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Please be advised: 

The adoption of this plan will be 

dependent on community interest 

and approval and that the 

development of one phase does not 

constitute approval for subsequent 

phases . The phases, as listed in the 

master plan, are not sequential and 

can occur bases on community 

interest and funding availability.  
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This is the first non-motorized transportation plan (NMTP) prepared for the community. 

A resurgence of interest in non-motorized travel, spurred by desires for better health, 

transportation options, environmental quality, and access to the area’s natural 

surroundings, provides a strong motivation for completing this plan. 

 

The development of non-motorized 

transportation systems has become 

an important component of long 

term community planning 

throughout the State of Michigan. 

The significance of non-motorized 

trails has been realized in their 

capacity to integrate communities 

through multi- use pathways that 

connect neighborhoods, resources, 

and people, while placing equal 

priority on the safety and ease of 

access for all user groups. 

Recently, the State of Michigan 

adopted a Complete Streets 

Resolution. The resolution assures 

that future transportation projects 

consider all user groups including 

pedestrians, cyclists, transit riders, 

people in wheelchairs, and motor 

vehicles. Complete Streets feature 

bicycle lanes, connected sidewalks, 

pedestrian crosswalks, and attractive landscaping, all of which provide a range of benefits 

to communities and their residents. Some of the most notable benefits include the 

potential for improved public health through greater physical activity, a sustainable and 

integrated outlook on how to reduce motor vehicle and fuel dependence, and the 

opportunity to support economic development through streetscape and accessibility 

improvements. 

Mid- Michigan has made great strides over the past decade to incorporate complete 

streets principals into many of its public and private redevelopment projects. The area has 

also been very progressive in promoting non-motorized transportation systems including 

regional trails, bicycle lane striping, connecting local neighborhoods, integrating the  core 

downtown with the surrounding community, and linking Mid-Michigan communities 

together. 
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Planning for and maintaining a non-motorized transportation system helps to achieve the 

aforementioned goals by accommodating the various ways and means that people travel 

as a community grows and changes. The setting of the non-motorized transportation plan, 

the population density of the surrounding area, available right-of-ways, land uses and 

land cover, topography, traffic volume, and accessibility are some of the factors that 

determine the appropriateness and scale of a non-motorized transportation plan.   

This plan will provide general descriptions of why the City of Charlotte would benefit 

from a non-motorized transportation system. The plan will address who will be utilizing 

the improved features of community mobility. Throughout the document the question of 

where specific projects are important will be answered. And finally, this plan offers a 

guideline as to how the community of Charlotte can begin to realize the development of a 

non-motorized transportation plan.  

Transportation is the means by which people or goods travel from location to location. 

Non-motorized transportation consists of pedestrian and bicycle travel, and is unique in 

that it is the oldest form of transportation—physically moving from location to location 

with “human” power. As transportation technology evolved from human powered to 

industrially designed and  mechanically powered, an increasing array of options for 

movement of people and goods have arose and non-motorized transportation has simply 

become one of many options. 

 

Advances in transportation technology that prioritized 

efficiency, cheapness, and power shifted the emphasis away 

from human-powered transportation modes; pedestrian and 

bicycle transportation gradually switched from a utilitarian 

transportation mode to a recreational transportation mode for 

the majority of Americans. This is partly why transportation 

investments have been strongly focused on the continued 

development of roads for motor vehicles. Now as the 

benefits of non-motorized transportation are realized; from 

energy independence to personal health, increased attention 

is turned to enhancing and reintroducing the non-motorized 

transportation option. Many of the reasons for the resurging 

popularity in non-motorized transportation are described 

below. However, regardless of the reason, these types of 

facilities must be included in transportation plans in order to 

provide for the most efficient network possible. 
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Non-motorized facilities give people the option to walk, bike, or use public transit if they 

choose. A comprehensive non-motorized network is crucial to the mobility of all parts of 

the population, including the elderly, the disabled, and the disadvantaged. According to a 

summary in the Transit Technical Report of the MDOT State Long Range Transportation 

Plan 2005-2030, 36 million Americans were age 65 or older when the report was written 

in 2006.  By 2030, this number is expected to double and one in five Americans will be 

65 or older. The Michigan population is expected to grow 1.2 million (12%) between 

2005 and 2030. Of that 1.2 million-increase, 1.16 

million (96%) will be in the 65 and older age group. By 

2030, seniors (age 65 and over) will represent over 20 

percent of Michigan’s population.
1
 Many Americans 

will reach their adult years having relied on the 

automobile for their daily transportation. As these 

individuals age, driving may no longer be an option, 

and some who live in areas where mass transportation 

is not available will no longer be able to use their cars 

to shop, visit family and friends, or access health care. 

This is especially the case for small cities surrounded 

by rural communities such as Charlotte. Nearly one-

third of Charlotte residents are over the age of 50 

(30.7%). They may desire alternatives along with the 

rest of the active community in Charlotte. 

 

In addition to accommodating the elderly population, there is a need to address the social 

equity component of the provision of alternate forms of transportation. People with 

disabilities within the community are in dire need of pedestrian accommodation. 

According to the 2000 Census, there were 1,485 people with disabilities out of a total 

population of 8,389, or roughly 18%. If the necessary non-motorized infrastructure is 

provided, the accessibility options for people with disabilities and elderly populations 

would be greatly expanded. A more complete non-motorized network will increase the 

viability of pedestrian and bicycle transportation as options and provide links to health 

care, community services, and shopping for those that are unable or unwilling to use 

motorized vehicles. 

 

                                                           
1
 Transit Technical Report, State Long Range Transportation Plan 2005-2030. Michigan 

Department of Transportation, 2006.  
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For people who choose to use transit as their preferred mode of travel and those for which 

it is the only option, non-motorized facilities support the transportation system by 

providing access to transit stops. Walking and biking facilities that tie into the transit 

network are critical for optimal efficiency of the transit system. 

 

Locally, Charlotte is served by the Eaton County Transit Authority (EATRAN) door to 

door bus services and residents who use this service do not need nor would benefit from 

non-motorized trail connections. However, as public transit gains increased attention as a 

viable solution to achieving greater mobility and less auto dependence, it is likely that 

West Michigan will see growth in transit related development and funding. It is a long 

range goal of MDOT to fully integrate private multi-modal transportation (people and 

freight) into the planning, decision-making, implementation, and operation of the 

transportation system and to  integrate a seamless, integrated multi-modal transportation 

system that is cross locality and cross-regional in nature.
2
 

Regional air quality is an issue for West Michigan, especially as the region has 

previously been in “nonattainment” with the Environmental Protection Agency (EPA) for 

ground-level ozone pollution. The majority of this ozone pollution is caused by motor 

vehicles, which account for 72% of nitrogen oxides.
3
 Poor air quality due to motorized 

vehicle emissions contributes to respiratory problems, especially for the very young and 

elderly. An improved non-motorized system would give residents the opportunity to use a 

non-polluting form of transportation for some trips while simultaneously reducing the 

pollutants detrimental to human health. A recent Federal Highway Administration 

publication emphasizes the positive impacts of bicycle and pedestrian transportation: “It 

has been estimated that in the United States since 1991, bicycling and walking were 

equivalent to between 7.6 and 28.1 billion motor vehicle miles, saving between 370 

million and 1.34 billion gallons of gasoline and 4.4 to 16.3 metric tons of exhaust 

emissions.” We can reduce greenhouse gas emissions, reduce our dependence on oil, save 

money, and improve regional air quality by using alternative forms of transportation such 

as bicycling and walking.”
4
 

 

                                                           
2
 Michigan Department of Transportation. Transit Technical Report, State Long Range 

Transportation Plan 2005-2030 (Michigan, 2006).  
3
 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 

Rapids, 2009).  
4
 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 

Rapids, 2009). 
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In a report published by the Federal Highway Administration in 2003, congestion in the 

top 85 U.S. urban areas caused 3.7 billion hours of travel delay and 2.3 billions of gallons 

of wasted fuel, for a total cost of $63 billion.
5
 Traffic highway congestion is increasing 

dramatically each year in extent, duration, and intensity. Every private automobile that is 

removed from the road reduces the overall traffic congestion for an area. While some 

trips are not suited to non-motorized transportation, many trips could be diverted to this 

mode. 

 

The American Automobile Association (AAA), the nation’s largest organization for 

motorists released a study in April 2013 stating that the cost of owning a vehicle has gone 

up, revealing a 1.96 percent increase in the cost to own and operate a sedan in the U.S. 

The report notes that the average cost rose 1.17 cents to 60.8 cents per mile, or $9,122 per 

year, based upon 15,000 miles of annual driving. These cost estimates factored in 

maintenance, fuel, insurance, tire, and depreciation costs.
6
 In addition, typically the cost 

of owning a vehicle accounts for more than 18% of a typical household’s income. As fuel 

prices continue to increase, the cost of maintaining a personal vehicle will become 

increasingly expensive. The cost of owning and maintaining a bicycle if it is used as the 

primary mode of transportation would be significantly less that the expenses related to 

vehicle usage. A great deal of money could be saved by average citizens if non-motorized 

transportation was a viable alternative to driving. Aside from the personal cost savings, 

the infrastructure cost savings of building and maintaining non-motorized options as 

opposed to roads is impressive.  

 

In West Michigan, constructing about 1 mile of M-6 urban freeway cost an average of 

$25-35 million dollars. Comparatively, the M-6 trail in the same corridor cost about 

$340,000. In Michigan, one mile of 4-foot wide concrete sidewalk costs approximately 

$63,400 while one mile of 10-foot wide asphalt shared-use path costs about $160,000. 

Materials for installing a bicycle lane on both sides of the street is $1,700 per mile and 

four-foot wide asphalt wide shoulders on existing roads run about $100,000 per mile.
7
 As 

trails and bikeways become increasingly used for travel as opposed to roadways, less 

money is required for road infrastructure. Even if most trips are not currently diverted to 

non-motorized routes, the inclusion of bike lanes and shared use paths in the initial 

development and redevelopment of our road networks will save money in the long run by 

avoiding expensive retrofitting of these facilities.  

                                                           
5
 http://ops.fhwa.dot.gov/publications/congestionpricing/congestionpricing.pdf 

6
 http://newsroom.aaa.com/2013/04/cost-of-owning-and-operating-vehicle-in-u-s-increases-

nearly-two-percent-according-to-aaas-2013-your-driving-costs-study/ 
7
 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 

Rapids, 2009). 
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In addition to direct cost savings, non-motorized facilities can have economic 

development benefits as well. There is an economic development component to 

expanding non-motorized transportation that relates to the bicycle industry, as well as 

property value, tourism, and the overall quality of life of communities. Bicycling is a 

more than $5.5 billion industry and a major contributor to the U.S. economy. 

Approximately 5,000 specialty bike dealers do business across the nation. These 

independent shops are community hubs, providing personalized service, sponsoring local 

events, and spearheading efforts to build bike facilities. Non-motorized transportation 

facilities have been used as a centerpiece to attract home buyers to subdivision 

developments. These housing 

preferences are translated to property 

values. Real estate market research has 

consistently shown that people are 

willing to pay more for homes and 

property within close proximity to 

recreational parks and facilities. 

Research done for the 23 mile long 

Capital Connector Trail in Ingham 

County, Michigan revealed that trails 

are one of the top amenities considered 

when purchasing a home, based on a 

survey of 2,000 people in 2000. 
8
 

 

From a land use planning and design 

perspective, automobile usage has been 

allowed to shape how cities have been 

developed for much of the last half of 

the 20
th
 century. Cars have had 

significant impact on street design, land 

uses and urban form, site development, 

and architectural styles. Communities 

have established parking regulations, in 

the form of off-street parking 

minimums. These regulations are meant 

to address demand for parking that cannot be met by nearby on-street spaces, but they 

have also led to increased development costs, less flexibility for adaptive reuse of 

                                                           
8
 http://pk.ingham.org/ParksTrails/CapitalConnectorTrailSystem/TrailBenefits.aspx 
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existing buildings, and unattractive architecture.
9
 Before parking minimums, buildings in 

downtown areas could be built to the property line because parking wasn’t a limitation. 

Now, developers must deal with building heights, setbacks for buildings, and parking 

regulations—all of which make it harder to develop walkable streetscapes. This is 

especially true at medium densities and lower building heights because it’s harder to 

make parking garages or underground parking available for these smaller projects. By 

reducing automobile usage, communities can begin to turn the tide of automobile 

centered design, and begin focusing design, development, and functionality around 

people.  

 

There are over 1,300 designated mountain bike and bicycle trails throughout Michigan, 

bolstering a great deal of tourism from recreational trail features
10

. While the purpose of a 

non-motorized transportation plan is primarily focused on non-motorized trails for 

transportation uses, recreational use of non-motorized facilities in our state is an 

important revenue generator for tourism. If Charlotte can become an access point for 

some of the established trail systems in southwest and south central Michigan, the city 

can be integrated into regional greenway and interurban connections. Above all; non-

motorized options promote the connections and a sense of mobility that make a 

community more attractive to both business and residents.  

According to a Community Health Needs Assessment and Action Plan completed in 2013 

by Healthy! Capital Counties, 24% of the population in the Tri-County Area of Eaton, 

Clinton, and Ingham counties is obese.
11

 Obesity is one of the most expensive health care 

costs, and it is widely preventable. Land use and transportation planning that encourages 

and supports physical activity can battle the inactivity associated with obesity and help 

offset these costs. By offering non-motorized transportation options, physical activity can 

be incorporated into everyday activities. The provision of a system of transportation not 

only connects people with destinations but also is a means of achieving a healthier 

lifestyle is paramount.  

 

                                                           
9
 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 

Rapids, 2009). 
10

 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 
Rapids, 2009). 
11

 Hayes Green Beach Memorial Hospital. Community Health Needs Assessment and Action Plan. 
(City of Charlotte, 2013). 
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The benefits of a comprehensive non-motorized transportation system go beyond the 

direct benefits to users of the system and extend to the public as a whole. In addition to 

the air quality, health, and economic benefits, an improved non-motorized system reduces 

water and noise pollution associated with automobile use by shifting short trips from 

automobiles to pedestrian options. Also, more non-motorized transportation options 

could reduce the need for parking spaces, improve safety for current users— especially 

the young, old, and disabled, foster community connection and interaction, and reduce 

our dependence on fossil fuels. Non-motorized transportation, in addition to being an 

alternative to the automobile, indirectly enhances the quality of life for a community.  

 

A key demographic that values transportation options as a quality of life indicator is 

young adults, comprised mainly of the Millennial generation. According to a recent study 

on commuter trends, the average annual number of vehicle miles traveled by young 

people (16 to 34-year-olds) in the U.S. decreased by 23 % between 2001 and 2009, 

falling from 10,300 miles per capita to just 7,900 miles per capita in 2009. In addition, 

the share of 14 to 34-year-olds without a driver’s license increased by 5 percentage 

points, rising from 21% in 2000 to 26 percent in 2010, according to the Federal Highway 

Administration.
12

 The study also noted that young people are increasingly using non-

motorized transportation modes for travel. In 2009, 16 to 34-year-olds took 24 percent 

more bike trips than they took in 2001.
13

 They walked to their destinations 16 % more 

often, while their passenger miles on transit jumped by 40%. This trend could be 

explained by a number of factors, including the current economic climate. However, the 

financial burden of owning a vehicle is not the only reason that young people are 

foregoing automobile travel. Millennials are willing to try other forms of transportation 

for personal, social, and environmental reasons, and want to live in places that 

accommodate their mode preferences. A 2011 Urban Land Institute survey found that 

nearly two-thirds of 18 to 32-year-olds polled preferred to live in walkable 

communities.
14

 Planning a non-motorized transportation system will help to improve 

walkability and appeal to younger demographics.   

                                                           
12

 http://www.theatlanticcities.com/commute/2012/04/why-young-americans-are-driving-so-
much-less-their-parents/1712/ 
13

 http://www.theatlanticcities.com/commute/2012/04/why-young-americans-are-driving-so-
much-less-their-parents/1712/ 
14

 http://www.theatlanticcities.com/commute/2012/04/why-young-americans-are-driving-so-
much-less-their-parents/1712/ 
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Non-Motorized Transportation networks are often constructed, maintained, and funded 

by several different entities, crossing jurisdictional boundaries, and serving multiple uses 

and user groups. In order to ensure that the network is functional and coordinated, a great 

deal of coordination must take place among the primary community where the network 

will serve, adjoining jurisdictions, and all municipalities in a region. In addition, key 

community liaisons are needed to help facilitate improvements to the network and be the 

ears and eyes of the community.  

 

Municipal and State partners include: 

 

 Cities, Villages, and Townships, and Engineering, Transportation, Planning, and 

Charlotte Parks and Recreation Department 

 Charlotte Chamber of Commerce 

 Charlotte Public Schools 

 Eaton County Road Commission 

 Eaton County Parks Department 

 Eaton County Planning Department 

 Eaton County Conservation Department 

 Michigan Department of Transportation 

 Michigan Department of Natural Resources 

 Michigan Department of Labor and Economic Development 

 Michigan State Police 

 Thornapple Grand Conservation District 

 Tri- County Regional Planning Commission 

 

Non-profit Organizations and Advocacy Groups such as: 

 Can Do! And Step-By-Step 

 Michigan Trails and Greenways Alliance 

 League of Michigan Bicyclists 

 Disability Advocates 

 Michigan Mountain Bicycling Association 

 AL!VE of Hayes Green Beach Memorial Hospital 

 Thornapple Trail Association 
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A major impediment to planning for non-motorized transportation is the lack of unified 

public consensus for a particular form of facility. Disparate groups each petition for their 

preferred type of non-motorized facility. Those in favor of recreational bike paths may be 

opposed to spending limited financial resources on bike paths throughout the downtown 

or sidewalks. Those who identify sidewalks as being a priority, on the other hand, may 

not be able to justify preferential spending on either bicycle lanes or recreational shared-

use paths while there remains an incomplete sidewalk network. The variety of non-

motorized forms demanded by different organizations can cause fragmentation and 

present challenges for municipalities as they choose where to prioritize limited resources.  

 

 

A main deterrent to developing non-motorized transportation is the lack of existing 

adequate facilities. This includes such facilities as sidewalks, safe intersections, transit 

accessibility, bicycle lanes, bicycle parking and storage, and shared-use paths.
15

 In 

particular, highways, freeways, access ramps and other limited-access thoroughfares are 

an impediment to safe mobility.  

 

 

Living in Michigan poses another hurdle to non-motorized transportation as seasonal 

weather may hamper bicycling and pedestrian commutes. Cold weather, heat, humidity, 

rain, wind, and snow are impediments. However, people can and do elect to bicycle in the 

warmer months, walk in the winter, or utilize sidewalks to public transportation stops 

when the weather becomes inclement. Municipalities can make non-motorized options 

more appealing, especially in the winter months, with regular snow plowing and other 

weather-related maintenance initiatives. 

 

                                                           
15

 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 
Rapids, 2009). 
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Charlotte is the county seat of Eaton County in the State of Michigan. Charlotte is in the 

central portion of the county, on the boundary between Eaton Township and Carmel 

Township. The City is situated on mainly gently rolling prairie and has a total area of 6.5 

square miles, of which 6.45 square miles is land and 0.05 square miles is water. The 

Battle Creek River has its northern bend in the south part of the city, entering from the 

southeast and exiting to the southwest. The northern part of the city is part of the 

Thornapple River watershed.
16

  

The City of Charlotte is primarily a service-related community (with limited mixed 

industrial), but has employment centers in Lansing, Jackson, and other surrounding 

communities. The work force of the city is mostly blue collar with some professionals, 

service industry employees, technicians and specialty workers. 

 

Approximately 10% of the land in the city is used for agriculture and related uses. This 

includes being actively used for farm development. Forty percent is in residential use, 

including single family homes, rental units and manufactured home parks. Commercial 

and industrial uses account for 20%, 15% of the land area is for semipublic uses such as 

churches, cemetery, etc., 10% is in public parks, and 5% is in the I-69 right of way. 

As of the 2010 census, the city population was 9,074 which is a 2.7 percent increase from 

2000. There are 3,661 households and 2,291 families residing in the city. The population 

density was 1,406.8 inhabitants per square mile in 2010. The median age in the city was 

35.8 years. 26% of residents were under the age of 18; 8.8% were between the ages of 18 

and 24; 27.5% were from 25 to 44; 23.6% were from 45 to 64; and 14% were 65 years of 

age or older. According to the Charlotte Area Recreation Cooperative, the City of 

Charlotte is primarily a service-related community (with limited mixed industrial), with 

employment hubs in Lansing and other surrounding communities. The work force of the 

city is mostly blue collar with some professional people, service industry, technicians and 

specialty workers. The Charlotte School District covers 85 square miles encompassing 

2/3 of Eaton County. The Charlotte Public School District currently has 1,136 students 

registered as attending with a School District population of approximately 15,000.
17

 

                                                           
16

 Charlotte Area Recreation Cooperative. Community 5 Year Recreation Plan for The City of 
Charlotte, Eaton Township, and Carmel Township (Eaton County, 2011) 
17

 Charlotte Area Recreation Cooperative. Community 5 Year Recreation Plan for The City of 
Charlotte, Eaton Township, and Carmel Township (Eaton County, 2011) 
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Interstate 69 serves the city, and connects it to the state capital of Lansing. It is located 

21.5 miles (34.6 kilometers) from downtown Lansing. Charlotte was once serviced by the 

Grand Trunk Western Railroad & the Michigan Central Railroad. The original Michigan 

Central Railroad depot still stands on Cochran Avenue, and the track now serves the 

Charlotte Southern Railroad Dinner Train. Residents of Charlotte have the option to use 

public transit serviced by the Eaton County Transportation Authority, wherein EATRAN 

transit is able to provide open-door, curb-to-curb public transportation in Eaton County 

for all persons desiring that service. According to the US Census Bureau’s 2007-2011 

American Community Survey (ACS, Reference 1), 3.5% of residents walk to work, while 

2.6% used other means of non-motorized transportation, and slightly less than .5% used 

public transportation. There are more pedestrian commuters in Charlotte than throughout 

Eaton County (1.3%), and the State (2.2%). The mean travel time to work was just under 

22 minutes.  

The study area was confirmed to include the Charlotte School District boundaries. 

Recommendations for the plan extend beyond the City of Charlotte and include regional 

and adjacent counties and cities. 
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In developing the City of Charlotte Non-Motorized Transportation Plan, the factors of 

community population, density, transportation structure, commuting patterns, existing 

conditions, and the study area all played key roles in determining the project scope and 

scale. The purpose of the Non-motorized Transportation Plan is three fold: economic 

growth, traffic calming, and community health. There are four types of networks that will 

be included in this plan: multi-use, on-street, and nature/mountain bike.  

To help Charlotte to achieve its purpose in developing a complete non-motorized 

transportation system, this plan outlines policy, programmatic, and infrastructure 

improvements to: (1) increase the number of Charlotte area residents using non-

motorized transportation and (2) improve the safety and comfort of those who already do. 

Full implementation of this plan will add approximately: 

26.8  Miles to the Paul Henry Thornapple River Trail 

16  Miles of Multi-Use Paved Trails 

6.9  Miles of sidewalks 

5.8  Miles of on-street Bike Lanes/Sharrows 

.25  Miles of nature/mountain bike trail 

In addition to these infrastructure improvements, policy and program changes will help to 

create a more bicycle and pedestrian friendly culture with increased acceptance of these 

modes as viable forms of transportation and better understanding between motorized and 

non-motorized travelers, including: 

Updating the Charlotte Five Year Parks and Recreation Plan and The City of 

Charlotte Community Master Plan to include this non-motorized transportation 

planning into its action plan.  

Establishing a Sidewalk Repair and Replacement policy wherein the City of 

Charlotte will work to repair sections of sidewalk deemed unsafe or a potential 

trip hazard. These would generally include: a vertical displacement exceeding 1-

1/2 inches or a crack that exceeds 1 inch in width 

Requiring that sidewalks be built for all commercial development during site 

plan approval, and sidewalks be at least 4’ feet wide (5’ preferred). In addition 

the city will replace any non-conforming barrier-free curb ramps.  

Address the community's concern for pedestrian crossing at the intersection of 

Pleasant and Lawrence due to the high volumes of traffic and it being a "semi-

blind corner". This intersection should be studied for signalization and crosswalk 

improvements to improve safety and walkability.  

Encourage the city to include a millage to provide a dedicated funding source for 

trails and parks.  
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This plan includes the following: 

An inventory of non-motorized facilities that are currently on the ground were 

documented and mapped to aid in the identification of network deficiencies and 

opportunities for improvement. 

 

The Steering Committee and project consultants worked to develop a selection 

methodology and project list in order to provide a basis for future investment. 

 

Research into the various opportunities for non-motorized transportation funding 

was conducted as a resource to those striving to increase these types of 

transportation investments. 

 

In addition to funding options for non-motorized facilities, there exist related 

policy decisions that may enhance the accessibility and development of 

pedestrian and bicycle transportation options. 

 

This plan is the result of collaboration across agencies and input from the general public. 

This outreach has been accomplished through: 

 Steering Committee 

 Community Leaders and Agency Staff Interviews 

 Two public workshops 

 Presentation to Charlotte Can-Do 

In addition to the Steering Committee group meetings, the general public had the 

opportunity to learn about the proposed plan and provide input via two public workshops. 

Tour de Trails was held on Tuesday, September 25, 2012 at Al!ve Wellness Center and a 

second workshop was held on May 30, 2013 at Peckham. Each workshop was conducted 

in a general open house format where the public could view presentation boards and 

provide comments to the project team and staff. Feedback from each meeting was 

received through the general comments documented at the meetings and from specific 

maps used for drawing purposes at the meeting. Comments received from each workshop 

and summaries of the workshops can be viewed in the Appendix.  

 M-50 and M-79 intersection signalization adjustments are necessary to allow 

adequate time for pedestrians to safely cross the street. 
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 Key attractions or anchor institutions that need to be connected via sidewalks or 

trails include Meijer, Wal-Mart and Al!ive and Crandell Lake.  

 Preferred routes included connections to Lansing, Vermontville and Pottersville, 

as well as routes along M-50. Many people connected the future public park to 

Meijer, Lincoln Park and Bennett/Veterans Memorial Parks. Several people 

identified the existing rail bed as a place for future trails, traversing the City 

diagonally from southeast to northwest. Connecting Meijer to the Eaton County 

Complex was identified several times, as well as connecting Al!ve to the center 

of the City.  

 Priorities for investments included regional trails and mountain bike courses. 

Nature trails and sidewalks were third and fourth, respectively.  

 Participants believed that investing in more bike lanes, sidewalks and trails 

would result in greater use by residents. 

Participants then identified that there are a number of existing barriers that prevented 

them from going to these destinations. These include railroads, I-69 which separates the 

City east from west, the highway interchanges, heavy traffic, and lack of non-motorized 

facilities.  

The group acknowledged that there were several opportunities including the regional trail 

network, and the fact that adjacent communities including Eaton Rapids, Nashville, and 

Bellview also are planning for non-motorized transportation. A relationship with the 

Eaton County Road Commission could be fostered through the process, and the rail lines 

could be utilized. The City also has cooperative development agreements. 
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A sidewalk is a paved pathway paralleling a 

highway, road, or street and is intended for 

pedestrians. Sidewalks are typically four to 

six feet wide and made from concrete but 

may be up to eight feet wide and made of 

other materials, depending on their location. 

Sidewalks are most common in areas of 

higher land use densities, for example 

downtown Charlotte. The disabled 

population has a particular dependence on 

sidewalk resources as consistent, smooth 

routes to service centers and other 

destinations.
18

 

 

Safe, convenient, accessible pedestrian 

sidewalks and access is important along all 

streets used for pedestrian access to schools, 

parks, shopping areas, and transit stops. Generally, pedestrian traffic and those using 

wheelchairs should be separated from vehicle traffic. Where complete separation of 

pedestrians from vehicles and bicycles is not possible, potential hazards can be 

minimized by using techniques such as special paving, pavement marking, signs, striping, 

bulb outs, refuge islands, traffic calming features, landscaping, lighting, or other means 

that clearly delineate pedestrian areas.  

 

Sidewalk width is specified by each jurisdiction’s design standards. However, both the 

Federal Highway Administration (FHWA) and the Institute of Transportation Engineers 

(ITE) recommend a minimum width of five feet for a sidewalk, which allows two people 

to pass comfortably or walk side-by-side. A buffer zone of four to six feet is desirable for 

separating pedestrians from the street. Parked cars or bicycle lanes can provide a buffer 

zone as well. Sidewalks should be constructed in accordance with the Americans with 

Disabilities (ADA) Accessibility Guidelines and special care given to assuring safe 

negotiation by those in wheelchairs. 

 

Throughout the City-limits, sidewalks are provided, usually on both sides of the street. 

Sidewalks are typically five feet in in width. Two residential areas in the southern portion 

of the City are not served by sidewalks. These areas are indicated in yellow on the 

existing conditions field notes map on the following page. Additionally, the western 

portion of Lawrence, near Al!ve, is not connected via sidewalks to downtown Charlotte.  
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 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 
Rapids, 2009). 
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Bike lanes are intended to delineate the 

right-of-way assigned to bicyclists and 

motorists and to provide for predictable 

movements by each. The purpose should 

be to improve conditions for bicyclists on 

the streets. Bike lanes also help to increase 

the total capacities of highways carrying 

mixed bicycle and motor vehicle traffic. 

Bicycle lanes are established with 

appropriate pavement markings and 

signing along streets in corridors where 

significant bicycle demand exists and 

where there are distinct needs that can be 

 served by such facilities.  

 

An important reason for constructing bike   

lanes is to better accommodate bicyclists 

where insufficient space exists for 

comfortable bicycling on existing streets. 

This may be accomplished by reducing the 

width of vehicular lanes or prohibiting 

parking in order to delineate bike lanes. In 

addition to lane striping, other measures 

should be taken to ensure bicycle lanes are 

effective facilities. In particular, pavement 

surfaces should be smooth, and traffic 

signals should be responsive to bicyclists. 

Regular maintenance of bicycle lanes 

should be a top priority, as bicyclists find 

great difficulty trying to use a lane with 

potholes, debris, or broken glass. Bicycle lanes are established with appropriate pavement 

markings and signing to delineate the right-of-way assigned to bicyclists and to provide 

more predictable movements by both bicyclists and motorists.  

 

Bike lanes are usually paired one-way facilities located on both sides of streets with 

moderate to heavy traffic volumes. Bicycle lane design at intersections must be treated 

carefully to minimize conflicts between bicycle and automobile movements. A dedicated 

lane for bicyclists decreases the chance of either motorists or bicyclists being slowed by 

the other. Bike lanes do, however, restrict the cyclist to a relatively narrow section of the 

roadway and channels them to the far right of through traffic, posing a potential hazard 

for left turning movements of both bicyclists and motor vehicles. Standard bicycle lane 

widths should be six feet; five feet is the minimum width adjacent to curbs and four feet 

is the minimum width when no curb exists. Dedicated bike lanes must be accompanied 

by both pavement markings and bike lane signs.  

 

Bicycle lanes are one of the most useful alternatives for experienced bicyclists; however 

some users will be uncomfortable with this type of facility due to traffic congestion and 

other concerns.  
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In addition to the green bicycle route and 

yellow share the road signs, pavement 

markings called “sharrows” can be used to 

indicate bicycle routes. These markings 

are useful for indicating that a road is 

shared with motorists but not wide enough 

to accommodate both a traffic lane and a 

dedicated bicycle lane. They are especially 

useful in alerting a motorist that bicyclists 

are likely to be riding within the roadway, 

reducing the number of sidewalk riders, 

and in reducing the incidence of wrong-

way bicycling.  

 

Widened shoulders and lane markings 

have been added to portions of Cochran, Lawrence, and Lansing Streets when the City 

and MDOT reduced travel lanes from a 4-lane section to a 3-lane “Road Diet”. However, 

pavement graphics and signage should be added to conform to the requirements of a bike 

lane facility 

 

Regional Trail Systems (RTS) are multi-

use, off-road networks that feature both 

paved and unpaved pathways and provide 

greenway and park connectivity between 

communities. Typical uses include 

bicycling, running, hiking, walking. Some 

RTS paths allow for, cross country skiing.  

 

Typically, trails are lightly groomed and 

users are likely to encounter narrow sand 

trails, rough moguls, steep hills, stumps, 

rocks, brush, loose surfaces and other 

hazards.  

Trails often follow regional greenway corridors, rail corridors, park systems, and 

waterways. Other trails, called non-motorized trails, are paved and at least 10’ wide.  

 

The closest regional trails are located at least 10 miles from Charlotte. The Paul Henry 

Thornapple River Trail, which connects Nashville, Hastings, Middleville, Caledonia, and 

Grand Rapids is planned to connect to Charlotte and Eaton Rapids. Other South-Central 

Michigan trails are listed in Figure 1.1 below. These trail systems are featured in Map 

1.1.  
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A right-of-way is a public or private space 

over a piece of land, usually to and from 

another piece of land. A right of way is a 

type of easement granted or reserved over the 

land for transportation purposes, such as for a 

footway, carriageway, trail, driveway, rail 

line or highway. A right-of-way is reserved 

for the purposes of maintenance or expansion 

of existing services with the right-of-way. In 

the case of an easement, it may revert to its 

original owners if the facility is abandoned. 

  

In the United States, railroad rights-of-way 

are generally considered private property by 

the respective railroad owners and by applicable state laws.  In the late 20
th
 century, with 

most rail travel significantly reduced or nonexistent in places, an effort was made to 

conserve obsolete rail lines and repurpose them as non-motorized transportation paths. 

The growth and development of rail trails has exploded, and today, there are more than 

1,600 preserved pathways that form the backbone of a growing trail system that connects 

parks, communities, regions, states and, the entire country.
19

 

 

Charlotte is well-poised to accommodate future regional trail connections via abandoned 

rail corridors, which traverse the City from the northwest to the southeast. Portions of the 

rail corridor are developed, while other portions are privately owned, thus acquisition 

may take time as well as capital resources. 
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 http://www.railstotrails.org/aboutUs/index.html 
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Occasionally there are significant 

crossings in a non-motorized network over 

railroads, water features, or other roads 

and interstates, which can present major 

impediments to the system. While many 

obstacles can be overcome on existing 

road or bridge facilities, some older road 

bridge structures do not contain adequate 

shoulders or dedicated pedestrian areas for 

crossing. These narrow crossings may be 

unsafe for pedestrians and bicyclists who 

attempt to cross with motorized traffic and 

are often viewed as gaps in a non-

motorized network, especially where 

competed facilities exist on either side of 

the bridge. 
20

 

 

There are several options for creating pedestrian access over obstacles like rivers and 

other roads. Generally the most ideal alternative is enhancing the current road bridge 

structure to include pedestrian access, for example the I-69 Overpass at Packard 

Highway. If bridge modification is unavailable or if the crossing does not follow an 

existing roadway, a dedicated pedestrian bridge can be constructed. It is important to note 

that the Michigan Department of Transportation takes into consideration pedestrian 

access in their bridge development and replacement plans, and as older road facilities are 

updated, road bridge access for pedestrians is a priority. 
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 Grand Valley Metropolitan Council.  Non- Motorized Transportation Plan, 2008-2009 (Grand 
Rapids, 2009). 
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The Overall Network Plan and Network Phasing Plan provides a framework for 

moving forward with improvements that are recommended for the development of 

a Non-Motorized Transportation System throughout the Community of Charlotte. 

With this information and an understanding of the funding sources available, the 

next task is finding a variety of strategies to implement the plan. While the focus 

is transportation planning, some land use planning tools can be useful for finding 

solutions to the ever tightening rights-of-way and the spectrum of demands on our 

transportation system.  

 

 

The Overall Network Plan for Charlotte was developed as a result of the project 

inventory and analysis and input from the steering committee, residents, local 

agencies, and community stakeholders (Map 1.2). The plan addresses the 

following issues in its design, function, and intended implementation:  

 

Barriers: Determines and defines significant barriers to mobility and 

multi-modal transportation throughout the City of Charlotte, and providing 

solutions for eliminating or reducing those barriers. 

 

Safety: Assesses and improves the quality of safety for all pedestrians, 

cyclists, motorists, and roadways users. The project design minimizes 

conflict points between vehicles, pedestrians, and bicycles.  

 

Routes: Determines important routes and thoroughfares for residents, as 

well as outlining new and improved routes that provide better access, 

mobility, and safety. 

 

Mode Shift: Proposes ways in which traffic congestion may be reduced by 

providing alternative transportation routes for commuter uses (versus 

recreational uses).  

 

Connectivity: Provides regional connections and access to major 

employment, business, shopping, civic and education centers. The project 

is able to address missing links in a system and alleviate barriers that 

inhibit uses.  

 

Project Collaboration: Determines if the project can coincide with other 

major projects, such as a road widening or land development projects, and 

suggesting how the plan will coordinate with other regional projects. 
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High Use: Quantifies the need for services and designing a plan that will 

address the likelihood of use by satisfying transportation demands and 

expanding existing uses.  

 

Feasibility: Evaluates the feasibility of the project by providing phasing 

steps which can be activated by an implementation outline.  

 

Cost Effectiveness: Assesses whether the project represents a good value 

for investment through accurate, yet flexible cost estimates.  

 

ADA Access: Measures accessibility by providing improvements for 

persons with disabilities. 

 

Aesthetics: The plan includes landscape features that compliment the 

historic quality of downtown Charlotte and also incorporate design 

features that add to the attraction of various access points.  
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As a result of the project inventory and analysis and input from the steering committee, 

residents, local agencies, and community stakeholders, the following phases were 

developed. Phase descriptions are listed below, and cost estimate tables can be viewed in 

the Appendix. Each phase was developed based on the following criteria: 

 Connectivity to residential areas and key community activity centers 

 Ability to realize implementation  

 Cost  

 

Phase 1 – City on-street network (5.8 miles): 

Designate existing widened shoulders as bike lanes by use of bike lane pavement 

markings and signage: 

 Cochran - from Beech Street to Bennett Park 

 Lawrence/Lansing Road - from Cochran to MDOT park & ride (cemetery drive) 

 Shepherd Street – from Cochran to Meijer grocery store 

 

Designate bike lanes by use of sharrow pavement markings and signage: 

 Lawrence - from Battle Creek Road to Cochran 

 Shepherd Street – from Lincoln to Cochran 

 

Note:  Graphic symbols and signage per the Michigan Manual on Uniform Traffic 

Control Devices  (MMUTCD). 

 

Probable cost estimate for Phase 1: $98,670.00 

 

 

Phase 2 – Multi-use paved trail (5.3 miles): 

This phase includes a 10' wide paved trail route within road right-of-way except as noted: 

 Lawrence Hwy from Wheaton Road to Lincoln Street, connecting to the 

proposed Al!ve trail head. 

 Behind Legacy Park Apartment complex (easement required), connecting to 

Charlotte High School, Middle School, Weymouth Child development Center, 

Charlotte Aquatic Center, and The Charlotte Performing Arts Center. 

 Wheaton Road, from Lawrence Hwy to Beech Street, connecting single-family 

residential. 

 Beech Street from Wheaton to Cochran, connecting residential and the Eaton 

County Government Complex. 

 Cochran Road from Beech to Packard Highway connecting single-family 

residential 

 Packard Highway from Cochran to Wal-Mart, connecting residential, industrial, 

hospitality, and commercial uses. 

 Lansing Road from I-69 overpass to Packard Highway, connecting commercial 

corridors. 

 

Probable cost estimate for Phase 2: $1,122,465.00 
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Phase 3 – Multi-use paved trail (5.3 miles): 

Phase 3 includes a 10' wide paved trail route within road right-of-way except as noted: 

 Packard Hwy from Wal-Mart east to Casler Road, south to Island Hwy, west to 

Lansing Road 

 A north/south connection is proposed (easement required) from Island Highway, 

behind existing businesses, through the Butternut Creek Preserve to the MDOT 

Park & Ride. 

 Another connection is proposed (easement required) from the MDOT Park & 

Ride north along the cemetery drive, through the woodlot connecting to Packard 

Highway.  

**Contingent upon private property approval, consideration should be made to allow a 

connection from the Island Highway section north into the Sandstone Estate subdivision. 

 

Probable cost estimate for Phase 3: $679,697.00 
 

 

Phase 4– Multi-use paved and nature/Mountain Bike trails (4.8 miles): 

Phase 4 includes a multi-use paved trail within road right-of way and public park trail 

sections: 

 Paine Drive from Shepherd to existing Bennett Park trail, connecting St. Mary's 

School, Eaton County Fairgrounds and Bennett Park 

 Nature trail connection from Veteran's Memorial Park to Bennett Park (Bridge 

required over Battle Creek River) 

 Paved trail from Camp Frances south to Kalamo Highway (easement required), 

connecting Parkview School 

 Paved trail along Kalamo Highway to Battle Creek Road, connecting single 

family residential. 

 Paved trail along Battle Creek highway from Kalamo Highway to Shepherd 

Street, connecting to Charlotte Public Schools campus as well as Spartan Motors 

and Peckham. 

 

Probable cost estimate for Phase 4: $975,314.00 
 

 

Phase 5– Multi-use paved trail (4.5 miles): 

Phase 5 is a multi-use paved trail that required property acquisition from owner of the 

active rail lines (Mystery Dinner Train): 

 Paved multi-use trail on rail corridor, connecting residential, governmental, 

commercial, and institutional uses that connects to the Paul Henry Thornapple 

River Trail 

 Paved multi use trail from the grain elevator along Clinton Trail east to the 

proposed Eaton County Park (former Crandell property) 

 

Probable cost estimate for Phase 5: $814,791.00 
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Phase 6 – Multi-use paved rail trail, Paul Henry Thornapple River Trail (23 miles): 

Phase 6 is the final connection of the regional trail and requires property 

acquisition/easements from owner of former rail bed: 

 Paved multi-use trail on rail corridor, connecting the City of Charlotte to 

Vermontville and Eaton Rapids. 

 

Probable cost estimate for Phase 6: $4,946,150.00 
 

 

Sidewalks: $510,04 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 

31 

 



 

32 

 
 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  



 

33 

MDNR Trust Fund  

 Up to $300,000 

 Requires minimum 25% match 

 Does cover engineering. 

 Must be in Rec Plan 

 Must be Non-motorized Trail meeting AASHTO Guidelines 

 Applications Due April 1 

 Must be universally Accessible 

 http://www.michigan.gov/dnr/0,4570,7-153-58225_58301---,00.html 

 

MDOT Transportation Alternatives Program (TAP) – formerly Trans Enhancement 

 Typically up to 50% - 65% of costs.   

 Does not cover engineering.   

 Must be Non-motorized Trail meeting AASHTO Guidelines 

 Applications due each quarter 

 Requires connection to regional trail system in order to be viable 

 http://www.michigan.gov/mdot/0,1607,7-151-9621_17216_18231---,00.html 

 

Safe Routes to School 

 Application must be from a school in conjunction with the City 

 100% grant for eligible portions 

 Typical grant $300,000 or less 

 Can include sidewalks, non-motorized path, educational components 

 Program take about a year to get through all the required steps 

 http://saferoutesmichigan.org/ 

 

Congestion Mitigation Air Quality 

 Federal program through MDOT 

 Must work Through your MPO - http://www.mitcrpc.org/index.htm 

 Goal to show reduced vehicle trips, thus reduced emissions 

 Usually Non-motorized trail, or parallel 6 ft. wide sidewalks minimum. 

 Connection to regional system preferred. 

 http://www.michigan.gov/mdot/0,4616,7-151-9621_11041_60661---,00.html 

 

Community Development Block Grants 

 Have used to fund projects low/moderate income areas to construct 

sidewalks/pathways. (Lowell via Kent County) 

 Administered by the County. 

  http://www.eatoncounty.org/departments/community-development 

 

http://www.michigan.gov/dnr/0,4570,7-153-58225_58301---,00.html
http://www.michigan.gov/mdot/0,1607,7-151-9621_17216_18231---,00.html
http://saferoutesmichigan.org/
http://www.mitcrpc.org/index.htm
http://www.michigan.gov/mdot/0,4616,7-151-9621_11041_60661---,00.html
http://www.eatoncounty.org/departments/community-development
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These implementation steps represent the short term goals needed to achieve the 

longer term goals of the Overall Network Plan and Phasing Plan. 
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To summarize, the City of Charlotte Non-Motorized Transportation Plan will establish a 

mobility network that serves all users through the reorganization of existing 

infrastructure, the development of new infrastructure, and the inclusion of people 

centered, community- based design principles. In doing this, the City of Charlotte will 

benefit from added non-motorized infrastructure including: 

26.8  Miles to the Paul Henry Thornapple River Trail 

16  Miles of Multi-Use Paved Trails 

6.9  Miles of sidewalks 

5.8  Miles of on-street Bike Lanes/Sharrows 

.25  Miles of nature/mountain bike trail 

In addition, policy implementations will ensure that this network is continually funded 

for long term initiatives, well-maintained through city services, and flexible to ensure that 

user demands and needs are being accommodated. The non-motorized network will link 

previously disconnected neighborhoods, businesses, and parks through safe and 

universally accessible features. This plan sets the groundwork for the establishment of a 

permanent non-motorized transportation plan that will be included in the city’s parks and 

recreation plan to ensure the continuity and consistency of such a plan.  

 

 

 

 

 

 

 

 

 

 

 


