyke Avenue is walkable. 
However, to cultivate a safer streetscape appropriate 

Implementing the design and land use 
recommendations identified in this report will 
create a more unified, safe, and aesthetically 
appealing corridor while supporting the economic 
viability of businesses along Van Dyke Avenue. This 
implementation strategy is divided into Economic 
Development, Traffic & Transportation, and Pedestrian 
Amenities & Beautification.   

ZONING RECOMMENDATIONS 

Historic Preservation Strategies & 
Recommendations

“To generate exuberant diversity in a city’s streets 
and districts four conditions are indispensable:

1. The district, and indeed as many of its internal 
parts as possible, must serve more than one 
primary function; preferably more than two.

2. Most blocks must be short; that is, streets and 
opportunities to turn corners must be frequent.

3. The district must mingle buildings that vary in 
age and condition, including a good proportion 
of old ones so that they vary in the economic yield 
they must produce. This mingling must be fairly 
close-grained.

4. There must be a sufficiently dense concentration 
of people, for whatever purposes they may be 
there...”

�”Jane Jacobs, The Death and Life of Great 
American Cities”

When envisioning a vibrant, sustainable, and 
collaborative future for the Van Dyke Corridor - the 
heart of South Warren - there are three concepts 
that Preservation Forward recommends that intersect 
historic preservation and planning initiatives: 

Community-Focused Collaboration

Community-focused collaboration to encourage 
community members to consider the Van Dyke 
Corridor as the heart and the surrounding residential 
neighborhoods as the soul. These two unique 
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about the future of historic preservation in south Warren—
what we must do and where we need to go to keep 
moving forward.

DESIGN IMPLEMENTATION  

The scale of the proposed enhancements warrants 
a strategic, phased approach that can be adjusted 
to the needs and budgetary limits of the Warren 
Downtown Development Authority and the City of 
Warren. Funding for the Van Dyke Avenue Corridor 
enhancements will come from a variety of sources, 
including local capital improvement funds, general 
fund allocations, tax increment financing through the 
DDA, and state and federal funding programs.

Below is a description of the Implementation Focus 
Areas created for the Van Dyke Avenue Corridor as 
well as an explanation of a projected timeline for the 
proposed improvements. Table5-1identifies phasing 
possibilities for the implementation of the improvements. 
The table breaks down a conceptual budget for the 
options presented. 

The implementation projects are listed in this table 
as holistic projects for the full length of the described 
corridors, however opportunities for phased 
implementation exist based upon future community 
priorities and funding opportunities.

Phasing & Cost Opinions

Implementation Focus Areas 

 » Traffic & Transportation (T) - Implementation areas 
focused on the physical improvements within the 
roadway.

 » Pedestrian Amenities & Beautification (P) – 
Implementation areas that improve the pedestrian 
zone and beautify the streetscape.

Implementation Timeline 

 »  Immediate (1-2 years) Projects that usually require 
the effectuation of a zoning amendment, specific 
study, or new local legislation

 » Short Term (3-4 Years) – Projects that require local 
capital improvement funding, and the procurement 
of private or state and federal funding

 » Long Term (Greater than 5 Years) – Projects that 
require a higher degree of coordination and the 
procurement of several funding sources   

planning measures could be taken to by installing 
pedestrian and ADA-friendly paving, lighting, street 
trees, places for community members to rest, on-
street parking spaces, etc. The optics of south Warren 
would be visualized as vibrant and welcoming with 
a completely new lens. This is redevelopment-driven 
determination. 

The corridor supports mixed-use developments that 
include residences as well as commercial and office 
space. It’s recommended that the unique sites pilot a 
single-story, commercial redevelopment within three, 
vacant storefronts at 23150, 23154, 23158 Van Dyke 
Avenue. Also, there are two, two-story, mixed-use 
development opportunities at 21351 and 21805 
Van Dyke Avenue that could be catalysts for further 
redevelopment along the Van Dyke Corridor. There’s a 
shortage of residential units along the corridor and the 
upper floor of these two, existing buildings are ripe for 
redevelopment. 

Planning and Preservation-Focused

Considering the important intersection of historic 
preservation and urban planning is a two-pronged 
approach that should be instrumental when exploring 
creative ways to revitalize the Van Dyke Corridor. 
These two disciplines are a natural match when 
paired together as tools to invest in community, 
sustainability, enhancement in the quality of life and in 
the built environment. Historic preservation lends to the 
appreciation of historic properties and recognition of 
their importance. Smart planning ordinances that are 
favorable to historic preservation enable commercial 
redevelopment and placemaking that equals a vibrant 
place in the long-term. 

Older and historic buildings to continue to tell the 
story of our past for future generations to enjoy, and 
drive the idea of “placekeeping,” keeping a place 
as historic as possible so that the community identifies 
and easily connects to their place. Planning for the 
future while considering the past is valuable when 
confronting vacant buildings. A renewed focus toward 
adapting these buildings to preserve the architecture, 
while incrementally filling them businesses that fit 
the market are simple, short-term projects can build 
momentum for larger revitalization efforts.

Moving forward within the Van Dyke Corridor includes 
a cultural shift in the existing mindsets. The more the Van 
Dyke Corridor can be envisioned as a place to live, 
work, learn, and enjoy, the more likely it will move toward 
it. It is esstential to continue to think deeply and critically 
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Financing

Implementation projects of the scale and magnitude of 
the Van Dyke Avenue Corridor often require multiple 
project partners and funding sources. Often, funding 
programs are focused on priorities and goals that 
may only fund portions or specific elements within the 
overall Van Dyke Avenue projects. All funding sources 
and programs should be reviewed for complimentary 
requirements and opportunities to leverage local 
match dollars for multiple funding sources. Below is a 
select list of potential funding programs that may be 
applicable to the Van Dyke Avenue project:

Van Dyke Corridor Design Implementation Action Plan

T1 & P1 Van Dyke Ave - Eight Mile to Stephens Rd (approx. 1.5 miles)

Responsible Parties City of Warren

Timeline Immediate Term

Proposed Work Estimated Cost

 » Conduct Multi-Modal Transportation Impact Study $60,000-$80,000

T1 & P1 Van Dyke Ave - Eight Mile to Stephens (approx. 1.5 miles)

Responsible Parties City of Warren, TIFA, MDOT

Timeline Short Term

Proposed Work Estimated Cost

 »  Remove and replace dead/dying street trees

 »  Enhance pedestrian crosswalks (high visibility)

 »  Add mid-block crossings with RRFB signals

 » Add protection pylons to existing bike lanes

 » Add bus stop amenities (concrete pads, benches, trash 

receptacles, shelters, etc.)

 » Minor sidewalk replacement (20%)

$3,000,000 - $3,500,000

 »  American Rescue Plan Act Funding (various 
sources)

 »  DTE Foundation Grants (Community 
Transformation, Economic Progress, Environment)

 »  FHWA & MDOT Congestion Mitigation and Air 
Quality Improvement Program

 »  MDNR Natural Resources Trust Fund Grant

 »  MDNR Recreation Passport Grant

 »  MDNR Urban and Community Forestry Grants

 »  MDOT & SEMCOG Transportation Alternatives 
Program

Table 5-1: Van Dyke Corridor Design Implementation Action Plan
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Van Dyke Corridor Design Implementation Action Plan

T2 & P2 Van Dyke Ave - Eight Mile Rd to Stephens (approx. 1.5 miles)

Responsible Parties City of Warren, TIFA, MDOT

Timeline Long Term

Proposed Work Estimated Cost

 » Add additional street and pedestrian lighting

 » Replace approximately 50% of concrete sidewalks 

based on condition/need

 » Remove redundant drive approaches

 » Add curb island protection to bike lanes

 » Add planted median islands

 » Add landscape screening for parking areas

 » Add signage, wayfinding, & branding 

$12,000,000 - $14,000,000

 » MDOT State Infrastructure Bank

 »  MEDC Michigan Main Street Community 
Program

 »  MEDC Public Spaces Community Places Program

 »  Michigan Community Development Block Grant 
Programs 

 »  Michigan State Infrastructure Bank Loan Program

 »  Michigan State Revolving Fund

 »  Michigan State Non-Motorized Grants 

 »  Michigan Transportation Economic Development 
Fund

 »  NPS & MDNR Land and Water Conservation 
Fund Grant

 »  Public/Private Partnership Opportunities

 »  Safe Routes to School Program

 »  TMA Surface Transportation Block Grant Program

 »  Transportation Alternatives Program (TAP) 

 »  USDOT Reconnecting Communities Pilot Program

 » Community Foundation for Southeast Michigan

 »  Warren DDA (Future Funding)
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Historic Field Assessment 

20958 Van Dyke Avenue 

 

This one-story building at 20958 Van Dyke Avenue is located in an area that includes commercial and is 

bounded to the west by residential development. The building has a rectangular plan and is constructed of 

brick with a poured concrete foundation. The front entry is flanked by a large storefront window that is 

divided into three, separate panes by metal muntins. A similar window is repeated on the north elevation 

of the building. A terra cotta coping spans the perimeter of the roof.  

Criteria Assessment 

Name  Kim’s Elevation School of Cosmetology 

Year Built 1953 

Property Type Commercial   

Architect / Builder Unknown 

Plan Rectangular   

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick   

Other Materials N/A 

Historic Use Commerce/Trade   

Current Use Commerce/Trade 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association 

Architectural Classification Post War / 20th century Commercial 

Appendix A: Historic Field Assessment



21015 Van Dyke Avenue 

 

This one-story building located at 21015 Van Dyke Avenue is locally-designated as the Base Line Feed 

Store. Thank you to the Warren Historical and Genealogical Society for this historical recordation of the 

property that reads, "The abstract deed for this property dates back to 1833 and the current building was 

constructed in 1877. Joseph Verheye bought the building in 1939 and started the "Base Line Feed Store" 

with one bag of corn. Verheye introduced the first Purina Pigeon Chow to the State of Michigan in 1943." 

Both buildings are rectangular in shape with the 1877 constructed building boasts an angled entry that is 

flanked by one, large storefront window. The 1939 constructed addition boasts a central entry flanked by 

four, storefront windows. The 1877 constructed building boasts a stepped parapet and unique brick 

coursing across the cornice and signboard locations. The 1939 addition has a similar stepped parapet along 

the facade and both buildings appear to retain their original shape, form, mass, scale, with some slight 

alteration of materials as when it was originally constructed. Windows have been covered over and the 

entirety of both buildings have had their exterior building materials painted. 

Criteria Assessment 

Name  Base Line Feed Store 

Year Built 1877, 1939 

Property Type Commercial 

Architect / Builder Unknown 

Plan L-shaped 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and Wood 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Vacant 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association 

Architectural Classification Late 19th century / 20th century commercial 

Appendix A: Historic Field Assessment

82  |  City of Warren Van Dyke Corridor Plan - Final Draft for Adoption - December 12, 2023



Appendix  |  83

21227 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block commercial building has a central entrance with a 
transom window and is flanked by two, storefront windows that are divided by a center muntin. A stone 
beltcourse spans the center of the building across the signboard area. Stone sills support the storefront 
windows. Terra cotta coping is visible across the perimeter of the building.  
 

Criteria Assessment 

Name  N/A 

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Concrete Block and Brick (veneer) 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Vacant 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association 

Architectural Classification 20th century commercial 

 
 

Appendix A: Historic Field Assessment



21234 Van Dyke Avenue  

 

This 20th century, one-story, brick and concrete block commercial building has an aluminum entry door 
with a transom window and is flanked by seven, vertical, storefront windows. Stone sills support the 
storefront windows. Terra cotta coping is visible across the perimeter of the building. 
 

Criteria Assessment 

Name  N/A 

Year Built 1963 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Wood paneling 

Historic Use Commerce/Trade 

Current Use Vacant 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association 

Architectural Classification 20th century commercial 

 
 

Appendix A: Historic Field Assessment
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21351 Van Dyke Avenue  

 

This 20th century, two-story, commercial building was constructed in 1950. The brick and concrete block 

building has a central, double-door entrance with two doors that access the first floor, commercial spaces.  

The storefront, arched windows appear to have been altered from their original fenestration as the original 

windows may have been larger at one point in time. Brick corbeling accent the entryway  and a brick belt 

course spans the length of the storefront at the center section of the facade. Four, slider-style windows are 

visible at the upper story and boast stone lintels and sills. Brick quoining accents the corner of the facade at 

the side elevations. Terra cotta coping spans the perimeter of the building with a stepped parapet along 

the sides of the building.  

Criteria Assessment 

Name  Nono’s Pizza 

Year Built 1950 

Property Type Mixed-use / Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Concrete block/brick 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Restaurant on first floor commercial space 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Feeling, Association    

Architectural Classification 20th century commercial 
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21747 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block, commercial building was constructed in 1950. The 
building boasts two entrances, one at the center of the facade and one at the corner of the facade and 
side elevation that’s an angled entry. The storefront has been altered over time with the storefront 
windows being covered in vinyl siding and glass blocks installed that span the facade. The upper area of 
the facade has decorative brick coursing and the parapet of the building has five crenellations. Terra cotta 
coping spans the perimeter of the building.  
 

Criteria Assessment 

Name  All Star Books   

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and Concrete Block 

Other Materials Vinyl siding 

Historic Use Commerce/Trade 

Current Use Commercial  

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Feeling, Association  

Architectural Classification 20th century commercial 
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21805 Van Dyke Avenue  

 

This 20th century, two-story, brick masonry building was constructed in 1950 and has been altered with a 
stone veneer which surrounds the commercial storefront. A central entryway leads to the first floor, 
commercial space. The storefront windows have been altered from their original fenestration and have 
tinted glass. The north elevation has two, fixed windows at the first floor and a side rear entrance with an 
awning. The upper story shows a slider-style, 1:1 pattern fenestration across the facade and side elevation; 
all windows have stone lintels and sills. A second entry exists at the storefront with access to the upper 
floor. A stone belt course spans the center of the building across the facade and side elevation. Terra cotta 
coping extends across the perimeter of the building.  
 

Criteria Assessment 

Name  N/A   

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick, concrete block, and stone 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Commercial  

Potential Areas of Significance Commerce 

Integrity Location, Setting, Feeling, Association  

Architectural Classification 20th century commercial 
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22005 Van Dyke Avenue 

 

This one-story, municipal building was constructed in 1966 and is composed of brick masonry and concrete 

block with a rectilinear design and decorative accents that reflect its mid-century modern style of 

construction. A low-hanging, aluminum, heavily-horizontal eave overhangs across the perimeter of the 

building. Diagonal, decorative brick coursing is visible across the facade and side elevations. A central 

entrance that is flanked by a large, aluminum window system serves as the front entrance. Vertical, 

aluminum windows span the facade and side elevations and at the northeast and southeast corners are 

windows that serve as part of the exterior wall system. A concrete slab extends outward from the building 

creating another element of horizontality and following the form and profile of the eave overhang. This 

building is in excellent condition.  

Criteria Assessment 

Name  Maybelle Burnette Library  

Year Built 1966 

Property Type Municipal 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Glass 

Historic Use Education 

Current Use Vacant/Unknown 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association  

Architectural Classification 20th Century Municipal / Mid-Century Modern 
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22555 Van Dyke Avenue  

 

This 20th century, one-story, brick and concrete block, commercial building was constructed in 1969. A 
recessed entryway is located at the center of the facade where it’s flanked by two, storefront windows. 
One storefront window is constructed of glass block. The other storefront window is a fixed window with 
nine lights divided by muntins in a horizontal manner. An asphalt pent roof hangs over the glass block 
storefront window. Two side entrances are located at the south elevation. The building appears to have 
been altered from its original construction with the installation of the glass block. Terra cotta coping spans 
the perimeter of the building.  
 

Criteria Assessment 

Name  Gingles Barber Shop  

Year Built 1969 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Glass block 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Setting, Feeling, Association  

Architectural Classification 20th century commercial 

Appendix A: Historic Field Assessment



22715 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block commercial building has two entrances–one 
entrance that is flush with the facade and the other that faces the south elevation (formerly was an angled 
entrance). An aluminum, storefront window system spans the length of the facade with part of the 
windows covered in painted panels. Terra cotta coping is visible across the perimeter of the building. 
 

Criteria Assessment 

Name  Nik Necessities Shop  

Year Built 1963 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Glass  

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association  

Architectural Classification 20th century commercial 
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22720 Van Dyke Avenue  

 

This 20th century, one-story, brick and concrete block commercial building appears to have always been a 
utilitarian structure for servicing transportation / auto-related needs as visible by its design, form, and 
openings. This property looks closely related to the property located at 22740-22760 Van Dyke Avenue 
(though this property is a decade later in construction). The building boasts a central entryway that is 
flanked to the south by a large storefront window that is divided by muntins. The entryway is flanked to 
the north by a large bay (garage) door. The storefront has a stone bulkhead and a stone lintel with a metal 
awning that spans the length of the storefront and is accented with gooseneck lights. Near the cornice of 
the facade, an enameled brick course accents the upper portion of the facade. The parapet has a 
crenelated design with an enameled veneer coping atop the stepped parapet that extends the perimeter of 
the building. A historic sign hangs vertically from the facade.  
 

Criteria Assessment 

Name  Carl’s Safety Service  

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Enameled brick 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association  

Architectural Classification 20th century commercial 
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22740-22760 Van Dyke Avenue  

 

These 20th century, brick and concrete block commercial buildings were both constructed in 1950 and 
have similar design styles that are visible within the storefronts of each structure. Both properties, located 
at 22740 and 22760 Van Dyke Avenue, boast cream city brick on their exteriors. The two-story building 
located at 22740 Van Dyke has a similar storefront system and stylistic design as 22720 Van Dyke Avenue. 
A recessed, central entryway is flanked by two, large storefront windows that are divided by muntins and a 
stone bulkhead supports the storefront at the base. The storefront has a banding of aluminum trim that 
spans the top and the storefront is trimmed in brick. A doorway at the streelevel leads to the upper story. 
The upper story has five, symmetrically placed windows across the upper portion of the facade with an 
enameled brick belt course defining the upper section of the building. This belt course extends to the side 
elevations of the building. The upper story of the facade also boasts enameled cream city brick that differs 
from the basic brick that accents the storefront. Gooseneck lights hang atop the storefront near the upper 
story windows. A large, vertical sign hangs from the upper portion of the building. This property looks 
closely related to the property located at 22740-22760 Van Dyke Avenue (though this property is a decade 
later in construction). The stepped parapet has an enameled veneer and stone coping that extends the 
perimeter of the building. The property located at 22760 Van Dyke has many features similar to both of 
the properties located at 22720 and 22740 Van Dyke; however, this building boasts an angled entryway 
and steeply pitched gables across the mansard roof. This building boasts a unique roofline and material 
that is unlike any other building along the Van Dyke Corridor. A mansard roof constructed of slate tile with 
three front, gable decorative features infilled with mosaic. The brickwork on the mansard roof (above the 
storefront) is a diamond-shaped pattern with timber-framed, truss-like designs within the brick coursing. 
The north elevation of this building has a small storefront window and what appears to be storefront 
windows that have been bricked in, but also a continuous brick wall that has been constructed in front of a 
residence –similar to the property located at 23158 Van Dyke Avenue. This block of buildings (having 
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similar stylistic details and architectural features) likely was constructed at a similar time frame in 1940 with 
the property at 22720 Van Dyke Avenue constructed in 1950. A unique collection of buildings along this 
section of the Van Dyke Corridor. 
 

Criteria Assessment 

Name  MI Maintenance Supply  

Year Built 1940 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular and L-shaped 

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Enameled brick 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association  

Architectural Classification 20th century commercial 
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22860 Van Dyke Avenue and 22866 Van Dyke Avenue  

 

This 20th century, one-story, brick and concrete block commercial building was constructed in 1950 and 
has two entrances–one center entrance that is flush with the facade at 22866 Van Dyke Avenue and the 
other that is an angled entrance at 22860 Van Dyke Avenue. Both entrances are flanked by aluminum, 
storefront window systems. The storefront windows have a large metal awning that hangs over the 
storefronts at the signboard area. The brick veneer that covers the building at the facade is a very thin, 
mid-century style brick in a variegated color scheme. Terra cotta coping is visible across the perimeter of 
the building. 
 

Criteria Assessment 

Name  A-1 Family Barbers, Ed and Lil’s Flowers, 

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular  

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Design, Setting, Materials, Workmanship, 
Feeling, Association    

Architectural Classification 20th century commercial 
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22865 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block commercial building was constructed in 1950 and 

has an angled entrance at the northeast corner. An aluminum, storefront window system spans the length 

of the facade and a plastic awning hangs across the entrance and east elevation (facade) at the signboard 

area. Glass block windows align the side (north elevation). Terra cotta coping is visible across the perimeter 

of the building. 

Criteria Assessment 

Name  Zella Appliances 

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular  

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Setting, Materials, Feeling, Association    

Architectural Classification 20th century commercial 
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23150 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block commercial building was constructed in 1950. The 
building has been altered from its original construction with a modern, angled storefront and entrance at 
the southwest corner of the facade. Also, metal panels have covered the original building materials across 
the facade. Mirrored glass gives the storefront a more modern appearance. Terra cotta coping is visible 
across the perimeter of the building. 
 

Criteria Assessment 

Name  N/A   

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular  

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Setting, Design, Feeling, Association    

Architectural Classification 20th century commercial 
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23154 Van Dyke Avenue and 23158 Van Dyke Avenue (23158 left, 23154 right) 

 

This 20th century, one-story, brick and concrete block commercial building was constructed in 1950. The 
building boasts two storefronts 23154 and 23158 Van Dyke Avenue which have both been altered 
extensively. The storefront at 23154 has been sheathed in wood paneling with an entrance at the 
southwest corner. The entrance is flanked by a large storefront window with a divided muntin that 
separates two lights. The storefront at 23158 has a central, slightly recessed entrance. Storefront windows 
have been bricked over and horizontal, fixed windows accented by glass blocks that flank the entryway. 
The upper portion of the facade has remained intact and retains its historic integrity. Decorative stonework 
has been inlaid in a pattern just below the cornice and a row of soldier brick courses spans the upper 
portion of the facade. The cornice is crenelated across the parapet and has a band of stone at the coping. 
The rear of the building (east elevation)  at 23158 abuts a residential home with a gambrel roof that 
appears to date to the early 1900s. This building was constructed on a small section of greenspace or yard 
of the residence when Post War commercial development occurred along Van Dyke Avenue. This is a very 
unique attribute of this one-story, commercial building.  
 

Criteria Assessment 

Name  N/A   

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular  

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials Wood 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Setting, Materials, Feeling, Association, 
Design, Workmanship    

Architectural Classification 20th century commercial 
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23326 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block commercial building was constructed in 1950. The 
building has a recessed, central entrance and is flanked by two, fixed, sidelight windows with a transom. 
Two, aluminum, storefront window systems support the center entrance of the building. The upper portion 
of the facade has a running bond brick coursing in a variegated color scheme. A plastic awning hangs 
across the entrance at the west elevation (facade) at the signboard area. Terra cotta coping is visible across 
the perimeter of the building along with a stepped parapet at the south elevation. 
 

Criteria Assessment 

Name  Prop Shop Hobbies   

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular  

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Setting, Materials, Feeling, Association, 
Workmanship, Design  

Architectural Classification 20th century commercial 
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23537 Van Dyke Avenue 

 

This 20th century, one-story, brick and concrete block commercial building appears to have always been a 
utilitarian structure for servicing transportation / auto-related needs as visible by its design, form, and 
openings. Constructed in 1950, the building boasts two doorways at the center of the facade. One 
doorway is flanked by a large, storefront window. The other doorway is flanked by a garage (bay) door 
that is constructed at a half-story higher than the other portions of the building. A large garage bay door is 
located at the northeast section of the facade. Gooseneck lighting hangs in the center of the upper portion 
of the facade. The north elevation has a garage bay door near the northwest section of the elevation. 
Threem infilled windows are visible across the center of the elevation. Terra cotta coping extends the 
perimeter of the building. 
 

Criteria Assessment 

Name  Stan’s Exhaust and Tune Up 

Year Built 1950 

Property Type Commercial 

Architect / Builder Unknown 

Plan Rectangular  

Roof Form Flat   

Roof Material Membrane/Rolled 

Walls Brick and concrete block 

Other Materials N/A 

Historic Use Commerce/Trade 

Current Use Commercial 

Potential Areas of Significance Commerce 

Integrity Location, Setting, Materials, Feeling, Association, 
Workmanship, Design  

Architectural Classification 20th century commercial 
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Home > The Standards > Four Approaches to the Treatment of Historic Properties

Four Approaches to the Treatment of Historic Properties

There are Standards for four distinct, but interrelated, approaches to the treatment of historic properties—preservation,

rehabilitation, restoration, and reconstruction.

Standards for Preservation

Standards for Rehabilitation

Standards for Rehabilitation  

(for historic tax credit projects)

Standards for Restoration

Standards for Reconstruction

History of the Standards

Guidelines for the Treatment  

of Historic Properties

Guidelines for the Treatment  

of Cultural Landscapes

Guidelines for Rehabilitating  

Historic Buildings

Guidelines on Sustainability

Guidelines on Flood Adaptation for Rehabilitating Historic Buildings

Choosing an appropriate treatment for a historic building or landscape is critical.
Preservation focuses on the maintenance and repair of existing historic materials and retention of a property's form as it has evolved

over time.
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Rehabilitation acknowledges the need to alter or add to a historic property to meet continuing or changing uses while retaining the

property's historic character.

Restoration depicts a property at a particular period of time in its history, while removing evidence of other periods.

Reconstruction re-creates vanished or non-surviving portions of a property for interpretive purposes.

The choice of treatment depends on a variety of factors, including the property's historical significance, physical condition,

proposed use, and intended interpretation. Historic buildings are used as an example below. The decisionmaking process would be

similar for other property types.

Relative importance in history. Is the building nationally significant? Is it a rare survivor or the work of a master architect or

craftsman? Did an important event take place in it? National Historic Landmarks, designated for their "exceptional significance in

American history," or many buildings individually listed in the National Register often warrant Preservation or Restoration. Buildings that

contribute to the significance of a historic district but are not individually listed in the National Register more frequently undergo

Rehabilitation for a compatible new use.

Physical condition. What is the existing condition, or degree of material integrity, of the building prior to work? Has the original form

survived largely intact or has it been altered over time? Are the alterations an important part of the building's history? Preservation may

be appropriate if distinctive materials, features, and spaces are essentially intact and convey the building's historical significance. If the

building requires more extensive repair and replacement, or if alterations or additions are necessary for a new use, then Rehabilitation is

probably the most appropriate treatment.

Proposed use. An essential, practical question to ask is: Will the building be used as it was historically or will it be given a new use?

Many historic buildings can be adapted for new uses without seriously damaging their historic character. However, special-use properties

such as grain silos, forts, ice houses, or windmills may be extremely difficult to adapt to new uses without major intervention and a

resulting loss of historic character and even integrity.

Mandated code requirements. Regardless of the treatment, code requirements will need to be taken into consideration. But if hastily

or poorly designed, code-required work may jeopardize a building's materials as well as its historic character. Thus, if a building needs to

be seismically upgraded, modifications to the historic appearance should be minimal. Abatement of lead paint and asbestos within

historic buildings requires particular care if important historic finishes are not to be adversely affected. Finally, alterations and new

construction needed to meet accessibility requirements under the Americans with Disabilities Act of 1990 should be designed to

minimize material loss and visual change to a historic building.

The Guidelines for the Treatment of Historic Properties  illustrate the practical application of each treatment to historic properties.

The Guidelines for the Treatment of Cultural Landscapes apply the treatment standards to historic cultural landscapes.
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Michigan SHPO Architectural Properties Identification Form 

Property Overview and Location   

Street Address  

City/Township, State, Zip Code  

County  

Assessor’s Parcel #  

Latitude/Longitude (to the 6th decimal point) Lat: Long:  

Ownership Private    Public-Local    Public-State    Public-Federal    Multiple    

Property Type     (Insert primary photograph below.) 

Building   select sub-type below  
Commercial   
Residential   
Industrial   
Other   

Structure     
 

Object      

Architectural Information            

Construction Date  

Architectural Style  
 

Building Form  

Roof Form  

Roof Materials  

Exterior Wall Materials  

Foundation Materials  

Window Materials  

Window Type  

Outbuildings Yes     No    

Number/Type:  

Eligibility 

Individually 
Eligible 

Criterion A      Criterion B        Criterion C     Criterion D     

Criteria Considerations: a.     b.     c.     d.     e.     f.     g.  

Component of a 
Historic District 

Contributing to a 
district    

Non-contributing 
to a district  

Historic District Name:   

Not Eligible         

Area(s) of Significance  

Period(s) of Significance  

Integrity – Does the property possess integrity in all or some of the 7 aspects? 

Location    Design    Materials    Workmanship    Setting    Feeling    Association    

General Integrity: Intact  Altered  Moved  Date(s): 

Historic Name  

Current/Common Name  

Historic/Original Owner  

Historic Building Use  

Current Building Use  

Architect/Engineer/Designer  

Builder/Contractor  

 

Survey Date  Recorded By  Agency Report #  

 

 

For SHPO Use Only SHPO Concurrence?:  Y / N Date: 
Form date: 6/25/2019
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Narrative Architectural Description 
 

Provide a detailed description of the property, including all character defining features and any accessory resources. 
 

 

 

 

 

 

History of the Resource 
 
Provide information on previous owners, land use, construction and alteration dates in a narrative format. This is required 
for all intensive level surveys and designation and recommended for other identification efforts.   
 

 

 
 
 
 
 
 
 

 

Statement of Significance/Recommendation of Eligibility 
 
Provide a detailed explanation of the property’s eligibility for the National Register, including an evaluation under at least 
one of the four criteria, discussion of the seven aspects of integrity, and recommendations about eligibility. This is required 
for all properties.  
 

 

 
 
 
 
 
 
 

 
References       

 

List references used to research and evaluate the individual property. 
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City of Warren, Historic Sites Map_2021, chrome-extension://efaidnbmnnnibpcajpcglclefindmkaj/viewer.
html?pdfurl=https%3A%2F%2Fwww.cityofwarren.org%2Fwp-content%2Fuploads%2F2021%2F02%2Fhistor
ic_sites_map_2021.pdf&chunk=true Accessed 10/1/2022  

City of Warren, Historic District Plan for the Village Historic District, Beckett and Raeder, Inc and Preservation 
Forward, 2022

City of Warren, Master Plan for the City of Warren, Beckett and Raeder, Inc. 2021

Jane Jacobs, The Death and Life of Great American Cities, Vintage Books.1992

Michigan Economic Development Corporation, MiPlace, State Historic Preservation Office, Historic Preservation 
in Michigan, https://www.miplace.org/historic-preservation/about-shpo/ Accessed 9/20/2022

US Department of the Interior, National Park Service, Technical Preservation Services, Preservation Briefs, https://
www.nps.gov/orgs/1739/preservation-briefs.htm, accessed 11/1/22

US Department of the Interior, National Park Service, Standards for Evaluating Significance Within 
Registered Historic Districts, chrome-extension://efaidnbmnnnibpcajpcglclefindmkaj/viewer.
html?pdfurl=https%3A%2F%2Fwww.govinfo.gov%2Fcontent%2Fpkg%2FCFR-2012-title36-vol1%2Fpdf%2FCFR-
2012-title36-vol1-sec67-5.pdf&clen=168113 Accessed 8/8/2022 

US Department of the Interior, National Park Service, National Register of Historic Places, March 18, 2022 last 
updated. https://www.nps.gov/subjects/nationalregister/index.htm Accessed 11/1/2022

US Department of the Interior, National Park Service, National Register of Historic Places, Publications of 
the National Register of Historic Places, March 10, 2022 last updated, https://www.nps.gov/subjects/
nationalregister/publications.htm Accessed 9/1/2022
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SPEED MANAGEMENT

Speed Safety 
Cameras

Variable Speed Limits
Appropriate Speed  
Limits for All Road Users

ROADWAY DEPARTURE

Wider Edge Lines
Enhanced Delineation 
for Horizontal Curves

Longitudinal Rumble 
Strips and Stripes on 
Two-Lane Roads

SafetyEdgeSM

Roadside Design 
Improvements at 
Curves

Median Barriers

INTERSECTIONS

Backplates with 
Retroreflective 
Borders

Corridor Access 
Management

Dedicated Left- and 
Right-Turn Lanes at  
Intersections

Reduced Left-Turn  
Conflict Intersections

Roundabouts

Systemic Application 
of Multiple Low-Cost 
Countermeasures at 
Stop-Controlled  
Intersections

Yellow Change 
Intervals

PEDESTRIANS/BICYCLES

Crosswalk Visibility 
Enhancements

Bicycle Lanes
Rectangular Rapid 
Flashing Beacons 
(RRFB)

Leading Pedestrian 
Interval

Medians and Pedestrian 
Refuge Islands in Urban 
and Suburban Areas

Pedestrian Hybrid 
Beacons

Road Diets (Roadway 
Reconfiguration)

Walkways

CROSSCUTTING

Pavement Friction 
Management

Lighting Local Road Safety Plans

Road Safety Audit

NEW NEW

NEW

NEW NEW NEW

NEW NEW

NEW

OFFICE OF SAFETY

Proven Safety Countermeasures 
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Applications

Posted speed limits are often the same 
as the legislative statutory speed limit.  
Agencies with designated authorities to 
set speed limits, which include States, 
and sometimes local jurisdictions, can 
establish non-statutory speed limits or 
designate reduced speed zones, and 
a growing number are doing so. While 
non-statutory speed limits must be based 
on an engineering study, conducted in 
accordance with the Manual on Uniform 
Traffic Control Devices (MUTCD) involving 
multiple factors and engineering 
judgment, FHWA is also encouraging 
agencies to use the following:3

• Expert Systems tools.

o USLIMITS2.

o  NCHRP 966: Posted Speed Limit
Setting Procedure and Tool.

• Safe System approach.

Based on international experience
and implementation in the United
States, the use of 20 mph speed zones
or speed limits in urban core areas
where vulnerable users share the road
environment with motorists may result in
further safety benefits.4

Considerations

When setting a speed limit, agencies 
should consider a range of factors such 
as pedestrian and bicyclist activity, crash 
history, land use context, intersection 
spacing, driveway density, roadway 
geometry, roadside conditions, roadway 
functional classification, traffic volume, 
and observed speeds.

To achieve desired speeds, agencies 
often implement other speed 
management strategies concurrently 
with setting speed limits, such as self-
enforcing roadways, traffic calming, 
and speed safety cameras. Additional 
information is in the following FHWA 
resources:

• FHWA Speed Management website.

•  Self-Enforcing Roadways:
A Guidance Report.

•  Noteworthy Speed
Management Practices.

•  Jurisdiction Speed Management
Action Plan Development Package.

• Traffic Calming ePrimer.

FHWA-SA-21-034

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/

speedmgt/ref_mats/.

Safety Benefits:

Traffic fatalities in the City 
of Seattle decreased 
26 percent after the 
city implemented 

comprehensive, city-wide 
speed management 

strategies and 
countermeasures inspired 

by Vision Zero. This included 
setting speed limits on 

all non-arterial streets at 
20 mph and 200 miles of 

arterial streets at 25 mph.5

One study found that 
on rural roads, when 

considering other relevant 
factors in the engineering 

study along with the speed 
distribution, setting a speed 

limit no more than 5 mph 
below the 85th-percentile 
speed may result in fewer 
total and fatal plus injury 

crashes, and lead to drivers 
complying closely with the 

posted speed limit.6 

1 Reducing the speed limit to 20 mph in urban areas: Child deaths and injuries would be decreased.
2 Lowering the speed limit from 30 to 25 mph in Boston: effects on vehicle speeds.
3  FHWA’s Methods and Practices for Setting Speed Limits: An Informational Report, (2012).
4  Recommendations of the Academic Expert Group for the 3rd Global Ministerial  

Conference on Road Safety.
5 https://safety.fhwa.dot.gov/speedmgt/ref_mats/fhwasa20047/sec8.cfm#foot813 
6  Safety and Operational Impacts of Setting Speed Limits below  

Engineering Recommendations.

OFFICE OF SAFETY

Proven Safety 
Countermeasures

Appropriate Speed  
Limits for All Road Users

See MCL 257.627 and 257.628 for setting 
 

There is broad consensus among global roadway safety experts that speed control 
is one of the most important methods for reducing fatalities and serious injuries.  
Speed is an especially important factor on non-limited access roadways where 
vehicles and vulnerable road users mix.  

A driver may not see or be aware of the conditions within a corridor, and may 
drive at a speed that feels reasonable for themselves but may not be for all users 
of the system, especially vulnerable road users, including children and seniors. A 
driver traveling at 30 miles per hour who hits a pedestrian has a 45 percent chance 
of killing or seriously injuring them.1 At 20 miles per hour, that percentage drops 
to 5 percent.1 A number of cities across the United States, including New York, 
Washington, Seattle and Minneapolis, have reduced their local speed limits in 
recent years in an effort to reduce fatalities and serious injuries, with most having to 
secure State legislative authorization to do so. 

States and local jurisdictions should set appropriate speed limits to reduce the 
significant risks drivers impose on others—especially vulnerable road users—and 
on themselves. Addressing speed is fundamental to the Safe System Approach 
to making streets safer, and a growing body of research shows that speed limit 

changes alone can lead to measurable declines in speeds and crashes.2   

speed limits in Michigan 
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FHWA-SA-21-039

Backplates with  
Retroreflective Borders
Backplates added to a traffic signal head improve the visibility of the 
illuminated face of the signal by introducing a controlled-contrast 
background. The improved visibility of a signal head with a backplate 
is made even more conspicuous by framing it with a 1- to 3-inch yellow 
retroreflective border. Signal heads that have backplates equipped with 
retroreflective borders are more visible and conspicuous in both daytime  

and nighttime conditions.

This treatment is recognized as a 
human factors enhancement of 
traffic signal visibility, conspicuity, 
and orientation for both older 
and color vision deficient drivers. 
This countermeasure is also 
advantageous during periods of 
power outages when the signals 
would otherwise be dark, providing a 
visible cue for motorists to stop at the 
intersection ahead.

Considerations

Transportation agencies should 
consider backplates with 
retroreflective borders as part 
of their efforts to systematically 
improve safety performance at 
signalized intersections. Adding a 
retroreflective border to an existing 
signal backplate is a very low-cost 
safety treatment. This can be done 
by either adding retroreflective 
tape to an existing backplate or 
purchasing a new backplate with 
a retroreflective border already 
incorporated. The most efficient 
means of implementing this proven 

safety countermeasure is to adopt 
it as a standard treatment for 
signalized intersections across a 
jurisdiction or State.

Implementation challenges 
include minimizing installation time, 
accessing existing signal heads, and 
structural limitations due to added 
wind load in instances where an 
entire backplate is added. Agencies 
should consider the design of the 
existing signal support structure to 
determine if the design is sufficient to 
support the added wind load.

15%
reduction in total crashes.1

Safety Benefits:

Retroreflective Border

Signal Backplate

Signal backplate framed with a  
retroreflective border. Source: FHWA

Retroreflective borders are highly  
visible during the night. Source: South 

Carolina DOT

For more information on this 
and other FHWA Proven Safe-
ty Countermeasures, please 
visit https://safety.fhwa.dot.

gov/provencountermeasures/ 
and https://rosap.ntl.bts.gov/

view/dot/42807.

1  Sayed, T., Leur, P., and Pump, J., “Safety Impact of Increased Traffic Signal  
Backboards Conspicuity.” 2005 TRB 84th Annual Meeting: Compendium of  
Papers CD-ROM, Vol. TRB#05-16, Washington, D.C., (2005).

OFFICE OF SAFETY

Proven Safety 
Countermeasures
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Corridor Access 
Management
Access management refers to the design, application, and control of 
entry and exit points along a roadway. This includes intersections with other 
roads and driveways that serve adjacent properties. Thoughtful access 
management along a corridor can simultaneously enhance safety for all 

modes, facilitate walking and biking, and reduce trip delay and congestion. 

Every intersection, from a signalized 
intersection to an unpaved driveway, 
has the potential for conflicts 
between vehicles, pedestrians, and 
bicyclists. The number and types of 
conflict points—locations where the 
travel paths of two users intersect—
influence the safety performance of 
the intersection or driveway. FHWA 
developed corridor-level crash 
prediction models to estimate and 
analyze the safety effects of selected 
access management techniques 
for different area types, land uses, 
roadway variables, and traffic 
volumes.1

The following access management 
strategies can be used individually or 
in combination with one another:

•  Reduce density through driveway
closure, consolidation, or
relocation.

•  Manage spacing of intersection
and access points.

•  Limit allowable movements at
driveways (such as right-in/
right-out only).

•  Place driveways on an intersection
approach corner rather than a
receiving corner, which is expected
to have fewer total crashes.2

•  Implement raised medians
that preclude across-roadway
movements.

•  Utilize designs such as roundabouts
or reduced left-turn conflicts (such
as restricted crossing U-turn, median
U-turns, etc.).

•  Provide turn lanes (i.e., left-only,
right-only, or interior two-way left).

•  Use lower speed one-way or two-
way off-arterial circulation roads.

Successful corridor access 
management involves balancing 
overall safety and mobility for 
all users along with the needs of 
adjacent land uses.

FHWA-SA-21-040

5-23%
reduction in total crashes 
along 2-lane rural roads.3

25-31%
reduction in fatal and 

injury crashes along urban/
suburban arterials.4

Schematic of an intersection and adjacent access points. Source: FHWA

Tandem roundabouts with a continuous raised 
median eliminates left-turn and across-roadway 

conflicts. Source: FHWA

Safety Benefits:

Reducing driveway density

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
intersection/cam/index.cfm.

1  Gross et al. Safety Evaluation of Access Management  
Policies and Techniques. FHWA-HRT-14-057, (2018).

2  Le et al. Safety Evaluation of Corner Clearance at  
Signalized Intersections. FHWA-HRT-17-084, (2018). 

3  Harwood et al. Prediction of the Expected Safety Performance of  
Rural Two-Lane Highways. FHWA-RD-99-207, (2000).

4  Elvik, R. and Vaa, T., Handbook of Road Safety Measures. Oxford,  
United Kingdom, Elsevier, (2004).

OFFICE OF SAFETY
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Countermeasures
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FHWA-SA-21-030

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
intersection/rltci/index.cfm.

Reduced Left-Turn  
Conflict Intersections
Reduced left-turn conflict intersections are geometric designs that alter how 
left-turn movements occur. These intersections simplify decision-making for 
drivers and minimize the potential for higher severity crash types, such as  
head-on and angle. Two highly effective designs that rely on U-turns to 
complete certain left-turn movements are known as the Restricted Crossing 

U-turn (RCUT) and the Median U-turn (MUT).

modifying the cross-street left turns, 
similar to the RCUT.

The MUT is an excellent choice for 
intersections with heavy through 
traffic and moderate left-turn 
volumes. Studies have shown a 
20- to 50-percent improvement in
intersection throughput for various
lane configurations as a result of
implementing the MUT design. When
implemented at multiple intersections
along a corridor, the efficient two-
phase signal operation of the MUT
can reduce delay, improve travel
times, and create more crossing
opportunities for pedestrians and
bicyclists.

Safety Benefits:

RCUT
Two-Way  

Stop-Controlled to RCUT: 

54%
reduction in fatal  

and injury crashes.² 

Signalized Intersection  
to Signalized RCUT: 

22% 
reduction in fatal  

and injury crashes.³ 

Unsignalized Intersection  

to Unsignalized RCUT: 

63% 
reduction in fatal and  

injury crashes. 4

MUT

30%
reduction in intersection- 
related injury crash rate.5

Example of a unsignalized RCUT intersection.  
Source: FHWA 

3

1 2

1 Hugher and Jagannathan. Restricted Crossing U-Turn Intersection. FHWA-HRT-09-059, (2009). 
2  Edara et al.  Evaluation of J-turn Intersection Design Performance in Missouri. MoDOT, (2013).
3 Hummer and Rao. S afety Evaluation of a Signalized Restricted Crossing U-Turn.  

FHWA-HRT-17-082, (2017). 
4 Hummer et al. Superstr eet Benefits and Capacities. FHWA/NC/2009-06,  

NC State University, (2010). 
5  Synthesis of the Median U-Turn Treatment, Safety, and Operational Benefits,  

FHWA-HRT-07-033, (2007). 
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Source: FHWA 
Example of a MUT intersection. 

Restricted Crossing U-turn  

The RCUT intersection, also known 
as a J-Turn, Superstreet, or Reduced 
Conflict Intersection, modifies 
the direct left-turn and through 
movements from cross-street 
approaches. Minor road traffic makes 
a right turn followed by a U-turn at a 
designated location—either signalized 
or unsignalized—to continue in 
the desired direction. The RCUT is 
suitable for and adaptable to a wide 
variety of circumstances, ranging 
from isolated rural, high-speed 
locations to urban and suburban 
high-volume, multimodal corridors. 
It is a competitive and less costly 
alternative to constructing an 
interchange. RCUTs work well 
when consistently used along 
a corridor, but also can be 
used effectively at individual 
intersections. Studies have 
shown that installing an RCUT 
can result in a 30-percent 
increase in throughput and a 
40-percent reduction in network 
intersection travel time.1 

Median U-turn 

The MUT intersection modifies 
direct left turns from the major 
approaches. Vehicles proceed 
through the main intersection, 
make a U-turn a short distance 
downstream, followed by a right 
turn at the main intersection. 
The U-turns can also be used for 

                 Michigan Left 

30 - 60% reduction in total,  60 - 90% reduction  in rear- 
end and head-on left-turn, and 60% reduction in angle  
crashes 
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FHWA-SA-21-043

Yellow Change  
Intervals
At a signalized intersection, the yellow change interval is the length of 
time that the yellow signal indication is displayed following a green signal 
indication. The yellow signal confirms to motorists that the green has ended 

and that a red will soon follow.

1 Federal Highway Administration. “Automated Traffic Signal Performance,” (2020). 
2 NCHRP Report 731: Guidelines for Timing Yellow and All-Red Intervals at Signalized  
Intersections, (2011).

Since red-light running is a leading 
cause of severe crashes at signalized 
intersections, it is imperative that 
the yellow change interval be 
appropriately timed. Too brief an 
interval may result in drivers being 
unable to stop safely and cause 
unintentional red-light running. 
Too long of an interval may result 
in drivers treating the yellow as 
an extension of the green phase 
and invite intentional red-light 
running. Factors such as the speed 
of approaching and turning 
vehicles, driver perception-reaction 
time, vehicle deceleration, and 
intersection geometry should all be 
considered in the timing calculation.

Transportation agencies can improve 
signalized intersection safety and 
reduce red-light running by reviewing 
and updating their traffic signal 
timing policies and procedures 
concerning the yellow change 
interval. Agencies should institute 
regular evaluation and adjustment 
protocols for existing traffic signal 
timing. Refer to the Manual on 

Uniform Traffic Control Devices for 
basic requirements and further 
recommendations about yellow 
change interval timing. As part of 
strategic signal system modernization 
and updates, incorporating 
automated traffic signal 
performance measures (ATSPMs) is 
a proven approach to improve on 
traditional retiming processes. ATSPMs 
provide continuous performance 
monitoring capability and the ability 
to modify timing based on actual 
performance, without requiring 
expensive modeling or data 
collection.1

8-14%
reduction in  

total crashes.2

12%
reduction in  

injury crashes.2

Appropriately timed yellow change intervals 
can reduce red-light running and improve 

overall intersection safety. Source: FHWA 

Safety Benefits:

36-50%
reduction in  

red light running.2

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/

intersection/signal/ 
fhwasa13027.pdf.

OFFICE OF SAFETY
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FHWA-SA-21-049

Crosswalk Visibility 
Enhancements
Poor lighting conditions, obstructions such as parked cars, and horizontal or 
vertical roadway curvature can reduce visibility at crosswalks, contributing 
to safety issues. For multilane roadway crossings where vehicle volumes are 
in excess of 10,000 Average Annual Daily Traffic (AADT), a marked crosswalk 
alone is typically not sufficient. Under such conditions, more substantial 
crossing improvements could prevent an increase in pedestrian crash 
potential. 

Three main crosswalk visibility enhancements help make crosswalks and the 
pedestrians, bicyclists, wheelchair and other mobility device users, and transit 
users using them more visible to drivers. These include high-visibility crosswalks, 
lighting, and signing and pavement markings. These enhancements can also 
assist users in deciding where to cross. Agencies can implement these features 
as standalone or combination enhancements to indicate the preferred 

location for users to cross. 

High-visibility crosswalks

High-visibility crosswalks use patterns 
(i.e., bar pairs, continental, ladder) 
that are visible to both the driver 
and pedestrian from farther 
away compared to traditional 
transverse line crosswalks. They 
should be considered at all 
midblock pedestrian crossings and 
uncontrolled intersections. Agencies 
should use materials such as inlay or 
thermoplastic tape, instead of paint 
or brick, for highly reflective crosswalk 
markings.

Improved Lighting

The goal of crosswalk lighting 
should be to illuminate with positive 
contrast to make it easier for a driver 
to visually identify the pedestrian. 
This involves carefully placing the 
luminaires in forward locations to 
avoid a silhouette effect of the 
pedestrian. 

Enhanced Signing and  
Pavement Markings

On multilane roadways, agencies 
can use “YIELD Here to Pedestrians” 
or “STOP Here for Pedestrians” 
signs 20 to 50 feet in advance of 

a marked crosswalk to indicate 
where a driver should stop or yield to 
pedestrians, depending on State law. 
To supplement the signing, agencies 
can also install a STOP or YIELD bar 
(commonly referred to as “shark’s 
teeth“) pavement markings. 

In-street signing, such as “STOP Here 
for Pedestrians” or “YIELD Here to 
Pedestrians” may be appropriate on 
roads with two- or three-lane roads 
where speed limits are 30 miles per 

hour or less. 

40%
1

High-visibility crosswalks  
can reduce pedestrian injury 

crashes up to:

25%
3

Advance yield or stop  
markings and signs can 

reduce pedestrian  
crashes up to:

42%
2

Intersection lighting can 
reduce pedestrian crashes 

up to:

1   Chen, L., C. Chen, and R. Ewing. The Relative Effectiveness of Pedestrian  
Safety Countermeasures at Urban Intersections - Lessons from a  
New York City Experience. (2012). 

2  Elvik, R. and Vaa, T. Handbook of Road Safety Measures. Oxford, United  
Kingdom, Elsevier, (2004).

3  Zeeger et al. Development of Crash Modification Factors for Uncontrolled  
Pedestrian Crossing Treatments, FHWA, (2017). 

Source: FHWA

W11-2, W16-7P

R1-6

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
ped_bike/step/docs/tech 

Sheet_VizEnhancemt2018.pdf.

Safety Benefits:

OFFICE OF SAFETY

Proven Safety 
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Separated bicycle lane in Washington, DC. 
Source: Alex Baca, Washington Area  

Bicyclist Association 

57%
for total crashes  

on urban 4-lane undivided 
collectors and local roads.6

FHWA-SA-21-051

Bicycle Lanes
Most fatal and serious injury bicyclist crashes occur at non-intersection locations. 
Nearly one-third of these crashes involve overtaking motorists1; the speed and 
size differential between vehicles and bicycles can lead to severe injury. To make 
bicycling safer and more comfortable for most types of bicyclists, State and 
local agencies should consider installing bicycle lanes. These dedicated facilities 
for the use of bicyclists along the roadway can take several forms. Providing 
bicycle facilities can mitigate or prevent interactions, conflicts, and crashes 
between bicyclists and motor vehicles, and create a network of safer roadways 
for bicycling. Bicycle Lanes align with the Safe System Approach principle of 
recognizing human vulnerability—where separating users in space can enhance 

safety for all road users.

Applications

FHWA’s Bikeway Selection Guide and 
Incorporating On-Road Bicycle Networks 

into Resurfacing Projects assist agencies 
in determining which facilities provide 
the most benefit in various contexts. 
Bicycle lanes can be included on  
new roadways or created on existing 
roads by reallocating space in the 
right-of-way. 

In addition to the paint stripe used 
for a typical bicycle lane, a lateral 
offset with painted buffer can help to 
further separate bicyclists from vehicle 
traffic. State and local agencies may 
also consider physical separation 
of the bicycle lane from motorized 
traffic lanes through the use of 
vertical elements like posts, curbs, or 
vegetation.2 Based on international 
experience and implementation in 
the United States, there is potential 
for further safety benefits associated 
with separated bicycle lanes. FHWA 
is conducting research on separated 
bicycle lanes, which includes the 
development of crash modification 
factors, to be completed in 2022 to 
address significant interest on this topic.

Considerations 

•  City and State policies may require
minimum bicycle lane widths, although
these can differ by agency and
functional classification of the road.

•  Bicycle lane design should
vary according to roadway
characteristics (e.g., motor vehicle
volumes and speed) in order to
maximize the facility’s suitability for
riders of all ages and abilities and
should consider the travel needs of
low-income populations likely to use
bicycles. The Bikeway Selection Guide

is a useful resource.

•  While some in the public may
oppose travel lane narrowing if they
believe it will slow traffic or increase
congestion, studies have found that
roadways did not experience an
increase in injuries or congestion
when travel lane widths were
decreased to add a bicycle lane.3

•  Studies and experience in US cities
show that bicycle lanes increase
ridership and may help jurisdictions
better manage roadway capacity
without increased risk.

•  In rural areas, rumble strips can
negatively impact bicyclists’ ability to
ride if not properly installed. Agencies
should consider the dimensions,
placement, and offset of rumble strips
when adding a bicycle lane.4

•  Strategies, practices, and processes
can be used by agencies to
enhance their ability to address
equity in bicycle planning and
design.5

Bicycle Lane Additions can 
reduce crashes up to:

30%
for total crashes on urban 

2-lane undivided
collectors and local roads.6

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
ped_bike/tools_solve/docs/

fhwasa18077.pdf.

Safety Benefits:

Separated bicycle lanes may 
provide further safety benefits. 

FHWA is anticipating completion 
of research in Fall 2022.

1  Thomas et al. Bicyclist Crash Types on National, 
State, and Local Levels: A New Look. Transportation 
Research Record 673(6), 664-676, (2019).

2  Separated Bike Lane Planning and Design Guide. 
FHWA-HEP-15-025, (2015).

3  Park and Abdel-Aty. “Evaluation of safety effective-
ness of multiple cross sectional features on urban 
arterials”. Accident Analysis and Prevention, Vol. 92, 
pp. 245-255, (2016).

4  FHWA Tech Advisory Shoulder and Edge Line Rumble 
Strips, (2011).

5  Sandt et al. Pursuing Equity in Pedestrian and Bicycle 
Planning. FHWA, (2016).

6  Avelar et al. Development of Crash Modification 
Factors for Bicycle Lane Additions While Reducing 
Lane and Shoulder Widths. FHWA, (2021).
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47%
 for pedestrian crashes.4

98%
(varies by speed limit, number 

of lanes, crossing distance,  
and time of day).3

FHWA-SA-21-053

Rectangular Rapid  
Flashing Beacons (RRFB) 
A marked crosswalk or pedestrian warning sign can improve safety for 
pedestrians crossing the road, but at times may not be sufficient for drivers 
to visibly locate crossing locations and yield to pedestrians. To enhance 
pedestrian conspicuity and increase driver awareness at uncontrolled, 
marked crosswalks, transportation agencies can install a pedestrian 
actuated Rectangular Rapid Flashing Beacon (RRFB) to accompany a 
pedestrian warning sign. RRFBs consist of two, rectangular- shaped yellow 
indications, each with a light-emitting diode (LED)-array-based light source.1 
RRFBs flash with an alternating high frequency when activated to enhance 
conspicuity of pedestrians at the crossing to drivers. 

For more information on using RRFBs, see the Interim Approval in the Manual 

on Uniform Traffic Control Devices (MUTCD).1  

1  MUTCD Interim Approval 21 - RRFBs at Crosswalks.
2  “Rectangular Rapid Flash Beacon” in PEDSAFE: Pedestrian Safety Guide  

and Countermeasure Selection System. FHWA, (2013). 
3   Fitzpatrick et al. “Will You Stop for Me? Roadway Design and Traffic Control  

Device Influences on Drivers Yielding to Pedestrians in a Crosswalk with a  
Rectangular Rapid-Flashing Beacon.” Report No. TTI-CTS-0010. Texas A&M  
Transportation Institute, (2016).

4  NCHRP Research Report 841 Development of Crash Modification Factors  
for Uncontrolled Pedestrian Crossing Treatments, (2017). 

Applications

The RRFB is applicable to many 
types of pedestrian crossings but is 
particularly effective at multilane 
crossings with speed limits less 
than 40 miles per hour.2 Research 
suggests RRFBs can result in motorist 
yielding rates as high at 98 percent 
at marked crosswalks, but varies 
depending on the location, posted 
speed limit, pedestrian crossing 
distance, one- versus two-way road, 
and the number of travel lanes.3 
RRFBs can also accompany school or 
trail crossing warning signs. 

RRFBs are placed on both sides of 
a crosswalk below the pedestrian 
crossing sign and above the 
diagonal downward arrow plaque 
pointing at the crossing.1 The flashing 
pattern can be activated with 
pushbuttons or passive (e.g., video or 
infrared) pedestrian detection, and 
should be unlit when not activated.

Considerations

Agencies should:2

•  Install RRFBs in the median rather
than the far-side of the roadway
if there is a pedestrian refuge or
other type of median.

•  Use solar-power panels to eliminate
the need for a power source.

•  Reserve the use of RRFBs for
locations with significant pedestrian
safety issues, as over-use of RRFB
treatments may diminish their
effectiveness.

Agencies shall not:2

•  Use RRFBs without the presence of
a pedestrian, school or trail crossing
warning sign.

•  Use RRFBs for crosswalks across
approaches controlled by YIELD
signs, STOP signs, traffic control
signals, or pedestrian hybrid
beacons, except for the approach
or egress from a roundabout.

RRFBs used at a trail crossing.  
Source: LJB

For more information on this 
and other FHWA Proven Safe-
ty Countermeasures, please 
visit https://safety.fhwa.dot.

gov/provencountermeasures/ 
and https://safety.fhwa.dot.
gov/ped_bike/step/docs/
techSheet_RRFB_2018.pdf. 

Safety Benefits:
RRFBs can reduce 

crashes up to:

RRFBs can increase motorist 
yielding rates up to:
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FHWA-SA-21-032

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
ped_bike/step/resources/

docs/fhwasa19040.pdf.

Leading Pedestrian  
Interval
A leading pedestrian interval (LPI) gives pedestrians the opportunity to 
enter the crosswalk at an intersection 3-7 seconds before vehicles are given 
a green indication. Pedestrians can better establish their presence in the 
crosswalk before vehicles have priority to turn right or left. 

LPIs provide the following benefits:

•  Increased visibility of crossing
pedestrians.

•  Reduced conflicts between
pedestrians and vehicles.

•  Increased likelihood of motorists
yielding to pedestrians.

•  Enhanced safety for pedestrians
who may be slower to start into the
intersection.

FHWA’s Handbook for Designing 

Roadways for the Aging Population 
recommends the use of the LPI at 
intersections with high turning vehicle 
volumes. Transportation agencies 
should refer to the Manual on Uniform 

Traffic Control Devices for guidance on 
LPI timing and ensure that pedestrian 
signals are accessible for all users. 
Costs for implementing LPIs are very 
low when only signal timing alteration 
is required.

13%
reduction in pedestrian-

vehicle crashes at 
intersections.1

LPIs reduce potential conflicts between  
pedestrians and turning vehicles.  

Source: FHWA

Safety Benefits:

An LPI allows a pedestrian to establish a  
presence in the crosswalk before vehicles are 

given a green indication. Source: FHWA

1  Goughnour, E., D. Carter, C. Lyon, B. Persaud, B. Lan, P. Chun, I. Hamilton, and K. Signor. 
“Safety Evaluation of Protected Left-Turn Phasing and Leading Pedestrian Intervals on 
Pedestrian Safety.” Report No. FHWA-HRT-18-044. Federal Highway Administration.  
(October 2018)
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Pedestrian Refuge  
Island

reduction in  
pedestrian crashes.2

Median with  
Marked Crosswalk

reduction in  
pedestrian crashes.2

FHWA-SA-21-044

Medians and  
Pedestrian Refuge Islands in Urban  
and Suburban Areas 
A median is the area between opposing lanes of traffic, excluding turn 
lanes. Medians in urban and suburban areas can be defined by pavement 
markings, raised medians, or islands to separate motorized and non-
motorized road users.

A pedestrian refuge island (or crossing area) is a median with a refuge area 

that is intended to help protect pedestrians who are crossing a road.

1  National Center for Statistics and Analysis. (2020, March). Pedestrians:  
2018 data (Traffic Safety Facts. Report No. DOT HS 812 850).  
National Highway Traffic Safety Administration

2  Desktop Reference for Crash Reduction Factors, FHWA-SA-08-011,  
September 2008, Table 11. 

Pedestrian crashes account for 
approximately 17 percent of all traffic 
fatalities annually, and 74 percent 
of these occur at non-intersection 
locations.1 For pedestrians to 
safely cross a roadway, they must 
estimate vehicle speeds, determine 
acceptable gaps in traffic based 
on their walking speed, and predict 
vehicle paths. Installing a median 
or pedestrian refuge  island can 
help improve safety by allowing 
pedestrians to cross one direction of 
traffic at a time.

Transportation agencies should 
consider medians or pedestrian 
refuge islands in curbed sections of 
urban and suburban multilane 

roadways, particularly in areas with 
a significant mix of pedestrian and 
vehicle traffic, traffic volumes over 
9,000 vehicles per day, and travel 
speeds 35 mph or greater. Medians/
refuge islands should be at least 
4-ft wide, but preferably 8 ft for
pedestrian comfort. Some example
locations that may benefit from
medians or pedestrian refuge islands
include:

•  Mid-block crossings.

•  Approaches to multilane
intersections.

•  Areas near transit stops or other
pedestrian-focused sites.

Example of a road with a median and  
pedestrian refuge islands.  

Source: City of Charlotte, NC

Median and pedestrian refuge island  
near a roundabout. Source:  

www.pedbikeimages.org / Dan Burden  

46% 

56% 

Safety Benefits:

For more information on this 
and other FHWA Proven Safe-
ty Countermeasures, please 
visit https://safety.fhwa.dot.

gov/provencountermeasures/ 
and https://safety.fhwa.dot.
gov/ped_bike/step/docs/

techSheet_PedRefugeIs 
land2018.pdf.
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FHWA-SA-21-045

Pedestrian Hybrid  
Beacons
The pedestrian hybrid beacon (PHB) is a traffic control device designed to 
help pedestrians safely cross higher-speed roadways at midblock crossings 
and uncontrolled intersections. The beacon head consists of two red lenses 
above a single yellow lens. The lenses remain “dark” until a pedestrian desiring 
to cross the street pushes the call button to activate the beacon, which then 
initiates a yellow to red lighting sequence consisting of flashing and steady 
lights that directs motorists to slow and come to a stop, and provides the right-

of-way to the pedestrian to safely cross the roadway before going dark again.

1  National Center for Statistics and Analysis. (2020, March). Pedestrians:  
2018 data (Traffic Safety Facts. Report No. DOT HS 812 850). National  
Highway Traffic Safety Administration

2  Zegeer et al. NCHRP Report 841: Development of Crash Modification Factors  
for Uncontrolled Pedestrian Crossing Treatments. TRB, (2017).

3  Fitzpatrick, K. and Park, E.S. Safety Effectiveness of the HAWK Pedestrian  
Crossing Treatment, FHWA-HRT-10-042, (2010).

Nearly 74 percent of pedestrian 
fatalities occur at non-intersection 
locations, and vehicle speeds are 
often a major contributing factor.1 
As a safety strategy to address this 
pedestrian crash risk, the PHB is an 
intermediate option between a 
flashing beacon and a full pedestrian 
signal because it assigns right of way 
and provides positive stop control. It 
also allows motorists to proceed once 
the pedestrian has cleared their side 
of the travel lane(s), reducing vehicle 
delay.

Transportation agencies should refer 
to the Manual on Uniform Traffic Control 
Devices (MUTCD) for information on 
the application of PHBs.

In general, PHBs are used where it 
is difficult for pedestrians to cross 
a roadway, such as when gaps in 
traffic are not sufficient or speed 
limits exceed 35 miles per hour. 
They are very effective at locations 
where three or more lanes will 
be crossed or traffic volumes are 
above 9,000 annual average daily 
traffic. Installation of a PHB must 
also include a marked crosswalk 
and pedestrian countdown signal. 
If PHBs are not already familiar to a 
community, agencies should conduct 
appropriate education and outreach 
as part of implementation.

Example of PHBs mounted  
on a mast arm. Source: FHWA

Sequence for a PHB. Source: MUTCD 2009 Edition, p. 511, FHWA

29% 
reduction in total crashes.3

15% 
reduction in fatal and 
serious injury crashes.3

55% 
reduction in  

pedestrian crashes.2

Safety Benefits:

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
ped_bike/step/resources/

docs/fhwasa18064.pdf.
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 1  Elvik, R. and Vaa, T., “Handbook of Road Safety Measures.”  
Oxford, United Kingdom, Elsevier, (2004).

FHWA-SA-21-050

Lighting
The number of fatal crashes occurring in daylight is about the same as those 
that occur in darkness. However, the nighttime fatality rate is three times the 
daytime rate because only 25 percent of vehicle miles traveled (VMT) occur at 
night. At nighttime, vehicles traveling at higher speeds may not have the ability 
to stop once a hazard or change in the road ahead becomes visible by the 
headlights. Therefore, lighting can be applied continuously along segments 
and at spot locations such as intersections and pedestrian crossings in order to 
reduce the chances of a crash. 

Adequate lighting (i.e., at or above minimum acceptable standards) is based 
on research recommending horizontal and vertical illuminance levels to 
provide safety benefits to all users of the roadway environment. Adequate 
lighting can also provide benefits in terms of personal security for pedestrians, 
wheelchair and other mobility device users, bicyclists, and transit users as they 
travel along and across roadways. 

Applications

Roadway Segments  

Research indicates that continuous 
lighting on both rural and urban 
highways (including freeways) has 
an established safety benefit for 
motorized vehicles.1 Agencies can 
provide adequate visibility of the 
roadway and its users through the 
uniform application of lighting that 
provides full coverage along the 
roadway and the strategic placement 
of lighting where it is needed the most. 

Intersections and Pedestrian 
Crossings 

Increased visibility at intersections at 
nighttime is important since various 
modes of travel cross paths at these 
locations. Agencies should consider 
providing lighting to intersections 
based on factors such as a history of 
crashes at nighttime, traffic volume, 
the volume of non-motorized users, 
the presence of crosswalks and raised 
medians, and the presence of transit 
stops and boarding volumes.

Considerations

Most new lighting installations are 
made with breakaway features, 
shielded, or placed far enough 
from the roadway to reduce 
the probability and/or severity 
of fixed-object crashes. Modern 
lighting technology gives precise 
control with minimal excessive 
light affecting the nighttime sky or 
spilling over to adjacent properties. 
Agencies can equitably engage 
with underserved communities to 
determine where and how new and 
improved lighting can most benefit 
the community by considering their 
priorities, including eliminating crash 
disparities, connecting to essential 
neighborhood services, improving 
active transportation routes, and  
promoting personal safety.    

Source: WSDOT

28%
for nighttime injury crashes 

on rural and urban  
highways.1 

42%
for nighttime injury pedestrian 

crashes at intersections.1 

33-38%
for nighttime crashes at rural 

and urban intersections.1

Source: FHWA

For more information on this 
and other FHWA Proven Safety 
Countermeasures, please visit 
https://safety.fhwa.dot.gov/

provencountermeasures/ and 
https://safety.fhwa.dot.gov/
roadway_dept/night_visib/

roadwayresources.cfm.

Safety Benefits:
Lighting can reduce  

crashes up to:
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6 | Multimodal Tool User Guide

If study outcome recommends reallocation of space within the ROW (and, if applicable, MDOT and municipality agree 
on funding for design, construction and maintenance based on the type of project), there are three types of projects:

2. Low-cost options
No change to curbs

• Municipality’s authorized 
agent endorses the change

• Change has been 
approved by MDOT

• MDOT may require 
agreement on restoration 
of prior design under 
certain outcomes

1. Temporary test
A trial period to evaluate outcomes

Agreement with MDOT must be achieved on:
• Duration of test period, design, 

materials, signs, etc.
• Public awareness of trial project
• Collection of data before and during 

the pilot period to evaluate outcome 
(multimodal counts, traffic speeds, etc.)

If outcome satisfies expectations, 
then proceed to category 2 or 3.

3. Street reconstruction 
Bumpouts, change to curbs, etc. 

• Public meeting has been conducted 
and comments documented

• Municipality’s authorized agent 
endorses the change 
 

Implement complete 
streets project

Conduct follow-up studies 
on performance measures

Is the road segment under consideration 
an MDOT trunkline or does it 
intersect with an MDOT trunkline?

Does the road meet all three of the following criteria?

1. The municipality or agency has an adopted complete 
streets policy, resolution, or ordinance

2. The desired design will result in average daily traffic volumes of 9,000 
vehicles per lane or less (e.g. 18,000 daily to go from 4 or 5 lanes 
to 3) in an urban context, 6,500 in suburban, and 6,000 for rural

3. The road is not on the National Highway System as a Major Truck Route

MDOT Regional Engineer 
determines whether 
standard MDOT Road 
Diet Checklist applies.

Use Multimodal Tool 
and conduct study. You 
may contact SEMCOG for 
available data, any safety 
studies, or advice. 

Contact MDOT Regional Planner and TSC Manager 
to discuss situation, goals, and desired outcomes; 
performance measures; potential alternatives; and 
study methodology (i.e. scoping meeting); and agree 
on city or MDOT funding for study, implementation, 
and maintenance. The advocate must also inform 
MDOT of who is an “authorized agent” to approve 
a change (e.g. elected body, manager, staff).

The road has been 
identified by SEMCOG 
as a high priority safety 
location, a potential 
“road diet” corridor, 
or for reconstruction 
in the transportation 
improvement plan.

A municipality or agency 
desires to change lanes or 
curbs within a road (such as 
conversion of 4 or 5 lanes 
to 3 lanes) and a change 
is recommended in the 
master plan or other plan 
adopted by the municipality.

A study has been 
requested by 
an authorized 
representative (Mayor, 
City Manager, City/
Village Council/
Commission, 
DDA Board, City 
Engineer, etc.).

An MDOT Road 
Safety Audit (RSA) 
has been conducted 
that suggested 
evaluating a 
change in the 
number or design 
of travel lanes.

Project 
Classification

What Objective 
is the Project 
Attempting to 
Accomplish?

Project 
Requirements 
for MDOT 
Trunklines

MDOT Complete Streets Process Guide for Southeast Michigan

NO YES

OR

YES

OR

NO

OR

These 

requirements 

may be used as 

guidelines for 

local and county 

roads but are 

not required.


