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1.0 Introduction

1.1 Planning Program

A corridor plan serves many functions. Among them is to

forge a collective vision of the future; prepare a plan and
implementation measures to guide (re)development outcomes;
to coordinate public investments with private development; to
seize economic opportunities while managing natural resources
and community character; to make better informed decisions
about the highest and best use of an increasingly finite resource
- available land for redevelopment. Because the decisions
made today by the City of Michigan City and its Redevelopment
Commission will have a significant impact on the physical
character, livability, and economic attractiveness of the US
Highway 421 / S. Franklin Street corridor in the coming years.
For this reason, it is essential to plan and prepare in a manner
that will ensure high-quality, predictable and sustainable
development that is both attractive and economically viable.

The purpose of the US Highway 421 / S. Franklin Street “South
Gateway” Corridor Plan (421 Corridor Study Area) is to set forth
a deliberate, overarching strategy to improve the function and
economic potential of the corridor, its east-west counterpart, US
Highway 20 and several smaller arterials, including Cleveland
Avenue, Ohio Street, and Count Road (CR) 400 N; and to

L
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enhance the 421 Corridor Study Area’s appearance as a major
entrance into the City. Through a robust citizen engagement
program the 421 Corridor Study Area plan will establish a
strategic outlook and vision with which to guide public and
private reinvestment activity in a way that is coordinated,
forward-looking and sustainable. The plan addresses both the
visual and functional character of the public right-of-way as well
as adjoining land use and likely redevelopment opportunities
therein.

The 421 Corridor Study Area plan should advance key
aspects that contribute to the enhancement of Michigan
City’s community “product,” with respect to the qualities and
assets that companies and residents look for when relocating
to the area. The 421 Corridor Study Area plan should seek to
reconcile the corridor's multiple and sometimes competing
functions: to move high volumes of through-traffic as well as
local traffic; provide access to property; carry important public
infrastructure; connect several of the city’s multi-use activity
centers with key transportation corridors, such as Interstate 94
and US Highway 20; and serve as the city’s main “face” to the
northern Indiana region - all this, while continuing to serve as
one of the city’s central services corridors.

Specific Improvements to the 421 Corridor:

“Need to accommodate pedestrians and bicycle riders. Need to reduce driveway cuts.
Reduce visual clutter. Develop a transition or expectation for travelers that they are
going from Interstate Highway environment to business / residential to mid-town to
Uptown to Washington Park to Lake Michigan. Reduce utility poles, and wires. Eliminate
“sign pollution” by ordinance. Regulate electronic signs. Eliminate lighting glare and
light-trespass with downward pointing full-cutoff fixtures. Blighted buildings need to be

torn down - enforce or tighten building code.”
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1.2 Corridor General Description

1.2.1 Study Area Boundaries

As depicted in Figure 1.1, 421 Corridor Study Area, the project
boundaries include the commercial properties along US
Highway 421, from the Interstate 94 northern right-of-way to
Coolspring Avenue; a distance of approximately two and one-
half miles; and the properties along US Highway 20, from Ohio
Street east to Woodland Avenue; a distance of approximately
1.75 miles. Noteworthy intersections with the US Highway 421
thoroughfare requiring additional focus include CR 400 N/
Keiffer Road, US Highway 20 and Coolspring Avenue.

Figure 1.2 Regional Context

1.2.2 Composition / Jurisdiction
of General Study Area

The 421 Corridor Study Area is under the jurisdiction of several
public entities. Along County Road (CR) 400 N, Cleveland
Avenue, and Pahs Road is the political boundary between
LaPorte County and the City of Michigan City. The lands from
CR 400 N, Cleveland Avenue, and Pahs Road southward toward
Interstate 94 are within the jurisdiction of LaPorte County; and
the lands to the north of these thoroughfares are within the City
limits. The US Highway 421 thoroughfare, from US Highway 20
southward; and US Highway 20 thoroughfare are both under
the jurisdiction of the Indiana Department of Transportation
(INDOT). North of US Highway 20, US Highway 421 becomes

S. Franklin Street and is under the jurisdiction of the City of
Michigan City.

1.2.3 Location

At the northern edge of Indiana, US Highway 421 runs north-
south in LaPorte County, as depicted in Figure 1.2, Regional
Context. At the northern end, US 421 starts at S. Franklin Street
and US Highway 20 in Michigan City. The highway continues
south, passing through the towns of Westville, Wanatah, and
La Crosse, but ultimately terminates in Fort Fisher, North
Carolina. US Highway 421 is a major north-south link to and
from Interstate Highways 94 (I-94) and 80/90. At the northern
end of US Highway 421, the 421 Corridor Study Area is a major
node for people traveling between the Chicago metro area and
destinations in Michigan. It is 50 miles, about an hour drive,
east of Chicago and 40 miles west of South Bend. In addition

Figure 1.1 421 Corridor Study Area

the 421 Corridor Study Area, at the crossroads of US Highway
421 and I-94 is also a gateway and major entrance to the

larger city of Michigan City. The City is a familiar place to people
who vacation at second homes on Lake Michigan, or visit the
Lighthouse Place Premium Outlets and Blue Chip Casino; but
for newcomers the US Highway 421 exit and corridor lacks
landmarks, signage, and a strong identity to captures passersby
and/or businesses to invest
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1.3 Corridor Setting: Natural Environment

Geomorphology - Lake Michigan Coast

Much of Michigan City’s shoreline consists of sandy beaches
and dune grasses. The dunes developed from the ‘glacial lakes’
that formed between the Valparaiso Moraine and the receding
glacier.

In the 421 Corridor Study Area, typically sand is the
predominant surficial soil north of US Highway 20 and silty clay
is predominate south of US Highway 20. The groundwater table
is shallow; typically within 5 feet of the surface during the wet
seasons.

The Indiana section of Lake Michigan’s shoreline is 45 miles in
length of which 2.75 miles of shoreline is along Michigan City.
In brief, from the west corporate City limits the industrial section
of the shoreline is approximately 0.75 miles in length along
Northern Indiana Power Service Company’s (NIPSCO) Michigan
City Generating Station. Moving eastward is the entrance to
the Marina at Trail Creek then begins a 0.75 mile stretch along
Washington Park followed by 1.25 miles of sandy beaches

and referred to as the “Esplanade”, which is a section of low
sandy dunes covered in green beach grass and is sandwiched
between the Lake front and residential homes to the south.

During the summer months, Washington Park and the beach
are a major tourist attraction for the north end of the City.

Wetlands

In general, wetlands are areas where water covers the soil, or
is present either at or near the surface of the soil for part or all
of the year, including the growing season for plants. Wetlands
are in-between places, which lie between deep water in lakes,
ponds, and streams and dry upland.

Wetlands have soils which differ from soils in dry areas,
exhibiting characteristics that show the soil developed in
saturated conditions. Wetlands can be identified by these
basic indicators: vegetation, hydrology and soils. All three
characteristics must be present during some portion of the
growing season for an area to be a jurisdictional wetland.

Wetland areas are protected by the Clean Water Act. The State
of Indiana has adopted the Indiana Wetlands Conservation Plan
(IWCP) as a guide for all wetlands conservation efforts in the
state. The IWCP is designed to serve as a framework, and sets
forth specific actions to be accomplished. The purpose is to

achieve conservation in ways that are beneficial to all Hoosiers.

The Importance of Wetlands

Wetlands, like soils, trees, fields, rivers, hills, and other natural
resources, are vital components of the Indiana landscape.
Wetlands serve important functions, both in human benefits
such as maintaining the quality of the water we drink and
controlling flooding, and in environmental benefits such as
providing habitat for endangered species of wildlife and plants.
The fact that the majority of the wetland resources once present
in Indiana have been lost or converted to other uses makes
wetlands an especially critical resource for conservation.

Wetlands provide opportunities to filter storm drainage water
before the water makes its way to tributaries, and rivers.
Wetland plants and soils naturally store and filter nutrients and
sediments. Calm wetland waters, with their flat surface and flow
characteristics, allow these materials to settle out of the water
column, where plants in the wetland take up certain nutrients
from the water. As a result, our lakes, rivers and streams are
cleaner and drinking water is safer. Wetlands also help to
recharge our underground aquifers.

Wetlands protect homes from floods. Like sponges, wetlands
soak up and slowly release floodwaters. This lowers flood
heights and slows the flow of water down rivers and streams.
Wetlands also help to control erosion. Shorelines along rivers,
lakes, and streams are protected by wetlands, which hold soil
in place, absorb the energy of waves, and buffer against strong
currents.

Wetlands provide habitat for more than one-third of America’s
threatened and endangered species of animals and insects.
Over 200 species of birds rely on wetlands for feeding, nesting,
foraging, and roosting. Many of the plants and animals

have adapted to life and are reliant on saturated or flooded
conditions.

Wetlands Jurisdiction

There are three governmental agencies that have jurisdiction
over wetlands.

The US Army Corps of Engineers (USACE) has jurisdiction
over all navigable Waters of the United States under the
Rivers and Harbors Act of 1899. The USACE also regulates
the placement of dredge or fill materials into the Waters of

the United States under Section 404 of the Clean Water
Act.

2. The Indiana Department of Environmental Management’s
(IDEM) Office of Water Quality is responsible for
maintaining, protecting and improving the physical,
chemical and biological integrity of Indiana’s waters. IDEM
administers the Section 401 Water Quality Certification
(WQC) Program, and draws its authority from the Federal
Clean Water Act and from Indiana’s Water Quality
Standards.

3. The Indiana Department of Natural Recourses (IDNR) IDNR
is charged by the State of Indiana to serve as stewards
of Indiana’s surface and ground water resources for the
benefit of present and future generations. In order to
work within a wetland it must be permitted by one of
the preceding agencies. The permit will mandate the
mitigation requirements.

For example: If a developer plans to dredge, excavate, or

fill within lakes, rivers, streams, ditches, wetlands, or other
regulated waters, he or she must obtain a federal permit from
the USACE prior to the commencement of work. Because the
USACE permit would authorize a discharge to Waters of the
State, the USACE will require state authorization from IDEM as
part of the permitting process.

Wetlands Conversion

Under certain circumstances, wetlands can be converted into
drylands. However, IDEM will require an applicant to avoid
impacting wetlands, streams, lakes, and rivers. Applicants must
demonstrate to IDEM that the impacts and their applications
are necessary. If impacts are unavoidable, an applicant must
demonstrate how their proposed project and all unavoidable
impacts to wetlands and Waters of the State have been
minimized. Applicants must provide compensatory mitigation for
any remaining adverse impacts to wetlands and other Waters

of the State. Compensatory mitigation is the last step in a
three-step approach of (1) avoidance, (2) minimization, and (3)
compensation or wetland mitigation. Wetland Mitigation is the
practice of compensating for the destruction or degradation of
wetlands in one location by creating or restoring wetlands in
another location. Mitigation is required as a condition of most
permits issued under state law and federal law. The goal of
wetland mitigation is to replace wetland functions which provide

public benefits, such as flood storage, water quality protection,
fish and wildlife habitat, and ground water recharge

The IDEM will deny a permit or certification if the application is
deficient, if the activities are unnecessary, or if the proposed
compensatory mitigation is determined to be insufficient to
offset the effects of the destruction or degradation of wetlands.

Often the requirements mandate that compensatory mitigation
take place at a rate of two to three times the area of converted
wetland. In other words, for every acre of disturbed wetland
the governing agency will require that two to three acres of
dryland are converted into wetland habitat. There are local
wetland banks that can be purchased to suffice the mitigating
requirements. There is a wetland bank in northwest Indiana
called the Lake Station Wetland Mitigation Bank. The Bank is
a 223 acre site in the Lake Michigan watershed containing 202
acres of wet prairie habitat.

There are other opportunities to enhance existing local wetlands
to promote a better quality of wetland. These compensatory
actions provide some form of substitute aquatic resource such
as;

— restoration of areas that were previously wetland;
— stream restoration activities;
— enhancement of existing wetlands

» This involves removal and proper disposal of garbage
that often accumulates in wetland areas through
illegal dumping. This would also involve the removal of
invasive species of plants and trees, as well as, planting
native vegetation and trees.

Wetlands Utilization

Wetlands may provide opportunities to enhance areas for
recreation, education, and aesthetics. More than 98 million
Americans hunt, fish, bird watch, or photograph wildlife.
Americans spend $59.5 billion annually on these activities.

Wetlands can also be utilized to filter storm drainage water,
as well as, provide opportunities for recreation. For example,
within Michigan City there is an area that has been enhanced
along the Striebel Ditch, called Striebel Pond.

Striebel Pond is fed from Striebel Ditch; during heavy rain
events water is diverted through a weir structure into Striebel
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1.3 Corridor Setting: Natural Environment

Pond from Striebel Ditch where the entering waters have a
chance to settle out debris and sediment before out letting back
into Striebel Ditch. The Striebel Pond provides 250 acre-feet

of storage which provides temporary relief from an inundated
storm system during heavy rain events.

The site was also designed to serve as a multi-use nature
themed park, with public amenities including more than a

mile of paved multi-use pedestrian trail with park benches,
picnic tables, trash cans, grills, two parking lots, a gazebo,

two shelters, two pedestrian bridges (including the intake weir
structure), and two restroom units to promote public use of the
park. The end result is an aesthetically pleasing nature center,
with recreational and educational opportunities, that also
reduces flooding, improves water quality, and provides wildlife
habitat.

There may be opportunities to enhance the wetland and pond
area south of US Highway 20 and east of US Highway 421
(near the Advance Auto Parts store). The pond and wetland
area could be converted into a scenic recreational area with

a pedestrian pathway and other amenities similar to Striebel
Pond. There are two proposed north-south trail systems that will
be constructed near the 421 Corridor Study Area. As described
within the Michigan City Greenways Master Plan (2005, the
Monon Trail will be constructed west of Ohio Street along the
former Monon Railroad and will cross US Highway 20. The
Monon Trail will pass and tie into the Striebel Pond Recreational
Park. The Michigan City / LaPorte Trail will be constructed
along Woodland Avenue and will cross US Highway 20. The said
pond may provide a scenic water feature destination that could
connect both trail systems with a pedestrian pathway from
Woodland Avenue to the former Monon RR, and as mentioned
earlier it will also tie in the Striebel Pond Recreational Park.

The pedestrian pathway could be a good way for pedestrians

to access the US Highway 421 corridor, as well as, providing
economic opportunities to the surrounding businesses.

Wetlands Constraints

There are several parcels containing wetlands identified within
the Study Area. These parcels will require wetland mitigation in
order to develop the parcel.

A report had been prepared for the Redevelopment Commission
regarding a wetland located at the south end of the Study

Area. The location of the parcel containing the wetland is

east of US Highway 421 and north of 400 North. The report
was prepared for the extension of the Towne Center Road

from its current south terminus to the US Highway 421 drive

1-04
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/' Wet Weather Operation

« The new culvert restriction at Point ‘A in Striebel Arm Ditch
will control the flow rate of water downstream of this location.

« During a rain event, the culvert restriction will back up water
into the basin through the new inlet structure constructed at
Point (B.

= Storm water will “flow” in a sense from the southern half of the
basin towards the northern half of the basin through the new
pedestrian bridge installed at Point (C. .

« The basin's outfall structure at Point ‘D) will allow a controlled
amount of flow out of the basin and back to Striebel Arm Ditch
at Point (E), a location that is downstream of the culvert

| restriction.

. Noighborhoods in
\ Current Floodplain

Michigan City Earl Road Flood Control Basin (Striebel Pond): A 48-acre off-line basin with an 81.5 million gallon storage capacity
Source: “Striebel Pond - Proactive Water Quality Approach to a Flood Control Project” prepared by Christopher B. Burke Engineering, Ltd

entrance to Wal-Mart. The report identified wetlands, provided
a wetland mitigation plan, and provided an estimated cost for
construction.

This extension would allow for an internal traffic connection
between the existing development and the Wal-Mart
development thus reducing the need for additional access
points along Franklin Street. The extension would be about 450
feet long and appear to require the acquisition of right of way
from three property owners. This extension should utilize the
same cross section as the existing road thus including curbs.
The estimated cost not including right of way was $300, 000, in
2004.

Mitigation is proposed for impacts from the extension of Towne
Center Road. The total project length is approximately 450
feet and the proposed right-of-way width is approximately 40
feet. Mitigation for the filling of approximately 34,850 square

feet (0.08 acre) of a palustrine scrub shrub (PSS) wetland
includes the planting of approximately 130,680 square feet (3.0
acres) of wetland vegetation adjacent to an existing palustrine
emergent (PEM) wetland at Patriot Park. The Patriot Park
mitigation site is located in Section 21, Township 37 North,
Range 4 West, along the east side of US Highway 421 one mile
south of County Road 400 North.

The size of the required wetland mitigation site is approximately
2.4 acres for the impacted PSS wetland. The development

of this proposed mitigation site will use a 3:1 mitigation ratio
(PSS wetlands) typically proposed by the Indiana Department
of Environmental Management (IDEM) for the issuance of the
Section 401 Water Quality Certification (WQC). The wetland
mitigation site would be located within the same West Branch
Trail Creek watershed as the impacted wetland. The mitigation

Striebel Pond
Source: Haas Associates

site would be monitored for five (5) years to ensure the overall
development and success. The site is located within Patriot
Park, which is owned and managed by the Michigan City Park
and Recreation Department. If required by the IDEM, a deed
restriction would be placed on the mitigation site to ensure its
protection in perpetuity.



ﬂ? 1.4 Corridor Setting: Built Environment

The 421 Corridor Study Area is primarily composed of a
smattering of auto-urban commercial / retail strip land uses
ranging in size and intensity. Reference Figure 1.3, Corridor
Views, to see some perspectives from the motorist. Beginning
on the southern end, close to the Interstate Highway 94
interchange, and extending northward to US Highway 20,

the 421 Corridor Study Area consists of several “big box”

retail stores, which are set back from the US Highway 421
thoroughfare. Flanking either side of US Highways 421 and 20
are several free standing, commercial franchises, occurring with
fairly regular frequency. Within the northwest quadrant of the
intersection of US Highways 421 and 20 stands the Marquette
Mall, a somewhat dated and largely vacant shopping mall,
consisting of Carson’s and Sears anchor department stores.
Immediately to the west of the mall, set back from US Highway
20 is a small theater complex and an Ace hardware store.

North of US Highway 20, flanking what is now S. Franklin Street,
are several auto-oriented, retail establishments, such as an
older motel, an automobile dealership, a discount grocery
store, fast food restaurants, commercial strip centers, a gas
station, drug store, and the like. This portion of the corridor is
also home to Ivy Tech Community College, a significant driver of
daily activity within Michigan City. On the east side of S. Franklin
Street, approximately one third of the way between US Highway
20 and Coolspring Avenue, the General Commercial zoned
property (B2) gives way to a single family detached residential
neighborhood (R1C).

From Ohio Street to the west, to Woodland Avenue to the east.
US Highway is very similar in commercial character as US
Highway 421 / S. Franklin Street, consisting of commercial
franchises set back varying distances from the roadway edge.
Within the southwestern quadrant of the US Highway 20 / US
Highway 421 intersection is the recently renovated Dunes Plaza,
which includes a Kohl’s Department Store and a few other
stores. To the east of the intersection, development becomes
more marginal in character; there are a few closed commercial
buildings, a few older motels, some furniture-related stores,
auto dealerships, etc. The land uses along these two principal
thoroughfares contribute to a very auto-centric, commercial
character. There is little connectivity between parcels, except
for automobile access. Signage, a general lack of order and
maintenance, frayed edge conditions, vacant parcels, and
haphazard parking configurations all contribute to a visually
cluttered landscape.

Figure 1.3 Corridor Views
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% 1.5 Corridor Setting: Thoroughfare Description

As discussed, the US Highway 421 / S. Franklin Street corridor
is one of the primary roadways providing access to Michigan
City. The corridor connects the city with Interstate 94 (I-94) and
US Highway 20—two critical east-west transportation links in
northern Indiana. In addition to carrying daily commuters to and
from the city, the US Highway 421 / S. Franklin Street corridor
also serves as a primary route to numerous destinations. From
the northern end of the corridor, major destinations such as the
lakefront, the Lighthouse Place Premium Outlets, and the Blue
Chip Casino are accessible.

US Highway 421 and US Highway 20 are owned and maintained
by INDOT. S. Franklin Street is an arterial owned and
maintained by Michigan City. According to the INDOT Functional
Classification Maps, each of these facilities is classified as
Other Principal Arterials, meaning these facilities are intended
to provide a high degree of mobility and access to the Michigan
City-LaPorte Urban Area Boundary. This access is facilitated
through a connection to 1-94 that lies less than a mile south of

Michigan City within LaPorte County. The 1-94 connection results

in the US Highway 421 / S. Franklin Street corridor being a
primary route into / out of Michigan City.

US Highway 20 is designated by INDOT as a heavy haul route.
This designation allows trucks carrying payloads in excess of
the typical roadway weight limit to use US Highway 20. This
designation extends from the lllinois state line to South Bend,
Indiana.

CR W 400 N is classified as a Minor Arterial, while Cleveland
Avenue and Ohio Street are classified as Major Collector,
according to the INDOT Functional Classification Maps.

Typical Sections

US Highway 421 between CR 300 Nand CRW 400 Nis a
four-lane facility with a posted speed of 45 mph. This traveled
way is contained within a right-of-way that is 195 feet in width.
Between CR W 400 N and US Highway 20, US Highway 421 is a
five-lane curbed facility with right-turn lanes provided at various
locations within a 105-foot right-of-way.

S. Franklin Street is a five lane curbed facility between US
Highway 20 and Coolspring Avenue. This segment of S. Franklin
Street utilizes an 80-foot right-of-way.
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US Highway 20 is a five-lane curbed facility with a 100-foot right-
of-way. The posted speed limit along US 20 is 45 mph.

West of US Highway 421, CR W 400 N is a four-lane rural facility
with a 110-foot right-of-way width and a posted speed limit of
35 mph. East of US Highway 421, CR W 400 N is a five-lane
curbed facility with a 90-foot right-of-way width and a posted
speed limit of 35 mph.

Ohio Street is a two-lane facility with a posted speed limit of 30
mph. The right-of-way along Ohio Street is 60 feet in width.

Cleveland Avenue is a five-lane curbed facility with a 110-foot
right-of-way width and a posted speed limit of 45 mph.

Access

Between CR 300 N and CR W 400 N, US Highway 421 lies
within limited access right-of-way, meaning no driveways are
permitted. The properties abutting US Highway 421 and S.
Franklin Street between CR W 400 N and Coolspring Avenue
each have access to US Highway 421 / S. Franklin Street
through one or more driveways. Full access is permitted at each
driveway except for those in the vicinity of US Highway 20, which
are restricted to right-in / right-out access. Along US Highway
20 west of US Highway 421, driveways are limited to right-in /
right-out access. East of US Highway 421, full access is granted
to all driveways except those in the vicinity of Woodland Court.
No access management principles have yet been applied to CR
W 400 N, Ohio Street, or Cleveland Avenue.

Traffic Volumes

INDOT provided traffic counts on numerous segments within

the study area. Average annual daily traffic (AADT) volumes
obtained from these counts are summarized in Figure 1.4,
AADT Volumes. Based on the magnitude of the volumes, the
connection to I-94 results in US Highway 421 being a major
route into / out of Michigan City. The volumes also indicate
significant turning volumes at the US Highway 421 / US Highway
20/ S. Franklin Street intersection, as volumes vary significantly
between the legs of this intersection.

No traffic volumes were available for Ohio Street, CR W 400 N,
or Cleveland Avenue.

Figure 1.4 AADT Volumes
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% 1.5 Corridor Setting: Thoroughfare Description

Figure 1.5 Bike Routes and Future Trails
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Active Transportation Facilities

Accommodations for bicyclists are lacking within the 421
Corridor Study Area. No bike lanes are provided along any of
the study roadways; however, the paved outside shoulders of
US Highway 421 between CR 300 N and CR 400 N do provide
a travel way for bicyclists. In the remainder of the study area,
motorists and bicyclists are forced to share roadways, on which
no shared lane markings are provided. Figure 1.5, Bike Routes
and Future Trails, demonstrates existing routes and future
regional trails.

Pedestrians are also not well accommodated in most of the
study area. Between 1-94 and US Highway 20, no sidewalks are
provided along US Highway 421. Sidewalks are more prevalent
near the north end of the study corridor area and are provided
along portions of S. Franklin Street. Between US Highway 20
and St. John Road, a sidewalk is provided along the east side of
S. Franklin Street for approximately 15 percent of the segment
length. A continuous sidewalk is provided along the west side of
S. Franklin Street between St John Road and Barker Road, while
discontinuous segments of sidewalk are provided along only

10 percent of the east side in this same segment. Continuous
sidewalks are provided along both sides of S. Franklin Street
between Barker Road and Coolspring Avenue. No sidewalks are
provided along CR 400 N, while a sidewalk is provided along the
southbound lanes of Cleveland Avenue between US Highway 20
and CR 400 N and also along the east side only of a portion of
Ohio Street.

Perceived Transportation Issues

Based on input received from the initial Corridor
Stakeholder Meeting, the US Highway 421 / S. Franklin
Street corridor and US Highway 20 have several traffic-
related issues that should be addressed. These issues are
summarized as follows:

— Traffic congestion between 1-94 and US Highway 20

— Too many access points along US Highway 421 and S.
Franklin Street

— Lack of frontage roads

— Vehicular speeds along the US Highway 421 / S.
Franklin Street corridor frequently exceed the posted
speed limits

— Pedestrian circulation is lacking along much of the
corridor

— Service times for public transit in the corridor do not
cover all high-demand periods

— High volume of trucks on US Highway 20, which is a
heavy haul route, pose safety issues for local users of
the facility

This study will evaluate the corridors to determine the
severity of each of the concerns listed above and will
explore various tools as potential remedies to these issues.
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1.6 Planning Context
(Concurrent Planning Studies)

To better inform this US Highway 421 / S. Franklin Street “South
Gateway” Corridor Plan, several recent planning studies and
reports were reviewed, including:

— NIRPC 2040 Comprehensive Regional Plan (2011);
— Elston Grove Historic District Streetscape Design Guidelines;

— Michigan City Downtown Action Agenda 2013 (HyattPalma,
Inc.);

— Town Center Road Extension Report (Beam, Longest and
Neff, LLC);

— Michigan City Greenways Master Plan (2005);
— Countywide Land Development Plan, and the

— Lake Michigan Gateway Implementation Strategy.

1.6.1 Concurrent Planning Studies
NIRPC 2040 Comprehensive Regional Plan

The 2040 Comprehensive Regional Plan (2040 CRP)was
developed by the Northwestern Indiana Regional Planning
Commission (NIRPC) in 2011 and represents the first plan

with a comprehensive vision for sustainable growth and
development within Lake, Porter and LaPorte counties. The
Growth and Revitalization Vision for the region includes several
key components that guide the Plan’s principal elements, which
include the following:

— Growth and Conservation Pattern;

— Transportation;

— Environment and Green Infrastructure;

— Human and Economic Resources;

— Stewardship and Governance; and

— Implementation.

The overarching Growth and Revitalization Vision of the 2040
CRP was developed through the CRP’s scenario planning
process and includes several key components, e.g., Community
Type and Role, Focused Revitalization, Growth and Infill,

and Green Infrastructure. Several of the key drivers that will

influence the implementation of the 2040 CRP include the
following:

1-08

Embracing History For The Future

D. 1 BOP S10P

S
NN

(O
i i Jan
Comprehensive Regional P
AVision for Northwest Indiand

— Recognize a possible increase of approximately 170,000
people within the next 30 years.

— Embrace constrained, planned growth and encourage
sustainable development within existing communities whose
population centers will be livable and vibrant.

— Develop a strong regional transit network.
— Protect natural, rural and agricultural assets; and

— Support local plans.

Within thew 2040 CRP Michigan City is recognized as a key
metropolitan area worthy of focused revitalization efforts.

Elston Grove Historic District -
Streetscape Design Guidelines

The Elston Grove Historic District (EGHD) Final Streetscape
Design Guidelines was produced in 2007 for the Elston Grove
neighborhood, which is east of S. Franklin Street and north of
11th Street. Key principles guiding the development of the plan
include:

— Establishing a distinctive, positive image and identity;
through providing neighborhood gateways and wayfinding,
directional signage.

— Reinforcing a downtown, urban lifestyle; through promoting
connections to commercial and recreational areas with
context-sensitive, pedestrian-friendly, complete streets.

— Integrating the functional needs of the users; through
physically separating pedestrian-scaled facilities from
streets, and providing safe pedestrian crosswalks.

The overarching design concept is to develop streetscape
guidelines will that look towards the future while recognizing
Elston Grove’s and Michigan City’s connection to the past.

The streetscape design guidelines establish a hierarchy of

Elston Grove Historic District
Final Streetscape Design Guidelines

PreparedFor:
t
Department of Redevelopmen
g Michigan City:IN

street types based on functional classification and cross-section
widths and recommend streetscape enhancements that are
unique to each street type, but collectively represent a family of
enhancements. Specific streetscape furnishings (ornamental
street lights, benches, waste receptacles, bicycle racks) all bear
a familial resemblance and elevate the identity of the Elston
Grove neighborhood. Gateway treatments, special paving,
decorative fencing and street trees help to provide spatial
definition. Pocket parks provide small open space areas for
neighborhood residents.

The US Highway 421 / S. Franklin Street “South Gateway”
Corridor Plan will address pedestrian and vehicular circulation
in a similar manner, using many of the same streetscape
elements, although the scale and treatment will be distinctly
different.

Town Center Road Extension Report
(Beam, Longest and Neff, LLC.)

Two proposed projects are described within the Town Center
Road Extension report:

1. Extension of the North-South Frontage Road. The
development of the City’s south side by extending the
existing frontage road from its existing terminus behind the
Gordon Food Service store south to the proposed Wal-Mart
entrance on US Highway 421. This extension would allow
for an internal traffic connection between the existing
development and the Wal-Mart development thus reducing
the need for additional access points along US Highway
421. The extension would be about 450 feet long and
appear to require the acquisition of right of way from three
property owners. This extension should utilize the same
cross section as the existing road thus including curbs. The
estimated cost not including right of way is $300,000.

2. Widen County Road 400 North from Ohio Street to

Source: Elston Grove Historic District Streetscape Design Guidelines

Woodland Avenue. The widening of CR 400 N to
accommodate the anticipated traffic flow in a safe manner
and to provide additional growth opportunities in the area.
The county is presently developing a land use plan for

the area. The project would ideally widen CR 400 N to
four lanes from Ohio Street to Woodland Avenue (7,975
+/- feet). The Michigan City RDC is willing to assume the
duties of the lead agency such as retention of the design
engineer, receive construction bids and serve as project
administrator. The county should also provide a land use
plan for the adjacent area north of I-94 that is not in the
city limits. Should the county not participate, the project
should continue forward but only between US Highway
421 and Cleveland Avenue. The preliminary estimates for
the project including engineering and construction are $3
million if the open storm system is maintained. It may be in
Wal-Mart’s best interest to also participate in the project.

Proposed Wetland Mitigation Plan. Mitigation is proposed
for impacts from the extension of Town Center Road in
Michigan City, east of US Highway 421 and north of CR 400
N / Kieffer Road in LaPorte County. The total project length
is approximately 450 feet and the proposed right-of-way
width is approximately 40 feet. To mitigate for the filling of
approximately 3,485 square feet (0.08 acre) of a palustrine
scrub shrub (PSS) wetland, planting approximately 130,680
square feet (3.0 acres) of wetland vegetation adjacent to
an existing palustrine emergent (PEM) wetland at Patriot
Park in Michigan City, LaPorte County, Indiana is proposed
as mitigation. Specifically, the proposed mitigation site is
located in Section 21, Township 37 North, Range 4 West.

The size of the required wetland mitigation site is
approximately 2.4 acres for the impacted PSS wetland.
The development of this proposed mitigation site will use
a 3:1 mitigation ratio (PSS wetlands) typically proposed by
the Indiana Department of Environmental Management
(IDEM) for the issuance of the Section 401 Water Quality
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Certification (WQC). The wetland mitigation site would be
located within the same West Branch Trail Creek watershed
as the impacted wetland. The mitigation site would be
monitored for five years to ensure the overall development
and success. The site is located within Patriot Park, which
is owned and managed by the Michigan City Park and
Recreation Department. If required by the IDEM, a deed
restriction would be placed on the mitigation site to ensure
its protection in perpetuity.

Wetland hydrology would be provided by the proximity of the site
to Norris Ditch and the West Branch Trail Creek. The proposed
mitigation site would capture overflow during the growing
season and seasonal flooding.

Michigan City Downtown Action
Agenda 2013 (HyettPalma, Inc.)

Produced by market research firm, HyettPalma, Inc., in
partnership with the Indiana Association of Cities and

Towns, the Downtown Action Agenda combines the desires,
preferences, and concerns expressed by the people of Michigan
City regarding their Downtown (from 11th Street northward

to the Lake Michigan waterfront); with a realistic analysis of
Downtown’s market potentials. A Course of Action was defined
for public and private sector implementation. The Course of
Action is meant to enable Downtown Michigan City to reach the
vision defined locally, to overcome the key issues it faces, and
capture the identified market potentials.

While the focus of this report is Michigan City’s Downtown
area, there is still some very relevant market-based information
for the South Gateway Corridor Plan. In addition to a well-
articulated vision statement for Downtown, the report
summarizes retail trade indicators, demographic and income
profile and current retail businesses. By dividing Downtown’s
annual retail sales - $81,000,000 - by the total estimated

demand for retail products within the primary trade area -
$551,000,000 - it can be concluded that Downtown Michigan
City may currently be capturing approximately 14.7 percent

of the retail sales potential within the primary retail trade
area. The report concludes with several recommendations,
including the important point that if Downtown Michigan City
is able to increase its market share to between 15.5 percent
and 16 percent by the year 2018, it is possible that the project
area may be able to increase its total capture of retail sales to
between $85,000,000 and $88,000,000 by the year 2018.
This increase in total retail sales could potentially support

the development of between approximately 18,000 and
30,000 net square feet of additional retail space and between
approximately 25,000 to 35,000 square feet of additional
office space in Downtown Michigan City by 2018 - which could
include expansions or sales increases by existing Downtown
Michigan City retail businesses, the filling of vacant retail space,
and / or the construction of some limited amount of new retail
space. Clearly, additional retail development could be a likely
component of redevelopment activity along the US Highway 421
/ S. Franklin Street corridor.

Michigan City Greenways Master Plan (2005)

The goal of the Michigan City Greenways Master Plan, see
Figure 1.6, Michigan City Trails Master Plan, is to provide as
many non-motorized trails as possible by utilizing the right of
ways from the railroad and NIPSCO properties for crossings at
thoroughfares, railroads and waterways. The Greenways Master
Plan will help to establish connections to local community
destinations as well as existing and future regional trail
systems. The entire greenway system will connect throughout
the community to existing bike routes known as The LaPorte
County Shared Bikeways and The Michigan City Inner City

Bike Loop. The Greenways Master Plan also provides design
guidelines and standards for trail widths and surfaces, sighage
and other site furnishings, lighting, bridges, street and railroad
crossings

Figure 1.6 Michigan City Trails Master Plan
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The Greenways Master Plan builds off of the 2003
Northwestern Indiana Regional Planning Commission (NIRPC)
Priority Regional Trails and Corridors for Northwestern Indiana
plan. Among the NIRPC plan’s priority trails, two high priority
and two medium priority trails are shown to pass through the
corporate city limits of Michigan City. A portion of the Michigan
City / LaPorte Trail is within the 421 Corridor Study Area and
runs from Gardena Park south to Coolspring, where it jogs one
block to the east and continues south down Woodland Avenue
to Pahs Road, where it again jogs eastward to the Michigan City
High School. Another NIRPC priority trail, the Monon Trail runs
just to the west of the 421 Corridor Study Area, and is aligned
in part along the abandoned Monon Railroad, which is just to
the west of Ohio Street. The Monon Trail terminates and CR

S~

400 N although there are plans to extend and link the trail to a
regional trail network that extends to Southern LaPorte County.

The Greenways Master Plan also acknowledges an existing
on-street bike lane that passes through the 421 Corridor Study
Area and runs along Barker Street, south on S. Franklin Street
to St. John’s Road, where it flanks the Marquette Mall site to
Ohio Street, where the bike Lane is aligned along Ohio Street to
Coolspring Avenue. The bike lane follows Coolspring eastward
to Maple Street, where it jogs south to Edgewood Elementary
School.
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1.7 Policy Guidance

Two planning documents address Michigan City’s policy
framework include the Countywide Land Development Plan
(2008) and the Lake Michigan Gateway Implementation
Strategy.

The Countywide Land
Development Plan

Michigan City, City of La Porte
and all LaPorte County Communities

LaPorte County, Indiana
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Countywide Land Development Plan

The Countywide Land Development Plan (2008) includes the
following elements:

— An analysis of existing land use, utility service areas,
the transportation network, development densities,
farmland suitability, forested areas, topography, sensitive
environmental areas, major watersheds, development
trends, population and employment trends, and land
absorption rates;

— Aregional analysis of seven subregions within LaPorte
County;

— Recommended goals and policies addressing the required
elements of a comprehensive plan under state law, plus
others of local interest;

— Recommended Land Development Strategies;

— Recommended Plan Implementation Techniques.

According to the Plan, Michigan City and the 421 Corridor Study
Area are located within the Lake Michigan Subregion, one of
seven geographic areas delineated based on a combination

of factors, including existing land use, development trends,
availability of infrastructure (particularly major roads and public
sewer), soil and other natural characteristics.

Key objectives for the Michigan City subregion include:

— Creating a 20-year expansion plans for Michigan City
wastewater system into developing areas;

— Adopting regional stormwater management plans - could be
funded as utility and / or through impact fees;

— Amending subdivision regulations to include strong
connectivity policy for new subdivisions;

— Adopting interim County zoning tools to encourage more
efficient use of land that does not currently have access
to sewer but that can easily be served in the foreseeable
future;
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— Adopt cluster zoning tools to encourage developers to
“design with Nature” and work around sensitive lands and
natural resources

Lake Michigan Gateway Implementation Strategy

The Lake Michigan Gateway Implementation Strategy (LMGIS)
Study Area focuses on a 700 acre site centered around the
Uptown Arts District (or downtown) and includes Washington
Park, Lighthouse Place Premium Outlets, Blue Chip Casino,
the Route 12 corridor within city limits, and Franklin Street
and Washington Boulevard entry points. The purpose of LMGIS
is to capitalize on the extraordinary potential of the Study

Area and to transform it into an impressive gateway to the
Downtown and Lakefront. The project will offer a framework
for investment and policy decisions as well as feasible, priority
implementation projects. To maximize investment in the LMGIS
Study Area, the project also includes recommendations on
infrastructure, pedestrian and vehicular circulation, and land
use improvements.

The overall goal of LMGIS is to “make Michigan City Indiana’s
great lakefront destination community”. Three themes steer
the project to its goal: first, market and program (why come and
why stay?). Second, identity and arrival (getting here and getting
around) and third, the environment (why come back and stay
longer?). The project objectives to meet the project’s goal are,
first, support a cluster of year-round activities and destinations
for the whole family. Second, easy access and navigation

of the area. Third, experience an extraordinarily attractive
environment. And finally, strive to increase private sector
investment; produce more jobs and more tax revenue.

LMGIS also offers a number of strategies with
recommendations to accomplish the project objectives. First, it
is important for the city to refine and consistently communicate
the brand of Michigan City and to integrate this brand across
all markets. Next, the city needs to develop more magnet and

Regional Entry and Approach Map (left) and
~94-and 421 Bridge Improvements (right)

Source: Lake Michigan Gateway-lmplementation Strategy

secondary attractions. The city already has major regional
destinations including the lakefront, Washington Park, the
Lighthouse Place Premium Outlets, and Blue Chip Casino. The
recommendation is to showcase these amenities, as well as
add to and update their facilities so that they complement each
other, creating a “Golden Diamond” of area attractions that will
entice visitors to “linger-longer”. In addition to these amenities,
the project calls for a new visitor-oriented entertainment district
or destination at the center of the diamond. Suggested updates
and programming for the “Golden Diamond” include indoor
and outdoor magnet attractions like festivals, a tournament
sports venue, an indoor waterpark, marina, trail improvements,
small amusement park with mini-golf and go-carts, destination
restaurant and retail, a movie theater, and a children’s
attraction.

Simplifying the connections is another important strategy.
LMGIS recommends improving connectivity by updating traffic
patterns in the LMGIS Study Area, updating parking on streets,
capitalizing on the rail and bus routes in the city, enhancing the
streetscape, and making street right-of-way improvements for
better pedestrian and bicycle movement. In addition, the project
introduces a possible shuttle or trolley system with routes

that connect all parts of the diamond to the Indiana Dunes,

the outlet mall, casino, Washington Park and the lakefront.

And a final strategy is to create and maintain a memorable
appearance and consistent message. The project suggests
some elements that will help promote this message, including,
creating a prominent Identity from 1-94 to draw the attention

of passing motorists to Michigan City and the lakefront. Also,
additions and improvements to the wayfinding and signage
program already implemented in the city will help create a
consistent message to visitors. And finally, gateway statements,
architectural style, landmarks buildings, and sculpture will
reinforce an overall appearance of the city.



1.7 Policy Guidance

1.7.1 Zoning

Based on the City of Michigan City proposed Zoning Map (dated
November 09, 2010), and as depicted in Figure 1.7, 421
Corridor Study Area and Surrounding Zoning, and summarized
in Table 1.1, Zoning Districts, the 421 Corridor Study Area is
composed of six zoning districts.

The principal regulatory instruments guiding the function and
character of new development within the 421 Corridor Study
Area include the Countywide Joint Zoning Ordinance, the
Michigan City Code of Ordinances (last updated on January 30,

Table 1.1 Zoning Districts

2014), and the Michigan City Subdivision Ordinance (2011).
Additionally, the Michigan City Redevelopment Commission
administers two Tax Increment Financing districts, the South
Side TIF District is located within the 421 Corridor Study Area.

A thorough review of the land development regulations guiding
development within the 421 Corridor Study Area is provided
within Chapter 2, Background and Existing Conditions, of this
plan.

Figure 1.7 421 Corridor Study Area and Surrounding Zoning

Symbol District Area (acres) Jurisdiction Regulated In
R1A Single Family Residential 1.0 ac County Article 04
R1B Single Family Residential 13.2 ac City/County Article 04
R1C Single Family Residential 55.7 ac City Article 04

Low-Rise Multiple Family Residential 114.7 ac City/County Article 05
Neighborhood Commercial 4.2 ac City/County Article 07
General Commercial 753.1ac City/County Article 07
Highway Commercial 251.2 ac City/County Article 07

Office Service 16.3 ac City/County Article 07

Heavy Industrial 14.4 ac City/County Article 09
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R1A Single Family Residential
R1B Single Family Residential
R1C Single Family Residential
R1D Single Family Residential
R2B Townhouse

I R3A Low Rise Multiple Family

B1 Neighborhood Commercial 0 1000 2000 EB
B2 General Commercial _-d

B3 Highway Commercial

0S Office Service

M1 Light Industrial
M2 Heavy Industrial
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1.8 Public Engagement

A broad cross-section of community residents were involved
throughout the corridor plan development process to provide
input and react to plan proposals aimed at defining a preferred
and deliberate future corridor redevelopment program for

the Michigan City Redevelopment Commission (RDC). The
consultant team employed a blend high-touch and high-

tech engagement efforts to involve the public in the project.
Each component, both on-line and off-line, served a distinct
purpose. The off-line strategies were intended to help build
trust, one-on-one relationships, and a constituency of support
that will ultimately be important for implementing the plan.
The on-line strategies provided opportunities to engender
greater understanding, forge deeper relationships, create larger
networks, and interact in ways that are convenient for the
participant, leading to more frequent and routine engagement.

Off-line engagement efforts involved facilitating an ad hoc
Corridor Stakeholder Committee (CSC) composed of residents
and stakeholders from the 421 Corridor Study Area. The CSC
provided routine feedback to the consultant team throughout
the development of the corridor redevelopment plan. A series of
focused listening sessions were facilitated with business owners
within the 421 Corridor Study Area, representatives from the
real estate and development community, and others to discuss
issues and challenges facing the 421 Corridor Study Area. A
kick-off community workshop provided Michigan City’s citizens a
chance to participate in a community capacities exercise, where
the issues and challenges affecting the 421 Corridor Study Area
were discussed. Participants also participated in a “maps and
markers” exercise as well as a visual preference survey.

Offline engagement efforts were combined with an online
community discussion forum and project website. The project
website was linked to the City’s website and provided the
results of exercises, such as the visual preference survey, as
well as draft report sections for the public to review. An online
discussion forum, MindMixer—a web-based, multi-media virtual
town hall social media platform—enabled public interaction at
any time and from any place. This unique web-based approach
empowered citizens to engage in the planning process via an
easy-to-use web interface. Every three weeks during the first
four months of the planning assignment, a round of questions
was posted to the site, to elicit feedback regarding particular
issues.

The lightbulb symbol with a text box throughout this plan indicates
the topic and quote that is from the MindMixer Online Discussion
Forum. An example of the types of questions and subsequent
comments include:

— What are the specific improvements to the 421 corridor that
should be emphasized?

— What is the principal role of the 421 Corridor in the
community?

— What should the future improvements to the 421 Corridor
address?

Listening Sessions and
Community Workshop

During the listening sessions and first community workshop
the consultant team facilitated a community capacity exercise
that focused on identifying key challenges facing the 421
Corridor Study Area. The following statements were voiced by
participants and reflect a desire for specific improvements:

Development Character

— General Appearance of development within the 421 Corridor
Study Area is poor. Multiple dilapidated buildings and visual
clutter contribute to a blighted condition.

— There are several properties north of US Highway 20 and
east of S. Franklin Street that should be demolished.

— Shallow parcels make redevelopment difficult, particularly
in attempting to incorporate pedestrian improvements and
internal transportation networks (access management
provisions, frontage roads, etc.)

Vehicular Transportation

— With regard to vehicular transportation-related issues
impacting the 421 Corridor Study Area, several people
voiced concerns about traffic problems along US Highway
421, between 1-94 and US Highway 20, particularly in the
summer months.

— From an access management perspective, there are
too many access points (driveways) along the principal
thoroughfares within the 421 Corridor Study Area. This leads
to additional congestion and safety concerns. Accessing
the west side of US Highway 421 is difficult when driving in
the northbound lanes. Businesses on the west side need
frontage roads.

— While, in some cases, internal access / frontage roads
are somewhat convoluted, much of the traffic congestion
problems may be alleviated by developing a network
frontage and ‘rearage’ roads that would link properties and
businesses.

— The use of medians may reduce the amount of traffic

Corridor Stakeholder Committee

— Sam Lubeznik — Ken Behrendt
— Rick Dekker

— Larry Middleton

— Clarence Hulse
— Steve Panko
— Tom Crane — Chris Sotos
— Joie Winski — Christien Reynolds
— Alexis Pontius — Chris Schwanke
— Patricia Boy — Derrick Sousley
— Wally Hook

— Craig Phillips

— Gabrielle Biciunas

— Rick Soria

Corridor Stakeholder Committee

Project website: http://www.mc421corridorplan.com

Corridor Stakeholder Committee Meeting

Specific Improvements
to the 421 Corridor:

“Provide limited access points to
shopping areas from 421. this will
move traffic into the parking quicker
and allow better flow on 421. Provide
a boulvard for plantings to soften

the streetscape and improve the
experience.”

MindMixer quote



crossing opposing lanes, thereby improving safety, but it
would require consolidating access points.

— Because of the traffic congestion, signals should be
synchronized to improve flow.

— As a designated heavy truck route, US Highway 20 has over
2,000 heavy trucks per day that drive entirely too fast when
traveling through Michigan City.

Active Transportation

— Pedestrian safety is a big concern. There are few to no
sidewalks / recreational trails within the 421 Corridor Study
Area.

— The thoroughfares within the 421 Corridor Study Area
should be retrofitted with crosswalks (with chirpers) and
safe, pedestrian refuges, particularly on the west side of US
Highway 421.

— vy Tech Community College students must routinely dodge
cars to get across the street.

— People need to be educated on sharing the road with
cyclists.

Public Transportation

— There is a need for more bus stops within the 421 Corridor
Study Area and more frequent service.

Land Use / Built Environment

— There needs to be denser, more opaque screening and
buffering between land uses.

— Grocery store market abnormal within Michigan City. There
is a perceived market for high-end specialty foods, such as a
Whole Foods or a Costco.

— There is a need for more parks, trails and sidewalks.

— Wetlands should be treated as open space amenities and
enhanced for potential recreational benefits.

— Parks should be connected to residential neighborhoods
through a system of greenways and recreational trails.

Housing

— There is a significant need for senior housing within
Michigan City, which may be fulfilled by development within
the 421 Corridor Study Area.

— Additionally, there is an increasing demand for housing
young professionals and first home buyers. The likely price
point target is somewhere around $150 - 200,000.

— The Cleveland Avenue corridor should be allocated for
residential development.

— Development along Cleveland Avenue has stalled. The
issues are unclear.

Commercial / Retail

— Number of businesses within Michigan City and the 421
Corridor Study Area attracts a regional draw.

— There is currently approximately 1.6 million square feet of
retail in Michigan City; and 4.0 million square feet of retail in
Merrillville. There is significant leakage (at least 18 percent)
leaving LaPorte County.

— The Lighthouse Premium Outlets shoppers rarely leave the
property. This area of Michigan City is perceived to have a
high crime rate.

— Strategies need to focus on capturing the Lighthouse
customer base as they are entering or leaving Michigan City.

— Michigan City needs higher end restaurants with views to
Lake Michigan.

— There is a void in adequate Health club facilities to meet the

demand.
— The retail market may be able to support a furniture store.

— The 421 Corridor Study Area suffers from a perpetual rolling
strip, where existing buildings are routinely repurposed;
resulting in few vacancies on the one hand, but a worn-out
character on the other.

Infrastructure

— The benefits of regional stormwater detention should be
evaluated.

Corridor Enhancements

— Enhance architectural treatments to improve first
impressions (particularly for young professionals)

— Need continuity regarding landscape and architectural
character

— Architectural guidelines need to articulate preferred
development quality

— Corridor enhancements should focus on uniform landscape
treatment, including decorative streetscape furnishings

— Lighting improvements should focus on both illuminating
dark sections of thoroughfares (to INDOT minimum
standards) and providing lighting for anticipated pedestrian
improvements.

— Throughout the 421 Corridor Study Area there needs
to be increased emphasis on greater signage controls,
improved signage standards, and enhanced signage
replacement program. There is interest in promoting more
wall signs versus pole-mounted signs. Monument signs are
encouraged. North of US Highway 20, there should be a
requirement for shingle signs.

— There is a general lack of entrance / gateway features

and enhancements within the 421 Corridor Study Area to
welcome visitors to Michigan City.

Development / Redevelopment Issues

Redevelopment of the Marquette Mall property should be of
highest priority. If redeveloped, the Mall could bring business
north of Highway 20. Concepts range from complete site
demolition to refurbishing the anchor buildings, facade
improvements for the office tower, and developing outlets
around perimeter of the site. Programmatic considerations
include:

— indoor water park (e.g., Wisconsin Dells, Key Lime Cove);
— mixed use residential program

— sports complex that could include basketball, hockey, indoor
baseball / soccer, and training could have a regional draw
(e.g., Midwest Basketball Academy in South Bend)

— high end shopping / specialty retail
— town center / lifestyle concept

— theater / entertainment venue




1.9 Market Overview

Y

US Highway 421 /
S. Franklin Street Corridor:
Market Assessment and Positioning

No city or district exists in a vacuum. The future of aging
commercial corridors such as US Highway 421 / S. Franklin
Street corridor are determined equally by external economic
conditions and civic will. While the city can control land use,
make strategic investments in public infrastructure and incent
private investment with various subsidies, market forces will
largely determine both the pace and extent of that investment.
Physical planning can depict a desired future and help attract
investment; however unless the plan is aligned with emerging
economic, lifestyle and consumer trends - and calibrated to
local market conditions - it will fail to spark developer interest.

Moreover, no amount of street decoration, new roadway design
or regulations alone will sustain or transform the corridor in the
face of a rapidly evolving retail landscape. Ultimately, the type
and quality of investment that will occur within the Franklin
corridor will be a reflection of how well Michigan City and all

of Northwestern Indiana perform in the area of providing good
jobs, housing choice, quality public services and a reasonable
and measured regulatory environment - in other words,
creating the right climate for sustained private investment
across multiple sectors of the economy.

Variation and Adaptation

Unlike many gateway “power” corridors of its generation, the
US Highway 421 / S. Franklin Street corridor enjoys many

advantages that its counterparts in other cities do not. Chief
among these is that Michigan City itself is a de-facto gateway

city to the tri-state Chicagoland region. (In fact Michigan City is
fast establishing itself as a premier, transit-connected “marina-
burb” similar to the outter parts of Long Island, NY or Orange
County, CA.) It is a first / last stop for travelers entering /
leaving the region via one of the most heavily traveled interstate
highways in the country, 1-90 / I-94. It is also a key portal to the
amenities of the lakeshore including major marina facilities,
the Indiana Dunes National Lakeshore, the Blue Chip Casino
and the Lighthouse Premium Outlets. All of these factors, taken
together, position the Franklin corridor to serve a wider regional
market than it currently serves. The seasonality of this market
however along with a relatively small local population that
skews lower income, will likely remain a challenge in attracting
more national retailers to the corridor.

Perhaps the biggest challenge facing the corridor however has
to do with the changing face of retail merchandising itself.
With more and more sales occuring on-line as well as diverging
consumer preferences for artisnal / local products on the one
hand, and discount general merchandise on the other, the
middle segment of the retail market is getting squeezed from
both ends. Even traditional “bricks and mortar” department
stores are going to a smaller overall footprint with the physical
store serving more as a showroom to support on-line versus
in-person sales.

Meanwhile, the most successful retail-based developments
over the past several years are those that are anchored by an
entertainment or experiential attraction (movies, restaurants,
sports, amusement parks etc.) and / or those that also include
housing and offices as part of a “lifestyle” or faux town center
format. Traditional retail corridors and malls are increasingly
going “down market” with a surfeit of discount retailers and fast
food along with increasing vacancies. All of this is occuring in
the context of a generally overbuilt retail landscape reflective
of pre-recession consumer spending habits. The upshot is too
much retail square footage chasing too few in-person retail
sales.

Sustaining the economic vitality of the corridor, and recasting
it as a more inviting entrance into the city will require strategic
intervention by the city. These interventions will involve the
traditional tools of zoning and public infrastructure investment
as well as land control, developer recruitment and the possible
offering-up of incentives.

Within the context of these structural
economic trends and the City’s overall
advantages the Corridor Plan will try to
answer the following formative questions:

— To what extent can the US Highway 421 / S. Franklin
Street Corridor be repositioned to serve a larger regional
market? What is the plausible trade-area of this market
in terms of distance / drive-time?

— What are the existing retail trade gaps and unserved
and under-served markets niches that the corridor can
serve?

— What are some realistic redevelopment / reuse
scenarios for the Marquette Mall site? What types of
strategic interventions will the city need to make to
accelerate its transition?

— How can the corridor become more economically
sustainable and less retail-dependent over time?
Where are there opportunities to incorporate office and
housing into the corridor?

— What sites / areas in the corridor are ripe for
redevelopment because of such factors as: long-term
vacancy, obsolete building types, deferred maintenance,
below average rental rates, land use conflicts etc.?

— What is the extent of possible redevelopment activity
in the next 5-10 years given overall market conditions,
occupancy, and historic and / or projected absorption
rates?

— What are some reuse / repurposing options for vacant
and / or obsolete commercial buildings including the
Marquette Mall site?



2.0 Background and Existing Conditions

2.1 Introduction

Michigan City’s interest in transforming the US Highway 421

/ S. Franklin Street strip is not unique. Commercial corridor
revitalization has become a strategic priority for many cities
and towns that are trying to enhance their municipal image,
and improve the quality of life and economic wellbeing of their
residents. This is not an easy task as commercial strips are very
dynamic and susceptible to rapidly changing market conditions.
The duality of purpose for many corridors in trying to provide
retail diversity while remaining viable arterial thoroughfares
compounds the fact that overall, commercial strips tend to
have underperforming retail stores, a high rate of vacancies,
low sales per square foot, and little money to reinvest in aging
buildings and infrastructure, let along landscape and other
enhancements.

Easy traffic movement on US Highway 421 / S. Franklin Street
is a thing of the past. As seasonal peak traffic mounts in both
duration and volume business owners become concerned
about congestion discouraging potential would be customers.
With public interest in - solutions to combat global warming
and contributions to air pollution; concern about volatile fuel
prices and dependence on fossil fuels; and the increasing
desire for authentic places in contrast to the strip’s sameness;
its automobile-oriented design; long distances between

stores; poor connectivity between uses; and its pavement-
dominated environment - are increasingly at odds with the
public’s preferences.! At the same time, many older commercial
corridors, including US Highway 421 / S. Franklin Street (421
Corridor Study Area), are bordered by neighborhoods whose
residents would like to depend on services and convenience
retail within walking or biking distance, and could be
redeveloped into walkable, mixed-use, transit-oriented streets.

The desirability, economic vitality, and health of transportation
corridors and surrounding neighborhoods are directly related.
Strong corridors help create community identity and are home
to jobs, retail, entertainment, and other quality-of-life amenities
that contribute to the desirability and health of the surrounding
neighborhoods. Conversely, strong, vibrant neighborhoods

and housing stock contribute to economic development

along corridors, make a community more livable, and further
individual access to employment and needed services.?

1 March 23, 2014. “A Dying Breed: The American Shopping Mall.” CBS News
(http://www.cbsnews.com/news/a-dying-breed-the-american-shopping-mall/)

2 Southeast Michigan Council of Governments (SEMCOG), Corridor Redevelopment
Toolkit. Semscope, Spring 2014. ISSN#03071-1310. (http://library.semcog.org/
InmagicGenie/DocumentFolder/SEMscope_Spring%202014_web.pdf)

Americans who came of age in the middle of the 20th century can remember living in a world
in which all major shopping, offices, theaters, and government services were downtown, with
grocery markets and convenience stores clustered in neighborhoods. All that changed in

the 1960s, when roads leading from downtown to the newly emerging suburbs were widened,
stores and restaurants were set back behind parking lots, and the commercial strip was

born. The strip became the universal standard for suburban retail development: low-slung
commercial buildings, front parking lots, and tall, auto-oriented signs arrayed along wide
thoroughfares extending from downtown to the suburbs. They seemed to match the look and
feel of the new automobiles and modern architecture.

By the 1980s, virtually every city in America had strips leading to the suburbs, and many
had several. And the suburban downtowns were dead or dying. Newer suburban cities had
no downtowns at all, just the strip and the mall. In a very short period of time, the strip has
become so familiar that it is hard to imagine our communities without them.

- US Environmental Protection Agency, Restructuring the Commercial Strip

2-01




Chapter 2, Background and Existing Conditions, provides critical
information in further understanding the issues and challenging
facing redevelopment / revitalization of the 421 Corridor Study
Area, but also the inherent opportunities. Specifically, this
chapter focuses on analyzing several components that are
fundamental to understanding what may be possible:

2.2 Market Profile - what commercial / retail opportunities
exist within and around Michigan City’s metropolitan statistical
area (MSA)? What are the perceived needs or gaps that may be
filled through redevelopment initiatives?

2.3 Environmental Conditions - As the 421 Corridor Study
Area is immediately within a lacustrine environment are

there environmental conditions, such as the presence of
surface water and wetlands, that may preclude additional
development or redevelopment of key parcels? How might these
environmental constraints be turned in to opportunities?

2.4 Existing Land Use Conditions - what is the land use
composition of parcels within the 421 Corridor Study Area? Is
there adequate diversity of uses to ensure a stable economic
base for new / enhanced commercial activity? Are there

land use constraints / incompatibilities that may hinder /
prevent redevelopment of key parcels? Conversely, would the
redevelopment of key parcels be catalytic in stimulating more
widespread redevelopment?

2.5 Transportation Infrastructure - are the vehicular, active
(pedestrian and bicycle), and public transportation facilities
adequate for serving an increasingly diverse, multi-modal
constituency? Are there areas or circulation patterns that are
particularly prone to traffic congestion?

2.6 Utilities Infrastructure - Are the capacities and locations
of existing potable water, waste water and storm water drainage
infrastructure sufficient to handle increased loads resulting
from new, mixed-use development and redevelopment? What
about electricity and communications infrastructure?

Stretching for miles in what seems to

be an undifferentiated landscape of
signs, driveways, parking lots and cheap
buildings, the American commercial strip
is one of the most exasperating and yet
ubiquitous urban forms ever created.
Occurring in nearly every settlement

of any size in the country, the strip is
everywhere the same and everywhere an
eyesore.

- US Environmental Protection Agency,
Restructuring the Commercial Strip
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2.7 Regulatory Environment - how effective are Michigan
City’s zoning ordinance and subdivision regulations in
advancing the goals and objectives of this corridor plan

and enabling / regulating a comprehensive redevelopment
program? Are there adequate financing mechanisms in place
to pay for needed utilities and transportation infrastructure
improvements and incentivize / stimulate reinvestment into
aging / derelict properties?

2.8 Opportunities - as a result of these analyses, what are the
inherent opportunities as well as constraints associated with
developing and redeveloping within the 421 Corridor Study
Area?

These questions and others will be addressed within this
chapter. The stage will be set to then begin to examine the
criteria through which redevelopment parcels can be identified

and utilized to stimulate revitalization of the entire corridor area.

Ten Principles for
Reinventing America’s Suburban Strips

In 2001, the Urban Land Institute published Ten Principles
for Reinventing America’s Suburban Strips. This prescient
report proposed many ideas that have since moved into
mainstream public sector planning. The ten principles are:

— Ignite Leadership and Nurture Partnership
— Anticipate Evolution

— Know the Market

— Prune Back Retail-Zoned Land

— Establish Pulse Nodes of Development

— Tame the Traffic

— Create the Place

— Diversify the Character

— Eradicate the Ugliness

— Put Your Money (and Regulations)

The zoning technique used by most suburban
communities is to designate everything along the arterial
highway strip for commercial uses and wait for retailers
and developers to gradually fill-in all of the individual sites.
In this type of environment, new development sprawls
outward even as sites closer to the city remain vacant
and older retail centers deteriorate. Retail overzoning
thus has had the effect of extending strips prematurely in
discontinuous and inefficient ways as developers leapfrog
over one another onto sites farther and farther away from
the city. By pruning back the amount of land zoned for
retail, suburban communities can stimulate retail growth,
encourage revitalization, and improve the quality of their
shopping strips. It simply is not necessary for every major
parcel along every arterial to be zoned for commercial or
retail use.

The Commercial Strip: How did we get here?

Many factors have contributed to the development of today’s commercial strip.

Government subsidies in the form of the
federal home mortgage program stimulated the m
movement of households from cities to the new
suburbs. Congress created a massive subsidy for
m suburban commercial development by modifying
the tax code to allow owners to depreciate new
m commercial buildings in seven years, in place
of the long-standing 40-year requirement.* This
“accelerated depreciation” sparked a 30-year
construction boom in cheap strip commercial
buildings, along with disincentives to maintain
The construction of the interstate highway system them.
created freeway interchanges that provided 19608- 19708
enormous visibility and access in comparison

to other locations along the long commercial
corridors.

The nation’s first fully-enclosed mall, Southdale,
opened its doors outside Minneapolis. Between
1956 and 2005, about 1,500 malls were built.t

Later in the 1980s, developers and financiers
Newer and larger regional malls, anchored expanded this trend by inventing an array of
by department stores, were located almost enlarged and more specialized clustered retail
exclusively at large sites at freeway interchange 19 808 formats. These included —category killer clusters
locations to maximize regional visibility and (a large single-themed store, like electronics,
access. furniture, or bed and bath, intended to capture
market share from smaller stores), big-box and
superstore-anchored centers, and increasingly
large supermarket-anchored neighborhood
centers.

Lifestyle changes and consumer preferences
instigated a shift from the decades-old enclosed m
shopping mall and strip center formats to open-
air lifestyle centers that combined shopping with
leisure activities. m More urban, amenity-driven formats, lifestyle
centers have been morphing into “town center”
developments with the addition of housing and

Due to the development trend of more offices over the retail.?

prosperous concentrations on large sites

at the major crossroads and a high level of
disinvestment on the sites in betweenthe Urban
Land Institute (ULI) declared that “the future of

strip development is becoming less certain.”
m The last mall was constructed in the US.

A New York Times article states that due to
declining commercial performance of malls,
“Sears Holdings is closing up to 120 stores, Gap
Inc. 200 stores and Talbots 110. Abercrombie

& Fitch closed 50 stores last year, Hot Topic,
almost the same number. Chains that have filed
for bankruptcy in recent years, like Blockbuster,
Anchor Blue, Circuit City and Borders, have left
hundreds of stores lying vacant in malls across
the country.”®

1 March 23, 2014. “A Dying Breed: The American Shopping
Mall.” CBS News (http://www.cbsnews.com/news/a-dying-breed-
the-american-shopping-mall/)

2 ICF International and Freedman Tung & Sasaki, Restructur-
ing the Commercial Strip: A Practical Guide for Planning the
Revitalization of Deteriorating Strip Corridors. US Environmental
Protection Agency.

3 New York Times, Feb. 5, 2012. How About Gardening or
Golfing at the Mall?
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2.2 Market Profile

2.2.1 Market Outlook

As mentioned in Chapter 1, Introduction, US Highway 421 /

S. Franklin Street Corridor enjoys many advantages that other
strip-commercial corridors of the same vintage do not. Chief
among these is that Michigan City itself is an emerging gateway
city to the tri-state Chicagoland region. It is a key access point to
the amenities of the lakeshore including major marina facilities,
the Indiana Dunes National Lakeshore, the Blue Chip Casino
and the Lighthouse Premium Outlet Mall. The seasonality of this
market however, along with a relatively small local population
that skews lower-income, likely distorts the true market
potential of the corridor and the city.

Again though, perhaps the biggest challenge facing the
corridor however, has to do with the changing face of retail
merchandising itself. With more and more sales occurring
on-line as well as diverging consumer preferences for artisinal
/ local products on the one hand, and discount general
merchandise on the other, the middle segment of the retail
market is getting squeezed from both ends (as evidenced

by the announced 2015 closure of mainstay JCPenny’s at

the Marquette Mall and elsewhere). Even traditional “bricks
and mortar” department stores are going to a smaller overall
footprint with the physical store serving more as a showroom to
support on-line (versus in-store) sales.

Meanwhile, the most successful retail-based developments over
the past several years have been those that are anchored by
entertainment or experiential attractions (movies, restaurants,
sports, amusement parks, etc.) and / or those that also include
dense urban-style housing and offices as part of a “lifestyle”

or “town-center” format, see Figure 2.2, Lifestyle Centers, for
examples of built centers in the midwest. Power centers, where
a few big-box stores (frequently high volume discount retailers)
are connected with smaller in-line strip retail have also been
successful in some markets although their success probably
has more to do with their particular merchandise / retailer
grouping than with their physical format or design quality.

Traditional retail corridors and malls in many instances are
increasingly going “down market” with a surfeit of discount
retailers and fast food restaurants along with increasing
vacancies. All of this is occurring in the context of a greatly
overbuilt retail landscape reflective of pre-recession consumer
spending habits and credit availability. The upshot today is too
much retail square footage chasing too few in-store retail sales.

The good news is that Michigan City, with its commuter
connection to Chicago via the South Shore line, a growing
second home market and diversifying economy including a
growing medical services cluster, is positioned to become one of
the region’s main “marina-burbs.” The inexorable merging of the
local economy with that of ever expanding greater Chicagoland
— facilitated greatly by commuter transit — should instill even
greater bullishness about Michigan City among investors and
retailers in coming years.

In the shorter term, the planned LifeWorks medical campus
near the interchange at I1-94, has great potential to both
“landmark” US Highway 421 / S. Franklin Street and begin to
change its market dynamics (especially at its southern end).
Additional hospitality services and ancillary medical offices are
possible along with new or redeveloped / repositioned retail
development. For instance, an expanded restaurant selection
can be anticipated. The addition of the medical facilities may
help make the entire city more attractive as a year-round
residential and / or retirement option with corresponding
spillover affects on the US Highway 421 / S. Franklin Street
corridor. The greatest drag on the corridor conversely is the
Marquette Mall site. The longer the property is allowed to
languish, the longer it will dampen re/investment activity
elsewhere in the corridor as property-owners and investors wait
for this main “power-corner” to reemerge.

In the meantime, the City needs to guide the corridor’s gradual
transition from a continuous commercial strip to more of a
nodal, “bulb-and-stem” pattern where offices, services and
multi-family housing are inserted in and between the main
commercial and employment nodes and tied back to existing
interior neighborhoods with street, trail, greenspace and transit
connections.

Surplus / Leakage Analysis

Gauging the retail development growth potential of the US
Highway 421 / S. Franklin Street corridor is a two-tiered
process. The first involves identifying any unique advantages or
existing business concentrations that can be further leveraged
or grown. (For instance, marina sales / service and outdoor

/ sporting gear and hospitality services may be opportunities
because of the corridor’s proximity to Lake Michigan, the
Indiana Dunes, and a growing medical sector). The second

Figure 2.1 General Market Overview (2014) and Driving Times

2014 Demographics

<15-minute drive

<30-minute drive

<45-minute drive

Total population 64,096 302,322 938,092
Number of Households 25,067 116,347 358,591
Average Household Size 2.43 2.51 2.54
Median Household Income $47,000 $49,000 $48,000
Per Capita Income $24,000 $24,000 $24,000
Median Home Value $130,000 $145,000 $140,000
Percent Owner Occupied 63.4% 60.1% 61.1%
BA Degree 12.5% 13.3% 13.7%
ento rbor
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ﬁ?] Figure 2.2 Lifestyle Centers is based on filling known retail gaps for general merchandise
— within a pre-determined service or trade area.

With the fading fortunes of traditional malls throughout the US, many Defining the service / trade area however is an inexact science
have been redeveloped into mixed-use lifestyle. at best. It is based on such factors as: the composition of

the existing retail base (i.e., whether it is predominately
convenience or destination oriented); proximity to competing
retail centers; transportation access; the relative concentration
of people and incomes; and even certain land features
(waterways, highways, rail lines, etc.) that physically or
psychologically separate one set of prospective customers from
another.

The obvious retail trade area of the US Highway 421 / S.
Franklin Street defies easy delineation. Most existing retailers
appear to be “local nationals,” i.e., national retailers serving the
general merchandise needs of a mostly local, LaPorte County
clientele. However, the corridor’s strategic metro gateway
location along 1-94 as well as the Michigan City’s regional
attractions like the Blue Chip Casino, Lighthouse Place Outlet
Mall and major marina facilities; along with a growing second
home and commuter client base, position it to potentially
serve a much broader market. A mitigating factor however
is the apparent seasonality and / or “pass-through” nature
of that market along with a relatively small local population
characterized, in the aggregate, by lower than average incomes,
Zona Rosa Town Center in Kansas City, Missouri Zona Rosa Town Center in Kansas City, Missouri Concerts in Zona Rosa Town Center in Kansas City, Missouri as characterized in Figure 2.1, General Market Overview (2014).
Source: Delta Innovative Services Source: Living at Zona Rosa website, Olshan Properties Source: Zona Rosa Town Center Yelp site

A cursory market profile of the corridor was developed using

a series of geo-based economic and “psychographic” data-
sets compiled from ESRI Business Analyst. ESRI uses a
combination of census data and consumer spending pattern
analyes to profile a community’s retail market potential across
various retail sectors. The US Highway 421 / S. Franklin Street
corridor’s trade area analysis was broken-down into concentric
15-, 30- and 45-minute drive-time “rings” from the corridor’s
main intersection of Franklin and US Highway 20, illustrated in
Figure 2.3, Michigan City Retail Pull Potential and Competing
Shopping Centers. (Given the presence of competing retail
centers in several of the minor metros of northwestern Indiana,
the 30-minute radius would seem to be the logical extent of the
Michigan City market for most types of consumer goods.)

nmu WANE

The gap analysis compares overall annual retail spending
potential to aggregate sales within each of these rings across
various retail categories. This comparison helps identify areas of
retail surplus (where local retail supply exceeds local spending
potential), and retail leakage or gaps (where local spending
capacity exceeds local retail supply).

Bayshore Town Center in Glendale, Wisconsin Bayshore Town Center in Glendale, Wisconsin Bayshore Town Center in Glendale, Wisconsin These metrics can help identify an area’s potential retail
Source: D3 International Source: Steiner + Associates Source: Retail Remix http://www.retailremix.com recruitment opportunity as well as potential market saturation
(i.e., oversupply). For instance, a leakage typically indicates
a situation where some local purchasing power is being
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Figure 2.3 Michigan City Retail Pull Potential and Competing Shopping Centers Figure 2.4 Michigan City Retail Trade Balance siphoned off by retailers in other nearby communities. This
can help reveal opportunities to capture that spending locally
Apparel by recruiting retailers that can service the under-served local
Computer, etc. market.

$30M

<30-minute drive <45-minute drive

Entertainment
Food

— Southlake / US Highway 30
(Merrillville-Hobart)

— LaSalle Square / (South Bend)
— Fairplain Plaza / Harbor Place Michigan City

A retail surplus, on the other hand, can be a mixed bag. It can
either mean that a community is saturated in certain areas
Home Goods (i.e., where there are more stores or merchandise than the host
Transportation community can support and where the addition of new stores
may cause store failures), or more advantageously, where a

— Porters Vale (Valparasio)

Competing
Shopping

Center / (Benton Harbor / St. Joseph) 15-minute T .
Corridor — Bass Pro/ US Highway 49 Market local specialization in non-everyday goods and services (such

— Augusta Center / State Route 6
N/A (Portage)

— River Oaks Center (Calumet) as craft goods, jewelry, furniture, cars, etc.) has developed,
drawing in shoppers from well outside the region. The key is
determining whether the stores are convenience or destination-
based. Generally, speaking the more specialized and higher
cost of an item or service, the more likely its “destination”
potential.

(Portage)
— Marshfield Plaza etc. (Chicago-
south)

Benton Harbor

Over-supplied, convenience-based retail is vulnerable to
intense competition and sales erosion that can lead to store
failures. Over-supplied destination businesses, on the other
hand, may provide clues to further build-up of local specialty
markets or retail “clusters” that are already drawing from
Michigan City well outside the community. A classic example of this is the

30-minute many small downtowns in Pennsylvania dominated by Amish

Market furniture stores, or the concentration of legacy jewelry stores

and wedding gown boutiques in main street districts throughout
the country. Rather than saturating the local market, these
areas become go-to destinations for discriminating shoppers
$10 from within a larger regional trade area who want maximum
selection and price competition from among a base of largely
independent retailers. The exposure to a high number of item-
specific, higher-ticket shoppers, in turn, attracts even more
specialty retailers in a self-reinforcing cycle.

Chicago
Metro

sity Park Mall
Bend, IN

viarsntiela

Chica f

South Bend Source: ESRI-Biz 2014

Lasalle Squar
South'Bend, |

a Porte

Table 2.1 Regional Sub-Market Analysis (2014-2015)

Retail Sector Office Sector

2015 SF un- 2015 SF un-

average rents
der construc- PSF vacancy rate der construc- PSF

ossroads Shopping Center A s

_ ¢ ; 2014 SF  ab-
Schererville, IN [N kdle | vacancy rate sorption

average rents 2014 SF  ab-

sorption

flerrillville, IN 30 miaine drive o tion tion
$6 9 ““o“ \5; South Bend/Mishawaka 4.80% 289,409 0 $8.42 17.3% -16,285 0 $18.72
" J SI
a0 254 Fort Wayne 6.50% 79,514 4500 $7.46 14.7% -3,894 116,600 $15.60
Lafayette 2.80% 68,736 0 $11.81 3.6% 0 0 $16.00

Indianapolis 3.60% 805,000 277,243 $11.89 11.3% 229,992 150,000 $19.11

$21 2 bi‘\"o“ 7 @ West Michigan 4.40% 1,069,749 0 $8.63 4.7% 207,492 188,562 $18.43
]

Chicago 6.60% 3.5 million 667,704 $16.69 15.4% 837,168 | 5.4 million $26.79

Source: ESRI-Biz 2014 Source: CoStar Group 2015
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The data for the US Highway 421 / S. Franklin Street corridor
shows that in the retail “gap” category (expressed in annual
sales), the largest leakages at both the 15- and 30-minute
catchment areas are in furniture stores ($3 million / $8.3
million); electronics and appliance stores ($11.5 million / $31
million); grocery stores ($25 million / $77 million) and sporting
goods ($7.6 million / $4.5 million). Somewhat large retail gaps
also exist in auto sales, parts and accessories at both the 15-
and 30-minute drive-time areas; however those gaps turn into
significant surpluses at the 45-minute zone (as do most other
retail categories) reflecting the market dilution caused by metro
Chicago and other regional centers in northwest Indiana and
southeastern Michigan. See Figures 2.4, Michigan City Retail
Trade Balance (2014); 2.5, Michigan City Retail Leakage /
Surplus; and 2.6, Michigan City Retail Capture, 30-Minutes.

Within the specialty-retail gap categories, the electronics and
appliances segment presents perhaps the biggest opportunity;
however sporting goods pairs well with the city’s recreation
focus. New entrants in this category may need to clearly
distinguish their merchandise mix from the pure outdoors
segment represented by Bass Pro Shops in the nearby City of
Portage.

The furniture segment is a relatively minor opportunity however;
one worth noting given that it tends to be a clustering segment
well suited to traditional commercial corridors (and generally
adaptable to various box-store footprints) and one that could
enjoy synergies with the Lighthouse Place Outlet Mall. One
possible strategy to repurpose the Marquette Mall site could

be to position it as a specialty home design center featuring:
furniture stores, home accessories, bathroom and kitchen
stores, specialty lighting and flooring stores, interior design
services and the like all under one roof.

RE-Tail Market

A January LoopNet search of available retail space in Michigan
City showed ten available properties for sale, several of which
were in the US Highway 421 / S. Franklin Street and US Highway
20 corridors. The list price for these properties ranged from
$28.50 per square foot / year to as high as $74 per square
foot. The average price per square foot (PSF) for these retail
properties was $48.

One outlier property was the CVS building that had an asking
price of $7 million or $537 per square foot (7 percent cap rate).
This property however has a stable long-term tenant in CVS
whereas the other properties were believed to be vacant. Not
included in the LoopNet list was the Marquette Mall property
that is believed to be for sale for a reported $7 million. It
remains to be seen how the impact of the recent announced
closure of the mall’s JC Penny store will affect that price and
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the price of other retail property in the US Highway 421 / S.
Franklin Street and US Highway 20 corridors.

Six for-lease retail properties totaling almost 50,000 square
feet were also shown by LoopNet in January 2015. The asking
prices for these leased properties ranged from $9 - $16 per
square foot / year (triple-net). The average lease rate for these
properties was $11.75 per square foot per year (triple-net).*

Due to the city’s relatively small size, the nearest metro area for
which national real estate statistics are available is South Bend
/ Mishawaka. The close proximity of that market, also within
the I-90 / South Shore corridor, can be expected to reflect
approximately similar market conditions in/for Michigan City. In
2014, the South Bend market added 148,000 square feet of
new retail space with a total absorption for the year of almost
290,000 square feet. The market ended the year with a retail
vacancy of only 4.8 percent and an average retail rent of $8.32
per square foot. By comparison, the West Michigan market
ended the year at 6.7 percent and $9.35 psf respectively.
National figures are 6.1 percent and $14.90 in a year marked
by a slight improvement for “retail-estate” from 2013.2

Commercial Office

There were twelve office buildings / suites in Michigan City
totaling over 52,000 square feet of available space for lease
listed on LoopNet in January 2015. Rents ranged from $7.50
to $12.50 per square foot per year (triple net) with an average
rental rate of $10.60. Most of this space was rated in the

“B” class category. In the for-sale category, there were eight
properties listed in January 2015 totaling over 65,000 square
feet. Prices ranged from as low as $30 (vacant) to as high as
$98 per square foot (leased) with an average sales price of
approximately $57 per square foot (PSF). All of this space was
also in the “B” class range.®

Using South Bend / Mishawaka statistics as a proxy, the market
for new office space remains tepid in Northwest Indiana as in
the rest of the Midwest. At the end of 2014, the South Bend
market had added almost 10,000 square feet of vacant office
space resulting in a 0.1 percent increase in overall office
vacancy from the 3rd quarter of 2014 to 8.8 percent. Average
rents were $14.24 PSF. By contrast, office vacancy actually
decreased in the West Michigan market in 2014 to 9.7 percent
with a slight corresponding increase in office rents to an
average of $11.45 from $11.22 in the 3rd quarter of 2014.

Interestingly, despite the relatively weak (but improving) market
measures in West Michigan, 8,400 new square feet was added
in the market in the 3rd quarter of 2014 with an additional

1 Source: LoopNet 2015
2 Source: CoStar Group 2014
3 Source: LoopNet 2015

Figure 2.5 Michigan City Retail Leakage / Surplus

Figure 2.6 Michigan City Retail Capture, 30-Minutes

15 minute drive

30 minute drive

Auto Dealers
-$214,140,566

Auto Parts, |Accessories
$12,294,251 ——————>

Furnitune Stores
Electronics and Appliances Stores

Building, Garden Supplies Stores
$29,781,087 ————

Grocery Stores

Specialty Food Stores
$1,504,238 ——————————

Beer, Wine and Liquor

$7,038,016
Clothing Stores

$4,875949 —
Shoe Stores

$2,546,727 7
Jewelry,|Luggage

$18,426,480 — ~
Sporting Goods, Hobby

Book, Periodicals and Music
General Merchandise
Florists

$1,561,460 ————
Office Supplies, Stationary

Source: ESRI-Biz 2014

30-minute Market Capture
Total Market Potential

Auto Dealers

$499,503,614
Auto Parts,|Accessories
$37,548,789
Furniture Stores
$33,521,173
Electronics and Appliances Stores
$86,423,075
Building, Garden Supplies Stores
$97,654,741
Grocery Stores
$365,820,341
Specialty Food Stores
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Clothing Stores
$108,571,353
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Jewelry; Luggage
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Sporting Gpods, Hobby
$75,125,639
Book, Perioditals and Music
$16,227,351
General Merchandise
$568,653,551
Florists
$2,623,904
Office Supplies, Stationary
$25,542,769

Source: ESRI-Biz 2014



Providing Neighborhood Amenities.

“Commercial - There seems to be

a hole in local business profile. We
have a lot of manufacturing which
accommodates high school and
technical school graduates. Also,
there are many small independent
professional businesses, typically
Sole Proprietors who need very
little staff. There seems to be few
opportunities for college degreed
professionals who are not looking
to start their own business. It would
be wonderful if we could attract a
medium to large corporation to set
up a headquarters here.”

193,000 square feet under construction during that period,
Nationally, average rents rose to $22.65 psf (a 1.1 percent
increase over the previous quarter). Nationally, Class B and C
space - typical of the types of space available in Michigan City
- rented for $20.26 and $16.55 PSF respectively.*

The above data, underscores the high variability and general
randomness of local office market conditions from one sub-
market to the next. It should be noted though that in smaller
MSAs, one or two significantly sized projects, such as an
intra-city move by a local mid-sized company into a “new”
replacement building, can misleadingly skew the data in
one direction or another. Seemingly certain, at least for the
foreseeable future, is the end of the speculative, general-
purpose office construction. New office development in the
years ahead is likely to be more specialized (i.e. medical, tech
etc.), and majority pre-leased before construction begins.

The general stagnation in office construction throughout the
country (with the exception of major “tier one” cities such as
New York, Atlanta and Dallas), has been attributed to newer,
smaller open-plan office formats, an increase in temporary
contract employment, and the rise in telecommuting. All of
these factors have caused a general reduction in the space
needs of office employers.

4 Source: CoStar Group 2015

Table 2.1, Regional Sub-Market Analysis (2014-2015),
highlights vacancy rates and the amount of retail and office as
well as cost within the regional area of Michigan City.

Traffic Counts

Available INDOT data for 2014 shows that the Michigan City
segment of I-94 handles about 51,500 vehicles per day
while the stretch of 421 between the I-94 interchange and
US Highway 20 carries approximately 25,000 vehicles per
day. Daily traffic on US Highway 20 near its intersection with
S. Franklin Street ranges from 13,500 (west side) to 16,800
(east side) per day. These counts offer businesses along the
US Highway 421 / S. Franklin Street corridor unusual pass-by
exposure and access.

Recruitment

Although retail recruitment is typically not as incentive-driven
as other economic sectors (as no amount of incentives will
outweigh the lack of solid market fundamentals for most
retailers), some limited incentives particularly for tenant
improvements and working capital loans can be a deal-cincher
in many situations where a retailer is being courted by multiple
players or where an extraordinary amount of building / site
renovations are needed. Therefore, the City should set up
basic fagade grant / loan programs as well as a low interest
(revolving) loan program prior to any sustained recruitment
effort. The use of tax increment financing (TIF) will likely be
needed to facilitate the redevelopment of the Marquette Mall
site where significant site work and “loss-leader” rent discounts
for new anchor tenants may be required to spur full-scale
redevelopment.

The pursuit of (or assistance for) any chain retailers should be
accompanied by the implementation of urban design guidelines
that prescribe “urban format” planning and architectural
principles in order to protect or reinforce the desired aesthetic
of the US Highway 421 / S. Franklin Street corridor (extra
design requirements should also be mandatory for any projects
receiving public incentives and should be written into the
development agreement). Sustained efforts to lure them into
the corridor may require a longer-term strategy to increase the
amount and density of housing in and around the corridor under
the old adage of “the best retail strategy is a housing strategy.”
Other tools include pro-active land assembly whereby suitable
sites are “served-up” to prospective users either with or without
price discounts absorbed by the City.

Marquette Mall Redevelopment

As touched on earlier, the failing Marquette Mall property is
becoming a significant weight on the local real estate market.

The recent loss of JC Penny pushes the mall well past the

40 percent vacancy rate that marks the “death spiral” of
conventional retail malls. The incidence of dead or dying malls
is an increasing and much written about national phenomenon.
And although there are occasional cases of malls being
successfully repurposed as office complexes, mixed-use
centers, warehousing facilities and data and call centers; most
malls because of their irregularly shaped floorplates, narrow
corridors, and sheer physical size have proven stubbornly
ill-suited to adaptation. Even successful re-uses have usually
involved substantial demolition.

Although eventual demolition of everything other than the core
office building at the Marquette Mall seems likely, possible
reuses for the existing mall structure(s) could include: sports-
plex, medical offices / clinics, call / data center, fulfillment
center, expo hall or tech college. Future retail uses could include
a suburban auto-oriented power center, mixed-use town center
or a specialty-niche retail arcade such as home design center or
boat or RV showrooms. Even these options however will involve
a substantial reinvestment and redevelopment that may not
prove to be feasible or warranted given other re-use options for
this strategically located site.

Conclusion

Because of languid (static) market dynamics in Michigan City as
in most of the Midwest, new commercial / retail development in
the US Highway 421 / S. Franklin Street corridor in coming years
is likely to be relatively slow and incremental. Fragmented land
ownership and the interspersed mix of old and new buildings
means that, absent significant public-private land assembly
efforts, most new commercial / retail development (with the
likely exception of the Marquette Mall site), will probably be
piecemeal single-project redevelopment rather than larger
master-planned projects.

Meanwhile, the presence of large discount retailers such as
Wal-Mart and Menards present something of a double-edged
sword. On the one hand these “category-killers” will quell the
entrance of new general merchandise retailers into the corridor.
On the other, they provide ballast to the corridor, pulling in a
large customer base locally and from elsewhere in the county.
All'in all, and nothwithstanding the failing Marquette Mall
property, market conditions along the corridor are stable with
a relatively low rate of vacancy. A potential market-changer for
the corridor is the nascent medical campus taking root at the
corridor’s south end.

Because of these factors, Michigan City leaders will need to
intervene using the usual tools of urban redevelopment if it
hopes to accelerate the pace of change in the corridor. These
tools include things like: tax increment financing, commercial

improvement districting, incentive-zoning and possibly special
assessment financing or a combination of some or all of these.
Other proactive measures include assisting the formation of a
merchants association; developing (i.e. contributing to) corridor-
specific marketing collateral and marketing campaigns; and
creating special grant and loan programs specifically targeted to
corridor businesses and buildings.

Because of its size and pivotal place in the corridor, perhaps
the greatest focus of city intervention will be at the struggling
Marquette Mall site. The experiences of other similarly-
situated communities suggests that the City will need to take
a significant co-investment role if it hopes to see this property
redeveloped in a comprehensive way. The level of that co-
investment will be dictated by among other things: the amount
of public debt-supporting “tax increment” generated by a
proposed project; the verifiable size of the financial feasibility
“gap” faced by profit-motivated developers and their investors,
and the credibility and bankability of those developers.

The level of co-investment will also be driven by the scale

and scope of the redevelopment vision. For instance, the
proposed re-use of most of all of the existing buildings will
probably demand less investment (albeit perhaps a more risky
investment given the non-traditional tenant-mix likely to be
drawn to such a project), versus a more aggressive demolition
and rebuilding effort where many of the buildings would be
seen as having “negative value”. In the latter case, additional
public investment may be required to offset the differential in
real estate value attributed to existing property “improvements”
claimed by the owner / seller regardless of need to remove said
improvements to redevelop the property.

The city and its redevelopment authority must exercise a

great deal of due diligence and financial savvy in any public-
partnership development deal on this site. They must ensure
that the developer has the vision, portfolio and the financial
wherewithal to carry out a project of this scale. It must assure
that other investors are bringing most of the investment
capital (and carrying most of the risk), and that the current
owners aren’t unfairly inflating the sale price by factoring

in the value of any public incentives intended to go to the
end-developer. If the city suspects that it is dealing with an
unreasonable or unmotivated owner, it would be wise not to
activate any incentive structure such as TIF until it either has
secured a locked-in price for the property (such as through an
assignable purchase option), or has a development agreement
in-place with a 3rd-party developer. Meanwhile the blight study
used in the preparation of the TIF plan should be done with
particular thought to how it could position the city for a future
condemnation action if conditions and circumstances warrant,
and if such action could be deemed legally defensible.
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2.3 Environmental Conditions

2.3.1 Wetlands within the
Corridor Study Area

There are several wetlands existing within the study corridor,
see Figure 2.7, Major Palustrine Wetlands within the Study
Area. There are 119.32 acres all together (taken from the
National Wetland Inventory Map, compiled by the US Fish
and Wildlife Service). (Note: while the information shown and
discussed herein is presumed to be accurate, it has not been
field verified and therefore cannot be used in place of on-site
wetland delineation.)

Palustrine wetlands systems, illustrated in Figure 2.8, Palustrine
Wetland Diagram, include all nontidal wetlands dominated

by trees, shrubs, persistent emergents, emergent mosses or
lichens, and all such wetlands that occur in tidal areas where
salinity due to ocean-derived salts is below 0.5 percent. See
Palustrine Wetland Diagram below. Palustrine systems also
include wetlands lacking such vegetation, but with all of the

Figure 2.8 Palustrine Wetlands Diagram

Figure 2.7 Major Palustrine Wetlands within the Study Area

following four characteristics: (1) area less than 8 hectares (20
acres); (2) active wave-formed or bedrock shoreline features
lacking; (3) water depth in the deepest part of basin less than 2
meters at low water; and (4) salinity due to ocean-derived salts
less than 0.5 percent. Of the several Palustrine wetlands of
varying classifications within the 421 Corridor Study Area, there

are four sizeable wetlands described in the figure to the right. )

The Michigan City Redevelopment Commission (RDC) sponsored
the preparation of a study for the wetlands at the south
extension of E. Frontage Road entitled The Town Center Road
Extension (Beam, Longest and Neff, LLC).

There are no IDNR Floodplains within the 4221 Corridor Study
Area, however, there are a few floodplains located just outside
of the Study Area, west of and along Ohio Street.
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The first wetland is located at
the north end of the 421 Corridor
Study Area west of S. Franklin
Street between Southwood Drive
and St. Johns Road and contains
23.09 acres of forested wetland.

The second wetland is near the
southeast corner of the 421
Corridor Study Area near the
intersection of CR 400 N and
Cleveland Avenue and contains
45.95 acres of forested wetland.

The third location is south of
US Highway 20 and west of

US Highway 421, just west of
the Lake Plaza Development
and contains 0.38 acres of
swamp wetland and 8.48 acres
of palustrine system class
emergent, subclass persistent

water regime saturated wetland.

The fourth is located south

of US Highway 20 and east of
US Highway 421, southeast

of Advance Auto Parts, and
contains 1.33 acres of emergent
wetland and 3.13 acres of
aquatic bed-semi permanently
flooded wetland (pond). The
pond may offer opportunities
for aesthetic and recreational
enhancements.
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The fifth wetland is located
north of Interstate 94, south
of CR 400 N, and west of US
Highway 421.
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2.4 Existing Land Use Conditions

2.4.1 Built Environment

The 421 Corridor Study Area consists of over 1,300 acres of
developed and undeveloped parcels. As mentioned, the 421
Corridor passes through multiple jurisdictions. From Interstate
94 (1-94) to CR 400 N the corridor is within the jurisdiction of
LaPorte County. North of CR 400 N the corridor is within the
Michigan City limits. US Highway 421, south of US Highway
20, is under the jurisdiction of the Indiana Department of
Transportation. North of US Highway 20, the thoroughfare
becomes S. Franklin Street and is under the jurisdiction of the
City of Michigan City. The parallel thoroughfares to US Highway
421, Cleveland Avenue to the east, and Ohio Street to the west,
are both within the Michigan City limits.

Land Use

The lands within the 421 Corridor Study Area vary in use

and utility from vacant, undeveloped lands and lands with
environmental constraints (e.g., surface water and wetlands)

to lands that are currently in agricultural production. The
remainder of the lands within the 421 Corridor Study Area

have been fully developed to suit a range of services-oriented,
programmatic uses. These include multiple forms of commercial
and retail uses, professional office and institutional uses, light
industrial uses and residential uses, as depicted in Figure 2.9,
Existing Land Use. Of the 393 parcels within the 421 Corridor

Study Area, 203 parcels (36.6 percent / 482.6 acres) is
composed of commercial / retail uses; 38 parcels (9.1 percent
/ 119.9 acres) is composed of professional office / institutional
uses; 1 parcel (1.1 percent / 14.2 acres) is composed of light
industrial uses; and 62 parcels (6 percent / 78.6 acres) is
residential use of varying densities.

The character of the undeveloped land is either agricultural
open space with vegetation confined to along fence lines or
other types of boundaries, or it is heavily-forested wetlands or
lands containing small ponds. Developed land within the 421
Corridor Study Area is predominantly auto-urban in character,
and possesses all of the elements common to commercial
strip development anywhere else in the country. Indeed, strip
commercial development in its post-World War Il form has been
one of the most common patterns for new stores, restaurants,
and service businesses; and the US Highway 421 / S. Franklin
Street Corridor and its perpendicular counterpart, US Highway
20, are no different. Despite the prevalence of this pattern of
land use, it is widely agreed that strip commercial development
can degrade the overall character of a community’s built
environment, as a result of its visual impacts, its impact on
adjoining neighborhoods, and its congestion-inducing effects.

Refer to Figure 2.10, Corridor Segment Descriptions, for a
location map, summary, and images of different sections of the
421 Corridor Study Area.

Figure 2.9 Existing Land Use
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US Highway 421, Interstate 94 to CR 400 N

This portion of US Highway 421 is open and unencumbered
by access roads. Commercial and other uses are set back
from the thoroughfare right-of-way and rely on the adjacent
eastern and western frontage roads for access.

There are two frontage roads to the east and west of US
Highway 421. Access to both is off of CR 400 N. A medical
center office park is currently being developed just off of the
eastern frontage road. LifeWorks Business Park is a 38.64
acre development subdivided into 12 parcels. In 2011, the
Indiana University Health La Porte Hospital opened a 38,000
sq. ft. medical building. IU Health Medical Offices provide
such care as:

— Orthopedic services, including physician office

— Rehabilitation services, including physical, occupational
and speech therapy; pediatric rehab, therapeutic pool and
wellness facility
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— Diagnostic imaging services, including open MRI, X-ray and
ultrasound

— Laboratory services, including blood draw

— Cardiovascular services, including physician office and
diagnostic testing

— IU Health Occupational Services, clinic for employers

Future additions to the LifeWorks Business Park will include
retail shopping, a café and pharmaceutical services to further
assist patients.

Windshield view driving north on US Hwy 421

US Highway 421, CR 400 N to US Highway 20

The portion of US Highway 421 with the greatest amount of
commercial uses, the thoroughfare has multiple access points
of entry to and exit from an array of commercial uses, ranging in
parcel and building size. The west side of the corridor is layered
with commercial outparcels which flank an internal service road,
beyond which are enframed large expanses of parking, which
provide the foreground for several large retail franchises (Wal-
Mart, Lowes, Meijer). The internal service road ends at Meijer
Drive, which provides access from US Highway 421 to Cleveland
Avenue.

US Highway 421 is flanked to the west by multiple commercial
parcels, each with its own access and egress from the
thoroughfare. Midway along this portion of US Highway 421,
Westwind Drive, Larkspur Lane, and Village Road provide
access to a residential neighborhood that is nestled in between
the 421 corridor and Ohio Street. The west side of US Highway
421 does not have an internal service road, from which
commercial properties could be accessed.

Windshield view driving north on US Hwy 421

S. Franklin St., US Highway 20 to Coolspring Ave.

The west side of the 421 corridor is primarily composed of
the Marquette Mall property; beyond which is a smattering

of smaller commercial properties, each with its own point

of access onto the thoroughfare; although in some cases
there is internal access between commercial enterprises.
Wabash Street provides a logical western, “back” edge for the
commercial uses.

The eastern side of the S. Franklin Street consists primarily of
small, one-story, ranch-style residences. Land uses within the
northeastern quadrant of the intersection of S. Franklin Street
and US Highway 20 extending northward consist of fast food
restaurants, and aging motel, and additional strip commercial
enterprises.

Marquette Mall and parking lot off S. Franklin (looking west)
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CR 400 N, from US Highway 421 to Ohio Street

The southern side of the road has been subdivided into one
acre lots. The majority of which have been developed into
commercial land uses, each with their own access onto the
thoroughfare. Of the 15 parcels, three are vacant. Generally,
buildings conform to a uniform setback, with parking to the
side. There is access to US Highway 421’s western frontage
road, which leads south toward Interstate 94 and provides
access to a fast food restaurant, a commercial enterprises
and agricultural land.

The northern side of the road has been subdivided into
varying sized parcels, the majority of which have been
developed into a variety of commercial, office and industrial
uses, including motel franchises, an athletic club, doctors
office, bank, and light industrial manufacturing.

Source: Bing Maps
L e : .~f‘,’«§.»:

Commermal development along CR 400 N (looking north

)

Ohio Street, CR 400 N to US Highway 20

The only portions of this corridor that are within the 421
project study area include the northeastern quadrant of the
intersection of Ohio Street and CR 400 N, which is devoted to
light industrial manufacturing; and the southeastern quadrant
of the intersection of Ohio Street and US Highway 20, which
consists of a parking lot for the industrial plant across the
street, a residence and an auto supply store. The land between
these developed areas consists of the edge of a single family
residential neighborhood.

)

Windshield view driving north on Ohio St.

Ohio Street, US Highway 20 to St. John Road

North of US Highway 20 the lands on the east side of Ohio
Street are within the 421 Corridor Study Area and include a
restaurant, single family detached residences and a utility lift
station.

“Source: Bing Maps _

Ohio St. at St. John Rd. (looking north

)

Y

From Ohio Street eastward, the land uses flanking US
Highway 20 consist of an array of auto-oriented commercial
establishments of varying intensities. While the parcel widths
are generally uniform there is a range of parcel depths.

The primary development on the south side of US Highway
20 is Dunes Plaza, a large shopping center set back from

the road with expansive parking. Commercial outparcels
adjacent to US Highway 20 are being planned and developed.
On the north side of US Highway 20 is the Marquette Mall
site and miscellaneous commercial uses, including a bank,
automotive supply, movie theater, and hardware store. The
421 Corridor Study Area extends northward to St John Road,
which also defines the Marquette Mall site.

Windshield view driving east on US Highway 20

2-11




CR 950 W, Interstate 94 to CR 400 N

The capacity of this thoroughfare is currently being expanded.

The west side of the road is within the 421 Corridor Study
Area and primarily consists of large-lot residential and
undeveloped, agricultural land. At the southern end of this
road, a westbound access road is being constructed which
will ultimately connect to the US Highway 421 east frontage
road and will provide access to the medical office complex
adjacent t o the I-94 interchange.
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CR 400 N, from US Highway 421 to Cleveland Ave.

The southern side of the road has been subdivided into several
parcels of equal width and varying depths. A southbound
frontage road provides access to commercial properties along
US Highway 421 (hotel, restaurant and gas station), and
ultimately ends within a medical office park that is currently
under construction. Several parcels remain undeveloped.

The northern side of the road is composed of several large
parcels, some of which have been assembled for a hotel
franchise and a Walmart, the latter of which is oriented to face
US Highway 421. There are three primary entrances into the
Walmart property off of CR 400 N, and one entrance off of US
Highway 421.

The parcels that makeup the four quadrants of the 400
/ Cleveland Avenue intersection are all undeveloped.

Source: Bing Maps

/

Walmart off CR 400 N east of US Hwy 421 (looking northeast)

Cleveland Ave., CR 400 N to US Highway 20

This corridor is composed of long, narrow parcels, of which
several are currently used for agriculture. Parcels on the west
side of the road are interspersed with several wetland areas.
Land along the west side of Cleveland Avenue is currently
undeveloped although there are plans to subdivide the road
frontage into 12 parcels, 200 feet wide by approximately 200
feet deep. This subdivision flanks either side of Meijer Drive,
which provides access from Cleveland Ave. to the Meijer
department store and beyond to US Highway 421.

Three of the four quadrants composing the intersection of
Cleveland Ave. and US Highway 20 consist of marginally
developed commercial properties (gas station, manufactured
homes). The northeastern quadrant contains the Michigan City
Fire Department’s Fire Station No. 4.

Windshield view driving north on US Hwy 421

US Highway 20, US Highway
421 to Woodland Ave.

To the north, US Highway 20 is bounded by a row of long,
narrow, auto-centric commercial uses, including a strip
center, a motel, an automobile dealership, an assisted-living
institution, and a credit union, among other corrugated metal
buildings; interspersed with vacant, open parcels. Although
parcel sizes vary in size and area, due to the horizontal
curvature of the thoroughfare. Building setback is relatively
uniform.

The south side of US Highway 20 is composed of similar
commercial uses, interspersed with open (and forested),
vacant parcels and wetland areas.

Windsheild view driving east on US Hwy 20, a major truck route



2.4.2 Parcel Inventory

To analyze land uses within the 421 Corridor Study Area, a

database was compiled to profile each of the 393 parcels within
the corridor study area, with respect to the following categories:

— the LaPorte County Tax Assessor’s Office parcel number;
— the property owner;

— the zoning district;

— acreage;

— general description of the land use;

— the taxable value of the land;

— versus the taxable value of the improvements;

— the improvement value to assessed value;

— the land value as a percentage of the total value; and

— the land value minus the improvement value.

The parcel database is included within Appendix A, Parcel
Database. Using the information gleaned from this database
and combining it with a geographic information system (GIS)
interface (refer to Figure 2.11, Parcel Inventory) provided a

sound foundation for the formulation of several assumptions
related to the general land value of parcels, compared to

Figure 2.11 Parcel Inventory

g 4

the estimated value of improvements to the parcels, and the
resulting parcel redevelopment potential and geographic
patterns therein. Of the 393 total parcels, 271 parcels (69
percent) are two acres or less in area. 99 parcels (25.2 percent)
are less than 0.5 acres; 92 parcels (23.4 percent) were
between 0.5 and 1.0 acres; and 80 parcels (20.4 percent) are
between one and two acres. Only 37 parcels (9.4 percent) were
between 10 and 80 acres (refer to Table 2.2, Parcel Sizes).

Table 2.2 Parcel Sizes

Acres Number of Parcels Percentage
<05 99 25.2%
0.5<x<1 92 23.4%
1<x<2 80 20.4%
2<x<5 61 15.5%
5<x<10 24 6.1%
10<x<20 22 5.6%
20<x<80 15 3.8%
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%{ Figure 2.12 Undeveloped Parcels

As depicted in Figure 2.12, Undeveloped Parcels, several
parcels within the corridor project area remain undeveloped.
46 parcels, totaling 299 acres have not been developed due to
environmental and land use constraints, such as surface water,
wetlands, and city utilities. 90 parcels, representing 382.5
acres remain available for development.

. Undeveloped Parcels

. Environmental and Land Use Constraints

0 1000 2000
™
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%i@ Figure 2.13 Total Assessed Value with Undeveloped Parcels

Of the 257 developed parcels, three parcels (0.8 percent) had

a total assessed value of between $8.0 - $16.0 million, and
correspond with parcels that are between 10 - 80 acres; seven
parcels (1.8 percent) had a total assessed value between $4 -
$8 million; while most of the parcels with a total assessed value
of between $0 - $100,000 remain undeveloped. 25 parcels (6.4
percent) have a total assessed value of between $1.0 - $2.0

Undeveloped Parcels.

million; as depicted on Figure 2.13, Total Assessed Value with

Figure 2.14 Ratio of Improvement Value to Total Assessed Value

=$

Figure 2.14, Ratio of Improvement Value to Total Assessed
Value, depicts the ratio between improvements to the parcel
compared to the land value of the parcel, with “1” representing
parcels where the improvement value to land value is the
greatest; and ‘0” represents parcels where the improvement
value to land value the least. Consequently, the parcels with a
value of O to 0.1-0.2 represent the parcels that stand to benefit
the most from redevelopment.
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2.5 Transportation Infrastructure

2.5.1 Transportation
US Highway 421 History

The US Highway 421 / S. Franklin Street South Gateway corridor
has been the primary entry to Michigan City since the early
20th Century. Historical construction plans for this corridor
indicate SR 43, which spanned from the present day CR 400 N
to Cool Spring Avenue, was present prior to 1935. In 1936, the
Westville-Michigan City Road was constructed to link Westville
with the southern terminus of SR 43. Construction plans for this
roadway depict a streetcar line running within the pavement

of SR 43 between Eddy Avenue and Coolspring Avenue. This
streetcar line was operated by Northern Indiana Railway, Inc.
and provided service between Michigan City, La Porte and South
Bend. Various documents indicate this streetcar line provided
service from 1907 through the 1930s.

The historical construction plans did not indicate when present
day S. Franklin Street or US Highway 421 was widened from
two-lanes to five-lanes; however, this widening did occur before
construction of the interchange with Interstate 94, which
occurred in 1970.

Summary: NIRPC 2040 Transportation Program

The NIRPC 2040 Comprehensive Regional Plan (CRP) identifies
how the region will grow through the year 2040. The NIRPC
2040 CRP also indicates which resources are necessary to
reach the goal.

The NIRPC 2040 CRP identifies S. Franklin Street and US
Highway 20 east of S. Franklin Street as operating at Level of
Service “E” (LOS) or worse. NIRPC considers LOS E or worse
operations to be representative of congested roadways.

The NIRPC 2040 CRP identifies the US 421 / S. Franklin Street
corridor as having the fourth highest crash rate in Northwest
Indiana. The corridor was also ranked fourth on a list of the

top ten non-motorized incident locations in Northwest Indiana.
A non-motorized incident is defined as an incident involving a
vehicle and a pedestrian or bicyclist. Both rankings suggest
that safety enhancements are necessary for the South Gateway
Corridor.

Only one capacity project for the Michigan City area is identified
in the NIRPC 2040 CRP. This project is the addition of a center

turn lane along US 20 between Woodland Court and Johnson
Road. Since this improvement lies outside the limits of South
Gateway Corridor Study, no improvement to operating conditions
within the study limits are expected.

The NIRPC 2040 CRP identifies Michigan City as a target area
for focused revitalization, meaning redevelopment of this
community is expected to occur through 2040. During this time
period, the integration of transportation and land use should be
made a priority, as this is a principle of the 2040 CRP. This can
be achieved by planning for Transit Oriented Development that
can take advantage of the existing South Shore Line.

The NIRPC 2040 CRP identifies a need for transit between the
cities of Michigan City, Westville and La Porte. Transit types
identified for these connections include light rail and Bus Rapid
Transit (BRT).

The need to increase the amount of non-motorized
transportation is also identified in the 2040 CRP. To achieve
this, the 2040 CRP calls for creation of a regional network of
trails connecting livable centers and scenic areas.

Another key element in the NIRPC 2040 CRP is the
incorporation of the Complete Streets philosophy. This
philosophy is essentially a policy that requires streets be
designed and operated to enable safe access for all users.
Incorporation of the Complete Streets philosophy will now be a
consideration for project funding.

Regional Mobility

Michigan City is served by several statewide and regional
transportation corridors, as depicted in Figure 2.15, Regional
Mobility. This figure also provides the existing AADT of each
facility.

According to INDOT, Statewide Mobility Corridors, such as
Interstates 80, 90 and 94, provide connections between major
metropolitan areas and neighboring states. The Statewide
Mobility Corridors that serve Michigan City provide for travel
between Chicago, lllinois, Detroit, Michigan and Toledo, Ohio.

US Highways 12, 20, 35 and 421 in the vicinity of Michigan City
are designated as Regional Mobility Corridors. These routes are
intended to connect the Statewide Mobility Corridors to smaller
cities such as La Porte, Indiana.

___________________________________________________________________________/%_"—__

Figure 2.15 Regional Mobility

Michigan
Indiana

City Limits
Statewide Corridor
Regional Corridor
Local Corridor
AADT

Route 39
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Parking Requirements

Based on current zoning, the vacant lands within the 421
Corridor Study Area are expected to be developed with
commercial uses. The most likely commercial uses in this area
are retail establishments and restaurants. These facilities

must provide off-street parking per Michigan City’s Municipal
Code, Section 18.01. The minimum off-street parking required
for these potential developments are provided in Table 2.3,
Minimum Parking Requirements. The maximum amount of
off-street parking provided by any development is limited to 120
percent of the minimum parking requirements.

Road Network

Roadway Classifications

US Highway 421 / S. Franklin Street and US Highway 20 are
each classified as “Other Principal Arterials.” This designation
indicates these facilities are intended to provide connections
between urban areas and major centers. US Highway 20 is
also classified as an “Extra Heavy Duty Truck Route.” This
designation allows vehicles up with loads up to 134,000
pounds to use US Highway 20. These classifications are
summarized in Table 2.4, Thoroughfare Classification.

CR 400 N is classified as a “Minor Arterial” and as such is
intended to provide connections between “Principal Arterials”
and activity centers not serviced by a “Principle Arterial.” Ohio
Street and Cleveland Avenue are classified as “Major Collectors”
and therefore are intended to provide for both through traffic
and access to adjacent parcels.

Table 2.3 Minimum Off-Street Parking Requirements

Land use Required Off-Street Parking Spaces

Retail,

Single-Tenant 1 space per 250 sq. ft. gross floor area

1 space per 250 sq. ft. gross floor area for the
first 60,000 sq. ft.

Retail,

Muitl-Tenant 1 space per 225 sq. ft. gross floor area above
60,000 sq. ft.

Restaurant,

no drive thru 1 space per 70 sq. ft. gross floor area

1 space for each employee plus 1 space for

Restaurant each 75 square feet of dining area
with drive-
through 8 stacking spaces for each drive-through

window
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Several frontage roadways are provided along the segment of
US Highway 421 between CR 400 N and US Highway 20. These
facilities are located behind several properties abutting US
Highway 421 and provide access to both the abutting properties
and those retail establishments located further from US
Highway 421. These roadways are considered to have a “Local”
classification and fall under the jurisdiction of Michigan City.

Typical Sections

US Highway 421 has two distinct sections within the study
limits. The dividing line for these sections lies at CR W 400

N between Interstate 94 and CR 400 N, US Highway 421 is a
four-lane limited access facility with a 126-foot right-of-way. This
traveled way with 12-foot-wide lanes separated by an 18-foot-
wide median and bordered by 10-foot-wide paved shoulders.
Between CR W 400 N and US Highway 20, US Highway 421 is a
five-lane curbed facility with a 16-foot, two-way left turn lane and
12-foot-wide through lanes. Right turn lanes are provided along
40 percent of the northbound lanes and 55 percent of the
southbound lanes. These lanes are contained in a right-of-way
that is 105 feet in width.

S. Franklin Street is a five-lane curbed facility with a two-way
left turn lane, 12-foot-wide through lanes and a 35 mph posted
speed limit. The exception to this statement is the segment
between US Highway 20 and St. John Road, where 10-foot
outside and 11-foot inside lanes are provided. The two-way left
turn lane of S. Franklin Street varies in width, with lane widths
ranging from 14 to 18 feet. The right-of-way along S. Franklin
Street is approximately 90 feet in width.

Table 2.4 Thoroughfare Classification

Classification Jurisdiction

Facility

Other Principal

US Highway 421 Arterial INDOT
. Other Principal
US Highway 20 Arterial INDOT
S. Franklin Street Ot Principal Michigan City
Arterial
CR400N Minor Arterial Michigan City
Ohio Street Major Collector Michigan City
Cleveland Avenue  Major Collector Michigan City
Service Roads Local Michigan City

Figure 2.16 Typical Sections

€ Roadway

12607

{

5¢-6" . 10-0" ) 12-0" ) 12-0" v 18-0" g 12-0" y 12-0" ) 10-0" 2 546"

w.rs)

€ Roadway

10507

RoW- Row

50" 3t 120" X 120" ; 120" ' 160" ) 120" ; 120" ’ 120" L s
(Right-Tum Lane, Varies 0-12) ‘ (Right-Tum Lane, Varies 0-12)

Existing isting Ground

us 421

CR 400 N To US 20

ROW- 1510 Row

S. FRANKLIN STREET

NORTH OF US 20

V € Roadway

10007

ROW- fiss s o . ] e s s o RoW

us 20

EAST & WEST OF US 421



US Highway 20 is also a five-lane curbed facility with a 16-foot,
two-way left turn lane and 12-foot through lanes. This roadway
section is contained within a right-of-way that is 100 feet in
width.

West of US Highway 421, CR W 400 N is a four-lane rural
facility with a 110-foot right-of-way width. Lane widths along
this segment of CR W 400 N are 12 feet, with eight-foot paved
outside shoulders. East of US Highway 421, CR W 400 N is a
five-lane curbed facility with a 90-foot right-of-way width. 12-foot
lanes are provided along CR 400 N, along with a 13-foot two-
way left turn lane.

Ohio Street is a two-lane facility with a posted speed limit of
30 mph and 12-foot lanes between CR 400 N and US Highway
20. The right-of-way along Ohio Street is 60 feet in width. Ohio
Street is a rural facility except for the portion between South
Street and Southwind Drive, which is curbed on the east

side. Between US Highway 20 and St. John Road, Ohio Street
maintains the rural typical section and 60-foot right-of-way
width.

Cleveland Avenue is a five-lane curbed facility with a 110-foot
right-of-way width. Lane widths along Cleveland Avenue are 12
feet with a 14-foot two-way left turn lane.

This typical section along with typical sections for US Highway
421 and S. Franklin Street are depicted in Figure 2.16, Typical
Sections.

Access Management

A large majority of the parcels within the 421 Corridor Study
Area have individual driveways with full access to the adjacent
roadway. Access for abutting properties is only restricted in the
vicinity of the US Highway 20 and US Highway 421 / S. Franklin
Street intersection and at the intersection of US Highway 20

Table 2.5 Access Point Summary

Roadway Segment

and Woodland Court. No properties have access to US Highway
421 between CR E 300N and CR 400 N as this segment is
designated by INDOT as Limited Access right-of-way.

Per the INDOT Access Classification System, the US Highway
421 and US Highway 20 facilities are classified under the
access category of Tier 3A - Sub-Regional Corridors. According
to the INDOT Access Management Guide, the signalized
intersection should be located at one-half mile spacing with
signalized intersections separated by as little as 0.32 miles
considered to be acceptable in urban areas. Driveway spacing
for Tier 3A corridors is not addressed in the INDOT Access
Management Guide. This document defers driveway spacing
guidelines to the INDOT Driveway Permit Manual. The INDOT
Driveway Permit Manual defines the minimum recommended
spacing for adjacent driveways as 185 feet and 245 feet for
highway speeds of 30 mph and 35 mph, respectively.

Existing access points to Franklin Street, US Highway 421

and US Highway 20 are summarized in Table 2.5, Summary

of Existing Access Points. Each access Point is tabulated in
Appendix B, Existing Access Points and depicted in Figure

2.17, Existing Access Points and in a larger scale in Appendix
B, Existing Access Points. The spacing between existing
signalized intersections largely satisfies the INDOT spacing
criteria; however, the spacing between full opening driveways
does not, which indicates the potential for access management
opportunities.

Frontage Roads

Several segments of frontage roads are provided along the
South Gateway Corridor. These roadways are depicted in Figure
2.18, Internal Circulation Network. The southernmost frontage
road provides access to Wal-Mart and allows users to bypass
the intersection of US Highway 421 and CR 400 N. A short
segment of frontage road is provided along the west side of US

Total
Access Points

Signalized Directional

S. Franklin Street  Barker Road to Coolspring Avenue 43 2 40 1
S. Franklin Street St John Road to Barker Road 16 1 15 0
S. Franklin Street  US Highway 20 to St John Road 14 1 10 3
US Highway 421 Meijer / Big R to US Highway 20 20 1 16 3
US Highway 421 Larkspur Lane to Meijer / Big R 9 1 7 1
US Highway 421 CR 400 N to Larkspur Lane 20 1 18 1
US Highway 20 Ohio Street to US Highway 421 30 1 19 10
US Highway 20 US Highway 421 to Cleveland Avenue 24 1 18

US Highway 20 Cleveland Avenue to Woodland Court 26 2 22

Figure 2.17 Existing Access Points
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Figure 2.19 Active Transportation Facilities

Sidewalk (one side of road)
Sidewalk (both sides of road)

Paved shoulder

Highway 421 south of Larkspur Lane. This roadway provides
access to Olive Garden and Office Max.

A more substantial series of frontage roads is provided
between Larkspur Lane and Meijer Drive on the east side of
US Highway 421. These frontage roads are accessible via the
signalized intersections at Larkspur Lane and the Meijer / Big
R driveways. This series of frontage roads provides access to
the Menards, Lowes, Meijer, several restaurants and numerous
out parcel retail establishments. Meijer Drive, which connects
to the northern termini of these frontage roads, provides
access to AMC Showplace Cinemas and more importantly
provides a connection between US Highway 421 and Cleveland
Avenue. This access allows motorists traveling between the
southern and eastern portions of the study area to bypass the
intersection of US Highway 421 and US Highway 20.

Dunes Plaza contains a frontage roadway that provides access
to the larger buildings of this shopping center. This roadway
connects with Southwind Drive to provide an east-west corridor
that provides relief to US Highway 20 between Ohio Street and
US Highway 421.

Active Transportation

Bicyclists and pedestrians are not adequately accommodated
within the study area. Figure 2.19, Active Transportation
Facilities illustrates the portions of the study in which sidewalks
and bicycle facilities are currently provided. Only 37 percent
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of the roadways within the 421 Corridor Study Area provide
sidewalks on one or more sides of the roadway, while none
of the roadways provide bike lanes. For these reasons,
pedestrians, bicyclists and motorists are forced to share the
roadway without designation throughout much of the 421
Corridor Study Area.

Public Transit

The 421 Corridor Study Area is served by Michigan City Transit
which provides bus transportation along four fixed routes

mewww Routel ~ =mmmm Route 3 0 1000 2000
depicted in Figure 2.21, Public Transit Routes and Existing
- mmmmm  Route 2 ~ wmmmm  Route 4 b-d

Bus Stops. These routes are operated Monday through Friday
between the hours of 6:30 am and 6:00 pm and also Saturdays
between 8:30 am and 6:00 pm. No service is provided on
Sundays or holidays. Headway times for these routes are Stop Number |Location Direction Type
approximately 60 minutes.

e Coolspring and Franklin South Flag
In addition to these four fixed routes, Michigan City Transit also , )
offers ADA Paratransit service to individuals who are unable to e Al's Supermarket (Barker and Franklin) South Flag
ride the fixed routes. This is an on-demand service with no fixed e Marquette Mall Both Transfer
routes or schedules. 0 Office Max (Larkspur and Franklin) South Flag
There are nine designated stops provided within the study area. e Walmart Both Transfer
These stops are listed in Figure 2.20, Public Transit Routes and
Existing Bus Stops. e Menard's (Town Center Rd and Larkspur) North Flag
The American Public Transportation Association (APTA) @ Meijer's Both Transfer
publishes annual ridership information for public transit @ Aldi's (Town Center and Franklin) West Flag

@ Franklin and Barker North (Route 2 West) Flag with Shelter




agencies. The most recent edition of this data available at

the time of this study indicates the Michigan City Transit
provided 137,324 unlinked passenger trips in 2013. Unlinked
passenger trips are the number of passengers who board public
transportation vehicles, no matter how many vehicles are used
to travel between a passenger’s origin and destination. On a
per capita basis, unlinked passenger trips provide a means of
measuring the demand for public transportation.

Michigan City’s motorbus service recorded approximately 4.4
unlinked passenger trips per capita, which ranks 382nd among
the 612 agencies that reported motorbus data. This ranking
suggests that there is not a high demand for Michigan City
Transit’s motorbus service.

Traffic Volumes

To access traffic operations within the 421 Corridor Study
Area, traffic counts were collected at the eleven signalized
intersections depicted in Figure 2.21, Study Intersections.
These traffic counts were collected in the AM and PM peak
hours of a typical weekday.

To account for the influx of tourists to the City that occurs
annually in the summer months, the traffic counts were
seasonally adjusted using historical data provided by INDOT.
This data, which was obtained from the latest INDOT Traffic
Adjustment Factors publication, indicates daily traffic volumes in
the summer months are approximately 10 percent greater those
of the winter months in Michigan City.

Table 2.7 Truck Volumes

The adjusted traffic volumes for each of the eleven signalized
intersections are provided in Table 2.6, Peak Hour Traffic
Volumes.

Volumes on the frontage roads that are located along US
Highway 42 were estimated from these traffic volumes. Based
on turning volumes at the Larkspur Drive and Meijer / Big R
intersections, the two-way traffic volume on the frontage roads
is estimated at 800 vehicles per hour or less. This volume is
well under the capacity of the frontage road and suggests that
these frontage roads are underutilized.

Truck Volumes

Daily truck volumes for US Highway 421 / S. Franklin Street and
US Highway 20 were obtained from INDOT and are provided in
Table 2.7, Truck Volumes. This data indicates that a significant
change in truck volume on US Highway 421 occurs between CR
400 N and US Highway 20. This change in volumes results from
the many retail establishments located in this segment of US
Highway 421, each of which are expected to receive frequent
shipments of goods.

A comparison of truck volumes along Interstate 94 suggests
that many of the deliveries to retail establishments along US
Highway 421 travel to / from destinations to the west.

The truck data also indicates significantly more truck traffic on
US Highway 20 than on US Highway 421 or S. Franklin Street
in the vicinity of US Highway 20. This suggests that the major
movements for truck traffic on US Highway 20 are through
movements and turning movements associated with US
Highway 421.

Roadway Segment AADT Volume Daily Truck Volume Daily Truck Percentage
S. Franklin Street North of US Highway 20 26,100 1,930 7%
US Highway 421 South of US Highway 20 35,400 2,700 8%
US Highway 421 South of CR 400 N 36,300 4,380 12%
US Highway 421 South of Interstate 94 22,700 4,150 18%
US Highway 20 West of US Highway 421 19,300 4,050 21%
US Highway 20 East of US Highway 421 23,200 3,260 14%
Interstate 94 West of US Highway 421 58,400 11,440 20%
Interstate 94 East of US Highway 421 29,000 13,010 45%

Figure 2.21 Study Intersections
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Figure 2.22 Traffic Patterns

Traffic Patterns

The major traffic movements that occur within the limits of
the 421 Corridor Study Area are depicted in Figure 2.22,
Traffic Patterns. The arrows of this figure indicate the critical
movements of each intersection. Arrow sizes depict the
magnitude of traffic volume associated with each movement.
The following traffic patterns are evident in this figure.

— More trips occur between Michigan City and areas south of
Interstate 94 than trips between Michigan City and areas
west of US 421 located along |-94.

— The US Highway 421 corridor carries a majority of the north
-south traffic through the study area, which suggests that
Ohio and Cleveland Streets may be underutilized.

— Through volumes along the US Highway 421 corridor
are largest between CR 400 N and US Highway 20. This
suggests that the businesses located along this segment are
the destinations of many users of the corridor.

— Multiple high volume movements exist at the intersection
of US Highway 20 and US Highway 421 / S. Franklin Street.
Multiple high volume movements at an intersection are
commonly an indicator of congestion.
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— Traffic volumes on US Highway 421 are greater than
those along S. Franklin Street. This suggests that retail
establishments located between CR 400 N and US Highway
20 attract a significant amount of trips from both downtown
Michigan City and the outlying areas.

— Critical intersection movement volumes do not vary
significantly between the AM and PM peak hours.

Analysis of Transportation Related Constraints

Based on anecdotal information gathered at the initial
Steering Committee meeting, the 421 Corridor Study Area is
heavily congested in the peak hours between Interstate 94
and US Highway 20. This was confirmed by the results of the
capacity analysis conducted for this study, which indicate
the intersections of US Highway 421 and CR W 400 N and
US Highway 421 and US Highway 20 operate at LOS D with
substantial queuing in the 2015 peak hours. This results in
congestion along the South Gateway Corridor, as depicted

in Figure 2.23, Existing Transportation Constraints. Existing
operating conditions are provided in Table 2.8, 2015 Operating
Conditions.

Figure 2.23 Existing Transportation Constraints

Table 2.8 2015 Operating Conditions

# | Intersection :i?.': Overall Northbound  Southbound Eastbound Westbound
o US Hwy 421 and AM LOS C/ 26.6 LOS C/ 20.5 LOSC/24.5 LOSD/ 43.6 LOSD/ 36.6
CR 400N PM LOSD/ 38.8 LOS C/ 31.0 LOSD/ 40.1 LOS D/ 47.0 LOS D/ 45.0
o US Hwy 421 and AM LOSA/ 3.1 LOSA/ 0.2 LOSA/ 0.3 LOSD/ 42.6 LOS D/ 46.0
Larkspur Dr PM LOSA/ 3.0 LOSA/ 0.3 LOSA/ 0.7 LOSD/ 42.0 LOSD/ 46.3
e US Hwy 421 and AM LOSA/ 9.4 LOSA/ 9.9 LOSA/ 2.0 LOSD/ 45.5 LOSD/ 45.3
Meijer/ Big R PM LOSB/ 11.1 LOSA/ 8.9 LOSA/ 4.9 LOSD/ 44.1 LOSD/ 43.7
0 US Hwy 421 and AM LOSD/ 38.5 LOSD/ 39.9 LOSC/31.4 LOSD/ 41.2 LOSD/ 44.6
US Hwy 20 PM LOS D/ 35.2 LOS C/ 26.7 LOSC/ 33.2 LOSD/ 42.4 LOS D/ 46.5
e S. Franklin St and AM LOSA/ 6.3 LOSA/ 4.4 LOSA/ 4.3 LOS C/ 29.7 LOSC/ 29.5
St John Rd PM LOSA/ 7.9 LOSA/ 5.4 LOSA/ 5.9 LOSC/31.8 LOSC/ 34.6
o S. Franklin St and AM LOSA/ 8.4 LOSA/ 7.0 LOSA/ 6.5 LOS C/ 30.0 LOSC/29.3
Barker Rd PM LOSB/ 11.7 LOSB/ 10.1 LOSA/9.3 LOSC/ 34.1 LOS C/ 31.0
a S. Franklin St and AM LOS B/ 18.7 LOSB/ 13.9 LOSB/ 14.5 LOS D/ 36.0 LOSC/ 26.8
Coolspring Ave PM LOSC/ 21.0 LOSB/ 175 LOSB/ 16.9 LOS D/ 37.0 LOS C/ 25.7
e US Hwy 20 and AM LOSB/ 14.2 LOS D/ 40.3 LOSD/ 42.5 LOSA/ 4.4 LOSA/ 0.2
Ohio St PM LOSB/ 14.9 LOS C/ 30.1 LOS C/ 34.7 LOSB/ 10.4 LOSA/ 0.6
9 US Hwy 20 and AM LOS C/ 25.0 LOSD/ 39.6 LOSD/ 46.5 LOS C/ 29.9 LOSB/ 13.5
Cleveland Ave PM LOS C/ 25.0 LOS D/ 36.0 LOSD/ 43.6 LOSB/ 17.6 LOSC/ 21.7
@ US Hwy 20 and AM LOSC/30.1 LOS D/ 49.9 LOS D/ 43.0 LOSC/ 27.2 LOS B/ 19.4
Woodland Ct PM LOSD/ 36.8 LOS D/ 47.6 LOSD/ 42.4 LOSD/ 35.1 LOS C/ 30.7
@ CR 400 N and AM LOSA/ 8.3 LOSA/ 0.0 LOSB/ 13.5 LOSA/ 5.0 LOS B/ 10.1
Cleveland Ave PM LOS B/ 11.3 LOS B/ 19.4 LOS B/ 17.6 LOSA/ 6.8 LOS B/ 14.6




Traffic flow along the US Highway 421 / S. Franklin Street is also
hampered by an abundance of access points. A large majority of
parcels along the corridor have full access to the Corridor. Traffic
turning to and from these driveways has a negative impact on
traffic flows along the corridor as the speeds of turning vehicles
are significantly less than those of through traffic.

Safety Analysis

INDOT prepares a yearly report known as the Five Percent
Report. This report lists all locations that account for more than
five percent of all fatal or serious injury crashes occurring in the
previous three years. These locations are ranked in the report
by crash frequency, rates and severity. All locations identified

in the report have been or will be studied by INDOT to seek
feasible projects that will improve safety.

The 2012 Five Year Report is the latest report available on the
INDOT website. This report identifies the intersection of US
Highway 421 and US Highway 20 as the 6th worst intersection
in the state in terms of the crash cost index. The crash cost
index is a statistical indicator used to identify sites with crash
costs that are larger than the expected crash costs for a similar
site, which is an indicator of safety issues. The report also
identifies the segment of US Highway 421 from Village Road
(located 0.06 miles north of Larkspur Lane) to US Highway 20
as the 21st worst roadway segment in terms of the crash cost
index.

Since the 2012 edition of the INDOT Five Percent report is the
latest available, crash data for the three most recent years
were obtained from INDOT for the US Highway 421 / S. Franklin
Street corridor. This data included all crashes occurring in the
years of 2012, 2013 and 2014. This data was filtered and
analyzed in order to establish crash patterns and trends.

During this three year period, 333 crashes occurred along

the US Highway 421 / S. Franklin Street study corridor. These
crashes were largely not severe crashes, as 80% resulted in
property damage and only one resulted in a fatality, as indicated
in Figure 2.24, Crash Severity by Year.

On a corridor-wide basis, the three most prominent crash types
are rear-end, right angle and sideswipe-passing. Rear-end and
sideswipe type crashes are typically low severity crashes, which
corresponds with a majority of the crashes in this corridor
resulting in property damage only. Rear-end type crashes are
typically attributed to congestion or signal timing clearance
intervals. Sideswipe-passing type crashes result as motorists
change lanes and sideswipe another vehicle in the adjacent
lane. This type of crash is not uncommon in a corridor such

as this where lane changes are necessary to access adjacent
businesses. Right angle crashes are typically more severe

than rear-end and sideswipe crashes; and therefore, reducing

Figure 2.24 Crash Severity By Year
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right angle crashes should be given a higher priority. The
frequency of this type of crash can be reduced by eliminating
access points or modifying the access points to prevent exiting
left turning movements. The frequency of each crash type is
depicted in Figure 2.25, Corridor-wide Crash Type Frequency.

Crash types were also summarized on a per intersection basis
in order to identify any trends that may exist. These crash
frequencies are provided in Figure 2.26, Crash Frequency by
Intersection. This analysis indicates the intersection of US
Highway 421 and US Highway 20 has experienced the most
crashes of all study intersections within the three year period.
The intersections of US Highway 421 and Meijer / Big R and
US Highway 421 and Larkspur Lane have the second and third
largest crash frequencies in this time period. The intersection
of Franklin Street and Coolspring Avenue was found to have a
high number of right angle crashes. Efforts to improve safety
within the US Highway 421 / S. Franklin Street corridor should
concentrate on these four intersections.

Mobility-Related Opportunities

As discussed later in this chapter, while the 421 Corridor Study
Area can be improved in a variety of ways, there are several
opportunities for improvement that are relatively simple and
inexpensive to implement. As previously discussed, traffic

flow along the US Highway 421 / S. Franklin Street corridor is
hampered by multiple full access points provided to adjacent
parcels. To improve traffic flow along the Corridor, the number

of driveways with full access to the Corridor should be reduced.

This can be accomplished one or more of the following means:

— Driveway closures

Figure 2.25 Corridor-wide Crash Type Frequency
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— Combining driveways

— Converting full access driveways to right-in / right-out access

In addition to improving traffic flow, application of access
management principles to the Corridor will also positively
impact motorist safety. This results from the number

of vehicular conflict points being reduced when access
management is implemented.

A frontage road system would also be beneficial to the flow of
traffic along the US Highway 421 / S. Franklin Street Corridor.
This benefit results as turning movements are concentrated
at access points to the frontage roads and access to parcels
are removed from US Highway 421 and provided on the
frontage roads. Implementation of a frontage road system is
more feasible between CR W 400 N and US Highway 20 were
adjacent land uses are primarily retail and several frontage
roads already exist.

Another means of improving traffic flow is to divert traffic from
US Highway 421 to Ohio Street and/or Cleveland Avenue.
Both facilities provide connections between CR W 400 N and
Coolspring Avenue and therefore could provide relief to the US
Highway 421 / S. Franklin Street corridor.

The Corridor is currently focused on serving motorists. The lack
of facilities for non-motorists forces these unprotected users

to share the roadway with motorists, resulting in various safety
concerns. Facilities such as sidewalks, bike lanes and/or multi-
use trails could be added to the corridor in an effort to make the
corridor friendlier to pedestrians and bicyclists. By separating
motorists from non-motorists, non-vehicular modes of travel
would be encouraged and trips for these users would become
safer.

Electric Vehicle Charging Stations

National requirements to increase vehicle fuel efficiency, the
rising price of gasoline, and the desire of many people to drive
“greener” vehicles are all increasing the demand for plug-in
electric vehicles (PEV). With this demand comes the need for
convenient and reliable ways for PEV owners to charge their
vehicles when they are not at home. Installing PEV recharging
stations within the 421 Corridor Study Area can help meet this
demand.

The City of Michigan City provides one Electric Vehicle (EV)
charging station. This station is located within the Lighthouse
Place Premium Outlets, in downtown Michigan City. Two other
EV charging stations are available in the metropolitan area.
These charging stations are available only to members of
PlugShare, which is a consortium of EV users.
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2.6 Utilities Infrastructure

2.6.1 Water
Existing Potable Water System

The potable water system is managed by the Michigan City
Department of Water Works (MCDOWW). Much of the potable
water system along US Highway 421 within the study area

is 12 inch diameter water mains and is on both sides of the
highway (from Southwood Drive to County Road E 400 N). The
12 inch diameter water main along US Highway 421 through
the Corridor Study Area was constructed in 1913 but is in good
condition. Just north of Southwood Drive along US Highway
421 the water main is 6 inch diameter. The southside of US
Highway 20 east of US Highway 421 has a 20” diameter main
and the north side has a 12 inch diameter main. Both sides of
US Highway 20 west of US Highway 421 are 12 inch diameter
mains. All of the recently developed water mains to the east
of US Highway 421 and south of US Highway 20 are 12 inch
diameter water mains, while the older developments on the
west side are 10 inch diameter water mains.

Opportunities

The Michigan City Department of Water Works has the potential
to expand its excess capacity of water to areas within and
adjacent to the Study Area. The existing watermain loop

has a 20 inch diameter watermain along US Highway 20,
Cleveland Avenue, and CR W 400 N, and dual 12 inch diameter
watermains along US Highway 421 provides adequate flow

and pressure for existing users and for future development in
the corridor. The MCDOWW has plans to extend the potable
water service to the south side of Interstate 94 when there is

a demand for water service (see Figure 2.27, Potable Water
Transmission).

— There are current plans to extend the watermain outside of
the City limits along Cleveland Avenue from the water main’s
current terminus just north of Interstate 94 to south of
Interstate 94.

— Michigan City may require annexation, or voluntary
annexation at a later date, and / or other conditions such
as but not limited to grant of easements or right-of-way
acquisition to accommodate the infrastructure.
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Is expansion of the potable water system required for future
development?

MCDOWW has a long term improvements plan shown on Figure
2.27, Potable Water Transmission. There are three utilities-
related improvements within or bordering the Corridor Study
Area, they are as follows.

1. CR W 400 N from Cleveland Avenue to Woodland Avenue
and Woodland Avenue from Kieffer Road to Pahs Road -
20 inch and 12 inch diameter water main, the estimated
cost is $1,070,000 (denoted as No. 9 on Figure 2.27)

2. Southwind Drive, Kieffer Road to Westwind Drive - 8 inch
diameter water main, the estimated cost is $130,000
(denoted as No. 3 on Figure 2.27)

3. St John Road, S. Franklin Street to Ohio Street - 12 inch
diameter water main with check valve relocation $410,000.
St. John Road water main project has been moved down on
the City’s priority list, due to the unknown future status of
Marquette Mall, (denoted as No. 1 on Figure 2.27).

2.6.2 Wastewater
Existing Sanitary Sewer System

The sanitary sewer system is managed and maintained by

the Sanitary District of Michigan City (SDMC). In general, the
Corridor Study Area can be broken into four main sanitary sewer
systems, which outlet to different lift stations. One north-south
sewer along Ohio Street; a second north-south sewer along US
Highway 421, a third north-south sewer along Cleveland Avenue;
and a fourth north-south sewer along Woodland Avenue. All the
sanitary sewers have been designed to accommodate future
anticipated flows. Future flows from south of Michigan City’s
corporate boundary and Study area are anticipated. These
flows will be accommodated by SDMC, at that time. All of

the sanitary sewers within the Corridor Study Area flow to the
Sanitary District of Michigan City’s Waste Water Treatment Plant
located at 1100 E. 8th Street, Michigan City, IN 46360.

The sanitary sewer systems are mapped in Figure 2.28, Existing
Sanitary Sewer Systems. The four main sanitary sewer systems
are:

1. North of US Highway 20, the Ohio Street sanitary sewer
system flows north and serves Marquette Mall and Al's
Supermarket , as well as, residential areas along the east
side of Ohio Street and Commercial businesses along
the west side of Ohio Street. Areas south of US Highway

Ol

Figure 2.27 Potable Water Transmission

Existing Water main (size as noted)
Proposed Water main (size as noted)

Proposed improvement designation

20 flow to the Ohio Street Pump Station and is pumped
to Westwind Drive and discharges into the gravity sewer
flowing east to the Cleveland Avenue sewer.

US Highway 421 sanitary sewer system serves the
commercial development and retail development on the
east and west sides of US Highway 421. The sewer flows
north along the frontage road along US Highway 421 and
flows north to Meijer Drive, then west to the east side

of US Highway 421 and then north along the east side
of US Highway 421. It has been determined that more
investigation is required to fully understand the sanitary
flow along US Highway 421 section of the Corridor Study

Area between the Meijer Drive entrance and CR W 400 N.

0 1000 2000
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Cleveland Avenue sanitary sewer system serves the east
and west sides of Cleveland Avenue from CR W 400 N
and through the north limit of the Corridor Study Area.
Cleveland Avenue sanitary sewer also receives flow from
the south end of US Highway 421 and Ohio Street, as
described in number one in this list.

Woodland Avenue sanitary sewer system serves the
Medical Offices at the northeast corner of CR W 400 N and
Woodland Avenue, the Coolspring Elementary School, as
well as, existing and future development along Woodland
Avenue from CR W 400 N to Coolspring Avenue. Future
flows from areas south of 1-94 will be connected to the
Woodland Avenue sanitary sewer.



Figure 2.28 Existing Sanitary Sewer Systems
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At the southeast side of the study area along Woodland Avenue
and CR 950 W) there has been a recent sanitary sewer installed
from CR W 400 N and south to the north side of I-94 right-of-
way, in order to serve future developments south of CR W 400
N.

Opportunities

The Sanitary District of Michigan City has the potential capacity
to expand its sanitary sewer service to areas within and
adjacent to the Study Area. The southside trunk sewer on
Cleveland Avenue was constructed in 1998 for the purpose of
opening the corridor up for development. The SDMC has plans
to extend sewer service to the south side of Interstate 94 when
there is a demand for sewer service.

™ —

— There are current plans to extend the sanitary sewer outside
of the City limits along Cleveland Avenue from the sanitary
sewer’s current terminus just north of Interstate 94 to south
of Interstate 94 (see Figure 2.28).

— Michigan City may require annexation, or voluntary
annexation at a later date, and / or other conditions, such
as but not limited to; grant of easements or right-of-way
acquisition to accommodate the infrastructure.

SDMC Planned Improvements

The SDMC reports that the existing sanitary sewer system is

in good condition without any recent problems. There are
currently no future projects planned by the SDMC within the
Corridor Study Area for the sanitary sewer system. Future flows

Figure 2.29 Existing Storm Drainage System
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from south of Michigan City’s corporate boundary will addressed
by SDMC at that time.

The Michigan City Redevelopment Commission (RDC) has
recently constructed sanitary sewers and a pump station at
Dunes Plaza located at the southwest corner of US Highway
20 and US Highway 421 to serve the commercial and retail
development.

2.6.3 Storm Drainage
Existing Storm Drainage System

The storm sewer system is managed and maintained by SDMC.
In general, the Corridor Study Area can be broken into three

0 1000 2000
™

major storm water runoff areas mapped in Figure 2.29, Existing
Storm Drainage System. One at the northwest, second at the
northeast, and the third is the south portion.

1. The northwest section of the study area makes its way to
Striebel Ditch, such that; Marquette Mall flows south to
the 84” storm sewer which runs through Dunes Plaza and
then to Striebel Ditch at the west end of the Dunes Plaza
Development. Striebel Ditch then flows westerly to the
abandoned Monon Railroad where it meets with Kintzele
Ditch and then northerly along the former Monon Railroad
to the Striebel Pond (detention basin), which has a storage
capacity of 250 acre-feet. During more extreme rainfall
events, a culvert restriction in the ditch causes a weir
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Figure 2.30 Fiber Optics Cable and Utilities Infrastructure

to engage and the pond storage to be utilized through a CR 400 N. The SDMC will implement drainage improvements e s = I
modified bridge structure. The storm water then outlets based on the Master Plan, in order to provide a solution to local i 2
back to Striebel Ditch and continues north to Kintzelle flooding problems within this area. The problems in this lowland
Drain where it meets Brown ditch and discharges into Lake area are due to poor draining soil conditions coupled with a
Michigan. high ground water table, which causes basements to flood. The
study will provide both short and long term solutions to the
2. The northeast section either flows northerly overland to drainage situation.
ditches along US Highway 20 and then northeasterly and
east along US Highway 20 to Trail Creek; or to the corridor There have been past problems at the intersection US Highway
along Cleveland Avenue which flows to the Cleveland 20 and US Highway 421, where flooding has occurred from the
Avenue Storm Sewer then flows north and eventually wetland pond southeast of the intersection which overflows to
outlets to Cheney Run. More investigation is required to the west and floods the intersection, during heavy rain events.
fully understand the flow patterns for the northeast section INDOT has modified the drainage pipe at the wetland pond
of the Corridor Study Area. and it has provided relief from the flooding at the intersection.
However, more information will have to be gathered in order to
3. The drainage flow for the south section of the Corridor fully understand the past issues and to determine whether the
Study Area makes its way through several ditches and existing drainage system is adequate.
culverts south of CR 400 N in a southeasterly direction
and outfalls to the west branch of Trail Creek. It has been Michigan City Drainage Ordinances for new development
determined that more investigation is required to fully requires detention of post development runoff and requires
understand the flow patterns along CR 400 N for the south reduced peak flows off of private property.
section of the study area, which ultimately flows to Trail
Creek. 2.6.4 Fiber Optics Cable and Utilities
Constraints Infrastructure
The Sanitary District of Michigan City (SDMC) has oversight of Opportumtles

storm water management in Michigan City. Fiber Optics Cable Service

— Although there are currently no large scale area wide

drainage problems in the Study Area, Michigan City In 2008 a local company, ACME, began construction of the fiber : -
will have to strictly enforce drainage ordinances for optic network to connect LaPorte and Michigan City, initially to @m» Fiber Optics 0 1000 2000
future development so that the existing storm system service local government. Since then the fiber optic network [— — EB
does not become inundated as new developments with has expanded its capabilities to meet the demands and provide
more impervious surfaces are constructed. The soils, a reliable and more affordable, ultra-high speed internet service
approximately south of US Highway 20 within the study area, to educational and financial institutions, healthcare facilities,
are low permeability clay and the groundwater is shallow. and small and large businesses.
— The Sanitary District of Michigan City is completing a long — Currently ACME is servicing the north end of the Study area
term Master Plan for the storm water management of along Franklin Street from Barker Road and north, and
the south west drainage area. The Drainage Master Plan the entire west side of the Study area along Ohio Street
will include long term drainage improvements. The area to 400 north and east along County Road 400 north to
included in the Drainage Master Plan is between Hitchcock North Frontage Road North and then south to the Lifeworks
Street on the west, Cleveland Avenue on the east, US Business Park. (see Figure 2.30, Fiber Optics and Utilities
Highway 20 on the north, and County Road 400 North on Infrastructure)
the south.

Comcast: Is a national communications company that serves
most of the study area, with the exception of Cleveland Avenue

Planned Improvements from US Highway 20 and south to CR 400 N.

The SDMC is currently completing a Drainage System Master

" ) Broadbandnow.com states that Michigan City is 47 percent
Plan for areas west of US Highway 421, from US Highway 20 to

faster than the Indiana average, and is 19 percent faster than
the US average.
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2.7 Regulatory Environment

2.7.1 Site Design Issues
(in Zoning Ordinance)

Standards in the B2: General Commercial District

There is a general lack of quality site design standards within
the B2: General Commercial District. For example, access
management, parking, and landscaping requirements could be
enhanced to create a more vibrant space that enables more
efficient automobile and pedestrian circulation.

Setbacks

The allowance for minimum and maximum setbacks throughout
the City has led to an irregularly shaped pattern of parking and
building locations fronting the US Highway 421 / S. Franklin
Street Corridor. Creating more specific standards for future
developments, such as moving as developing a build-to line on
this corridor will help to mitigate this problem; although the City
must be committed to upholding this provision, as there are
many uses, such as fast food restaurants with drive-throughs,
that prefer the ability for patrons to be able to drive around the
building.

Landscaping

A quick review of aerial photograph using GIS mapping shows
that there is a large amount of paved parking area within the
421 Corridor Study Area and a lack of landscaping. Typically,
cities that promote a corridor such as US Highway 421 / S.
Franklin Street as a gateway district have highly enhanced
landscaping provisions.

Article 17, Section 17.02(b)4 states:

— “Commercial, office, institutional or recreational sites shall
be required to provide a minimum of one deciduous tree for
every 40 feet of street frontage.”

Additionally, the title for Section 17.02(b) includes the words
“Required Greenbelt.” To create a true greenbelt that can
have a substantial impact on the corridor, this section and
requirement needs to be strengthened significantly. There is
a need for establishing a consistent edge treatment that is

at least 15-20 feet in width, in order to maintain a variety of
earth treatments (berms, swales and depressions - for micro-

Table 2.9 Best Practices: Enabling
Land Development Regulations
and Procedures

Evaluation

The zoning ordinance provides for areas of
concentrated development in appropriate
locations and encourages the type and form of
development desired.

The zoning ordinance includes flexible
zoning tools to encourage development and
redevelopment.

The zoning ordinance allows for a variety of
housing options.

The zoning ordinance includes standards to
improve non-motorized transportation.

The zoning ordinance includes flexible parking
standards.

The zoning ordinance includes standards for
green infrastructure.

The community defines and offers conceptual
site plan review meetings for applicants.

The community has a clearly documented
internal staff review policy.

The community has a method to track
development projects.

The community promptly acts on development
requests.

The community annually reviews the successes
and challenges with the site plan review and
approval procedures.

The Michigan Economic Development Corporation’s Redevelopment Ready communities program identifies several best practices regarding
evaluating a municipality’s zoning ordinance and land development regulations to enable redevelopment of existing properties. Several regulatory
best practices are outlined within Table 2.9, Best Practices: Enabling Land Development Regulations and Procedures.

Expectations

— The community allows mixed use in areas of concentrated development by right;
— Zoning for areas of concentrated development include the following placemaking elements, where appropriate:

» build-to lines » ground floor signage standards
» open store fronts » public realm standards
» outdoor dining » other pedestrian-friendly elements

— The ordinance provides standards for flexible development and preserves sensitive historic and environmental features.
— Conditional or special land use and conditional zoning approval procedures and requirements are clearly identified.

— The zoning ordinance allows for one or more of the following non-traditional housing types:

» accessory dwelling units » residential units above non-residential uses
» attached single-family units » mixed-income housing

» stacked flats » corporate temporary housing

» co-housing » housing for those with special needs.

» live-work

— The community understands the benefits of walkable and transit
oriented development and has included related zoning standards
where appropriate.

— The community understands the benefits of connectivity and has
ordinance requirements that accommodate pedestrian activity within
and around development

— The ordnance considers:

— The community encourages the provision of bicycle parking through
ordinance or guidelines

— The ordinance provides for pedestrian lighting, traffic calming, and
streetscape elements.

» Availability of on-street and public parking » Parking maximums or waivers
» Interconnected vehicle passage between lots » Electric vehicle charging stations
» Shared parking agreements » Bicycle parking
— The ordnance considers:
» Rain gardens, bioswales and other treatment techniques » Landscape regulations that encourage or require use of native, non-
» Green roofs invasive species
» Rain barrels » Pervious pavement

— The community recognizes the benefits of street trees and parking lot landscaping to mitigate the impacts of heat island effects.
— The community has clearly defined expectations posted online, and an internal requirements checklist to be reviewed at conceptual meetings.

— The review process articulates clear roles, responsibilities and timelines
— Administrative review standards are clearly articulated.
— The community demonstrates they have and use a tracking mechanism for
» development projects during the site plan review process.
» permitting and inspections
— The community does not require governing body approval for
permitted uses.
— The community follows its documented procedures and timelines.

— The community has easy to follow flowcharts of development requests
that includes timelines.

— Community development staff coordinates with permitting and
inspections staff to ensure a smooth and timely development process.

— The community obtains customer feedback on the site plan approval
and permitting and inspections process and integrates changes where
applicable.

— The site plan review team meets to capture lessons learned and
amend the process accordingly.

— The community’s permitting and inspections staff meets with the
development team to capture lessons learned and amend the process
accordingly.
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detention and other low impact development strategies, tools
and techniques) and planting arrangements that should include
groupings of deciduous and evergreen trees (as opposed to

a more regimental configuration of street trees of a uniform
species, and equidistant spacing); massings of shrubs,
perennials and ornamental grasses; and groundcover.

Regarding vehicular use and circulation areas (frontage roads,
entry drives), including parking lots, massings of shrubs and
ornamental grasses should be used to provide continuity

and screening. Berms and low walls can be used as a partial
replacement for shrubs, but no more than 25 percent.
important recommendations include increasing the required
parking lot landscaping ratio from 1:15 to 1:12. Additionally,
the City should consider requiring fewer, but much larger
landscaping islands (minimum should be 162 square feet (9 ft.
x 18 ft.), or double this (9 ft. x 36 ft.) for double-loaded parking
spaces. This is helpful for the winter months when snow
removal and stock piling is necessary. Parking islands should
contain at least one large tree, or two small trees, both with
shrub massings and adequate groundcover.

Outparcels should maintain a landscape surface ratio (LSR)
of at least 15 percent. Native, drought-tolerant plant species
should be used. It is recommended that instead of identifying
preferred species within a landscape ordinance, to identify
those trees that are prohibited, so as to give people as much
latitude as possible in plant material selection.

The City should also consider increasing the planting
requirements that are currently provided for in Tables 17.02(c)
(1) and 17.02(c)(2). In order to have true buffering the number
of plantings should in most cases be doubled. The ideal

tree requirement for a buffer is a mix of both large and small
ornamental trees, plus scrubs, and a combination of deciduous
and evergreen trees. Particular attention should be given to the
opacity of the vegetation.

Signs

There are several sections within Article 19, Signs, where
requirements and restrictions should be enhanced.

This includes the following:

— The city should create regulations that distinguish official
flags from non-official flags. Official flags are governmental
flags such a country, state, city, etc. Non-official flags are
brand names and advertisements.

— Section 19.04(b)(3)(a)(2) states that billboards are only
allowed in the B3, M1, and M2 Zoning Districts. Itis
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recommended that this regulation be further strengthened
by completely prohibiting billboards within an overlay district
throughout the entire US Highway 421 / S. Franklin Street
corridor.

— If electronic message centers are allowed, they should be
limited to monument signs. Additional specific regulations
should be drafted to address reader boards and electronic
message centers that would limit the following:

» number per property;
» he spacing between electronic message centers;

» the percentage of a sign that can be used for electronic
messaging;

» types of electronic message centers, including crawling
/ scrolling signs;

» the illumination and brightness, and
» the timing between messages.
— Additional sighage regulatory considerations include:

» Signage height, relative to Interstate 94. For a distance
of 1,000 feet from the edge of the interstate right-of-
way, signage height should gradually taper to a lower
height.

» For temporary signs, build on current regulations to
restrict the location and whether they are detached or
attached.

» Incentives should be provided for monument signs and
enhanced signs, with respect to masonry applications,
landscaping and pole wraps.

» Entirely different sign standards should be developed
for specific redevelopment areas (such as the Marquette
Mall site) that would address sign orientation, size, etc.

2.7.2 Subdivision Regulations
Vague Regulatory Statements

Section 06.03: Lots, contains several vague statements that
could be interpreted as a broad exception to the Joint Zoning
Ordinance. Code provisions that contain broad statements
such as in Section 06.03.b which states in part “those lots
shall have sufficient area” should be removed from the code.
The city should review the entirety of Section 6 of the current
Subdivision Regulations in order to create a list of items where
more specific requirements are necessary. The next step
would then be to draft an ordinance to create more defined
regulations applicable to these specific areas of the code.

Figure 2.31, Tax Increment Financing Model

What is Tax Increment Financing?

Revenues

Tax increment financing is one of the most
powerful redevelopment tools available to
municipalities throughout the US When used
responsibly, it is a highly effective way to
partially fund infrastructure and lessen taxpayer
burdens. TIF can fund hard and soft costs
associated with redevelopment, including land
purchase, relocation costs, public infrastructure,
streetscape amenities, recreational facilities, 0-
developer cash incentives, developer financing,

marketing and brokerage fees, consultant fees,

and staff salaries (or portions thereof).

Debt

Some “PROS” of TIF are as follows:

Specification of Garbage Pick-Up
and Snow Removal Locations

Section 06.04.p.3.c should be amended to make it expressly
clear where the city will provide garbage pick-up and snow
removal for residents who live on a privately maintained
roadway. The reasoning behind this recommendation is create
a legal document, with a property developer, that can be used
to clarify the city’s intent to not service private roadways that do
not meet city street specifications.

Start TIF
End TIF

YR1 Roughly 20 Years

YR20

. TIF assumes all increment is caused by redevelopment, to
detriment of overlapping taxing districts.

2. Some increment may be result of other forces such as

marketplace and demography.

3. Freezing tax base overlooks increased services other

taxing districts may be called on to provide and may limit
the ability of other taxing units to raise additional needed
taxes or cause tax rates to increase to provide needed
revenues.

4. “Pure” TIF bonds pose a greater risk to investors and, as

such, bear higher interest rates than general obligation
bonds.*

2.7.3 Regulatory Streamlining
and User-Friendliness

Limited Use Approval Process

Michigan City’s municipal code does not currently have a
mechanism whereby in-house staff are able to approve certain
less controversial land uses. The creation of a new approval
method referred to as “Limited Use,” is recommended. A limited
use administrative framework is more commonly seen when the



applicable code is very objective in nature, there are minimal
requirements, and approval of an item can best be identified on-
site with planning staff. There are a significant number of code
provisions that fit this framework that are in Michigan City’s
current code. Creating a method of limited use zoning approvals
for certain land uses that are approved administratively (e.g.,

by in-house planning staff) would reduce the amount of time
necessary to approve certain projects.

Unified Development Code

Merging the Joint Zoning Ordinance and the Subdivision
Regulations with development related parts of the municipal
code into a Unified Development Code (UDC) would make
locating and interpreting all development requirements much
easier. Additionally, a UDC greatly simplifies the amendment
process helping to ensure consistency among different codes.

2.7.4 South Side TIF

In 1997, the Michigan City Redevelopment Commission adopted
Resolution 2-97, designating the Southside Redevelopment
Area; declaring the Southside Redevelopment Area to be
blighted; approving a Redevelopment Plan, and establishing

an Allocation Area for the purposes of tax increment financing.
Resolution 2-97 was subsequently approved by the Michigan
City Plan Commission.

TIF District 2-97 encompassed an area that was believed to

be blighted, the result of an inability of the City to provide

the requisite utilities infrastructure to what had become an
abundance of auto-urban, strip commercial development on
the south end of town. At that time, and until recently, TIF
District 2-97 encompassed the lands that were bounded by US
Highway 20 to the north; CR 400 N to the south; the eastern
half of Section 9 Township 37 Range 4 West to the east; and
the Southgate Subdivision to the west; a total area of 470
acres. Later, through an addendum entitled “Cleveland Avenue
Extension,” an additional 40 acres of land was added to TIF
District 2-97 (making it 510 acres total). As per Resolution 2-97,
the goal and objective of the expanded 2-97 TIF District Plan
was to develop “a positive synergism within the development
area by ensuring that all three sub-areas (business
development, residential development, and infrastructure
improvements) work together.”*

1 Baker & Daniels LLP, TAX INCREMENT FINANCE IN INDIANA

TIF District 2-97 projects focused on street intersection
improvements, specifically for US Highway 20, Cleveland Avenue
and Pahs Road, and included:

— traffic studies — lighting
— signalization — landscaping
improvements

— utilities (water, sewer,
electric power, cable and
telephone)

— pavement width and lane

determinations
— signage — land acquisition
— sidewalks — recreation, and

— curbing and pedestrian
crossings

— governmental uses

Recently TIF District was significantly expanded northward,
beyond US Highway 20 to St. John Road, in order to encompass
the Marquette Mall site and adjacent properties; and westward,
beyond Ohio Street to the Monan Trail; an additional area of
387 acres. The entire TIF District 2-97 is now a total of 897
acres. Refer to Figure 2.32, TIF District.

Tax increment financing is one of the most powerful
redevelopment tools available to municipalities throughout

the US When used responsibly, it is a highly effective way to
partially fund infrastructure and lessen taxpayer burdens. TIF
can fund hard and soft costs associated with redevelopment,
including land purchase, relocation costs, public infrastructure,
streetscape amenities, recreational facilities, developer cash
incentives, developer financing, marketing and brokerage fees,
consultant fees, and staff salaries (or portions thereof).

TIF does not mean an increase in property tax rates within

the district. Instead, TIF helps expand the district’s overall

tax base by stimulating private development with new TIF-
financed infrastructure or developer incentives. Most private
development would not otherwise happen in TIF-designated
areas because of blight or other impeding conditions. Since
TIF-funded projects create their own debt-payment streams
(from the additional tax revenue that they themselves generate),
they are a type of self-financing mechanism. Also, because the
increment is unlikely to accrue at the same level without the
TIF (again, TIF-funded investments are needed to induce the
revenue-generating investment) it does not equate to a dollar-
for-dollar reduction to the general fund absent the TIF (refer to
Figure 2.31, Tax Increment Financing Model). In other words,
most of the increment would not otherwise exist were it not for
the public debt needed to create it.

Figure 2.32 TIF District

=4

B8 existing south Side TIF
% Expanded South Side TIF

Generally, TIF works through the following steps:
— a geographic area is designated (the TIF district);

— a plan for specific improvements in the TIF district is
developed;

— bonds are issued and the proceeds are used to pay for
the planned improvements; the improvements encourage
private development and thus raise property values above
where they would have been without the improvements;

iy

0 1000 2000
™

— with higher values, property tax revenues rise; and

— property tax revenue from increased assessments over
and above the level before the TIF project began (the tax
increment) is used to finance the debt.
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2.8 Opportunities

As depicted in Figure 2.32, Corridor-Wide Opportunities, the US
Highway 421 / S. Franklin Street corridor has been divided into
several discrete segments / opportunity areas, each deserving
its own unique treatment.

A Streetscape Enhancement Medical Center Development
B Redevelopment Potential LifeWorks Medical Campus
C Trail Connections Mixed-Use Development

D Planned Neighborhood Commercial Infill

E New Road Connections Gateway Intersection

0 625 1250
Figure 2.32 Corridor-Wide Opportunities EB
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A. Streetscape Enhancement

This portion of the 421 Corridor Study Area includes the lands
and transportation facilities within the rights-of-way of all the
principal thoroughfares, including US Highway 421 / S. Franklin
Street, US Highway 20, Cleveland Avenue, Ohio Street; and
secondary thoroughfares, including St. John’s Road, CR 950 W,
and Meijer Drive.

Key considerations include significant improvements to
vehicular circulation (e.g., access management, efficient and
safe travel, public transit improvements); active transportation
improvements (sidewalks, on-street bike lanes, recreational
trails, crosswalks); the visual environment and streetscape
enhancements (signage, street lighting, landscaping and
planting areas); and utilities and drainage improvements (e.g.,
stormwater detention and conveyance).

Primary “South Gateway” elements should be considered for the
US Highway 421 / US Highway 20 intersection; and secondary
gateway treatment should be considered for the US Highway
421 / CR 400 N intersection.

B. Redevelopment Potential

These portions of the 421 Corridor Study Area include the
parcels where there is significant potential for redevelopment,
and includes the Marquette Mall site, which is bounded by US
Highway 20, Ohio Street, St. John’s Drive, and S. Franklin Street;
the northeastern quadrant of the US Highway 421 / US Highway
20 intersection extending to Cleveland Avenue, the 13 acre
parcel immediately south of the Dunes Plaza development; and
a portion of commercial land use on the west side of S. Franklin
Street. While there are significant issues and challenges
associated with each area, the redevelopment outcomes could
be catalytic in stimulating additional reinvestment throughout
the 421 Corridor Study Area.

C. Trail Connections

Providing additional active transportation (pedestrian and
bicycle) connectivity and access to and through the 421 Corridor
Study Area is a fundamental principle to any commercial
corridor redevelopment program. There are significant
opportunities to extend and connect existing trails throughout
this area, which will provide a safe and effective alternative to
vehicular transportation.

D. Planned Neighborhood

To increase the amount of people living within this area and
to promote walkability to key commercial areas, a mixed-use,
residential / commercial / professional office development
program will be considered.

E. New Road Connections

As a means of addressing access management issues along
the principal thoroughfares, providing more convenient access
to commercial parcels; and promoting nodal, mixed-use
development, the development of a series of additional frontage
roads and rearage roads will be evaluated; including the west
side of US Highway 421; formalized vehicular circulation through
the Marquette Mall site and adjacent parcels; an extension of
the eastern frontage road in front of the big box commercial
parcels; additional connectivity between US Highway 421 and
Cleveland Avenue; and circulation improvements immediately
north of US Highway 20, from S. Franklin Street to Cleveland
Avenue.

F. Medical Center Development

This area maintains high visibility from Interstate 94 and is
accessible from CR 400 N. Current plans are for a hospital to be
developed in this area.

G. LifeWorks Business Park

As discussed, the LifeWorks Business Park and its related mix
of uses will consume much of this area. The degree to which it
will spill over into the areas identified as mixed-use development
(F) remains to be determined. Based on the architectural quality
of the Indiana University Health LaPorte Hospital, this business
park will create a positive image and character for subsequent
buildings both within and around this development.

H. Mixed-Use Development

Although it is currently not clear exactly how these areas will
ultimately be developed, it is recognized that they maintain high
visibility from Interstate 94 and are very accessible from the
either the western frontage road or from CR 950 W.

I. Commercial Infill

A key consideration is to evaluate opportunities associated with
developing structured parking in order to eliminate the need for
surface parking and create more area for out-parcel building
mass, organized according to a formal street grid pattern.

J. Gateway Intersection

The intersection of US Highway 421 and US Highway 20 is the
most prominent, and sets up not only a power intersection but
an opportunity for a significant gateway entrance treatment.
Secondary intersections include CR 400 N / US Highway 421,
S. Franklin Street / Coolspring Avenue, CR 400 N and Cleveland
Avenue, and US Highway 20 / Woodland Avenue.

An important principle in commercial corridor revitalization is
to formatively transition the corridor from strip development
flanking the thoroughfare frontages to mixed-use development
focused on key nodes along the corridor.

Conclusion

As discussed within the body of this chapter, the redevelopment
and subsequent revitalization of the US Highway 421 /

S. Franklin Street South Gateway Corridor is not without

it challenges and constraints. On the national front, retail
merchandising trends indicate increasing online sales which
has resulted in smaller commercial building footprints. The
emergence of mixed-use town centers that combine big box
anchors with urban-style housing and offices are appealing to
a more urban lifestyle. Commercial strip corridors are giving
way to a more nodal development pattern, where big box retail,
“category Killers” seek power corners to gain maximum visibility;
resulting in corridors that are increasingly interspersed with
multi-family residential and professional office development.
The steady decline of the Marquette Mall is symptomatic of
these issues; and the lack of redevelopment activity on this
site may impede redevelopment efforts corridor-wide. However,
renewed utilization of the South Shore commuter rail line, and
the subsequent development of second residences along the
coast; as well as the development of the LifeWorks Business
Park, represents sustainable and lucrative market niches that
may help to alter Michigan City’s trajectory.

While the 421 Corridor Study Area is riddled with several
significant palustrine wetlands, that will likely curtail
development on several sites, many other wetlands can be
mitigated. Generally, the presence of surface water bodies is
viewed more as environmental and visual amenities that may
serve the purposes of storm water detention.

Regarding land use the 421 Corridor Study Area is
predominantly composed of commercial / retail enterprises
interspersed with some office / professional. Building setbacks
and parking arrangements are not uniform. Land immediately

adjacent to thoroughfares have been subdivided into relatively
shallow, one acre or less, parcels; which exacerbates access
management issues and prevents larger-scale site planning
and development. Based on development postings within the
421 Corridor Study Area, such as along Cleveland Avenue, this
pattern of subdivision will likely continue. With transportation
circulation improvements, however, there may be opportunities
to gain access and visibility, organize and assemble parcels for
maximum development benefit.

From a transportation perspective, the increasing seasonal
utilization of US Highway 421 / S. Franklin Street corridor

as well as the US Highway 20 corridor is exceeding the
thoroughfares’ capacity, resulting in traffic congestion and
poor Level of Service ratings. While it will be difficult, there are
opportunities to develop and retrofit several access drives,
frontage and backage roads into the 421 Corridor Study Area,
to reduce direct access into individual parcels, increase area
within the thoroughfare right-of-way for active transportation
facilities, and improve both vehicular and pedestrian safety.

As the principal entrance into Michigan City, the visual
appearance of the US Highway 421 / S. Franklin Street corridor
is composed of an array of signage types and sizes, each
competing for unimpeded visibility. Commercial buildings are
auto-oriented in character and exist within large expanses of
asphalt parking and service areas. There is precious little room
within thoroughfare rights-of-way for landscape enhancements
or gateway entrance treatment. Storm water detention is
haphazard and discontinuous.

Indeed, the redevelopment challenges are great, but not
insurmountable.

2-29




2-30

2.0 Background and Existing Conditions



3.0 Envision 421 Gateway District

3.1 Introduction

Chapter 3, Envision 421, sets the stage and charts the Envision 421 Gateway District

beginning of a strategic path forward in developing realistic

improvements to Michigan City within the 421 Corridor Study The US Highway 421/S. Franklin Street

Area, based on a comprehensive and achievable vision for the corridor and its Supporﬁng network Ofadjacent

future, and conditioned by tactical goals and supporting guiding thoroughfares and residential neighborhoods
principles and strategies for addressing key issues impacting !

the US Highway 421 / S. Franklin Street Corridor and its has b_ecqme a bustling and V’t?raf’t' mlx.ed-
supporting network of thoroughfares and existing land uses; as use district and gateway to Michigan City

outlined within Chapter 2, Background and Existing Conditions. that enjoys pedestrian activity and street life
Key issues include, but are not limited to: throughout the day and evening hours; and
— Traffic / Congestion provides convenient, safe and congestion-

— Safety / Multi-modal Transportation Facilities Improvements free access to Interstate 94, downtown
Michigan City, South Shore commuter rail line
and lakefront amenities. Offering a variety

of shopping, dining, entertainment and
Several relevant case studies have been included within this recreational opportunities, the 421 Gateway
chapter to illustrate corridor and site-specific redevelopment District has become a year—round regional

best practices. This chapter also identifies key redevelopment eI e Gl st e i eaic s
areas within the 421 Corridor Study Area that, in Chapter i/ y

— Visual Appearance / Sense of Place (or the lack thereof)

— Business Climate

4, Redevelopment Scenarios, will be used to illustrate how downtown and lake shore visitors alike. The 421
development should occur based on a set of prototypical Gateway District is known for its state-of-the-
conditions that can be found in other parts of the 421 art, regional medical complex and town center,
Corridor Study Area. In some cases, the redevelopment area the latter of which complements Downtown

was selected because of either anticipated or immediate

development pressures impacting several sites. M’Chlgan City; supports all of the conveniences

of urban living; and is composed of boutique

3.1.1 Envision 421: hotels, num.erous.retail shops anc{ ofﬁc.es, ancf a

. . . . range of residential accommodations, including
Beginning with the End in Mind lofts, senior living, townhomes and single family
Countless research and investigation has shown that having a residences; all of which are organized around
well-written, art.icu.late vision sta‘.[erynent greatly incrgas_es the a variety ofrichly Iandscaped, civic outdoor
chances of achieving a community’s goals and aspirations.
While a well-thought-out statement may require a few days plazas and greelrspaces that stage an array of
or weeks to craft, the result will be a tool that helps inspire special events and shows throughout the year.

tactical and strategic decision-making and project development
for years to come. The following Vision Statement for the 421
Corridor Study Area reflects a future environment and condition
desired by the community, the conditions of which, while
ambitious, are achievable, depending on how the previously
mentioned issues are addressed.
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3.2 Visual Preference Survey

Early in the course of plan development, during a community
workshop, participants took part in a visual preference survey
(VPS), in order to provide input regarding the visual character
of the 421 Gateway District. Corresponding to anticipated
programmatic improvements and enhancements within the
421 Gateway District the VPS was organized according to the
following themes:

— Gateway Entrance Features

— Signage

— Buildings

— Landscape Treatment

— Streetscape Treatment

Participants viewed photographs depicting several different
versions of each theme and rated each image according

to preference using a scale from “1” (like least) to “5” (like
most); based on specific evaluative criteria. For example,
participants evaluated “Gateway Entrance Features,” in terms of
“endurance,” “scale,” “theme,” and “visibility.” At the conclusion
of each theme, participants were showed all of the examples

and asked several questions. Regarding “Gateway Entrance
Features,” the following questions were asked:

1. Of the gateway / entrance features presented, which convey
a feeling of endurance and longevity?  (pick up to 3)

2. What themes best represent / characterize Michigan City?

3. What elements should be included within an gateway /
entrance feature?
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As depicted in Figure 3.1, Visula Preference Survey Results, the
results were generalized as follows:

Gateway Entrance Features:

Participants preferred sculptural gateway elements that
possessed a dominant, illuminated component

Signage:

Participants preferred lower, “eye-level” monument signs over
free-standing, individual signs. Monument signs that featured
regionally appropriate, decorative materials were preferred.

Buildings:

Participants preferred buildings that were minimally setback
from the street and enjoyed wide sidewalks with significant
landscaping. When asked, “Compared to Michigan City’s
Downtown area, what aspects of the Study Area do you like /
dislike?” participants provided the following keyword descriptors:
“no continuity,” “no sidewalks,” “sterile,” “forgettable,” and “too
paved-over.”

” ou

Landscape Treatment:

There was significant preference for landscape treatments
composed of bold masses of flowering plants and street trees
that provided shade along pedestrian corridors. The most
desireable landscaping included a dominant pedestrian element,
such as a sidewalk.

Streetscape Treatment

The highest scored Streetscape Treatment images were those
that included integrated, protected on-street bicycle lanes,
sidewalks and street trees. In fact, the top three descriptive
keywords included, “trees,” “bike lanes,” and “pedestrian paths.”
When asked, “From a vehicular standpoint, what are the biggest
issues regarding traveling within the Study Area?” participants
responded with key phrases such as: “connections between
stores,” “too many curb cuts,” “more visible signage,” “safety,”
and “pedestrian-friendly.”

" ou

Gateway Entrance

High Scoring Gateway Entrance Feature Image

Visibility and Lighting are important

= Average Rating: (least like) 1-2— 3 —4 - 5 (most like)

B
o=
=

Buildings

High Scoring Building Images
“Mixed-use is great... Welcoming... Love it — shade and close to the street...”

Average Rating: (least like) 1-2— 3 —4 — 5 (most like)

Streetscape Treatment

Highest Scoring Streetscape Treatmen Image

I
(least like) 1 -2 =3 — 4 — 5 (most like)

Figure 3.1 Visual Preference Survey Results

Signage

Highest Scoring Signage Image

(least like) 1 -2 — 3 —4 — 5 (most like)

Landscape Treatment

From your perspective, what are the best ways to make the
Study Area a more attractive entrance into the community,
and place to shop and dine?

Clean up

Maintain

Consistent landscaping
Medians

Less curb cuts
Wayfinding signage

What streetscape improvements would you like to see
within the Study Area?

MEES
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3.3 Corridor Redevelopment
Goals, Principles and Strategies

Ultimately the success of the corridor redevelopment plan will
depend on three factors: 1) identifying a range of catalytic
projects of varying spatial scales that will advance the vision
and foster additional investment; 2) managing the corridor as

a distinct district aligning development policies and regulations
with the vision, and 3) creating strategies to strengthen synergy
among financiers, elected officials, public agencies, and the
community at large.

The following goals and strategies are introduced in this chapter
and will be illustrated and expanded upon in subsequent
chapters:

Goal 1 Enhance Transportation Efficiency
Goal 2 Improve Transportation Safety

Goal 3 Synchronize Land Development
Regulations with Planning Policies

Goal 4 Improve the Visual Appearance
and Engender a Sense of Place

Goal 5 Foster a Diverse Business Climate

Goal 6 Manage the 421 Corridor as a District

A series of guiding principles have been included to further
characterize and qualify the goals. Principles are drawn from
the Indiana Department of Transportation’s (INDOT) Access
Management Guide (2009), as well as the Urban Land Institute
(ULI) publication, Ten Principles for Reinventing America’s
Suburban Strips (2001), as identified in Chapter 2, Background
and Existing Conditions.

Goal 3.3.1-Enhance Transportation
Efficiency

Principles

A. Tame the Traffic (ULI)

Many activities of daily living should occur within walking
distance, allowing independence to those who do not drive,

especially the elderly and the young. Interconnected networks
of streets should be designed to encourage walking, reduce
the number and length of automobile trips, thereby conserving
energy and reducing emissions.

B. Provide a Specialized Roadway System (INDOT)

Design and manage roadways according to the primary functions

that they are expected to serve. Roadway operations can be
improved by achieving the proper balance between traffic flow
and access to abutting property.

C. Limit the Number of Driveways and
Other Conflict Points (INDOT)

Reducing the number of conflict points a motorist must address
improves traffic operations and reduces collisions. Separating

conflict areas helps to simplify the task of driving and contributes

to improved traffic operations and safety.

D. Match Driveway Design and Placement
with Operational and Safety Needs (INDOT)

In that driveways accommodate a wide range of vehicle types,
traffic volumes, and vehicle turning speeds, driveway design
should be tailored to meet the needs of the vehicles using the
driveway. The driveway placement should be such that drivers
approaching from the main roadway will have sufficient sight
distance to ascertain the driveway’s location in order to safely
decelerate and complete the entry maneuver. Also, the driveway
placement should be such that an exiting driver will have
sufficient sight distance to judge a safe gap in oncoming traffic.
Service driveways should be designed considering the vehicle
type and frequency of use, current and future traffic operations
on the highway, and other local conditions.

E. Remove Turning Vehicles from
Through Traffic Lanes (INDOT)

Turning lanes allow drivers to decelerate gradually out of the
through lane and wait in a protected area for an opportunity to
complete a turn, thereby reducing the severity and duration of
conflict between turning vehicles and through traffic.

F. Use Non-Traversable Medians to
Manage Left-Turn Movements (INDOT)

Medians channel turning movements on major roadways to
designated locations. Non-traversable medians and other

techniques that minimize left-turns or reduce the driver workload

can be especially effective in improving roadway safety.

Greenfield, Brownfield... Greyfield

Real estate professionals use different words for different types of development sites. “Greenfields” represent undeveloped land.
“Brownfields” are contaminated former industrial sites. “Greyfield” is a new term, hinting at the sea of asphalt separating a regional
or super-regional shopping mall from its town. Greyfields are economically obsolete malls and other sites that offer large infill
redevelopment opportunities, without the contamination found on brownfield sites.*

“Brownfields” are contaminated
former industrial sites.

Source: CityMetric, citymetric.com

“Greyfield” is a new term, hinting
at the sea of asphalt separating a
regional or super-regional shopping
mall from its town.

“Greenfields” aresundeveloped fand.

Source: Inland Real Estate Corporation, properties.inlandrealestate.com

The Ten Lessons of Successful
Greyfield Transformations

1. Incorporate Features That Will Maximize Environmental
Benefits

2. Explore Major Physical Changes
3. Use Parking Carefully

4. Incorporate Public Amenities that add Value and
Distinguish the Development

5. Include Civic and Institutional Activities

6. Expect a Lengthy Pre-Development Period and Prepare
for Complications

7. Establish a High Standard for Urban Design
8. Market the New Concept
9. Develop Mixed Uses that can Thrive Independently

10. Patient Money Is the Best Fit for Town Center Projects

1 Malls into Main Streets: an in-depth guide to transforming dead malls into communities, Congress for the New Urbanism.
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G. Provide a Supporting Local Street System
and On-Site Circulation Systems (INDOT)

Interconnected local street systems and on-site circulation
systems provide alternative routes for bicyclists, pedestrians,
and drivers alike.

H. Provide a Variety of Transportation Alternatives.

The physical organization of transportation systems within

the 421 Gateway District should be supported by a framework

of transportation alternatives. Plan for a pedestrian-friendly
environment with appropriate signalization and crosswalks along
the arterial and secondary streets; make sure sidewalks are
wide enough for outdoor cafés. Public transit, pedestrian, and
bicycle systems should be developed to maximize access and
mobility throughout the area while reducing dependence upon
the automobile.

Strategies

A. Develop an access management plan to
ensure safe and efficient vehicular circulation
throughout the 421 Gateway District.

Convenient access can make or break a commercial corridor.
The primary benefit of having an access management plan

is that it lays the foundation for correcting existing access
management problems and preventing others from occurring
in the future. Too many curb cuts are inefficient and dangerous

Businesses along US Highways 421 and 20 are stand alone with
their own parking areas and driveways. Source: KKC

3-04

for drivers and pedestrians alike. In order to accommodate
access to existing and future development in a safe and
efficient manner, INDOT actively implements a series of access
management objectives, the intent of which is to manage the
location, design, and type of property access in order to:

— Reduce traffic congestion;

— Preserve the flow of traffic;

— Improve traffic safety and reduce the frequency of crashes;
— Preserve existing road capacity;

— Support economic growth;

— Improve access to businesses and homes;

— Maintain or improve property values; and

— Preserve the public investment in the transportation
infrastructure.

Thoroughfare efficiency and convenience can be ensured
through adoption and enforcement of specific access
management regulations.

Actions and Initiatives

1. Consolidate driveways and interconnect parcels so that
automobile and pedestrian movement are possible without
going out onto the arterial highway. Studies indicate that
halving the number of access points results in about a 30
percent decrease in the accident rate.

2. Regulate the design and spacing of driveways. Locate
driveways away from intersections.

3. Design intersections and access points to simplify and
coordinate signal sequences and to minimize congestion.

4. Limit curb cuts to avoid excessive turning motions that snarl
traffic; manage this process through zoning ordinances,
design requirements, or comprehensive codes.

5. Install innovative turning solutions to accommodate left turns
and U-turns by looping from the right median to alleviate
clogged intersections.

6. Integrate medians and appropriate median breaks to limit
potential conflicts.

7. Protect the Interstate 94 interchange. To maintain the
functional integrity of the I-94 interchange, access points
should be located as far away from interchange ramps as
possible (INDOT requirement: 1,250 feet from interchange).

8. Within the Michigan City Appendix C, Joint Zoning Ordinance,
amend Section 18.04, Driveway Access Management
to require property owners of developed parcels along
US Highway 421 / S. Franklin Street, to comply with
recommended access point closures, based on the following
triggers:

Driveways and access to commercial in the corridor is not efficient
and causes traffic problems. Source: KKC

» if there is a change in ownership of said property;
» if there is a zoning change or re-platting;

» if the property owner applies for a development
application or building permit to expand a building by
30 to 70 percent of the gross floor area, or increase the
parking requirements by 20 percent;

contingent on there being a minimum of two points of access /
egress remaining after the recommended access point closure.

B. Implement the US Highway 421 Access
Road Plan.

Design an internal system of supporting access / frontage roads
for the 421 Gateway District that adheres to the existing street
grid system and existing signalized intersections, and enables
provide opportunities for parallel movement along the corridor.
Create a secondary street pattern where appropriate, and modify
setback requirements to pull retail and restaurant facilities close
to the arterial and secondary streets. Access, parking & service-
related functions would be organized to the rear of the parcel.

Actions and Initiatives

1. In partnership with the City of Michigan City and others,
consider Michigan City Redevelopment Commission capital
participation in the preparation of construction documents,
specifications, cost estimates and project schedules for
access roads proposed within the 421 Gateway District, as
per Figure 4.X, Access Road Plan.

2. Connect parking lots and relocate driveways to promote
efficient and effective access.

C. Within the Michigan City Code of
Ordinances, amend Article 06, Design
Standards, Section 06.04, Streets, Table
06.04 (d), Minimum Right-of-Way and Street
Width to include the following additional
commercial and residential street types:

Actions and Initiatives

As discussed within Chapter 4, Redevelopment Scenarios, five
additional street types are proposed to be included within key
redevelopment areas. These street types include:

1. Commercial Access Road.

2. Residential Local Street with Bike Lanes and On-Street
Parking.

3. Commercial Collector Street with Angled On-Street Parking.
4. Single Lane Boulevard with On-Street Bike Lanes.

5. Single Lane Boulevard with on-Street Bike Lanes and On-
Street Parking.

D. Consider extending Ohio Street south of CR
W 400 N and (signalization) improvements to
the CRW 400 N / Ohio Street intersection.

Actions and Initiatives

1. Consider Michigan City Redevelopment Commission capital
participation in design and construction costs associated
with Ohio Street extended.

2. Consider Michigan City Redevelopment Commission capital
participation in the signalization of the CR W 400 N / Ohio
Street intersection, striped pedestrian crosswalks and
sidewalk improvements.

3. Upon annexation, consider Michigan City Redevelopment
Commission capital participation in the construction
of sidewalks along CR W 400 N as well as access
management-related improvements.
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Goal 3.3.2: Improve Transportation Safety

Whether dealing with motorists, pedestrians, or bicyclists, proper
care must be taken to ensure that the thoroughfares, sidewalks,
driveways, and intersections within the 421 Gateway District are
properly designed and fitted with adequate safety features and
bicycle accommodations. Strategies for the future of the corridor
should create destinations/centers promoting the broader goals
for creating places that are walkable, transit supportive, carbon
reducing and energy efficient.

Strategies

A. Confirm feasibility of lane narrowing
along US Highway 421.

Actions and Initiatives

1. Meet with INDOT to discuss and confirm the feasibility
of proposed lane narrowing (as illustrated in Figure 3.2,
Proposed Lane Narrowing) and raised medians along US
Highway 421 / S. Franklin Street

B. Improve pedestrian safety and reduce
pedestrian-vehicular conflict areas.

Actions and Initiatives

Figure 3.2, Potential Lane Narrowing

=

Provide adequate crosswalks at major signalized
intersections.

2. Provide pedestrian cross connections between businesses
whenever possible.

3. Provide a continuous network of Americans with Disabilities
Act (ADA) compliant sidewalks along thoroughfares and
access roads. Configure sidewalks so people feel safe and
comfortable. Make sidewalks wide, appealing, and shady.

4. Where possible, employ traffic calming techniques to
increase pedestrian safety (e.g., bulb-outs, textured paving,
medians, pedestrian refuges); refer to Figure 3.3, Traffic
Calming Best Practices.

C. Develop safe and efficient active
transportation (pedestrian, bicycle) routes
throughout the 421 Gateway District.

Informed by the Michigan City Trails Master Plan, and in concert
with the development of a comprehensive internal access road
system within the 421 Gateway District, develop a network of
on- and off-street recreational trails that connect neighborhoods
to parks and open space areas, commercial/retail centers, and
schools.

Actions and Initiatives

1) Ensure that significant roadway improvements are context-
sensitive and adhere to ‘complete streets” principles.

2) Develop an interconnected network of on-street bicycle lanes
and off-street recreational trails that connect neighborhoods,
commercial centers and public facilities within the 4231
Gateway district.

D. In conformance with the 2015 Michigan City
Transit Strategic Plan, expand public transit
service throughout the 421 Gateway District.

Actions and Initiatives
1. Increase Ride the Wave ridership by three percent annually.

2. Evaluate the possibility to changing transit system to a “Bus
Stop Only” service.

3. Update Bus Stop Signage.

4. Survey the need for shelters at key bus stops within the 421
Gateway District.

5. Develop a distinctive bus shelter design that is unique to the
421 Gateway District; as illustrated in Figure 3.4, Proposed
Bus Shelter.

6. Continue to explore all federal and state funding options to
help fund transit service expansion.

7. Develop knowledge of transit benefits through school
education programs.

8. Continue to build partnerships with public agencies and
community groups.

Figure 3.4, Proposed Bus Shelter
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3.3 Corridor Redevelopment Goals, Principles and Strategies

Goal 3.3.3: Synchronize Land Development
Regulations with Planning Policies (ULI)

Strategies

A. Revise Michigan City Land Development
Regulations to promote the scale and
character of proposed development and
redevelopment options within the 421
Gateway District, as outlined within Section
5.2, Land Development Guidelines.

Actions and Initiatives

1. Integrate public facilities into the 421 Gateway District’s
redevelopment strategy. Public facilities should be sited
in ways that help leverage private investment and provide
a convenient destination where residents can accomplish
multiple tasks, and help shape a more rational development
pattern.

2. Zoning must be clearly linked to the public’s implementation
plans, including effective by-right development standards as
well as transfer of development rights in mature strips.

3. Scale retail-zoned land to reflect a realistic assessment of
the size, strength, and character of the market.

4. Structure zoning within development nodes to encourage
denser forms of development that can be reached by
multiple modes of transportation.

5. Provide regulatory options that facilitate parceling and land
assembly to accommodate recommended changes in land
use configurations. This may involve changes that eliminate
setbacks, provide streetfront and midblock development
on multiple sites, or combine separately-owned parcels to
create new development options.

6. Set Parcel Size Standards. Adopt zoning regulations that
set a minimum parcel size along the strip so as to constrain
curb cuts and encourage more coordinated development
and fewer stand-alone stores.

7. Prevent “deadening” uses, such as mini-storage facilities,
from dominating the 421 Gateway District.

8. Stimulate infill, new forms of mixed-use, and pedestrian-
oriented retail development on remaining retail-zoned land.
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9. Review the City’s Capital Improvement Program (CIP) for
infrastructure projects within the 421 Gateway District
to determine whether the scope of any project may
be amended in order to advance the development of
the proposed comprehensive access road program, as
delineated in Figure 4.1, Access Road Plan.

B. Amend the Michigan City Appendix C,
Joint Zoning Ordinance, Article 7. Business
Districts, to include an Urban Commercial/
Mixed-Use (B4) District.

The proposed Urban Commercial / Mixed-Use (B4) District
retains the fabric, character, design and densities of a traditional
“downtown” central business district. This urban environment is
characterized by taller, larger buildings that occupy most if not all
of the site and are set at the street edge with parking largely on-
street and in structures, with reduced common surface parking
lots. Transportation corridors are scaled for pedestrian rather
than automobile use. Sidewalks are wide enough to contain
seating areas for outdoor cafes. Any original buildings with
historic or design significance have been mostly well-preserved.
Permitted uses would include:

— Mixed-use (on single sites and within individual structures);
— Residential above commercial or office;

— Live/work units;

— Attached and multi-family ~residential;

— Commercial retail/services;

— Office;

— Public / institutional;

— Places of worship;

— Entertainment;

— Parking structures and on-street public or commercial
parking areas (surface parking lots may be considered as a
limited use); and

— Parks and public spaces.

As illustrated in Section 5.2, Land Development Guidelines,
district characteristics would include the following provisions:

1. Greatest site coverage. Streets and other public spaces
framed by buildings with zero/minimal front setbacks,
creating “architectural enclosure” versus the progressively
more open feel in areas that are more suburban in density
and character.

2. Mostly on-street parking and minimal surface parking (until
the urban character begins to give way to typical site design
oriented more toward the automobile).

3. One of the few commercial districts where structured
parking may be financially viable.

4. Multi-story, mixed-use structures are encouraged.

5. Conducive for pedestrian activity and interaction, with public
plazas and pocket parks providing green space amidst
an urban environment, and a place to gather and host
community events.

Streetscape enhancements in public rights-of-way are
emphasized given limited area for private landscaping
relative to other character areas.

7. Public/institutional uses designed to match urban character.

C. Within the Michigan City Appendix C, Joint
Zoning Ordinance, amend provisions of Light
Industrial District (M1), Section 09.03, Lot Area
and Width Requirements, to enable minimal

building setbacks (0-5 ft) for commercial uses.

Modernize the Area.

“Walkability, livability, get rid of
‘big box’ mentality and aesthetics.
Create parks and greenspaces.”

In general, land uses, such as this storage facility along US Highway 20, just east of the Project Study Area, should be

avoided within the 421 Gateway District, as the use tends to deaden pedestrian activity within the immediate area.
Source: Google Earth
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Goal 3.3.4: Improve Visual Appearance and
Engender a Sense of Place

Improve the visual appearance of the thoroughfares and

built environment within the 421 Gateway District. The visual
environment along the US Highway 421 / S. Franklin Street
corridor suffers from several acute problems; including an
over-abundance of signage of varying types and sizes; overhead
utilities, dilapidated and vacant buildings, and little to no
landscape continuity.

Principles

A. Eradicate the Ugliness (ULI)

To improve retail competitiveness and encourage residential
living, eradicate the visual unsightliness within the 421 Gateway
District.

B. Create the Place (ULI)

Create attractive walkways and continuous street front
experiences to maximize the quality of the pedestrian
environment and afford opportunities to increase retail
spending.

C. Diversify the Character of Land Uses
within the 421 Gateway District

Strategies

A. Eliminate Blighted Development.

Create an aggressive nuisance abatement program to eliminate
problems that inhibit achieving the kind of environment that
facilitates the community’s vision for the 421 Gateway District.
Dilapidated or abandoned buildings, and incompatible land uses
and activities are some of the more common problems affecting
suburban strip development.

-

Low quality vacant buildings on US Highway 20. Source: KKC

B. Create a safe, comfortable environment in
which people can live, work, shop, and play.

Actions and Initiatives

1. Plan for different types of redevelopment subdistricts within
the 421 Gateway District, ranging from traditional, low-density
strip shopping centers to denser and more urban nodes of
activity.

2. Accommodate a range of nonretail uses, including housing,
hotels, offices, civic uses, and cultural, entertainment, and
recreational activities.

3. Arrange the diverse land uses in ways that encourage walking
and discourage driving for short trips and errands.

4. Rezone designated areas in mature strips for urban mixed-
use projects (proposed B4 Urban Commercial / Mixed-Use
district) and higher-density housing.

5. Concentrate mixed uses along the major arteries to preserve
single-family neighborhoods.

6. Reserve some of the previously zoned retail land for housing,
office space, civic uses, recreational facilities, and open
space.

7. Add vitality by requiring active uses along the sidewalks such
as outdoor dining (except along arterial streets), interactive
displays in shop windows, entertainment, and diverse
architectural elements, styles, and setbacks.

C. Develop design guidelines for architecture
and landscape site work improvements
within the 421 Gateway District.

Create sophisticated development standards to accompany

new zoning regulations. As will be discussed in greater detail in
Chapter 5, Implementation, developing design and development
regulations and engineering standards are fundamental for
ensuring the desired quality and character of development within
the 421 Gateway District. It is often under-appreciated, but
private investment decisions account for the more substantive
aspects of any city’s physical form. Consequently, zoning and
subdivision regulations and associated development criteria

and technical engineering standards are the basic keys to
ensuring that the form, character and quality of development
reflect the City’s planning objectives. Design guidelines should
reflect the community’s desire for quality development outcomes
while recognizing economic factors. They should not delay or
interfere unnecessarily with appropriate new development or
redevelopment that is consistent with plan goals and policies.

Surface parking area in the corridor is expansive with little lighting
and little to no landscape enhancements. Source: KKC

Multiple driveways and inadequate pedestrian lighting and landscape treatment
creates a bleak environment on S. Franklin Street. Source: KKC

Actions and Initiatives

1. Strive to achieve architectural excellence, higher-quality
building design and retail-friendly, first-floor facades.

2. Ensure architectural continuity through use of uniform
building materials, facade treatments, and detailing.

D. Develop rigorous parking guidelines and
standards to ensure that the location and
configuration of parking remains subordinate
to the preferred character of development.

The success of mixed-use development within the 421 Gateway
District is predicated on public access to private developments,
and free and plentiful parking. Unfortunately, parking lots
commonly dominate the landscape of the strip along US Highway
421 / S. Franklin Street. Conventional practice requires that
every development along the corridor provide for all of its

parking needs on its own site, typically between the structure
and the roadway, even though this is inefficient and contributes

substantially to the wasteland aesthetics of today’s commercial
strip.

1.

Size prime parking lots and structures for reasonable
demand; provide for peak parking in overflow areas.

2. Encourage and plan for shared parking among adjacent uses.

3. Look for alternative parking and building configurations that

provide convenience and avoid visual blight. Parking should
be located in courtyards, behind buildings, and in innovative
arrangements as properties are redeveloped in new and
denser configurations; this will reduce the visual blight of
endless parking lots.

When justified by higher land prices, introduce structured
parking to open up parking lots for denser development in
more urban settings.
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Streetscape Elements
A Reduced Roadway Width
B Decorative Roadway Light
C Gateway Screenwall

D Sidewalk / Corner Plaza

E Buffer Landscape Planting
F Buffering Trees

G Enhanced Ped Crosswalk
H Vertical Gateway Element

'

As summarized in Strategy F, a variety of streetscape
enhancements can be incorporated into the 421 Gateway
District’s principal thoroughfares.

E. Within the Michigan City Appendix C, Joint
Zoning Ordinance, amend Section 18.02,
Off-Street Parking Facility Design, to include
provisions for multi-level, structured parking.

F. Develop a streetscape enhancement
program for the 421 Gateway District with
unique applications to specific thoroughfares
while maintaining overall continuity.

Streetscape elements should include generous use of vegetation
(while bearing in mind snow removal), ornamental street lights,
decorative signage, special paving where appropriate, and other
landscape treatments. Install a well-designed family of high-
quality street furniture to reinforce the strong image and comfort
of the place, including benches, bollards and waste receptacles.
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Actions and Initiatives

1. Provide a continuous, enhanced greenspace that separates
the roadway from adjacent businesses.

2. Design and provide landscape treatment to parking areas so
that cars appear to be in a park rather than a few trees that
are located in a parking lot.

3. Incorporate gateway and entrance treatments at key
interchanges along the US Highway 421 and US Highway 20
thoroughfares, principally at 421 / CR N 400 W and 421 /
20.

4. Design attractive corners and gateways to proposed
development and redevelopment nodes.

5. Consider Michigan City Redevelopment Commission capital
participation in developing landscape and streetscape
(including sidewalks) construction documents and
specifications for US Highway 421 / S. Franklin Street and
US Highway 20 based on the recommendations within the
Plan.

6. Identify a suite of streetscape furnishings types (e.g.,
ornamental street light, bench, bollard, waste receptacle,
bike rack, planter, signage stanchion) that can be used
to further brand the 421 Gateway District. The suite of
streetscape furnishings should acknowledge and relate
to recommended fixtures in and around the area; for
example, the Sternberg Harborside Pendant fixture (Model
# CRS22) that has been selected for the Interstate 94
Bridge enhancements at US Highway 421. Refer to Figure
4.X, Recommended Streetscape Furnishings and Finishes

Specifications.

G. Improve lighting and signage
throughout the corridor.

Actions and Initiatives

1. Develop a unique brand for directional, wayfinding and
interpretive signage, banners for the 421 Gateway District.

2. Develop a district-specific lighting program that provides a
hierarchy of pedestrian-scaled, direct and indirect lighting
that illuminates walkways, ensures safety, highlights
buildings and landmark elements, and provides sight lines
to other retail uses—such as a view from a café to cinemas,

bookstores, and unique shops.

H. Consider Michigan City Redevelopment
Commission capital participation in developing

Light Fixture Trash Receptacle

Figure 3.5, Recommended Streetscape Furnishings

gateway treatments for significant entrances into
the 421 Gateway District.

l. Develop a vegetation management program
for the 421 Gateway District that would be
focused on mature tree and forest canopy
preservation and management, landscape
screening and buffering.

Metal Bench

Planter Bike Bollard

J. Work with the local utility and cable
companies to determine the financial feasibility
of either placing all power lines underground; or,
relocating power lines to the rear of parcels.

Beyond the enhanced visual appearance, utilities maintenance,
weather-related repair, and service disruption costs would be reduced.
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K. Incorporate low-impact development
strategies, tools, and techniques into all new
development within the 421 Gateway District.

One method of reducing throughput of water resources is

to require that all new land development incorporate low-
impact development (LID) / green infrastructure approaches

to mimicking / restoring pre-development hydrology to the
maximum extent practicable. LID is an approach to land
development that uses various land planning and design
practices and technologies to simultaneously conserve and
protect natural water resource systems and reduce infrastructure
costs. LID still allows land to be developed, but in a cost-
effective manner that helps mitigate potential environmental
impacts. For example, site plans should be developed that
prevent water from running off the land too quickly and instead,
allow the water to soak back into the earth and replenish the
groundwater table or aquifer. Reducing the quantity and velocity
of water run-off minimizes soil erosion and loss of land. Site
plans should employ strategies and techniques that protect the
quality of water that flows into lakes, streams, and wetlands or
recharges groundwater supplies. LID stormwater management
best practices should be implemented on privately-owned land
as well as within public rights-of-way, particularly along roadsides
and in parking lots, where soils and other conditions will allow.
LID processes for systematically managing stormwater include
‘chains’ or natural treatment methods of filtration, infiltration,
and storage and ultimately reuse.

Initiatives and Actions

1. Encourage development patterns that respect natural
systems such as watersheds and wildlife corridors. Site
fingerprinting, a term that refers to implementing minimal
site disturbance techniques, can be used to further
reduce the limits of clearing and grading on a greenfield
site, thereby minimizing the hydrologic impacts. Site
fingerprinting includes restricting ground disturbance by
identifying the smallest possible area and clearly delineating
it on the site. Land-cover impacts can be reduced through
minimal disturbance techniques that include the following;:

» reduce paving and compaction of highly permeable soils;

» minimize the size of construction easements and
material storage areas;

» site stockpiles within the development envelope during
the construction phase of a project;

» site building layout, clearing and grading to avoid
removal of existing trees where possible; and

» delineate and flag the smallest site disturbance area
possible to minimize soil compaction on the site and

restricting temporary storage of construction equipment
in these areas.

Design and install grassed filter strips and vegetated (bio)
swales into site plans and rights-of-way to filter pollutants
from stormwater. LID filtration systems use soils and
vegetation to remove pollutants from stormwater and
include ways of capturing and removing trash, debris and
sediment from stormwater before it reaches streams and
other tributaries. Common filtration techniques incorporate
natural features (i.e., wetlands, riparian corridors, mature
forests) into site development plans. It is estimated that
bioswales can remove between 80 and 100 percent of total
suspended solids, zinc, and lead from stormwater as well
as between 40 and 60 percent of total phosphorus and
nitrogen.

Require and/or incent the installation of pervious paving
materials in parking lots and other hardscape areas to
reduce the total site imperviousness and stormwater runoff.
Provisions could be added to the City’s land development
regulations requiring pervious paving for all parking

that exceeds the minimum required by City regulations.
Utilize infiltration systems which encourage the downward
movement of water to reduce the total quantity of overland
runoff and pollutants from impervious surfaces.

» design and implement systems for on-site detention and
micro-detention;

» revise subdivision regulations to incorporate the use of
shared driveways whenever possible, but especially in
sensitive areas;

» limit driveway width to ten feet (for both single and
shared driveways); and

» minimize building setbacks, where possible to reduce
driveway length.

Consider means of incenting the installation of high-
performance, green building best practices into all new
construction projects within the 421 Gateway District.
Stormwater storage reduces the quantity of stormwater
being flushed through the system. Green roofs, cisterns
(above-ground and underground), and vegetated swales
provide an excellent method of storing stormwater on-site,
to prevent it from overloading natural systems, as well as to
use for irrigation of landscaped areas. Existing buildings can
utilize rain barrels under downspouts to collect, store and
reuse stormwater. It is estimated that one 42-gallon rain
barrel can provide storage for 0.5 inches of runoff from a
rooftop measuring 133 square feet.

A Variety of Low-Impact Development
Strategies, Tools and Techniques can be
Incorporated into Existing and Proposed

Site Development

Rain water is captured and stored in this cistern, and used for
landscape irrigation.

(Lady Bird Johnson Wildflower Center, Austin, TX)

Source: KKC
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Vegetated swales clean storm water runoff from parking lots and
allow it to infiltrate the earth.
Source: New Seasons Market Parking Lot, Portland, OR

A rain garden is a shallow, constructed depression that is planted
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