
 

LAND USE PLAN 2020 – AMENDED MARCH 2012 

 



 

 



 

TABLE OF CONTENTS 
 

PART 1 – BACKGROUND INFORMATION 
INTRODUCTION ................................................................................................................................................ 1 
WHAT IS A LAND USE PLAN? ............................................................................................................................ 1 
HOW WILL THE PLAN BE USED? ....................................................................................................................... 1 
KEEPING THE PLAN CURRENT .......................................................................................................................... 2 
HOW DOES THE LAND USE PLAN AFFECT YOU? ............................................................................................... 2 
HOW SHOULD YOU USE THIS PLAN? ................................................................................................................ 3 
II. WYOMING’S HISTORY ............................................................................................................................ 4 
THE CITY OF VISION AND PROGRESS ................................................................................................................ 4 
III. WYOMING TODAY ....................................................................................................................................... 7 
DEMOGRAPHICS .............................................................................................................................................. 7 

Population ................................................................................................................................................ 7 
Age ......................................................................................................................................................... 11 

Citywide Trends............................................................................................................................... 11 
Area Analysis .................................................................................................................................. 16 

Race and Ethnicity ................................................................................................................................. 17 
Households ............................................................................................................................................ 21 
Residential Characteristics .................................................................................................................... 23 

Housing ........................................................................................................................................... 23 
Housing Conditions ......................................................................................................................... 26 

Economic Conditions ............................................................................................................................. 28 
Income ............................................................................................................................................. 28 
Employment .................................................................................................................................... 33 
Market Conditions ........................................................................................................................... 35 
City Revenues ................................................................................................................................. 41 

THE ENVIRONMENT ....................................................................................................................................... 43 
Natural Features .................................................................................................................................... 43 
Topography ............................................................................................................................................ 43 
Parks ...................................................................................................................................................... 43 

EDUCATION FACILITIES .................................................................................................................................. 47 
School Districts ...................................................................................................................................... 47 
Enrollment Trends .................................................................................................................................. 47 

UTILITIES ...................................................................................................................................................... 50 
Sanitary Sewer ....................................................................................................................................... 50 

TRANSPORTATION ......................................................................................................................................... 52 
Land Use/Transportation Linkages ........................................................................................................ 52 
Roadway System ................................................................................................................................... 53 

Street Functional Classification ....................................................................................................... 53 
Level of Service/Traffic Volumes..................................................................................................... 55 
Crash Data ...................................................................................................................................... 57 
High Accident Rates ........................................................................................................................ 57 
Rights-of-Way.................................................................................................................................. 58 
Roadway Improvements ................................................................................................................. 58 
Future Roadway Conditions ............................................................................................................ 59 
Summary ......................................................................................................................................... 59 

Non-Motorized Transportation and Other Modes .................................................................................. 60 
Walkway System ............................................................................................................................. 60 
Bikeway Routes .............................................................................................................................. 61 
Transit ............................................................................................................................................. 62 
Rail .................................................................................................................................................. 64 
Air .................................................................................................................................................... 64 

EXISTING LAND USE ...................................................................................................................................... 65 
 

 



 

PART 2 FUTURE LAND USE 
 

INTRODUCTION ................................................................................................................................................ 1 
LAND USE PLAN THEMES & VISIONS ................................................................................................................ 2 
QUALITY NEIGHBORHOODS .............................................................................................................................. 2 
STRONG COMMERCIAL AREAS ......................................................................................................................... 3 
VITAL EMPLOYMENT CENTERS ......................................................................................................................... 3 
A REVITALIZED AND BEAUTIFUL CITY ................................................................................................................ 4 
TRANSPORTATION SYSTEM .............................................................................................................................. 5 
NATURAL, HISTORIC AND CULTURAL RESOURCES ............................................................................................. 6 
EXISTING CONDITIONS ASSESSMENT ................................................................................................................ 7 
FUTURE LAND USE ........................................................................................................................................ 10 
CITYWIDE LAND USE...................................................................................................................................... 15 
SUB-AREAS .................................................................................................................................................. 17 

Wilson Avenue ....................................................................................................................................... 20 
44th Street ............................................................................................................................................... 24 
Gezon Parkway/54th Street .................................................................................................................... 28 
60th Street ............................................................................................................................................... 32 
Clyde Park Avenue ................................................................................................................................ 35 
Division Avenue ..................................................................................................................................... 38 

North of 44th Street .......................................................................................................................... 41 
44th Street south to 60th Street (south city limits) ............................................................................ 45 

28th Street ............................................................................................................................................... 48 
Chicago Drive & Burton Street Areas...………………………………………………………………………55 

 
APPENDICES 

 
 

APPENDIX 1A: 2035 THOROUGHFARE PLAN 
APPENDIX 1B: TURN ON 28TH SREET SUB AREA PLAN 
APPENDIX 2:    SRATEGIES FOR IMPLEMENTATION 

 
 
 
 
 
 



 

Map Index 
 

PART 1 MAPS 
 
Map 1 – Base Map         Page 5 
Map 2 – Population Change 1990-2000:      Page 10 
Map 3 – Age by Census Tract % Change 1990-2000     Page 13 
Map 3   (cont’d) – Age by Census Tract % Change 1990-2000   Page 14 
Map 4 – Median Age         Page 15 
Map 5 – Ethnicity by Census Tract % Change 1990-2000    Page 19 
Map 5   (cont’d) – Ethnicity by Census Tract % Change 1990-2000   Page 20 
Map 6 – Median Income % Change 1990-2000     Page 29 
Map 7 – Poverty Status 2000 Individual       Page 31 
Map 8 – Poverty Status 2000 Families      Page 32 
Map 9 – AEG Identified Sites; Division Corridor     Page 39 
Map 10 – AEG Identified Sites; Chicago/Burton Corridor    Page 40 
Map 11 – Natural Features        Page 44 
Map 12 – Topography         Page 45 
Map 13 – Parks Map         Page 46 
Map 14 – School Districts        Page 48 
Map 15 – Enrollment Trends        Page 49 
Map 16 – Sanitary Sewer        Page 51 
Map 17 – Transportation Corridors       Page 54 
Map 18 – 1995/1997 Peak Hour Level of Service     Page 56 
Map 19 – Bus Stops         Page 63 
Map 20 – Existing Land Use        Page 66 
 

PART 2 MAPS 
 
Future Land Use:          Page 14 
Wilson Avenue Corridor Future Land Use      Page 19 
44th Street Corridor Future Land Use       Page 23 
Gezon/54th Street Corridor Future Land Use      Page 27 
60th Street Corridor Future Land Use       Page 31 
Clyde Park Corridor Future Land Use       Page 34 
Division Avenue Corridor Future Land Use       Page 37 
Division Avenue Corridor (North of 44th Street) Future Land Use    Page 40 
Division Avenue Corridor (44th Street to 60th Street) Future Land Use   Page 44 
28th Street Corridor Future Land Use       Page 47 
28th Street and Division Avenue Future Land Use     Page 52 
Chicago Drive/Burton Street Area Future Land Use     Page 54 
 

 
 
 
 
 
 



 

PART 1:  BACKGROUND INFORMATION



 

INTRODUCTION 1 

BACKGROUND INFORMATION 
CITY OF WYOMING        LAND USE PLAN 2020 

 

II..  IINNTTRROODDUUCCTTIIOONN  
 
What is a Land Use Plan? 
 
Every community has a responsibility to go beyond day-to-day zoning issues and look at the 
long-range consequences of their decisions.  Similarly, the community must have a document 
that provides guidance for land use and development by considering a wide range of possible 
futures.  For the city of Wyoming, this long-range view is provided through this Land Use Plan. 
 
New development in Wyoming, especially along its southern tier and the completion of M-6 has 
highlighted the importance of land use.  As this area continues to change and transform from a 
semi-rural to a more urbanized pattern, questions arise; how should this area look, what kinds of 
land uses should be encouraged and how should they be arranged; and how will its 
development affect surrounding neighborhoods?  For older parts of Wyoming; how will growth in 
the southern quadrant affect existing commercial and industrial areas, will they compete with, or 
will they be complementary to older areas of the city?  
 
In truth, no community can solve every problem or answer all of the contrasting concerns about 
land development.  But, advocates for both new development and the preservation and 
protection of existing neighborhoods have common goals: each want “better planning.”  
Decision makers then are tasked with balancing the interests of landowners wishing to develop 
their properties, and maintaining the characteristics that attracted people to Wyoming in the first 
place. 
 
Those “quality of life” features – stable neighborhoods, affordable homes, an excellent park 
system and good roads – are among the elements that make Wyoming unique.  A successful 
Land Use Plan must consider these elements, along with many other challenges, and take 
steps that will ensure that new development "fits" the community and that it is done in such a 
way that it promotes the viability of older city neighborhoods, employment areas and shopping 
centers.  Accordingly, the use of the right planning tools is needed to assure that Wyoming 
continues to be a special place. 
 
How Will the Plan Be Used? 
 
The Plan serves many functions and can be used in a variety of ways, but its usefulness is 
determined by Wyoming’s willingness to actively support and implement its recommendations.  
A plan that is not actively followed and implemented may lead to problems in the future.  Failure 
to follow the plan will discredit any attempt to use it as a defense for actions that may be 
challenged by property owners, or developers.  
 
Likewise, consistent and vigorous use of the plan will lend credibility to implementation of 
controversial decisions on zone changes, or other land use actions.  While the courts of the 
State of Michigan do not recognize the absolute authority of the Land Use Plan, they do lend 
much more credibility to actions supported by careful planning than those that appear to be 
taken arbitrarily against an individual property owner.  To that end: 
 

1. The Plan is a general statement of the Wyoming’s vision, goals and policies.  It provides 
a single, comprehensive view of the community’s desires for the future. 
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2. The Plan aids in daily land use decision-making.  The Plan is intended to guide the 

Planning Commission and the City Council in their deliberations on zoning, subdivision, 
capital improvements, and other matters relating to land use and development.  
Accordingly, the Plan provides a stable, long-term basis for decision making which will 
provide a balance of land uses and an orderly development process. 

 
3. The Plan provides the statutory basis upon which zoning decisions are based.  The City 

and Village Zoning Act (Act 207 of 1921) requires that the zoning ordinance be based 
upon a plan designed to promote the public health, safety, and general welfare.  It is 
important to note that the Land Use Plan and accompanying maps do not replace other 
City Ordinances, specifically the Zoning Ordinance and map.  Zoning is only one of the 
many legal devices used to implement the Land Use Plan. 

 
4. The Plan attempts to coordinate public improvements and private developments.  For 

example, public investments such as road or utility improvements should be located in 
areas identified in the Plan as resulting in the greatest benefit to Wyoming and its 
residents.  

 
5. The Plan serves as an educational tool and gives citizens, property owners, developers, 

and adjacent communities a clear indication of Wyoming’s direction for the future. 
 
Keeping the Plan Current 
 
Fulfilling the elements outlined in the Plan will not occur overnight -- the Land Use Plan provides 
a sense of direction for the present and is a guide for the future.  Understanding this, the Plan 
should not be rigidly administered; changing conditions that can affect its original intentions 
should be acknowledged.   
 
However, a Plan that is not referenced on a continual basis, or one that is outdated can weaken 
decisions.  Over time, goals may be achieved and new ones needed, or individual zoning 
decisions may change the direction of development in a certain part of the city.  Where events 
lead to land use approvals that are contrary to the plan, it should be amended to reflect these 
changes. 
 
The Municipal Planning Act requires that communities review their current Plan at least every 
five years to determine whether amendments are needed, or the process for a new Plan should 
be started.  The Planning Commission should also solicit public opinion on a periodic basis.  By 
routinely following these procedures, the Land Use Plan will continue to be an up-to-date and 
reliable planning tool. 
 
How Does the Land Use Plan Affect You? 
 
How the Land Use Plan affects you depends on your particular situation.  
 

 If you are a property owner, you may have several interests, including not only your 
property, but also properties that are in a similar land use category.  
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 As a homeowner, you will be interested in the properties in your immediate 
neighborhood.  You may wish to know what uses are proposed for any vacant land, or 
sites recommended for redevelopment.  

 
 As an owner of vacant property, you will want to know what land uses are proposed for 

your property.  
 

 As a Wyoming resident, you will be interested in the overall concepts of the Plan.  
These will give you an indication of the Planning Commission's view of the city now, 
and in the future. 

 
How Should You Use This Plan? 
 
Again, use of the Plan depends on your interest in Wyoming’s future; generally, here is the 
procedure you should follow. 
 
Step #1 What land use is proposed for your property, or the area surrounding your 

property? 
 
This information is on the Future Land Use map.  This map is divided into separate land use 
categories.  Find the category of land use in which your property is located. 
 
Step #2 Determine how the Planning Commission views development in your area. 
 
The text of the Future Land Use Plan will indicate the planned development within your area; it 
may be fairly specific, or somewhat general.  This part of the Plan is intended to provide some 
reasonable direction to the Planning Commission, as well as provide property owners 
information about development within the city. 
 
Step #3 Determine the meaning of the land use designation for your property. 
 
In Step #1 you were asked to determine the land use category for your property. Find the 
category your property is located in and read the land use designation.  Depending on the 
nature of your interest, this may be as far as you want to go.  If you have a specific proposal that 
does not match the expectations of the Plan, you may want to look at it in more detail. 
 
Step #4 Determine how your property is affected. 
 
The Future Land Use designation will indicate the planned use for your property.  This does not 
mean that you cannot continue the use that you currently have.  Land use within Wyoming is 
also affected by the zoning for your property.  See the Zoning Ordinance or call the Wyoming 
Planning Department for more information. 
 
The Land Use Plan may have a profound impact on the future of your property, regardless of 
whether you are a landowner or a homeowner.  As a Wyoming resident, it is important that you 
become familiar with the Plan and what it may mean to you and your community. 
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IIII..  WWYYOOMMIINNGG’’SS  HHIISSTTOORRYY  
 
The City of Vision and Progress 
 
Wyoming is a growing suburban community adjoining Grand Rapids on the southwest and has 
a current population of approximately 73,000 (see Map 1).  Early Wyoming dates back to 1832, 
but it was 1833 when Buck Creek was first used to power grist and saw mills in the settlement.  
However, by 1842 when a larger canal to power industry was built around the rapids in 
downtown Grand Rapids, industrial development shifted away from the area. 
 
In 1848, Byron Township was split into two 36 square mile townships.  The southern township 
remained as Byron Township but the northern one was renamed and became known as 
Wyoming Township.  Its name reflected the fact that more of its residents came from Wyoming 
County, New York, than anywhere else.  The northwest portion, beyond the Grand River, was 
deeded to Walker Township because it was so hard to reach. 
 
For the most part, Wyoming grew up as an agricultural area, though it did support industries 
such as lumbering and mining.  In the 1850’s, plank roads and railroads came to the area and 
surpassed the Grand River as the preferred mode of cargo and passenger transport. 
 

 
 
Wyoming’s growth, both in terms of developed land and population, concentrated along these 
transportation routes heading to and from Grand Rapids, the dominant urban center of the 
region.  Eventually, development consumed the farmland between the transit routes and left 
Wyoming without a recognizable downtown.  In 1938, the city first adopted zoning and building 
codes.  
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Perhaps the city’s most recognized feature is the 28th Street corridor, which was formerly known 
as the South Beltline.  One of the first stores located here was Kist’s Grocery.  As commercial 
development sprang up along 28th Street, construction began in 1948 on the Township Hall at 
the corner of De Hoop Avenue.  After a lengthy effort, Wyoming held an election for 
incorporation as a city on November 4, 1958; the town hall officially became City Hall in 1959.  
June 2003 saw the dedication of a brand new, 39,820 square foot, two-story City Hall, built 
directly in front of the original hall. 
 
Today 28th Street is largely a commercial corridor that also serves as State highway M-11 and it 
is in the process of being transformed into Wyoming’s downtown.  Current average daily traffic 
counts average from the mid 30,000’s to low 40,000’s, making it one of the most traveled streets 
in the region. 
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IIIIII..  WWYYOOMMIINNGG  TTOODDAAYY  
 
Demographics 
 
POPULATION 
 
Wyoming has steadily grown over the past 20 years; in the 2000 Census its population was 
69,368.  From 1980 to 1990 and 1990 to 2000, the city grew by 6.8% and 8.6%, respectively.  
This rate is comparable to other mature, first tier, suburban Michigan communities (see Figure 
3.1).  For example the city of Portage, near Kalamazoo, experienced similar growth, 7.6% and 
9.4%, respectively (see Table 3.1).  Although neighboring Grandville experienced a striking 
25.9% growth between 1980 and 1990, reflecting a strong economy and demand for housing, 
its growth between 1990 and 2000 moderated as the community approached build-out.  In fact 
between 1990 and 2000 Wyoming grew at double the rate of Grandville. 

 
 
While Wyoming grew faster than the State (6.9%) between 1990 and 2000, its growth rate was 
less than that of Kent County (14.7%), Ottawa County (26.9%), and neighboring Byron 
Township (32.6%).  This indicates that accelerated development is occurring beyond the inner 
tier of Grand Rapids suburbs.  However, Wyoming’s substantial growth rate is evidence of the 
community’s continued desirability and viability. 
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Figure 3.1
Population Change 1980 to 2000

Wyoming Grand Rapids Grandville
Byron Township Georgetown Township Portage
Southfield Source:  2000 Census 
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Over the last two decades, as a whole, Wyoming has experienced positive growth, but some 
neighborhood populations have declined.  Fractional population losses were experienced in 
Census tracts 134, 135 and 140 and greater losses in tracts 139 and 141 (see Map 2) but 
population gains were seen throughout the rest of the city.  These occurred most significantly in 
the south in Census tracts 143, 145.01 and 145.02 (see Table 3.2). 
 
These population statistics confirm the obvious fact that new growth in Wyoming is occurring 
where vacant land is available.  The south Wyoming area, however, offers more than vacant 
land, which allows it to compete effectively with newer outlying suburbs.  It provides many 
employment opportunities in its expanding industrial center, convenient shopping at the 
adjoining Rivertown Mall and in the Clyde Park/54th Street area and excellent access via US 
131, I-196 and the newly constructed M-6 South Beltline freeway. 
 
Although growth in the south area, Census tract 
145.02, has not been as dramatic as in the 
Panhandle, trends should be closely watched, 
especially with the pending completion of 
Metropolitan Hospital (see Map 2).  With an 
expanding senior population and convenient 
access to medical care, this area will not only 
continue to grow, but may grow at an 
accelerated rate.  New development geared 
toward serving the needs of the senior 
population may include accessible housing 
options located close to transit and shopping. 
 
While growth in the Panhandle can be attributed 
to an influx of a younger population, 
interestingly, all three southern regions appear 
to have specific age related demographic trends, 
each of which may suggest different needs with 
respect to community services and 
infrastructure. 

Table 3.1 
Population Change 1980 – 2000 

Unit of 
Government 1980 1990 2000 % Change 

1980-1990 
% Change 
1990-2000 

Projected 
2010 

Michigan 9,262,078 9,295,297 9,938,444 4.7 6.9 10,121,300 
Wyoming 59,616 63,891 69,368 6.8 8.7 74,671 
Grand Rapids 181,843 189,126 197,800 4.0 4.6 203,584 
Grandville 12,412 15,624 16,263 25.9 4.1 18,026 
Kentwood 30,438 37,826 45,255 24.3 19.6 56,019 
Walker 15,088 17,279 21,842 14.5 26.4 26,800 
Georgetown Twp 26,104 32,672 41,658 25.2 27.5 53,569 
Byron Township 10,104 13,235 17,553 31.0 32.6 23,118 
Portage 38,157 41,042 44,897 7.6 9.4 N/A 
Southfield 75,568 75,728 78,296 0.2 3.4 75,810 
Kent County 444,506 500,631 574,335 12.6 14.7 662,496 
Ottawa County 157,174 187,768 238,314 19.5 26.9 303,676 
Source:  2000 Census 

Table 3.2 
Population by Tract 1990 – 2000 

Census Tract # 1990 2000 % Change 
City 63,891 69,368 8.7 
133 4,710 4,718 0.2 
134 5,517 5,498 (0.3) 
135 4,702 4,660 (0.9) 
136 1,954 2,068 5.8 
137 6,748 6,951 3.0 

138.01 7,434 1,581 12.5 138.02 6,784 
139 6,774 6,581 (2.8) 
140 7,317 7,290 (0.4) 
141 2,030 1,868 (8.0) 
142 4,139 4,537 9.6 
143 1,945 2,977 53.1 

145.01 4,150 7,755 86.9 
145.02 5,195 6,098 17.4 

Source:  2000 Census 
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Consistent with the previously noted trends, Wyoming’s core population is shifting to the south.  
In 1990, the population was centered along 36th Street, west of Burlingame Avenue.  However, 
in 2000 it expanded into the southwest Panhandle (see Map 2).  This shift has obvious 
implications for the expenditure of public funds, mainly to provide utilities, road improvements, 
public safety and schools.  The closing of the full-time South Wyoming Fire Station at Byron 
Center/Gezon Parkway due to budget constraints was a step backward in this regard. 
 
While it is important to focus planning efforts toward Wyoming’s emerging growth sector in the 
south, it is equally important to pay attention to the challenges of maintaining strong mature 
neighborhoods whose future stability will depend on the continued attentiveness by the city.  As 
the housing stock and neighborhood infrastructure continue to age, the city must take steps to 
prevent neighborhood deterioration and declining property values.
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AGE 
 
Wyoming has one of the youngest populations in metropolitan Grand Rapids.  Though 
consistent with general state and national trends, between 1990 and 2000 its median age 
increased from 29.8 to 31.2 years (see Table 3.3).  This is significantly younger than either 
Michigan (35.5 years) or the country as a whole (35.3 years). 
 
Although Wyoming exhibits signs 
that its population is aging, 
particularly in northeast and south 
sections of the city (see Map 3), by 
no means is this true for all of its 
neighborhoods.  Some indicate the 
reverse and are clearly attracting 
younger residents.  Ultimately, the 
differences in neighborhood median 
age may influence planning and 
design considerations (see Map 4).  
As a result, in some neighborhoods 
pedestrian and open space linkages 
to schools and playgrounds may be 
important, while in others, the need 
for increased housing choice and mixed land uses may be significant. 
 
Other age related planning issues may be the 
demand for certain community services, broader 
housing options, more accessible public 
transportation, and closer proximity between living 
and shopping environments, and medical services.  
Given statewide trends toward municipal revenue 
reductions, population age shifts will also play a 
part in influencing future state and local budgets.  It 
may also suggest the need for closer working 
relationships with community-based organizations, 
such as churches and foundations to help provide 
senior and other age related services.  All of these 
factors have obvious influences on future land use 
and development patterns. 
 
Citywide Trends 
 
Although Wyoming’s overall population grew between 1990 and 2000, not all age groups 
experienced equal or positive change (see Table 3.4).  This specifically applies to the age 
groups under 5 (a decrease of 3.1%), 20 to 24 (a slight increase of 1.4%), 25 to 34 (a decrease 
of 12.5%) and 55 to 64 (a decrease of 10.6%). 
 
While a precise explanation for these changes may not be possible, a decline in the number of 
children under the age of 5 may be due to broader demographic trends at work affecting the 
country as a whole.  These include couples choosing to have smaller families, or waiting longer 
to have families and then dealing with declining fertility rates.  However, changes in the other  

Table 3.3 
Median Age 

Median age 1990 2000 Change 
U.S. 32.9 35.3 7.3% 
Michigan 32.6 35.5 8.9% 
Wyoming 29.8 31.2 4.7% 
Grand Rapids 29.8 30.4 2% 
Grandville 31.2 34.2 9.6% 
Kentwood 30.4 32.4 6.6% 
Walker 31.3 32.4 3.5% 
Georgetown Township 30.4 33.8 11.2% 
Byron Township 30.4 33.9 11.5% 
Kent county 30.7 32.5 5.9% 
Ottawa County 30.3 32.3 6.6% 
Source:  2000 Census 

Table 3.4 
Population by Age 

Age Group 1990 2000 % Change 
Under 5 5,754 5,574 -3.1 
5-9 5,194 5,472 5.4 
10-14 4,392 5,253 19.6 
15-19 4,090 5,139 25.6 
20-24 5,496 5,572 1.4 
25-34 13,686 11,973 -12.5 
35-44 8,947 11,397 27.4 
45-54 5,272 8,157 54.7 
55-64 4,839 4,325 -10.6 
65-84 5,777 5,890 2.0 
85+ 444 616 38.7 
Source:  2000 Census 
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age brackets may have less to do with overall societal trends and more to do with deliberate 
choice. 
 
Between 1990 and 2000 Wyoming’s population between ages 20 and 34 declined by 
approximately 8.5%.  This is significant because the group represents Wyoming’s future; 
specifically, it’s emerging work force and its next set of community leaders.  Unfortunately, this 
same trend plagues Michigan and in general, the region as a whole (see Table 3.5).  The trend 
is affected by shifts in all levels of the economy and ultimately has implications for Wyoming in 
terms of future economic vitality. 
 
A reduction of 20 to 34 year olds means Wyoming is losing a very vital segment of its 
population, which has important implications for a future work force development, neighborhood 
growth and stability, and the city’s ability to remain an attractive place to live, work and shop. 
 

Table 3.5 
Age 20 – 34 Population 

Community 1990 
(% Of total population) 

2000 
(% Of total population) % Change 

U.S. 62,196,244 (25) 58,855,725 (20) -5.4 
Michigan 2,279,871 (24.5) 2,006,010 (20.2) -12 
Wyoming 19,182 17,545 -8.5 
Grand Rapids 54,333 52,378 -3.6 
Grandville 4,061 3,305 -18.6 
Kentwood 11,470 11,318 -1.3 
Walker 5,032 (29) 5,561 (25.5) 10.5 
Georgetown Township 7,551 (23.1) 7,931 (19) 5.0 
Byron Township 3,513 3,499 -0.4 
Source:  2000 Census 

 
Wyoming also saw a significant increase (54.7%) in the number of residents age 45 to 54 but 
then a decline (10.6%) in the next group, age 55 to 64.  This would suggest that Wyoming is 
very attractive for that population group in its early middle years.  This choice could be affected 
by the affordability of homes, the quality of community facilities and parks that are geared 
towards families and since many in this age bracket still have school age children, school choice 
may also be a determining factor.  Yet, such a significant decline in the 55 to 64 age group 
suggests that as children leave the home and retirement becomes more of a reality, Wyoming 
becomes less of a sought-after address.  This could be due to a number of factors, such as 
limited housing choices to either move up in the market, or to move down into a smaller, more 
manageable home.  Housing choices for an aging population may also suggest more integrated 
and mixed land uses that promote pedestrian access to entertainment and cultural facilities, 
shopping and health care services. 
 
No matter what, these demographic changes are significant and should be carefully considered.  
Although Wyoming remains competitive in the region, it is never the less losing a vital part of its 
younger population and, as residents age, a significant number are choosing to move 
elsewhere.
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Area Analysis 
 
The south west part of Wyoming, known as the “Panhandle”, is one of the most rapidly 
developing areas and has one of the city’s youngest populations (see Maps 2 and 4).  From 
1990 to 2000, it has seen the number of children under the age of 19 grow by 1,501, or about 
127%.  A similar increase of 135% was seen for the 35 to 54 age group, which grew by 1,376.  
Clearly, this area is growing and is attracting younger people and families with children, more so 
than other neighborhoods.  As an expanding neighborhood area with a younger population, it is 
also home to one of the city’s newest elementary schools. 
 
However, the Panhandle was not the only Wyoming neighborhood to see an increase in number 
of younger residents.  Between 1990 and 2000 the northwest, northeast, east and south 
sections of Wyoming also saw increases under the age of 19 (see Map 3 and Table 3.6). 
 
The most significant was in the northeast with an increase of 644.  Only the central (lost 133) 
and southeast (lost 24) areas of the city saw declines in this population group.  Overall, 
Wyoming saw a population rise in the 35 to 54 age group and there are notable trends in the 55 
to 84 age group.  Generally, the northeast and northwest and southeast lost residents in this 
category while the south and southwest saw increases.  Although there was an overall increase 
in the number of elderly, age 85 and older, the totals were not that significant. 
 

Table 3.6 
Age by Census Tract 1990-2000 

Census Tract Under 5 5 to 9 10 to 19 20 to 34 35 to 54 55 to 64 65 to 84 85+ 
Entire City (11.1%) (2.5%) 12.8% (15.7%) 26.5% (18.4%) (5.6%) 28.6% 

133 (14.2%) (9.8%) 38.2% (17.0%) 45.3% (32.2%) (31.3%) 14.3% 
134 (18.5%) (9.7%) 10.3% (11.0%) 29.2% (10.3%) (18.9%) 50.0% 
135 5.5% 2.5% 16.7% (9.0%) 21.4% (31.6%) (15.6%) 25.0% 
136 3.5% 5.2% 23.0% (14.2%) 30.8% (28.0%) (34.3%) 0.0% 
137 (15.1%) 0.0% 11.9% (10.9%) 25.7% (27.8%) (3.4%) 58.3% 
138 (20.7%) (4.1%) 6.4% (22.3%) 22.7% 1.4% 51.6% 200.0% 
139 (12.0%) (12.5%) 4.4% (11.4%) 15.2% (11.5%) 29.9% 0.0% 
140 (12.9%) (7.1%) 6.7% (18.6%) 28.3% (27.2%) 25.9% 66.7% 
141 (23.5%) 0.0% 14.5% (29.4%) 53.3% (29.3%) 6.0% (14.3%) 
142 (8.2%) (7.2%) 9.2% (10.2%) 26.4% 3.4% (31.9%) 0.0% 
143 (27.2%) (12.4%) 23.3% (21.5%) 45.7% (10.7%) (15.0%) (25.0%) 

145.01 17.1% 29.3% 18.5% 26.8% 25.6% (28.2%) (22.8%) (20.0%) 
145.02 (12.2%) (8.9%) 1.9% (18.5%) 13.8% 17.1% 6.3% 100.0% 

Source:  2000 Census 
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RACE AND ETHNICITY 
 
In 2000, Wyoming’s racial composition resembled that of other metropolitan suburban 
communities, including the city of Portage (see Figure 3.2).  However, in keeping with state and 
national trends, Wyoming has experienced an increase in population diversity (Table 3.7).  
Between 1990 and 2000 the city saw a drop both in the number and percentage of white 
residents and an increase in minority populations.  In 1990 Wyoming had 59,752 (93.5%) white 
residents while in 2000 that number dropped to 58,491 (84.3%).  A decrease in the number of 
white residents and the percentage they represent of the total population was also seen in 
Grand Rapids. 
 
Although the actual 
number of white 
residents increased 
in Kent County 
during this same 
period, their 
representative 
percentages 
declined, indicating 
a countywide shift 
in population 
diversity.  This 
same trend was 
experienced in 
Kentwood, 
Grandville and 
Portage.  In 
Wyoming, African 
Americans, 
Asian/Pacific 
Islanders, and 
those considering 
themselves “other”, 
accounted for a 
combined 12.4% of 
the city’s 
population in 2000, 
up from 5.9% in 
1990. 
 

City of Portage

White

African-American

Asian/Pacific
Islander
Native American

Other

City of Southfield

White

African-
American
Asian/Pacific
Islander
Native
American
Other

City of Grandville

White

African-
American
Asian/Pacific
Islander
Native
American
Other

City of Kentwood

White

African-
American
Asian/Pacific
Islander
Native
American
Other

City of Wyoming

White

African-
American
Asian/Pacific
Islander
Native
American
Other

City of Grand Rapids

White

African-
American
Asian/Pacific
Islander
Native
American
Other

Figure 3.2 
Population by Race 

Source:  2000 Census 
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According to the Analysis of Impediments to Fair Housing Choice, (Fair Housing Center of 
Greater Grand Rapids, April 2004): 
 

 1 in 10 Wyoming residents is Hispanic, while Hispanics comprise 1 in 14 residents in 
Kent County and 1 in 15 in the MSA. (A Metropolitan Statistical Area, or MSA is a 
geographic area with a substantial population center that is connected by the local or 
regional economy and is usually measured by commuting patterns) 

 
 11% of the MSA’s Asian population (which is only 6.4% of the MSA’s total population) 

resides in Wyoming. 
 

 7,935 (12.4%) Wyoming residents speak a language other than English and 4,644 of 
those speak Spanish. 

 
 More than half of Wyoming’s Hispanic population (52.98%) lives in Census tracts 

138.02, 133, 135 and 142 (see Map 5). 
 
 

Between 1990 and 2004, white residents represented a declining percentage of the population 
in Wyoming’s older neighborhoods (see Map 5).  According to the distribution of ethnic groups 
by census tract Hispanic and African-American residents were more heavily concentrated in  
 

Table 3.7 
Population Breakdown by Race 

Category Year Wyoming Grand Rapids Kent County Ottawa County 
Total 
Population 

2000 69,368 100% 197,800 100% 574,335 100% 238,314 100.0% 
1990 63,891 100% 189,126 100% 500,631 100% 187,768 100.0% 

White 2000 58,491 84.3% 133,116 67.3% 477,421 83.1% 218,105 91.5% 
1990 59,752 93.5% 144,464 76.4% 444,112 88.7% 179,675 95.7% 

African 
American 

2000 3,362 4.8% 40,373 20.4% 51,287 8.9% 2,497 1.0% 
1990 1,736 2.7% 35,073 18.5% 40,314 8.1% 997 0.5% 

Asian/Pacific 
Islander 

2000 2,052 2.9% 3,433 1.7% 11,016 2.0% 5,036 2.1% 
1990 955 1.5% 2,164 1.1% 5,380 1.1% 2,451 1.3% 

Native 
American* 

2000 406 0.6% 1,454 0.7% 2,999 0.5% 851 0.4% 
1990 350 0.5% 1,573 0.8% 2,756 0.6% 638 0.3% 

Other 2000 3,260 4.7% 13,115 6.6% 19,200 3.3% 11,825 5.0% 
1990 1,098 1.7% 5,852 3.1% 8,069 1.6% 4,007 2.1% 

Category Year Grandville Kentwood Portage Southfield 
Total 
Population 

2000 16,263 100% 45,255 100% 44,897 100% 78,296 100.0% 
1990 15,624 100% 37,826 100% 41,042 100% 75,728 100.0% 

White 2000 15,440 94.9% 36,599 80.9% 40,746 90.8% 30,406 38.8% 
1990 15,259 97.7% 34,522 91.3% 38,704 94.3% 51,409 67.9% 

African 
American 

2000 227 1.4% 4,115 9.5% 1,676 3.7% 42,454 54.2% 
1990 112 0.7% 2,113 5.6% 1,139 2.8% 22,053 29.1% 

Asian/Pacific 
Islander 

2000 193 1.2% 2,568 5.6% 1,197 2.6% 2,440 3.1% 
1990 160 1.0% 740 2.0% 846 2.1% 1,801 2.4% 

Native 
American* 

2000 43 0.3% 207 0.5% 135 0.3% 157 0.2% 
1990 35 0.2% 159 0.4% 147 0.4% 190 0.3% 

Other 2000 142 0.9% 644 1.4% 315 0.7% 498 0.6% 
1990 58 0.4% 292 0.8% 206 0.5% 275 0.4% 

Source:  2000 Census 
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many of these same older neighborhoods while white residents made up the largest population 
percentages in the northwest and Panhandle. 
 
In 2000, the highest percentage of non-white residents lived in Census tracts 133, 135 and 
138.02 (see Map 5).  These tracts also had among the lowest median age and are clearly 
attracting younger, minority residents and/or families.  These areas are also adjacent to some of 
the most commercially and industrially developed parts of Wyoming; have among the lowest 
median incomes in the city; and have significant concentrations of multi-family development. 
Rather than being seen as a barrier or a separation, changes in the predominant ethnicity of a 
city neighborhood or area should be recognized and respected. Such transitions are in fact 
mirroring overall demographic changes not only in Michigan, but the country as a whole.  When 
treated on an equal playing field, diverse neighborhoods can add to the vitality and interest of a 
community, often attracting new and younger residents. 
 
HOUSEHOLDS 
 
Between 1990 and 2000 Wyoming experienced an 8.9% increase in the number of households 
while at the same time it followed national trends of declining household size (see Tables 3.8 
and 3.9).  Comparing the percent change in households added during this period with 
population growth (8.7%) indicates that household formation grew at a slightly greater rate than 
population. 
 

Table 3.8 
Households and Percent Family Households 

Unit of 
Government 

1990 Households 2000 Households 

Total HHDS % Family 
HHDS 

Total 
HHDS 

% Family 
HHDS 

Michigan 3,419,331 71.3% 3,785,661 68.0% 
Wyoming 24,168 70.1% 26,536 66.1% 
Grand Rapids 69,029 65.25% 73,217 60.6% 
Grandville 5,643 75.3% 6,095 71.7% 
Kentwood 15,247 64.5% 18,477 62.4% 
Walker 6,669 66.5% 8,805 61.1% 
Georgetown Twp 10,230 84.9% 14,099 79.0% 
Byron Township 4,726 77.9% 6,454 73.0% 
Portage 15,467 72.9% 18,138 66.9% 
Southfield 32,112 61.5% 33,987 58.2% 
Kent County 181,740 71.0% 212,890 67.7% 
Ottawa County 62,664 79.0% 81,662 75.1% 
Sources:  2000. Census 

 
While Wyoming’s household size was 2.63 persons in 1990, it dropped to 2.60 in 2000, a 
decline of 1.1% (see Table 3.9).  This is the smallest decline in the Grand Rapids metropolitan 
area, and is in sharp contrast to Georgetown Township, which went from 3.15 to 2.92 people 
per household, a 7.3% drop.  Grand Rapids was most similar to Wyoming dropping from 2.60 to 
2.57 people per household or 1.2%.  Overall, Wyoming tended to maintain the most stable 
household size in the metropolitan area. 
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Even though between 1990 and 2000 household size declined in Wyoming, average family size 
grew by an unusual 1.3% (see Table 3.9).  This could be due to a number of factors, including 
the availability of affordable housing making Wyoming attractive to those with, or planning, 
larger families.  As a whole, the typical Michigan family declined in size by 1.9% during this 
period, but more substantial decreases were experienced in Georgetown Township and the city 
of Portage. 
 
Although Wyoming ranks quite high within the metropolitan area in the percentage of 
households led by single mothers, it is very similar to the state as a whole.  The city also has a 
low percentage of non-family households with people over 64 years old, and a low percentage 
of households with seniors, both of which are lower than those for Michigan (see Table 3.10). 
 

Table 3.10 
Family and Non-Family Households – 2000 

Unit of 
Government 

Total 
HHDS 

Family HHDS Non-Family HHDS HHDS 
with 
kids 

HHDS 
with 

Seniors Total Married 
Couple 

Female 
no 

Husband 
Total Living 

Alone 
65+ 

Years 

Michigan 3,785,661 68.0% 51.4% 12.5% 32.0% 26.2% 9.4% 35.6% 22.8% 
Wyoming 26,536 66.1% 49.6% 12.0% 33.9% 26.6% 7.4% 38.4% 17.8% 
Grand Rapids 73,217 60.6% 40.3% 15.8% 39.4% 30.8% 10.0% 35.3% 20.8% 
Grandville 6,095 71.7% 58.9% 9.8% 28.3% 22.8% 8.4% 38.5% 21.8% 
Kentwood 18,477 62.4% 48.3% 10.8% 37.6% 30.9% 8.2% 35.1% 17.3% 
Walker 8,805 61.1% 50.0% 7.9% 38.9% 30.2% 7.1% 32.6% 17.0% 
Georgetown Twp. 14,099 79.0% 71.9% 5.1% 21.0% 15.7% 7.6% 42.2% 19.7% 
Byron Township 6,454 73.0% 61.2% 8.5% 27.0% 21.3% 6.6% 38.3% 19.7% 
Portage 18,138 66.9% 54.4% 9.7% 33.1% 27.2% 8.4% 35.7% 20.2% 
Southfield 33,987 58.2% 40.2% 14.3% 41.8% 36.2% 11.9% 28.6% 25.5% 
Kent County 212,890 67.7% 52.3% 11.6% 32.3% 25.6% 8.0% 38.3% 19.0% 
Ottawa County 81,662 75.1% 64.6% 7.5% 24.9% 19.6% 7.4% 41.2% 19.1% 
Source:  2000 Census 

 
 

Table 3.9 
Household and Family Size 

Unit of Government Average Household Size Average Family Size 
1990 2000 % Change 1990 2000 % Change 

Michigan 2.66 2.56 -3.8 3.16 3.10 -1.9 
Wyoming 2.63 2.60 -1.1 3.15 3.19 1.3 
Grand Rapids 2.60 2.57 -1.2 3.20 3.24 1.3 
Grandville 2.74 2.64 -3.6 3.20 3.13 -2.2 
Kentwood 2.47 2.43 -1.6 3.09 3.10 0.3 
Walker 2.54 2.45 -3.5 3.16 3.14 -0.6 
Georgetown Twp 3.15 2.92 -7.3 3.41 3.29 -3.5 
Byron Township 2.80 2.71 -3.2 3.19 3.18 -0.3 
Portage 2.64 2.45 -7.2 3.12 3.01 -3.5 
Southfield 2.34 2.27 -3.0 3.01 3.01 --- 
Kent County 2.69 2.64 -1.9 3.20 3.20 --- 
Ottawa County 2.90 2.81 -3.1 3.28 3.25 -0.9 
Source:  2000 Census 



 

HOUSING 23 

BACKGROUND INFORMATION 
CITY OF WYOMING        LAND USE PLAN 2020 

 
RESIDENTIAL CHARACTERISTICS 
 
Housing 
 
According to the 2000 Census, owner-occupied housing accounted for 65% of all housing in 
Wyoming (see Table 3.11).  This is unchanged from 1990 and is similar to both Kent County 
and the State, but is higher than Grand Rapids, Kentwood, Walker and Southfield.  The 
percentage of owner occupied-housing is a general indicator for community and neighborhood 
stability since ownership suggests investment and commitment.  Conversely, a high percentage 
of rental units indicate a more transient population with fewer community ties. 
 

Table 3.11 
Occupied Housing – 2000 

Unit of Government Total Housing Units Owner Occupied 
(% Of Total) 

Renter Occupied 
(% Of Total) 

Michigan 4,234,279 2,793,124 (66) 992,537 (23) 
Wyoming 27,506 17,948 (65) 8,588 (31) 
Grand Rapids 77,960 43,717 (56) 29,500 (38) 
Grandville 6,279 4,483 (71) 1,612 (26) 
Kentwood 19,507 11,262 (58) 7,215 (37) 
Walker 9,201 5,513 (60) 3,292 (36) 
Georgetown Twp 14,442 11,801 (82) 2,298 (16) 
Byron Township 6,712 5,293 (79) 1,161 (17) 
Portage 18,880 12,502 (66) 5,636 (30) 
Southfield 35,698 18,375 (51) 15,612 (44) 
Kent County 224,000 149,679 (67) 63,211 (28) 
Ottawa County 86,856 65,918 (76) 15,744 (18) 
Source:  2000 Census 

 
The 2000 Census reported that owner occupied homes in Wyoming that have been occupied for 
between two and five years represented the largest percentage (28%) of all owner occupied 
units, and those occupied less than two years, or greater than 20 years (both 11%), comprised 
the smallest percentage (see Figure 3.3).  In contrast, and as would be expected, renter 
occupied housing saw far more turnover with 85% of all tenants having lived in their homes less 
than five years (see Figure 3.4). 

Figure 3.4
Year Renter-Occupant Moved In

49%
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Figure 3.3
Year Owner-Occupant Moved In
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Source:  2000 Census Source:  2000 Census 



 

HOUSING 24 

BACKGROUND INFORMATION 
CITY OF WYOMING        LAND USE PLAN 2020 

 
 
Between 1995 and 2000, 14,132 renter and owner-occupied housing units in Wyoming had new 
residents.  This represents 51% of all housing units available in 2000.  During this period, new 
occupants of rental units exceeded the number new occupants of owner occupied units by only 
2.8% (see Table 3.12).  Owner-occupied housing units saw 38% turnover while renter occupied 
units saw approximately 85% turnover.  It is plausible that such an apparently high turnover rate 
for owner-occupied units is partially due to newly constructed housing occupied during this 
same period; however, much of the turnover may also be attributed to the sale, or transfer in 
ownership of existing units.  The turnover in rental units indicates a relatively short term of 
residency compared to owner-occupied units, meaning neighborhood stability can be greatly 
affected where there are concentrations of rental units. 
 
Neighborhoods exhibiting characteristically high turnover rates should be carefully reviewed, 
and policies or programs may need to be formulated to reverse such trends.  Techniques may 
include requiring single family and duplex rental housing to be registered and annually 
inspected; continuing to enforce the Property Maintenance Code; continuing to invest 
Community Development Block Grant (CDBG) funds into housing rehabilitation programs; and 
encouraging the formation of neighborhood associations. 
 

Table 3.12 
Year Householder Moved Into Unit 

Total Housing Units: 27,506 
  
Owner Occupied Units: 17,952 

Moved in 1999 to March 2000 1,972 
Moved in 1995 to 1998 4,897 
Moved in 1990 to 1994 2,876 
Moved in 1980 to 1989 3,259 
Moved in 1970 to 1979 2,043 
Moved in 1969 or Earlier 2,905 

  
Renter Occupied Units: 8,583 

Moved in 1999 to March 2000 4,196 
Moved in 1995 to 1998 3,067 
Moved in 1990 to 1994 639 
Moved in 1980 to 1989 405 
Moved in 1970 to 1979 183 
Moved in 1969 or Earlier 93 

  
Source:  2000 Census 

 
Another factor to consider in assessing community stability and desirability is to determine 
where current residents previously lived.  Knowing this shows whether people moved from 
within Wyoming (indicating general satisfaction and commitment to the community) or from 
outside Wyoming (indicating the community is attractive for new residents as well). 
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In 1995, of the residents over age five who moved into a different housing unit, over a quarter 
came from within Wyoming; 40% came from within Kent County; and 22% came from Grand 
Rapids.  Just fewer than 12% came from another state, while 6% were from a different country 
(see Table 3.13).  This would indicate that people within metropolitan Grand Rapids perceive 
Wyoming as a good place to live; a notion that bodes well for the city and one that should be 
embraced and enhanced.  In fact, a number of responses to the city-sponsored 2003 
Community Survey spoke to Wyoming’s strengths, such as quality housing, strong 
neighborhoods, the parks system and connectivity of sidewalks, trails and streets and the health 
and viability of the city. 

Table 3.13 
Residence in 1995 for Population over 5 Years of Age 

Total Population over Age 5: 63,881 
Lived in same house in 1995 32,762 
Lived in different house in 1995 31,119 
Same city or town 8,777 
Same county 11,913 
From central city to remainder of MSA/PMSA (i.e. From Grand Rapids) 6,558 
Different State 3,482 
Foreign country or at sea 1,707 
Source:  2000 Census 
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Housing Conditions 
 
Despite its age, Wyoming has retained sound neighborhoods and housing stock throughout the 
community.  This has been substantiated by a windshield housing condition survey undertaken 
by city staff in the older sections of the city.  Wyoming has no slum areas.  In 2000, 76% of the 
Wyoming’s housing stock was at least 20 years old, which is comparable to both the State and 
Grand Rapids (see Table 3.14).  However, as homes and neighborhoods age, a decline in 
quality can become a concern.  Although there is no evidence of widespread deterioration, this 
could become a future issue in some older neighborhoods. 
 

Table 3.14 
Year Housing Structure Built In Kent County (Percentages) 

Location 
Built 

1999 to 
March 
2000 

Built 
1995 

to 
1998 

Built 
1990 

to 
1994 

Built 
1980 

to 
1989 

Built 
1970 

to 
1979 

Built 
1960 

to 
1969 

Built 
1950 

to 
1959 

Built 
1940 

to 
1949 

Built 
1939 or 
earlier 

Michigan 2.17 6.44 6.13 10.54 17.07 14.23 16.69 9.84 16.9 
Wyoming 2.1 5.1 4.87 11.93 18.49 14.83 20.93 10.91 10.83 

Grand Rapids 0.51 2.76 3.09 7.03 8.62 12.55 16.59 12.35 36.5 
Grandville 0.67 3.68 6.04 24.4 18.73 15.27 14.73 6.69 9.79 
Kentwood 4.07 8.23 12.29 24.03 25.19 15.37 6.71 2.58 1.53 

Walker 5.95 12.28 11.59 16.1 19.22 13.2 10.41 4.65 6.6 
Georgetown 

Township 3.2 11.7 13.5 20.8 23.0 16.7 8.7 2.4 

Byron 
Township 3.96 20.26 15.22 19.73 12.23 9.18 6.31 3.6 9.5 

Kent County 2.5 8.2 7.5 13.9 15.4 12.7 21.1 18.8 
Ottawa 
County 3.7 12.3 11.5 16.7 16.6 11.4 14.9 12.8 

Source: The Census 2000 Project @ Michigan State University; US Census 

 
Regionally, Wyoming is viewed as a very affordable place to live.  In fact it offers the second 
most affordable housing in the metropolitan area, next to Grand Rapids (see Table 3.15).  
Owner occupied housing costs are also lower than the State average.  Average monthly rents, 
however, are comparable to communities throughout the region and the state as a whole.  As 
housing prices continue to increase, especially in rapidly growing suburban townships, 
Wyoming should remain very competitive and continue to attract new homebuyers from 
surrounding communities. 
 

Table 3.15 
Specified Owner Occupied Household Values & Specified Renter Occupied Contract 

Rents 
Location Median Value Median Rent 

1990 2000 1990 2000 
Michigan $60,600 $115,600 $343 $546 
Wyoming $57,700 $93,000 $397 $555 

Grand Rapids $58,300 $91,400 $346 $531 
Grandville $78,600 $122,200 $423 $546 
Kentwood $78,100 $120,600 $432 $586 

Walker $71,300 $120,400 $385 $529 
Georgetown Township $83,100 $137,700 $460 $640 
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Table 3.15 (Continued) 
Specified Owner Occupied Household Values & Specified Renter Occupied Contract 

Rents 
Location Median Value Median Rent 

1990 2000 1990 2000 
Byron Township $78,500 $141,000 $423 $607 

Kent County $68,200 $115,100 $381 $554 
Ottawa County $74,600 $133,000 $402 $579 

Source:  2000 Census 
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ECONOMIC CONDITIONS 
 
Income 
 
In 2000, Wyoming’s median household 
income ($43,164) was among the lowest in 
the Grand Rapids metropolitan region (see 
Table 3.16).  In fact, during the period 
between 1990 and 2000, median household 
income did not keep pace with the State, 
either in terms of actual numbers ($44,667), 
or the rate of increase (44%).  Of the 
municipalities reviewed, Wyoming’s median 
household income levels only surpassed 
Grand Rapids ($37,224), yet they had very 
similar rates of increase, 38.8% and 38.9% 
respectively.  
 
On the other hand, growing, suburban 
communities such as Byron and Georgetown 
Townships had higher median incomes and greater increases, while older, first ring 
communities such as Kentwood and Grandville had somewhat higher incomes than Wyoming, 
but realized smaller percentage increases. 
 
Neighborhoods with the highest median household incomes are found in Wyoming’s growth 
area, located in the south and west; while older neighborhoods typically have among the lowest 
levels (see Map 6).  In 1990, areas with the lowest median household incomes were found in 
the northern and eastern fringes of the city, while in 2000 they were focused within central and 
eastern neighborhoods.  During this ten-year period, the north and southwest saw sizeable 
income increases. 
 
Poverty 
 
Poverty rates for Wyoming, for both 
families and individuals, are well below 
state and national levels (see Table 
3.17).  However, contrary to state and 
national trends, between 1990 and 
2000, Wyoming and other first and 
second ring suburban communities 
saw slight increases in the percent of 
individuals living below poverty levels. 
 
While Wyoming experienced a small 
decrease in the percent of families 
living below poverty levels, decreases 
were more significant at the county, 
state and national levels.  Again, many 
suburban communities experienced 
percent increases indicating that  

Table 3.16 
Median Household Income ($) 

Community Year % Increase 1990 2000 
Michigan 31,020 44,667 44.0% 

Ottawa County 36,507 52,347 43.4% 
Kent County 32,358 45,980 42.1% 
Byron Twp 35,222 49,672 41.0% 

Georgetown Twp 42,008 58,936 40.3% 
Grand Rapids 26,809 37,224 38.9% 

Wyoming 31,103 43,164 38.8% 
Kentwood 34,324 45,812 33.5% 
Grandville 36,906 47,570 28.9% 
Southfield 40,579 51,802 27.7% 
Portage 39,045 49,410 26.5% 

Source:  2000 Census 

Table 3.17 
Percent of Families and Individuals Below Poverty 

Community Families Individuals 
1990 2000 1990 2000 

United States 10.0 9.2 13.1 12.4 
Michigan 10.2 7.4 13.1 12.4 

Ottawa County 3.8 3.1 6.0 5.5 
Kent County 7.0 6.3 9.2 8.9 
Byron Twp 4.7 2.5 5.1 4.1 

Georgetown Twp 1.5 1.9 4.0 4.5 
Grand Rapids 12.6 11.9 16.1 15.7 

Wyoming 5.4 5.1 7.1 7.3 
Kentwood 3.7 5.0 5.0 6.3 
Grandville 3.0 3.2 3.7 4.5 
Southfield 3.5 5.8 5.8 7.4 
Portage 2.8 3.1 4.2 4.8 

Source:  2000 Census 
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central cities no longer have a monopoly on the issue of poverty.   
 
Although Southfield has a 20% higher median household income than Wyoming, the percent of 
families and individuals living at, or below poverty is virtually the same.  This indicates that 
although median household incomes are generally lower in Wyoming, there is less income 
disparity among most residents. 
 
In Wyoming, poverty rates correlate with neighborhoods having the lowest median household 
incomes.  In neighborhoods with the lowest median household income, approximately 10% of 
individuals and families lived in poverty in 2000 (see Maps 7 and 8).  These same 
neighborhoods also have the city’s youngest and most racially diverse populations and will likely 
require special attention to assist in preventing blight and other negative side effects commonly 
associated with concentrations of poverty. 
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Employment 
 
Wyoming is facing challenging times with fundamental changes occurring in manufacturing.  
This sector represents the largest local employment category at 28.7% of the employed civilian 
population (see Table 3.18).  In fact, some of the city’s major employers may yet have to deal 
with corporate decisions that were made well beyond this region, or perhaps this country, that 
will result in affecting local jobs. 
 
Other local employers have been dealing with changes in their particular business, or industry, 
and are also faced with difficult choices.  Among the most recent is the closing of Rogers 
Department Store, which, according to the 2003 Wyoming Community Profile, was the sixth 
largest employer in the city with 650 employees (see Table 3.19). 
 

 
Three employment industries account for 59% of all the jobs in Wyoming with manufacturing 
leading the way (see Table 3.18).  It is followed by retail trade at 15.3% and educational, health 
and social services at 15%.  Construction, wholesale trade, finance, professional, and arts and  

Table 3.18 
Percent of Employed Civilian Population 16 years and over, 2000 

INDUSTRY MI Kent 
Cnty 

Ott 
Cnty Wyo GR Wkr Grd

vle Kwd Grg 
twn 

Byn 
Twp Ptg Sfd 

Ag, forestry, 
fishing and 
hunting, and 
mining. 

1.1 0.6 1.6 0.4 0.6 0.1 0.5 0.1 1.3 0.4 0.5 0.0 

Const. 6.0 5.6 5.7 6.1 4.6 5.6 4.8 4.1 5.3 8.4 5.4 3.1 
Manufact. 22.5 23.7 29.5 28.7 22.4 24.0 21.1 24.8 21.7 24.5 21.3 18.7 
Wholesale 
trade 3.3 5.5 4.3 6.0 4.4 6.3 9.5 5.8 6.6 7.1 3.8 2.9 

Retail trade 11.9 13.2 11.9 15.3 12.6 14.0 13.3 13.2 14.1 12.1 12.9 10.8 
Transp. and 
warehousing, 
and utilities 

4.1 3.4 3.3 3.3 2.8 3.7 3.6 3.6 3.6 4.7 3.8 4.4 

Information 2.1 2.0 1.6 1.7 2.2 2.2 1.4 1.7 1.8 1.6 1.8 4.0 
Finan., ins., 
real estate, 
rental and 
leasing 

5.3 6.0 4.3 5.7 5.3 6.1 5.3 7.4 5.5 4.6 7.2 9.5 

Professional, 
scientific, 
mgt, admin, 
waste mgt 
svcs 

8.0 7.8 5.8 6.2 8.0 6.0 7.3 9.4 6.1 7.5 7.6 11.9 

Ed, health, 
soc svcs 19.9 18.8 18.8 15.0 21.4 18.8 18.4 18.0 21.0 16.8 22.1 21.5 

Arts & ent., 
rec., [hotel], 
food svcs 

7.6 7.1 6.3 6.2 8.6 7.8 7.7 6.1 5.8 5.2 6.2 5.4 

Other svcs 4.6 4.4 4.9 4.0 4.9 3.6 5.4 3.8 5.4 4.9 4.2 4.6 
Pub. admin 3.6 2.0 2.1 1.4 2.1 1.7 1.8 1.9 1.7 2.2 3.2 3.4 
Source:  2000 Census 



 

EMPLOYMENT 34 

BACKGROUND INFORMATION 
CITY OF WYOMING        LAND USE PLAN 2020 

 
entertainment each account for about 6% of all employees and combine to make up 30% of the 
workforce. 
 
Wyoming’s workforce is somewhat more 
dependent on manufacturing than the State 
or surrounding communities and is nearly 
identical to Ottawa County.  Wyoming also 
has a somewhat higher percentage of retail 
trade workers when compared to 
neighboring and other similar communities.  
This is most likely attributed to significant 
retail development along the 28th Street 
corridor and throughout the city, and it 
should expand with new development along 
the M-6 South Beltline. 
 
Of the jurisdictions compared, Wyoming 
ranks last in the percent employed in the educational, health and social services industry.  
However, once the new Metropolitan Health Village opens and complementary facilities locate 
nearby, this should substantially change. 
 
Job Creation 
 
Wyoming currently has a structure in place to address and promote job retention and creation.  
Such job related economic development goals are supported by: 
 

 Tax abatements approved by City Council 
 The Wyoming Economic Development Corporation 
 Partnerships with The Right Place, Inc. and the Michigan Economic Development 

Corporation (MEDC) 
 Local Community Development Block Grants 
 Industrial Facilities Tax exemptions 
 Brownfield Redevelopment program 
 U.S. Department of Commerce Economic Development Authority (EDA) 

 
There are numerous examples in Wyoming how these programs or tools have been 
implemented.  Among the examples are HME, Inc., a manufacturer of fire trucks that recently 
expanded their operations; and the Michigan Turkey Producers, a cooperative of 15 turkey 
farms that located a processing facility in a long vacant industrial building.  The two have utilized 
these programs in various ways to add 420 combined jobs to the local economy. 
 
 

Table 3.19 
Wyoming Top 10 Employers 

General Motors 2,500 
Gordon Food Service 1,100 
Delphi Automotive 900 
United Parcel Service 800 
Bentler Automotive 745 
Rogers Department Store 650 
Hope Network 600 
Rapistan (Siemens) 600 
Synergis Technology Corp. 550 
City of Wyoming 439 
TOP 10 TOTAL 8,884 

Source:  2003 City of Wyoming Community Profile 
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Market Conditions 
 
Downtown 
 
The downtown area of Wyoming, known as the Wyoming Town Center, exists along both sides 
of 28th Street (M-11) for the three miles between Division and Byron Center Avenues.  As the 
heart of the city, this area contains 220 businesses, plus City Hall and the Court building.  The 
Police building, public works and library are nearby.  Although having some of the older 
commercial buildings in the city, this area seems to experience continuous rejuvenation.  Major 
changes over the past five years include the renovation of the indoor mall Rogers Plaza, a new 
supermarket, new bank, new City Hall, and a new hotel under construction.  Many other 
additions and renovations have occurred.  On the negative side, Roger’s Department Store has 
vacated its building and alternatives are being explored for this ten acre site.  The Wyoming 
Downtown Development Authority operates in this area, working to ensure its stability and 
improvement.  There is a separate Wyoming Downtown Plan that can be reviewed for greater 
detail about this area. 
 
The 2002 Downtown Plan included a market study that proposed the following five major retail 
additions:  discount department store (e.g., Wal-Mart), supermarket (e.g., Family Fare), farmers 
market, apparel (e.g. A.J. Wright), and home improvement (e.g. Home Depot).  The Family Fare 
and A.J. Wright stores have located here since then.  In total, the study indicates a market for 
almost 400,000 square feet of additional retail space. 
 
South Wyoming 
 
South of 44th Street is the newer area of the city and the only area still having vacant land.  
Market conditions here are extremely good, evidenced by many new subdivisions, Planned Unit 
Developments mixing various residential uses, and new major commercial uses.  The opening 
of the M-6 freeway just south of the city’s borders has made this area even more attractive.  
Metropolitan Hospital is adding a 200-bed hospital on one-third of its 150-acre site, with the rest 
for major office and commercial uses.  Thus, South Wyoming evidences a very healthy market 
potential. 
 
Older Parts of the City 
 
Most of the city north of 44th Street is fully developed; property maintenance and redevelopment 
are the main concerns.  Residential and retail market conditions were the subject of studies 
performed by Anderson Economic Group, released in September 2004.  The Residential Market 
Study and the Retail Market Study focused on two areas: 1) the Division Avenue neighborhood, 
between the north and south city boundaries and from US-131 to the east city boundary (see 
Map 9); and 2) the Burton Street-Chicago Drive neighborhood between Burlingame and Clyde 
Park Avenues (see Map 10). 
 
Residential Market 
 
The Anderson report defined a Residential Trade Area for the study, (the geographic zone from 
which up to 80% of potential future residents could be drawn), to include parts of Grand Rapids, 
Kentwood and Byron Township, as well as some Wyoming neighborhoods.   
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It also found that in Wyoming the average price of an owner occupied home in 2004 was 
$126,137 versus $87,405 in the Trade Area and $144,839 for the Grand Rapids area.  Real 
estate appreciation rates for Wyoming were an expected annual 4.9%. 
 
In Wyoming, monthly rents commonly ranged from between $400 and $600 and the greatest 
demand was for units with monthly rents from between $500 and $600; with significant demand 
for those units between $700 and $800.  There was over time, however, an expected overall 
decrease in demand for rental units. 
 
Residential Opportunities: 
 
The report indicates the demand for owner occupied housing units in the trade area far 
outpaces supply and provides an opportunity for new housing and growth opportunities in 
Wyoming.  The report further indicated that such a gap is typical for growing urbanized areas, 
often indicating a need for revitalization and redevelopment. 
 
In fact, to satisfy some of the demand, the report recommended redeveloping a number of sites 
in Wyoming for residential, including converting from industrial to residential and mixed-use the 
former Kelvinator site on Clyde Park Avenue, located just south of the Roosevelt Park 
neighborhood in Grand Rapids.  On Division Avenue, the report recommended land assembly 
and redevelopment for residential between 56th and 60th Streets. 
 
In terms of renter occupied units, supply generally exceeded demand, except for rent categories 
at the low end (up to $200/month) and at the higher end ($800 to $1,250/month). 
 
Burton-Chicago Neighborhood: 
 
In the Burton-Chicago neighborhood the report recommended developing at least 50 housing 
units, but no more than 150, with about 90% being owner-occupied.  Home values should be in 
the range of $60,000 to $100,000, and $150,000 to $175,000.  The remaining 10% should be 
rental units ranging from $150 to $300, and $800 to $1,200 per month. 
 
Division Avenue Neighborhood: 
 
The report recommended at least 100 units, but no more than 300 units with about 70% being 
owner occupied in this neighborhood.  Home prices should be mixed and range from $60,000 to 
$100,000, and $150,000 to $175,000.  The remaining 30% should be rental units with a mix of 
rents ranging from $150 to $300, and $800 to $1200 per month. 
 
Housing Type: 
 
A mix of single-family detached, condominium, apartment, and a few live-work units was 
recommended.  Single-family homes should include bungalow style units, ranging from 1,000 to 
2,000 square feet and smaller one-story homes with 2-3 bedrooms, 1-½ bathrooms and two-
stall detached garages. 
 
Larger single-family units should be two stories with 3-4 bedrooms, 2 ½ bathrooms and have 
two-stall detached garages.  The report suggested that garage apartments should be included 
with single-family homes to allow for lower cost rental opportunities and to help homeowners  
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with mortgage costs.  Typical live-work units should incorporate 800 to 1,500 square feet of 
residential space and 500 to 1,000 square feet of retail space.  Specific residential 
recommendations were given for several parcels identified by the city, shown as sites 6, 7 and 8 
on Map 9 and sites 11 and 12, and possibly sites 14 and 15, on Map 10. 
 
Retail Market 
 
The Anderson report also defined an “Effective Trade Area”, which is the area from which the 
majority of customers would come to shop in both neighborhood retail areas.  This Trade Area 
also includes parts of Grand Rapids, Kentwood and Byron Township, as well as Wyoming. 
 
The report found that Wyoming has a fairly homogeneous income distribution with most 
neighborhoods being in the $40,000 to $60,000 range.  Additionally, the average Kent County 
resident spends roughly 65% of his or her income on purchases in various retail categories, 
including those for automobiles.  Excluding car purchases, average annual individual retail 
spending was about $11,693. 
 
Forty-four retail categories located in the Trade Area were analyzed and three retail categories 
were found to be well represented.  These included Limited Service Restaurants, Automotive 
Repair & Service and Personal Care Services. 
 
Division Avenue Neighborhood: 
 
Used Car Dealers replaced Automotive Repair & Service as being among the most highly 
represented retail category in the Division Avenue neighborhood, which also turned out to be 
the most automotive related corridor in the entire metropolitan area. Due to this phenomenon, 
the corridor is a regional attraction and provides synergistic benefits to nearby businesses.  
Toward the south end of this same corridor Building Material and Garden Supplies businesses 
are clustered between 44th and 54th Street. 
 
Recommended retail categories for this neighborhood indicated a broad spectrum of businesses 
ranging from clothing and home furnishings, to restaurants and drinking establishments (see 
page 50 of the report for specific detail).  The maximum aggregate amount of additional, 
supportable retail space in the neighborhood is 110,000 square feet, which should be allocated 
among a large number of small businesses rather than a single big box store, or super center, 
for which there is already significant competition. 
 
Burton-Chicago Neighborhood: 
 
Currently, the top three retail categories in this neighborhood are Limited Service Restaurants, 
Personal Care Services, and Specialty Food Stores.  The report recommended nine retail 
specific categories for this area (see page 54 of the Anderson Retail Market Study for details), 
which should be allocated among eight separate small businesses, either as infill or creative 
reuse of existing properties.  The maximum aggregate amount of supportable, additional retail 
space was found to be 24,000 square feet. 
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Individual Site Recommendations 
 
The Andersen study also made retail/industrial recommendations for specific sites.  They 
include sites 1-5 on Map 9 and all of the sites on Map 10.
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City Revenues 
 
Historically, Wyoming has relied on property taxes as a major revenue source, closely followed 
by revenue sharing with the State of Michigan (see Table 3.20).  Over the past ten years 
property tax revenues have continued to rise and revenue sharing has fluctuated up and down, 
but with considerable decreases since 2001, the percent these two sources contribute to city 
revenues has declined, as city expenses have continued to increase. 
 
In 1995, property taxes accounted for 40% of Wyoming’s total revenues, but only 36.7% in 
2004.  The drop in the percent property taxes contributed to total revenues in 1997 and 1998 
was due in large part to various tax law changes enacted by the State since 1991, many of 
which became effective in 1998.  Similarly, revenue sharing accounted for 32% of total 
revenues in 1995 versus 25% in 2004.. 
 
The General Fund has seen increased transfers to and from the category “Other Funds.”  This 
is a generic term that mainly includes monies from Police and Fire dedicated millages.  In 1996 
and 1997 there were significant decreases in transfers from the Other Funds category, which for 
those years were placed in a separate Fire Department fund.  In the years since, transfers to the 
General Fund from Other Funds have occurred, mainly to make up for increase in police and 
fire costs, with the transfer fund accounting for 14.5% of total revenues in 2004. 

 
Of the local municipalities that do not rely on income tax as a source of revenue (see Figure 3.5) 
Wyoming and Kentwood share a similar tax revenue makeup with just over one-third of their 
revenues generated from property taxes.  On the other hand, Grandville generates more than 
one-half of its revenues from property taxes.  Grand Rapids and Walker both have income taxes 
that account for the majority of their revenues 43% and 58% respectively, while property taxes  

Source:  2004 Comprehensive Annual Financial Report 

Table 3.20 
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account for only 10%.  While such a heavy reliance on income taxes bodes well during times of 
high employment and economic growth, the reverse is true during tough economic times.  
Unless a conservative budgeting process is in place that anticipates rainy days, a difficult and 
challenging cycle of budget shortfalls can result. 
 

 
Wyoming is clearly affected by changes occurring in the global economy, especially as they 
apply to industrial growth and development.  While Wyoming’s economy is fairly balanced, with 
automotive related industries representing approximately 4.5% of taxable value, instability of 
that industry should be a concern, since three of the top five taxpayers (General Motors, Delphi 
and Bentler Industries) are in the automotive industry (see Table 3.21).  Four food-related 
companies and three residential communities are among the other major taxpayers. 
 
With traditional 
funding sources 
continuing to 
account for a 
smaller percentage 
of the General Fund, 
Wyoming’s ability to 
provide historically 
expected community 
services are 
becoming strained.  
Changes in service 
priorities, new 
funding sources, 
user fees, or 
increases to existing 
sources may be 
needed to keep 
pace. 

Source:  2004 Comprehensive Annual Financial Report 

Table 3.21 
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The Environment 
 
NATURAL FEATURES 
 
Since Wyoming has evolved over time from forested land to agricultural and then to urban land 
uses, little of the natural environment remains intact but for a few fingers that follow drainage 
ways including Buck Creek, Roy’s Creek, Plaster Creek and the Grand River (see Map 11). 
 
Since the southern part of the Wyoming has been the last to develop, it still contains a few small 
woodlots, and open fields that were once active farmlands.  Unless the city takes an active role 
during the development process to preserve the character of these areas, much of what is left 
will also disappear.  The preservation of natural features can help retain, perhaps even 
enhance, biodiversity within the community and can also serve as an effective selling point for 
developments that incorporate such features into their design. 
 
TOPOGRAPHY 
 
The Topography Map indicates vertical changes in the elevation of land measured from mean 
sea level (see Map 12).  This is a useful tool that helps visualize certain parameters for utility 
services that are dependent on gravity flow such as sanitary sewer, the city’s water supply and 
storm water management.  It also helps visualize natural drainage patterns, which primarily flow 
north to the Grand River.  The relatively high terrain located along Wyoming’s panhandle forms 
a ridgeline along Gezon Parkway and 56th Street.  This land form makes sanitary sewer service 
to the south challenging since it results in a barrier to gravity feed systems requiring either deep 
sewer lines, or force mains and lift stations, all of which have cost implications. 
 
PARKS 
 
The Parks Map shows not only public parks but also three golf courses in the city and major 
private open space areas that are associated with Planned Unit Developments (PUDs) (see 
Map 13).  In total, there are 20 city parks, encompassing over 500 acres of green space, which 
equates to about 6.8 acres per 1,000 people.  While this is less than Grand Rapids (10.1 acres 
per 1,000 people), it is somewhat more than Kentwood (6.2 acres of park per 1,000 people).  
While all three fall short of the National Park Service recommendation (25 acres per 1,000 
people), the development of Millennium Park along the Grand River in neighboring Walker and 
Grand Rapids, plus a small section of Wyoming, will do much to satisfy regional demand for 
recreation.
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Education Facilities 
 
SCHOOL DISTRICTS 
 
Wyoming is very unusual because for a city of its size it is served by six school districts (see 
Map 14) including: 
 

 Godfrey-Lee 
 Wyoming 
 Godwin Heights 
 Kelloggsville 
 Kentwood 
 Grandville 

 
This situation results in neighborhoods that are truly more defined by where children go to 
school than by municipal boundaries.  This can be a very desirable outcome, in that schools 
become the focus for neighborhood cohesion.  However, the weakness may be that some 
Wyoming residents do not relate as strongly to the community as a whole. 
 
In some instances residents in Wyoming’s southern Panhandle, located in the Grandville School 
District, have indicated a stronger connection to the city of Grandville.  Based on interviews 
undertaken as part of the land use plan process, the fact that Wyoming is served by multiple 
school districts has created somewhat of an identity crisis for some neighborhoods. 
 
Several parochial and home schools also serve Wyoming: 
 

 St. John Vianney (K-8) 
 Calvin Christian Elementary (K-6) 
 Tri-unity Christian School (K-12) 
 Holy Name of Jesus (K-8) 
 Trinity Lutheran (K-6) 
 Potters House Christian School (K-12) 
 Potters House Christian High School 
 Home School Building 

 
ENROLLMENT TRENDS 
 
The Enrollment Trends Map indicates trends for all Wyoming and neighboring public schools 
(including Charter Schools) for the years 2000-2004 (see Map 15).  Of the public schools 
serving Wyoming, Godfrey-Lee has seen the most stable growth in enrollment during this 
period, while Kentwood has seen perhaps the most dramatic with an increase of almost 1,000 
students.
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Utilities 
 
SANITARY SEWER 
 
The Sanitary Sewer Map shows the locations of sewer mains, lift stations, the treatment plant 
and sanitary sewer district boundaries (see Map 16).  Wyoming is part of two sewer districts, the 
Wyoming and Grand Rapids Districts. 
 
Typically, sanitary service is provided through gravity flow.  However, should a change in 
topography require sewer lines to be placed excessively deep underground then force mains 
and lift stations are required to pump over ridges and high points.  This is the case particularly in 
south Wyoming where a major ridgeline follows Gezon Parkway and 56th Street making gravity 
sewer service challenging.  Constraints in lift station capacity make it difficult for service 
expansion to the south into southwest Byron Township. 
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Transportation 
 
LAND USE/TRANSPORTATION LINKAGES 
 
Movement is a defining characteristic of life, since people travel to work, schools, shopping and 
entertainment.  The efficient movement of people and goods through and within Wyoming 
depends on an integrated, organized and well-planned system of highways, roads, walkways, 
trails, and transit.  This section of the Plan describes current transportation conditions for 
motorized and non-motorized modes of travel. 
 
It is especially important to understand the transportation system and its integral relationship to 
land use throughout the city.  The link between transportation and land use is clearly expressed 
in Wyoming’s historic growth patterns since urban development in the city has followed existing 
transportation routes.  Wyoming is well served by a regional network of highways and streets.  
US-131 affords excellent north-south access with interchanges that are tied to major east-west 
surface city streets, including Burton, 28th, 36th, 44th and 54th Streets.  It also connects with both 
the east-west I-96 and north-south I-196 freeways in Grand Rapids.  The I-196 highway cuts 
across the northwest corner of Wyoming. 
 
While a variety of factors can affect commercial and industrial development patterns and the 
location of employment areas, including development costs and the availability of land and labor 
force, decisions are principally guided by access to transportation.  Older industrial areas in 
Wyoming developed near rail lines; however, due to shifts in industrial production and a greater 
reliance on “just-in-time” deliveries, rail service is becoming less important.  Most new industrial 
and office uses now develop along major roadways and freeways.  This a trend that is readily 
apparent along major street corridors, on major streets with interchange access to freeways and 
interstates, and adjacent to I-196, US-131 and the newly completed M-6, which is located just 
south of the Wyoming city limits. 
 
In order to meet the demands of new development, land use changes in existing 
neighborhoods, and shifts in regional traffic patterns, Wyoming has made investment in its 
transportation system a priority. Continuous transportation improvements have enhanced 
roadway capacity and traffic operations for the city’s main commercial and employment areas. 
Several more recent projects include the development of boulevards and signs to improve 
operations as well as enhance aesthetics.  Significant progress has also been made toward 
developing an inter-connected non-motorized system of bikeways and walkways. 
 
Continued investment is needed to ensure a comprehensive transportation system, to preserve 
the quality of life for residents and to retain a desirable business climate.  The vision for 
Wyoming involves a balanced and coordinated multi-modal transportation system that 
accommodates ongoing growth and development.  Thus, recommendations are provided both 
for the street system and toward continued improvements for modes other than the automobile, 
such as walking, bicycling, or use of transit.  A convenient, congestion free, safe and multi-
modal transportation system will continue to be an important goal for the community. 
 
To provide, maintain, and enhance this system cooperation with other agencies will be needed. 
While Wyoming has jurisdiction over most streets the Michigan Department of Transportation 
(MDOT) and Federal Highway Administration (FHWA) control the allocation of state and federal 
dollars for transportation improvements and those funds are coordinated through the Grand 
Valley Metro Council (GVMC).  While the GVMC also maintains a computer simulation model  
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that projects future traffic volumes based on land use, the city conducts its own traffic volume 
analyses. Updates of that model are based on Wyoming’s most recent land use plans. 
 
Two other documents list more specific recommendations with this Plan as a foundation – the 
city of Wyoming Thoroughfare Plan and the 2005-2013 Capital Improvements Program (CIP).  
Prepared in 1998, the Thoroughfare Plan provides traffic and crash data for the street system 
and recommends specific roadway improvements.  The 2005-2013 CIP identifies transportation 
improvements, along with priorities, estimated costs and funding mechanisms. 
 
The most significant changes in the city’s transportation network will be affected by the addition 
of M-6, the southern beltway around the Grand Rapids metropolitan area.  This interstate route 
links I-96 near the Gerald Ford International Airport to I-196 in Ottawa County.  M-6 
interchanges in Wyoming include US-131, Byron Center Avenue and Wilson Avenue. 
 
Major north-south streets in Wyoming typically do not carry as much traffic as east-west 
corridors.  It is perhaps due in part to the barrier created by the Grand River and the lack of river 
crossings along the city’s northern border.  This results in a major north-south network of streets 
that for the most part terminates at Chicago Drive.  In addition, the townships located to the 
south of Wyoming have historically been rural in character and until recently have not 
generated, nor attracted significant levels of traffic.  However, this trend has significantly 
changed as those townships have become urbanized.  The traffic effects of these growing 
townships are likely to increase with new growth spawned in part by M-6 and its interchanges 
with major north-south roads.  As a result of the recent completion of M-6, changes in traffic 
volumes and distribution along these streets have yet to be fully realized and analyzed. 
 
ROADWAY SYSTEM 
 
Wyoming has taken a comprehensive approach to manage its transportation system. While 
road widening and intersection improvements remain an important element, the city continues to 
apply other approaches to reduce traffic demand and improve flow.  These include options other 
than automobile travel and exploring land use options that can shorten the number or length of 
vehicle trips.  These approaches, described later in this chapter, can help address traffic issues 
in conjunction with other more traditional improvements. 
 
Street Functional Classification 
 
Streets functions are based on a “functional classification” using factors such as traffic volumes, 
capacity, length, spacing from other streets and the type of traffic served (shorter versus longer 
distance and the percentage of trucks, for example).  In this functional system major streets 
designed to move traffic efficiently and safely are classified as arterial or collector streets, while 
streets designed primarily to provide access to adjacent land uses with little or no through traffic 
are classified as local streets.  In reality, many roadways may serve both functions in varying 
degrees (see Map 17). 
 
Functional classification categories are summarized below.  A more detailed set of criteria, a list 
of streets by classification, recommended cross sections by classification and current traffic 
count and crash data can be found in Table A-1 in the Appendix.  Table A-1 also provides an 
inventory of the existing roadway conditions in Wyoming, and includes the type of roadway, 
traffic volume (level of service), and speed limit.  
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 Interstates/Expressways.  This highest classification primarily serves longer distance 

travel to and through the metropolitan area and is designed to carry the greatest traffic 
volumes. Designated interstates/expressways include I-196, M-6 and US-131, all of 
which are under the jurisdiction of the Michigan Department of Transportation.   

 
 Major Arterials.  (Also referred to as Principal Arterials) Major arterials move large 

volumes of traffic through the city, or to and from major destinations and are often 
linked with expressway interchanges.  An example of a major arterial is 28th Street.  

 
 Minor Arterials.  These streets serve trips of moderate length and moderate traffic 

volumes.  Such streets are usually designed for 
speeds that are lower than for major arterials.  They 
also provide links to and between major arterials with 
an emphasis on access to adjacent land uses. 
Examples include Burlingame and 36th Streets. 

 
 Collector Streets.  These streets link local and 

arterial streets providing access and traffic circulation 
within residential, commercial, and industrial areas.  
Moderate to low traffic volumes are typical, but streets 
may be slightly wider, or have higher design speeds than local streets.  Examples 
include Michael and Clay Avenues. 

 
 Local Streets.  This classification makes up the highest percentage of streets in 

Wyoming and functions to primarily move traffic from neighborhoods to arterials, 
sometimes via collector streets.  Design speeds are typically low, as are volumes and 
through-traffic is deliberately discouraged.  

 
Level of Service/Traffic Volumes 
 
The Federal Highway Administration (FHWA) defines Level of Service (LOS) as a qualitative 
assessment of a road's operating conditions (see Map 18).  It is dependent on peak-hour traffic 
volumes, traffic composition (vehicle size), vehicle speeds, the number of travel lanes, number 
and type of traffic signals, and availability of on-street parking. 
 
LOS is graded on an A (freeflowing traffic) to  F (vehicles experiencing significant delays and 
stop and go traffic) rating system that describes how well a road or intersection is performing its 
intended function.  Generally, streets operating below at LOS E or F are considered deficient.  A 
more detailed definition of level of service classifications is provided in Table A-1, located in the 
Appendix, while maximum average daily traffic volumes for primary roadways are provided in 
Map A-2, also located in the Appendix.   
 
A computerized transportation-planning model developed by the Grand Rapids and Environs 
Transportation Study (GRETS) for the Grand Rapids metropolitan area was used to project 
traffic volumes in Wyoming for the year 2020. The GRETS planning model uses future land-
use to estimate the number of trips generated on each link in the roadway network.  Based on 
this assessment, the greatest levels of traffic volume increase for roadways that were analyzed 
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include 56th Street west of Byron Center Avenue, Wilson Avenue north of 52nd Street and 52nd 
Street east of Wilson Avenue. 
 
According to annual traffic counts taken by MDOT, the roads with the greatest numerical 
increase in total daily traffic between 1996 and 2003 are US-131 between 44th to 54th, I-196 
between Market Avenue and Chicago Drive exit/entrance ramps, and 28th Street from US-131 to 
Division.  Major thoroughfares that have experienced the greatest increase in commercial traffic 
include I-196 between Market Avenue and Chicago Drive, and 28th Street from US-131 to Byron 
Center Avenue. 
 
Several roadways in Wyoming contain more than three major signalized intersections per 
mile, indicating very busy conditions.  The high-volume east-west thoroughfares (28th Street, 
36th Street, and 44th Street) often operate at failing levels of service (LOS F) during peak 
traffic hours, with inadequate capacity to sustain acceptable traffic flows.  The major north-
south thoroughfares carry less traffic than the major east-west streets and generally 
experience higher (D and above) levels of service.  These streets generally experience poorer 
performance in the vicinity of the higher-volume east-west cross streets because the majority 
of green signal time at intersections is given to the higher-volume streets. 
 

Crash Data 
  
Traffic accidents, simply termed “crashes” by traffic engineers, are 
one factor used to identify problems with the street system that may 
require correction.  To determine a crash rate, the number of crashes 
is compared to the number of vehicle miles traveling along a road 

segment, or through an intersection.  When high crash rate areas are compared to similar 
locations, the need for improvements may be indicated, especially where there is a trend for a 
particular type of accident.  
 
The 1998 Wyoming Thoroughfare Plan provides crash rates for the period 1993-1995.  These 
rates were determined by the total number of accidents on each street averaged over its length 
within Wyoming.  The highest accident rates occurred on the city’s busiest street, 28th Street, 
between Division Avenue and Buchanan Avenue.  The roadway segments and intersections 
with the highest accident rates are listed below. 
 
High Accident Rates 
 
28th Street 

 Burlingame to Michael Avenue 
 Michael Avenue to Clyde Park Avenue 
 Clyde Park Avenue to US-131 underpass 
 US-131 to Buchanan Avenue 
 Buchanan Avenue to Division Avenue 

 
44th Street 

 Clyde Park Avenue to US-131 
 US-131 to Clay Avenue 
 Clay Avenue to Buchanan Avenue 
 Buchanan Avenue to Division Avenue 
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Crash data indicate that improvements such as access management, enhanced traffic signals, 
and/or restrictions in turning movements may need to be considered to improve safety along 
28th and 44th Streets.  New development and redevelopment proposals along these two streets 
should be carefully reviewed to consider access improvements and design standards that 
encourage safer circulation. 
 
Of course, the severity of crashes is also important. A location with a history of more severe 
crashes, such as personal injuries instead of minor “fender benders” may need special attention 
even if crash rates are at acceptable levels. In addition, Wyoming monitors crash data through 
regular updates of its Major Thoroughfare Plan to identify locations where the need to reduce 
accidents may help justify the expenditure of improvement funds. 
 
Rights-of-Way 
 
Rights-of-way are evaluated to determine if sufficient width is available for future roadway 
expansion and associated road improvements such as sidewalks, landscaping, streetlights, and 
signs.  The rights-of-way along individual north-south arterial streets tend to vary in width, while 
they remain fairly consistent along the east-west arterials.  Along some of these older street 
sections, the right-of-way is limited to the original 66-foot width, making expansions difficult and 
expensive since development lining the streets has very shallow building setbacks.  However, in 
many cases the existing right-of-way width can handle lane configurations that are generally 
sufficient for existing and projected traffic volumes (see Map A-1, in the Appendix). 
 
Roadway Improvements 
 
One of the major recent roadway improvements undertaken in Wyoming has been the 
reconstruction of the US-131 and 28th Street bridge overpass, to be completed by October 
2005.  According to the city of Wyoming 2005-2013 Capital Improvement Program, the following 
roadway improvements are scheduled (see Table 3.22): 
 

Table 3.22 
Wyoming Road Improvements 

Year of 
Construction 

36th Street resurfacing 2007-2008 
44th Street/US 131 Interchange reconstruction 2008-2009 
44th Street, Clyde Park to Division Right-of-Way acquisition 2004-2005 
44th Street/Byron Center Avenue resurfacing 2006-2007 
44th Street, Clyde Park west (500 Feet), turning lane 2008-2009 
44th Street, Clyde Park to Clay, widening 2008-2009 
44th Street, Clay to Division, widening 2008-2009 
56th Street/Ivanrest Intersection 2004-2005 
56th Street, Kenowa to Canal (1200 feet) 2009-2010 
Wilson Avenue Right-of-Way acquisition 2004-2005 
Wilson Avenue, north of 52nd Street to M-6 roadway 
widening  2005-2006 
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According to MDOT’s Five-Year Road and Bridge Program, the following improvements are 
scheduled near or within the city of Wyoming (see Table 3.23): 
 
 

Table 3.23 
MDOT Road Improvements 

Year of 
Construction 

I-196 Freeway Bridge Improvements (Kenowa Avenue to 
Chicago Drive) 2008 

Expansion of Intelligent Transportation System (ITS) for I-
196 Corridor 2005 

US 131 southbound over I-196 eastbound at M-21 joint 
replacement 2005 

Burton Street over US 131 (special needs) 2005 
US 131 northbound over I-196 eastbound, M-21 joint 
replacement 2007 

US 131 over Conrail (abandoned) and Plaster Creek 
overlay 2005 

US 131 southbound over I-196 eastbound off-ramp and US 
131 northbound 2005 

US 131 over Leonard joint replacement 2005 
 
 
Future Roadway Conditions 
 
Existing transportation conditions will, or already have been affected by several recent projects 
in, or near the city of Wyoming: 
 

 The construction of M-6 (Paul Henry Freeway) between I-96 and I-196. 
 The construction of local interchanges on M-6 at Wilson Avenue and Byron Center 

Avenue. 
 The construction of Rivertown Crossings, a regional shopping mall in the city of 

Grandville. 
 The reconstruction of the 28th Street bridge overpass (bridge replacement, lengthening 

the acceleration lanes on the four on-ramps to US-131, traffic signals, pedestrian 
signals, sidewalks and landscaping). 

 The construction of the Metropolitan Hospital Health Campus 
 
While M-6 is expected to provide some traffic congestion relief to east/west arterials, such as 
28th and 44th Streets, new developments like Rivertown Crossings and the Metropolitan Hospital 
campus will make their presence felt through increased traffic demands on other roadways. 
 
Summary 
 
Wyoming is well served by an extensive network of streets and highways, providing 
opportunities for expansion and improvement as most roadways have sufficient right-of-way 
width to accommodate future lane expansion and enhanced traffic management.  Other 
transportation system improvements, such as changes in signal timing and more visible signs, 
can be accomplished without the need for reconstruction, lane additions, or significant capital 
investment. 
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The 1998 Thoroughfare Plan indicates a number of very significant transportation 
improvements, some of which have been implemented, such as M-6 and Gezon Parkway.  
Other projects that are completed, in discussion, or planned for implementation include: 
 

 Possible widening of 44th Street (six-lane boulevard through the city, including a 
reconstructed interchange at US-131).  However, only the area east of Clyde Park 
Avenue is currently being studied for expansion in 2008. 

 The expansion of Wilson Avenue (four-lane boulevard from northerly city limits to M-6) 
in 2006. 

 The expansion of Byron Center Avenue (four-lane boulevard from 52nd Street to M-6) 
completed in 2004. 

 
In addition, given accident prone areas along the 28th and 44th Street corridors, the city will need 
to explore appropriate access management tools to consolidate driveways, manage multiple 
curb cuts and promote shared access between properties.  Improved streetscapes, dedicated 
turn lanes and pavement markings may also help improve traffic flow, enhance access to 
businesses and increase the roadway’s traffic carrying capacity. 
 
NON-MOTORIZED TRANSPORTATION AND OTHER MODES 
 
A continuous network of safe, well-marked pedestrian crossings and clearly identified bike 
routes is needed to maintain a comprehensive non-motorized network.  In addition, many 
designated primary and secondary trails, and paths are currently in close proximity to each 
other, which provide opportunities for linkages that would establish a complete non-motorized 
network for the city.  When planning and designing bikeways citizens, planners and engineers 
should reference the American Association of State Highway and Transportation Officials 
(AASHTO) Guide for the Development of Bicycle Facilities and the Michigan Manual of Uniform 
Traffic Control Devices (MMUTCD). 
 
Wyoming has made a considerable investment toward the development of a comprehensive 
non-motorized system of bikeways and walkways.  A city goal is to provide alternatives to the 
automobile for travel between neighborhoods, schools, civic uses, businesses and other activity 
areas.  In most cases where the right-of-way provides sufficient width, bikeways and walkways 
parallel streets, but there are instances where they run through parks, or are otherwise outside 
of the street network.  Where walkways and bikeways coincide, multi-use paths may be 
developed with hard-surface trails that can be shared between pedestrians and bicyclists alike.  
This system offers transportation and recreational benefits and opportunities for social 
interaction contributing to Wyoming’s quality of life. 
 
Walkway System 
 
The city’s primary walkway system has been designed to follow selected arterial and collector 
streets where potential pedestrian volumes are the highest and where separation from high-
speed automobiles traffic is most critical.  A secondary walkway system has been designed, and 
for the most part implemented, that connects residential, commercial and employment areas to 
the primary system. 
 



 

TRANSPORTATION 61 

BACKGROUND INFORMATION 
CITY OF WYOMING        LAND USE PLAN 2020 

 
Types of walkways include: 
 

 Walkway. A 5-foot wide concrete walk along one or both sides of a public street 
normally separated from the street by a grass parkway. 

 
 Multi-use Trail. An 8-12-foot wide asphalt or concrete trail used for non-motorized 

circulation within a park, public space, right-of-way, or along a public street. 
 

Information on the location and 
condition of sidewalks is provided 
in Table A-2 contained in  
Appendix 1.  An analysis of the 
existing bicycle and pedestrian 
network is provided in Appendix 1. 
 
Attached or detached sidewalks 
occur along most local, collector 
and arterial streets.  Unfortunately, industrial areas in Wyoming are generally not well served by 
sidewalks and, therefore, some critical pedestrian links may have been overlooked.  However, 
marked pedestrian crossings are located in various neighborhoods, mostly on local streets 
within or near school zones.  A significant traffic-calming project with a clearly marked and 
narrowed pedestrian crossing has recently been constructed north of Prairie Parkway on Taft 
Avenue.  The related photos show how motorists are alerted to pedestrian traffic and techniques 
that have been used to clearly mark crossings, enhance pedestrian safety and control traffic 
speed. 
 
Bikeway Routes 
 
A network of bikeways must be designed considering the mobility 
and safety needs of bicyclists with varying skill levels and interests.  

No single type of bikeway will 
meet the needs of all users; 
therefore, within any given 
transportation corridor, more 
than one option may be needed. 
 
Generally, landmark destinations 
such as schools, parks, 
commercial and employment 
areas should be interconnected with a bicycle route 
designed as a series clearly marked and interconnected 
“loops” with numerous travel options.  Bikeway types 
include: 
 

 Bikeway Trail. A separate 8-12-foot wide asphalt 
path, or trail shared by bicyclists and pedestrians 
(motor vehicles are prohibited).  Many bikeway 
trails are parallel to the street, but are separated 
from automobiles by a parkway, or barrier. Bikeway 
trails can also run outside of the street right-of-way. 



 

TRANSPORTATION 62 

BACKGROUND INFORMATION 
CITY OF WYOMING        LAND USE PLAN 2020 

 
 

 Bike Lane.  A portion of the street designated for exclusive use by bicyclists and 
distinguished from automobile travel lanes by paint stripes, signs or other similar 
devices.  A bike lane is typically 4-8 feet wide. 

 
Wyoming currently has a combination of on-street and off-street bicycle and pedestrian paths, 
many of which are located within parks and are part of a regional trail system.  On-street paths 
offer bike routes only along certain street sections, while pedestrians use attached and 
detached sidewalks. 
 
Off-street bike paths are provided within the Kent, Buck Creek, Palmer Park, and Interurban 
Trails.  Regional bikeway connections are provided along the Kent and Interurban Trails and a 
regional M-6 trail is proposed.  Designated on-street paths are provided along Lee and 
Cricklewood/32ndStreets, and Godfrey Avenue. 
 

Transit 
 
The Interurban Transit Partnership (ITP), the region’s public transit provider, 
provides fixed-route and demand response bus service to destinations 
within Wyoming and the metropolitan region (see Map 19).  The ITP was 
established by Grand Rapids, East Grand Rapids, Grandville, Kentwood, 

Walker, and Wyoming to permit a much-needed expansion of the metropolitan area’s public 
transportation system.  An improvement plan was implemented for the six municipalities in 2000 
that included extended service until 11:30 p.m. for GO! Bus and nine of ITP's existing routes.  
Business Transportation Services, a section of ITP, has provided matching funds to develop 
specialized employment transportation for employers with needs beyond regular service hours 
and routes. 
 
In addition to fixed route service, the Passenger Adaptive Suburban Service (PASS) utilizes 
smaller transit vehicles to pick up customers at their homes and connect them either to fixed 
transit routes or directly to a destination.  A new cross-town route with weekday service has 
been added along 44th Street in Grandville, Wyoming, Kentwood, and Grand Rapids, providing 
service to the Rivertown Mall and the Airport. 
 
The ITP has conducted a study of future transportation alternatives along Division Avenue 
and/or Wealthy Street in Grand Rapids as part of a study titled, “Great Transit Grand 
Tomorrows.”  The study has identified two primary modes – Bus Rapid Transit (BRT) and 
streetcar service as viable options.  Division Avenue from downtown Grand Rapids to 76th 
Street has been identified as the principal route for more detailed examination.  Should BRT or 
streetcar service be implemented, future land uses, activity centers, streetscape and building 
designs will need to be considered along Division Avenue.  However, limited right-of-way may 
ultimately dictate the types of streetscape improvements on Division Avenue and the need for 
on-street parking and business access may influence design consideration along certain 
portions of the route.  
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Rail 
 
Wyoming currently has two operational rail lines with multiple rail spurs that provide local freight 
access to industrial areas.  One line runs along the city’s northern border and extends in a 
northeast-southwest direction between the Grand River and Chicago Drive.  This line runs to 
Holland and on to Chicago, providing national connections.   This line serves as Amtrak’s  
passenger rail service, with a stop in Grand Rapids at the Wealthy Street station.  The other rail 
line runs primarily north south through the city just east of US-131.  Rail service efficiency is 
affected by speed limits on current tracks and frequent conflicts with freight trains, which have 
priority.  
 
Air  
 
The Gerald R. Ford International Airport provides the area with air-carrier and charter passenger 
services as well as air cargo services and is located approximately 10 miles east of the city. 
(This facility replaced the older airport, the main runway of which is now Roger Chaffee 
Boulevard.) 
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Existing Land Use 
 
The Existing Land Use Map indicates the current distribution of land uses in Wyoming (see Map 
20).  It describes existing development patterns and can also be used to compare existing land 
use with zoning.  Current land uses are divided into eighteen subcategories, which provide a 
relatively fine-grained description of how Wyoming has developed.  Current land use patterns 
and growth trends must be analyzed to determine existing, or potential opportunities for change, 
as well as current conflicts.  This process not only provides the basic framework upon which 
future land use proposals will be developed, but will also provide guidance for future land use 
and development decisions. 
 
The most obvious land use patterns are the concentrations of industrial land in the north; along 
the western boundary with Grandville in the vicinity of 28th Street; along the U.S.-131 corridor; 
along Gezon Parkway; and along Roger B. Chaffee Boulevard.  The newer industrial uses are 
along Gezon Parkway, where there still is about 60 acres of vacant industrially zoned land.  
Wyoming has historically had the highest industrial valuation in Western Michigan.  However, 
the city has suffered in recent years from the exodus of large industries leaving obsolete plants, 
with difficult reuse problems, particularly as industry has been declining in the Grand Rapids 
area with related rising unemployment.  The city still has a large number of significant industrial 
uses, as mentioned before in Table 3.19 on page 25. 
 
Commercial concentrations feature 28th Street, the city’s downtown (Wyoming Town Center) 
that includes 220 businesses.  There are many small businesses along Division Avenue.  The 
54th/U.S.-131 interchange has several big boxes, as does the north end of Wilson Avenue 
adjoining Grandville’s Rivertown Crossings Mall.  Two smaller concentrations are along 44th 
Street.  The major shopping uses in the city include Rogers Plaza, Wilsontown Center, 
Wyoming Village Mall, Chateau Village Mall, Meijer, Target, Costco, Value City, two Home 
Depots and Menards.  Major businesses that are recreational uses include the Studio 28 movie 
theater and Craig’s Cruisers. 
 
Detached single-family homes are the dominant residential use, and they are distributed around 
the city, with the newest housing being south of 44th Street, west of U.S.-131, where there is still 
some vacant or underutilized land.  The area currently has five residential Planned Unit 
Developments in various stages of development, ranging from 50 – 150 acres in size with 
varying housing choices and open space and some with local retail.  About a third of the 
housing stock in the city is multiple-family, with the largest projects being the two Ramblewood 
sites near the intersection of 44th Street and Byron Center Avenues.  There are also multiple 
family concentrations in the vicinity of Prairie Parkway and at the 44th/Burlingame intersection.   
 
Wyoming has many churches.  They include the very large complexes of Resurrection Life and 
Grand Rapids First, both in south Wyoming. 
 
Recreation space abounds with 20 city parks, one of which features a senior center.  The 
largest facility is the county’s Palmer Park along 52nd Street, which includes a golf course.  Two 
other golf courses are along 52nd and 56th Streets. 
 
Finally, the newest and very significant planned facility is the 150-acre Metropolitan Hospital 
Planned Unit Development at the intersection of M-6 and Byron Center Avenue.  This PUD will 
feature a 200-bed hospital on 50 acres, which is under construction and due for completion in 
about 2.5 years.  Along with the hospital, there will be extensive multi-story office development.  
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There will be many other hospital related uses, including a retail village, and likely a hotel and 
other major commercial uses.   
 
In summary, Wyoming’s existing land use is considerably varied, with appeal to all types of 
people and business uses.  The bulk of the remaining vacant land is south of 44th Street, where 
there has been continuous growth.  That area can accommodate about 4,000 more people, with 
a city holding capacity of about 77,000.  For the remainder of the city, the emphasis will need to 
be on redevelopment of both land and buildings, particularly in the industrial areas due to aging 
and obsolescence.
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IINNTTRROODDUUCCTTIIOONN  
 
This Plan is organized in two parts – Background Information and Future Land Use.  Part one, 
Background Information, covers the facts, figures, inventories and issues that lay the 
groundwork for Plan recommendations.  Thus part one includes information on demographics, 
housing and economic conditions, environment, schools, infrastructure, transportation and 
existing land use patterns.  Part two, Future Land Use, deals with recommendations and 
proposed changes in development patterns for the various areas of Wyoming.  The reader who 
seeks a fuller understanding of the underlying issues in a particular area of the city or regarding 
a particular topic should refer to the relevant sections of part one, Background Information. 
 
The Future Land Use section critically and honestly examines Wyoming’s strengths and 
shortcomings in order to position it to achieve an ambitious vision for the future.  This is a long-
range Plan; its recommendations are not timid and they cannot be fully implemented overnight.  
However, the Plan lays out a strategy and identifies incremental steps, both short- and long-
range, that will move the city toward its full realization. 
 
Steps toward implementation can be taken almost immediately by utilizing the Plan as a 
foundation for zoning and capital improvement decisions.  This Land Use Plan recognizes that 
much of the city will not and should not change.  Healthy neighborhoods, local shopping 
districts, and established industrial centers should remain as they are and continue to thrive.  
On the other hand, the Plan gives guidance for the use of yet undeveloped lands and those 
areas that have passed their prime, need new life breathed into them, and require 
redevelopment. 
 
It is essential that the Land Use Plan become the doctrine for reshaping Wyoming, while 
reinforcing its attributes.  The Plan should be consulted and followed as the blueprint for the 
next generation.  Each decision affecting the physical development of the city should be based 
on or fully evaluated in the context of the Plan.  Annually, the Planning Commission should 
examine the Plan to ensure its continued relevance and appropriateness, not to alter the vision, 
but to make mid-course adjustments, if needed, to stay on course.  Likewise, the development 
community and the population-at-large should rally around the planning concepts and 
recommendations to ensure that all stakeholders share a commitment to the vision and are 
working together toward its fulfillment. 
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LLAANNDD  UUSSEE  PPLLAANN  TTHHEEMMEESS  &&  VVIISSIIOONNSS  
 
The essence of the Land Use Plan is the Vision it presents for the future of the community.  In 
order to continue to thrive and prosper, Wyoming needs to set its sights on the distant horizon, 
establishing ambitious, but attainable, goals that rally the community in a common cause.  
Without such a Vision, it may be difficult for the City to flourish.  
 
During the course of preparing this Plan and assessing the community, several key themes 
have been identified.  Each is a key component of the city of Wyoming and a building block of 
its foundation.  Therefore, each Theme is followed by Vision Statements that build on these 
qualities and are further supported by specific strategies for achieving the Themes & Visions. 
 
Quality Neighborhoods 
 
Wyoming will continue to be a great place to live and work.  New residents will be attracted from 
metropolitan Grand Rapids to strong and stable neighborhoods with affordable and varied 
choices in housing.  Current residents will remain committed to Wyoming for those very same 
reasons.   
 

• Continue active enforcement of the city’s housing code. 
• Maintain the walkability of the city, both within its existing neighborhoods and its new 

development. 
 
The city’s population will continually evolve, 
becoming even more diverse and with that, 
distinct and vital neighborhoods and commercial 
areas will continue to emerge and grow. 
 

• Actively seek to provide affordable 
housing opportunities for young families, 
the next generation of homeowners in 
the community. 

• Promote Wyoming as a diverse urban 
center, rather than a suburban satellite.  

 
A mix of housing types that provides for varied 
incomes, ages, and lifestyles will add to the 
city’s energy.  The city’s schools will remain 
important and unifying neighborhood assets, 
along with parks and open space.  Together 
they will act to keep city neighborhoods stable 
and inviting. 
 

• Encourage the use of planned unit 
development to achieve a mix of 
residential types, styles, and densities in 
attractive, walkable environments. 
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• Increase residential densities in mixed-use areas to ensure a sufficient population to 

support businesses and create a vibrant atmosphere. 
 

Strong Commercial Areas 
 
Wyoming’s healthy, traditional shopping areas, especially 28th Street, will provide active and 
attractive gateway entrances into the city. These areas will be reinforced and supported by the 
design of US-131 interchanges, which will be well landscaped, appropriately illuminated and 
signed.  
 
The Turn on 28th Street Sub Area Plan, adopted as an amendment to this Land Use Plan in 
2012 and detailed in Appendix 1B, proposes to redevelop the 28th Street corridor between Clyde 
Park Avenue and Burlingame Avenue into a vibrant and sustainable mixed use area. The key 
component of this Plan amendment is a crescent street crossing Michael Avenue. This street 
will be a tree-lined boulevard that will predominantly allow adjoining properties to redevelop 
without complete building removals. This boulevard will provide the streetscape that will allow 
new developments to be constructed at the sidewalk edge with a mixture of retail, office and 
residential uses. New zoning codes to implement this Plan will be required, along with a strong 
marketing campaign, and a focused City effort on infrastructure improvements.     
 
Other major commercial corridors will benefit from higher densities to support improved transit 
service, while creating opportunities for mixed-use development and a more pedestrian friendly 
and walkable environment.  Smaller commercial areas within mature neighborhoods will offer a 
mix of retail space, residences, and offices at a scale and design compatible with the 
surrounding area. 
 

• Acquire and assemble vacant and underutilized properties along the Division Avenue 
corridor and recruit prospective developers to redevelop these areas with a mix of 
residential and complementary business uses. 

• Support metropolitan efforts to establish a regular, dependable, and efficient mode of 
public transit to serve the community. 

 
Emerging commercial areas in the vicinity of M-6 and its related interchanges will be attractive 
and well planned, with safe and efficient roadway access.  Buildings in these areas will be well 
designed and landscaped, constructed with quality materials, and oriented to accommodate 
pedestrians, bicyclists and transit service. 
 

• Confine business development to a limited area adjacent to the freeway interchanges. 
• Strictly control vehicular access to these locations via frontage roads, shared driveways, 

rear access alternatives, or similar access management techniques. 
• Establish and adhere to gateway sign and landscape requirements that create an 

attractive entry image for the community. 
 
Vital Employment Centers 
 
Wyoming will continue to strengthen its existing industrial and manufacturing areas by 
maintaining an excellent infrastructure and roadway system.  Utility rates will remain  
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very competitive with surrounding communities, thereby reinforcing the city’s strong and vital 
manufacturing base.  Wyoming will also continue to improve and strengthen its business climate 
by encouraging investment; diversifying its economic base and expanding employment 
opportunities by utilizing appropriate economic development tools. 
 

• Cluster employment centers in order to facilitate efficient and cost-effective transit 
service. 

• Improve key roadway and interstate connections with older employment areas to make 
them more attractive places for existing businesses to remain and for new ones to 
locate. 

• Promote reinvestment in older employment areas that are located near residential areas 
to foster “walk-to-work” opportunities. 

 
Due to emerging trends in the local, state and national manufacturing economies and the 
resulting shifts from industrial employment, particularly auto-related, Wyoming will build upon 
the economic diversification offered by the Metro Health Hospital complex.  This facility will 
serve as a catalyst for a new type of employment center, a health-care park, resulting in yet 
another major sector of employment that will not only provide high wage jobs, but will attract 
new residents to Wyoming. 
 

• Maintain a high standard for development around the Metro Health Hospital site to 
ensure compatibility of character and uses and prevent conflict from traffic congestion. 

• Review the city zoning ordinance to ensure that the necessary provisions are in place to 
permit related and complementary uses in and around the health care park. 

 
A Revitalized and Beautiful City 
 
Older commercial and Brownfield industrial areas that have been plagued by vacancies, under-
use, disinvestment and environmental contamination will be reinvented to become catalysts for 
dynamic neighborhoods, employment centers and mixed use areas.   
 

• Continue to utilize the Brownfield redevelopment program to reclaim contaminated sites. 
• Prioritize potential redevelopment sites that are vacant, dilapidated, and underutilized 

buildings and properties. 
• Actively recruit potential developer partners to revitalize these areas. 
• Provide incentives to stimulate the redevelopment of such areas of the city. 

 
Wyoming will encourage and support the re-use, or conversion of older buildings and the 
assembly of smaller parcels to permit viable new development projects.  Older residential 
neighborhoods will also benefit from revitalized industrial and commercial  
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areas that will offer new job opportunities and enhanced real estate values for surrounding 
areas. 
 

• Promote a mix of uses in older buildings. 
• Provide incentives to assemble and redevelop smaller properties. 
• Encourage live/work units. 

 
Design and quality will be major considerations in the implementation of both public and private 
projects.  Highway, street and interchange reconstruction projects will offer opportunities to 
upgrade and enhance the aesthetic character of impacted streetscapes and facilities.     
 

• Continue the tradition of high quality public improvements in the city’s infrastructure, as 
evidenced by the boulevard design of 44th Street, Byron Center Avenue, and Roger B. 
Chaffee Drive, and the new city administration complex. 

• Utilize zoning regulations to establish design standards for landscaping and signs that 
contribute to a high quality image for new development within the community. 

 
The 28th Street/Michael/DeHoop node, as detailed by the Turn on 28th Street Sub Area Plan in 
Appendix 1B, will become a true downtown center. It will establish a distinctive identity and 
sense of place for Wyoming.  Redevelopment will create opportunities for new investment, 
mixing commercial, residential, office, and entertainment uses in this central core area. 
 

• Assemble vacant and declining commercial properties for redevelopment as mixed use 
projects. 

• Develop a plan for utility extensions to make the redevelopment of key properties as 
“shovel ready” as practical. 

• Develop a stormwater management plan so redevelopment can occur in a holistic 
manner being sensitive to conservation design principles and consistent with an urban 
design. 

• Public open space will be a key component of this redeveloped area. Consideration 
should be given to dedicating or assessing fees in lieu of dedication as part of any 
redevelopment agreements.  

 
Transportation System 
 
The city’s newly developing arterial thoroughfares will not be choked by commercial traffic.  
Commercial uses will be clustered in confined locations, providing convenient proximity to user 
groups, while safeguarding the traffic-carrying capacity of the major street network. 
 

• Establish and enforce access management standards for all development along the 
city’s major arterial streets. 

• Protect Wilson Avenue and Byron Center Avenue from strip commercialization. 
 
Residents and workers in the city will have the option of utilizing an efficient, safe, and 
dependable public transit system as a viable alternative to the private automobile.  
 

• Actively support the establishment of an urban public transit system as an alternative 
mode of conveyance for a large segment of the city’s population and work force. 
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• Intense residential development should not only be permitted, but also be actively 

encouraged, in the Downtown Center, along Division Avenue, and in other specific 
locations to achieve the density necessary to support the desired business activity and a 
viable transit operation. 

 
Natural, Historic and Cultural Resources 
 
Wyoming’s extensive system of greenways, parks, and recreational resources will flourish and 
expand in conjunction with new projects and redevelopment efforts. 

 
• Regularly update the city’s five-year park & 

recreation plan to identify priorities and maintain 
the city’s eligibility for grant funding. 

• Work cooperatively with other agencies and 
organizations, including Kent County and the 
West Michigan Natural Areas Conservancy, to 
create and maintain active and passive 
recreational opportunities. 

• Incorporate incentives into the city’s PUD 
regulations and other programs to encourage 
private developers to conserve important natural 
features and provide recreational amenities 
within their projects. 
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EEXXIISSTTIINNGG  CCOONNDDIITTIIOONNSS  AASSSSEESSSSMMEENNTT  
 
Considerable background information was developed and analyzed in preparation of this Plan.  
A summary of some of that information is provided here, as a snapshot of the city, to facilitate 
an understanding of the goals and recommendations that are presented in Part 2. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Since the adoption of this Land Use Plan in 2006, new information from the 2010 Census has 
become available. The Census Bureau identified Wyoming’s 2010 population at 72,125. This is 
an increase of 3.9% from the 2000 population of 69,368. Wyoming has had a steady, but 
modest rate of growth since 1980. Growth in Wyoming has occurred in the southern 
“panhandle” end of the city, an area more “suburban” in character than the city’s original and 
more urban areas closer, to 28th Street and Chicago Drive.   
 
Despite the city’s predominant image as an older, established, first-tier suburb, its population is 
relatively young.  Several factors may contribute to this including the affordability of much of the 
existing housing stock and the relatively high number of rental units.  The Panhandle and 
northern areas of the city, in particular, have experienced an influx of young families. 
 
In terms of race and ethnicity, Wyoming is a predominantly white community, though a 
significant Hispanic population is found in the north end and on the east side as well.  These 
locations correspond with growth in the Hispanic community in adjoining areas of Grand Rapids 
and Kentwood. 
 
The demographics of the community mirror the other characteristics described in the Land Use 
Plan.  Wyoming is a diverse city with many contrasts – it is one of the oldest cities in the region, 
yet exhibits continued vitality; it was, at one time, a heavy  
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manufacturing center, now is a major service center; and is a densely developed city, but 
contains numerous parks and open spaces. 
 
The city has an extensive park system with over 20 parks and facilities totaling more than 600 
acres of recreational opportunities to suit any level of user.  This is in addition to regional 
systems such as Kent Trails and the recently funded Paul B. Henry Freeway Bike Trail that will 
be located along the M-6/South Beltline corridor. 
 

 
Wyoming is also home to a number of golf courses and has within its borders such outstanding 
natural features as Plaster and Buck Creeks, along which are found Prairie Park and the Buck 
Creek Nature Preserve.  One of the region’s premier recreational resources, Millennium Park, 
stretches along the Grand River near the city’s northwest border.  This massive county park 
straddles the cities of Wyoming, Walker and Grand Rapids.  In addition to the numerous public 
parks, there are many private neighborhood parks/open spaces incorporated into recent 
planned development projects.  As noted previously, the city’s parks & recreation plan will 
continue to need to be refreshed regularly to keep the parks system thriving. 
 
Another planning tool integral to the city’s land use planning efforts, but found in a separate 
document, is the city’s thoroughfare plan.  It is important that the city continue  
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to work in a comprehensive and coordinated manner to manage development and the added 
traffic that comes along with it.   
 
Currently, a number of city streets improvement projects are planned or underway.  One of the 
prominent characteristics of many of Wyoming’s major streets is the boulevard design.  The 
city’s long history of grassy, tree-lined boulevards has contributed to its charming, family friendly 
atmosphere, and will continue to do so long into the future. 
 
Part and parcel in creating the family friendly atmosphere in Wyoming is the wide variety of 
schools for parents to choose from, including public, private/parochial and charter schools.  
Wyoming is unique in the metro area with six different public school districts to serve the 
population, including Godfrey Lee, Godwin Heights, Grandville, Kelloggsville, Kentwood and 
Wyoming. 
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FFUUTTUURREE  LLAANNDD  UUSSEE  
 
The “Plan” is comprised of several key elements 
described in narrative form – analysis of trends and 
issues, goals, description of uses, and 
recommendations. In addition to the text, a Future 
Land Use map is incorporated into the Plan 
document to supplement the text and illustrate the 
concepts being advocated.  The map shows where 
future uses and changes are advocated.  The 
Future Land Use  map is then broken into subarea 
maps to more clearly show the recommendations 
and allow for greater text analysis. 
 
While the future land use maps are fairly specific, 
they should not be viewed as inflexible dictates. The 
maps are intended to convey a desired pattern and 
appropriate relationships, but not a precise, rigid 
mandate of the exact use of each piece of property 
throughout the City.  On the other hand, the 
direction and intent of the Plan, as conveyed both in 
the narrative and as illustrated by the maps, should 
be followed unless there is very good reason to do 

otherwise.  Obviously, conditions may change over time and unanticipated opportunities may 
arise.  When such events occur, Plan amendments may be necessary and appropriate.  
However, in the absence of such an amendment, the Plan should be followed as a guide, as it is 
intended.  Ignoring the Plan should not be an option. 
 
Future Land Use (FLU) Categories 
 
Each of the FLU categories is described below, defining the intended uses and character to be 
found within each one.  Residential densities are based on a gross land area calculation. 
 

• Low Density Residential (LDR) 
At a maximum density of 3.5 dwelling units per acre, this single-family residential 
designation represents most of the non-PUD residential development southwest of Buck 
Creek.  Neighborhoods will have a more suburban than urban character, allowing for 
relatively spacious lots. 
 

• Mixed Residential (MR) 
The mixed residential designation is effectively a low-density residential district at 4 
dwelling units per acre; however, it is meant to accommodate a variety of housing 
options that might include detached single family, townhome, apartment or any 
combination of housing types, particularly when part of a Planned Unit  
Development.  In fact, this designation reflects a number of already planned and 
constructed, high quality PUDs in the Panhandle. 
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• Low-Medium Density Residential (LMDR) 

The majority of the residential development north and east of Buck Creek is designated 
in this category.  Within these areas are the older, single-family residential 
neighborhoods, sometimes with duplexes mixed in, which have long made Wyoming an 
attractive place to live.  Densities of 3.5 to 6 units per acre have made for close-knit 
urban neighborhoods.  Sidewalks are a common element in these areas to promote 
interaction and, due to the narrowness of the lots, garages are predominantly located in 
rear yards. 
 

• Medium-High Density Residential (MHDR) 
This category encompasses mainly medium density multifamily development.  Densities 
ranging from 6 to 16 units per acre are recommended in order to accommodate a variety 
of housing product.  Examples include townhouses and other attached single-family 
style multiplexes, in addition to contemporary multiunit apartments.  Several existing 
mobile (manufactured) home parks are also included, which are at the low end of the 
density range. 
 

• High Density Residential (HDR) 
Relatively intense urban residential development in the form of mid- and high-rise 
structures is the focus of this category.  At densities of more than 16 units per acre, the 
opportunity exists to create very intense projects sufficient to support integrated retail 
and service uses.  Such densities also make transit service more viable and attractive.  
Although shown separately as the Wyoming Downtown Center, the area along 28th 
Street from Burlingame to Clyde Park is a prime example of a location that will benefit 
from the introduction of high density, compact residential development that will breathe 
life into the non-residential environment and create a unique focal point distinguishable 
from the balance of the 28th Street corridor. 
 

• Neighborhood Commercial (NC) 
Neighborhood commercial areas are intended to serve a concentrated population with 
small-scale retail and services that minimize the overall number of automobile trips 
necessary for daily necessities.  Purposefully, they will be the center of walkable, 
pedestrian friendly neighborhoods.  Typically these areas should form nodes, located at 
the intersection of major or minor arterials.  An important feature of these neighborhood 
centers is that they are highly concentrated, cohesive, and clustered. Trade areas will be 
on the order of a 1-mile radius; generally, development areas will be 10 to 15 acres, but 
no more than 20.  Development style (i.e. traditional, urban or contemporary, suburban) 
will depend greatly upon geographical location, but should complement and be 
integrated with the surrounding neighborhood. 
 

• Office Service (OS) 
Office Service areas are well suited to serve two roles.  One is as a transition between 
potentially incompatible uses, such as separating general commercial from single family 
residential, while the other is as a hub for neighborhood employment and services.  
Doctor, attorney, realtor, and all types of business offices are common in such areas 
with some locating to be near neighborhood customers.  Others may have a wider 
customer base, but like to congregate near other offices.  Functional and visual 
integration of buildings, parking, and circulation with the residential (or retail) 
surroundings is important.  
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Besides the offices, there are a number of small commercial uses that tend to locate in 
office districts, primarily to service office employees and perhaps their customers or 
visitors.  Examples include:  a deli, coffee shop, eyeglass sales in conjunction with an 
optometrist, private mail delivery such as Pac/UPS, a newsstand, office supplies and 
personal services.  These types of uses may be considered in this district, subject to 
Special Use Approval by the Planning Commission.  The uses and any controls; such as 
location and floor space, would be written into the Zoning Code. 
 

• Downtown Center (DC) 
The Downtown Center designation was initially derived from the 2002 Downtown Plan 
which was incorporated into this Land Use Plan 2020 adopted in 2006. In 2012, the Turn 
on 28th Street Sub Area Plan was adopted as an amendment to this Downtown Center 
area. The boundaries of the Sub Area Plan are slightly larger than that shown as 
Downtown Center. However, for reference purposes, the map identifies this area 
appropriately for redevelopment as a mixed use urban core area.  Additional detail 
describing the Turn on 28th Street Sub Area Plan may be found in Appendix 1B. 
 

• Community Commercial (CC) 
The areas designated Community Commercial will be home to the full spectrum of 
activities meant to serve the population on a community-wide scale.  To a great extent, 
most of these areas already exist within the City. General retail and service uses are 
common both in planned shopping centers and along older strip commercial corridors. 
However, the older corridors should gradually be transformed from elongated strips to 
more concentrated activity nodes.  Reinventing these areas with a combination of multi-
story offices and residences to complement and support the retail will allow them to 
compete with newer centers.  Parking with adequate setbacks to accommodate 
landscape screening and sidewalks, along with quality building designs, will improve the 
functionality and attractiveness of these commercial locations. 
 

• Mixed Use (MU) 
The Mixed Use designation encompasses an area that straddles the railroad on the 
northwest corner of 28th Street and Division.  A variety of activities are envisioned here, 
surrounding a future transit station where streets are interconnected, blocks are small, 
and buildings and uses cater to the pedestrian.  The purpose of the Mixed Use concept 
is to transform this area into a walkable and accessible environment that is human-
scaled and will provide for a highly concentrated mix of compatible and complementary 
land uses of sufficient intensity to facilitate transit ridership. 
 

• Division Avenue Commercial (DAC) 
Prior to the development of suburban malls in the 1960s and ‘70s, Division Avenue was 
a principal shopping street for the region.  Many unique characteristics, reflecting its age, 
distinguish the Division Avenue corridor from most other business strips – limited parcel 
sizes, shallow lot depths, minimal building setbacks, some commercial alleys and 
walkability.  The Division Avenue Commercial (DAC) land use category emphasizes and 
celebrates this unique character. 
 

• Medical Village (MV) 
The Medical Village designation encompasses the planned and developing Metro Health 
Hospital and Metro Health Village near Byron Center Avenue and Gezon Parkway.  This 
area is emerging as a significant employment center and a signature use for the 
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community and the region. Its highly visible location and proximity to new housing make 
adherence to the village concept essential.  Key to the implementation of this concept 
will be the creation of a “campus” setting in which the many separate uses are integrated 
to function as a unified development.  Internal traffic circulation, harmonious 
landscaping, and pedestrian accessibility will be important elements of this concept. 
 

• Business Industrial (BI) 
The Business Industrial category will cater to a variety of employee intensive light 
industrial, office, research & development and medical support service uses.  In newly 
developing areas, such as along the M-6 freeway with its high visibility and excellent 
accessibility, a strong emphasis should be placed on building and site design for the 
uses that will naturally come to that area.  In mature areas where underutilized or vacant 
facilities must be reinvigorated, the primary emphasis must be placed on attracting new 
users and creating a stabilizing force for the surrounding neighborhoods. 
 

• General Industrial (GI) 
General Industrial areas will continue to be home to the most intense industrial 
operations within the city, which are least compatible with less intense residential and 
commercial uses. 
 

• Parks & Open Space (POS) 
The Parks & Open Space designation denotes the many recreation opportunities 
available to residents of the city and others from the surrounding region.  Uses in this 
category include non-motorized pathways, traditional park settings, nature preserves, 
and golf courses, as well as private open space provided in a number of PUDs 
throughout the south end of the city. 
 

• Schools 
One of Wyoming’s many assets is the variety of schools available to its residents.  
Within the city, options include a choice of six public school districts, parochial  
schools and charter schools.  Properties that are home to schools are intended to 
remain as such, and are designated as such on the Future Land Use map. 
 

• City Buildings 
The City Buildings designation represents public buildings such as libraries, fire stations, 
police and administrative buildings, as well as public utilities including water towers and 
wastewater treatment facilities. 
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Citywide Land Use 
 
Wyoming’s diversity is evidenced in its varied land uses ranging from heavy manufacturing to 
bustling commercial corridors to quiet residential neighborhoods. Despite the age of much of 
this development, physical conditions throughout the city are sound and very stable.  Few signs 
of deterioration exist and even the isolated areas of marginal conditions or vacant buildings 
present opportunities, rather than reason for alarm.  Therefore, this plan focuses mainly on 
those areas that challenge Wyoming to reinvent itself.  Defined sub-areas, generally coinciding 
with major street corridors or prominent intersections, are discussed in detail.  Land use on a 
citywide scale is addressed in broader terms, recognizing that much of the community is 
developed and occupied by appropriate and desirable land uses that will not and should not 
change. 
 
The city’s overall land use diversity is further mirrored within various land use categories.  For 
example, the industrial sector is wide ranging with several manufacturing, light industrial, 
electronics, and major distribution facilities found throughout the city.  Many of these are in 
concentrated employment centers, including well planned and designed industrial parks.  
 
Commercial areas are found throughout the city as well ranging from small, neighborhood 
services to large big box retailers.  The city’s most prominent commercial areas are the 28th 
Street and Division Avenue corridors, both of which are addressed separately later in the sub-
areas section.  Other prominent areas have emerged at 44th and Clyde Park, 54th and Clyde 
Park and just south of the Rivertown Mall on Wilson Avenue, while newly planned and/or 
redeveloping areas can also be found at the M-6/Wilson Avenue interchange and along 54th 
Street east of US-131. 
 
The city’s predominantly single-family residential 
neighborhoods, a major asset contributing to the city’s 
stability, are planned to remain as such for the most part.  A 
few specific isolated areas, however, are identified in the 
plan as future redevelopment locations.  New residential 
development is proposed across much of the city’s southern 
tier.  Where feasible the plan advocates that such new 
development be carried out as planned unit development (PUD) to promote a high level of 
quality and creativity, incorporating the abundant natural features and potential open spaces 
available in that sector of the city. 
 
For a city of its size and with housing more than 50 years old in parts of its north and east 
neighborhoods, Wyoming’s housing structural quality is surprisingly good.  Periodic drive-by 
surveys by city staff have confirmed there are no slum areas in the city and one reason may be 
the City’s 25 year Community Development homeowner housing rehabilitation loan program.  
Over 1,000 loans have been given to low and moderate income homeowners, mostly in the 
north and east parts of Wyoming.  Typically, when one house in a neighborhood is renovated, 
neighbors take notice and a couple more undergo renovation.  Historically, there has also been 
a strong market for investors to buy and renovate the older housing as rentals.   Finally, the 
City’s Inspection Department stays on top of housing complaints with strong code enforcement.   
 
With an aging housing stock and the recent economic trends that have resulted in layoffs and 
lower wage rates, it is important that Wyoming continue surveying housing conditions and 
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remain firmly committed to its code enforcement program.  Hopefully, HUD funds will remain for 
the Housing Rehabilitation Loan Program. 
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Sub-Areas 
 
Corridors serve as the backbone of the sub-areas and follow major roadway segments, typically 
arterials, where traffic carrying and land use functions may conflict.  Many of Wyoming’s 
commercial districts are confined to identifiable areas, typically surrounding a major intersection 
where uses of a complementary type are, or should be clustered.  In some instances such uses 
may comprise a definable “island” within a larger development.  While generally consisting of 
retail and office, such development nodes may also contain a mix of residential and other non-
residential uses.  The primary characteristics of such areas are: uses that are compatible, 
interrelated, and differentiated from their surroundings; they create synergy among the uses; 
and are tightly concentrated within a core area, as opposed to an elongated strip.  While some 
commercial areas in Wyoming are concentrated, most business activity is spread out in 
traditional strip style. 
 
Though the commercial strip has become the prevalent environment for commercial activity, it 
need not be the only venue.  The opportunities for new development within the city, as well as 
the challenges presented for redevelopment, invite a more controlled approach to creating 
business districts.  Rather than perpetuating the elongated ribbon of commerce along every 
major street, a concept to develop concentrated nodes promotes defined high activity service 
centers in specific locations.  Such a development pattern is beneficial for many reasons: 
 

• Concentrating businesses in a relatively small area invites synergy and higher levels of 
use between commercial establishments; 

• They can be planned and designed to serve as a distinct destination; 
• They can permit and encourage pedestrian activity; 
• Due to greater synergy between uses, auto trips can be minimized, thereby reducing 

congestion on the adjacent streets; 
• They can eliminate the clutter of miles of signs and parking lots lining busy streets; 
• They can improve traffic movement on arterial streets; and 
• They can create a sense of “neighborhood”. 

 
Such development patterns can vary widely in terms of size and the type and intensity of 
activity.  The Land Use Plan advocates the continuation and strengthening of distinct 
development nodes as one way to strengthen neighborhoods, to reinvent Wyoming as a unique 
and dynamic community, and to reclaim marginal areas of the city. 
 
The diversity and special needs of distinct areas of the city demand a Plan that is tailored to 
specific and individual neighborhood challenges, rather than a generalized one-size-fits-all 
approach.  The following describes Wyoming’s many distinctive sub-areas and offers 
recommendations for the future of each. 
 
Sub-areas were defined based on one or more of the following characteristics: 
 

• Areas of stability or prime examples of quality development that may be threatened by 
encroachment from incompatible growth. 

• Currently undeveloped or newly developing areas that need guidance. 
• Development that is not consistent with the existing character of an area or past trends. 
• Deterioration of existing buildings, presence of marginal land uses, and recurring real 

estate vacancies. 
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Sub-Areas 
 
1. Wilson Avenue – Grandville city limits south to M-6 
2. 44th Street – Grandville city limits east to Division Avenue 
3. Gezon Parkway/54th Street – Byron Center Avenue east to Division Avenue 
4. 60th Street – South of 60th Street, from Burlingame Avenue to US-131 
5. Clyde Park Avenue 
6. Division Avenue 

a. 44th Street south to 60th Street (south city limits) 
b. 44th Street to north city limits 

7. 28th Street – West city limits to east city limits 
8. Chicago Drive & Burton Street Areas – West city limits to east city limits along both 

streets, and north to city limits 
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WILSON AVENUE 
Grandville city limits south to M-6 
 
Overview 
 
The Wilson Avenue sub-area is a rapidly changing urban frontier facing both residential and 
commercial development pressures.  It is located in the southwest, or Panhandle area of the city 
and extends from the southern city limits of Grandville south to M-6.  The Rivertown Crossings 
regional mall and commercial district at the north end of the corridor and the M-6 interchange on 
the south will exert tremendous development pressures in the coming years.  Big box 
commercial, including a new members-only retail store, home improvement store and 
electronics/home appliance store, is already creeping south from Rivertown Crossings.  
Immediately south of that commercial expansion, formerly rural and semi-rural large lot 
residential areas are feeling pressure to convert to further commercial development.  Between 
52nd and 56th Streets, there is a mix of new planned residential development, existing homes on 
large lots, and business area.  From 56th Street south, the east side of the corridor remains 
largely open and undeveloped and is only punctuated by scattered single-family homes, 
although some development is already planned and approved.  
This area is planned to retain a predominantly office and 
residential character, with the heaviest commercial activity 
concentrated at the M-6 interchange.  The west side of the corridor 
contains a large planned unit development of single family and 
condominium housing, plus a planned neighborhood commercial 
area.  At the M-6 interchange, the west side is zoned for a 
commercial/office complex. 
 
Wetlands and other natural features found throughout the sub-area (including lands to the south 
in Byron Township) have an influence on development character because they can serve both 
as buffers between dissimilar land uses and as potential open space connectors for others. 
 
Wilson Avenue is an increasingly well traveled corridor; 
traffic counts taken in 2005 range between a low of 
14,000 vehicles per day at 56th and a high of 16,700 
vehicles per day at 52nd.  The cross streets, 52nd and 
56th Streets, experience similarly high numbers.  Wilson 
recently underwent  major reconstruction and was  
transformed into a four-lane boulevard.  This has  
improved traffic flow and changed overall corridor 
aesthetics.  This redesign will have major impacts on 
the character and quality of the area, through enhanced 
access management, a change in the streetscape and 
its visual quality, enhanced corridor visibility and landscaping. 
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Recommendations 
 
Wilson Avenue is the latest roadway corridor in Wyoming to be reconstructed as a boulevard.  
One result of a boulevard design is a reduction in left turn movements, which can enhance 
traffic flow and increase capacity.  The fact that Wilson Avenue will be configured as a 
boulevard, with limited full turn access, also helps control the spread of commercial 
development while creating a more hospitable atmosphere for residential. 
 
A boulevard will create a tree-lined corridor with few driver distractions (i.e. driveways, signs, 
etc.) and land uses that are separated from the roadway with ample setbacks and well-
vegetated earth berms.  This type of configuration is an appropriate setting to support residential 
growth while offering convenient access to a major arterial roadway and the M-6 freeway. 
 
Commercial Development (including retail and office components) should be consistent with the 
following guidelines: 

 
A. Limit commercial to areas that are already 

developed, currently developing, or near the 
M-6 interchange. 

 
B. Encourage comprehensively designed 

development projects, especially those of a 
larger size and scale using a planned unit 
development approach. 

 
 
 

C. Accommodate planned office service and commercial development at the northwest 
corner of the M-6 interchange and general commercial development at the northeast 
corner, utilizing wetlands and other existing natural features near the south city line to 
prevent commercial expansion to the north. 

 
D. Plan for new neighborhood commercial development and reuse at 56th and Wilson 

Avenue. 
 
E. Accommodate planned office uses at Wilson and 52nd. 
 
F. Provide automobile access to businesses via cross streets (52nd and 56th) or indirect left 

turns from Wilson Avenue. 
 
G. Establish site and architectural design standards to help guarantee desirable commercial 

development. 
 
Residential Development 
Residential development of varying densities and design should be located within the 
corridor. 
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A. Encourage comprehensively designed development projects, especially those of a larger 
size and scale using a planned unit development approach.  

 
B. Mixed and medium-high density residential should be permitted along the entire length 

of the corridor.  The highest development densities should be located at the north end, 
serving as a transition away from the Multi-Commercial Use development associated 
with the Rivertown Crossings commercial area. 

 
C. To improve traffic flow and enhance traffic safety, discourage direct access to Wilson 

Avenue while promoting interconnected roads that link with secondary streets. 
 
D. Require deeper setbacks (i.e. 50 to 100 feet) along Wilson Avenue to enhance the 

separation of land uses from the roadway and to provide ample space for buffers and 
parking lots. 

 
E. Buildings should be well designed and have consistent architectural treatments on all 

sides, especially when they are visible from Wilson. 
 
F. The rear yards of single-family homes that abut Wilson Avenue should be screened from 

view with landscaping, walls, fences and/or earth berms. 
 
Natural Features 
Because of extensive wetlands and woodlots all development should incorporate, conserve, and 
enhance natural features.  Natural features should be viewed as amenities that enhance 
development character, benefit intended users, and improve the overall quality of community 
life.  Interconnected off-street pedestrian/bike paths should be provided whenever possible, 
though on-street paths may be necessary in already developed neighborhoods. 
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44TH STREET 
Grandville city limits east to Division Avenue 
 
Overview 
 
The 44th Street corridor is a blend of development styles and land uses that span a long time 
frame.  From Wyoming’s western border with Grandville to its eastern border with Kentwood, 
development includes newer suburban style residential and commercial consisting of mixed 
uses and densities, middle aged big box/strip commercial development, and older single-family 
grid neighborhoods adjacent to traditional “crossroads” style commercial often found at highly 
traveled intersections.  There is also some small industrial frontage.  As a result of the 
chronology of development, several distinct commercial areas have evolved along the corridor, 
which are shown on the adjoining map, and are described in the following.  
 
Established in the early ‘70’s as a unique amenity in one of the metro area’s first large-scale 
planned developments, the commercial area on the north side of 44th near the Grandville city 
limits is part of the Ramblewood apartment complex.  Initially, uses consisted of a neighborhood 
scale strip center, restaurant, bank, offices, and racquet club.  In subsequent years other 
business activity has been drawn to the area, bringing day care, an auto wash, and more 
restaurants and offices near the original center.  This area remains a classic example of a 
live/work environment based on a multi-use development concept.  With the arrival of the 
Rivertown Crossings and the inevitable out-lot development that has migrated east and west 
from the mall, this area (only one mile east of the mall) could eventually be engulfed amidst a 
creeping expanse of more restaurants and strip centers that 
the city should resist.  While somewhat architecturally dated, 
the business core, although still removed from the growing 
regional commercial center to the west, remains healthy and 
provides convenience goods and services within easy walking 
distance of a sizable population. 
 
The uses at the intersection of 44th and Byron Center range 
from single-family residential, to small offices, to a gas station 
convenience store and a church with an associated parochial school.  Because of its proximity 
to commercial development just to the west at the city limits and to the east at Burlingame, no 
additional commercial expansion should take place.  
Any redevelopment opportunities should follow 
design standards that promote integrating and 
blending uses into the residential fabric of the 
neighborhood. 
 
The commercial area at Burlingame Avenue is very stable and has effectively integrated 
residential, office, and small-scale retail/service commercial uses as part of a broader 
development pattern.  Constructed at least 20 years ago it is a prime example of suburban-style 
multiple use development, which consists of a neighborhood scale strip center, professional 
offices, garden apartments, and single-family housing.  Business uses are clustered in a fairly 
compact arrangement and are integrated architecturally with multi-family residential 
development.  Though not likely to change in the near future, this area does represent a quality 
of development that has been self-sustaining and serves as a good example for other 
developing areas to emulate. 
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Commercial development at Clyde Park and 44th represents a concentration of primarily retail 
uses, a few of which are at risk or deserve special attention.  Wyoming has large amounts of 
commercially designated property located throughout the city and much of it is in older 
neighborhoods.  Unfortunately, many of the existing stores no longer meet contemporary retail 
site area requirements and architectural design standards. 
 
Consequently, Wyoming has a surplus of older, less desirable, properties that are unable to 
compete with newer, prime locations such as those near Rivertown Crossings, M-6 or even at 
54th and Clyde Park.  In fact, many older commercial areas appear to be experiencing a drop in 
quality with marginal businesses tending to migrate to such locations, resulting in buildings and 
grounds that look neglected.  As a gateway/interchange area, 44th Street and Clyde Park 
represents a formerly intense, but somewhat aging and declining, commercial area. 

 
The 44th and Clyde Park commercial area is one of 
Wyoming’s key gateway entrances from US 131, a 
gateway into an otherwise very strong and desirable 
development corridor.  Unfortunately, the land use 
pattern at 44th Street and Clyde Park Avenue is fairly 
typical of suburban style highway commercial 
development, with older big box stores that have very 
large unadorned parking lots, a highway-serving 

hotel, a gas station with convenience store, drive-through fast food restaurants and light 
industrial.  Given its excellent location at a US-131 interchange, the long-term redevelopment 
prospects for this commercial area could be very promising. 
 
East of US-131, 44th Street contains a mix of older single-family residential and office uses 
occupying the street frontage between Magnolia and Pinehurst Avenues.  Though stable now, 
these established uses will be subjected to significant impacts that result from the planned 
reconstruction of 44th west of Division Avenue; a continuation of the 44th Street reconstruction 
east of Division.  One of the main impacts will be realigned curb sections to accommodate new 
indirect, or “Michigan left” turns.  This will significantly reduce already shallow front yards 
making existing residential use along this highly traveled corridor even less desirable.  
Therefore, the continued viability of residential is questionable, whereas office uses would be 
more likely to succeed and act as a visual and land use transition to adjacent neighborhoods 
that are more protected from roadway impacts. 
 
As a regional east/west arterial, 44th Street has 
traditionally been one of the busiest streets in the 
city.  It is one of the few routes that traverses the 
entire metro area and provides direct access to the 
Gerald R. Ford International Airport.  However, 
recent counts indicate that traffic volumes may have 
peaked and stabilized, perhaps due to the opening of 
the M-6 freeway, making traffic management along 
the corridor much more feasible.  As such, it is 
important to maintain the 44th Street corridor in its 
current configuration to preserve its visual 
attractiveness.   
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Recommendations 
 
A. No additional commercial development should be permitted along 44th Street except for 

limited residential to office conversions, or new residentially scaled offices east of US -
131 and the redevelopment of existing commercial at Clyde Park Avenue/44th Street. 

 
B. New residential opportunities are limited; however, where potential exists, or in the case 

of redevelopment, it should be fully integrated with the character of the surrounding 
neighborhood. 

 
C. Improve and reinvigorate the 44th and Clyde Park commercial area and strengthen this 

key community entrance by: 
 
1. Encouraging the conversion of light industrial to commercial land uses near the 

intersection of 44th and Clyde Park. 
 
2. Promoting a development pattern that highlights and reinforces the intersection 

as an architectural gateway by siting buildings closer to the right-of-way with 
parking located either to the side or behind buildings. 

 
3. Softening the transition from commercial to light industrial by requiring 

appropriate site design and landscape standards to screen service and 
maintenance areas, landscape parking lots and promote architectural design that 
minimizes blank, expansive walls and locates office areas at the street side of a 
building. 

 
4. Supporting the redevelopment of marginally performing strip development with 

specialty retail, service or small-scale live/work units. 
 

5. Redeveloping the southeast corner of 44th and Clyde Park using contemporary 
planning principles such as:  blended land uses that may include lodging, retail, 
and services (including restaurants and/or entertainment venues), buildings and 
parking lots that are adequately set back from rights-of-way; a streetscape that 
includes a landscaped front yard, street trees, low hedges or earth berms to 
screen vast parking areas; and buildings that contain windows facing the street 
which minimize blank unadorned facades. 

 
6. Discouraging subdivision of the property unless part of a comprehensive 

redevelopment proposal. 
 

7. Establishing access management techniques such as inter-connected parking 
lots, minimum curb spacing requirements, shared access, and full-turn access 
limited to key locations. 
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GEZON PARKWAY/54TH STREET 
Byron Center Avenue east to Division Avenue 
 
Overview 
 
The Gezon Parkway/54th Street corridor contains an even greater range of land uses than 44th 
Street.  While land use west of Byron Center Avenue is primarily residential, it is mostly 
nonresidential to the east, beginning with the planned Metro Health Hospital and surrounding 
Health Village, before bisecting a major industrial park.   
 
The hospital campus, currently under construction, is 
ideally located between Gezon Parkway and M-6 within 
the northeast quadrant of the Byron Center/M-6 
interchange.  It enjoys excellent access, is highly visible 
from the freeway, and serves as an appropriate 
transitional use between the existing and planned 
industrial to the east and residential to the west.  The 
institutional nature of the hospital, coupled with the future 
development of related offices and commercial services, 
creates an opportunity to establish a high quality 
gateway at this key southern entrance into Wyoming. 
 
To the north of the hospital campus, existing and planned commercial land uses encompass the 
areas surrounding the corners of 56th Street/Gezon Parkway and Byron Center Avenue.  Typical 
of a suburban commercial pattern, the eastern corners contain a gas station/convenience store, 
a fast food restaurant, carwash and two banks.  A variety of land uses define its edges including 
single-family homes, newer multifamily units, public parks and utilities. 
 
Development here is new and contemporary and very “suburban” in character exhibiting 
generous building setbacks, landscaped front yards, and large parking lots that are visible from 
the street.  Future development and surroundings should be consistent with and reflect this 
established character.   
 
Byron Center Avenue has recently been reconfigured into a four-lane boulevard.  This has 
decreased direct left turns, which reduces the impact of frequent curb cuts into individual 
properties.  Currently, Byron Center/Gezon/56th is one of the busier intersections in south 
Wyoming and significantly more traffic can be expected in the future.  To deal with such issues it 
will be essential to employ access management techniques to address congestion and traffic 
safety issues.   
 
In the vicinity of Burlingame Avenue there are a large number of new industrial uses and there 
is still vacant land available for additional industry.  The land uses here are all relatively well 
conceived, aesthetically pleasing, and do not present environmental problems. 
 
Further east on the corridor near US-131, intense commercial development, especially big box, 
is located on the west side of the expressway while on the east side, along 54th Street, it 
consists of various light industrial uses and a blend of residential and commercial uses.  Traffic 
counts in this area compare with those found on 44th Street, due to proximity of the US-131 
interchange.  While land uses on the north side of 54th Street east of US-131 are heavy 

 



FUTURE LAND USE 
CITY OF WYOMING        LAND USE PLAN 2020 

FUTURE LAND USE 29 

commercial and light industrial, older single-family residences dominate the south side.  
Because of the high traffic volumes and the intensity of land uses on the north side, the long-
term viability of single-family homes fronting on 54th Street may be limited; therefore, office 
service commercial use may make more sense. 
 
The current mixture of uses, coupled with high traffic volumes and deteriorating business 
conditions also threaten the continued stability of the 54th Street and Division Avenue 
intersection and its surrounding neighborhood.  Unlike the opportunities posed by the hospital 
campus for new development, the area surrounding the Division Avenue intersection with its 
collection of varied uses, many of which are decades old, is in need of redevelopment (see 
Division Avenue discussion for specific recommendations). 
 
Recommendations 
 
Metro Health Hospital & Metro Health Village 
For areas adjacent to and encompassing the hospital campus, the focus should be on creating 
and protecting a high quality image through site and building design. The city should use its 
PUD, site plan review and special use authority to require quality building design, materials and 
prominent landscaping.  Building rears, unsightly loading areas, and mechanical equipment 
should be screened from view of M-6 and other adjacent roadways.  Pathways, including a 
proposed trail along M-6, and sidewalks should be provided and be integrated with natural 
features and surrounding neighborhoods.  

 
The city’s PUD-3, Health 
Care District, provides 
flexibility in design 
objectives and quality 
standards for this area.  
However, Metro Health 
officials and the developer 
partner are providing the 
needed requirements in 
property deed restrictions 
to ensure that quality is 
achieved.  PUD approvals 
by the city will also help 
assure higher-grade 
development here. 
 
 
 

56th Street/Gezon Parkway and Byron Center Avenue 
Shared parking and vehicular access should be encouraged for the commercial areas.  
Buildings that are located close to the street should be single story and reflect a residential 
character, such as gabled roofs, ample windows and a four-sided architectural design.  
Buildings that are positioned further from the street should be no more than three stories and 
also present a similar quality architectural image.  
 
Controlling the spread of non-residential development in the vicinity of the hospital campus and 
freeway interchange is critical, particularly along Byron Center Avenue north of Gezon Parkway, 
since the character of this area is decidedly residential.  The hospital campus can be entirely 
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compatible with current and future residential development to the north and west; provided 
adequate buffers, attractive design, and managed access are required.  Pressure to convert 
vacant residential land to non-residential use should be vehemently resisted, except where it is 
consistent with this Plan.  Such uses should be limited to the hospital campus, itself, or to 
established and confined intersection locations. 
 
The following concepts should also be employed:   
 
A. Adopt driveway spacing requirements based on traffic speeds, sight distances, turning 

movements, and similarly defined factors; 
 
B. Require cross access agreements between adjoining properties;  
 
C. Align driveways on opposite sides of the street, where feasible (unless separated by a 

landscaped median). 
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60TH STREET 
Both sides of 60th Street, between Burlingame Avenue and US-131 
 
Overview 
 
M-6 serves as the southern boundary of this sub-area.  The sub-area has excellent interchange 
access to both M-6 and US-131, which results in high visibility for adjacent development.  While 
60th Street provides primary local road access, improvements will be needed to accommodate 
future development.  The US-131 expressway forms the eastern boundary while Metro Health 
Hospital’s new campus is located to the west and northwest. 
 
Byron Township is located south of 60th Street.  While this area could be subject to an Act 425 
cooperative agreement between the Township and Wyoming (Metro Health Hospital had a 
similar agreement for a portion of their property), Township officials have advised that they will 
be able to service this area with utilities.  Since the Act 425 
may not be needed the following comments are only 
suggestions to promote compatibility between the two 
communities.   
 
The sub-area is planned and partly zoned for industrial 
development on both sides of 60th Street, but its current 
use is predominantly agricultural and residential.  In a way 
the area presents itself as a blank slate compared with the 
industrial area just to the north and the hospital campus to 
the northwest, since to date no infrastructure 
improvements have been made or planned. 
 
The area’s Future Land Use designation as a major 
employment park (Business Industrial) should reflect a 
character that is much different from conventional 
industrial development.  Given its prominent location and 
visibility, coupled with the highly uncertain future of the 
industrial/manufacturing economy, not just regionally but 
statewide and even nationally, reliance upon traditional 
industrial and manufacturing uses in this location is not 
appropriate.  That does not suggest that industrial 
operations should be discouraged. However, an effort 
should be made to attract companies with a significant 
employment base and/or ones that have a functional 
relationship with the adjacent medical campus – high tech, 
medical related, office, or research and development.  
Certainly, the basic warehouse or distribution center does not fit such a concept. 

Discourage Low Quality Design 

Expect High Quality Design 

Western Michigan University 
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Recommendations 
 
A. Major city streets should be constructed as boulevards to 

establish a clear hierarchy, complement the surrounding area 
and contribute to a “campus” setting. 

 
B. Multi-story buildings with “four sided” architecture should be 

encouraged. 
 
C. Multiple uses on development sites and mixed uses within 

buildings should be permitted and encouraged. 
 
D. “Finished” building materials should be required throughout 

the area to ensure an image of quality and compatible character. 
 
E. Develop specific site and architectural design standards in the zoning ordinance that 

would apply to areas adjacent to M-6. 
 
F. A proposed M-6 regional non-motorized trail would traverse this area and should be 

incorporated into local planning and design. 
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CLYDE PARK AVENUE 
 
Overview 
 

Clyde Park Avenue is a major north/south arterial road 
that parallels US-131 and its geometric configuration 
varies from four to five lanes to a four-lane boulevard 
section.  Land uses along its northern half (44th north) 
are distinctly different from those along its southern half 
(44th south).  North of 44th Street land uses are 
predominantly residential, with commercial located at 
28th, 36th and 44th Street intersections.  These 
commercial areas are a vital part of the corridor and are 
well integrated with surrounding neighborhoods, which 

include a number of churches and schools.  Generally, it is an area of very stable and desirable 
single-family neighborhoods and the zoning pattern corresponds with existing land use patterns. 
 
At the 28th Street and Clyde Park intersection, east of the Downtown Center, there are some 
newer uses, but also a few marginal commercial land uses consistent with a pattern of low 
quality strip development.  Although its location close to the 28th Street/US-131 interchange is 
advantageous, the viability of commercial use is affected by current parcel depth and the 
original site and building configuration that leaves little room to adequately accommodate 
parking, sidewalks and landscaping. 
 

A distinct neighborhood commercial area is located 
at 36th Street and Clyde Park Avenue.  It has a 
grocery store, restaurants, retail businesses and 
office services that are supported and 
complemented by a variety of residential uses and 
neighborhood schools.  At the eastern edge of this 
area, there is a mini-storage facility located 
adjacent to US-131.  Though the area could use 
some refreshing, limiting commercial expansion will 
help maintain the quality of its neighborhood 
character. 

 
South of 44th Street, the character of the street 
changes dramatically, giving way to general 
commercial, including big boxes that are clustered 
near the 44th and 54th Street intersections.  Light 
industrial makes up the remainder of the corridor 
and includes the United Parcel Service distribution 
center, semi-tractor sales/repair establishments 
and small manufacturing facilities. 
 
The point of transition from residential to non-
residential is evident at 44th Street, where a mix of 
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intense commercial (i.e. big box, fast food, a convenience store, and hotel) and light industrial 
(i.e. truck-trailer manufacturer) uses converge in the midst of a manufactured home community 
and apartment development. 
 
Recommendations 
 
The overall land use concept for the corridor is to preserve and protect the existing residential 
areas north of 44th Street, which represent some of Wyoming’s strongest neighborhoods.  No 
additional commercial development should be permitted along Clyde Park in this area, except in 
existing commercial areas at the 28th and 44th Street intersections.  The latter area should be 
considered for redevelopment to create a stronger, more unified community gateway image 
(see 28th and 44th Street discussions for specific recommendations).  South of 44th Street, the 
current commercial and light manufacturing patterns should be maintained. 
 
Clyde Park Avenue’s boulevard configuration is a design feature that helps unify the various 
land uses and neighborhoods found along its length.  It is an attractive front door to these areas. 
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DIVISION AVENUE 
 
Overview 
 
Division Avenue is a heavily traveled north-south four lane arterial road with a predominantly 
strip commercial character.  It spans the cities of Wyoming, Kentwood and Grand Rapids and, 
prior to the development of suburban malls in the 1960s and ‘70s, it was a principal shopping 
street for the region.  Only downtown Grand Rapids enjoyed greater prominence. 
 
Much of the corridor forms a dividing line between 
adjacent jurisdictions.  North of 28th Street the east 
side is located in Grand Rapids; just to the south of 
28th Street Wyoming straddles both sides; while 
south of 44th Street the east side is located in 
Kentwood.  This jurisdictional split complicates 
attempts to implement a comprehensive 
improvement program for this business district.  
There are a number of other issues that make the 
Division Avenue corridor both unique and 
challenging from a redevelopment standpoint, such 
as limited parcel size, its proximity to stable residential neighborhoods, commercial and office 
enterprises with a low level of pedestrian activity, constrained traffic and pedestrian movements, 
minimal building setbacks, insufficient parking, and a changing demographic cross section. 
 
As a major regional street, Division Avenue 
experiences high traffic volumes and is served by 
The Rapid, the metropolitan area’s public 
transportation system.  Although Division Avenue 
has been discussed as a potential corridor for a 
regional fixed guideway transit system (i.e. light 
rail), it does not appear to be a feasible option at 
this time.  However, improvements to current bus 
service are likely and perhaps even a trolley 
system; therefore, future development patterns 
should focus on promoting and enhancing public 
transit use. 
 
Individual efforts to revitalize the Division Avenue corridor have been undertaken in all three 
communities that share this corridor.  These activities, however, have generally been 
fragmented, focusing on narrow sub-areas, rather than the entire corridor.  Newly enacted State 
legislation could offer an opportunity to take a more comprehensive approach to improving this 
corridor.  Act 280 of 2005, the Corridor Improvement Authority Act, would permit the creation of 
a Corridor Improvement Authority, with powers similar to those of a Downtown Development 
Authority.  Under the Act, local governments may create an Authority to improve older, 
predominantly commercial, corridors using funding mechanisms such as Tax Increment 
Financing and bonds.  Some parameters that must be followed by the community include 
expedited permitting and inspection processes, and master planning for walkable, non-
motorized interconnections, including sidewalks and enhanced streetscapes.  Though primarily 
intended for a single community, the Act does allow multiple jurisdictions to work cooperatively 
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and create a multi-jurisdictional authority.  Other possible strategies that should be considered, 
either independently or in conjunction with creating an Authority, include offering incentives such 
as increased residential densities and expedited project reviews to entice developers to initiate 
positive change. 
 
The Division Avenue Commercial (DAC) land use designation is established to emphasize the 
unique character of this corridor in contrast with the other commercial strips within the city.  For 
ease of reference the Division Avenue corridor has been divided into two sections: the area 
north of 44th Street and the area south of 44th Street. 
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North of 44th Street 
 
Overview 
 
A number of factors inhibit large-scale redevelopment on Division Avenue between 28th and 44th 
Streets.  These include small parcel sizes, numerous automotive related businesses and other 
commercial uses that do not readily adapt to walk-in shopping.  Another issue is constrained 
access to Division Avenue via east-west streets between 28th and 32nd Streets.  These streets 
have been cut off from Division by cul-de-sacs, perhaps initially done to limit cut-through traffic 
in a very stable residential neighborhood.  This street pattern is very typical of suburban 
subdivisions but is out of character in an urban environment such as this.  These dead-end 
streets have added traffic to the already high volumes at four major intersections (Division/28th; 
Division/32nd; 32nd/Buchanan; and 28th/Buchanan) and have limited automobile access from 
adjacent neighborhoods to commercial areas.   
 
The objective for this section of Division Avenue is to reinvigorate it by adding more residents 
and more active, pedestrian supportive commercial uses and streetscape improvements.  The 
redevelopment of underutilized or marginal properties to residential use, and a focus on quality 
building, site and streetscape design improvements are again over-riding planning strategies.  
Because there are a significant number of vacant storefronts, as well as many low-activity 
commercial uses, no additional commercial development is recommended.  Instead, efforts 
should focus on retaining existing businesses, such as Godwin Hardware, while attracting new 
businesses to reoccupy underutilized buildings or to replace existing less desirable enterprises. 
 
Recommendations 
 
Although the character of the Division Avenue corridor varies by geographic location there are 
some consistent overarching design ideas for its future.  Recommendations include: 
 
A. Continue implementing streetscape improvements along Division Avenue.  Given high 

traffic speeds and volumes and the challenges associated with maintenance a parkway 
(the area between the sidewalk and the curb) planted with grass is not a viable design 
solution.  Therefore, parkways should be paved using either textured concrete or 
concrete pavers with an ample area devoted to street trees and pedestrian scaled street 
lights.  This will help soften the harsh nature of the multi-lane street. 

 
The major impediment to establishing trees in paved urban areas, however, is the lack of 
an adequate soil volume needed for root growth.  Soils under pavement are highly 
compacted to meet load-bearing requirements and engineering standards.  This often 
stops roots from growing, causing them to be contained within a very small area without 
adequate water, nutrients or oxygen.  
 
Subsequently, urban trees with most of their roots under pavement grow poorly and die 
prematurely.  Using federal Community Development Block Grant funds, city officials 
have largely addressed this issue over the past four years with the replacement of all the 
street trees in the parkway of Division Avenue from 28th to 44th Streets.  The old trees 
were overgrown, extending through overhead utility lines and were poorly shaped due to 
utility company pruning.  The new trees will not grow into the utility wires; they have 
been planted within containers to control root growth and contain rainwater.  This 
technique should be used for any further tree planting along Division Avenue. 
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B. Provide twelve to fourteen foot wide sidewalks where feasible that can also 

accommodate appropriately spaced sheltered transit stops. 
 
C. Parking lots that are situated adjacent to sidewalks should be screened using a 

minimum ten foot wide greenbelt.  Greenbelt design options include: low hedges 
combined with canopy trees; low brick screen walls in combination with shrubs and 
canopy trees; low wrought iron style fences in combination with brick piers; hard surface 
areas paved with textured concrete, concrete or brick pavers, which also accommodate 
low curbed planters containing street trees and shrubs. 

 
D. Promote commercial land uses located at street corners that generate high volumes of 

activity such as restaurants, coffee shops and specialty markets. 
 
E. Buildings should be constructed of high quality materials reflecting traditional 

architectural design principles such as recessed windows and entrances, building fronts 
that are divided into distinct architectural bays rather than monolithic facades, windows 
that constitute at least 60% of a front façade, recessed building entrances that orient to 
the street, parapet walls to increase the apparent height of one-story buildings; a simple 
architectural design; traditional angled canvas awnings; and appropriately scaled signs. 

 
F. Small lots should be combined where possible; at a minimum they should be 

redeveloped simultaneously to facilitate a coordinated and improved development 
pattern. 

 
G. Facilitate the use of public transit by providing: sheltered transit stops; where possible, 

provide bus pullouts outside travel lanes; and increase residential densities within the 
corridor. 

 
H. To enhance continuity, establish an overall streetscape design for Division Avenue that 

is coordinated with surrounding jurisdictions. 
 

I. To help reinforce and highlight major streets and 
to provide opportunities for mixed-use 
development with upper level residential, 
encourage and promote two and three story 
buildings, especially at major intersections. 

 
J. Support the development and maintenance of 

alleys to provide rear access for parking lots, 
businesses and service areas. 

 
K. Eliminate curb cuts wherever an opportunity is presented; avoid new ones except when 

other alternatives are not possible. 
 
L. Provide underground utilities, but if that is not possible accommodate overhead lines 

within alleys or at the rear of properties. 
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M. Target strategic parcels for high density residential redevelopment including: 
 

1. The current motel site north of 40th 
Street 

 
2. The former Hope Network site 
 
3. Other sites recognized in the Anderson 

Economic Group reports dated October 
2004 

 
N. Explore an extension of the bike trail north to the 

Hope Network site and northward to the city 
limits via Buchanan Avenue. 
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44th Street south to 60th Street (south city limits) 
 
Overview 
 

A distinct commercial area is located at the 
intersection of 44th and Division and is currently 
characterized by a mix of contemporary 
automobile-oriented uses that are located 
alongside traditional commercial development 
where buildings are placed closer to and orient 
toward the street as opposed to intervening 
parking lots.  Located in the City of Kentwood, 
the development pattern on the northeast 
corner of this intersection is one of a pre-World 
War II design, with narrow building frontages 
and common walls, while the other three 

corners (the southeast corner is also in Kentwood) feature a post World War II pattern of newer 
development that is clearly geared toward the automobile.  The most obvious example is the 
gas station/convenience store on the southwest corner. 
 
Marginal automotive and general retail uses, underutilized manufactured home sales lots, light 
industrial uses, a public school and a few single-family homes characterize Division Avenue 
south of 44th on the Wyoming side.  Many of the nonresidential uses suffer from a general lack 
of upkeep, creating a perception of decline. 
 
Recommendations 
 
The goal for Division Avenue is to reinvent and reinvigorate the corridor by increasing the level 
of activity and intensity of use.  This can be accomplished in part by promoting residential 
development and more stable commercial land uses.  The overall concept is to redevelop 
underutilized or marginal properties with residential, thereby increasing the population to 
support businesses, to improve the potential for transit use, and to focus on the aesthetics and 
functionality of buildings and infrastructure.  The element of design is a very important 
consideration in the rebirth of the Division corridor. 
 
As the area continues to become more culturally and ethnically diversified, development efforts 
should embrace this trend and continue to make Division Avenue a unique destination for the 
region. Ethnic restaurants and cultural attractions within defined areas of the corridor could 
become regional attractions. 
 
Division Avenue between 44th and 50th Streets 
Division Avenue between 44th Street and 50th Street should be designed to reflect a more urban 
theme clearly differentiating it from the area south of 50th Street, which has a more suburban 
appearance and setting.  While this section of the corridor can also be said to have a suburban 
look, with parking lots located between buildings and the street, various techniques can be used 
to reinforce a more desired urban pattern that enhances pedestrian activity.  Due to its similarity 
to the area north of 44th Street, recommendations for this area are the same as items A through 
L, on pages 42 – 44. 
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50th Street south to 60th Street 
Given the number of large parcels redevelopment of this area should be undertaken in a 
coordinated fashion and a piecemeal approach should be avoided at all costs.  This is perhaps 
one of the greatest opportunities to control strip commercial along Division Avenue while 
promoting in its place a concept that focuses on mixed-use development that is complementary 
to Division Avenue Commercial (DAC) concepts but reflects a more traditional suburban style 
pattern.  Features include increased parking lot setbacks and buffer areas, softer landscape and 
streetscape treatments, residential uses at medium-high density, with a small amount of high 
quality commercial development at the Division Avenue intersection with 60th Street.  Specific 
recommendations include: 
 
A. Provide an opportunity for live-work units as part of an overall mixed-use concept. 
 
B. Incorporate ground floor retail and office uses with residential above. 
 
C. Implement an architectural theme that is based on strong design principles stressing: 

quality materials; the avoidance of long unbroken building expanses, monolithic building 
facades and rooflines; clearly defined entrances; ample windows; and residences that 
are not dominated by garage doors. 

 
D. Permit residential densities higher than those of surrounding single-family 

neighborhoods. 
 
E. Adhere to access management principles. 
 
F. Eliminate industrial uses and modular home sales between the bike trail and Division 

Avenue. 
 
G. Establish a traditional, interconnected north-south/east-

west street pattern within new neighborhoods. 
 
H. Emphasize a development pattern that safely and 

comfortably accommodates pedestrians by providing 
sidewalks and pathway connections to the bike trail and 
public transit on Division Avenue. 

 
I. Accommodate a small area of neighborhood 

convenience commercial at the corner of 60th and 
Division that is developed in conjunction with the surrounding residential areas. 

 
J. Accommodate and maintain alleys, where feasible, to access residential parking and 

businesses and to reduce curb cuts on Division Avenue. 
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28TH STREET 
West city limits to east city limits 
 
Overview 
 
Decades ago, 28th Street replaced Division Avenue as a preferred shopping destination.  
Rogers Department Store, Studio 28 Theatre, Wyoming Village Mall and various other retailers 
and commercial attractions followed, creating a strong magnet for shoppers from a wide area.  
The corridor developed in a classic strip-commercial pattern, signaling the predominance of the 
auto-oriented business corridor over the pedestrian-oriented concentrated pattern found in 
downtowns. Now, like Division Avenue before it, 28th Street is suffering the effects of competing 
business centers and the buying public’s fickle preferences for ever newer and glitzier 
opportunities.  Rivertown Crossings, a major regional mall on Rivertown Parkway in Grandville a 
few miles to the south, along with the customary businesses that follow such anchors, has taken 
its toll on 28th Street businesses.   
 
To address these issues, in March 2012 the City of Wyoming adopted the Turn on 28th Street 
Sub Area Plan for this area (see Appendix 1B). The Plan was the result of a year long planning 
process which included planners, designers, economists and transportation experts working 
with an advisory group of Wyoming leaders to craft a vision that was shaped by extensive public 
outreach. The Plan provides the framework to guide an economically and physically sustainable 
redevelopment pattern. The principles of suburban retrofitting were used to encourage the 
incremental transformation of this corridor into an economically diverse mixed-use town center 
that will eventually provide a place-based urban core for the City of Wyoming. 
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The commercial area east of Clyde Park 
and west of US-131 is critical to the 
improvement of the entire corridor.  Given 
its location near such a major highway 
interchange and its importance as a 
gateway into Wyoming, the objective is to 
set a new tone for the area.  Further, 
commercial creep into largely stable, 
adjoining, single family neighborhoods 
should be avoided except where parcel 
depth clearly limits the ability to successfully 
accommodate redevelopment.  In such 
cases, commercial expansion should be 
kept to an absolute minimum and permitted 

uses should be limited to those that have minimal neighborhood impacts.  The redevelopment of 
parcels that abut residential must be undertaken in such a way that the design interface 
between two differing land uses is given maximum attention.  Unless that interface results in 
softening the impacts on residential neighbors and the development of a high quality 
commercial environment, further encroachment should be prohibited.  A complementary design 
theme, derived from the concept for the Downtown Center, should also be implemented to help 
establish this area as a key 28th Street entryway, while also creating a connection to the 
proposed mixed-use village east of US-131 at Division Avenue and 28th Street. 
 
Limited parcel depth also constrains access management opportunities, but direct access to 
28th Street should be reduced.  In order to accommodate adequate view corridors for the large 
daily traffic volumes that pass through the area, substantial setbacks should be preserved 
where already established, or provided when the opportunity arises. 
 
One neighborhood adjoining 28th Street that could possibly experience a long-term 
preservation/improvement program, potentially resulting in increased retail sales for 28th Street 
businesses, would be the area bounded by 28th/Byron Center/Porter/Burlingame.  Several years 
ago the Wyoming Historical Commission, coupled with some area residents, proposed the bulk 
of this area as an historical district.  Their consultants provided a report documenting the area’s 
historic qualifications.  However, at a Planning Commission public hearing on the subject, the 
majority of those in attendance opposed it.  The Planning Commission recommended against it 
and the City Council did not agree to establish the district.  Currently, representatives favoring 
district designation would like to have it reconsidered.  Statistics generally show that in the long 
run historic district designation may result in raising property values, but with higher housing 
rehabilitation costs.  This suggests that new residents in historic districts may have higher 
household incomes and, therefore, more money to spend for retail sales.  City officials may wish 
to consider a more detailed investigation and some form of polling to reconsider resident 
interest in such an historic district.  
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Recommendations 
 
The creation of an urban core 
center between Clyde Park 
and Burlingame should be 
aggressively pursued as a top 
priority by Wyoming.  Details 
for the downtown are 
described in the Turn on 28th 
Street Sub Area Plan.  It 

emphasizes an economically diverse mixed use town center. 
 
Other recommendations for the 28th Street corridor outside the downtown center area include: 
 
A. Multi story buildings that are designed with development bays that give the appearance 

of having narrow store frontages of approximately 25 to 50 feet. 
 
B. Ample front yard building and parking lot setbacks. 
 
C. Parking lots that are located between the 

fronts of buildings and the street but are 
sufficiently set back to accommodate 
sidewalks, grassed parkways, and 
appropriate landscaping to screen cars. 

 
D. Although some 28th Street parcels are too 

small to accommodate contemporary site 
and building requirements, commercial 
encroachment into surrounding residential 
neighborhoods should be discouraged except where redevelopment options are limited 
by parcel size and/or configuration.  These limitations particularly apply to two areas: 1) 
on the south side of 28th Street between Division and Buchanan and 2) on the south side 
of 28th Street between Clyde Park and the US-131 on-ramp.  The city, however, must 
carefully consider the type of proposed commercial and its potential impact on adjacent 
residential and the site design interface between land uses before committing to any 
further expansion.  

 
E. Build on a design concept that is complementary to the one established for Downtown 

Wyoming including: 
 

1. Mix retail, office and residential uses 
in two and three story buildings. 

 
2. Establish design standards that 

include minimum transparency 
requirements for building facades, 
and lighting and landscape 
requirements.  
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3. Permit parking lots that are located between the fronts of buildings and the street 
but that are sufficiently set back to accommodate sidewalks, grassed parkways, 
and appropriate landscaping to screen cars. 

 
4. Add access management requirements (i.e. limit the number of curb cuts, require 

access from side streets or alleys, creation of frontage roads or alleys, requiring 
cross access agreements, etc.) to the city zoning ordinance in the form of an 
overlay district.  The requirements of the overlay district would apply only to 
those properties within the boundaries of the overlay; the requirements would not 
be applicable to other properties outside the overlay district.  The boundaries of 
the overlay district should include all new development and redevelopment 
projects along 28th Street that have frontage and/or access to 28th Street. 

 
5. Incorporate additional site plan review standards into the ordinance to ensure the 

economic longevity of the corridor, keep 28th Street competitive, and create a 
more attractive image for the community.  These can be items such as requiring 
proof of financial capability to complete a project, feasibility and/or market 
studies, design drawings, etc. 

 
6. Further study to determine whether the area generally bounded by 28th/Byron 

Center/Porter/Burlingame should be made an historic district. 
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28th Street & Division Avenue 
 
Overview 
 
This area is characterized by assorted 
retail and service uses whose age, 
viability and appearance span a wide 
spectrum.  A gas station, pharmacy, 
restaurant, veterinary clinic, various 
retailers and lodging are clustered near 
this busy intersection.  Along the south 
side of 28th Street, between Buchanan 
and Division Avenues, retail uses confined 
to shallow lots line the street, while the 
area further to the south can be 
characterized as a modest but stable and 
well-maintained single-family 
neighborhood.  Although an elevated 
railroad crossing over Division Avenue to 
the north of 28th forms a possible gateway 
to the area, the rail line does affect and 
limit cross-access among the properties 
on each side of it. 
 
Recommendations 
 
Due to its location at a major intersection, its adjacency to 
Division Avenue (which is being considered for some form of 
regional transit, and is the municipal boundary between 
Wyoming and Grand Rapids) and the mixed-use designation 
of properties on the east side of Division in the recently 
completed City of Grand Rapids Master Plan, it only makes 
sense that the future land use for this sub-area reflects a 
special character.  Therefore, a mixed-use concept within 
the parameters of transit-oriented development is proposed 
in Wyoming, too.  Such a concept is also included in the 
Wyoming Downtown Plan. 
 
Generally speaking, such a concept includes vertically 
integrated (within buildings) and horizontally integrated 
(within an urban block) land uses that include residential, 
neighborhood retail and office/employment development.   
 
Further, it is envisioned as a relatively dense urban 
community with multi-storied buildings, small urban open 
spaces and parks and an inter-connected network of streets in a grid form.  Within such a 
neighborhood, residents should be able to choose whether to live with or without a car by 
having transit available and also have opportunities to walk through inviting, pedestrian-friendly, 
urban environments. 

Source:  2002 Grand Rapids Master Plan 

Example mixed-use village 
layout. 
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CHICAGO DRIVE & BURTON STREET AREAS 
West city limits to east city limits along both streets, and north to city limits 
 
Overview 
 
The north end of Wyoming (generally, areas north of 28th Street, from the west city limits 
to Clyde Park) has the greatest potential and the greatest need for rejuvenation due to 
many factors.  Decades ago, it was the heart of the city’s industrial base, but is now home 
to several massive, underutilized, or vacant buildings.  It also contains a number of 
Brownfield sites that offer great opportunities for development, but pose challenges, as 
well. 
 
Strong, stable and still desirable working class 
neighborhoods sprang up around major employment 
centers that, unfortunately, no longer exist.  Yet some, 
but not all, of the neighborhood commercial areas that 
emerged to serve the residents of the area remain 
vibrant and active with walkable, pedestrian-friendly 
environments that could serve as models for other city 
neighborhoods. 
 
In addition to the area’s declining manufacturing base, 
some of the remaining industry is considered very intense, posing significant challenges to 
the use of adjoining properties.  Salvage yards, trucking related activities and heavy 
vehicle repair facilities are examples of industrial operations located along the Chicago 
Drive corridor.  Ironically, while the area attracted substantial industry in the past, 
presumably due to its excellent rail access, it does not enjoy convenient access to either I-
196 or US-131, though all locations within the sub-area are easily within two miles of both 
freeways.  Freeway interchanges are awkwardly designed and do not offer full directional 
access. 
 
Recommendations 
 
A. General (heavy) industrial should be limited to the area north of Chicago Drive, 

west of Burlingame Avenue. 
 
B. Given the proximity of employment centers to strong residential neighborhoods, 

recruit employee intensive businesses to the area to encourage a labor force that 
can live nearby, encouraging walk-to-work opportunities, providing a base of 
support for local commercial areas and providing job opportunities for some of 
Wyoming’s most economically constrained residential neighborhoods. 

 
C. Transportation improvement projects should be undertaken to help revitalize and 

strengthen the employment potential of the area, to enhance links with major 
highways and to enhance traffic flow: 
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1. In order to better define neighborhood 

gateways, to resolve misaligned multi-
legged intersections, calm traffic speeds 
in residential neighborhoods and 
locally-serving commercial areas, and to 
improve traffic operations, explore 
roundabouts for: 

 
a. Godfrey/Chicago Drive 

intersection 
b. Burlingame/Burton Street intersection 
c. Lee Street/Porter Avenue intersection 

 
Burton Street & Godfrey Avenue 
 

This is a very distinctive neighborhood 
commercial area, containing retail, office and 
service uses, giving the appearance of a 
stand-alone village.  Although it has an 
interchange with US-131, Burton Street is not 
a major through street.  Therefore the trade 
area for this commercial district is limited to 
nearby neighborhoods and employment 
areas.  As a result, its future success (or 
failure) may depend on the overall strength of 
the north end as a desirable place to live 

and/or work.  To that end employee intensive businesses must be recruited, previously 
described transportation enhancements made and a unifying design theme for the 
commercial area developed. 
 
The Burton Street neighborhood shopping area should stress a pedestrian friendly 
environment with buildings that are positioned with minimal setbacks and sidewalks that 
are wide enough to offer protection from through traffic movements or with slightly smaller 
sidewalks and on street parking to create the buffer.  Parking could continue to also be 
accommodated to the side or rear of buildings.  To establish this environment, there are 
two distinct possibilities for configuration within the existing sixty six (66) foot Burton Street 
right-of-way: 
 
A. With on street parking 
 

1. 7’ 9” sidewalks on both sides of the street; 
2. 9’ on street parking lanes abutting both sidewalks (this dimension includes 

12” gutter pans); 
3. 11’ travel lanes (one in either direction); 
4. 10’ 6” center turn lane 
 

B. No on street parking 
 

1. 15’ 9” sidewalks on both sides of the street; 
2. 12’ travel lanes (one in either direction; this dimension includes 12” gutter 

pans); 
3. 10’ 6” center turn lane 
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With on street parking, the sidewalk dimension is too small to accommodate street trees, 
however, traffic calming techniques such as curb bump outs at intersections could be 
included, as well as pedestrian-scaled street lights.  With no on street parking, street trees 
should be included, while bump outs would not be as necessary, though pedestrian-
scaled street lights would remain vital. 
 
Godfrey Avenue/Lee Street & Chicago Drive 
 
This is another very distinctive neighborhood commercial area, with retail, office and 
service uses with a growing Hispanic influence.  Again, the success of this commercial 
district is tied to the future vitality and desirability of the entire north end as a good place to 
live, work and play.  What is different, however, is its proximity to an expanding, 
revitalizing and dominantly Hispanic business district on Grandville Avenue in Grand 
Rapids.  That relationship should generate a positive influence and create synergy 
between the two but the key will be to establish a unique theme for the area that is 
coordinated between both communities.  This linkage with Grandville Avenue provides an 
opportunity for both Wyoming and Grand Rapids to undertake more detailed 
neighborhood planning efforts in a coordinated fashion.  Those should be based on 
traditional neighborhood and commercial design principles that stress quality pedestrian 
environments and traffic calming.  Therefore, the development of a roundabout at the 
Godfrey and Chicago Drive intersection is an opportunity to not only improve a multi-
legged intersection but to also to create a gateway into one of the more unique 
neighborhoods and commercial areas in the metropolitan region.   
 
Otherwise, commercial expansion along Chicago Drive should be limited to only a few 
parcels at Burlingame and some existing obsolete, underutilized commercial sites 
between Burlingame and Godfrey-Lee should be converted to appropriate residential 
uses. 
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1.0     INTRODUCTION 
 

1.1       Background 
 

The City of Wyoming, Michigan, which adjoins the City of Grand Rapids, created its first Thoroughfare Plan in 1970. 
The Plan was updated and amended in 1976, 1987 and 1998.  Each of these plans have been important community 
planning tools which have assisted City officials with decisions related to traffic demands placed upon the City’s thor- 
oughfare system. 

 
The preparation of this 2035 Thoroughfare Plan incorporates traffic data collected by the City of Wyoming and the 
Michigan Department of Transportation (MDOT) in 2008 and 2009.  The Plan utilized the latest version of the trans- 
portation planning model developed by the Grand Valley Metropolitan Council (GVMC)—the local Metropolitan Plan- 
ning Organization (MPO) for the Grand Rapids metropolitan area.  The GVMC is responsible for organizing transpor- 
tation improvement projects and allocating funds to complete such projects.  The GVMC planning model guided the 
development of Average Daily Traffic projections for city thoroughfares.  The traffic projections in turn were used to 
determine areas of need. 

 
1.2      Report Organization 

 
This report is organized into the following sections: 

 
2.0 Existing Conditions – This section provides an inventory of current physical conditions and an analysis of 

the existing operational quality of the City’s thoroughfares. 
 

3.0 Future Conditions – This section contains an operational analysis of the City’s thoroughfare system under 
traffic conditions projected to the year 2035.  The need for future changes and enhancements to the current 
thoroughfare system was studied and analyzed utilizing the GVMC transportation planning model. 

 
4.0 2035 Thoroughfare Plan – The results of the future conditions analysis were used to develop the updated 

Thoroughfare Plan.  The Plan contains recommendations regarding the expansion of existing thoroughfares 
to provide the needed capacity for future years. 

 
All analyses documented in this report were performed in accordance with MDOT, FHWA, and AASHTO practices, 
guidelines, policies, and standards, including the 2000 Highway Capacity Manual (HCM), A Policy on Geometric De- 
sign of Highways and Streets (AASHTO, 2004) and the Michigan Manual of Uniform Traffic Control Devices 
(MMUTCD, 2005). 
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2.0    EXISTING (2009) CONDITIONS 

 
This section contains an inventory of current physical conditions and an analysis of the existing operational quality of 
the City’s thoroughfare system.  The inventory includes presentations of functional classification, existing traffic vol- 
umes, crash analyses, on-street parking, existing number of lanes and pavement widths, and existing right-of-way 
widths. These data are used to determine the operational characteristics and existing Level-of-Service of each of the 
City’s thoroughfares. 

 

 
 

2.1      Functional Classification 
 

Any street in a roadway network can be classified as to the character of service it is intended to provide. Its function- 
al classification is necessary for communication purposes.  Each thoroughfare in the City of Wyoming has been as- 
signed to the following hierarchical system of functional classes by the Grand Valley Metro Council (GVMC): 

 
• Principal Arterials 

The function of principal arterials such as M-11 (28th Street), 44th Street, Wilson Avenue, and Byron Center 
Avenue are to provide regional travel capabilities as well as to serve the City’s major activity centers.  Prin- 
cipal arterial streets typically carry large volumes of traffic over long distances. 

 
• Minor Arterials 

Minor arterial streets such as Burlingame Avenue and 52nd Street augment the principal arterial system by 
distributing traffic to smaller geographical areas within the City.  Mobility is emphasized less on minor arteri- 
al streets than on principal arterials, while access to abutting land is emphasized more.   Minor arterial 
streets can provide access between communities, but they do not typically enter specific neighborhoods. 

 
• Collectors 

The function of collector streets such as 40th Street and De Hoop Avenue is to funnel traffic from the arterial 
system to local streets and other destinations.  Collector streets typically provide access to neighborhoods 
as well as commercial and industrial areas within the City. 

 
• Local Streets 

The function of local streets is to provide access to abutting land; mobility is minor as local streets carry min- 
imal traffic at low speeds over short distances. 

 
Figure 2-1 depicts the functional class of each thoroughfare in the City of Wyoming as defined by the Grand Valley 
Metro Council. 

 

 
 

2.2      Existing Traffic Volumes 
 

The City of Wyoming and MDOT maintain annual traffic count programs.  This data was used to determine the exist- 
ing traffic volumes on each of the City’s thoroughfares, including those streets owned and maintained by MDOT 
(M-11 and I-196BS). The I-196 and US-131 freeways are not included as they are not deemed as city thoroughfares 
for the purposes of this Plan.  A bandwidth plot of the existing Average Daily Traffic (ADT) on each of the City’s thor- 
oughfares is presented in Figure 2-2.  The 2-way, 24-hour traffic counts shown in Figure 2-2 were collected in 2008 
and 2009.  The counts were collected at intersection approaches during various calendar months.  Seasonal adjust- 
ments to the counts were not made. 

 
As shown in Figure 2-2, the highest traffic volumes occur on 54th Street, 44th Street, 36th Street, and M-11 which are 
the principal east-west arteries.  54th  Street carries the highest volume of traffic in the city, with more than 40,000 
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ADT west of Division Avenue.  In general, the north-south streets do not carry as much traffic as the east-west corri- 
dors. 

 
Existing (2009) ADT values were compared to the 1996 ADT values as presented in the previous Thoroughfare Plan. 
The comparisons are shown in Table 2-1 for selected approaches along selected corridors. 

 

 
 

TABLE 2-1 
TRAFFIC VOLUME COMPARISON ON VARIOUS THOROUGHFARES (1996 TO 2009) 

 
Thoroughfare Location ADT (1996)* ADT (2009) % Change 
56th Street Just west of Byron Center Avenue 1,500 12,100 +707 % 
Byron Center Avenue Just south of 52nd Street 6,500 19,700 +203 % 
Wilson Avenue Just south of 52nd Street 6,000 16,600 +177 % 
Ivanrest Avenue Just north of 52nd Street 6,000 11,500 +92 % 
54th Street Just east of US-131 35,000 43,400 +24 % 
52nd Street Just west of Clyde Park Avenue 10,500 10,000 -5 % 
36th Street Just east of US-131 32,000 29,800 -7 % 
Division Avenue Just south of 36th Street 27,000 22,900 -15 % 
Clyde Park Avenue Just south of 44th Street 19,000 14,500 -24 % 
Byron Center Avenue Just north of 36th Street 21,000 14,300 -32 % 
M-11 Just west of Byron Center Avenue 37,000 24,000 -35 % 
44th Street Just east of US-131 53,000 33,000 -38 % 
Eastern Avenue Just south of 36th Street 23,000 13,500 -41 % 
Burlingame Avenue Just north of M-11 22,000 12,800 -42 % 

* - as presented in the previously-adopted 2020 Thoroughfare Plan. 
 
 

As shown in Table 2-1, the traffic on some of the City’s thoroughfares has decreased in the last ten to fifteen years. 
The economic slowdown beginning in 2008 has played a part in reducing vehicular travel (e.g. closure of the Wyo- 
ming Stamping Plant on 36th Street).  Road construction may also have impacted traffic volumes along some of the 
corridors depicted in Table 2-1 and in Figure 2-1.  For instance, traffic volumes along 44th Street may be lower than 
normal due to the construction at the US-131 interchange in 2009, while traffic volumes along 54th  Street may be 
higher than normal as a result of the 44th Street construction. 

 
The opening of the M-6 freeway has resulted in increased travel in the southwest corner of the city, particularly along 
the Byron Center Avenue and Wilson Avenue corridors which have interchanges along M-6.  The completion of Ge- 
zon Parkway several years ago has reduced travel on 52nd Street and increased traffic on 56th Street. The Metropoli- 
tan Hospital complex along Byron Center Avenue between M-6 and Gezon Parkway has likewise increased travel in 
the southern part of the city. 

 

 
 

2.3     Number of Lanes 
 

In addition to traffic volume, the number of travel lanes is an important factor in determining thoroughfare Level-of- 
Service because it greatly impacts the capacity of a street.  The number of travel lanes for each thoroughfare in the 
City of Wyoming is presented in Figure 2-3. 

 
As shown in Figure 2-3, some streets are 4-lane undivided facilities (Gezon Parkway, Burton Street, Burlingame Av- 
enue) while other 4-lane streets are divided (boulevard) facilities (44th  Street, Clyde Park Avenue, Wilson Avenue, 
Byron Center Avenue).  Boulevard thoroughfares generally have raised center medians which separate opposing 
traffic flows.  Whereas 4-lane undivided streets are free-access facilities, boulevard facilities have more access con- 
trol by allowing access to side streets at selected locations only.  The presence of a center median provides a pro- 
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tected queuing area for left-turn movements and increased access control.  As a result, boulevard facilities are typi- 
cally able to operate more efficiently. 

 
Some streets in the City of Wyoming are 5-lane undivided facilities (M-11, Division Avenue, Eastern Avenue).  In- 
stead of having a center median like a boulevard facility, a continuous two-way center left-turn lane separates oppos- 
ing traffic flows.  Streets with 5-lane cross-sections are typically found on heavy-volume roads with numerous drive- 
ways, or where right-of-way may be limited preventing the construction of a boulevard facility. 

 

 
 

2.4      Level-of-Service 
 

Level-of-Service is a qualitative measure of how well (or poorly) a street operates.  The quality of service is depend- 
ent on many factors including peak-hour traffic volumes, traffic composition (percent heavy-vehicles), vehicle speeds, 
the number of travel lanes, traffic control (signs and signals), and on-street parking. Chapter 21 (Multilane Highways) 
of the 2000 Highway Capacity Manual (HCM) defines each of the levels as shown in Table 2-2. 

 

 
 

TABLE 2-2 
PEAK-HOUR LEVEL-OF-SERVICE RANGES 

 
Level-of- 
Service Definition 

A Free-flow conditions. Drivers travel at speeds at which they feel comfortable. 
B Slightly reduced maneuverability due to presence of other vehicles. Delays at intersections are not bothersome. 
C Stable operation. Drivers feel appreciable tension as maneuverability becomes more restricted, and vehicular 

queues form behind any traffic disruption. 
D Maneuverability severely restricted as small increases in traffic flow may cause significant increases in delay. 
E Unstable operations which are at or near the capacity of the roadway; significant delays occur at intersections. 
F Forced Flow. Vehicles arrive at a faster rate than is serviceable creating stop-and-go traffic conditions with ex- 

tensive queuing and high delays. 
Source: 2000 Highway Capacity Manual 

 

 
 

Level-of-Service “C” is considered desirable for urban and suburban arterial streets during peak traffic hours, while 
Level-of-Service “D” is typically deemed acceptable.  The methods of Chapter 21 of the 2000 HCM were used to de- 
termine the peak-hour Level-of-Service for each thoroughfare in the City of Wyoming. Chapter 21 of the HCM utilizes 
“maximum service flow” to quantify the boundaries of each Level-of Service for peak-hour conditions.  These maxi- 
mum peak-hour service flows and the approximate ADT values are shown in Tables 2-3a thru Table 2-3d for various 
types of thoroughfare facilities present within the city. 

 
Caution is advised when using the information displayed in Table 2-3a thru Table 2-3d.  It should be noted these ta- 
bles do not constitute a standard but should be used for general planning purposes only. The methods of Chapter 15 
(Urban Streets) of the 2000 HCM offers a more detailed analysis of Level-of-Service for signalized arterial streets; 
however, detailed intersection turning movement counts and delay information, which are required for the analysis, 
were not available. 

 
The values shown in Table 2-3a thru Table 2-3d should be reduced by approximately 30 percent for those thorough- 
fares with more than three major signalized intersections per mile.  Streets exhibiting this characteristic are Burton 
Street, M-11 east of Burlingame Avenue, 36th Street east of Clyde Park Avenue, 44th Street east of Clyde Park Ave- 
nue, and 54th Street. Existing (2009) Average Daily Traffic on each thoroughfare were used to determine its Level-of- 
Service based on the maximum values contained in Table 2-3a thru Table 2-3d.  The results of the Level-of-Service 
analysis are displayed in Figure 2-4. 
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TABLE 2-3a (45 MPH) 

MAXIMUM PEAK-HOUR SERVICE FLOWS AND APPROXIMATE MAXIMUM ADT VALUES 
FOR VARIOUS LEVELS-OF-SERVICE AND FACILITY TYPES 

 
 

Facility 
Type 

Level-of-Service 
A B C D E 

MSF 
(pcph*) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT 

2-lane Undivided 270 5,444 446 9,000 644 13,000 853 17,222 1,045 21,111 
3-lane Undivided 449 9,074 743 15,000 1,073 21,667 1,421 28,704 1,742 35,185 
4-lane Undivided 539 10,889 891 18,000 1,287 26,000 1,705 34,444 2,090 42,222 
4-lane Divided 719 14,519 1,188 24,000 1,716 34,667 2,273 45,926 2,787 56,296 
5-lane Undivided 719 14,519 1,188 24,000 1,716 34,667 2,273 45,926 2,787 56,296 
6-lane Undivided 809 16,333 1,337 27,000 1,931 39,000 2,558 51,667 3,135 63,333 
6-lane Divided 988 19,963 1,634 33,000 2,360 47,667 3,126 63,148 3,832 77,407 
*pcph = passenger cars per hour in peak direction 
Note:Table 2-3a has been developed from Table 21-2 of the 2000 Highway Capacity Manual.  The above table assumes turn lanes have two 

thirds the capacity of through lanes, g/C = 0.55, k-factor = 0.09, and free-flow speed = 45 mph. 
 
 
 

TABLE 2-3b (40 MPH) 
MAXIMUM PEAK-HOUR SERVICE FLOWS AND APPROXIMATE MAXIMUM ADT VALUES 

FOR VARIOUS LEVELS-OF-SERVICE AND FACILITY TYPES 
 

 
Facility 
Type 

Level-of-Service 
A B C D E 

MSF 
(pcph*) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT 

2-lane Undivided 237 4,778 396 8,000 572 11,556 759 15,333 990 20,000 
3-lane Undivided 394 7,963 660 13,333 953 19,259 1,265 25,556 1,650 33,333 
4-lane Undivided 473 9,556 792 16,000 1,144 23,111 1,518 30,667 1,980 40,000 
4-lane Divided 631 12,741 1,056 21,333 1,525 30,815 2,024 40,889 2,640 53,333 
5-lane Undivided 631 12,741 1,056 21,333 1,525 30,815 2,024 40,889 2,640 53,333 
6-lane Undivided 710 14,333 1,188 24,000 1,716 34,667 2,277 46,000 2,970 60,000 
6-lane Divided 867 17,519 1,452 29,333 2,097 42,370 2,783 56,222 3,630 73,333 
*pcph = passenger cars per hour in peak direction 
Note:Table 2-3b has been developed from Table 21-2 of the 2000 Highway Capacity Manual.  The above table assumes turn lanes have two 

thirds the capacity of through lanes, g/C = 0.55, k-factor = 0.09, and free-flow speed = 40 mph. 
 
 

TABLE 2-3c (35 MPH) 
MAXIMUM PEAK-HOUR SERVICE FLOWS AND APPROXIMATE MAXIMUM ADT VALUES 

FOR VARIOUS LEVELS-OF-SERVICE AND FACILITY TYPES 
 

 
Facility 
Type 

Level-of-Service 
A B C D E 

MSF 
(pcph*) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT 

2-lane Undivided 204 4,111 347 7,000 501 10,111 660 13,333 935 18,889 
3-lane Undivided 339 6,852 578 11,667 834 16,852 1,100 22,222 1,558 31,481 
4-lane Undivided 407 8,222 693 14,000 1,001 20,222 1,320 26,667 1,870 37,778 
4-lane Divided 543 10,963 924 18,667 1,335 26,963 1,760 35,556 2,493 50,370 
5-lane Undivided 543 10,963 924 18,667 1,335 26,963 1,760 35,556 2,493 50,370 
6-lane Undivided 611 12,333 1,040 21,000 1,502 30,333 1,980 40,000 2,805 56,667 
6-lane Divided 746 15,074 1,271 25,667 1,835 37,074 2,420 48,889 3,428 69,259 
*pcph = passenger cars per hour in peak direction 
Note:Table 2-3c has been developed from Table 21-2 of the 2000 Highway Capacity Manual.  The above table assumes turn lanes have two 

thirds the capacity of through lanes, g/C = 0.55, k-factor = 0.09, and free-flow speed = 35 mph. 
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TABLE 2-3d (30 MPH) 

MAXIMUM PEAK-HOUR SERVICE FLOWS AND APPROXIMATE MAXIMUM ADT VALUES 
FOR VARIOUS LEVELS-OF-SERVICE AND FACILITY TYPES 

 
 

Facility 
Type 

Level-of-Service 
A B C D E 

MSF 
(pcph*) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT MSF 

(pcph) ADT MSF 
(pcph) ADT 

2-lane Undivided 171 3,444 297 6,000 429 8,667 556 11,222 880 17,778 
3-lane Undivided 284 5,741 495 10,000 715 14,444 926 18,704 1,467 29,630 
4-lane Undivided 341 6,889 594 12,000 858 17,333 1,111 22,444 1,760 35,556 
4-lane Divided 455 9,185 792 16,000 1,144 23,111 1,481 29,926 2,347 47,407 
5-lane Undivided 455 9,185 792 16,000 1,144 23,111 1,481 29,926 2,347 47,407 
6-lane Undivided 512 10,333 891 18,000 1,287 26,000 1,667 33,667 2,640 53,333 
6-lane Divided 625 12,630 1,089 22,000 1,573 31,778 2,037 41,148 3,227 65,185 
*pcph = passenger cars per hour in peak direction 
Note:Table 2-3d has been developed from Table 21-2 of the 2000 Highway Capacity Manual.  The above table assumes turn lanes have two 

thirds the capacity of through lanes, g/C = 0.55, k-factor = 0.09, and free-flow speed = 30 mph. 
 

 
 

As shown in Figure 2-4, existing Levels-of-Service of most roadway segments within the city are acceptable (LOS “D 
or better).  Only one roadway operates in the Level of Service “E” or “F” area—54th Street between US-131 and Divi- 
sion Avenue.  It should be noted that peak-hour Levels of Service at individual intersections may be worse than what 
is depicted in Figure 2-4. 

 

 
 

2.5     Existing Right-of-Way 
 

The ability to add lanes and increase the capacity of a thoroughfare is dependant upon many factors.  One important 
factor is the availability of right-of-way.  Without right-of-way, property must be purchased before a lane can be con- 
structed; however, the added expense may make capacity increases financially infeasible.  Figure 2-5 contains the 
basic existing right-of-way widths for corridors throughout the City of Wyoming.  As shown in Figure 2-5, the existing 
right-of-way varies from road to road.   The right-of-way widths shown in Figure 2-5 may vary slightly along each 
route, particularly near intersections where additional space is needed to construct turn lanes and provide clear vision 
corners. 

 

 
 

2.6     Traffic Signals and Roundabouts 
 

Traffic signals are needed at intersections with high volumes of traffic; however, they reduce the capacity of a street 
by frequently stopping traffic.  There are a total of 71 signalized intersections in the City of Wyoming. The majority of 
these signals are located at major intersections.  One (1) signal is located at factory/business entrances which have 
heavy traffic for short durations during peak traffic hours (Eastern Avenue / 40th Street).  Other traffic signals are lo- 
cated at intersections with a higher concentration of pedestrians (Godfrey Avenue at Joosten Street). The location of 
each traffic signal in the City of Wyoming is shown in Figure 2-6. 

 
Some of the traffic signals shown in Figure 2-6 have actuated features.  Actuated traffic signals utilize traffic detec- 
tors, inductance loops imbedded into the pavement or video cameras that sense the presence of vehicles.  Actuated 
traffic signals respond to demand and apportion green time more efficiently than pre-timed traffic signals. Most of the 
traffic signals in the City of Wyoming have detectors in left-turn lanes which allow the traffic signal controllers to ap- 
portion more green time to the heaviest-volume turning movements during peak periods. 

 
The reduction of capacity caused by traffic signals can be diminished somewhat by interconnecting and coordinating 
the timing schemes of multiple traffic signals.  Coordination of traffic signals provides efficient progression of the traf- 
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fic stream through the street network.  With efficient progression, vehicles can be served by a series of traffic signals 
without being stopped.  The traffic signals in the City of Wyoming, including the traffic signals along state trunkline 
roadways, are a part of a master system coordinated by the City of Grand Rapids.  The City of Grand Rapids has 
optimized the timings of several key corridors in Wyoming, including the east-west corridors of 54th Street, 44th Street, 
36th Street, and Burton Street, and the north-south corridors of Wilson Avenue, Byron Center Avenue, and Division 
Avenue. MDOT optimized the traffic signal timings along 28th Street (M-11) in 2009. 

 
Modern roundabouts are becoming more popular across the United States as an alternative method for controlling 
traffic at an intersection.  The modern roundabout involves a circular roadway with entry and exit points.  Approach- 
ing vehicles must yield at the roundabout entry and circulate counterclockwise until reaching the desired exit point. 
The modern roundabout has been shown to reduce crash severity, since vehicles are required to slow down in order 
to enter the roundabout.  Crashes that occur at roundabouts are typically slow-speed sideswipe crashes.  Modern 
roundabouts, if designed properly, can also serve high volumes of traffic at Levels of Service equal to or better than 
traffic signals. 

 
The City of Wyoming constructed its first roundabout at the intersection of Jacob Street and Maple Tree Court, just 
west of Canal Avenue in the southwest corner of the city.  Modern roundabouts at major intersections could also be 
considered at intersections such as the Burton Street/Burlingame Avenue/Lee Street intersection and at the I-196BL 
(Chicago Drive)/Godfrey Street intersection.  These intersections may be good candidates for the modern rounda- 
bout, given the 6-legged nature of the Burton Street location and the skewed north approach at the I-196BS location. 
Additional study would be required, as standards of practice are still evolving for how best to handle pedestrians at 
both single-lane and multi-lane roundabouts. 

 

 
 

2.7      On-Street Parking 
 

The existence of on-street parking can impact the capacity of a street, as the presence of parked vehicles directly 
adjacent to the traffic stream tends to restrict the flow of traffic.  The location of all on-street parking areas in the City 
of Wyoming is shown in Figure 2-7.  When compared with Figure 2-2 and Figure 2-4, it can be seen that those 
streets which allow “on-street” parking are all low-volume streets without any existing capacity problems. 

 
 

2.8     Crash Analysis 
 

Crash records from January 1, 2007 through December 31, 2009 were analyzed for all thoroughfare intersections. A 
summary of the results are shown in the following tables: 

 
Table 2-4a I-196BS, Burton Street, and Porter Street (10 intersections) 
Table 2-4b M-11, Prairie Parkway, and 32nd Street (18 intersections) 
Table 2-4c 36th Street and 54th Street (17 intersections) 
Table 2-4d 44th Street, 52nd Street, 56th Street, and Gezon Parkway (16 intersections) 

 
The tables include the three (3) most common crash types at each intersection as well as crash severity and crash 
rate statistics. Two (2) fatalities occurred during the 3-year period. Both of the fatal crashes took place in 2009. 

 
Intersection crash rates were evaluated to determine which intersections had higher-than-average crash rates when 
compared to intersections with similar entering ADT.  Table 2-5 lists intersections with higher-than-average crash 
rates and Figure 2-8 depicts the locations of these intersections.  It should be noted that only limited data exists re- 
garding the rate of crashes at intersections.  The average crash rate data was supplied by the Southeast Michigan 
Council of Governments (SEMCOG), which is the Metropolitan Planning Organization (MPO) for the metropolitan 
Detroit area. 
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A total of 14 intersections (of 61 intersections studied) had higher-than-average crash rates.  The following five (5) 
intersections were more than 50% above the average crash rate: 

 
• M-11 @ Burlingame Avenue 
• M-11 @ Michael Avenue 
• M-11 @ Clyde Park Avenue 

• M-11 @ Division Avenue 
• 44th Street @ Clyde Park Avenue 

 
These intersections as well as the other intersections with higher-than-average crash rates should be examined more 
closely to determine if any intersections have correctable crash patterns. 

 

 
 

TABLE 2-4a 
INTERSECTION CRASH ANALYSIS (I-196BS, BURTON STREET, AND PORTER STREET) 

 
 

Intersection 
Top 3 Crash Types Total % Injury # of People ADT Average Actual 

Crashes Crashes Injured Entering Crash Rate Crash Rate 
Intersection (per MEV*) (per MEV*) Crash Type % 

 

I-196BS (Chicago Dr) @ 
Byron Center Avenue 

Fixed Object 23.1  
6 

 
17.0 

 
1 

 
16,900 

 
1.70 

 
0.32 Rear-End Straight 23.1 

Side-Swipe Same 23.1 
 

I-196BS (Chicago Dr) @ 
Burlingame Avenue 

Head-On Left-Turn 35.0  
20 

 
25.0 

 
5 

 
24,050 

 
1.43 

 
0.76 Angle 35.0 

Rear-End 15.0 
 

I-196BS (Chicago Dr) @ 
Godfrey Avenue 

Rear-End Straight 33.3  
24 

 
29.2 

 
10 

 
20,000 

 
1.70 

 
1.10 Head-On Left-Turn 20.8 

Angle 20.8 
 

I-196BS (Chicago Dr) @ 
Clyde Park Avenue 

Rear-End Straight 29.2  
24 

 
16.7 

 
4 

 
33,500 

 
1.21 

 
0.65 Angle 16.7 

Bicycle 12.5 
 

Burton Street @ 
Burlingame Avenue 

Rear-End Straight 61.1  
18 

 
11.1 

 
3 

 
29,400 

 
1.43 

 
0.56 Angle 11.1 

Side-Swipe Same 5.6 
Burton Street @ 

Cleveland Avenue 
Angle 25.0  

8 
 

50.0 
 

4 
 

22,900 
 

1.43 
 

0.32 (6 Types) 12.5 
 

Burton Street @ 
Godfrey Avenue 

Rear-End Straight 50.0  
16 

 
18.8 

 
3 

 
27,300 

 
1.43 

 
0.54 Side-Swipe Same 18.8 

Angle 18.8 
 

Burton Street @ 
Clyde Park Avenue 

Rear-End Straight 37.3  
59 

 
20.3 

 
14 

 
42,300 

 
1.14 

 
1.27 Angle 30.5 

Head-On Left-Turn 10.2 
 

Porter Street @ 
Burlingame Avenue 

Head-On Left-Turn 40.0  
15 

 
20.0 

 
5 

 
17,300 

 
1.70 

 
0.79 Angle 26.7 

Rear-End Straight 13.3 
Porter Street @ 

Byron Center Avenue 
Angle 50.0  

8 
 

25.0 
 

2 
 

11,250 
 

1.70 
 

0.65 (4 Types) 12.5 
*MEV – million entering vehicles 
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TABLE 2-4b 

INTERSECTION CRASH ANALYSIS (M-11, PRAIRIE PARKWAY, AND 32ND STREET) 
 

 
Intersection 

Top 3 Crash Types Total % Injury # of People ADT Average Actual 
Crashes Crashes Injured Entering Crash Rate Crash Rate 

Intersection (per MEV*) (per MEV*) Crash Type % 
 

M-11 (28th Street) @ 
Byron Center Avenue 

Rear-End Straight 33.3  
60 

 
31.7 

 
22 

 
36,650 

 
1.21 

 
1.50 Angle 33.3 

Head-On Left-Turn 11.7 
 

M-11 (28th Street) @ 
Burlingame Avenue 

Rear-End Straight 51.2  
84 

 
14.3 

 
12 

 
40,250 

 
1.14 

 
1.91 Angle 13.1 

Side-Swipe Same 10.7 
 

M-11 (28th Street) @ 
Michael Avenue 

Rear-End Straight 43.8  
73 

 
15.1 

 
13 

 
36,800 

 
1.21 

 
1.81 Angle 20.5 

Side-Swipe Same 17.8 
 

M-11 (28th Street) @ 
Clyde Park Avenue 

Rear-End Straight 43.9  
98 

 
26.5 

 
33 

 
44,800 

 
1.14 

 
2.00 Angle 22.4 

Side-Swipe Same 11.2 
 

M-11 (28th Street) @ 
SB US-131 

Rear-End Straight 57.8  
45 

 
22.2 

 
11 

 
42,200 

 
1.14 

 
0.97 Side-Swipe Same 13.3 

Angle 11.1 
 

M-11 (28th Street) @ 
NB US-131 

Rear-End Straight 69.4  
36 

 
19.4 

 
8 

 
44,100 

 
1.14 

 
0.75 Angle 8.3 

Rear-End Right-Turn 8.3 
 

M-11 (28th Street) @ 
Buchanan Avenue 

Rear-End Straight 45.8  
72 

 
22.2 

 
26 

 
47,350 

 
1.14 

 
1.39 Side-Swipe Same 16.7 

Angle 16.7 
 

M-11 (28th Street) @ 
Division Avenue 

Rear-End Straight 48.6  
111 

 
21.6 

 
27 

 
56,500 

 
1.18 

 
1.79 Angle 18.2 

Side-Swipe Same 13.5 
 

Prairie Parkway @ 
Byron Center Avenue 

Angle 38.1  
21 

 
23.8 

 
6 

 
23,850 

 
1.43 

 
0.80 Rear-End Straight 19.0 

Side-Swipe Same 14.3 
 

Prairie Parkway @ 
Burlingame Avenue 

Angle 58.6  
29 

 
24.1 

 
10 

 
24,000 

 
1.43 

 
1.10 Rear-End Straight 20.7 

Head-On Left-Turn 17.2 
 

Prairie Parkway @ 
Michael Avenue 

Angle 40.0  
10 

 
10.0 

 
1 

 
18,350 

 
1.70 

 
0.50 Fixed Object 20.0 

(4 Types) 10.0 
32nd Street @ 

Michael Avenue 
Side-Swipe Same 33.3  

6 
 

16.7 
 

1 
 

15,350 
 

1.70 
 

0.36 (4 Types 16.7 
 

32nd Street @ 
Clyde Park Avenue 

Head-On Left-Turn 38.1  
21 

 
33.3 

 
7 

 
21,500 

 
1.43 

 
0.89 Angle 28.6 

Side-Swipe Same 19.0 
 

32nd Street @ 
Buchanan Avenue 

Angle 60.0  
5 

 
40.0 

 
2 

 
28,950 

 
1.43 

 
0.16 Rear-End Straight 20.0 

Side-Swipe Opp 20.0 
 

32nd Street @ 
Division Avenue 

Angle 41.9  

43 
(1 fatal) 

 
41.9 

 
25 

 
40,100 

 
1.14 

 
0.98 Rear-End Straight 30.2 

Head-On Left-Turn 14.0 
 

32nd Street @ 
Jefferson Avenue 

Angle 28.6  
7 

 
57.1 

 
5 

 
12,700 

 
1.70 

 
0.50 Head-On Left-Turn 14.3 

Side-Swipe Same 14.3 
 

32nd Street @ 
Madison Avenue 

Head-On Left-Turn 33.3  
6 

 
33.3 

 
2 

 
15,050 

 
1.70 

 
0.36 Angle 33.3 

Rear-End Straight 33.3 
 

32nd Street @ 
Eastern Avenue 

Rear-End Straight 35.7  
14 

 
35.7 

 
7 

 
24,450 

 
1.43 

 
0.52 Head-On Left-Turn 21.4 

Angle 21.4 
*MEV – million entering vehicles 
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TABLE 2-4c 
 

 

INTERSECTION CRASH ANALYSIS (36TH STREET AND 54TH STREET) 
 

 
Intersection 

  Top 3 Crash Types   Total % Injury # of People ADT Average Actual 
Crashes Crashes Injured Entering Crash Rate Crash Rate 

Intersection (per MEV*) (per MEV*) Crash Type % 
 

36th Street @ 
Byron Center Avenue 

Head-On Left-Turn 27.6  
29 

 
31.0 

 
13 

 
26,900 

 
1.43 

 
0.98 Rear-End Straight 27.6 

Angle 20.7 
 

36th Street @ 
Burlingame Avenue 

Rear-End Straight 38.1  
42 

 
33.3 

 
15 

 
35,000 

 
1.21 

 
1.10 Angle 23.1 

Head-On Left-Turn 11.9 
 

36th Street @ 
Michael Avenue 

Angle 28.6  
28 

 
39.3 

 
18 

 
29,000 

 
1.43 

 
0.88 Rear-End Straight 25.0 

Head-On Left-Turn 21.4 
 

36th Street @ 
Clyde Park Avenue 

Rear-End Straight 34.6  
52 

 
26.9 

 
20 

 
37,350 

 
1.21 

 
1.27 Angle 28.8 

Head-On Left-Turn 13.5 
 

36th Street @ 
SB US-131 

Rear-End Straight 37.5  
40 

 
15.0 

 
9 

 
35,400 

 
1.21 

 
1.03 Angle 27.5 

Side-Swipe Same 17.5 
 

36 Street @ 
NB US-131 

Rear-End Straight 32.1  
28 

 
17.9 

 
8 

 
33,700 

 
1.21 

 
0.76 Head-On Left-Turn 25.0 

Angle 14.3 
 

36th Street @ 
Clay Avenue 

Rear-End Straight 50.0  
12 

 
33.3 

 
4 

 
30,700 

 
1.21 

 
0.36 Bicycle 16.7 

Angle 16.7 
 

36th Street @ 
Buchanan Avenue 

Rear-End Straight 24.0  
25 

 
44.0 

 
15 

 
35,900 

 
1.21 

 
0.64 Head-On Left-Turn 24.0 

Side-Swipe Same 20.0 
 

36th Street @ 
Division Avenue 

Rear-End Straight 51.1  
47 

 
25.5 

 
17 

 
48,050 

 
1.14 

 
0.89 Angle 23.4 

Head-On Left-Turn 17.0 
 

36th Street @ 
Jefferson Avenue 

Angle 46.1  
13 

 
46.2 

 
10 

 
23,400 

 
1.43 

 
0.51 Head-On Left-Turn 30.8 

Side-Swipe Same 7.7 
 

36th Street @ 
Madison Avenue 

Angle Straight 40.0  
20 

 
20.0 

 
5 

 
27,700 

 
1.43 

 
0.66 Rear-End Straight 25.0 

Rear-End Right-Turn 10.0 
 

36th Street @ 
Eastern Avenue 

Rear-End Straight 34.8  

23 
(1 fatal) 

 
21.7 

 
5 

 
34,500 

 
1.21 

 
0.61 Head-On Left-Turn 21.7 

Angle 17.4 
54th Street @ 

Gezon Parkway / 
Clyde Park Avenue 

Rear-End Straight 52.5  
59 

 
23.7 

 
15 

 
44,100 

 
1.14 

 
1.22 Side-Swipe Same 16.9 

Angle 11.9 
 

54th Street @ 
SB US-131 

Rear-End Straight 60.1  
46 

 
13.0 

 
7 

 
47,700 

 
1.14 

 
0.88 Angle 15.2 

Side-Swipe Same 8.7 
 

54th Street @ 
NB US-131 

Rear-End Straight 58.6  
29 

 
20.7 

 
8 

 
47,800 

 
1.14 

 
0.55 Side-Swipe Same 13.8 

Angle 10.3 
 

54th Street @ 
Clay Avenue 

Rear-End Straight 85.7  
28 

 
17.9 

 
6 

 
47,900 

 
1.14 

 
0.53 Other 7.1 

Head-On Left-Turn 3.6 
 

54th Street @ 
Division Avenue 

Angle 32.9  
82 

 
24.4 

 
25 

 
59,000 

 
1.18 

 
1.27 Rear-End Straight 26.8 

Side-Swipe Same 14.6 
*MEV – million entering vehicles 
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TABLE 2-4d 
 

 

INTERSECTION CRASH ANALYSIS (44TH STREET, 52ND STREET, 56TH STREET, AND GEZON PARKWAY) 
 

 
Intersection 

Top 3 Crash Types Total % Injury # of People ADT Average Actual 
Crashes Crashes Injured Entering Crash Rate Crash Rate 

Intersection (per MEV*) (per MEV*) Crash Type % 
 

44th Street @ 
Byron Center Ave 

Rear-End Straight 45.6  
90 

 
28.9 

 
32 

 
50,800 

 
1.18 

 
1.62 Head-On Left-Turn 17.8 

Angle 15.6 
 

44th Street @ 
Burlingame Avenue 

Rear-End Straight 56.7  
60 

 
30.0 

 
22 

 
42,900 

 
1.14 

 
1.28 Angle 10.0 

Head-On Left-Turn 6.7 
 

44th Street @ 
Clyde Park Avenue 

Rear-End Straight 44.2  
86 

 
18.6 

 
18 

 
44,800 

 
1.14 

 
1.75 Angle 19.8 

Side-Swipe Same 16.3 
 

44th Street @ 
SB US-131 

Rear-End Straight 43.1  
51 

 
19.6 

 
13 

 
42,600 

 
1.14 

 
1.09 Angle 21.6 

Side-Swipe Same 13.7 
 

44th Street @ 
NB US-131 

Rear-End Straight 45.0  
40 

 
15.0 

 
9 

 
36,100 

 
1.21 

 
1.01 Angle 30.0 

Head-On Left-Turn 10.0 
 

44th Street @ 
Clay Ave 

Rear-End Straight 40.0  
45 

 
13.3 

 
11 

 
35,000 

 
1.21 

 
1.17 Side-Swipe Same 24.4 

Angle 17.8 
 

44th Street @ 
Buchanan Avenue 

Angle 38.9  
18 

 
33.3 

 
6 

 
34,400 

 
1.21 

 
0.48 Rear-End Straight 27.8 

Head-On Left-Turn 11.1 
 

44th Street @ 
Division Avenue 

Rear-End Straight 48.8  
84 

 
29.8 

 
29 

 
49,700 

 
1.14 

 
1.54 Side-Swipe Same 15.5 

Angle 14.3 
 

44th Street @ 
Roger B Chaffee Blvd 

Rear-End Straight 44.4  
18 

 
44.4 

 
8 

 
26,300 

 
1.43 

 
0.63 Side-Swipe Same 16.7 

Fixed Object 11.1 
 

52nd Street @ 
Wilson Avenue 

Rear-End Straight 40.0  
10 

 
10.0 

 
1 

 
23,150 

 
1.43 

 
0.39 Side-Swipe Same 30.0 

Angle 10.0 
 

52nd Street @ 
Ivanrest Avenue 

Angle 42.9  
14 

 
21.4 

 
4 

 
17,050 

 
1.70 

 
0.75 Rear-End Straight 21.4 

Head-On Left-Turn 14.3 
 

52nd Street @ 
Byron Center Avenue 

Head-On Left-Turn 31.8  
22 

 
36.4 

 
11 

 
28,550 

 
1.43 

 
0.70 Rear-End Straight 27.3 

Angle 27.3 
 

52nd Street @ 
Burlingame Avenue 

Angle 45.5  
11 

 
45.5 

 
6 

 
14,550 

 
1.70 

 
0.69 Rear-End Straight 18.2 

(4 Types) 9.1 
 

56th Street @ 
Wilson Avenue 

Rear-End Straight 44.4  
9 

 
11.1 

 
2 

 
21,400 

 
1.43 

 
0.38 Fixed Object 22.2 

Head-On Left-Turn 11.1 
 

56th Street @ 
Gezon Parkway 

Rear-End Straight 25.0  
44 

 
13.6 

 
6 

 
34,950 

 
1.21 

 
1.15 Angle 25.0 

Head-On Left-Turn 9.1 
 

Gezon Parkway @ 
Burlingame Avenue 

Rear-End Straight 38.5  
13 

 
23.1 

 
3 

 
22,600 

 
1.43 

 
0.53 Head-On Left-Turn 23.1 

Angle 15.4 
*MEV – million entering vehicles 
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TABLE 2-5 
INTERSECTIONS WITH HIGHER-THAN-AVERAGE CRASH RATES (2007-2009) 

 
Entering ADT Range Intersection ADT Entering 

Intersection 
Average Crash 

Rate (1) 
Actual Crash 

Rate* 
 

30,000– 40,000 ADT 
M-11 @ Michael Avenue 36,800  

1.21 * 
1.81 

M-11 @ Byron Center Avenue 36,650 1.50 
36th Street @ Clyde Park Avenue 37,350 1.27 

 
 
 
 

40,000– 50,000 ADT 

M-11 @ Clyde Park Avenue 44,800  
 
 
 

1.14 * 

2.00 
M-11 @ Burlingame Avenue 40,250 1.91 
44th Street@ Clyde Park Avenue 44,800 1.75 
44th Street @ Division Avenue 49,700 1.54 
M-11 @ Buchanan Avenue 47,350 1.39 
54th Street @ Gezon Parkway/ Clyde 
Park Avenue 44,100 1.32 
44th Street @ Burlingame Avenue 42,900 1.28 
Burton Street @ Clyde Park Avenue 42,300 1.27 

 
Over 50,000 ADT 

M-11 @ Division Avenue 56,500  
1.18 * 

1.79 
44th Street @ Byron Center Avenue 50,800 1.62 
54th Street @ Division Avenue 59,000 1.27 

(1) Source:  Southeast Michigan Council of Governments (SEMCOG), Traffic Safety Manual, 2nd Edition. 
* crashes per Million Entering Vehicles (MEV) 

 
 
 

2.9 Existing Speed Limits, Truck Routes, Transit Routes, and Non- 
Motorized Network 

 
The City of Wyoming is modifying the speed limits on its major thoroughfares to comply with Public Act 85 of 2006 
and is reviewing the adequacy of its system of truck routes, transit routes, and non-motorized facilities. 

 
Speed Limits 

 
Figure 2-9 shows the speed limit of each of the City’s thoroughfares, as modified to comply with Public Act 85 (Mich- 
igan Compiled Law, Chapter 257 (Motor Vehicles), Section 627, modified in 2006).  Public Act 85 describes new cri- 
teria for how speed limits can be established.  The prima facie speed limit is based on the number of access points 
(driveways and intersections), but can otherwise be set higher or lower if an engineering study determines it is ap- 
propriate to do so.  Most drivers will drive at a speed that enables them to safely respond to potential roadside haz- 
ards, so engineering studies typically use the 85th-percentile speed (the speed such that 85% of motorists drive at 
that speed or lower) to determine what a reasonable speed limit should be.  There are various exceptions that allow 
for fixed lower speed limits (such as in platted residential areas or in the vicinity of schools). 

 
The City of Wyoming posts the speed limit on each city thoroughfare based on engineering studies that determine 
the 85th-percentile speed. 

 
Truck Routes 

Figure 2-10 shows the City’s truck route system. 

Transit Routes 
 

Figure 2-11 shows the City’s current transit route system, which is a fixed-route transit service. 
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The City of Wyoming is a partner in the Interurban Transit Partnership (ITP) through which the city receives transit 
bus service called The Rapid.  In early 2007, the Rapid completed a preliminary study that involved a review of nu- 
merous transportation corridors in the Grand Rapids area for application of major public transportation investment. 
Division Avenue from 60th  Street in Wyoming/Kentwood border northerly into downtown Grand Rapids surfaced as 
the preferred route for application of Bus Rapid Transit (BRT) to connect a highly-transit-dependent population with 
major employment centers in downtown Grand Rapids.  BRT is a system of buses traveling on a corridor in such as 
way as to emulate the speed, comfort, and convenience of a rail transit system. 

 
Division Avenue BRT would allow “buses only” in the outside lane of Division Avenue during certain peak hours (AM 
and PM).  Passenger cars and trucks would be able to use the outside lane only to turn right at key intersections. 
Studies are currently ongoing in order to determine what impact the use of “bus only” lanes will have on the capacity 
of Division Avenue. 

 
Each bus and a handful of signalized intersections along Division Avenue would be outfit with “transit signal priority” 
technology which would allow the extension of the green signal phase in order to ensure that the bus makes it 
through the cross-street intersection.  The extra green time would be taken from the side street green time.  The in- 
tersections at Burton Street, 28th Street (M-11), 36th Street, 44th Street, and 54th Street would likely be excluded from 
using transit signal priority due to the heavy volumes of traffic on these east-west thoroughfares which lack any ex- 
cess green time during peak hours. 

 
The Division Avenue BRT project is included in the Rapid’s Regional Long Range Plan.  The Rapid has applied for 
federal funding from the Federal Transit Administration (FTA), since the Division Avenue BRT meets the require- 
ments of the FTA’s Very Small Starts Program.  The total project cost (minus the cost of BRT vehicles) is $36.3 mil- 
lion.  An Environmental Assessment for Division Avenue BRT is currently being completed, which will be closely fol- 
lowed by preliminary design. 

 
Non-Motorized Network 

 
Like many cities, the City of Wyoming has been built to accommodate mobility patterns that are best supported by 
the automobile. Additional non-motorized connections within and through the City are desirable. Based on feedback 
from City personnel, there are a substantial number of non-motorized users that are primarily recreational in nature. 
Non-motorized users that do not have other available mobility alternatives are more prevalent in the dense, urban 
portion of Wyoming, and less common in the suburban and rural areas of the City. While there is typically a sociolog- 
ical and economic relationship that influences the number of non-motorized users who have no other mobility op- 
tions, more households may choose to use non-motorized facilities if and when future improvements are made to the 
non-motorized network. 

 
The City has not completed a formal process of detailing the long-term non-motorized needs; however, the City has 
capitalized on several opportunities to provide recreational facilities, including the Kent Trails, the Interurban Trail, 
and Buck Creek Trail. 

 
Figure 2-12 shows the existing non-motorized facilities within and nearby the City.  Most of the City’s residential 
streets and major thoroughfares are lined with sidewalks. 

 
The State of Michigan became the fourteenth state to enact “complete streets” legislation when Public Acts 134 and 
135 of 2010 were signed into law in August. The legislation requires the needs of pedestrians, bicyclists, people with 
disabilities, and transit users to be considered in all roadway projects.  The legislation also acknowledges that road 
planning needs vary depending on the setting (rural, urban, suburban) and that cost factors must also be considered. 
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3.0    FUTURE (2035) CONDITIONS 
 

This section contains an analysis of design year (2035) traffic operations and Level-of-Service on City of Wyoming 
thoroughfares.  The transportation planning model developed by the Grand Valley Metro Council (GVMC) for the 
Grand Rapids metropolitan area was used to project traffic volumes in the City of Wyoming for the year 2035.  The 
GVMC planning model utilizes future land-use projections and socioeconomic data to estimate the number of trips 
generated on each link in the roadway network.  The GVMC planning model projections are calibrated against a net- 
work containing actual 2009 traffic volumes. 

 
 

3.1      Future Year (2035) Traffic Projections 
 

The GVMC planning model network analysis of Base Case conditions assumes that the laneage of all city thorough- 
fares is the same as existing (2009) laneage.  The model also assumes implementation of Bus Rapid Transit along 
the Division Avenue corridor as discussed on page 2-6.  Future land use data for the City of Wyoming was supplied 
to GVMC by the City prior to calibration of the planning model by GVMC.  The Average Daily Traffic (ADT) projec- 
tions on City of Wyoming thoroughfares for the analysis of Base Case conditions are shown in Figure 3-1.  Projec- 
tions were developed by comparing base (2009) model and future (2035) model ADT volumes and applying the per- 
cent change in model ADT to actual (2009) traffic volumes. 

 
Table 3-1 depicts a comparison of existing (2009) ADT values against projected (2035) ADT values for a variety of 
thoroughfares in the city.  A review of Table 3-1 indicates that much of the growth in traffic volumes is anticipated in 
the southern and western parts of the city where residential, commercial, and industrial development is ongoing. 
Traffic volumes along thoroughfares such as Wilson Avenue, Ivanrest Avenue, Byron Center Avenue, Gezon Park- 
way, and 56th Street are projected to experience the greatest levels of traffic growth.  Thoroughfares in the already- 
urbanized sections of the city are anticipated to experience much lower growth in traffic volumes, with the exception 
of Division Avenue.  Traffic volumes on Division Avenue are anticipated to increase due to the presence of BRT and 
the associated transit-oriented development which is anticipated along the Division Avenue corridor. 

 
 

TABLE 3-1 
TRAFFIC VOLUME COMPARISON ON VARIOUS THOROUGHFARES (2009 TO 2035) 

 
Thoroughfare Location Actual ADT Projected ADT % Change 

(2009) (2035)* 
Wilson Avenue Just south of 52nd Street 16,600 22,200 34% 
56th Street Just west of Byron Center Avenue 12,100 16,100 33% 
Ivanrest Avenue Just north of 52nd Street 11,500 14,100 23% 
Gezon Parkway Just east of Byron Center Avenue 16,000 19,200 20% 
36th Street Just east of US-131 25,600 30,600 20% 
Division Avenue Just south of 36th Street 22,900 27,100 18% 
Byron Center Avenue Just south of 52nd Street 19,700 22,800 16% 
54th Street Just east of Clay Avenue 43,400 50,000 15% 
Eastern Avenue Just south of 36th Street 13,500 15,500 15% 
M-11 Just west of Byron Center Avenue 24,000 27,200 13% 
44th Street Just east of US-131 29,600 33,400 13% 
Clyde Park Avenue Just south of 44th Street 14,500 16,200 12% 
Byron Center Avenue Just north of 36th Street 14,300 15,400 8% 
52nd Street Just west of Clyde Park Avenue 10,000 10,700 7% 
Burlingame Avenue Just north of M-11 14,200 14,400 1% 

*Source: Grand Valley Metropolitan Council traffic demand model. 
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3.2     Future Year (2035) Volume-to-Capacity Ratio 
 

The ADT projections shown in Figure 3-1 were used to estimate future year (2035) peak-hour “volume-to-capacity” 
ratios for each thoroughfare in the City of Wyoming.  The volume-to-capacity (v/c) ratio is a measure that can be 
used to determine whether a thoroughfare is able to service the traffic demand.  Ratios of v/c that are greater than 
1.0 are indicative of roadways that experience traffic demand that is greater than the road’s capacity. Such roads are 
in need of capacity improvements (construction of additional through lanes, intersection improvements, etc.).  A v/c 
ratio in the range of 0.8 to 1.0 indicates a roadway that is approaching the need for additional through-lane capacity. 
Ratios less that 0.8 describe roadways with sufficient capacity.  The projected (2035) v/c ratios for the various thor- 
oughfares in the city are displayed in Figure 3-2. 

 
Roadway segments projected to operate with v/c ratios greater than 0.9 are also listed in Table 3-2.  Segments with 
a v/c ratio exceeding 1.0 are shaded and bolded in Table 3-2.   The roadway segments with projected v/c ratios 
greater than 1.0 are in the greatest need of capacity improvement. 

 

 
 

TABLE 3-2 
ROADWAY SEGMENTS WITH PROJECTED (2035) v/c RATIOS GREATER THAN 0.9 

 
Thoroughfare Segment Roadway ADT v/c ratio 

Type* (2035) 
EAST – WEST THOROUGHFARES 

 
M-11 
(28th Street) 

Michael Avenue to Clyde Park Avenue  
 

5L-U 
26,800 0.93 

Clyde Park Avenue to US-131 29,800 0.92 
US-131 to Buchanan Avenue 35,500 1.27 
Buchanan Avenue to Division Avenue 35,700 1.27 

32nd Street Buchanan Avenue to Division Avenue 4L-U 26,200 0.99 
 

44th Street 
Burlingame Avenue to Clyde Park  

4L-D 
32,000 0.92 

Clay Avenue to Buchanan Avenue 35,500 1.02 
Buchanan Avenue to Division Avenue 34,500 0.99 

52nd Street Ivanrest Avenue to Byron Center Avenue 2L-U 11,800 0.98 
 

54th Street 
Clyde Park Avenue to US-131 4L-D 37,400 1.07 
US-131 to Clay Avenue  

5L-U 37,400 1.07 
Clay Avenue to Division Avenue 50,000 1.44 

56th Street Ivanrest Avenue to Byron Center Avenue 2L-U / 3L-U 16,100 1.33 
NORTH – SOUTH THOROUGHFARES 

Ivanrest Avenue 52nd Street to North City Limit 3L-U 14,100 1.16 
Clay Avenue 54th Street to 50th Street 2L-U 12,000 0.99 

 
Division Avenue 

60th Street to 54th Street 5L-U / 4L-U 34,900 1.32 
36th Street to 32nd Street  

5L-U 32,500 0.93 
32nd Street to 36th Street 32,400 0.93 

*L = Lane, D = Divided, U = Undivided (5L-U = 5-Lane Undivided) 
 
 
 

As shown in Table 3-2, various segments of M-11 (28th Street), 44th Street, 54th Street, 56th Street, Ivanrest Avenue, 
and Division Avenue are need of some form of capacity improvement in order to reduce the projected (2035) v/c ratio 
to something below 1.0. 
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4.0    2035 Thoroughfare Plan 
 

This section contains the recommended improvements for the City of Wyoming 2035 Thoroughfare Plan.  The items 
included in the 2035 Thoroughfare Plan are a result of the existing conditions and future conditions analyses included 
in previous sections of this document.  The Plan includes the expansion of some thoroughfares to increase capacity 
and improve Level-of-Service.  The Plan also includes recommendations for development of a more comprehensive 
non-motorized plan. The recommended 2035 Thoroughfare Plan is depicted in Figure 4-1 and is discussed herein. 

 

 
 

4.1      Recommended Expansion of City Thoroughfares 
 

The City desires to plan for the expansion of those thoroughfares that would otherwise operate at poor Levels-of- 
Service during the year 2035. Those thoroughfares which require additional capacity are discussed herein. 

 
56th Street 

 
56th Street should be considered for widening as a 4-lane undivided roadway from Ivanrest Avenue to Byron Center 
Avenue, matching the existing 4-lane undivided roadway cross-section of Gezon Parkway east of Byron Center Ave- 
nue. Projected (2035) ADT along 56th Street is anticipated to exceed 16,000 vehicles per day. 

 
Ivanrest Avenue 

 
Ivanrest Avenue should be considered for widening as a four-lane undivided roadway north of 52nd Street in order to 
serve the projected (2035) ADT of 14,100 vehicles per day.  Widening into a 3-lane undivided section between 56th 

Street and 52nd Street may also be needed if traffic grows at a greater rate than projected by the GVMC model, which 
is possible considering the recommended widening of 56th  Street between Ivanrest Avenue and Byron Center Ave- 
nue. 

 
54th Street 

 
54th  Street is the city’s highest volume thoroughfare and is projected to have the greatest ADT under future year 
(2035) conditions.  The congested intersection at 54th  Street/Clay Avenue reduces the overall capacity of the 54th 

Street corridor, as it acts as a bottleneck during peak hours. The close proximity of the intersection to the northbound 
US-131 ramps exacerbates the situation. 

 
54th Street should be considered for widening from some point east of Clay Avenue to the northbound US-131 ramps. 
Specifically, a third westbound through lane is recommended with additional turn-lane capacity at the 54th Street/Clay 
Avenue intersection.   Interconnection of the traffic signals along 54th  Street at Clay Avenue and the northbound 
US-131 ramp signal is recommended as part of this effort.  Widening of 54th  Street between Haughey Avenue and 
Division Avenue is not recommended, nor is widening of 54th Street recommended west of US-131. 

 
44th Street 

 
Traffic volumes have fallen or stabilized along the 44th Street corridor due to the opening of the M-6 freeway in 2004 
and with completion of Gezon Parkway in the late 1990’s.  While the previous Thoroughfare Plan included widening 
of 44th Street as a 6-lane boulevard within the city limits, that improvement no longer appears necessary.  The most 
heavily-traveled section of 44th Street occurs within the vicinity of the US-131 interchange.  The city and MDOT re- 
cently completed a project to reconstruct and modernize the interchange at US-131, a project that included widening 
of 44th Street in order to carry three lanes in each direction from west of Clyde Park Avenue to east of Clay Avenue. 
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Roadway capacity along 44th Street is expected to increase in the future, as the City of Wyoming plans to close the 
median and remove the signal at the Buchanan Avenue intersection.  Left-turns between 44th Street and Buchanan 
Avenue would be completed at median crossovers along 44th  Street on each side of Buchanan Avenue.  The im- 
provements at the 44th Street/Buchanan Avenue intersection are expected to increase roadway capacity so that the 
projected (2035) v/c ratio is reduced below 1.0. 

 
No additional capacity improvements along 44th Street are contemplated. 

 
M-11 (28th Street) 

 
Projected (2035) v/c ratios are greater than 1.0 between US-131 and Division Avenue.  M-11 is under the jurisdiction 
of MDOT, as M-11 is a state trunkline highway. MDOT reconstructed M-11 as a 5-lane undivided pavement between 
Buchanan Avenue and Division Avenue in 2008.  The M-11 bridge over US-131 was replaced by MDOT in 2006. 
The signal timings along the M-11 corridor were optimized in 2009, which has improved traffic signal progression and 
marginally increased capacity. 

 
MDOT has no plans to widen the M-11 corridor, so only Transportation System Management (TSM) improvements 
are feasible. It is recommended that MDOT modify the left-turn signal phasing for the eastbound and westbound left- 
turn movements at Buchanan Avenue by providing permissive/protected phasing (instead of protected-only phasing). 
Such a phasing change would undoubtedly increase the capacity for the eastbound and westbound left-turn move- 
ments.  The eastbound and westbound through movements could potentially be given additional green time to im- 
prove overall roadway capacity if the amount of protected green time given to the eastbound and westbound left-turn 
movements could be reduced. 

 
The Downtown Development Authority is beginning to consider changes to the operation of 28th Street in downtown 
Wyoming (Clyde Park Avenue to Burlingame Avenue).  One conceptual cross-section being considered is a unique 
five-lane section in which the outside lanes are separated from the middle three and provide access to some form of 
on-street parking.  Theoretically, motorists would use the outside lane if they had destinations within the downtown 
zone, while motorists within the middle three lanes would be for motorists with no mid-block driveway destination. 
Impacts to capacity and Level of Service would need to be considered as the study moves forward.  Approval from 
MDOT would also be required. 

 
Division Avenue 

 
Major capital improvements to Division Avenue are not recommended to be included in the Thoroughfare Plan, de- 
spite what the projected (2035) v/c ratios indicate.  The proposed Bus Rapid Transit (BRT) system along Division 
Avenue and elsewhere will undoubtedly impact traffic operations along Division Avenue during peak-hour drive times. 
The long-term impact of BRT is difficult to project, given the few operating BRT corridors in the United States and the 
present state of the economy.  While BRT is intended to spur economic growth, which would mean additional trips 
along Division Avenue, it remains to be seen what the demand for BRT along Division Avenue will be and how BRT 
will impact the passenger car mode. 

 
The City of Wyoming will continue to work with the Interurban Transit Partnership (ITP) to ultimately launch and op- 
erate BRT along Division Avenue.  Once the impacts of BRT are more fully recognized, the city will be able to devel- 
op a plan for any future capacity improvements along Division Avenue. Given that Division Avenue is primarily a five- 
lane undivided roadway with commercial land uses running up and down the corridor, it is unlikely that Division Ave- 
nue will ever be widened in the future.  The City of Kentwood intends to widen the last remaining four-lane undivided 
segment of Division Avenue north of 60th Street in 2014. 

 
If the proposed BRT system does not move forward, it is anticipated that Division Avenue will maintain sufficient ca- 
pacity as a five-lane undivided roadway to serve future travel demands. 



4-3 City of Wyoming 
2035 Thoroughfare Plan 

 

 

 
 

4.2      Non-Motorized Considerations 
 

Non-motorized planning is particularly important along major corridors where the right-of-way is limited and in high- 
speed environments. A conscious and deliberate effort to either incorporate non-motorized users within a corridor or 
to provide an alternative parallel route is important to ultimately provide a practical, safe, comfortable, and functional 
non-motorized transportation network. 

 
Providing adequate non-motorized facilities will reduce the need for non-motorized users to use traffic-oriented facili- 
ties which were not intended to support non-motorized users, particularly in high-speed environments.  Pedestrian 
and bicycle safety varies based on a number of factors, including non-motorized user compliance with the rules of the 
road and situations when driver expectancy is violated.  While the perception of user safety is a critical part of non- 
motorized facility planning and implementation, user comfort and convenience are equally important aspects of how 
and why the community may choose to use non-motorized facilities. 

 
Non-Motorized Benefits 

 
A well-conceived non-motorized transportation system may provide the community with the following benefits: 

 
• Improved community sustainability by enhancing transportation options beyond the automobile, particularly 

for the population segment which is eligible to drive an automobile. 
• A transportation network that provides improved connections to common destinations, such as employment, 

shopping, schools, and places of worship. 
• Improved connections to local and regional recreational facilities, which promote healthy lifestyle opportuni- 

ties. 
• Improved walkability and neighborhood connectivity, which increases social interaction and strengthens 

sense of community. 
• Reduced need for parking spaces and vehicle-oriented roadway improvements. 
• Reduced air pollution, stormwater pollution, and carbon emissions. 

 
Non-Motorized Planning 

 
Due to the discretionary nature of many non-motorized trips, it is challenging to estimate the latent demand for non- 
motorized facilities.  Adding non-motorized facilities will almost always increase the number of non-motorized users, 
particularly if the facilities meet specific needs. 

 
A planning process is recommended to identify the corridors that would best serve the non-motorized needs of the 
community.  Once these corridors are identified, then appropriate improvements can be considered with future road- 
way improvement projects. In general, a non-motorized planning process should include the following steps: 

 
• Engage community stakeholders to determine the destinations and areas that should be particularly served 

by non-motorized facilities. 
• Conduct a field survey to inventory the available right-of-way, existing street width, and evidence of non- 

motorized users. 
• Gauge community preferences about non-motorized facility options, such as on-street bike lanes, shared 

lanes, and off-street paths. 
• Identify corridors that best match the travel paths between destinations that are likely to be accessed by 

non-motorized users. 
• Identify corridors that connect with existing and future recreational paths, such as the Kent Trails. 
• Review other non-motorized plans developed by other peer communities and the standard non-motorized 

design practices. 



4-4 City of Wyoming 
2035 Thoroughfare Plan 

 

 

 
 

• Identify standard applications for a range of non-motorized facilities that might apply to future projects, such 
as those projects identified in Section 4.1. 

 
Areas for Consideration 

 
Based on the existing network of non-motorized facilities, the following areas are likely to be the subject of future 
non-motorized planning: 

 
• Routes to schools. 
• Routes to fixed transit routes such as Bus Rapid Transit along Division Avenue. 
• North-south connectivity north of 44th Street, which is currently limited to the far east and west edges of the 

City. 
• East-west connectivity across US-131, which is primarily limited to the interchange bridges (there is only 

one US-131 crossing that is not an interchange—at 32nd Street). 
• Connectivity between Prairie Parkway and Chicago Drive. 
• Connectivity between 44th Street and Prairie Parkway. 
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Executive Summary 
 
 
Introduction 

 
Background. The 28th Street corridor in 
Wyoming  is  one  of  the  original  suburban 
nuclei of retail and entertainment commerce 
in metropolitan Grand Rapids.  The area was 
home to one of the first enclosed suburban 
shopping malls in the United States, and  at 
one point, the largest movie theater in the 
world.  More recently, the business district has 
been confronted with underutilized properties; 
the loss of several iconic businesses; and other 
economic and aesthetic challenges common to 
aging strip commercial areas in first-tier suburbs. 
As newer centers of commerce have emerged on 
the suburban periphery elsewhere in the metro 
area, and as population has shifted, 28th Street 

 
effort focused on the 
preparation of a realistic 
plan to redevelop and 
redesign  the  corridor 
and to identify new 
market niches to 
complement existing 
viable businesses.   The 
ultimate    objective    of 
the planning and design 
process is to repurpose 
28th  Street  into  a 
vibrant and sustainable 
mixed-use core to restore 
its  status  as   a   prime 
retail and entertainment 
destination. 
 
The Redevelopment Plan 
recognizes  the  evolving 

 

 
 

1959 aerial image looking east down  28th Street. Roger’s Plaza is 
has struggled to maintain its identity. local marketplace and located in the right hand corner. 

includes market analyses 
Nevertheless, many viable businesses exist along 
the centrally-located corridor and healthy, diverse 
residential neighborhoods flank the district. 
Area  merchants,  landowners,  community 
leaders and residents are emboldened with a 
renewed stake in the rebirth of what some have 
affectionately called “downtown Wyoming.” 

 
To capitalize on this enthusiasm and respond to 
current challenges, this Plan was commissioned 
by the City of Wyoming Downtown Development 
Authority (DDA) to “Turn On 28th Street.” The 
Turn On 28th Street process is a comprehensive 

and design solutions, accompanied by a flexible 
implementation framework, intended to 
strengthen the corridor. The recommendations 
are organized into phased implementation 
concepts, and are meant to transform the district 
over time. 
 
Study Area. The extent of the study area is 
generally limited to the area along 28th Street 
between Clyde Park Avenue and Burlingame 
Avenue.   These parameters were chosen for 
several  reasons,  the  most  obvious  perhaps 
being  that  this  is  the  area  with  the  greatest 

concentration of key retail and entertainment 
sites (i.e., Studio 28, Rogers Plaza, Rogers 
Department Store/Klingman’s) along 28th 
Street in the City of Wyoming.   In addition, 
this mile stretch of 28th Street, despite boasting 
what is likely the highest visibility and greatest 
mass of important properties, has arguably 
experienced the most noticeable decline because 
several of these larger sites sit vacant or are 
highly underutilized.   While this planning and 
design effort focuses on one key segment of the 
corridor, it is the intent of the City to generally 
apply the key design recommendations herein to 
the entire 28th Street corridor in Wyoming. 
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Mission Statement. The planning effort was 
led by a Steering Committee, comprised of DDA 
members, City staff, property owners, business 
owners  and  other  community  stakeholders; 
but included an extensive public input process 
that generated much interest and participation 
from area residents.  The Redevelopment Plan 
mission statement, prepared in August of 2010 
by the Steering Committee, is as follows: 

 

 
“The planning process will be transparent and 
inclusive, resulting in a bold and compelling plan. 
That plan will incorporate safe, convenient and 
desirable  access and connections  for all users. 
It will present a vision of an inviting and vibrant 
business community with complementing 
business types  and appealing designs.   And it 
will establish a practical strategy to restore the 
long-term economic viability of the district.” 

 
- Turn on 28th Street Mission Statement 

 
Structure of Plan. The Plan is organized 
into the following Chapters: 

 
Chapter 1: Existing Conditions 

 
This  chapter  includes  a  map  of  the  region 
and the study area, and narrative and graphic 
descriptions of the corridor as it evolved from 
into an auto-oriented strip development form. 

 
Chapter 2: Market Strategy 

 
This chapter includes a summary of the results 
of  the  market  analysis  containing  the  retail 
gap analysis, import/export analysis, housing 
assessment, and the office/jobs assessment. 

Chapter 3: Public Input 
 
The public input chapter provides an overview 
of the public involvement activities and the 
major outcomes. 
 
Chapter 4: The Design Process 
 
The design process chapter includes each 
concept plan developed by the design team 
through a process of feedback loops with the 
steering committee and public. 
 
Chapter 5: Final Demonstration Plan 
 
Chapter 5 contains the final demonstration plan 
and alternative development scenario illustrating 
the master plans for the study area in addition to 
phasing plans for redevelopment. 
 
Chapter 6: Implementation 
 
The implementation chapter presents realistic 
and  strategic  steps  for  the  suburban  retrofit 
of the study area. Also included is a matrix 
outlining each step, timing, responsible party 
and potential funding sources. 
 
Two Appendices are included by reference in this 
plan and are on file with the City of Wyoming 
but not bound into this document. Appendix 
One is the Market Strategy by LandUse|USA. 
Appendix  Two  is  the  Public  Input  Report, 
which contains summaries and outcomes from 
each public involvement activity. 

Recommendations 
 
The following summarizes the key recommenda- 
tion of this plan: 
 
Design 
 

■ The designs combine the properties 
on the south side of 28th Street be- 
tween Clyde park and Burlingame 
into a mixed-use town center with 
new complete streets and compact 
blocks. A curving slip street is used 
as the organizing element of the 
design and represents the new town 
center’s “main street”. 

 
■ The  plan  proposes  a  modest  in- 

crease in the number of retail uses 
with  a  more  substantial  increase 
in office (approximately 600,000 
square feet) and residential (about 
600 dwellings) uses. 

 
■ The  transformation  from  the  ex- 

isting  development  pattern  into 
the pattern proposed in this plan 
is divided into seven logical steps 
to be constructed over the next 
thirty years, or as market conditions 
warrant. 

 
■ Most buildings along the new streets 

are proposed to be multiple-story 
mixed use buildings, with retail on 
the ground floor and residential or 
offices on the upper floors. 
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■ Street frontages of these buildings 

should be transparent and promote 
activity on the street. 

 
Implementation 

 
■ Key first steps to implementation 

include acquiring easements for the 
new crescent street and actively tar- 
geting new uses as outlined in the 
Market Strategy. 

 
REGULATORY/PROCEDURAL 

 
■ Amend  Master  Plan  and  Zoning 

Ordinance 
 

■ Plan     for     utility     extensions, 
stormwater management 

■ Seek out development partnerships 
 

■ Market plan and sites to developers 
 
ECONOMIC DEVELOPMENT AND 
FINANCING ALTERNATIVES 
 

■ Focus on recruiting both small and 
large businesses 

 
■ Seek partnering opportunities for 

economic development 
 

■ Secure external funding sources to 
aid redevelopment process 

 
■ Create small business incubator to 

help startups 

 

TRANSPORTATION 
 

■ Explore grant opportunities to aid 
funding 

 
■ Improve sidewalks and non-motor- 

ized connections 
 

■ Develop a 28th Street Access Man- 
agement Plan 

 
■ Collaborate with The Rapid to plan 

for future transit service 
 

MARKETING AND PROMOTION 
 

■ Public outreach 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A R E A  P L A N  

- 8 - E x e c u t i ve  S um m a r y  

 

 

 
  



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A R E A  P L A N  

- 9 - C h a p t e r  1  |  E x i s t i n g  C o n d i t i o n s  &  D e m o gra p h i c s  

 

 

 

Existing Conditions 
 
 
History 

 
M-11, or 28th Street, is the original “South belt- 
way” for the Grand Rapids metropolitan area. 
Following World War II, the suburbs blossomed 
and this first-tier suburb grew from 20,396 for 
Wyoming Township in 1940 to 45,829 in 1960 
for the newly incorporated city. 

 
28th Street in Wyoming was the place to go for 
any thing automobile-related. From car dealer- 
ships to the drive-in theater, the corridor evolved 
around the automobile. 28th Street is an icon- 
ic corridor in West Michigan with a storied 
history. 

 

 
 
 

The Loeks Beltline Drive-In movie establish- 
ment opened on July 10, 1948, followed by a 

 
December 25, 1965 opening of neighboring Stu- 
dio 28.  Studio 28 was named to showcase its 
address at 1350 – 28th Street, and was the first 
multiplex theater in the United States east of the 
Mississippi River. 
 
One of the first commercial uses established was 
a McDonald’s restaurant, which located near 
the northwest corner of 28th Street and Michael 
Avenue in 1954.  It was one of the first of such 
restaurants to open in the area. 
 
Rogers Plaza, recognized as one of the first en- 
closed shopping malls in the United States, 
opened in July of 1960. By May of 1966, 36 dif- 
ferent retail establishments had located within 
the shopping center.   Wyoming Village Mall 
opened across the street from Rogers Plaza in 
March of 1964, and included Wurzburg, a local 
department store.  In 1968, 28th Street experi- 
enced traffic counts of 45,000 vehicles per day 
– the second busiest thoroughfare in Michigan 
(only the John Lodge Freeway in Detroit had 
higher traffic counts). 

In 1976, Studio 28 expanded to six screens and 
in March of 1984, expanded to twelve screens – 
a move that increased seating capacity to more 
than 4,000.   At this point, Studio 28 became 
the only 12-screen complex in the country.  The 
Beltline Drive-In closed in September of 1987 
to accommodate another addition onto Studio 
28.  The facility was expanded to twenty screens 
in November of 1988, increasing seating capac- 
ity to more than 6,000 and establishing the 
world’s largest freestanding theater complex, 
until 1995. 
 

 
 
Another notable moment at Studio 28 occurred 
the day after Thanksgiving in 1990, when a re- 
cord 16,000 moviegoers visited the theater to 
watch such films as “Dances with Wolves” and 
“Home Alone.”  This theater attendance record 
remains unbroken. 
 
Today, the corridor is characterized by significant 
commercial vacancies, reduced traffic counts 
and shifting land uses, as described in the fol- 
lowing sections. 
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Mall 

44th 

 

Study Area 
 

Wyoming’s Town Center. The study area 
includes a portion of 28th Street from Clyde 
Park Avenue to the east and Burlingame to the 
west. Selected by the City and the Downtown 
Development Authority (DDA), this portion of 
28th Street is within the City’s Downtown Cen- 
ter Zoning District. 

 
From a regional standpoint, the study area is 
centrally  located  amongst  the commercial fo- 
cal points in the metro area. The study area is 
equidistant from downtown Grand Rapids, Riv- 
ertown   Crossings 
and       Woodland 
Mall. What makes 

eventually intersects I-196, 
connecting the lakeshore 
area with Grand Rapids 
and eventually merging 
with I-96 toward Lansing 
or Muskegon. 
 
This portion of 28th 
Street, being M-11, is classi- 
fied as an urban principal 
arterial and regulated by 
the Michigan Department 
of Transportation. It is a 
five-lane cross section with 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
a   continuous   center 
turn  lane.  Additional 

the  area  different 
is the development 
form of a linear 
commercial corri- 
dor with 45,000 av- 
erage daily vehicle 
trips and the mix 

Lake Michigan Dr UV45 

Tallmadge Twp 

 
 
 
Walker 

 
 
 
 
 
£¤131 

 
Downtown 

Grand Rapids 

¦̈§196
 Michigan 

 
 

East 
Grand 
Rapids 

 
 
 
 
 
 
 
UV37      

 
 
 
 
 
 
 
§̈¦96 

 
UV20 

 
Ada Twp 

turn lanes are present 
at the signalized inter- 
sections at Clyde Park, 
Michael/DeHoop and 
Burlingame. 
 

Accommodations    for 
of large and small 
lot development. 

 
A half mile to 
the   east,   US-131       
is the primary 

 
 
 
 
 

Grandville 

§̈¦196 

Rivertown 

 
28th 

Grand Rapids 
Study Area Woodland 

 

 
 
 
 
Cascade Twp 

pedestrians and bi- 
cyclists were an after 
thought in the evolu- 
tion of the corridor. 
With intermittent 
sidewalks, limited bike 

north-south  corri- 
dor traversing the 
metropolitan area. 
West of the study 

Georgetown Twp 
Crossings Mall 

 
 
 

UV6 

Wyoming Kentwood lanes, driving might be 
the safest option with 
the existing framework 
of blocks, streets, and 

area,   28th  Street  

Jamestown Twp Byron Twp Gaines Twp Caledonia Twp buildings. 
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are  interspersed within the  study 
area. 

 
■ A limited amount of multi-family 

residential housing is present to the 
south, west and north. 

 

Zoning 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Land Use 

■ The Downtown Center (DC) dis- 
trict is the predominant zoning 
district, which allows mixed use 
commercial and requires building 
facade treatments such as transpar- 
ency,  and building alignment with 
roadways. 

 
■ The  B2  and  B3  districts  permit 

general commercial and office uses. 
Residential uses are not permitted, 
and design/form is not regulated. 

■ Commercial land uses are predomi- 
nant along 28th Street amounting 
to more than one million square 
feet. Most commerical buildings are 
thirty years old or more and many 
show signs of deferred maintenance 
and give a dated impression. 

 
■ Single family residential neighbor- 

hoods are behind the commercial 
uses. These neighborhoods were 
once connected via local streets that 
have since been converted to dead 
ends or cul-de-sacs. 

 

■ Institutional  uses,  including  the 
City Hall, schools, and post office 
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26TH Road Configuration. Few roads penetrate the study area, signifying the “super block” 

pattern of development, especially south of 28th Street. The large block framework ex- 
ists to provide access to 28th Street while providing ample parking. The isolation of the 
residential neighborhoods is evidenced by the intentional dead end street segments and 
broken connections into the commercial corridor. To prevent “cut-through” traffic from 
28th Street invading residential areas, in the 1960s the City intentionally interrupted the 
former grid pattern. 

 
 
 
 
 
 

Impervious  Surfaces. Impervious surfaces, including both buildings and parking 
areas, are shown in grey. Note the almost 100% coverage in the southwest quadrant of 
the study area. Additionally, the red dots illustrate driveways and curb cuts into the 28th 
Street right-of-way. There are 59 curb cuts in the study area along 28th Street. Many op- 
portunities exist for driveway consolidation, which could help traffic flow, and provide a 
safer environment for motorists, pedestrians and bicyclists. 

 
 
 
 
 
 
 

Building Patterns. The “figure ground analysis” examines the patterns of develop- 
ment within the study area. The commercial pattern is linear, especially north of 28th 
Street where lots are more shallow and buildings generally are built to and fronting the 
road. To the south, buildings are larger, setback from the road, and sometimes canted 
to maximize a motorist’s view from the road. The residential neighborhood to the south 
exhibits a grid pattern, while to the north, the residential pattern is curvilinear with the 
cul-de-sacs discussed above. 
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Vi ll age Inn 
Plaza 

 
 
 
U-H aul 

 
 
 
 
 
Boston 
Market 

 
 
 
 
 
 
 
 
 
 
 
 
 
Famil y 

Fare 

 
 
 
 
 
 
 
 
 
 
 
Dermondy 

Truc ks 

 
 
 
 
 
 
 
Applebee's 

 
 
 
 
 
 
 
 
 
 
 
 
Studio 

28 
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Mc D onal d's 
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Vi ll age Mal l 

 
 
 
 
 
 

Ci ty 
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Bank 

 
 
 
 
 
 
 
Hunti ngton 

Bank 

 
 
 
 
 
 
 
 
 
 
 
 
Roger's Pl aza 

 
 
 
 
 
Klingman's 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
CAN T ER BUR Y 

 
 
 
 
 
 
 
 
 
 
 
Duthl er's 

 
 
 
 
 
 
 
 
 
 
Mobi l 

 
 
 
 
 
 
Flow er 

Land 

 
 
 
 
 
 
 
 
 
 
 
Aldi 

Property lines and key businesses. 
Property lines and key businesses illustrate the 
complexity of the ownership pattern and rede- 
velopment potential. For a suburban retrofit, 
ownership patterns can make redevelopment 
difficult. Coordination with landowners, 
business owners, banks, and other entities is 
necessary for implementation of any plan. For- 
tunately, the superblock configuration might 
facilitate implementation since there are fewer 
entities to coordinate. The north side of 28th 
Street, however, might represent more chal- 

Roger's Lane 
PRA IRIE COELlReAmIeNntary (c losed) lenges to redevelopment since properties are 

USP S  
 
CR IC KLEWOO D 

smaller and more owners have a stake in the 
process and outcome. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

PRAIRIE 

 
 
 
 

MADELYN 
 

 
 
 
28TH 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
COLRAIN 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
CANTERBURY 

Non-motorized Circulation. Sidewalks are 
shown in black, bike routes in teal and trails 
in green. Sidewalks are intermittent along 
28th Street with expanses where dedi- cated 
areas for pedestrians are nonexistent. Prairie 
Street to the south is a designated bike route, 
although there are no markings or des- 
ignated lanes for bicyclists on the street. Burl- 
ingame Avenue includes a proposed trail with 
a connection north to Kent Trails and south 
to the Beltline trail paralleling M-6. Note- 
worthy is the absences of connected sidewalk 
along the south side of 28th Street at Roger’s 
Plaza (circled). 

 
CRICKLEW OOD 
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Community  Facilities. Included in the map to the left are bus stops (blue icons), institutional entities (shaded in blue) including the library, City Hall, 
schools and post office, as well as park land (green). One park, Klingman’s Park is located in the study area; however, Pinery Park, Jackson Park, and Prairie 
Park are all located within walking distance. 
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Demographics 
 

With the release of the 2010 Census 
data, it is apparent that the City of Wy- 
oming and the overall West Michigan 

Table 1.1 Regional Population Data, US Census Bureau 
 

1980 1990 2000 2010 
% Change 
1980-1990 

 
 
 
% Change 
1990-2000 

 
 
 
% Change 
2000-2010 

region have continued to experience 
growth.  However, the table below il- 
lustrates that all communities in the 
immediate region experienced slower 
growth rates between 2000 and 2010 
than in previous decades, and that a 
couple of communities even lost pop- 
ulation.  The cities of Grand Rapids 
and  Grandville  saw  population  de- 

Michigan 9,262,078 9,295,297 9,938,444 9,883,640 4.7 6.9 -0.6 

Kent County 444,506 500,631 574,335 602,622 12.6 14.7 4.9 

Wyoming 59,616 63,891 69,368 72,125 6.8 8.7 4 

Grand Rapids 181,843 189,126 197,800 188,040 4 4.6 -4.9 

Grandville 12,412 15,624 16,263 15,378 25.9 4.1 -5.4 

Kentwood 30,438 37,826 45,255 48,707 24.3 19.6 7.6 

Walker 15,088 17,279 21,842 23,537 14.5 26.4 7.8 
creases, as did the State of Michigan, 
while neighboring Georgetown and 
Byron Townships saw the largest per- 
centage increases. 

 

This trend is generally evident in the 

Byron 
Township 

Georgetown 
Twp 

10,104 13,235 17,553 20,317 31 32.6 15.9 
 
 
26,104 32,672 41,658 46,985 25.2 27.5 12.8 

West Michigan region, as outlying townships 
appear to have experienced the bulk of growth, 
while some cities and villages grew more slowly, 
if at all. This “shift” in population may have im- 
plications for 28th Street and other “older” com- 
mercial areas, because as people move further 
out to newer suburban communities, purchas- 
ing power in the immediate areas may decline. 

 
Nevertheless, continued growth in Wyoming 
speaks to its high quality housing, affordable 
neighborhoods, and the city’s relatively central 
and convenient location in the greater Grand 
Rapids area and ample transportation connec- 
tions.  In addition, it is likely that the bulk of 

new growth is occurring in the City’s “panhan- 
dle,” that part of Wyoming south of the City 
of Grandville, and in the area around Metro 
Health Village at the Byron Center Avenue in- 
terchange with M-6.   2010 Census data at the 
block group level was not yet released at the time 
this plan was prepared, so it is impossible to ana- 
lyze growth trends in the study area at this time. 
 
Ethnicity. As the city has gained population 
over the past few decades, it has also become 
more diverse, with this change seeming more 
rapid between 2000 and 2010.  Figure 1.1 illus- 
trates that overall ethnic diversity has increased 
in the City of Wyoming between 2000 and 2010. 

Hispanic or Latino residents of Wyoming now 
make up almost 20% of the City’s population, 
an increase of 100% from 2000. 
 
An influx of people of a particular ethnic heri- 
tage can attract continued waves of growth from 
families who seek to live near people of their 
culture, who speak their language and under- 
stand their customs.  Many indicators in the 
community suggest that the bulk of Hispanic 
growth in Wyoming is within a few miles of the 
study area.  This may imply that changes in the 
type of restaurants, grocery stores, and even the 
makeup of household units are on the horizon. 
Additionally, ethnic change may also bring more 
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Figure 1.1 
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Change in Ethnicity 
 

2000 2010 

 
 
 
 
 
19.4% 

major retail additions: discount depart- 
ment store (e.g., Wal-Mart), supermar- 
ket (e.g., Family Fare), farmers market, 
apparel (e.g. A.J. Wright), and home im- 
provement (e.g. Home Depot). In total, 
the study indicated a market for almost 
400,000 square feet of additional retail 

node will become a true downtown center, es- 
tablishing a distinctive identity and sense of 
place for Wyoming. Redevelopment will create 
opportunities for new investment, mixing com- 
mercial, residential, office, and entertainment 
uses in this central core area. 

 
14 

12 

10 

8 4.8% 
6 

4 

2 

0 

 

 
 
 
7.2% 

 
 
 
 
 
 
2.9%   2.8% 

 
 
9.7% 

space. 
 
 

2006 Master Plan/Land 
Use Plan 2020 
 
In  2006,  the  City  adopted  the  Land 
Use Plan 2020. The plan included the 

■ “Assemble  vacant  and  declining 
commercial properties for redevel- 
opment as high density residential 
or mixed use projects. 

 
■ “Promote the construction of mid- 

and highrise buildings within the 
Downtown Center to form a dis- 

Black or African American  Asian Hispanic or Latino 
 

Race / Ethnicity 
 
 

families with children, helping to re-energize and 
strengthen family neighborhoods and enhance 
the cultural richness of the community. 

 

Previous Plans/Studies 
 

2002 Downtown Plan. In 2002, the 
City adopted the Downtown Plan, which envi- 
sioned a mid-block road between 28th Street 
and Prairie. The Plan also hinged on Roger’s 
Plaza, Rogers Department Store, and Studio 28 
as anchor establishments knitting the retail cor- 
ridor together. Today, those establishments are 
vacant or facing financial challenges and can no 
longer be relied upon as destination establish- 
ments. The 2002 Downtown Plan included a 
market study that proposed the following five 

following goals for the redevelopment 
area: 
 
“The 28th Street/Michael/DeHoop 

tinctive urban core, supporting the 
current businesses in the area and 
creating the synergy for others to 
come.” 
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Market Analysis 
 
 
Summary 

 
In early 2011, LandUse|USA completed an eval- 
uation of market conditions in the corridor area. 

■  credit intermediation,  financial 
 

■  professional technical services 
 

■  medical services 
 

■  education 

The complete assessment, included as Appendix 
2 and titled “The Market Strategy,” includes 
analyses of detailed economic data and other 
information to allow the Steering Committee 
and the public to understand various local and 
regional market forces that influence redevelop- 
ment of 28th Street. 

 
The Market Strategy concludes that the 28th 
Street study area can continue to provide essen- 
tial shopping alternatives within the local market, 
and that this role is sustainable going forward. 
The strategy indicates that the corridor should 
not be viewed as “expired or exhausted” and will 
continue to serve as a viable shopping district. 
Nevertheless,    the 
report acknowledg- 
es that the corridor 
is dated and strug- 
gling to transition 
itself   in   response 
to changing demo- 
graphics, and must 
be redefined and 
reformatted to in- 
clude the appropri- 
ate mixture of land 
uses. 

 
 
 
 
The 28th Street Corridor is dated and struggling to 
transition itself in response to changing demographics 
 
 
The Market Strategy focuses on the opportuni- 
ties for retail and office space, and also includes 
a Housing Assessment.  It is concluded that any 
retail strategy should target sensible general mer- 
chandise and department stores, clothing and acces- 
sory stores and speciality grocery stores.  These are 
the best near-term opportunities for the study 
area. Additionally, the effort should focus on 
business retention (see econimic gardening side- 
bar on page 18), fostering small business growth 
and assisting new ethnic businesses. 
 
The strategy also calls for planning and recruit- 
ing important anchors for build-to-suit office 
buildings. Targeted categories for jobs and office 
users should include: 
 

■  telecommunications 
 

■  information, data processing 
 

■  book, software publishing 

Other types of complementary businesses are 
also supportable for leased office space, but the 
most efficient approach is to target anchors first. 
The Market Strategy discourages the develop- 
ment of speculative office space that lacks im- 
mediate anchors. 
 
The results of the Housing Assessment indicate 
that the best opportunities with the lowest risks 
are in affordable and market-rate products begin- 
ning at prices of $124,900. Ideal formats should 
include multi-family attached units; a mix of 
both owner  and  renter choices; an  emphasis 
on unit formats that would meet the needs of 
working families; up-and-comers working in 
downtown Grand Rapids; and seniors or other 
residents with special needs. 
 
 

Highlights 
 
Following are some specific highlights taken 
from the complete market analysis. 
 

■ Kent County overall is a strong im- 
port market for most top-level retail 
categories, with the exception of 
food and beverage stores and motor 
vehicle parts dealers. 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A R E A  P L A N  

- 18 - C h a p t e r  2  |   M a r k e t A n a l y s i s 

 

 

 
 

 
 

 
 

 
■ US-131,  located  just  to  the  east 

of the study area, has the region’s 
highest  Average  Daily  Traffic  of 
75,000 to 105,000 vehicle trips per 
day.  28th Street in the Study Area 
experiences about 28,000 trips per 
day. 

 

■ Today, over 22% of the population 

■ Identify stores that would benefit 
from more efficient space in a more 
compact, mixed-use project that in- 
cludes in-line retail along the streets 
and sidewalks. 

within one mile of the study area is 
Hispanic, compared to just 3.5% in 
1990; signaling increases in cultural 
diversity and growth. 

 
■ Grocery stores, limited-service res- 

taurants, clothing and accessories 
stores, department and discount 
stores are underrepresented in Kent 
County. 

 
■ Potential  retail  establishments in- 

clude business services, Hispanic 
grocery stores, sporting goods stores, 
computer  supplies,  veterinarians, 

 

 
The Market Study proposes a combined strategy of 
retention and recruitment 
 

day care centers, furniture repair, 
music stores, cultural cuisine, ap- 
parel stores, etc. 

 
■ Retail gap analyses show there is 

barely enough demand in the local 
trade area to accommodate a dis- 
count department store; however 
one might still fit with an aggressive 
market strategy to compete with the 
market’s local brand, Meijer. 

 

What is Economic Gardening? 
 
Economic gardening builds on community assets and 
targets existing human capital with a business culture 
that includes training, mentoring programs, network- 
ing opportunities, incubator workspace, media recog- 
nition, low-interest loans, and resource-sharing. Based 
on new leadership in Lansing (including the Michigan 
Economic Development Corporation), the future of 
economic gardening must reach beyond the tradition- 
al approach of offering incentives to help offset costs 
for home-grown businesses. 
 
Going forward, true economic gardening must also 
include an expanded menu of local services and sup- 
port. Examples include 
helping relatively small 
but growing companies 

Beyond the task of redeveloping the physical 
environment within the Study Area, economic 
gardening activities would benefit existing busi- 
nesses by nurturing and growing existing busi- 
nesses. Specific strategies include: 

map out new strategies; 
research their competi- 
tion; explore new mar- 
kets  and   niches;  and 
find employees with spe- 
cialized skills. 

 
 
 
 
 
 

Education  sessions may provide local business owners 
with tools necessary to growth their business 

 

■ Assist  independent  store  owners 
to grow their businesses, trade up 
into better retail space, improve 
their marketing, and reach more 
customers. 

 
The needs of some small and emerging businesses can 
be met with new incubator buildings, which could an- 
chor business campuses. Ideally, business incubators 
are physically connected and integrated in training fa- 
cilities with a campus design that enables innovation and 
sharing of talent, training facilities and other resources. 
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Table 2.1  Demographic Summary and Comparison Office: 

 
Year 

Primary Trade 
Area 

Effective Trade 
Area 

Kent County 
■ 300,000 to 600,000 square feet of 

office anchors should be added. 
 
 
 
 

Population 

1990 185,914 466,384 500,631 

2000 205,037 528,539 574,335 

2007 206,200 551,334 602,318 

2009 Est. 2nd Quarter 206,700 561,402 614,724 

2010 Est. 2nd Quarter 205,847 561,083 614,297 

 
■ 300,000 to 600,000 square feet of 

office tenants should added. 
 
■ So the total office potential 600,000 

to 1,200,000 square feet in the rede- 
velopment project. 

Average Age 2010 35.7 36.6 36.7 

% with some Col- 
lege Education 

2010 22.6% 22.6% 22.9% 

2010 Percent 
Renter Occupied 
Housing 

Median Housing 
Value 

2010 31.8% 30.8% 29.4% 
 
 
2010 $102,600 $120,400 $119,986 

 

■ Offer  small  business  educational 
sessions, perhaps supported by the 
DDA and the City, on topics such 
as business management, book- 
keeping and taxes, staffing, payroll 
and  benefits,  sales,  promotions, 

The results of the Market Strategy provide square- 
footage thresholds for retail and office uses. A 
combined strategy of retention and recruitment 
is proposed, with the following parameters: 
 
Retail: 

crossmarketing,  customer  service, 
and other best business practices. 

 
Table 2.1 includes the summary of demographic 
data related to the market strategy. In general, 
residents within the primary trade area tend to 
be younger than average for Kent County, are 
more likely to be renters, and have lower than 
average home values. 

■ 350,000 to 660,000 square feet of 
retail should be retained. 

 
■ 310,000 to 475,000 square feet of 

retail should be recruited. 
 
■ So   the  total  retail  potential  is 

660,000 to 1,135,000 square feet in 
the redevelopment project. 

 
 
 
 
 
The primary and effective trade areas were based on 
the distribution of population and income throughout 
the market; the study area’s location relative to 
highway connectors; its location relative to competing 
shopping and regional destinations; and results of an 
import-export analysis. 
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Total: 

 
■ 

 
 
1,260,000 to 2,355,000 square feet 
in redevelopment. 

 

For retail, the strategy identified an opportunity 
for one 120,000 to 140,000 square foot big box 
general merchandise anchor establishment, and 
two 60,000 to 90,000 square foot medium box 
support anchors. 

 
The concept plans and final plan for the corri- 
dor incorporate these projected users and the 
retention of existing retailers. 

 
Other economic catalysts are identified as signifi- 
cant economic drivers, but are also discerning in 
their location. Advanced education and health/ 
medical services are suggested users, however, at- 
tracting them to the City will require proactive 
recruitment efforts. 

 
For the complete market analysis, see Appendix 
1, incorporated here by reference. 
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Public Input 
 
 

The City of Wyoming and the DDA committed 
to using community input to frame policy 
development  for  the  future  of  28th  Street. 
The planning and design process employed an 
extensive public input process, providing several 
opportunities for residents and business owners 
to  participate and  influence  the  outcome  of 
the overall design.   This chapter contains a 
summary  of  each  public  input  opportunity 
but a more complete discussion on each can 
be found in the Turn on 28th Street Public Input 
Compilation,  a  separate  report.  (Appendix  2) 

 
 

Mobile Tour 
 

A mobile tour was held on July 28, 2010 to en- 
able the consultant team to make observations 
about existing conditions in terms of land use, 
landscaping, access management, architecture, 
circulation, signage, lighting, aesthetics and oth- 
er features.  The tour involved forty participants 

 
The Mobile Tour Route gave participants a thorough 
idea of the challenges facing 28th Street. 

on a large bus and included a specific route with 
eight stops and an informal, yet structured input 
process. 
 
As the kick-off to the planning and design 
process, the mobile tour helped to establish a 
common base from which to move forward by 
building momentum and excitement about the 
process and a common understanding of the 
corridor’s particular physical assets and challeng- 
es. Certain features of the corridor were praised 
while others were identified as areas for improve- 
ment. Additionally, the mobile tour served as an 
opportunity for business and property owners to 
delve into the background of a particular site or 
issue and discuss future plans for development 
of their properties.  See the Public Input Com- 
pilation (Appendix 2) for the complete report of 
the mobile tour. 
 
 

Stakeholder Interviews 
 
As part of the public input process, the consul- 
tant team interviewed eighteen individuals rep- 
resenting key stakeholders in July and August of 
2010.  The interviewees included business own- 
ers, landowners, a school district representative, 
local and regional community leaders, residents, 
and others.  In most cases, the interviews were 
conducted  face-to-face  in  a  conference  room 
at the Wyoming Branch Library and conversa- 
tions generally flowed freely, although planned 
questions were asked to ensure a meaningful 
outcome.  The purpose of the stakeholder in- 
terviews was to garner feedback on: Any specific 

challenges unique to a particular property; infor- 
mation related to site demolition costs or other 
real estate matters; preferable redevelopment 
frameworks; and other pertinent issues. 
 
 

Ideas Workshop 
 
The consultant team facilitated two Ideas Work- 
shop meetings on October 7, 2010; one held 
in the late morning and the other in the eve- 
ning to garner the broadest possible participa- 
tion.  The workshop was primarily designed to 
enable participants to share ideas relative to the 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Participants generate concepts at the Ideas 
Workshop. 
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Event 

March 30, 2010 

 
 

Turn on 28th Street Public Input Summary 
 

Number of 
Participants Date Purpose Outcome or Result 

 

Generated excitement, project momentum 
Mobile Tour 40 July 28, 2010 Make observations about existing conditions in 

28th Street study area 
 

Specific challenges unique to a particular 

 
Common understanding of corridor’s  assets and 
challenges 

 
Stakeholder 

property A number of common opinions about 28th Street that 

Interviews 18 July and August 2010 Information related to site demolition costs or 
other real estate matters 
Preferable redevelopment frameworks 

likely reflect widely-held views about the corridor and 
the challenges it faces 
 
 
The development of themes and priorities regarding 

 

Ideas Workshops About 110 October 18, 2010 Garner broad public input and ideas regarding 
the future of 28th Street 

28th Street redevelopment 
Assisted in creating the foundation for the 
redevelopment strategy 

 
Rogers Plaza 
Storefront 

 
At least 50 
- 60 October - December 2010 

Provide an informal venue for mall patrons to 
stop and share some thoughts about the future 
of 28th Street. 

 
Suggestions for a number of land uses and actions to 
aid in the redevelopment of 28th Street 
 
Refinements to the layout 

 

Design Workshops  About 60 December 7, 2010 Enable participants to review and critique three 
concept designs 

Selection of most important design features 
Continued discussion regarding most desirable land 
uses 

 
Informal Customer 
Survey 68 October - December 2010 

Provide insight into a lack (or perceived lack) 
of services, businesses and entertainment 
opportunities along the corridor 

Wide range of responses to the question: “What type 
of business would you like to see on 28th Street in the 
future?” 

Open House About 50 
- 60 

 
Facebook Page Several 

hundred 

Present preliminary final drafts of overall design 
framework Further refinements to the preliminary designs 

Provide project updates 
August 2010 - May 2011 Increased project interest and awareness 

Gather additional public input 
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The process offered many outlets to express ideas. 
 

future of 28th Street.  The City engaged in an 
extensive effort to assure that many people par- 
ticipated before the workshop, and those efforts 
didn’t disappoint: Approximately 70 individu- 
als attended the morning session and about 40 
people attended the late session.  The meetings 
included an overview presentation, precedent 
examples of other successful suburban retrofits, 
and a summary of the market assessment. 

 
 

Rogers Plaza Storefront Office 
 

To test concepts generated at the two Ideas Work- 
shop sessions and to garner additional input, 
the consultant team established a “storefront of- 
fice” in a highly accessible donated space near 
the center of the Rogers Plaza shopping center. 
The storefront office was open consistent with a 
posted schedule, which included most Mondays 
and Wednesdays for two hour sessions from Oc- 
tober 25, 2010 to December 22, 2010. Concepts 
generated at the Ideas Workshop were exhib- 
ited in the storefront office, along with several 

informative maps and a summary of the market 
analysis.  The primary intent of the storefront 
office was to provide an informal venue for mall 
patrons to stop and share some thoughts about 
the future of 28th Street.  It was believed that 
such an informal setting brought to the people 
would increase candor and the range of opinions 
recorded. It is difficult to evaluate participation 
in the storefront office, because of its informal- 
ity; but it has been estimated that at least fifty to 
sixty people offered input. 
 
 

Design Workshop 
 
On December 7, 2010 the consultant team fa- 
cilitated two Design Workshops, which enabled 
about sixty participants to review and critique 
three concept designs.  One workshop was con- 
ducted in the late morning and the other was 
conducted in the evening.   Participants were 
encouraged to propose modifications and refine 
the general layout models presented in the con- 
cepts.   In addition, participants were asked to 
 
 
 
 
 
 
 
 
 
 
 
 
 
Alternatives being discussed at the Design Workshop. 

select the most important design features from 
each proposed configuration and to continue 
the discussion on desirable land uses. 
 
 

Informal Customer Survey 
 
Marge Wilson, owner of Marge’s Donut Den 
on  28th  Street,  developed  and  implemented 
an opinion survey instrument and asked her 
patrons, “What would you like to see on 28th 
Street?”   While the survey was not conducted 
by the consultant team, the results of the sur- 
vey are beneficial and add to the collection of 
perspectives gained throughout the public input 
exercises. The results of the survey are presented 
in the Public Input Compilation, under separate 
cover. 
 
 
 
 
 
 
 
 
 
 
 
 
 
A consultant presents the evolution of design 
development at the Open House. 
 
 
Open House 
 
Two Open House meetings were held on March 
30, 2011, one in the late morning and the other 
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in the evening to foster broad participation. The 
purpose of the Open House was to recapitulate 
the planning and design process and to present 
the preliminary final drafts of the overall design 
framework.  A combined fifty to sixty people at- 
tended both the morning and evening session. 

 
 

Facebook / Web Interaction 
 

A Facebook page was established to connect 
with Wyoming residents and others interested 
in the Turn On 28th Street effort.   Updates 
were posted periodically to inform individuals 
of upcoming meetings, input opportunities, and 
results of various phases of the project. 

MDOT Coordination Meetings 
 
Two meetings were conducted with MDOT 
during the Turn On 28th Street project.  In 
addition to these specific meetings, Dennis Kent 
was MDOT’s representative on the steering 
committee during the process and provided 
input regarding the concept iterations during 
the design phase. 
 
 
Selected Comments from the Turn on 28th Street Facebook page 
I don’t know much about revitalizing towns but this seems like a great start. Good for you Wyoming, 
involving the citizens in the planning. Wyoming could once again be a great town and a great place 
to live. 

How about getting an IKEA where Studio 28 is? This would put a store smack dab between Ann 
Arbor and Chicago! Let’s make Wyoming a destination city for Michigan!! Think of the jobs and 
revenue!!! Just a thought. It makes me sad to see all of the businesses closing up shop on what was 
once a major street for commerce. 

Wyoming used to be a classy area. Now, I would not even use the Wyoming public schools. Growth 
is good but at what cost to the residents? 

Many of the ideas that I have heard so far are really great., but one thing people have to keep in 
mind is that we must insure that established businesses are incorporated into any idea, and any busi- 
nesses that are incorporated into the plan should get face lifts and or moved to another part of the 
downtown area. 

The number one thing I would say is Keep the Flea Market!!!! Flea Markets are a dying breed, and 
a lot of people depend financially on the Studio 28 Flea Market. I usually go down there to walk 
through and look/buy every week. It’s a good way for me to get some exercise in walking around the 
place. Sometimes I go there to sell stuff... 

I have a suggestion about the Studio 28 building. Maybe it could become a second-run “Celebration 
Cinema”, similar to the one at Woodland Mall. I think a lot of people would go to it because, for 
one thing, people don’t always want to pay high ticket prices, and plus there are so many people who 
loved that theater, such as myself! 
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The Design Process 
 

Essential to any design and planning activity is a 
process for carefully reviewing and refining the 
proposed concepts. A process called feedback 
loops enabled the design team to continuously 
refine  the  concepts  and  ultimately,  advance 
a final plan that was thoroughly vetted and 
accepted by the stakeholders and steering 
committee.   Each   concept   incorporates   the 

market strategy as well as input from all public 
involvement activities. There were five feedback 
loops/design iterations. 
 
 

Iteration One: Three Concepts 
 
I1.  Concept A. This design combines the 
properties on the south side of 28th Street into 
a mixed-use town center with new streets and 

The Design Process 

 
 

Key Input Incorporated Into Design Concepts 
 

Event Key Input 
 

Mobile 
Tour 

 
Stakeholder 
Interviews 
Ideas 
Workshops 
Rogers 
Plaza 
Storefront 
Design 
Workshops 
Informal 
Customer 
Survey 
Open 
House 
Facebook 
Page 

 
MDOT 
Meetings 

 
condense Roger’s Plaza and Wyoming Village Mall, limit commercial access into neighborhoods, 
maintain sidewalks, design should allow for some parking in front of retail establishments, align 
driveways for access management purposes, “de-mall the mall” 
create a flex spaces for outdoor markets, design needs to accommodate traffic, area needs a 
destination 
small blocks promote walkability, mixed use development,  more pedestrian amenities, add green 
space, connect to Pinery Park, increase housing opportunities/housing types 
 
do not connect commercial to residential area, add more landscaping, wider sidewalks, keep 
auto-oriented uses north of 28th street, increase height to 2-3 stores for mixed use 
 
keep park concept in final plan, the crescent street is favored, incorporate round-a-bouts, provide 
multipurpose entertainment facility, include Hispanic and Asian community 
 
business suggestions included a big box (Wal-Mart or other), theater, clothing stores, boutique 
shops, restaurants, kid-friendly businesses, IKEA, hobby shops, etc. 
 
save the historic Roger’s homestead, maintain dead-end at Colrain and Michael, ensure new 
streets are bike-friendly 
keep the flea market or at least have area for outdoor market, make sure existing businesses are 
incorporated, phasing and implementation  is key 
Decrease the quantity of non-signalized driveways on both sides of 28th Street, channelize any 
new non-signalized drives at 28th Street, do not align new non-signalized drives with existing 
streets 

 
 
 
 
 
 
 
 
 
compact blocks.   A curving slip street is used 
as the organizing element of the design and 
represents the new town center’s “main street”. 
This slip street promotes the movement of slower- 
paced, localized traffic into the redevelopment 
area while also maintaining 28th Street as the 
highway commercial corridor. 
 
The new main street is envisioned as a complete 
street  that  promotes  transit,  bike,  pedestrian 
and automobile use while also providing the 
framework for a vibrant public realm.   The 
street’s gentle curve allows opportunities for 
deflected vistas that frame more quaint public 
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potential customers are coming from the east. 
The western  gateway  is  anchored  by  cultural 
and educational uses because of its proximity 
to Rogers High School and Pinery Park.  Both 
of these neighborhoods may also incorporate a 
small amount of ground floor retail as well as 
office and residential uses. 

 
The urban center of this proposed concept is 
located just south of city hall at the intersection 
of the new main street and Michael Avenue. 
This  commercial  core  is  envisioned  to  have 
a focal center (indicated as a traffic circle in 
this design) and the highest and most intense 
concentration of retail within the town center. 
This neighborhood may also provide residential 

and office opportunities. 
 
 
 
 

spaces while also creating interesting and 
dynamic views of buildings and storefronts. 

 
New north-south streets are proposed to intersect 
with the main street and to provide connections 
with the existing nearby neighborhoods. This 
new street grid also provides the network for a 
compact and walkable block structure. 

 
Concept A is divided into three distinct 
“neighborhoods” that are based on the ¼-mile 
radius from center to edge.  Representing the 
distance  that an  average  person can  walk  in 
5-minutes, they are indicated as dashed line 
circles on the preliminary design. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Two of the proposed “neighborhoods” act as 
gateways that can provide potential opportunities 
for an entrance or threshold into the new town 
center.   The eastern gateway is anchored by 
entertainment uses due of its proximity to the 
US-131 corridor and the likelihood that more 

The connective fabric between 
these three neighborhoods, along 
the   new   curving   main   street, 
is envisioned to be multi-story 
buildings that contain primarily 
residential   and   office   uses   on 
the upper floors and retail 
opportunities at street level. These 
buildings are located close to the 
street edges in order to help to 
define the public realm. 

 
Parking lots are envisioned to be 

located in the center of the block structure and 
obscured from the streets by buildings, especially 
within  the  town  center.    Many  parking  lots 
will be visible from 28th Street because of the 
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A large linear park is envisioned on the west 
side,  linking  Rogers  High  School  to  Pinery 
Park  while also  providing potential  frontages 
for  a  cultural  center  that  could  incorporate 
an   educational   component  to   complement 
the existing high school.   The concept of this 
educational component is the result of both the 
market analysis and discussions that occurred 
during the Ideas Workshops. 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 

open design of the blocks that flank this 
corridor.  This openness will provide easy 
access to parking and visibility of the town 
center from the 28th Street corridor. 

 
I1.  Concept B. Concept B also 
incorporates a new town center just south 
of 28th Street by assembling the large 
parcels into a compact block structure 
interconnected with a new street grid. 

 
Concept B uses a new main street that extends 
linearly from Burlingame to Clyde Park with 
a small deflection on the eastern side.  This 
deflection is the result of the narrower depth 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
of  the  eastern  property  (Rogers  Plaza)  and 
the adjacent residential neighborhood to the 
south (Rogers Lane Neighborhood).  Proposed 
new north-south streets cross this main street, 
providing direct connections into the new town 
center. 

A  smaller  park  connection  is  proposed  on 
the east side of the new town center to help 
to  incorporate  the  existing  Klingman’s  park 
into the redevelopment area.  Additional town 
greens are scattered throughout the design in 

order to provide public spaces while also 
accentuating the city’s existing park system. 
These parks and open spaces provide for a 
hierarchy of public spaces and are defined 
by new buildings on all of their edges. 

 
Similar to the ideas of the Concept A design, 
this design uses three neighborhoods to 
form the nodes on the new main street. 
These  are  outlined  with  dashed  circles 
and represent the ¼ mile radius (5-minute 
walk)  that  helps  to  define  walkability. 
The urban core of this concept is at the 
Michael and 28th Street intersection, 
extending south to the intersection with 

the new main street. This urban core acts as the 
commercial hub for the design and is an attempt 
to incorporate city hall more directly into the 
new town center. 
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PRELIMINARY DESIGN CONCEPT C After  meeting  with  the  Steering  Committee 

and  gathering input  at  the  storefront  office, 
Concept A became the favorite approach. The 
new “crescent” street was uniformly liked. The 
design offered the benefit of creating smaller 
blocks while offering creative solutions to access 
management by reducing curb cuts, creating 
focal points, and providing strong connections 
to 28th Street to facilitate commerce and provide 
greater visibility for end users. The crescent street 
solution is included in all subsequent design 
concepts. 

 
 
 
 
 
 
 
 
 

The eastern neighborhood node is primarily 
office use and may include entertainment and 
some retail functions at the street level.  The 
western neighborhood node is primarily focused 
on  the  educational  component  with  some 
retail, again at the street level.  These nodes are 
connected with residential and office uses along 
the new main street. 

 
Parking lots are internal to the blocks, with 
many visible from 28th Street for both access 
and visual connection to the new main street 
area.  This plan envisions more redevelopment 
directly along the 28th Street corridor, potentially 
as higher density residential.  The new block 
structure  of  the  northern  blocks  along  28th 

Street has the end grain of the blocks facing 28th 
Street in order to limit direct frontages.  In this 
concept, the redevelopment along 28th Street 
would most likely happen after, and as a result 
of, redevelopment along the new main street. 
 
I1. Concept C. Concept C is a hybrid plan 
with conventional development continuing on 
the north side of 28th Street and a mixed-use 
town center developing on the south. A similar 
slip street is proposed to shorten the existing 
super blocks and facilitate walkability. A grid 
system is proposed, and new retail and mixed 
use development is centered around a courtyard. 
The street grid aligns with the existing grid to the 
north, facilitating access and turning movements 
along 28th Street. 
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 4,400 total spaces provided 
Retail 
Office 
Residential 

3 per 1,000 sq ft  1,980 spaces required 
3 per 1,000 sq ft  1,800 spaces required 
1.5 per unit 600 spaces required 

  4,380 spaces required 
 

 

 
Iteration 2 - Concept 1 

 
Iteration Two: Two Concepts 
with Crescent Street 

 
I2.  Concept 1. Concept one includes the 

 
 
 
 
Iteration 2 - Concept 1 Statistics 
Retail 660,000 square feet (total) 

180,000 sq ft at street level 

following: 
 
Red buildings are mixed-use with retail at the 

 
street level retail is available. This amount is 
consistent with the market strategy in that half 
would be new businesses recruited to the area 
and half would be retained. 

 
Yellow buildings (west side) represent 
community college, vocational school or office 
uses. These buildings may be multi-story mixed 
use with office and/or residential above. There 
is approximately 180,000 square feet of school/ 
office on the street level. 

Office 

Residential 

Provided parking 

Parking demand 
 
 
Total parking demand 

420,000 sq ft on second floor 
600,000 sq ft total 
400 units on 2nd or 3rd floor 
200 units for sale (blue buildings on the map) 
600 units total 
3,800 surface spaces 
600 on-street spaces 
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Blue  buildings  represent residential  uses and ■ The concept includes three circular ■ The primary big box site is along 
include  rowhouses,  live-work  buildings and  nodes that accentuate key intersec-  Michael, just south of the crescent 
apartments.   There   are   approximately   200 
dwelling units. 

KEY FEATURES: 

■ Crescent Street acts as main street 
with two lanes of traffic and a cen- 
ter turn lane with parking on both 
sides.  The street also includes 12’ 
to 14’ wide sidewalks. 

 
■ Redevelopment at edge of Rogers 

Lane neighborhood includes exten- 
sion of two streets into the neighbor- 
hood, a large park that connects the 
redevelopment with the neighbor- 
hood and residential infill around 
the park (which requires the loss of 
some existing homes). 

 
Iteration 2 - Concept 2 

tions and thresholds of the crescent 
street. 

 
■ The crescent street is extended visu- 

ally to the west and intersects with 
28th Street. This helps to maintain 
the concept of the crescent visually. 

 
■ Archways, integrated into the archi- 

tecture, will frame the viewshed at 
both ends of the crescent allow for 
visual and pedestrian connections. 

 
■ Buildings   at   the   Michael-28th 

Street intersection are oriented to 
face 28th Street and help to con- 
nect city hall to the redevelopment. 
This pattern could be replicated at 
the northwest corner of the inter- 
section to complete another activity 
node at city hall. 

intersection. 
 
I2.  Concept 2. Concept two includes the 
following: 
 
Red buildings represent retail on the street level 
(first floor). These buildings are multi-story 
mixed-use with office and/or residential above. 
It represents approximately 620,000 square feet 
of street level retail. 
 
Blue buildings represent office or entertainment 
uses on the street level. These buildings are multi- 
story mixed use with office and/or residential 
above. They represent approximately 175,000 
square feet on the street level (including the 
former Klingmans site). 
 
Purple buildings represent civic uses on the 
street  level.  These  buildings  may  be  multi- 
story with offices above the street level. They 

 

 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A R E A  P L A N  

- 31 - C h a p t e r  4  |   T h e  D e s i g n  P r o c e s s 

 

 

 3,100 total spaces provided 
Retail 
Office 
Residential 

3 per 1,000 sq ft  1,860 spaces required 
3 per 1,000 sq ft  1,725 spaces required 
1.5 per unit 600 spaces required 

  4,185 spaces required* 
 

 
Iteration 2 - Concept 2 Statistics 
Retail 620,000 square feet (total) 

175,000 sq ft at street level 

■ A plaza opposite 28th Street from 
the former Klingmans store visually 
links that property to the activity of 
the redevelopment. 

Office 
 
 
 

Residential 
 
 
 

Provided parking 
 
 
 

Parking demand 
 
 

Total parking demand 

400,000 sq ft on second floor 
575,000 sq ft total 
400 apartment units on 2nd or 3rd floor 
200 units for sale (“brown buildings”) 
600 units total 
2,500 surface spaces 
600 on-street spaces (primarily  on Crescent Street) 

 
■ The  large  park  across  from  City 

Hall attempts to visually link City 
Hall to the activity of the redevelop- 

 
cal greenway connection. 

 
■ A  north-south  boulevard  on  the 

west side connects Rogers High 
School to the retail core and small 
central park. 

 
■ The  southern  edge  of  the  rede- 

velopment  area,  along  Prairie,  is 

* With mixed-use coefficient of 1.2, which assumes a certain amount of shared parking, parking requirements could be 
reduced to approximately 3,400 required spaces, which is closer to the number provided. 

a  naturalized  edge  with  informal 
landscaping. 

 

represent approximately 25,000 square feet on 
the street level. The buildings across from city 
hall potentially provide new locations for the 
post office and Secretary of State office that are 
presently located in Rogers Plaza. 

 
Brown   buildings   represent   residential   uses 
and include rowhouses, live-work buildings, 
apartments and single-family homes. They 
represent approximately 200 dwelling units on 
the street level. 

 
KEY FEATURES: 

 
■ The  crescent  street  acts  as  main 

street with two lanes of traffic, an 

 

alternating landscaped median or 
turn lane at the center and parking 
on both sides.   The street also in- 
cludes 12’ sidewalks. 

 
■ Redevelopment at the edge of Rog- 

ers Lane neighborhood includes an 
additional of single-family homes, a 
lack of through streets, park connec- 
tions and there is no loss of existing 
homes. 

 
■ The concept includes strategically- 

placed north-south connections. 

 

■ The  northern  edge,  along  28th 
Street, is a more formalized edge 
with regularly-spaced   deciduous 
street trees, a sidewalk and wide 
parkway buffer between redevelop- 
ment and 28th Street. 

 
■ Parking lots allow for visibility of 

businesses  from  28th  Street  and 
the big box site is conventionally 
located relative to 28th Street with 
a large parking lot in between the 
store and the corridor. The big box 
has a pedestrian scaled corner that 
interfaces with the small elliptical 
park. 
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Iteration Three: Refinement 
of Crescent Street Concepts/ 
Market Strategy 

 
I3.  Concept 1: Concept One, below, is a 
further refinement of the crescent street concept 
with 660,000 square feet of office uses above 
retail uses located along the east and west flanks 
of the study area. Park land and green spaces 
are prevalent along corridors with a larger park 
area  across  from  Klingmans  to  help  bolster 
the existing Klingmans park on the north side 
of 28th Street. Additionally, a predominant 
viewshed is located west of Michael and creates 
an entry to an educational campus. A sports 
complex (pink building) south of the educational 
campus with parking and residential uses fronts 
Burlingame and Prairie. Concept One includes 
big box retailers within the confines of the Loeks’ 
property as well as Wyoming Village Mall. Liner 

 
I3. Concept 1 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
I3. Concept 2 
 
buildings complete the street edge and hide the 
parking lots along the crescent street. 
 
Additionally, a transit exchange station is 
incorporated into this iteration based on 
recommendations from the planners at The 
Rapid. 
 
I3. Concept 2: Concept Two, above, shows 
the big box retailer located at the intersection 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
of 28th Street and Michael with a medium-box 
retailer south of the crescent street along Michael. 
Mixed-use retail buildings line the crescent 
street, providing retail at the street level with 
parking located behind buildings. Office uses 
are located along Clyde Park (east side of study 
area). Along Burlingame (west side of study area) 
are attached residential uses.  A sports complex 
(green building) anchors the western end of the 
redevelopment. 

 

Concept  Two  also  includes 
two roundabouts providing 
focal points at the terminus of 
the crescent street and helping 
to align the crescent street with 
28th Street. 
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Iteration Four: Continued 
Refinement of Crescent Street 
Concept 

 
I4. Concept 1: In Concept One, below, the 
big box retailer is located closer to the US-131 
interchange, east of DeHoop to enhance visibility 
and is recommended by the retail analysis and 
market study. A secondary retail hub is located 
along Michael and the crescent street, where 
medium box retailers are built to the right-of- 
way and form three corners of the intersection. 
A civic open space is planned at the southeast 
corner of Michael and 28th Street, across from 
the Wyoming City Hall. 

 
Other small-scale retailers line the crescent street 
and the educational campus and sports complex 
are located between Michael and Burlingame. 
Additionally, the introduction of these flex 
office spaces at the corner of 28th Street and 
Burlingame provide  opportunities for  diverse 

 
I4. Concept 1 

I4. Concept 2 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
economic development while also allowing for a 
non-peak hour outdoor market space. 
 
Concept One begins to consider the existing 
conditions and how redevelopment can 
gradually be incorporated within the existing 
fabric of the redevelopment area.  The crescent 
street is moved slightly northward to begin to 
accomplish this. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
I4. Concept 2: Similar to Concept One, the 
big box retailer is located closer to the US-131 
interchange in Concept Two. The light grey 
boxes show the existing footprint of Rogers Plaza 
and the Wyoming Village Mall. In Concept 
Two, those entities would remain, and new retail 
would line those buildings, creating a uniform 
and activated street wall along the crescent street 
right-of-way. 
 
Instead of the three corners at Michael and the 
crescent street devoted to medium box retailers, 
Concept Two includes small scale retail on two 
corners, and a retail liner building at Wyoming 
Village Mall, which could be redeveloped to 
form a second large box retailer. 
 
The educational campus and sports complex are 
shown west of the retail center along Burlingame. 
and, an open space/civic plaza is located at the 
mid-block connection of the crescent street and 
28th Street, helping to connect Pinery Park to 
the 28th Street corridor. 
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Iteration Five: Final Concept 
Incorporating Additional Retail 

 
I5.  Concept 1:  After reviewing the two 
concepts in Iteration Four, the Steering 
Committee, together with the design and 
economic development team, selected I4: 
Concept One. The fifth iteration includes a 
slight modification to the office and retail mix 
at Clyde Park and 28th Street. In this concept, 
retail uses are proposed, creating a formal retail 
corridor consistent with the existing retail along 
the north side of 28th Street.  There is 560,000 
square feet of ground floor retail proposed. 

 
This concept also begins to refine the odd-shaped 
large-format retailers from the previous concepts 
into more realistic rectangular shapes. 

 
Access to 28th Street is limited to the crescent 
street and two driveways (one of the west side, 
one on the east side). Secondary access from 
the crescent street includes streets that connect 
Burlingame to Clyde Park. 

 
The eastern street, to Clyde Park, connects to 
the crescent street at the large format retailer 
and provides better traffic flow patterns for the 
redevelopment of the study area. 

 
The eastern connection to 28th Street is at the 
existing Jenkins traffic signal.   The western 
connection of the crescent to 28th Street, while 
currently not signalized, may warrant a future 
signal. 

I5. Concept 1 

 
 
I5: Concept One becomes the final plan 
proposed for the suburban retrofit of the Study 
Area. Chapter 5, Recommendations, includes 
the final design plan, a full description of the 
plan and suggested phasing for redevelopment. 
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Introduction 
 

The illustrative master plans and images depict- 
ed in this chapter are demonstrations of how the 
area could eventually redevelop and not neces- 
sarily how it will redevelop.  These suburban 
retrofit scenarios for this portion of the 28th 
Street corridor will require great flexibility, cre- 
ativity and efficient use of land and economic re- 
sources; and therefore, while these illustrations 
depict potential redevelopment scenarios, there 
are other viable options that can yield successful 
outcomes. 

 
These plans are based upon extensive input from 
the public throughout the planning process, as 
well as input from the steering committee and 
MDOT. 
 
 

The Final Demonstration  Plan 
 
The final demonstration plan depicts the vision 
for the eventual redevelopment and transforma- 
tion of the 28th Street corridor over the next 
30 years through a gradual retrofit that occurs 
in phases over time, depending upon economic 

 
factors, market demand and access to available 
funding sources for public improvements such as 
streets, landscaping, and other civic amenities. 
 
The layout and orientation of buildings, streets, 
open space, landscaping and parking is intended 
to be purely illustrative of how various parcels 
could be redeveloped, revitalized or retrofitted 
under the recommendations of this plan. Devia- 
tions from the illustrative plan are anticipated 
and expected during the course of market-driven 
redevelopment. 
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An example of one significant, privately influ- 
enced deviation is in regard to the illustrated lo- 
cation of the large format retailer on the east end 
of the crescent street. This location could “flip” 
to the west end of the crescent street without 
substantially  compromising the  overall  vision 
of the final plan, provided that the elements of 
the crescent street remain intact. This deviation 
will most likely depend on the sequence of devel- 
opment that occurs on the existing parcels and 
the real estate market. Refer to the Alternate 
Development Scenario Plan at the end of this 
Chapter. 

 
The final plan does not recommend the imme- 
diate removal or renovation of any existing land 
use, building, or business within the study area. 
The phasing illustrations that are associated with 
the final plan intend to demonstrate that gradu- 
al redevelopment can occur while a majority of 
the existing buildings and businesses remain in 
place.  The incorporation of existing uses and 
businesses into redevelopment projects and revi- 
talization efforts may be encouraged in an effort 
to retain existing commercial enterprises. 

 
The Turn On 28th Street planning effort as- 
sumed that almost every parcel and land use 
within the study area (with the exception of 
existing civic destinations) would redevelop in 
some way over the next 30 years.   The major- 
ity of existing buildings along the corridor are 
over 20 years old and largely nearing the end of 
their serviceable life. Therefore, even without 
intervention  through  this  sub-area  plan,  the 

normal actions of the market may result in the 
reconstruction of a majority of the study area 
over time.  As this process naturally occurs, the 
sub-area plan provides the opportunity to define 
the form of the future community. 
 
Illustrative plans portray retrofitting and redevel- 
opment in a series of colors, so that progress can 
be diagrammatically demonstrated.  The light 
grey color represents existing buildings.  Yellow 
represents buildings that are removed in the 
specific phase indicated and orange represents 
new buildings that are added as part of the spe- 
cific phase.  Dark grey represents new buildings 
that were added in a preceding phase – these 

buildings will show the cumulative effect of the 
possible redevelopment sequences.  Finally, the 
grey hatch pattern illustrates new streets that are 
added as part of the specific phase. 
 
 

Existing Conditions Figure 
Ground Illustration 
 
Graphic 5.1 depicts the layout and orientation 
of existing buildings and streets and provides 
the base reference point for the transformation 
studies that follow.  It also indicates approxi- 
mate location of existing property lines.   The 
 

Figure 5.1 Existing Figure Ground Analysis 
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development pattern is informed by these prop- 
erty lines and they help to provide a framework 
for the illustrative phasing. 

 
Transformation Study 1 (Years 1-4) The 
initial illustrative phase depicts a possible first 
step in the retrofit process and includes the fol- 
lowing key efforts: 

 
■ The  crescent  street  is  added,  ex- 

tended from the east and west of 
Michael  Avenue  to  28th  Street. 
This new street is envisioned as a 
tree-lined boulevard with an in- 
termittent center turn lane, wide 
sidewalks, bike lanes and on-street 

parking.  Refer to the street section 
diagram that illustrates the crescent 
street. 

 
■ The location of the crescent street 

allows a majority of the existing 
buildings to remain in place, al- 
though the Studio 28 building (cur- 
rently vacant), a minor northern 
extension of the Wyoming Village 
Mall and a portion of the Rogers 
Plaza Mall, including the concourse, 
are removed to accommodate the 
new street pattern.   These remov- 
als may provide the existing malls 
with  short-term  opportunities  to 

adjust and refine their retail model 
to meet current demands through 
selective remodeling. 

 
■ New buildings (in orange) may start 

to infill along the new crescent 
street.  To proactively urbanize the 
new street, these buildings should 
orient their frontages along the 
crescent street.  Frontages should 
include retail storefronts that pro- 
vide transparency while promoting 
activity along the street.   The rear 
of the buildings may provide a sec- 
ondary  entrance  associated  with 
the parking lots and also signage 

Figure 5.2 Transformation Study 1 that is scaled to the auto-oriented 
arterial.  These buildings should be 
multiple-story mixed-use buildings. 
Although in the early years of the 
redevelopment, upper floors may 
remain unfinished until the market 
materializes. 

 
■ This phase may also be  executed 

in two steps, one with the crescent 
street  implemented  to  the  west 
of Michael Avenue and one with 
it implemented to the east.  The 
phased crescent street could func- 
tion as either an east or west singu- 
lar element until the second phase 
is constructed. 
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Transformation Study 2  (Years 5-7) The 
second illustrative phase depicts the follow- ing 
key efforts: 

 
■ A western connector street is added 

between the crescent street and 
Prairie Parkway with a future con- 
nection to Burlingame Avenue 
started and temporarily terminated 
at the Studio 28 property line. 

 
■ An eastern connector street is add- 

ed between the crescent and Clyde 
Park Avenue. 

 
■ The  western  connector  provides 

an opportunity for a larger format 
building footprint (indicated at 
approximately 90,000 square feet) 
that is envisioned to be a sports 
complex, academic institution or 
office  building  in  this  scenario. 
This building should be a multiple- 
story mixed-use building with street 
frontages that provide transparency 
while promoting activity along the 
street. 

 
■ The  eastern   connector   provides 

an opportunity for a large format 
retailer (indicated at approximately 
120,000  square  feet)  along  with 
its associated  parking field.    The 
big box is oriented to provide a 
pedestrian-scaled entry at the cres- 
cent street (curved corner) and an 

auto-scaled entry at the parking lot 
(along its east facing wall). 

 
■ The proposed big box retail building 

is also angled relative to 28th Street 
to provide a defined public space at 
the end of the crescent.  This pub- 
lic space is intended to provide a 
visual and practical link to the exist- 
ing Klingman’s Park on the north 
side of 28th Street.   Additionally, 
the big box building should have 
fully articulated and pedestrian 
scaled architectural details on the 
two sides that are visible from the 

 

Figure 5.3 Transformation Study 2 

crescent street.   This articulation 
should include a large amount of 
transparency and storefronts as well 
as vertical elements that divide the 
long horizontal façades into pedes- 
trian-scaled sections. 

 
■ The placement of the big box allows 

for preferred visibility from the 28th 
Street corridor and a closer proxim- 
ity to traffic coming from US-131 
than other parcels within the sub- 
area. The adjacent parking lot has a 
direct connection from 28th Street, 
the crescent street and Clyde Park 
Avenue and provides conventional 
suburban access to the building. 
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■ The existing bank building on the 
southwest corner  of  Michael and 
28th Street is replaced by a mid- 
sized regional or national retailer 
(indicated at approximately 50,000 
square feet).  This building should 
be multiple stories (two to three 
floors) to accentuate the intersec- 
tion and this future node.  Upper 
floors may incorporate residential 
or office uses and may be unfin- 
ished initially.   Frontages should 
include retail storefronts that pro- 
vide transparency while promoting 
activity along the street. The rear of 

■ The  existing  Klingman’s  building 
may also begin to be retrofitted as 
part of this phase.  It is envisioned 
to be an office facility as part of this 
retrofit scenario. 

 
■ Existing buildings at key locations 

are removed (as indicated in yellow) 
to prepare for  the next sequence 
of redevelopment. A significant 
portion of Rogers Plaza is removed 
to accommodate the large-format 
retailer. 

Transformation  Study 3 (Years 8-12) The 
third illustrative phase depicts the following key 
efforts: 
 

■ Western redevelopment continues 
at the crescent / 28th Street / con- 
nector intersections with a series of 
larger footprint buildings that are 
envisioned to be academic institu- 
tions or offices.  These buildings 
should be multiple-story mixed-use 
buildings with street frontages that 
are transparent and promote activ- 
ity along the street. 

the buildings may provide a second- 
ary entrance associated with the 
parking lots and also signage that is 
scaled to the auto-oriented arterial. 

 
■ New  buildings  continue  to  infill 

along the crescent street in a form 
that is consistent with the descrip- 
tions indicated in Transformation 
Study 1. 

 
■ Two new office buildings are de- 

picted adjacent to the Klingman’s 
building and begin to form a de- 
fined edge for the existing Kling- 
mans Park. These buildings should 
be multiple-story mixed-use build- 
ings with street frontages that are 
transparent and promote activity 
along the street. 

Figure 5.4 Transformation Study 3 
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■ A portion of the Wyoming Village 

Mall is removed to accommodate a 
new mid-sized regional or national 
retailer (indicated at approximately 
40,000 square feet).  This building 
should be a multiple-story mixed- 
use building with street frontages 
that are transparent and promote 
activity along the street.   Upper 
floors may incorporate residential 
or office uses. 

 
■ The existing bank building on the 

south-east  corner  of  Michael and 
28th Street is replaced by a focal 
point building that incorporates a 
public open space at the intersec- 
tion.   This building is envisioned 
to be either a civic building for the 
relocated Secretary of State’s office 
and Post office or a retail building 
that  may  have  a  restaurant  use. 
This building should be a multiple- 
story mixed-use building with street 
frontages that are transparent and 
promote activity along the street. 
Upper floors may incorporate 
residential or office uses and by this 
phase, the market for upper floor 
uses should be more apparent. 

 
■ The open space at this intersection 

is envisioned to be a hard-scaped 
plaza  or  a  landscaped  park  and 
to  have  active  spaces  that  could 

include a seasonal ice-skating rink. 
Additionally the space is envisioned 
to connect the existing city hall to 
the crescent street, while also ex- 
tending the existing city hall open 
space across 28th Street. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
The existing bank building at Michael and 28th Street 
 

■ The final part of Rogers Plaza is 
removed to accommodate an addi- 
tional mid-sized regional or national 
retailer (indicated at approximately 
40,000 square feet).   This building 
should be encouraged to be mul- 
tiple stories with the upper floors 
incorporating residential or office 
uses.   Additionally, this building 
should have fully articulated and 
pedestrian scaled architectural de- 
tails on the side facing the crescent 
street.   This articulation should 
include a large amount of transpar- 
ency and storefronts as well as ver- 
tical elements that divide the long 
horizontal façades into pedestrian- 
scaled sections. 

■ The  eastern  Family  Fare  grocery 
that was connected to Rogers Plaza 
remains. 

 
■ The western Family Fare is depicted 

as removed, along with the Der- 
mody Truck Sales facility. This will 
accommodate the final extension of 
the west connector to Burlingame 
while also promoting the future re- 
development of this portion of the 
study area. 

 
■ The  buildings  at  the  southwest 

corner of Clyde Park and 28th 
Street are removed and new retail 
buildings are constructed.  These 
buildings should be multiple-story 
mixed-use buildings with street 
frontages that are transparent and 
promote activity along the street. 

 
■ Infill buildings are now indicated 

adjacent to Klingman’s.  These are 
envisioned to be primarily offices 
and should be multiple-story mixed- 
use buildings with street frontages 
that are transparent and promote 
activity along the street. 

 
■ Existing buildings continue to be 

removed  (as  indicated  in  yellow) 
to prepare for the next sequence of 
redevelopment. 
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■ The Rogers homestead (large parcel 

on east side of Michael Avenue, just 
behind Family Fare) is indicated as 
removed in this phase. Some public 
input during the design portion of 
the project indicated a desire to pre- 
serve this building in either its cur- 
rent location or at a new location. 
The City of Wyoming Historical 
Commission has not done a study 
on  the  historical  need  to  retain 
this property, nor whether or not 
the home is in a condition which 
would allow it to be relocated.   It 
is the recommendation of this plan 

■ The  existing Rogers  Lane  School 
(not currently used as an elementary 
school) is still present at this stage, 
although its outbuildings have been 
depicted as removed in order to 
facilitate the infrastructure for the 
redevelopment along the crescent 
street. 

 
■ New buildings are infilled along the 

western connector.   These build- 
ings are envisioned as offices and/ 
or support buildings for academic 
institutions. These buildings should 

be multiple-story mixed-use build- 
ings with street frontages that are 
transparent and promote activity 
along the street. 

 
■ The  retail  at  the  corner  of  28th 

Street and Clyde Park Avenue is 
added to complement the previ- 
ously installed retail at this inter- 
section. These buildings should be 
multiple-story mixed-use buildings 
with street frontages that are trans- 
parent and promote activity along 
the street. 

that the homestead be relocated, if 
feasible, in order to not impede the 
retrofit and to preserve any historic 
resource that may result from fur- 
ther studies. 

 
■ New  buildings  continue  to  infill 

along the crescent street in a form 
that is consistent with the descrip- 
tions indicated in Transformation 
Study 1. 

Figure 5.5 Transformation Study 4 

 
Transformation Study 4 (Year 13-18) The 
fourth illustrative phase depicts the follow- ing 
key efforts: 

 

■ A majority of the retrofit is now 
complete along the crescent street, 
with the existing Family Fare and 
part of the Wyoming Village Mall 
still present. 
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■ Two new office buildings are de- 

picted at the Action Tire Center 
site east of Klingman’s Park.  These 
buildings complete    the    urban 
framework   around   the   existing 
park, providing it with a defined 
edge.  They also complement the 
previously installed buildings in this 
area of the retrofit. These buildings 
should be multiple-story mixed-use 
buildings with street frontages that 
are transparent and promote activ- 
ity along the street. 

 

■ Existing buildings continue to be 
removed  (as  indicated  in  yellow) 
to prepare for the next sequence of 

■ The last remaining existing build- 
ing, the Family Fare, is still in place 
in this illustrative phase. 

 
■ Three new office buildings are de- 

picted at the northwest corner of 
Clyde Park Avenue and 28th Street. 
These buildings complement the 
previously installed buildings in this 
area of the retrofit. These buildings 
should   be   multiple-story  mixed- 
use buildings with street frontages 
that are transparent and promote 
activity along the street.  As part of 
this retrofit, the partial Tennyson 

Street connection at 28th Street is 
removed, although it potentially 
could be utilized as a drive for the 
rear parking lots.   This southern 
portion  of  Tennyson  Street  does 
not connect to the northern por- 
tion of Tennyson at this location 
and is not proposed to do so as part 
of this sub-area plan. 

 
■ A new building is depicted at the 

northwest corner of DeHoop Ave- 
nue and 28th Street. This building 
(indicated as approximately 20,000 
square feet) should be a multiple- 
story mixed-use building with street 

redevelopment. 
 

Transformation Study 5 (Years 19-21). The 
fifth illustrative phase depicts the following key 
efforts: 

Figure 5.6 Transformation Study 5 

 

■ The remaining portion of Wyoming 
Village Mall is indicated as removed 
to facilitate redevelopment of the 
site in subsequent phases. 

 
■ Rogers  Lane  Elementary  School 

(not currently used as a school) is 
also indicated as removed to fa- 
cilitate redevelopment.  While the 
illustration  depicts  this  building 
as removed, the vision is not detri- 
mentally impacted if the building 
were to remain in place and be 
adaptively re-used. 
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frontages that are transparent and 
promote activity along the street. 

 
■ The new building to the north of 

the above mentioned mixed-use 
building is envisioned to be a row- 
house building that introduces a 
distinct and non-represented resi- 
dential type to the study area, and 
to the city in general. The building 
front should face the existing street 
and the garage access should be 
from the rear either via an alley or 
through a shared parking lot.  The 
rowhouse building allows for a tran- 
sition from the mixed-use elements 
of the retrofit to the single-family 
elements of the existing adjacent 
neighborhoods. 

 
■ New buildings are depicted at the 

Hook and 28th Street intersection, 
to begin to make the transition 
from the south to the north side 
of the arterial.  These buildings are 
envisioned primarily as office uses 
and should be multiple-story mixed- 
use buildings with street frontages 
that are transparent and promote 
activity along the street.  The build- 
ing to the west of the intersection 
is set back from the street in order 
to provide a complementary civic 
space to the civic space previously 
installed on the south side of 28th 

Street. This civic space provides the 
western node of the crescent street 
while promoting a connection to 
Pinery Park (to the north of this 
intersection). 

 

 
Mixed use buildings in Mashpee Commons,  MA, one of 
the precedent studies explored during the design phase. 
 

 
■ New  buildings  are  shown  at  the 

south east corner of Burlingame Av- 
enue and 28th Street. These build- 
ings are envisioned as offices and/ 
or academic institutions. These 
buildings should be multiple-story 
mixed-use buildings with street 
frontages that are transparent and 
promote activity along the street. 

 
■ The  new   buildings   along   Burl- 

ingame are depicted as set back (not 
built to the right-of-way line).  This 
is  to  enhance  the  existing  street 

with landscaping opportunities and 
is consistent with the envisioned 
treatment of 28th Street as a park- 
way, with green buffers, street trees 
and a more naturalistic edge. 

 
■ The last of the proposed new streets 

is added connecting DeHoop Av- 
enue with Hook Avenue.  This will 
allow for alternative circulation and 
provide opportunities to promote 
the removal of driveways along 28th 
Street.  This street will provide the 
southern edge to the Pinery Park 
access. 

 
■ Existing buildings continue to be 

removed  (as  indicated  in  yellow) 
to prepare for the next sequence of 
redevelopment.  This removal also 
includes the homes located along 
Hook Avenue in order to extend 
the access to Pinery Park. 

 
Transformation Study 6 (Years 22-25) The 
sixth illustrative phase depicts the following key 
efforts: 
 

■ The existing Klingman’s building is 
lined with new infill that increases 
its street presence and accentuates 
the enclosure of Klingman’s Park. 
To proactively urbanize the existing 
intersection, these liner building 
should orient their frontages toward 
the  intersection.     The  frontages 
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should  include  transparency  and 
encourage activity along the street. 

 
■ Buildings are depicted to continue 

the western expansion of the ret- 
rofit  from  the  DeHoop  Avenue 
and 28th Street intersection.  The 
buildings facing 28th Street are en- 
visioned to gradually transition to 
office uses and it is likely that the 
only retail frontage at this location 
is the previously installed corner 
building.   These buildings should 
be multiple-story mixed-use build- 
ings with street frontages that are 
transparent and promote activity 
along the street. 

 
■ The  buildings  that  front  on  the 

newly constructed connector be- 
tween DeHoop and Hook Avenues 

Figure 5.7 Transformation Study 6 

are envisioned to be rowhouses, 
consistent with the description in- 
dicated in Transformation Study 5. 

 
■ A proposed transit transfer station 

is depicted near Prairie Parkway as 
part of an integration of this plan- 
ning process and the ongoing plan- 
ning process of The Rapid.  This 
transit station may also provide 
student access to an academic in- 
stitution that is envisioned on the 
west side of the study area. 

■ The final building along the south- 
ern connector is depicted adjacent 
to the transit station. This building, 
in following the programming of 
previously installed adjacent build- 
ings is envisioned as office and/or 
an academic institution support 
building. This building should be 
a multiple-story mixed-use building 
with street frontages that are trans- 
parent and promote activity along 
the street. 

■ The final two buildings are installed 
along the western leg of the crescent 
street in a form that is consistent 
with the descriptions indicated in 
Transformation Study 1. 

 
■ New single-family residential is in- 

dicated along Colrain Street in the 
previous site of the school.   This 
is intended to continue the resi- 
dential fabric of the Rogers Lane 
Neighborhood and may also be in 
the form of rowhouses. This depic- 
tion also indicates an alley way for 
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automobile access to the rear of 
these residences, with the intent 
that no other connections occur 
from  the  existing  neighborhood 
to the redevelopment.  This is an 
effort to avoid traffic in the neigh- 
borhood, which was a high priority 
of many of the stakeholders who 
participated in the public input 
sessions. 

 
■ A new building along Clyde Park 

Avenue  is  depicted  to  complete 
the redevelopment of the eastern 
edge of the study area in the form 
of a rowhouse.  The building front 
should face the existing street and 

Transformation Study 7 (Years 26-28) The 
seventh illustrative phase depicts the follow- ing 
key efforts: 
 

■ A    new    (approximately   30,000 
square foot) building is depicted at 
the corner of the crescent street and 
Michael Avenue.   This building is 
envisioned to provide a new retail 
space for the Family Fare, which is 
indicated as removed in this illustra- 
tion. The new location will provide 
the grocery store with visibility and 
place it as an anchor at the intersec- 
tion and to the public plaza to the 
north.  This should be a multiple- 
story mixed-use building with street 

frontages that are transparent and 
promote activity along the street. 

 
■ New buildings continue to fill out 

the block structure.  These build- 
ings are envisioned to be consistent 
with the previously described ad- 
jacent buildings.  These buildings 
should be multiple-story mixed-use 
buildings with street frontages that 
are transparent and promote activ- 
ity along the street. 

 
■ Existing buildings at remaining loca- 

tions continue to be removed (as in- 
dicated in yellow) to prepare for the 
next sequence of redevelopment. 

the garage access should be encour- 
aged to be from the rear either via 
an alley or through a shared parking 
lot.  The rowhouse building allows 
for a transition from the mixed-use 
elements of the retrofit to the sin- 
gle-family elements of the existing 
adjacent neighborhoods. 

 
■ Existing buildings continue to be 

removed  (as  indicated  in  yellow) 
to prepare for the next sequence of 
redevelopment. 

Figure 5.8 Transformation Study 7 
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Transformation Study 8 (Years 29-30) The 
eighth illustrative phase depicts the follow- ing 
key efforts: 

 
■ The final building is installed along 

the eastern leg of the crescent street 
in a form that is consistent with the 
descriptions indicated in Transfor- 
mation Study 1. 

 
■ Office    buildings    are    depicted 

along Michael Avenue to obscure 
the parking lots. These buildings 
should be multiple-story mixed-use 

buildings with street frontages that 
are transparent and promote activ- 
ity along the street. 

 
■ New buildings continue to fill out 

the block structure.  These build- 
ings are envisioned to be consistent 
with the previously described ad- 
jacent buildings.  These buildings 
should be multiple-story mixed-use 
buildings with street frontages that 
are transparent and promote activ- 
ity along the street. 

■ New liner retail buildings are de- 
picted along 28th Street near the 
large format retailer.  These are en- 
visioned as one of the last phases of 
the retrofit in an effort to provide a 
formalized southern edge for Kling- 
man’s Park and to complete the 
block structure of the eastern side 
of the sub-area. 

 
 

Figure 5.9 Transformation Study 8 
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Final Demonstration Plan: Figure 
Ground Illustration 

 
Figure 5.10 depicts the final plan layout and 
completion of the envisioned suburban retro- 
fit.  All buildings indicated in dark grey are the 
result of the retrofit and redevelopment that is 
anticipated to take place over a 30-year period. 
Light grey buildings are existing buildings that 
remain in place. 

 
 
 
 
 
 
 
 

Figure 5.10 Figure Ground Illustration 

 

 
Figure 5.11 Connection Plan 

 

Final Demonstration Plan: Final 
Connection Plan 

 
The connection plan shows existing streets in 
yellow, proposed new streets in red and drive- 
ways/secondary connections in blue. 

 
The following page includes a proposed cross 
section for the crescent street. It is a two lane 
cross section with on-street parking. Five foot 
wide bike lanes are proposed for each direction 
of travel. A center median provides a planting 
area. The fourteen foot sidewalk accommodates 
pedestrians, street furniture, and outdoor cafe 
seating. 
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An example of a sidewalk  system with space allo- 
cated for street furnishings and plantings with build- 
ings built to the edge of the pavement. 
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Sketch-up model of the final demonstration plan, 
view from the west looking east along 28th Street 
and the proposed crescent street. 

 
 
 
 
 
 
 
 
 
 
 
 
 

Sketch-up model of the final demonstration plan, 
view from the northeast. 
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Alternate Development 
Scenario Plan 

 
As part of the continued public outreach of 
this master plan, stakeholders and property 
owners were invited to review and provide 
comments regarding the draft document. 
During these review sessions, one of the 
property owners provided an alternative 
redevelopment scenario that was consistent 
with the outcomes of the master plan. 

 
 
 

This plan depicts an alternative redevelop- 
ment vision for the west side of Michael 
Avenue that can accommodate a large 
format retailer.   This scenario  reinforces 
the desired flexibility of the master plan 
while also maintaining the core elements 
(crescent street configuration and compact 
block sizes) that were envisioned by the 
stakeholders. 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A R E A  P L A N  

- 51 - C h a p t e r  6  |  I m p l e m e n t a t i o n 

 

 

 

Plan Implementation 
 

Empty properties along 28th Street pose a major 
challenge to attracting new investment. It can be 
cost-prohibitive to demolish obsolete structures 
and prepare a site for new development, espe- 
cially compared to greenfield sites in newer sub- 
urban areas. Nevertheless, these sites along 28th 
Street must be viewed as opportunities.  28th 
Street is a popular, heavily traveled roadway and 
the study area is within a core part of the Grand 
Rapids metropolitan region, surrounded by es- 
tablished, well-populated neighborhoods and 
existing infrastructure. 

 

One key to a successful rebirth of 28th Street 

 

 
 
Much of the redevelopment area is designated  as 
Downtown Center in the 2006 Master Plan 
 

It is anticipated and preferred that redevelop- 
ment of the study area be driven by private-sector 

The following tasks are intended to be under- 
taken by the City of Wyoming and DDA and 
should be seen as steps necessary to encourage 
and facilitate new investment that follows the vi- 
sion presented in this plan. 
 
 

Key First Steps to 
Implementation 

 
While much of the elements proposed by this 
plan will develop as economic conditions war- 
rant, there remain steps that can be taken in the 
interim to get redevelopment “off the ground.” 
For example: 

 

will be  the  availability 
of funding.  Successful 
brownfield projects of- 
ten result from a union 
of federal, state, and 
local financing mecha- 
nisms.  One important 
part of the puzzle to 
securing funding is the 
combination of willing 
private partners and a 
viable  plan  for  reuse. 

 
 

 
 
Vacant buildings pose a challenge to attracting new

 

development and invest- 
ment, but public-private 
partnerships are also 
anticipated.   The  City 
of Wyoming and/or the 
City’s DDA  may  need 
to  take  the  first  steps 
in implementing the 
first phase of redevel- 
opment, as outlined in 
Chapter 5.  This could 
take the form of provid- 

■ Acquire easements for new roads in 
redevelopment area. The alignment 
of future roads will define the en- 
tire effort. Easements will confirm 
the desired pattern and, conversely, 
prevent the emergence of a develop- 
ment that could thwart this plan’s 
vision. The process of acquiring 
easements for the placement of new 
roadways can be difficult and time 
consuming. Following the Phasing 
Plan outlined in Chapter 5, the city 

While     redevelopment investment 
of the 28th Street study 
area may take time and occur on a site-by-site 
basis, as private sector partners emerge and as 
funding becomes available, it is essential that re- 
development generally follows the overall vision 
presented in this Plan. 

ing financial incentives, 
purchasing property for 

redevelopment, working to attract new develop- 
ment or other actions. Regardless, the City and 
the DDA will need to play a proactive role in 
realizing the ambitious vision presented in this 
Plan. 

should begin discussions with prop- 
erty owners to acquire easements 
necessary  for  the  construction of 
the road network proposed by this 
Plan even as existing buildings re- 
main for the interim. 
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■ Actively target new uses as per 

Market Strategy. Using the Mar- 
ket Strategy as a guide, the City 
should target new types of land 
uses contemplated by this plan 
and seek to establish these land 
uses as redevelopment occurs. 
These targeted land uses can also 
be used to drive discussions with 
developers and guide redevelop- 
ment opportunities along the 
corridor. 

 
■ Expand  and  maintain  discus- 

sions with the decision-makers 
for  keystone  properties,  such 
as Studio 28, Wyoming Village 
Mall and Roger’s Plaza to assure 
clear and complete communica- 
tion of public and private sector 
objectives. 

 

Regulatory and Procedural 
Strategies 

 

Short-term priorities 
 

Amend Master Plan to Include Turn on 
28th Street 

 
A Master Plan establishes a direction for the 
physical development of a community. It is 
Wyoming’s blueprint for growth and develop- 

of the City’s natural and built environments. 
Therefore, it is imperative that the City’s 
Master Plan, adopted in 2006, embrace this 
Sub Area Plan and incorporate it into a cohe- 
sive, forward-looking land use policy that will 
guide development in the City for the next 
thirty years. 
 
The process to amend the Master will involve 
the Planning Commission, City Council and 
the City’s planning staff. It may include revis- 
ing certain components of the plan document 
to reflect the vision proposed in this plan, 
changes to the Future Land Use map, and 
other amendments to goals and objectives. 
 
Amend zoning ordinance 
 
The Zoning Ordinance is the primary mech- 
anism for plan implementation. However, 
some of the development forms and uses en- 
visioned in this plan may not fully conform 
to the City’s current zoning ordinance. As 

 
Incorporating mass transit opportunities  is an impor- 
tant component of this plan 
 

such, the Zoning Ordinance should be amended 
to promote and encourage the development pro- 
posed in this plan. 
 
Much of the Turn on 28th Street study area is 
located in the “Downtown Center” zoning dis- 
trict, which allows for mixed uses and contains 
general standards pertaining to street layout, 
streetscaping, and architecture. However, this 
section should be revised and enhanced to incor- 
porate the concepts from this plan, and graph- 
ics should illustrate the preferred land uses and 
building form. A form-based code format would 
be a favorable approach for regulating develop- 
ment in the study area. 
 
Concepts proposed by this document should be 
incorporated and clearly addressed in the City’s 
Zoning Ordinance, including: 

ment, and is used by the City to make zoning 
and land use decisions that affect the future Access management  is a significant  issue for 

some properties on 28th Street 

■ Building types/use 
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■ Frontage types 

 
■ Building form/stories 

 
■ Multi-story requirements 

 
The  amended  zoning  ordinance  should  pro- 
vide for some limited flexibility to meet market 
demands and needs of developers. However, 
conformance  with the  basic concepts  of  this 
plan – mixed primary uses, walkability, density, 
buildings built to the front lot line, etc – must be 
mandatory, regardless of the development pro- 
posed. Otherwise, the City risks undermining 
this plan’s vision, as well as the public support 
and interest that has been generated. 

 
Expedite project review process 

 
For redevelopment projects that fulfill the goals 
of the master plan, the City should consider an 
expedited review process. This process could in- 
clude pre-approving several building designs for 
eventual application on multiple sites and staff 
approval of elements that meet the intent of the 
master plan and/or comply with the amended 
zoning ordinance.  Ongoing efforts to stream- 
line development review should be continually 
evaluated for improvement of the municipal re- 
view process. 

 
 

Mid-term priorities 
 

Develop a plan for utility extensions 
 

While the study area is currently well-served with 

public utilities, a logical plan to extend and/or 
relocate public utilities should be undertaken in 
conjunction with this plan’s recommendations 
for phasing, making certain portions of the site 
as “shovel-ready” as possible. Communications 
and electric infrastructure should be addressed 
as well. When other improvements are under- 
taken, wires should be placed underground and 
sites should have telephone, internet and similar 
services available. 
 
Develop stormwater management 
plan 
 
Stormwater management should be provided in 
a holistic manner as redevelopment occurs, be- 
ing sensitive to conservation design principles 
and consistent with the urban design envisioned 
in the final plan whenever possible.  Stormwa- 
ter management systems should be treated as 
amenities and integrated into the overall site as 
visual features. 
 
Parcel acquisition 
 
In instances where willing sellers come forward 
or as foreclosed or tax delinquent properties be- 
come available, the City and DDA should con- 
sider parcel acquisition.  This will allow the City 
to exert more control of the redevelopment pro- 
cess over time and utilize the acquired properties 
as part of an incentive mechanism to promote 
redevelopment and investment.  Generally, it is 
expected that land assembly will occur through 
private  negotiations  between  willing  property 

owners and developers and that much of the re- 
development process will be implemented from 
the private sector rather than through public sec- 
tor property acquisition and condemnation for 
economic development is not anticipated. 
 
The City should prepare acquired sites for rede- 
velopment by proactively addressing potential 
environmental concerns. 
 
Public open space dedication 
 
In order to incorporate the public open space, 
particularly at the connection nodes along 28th 
Street, as envisioned by the final plan, the City 
should consider dedicating or assessing fees in 
lieu of dedication as part of any redevelopment 
agreements.  This would apply to any redevelop- 
ment within the study area and would require 
that developers either dedicate land for parks 
and open space or pay a cash-in-lieu fee.  The 
expectation is that the public land dedication 
 

 
Carefully planned open space is an important compo- 
nent in the final design 
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requirement is sufficient to provide open 
space that is consistent with that depicted on 
the final plan. 

 
Ongoing assessment of existing 
business needs 

 
An ongoing assessment of the current and 
future needs of existing businesses and users 
within the study area should be periodically 
revisited during the redevelopment and ret- 
rofit cycle, to better understand the potential 
for business relocation, retention or expan- 
sion within the sub area. This could be ac- 
complished through a variety of means, such 
as a regularly administered survey, regular 
stakeholder meetings, and one-on-one meet- 
ings with property and business owners. 

 
Encourage sustainable development 
practices 

 
Environmentally sustainable development 
practices should be required for all redevel- 
opment projects in the sub area,               i n 
particular if financial in 
tives are being requested. 
Developers of new com- 
mercial, mixed use and 
residential buildings 
should be encouraged to 
seek LEED or LEED-N 
certification, utilizing “green” 
construction techniques and energy conser- 
vation measures in building design. LEED 

certification, or certification utilizing similar 
standards should be a requirement for projects 
seeking financial assistance from the City. 
 
 

Transportation 
 
Short-term priorities 
 
Explore grant opportunities to aid 
transportation funding 
 
With a growing movement to reverse a trend 
of disinvestment in inner-ring suburbs, facili- 
tate multi-modal transportation and promote 
healthy lifestyle choices such as walking and bi- 
cycling, funding opportunities may be available 
for some of the improvements contemplated by 
this plan. The City should explore opportuni- 
ties for grants to help offset the cost of imple- 
menting this plan. These may include the fol- 
lowing Michigan Department of Transportation 
(MDOT) Grants: 
 
Safe Routes to School 
 
Safe  Routes  to  School  (SR2S) 
is an international movement— 
and now a federal program—to 
make it safe, convenient and fun 
for children to bicycle and walk 
to school. One of the primary 
purposes of the SR2S program 
is to develop projects and encourage activities 
that will improve student health and safety while 
reducing traffic, fuel consumption, and air pol- 
lution in the vicinity of schools. 

 

Sidewalks, traffic calming measures, pedestrian 
and bicycle crossing improvements, bicycle facili- 
ties and traffic diversion improvements are ex- 
amples of infrastructure that is eligible for SR2S 
funding. 
 
Transportation  Economic 
Development Fund 
 
The Transportation Economic Development 
Fund (TEDF) was created to assist in the fund- 
ing of highway, road, and street projects neces- 
sary to support economic growth. As part of 
the TEDF, category A: Economic Development 
Road Projects promotes projects that increase 
economic potential and improve the quality of 
life through support of job creation and reten- 
tion in Michigan. 
 
The fund will provide matching grants (with a 
minimum 20% local match) for projects that 
address a transportation need that is critical to 

an economic 
d e v e l o p - 
ment project 
that will cre- 
ate or retain 
jobs. 

 
Eligible proj- 
ects are those 
that  address 
a transporta- 

tion need (condition, safety or accessibility) that 
is critical to an economic development project 
that relates to food processing, high technology 
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research, manufacturing or office centers that 
are 50,000 square feet or more. 

 
Transportation Enhancement Program 

 
The Transportation Enhancement (TE) program 
is a competitive grant program that funds proj- 
ects such as nonmotorized paths and streetscapes 
that enhance Michigan’s intermodal transporta- 
tion system and improve the quality of life for 
Michigan citizens. 

 
 

 
Some portions of the 28th Street corridor are lacking 
sidewalks. 

 
TE  funding  requires  matching  funds  of  at 
least 20% of project cost and proposed TE 
projects must have a relationship to surface 
transportation. 

 
Eligible projects may include provisions for facil- 
ities for pedestrians and bicycles, transportation 
aesthetics  including  landscaping  and  control 
and removal of outdoor advertising. 

Complete and improve sidewalks 
 
Sidewalks currently exist along both sides of 28th 
Street, but they are disjointed and frequently 
interrupted with curb cuts, driveways and park- 
ing lots. As driveways close and curb cuts are 
removed, the sidewalks should be connected 
with the eventual goal of completely connected 
sidewalks along the north and south sides of 
the 28th Street corridor. Such improvements to 
28th Street will also need to be coordinated with 
MDOT. 
 
Continue implementing non- 
motorized connections 
 
The city should continue to enhance the existing 
non-motorized network, specifically in regards 
to connections that are adjacent to the study 
area and in support of the Turn on 28th Street 
Final Plan.  In many cases, short-term improve- 
ments may include affordable strategies such as 
restriping existing streets. Such improvements to 
28th Street will also need to be coordinated with 
MDOT. 
 
 
 
 
 
 
 
 
 
 
 
 
The proliferation of driveways and curb cuts along 
28th Street can impede traffic flow. 

Mid-term priorities 
 
Develop a 28th Street Access 
Management Plan 
 
Currently, 59 driveways exist along 28th Street 
between Burlingame and Clyde Park Avenues 
leading to individual businesses and/or prop- 
erties. This proliferation of driveways and curb 
cuts make pedestrian and bicycle travel difficult 
and dangerous and create potential vehicular 
conflicts at each curb cut reducing teh road- 
way efficiency. To address this issue, the City 
should work with property owners and MDOT 
to develop an Access Management Plan for the 
28th Street corridor. The plan should look to 
close unused or under- used driveways, particu- 
larly on the north side of 28th Street, and to 
develop access roads either in front of or be- 
hind existing properties to improve traffic flow 
and safety for all users of 28th Street. 
 
 

Long-term priorities 
 
Collaborate with The Rapid to plan 
future transit services and amenities 
 
Working with The Rapid, plan for one or more 
accessible and logical locations for a transit 
stop, both along 28th Street and along the pro- 
posed crescent street, depending on feasibility. 
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Marketing and Promotion 

Short-and mid-term priorities 
Public outreach 

A plan that does not have the support of resi- 
dents is often ignored and therefore doomed to 
failure. Given the ambitious redevelopment de- 
sign proposed by this document, the City must 
actively seek the ongoing support of residents 
and business owners to carry the plan through 
implementation. 

 
Public outreach may take the form of updates 
in the City’s newsletter, social media (facebook, 
twitter, etc.) or periodic public meetings. It will 
also be important to consult frequently and cul- 
tivate a positive and fruitful relationship with 
local business owners, as their support is also 
crucial to the implementation of this plan. This 
group should be reminded of the plan and noti- 
fied when key benchmarks are readied. 

 

Seek out development partnerships 
 

As redevelopment begins to take shape, the City 
will need to be actively involved in seeking out 
partnerships with developers to ensure an order- 
ly and successful transfer of property, if neces- 
sary, and to ensure the properties are developed 
in accordance with this plan and the City’s Mas- 
ter Plan. 

 
As this process moves forward, the City should 
work  to  cultivate  collaborative  partnerships 

with developers to facilitate the redevelopment 
process. 
 
Market sites and the plan to 
developers 
 
If this plan is to be realized, developers must re- 
develop sites in a way that follows the blueprint 
provided by this plan. However, it cannot be as- 
sumed that development will simply arrive with- 
out being actively and aggressively recruited by 
the City. 
 
Using information from this plan and the Mar- 
ket Study, the City should identify a group of 
developers and land owners with the capability 
to redevelop the site in a way that generates the 
desired land uses and building form outlined in 
this plan and the Market Study. 
 
 

Economic Development and 
Financing Alternatives 

 
Short-term priorities 
 
Focus business recruiting  on both 
large retailers and smaller local 
businesses 
 
For the vision outlined in this plan to be fully 
realized, the redeveloped 28th Street corridor 
will need to contain a healthy mix of land uses 
owned by a mix of both small and large business- 
es. As such, business recruitment and retention 
efforts should include economic gardening (see 

page 16) and the recruitment of large national 
retailers. 
 
Seek partnering opportunities for 
economic development 
 
Partnering with a non-profit development entity 
who can assemble and hold land in cooperation 
with the city. This partnership could assist with 
land swap transactions and also undertake infill 
and redevelopment projects within the sub area. 
Potential local non-profit development partners 
could include LINC, ICCF and Dwelling Place. 
The Right Place is another excellent resource. 
 

Mid- and Long-term priorities 
 
Explore and secure external funding 
sources to aid the redevelopment 
process 
 
Redevelopment and retrofit of the sub area may 
present financial gaps that prohibit successful 
reconstruction and infill.   The magnitude of 
this gap will vary based on the infrastructure 
upgrades and other public improvements neces- 
sitated by the project, market value of properties 
to be acquired and any increase in the allowable 
density being considered. 
 
The City and DDA should consider assisting 
in the redevelopment process to reduce the 
financial gaps through various means, poten- 
tially including the following State of Michigan 
programs: 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A R E A  P L A N  

- 57 - C h a p t e r  6  |  I m p l e m e n t a t i o n 

 

 

BID or 
ts to the 
levying 

jects may 
ark areas, 
ks,  curbs, 
g.   The 
special 
of re- 

 
 

 
 

 
 

 
 

 
  
  
  
  
  
  
  
  
 

 
 

 
 

 
■ Business improvement District 

(BID) 
projects.  The cost of projects within a BID or 
PSD may be financed by grants and gifts to the 
City or district, municipal funds and levying 

■ Principal Shopping District (PSD) 
 

■ Business Improvement Zone (BIZ) 

of special assessments.   Example pro ects may 
include maintaining and operating p rk areas, 
relocating  or  reconstructing sidewal ,  curbs, 

A BID/PSD allows a municipality to collect rev- street medians, fountains and lightin .   The 
enues, levy special assessments and issue bonds BIZ may be financed by grants, gifts, pecial 

in order to address the maintenance, security 
and operation of that district.  A BIZ may be 
created by private property owners and may lev- 
el special assessments to finance activities and 

assessments and loans in anticipation of re 
ceipt of assessments. 
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Brownfield tax increment financing 
(TIF) 
 
Through the Wyoming Brownfield Redevel- 
opment Authority, contaminated, blighted or 
functionally obsolete properties may be allowed 
to capture state and local property taxed to pay 
the costs associated with the brownfield site. 
 
Community development block grant 
(CDBG) 
 
The Michigan CDBG program consists of grants 
for local units of government for activities such 
as economic development, downtown 
development and planning.  Specifically, monies 
may be available to aid in funding infrastructure 
improvements, securing development, and 
funding planning activities that lead to other 
eligible development projects. 
 
Create small business incubator  to help 
startups 
 
Because of the high capital costs of new con- 
struction, many newer buildings are often occu- 
pied initially by franchise or “chain” commercial 
establishments. While a certain number of these 
uses is anticipated and desired, this plan also 
seeks to encourage local entrepreneurial busi- 
nesses in the study area. To aid local entrepre- 
neurs, the City should create a small business in- 
cubator program that would provide assistance to 
businesses looking to establish themselves or 
grow their existing business in Wyoming. 
 
 
 

Consider rent subsidies or other 
financial assistance for new small 
businesses in redevelopment area 
 
Because many new construction projects are 
simply too expensive for local merchants, and as a 
result, local businesses are forced to find other 
accommodations in the City. To attract and re- 
tain local businesses in the redevelopment area, 
the City and/or DDA should consider funding a 
program to subsidize rent payments or offer 
other types of financial assistance. Such a pro- 
gram may attract a healthy and desirable mix of 
larger “destination” businesses as well as local 
establishments. 
 
Create a Community Development 
Corporation 
 
Community development corporations are non- 
profit, community-based organizations that an- 
chor capital locally through the development of 
both residential and commercial property, rang- 
ing from affordable housing to developing shop- 
ping centers and even owning businesses. 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
The suburban retrofit of 28th Street is ambitious 
yet feasible. While the  predominant suburban 
development   pattern   is   well   established, 
its    current   form    provides   opportunities 
for  redevelopment  from  the  large  expanses of 
parking lots to the “super block” parcel 
configurations. The DDA and the City must 
be the stewards of this plan and ensure that 
all land use decisions consider the vision and 
the implementation of the retrofit. Decisions 
must advance the design concept and move it 
forward. 
 
 
Each incremental change and step towards 
redevelopment should be acknowledged and 
celebrated  as  it  will  provide  reminders  to 
those who participated that the elected and 
appointed officials are moving in a common 
direction. Daniel Burnham said “Make no 
small plans, they have no power to stir men’s 
blood.” Indeed, this is not a small plan and it 
will take time to accomplish, but momentum 
will build with each small step achieved and 
with each step achieved it will be easier and 
easier to keep the vision in mind.  It took 40 
years for 28th Street to reach its zenith, and it 
will likely take decades for it to revitalize and 
redevelop. 
 
 
 
 
 

Conclusion 
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AAPPPPEENNDDIIXX  22::  SSTTRRAATTEEGGIIEESS  FFOORR  IIMMPPLLEEMMEENNTTAATTIIOONN  
 
Any plan is only as strong as its implementation.  The Plan offers several recommendations to 
amend or adopt policies and ordinances aimed at furthering specific elements.  This section 
contains a summary of the recommendations found throughout the Plan.  While there are a 
number of actions and changes recommended, amendments to the Zoning Ordinance are the 
most pervasive and immediate. 
 
Zoning Ordinance Recommendations 
There is a fundamental and critical link between a community’s plan and it’s zoning regulations.  
In fact, the State zoning enabling legislation requires that zoning be based on a plan.  In every 
plan, implementation of any number of recommendations will likely be dependant on the ability 
of the zoning ordinance to impose certain requirements, consistent with those 
recommendations.  It must be recognized that the plan is a policy guide, which, by itself, does 
not have the force of law.  Zoning, on the other hand, is a legal regulatory instrument that must 
be followed.  Zoning, therefore, gives weight and authority to the plan.  
 
Recognizing this essential interrelationship between the Land Use Plan and Zoning Ordinance, 
a review of the Wyoming ordinance was performed to identify potential needs to strengthen the 
bond so that the Ordinance better supports the full implementation of the Plan.  This is not a 
comprehensive technical assessment of the ordinance, but an evaluation of the tools needed to 
directly support the Plan.  It should be noted that the Wyoming Zoning Ordinance is 25 years 
old.  While it has been amended during that time, its age alone suggests the need for a 
thorough review and overhaul.  In any case, the following summary of findings and 
recommended changes focuses specifically on those provisions most critical to the 
implementation of the Plan: 
 
Zoning Districts 
 

• Each of the individual zoning districts should contain a clear statement of purpose to 
distinguish it from other districts, provide a framework for determining the appropriate 
uses to be permitted within that district, and offer guidance relative to locations where 
the district should be established.  By defining the intent and purpose of each district, it 
may be discovered that some districts are not needed or should be altered to make them 
more useful.  

 
• Several districts appear to have very limited application or subtle differences, making it 

difficult to distinguish them from other similar districts. It appears that some districts have 
been crafted to address specific, narrow situations.  The B-3, Planned Shopping District 
and R-7, Special Multiple Family District are examples.  Though useful in the situations 
for which they were originally created, it appears that other districts within the ordinance 
or some other technique could be used in lieu of these specialized districts to 
accomplish the desired ends. 
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• The present system of “Euclidian” or pyramid zoning should be eliminated.  Several 

categories of districts, e.g., multiple family and business, allow most or all of the uses 
permitted in the most restrictive district to be placed in all subsequent districts.  This is 
not desirable where the districts may be intended to serve distinct purposes.  For 
example, all uses allowed in the B-2, General Business District may not be appropriate 
within the Downtown Center District.  Likewise, if the intended function of the B-1, Local 
Business, District is to encourage convenience shopping and services near 
neighborhoods, those neighborhood uses should only be allowed in the B-1 District and 
not all other commercial zones. 

 
• The Downtown Center (DC) District, while intended to serve a highly desirable purpose 

(sec. 90-65), imposes requirements that may be contrary to that purpose.  Specifically, 
the area regulations for the district promote a typical sprawling suburban shopping 
center development pattern, rather than a densely concentrated, pedestrian-friendly 
district.  For example, front and rear setbacks are required, whereas downtown buildings 
are often built to the lot line.  The maximum lot coverage is limited to 50% of the site, 
prohibiting the continuity and urban intensity that makes downtowns vibrant.  Even the 
height limit of six stories may be inappropriate for some development.  In addition, the 
design standards in the ordinance are very open and indistinct, just as applicable to a 
suburban strip mall as a downtown core.  Finally, by allowing all uses permitted in the 
other business districts, the District has lost its focus.  While the Planning Commission 
has the ability to modify the dimensional requirements, the District does not set the tone 
for achieving the desired result of a downtown core area.  The City should consider 
completely revising the DC District, possibly utilizing the concept of a form-based code, 
a zoning technique that emphasizes design and end results rather than rigid dimensional 
standards and separation of uses. 

 
Planned Unit Development 
 

• The Plan’s emphasis on redevelopment and mixed uses makes it imperative that the city 
permits flexibility and creativity through its zoning regulations.  The ordinance currently 
provides three distinct planned unit development districts, each oriented to a different 
type of use.  The regulations for each of these are fairly broad with few requirements 
imposed and maximum discretion possible.  While the PUD-2 District was apparently 
enacted for a specific project which has since been completed, it may continue to serve 
as a useful option for future development.  Given these characteristics and the 
importance of having a PUD provision, it is suggested that the PUD-1 and PUD-2 be 
consolidated, incorporating the general provisions of section 90-62, to create a single, 
more comprehensive PUD District.  The combined PUD district should contain clear 
objectives, qualifying conditions, review standards, and added incentives to encourage 
the use of PUD and to ensure that resulting projects are distinctive and consistent with 
the Comprehensive Plan objectives, creating a win/win situation for the developer and 
community.   

 
Site Plan Review 
 

• This is among the most powerful zoning tools available to any community.  It permits the 
review of proposed developments to ensure compatibility with their surroundings and 
that they will function with minimal disruption, if not total harmony, within the community.  
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Site plan review can address the quality of development, going beyond whether a project 
simply complies with the minimum requirements of the district in which it’s located.  The 
ordinance’s current site plan review provisions should be strengthened to support the 
Land Use Plan.  Review standards are vague and the process should be better defined 
relative to changes to an approved plan, conditions of approval, performance 
guarantees, and other common requirements. 

 
Signs 
 

• Attractive entries into the community, reduced clutter, and definable business districts 
are all objectives of the Land Use Plan.  Yet the current sign regulations are generally 
incompatible with these objectives.  The city’s sign ordinance is highly permissive, 
allowing a broad range of signs for most uses and not distinguishing among the different 
districts.  The sign provisions should be revised to create distinct and separate 
requirements tailored to each of the business districts.  For example, in the RO-1, 
Restricted Office District it would be appropriate to only permit ground signs rather than 
pole signs.  Likewise, the allowed signs in the General Business District should be of a 
different scale than those in the Local Business District or in the Downtown Core.  It is 
recognized that efforts to modify established sign regulations can be very controversial.  
However, the existing liberal sign provisions do not support the Plan.  

 
Landscaping 
 

• The Land Use Plan stresses the importance of image in creating the desired impression 
of the community and of aesthetics in enhancing the overall environment in which people 
live and work.  Effective landscaping in conjunction with new development and 
redevelopment projects will contribute significantly to creating the desired character 
throughout the city.  The current landscaping requirements in the zoning ordinance are 
minimal and do not establish a consistent baseline for future landscape improvements.  
They do not offer the guidance needed to assure the City of a high quality, desirable 
treatment.  Conversely, the vagueness of the standards and requirements does not offer 
the applicant any reassurance of what will be expected or accepted.   

 
Access Management 
 

• Controlling the location and spacing of driveways along busy arterials, reducing 
vehicular conflicts, and making provision for access alternatives are essential to 
maintaining the adequate traffic-carrying capacity of major streets.  The city does not 
have any zoning regulations for effectively managing vehicular access; though some 
guidelines may be found in the city’s traffic standards, these are not even referenced in 
the Zoning Ordinance.  Access management requirements should be incorporated into 
the zoning regulations to ensure that vehicular access and circulation are properly 
planned and integrated into all projects.  This will be especially critical in newly 
developing areas, near freeway interchanges, and along mature street segments 
undergoing redevelopment.  Making allowance for pedestrian and non-motorized 
connections should also be part of such regulations.  One commonly used technique to 
accomplish this is through the adoption of an arterial overlay district.  An overlay is a 
special-purpose zoning district superimposed over a broad area that may fall into several 
different zones.  The overlay establishes requirements applicable to specific and unique 
situations within the area, regardless of the underlying zoning.  In addition to arterial 
overlays, which are designed to control access and other common elements along busy 
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commercial corridors, common examples of other overlay districts include flood plain, 
historic preservation, and wellhead protection overlay districts. 

 
Part 1 Strategies 
 
1. Study the need for new development geared toward serving the needs of the senior 

population, including accessible housing options located close to transit and shopping, 
especially near Metro Health Hospital’s new campus.  Explore closer working 
relationships with community-based organizations, such as churches and foundations to 
help provide senior and other age related services.   

 
2. With the city’s population center shifting toward the south end, adequate utilities, road 

improvements, public safety, schools and other public services and facilities must 
accompany this movement.  A formal capital improvements programming (CIP) process, 
involving the Planning Commission, should be instituted. 

 
3. As the housing stock and neighborhood infrastructure in the mature parts of the city 

continue to age, the city must take steps to prevent neighborhood deterioration and 
declining property values.  Neighborhoods exhibiting high turnover rates should be 
carefully monitored, and policies or programs should be formulated to reverse such 
trends.  Techniques may include requiring single family and duplex rental housing to be 
registered and annually inspected; continuing to enforce the Property Maintenance 
Code; continuing to invest Community Development Block Grant (CDBG) funds into 
housing rehabilitation programs; and encouraging the formation of neighborhood 
associations. 

 
4. In neighborhoods with the lowest median household income, approximately 10% of 

individuals and families lived in poverty in 2000 (see Maps 7 and 8, Part 1).  These same 
neighborhoods also have the city’s youngest and most racially diverse populations and 
will likely require special attention to assist in preventing blight and other negative side 
effects commonly associated with concentrations of poverty.  Job training and other 
social programs should be focused toward these areas.  In addition, mixed use and 
industrial development should be located near these neighborhoods to afford 
employment opportunities in close proximity. 

 
5. A significant decline in the 55 to 64 age group suggests that as children leave the home 

and retirement becomes more of a reality, the so-called empty nesters are seeking other 
residential options not available in Wyoming.  The city should examine the need for 
housing choices such as up-scale condominiums, smaller homes, neo-traditional 
neighborhoods, and mixed-use development for this population.  

 
6. A reduction of 20 to 34 year olds means Wyoming is losing a very vital segment of its 

population, which has important implications for future work force development, 
neighborhood growth and stability, and the city’s ability to remain an attractive place to 
live, work and shop.  Businesses and development that will attract this age cohort should 
be recruited.  This may include entertainment, shopping, and recreational opportunities.  
In addition, neighborhood and housing stability must be ensured to retain property 
values and encourage continued confidence for home ownership investment. 

 
7. The 2002 Downtown Plan included a market study that proposed the following five major 

retail additions:  discount department store (e.g., Wal-Mart), supermarket (e.g., Family 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A     
 

 

Fare), farmers market, apparel (e.g. A.J. Wright), and home improvement (e.g. Home 
Depot).  The Family Fare and A.J. Wright stores have located here since then.  In total, 
the study indicates a market for almost 400,000 square feet of additional retail space.  
Mixed-use development, including retail space and high-density residential development, 
should be added in the downtown core.  

 
8. With traditional funding sources continuing to account for a smaller percentage of the 

General Fund, Wyoming’s ability to provide historically expected community services is 
becoming strained.  Changes in service priorities, new funding sources (e.g. income 
taxes), user fees, or increases to existing sources may be needed to keep pace.  

 
9. Historically, industrial areas in Wyoming developed near rail lines.  However, due to 

shifts in industrial production and a greater reliance on “just-in-time” deliveries, rail 
service is becoming less important.  Most new industrial and office uses now develop 
along major roadways and freeways.  Improved access to the north end industrial areas 
should be a high priority in order to stimulate the revitalization of deteriorating industrial 
areas in the northern part of the city. 

 
10. The city’s Thoroughfare Plan and Land Use Plan should be closely integrated.  After the 

adoption of the Land Use Plan, the city will soon complete an update of the 
Thoroughfare Plan, which should ensure continued consistency and compatibility. 

 
11. Coordinate with MDOT on highway projects to assure quality and compatible designs 

that can serve as a community feature, rather than detractor.  In particular, work with 
MDOT to identify design alternatives for the segment of 28th Street through the 
Downtown Center. 

 
12. Continue to utilize boulevard cross sections in high traffic areas, such as Wilson south of 

52nd and along other streets facing traffic management issues. 
 
Brownfield & Economic Revitalization Strategies 
The city’s economic development vision identifies several key goals: 

• Enhance the tax base of the City of Wyoming  
• Encourage development and redevelopment for increased economic vitality of the 

industrial districts  
• Create and retain industrial employment in the City  
• Assist in the rehabilitation of older facilities and/or expansion of existing industrial 

facilities Reduce property taxes as an obstacle to development of problem parcels of 
industrial real estate 

• Enhance attractiveness of our community 
 
Wyoming currently has a structure in place to address and promote job retention and creation 
as part of its overall economic development strategy.  Key elements of this program include: 
 

 Tax abatements approved by City Council 
 The Wyoming Economic Development Corporation 
 Partnerships with The Right Place, Inc. and the Michigan Economic Development 

Corporation (MEDC) 
 Local Community Development Block Grants 
 Industrial Facilities Tax exemptions 
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 Brownfield Redevelopment program 
 U.S. Department of Commerce Economic Development Authority (EDA) 

 
Brownfield redevelopment is a vital element of Wyoming's economic development future.  The 
city’s Brownfield Plan, established in 1997, addresses properties that are abandoned, idled or 
underutilized due to concern over contamination with hazardous substances.  As supported by 
the Land Use Plan, goals and strategies of the Brownfield Redevelopment Authority include: 
 

• Proactively managing environmental issues affecting City properties. 
• Encouraging the use of existing infrastructure rather than extending new water, sewer, 

roads, etc. into greenfields. 
• Implementing financing plans to capture new state and local property taxes resulting 

from the development and clean up of environmentally contaminated sites.  
• Focusing on specific site remediation and financing for Brownfield redevelopment 

activities. 
 
Through the Brownfield Redevelopment Authority, the city can offer qualified taxpayers a credit 
against the single business tax on investments up to $1,000,000 at an eligible property within a 
Brownfield Redevelopment Zone.  Eligible investments include demolition, construction, or 
improvement of a building or addition of machinery/equipment to a property after it has been 
identified in the Brownfield Plan as a targeted Brownfield development. 
 
Part 2 Strategies 
 
1. Continue active enforcement of the city’s housing code. 
 
2. Maintain the walkability of the city, both within its existing neighborhoods and its new 

development. 
 
3. Actively seek to provide affordable housing opportunities for young families, the next 

generation of homeowners in the community. 
 
4. Promote Wyoming as a diverse urban center, rather than a suburban satellite.  
 
5. Encourage the use of planned unit development to achieve a mix of residential types, 

styles, and densities in attractive, walkable environments. 
 
6. Increase residential densities in mixed-use and older commercial areas to ensure a 

sufficient population to support businesses and create a vibrant atmosphere. 
 
7. Aggressively market the city’s Downtown Center to prospective developers and 

merchants. 
 
8. Acquire and assemble vacant and underutilized properties within the Downtown Center, 

in particular, and recruit prospective developers to redevelop these areas with high 
density residential, office, and entertainment uses. 
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9. Adopt and enforce design standards for landscaping, signs, lighting, and other elements 

of the urban streetscape. 
 
10. Establish and adhere to gateway sign and landscape requirements that create an 

attractive entry image for the community. 
 
11. Acquire and assemble vacant and underutilized properties along the Division Avenue 

corridor and recruit prospective developers to redevelop these areas with a mix of 
residential and complementary business uses. 

 
12. Support metropolitan efforts to establish a regular, dependable, and efficient mode of 

public transit to serve the community. 
 
13. Concentrate business development and redevelopment to defined nodes in both existing 

commercial areas, as well as in newer areas, including those adjacent to freeway 
interchanges, to limit strip commercial development. 

 
14. Strictly control vehicular access to properties and uses along commercial corridors via 

frontage roads, shared driveways, rear access alternatives, or similar access 
management techniques.  

 
15. Establish and enforce access management standards for all development along the 

city’s major arterial streets. 
 
16. Cluster employment centers in order to facilitate efficient and cost-effective transit 

service. 
 
17. Improve key roadway and interstate connections with older employment areas to make 

them more attractive places for existing businesses to remain and for new ones to 
locate. 

 
18. Promote reinvestment in older employment areas that are located near residential 

neighborhoods to foster “walk-to-work” opportunities. 
 
19. Maintain a high standard for development around the Metro Health Hospital site to 

ensure compatibility of character and uses and minimize traffic conflicts and congestion. 
 
20. Update the city zoning ordinance to ensure that the necessary provisions are in place to 

permit related and complementary uses in and around the health care park. 
 
21. Continue to utilize the Brownfield redevelopment program to reclaim contaminated sites. 
 
22. Prioritize potential redevelopment sites that are vacant, dilapidated, and underutilized 

buildings and properties.  
 
23. Actively recruit potential developer partners to revitalize the high priority redevelopment 

areas. 
 
24. Provide incentives to stimulate the redevelopment of high priority areas of the city. 
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25. Promote and allow for a mix of uses in older buildings. 
 
26. Provide incentives to assemble and redevelop smaller properties. 
 
27. Encourage live/work units. 
 
28. Continue the tradition of high quality public improvements in the city’s infrastructure, as 

evidenced by the boulevard design of 44th Street, Byron Center Avenue, and Roger B. 
Chaffee Drive, and the new city administration complex. 

 
29. Utilize zoning regulations to establish design standards for landscaping and signs that 

contribute to a high quality image for new development within the community. 
 
30. Assemble vacant and declining commercial properties for redevelopment as high density 

residential or mixed use projects. 
 
31. Promote the construction of mid- and high-rise buildings within the Downtown Center to 

form a distinctive urban core, supporting the current businesses in the area and creating 
the synergy for others to come. 

 
32. Protect Wilson Avenue and Byron Center Avenue from strip commercialization through 

strict zoning and adherence to this Plan. 
 
33. Actively support the establishment of an urban public transit system as an alternative 

mode of conveyance for a large segment of the city’s population and work force. 
 
34. Intense residential development should not only be permitted, but also be actively 

encouraged, in the Downtown Center, along Division Avenue, and in other specific 
locations to achieve the density necessary to support the desired business activity and a 
viable transit operation. 

 
35. Regularly update the city’s five-year park & recreation plan to identify priorities and 

maintain the city’s eligibility for grant funding. 
 
36. Work cooperatively with other agencies and organizations, including Kent County and 

the West Michigan Natural Areas Conservancy, to create and maintain active and 
passive recreational opportunities. 

 
37. Incorporate incentives into the city’s PUD regulations and other programs to encourage 

private developers to conserve important natural features and provide recreational 
amenities within their projects. 
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Sub-Areas 
 

WILSON AVENUE 
Commercial Development (including retail and office components) should be consistent with the 
following guidelines: 

 

A. Limit commercial to areas that are already developed, currently developing, or 
near the M-6 interchange. 

 
B. Encourage comprehensively designed development projects, especially those of 

a larger size and scale using a planned unit development approach. 
 
C. Accommodate planned office service and commercial development at the northwest 

corner of the M-6 interchange and general commercial development at the northeast 
corner, utilizing wetlands and other existing natural features near the south city line to 
prevent commercial expansion to the north. 

 
D. Plan for new neighborhood commercial development and reuse at 56th and Wilson 

Avenue. 
 
E. Accommodate planned office uses at Wilson and 52nd. 
 
F. Provide automobile access to businesses via cross streets (52nd and 56th) or indirect left 

turns from Wilson Avenue. 
 
G. Establish site and architectural design standards to help guarantee desirable commercial 

development. 
 
Residential Development 
Residential development of varying densities and design should be located within the 
corridor. 
 
A. Encourage comprehensively designed development projects, especially those of 

a larger size and scale using a planned unit development approach.  
 
B. Mixed and medium-high density residential should be permitted along the entire length 

of the corridor.  The highest development densities should be located at  
 
the north end, serving as a transition away from the Multi-Commercial Use development 
associated with the Rivertown Crossings commercial area. 

 
C. To improve traffic flow and enhance traffic safety, discourage direct access to Wilson 

Avenue while promoting interconnected roads that link with secondary streets. 
 
D. Require deeper setbacks (i.e. 50 to 100 feet) along Wilson Avenue to enhance the 

separation of land uses from the roadway and to provide ample space for buffers and 
parking lots. 
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E. Buildings should be well designed and have consistent architectural treatments on all 

sides, especially when they are visible from Wilson. 
 
F. The rear yards of single-family homes that abut Wilson Avenue should be attractively 

screened from view with landscaping, walls, fences and/or earth berms. 
 
Natural Features 
Because of extensive wetlands and woodlots all development should incorporate, 
conserve, and enhance natural features.  Natural features should be viewed as 
amenities that enhance development character, benefit intended users, and improve the 
overall quality of community life.  Interconnected off-street pedestrian/bike paths should 
be provided whenever possible, though on-street paths may be necessary in already 
developed neighborhoods. 
 
44TH STREET 
 
A. Additional commercial development along 44th Street should be limited to conversions of 

residential to office, or new residentially scaled offices east of US -131 and the 
redevelopment of existing commercial at Clyde Park Avenue/44th Street. 

 
B. New residential opportunities are limited.  However, where potential exists, or in the case 

of redevelopment, such development should be fully integrated with the character of the 
surrounding neighborhood. 

 
C. Improve and reinvigorate the 44th and Clyde Park commercial area and strengthen this 

key community entrance by: 
 

1. Encouraging the conversion of light industrial to commercial land uses near the 
intersection of 44th and Clyde Park. 

 
2. Promoting a development pattern that highlights and reinforces the intersection 

as an architectural gateway by siting buildings closer to the right-of-way with 
parking located either to the side or behind buildings. 

 
3. Softening the transition from commercial to light industrial by requiring 

appropriate site design and landscape standards to screen service and 
maintenance areas, landscape parking lots and promote architectural design that 
minimizes blank, expansive walls and locates office areas at the street side of a 
building. 

 
4. Supporting the redevelopment of marginally performing strip development with 

specialty retail, service or small-scale live/work units. 
 
5. Redeveloping the southeast corner of 44th and Clyde Park using contemporary 

planning principles that will remove the tired appearance such as:  blended land 
uses that may include lodging, retail, and services (including restaurants and/or 
entertainment venues), buildings and parking lots that are adequately set back 
from rights-of-way; a streetscape that includes a landscaped front yard, street 
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trees, low hedges or earth berms to screen vast parking areas; and buildings that 
contain windows facing the street which minimize blank unadorned facades. 

 
6. Discouraging subdivision of the property unless part of a comprehensive 

redevelopment proposal. 
 
7. Establishing access management techniques such as inter-connected parking 

lots, minimum curb spacing requirements, shared access, and full-turn access 
limited to key locations. 

 
GEZON PARKWAY/54TH STREET 
Metro Health Hospital & Metro Health Village 
For areas adjacent to and encompassing the hospital campus, the focus should be on creating 
and protecting a high quality image through site and building design. The city should use its 
PUD, site plan review and special use authority to require quality building design, materials and 
prominent landscaping.  Building rears, unsightly loading areas, and mechanical equipment 
should be screened from view of M-6 and other adjacent roadways.  Pathways and sidewalks 
should be provided throughout the area and be integrated with existing natural features and 
surrounding neighborhoods. 
 
The city’s PUD-3, Health Care District, provides flexibility in design objectives and quality 
standards for this area.  However, Metro Health officials and the developer partner are providing 
the needed requirements in property deed restrictions to ensure that quality is achieved.  PUD 
approvals by the city will also help assure higher-grade development here. 
 
56th Street/Gezon Parkway and Byron Center Avenue 
Shared parking and vehicular access should be encouraged for the commercial areas here.  
Buildings that are located close to the street should be single story and reflect a residential 
character, such as gabled roofs, ample windows and a finished appearance on all four sides.  
Buildings that are positioned further from the street should be no more than three stories and 
also present a similar quality architectural image.  
 
Controlling the spread of non-residential development in the vicinity of the hospital campus and 
freeway interchange is critical, particularly along Byron Center Avenue north of Gezon Parkway, 
since the character of this area is decidedly residential.  The hospital campus can be entirely 
compatible with current and future residential development to the north and west; provided 
adequate buffers, attractive design, and managed access are required.  Pressure to convert 
vacant residential land to non-residential use should be vehemently resisted, except where it is 
consistent with this Plan.  Non-residential uses should be limited to the hospital campus, itself, 
or to established and confined intersection locations. 
 
The following concepts should also be employed:   
 
A. Adopt driveway spacing requirements based on traffic speeds, sight distances, turning 

movements, and similarly defined factors; 
 
B. Require cross access agreements between adjoining properties;  
 
C. Align driveways on opposite sides of the street, where feasible (unless separated by a 

landscaped median). 



 
 

T U R N  O N  2 8 T H  S T R E E T  C O R R I D O R  S U B - A     
 

 

 
60TH STREET 
A. Major city streets should be constructed as boulevards to establish a clear hierarchy, 

complement the surrounding area and contribute to a “campus” setting. 
 
B. Multi-story buildings with “four sided” architecture should be encouraged. 
 
C. Multiple uses on development sites and mixed uses within buildings should be permitted 

and encouraged. 
 
D. “Finished” building materials should be required throughout the area to ensure an image 

of quality and compatible character. 
 
E. Specific site and architectural design standards should be adopted in the zoning 

ordinance that would apply to areas adjacent to M-6. 
 
CLYDE PARK AVENUE 
The overall land use concept for the corridor is to preserve and protect the existing residential 
areas north of 44th Street, which represent some of Wyoming’s strongest neighborhoods.  No 
additional commercial development should be permitted along Clyde Park, except in existing 
commercial areas at the 28th and 44th Street intersections, which should be considered for 
redevelopment to create a stronger, more unified community gateway image (see 28th and 44th 
Street discussions for specific recommendations). 
 
Clyde Park Avenue’s boulevard configuration is a design feature that helps unify the various 
land uses and neighborhoods found along its length.  Where feasible, this concept should be 
continued throughout Wyoming. 
 
DIVISION AVENUE CORRIDOR 
Individual efforts to revitalize the Division Avenue corridor have been undertaken in all three 
communities that share this corridor.  These activities, however, have generally been 
fragmented, focusing on narrow sub-areas, rather than the entire corridor.  The city should 
therefore explore the creation of a multi-jurisdictional Corridor Improvement Authority.  Though 
primarily intended for a single community, the Act does allow multiple jurisdictions to work 
cooperatively. 
 
North of 44th Street 
A. Continue implementing streetscape improvements along Division Avenue.  Given high 

traffic speeds and volumes and the challenges associated with maintenance a parkway 
(the area between the sidewalk and the curb) planted with grass is not a viable design 
solution.  Therefore, parkways should be paved using either textured concrete or 
concrete pavers with an ample area devoted to street trees and pedestrian scaled street 
lights.  This will help soften the harsh nature of the multi-lane street. 

 
The major impediment to establishing trees in paved urban areas, however, is the lack of 
an adequate soil volume needed for root growth.  Soils under pavement are highly 
compacted to meet load-bearing requirements and engineering standards.  This often 
stops roots from growing, causing them to be contained within a very small area without 
adequate water, nutrients or oxygen. Subsequently, urban trees with most of their roots 
under pavement grow poorly and die prematurely.  Using federal Community 
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Development Block Grant funds, city officials have largely addressed this issue over the 
past four years with the replacement of all the street trees in the parkway of Division 
Avenue from 28th to 44th Streets.  The old trees were overgrown, extending through 
overhead utility lines and were poorly shaped due to utility company pruning.  The new 
trees will not grow into the utility wires; they have been planted within containers to 
control root growth and contain rainwater.  This technique should be used for any further 
tree planting along Division Avenue. 

 
B. Provide twelve to fourteen foot wide sidewalks where feasible that can also 

accommodate appropriately spaced sheltered transit stops. 
 
C. Parking lots that are situated adjacent to sidewalks should be screened using a 

minimum ten foot wide greenbelt.  Greenbelt design options include: low hedges 
combined with canopy trees; low brick screen walls in combination with shrubs and 
canopy trees; low wrought iron style fences in combination with brick piers; hard surface 
areas paved with textured concrete, concrete or brick pavers, which also accommodate 
low curbed planters containing street trees and shrubs. 

 
D. Promote commercial land uses located at street corners that generate high volumes of 

activity such as restaurants, coffee shops and specialty markets. 
 
E. Buildings should be constructed of high quality materials reflecting traditional 

architectural design principles such as recessed windows and entrances, building fronts 
that are divided into distinct architectural bays rather than monolithic facades, windows 
that constitute at least 60% of a front façade, recessed building entrances that orient to 
the street, parapet walls to increase the apparent height of one-story buildings; a simple 
architectural design; traditional angled canvas awnings; and appropriately scaled signs. 

 
F. Small lots should be combined where possible; at a minimum they should be 

redeveloped simultaneously to facilitate a coordinated and improved development 
pattern. 

 
G. Facilitate the use of public transit by providing: sheltered transit stops; where possible, 

provide bus pullouts outside travel lanes; and increase residential densities within the 
corridor. 

 
H. To enhance continuity, establish an overall streetscape design for Division Avenue that 

is coordinated with surrounding jurisdictions. 
 
I. To help reinforce and highlight major streets and to provide opportunities for mixed-use 

development with upper level residential, encourage and promote two and three story 
buildings, especially at major intersections. 

 
J. Support the development and maintenance of alleys to provide rear access for parking 

lots, businesses and service areas. 
 
K. Eliminate curb cuts wherever an opportunity is presented; avoid new ones except when 

other alternatives are not possible. 
 
L. Provide underground utilities, but if that is not possible accommodate overhead lines 

within alleys or at the rear of properties. 
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M. Target strategic parcels for high density residential redevelopment including: 
 

1. The current motel site north of 40th Street 
 
2. The former Hope Network site 
 
3. Other sites recognized in the Anderson Economic Group reports dated October 

2004 
 
N. Explore an extension of the bike trail north to the Hope Network site and northward to 

the city limits via Buchanan Avenue.  
 
44th Street south to 60th Street (south city limits) 
The goal for Division Avenue is to reinvent and reinvigorate the corridor by increasing the level 
of activity and intensity of use.  This can be accomplished in part by promoting residential 
development and more stable commercial land uses.  The overall concept is to redevelop 
underutilized or marginal properties with residential, thereby increasing the population to 
support businesses, to improve the potential for transit use, and to focus on the aesthetics and 
functionality of buildings and infrastructure.  The element of design is a very important 
consideration in the rebirth of the Division corridor. 
 
As the area continues to become more culturally and ethnically diversified, development efforts 
should embrace this trend and continue to make Division Avenue a unique destination for the 
region. Ethnic restaurants and cultural attractions within defined areas of the corridor could 
become regional attractions. 
 
Division Avenue between 44th and 50th Streets 
Division Avenue between 44th Street and 50th Street should be designed to reflect a more urban 
theme clearly differentiating it from the area south of 50th Street, which has a more suburban 
appearance and setting.  While this section of the corridor can also be said to have a suburban 
look, with parking lots located between buildings and the street, various techniques can be used 
to reinforce a more desired urban pattern that enhances pedestrian activity.  Due to its similarity 
to the area north of 44th Street, recommendations for this area are the same as items A through 
L, on pages 42 – 44. 
 
50th Street south to 60th Street 
Given the number of large parcels redevelopment of this area should be undertaken in a 
coordinated fashion and a piecemeal approach should be avoided at all costs.  This is perhaps 
one of the greatest opportunities to control strip commercial along Division Avenue while 
promoting in its place a concept that focuses on mixed-use development that is complementary 
to Division Avenue Commercial (DAC) concepts but reflects a more traditional suburban style 
pattern.  Features include increased parking lot setbacks and buffer areas, softer landscape and 
streetscape treatments, residential uses at medium-high density, with a small amount of high 
quality commercial development at the Division Avenue intersection with 60th Street.  Specific 
recommendations include: 
 
A. Provide an opportunity for live-work units as part of an overall mixed-use concept. 
 
B. Incorporate ground floor retail and office uses with residential above. 
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C. Implement an architectural theme that is based on strong design principles stressing: 
quality materials; the avoidance of long unbroken building expanses, monolithic building 
facades and rooflines; clearly defined entrances; ample windows; and residences that 
are not dominated by garage doors. 

 
D. Permit residential densities higher than those of surrounding single-family 

neighborhoods. 
 
E. Adhere to access management principles. 
 
F. Eliminate industrial uses and modular home sales between the bike trail and Division 

Avenue. 
 
G. Establish a traditional, interconnected north-south/east-west street pattern within new 

neighborhoods. 
 
H. Emphasize a development pattern that safely and comfortably accommodates 

pedestrians by providing sidewalks and pathway connections to the bike trail and public 
transit on Division Avenue. 

 
I. Accommodate a small area of neighborhood convenience commercial at the corner of 

60th and Division that is developed in conjunction with the surrounding residential areas. 
 
J. Accommodate and maintain alleys, where feasible, to access residential parking and 

businesses and to reduce curb cuts on Division Avenue. 
 
28TH STREET CORRIDOR 
The creation of a downtown center between Clyde Park and Burlingame should be aggressively 
pursued as a top priority by Wyoming.  Details for the downtown are described in the Turn on 
28th Street Sub Area Plan.  It emphasizes an economically diverse mixed use town center. 
 
Other recommendations for the 28th Street corridor outside the downtown center area include: 
 
A. Multi story buildings that are designed with development bays that give the appearance 

of having narrow store frontages of approximately 25 to 50 feet. 
 
B. Ample front yard building and parking lot setbacks. 
 
C. Parking lots that are located between the fronts of buildings and the street but are 

sufficiently set back to accommodate sidewalks, grassed parkways, and appropriate 
landscaping to screen cars. 

 
D. Although some 28th Street parcels are too small to accommodate contemporary site 

development and building requirements, commercial encroachment into surrounding 
residential neighborhoods should be discouraged except where redevelopment options 
are limited by parcel size and/or configuration.  These limitations particularly apply to two 
areas: 1) on the south side of 28th Street between Division and Buchanan and 2) on the 
south side of 28th Street between Clyde Park and the US-131 on-ramp.  The city, 
however, must carefully consider the type of proposed commercial and its potential 
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impact on adjacent residential and the site design interface between land uses before 
committing to any further expansion.  

 
E. Build on a design concept that is complementary to the one established for Downtown 

Wyoming including: 
 

1. Mix retail, office and residential uses in two and three story buildings. 
 
2. Establish design standards that include minimum transparency requirements for 

building facades, and lighting and landscape requirements.  
 
3. Permit parking lots that are located between the fronts of buildings and the street 

but that are sufficiently set back to accommodate sidewalks, grassed parkways, 
and appropriate landscaping to screen cars. 

 
4. Add access management requirements (i.e. limit the number of curb cuts, require 

access from side streets or alleys, creation of frontage roads or alleys, requiring 
cross access agreements, etc.) to the city zoning ordinance in the form of an 
overlay district.  The boundaries of the overlay district should include all new 
development and redevelopment projects along 28th Street that have frontage 
and/or access to 28th Street. 

 
5. Incorporate additional site plan review standards into the zoning ordinance to 

ensure the economic longevity of the corridor, keep 28th Street competitive, and 
create a more attractive image for the community.  These can be items such as 
requiring feasibility and/or market studies, traffic impact analysis, design 
drawings, etc. 

 
28th Street & Division Avenue Mixed Use 
Due to its location at a major intersection, its adjacency to Division Avenue (which is being 
considered for some form of regional transit and is the municipal boundary between Wyoming 
and Grand Rapids) and the mixed-use designation of properties on the east side of Division in 
the recently completed City of Grand Rapids Master Plan, the future land use for this sub-area 
should reflect a special character.  Therefore, a mixed-use concept within the parameters of 
transit-oriented development is proposed in Wyoming, mirroring the Grand Rapids portion. 
 
Generally speaking, such a concept includes vertically integrated (within buildings) and 
horizontally integrated (within an urban block) land uses that include residential, neighborhood 
retail and office/employment development.   
 
Further, it is envisioned as a relatively dense urban community with multi-storied buildings, 
small urban open spaces and parks and an inter-connected network of streets in a grid form.  
Within such a neighborhood, residents should be able to choose whether to live with or without 
a car by having transit available and also have opportunities to walk through inviting, pedestrian-
friendly, urban environments. 
 
Chicago Drive & Burton Street Areas 
A. General (heavy) industrial should be limited to the area north of Chicago Drive, west of 

Burlingame Avenue. 
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B. Given the proximity of employment centers to strong residential neighborhoods, 
employee-intensive businesses should be recruited to the area to encourage a labor 
force that can live nearby, encouraging walk-to-work opportunities, providing a base of 
support for local commercial areas and providing job opportunities for some of 
Wyoming’s most economically constrained residential neighborhoods. 

 
C. Transportation improvement projects should be undertaken to help revitalize and 

strengthen the employment potential of the area, to enhance links with major highways 
and to enhance traffic flow. 
 
1. In order to better define neighborhood gateways, to resolve misaligned multi-

legged intersections, calm traffic speeds in residential neighborhoods and locally-
serving commercial areas, and to improve traffic operations, explore roundabouts 
for: 

 
a. Godfrey/Chicago Drive intersection 
b. Burlingame/Burton Street intersection 
c. Lee Street/Porter Avenue intersection 

 
Burton Street & Godfrey Avenue 
This is a very distinctive neighborhood commercial area, containing retail, office and service 
uses, giving the appearance of a stand-alone village.  Although it has an interchange with US-
131, Burton Street is not a major through street.  Therefore the trade area for this commercial 
district is limited to nearby neighborhoods and employment areas.  As a result, its future 
success (or failure) may depend on the overall strength of the north end as a desirable place to 
live and/or work.  To that end employee intensive businesses must be recruited, previously 
described transportation enhancements made and a unifying design theme for the commercial 
area developed.   
 
The Burton Street neighborhood shopping area should stress a pedestrian friendly environment 
with buildings that are positioned with minimal setbacks and sidewalks that are wide enough to 
offer protection from through traffic movements or with slightly smaller sidewalks and on street 
parking to create the buffer.  Parking could continue to also be accommodated to the side or 
rear of buildings.  To establish this environment, there are two distinct possibilities for 
configuration within the existing sixty six (66) foot Burton Street right-of-way: 
 
A. With on street parking 
 

1. 7’ 9” sidewalks on both sides of the street; 
2. 9’ on street parking lanes abutting both sidewalks (this dimension includes 12” 

gutter pans); 
3. 11’ travel lanes (one in either direction); 
4. 10’ 6” center turn lane 
 

B. No on street parking 
 

1. 15’ 9” sidewalks on both sides of the street; 
2. 12’ travel lanes (one in either direction; this dimension includes 12” gutter pans); 
3. 10’ 6” center turn lane 
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With on street parking, the sidewalk dimension is too small to accommodate street trees, 
however, traffic calming techniques such as curb bump outs at intersections could be included, 
as well as pedestrian-scaled street lights.  With no on street parking, street trees should be 
included, while bump outs would not be as necessary, though pedestrian-scaled street lights 
would remain vital. 
 
Godfrey Avenue/Lee Street & Chicago Drive 
 
This is another very distinctive neighborhood commercial area, with retail, office and service 
uses with a growing Hispanic influence.  Again, the success of this commercial district is tied to 
the future vitality and desirability of the entire north end as a good place to live, work and play.  
What is, however, different is its proximity to an expanding, revitalizing and dominantly Hispanic 
business district on Grandville Avenue in Grand Rapids.  That relationship should generate a 
positive influence and create synergy between the two areas, but the key will be to establish a 
unique theme for the area that is coordinated 
between both communities.  This linkage with 
Grandville Avenue provides an opportunity for 
both Wyoming and Grand Rapids to undertake 
more detailed neighborhood planning efforts in 
a coordinated fashion.  Those should be based 
on traditional neighborhood and commercial 
design principles that stress quality pedestrian 
environments and traffic calming.  Therefore, 
the development of a roundabout at the 
Godfrey and Chicago Drive intersection is an 
opportunity to not only improve a multi-legged 
intersection but to also to create a gateway into 
one of the more unique neighborhoods and 
commercial areas in the metropolitan region.  
Commercial expansion along Chicago Drive 
should be limited to only a few parcels at 
Burlingame, whereas obsolete, underutilized 
commercial sites between Burlingame and 
Godfrey-Lee should be converted to 
appropriate residential uses. 
 
Above all, the recommendations of this plan 
should continue to conform to the city’s guiding 
principles, as amended. 
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