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PREFACE
Act 51, P.A. 1951 (Section 6, etc.) authorizes the governing body of each city and village to select and to certify to the Transportation Commission a system of major streets "on the basis of the greatest general importance to such municipality."  The Act also requires that the Transportation Commission "shall approve such part of that tentative system of major streets as complies with the uniform standards and specifications adopted and established... and shall reject and delete any part that does not so comply and shall certify to that city and village the approved portion..."

In the interest of updating guidelines for the development of a safe and functional Major Street network compatible with current needs throughout the state and as the result of a cooperative effort by the Michigan Municipal League and the Michigan Department of Transportation, the Transportation Commission has adopted and established these uniform standards and specifications as the minimum criteria for the approval of newly-classified Major Streets and for the functional improvement of existing Major Streets
Major Streets Defined
Major Streets are those city and village streets of the greatest general importance to the municipality.  This classification of streets was originally selected by the governing bodies and approved by the State Highway Commissioner under the provisions of Act 51, P.A. 1951.

In the interest of facilitating current traffic demands, cities and villages may request a revision to the classification of their Major Street System.  Each request will be reviewed by staff from the department's Asset Management Division.  The approval for the addition of a Major Street will be based upon the unique characteristics of each city and village with respect to relative traffic volumes, area service, and conformance with the criteria contained in this manual.

On the basis of the above, local streets carrying relatively high traffic volumes and serving one or more of the following may be considered for addition to the Major Street System:

1. 
 SEQ CHAPTER \h \r 1Streets that provide extensions to State Trunklines or County Primary Roads in facilitating through traffic.

2.
 SEQ CHAPTER \h \r 1Streets that provide an integral network to service the traffic demands created by industrial, commercial, educations, or other traffic generating centers.

3.
 SEQ CHAPTER \h \r 1Streets that provide for the circulation of traffic in and around the central business district.

4.
 SEQ CHAPTER \h \r 1Streets that are designated as truck routes.

5.
 SEQ CHAPTER \h \r 1Streets that collect traffic from an area served by extensive network of local streets.

 SEQ CHAPTER \h \r 1

 SEQ CHAPTER \h \r 1Pavement Widths
The Major Street System can generally be broken down into three categories:

1.
 SEQ CHAPTER \h \r 1Existing major streets.

2.
 SEQ CHAPTER \h \r 1Existing local streets which have been approved to be added as major streets.

3.
Proposed new or reconstructed major streets.

 SEQ CHAPTER \h \r 1Category 1 - Existing Major Streets
In some instances the existing Major Street System throughout the state is not functioning as intended, due to excessive on-street parking and sub-standard roadway widths.  Such deficiencies materially decrease capacity, impede traffic flow, and increase the crash potential to both the traveling public and pedestrians.

As a minimum, an existing Major Street must have at least two 10- foot lanes, unencumbered by parked vehicles.  The minimum through pavement width is 20 feet.

The following minimum criteria will apply, in order to maintain an effective and safe existing Major Street Network.

 SEQ CHAPTER \h \r 1
	Curbed Streets
	Face to Face of Curb

	Parallel parking - one side

Parallel parking - both sides

Diagonal and perpendicular parking
	28'*

36'*

Not permitted**

	

	Non-Curbed Streets
	Pavement Width

	Parallel parking on pavement - one side

Parallel parking on pavement - both sides

Diagonal and perpendicular parking
	28'*

36'*

Not permitted**


*
Add at least one foot to these widths for average daily traffic volumes in excess of 5,000 or peak hour two-way traffic volumes in excess of 600.

**
Upon approval by the Department, existing diagonal or perpendicular parking may be allowed to continue in extenuating local circumstances where traffic conditions and crash experience justify such continuance.

If parking is allowed on the shoulder, there shall be a minimum clear shoulder width of eight feet.

 SEQ CHAPTER \h \r 1PARKING AT INTERSECTIONS
Parking controls must be implemented in accordance with the Michigan Vehicle Code, Act 300 of 1949, which states in part that no parking shall be allowed:

·  SEQ CHAPTER \h \r 1Within 30 feet of a stop sign or other traffic control signals.

·  SEQ CHAPTER \h \r 1Within 20 feet of a crosswalk at intersections with no regulatory signs.

·  SEQ CHAPTER \h \r 1Within 50 feet of the nearest rail of a railroad crossing.

·  SEQ CHAPTER \h \r 1Upon any bridge.

Sight distance should be a consideration at all intersections.

 SEQ CHAPTER \h \r 1Category 2 - Reclassification of an Existing

Local Street to a Major Street

For the acceptance of Local Streets, which meet the other requirements, into the Major Street System, the following minimum width requirements must be met:

	Curbed Streets
	Face to Face Width

	No parking

Parallel parking - one side

Parallel parking - both sides

Diagonal and perpendicular parking
	24'

29'

38'

Not permitted

	

	Non-Curbed Streets
	Pavement Width

	No parking

Parallel parking on pavement - one side

Parallel parking on pavement - both sides

Diagonal and perpendicular parking
	22'

29'

38'

Not permitted


NOTE:
Continuations of existing Major Streets, approved for reclassification, shall at least conform to Category No. 1.
 SEQ CHAPTER \h \r 1If parking is allowed on the shoulder, there shall be a minimum  shoulder width of 8 feet.

If it is determined that a request to change from local to major is valid, but reconstruction is necessary to satisfy Major Street requirements, the Asset Management Division of the Michigan Department of Transportation will issue approval to finance this reconstruction with Major Street Funds. This reconstruction must meet the minimum criteria outlined in Category No. 3.  Certification to the Major Street System mileage will be effective on the July 1 following the completion of construction.

Category 3 - Construction of New Major Streets and the Reconstruction of Existing Major Streets
	Curbed Streets
	Face to Face Width

	
	Minimum
	Desirable

	No parking

Parallel parking - one side

Parallel parking - both sides

Diagonal and perpendicular parking
	26'  

32'  

40'*

Not permitted
	30'

36'

48'

Not permitted


*
In the event the 20-year traffic projections indicate the need for a multi-lane facility, a minimum width of 46 feet is applicable.
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 SEQ CHAPTER \h \r 1Typical Lane and Parking Limit Markings to Accommodate

Two 11' Traffic Lanes and Parallel Parking One Side

[image: image1.wmf]
Typical Lane and Parking Limit Markings to Accommodate

Two 11' Traffic Lanes and Parallel Parking Two Sides

 SEQ CHAPTER \h \r 1NOTE:  Every attempt should be made to create off street parking facilities to eliminate the need for on-street parking in the development of a Major Street System.

Non-Curbed Streets

On streets with flush shoulders, an absolute minimum pavement width of 22 feet will be required.  However, a 24-foot pavement width is desirable.  Shoulders shall be at least 9 feet wide if shoulder parking is contemplated, and a minimum of 3 feet wide where shoulder parking will be prohibited.

If parking is to be permitted on the pavement, the widths shown for curbed streets shall apply.
 SEQ CHAPTER \h \r 1Implementation Plan, Exceptions and Appeals

1.
 SEQ CHAPTER \h \r 1Implementation Plan for Existing Major Streets.


 SEQ CHAPTER \h \r 1It is recognized that some streets presently classified as Major Streets do not currently meet the minimum criteria because of existing on-street parking, improper stop sign placement, etc.  In order to implement the criteria, each city and village is requested to:

a)
 SEQ CHAPTER \h \r 1evaluate its existing Major Street System to determine the extent of compliance with the appropriate criteria, and


b)
 SEQ CHAPTER \h \r 1prepare a plan to meet the criteria within a reasonable time period.


 SEQ CHAPTER \h \r 1The plan to upgrade existing Major Streets should be based upon a realistic approach, but should generally not exceed a five-year period for full implementation.  The plan should include a time schedule for implementation of parking restrictions, stop sign relocations or improvements, and other measures as may be necessary to bring all of the existing Major Streets into compliance with the appropriate criteria.  The Asset Management Division is available to review the proposed plan prior to its adoption by the local governing body if such a review is desired.


 SEQ CHAPTER \h \r 1Failure to submit a plan or failure to demonstrate periodic progress in complying with the plan could ultimately result in reclassification of such Major Streets to the Local Street System and a reduction in the amount of Michigan Transportation Fund revenues returned to the affected municipality.

2.
 SEQ CHAPTER \h \r 1Reconstruction or Construction of Major Streets and Reclassification of Local Streets to Major Streets


 SEQ CHAPTER \h \r 1In the construction or reconstruction of a Major Street or in the reclassification of an existing Local Street to the Major Street System, the street must meet or exceed the established minimum criteria in order for it to be approved for inclusion on the municipality's Major Street System.
3.
 SEQ CHAPTER \h \r 1Exceptions and Appeals


 SEQ CHAPTER \h \r 1In the event a city or village, after it evaluates its Major Street system in accordance with the criteria, finds that full compliance with the criteria on one or more existing Major Streets would cause undue hardship on the community, the governing body of the city or village by resolution may request an exception to the criteria or a delay in the implementation program.  The Asset Management Division may grant reasonable delays in implementation on a case by case basis where the facts indicate that an exception is in the public interest because of the importance of the street to the municipality and where traffic volume, speed, or crash experience indicates that an exception would not create undue danger to the public.


 SEQ CHAPTER \h \r 1If the Asset Management Division denies a request for exception or delay in implementation, it shall notify the city or village and shall provide information as to the reasons for the denial.  If the city or village feels aggrieved by the denial, it may, by resolution of its governing body , request the matter be referred to the Transportation Commission which shall review the facts in the case, shall provide opportunity for representatives of the city or village to be heard and present information regarding its request, and shall make a final determination.  The final decision of the Commission is subject to judicial review in accordance with the State Administrative Procedures Act.

4.
 SEQ CHAPTER \h \r 1Annexations and Incorporation


 SEQ CHAPTER \h \r 1The initial classification of Major Streets in unincorporated areas newly annexed, incorporated or consolidated, shall be considered to be "existing" Major Streets.

 SEQ CHAPTER \h \r 1Signing
All traffic control devices erected along or on any city street shall conform to the latest edition of the Michigan Manual on Uniform Traffic Control Devices.

Traffic control devices are all signs, signals, pavement markings, and devices placed on or adjacent to a street or highway by authority of a public body or official having jurisdiction to regulate, warn or guide traffic.

Traffic control devices, because of their importance to the traveling public, should only be placed on the basis of  traffic requirements.  Too often, the imprudent placement of stop or yield signs negates the function of the street and creates a hazardous condition.

It is required that stop or yield signs be placed at intersections to favor through traffic on the Major Street network.  In the event that Major Streets are not allowed to function as through streets, they will be subject to reclassification to the Local Street System.  There are, however, instances where this cannot be avoided, at specific locations, due to impaired sight distances or other characteristics which mandate four-way stops, etc., as determined through professional traffic expertise.

Intersections
The capacity of a street is determined more by the capacity of its intersections than by any other factor.  For safety and proper function of the street, particular attention should be paid to intersection design.

It is desirable that intersecting streets meet at an angle approximating 90 degrees.  Where this is impractical, the design should be adjusted to avoid an angle of intersection less than 60 degrees.  
At intersections with full signal control, sight distance is less an important factor. At intersections with stop sign control, sufficient sight distance should be provided for the stopped vehicle to safely cross the street.  The desirable minimum sight distance is 250 feet with an absolute minimum of 200 feet.  Where crossings of heavy truck traffic are expected, the sight distance should be increased.

Sight distance is measured from a point 15 feet from the pavement edge of the through street. The passage and enforcement of restrictive ordinances are recommended to keep the sign distance triangle free of obstructions.

On Major Streets, the minimum recommended radius for the curb return or the outside edge of pavement where curbs are not used is 15 feet with a desirable minimum of 30 feet.  In commercial and industrial areas, with heavy truck turning movements, a 50-foot radius desirable, with a 30 foot minimum.

On many Major Streets, the volume of left turns at an intersection is such that crash potential is increased with a considerable loss of operating efficiency.  In those instances, serious consideration should be given to either prohibiting left turns completely, restricting the hours when they are permissible, or flaring the intersection to provide a separate left turn lane.

Left turn lanes should be at least 10 feet wide with the length of the storage area based on the likely number of vehicles at any one interval waiting to complete the turn.  The length of storage for each automobile is estimated at 25 feet.  At a minimum, the storage area should be 50 feet long and have a100 foot tapered transition.

The intersection area and the storage areas should be designed with as flat a grade as possible.  The maximum grade, where practical, on an approach to an intersection should not exceed three percent and a one percent maximum is desirable.


 SEQ CHAPTER \h \r 1Driveways
The efficiency and safety of a street depends to a large extent upon the amount and character of roadside interference with the movement of through traffic.  Aside from on-street parking, most of the interferences results from vehicle movements to and from businesses, residences, and other development along the street.  Accordingly, local ordinances for the regulation and overall control of driveway connections are necessary to provide safe and efficient street operation.

Driveways should be located to minimize interference to the free movement of normal through street traffic.  The construction of driveways within intersections, and at locations that would interfere with the placement and function of street signs, signals, or other traffic control devices should be avoided.

Driveways should be constructed with curb openings wider than the actual width of the drive.  This practice minimizes conflicts with street traffic and provides for ease in entering and leaving driveways.

Drainage
CURBED STREETS
By their nature, curbed streets require storm sewers. The Rational Method for storm sewer design is acceptable.

At a minimum, storm sewer systems should be designed to accommodate a 10 year storm frequency.  In heavily developed commercial and industrial areas, where water damage can create severe economic loss, storms of greater severity should be used as the basis for the design.

The street surface should be crowned to facilitate the flow of the water off the traveled surface to the gutter section.

Sufficient longitudinal curb and gutter grades should also be provided to prevent water from spreading across the pavement. Minimum curb line grades should be 0.35 percent with a desirable minimum of 0.50 percent.

Vertical curves, while providing smooth grade transitions, also have a tendency to create flat spots in the longitudinal profile.  To prevent this occurrence, the maximum length in feet of any vertical curve should not exceed 140 times the algebraic difference in grades.

Curb heights should be adequate to contain the water in the gutter.  The minimum curb height should be six inches.  The desirable curb height is based on speed.  These heights insure that when a street is resurfaced there will still be adequate curb exposure.

Care should be taken in the design of spacing and location of storm water inlets.  Runoff should be intercepted before reaching crosswalks.

The paving of driveway approaches between the roadway and the sidewalk or property line is recommended to prevent a continuing maintenance problem.

OPEN DRAINAGE
Generally, if a street is to be drained by open ditches, the ditches should be deep enough to ensure proper drainage of the subgrade.  To reduce maintenance costs, ditches should have a desirable minimum grade of 0.5 percent and minimum of 0.2 percent.  Fore slopes and back slopes should be as flat as possible to prevent a hazard to traffic.  A one on four slope is considered traversable but a one on six slope or flatter is preferred.
CROSS CULVERT DRAINAGE
Where a culvert installation is contemplated on a river, stream, or creek, and the drainage area equals or exceeds two square miles, a permit from the Michigan Department of Environmental Quality is required.

Design Speed
On typical streets with speed limits of 25 to 35 mph, the significance of  design speed is lost.  Of  those streets where higher speed limits are anticipated, the design speed should be consistent with the intended speed limit or greater.

For consistency in the design elements, a minimum design speed of 30 mph should be used where available right-of-way, terrain, adjacent development, and other area controls permit its use.

The following table lists suggested limiting values for some of the common design elements.

	
	Acceptable
	Desirable

	Minimum Stopping Sight Distance

Maximum Grades*

Minimum Curve Radius
	200'

10%

275'
	275'

6%

400'


*
In industrial areas, maximum grades should not exceed eight percent and preferably should be less than five percent.

Utilities
Under state law, public utility companies may enter upon, construct, and maintain public utilities upon, across, or under any public street provided that they obtain the appropriate permits from the municipality having jurisdiction over the roadway before starting any construction.  This control allows the municipalities to locate utilities in positions where they will cause the least interference to existing and planned street improvements.

When the relocation of existing utilities in a public right-of-way is required because of a street construction project, it is generally accepted that these relocation or alteration costs are a direct project expense if the utility is publicly owned.  If, however, the utility is privately owned (i.e., Michigan Bell Telephone Company, Consumers Power Company, Michigan Consolidated Gas Company, etc.), these costs are chargeable to the utility company and are not a legitimate project expense.  Regardless of how utility alterations are paid for they should be carefully considered in the design stages so that the total cost of the street improvement project is a minimum, since the public ultimately pays all costs.

One of the major difficulties in improving streets is the lack of complete and accurate information on existing utilities.  Steps should be taken to produce a careful record of the exact location of all utilities that are a part of current street improvements.
Right-of-Way
The right-of-way width should be sufficient to accommodate the ultimate planned roadway, drainage, structures, open ditches, sidewalks, and future utility placements.  No minimums are established for right-of-way widths, however, a minimum width of 66 feet is recommended.

Sidewalk Ramps
Act No. 8, P.A. of 1973, provides that when a municipality constructs or reconstructs a street, curb, or sidewalk, it shall also reconstruct existing sidewalks, or construct proposed sidewalks, if any, in such a manner that will facilitate use by physically handicapped persons.

Structures
In general, the approach roadway cross section geometrics should extend across all new bridges on Major Streets; however, in no case should the clear roadway widths be less than shown in the following tables.

	TWO LANE CLEAR ROADWAY WIDTHS FOR

NEW AND RECONSTRUCTED BRIDGES

	DESIGN YEAR
	DESIGN

SPEED
	MIN. WIDTH IN FT.*

	ADT
	DHV
	
	CASE I
	CASE II

	Less than 50

50-400

400-700
	100 - 200

200 - 400

200 - 400

400 & Over
	ALL

ALL

ALL

40 or Less

More than 40

ALL
	24

26

26

26

28

28
	26

30

34

38

40

40


*
Except the minimum clear roadway width shall not be less than the existing approach roadway width, curb to curb or shoulder point to shoulder point, if greater than shown above.
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If sidewalks exist on the approaches, they should extend across the bridge with railings of adequate height and structural integrity to protect both the vehicular and pedestrian traffic.

The minimum design loading for all new and reconstructed bridges shall be H-20; however, HS-25 should be considered for heavily traveled truck routes in industrial areas.

Since street improvements encourage higher speeds and attract larger vehicles, it is important that existing sub-standard bridges be improved.  Because of the inherent high costs, reasonably adequate existing structures that meet tolerable criteria may be retained.  Minimum design loading in these instances shall be H-15 and the clear roadway shall be at least equal to the width on the approaches.

Vertical clearance at underpasses should be at least 14 feet with additional allowance of four inches to six inches for future resurfacing.

At pedestrian overpasses, an additional two feet should be added to the under clearance.
Bonding
Under Act 175 of the P.A. of 1952, as amended, a municipality may pledge a portion of its future Michigan Transportation Funds in support of a street construction bond program.  Both Major and Local Street construction may be accomplished by this method.  Matching funds, of course, are required for Local Street issues.

The maximum life of a bond issue under Act 175 is 15 years.  To insure that the proposed construction has a life at least equal to that of the bond issue, only higher type construction programs should be considered.  Such items as seal coats or gravel streets are not considered eligible.
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