
Notice:  Due to Building Security, public entrance during non-business hours is through the Police 
Department—Pierce St. Entrance only.  Individuals with disabilities requiring assistance to enter the building should 
request aid via the intercom system at the parking lot entrance gate on Henrietta St. 
 
Persons with disabilities that may require assistance for effective participation in this public meeting should contact 
the City Clerk’s Office at the number (248) 530-1880, or (248) 644-5115 (for the hearing impaired) at least one day 
before the meeting to request help in mobility, visual, hearing, or other assistance. 
 
Las personas con incapacidad que requieren algún tipo de ayuda para la participación en esta sesión pública deben 
ponerse en contacto con la oficina del escribano de la ciudad en el número (248) 530-1800 o al (248) 644-5115 (para 
enos un dia antes de la reunión para solicitar ayuda a la movilidad, visual, auditiva, o de otras asistencias. (Title VI of the 
Civil Rights Act of 1964). 

 
 
 

MULTI-MODAL TRANSPORTATION BOARD 
THURSDAY, FEBRUARY 7, 2019 

6:00 PM 
CITY COMMISSION ROOM 

151 MARTIN STREET, BIRMINGHAM 
 
 
 
 

1. Roll Call 
 

2. Introductions  
 

3. Review of the Agenda 
 

4. Approval of Minutes, Meeting of January 3, 2019 
 

5. Maple Road / N. Eton – Signal Timing 
 

6. Maple Road / S. Eton – Pedestrian Improvements  
 

7. Wimbleton Neighborhood Intersection Evaluation 
 

8. Meeting Open to the Public for items not on the Agenda 
 

9. Miscellaneous Communications  
 

10. Next Meeting – March 7, 2019 
 

11. Adjournment 



 

 

CITY OF BIRMINGHAM 
MULTI-MODAL TRANSPORTATION BOARD  

THURSDAY, JANUARY 3, 2019 
City Commission Room  

151 Martin Street, Birmingham, Michigan 
 
Minutes of the regular meeting of the City of Birmingham Multi-Modal Transportation 
Board held Thursday, January 3, 2019.   
 
Chairperson Johanna Slanga convened the meeting at 6:05 p.m. 
 

01-01-19 
 
1. ROLL CALL 
 
Present: Chairperson Johanna Slanga; Board Members Katie Schafer, Doug White; 

Alternate Board Members Daniel Isaksen, Joseph Zane 
 
Absent: Board Members Vice-Chairperson Lara Edwards, Amy Folberg, Daniel 

Rontal; Student Representative Alex Lindstrom 
 
Administration:  Lauren Chapman, City Planner 

Jana Ecker, Planning Director 
  Austin Fletcher, Asst. City Engineer 

Scott Grewe, Police Dept. Commander 
   Carole Salutes, Recording Secretary 
 
Fleis & Vanderbrink ("F&V"):   
  Julie Kroll  
 
Rowe Engineering: 

Jill Bauer 
Michael Labadie 
 
 

01-02-19 
 
2. INTRODUCTIONS  
 
Mr. Zane, new alternate board member, introduced himself and discussed a little about 
his background and his interest in multi-modal transportation. 
 
 

01-03-19 
 
3. REVIEW AGENDA (no change) 
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01-04-19 
 
4.  APPROVAL OF MINUTES, MMTB MEETING OF NOVEMBER 1, 2018 
 
Motion by Mr. White 
Seconded by Mr. Isaksen to approve the MMTB Minutes of November 1, 2018 
as presented. 
 
Motion carried, 5-0. 
 
VOICE VOTE 
Yeas:  White, Isaksen, Schafer, Slanga, Zane 
Abstain:  None 
Nays:  None 
Absent:  Edwards, Folberg, Rontal 
 
 

01-05-19 
 
5. WHOLE FOODS ENTRY AT MAPLE RD. / N. ETON RD. 
 
Mr. Fletcher recalled that in order to encourage higher capacity of vehicles traveling 
eastbound on Maple Rd., a No Right Turn restriction was added to the site plan for 
eastbound Maple Rd. vehicles wishing to turn south into the westerly (first) driveway into 
Whole Foods. (Those customers are expected to continue east and use the second 
driveway into the Whole Foods property.)  
 
At the request of Whole Foods, Rowe Engineering was hired to study whether there would 
be a measurable impact on the operation of the intersection if the No Right Turn restriction 
was removed. The analysis by Rowe, followed by responses from the City’s consultant, 
F&V, were presented. Both consultants, as well as City staff, are in agreement that this 
change will have minimal impact on the operation of the intersection.  
 
Ms. Bauer from Rowe Engineering said they looked at removing traffic turning into the 
eastern driveway to the western driveway and what impact that would have on N. Eton 
Rd. as it comes south and lines up with the westerly entrance to Whole Foods. They did 
not see any significant change.  They also looked at crashes there and one out of 63 
crashes was attributed to that movement into the driveway.  Therefore, they did not see 
any decrease in safety if the right turn in is allowed.  They recommend placing a sign that 
directs traffic to yield to any pedestrians that might be crossing that driveway.   
 
It was discussed that the driveway comes in at an odd angle, and is blind.  Mr. Labadie 
recalled that the Whole Foods SYNCRO model showed that if the right turn was allowed, 
eastbound through traffic would back up, potentially into S. Eton Rd.  So Whole Foods 
agreed to prohibit that. However, they wanted to come back later to look at it again and 
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that is what they are doing.  Their reason is to try and promote greater usage on the 
western parking area and reduce the impact on the east entrance. 
 
Mr. Isaksen thought another thing that Whole Foods could consider is making the 
eastbound driveway one way (in only).  All traffic would then have to circle around and 
leave through the intersection. 
 
Ms. Bauer said about a third of the people entering Whole Foods are already using the 
western driveway and ignoring the sign.   
 
Mr. Isaksen indicated that to him the only issue is pedestrian safety.  He wondered if 
crosswalk markings could be placed along the sidewalk at the end of the driveway to 
Whole Foods.   
 
Ms. Ecker explained those markings are more for a street as opposed to going over the 
top of a sidewalk. 
 
Ms. Kroll with F&V noted they reviewed and were in concurrence with the results and 
recommendations that were presented by Rowe Engineering. Ms. Kroll added that they 
don’t necessarily recommend putting crosswalk markings on a driveway sidewalk.  Also it 
is a maintenance issue.  When she visited the site there was a pedestrian walking 
underneath the bridge to Whole Foods and she did see people turning right at the 
intersection.  The bigger concern for the pedestrian seemed to be the vehicles that were 
making a left turn (west) exiting the Whole Foods drive. It is hard to see to the left at that 
point and people tend to creep up past the stop bar. 
 
There were no comments from members of the public at 6:30 p.m. 
 
It was discussed that vehicles must slow down or stop to allow a pedestrian to finish 
crossing.  However, this slows traffic in an area that already has a lot of congestion.   
 
Chairperson Slanga noted that most other driveways do not have traffic lights.  There are 
lights at this driveway and traffic is being stopped as if it were a street.  
 
Mr. Labadie explained this driveway was signalized because of the bridge that restricts 
the view. 
 
Ms. Schafer was worried about making a change that is intimately related to the 
intersection at Maple Rd. and Eton Rd. that is already a problem.  If the Board decide 
upon the change they must do their best to make it safe.  Ms. Ecker advised the traffic 
studies are suggesting that allowing a right turn would not significantly impact that 
intersection, the traffic, the congestion, or the accidents. 
 
 
 



Multi-Modal Transportation Board Proceedings 
January 3, 2018 
Page 4 
 

 

Motion by Mr. Isaksen 
Seconded by Mr. Zane to approve the removal of the No Right Turn restriction 
on eastbound Maple Rd., at the intersection of Maple Rd. and N. Eton Rd., 
provided that the applicant installs a TURNING VEHICLES WATCH FOR 
PEDESTRIANS sign to be placed for eastbound Maple Rd. traffic, as 
recommended. 
 
There were no comments from the audience at 6:40 p.m. 
 
Amended by Ms. Schafer 
And accepted by the makers of the motion to revisit this matter in a year. 
 
Amended motion carried, 4-1. 
 
VOICE VOTE 
Yeas:  Isaksen, Zane, Schafer, Slanga 
Nays:  White 
Absent:  Edwards, Folberg, Rontal 
 
 

01-06-19 
 

6.  MAPLE RD. / N. ETON RD. SIGNAL TIMING 
 
Commander Grewe advised the only complaints the Police Dept. gets regarding Eton Rd. 
and Maple Rd. is the left turning traffic coming out of the western entrance to Whole 
Foods to go westbound on Maple Rd. conflicting with the southbound N. Eton Rd. traffic 
that is making a right turn to go west on Maple Rd.  They both think they have the right-
of-way and they are both going.  Legally, the left turning traffic has to yield the right-of-
way to the right turn.  A sign has been added in the middle of intersection that says Left 
Turn Must Yield but he doesn’t know that it has helped. 
 
Staff asked the City’s transportation consultant, F&V, to study the intersection timing, 
circulation and flow and recommend any changes or improvements that may be needed. 
 
Ms. Kroll said she was surprised how busy it was when she went out there at 5:30 p.m.  
It wasn’t just the left turns; some of the issues have to do with vehicles queuing 
underneath the bridge and the short time that is available for the vehicles on the Whole 
Foods approach.  It only allowed for about one vehicle to get through each cycle length 
which is 120 seconds.  If the queue length is six vehicles and only one can get through 
every 120 seconds you can see why people are getting frustrated.  They are taking 
chances by creeping up on the stop bar and trying to get into the intersection so they can 
make it through and not have to sit for another two minutes.   
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F&V has looked at four different alternatives for the signal head on that approach: 
1. Add a new three section signal head for the left turning lane exiting the western drive 

of Whole Foods with permissive phasing; 
2. At same location, add a new four section signal head which is flashing yellow with 

protected left turn movement.  That would provide permissive phasing for when it is 
not busy and allow the queue lanes to clear.  Just during peak periods additional time 
is needed for the left turn movement; 

3. At same location, add a new three section signal head with protected only movement 
where there would be no permissive turns during the off-peak time.  However, the 
concern would be that vehicles would be sitting when there are no cars when the time 
could be used for vehicles to clear the intersection; 

4. Add a new three section signal head with split phasing where the Whole Foods 
approach would go separate from the other approaches and they would have no 
conflicting traffic. 

 
Ms. Kroll advised that after running studies, the best results were achieved with alternative 
2.  In coordination with this they would do some adjustments to the signal timing on the 
other approaches because there are some issues with the intersection as a whole that can 
be improved.  This would just be one part of that improvement. 
 
Mr. Isaksen said that after viewing the tables it looks to him as though alternative 1 and 
alternative 2 have very similar levels of service except that the southbound right turn lane 
loses some quality of service because of being told to yield.  
 
Ms. Kroll explained there is a really long southbound right turn phase so they took some 
time away from it and that is why the level of service reduces there. However, they didn’t 
change the time on the northbound left.  It still remained at 15 seconds, the max that 
they had for that approach.  The same number of northbound left turn vehicles can get 
through the intersection whether it is permissive or protected. 
 
Ms. Ecker explained that makes it more orderly because vehicles only go when they have 
the protected green and the other vehicles are not coming.  So the conflicts of the two of 
them coming at once are not happening as often.   
 
The cost estimate between alternatives 1 and 2 was reviewed.  For alternative 1 the 
estimate was $8,550 and for alternative 2 it was $10,260, for a difference of $1,710. 
 
Mr. Isaksen said his instinct is to proceed incrementally.  Alternative 1 seems to be a 
minimal tweak to try.  Chairman Slanga thought if they spend the $8,500 and they find 
the need to add the protected status, then they will need to spend it again. 
 
Ms. Kroll said she will take a look to see if some of the issues under the bridge can be 
fixed.  The two intersections are clustered so they operate together.  She will try to find 
how to increase the time under the bridge so backups will be decreased.  To increase the 
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time under the bridge she will have to reduce the time on S. Eton Rd.  They have to make 
sure that doing something in one place doesn’t impact something elsewhere.   
 
Chairperson Slanga opened up discussion from the public at 6:55 p.m. 
 
Mr. Dave Underdown, who is one of the owners of N. Eton Plaza, agreed that is a tough 
intersection to get through and he is looking forward to anything that can be done to 
make it move better.  The customers are saying they don’t come because it is hard to get 
out of his center at certain times because traffic is so backed up.  Anything that can be 
done would certainly help his tenants. 
 
Mr. Steve Kalczynski, 1883 Shipman Blvd. said when he goes to LA Fitness anywhere 
between 4 p.m. to 7:30 each evening, that is when he sees the most issues arising with 
traffic building up.  In his opinion if they could put more time into the lights to relieve the 
pressure on vehicles going east and west, that may resolve a lot of problems.  He does 
not see a lot of pedestrians. 
  
Mr. Zane agreed that giving everybody more time during that period is a difficult balancing 
act.  He would trust the experts on this tough intersection. 
 
Chairperson Slanga said if alternative 1, permissive only, doesn’t work it doesn’t seem 
very cost effective to spend almost $19,000 total for permissive / protected. She thought 
they need to look at this intersection in total again now that Whole Foods is in and 
established.  The whole intersection is operating below where people would want it, which 
is one of the reasons why people are frustrated.  She hoped F&V could come back with 
more thoughts and opportunities.   
 
Ms. Kroll noted that issues have been identified on certain movements during certain times 
of day and they want to see if they can make it better. There will be additional discussion 
about the S. Eton Rd. leg with regard to pedestrian improvements.   
 
Responding to the chairperson, Commander Grewe said the complaints they have received 
are strictly about the turning.  Typically they are coming from a person that is on N. Eton 
Rd. making a right turn to go west on Maple Rd.  The concern is about being cut off by 
people making a left turn out of Whole Foods and not yielding to them as they are making 
a right turn.  However, the accident data is not there to support that there is a serious 
problem.  It is just that drivers are frustrated.  Maybe taking a step back to look at 
everything again is probably a better way to go. 
 
Ms. Kroll said they go out in the field as she did today to see if their model matches what 
is actually happening.  By doing the field observations she can pinpoint the issues and 
then go back to her model and revise it to see if they can fix the problems. 
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The consensus of board members was not to make a resolution on this matter, but to 
request a broader look at what is happening at different times and different days versus 
the model now that Whole Foods is in. 
 
  

01-07-19 
 
8. MEETING OPEN TO THE PUBLIC FOR ITEMS NOT ON THE AGENDA  
 (none) 
 
 

01-08-19 
  
9. MISCELLANEOUS COMMUNICATIONS  
 
A form was passed out for board members to check what future training topics they may 
be interested in for future MMTB meetings. 
 
 

01-09-19 
 

11. NEXT MEETING FEBRUARY 7, 2019 at 6 p.m. 
 
 

01-10-19 
 
12. ADJOURNMENT 
 
No further business being evident, the board members adjourned at 7:15 p.m. 
 
 
            
     Jana Ecker, Planning Director 
      
      
            
     Austin Fletcher, Asst. City Engineer 
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MEMORANDUM 
 

Engineering Dept. 
Planning Dept. 

Police Dept. 
DATE:   January 31, 2019 
 
TO:   Multi-Modal Transportation Board 
 
FROM:  Jana Ecker, Planning Director 
   Scott Grewe, Police Commander 

Paul T. O’Meara, City Engineer 
 
SUBJECT: Maple Rd. & N. Eton Rd. Intersection – Signal Timing 
  
 
Recent issues that have been raised about the operation of this traffic signal were discussed at 
the January meeting of the Multi-Modal Transportation Board (MMTB).  After discussions with the 
Board and input from the public, F&V requested the opportunity to investigate the matter more 
fully before finalizing recommendations.  A revised report is now attached. 
 
In addition to addressing the foremost issue of ongoing conflicts between northbound and 
southbound traffic, F&V is also suggesting changes that should improve delays for northbound 
traffic coming from S. Eton Rd.  F&V will be prepared to demonstrate the proposed changes using 
computer modeling.   
 
After this further analysis, Alternate 3 has been identified as the superior option.  After reviewing 
the report, staff endorses this suggestion.   
 
SUGGESTED RESOLUTION: 
 
To recommend approval of Alternate 3 referenced in the F&V report dated January 26, 2019, 
creating a protected left turn phase for northbound vehicles turning left from the Whole Foods 
approach, at an estimated cost of $8,550. 



 

27725 Stansbury Boulevard, Suite 195 
Farmington Hills, MI 48334 

P: 248.536.0080 
F: 248.536.0079 

www.fveng.com 

 
January 26, 2019 
 
 VIA EMAIL 
Mr. Paul O’Meara 
City Engineer  
City of Birmingham 
151 Martin Street 
Birmingham, MI 48012 
 
RE: Maple Road & Eton Street Intersection Operations 
 Whole Foods Drive Approach 
 Revised Study 
 
Dear Mr. O’Meara, 

The purpose of this letter is to address concerns regarding the signal operations at the Maple Road & Eton 
Street; specifically, the Whole Foods drive opposite the N. Eton Street approach. Concerns that have been 
raised regarding the existing signal operations and the safety of the Whole Foods Drive approach.  The 
purpose of this study is to summarize what mitigation has been implemented and what additional mitigation 
measures that may be considered by the City to address operational and safety concerns. 

F&V previously performed an analysis for this intersection as summarized in our letter dated December 27, 
2018.  F&V presented the findings to the Multi-Modal Transportation Board (MMTB) at the January 3, 2019 
meeting and the MMTB requested a further analysis to consider: 

• Existing signal timing improvements  
• Impacts to S. Eton Street 
• Impacts to Maple Road 
• Proposed pedestrian improvements on S.Eton Street 
• Coordination with adjacent signals on Maple Road 

Included herein is a revised analysis that considered these items as noted by the MMTB and additional 
items that were further evaluated by F&V. 

EXISTING CONDITIONS 
The existing signal operations on the Whole Food approach is a “Shared Signal Face”.  As summarized in 
the Michigan Manual of Uniform Traffic Control Devices (MMUTCD, Sections 4D.17-20), this type of signal 
face controls both the left-turn movement and the adjacent movement (usually the 
through movement) and can serve as one of the two required primary signal faces 
for the adjacent movement. A shared signal face always displays the same color of 
circular indication that is displayed by the signal face or faces for the adjacent 
movement.  

With this type of operation, the left-turning vehicles must yield to opposing traffic and 
through and right-turning vehicles have the right-of-way.  The source of confusion at 
this intersection is that the opposing (N. Eton Street) approach does not allow 
southbound through vehicles, so the opposing traffic is only southbound right-turns.  
Additional signage was added facing the Whole Foods approach to help remind 
drivers that left-turning vehicles must yield to oncoming traffic.  
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Despite the additional signage, there have been no changes in driver behavior.  Drivers continue to be 
observed making left-turns despite not having the right-of-way and causing crashes and near misses with 
southbound right-turning vehicles.   

FIELD REVIEW 
F&V performed field observations and identified the following existing operational concerns. 

1) The southbound right-turns on N. Eton Street have a continuous movement with a green arrow at 
the same time the Whole Foods approach has a permissive left-turn movement.  The right-turn 
volumes fill the limited queue area between N. Eton Street and S. Eton Street (underneither the 
railroad bridge).  When there is an available gap in traffic for the left-turns exiting the Whole Foods 
drive, there is no place for the left-turning vehicles to queue because the space has been filled with 
N. Eton Street vehicles.   It was observed that many drivers on the Whole Foods approach had to 
wait several cycle lengths to make a left-turn exiting the site due to lack of queuing space under 
the bridge. 

2) The westbound left-turns on Maple Road at the Whole Foods driveway operates with a protected 
left-turn movement during all hours of the day, except 4-6PM, when the left-turn operates with a 
permissive only movement.  The demand for left-turns at this driveway is very low, with the highest 
volumes occurring during the PM peak hour (13 veh/hr) with the permissive phasing.  By providing 
a protected movement for left-turns for all other hours the S. Eton Street operations were observed 
to have significant delays.  

3) The intersection is running as an isolated signal with a 130 second cycle length.  The adjacent 
signals on Maple Road in the City of Birmingham are running 90 second cycle lengths. The adjacent 
signals in the City of Troy are running SCATS; however, based on the signal timing permits the 
intersections are typically running 120 second cycle lengths.  With the Eton/Maple intersection 
running 130 seconds, it would be very difficult to have any type of coordination along the corridor. 

ALTERNATIVES ANALYSIS 
To improve the safety of the intersection, several alternatives were evaluated.  These alternatives all involve 
the addition of a signal head to the Whole Foods approach, with the operations varying by signal operations.  
The alternatives considered are summarized below. 

Alternative 1: Permissive Only Left-turns 
This alternative maintains the existing intersection operations, but adds a permissive only signal head for 
the northbound left-turning vehicles on the Whole Foods approach.  This left-turn signal head is the same 
that is currently displayed for the N. Eton Street approach. The operations and vehicle queueing with a 
permissive only left-turn (existing conditions) are summarized in Table 1 and Table 2 respectively. 
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Alternative 2: Permissive/Protected Left-turns 
This alternative maintains the existing permissive operations and adds a protected movement for 
northbound left-turning vehicles on the Whole Foods approach.  The addition of a protected movement on 
this approach will impact the overall intersection operations and vehicle queuing as summarized in Table 
1 and Table 2 respectively. 

 
Alternative 3: Protected Only Left-turns 
This alternative would permit northbound left-turns only as a protect movement.  The N. Eton Street 
approach would maintain the existing permissive southbound left-turn operations, however the southbound 
right-turns would be stopped while the Whole Foods approach has a separate phase just for left-turns. The 
protected only northbound left-turn movement on this approach will impact the overall intersection 
operations and vehicle queuing as summarized in Table 1 and Table 2 respectively. 
 

 
Alternative 4: Split Phasing 
This alternative would permit all northbound and southbound movements as a protected only movement.  
The N. Eton Street approach also need to be changed to reflect a split phasing operation. The split phasing 
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will impact the overall intersection operations and vehicle queuing as summarized in Table 1 and Table 2 
respectively. 

TABLE 1: INTERSECTION OPERATIONS SUMMARY 

Intersection Peak 
Period Approach 

Existing / 
Alternative 1 Alternative 2 Alternative 3 Alternative 4 

Permissive Only Permissive / 
Protective 

NB Protected 
Only Split Phasing 

Delay 
(s/veh) LOS Delay 

(s/veh) LOS Delay 
(s/veh) LOS Delay 

(s/veh) LOS 

Maple Road 
& 

S. Eton 
Street 

AM 

EB 52.8 D 52.8 D 52.8 D 85.0 F 
WB 2.8 A 2.1 A 1.7 A 3.8 A 
NBL 48.6 D 48.6 D 48.6 D 38.7 D 
NBR 19.7 B 19.7 B 19.7 B 16.6 B 

Overall 21.8 C 21.4 C 21.2 C 31.5 C 

PM 

EB 54.5 D 72.8 E 54.5 D 123.6 F 
WB 2.3 A 2.7 A 1.5 A 4.6 A 
NBL 65.5 E 52.3 D 65.5 E 41.6 D 
NBR 26.4 C 24.0 C 26.4 C 21.0 C 

Overall 25.9 C 31.6 C 25.5 C 49.2 D 

Maple Road 
& 

N. Eton 
Street / 
Whole 

Foods Drive 

AM 

EB 2.0 A 2.0 A 2.0 A 3.9 A 
WBL 0.0* A 0.0* A 0.0* A 0.0* A 

WBTR 46.0 D 46.0 D 46.0 D 89.6 F 
NBL 46.9 D 46.9 D 46.9 D 54.2 D 
NBT 45.1 D 45.1 D 45.1 D 50.5 D 
SBL 55.4 E 55.4 E 55.4 E 66.6 E 
SBR 18.2 B 28.6 C 31.5 C 29.4 C 

Overall 23.2 C 24.8 C 25.2 C 42.3 D 

PM 

EB 1.6 A 2.5 A 1.6 A 4.7 A 
WBL 30.7 C 32.5 C 30.7 C 43.8 D 

WBTR 59.0 E 75.8 E 59.0 E 158.5 F 
NBL 65.1 E 52.2 D 65.1 E 65.1 E 
NBT 51.8 D 46.7 D 51.8 D 51.8 D 
SBL 73.5 E 54.8 D 73.5 E 72.3 E 
SBR 17.5 B 26.0 C 27.5 C 26.7 C 

Overall 27.6 C 34.0 C 28.8 C 64.6 E 
* Indicates No Volume Present 
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TABLE 2: VEHICLE QUEUING SUMMARY 

Intersection Peak 
Period Approach 

Existing / 
Alternative 1 Alternative 2 Alternative 3 Alternative 4 

Permissive Only Permissive / 
Protective 

NB Protected 
Only Split Phasing 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Maple Road 
& 

S. Eton 
Street 

AM 

EBT 218 303 223 328 226 326 317 524 
EBTR 235 331 235 345 244 351 333 539 
WBL 87 128 81 123 65 121 84 125 
WBT 86 126 57 93 15 69 71 115 
NBL 29 70 28 67 27 65 27 65 
NBR 86 159 87 160 89 166 85 149 

PM 

EBT 297 425 385 575 295 421 1068 1670 
EBTR 333 463 406 602 322 452 1091 1691 
WBL 110 133 107 137 99 141 111 134 
WBT 74 125 67 115 33 93 76 119 
NBL 51 112 52 115 50 102 40 87 
NBR 132 238 134 248 131 238 108 193 

Maple Road 
& 

N. Eton 
Street / 

Whole Foods 
Drive 

AM 

EBL 13 42 19 58 16 48 20 54 
EBTR 24 74 23 66 16 48 30 70 
WBL 0* 0* 0* 0* 0* 0* 0* 0* 
WBT 263 393 243 403 220 359 421 547 

WBTR 251 386 225 383 206 353 416 548 
NBL 9 31 10 34 12 40 14 43 
NBT 2 13 2 13 2 12 2 11 
SBL 40 103 51 136 57 149 47 122 
SBR 111 196 133 229 177 280 122 222 

PM 

EBL 24 67 28 70 19 56 33 80 
EBTR 19 58 31 83 22 62 43 95 
WBL 20 122 21 123 16 98 34 173 
WBT 282 465 305 482 255 437 465 479 

WBTR 250 432 280 452 217 390 466 486 
NBL 59 124 45 104 47 108 46 105 
NBT 9 32 10 33 11 38 8 29 
SBL 60 154 67 171 72 173 78 185 
SBR 162 276 177 298 192 291 175 295 

* Indicates No Volume Present 
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COST ESTIMATE COMPARISON 
The estimated costs associated with each of the alternatives is summarized in Table 3.  This information 
is provided for use in consideration with the alternatives for implementation. 
 

TABLE 3: COST ESTIMATE 

Intersection Approach 
Alternative 1 Alternative 2 Alternative 3 Alternative 4 

Permissive Only Permissive/Protected Protected Only Split Phase 

Maple Road &  
N. Eton/Whole 

Foods 

NB $2,500.00 $3,000.00 $2,500.00 $2,500.00 
SB $0.00 $0.00 $0.00 $2,500.00 

SubTotal $2,500.00 $3,000.00 $2,500.00 $5,000.00 
Design $2,750.00 $3,300.00 $2,750.00 $5,500.00 

Contingency/ 
Mobilization 

$3,300.00 $3,960.00 $3,300.00 $6,600.00 

Total $8,550.00 $10,260.00 $8,550.00 $17,100.00 
 
CONCLUSIONS 

• Alternative 1 is not recommended.  This is essentially the same as the existing conditions and the 
southbound right-turning vehicles on N. Eton Street will continue to fill up the available queuing 
space under the bridge. 

• Alternative 2 is not recommended.  This maintains a permissive phase for a portion of available 
signal timing, with the remaining time on the split to a protected movement.  During the permissive 
phase the southbound right-turning vehicles on N. Eton Street will continue to fill up the available 
queuing space under the bridge and when there is a protected phase for the left-turns there would 
not be any place for the vehicles to queue. 

• Alternative 3 is recommended.  The implementation of this operation would require the southbound 
right-turns to stop during same phase as the northbound left-turns.  This eliminates 1) the conflicting 
traffic volumes within the intersection and 2) provides the queue space under the bridge to the 
Whole Foods traffic.  In addition, the southbound right-turns have a very long right-turn overlap 
phase that runs concurrent with the eastbound left-turns on Maple Road, so the elimination of right-
turns during the same split as the Whole Foods approach will not have a significant impact on the 
operations of this movement. 

• Alternatives 4 is not recommended.  This alternative impacts the operations on Maple Road by 
decreasing the time available for through traffic.  In addition, Alternative 3 can adequate address 
the operational concerns at this intersection as noted above. 

 
RECOMMENDATIONS 
Based on the field observations performed by F&V and the alternatives operational analysis performed the 
following improvements are recommended: 

• Run a 120 second cycle length at Maple Road & Eton Street intersection.  Include signal timing 
offsets to improve coordination between adjacent signals on Maple Road. 

• Run a permissive only left-turn movement on the westbound left-turn movement at the Whole 
Foods Drive (currently only run the during the 4-6PM time period) 

• Prohibit southbound right-turns during the same phase as the Whole Foods approach.  Provide a 
protected left-turn signal head. (Alternative 3) 

The recommended improvements were used as the baseline conditions in evaluation of the proposed 
pedestrian improvements on S.Eton Street. 
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If you have any questions or concerns, please contact our office.  
 
Sincerely, 
FLEIS & VANDENBRINK  
 
 
 
 
 
Julie M. Kroll, PE, PTOE  
Sr. Project Manager 
 
JMK:jjs:jmk 
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MEMORANDUM 
 

Engineering Dept. 
Planning Dept. 

Police Dept. 
DATE:   January 31, 2019 
 
TO:   Multi-Modal Transportation Board 
 
FROM:  Jana Ecker, Planning Director 
   Scott Grewe, Police Commander 

Paul T. O’Meara, City Engineer 
 
SUBJECT: Maple Rd. & S. Eton Rd. Intersection – Signal Timing 
  
 
Recent issues that have been raised about the operation of the traffic signal at Maple and N. Eton 
were discussed at the January meeting of the Multi-Modal Transportation Board (MMTB).  After 
discussions with the Board and input from the public, both F&V and the MMTB agreed that the 
Maple and N. Eton intersection should be reviewed in conjunction with the Maple and S. Eton 
intersections to ensure that both signals worked well together and congestion was minimized.  
Thus, the MMTB requested F & V to study both intersections fully and come back to the board 
with recommendations for each.  The previous agenda item addressed the proposed 
recommendations for the Maple and N. Eton intersection.  A detailed study of options by F & V 
for improvements to the Maple and S. Eton intersection is attached to this report. 
 
In addition to ensuring that both the N. Eton and S. Eton intersections work together to improve 
congestion, F & V also considered numerous options to improve the pedestrian environment at 
the Maple and S. Eton intersection.  The attached letter dated January 30, 2019 outlines all 
options considered by F & V, and recommends both vehicular and pedestrian improvements at S. 
Eton that work in conjunction with the improvements recommended at N. Eton.  F&V will be 
prepared to demonstrate the options considered, including the recommended option(s) using 
computer modeling.   
 
After this further analysis, Option 6 that recommends adding a splitter island and relocating the 
N-S crosswalk to the east leg of the intersection has been identified as the best option.  After 
reviewing the report, staff endorses this recommendation.   
 
SUGGESTED RESOLUTION: 
 
To recommend approval of Option 6 – Splitter Island Pedestrian Crossing as noted in F & V’s 
report dated January 30, 2019 to add a pedestrian refuge island to shorten the length of the E-
W crosswalk and to relocate the N-S crosswalk to the east, at an approximate cost of $25,000 – 
$50,000.  
 



 

27725 Stansbury Boulevard, Suite 195 
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February 1, 2019 
 
 
Mr. Paul O’Meara 
City Engineer VIA EMAIL 
City of Birmingham 
151 Martin Street 
Birmingham, MI 48012 
 
RE: Maple Road & S. Eton Street  
 Pedestrian Improvements Summary 
 
Dear Mr. O’Meara: 

The purpose of this letter is to provide a summary of the pedestrian improvements for consideration at the 
Maple Road & S. Eton Street intersection.  Included herein is project background information, improvements 
previously evaluated and new improvements for consideration.   

PROJECT BACKGROUND 
The Ad Hoc Rail District Committee prepared a report (dated November 2016) that provided recommendations 
for the future of the Rail District along S. Eton Street. The report includes several items for consideration at the 
S.Eton Street & Maple Road intersection.   There are two recommendations at this intersection that would 
reduce the overall crossing length. The two concepts from the Ad Hoc Rail District Committee Report include: 
1. Splitter Island 
The Committee recommended a pork chop shaped pedestrian island to, “channel drivers to slow down and 
gives pedestrians the ability to wait on it instead of having to rush across the street during a short traffic light 
interval.” 

 
Exhibit from Ad Hoc Rail Committee Report 
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2. Bump-Out (Southeast Corner) 
The Committee recommended a bump out to, “give motorists better visibility of pedestrians attempting to 
cross and to shorten the length of road crossings for pedestrians.” 

 
Exhibit from Ad Hoc Rail Committee Report 

VEHICULAR AND PEDESTRIAN VOLUMES 
The existing (2018) vehicular and pedestrian traffic volumes were compared to historic (2015) volumes at the 
Maple Road & Eton Street intersections. The historic (2015) data collection was performed during the weekday 
AM (7-9AM) and PM (4-6PM) peak periods prior to the Whole Foods construction.  The existing count data was 
conducted in September 2018 after Whole Foods had been open for several months, but prior to the holiday 
shopping season.  The results of the count data comparison are summarized in the tables and charts below, 
and the detailed count data comparison is attached. 

Table 1: Traffic Volume Comparison 

Intersection Approach 

AM Peak Hour Traffic Volumes (vph) PM Peak Hour Traffic Volumes (vph) 
8-9AM 5-6PM 

2015 AM 2018 AM Difference 2015 PM 2018 PM Difference 

S. Eton Street & Maple Road 

EB 744 650 -94 884 890 6 
WB 965 1,120 155 1,198 1,210 12 
NB 326 386 60 497 498 1 

Total 2,035 2,156 121 2,579 2,598 19 

N. Eton Street/Whole Foods & 
Maple Road 

EB 964 947 -17 1,225 1,178 -47 
WB 774 843 69 1,053 913 -140 
NB 4 23 19 8 94 86 
SB 254 339 85 235 359 124 

Total 1,996 2,152 156 2,521 2,544 23 
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Chart 1: Traffic Volume Comparison 

 
Table 1: Pedestrian Volume Comparison 

Intersection 

AM Peak Period Pedestrian Volumes PM Peak Period Pedestrian Volumes 

7-9AM 4-6PM 
2015 AM 2018 AM Difference 2015 PM 2018 PM Difference 

S. Eton Street & Maple Road 5 13 8 10 16 6 
N. Eton Street/Whole Foods & Maple Road 11 26 15 22 35 13 

 
Chart 2: Pedestrian Volume Comparison 
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Key Findings 

• The overall difference in vehicular traffic from 2015 to 2018 at the Maple Road & Eton Street 
intersections is minimal.  The larger increase in traffic occurred at the intersections during the AM peak 
period.  Of particular interest are the increases during the AM peak hour of SB right-turns on N. Eton 
Street and WB through traffic on Maple Road at S. Eton Street. 

• There was a noticeable increase in pedestrian activity, especially at the N. Eton Street intersection 
where pedestrian volumes doubled post Whole Foods opening.   

ALTERNATIVES ANALYSIS 
The Ad Hoc Rail District Committee requested that F&V evaluate the feasibility of the two alternatives: 1) Splitter 
Island and 2) Bumpout (SE Corner).  In addition, F&V also developed several other alternatives that were also 
evaluated for consideration.  The analysis for each alternative evaluated is summarized herein. 

1. SPLITTER ISLAND 
The proposed raised splitter island initially proposed in the Ad Hoc Rail Committee Report was further 
evaluated.  The splitter island would be located between the northbound left- and right-turning vehicles.  This 
type of pedestrian improvement is generally applied at locations where speeds and volumes make crossings 
prohibitive, or where three or more lanes of traffic make pedestrians feel exposed or unsafe in the intersection.  
The existing pedestrian crossing on the south leg of the intersection Maple Road & S. Eton intersection is 
approximately 88 feet due to the skew of the intersection. According to the AASHTO Guide for Planning, Design, 
and Operation of Pedestrian Facilities a pedestrian refuge should be considered when crossing distance 
exceeds 60 feet.   

The splitter island would improve pedestrian safety by reducing the area for pedestrian conflicts, decreasing 
vehicle speeds approaching the intersection, and provide a greater awareness of pedestrian activity at the 
intersection. The Urban Street Design Guide, published by the National Association of City Transportation 
Officials (NACTO) recommends that the raised island be at least 6 feet wide, with a preferred width of 8–10 feet 
for pedestrian comfort and safety. 

Since the splitter island is located at an intersection, the design should include a “nose” which extends past the 
crosswalk. This protects people waiting on the median and slows turning drivers. In addition, the island should 
include curbs, bollards, or other features to protect people waiting. 

S. Eton Street provides access for several developments that ship and receive via semi-trailers, including a 
lumberyard and a vehicle storage facility. The only available truck access for these commercial developments 
is via the Maple Road & S. Eton Street intersection, since trucks are not permitted on S. Eton Street south of 
Lincoln Street, nor on any of the cross-streets.  Therefore, in order to accommodate these commercial 
developments, it was determined that the design concept for the raised island be developed using a WB-65 
truck turning template. 
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The design of the splitter island considered both the recommendations of NACTO and the necessary truck 
accommodations.  The signalized pedestrian walk time on the east-west approaches can accommodate 
pedestrians across the intersection without the need for a pedestrian refuge.  However, if the island is proposed 
it is anticipated that many pedestrians will use the island as a refuge to make a two-stage crossing.  Therefore, 
it is recommended that the design the island include design features to ensure the safety of pedestrians who 
might use the island as a refuge.  Considering all these factors the proposed design of the splitter island is 
shown on the attached Option 1. 

Key Findings 

• The stop-bar on S. Eton Street for the right-turn lane is able to move closer to the intersection, providing 
an additional queuing space (1-2 vehicles) and improved visibility for pedestrians at the intersection. 

• The total crosswalk distance is comprised of two shorter crossings of 53-feet and 18-feet, with a 13-
foot pedestrian refuge.  This is a 17-ft reduction in pedestrian crossing distance over the existing 88-
foot crosswalk length.   

• The island provides approximately 325-square feet of raised area.  This is enough to maintain a small 
planting area. 

2. BUMPOUT (SE CORNER)  
A bumpout on the southeast corner was further evaluated.  This bumpout was originally proposed as in the Ad 
Hoc Rail Committee Report. The bumpout was designed to accommodate a box truck turning radius since 
articulated trucks do not have the ability make a northbound right-turn at this intersection due to the railroad 
bridge center abutment.  The proposed design for this bumpout is shown on the attached Option 2.  This bump-
out would reduce the radius on the southeast corner from the existing 26-feet to 10-feet.  The bumpout would 
also reduce the existing 88-foot crosswalk distance to 68 feet. A bumpout on this approach would also 
encourage slower turning speeds due to the smaller curb radius. 

Key Findings 

• The stop bar on S. Eton Street needs to remain to accommodate the truck turning movements from 
Maple Road. 

• The total crosswalk distance is reduced from 88-feet to 68-feet. Although this is a good reduction, the 
crossing distance remains higher than is recommended without a pedestrian refuge.  A pedestrian 
refuge was also considered with this bump-out, however due to left-turning truck movements from the 
west Maple Road only a very small island can be provided and is less than the recommended 6 feet, 
therefore a pedestrian island is not recommended in conjunction with this bumpout. 

• Drainage modifications, including a new drainage structure, would be required to accommodate a 
bump-out on the southeast corner. 

3. BUMPOUT (SW CORNER)  
A bumpout on the southwest corner was considered. The bumpout was designed to accommodate a WB-65 
truck-turning radius since trucks have the ability make a right-turn at this intersection from eastbound Maple 
Road. The proposed design for this bumpout is shown on the attached Option 3.  This bump-out would reduce 
the radius on the southwest corner from the existing 47-feet to 15-feet.  The bumpout would also reduce the 
existing 88-foot crosswalk distance to 75 feet. A bumpout on this approach would also encourage slower turning 
speeds due to the smaller curb radius. 

Key Findings 

• The stop bar on S. Eton Street needs to remain to accommodate the truck turning movements from 
Maple Road. 

• The total crosswalk distance is reduced from 88-feet to 75-feet. Although this is a good reduction, the 
crossing distance remains higher than is recommended without a pedestrian refuge.  A pedestrian 
refuge was also considered with this bump-out, however due to left-turning truck movements from the 
west Maple Road a pedestrian refuge cannot be accommodated. 
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• Drainage modifications, including a new drainage structure, would be required to accommodate a 
bump-out on the southwest corner. 

4. MEDIAN ISLAND 
A median island was considered for the S. Eton Street approach and would be located between the northbound 
and southbound traffic.  Similar to the splitter island, a median island would also improve pedestrian safety by 
reducing the area for pedestrian conflicts, decreasing vehicle speeds approaching the intersection, and provide 
a greater awareness of pedestrian activity at the intersection. According to NACTO the raised island be at least 
6 feet wide, with a preferred width of 8–10 feet.  In addition, since the median island is located at an intersection, 
the design should include a “nose” which extends past the crosswalk.  This protects people waiting on the 
median and slows turning drivers. In addition, the island should include curbs, bollards, or other features to 
protect people waiting.  The City of Birmingham has several locations within the City that provide median 
islands, including two locations on W. Maple Road.  

The design of the median island considered both the recommendations of NACTO and the necessary truck 
accommodations.  The signalized pedestrian walk time on the east-west approaches can accommodate 
pedestrians across the intersection without the need for a pedestrian refuge.  However, if the island is proposed 
it is anticipated that many pedestrians will use the island as a refuge to make a two-stage crossing.  Therefore, 
it is recommended that the design the island include design features to ensure the safety of pedestrians who 
might use the island as a refuge.  Considering all these factors the proposed design of the splitter island is 
shown on the attached Option 4. 

Key Findings 

• The stop-bars on S. Eton Street for the left- and right-turn lanes are able to move closer to the 
intersection, providing an additional queuing space (1-2 vehicles) and improved visibility for pedestrians 
at the intersection. 

• The total crosswalk distance is comprised of two shorter crossings of 50-feet and 30-feet, with a 7-foot 
pedestrian refuge.  This is a 8-ft reduction in pedestrian crossing distance over the existing 88-foot 
crosswalk length. 

• The island provides approximately 260-square feet of raised area.  This is enough to maintain a small 
planting area. 

5. SLIP LANE 
A slip lane would provide a channelized approach for northbound right-turning vehicles on S. Eton Street.  Since 
the intersection is skewed, this channelization would create an opportunity to provide a right-turn lane that 
intersects Maple Road at a 90-degree angle.  In addition, the channelization would create a large median island 
for pedestrians, significantly reducing the crosswalk distance from a long 88-feet to two shorter crossings of  
53-feet and 15-feet.  The large median island also provides the opportunity to relocate the existing N-S crossing 
from the west side of the intersection to the east side of the intersection.  The pedestrian crossing would be in-
between the northbound left and right-turning vehicles, therefore eliminating any pedestrian-vehicle conflicts. 
The proposed design of the slip lane is shown on the attached Option 5.   

Key Findings 

• This alternative will require ROW acquisition on the southeast corner of the S. Eton Street & Maple 
Road intersection. 

• The existing guardrail on the north side of the intersection will need to be adjusted to accommodate 
pedestrian crosswalk on the east side of the intersection. 

• A retaining wall may be necessary on the southeast corner of the S. Eton Street & Maple Road 
intersection due to significant grades adjacent to the railroad tracks. 

• The signal at the S. Eton Street & Maple Road intersection would need to be redesigned to 
accommodate the proposed lane geometry and pedestrian crossing. 

• The stop-bar on S. Eton Street for the right-turn lane is able to move closer to the intersection, providing 
an additional queuing space (1-2 vehicles) and improved visibility for pedestrians at the intersection.  
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Due to truck turning movements, no changes can be made to the stop bar location for the northbound 
left-turn. 

• The total crosswalk distance is comprised of two shorter crossings of 53-feet and 15-feet, with a 47-
foot pedestrian refuge.  This is a significant reduction in pedestrian crossing distance over the existing 
88-foot crosswalk length. 

• The N-S pedestrian crossing across Maple Road can be relocated to the east side of the intersection, 
thus eliminating pedestrian conflicts with turning traffic. 

6. SPLITTER ISLAND PEDESTRIAN CROSSING 
This alternative combines the N-S pedestrian crossing from Alternative 5 and the splitter island from Alternative 
1. The N-S pedestrian crossing is moved from the west side of the intersection to the east side of the 
intersection.  Pedestrians would use the splitter island as the landing point to cross Maple Road.  This alternative 
eliminates the pedestrian-vehicle conflicts. In order to provide a crossing at this location the splitter island needs 
to be large enough to accommodate waiting pedestrians and provide the necessary level landing space for 
ADA compliance.  To provide the required design of the splitter island, additional lane width is need on the 
southwest corner to accommodate the truck turning movements.   The proposed design of the splitter island 
with the pedestrian crossing is shown on the attached Option 6.   

Key Findings 

• The pedestrian signal at the S. Eton Street & Maple Road intersection would need to be redesigned to 
accommodate the proposed pedestrian crossing. 

• The existing guardrail on the north side of the intersection will need to be adjusted to accommodate 
pedestrian crosswalk on the east side of the intersection. 

• The N-S pedestrian crossing across Maple Road can be relocated to the east side of the intersection, 
thus eliminating pedestrian conflicts with turning traffic. 

• The stop-bar on S. Eton Street for the right-turn lane is able to move closer to the intersection, providing 
an additional queuing space (1-2 vehicles) and improved visibility for pedestrians at the intersection. 

• The total crosswalk distance is comprised of two shorter crossings of 53-feet and 18-feet, with a 13-
foot pedestrian refuge.  This is a 17-ft reduction in pedestrian crossing distance over the existing 88-
foot crosswalk length. 

• The island provides approximately 325 square feet of raised area.  This is enough to maintain a small 
planting area. 

7. NARROW ROADWAY 
This alternative considered narrowing S. Eton Street at the intersection.  The approach with Maple Road 
currently provides two lanes northbound (separate left- and right- turn lanes) and one southbound through lane, 
for a total of three lanes across the S. Eton Street approach.  The skew of this approach makes the crossing 
extended from a typical 36-feet across to the 88-feet that is provided for pedestrian crossing.  By narrowing the 
roadway the intersection approach can be realigned within the existing ROW.  The intersection approach is 
then a typical T-intersection; with one lane in each direction on the S. Eton Street approach. The proposed 
design is shown on the attached Option 7.   

The primary concern with this alternative is the operational impacts of eliminating the exclusive left- and right- 
turn lanes and providing one shared lane.  A analysis was performed to determine the measure-of-effectiveness 
(MOE) of this alternative as compared to existing operations.  The MOE summary is provided in Table 1.  The 
results of the analysis shows that the high volume of southbound right-turns warrants an exclusive right-turn 
lane.  Eliminating this exclusive movement increased both the vehicle delay (LOS) and the vehicle queueing. 
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Table 1: Alternative 7-S.Eton Street MOE Summary 

Intersection Peak 
Period Approach 

Existing Conditions 
(Exclusive RT & LT) 

Proposed Conditions 
(Shared LT/RT) Difference 

Delay 
(s/veh) LOS Delay 

(s/veh) LOS Delay 
(s/veh) LOS 

Maple Road 
& 

S. Eton 
Street 

AM 

EB 52.8 D 52.8 D 0.0 - 
WB 1.7 A 1.7 A 0.0 - 
NBL 48.6 D 

100.2 F 
51.6 D > F 

NBR 19.7 B 80.5 B > F 
Overall 21.2 C 34.7 C 13.5 - 

PM 

EB 54.5 D 54.5 D 0.0 - 
WB 1.5 A 1.5 A 0.0 - 
NBL 65.5 E 

791.4 F 
725.9 E > F 

NBR 26.4 C 765.0 C > F 
Overall 25.5 C 169.9 F 144.4 C > F 

Maple Road 
& 

N. Eton 
Street / 
Whole 

Foods Drive 

AM 

EB 2.0 A 5.4 A 3.4 - 
WBL 0.0* A 0.0* A 0.0 - 

WBTR 46.0 D 46.0 D 0.0 - 
NBL 46.9 D 46.9 D 0.0 - 
NBT 45.1 D 45.1 D 0.0 - 
SBL 55.4 E 55.4 E 0.0 - 
SBR 31.5 C 31.5 C 0.0 - 

Overall 25.2 C 26.7 C 1.5 - 

PM 

EB 1.6 A 5.6 A 4.0 - 
WBL 30.7 C 30.7 C 0.0 - 

WBTR 59.0 E 59.0 E 0.0 - 
NBL 65.1 E 65.1 D 0.0 - 
NBT 51.8 D 51.8 D 0.0 - 
SBL 73.5 E 73.5 D 0.0 - 
SBR 27.5 C 27.5 C 0.0 - 

Overall 28.8 C 30.7 C 1.9 - 
* Indicates No Volume Present 
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Intersection Peak 
Period Approach 

Existing Conditions 
(Exclusive RT & LT) 

Proposed Conditions 
(Shared LT/RT) Difference 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Maple Road 
& 

S. Eton 
Street 

AM 

EBT 228 343 223 323 -5 -20 
EBTR 250 370 234 336 -16 -34 
WBL 67 119 61 115 -6 -4 
WBT 14 59 11 54 -3 -5 
NBL 32 73 

378 615 
346 542 

NBR 82 152 296 463 

PM 

EBT 291 404 331 514 40 110 
EBTR 321 437 358 543 37 106 
WBL 97 141 96 142 -1 1 
WBT 30 91 29 86 -1 -5 
NBL 51 107 486 505 435 398 
NBR 122 211 364 294 

Maple Road 
& 

N. Eton 
Street / 
Whole 

Foods Drive 

AM 

EBL 13 41 27 69 14 28 
EBTR 64 64 40 83 -24 19 
WBL 0* 0* 0* 0* 0 0 
WBT 241 375 256 405 15 30 

WBTR 227 362 236 381 9 19 
NBL 13 38 12 37 -1 -1 
NBT 1 11 1 9 0 -2 
SBL 65 159 46 127 -19 -32 
SBR 172 271 164 256 -8 -15 

PM 

EBL 21 57 16 56 -5 -1 
EBTR 17 55 19 59 2 4 
WBL 20 125 16 105 -4 -20 
WBT 292 482 266 430 -26 -52 

WBTR 259 454 237 396 -22 -58 
NBL 41 88 43 98 2 10 
NBT 10 36 9 34 -1 -2 
SBL 65 158 66 160 1 2 
SBR 189 284 178 274 -11 -10 

* Indicates No Volume Present 

Key Findings 

• The intersection operations would be significantly impacted by this alternative.  A LOS F would be 
experienced on several movements and the vehicle queue lengths would extend beyond the existing 
conditions by 300-500 feet (12-20 vehicles). 

• The stop-bar on S. Eton Street is able to move closer to the intersection, providing an additional queuing 
space (1-2 vehicles). 

• The total crosswalk distance is reduced from 88-feet to 46-feet.  

• Drainage modifications, including a new drainage structure, would be required to narrow the roadway 
at this approach.  
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8. GRADE SEPARATION 
A grade separation alternative was considered for this intersection to accommodate the pedestrians on the E-
W movement across N. Eton Street.  The benefit of grade separation is the pedestrian is completely separated 
from the vehicular traffic and provides uninterrupted flow for pedestrian movements.  Grade separation is most 
feasible and appropriate in extreme cases where pedestrians must cross roadways such as freeways and high-
speed, high-volume arterials.  However, studies 1  have shown that many pedestrians will not use grade 
separated crossings if they can cross at street level in about the same amount of time. Furthermore, any grade 
separation must be ADA compliant which requires the use of ramps or elevators.  Extensive ramping results in 
long crossing distances and steep slopes that will be difficult to accommodate with the adjacent railroad bridge.  

Key Findings 

• The total crossing distance will likely be extended due to the ramping required. 

• A pedestrian bridge would be difficult to construct adjacent to the railroad bridge. 

• Pedestrians will not use a grade separated crossing if a more direct route is available. 

• Lighting, drainage, graffiti removal, and security are also major concerns with underpasses. 

• The cost associated with grade separation is very high, in the $1-10Mil range depending on the type of 
construction, design and site conditions.  

9. PEDESTRIAN SIGNAL TIMING 
The signal timing at the Maple Road & Eton Street intersection overall is a complex system.  The N. and S. 
Eton approaches are coordinated to provide efficient movement of traffic through the intersection.  To reduce 
back-ups on Maple Road the N-S pedestrian signals are activated by push buttons.  The E-W pedestrian 
crossing on S. Eton Street is not controlled by push buttons, as there is adequate time for pedestrians to cross 
during the normal signal phasing.  There are some pedestrian safety concerns associated with the current 
signal operations.  

• The WB left-turns on Maple Road have a permissive / protected left-turn.  During the permissive phase, 
pedestrians are crossing S. Eton Street in conflict with the left-turning vehicles. 

• The NB right-turns from S.Eton Street onto Maple Road are permitted to turn right-on-red during the 
pedestrian walk phase. 

Signal timing changes were investigated at this intersection to determine if changes to the signal timing could 
be accommodated and maintain acceptable intersection operations.  The signal timing alternatives and the 
resulting MOEs are summarized in Table 2. 
  

                                                      
1 Bowman, B.L., J.J. Fruin, and C.V. Zegeer, Planning, Design, and Maintenance of Pedestrian Facilities, Report No. FHWA-IP-88-019, Federal Highway 
Administration, October 1988. 
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Table 2: Alternative 9-Signal Timing MOE Summary 

Intersection Peak 
Period Approach 

Existing 
Conditions 

Pedestrian 
Phase Difference 

Delay 
(s/veh) LOS Delay 

(s/veh) LOS Delay 
(s/veh) LOS 

Maple Road 
& 

S. Eton 
Street 

AM 

EB 52.8 D 160.6 F 107.8 D > F 
WB 1.7 A 7.0 A 5.3 - 
NBL 48.6 D 58.7 E 10.1 D > E 
NBR 19.7 B 26.1 C 6.4 B > C 

Overall 21.2 C 58.2 E 37.0 C > E 

PM 

EB 54.5 D 230.8 F 176.3 D > F 
WB 1.5 A 9.8 A 8.3 - 
NBL 65.5 E 79.9 E 14.4 - 
NBR 26.4 C 28.8 C 2.4 - 

Overall 25.5 C 90.7 F 65.2 C > F 

Maple Road 
& 

N. Eton 
Street / 
Whole 

Foods Drive 

AM 

EB 2.0 A 7.8 A 5.8 - 
WBL 0.0* A 0.0* A 0.0 - 

WBTR 46.0 D 196.7 F 150.7 D > F 
NBL 46.9 D 54.2 D 7.3 - 
NBT 45.1 D 50.5 D 5.4 - 
SBL 55.4 E 81.1 F 25.7 E > F 
SBR 31.5 C 35.8 D 4.3 C > D 

Overall 25.2 C 85.1 F 59.9 C > F 

PM 

EB 1.6 A 11.0 B 9.4 A > B 
WBL 30.7 C 59.6 E 28.9 C > E 

WBTR 59.0 E 265.4 F 206.4 E > F 
NBL 65.1 E 79.1 E 14.0 - 
NBT 51.8 D 54.3 D 2.5 - 
SBL 73.5 E 91.6 F 18.1 E > F 
SBR 27.5 C 33.2 C 5.7 - 

Overall 28.8 C 106.2 F 77.4 C > F 
* Indicates No Volume Present 
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Intersection Peak 
Period Approach 

Existing 
Conditions 

Pedestrian 
Phase Difference 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Average 
(ft) 

95th % 
(ft) 

Maple Road 
& 

S. Eton 
Street 

AM 

EBT 228 343 664 1096 436 753 
EBTR 250 370 671 1106 421 736 
WBL 67 119 65 120 -2 1 
WBT 14 59 9 51 -5 -8 
NBL 32 73 34 77 2 4 
NBR 82 152 96 167 14 15 

PM 

EBT 291 404 1934 2979 1643 2575 
EBTR 321 437 1953 2980 1632 2543 
WBL 97 141 99 139 2 -2 
WBT 30 91 34 91 4 0 
NBL 51 107 62 119 11 12 
NBR 122 211 117 212 -5 1 

Maple Road 
& 

N. Eton 
Street / 
Whole 

Foods Drive 

AM 

EBL 13 41 23 63 10 22 
EBTR 64 64 33 79 -31 15 
WBL 0* 0* 0* 0* 0 0 
WBT 241 375 462 503 221 128 

WBTR 227 362 461 507 234 145 
NBL 13 38 11 32 -2 -6 
NBT 1 11 2 13 1 2 
SBL 65 159 61 157 -4 -2 
SBR 172 271 208 305 36 34 

PM 

EBL 21 57 33 73 12 16 
EBTR 17 55 47 93 30 38 
WBL 20 125 41 195 21 70 
WBT 292 482 465 480 173 -2 

WBTR 259 454 464 481 205 27 
NBL 41 88 49 104 8 16 
NBT 10 36 10 38 0 2 
SBL 65 158 81 187 16 29 
SBR 189 284 231 311 42 27 

* Indicates No Volume Present 

Key Findings 

• An exclusive pedestrian phase would provide a safer crossing that the existing condition. 

• The intersection operations would be significantly impacted by this alternative.  A LOS F would be 
experienced on several movements and the vehicle queue lengths would extend beyond the existing 
conditions by 200-2500 feet (8-100 vehicles). 

• It is recommended an exclusive pedestrian phase is run with push button activation due to the low 
pedestrian volumes at this intersection.   
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SUMMARY 
Alternative Recommendation Comments Cost 

Estimate 
1. Splitter 

Island 
Recommended • The total crosswalk distance is comprised of two 

shorter crossings of 53-feet and 18-feet, with a 13-
foot pedestrian refuge.  This is a 17-ft reduction in 
pedestrian crossing distance over the existing 88-foot 
crosswalk length. 

$25,000-
50,000 

2. Bumpout 
(SE Corner) 

Not Recommended • The bumpout reduces the overall crossing distance, 
but a long crossing distance remains. 

$25,000-
50,000 

3. Bumpout 
(SW 
Corner) 

Not Recommended • The bumpout reduces the overall crossing distance, 
but a long crossing distance remains. 

$25,000-
50,000 

4. Median 
Island 

Not Recommended • The total crosswalk distance is comprised of two 
shorter crossings of 50-feet and 30-feet, with a 7-foot 
pedestrian refuge.  This is a 8-ft reduction in 
pedestrian crossing distance over the existing 88-foot 
crosswalk length. 

• The median is only 7-ft wide.  The recommended 
minimum is 6-ft wide.  A larger pedestrian refuge 
associated with a different alternative is 
recommended. 

$25,000-
50,000 

5. Slip Lane Recommended 
(with reservations) 

• This alternative will require ROW acquisition on the 
southeast corner of the S. Eton Street & Maple Road 
intersection. 

• The existing guardrail on the north side of the 
intersection will need to be adjusted to accommodate 
pedestrian crosswalk on the east side of the 
intersection. 

• A retaining wall may be necessary on the southeast 
corner of the S. Eton Street & Maple Road 
intersection due to significant grades adjacent to the 
railroad tracks. 

• The signal at the S. Eton Street & Maple Road 
intersection would need to be redesigned to 
accommodate the proposed lane geometry and 
pedestrian crossing 

$250,000-
500,000 

6. Splitter 
Island Ped 
Crossing 

Recommended • The total crosswalk distance is comprised of two 
shorter crossings of 53-feet and 18-feet, with a 13-
foot pedestrian refuge.  This is a 17-ft reduction in 
pedestrian crossing distance over the existing 88-foot 
crosswalk length. 

• The pedestrian signal at the S. Eton Street & Maple 
Road intersection would need to be redesigned to 
accommodate the proposed pedestrian crossing. 

• The existing guardrail on the north side of the 
intersection will need to be adjusted to accommodate 
pedestrian crosswalk on the east side of the 
intersection. 

• The N-S pedestrian crossing across Maple Road can 
be relocated to the east side of the intersection, thus 
eliminating pedestrian conflicts with turning traffic. 

$75,000-
100,000 
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7. Narrow 
Roadway 

Not Recommended • Significant impact on traffic operations $25,000-
50,000 

8. Grade 
Separation 

Not Recommended • Pedestrians will not use a grade separated crossing 
if a more direct route is available. 

• Construction would be difficult adjacent to the 
railroad bridge 

$1Mil-$10Mil 

9. Pedestrian 
Signal 
Timing 

Not Recommended • Significant impact on traffic operations $20,000 

 
We hope that this information provides adequate clarification to address the questions of the City.  If you have 
any questions or concerns, please contact our office.  
 
Sincerely, 
 
FLEIS & VANDENBRINK  
 
 
 
 
Julie M. Kroll, PE, PTOE  
Sr. Project Manager 
  

 
 
 
 
 
 
 
  

 
JMK:jjs 
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MEMORANDUM 
 

 
DATE:   January 15, 2019 
 
TO:   Multi-Model Transportation Board 
 
FROM:  Jana L. Ecker, Planning Director 

Cmdr. Scott Grewe, Police Department 
Paul T. O’Meara, City Engineer 

 
SUBJECT: Wimbleton Neighborhood Intersection Evaluation 
 
 
The City has received complaints from residents that there are no traffic control signs at the 
intersection of Henley and Warwick.  The residents advised the intersection is dangerous and was 
concerned that drivers were traveling at high speeds through this intersection which could result in 
a serious accident.  While speaking with Laura Cook (587 Henley) other intersections in the 
neighborhood were discussed as most of them also have no traffic control. 
 
Multiple traffic count studies were conducted on the streets in this neighborhood as well as accident 
data was reviewed.  According to the Michigan Manual on Uniform Traffic Control Devices 
(MMUTCD) for uncontrolled intersections the following rules apply: “Right of Way at Intersections”, 
when two vehicles approach an intersection from different streets or highways at approximately the 
same times, the right-of-way rule requires the driver of the vehicle on the left to yield the right-of-
way to the vehicle on the right.  In addition, the use of YIELD or STOP signs should be considered 
at the intersection of two minor streets or local roads where the intersection has more than three 
approaches and where one or more of the following conditions exist: 
 

1. The combined vehicular, bicycle and pedestrian volume entering the intersection from 
all approaches averages more than 2,000 units per day. 

2. The ability to see conflicting traffic on an approach is not sufficient to allow a road user 
to stop or yield in compliance with the normal right-of-way rule if such stopping or 
yielding is necessary. 

3. Crash records indicate that five or more crashes that involve the failure to yield the right-
of-way at the intersection under the normal right-of-way rule have been reported within 
a 3-year period, or that three or more such crashes have been reported with in a 2-year 
period. 
 

All intersections were reviewed and only one accident, in the last three years, was located that was 
a result of failure-to-yield at the intersection of Henley and Oxford.  A review of available traffic 
counts suggests that the total vehicle traffic at any intersection is around 800 or less. 
 
Based on the information obtained and the complaints received the City’s engineering traffic 
consultants, Fleis and Vandenbrink, were contacted and asked to review the areas intersections.  
See attached report and suggested locations for installation of Yield signs due to sight line visibility 
concerns. 
 



2 
 
 

 
 
 
Suggested Recommendation: 
 
To install YIELD signs at the following intersections: 

1. On Henley at Abbey 
2. On Henley at Oxford 
3. On Henley at Warwick 
4. On Henley at Tottenham 
5. On Tottenham at Warwick 
6. On Oakdale at Rivenoak 







































 
 
 
 

MEMO 

27725 Stansbury Boulevard, Suite 195 
Farmington Hills, MI 48334 

P: 248.536.0080 
F: 248.536.0079 

Wimbleton Intersection Evaluation FINAL Memo 1-14-2019  www.fveng.com 

 VIA EMAIL 

To: 
Mr. Paul O’Meara, City Engineer 
City of Birmingham 

From: 
Julie M. Kroll, PE, PTOE 
Jacob J. Swanson, EIT 
Fleis & VandenBrink Engineering 

Date: January 14, 2019 

Re: Wimbleton Neighborhood Intersection Evaluation 

 
Fleis & VandenBrink (F&V) staff is pleased to present this memo to the City Birmingham for your use evaluating 
the recommended signing for the uncontrolled intersections within the Wimbleton Neighborhood.  This study 
was performed to determine if intersection control should be provided at any of the following uncontrolled 
intersections: 

- W. Henley Street & Abbey Street -     Warwick Street & Shepardbush Street 
- Henley Street & Oxford Road  -     Warwick Street & Wimbleton Drive 
- Henley Street & Warwick Street -     Shepardbush Street & Tottenham Road 
- Henley Street & Putney Street -     Shepardbush Street & Putney Street 
- Henley Street & Tottenham Road -     Shepardbush Street & Abbey Street 
- Warwick Street & Tottenham Road -     Poppleton Street & Abbey Street 
- Rivenoak Street & Oakdale Street 

The guidance regarding regulatory traffic measures is provided in the Michigan Manual of Uniform Traffic 
Control Devices (MMUTCD) Sections 2B.04, 2B.06, and 2B.07. Additional information is provided in the 
American Association of State Highway and Transportation Officials Geometric Design of Highway and Streets 
(Green Book) and the Guidelines for Converting Stop to Yield Control at Intersections, National Cooperative 
Highway Research Program (NCHRP) Report 320.  F&V referenced the MMUTCD and additional documents 
to evaluate the existing intersection conditions and develop a recommendation.  The results of the analysis and 
the recommendations are included herein.  

INTERSECTION CONTROL ANALYSIS 
Section 2B.04 of the MMUTCD provides a set of criteria to evaluate in order to determine when intersection 
control (YIELD or STOP) should be considered at the intersection of two local streets.  The use of YIELD or 
STOP signs should be considered if any of the following conditions exists: 

A. The combined vehicular, bicycle, and pedestrian volume entering the intersection from all approaches 
exceed 2,000 vehicles per day  

B. The ability to see conflicting traffic on an approach is not sufficient to allow a road user to stop or yield 
in compliance with the normal right-of-way rule if such stopping or yielding is necessary. 

C. Crash records indicate that five or more crashes that involve the failure to yield the right-of-way at the 
intersection under the normal right-of-way rule have been reported within a 3-year period, or that three 
or more such crashes have been reported within a 2-year period.  

The Birmingham Police Department collected volume and crash data for the Wimbleton Neighborhood and 
indicated that Condition A and Condition C are not met for any of the intersections.  F&V conducted an 
evaluation of the corner clearance for each of the study intersections and compared existing conditions to the 
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requirements for corner clearance outlined in the AASHTO Green Book.  Several of the study intersections do 
not have the necessary intersection corner clearance to operate as uncontrolled intersections, due to significant 
line of sight obstructions.  The intersections without adequate corner clearance are as follows: 

- W. Henley Street & Abbey Street -     Henley Street & Tottenham Road 
- Henley Street & Oxford Road  -     Warwick Street & Tottenham Road 
- Henley Street & Warwick Street -     Rivenoak Street & Oakdale Street 

Therefore, traffic control signage is recommended at all of these study intersections.  All of the other study 
intersections have the necessary intersection corner clearance, having only minor obstructions within the line 
of sight, and are therefore recommended to remain as uncontrolled intersections. 

YIELD CONTROL ANALYSIS 
The MMUTCD recommends the use of STOP signs only when warranted.  The NCHRP report recommends a 
wider use of YIELD signs for new intersection, where the given criteria are met.  For the purpose of this 
evaluation, the installation of intersection control signage at a previously uncontrolled intersection functions 
similarly to the evaluation of intersection control for the installation of a new intersection.  At many locations, 
the most appropriate intersection control measure will be YIELD signs or no control at all. The NCHRP report 
provided guidelines to use when evaluating where YIELD signs are to be used for intersection control.  The 
criterion encompassed in these guidelines includes the evaluation of the following: Roadway Classification, 
Traffic Volumes, Speeds, and Crashes. The analyses of the study intersections being recommended for traffic 
control signage are summarized below. 

ROADWAY CLASSIFICATION  
The major street has been designated as a through street with control along a substantial length that grants or 
implies right-of-way by using traffic. Not met.  

All of the studied intersection roadways within the Wimbleton Neighborhood are classified as Local Streets; 
therefore, the designation of which roadway is the major street cannot be determined solely on the basis of 
roadway classification.  However, the majority of intersections within the study area are three-way “T-leg” 
intersections; these intersections produce an underlying implication that the major roadway is designated as 
the through street and the dead-end street is the minor roadway.  Therefore, it is recommended that traffic 
control signage be provided on the dead-end leg that intersects with the through street. 

Additionally, the MMUTCD provides support, stating “The following are considerations that might influence the 
decision regarding the appropriate roadway upon which to install a YIELD or STOP sign where two roadways 
with relatively equal volumes and/or characteristics intersect: 

A. Controlling the direction that conflicts the most with established pedestrian crossing activity or school 
walking routes; 

B. Controlling the direction that has obscured vision, dips, or bumps that already require drivers to use 
lower operating speeds 

C. Controlling the direction that has the best sight distance from a controlled position to observe conflicting 
traffic. 

The intersections of Henley Street & Oxford Road and Henley Street & Warwick Street are 4-leg intersections, 
with relatively similar approach volumes.  Traffic control is recommended to be provided on Henley Street, at 
both intersections, on the basis that Henley Street provides the best sight distance from a controlled position. 

TRAFFIC VOLUMES 
The average daily traffic should be less than 1,500 vehicles per day on the major street and less than 600 
vehicles per day on the minor street. Met. 

The Birmingham Police Department has collected volume data within the neighborhood and has indicated that 
the roadway volumes for all of the study intersections fall below the given thresholds.  

SPEED DATA 
The intersection(s) should be a residential street intersection with a speed limit of 25 mph or lower. Met. 

The speed limit for all of the study roadways within the Wimbleton Neighborhood is 25mph, however people 
will drive the speed that they feel is “comfortable” for the roadway and is dependent on several factors (road 
condition, width, set-back, lane width, etc.)  Therefore, engineers use the 85th percentile speed as a guide to 
set the speed limit to provide a safe speed and to promote uniform traffic flow along a corridor. The 
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85th percentile speed is the speed at or below which 85 percent of all vehicles are observed to travel under free-
flowing conditions past a monitored point.  

Existing speed data was collected by the Birmingham Police Department, on Tuesday-Friday July 31, 2018 - 
August 3, 2018 at two locations: 1) along Henley Street between Oxford Road and Warwick Street, and 2) along 
Warwick Street between Henley Street and Wimbleton Drive. The speed data is summarized below, and the 
detailed speed data are attached.   

85TH PERCENTILE SPEEDS (MPH) 

Count Location NB / EB SB / WB Combined 

Henley Street (Oxford Road to Warwick Street) 22 15 19 

Warwick Street (Henley Street to Wimbleton Drive) 21 21 21 

 
The results of the analyses show that the 85th percentile speeds are lower than the posted speed limit and are 
within the typical range for a residential neighborhood.  Therefore, the remaining roadways were evaluated 
assuming a conservative 85th percentile speed of 25mph. 

CRASH DATA 
No more than two crashes involving vehicles on the minor street have occurred over the past three years. Met. 

The City of Birmingham Police Department performed a crash analysis for all of the study intersections within 
the Wimbleton Neighborhood.  The results of their analyses showed that, within the most recent three years of 
data, only one crash occurred that could be corrected by changes in traffic control devices. 

SUMMARY 

The results of the analysis show that intersection control should be provided for the following intersections:  

- W. Henley Street & Abbey Street -     Henley Street & Tottenham Road 
- Henley Street & Oxford Road  -     Warwick Street & Tottenham Road 
- Henley Street & Warwick Street -     Rivenoak Street & Oakdale Street 

The study indicates that, for the aforementioned study intersections, traffic control should be provided on the 
minor street and that YIELD control is the recommended traffic control device, with the exception of Rivenoak 
Street and Oakdale Street.  At the study intersection of Rivenoak Street and Oakdale Street, there are 
substantial line of sight obstructions along Oakdale Street, requiring motorists to stop in order to safely observe 
oncoming traffic; therefore, STOP control is recommended at this location   The YIELD analysis results are 
summarized below. 

YIELD Sign Criterion (NCHRP Report, 320) Met? 

Roadway 
Classification 

The major street has been designated as a through street with control along 
a substantial length that grants or implies right-of-way by using traffic. 

No 

Traffic Volumes 
The average daily traffic should be less than 1,500 vehicles per day on the 
major street and less than 600 vehicles per day on the minor street. 

Yes 

Speeds 
The intersection(s) should be a residential street intersection with a speed 
limit of 25 mph or lower. 

Yes 

Crashes 
No more than two crashes involving vehicles on the minor street have 
occurred over the past three years 

Yes 

YIELD Control Recommended Yes 
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In addition, the MMUTCD provides further clarification regarding when the use of STOP signs on the minor-
street approaches should be considered if engineering judgment indicates that a stop is always required 
because of one or more of the following conditions: 

STOP Sign Criterion (MMUTCD Section 2B.06) Met? 

Traffic Volumes 
The vehicular traffic volumes on the through street or highway exceed 6,000 
vehicles per day 

No 

Sight Distance 
A restricted view exists that requires road users to stop in order to adequately 
observe conflicting traffic on the through street or highway  

Yes 

Crashes 

Crash records indicate that three or more crashes that are susceptible to correction 
by the installation or a STOP sign have been reported within a 12-month period, 
or that five or more such crashes have been reported within a 2-year period. Such 
crashes include right-angle collisions involving road users on the minor-street 
approach failing to yield the right-of-way to traffic on the through street or highway. 

No 

STOP Control Recommended No 

At each of the study intersections, the intersection corner clearance does not provide adequate stopping sight-
distance, however the crash data at the intersections does not indicate there is a correctable pattern of crashes 
that would be mitigated with STOP control on the minor street approached. 

RECOMMENDATIONS 

1. Based on the results of this study, YIELD control is recommended on the minor street approach for each 
of the following intersection: 

 W. Henley Street & Abbey Street 

 Henley Street & Oxford Road 

 Henley Street & Warwick Street 

 Henley Street & Tottenham Road 

 Warwick Street & Tottenham Road 

2. STOP control is recommended along Oakdale Street as it intersects with Rivenoak Street. 

2.3. All of the other study intersections within the Wimbleton Neighborhood are recommended to remain 
uncontrolled.  A summary of the recommended intersection control is provided in the Table below. 

Intersection 
Recommended Traffic 

Control Device 
Minor Roadway 

(Yield controlled) 
W. Henley Street & Abbey Street (3-way) Yield W. Henley Street 
Henley Street & Oxford Road Yield Henley Street 
Henley Street & Warwick Street Yield Henley Street 
Henley Street & Putney Street No control N/A 
Henley Street & Tottenham Road Yield Henley Street 
Warwick Street & Tottenham Road Yield Tottenham Road 
Warwick Street & Shepardbush Street No control N/A 
Warwick Street & Wimbleton Drive No control N/A 
Shepardbush Street & Tottenham Road No control N/A 
Shepardbush Street & Putney Street No control N/A 
Shepardbush Street & Abbey Street No control N/A 
Poppleton Street & Abbey Street No control N/A 
Rivenoak Street & Oakdale Street Stop Oakdale Street 

2.4. If the conditions and crash patterns at any of the study intersections change, the City should consider 
reevaluating the corridor to determine if changes to the traffic control measures are warranted and 
recommended. 

If you have any questions or concerns regarding this engineering analysis, please contact our office. 
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The cost of auto orientation—designing our towns and cities around the easy, fast movement of 
cars—is not just measured in dollars and cents. The number of U.S. traffic fatalities in 2017 topped 
40,000 people. Nearly 6,000 of those people were on foot—a 25-year high. Each of those people 
had a unique story. Each of them had a family.

And after each high-profile crash, we all hear the same litany of advice from law enforcement and 
traffic safety professionals.

“Be hyper-aware of your surroundings.”

“Always obey the speed limit.”

“Speed is a factor in 30 percent of crashes.”

“Safety is a shared responsibility.”

And yet, we know that people are sometimes going to make mistakes. Even conscientious drivers 
make mistakes. People walking, going about their business, are going to make mistakes. No one is 
going to be hyper-vigilant every moment that they’re out in the world. And why should we have to?

We can't regulate our way to safety. We must design our streets to be safe.

Two simple photos reveal what it means to design a street to be safe, versus counting on the 
speed limit alone to do the job. This meme was created by planner Wes Craiglow of Conway, AR, 
and shared on social media by the "Transportation Psychologist," our friend, Bryan Jones. We first 
shared it back in 2015, but it remains timeless, so here it is again:

As Wes points out: "The meme is intended to help viewers consider how different street designs 
makes you feel as a driver, and ultimately affect how you behave behind the wheel. Generally 

https://www.strongtowns.org/journal/2017/1/29/the-cost-of-auto-orientation-rerun
https://www.usatoday.com/story/money/cars/2018/02/15/national-safety-council-traffic-deaths/340012002/
https://www.npr.org/sections/thetwo-way/2018/02/28/589453431/pedestrian-fatalities-remain-at-25-year-high-for-second-year-in-a-row
https://www.facebook.com/TransportationPsychologist/photos/a.557282294394376/793987447390525/?type=3&theater
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speaking, as depicted by the lower photo, narrower travel lanes, shorter block lengths, and a tree 
canopy, all contribute to drivers traveling more slowly. Conversely, wide lanes, long block lengths, 
and open skies, as seen in the upper photo, communicate to drivers that higher speeds are 
appropriate.”

Look again at the two photos. Imagine yourself behind the wheel of a car on each street. On which 
street would you drive faster? On which street would you exercise more caution?

“Forgiving” Design is a Misnomer

The first photo looks like tens of thousands of 
suburban streets all over America. It’s entirely 
representative of something the 
transportation engineering profession calls 
“forgiving design.” The premise is simple: 
drivers will make occasional mistakes—veer a 
bit out of their lane, fail to brake quite hard enough—and if the street is wide, with high visibility in 
all directions, and free of immediate obstacles such as trees and fences, those mistakes won’t be 
catastrophic.

The problem: this street feels too forgiving to a driver. Too safe and comfortable. So drivers speed 
up. The engineers didn’t account for this aspect of human psychology.

This residential street is built like a four-lane highway, and so even though its legal speed limit is 
20 miles per hour, it’s no surprise when somebody guns it up to 40 miles per hour or more down a 
street like this. It feels natural to do so. It feels safe. But it isn’t safe—because on a city street, 
unlike a freeway, there might be people around. People who will most likely be badly hurt or killed if 
a speeding driver hits them.

Read transportation engineer Jon Larsen’s explanation of why the forgiveness of slow speeds is 
better than the “forgiving” design of wide streets.

�e Paradox of Street Design: If It Feels a Bit Dangerous, It’s Probably 
Safer

The second photo, on the other hand, 
represents the most basic, frugal approach to 
designing a street for slow speeds. It’s not 
perfect. It lacks sidewalks or bicycle facilities, 
which some of our readers might take issue 
with—and yes, many places ought to have 
those things.

https://www.strongtowns.org/journal/2018/2/2/forgiving-design-vs-the-forgiveness-of-slow-speeds
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But this “slow street” does something really profound and important. It causes drivers to slow 
down, whether or not there’s a posted speed limit or law enforcement is present, because of the 
uncertainty and sense of heightened risk.

The street is narrow. Visibility is limited—look at that front left corner of the intersection, where a 
red fire hydrant stands next to a white fence. The lack of visibility there is not a safety hazard: 
paradoxically, it’s probably the single biggest thing that promotes safety at this intersection. 
Because if you’re driving here, and can’t see whether a vehicle is approaching from the left, what 
are you going to do?

That’s right. You’re going to slow down.

Read Daniel Herriges’s article on why narrow streets can deliver a ton of benefits to our cities 
and towns at low cost.

Why 20 Miles Per Hour?

If we could keep most urban traffic to 20 miles per hour or less, we could eliminate the vast 
majority of deaths from car crashes in our cities and towns. We wouldn’t eliminate mistakes—
people, both inside and outside vehicles, are going to make them—but those mistakes would 
rarely be deadly.

The place for wide lanes and “forgiving design” is on a high-speed road. City streets, on the other 
hand, should be places for people. We know how to design streets that will slow down traffic 
automatically, without the need for heavy-handed enforcement, and regardless of what the speed 
limit sign says. We just need to do it.

Read Chuck Marohn’s article on the crucial difference between a street and a road.

Learn more about our Slow the Cars campaign. 

Like this content, and want to help us produce more like it? Become a member of the Strong Towns 
movement, and support Strong Towns’s work to make our streets safe, welcoming, and productive 
places for people.

https://www.strongtowns.org/journal/2016/6/6/narrow-streets-do-more-with-less
https://www.strongtowns.org/journal/2018/1/15/slow-the-cars
http://strongtowns.org/slowthecars
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Cave Johnson • 6 days ago

I have been thinking a bit about what the end game is for streets
without sidewalks. I happen to live in a part of town with very few
sidewalks. I looked at the city's pedestrian/bike plan and its
policies call for sidewalks on both sides of every street. That's just
not going to happen in my neighborhood. There are too many
streets to completely rebuild them anytime soon. There are too
many other priorities. If It was my choice, I would spend it
somewhere else; probably on arterial crossings.

I think our plans should be honest. If it's not going to happen,
don't adopt a policy of strategic pretending that it will because that
means that nothing will every happen. If it's not feasible, then say
so and find a plan that is. My family and I walk around our
neighborhood quite often and I've come around to the idea that
streets without sidewalks can be OK. If we can't build sidewaks,
we need to create conditions where walking in the street is safe
and normal.

My new principle is that, if I'm walking in the street, you're driving
on the sidewalk. If this street is a shared space, we need to make
it look and feel like a place that people can safely share. Ideally,
you'd want narrower streets, but I'm not asking for that much
change that quickly. The streets are too wide, but we have to
work with what we have. Here are some thoughts on policies that
would do that:

1. Every street without a sidewalks needs a 20mph speed limit. If
it needs a 30mph speed limit because its an arterial or a collector,
then it needs sidewalks.

2. Change parking standards so more people park on the street,
preferably they park their boat there and back it in at a funny
angle. Then you add a basketball hoop so you can't tell when
someone is playing there or not.

3. Neck down the intersections from the arterials and collectors so
you send a strong signal to drivers that they are entering a new

 Recommend  2
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 • Reply •
kind of space with different expectations.
3△ ▽

 • Reply •

Henry Miller  • 6 days ago> Cave Johnson

The street in front of a house should be shared space.
Kids playing baseball - let cars coming through wait for a
break in the action before the continue on. There are not
enough cars moving through the above neighborhoods on
the average day to need car only space - those are called
freeways and serve a very different traffic need.
3△ ▽

 • Reply •

doodles • 6 days ago

I still haven't been able to wrap my head around how wide streets
are in the US. Working as a planner in northern Sweden we
usually design streets for single family housing to be 11 meters
wide (36 feet) of which 5.5 meters (16.5 feet) is paved with
asphalt, the rest being grass used for snow during winter and for
stormwater during summer. Keeping the streets narrow and
functioning as shared space also slows the cars and makes them
safer.
3△ ▽

 • Reply •

Cave Johnson  • 5 days ago> doodles

The main driver of wide streets in America is the fire
department and the solid waste utility. Americans respond
to every medical emergency with an fire truck the size of
an aircraft carrier.
4△ ▽

 • Reply •

Matti Paul  • 3 days ago> Cave Johnson

I don’t think so. Large vehicles likely followed the
wide streets that allowed them.
△ ▽

Jerry • 6 days ago

What's interesting is listening to neighborhoods (my own or the
ones i work with) complain about speeding, then also complain
that the current 30' wide road is too narrow, and that you have to
slow down or pull aside when there are parked cars or oncoming
traffic.

So often people say they want to lower speeds, but when
measures are suggested that would actually lower speeds the
same people back down and ask "isn't there just a sign that we
can put up?' ....no.
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 • Reply •

I'm going to have to bookmark this page for the next time one of
my neighbors complains about how those 'other people' are
speeding through our neighborhood (pst, it's not other people...its
you and the rest of the neighborhood').
2△ ▽

 • Reply •

TBurt • 5 days ago

This has already been mentioned, but a street without sidewalks
is both. I grew up in a small town(~4200 people) where I played in
the street all summer. There was a stop sign at both ends of my
block. The worst offenders for speeding and blowing stop signs
was actually the town cops. We just kept our eyes up and moved
out of the street when cars passed. The beautiful thing about
living in a gridded town is that you can get around even if the
bigger collectors/arterials are blocked for whatever reason, and
very few streets carry a majority of traffic, but even those don’t
have quite the demand of suburban arterials. Also, you can just
play in the street around the corner if the one in front of your
house is too busy.
1△ ▽

 • Reply •

Rob • 6 days ago

What is even worse is that many neighborhoods would "fix" a
speeding problem on the top street by putting in speed bumps.
Which actually makes things less safe instead of more (speed
bumps dramatically slow down emergency vehicles, and the
additional deaths due to delaying ambulances is way higher than
the deaths due to pedestrian accidents on these type of streets).

Actually, the parenthetical has me agreeing somewhat with nate
(which is rare). Suburban streets like either of these aren't
dangerous to pedestrians. Stroads are dangerous to pedestrians.
A mixed use urban street should be designed more like the
bottom one. A suburban residential street isn't dangerous in the
top form.

I lived on a street that looked a lot like the bottom picture.
Between me making an offer and closing, speed bumps were
added. It was awful. Other than that, though, I liked that location.
1△ ▽

nate  • 5 days ago> Rob

We probably agree more than you might think. I do
happen to live in an older neighborhood without any
sidewalks, platted back in 1896. This idea planners are
taught in grad school that every neighborhood in the
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 • Reply •

suburbs needs sidewalks, bike lanes, etc. It's just not true.

In fact, suburban streets are often used as community
space, primarily for kids. Basketball, street hockey,
biking/rollerblading, block parties, etc etc

Which makes the sidewalks they have somewhat absurd
when you think about it. Kids out in the street playing
Basketball, and when a car comes by they know enough
to get to the side of the road as it passes, then go back out
in the street to continue their game. Meanwhile, that pretty
sidewalk sits there doing exactly nothing except driving up
the cost of housing both in initial & ongoing maint costs.

That is not to say sidewalks arent appropriate on higher
traffic streets like you mentioned, stroads, etc
2△ ▽

 • Reply •

Michael  • 6 days ago> Rob

DC has some exquisite residential neighborhoods where
every intersection is a 4 way stop. It’s great to walk, it’s
great to bike, the elderly are out enjoying life. While driving
is completely civilized! It’s slow, but there’s no traffic per
se, because it keeps moving.

But then I go other identically gridded cities and the idea of
a 4 way stopped neighborhood is total blasphemy. “You
can’t have all 4-way stops!” “People won’t follow the rules,
anarchy!” So every 5th road is juiced for max speed –
everyone drives 45 on it, despite being in a residential
neighborhoods with kids, churches, schools. And it’s a
total mess, and none of the remedies get at the underlying
issue.

Speed bumps, speed tables, bumps outs.. all of it. The
underlying issue is we push traffic onto a single road
where we've removed 75%+ signals/stops so drivers can
to go fast.
△ ▽

nate • 6 days ago

The meme isnt as true as we'd like to believe. Most people who
see a residential street lined by homes where kids could be
present will not speed, or if they do the speed increase is
marginal ~5 mph. Which does make a difference no doubt.

What would really make the most difference is if the bottom photo
showed the street with vehicles parked on the sides. Now THAT
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 • Reply •

slows most people down. The prospect of a human being darted
out between parked cars at a moment's notice will slow all but the
most pathological drivers.
1△ ▽

 • Reply •

Andy Stow  • 5 days ago> nate

I live in a neighborhood the that looks like the top photo.
It's posted 25 MPH, but the median speed is closer to 35
MPH, with plenty going over 40. There's one choke point
over a blind hill where people do slow down to about 20,
though.
△ ▽

 • Reply •

nate  • 4 days ago> Andy Stow

Like I've mentioned in other posts, there are certain
suburban streets that look like the one above
where speeding is an issue. I can think of two in my
town that have houses on both sides with 25 mph
zone (one of them goes right by a school). But
those are more of the exception because of how
the town (and surrounding towns) developed over
the last 100+ years. Population growth driving
congestion to the point where those streets have
become alternative routes for through traffic.
△ ▽

Martha Polkey • 2 days ago

see more

Highway accident rates are higher in the United States where the
predominant “passive safety” design philosophy calls for broad
clear zones next to the road. Accident rates are lower in nations
that instead use an “environmental reference” standard, which
incorporates (at least the appearance of) travel lane narrowing,
landscaping with trees, and certain types of traffic calming. Here
is a relevant sentence from a literature review on roadside design:
“On roads where safety is built-in via wide traffic lanes or
shoulders, the brain subconsciously interprets the greater amount
of space as permission to be less careful; the result is generally
less caution when driving. In contrast, on a roadway where low
speed is communicated through design, drivers tend to be more
alert and careful because there is less room for error.”
MacDonald, E. et al. 2008. The Effects of Transportation
Corridors’ Roadside Design Features on User Behavior and
Safety, and Their Contributions to Health, Environmental Quality,
and Community Economic Vitality: A Literature Review. University
of California Transportation Center: Berkeley, CA. You can find it
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 • Reply •△ ▽

 • Reply •

Bill W • 2 days ago

"The street is narrow. Visibility is limited—look at that front left
corner of the intersection, where a red fire hydrant stands next to
a white fence. The lack of visibility there is not a safety hazard:
paradoxically, it’s probably the single biggest thing that promotes
safety at this intersection. Because if you’re driving here, and
can’t see whether a vehicle is approaching from the left, what are
you going to do?

That’s right. You’re going to slow down."

I live in an area like that narrow street with visibility limited by
trees and bushes, yes I do slow down but some others not so
much.
△ ▽

 • Reply •

BE • 3 days ago

A large part of the reason for wide roads in many suburbs is the
city requires the roads to be that width.
△ ▽

 • Reply •

Martin srugis • 3 days ago

20mph!!? Sorry but that is tooooo slow and unsafe IMO. I dont
want to take the entire morning to get to the post office or coffee.
This is not reasonable.
△ ▽

 • Reply •

Gleberes  • 3 days ago> Martin srugis

How far are you going for coffee? Over a distance of 2
miles, you are looking at taking an extra 2 minutes to drive
there. Personally, I would put the safety of my kids ahead
of your 2 minutes.

How exactly is 20mph unsafe?
△ ▽

 • Reply •

Martin srugis  • 3 days ago> Gleberes

Get in your car and drive 20 mph down your street
to the next for about five miles. Then write about
your experience.
△ ▽

User_1  • 3 days ago> Martin srugis

I'm voting this the knuckelhead comment in
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Gleberes  • 3 days ago> Martin srugis

If I'm going 5 miles, I'll take an arterial with a
higher limit. If I'm going somewhere in my
neighbourhood and using my residential
street, 20 mph is just fine. Going faster
doesn't save any meaningful amount of
time. It won't be much of a story, I'm afraid.

Still unclear how 20 mph is "unsafe".
△ ▽

Martin srugis  • 2 days ago> Gleberes

What BS, you never drive thru your
neighbor at 20 mph. Neither does User 1.
Another thing, when was the last time you
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Thank you for printing content from www.citylab.com. If you enjoy this piece, then please check back soon for
our latest in urban-centric journalism.

Want Safer Streets? Take Design Cues
From the Snow
LAURA BLISS  MAR 17, 2017

It’s never too late for #sneckdown season.

Skinnier lanes, longer curbs, and speed humps slow down drivers. But building safer streets usually
requires persistent demands from safety-minded citizens, and fistfuls of hard-won tax dollars from
authorities. “Traffic calming” strategies rarely happen overnight… unless it’s winter.

Enter the “sneckdown”: When a snowstorm fills up wasted street space with the white stuff, everyone
gets a lesson in how to dramatically reduce car speeds. It’s like nature blanketing the city with curb
extensions overnight.

www.citylab.com

#Sneckdown (before & after): The Last Sneckdown Streetfilm
from STREETFILMS

03:17

https://www.citylab.com/authors/laura-bliss/
https://www.pps.org/reference/livememtraffic/
https://www.citylab.com/
https://vimeo.com/streetfilms
https://vimeo.com/208614780
https://vimeo.com/streetfilms
https://vimeo.com/208614780
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The Muppet-esque portmanteau mashes up “snow” and “neckdown,” an engineering term for a
sidewalk extension or street island designed to damper drivers. Snowbanks accumulate on the paved
space where people don’t drive or park, revealing “streets we have overbuilt so a car driver can go
faster and more recklessly,” according to Clarence Eckerson, the director of video production at
STREETFILMS. Imagine if street engineers took a nod from Mother Nature, and repurposed even half of
that whited-out space with room for walkers and cyclists—you’d have slower, less dangerous, roads.
Sneckdowns are “a very visual way to make the argument,” Eckerson says.

Eckerson’s latest video reveals New York City’s epic sneckdowns after snowstorm Stella, helpfully
compared to shots of the same streets before the storm. Some of the iceberg-like sidewalk extensions
clock in at 11 feet from the curb. Eckerson shows how they force drivers to navigate with greater care as
they move through intersections and crosswalks.

Learning street design from snow pa�erns isn’t a new concept, as the former CityLab correspondent
Sarah Goodyear has explored. But the sneckdown phrase has caught on in recent years, partly thanks to
Eckerson’s extensive documentary work (this is his third sneckdown installment!) and the good humor
of like-minded street-safety advocates. Twi�er accounts have popped up to chronicle and hashtag the
phenomenon in Calgary, Pi�sburgh, Halifax, Toronto, New York, and even sunny Los Angeles (there,
the focus seems to be on two rarer species, #leafdowns and #palmfrondeckdowns).

Sneckdown documentation is about nudging cities to think differently about road design, but it also
raises a counterintuitive possibility: Are urban streets actually safer to drive on with giant snowbanks
slowing down traffic? Walking and cycling on blocked and icy pathways clearly poses risks, but at least
as far as crash fatalities are concerned, the research is not conclusive.

A 2005 study in the American Journal of Public Health noted that, while nonfatal crashes increase in snowy
conditions, deadly collisions actually decline, which suggests that drivers adjust their behavior “enough
to reduce the severity of outcomes when collisions occur”—say, by driving more slowly. This didn’t
account for changes in traffic volumes on blizzard days, though, or for geography. A 2016 article in
Environmental Health found that rain accounts for a much higher share of weather-related traffic fatalities
than ice or snow, and found that rural roads see a higher share of precipitation-driven deaths than urban
streets (rural roads also see more traffic deaths overall). There remains “a dearth of assessments
associating adverse weather conditions to fatal crashes in the United States,” that paper stated.

Sneckdowns: reminders that the safest roads aren’t the widest ones, and possibly not the warmest
ones, either.
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Cyclists Spend 40% More In

London's Shops Than Motorists

Transportation

I am Press Gazette's Transport Journalist of the Year, 2018

Carlton Reid Contributor

New research from Transport for London (TfL) claims that people walking,

cycling and using public transport spend more than motorists in local shops.

Conducted by Matthew Carmona from University College London's Bartlett

School of Planning, the research reveals that those not in cars spend 40% more

each month in neighborhood shops than motorists.

Cyclist on one of London's "Cycle Superhighways". CARLTON REID

https://www.forbes.com/sites/carltonreid/
https://www.forbes.com/transportation/
https://www.forbes.com/sites/carltonreid/
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Transport Journalist of the Year in Press Gazette British Journalism Awards

For Specialist Media 2018. Author at Island Press, Washington, DC. More of my

articles for Forbes.

The research was conducted in areas of London which have benefitted from

Dutch-style streetscape improvements, such as the addition of cycleways.

Transport for London's “Healthy Streets Approach” designs streets for people

that are easy to access by foot or bike.

TfL's Director of Transport Strategy Lilli Matson said: “This research from our

new online hub shows the link between creating enjoyable spaces, where people

want to spend time, and the results for better business.”

In those areas improved – such as Bromley – the number of people walking in the

streets increased by 93%.

People also spent more time in the street, with a 216% increase in activity such as

going into shops and cafés.

Thanks to the increased – and improved – footfall, retail rental values increased

by 7.5% and there was a 17% decline in retail vacancies.

London's Walking and Cycling Commissioner Will Norman said: “With

businesses across London really struggling to survive, we have to do everything

we can to support them.

YOU MAY ALSO LIKE

He added: “Adapting our streets to enable more people to walk and cycle makes

them cleaner, healthier and more welcoming, which encourages more people to

shop locally.”

https://www.pressgazette.co.uk/british-journalism-awards-for-specialist-media-2018-inside-housing-named-publication-of-the-year-full-list-of-winners/
https://islandpress.org/author/carlton-reid
https://www.forbes.com/sites/carltonreid/archive
http://content.tfl.gov.uk/street-appeal.pdf
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Follow me on Twitter @carltonreid

Carlton Reid Contributor

87,082 views | Nov 14, 2018, 10:17am

A leading industrial firm, Mitsubishi Heavy Industries Group (40 billion USD annual revenue) is

finding new, simpler and sustainable ways to power cities, improve infrastructure, innovate

manufacturing and connect people and ideas around the globe with ever-increasing speed>...

Read More

Future Of Transportation For

Megacities? The Train.

Mitsubishi Heavy Industries BRANDVOICE

Mitsubishi Heavy Industries Move the World Forward
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