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SECTION 1 – INTRODUCTION AND BACKGROUND 
 
 
1.0 PROJECT PURPOSE 
 
The main purposes of the Lake Lansing Road Interchange at U.S. Route 127 (US-127) Study are to: 

 
• Identify existing and potential future traffic operations and safety problems 
• Identify potential interchange/roadway improvements that: 

o Provide good traffic operations; 
o Encourage non-motorized travel throughout the project area; 
o Create a gateway into Lansing Township; and 
o Reduce automobile emissions. 

 
In order to meet the purposes of this project, a study was undertaken by DLZ Michigan, Inc. (DLZ) under 
contract with the Charter Township of Lansing’s Downtown Development Authority (Lansing 
Township). The following sections of this report describe the study.   
 
1.1 BACKGROUND INFORMATION 
 
Lansing Township is located in northwestern Ingham County in the middle of Michigan’s lower 
peninsula and is part of the greater Lansing metro area.  The project area, shown in Figure 1, is located on 
the northern side of the City of Lansing and has experienced steady growth and development in recent 
years. This trend is expected to continue into the foreseeable future, as noted in Lansing Township’s 
master plan for this area, East Towne Village: A Living Center, The Charter Township of Lansing DDA 
District Plan 2005 (Vandewalle & Associates, 2005) and East Lansing’s projected trends for the project 
area. 
 
Lansing Township and the City of East Lansing have identified potential traffic operation problems 
related to historic and future residential and commercial growth within the project area and surrounding 
areas.  US-127 is a major highway connecting commuters from East Lansing and points to the north to 
Lansing Township and the City of Lansing as well as locations to the south.   
 
Under the Clean Air Act, the project area is designated as in attainment for lead, sulfur dioxide, nitrogen 
dioxide, carbon monoxide and particulate matter and non-attainment for ozone.  For this project, 
pollutants of principle concern are automobile emissions, specifically ozone, ozone precursors, and 
carbon monoxide. 
 
1.2 EXISTING ROADWAYS 
 
As shown in Figure 1, Lake Lansing Road runs east and west through the project area with two travel 
lanes in each direction and a center left turn lane.  US-127 is a major highway which is connected to Lake 
Lansing Road by a partial cloverleaf interchange with free flow right turn entry ramps for all traffic 
entering US-127 from Lake Lansing Road.  Additional roadways in the project area include Kerry 
Street/Predye Boulevard, which runs north and south connecting to Lake Lansing Road west of US-127 at 
a signalized intersection.  West Road is located in the northeastern part of the project area and runs north 
and south connecting to Lake Lansing Road east of US-127.  Coolidge Road is a signalized intersection 
that intersects with Lake Lansing Road just east of the project area.   
 

Capitol Region East Towne Gateway Study   
March 2006 

1



 
 
 
 
1.3 PREVIOUS STUDIES 
 
Beginning in 2000, previous transportation/infrastructure studies have been conducted for the Lansing 
Township Downtown Development Authority.  The most comprehensive and recent one is the 
Transportation/Infrastructure Assessment and Planning for Lansing Township Downtown Development 
Authority (previous study) from 2005.  This was done in conjunction with the development of the master 
plan for an approximately 640 acre site in the northeast corner of the Township.  Hubbell, Roth, & Clark, 
Inc. (HRC) was contracted to provide the traffic and roadway analyses for the master plan, and to identify 
an interchange improvement concept for the Lake Lansing Road at US-127 interchange.   
 
The previous study done by HRC investigated the construction of a Single Point Urban Interchange 
(SPUI) at the Lake Lansing Road interchange to accommodate year 2025 traffic projections.  A SPUI 
interchange uses a compact layout to minimize right-of-way (ROW) impacts.  The estimated cost of the 
SPUI interchange and adjacent road widenings/intersection improvements is approximately $43.6 million 
(year 2005 dollars).  Lansing Township determined that the cost of constructing the SPUI far outweighed 
its potential benefits.  Therefore, this option is not a viable solution for the project area.  Additional 
information on the SPUI Interchange Concept can be found in the previous study done by HRC, 
Transportation/Infrastructure Assessment and Planning for Lansing Township Downtown Development 
Authority (HRC, 2005).    
 
Lansing Township then asked DLZ to investigate a modern roundabout alternative for the project area.  A 
modern roundabout is an intersection type that has a central island, counterclockwise traffic circulation 
along the circulating road, low entry and exit speeds (about 15-20 mph), and designated lanes for the type 
of movement a driver wants to make (i.e., right, left, through).  Motorists entering the roundabout must 
always yield to vehicles already in the roundabout, and all drivers must yield to pedestrians.  “Splitter 
islands” also separate the roadway at entrances and exits and act as a refuge for pedestrians.   
 
1.4 EXISTING AND FUTURE TRAFFIC OPERATIONS 
 
Generally, traffic volumes in the project area have increased over the past 20 years.  These increases are 
mostly due to changing travel patterns and land development near the project area.  Existing (year 2004) 
traffic volumes for the PM peak hour are shown in Table 1 for the three main intersections in the project 
area.  HRC analyzed existing traffic counts using a SYNCHRO computer traffic model for both 2003 and 
2004.  Because of the timing of the HRC report, it included 2003 counts.  Traffic counts from 2003 were 
taken before Sam’s Club and Walmart opened, while those taken in 2004 were recorded after those 
openings.  DLZ utilized the 2004 counts for this analysis because they more accurately reflect current 
conditions.  Only the PM peak hour is shown because it had substantially higher traffic volumes than the 
AM peak hour for all movements.   
 
SYNCHRO generates outputs identifying the Level of Service (LOS) for each intersection in question.  
LOS is a qualitative measurement that reflects the degree of congestion and amount of delay experienced 
by motorists.  LOS is expressed as a letter between A and F.  LOS A represents a situation where 
motorists experience minimal congestion, minimal delays, and free-flow travel.  At the other end of the 
spectrum, LOS F represents a situation where motorists experience extreme congestion, long delays, and 
severely impeded traffic flows.  LOS A, B, C, and D are all considered acceptable with LOS E and F 
being unacceptable.  LOS D (slight congestion) is generally considered the minimum acceptable LOS.   
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Table 1: Existing (2004) Traffic Volumes (PM Peak Hour) 

Location Existing Entering Traffic Volumes (2004) 

Southbound US-127 Off Ramp and Lake 
Lansing Road 4064 vph 

Northbound US-127 On Ramp and Lake 
Lansing Road 4246 vph 

Preyde/Kerry and Lake Lansing Road 4395 vph 
Lake Lansing Road and Coolidge Road 3685 vph 

*vph = vehicles per hour 
 
Table 2 presents the existing and future LOS for the US-127 and Lake Lansing Road interchange during 
the PM peak hour.  All major intersections in the project area currently experience very serious 
congestion and back up into each other at times.  Although it is outside the project area, delays at the 
intersection of Lake Lansing Road and Coolidge Road (located in East Lansing) are also a concern, as the 
current intersection backs up into the northbound US-127 ramp intersection and vice versa.   West Road, 
which intersects with Lake Lansing Road at a stop-controlled intersection, also operates at a poor LOS 
and long delays are a common occurrence. 
 
The previous study also analyzed future traffic conditions in the project area based on unconstrained 
growth projections.  The future (2025) traffic volumes from the previous study are most likely higher than 
would be realized because the rest of the road system does not have the capacity to allow the projected 
volumes to reach the project area.  As a result of delays at other points in the road system, in a situation 
such as this, drivers will often change their behavior and travel to the project area at times other than the 
peak hour or take another route to avoid delays.  The result is that the future volumes used in the previous 
study show the number of drivers who want to get to the area instead of the number that would actually 
reach the area at any one time.  The future (2025) LOS also assumes that Coleman Road has been 
extended to Wood Road.  Currently, Coleman Road terminates at West Road and does not connect to 
other roads on the west side of US-127.  As shown in Table 2, future traffic operations will continue to 
worsen.  Even if traffic volumes were constrained, conditions within the project area would deteriorate 
dramatically if nothing were done.  Existing LOS at the northbound US-127 ramps occasionally causes 
queues that back-up onto US-127.  Future LOS at the northbound US-127 ramps would result in long 
queues that would routinely stretch onto US-127.  Future LOS at the southbound US-127 ramps would 
occasionally cause traffic to back-up onto US-127.  
 
Table 2: Existing (2004) and Future (2025) LOS PM Peak Hour 

Location Existing LOS (2004) 
(average delay in seconds) 

Future LOS (2025) 
(average delay in seconds) 

Southbound US-127 Off Ramp 
and Lake Lansing Road F (273.4) F (538.4) 

Northbound US-127 On Ramp 
and Lake Lansing Road F (90.3) F (133.5) 

Preyde/Kerry and Lake 
Lansing Road F (167.4) F (574.0) 

Lake Lansing Road and 
Coolidge Road F (119.6) F (187.1) 
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SECTION 2 – ROUNDABOUT INTERCHANGE CONCEPT 
 
2.0 INITIAL EVALUATION 
 
The first step that was undertaken for this portion of the study was to identify roundabout interchange 
alternatives that could potentially address the existing and future problems in the project area.  Different 
alternatives were identified and evaluated using RODEL software1.  The Federal Highway 
Administration’s Roundabout Guidelines (FHWA, 2000) and Ourston’s Roundabout Design Guidelines 
(2001) were used when developing the roundabout concepts.  Design criteria can be found in Appendix 
A.  Initial roundabout interchange concepts were evaluated based on level of service and additional auto 
capacity.  All roundabout interchange concepts were designed to accommodate opening day (2004) traffic 
volumes with as much additional capacity for future growth as reasonably possible.  This resulted in the 
creation of “opening day geometry” and “ultimate geometry.”  Both were analyzed for all alternatives.         
 
Based on the recommendations of the consultant team and preliminary analysis, the Township selected 
one concept to carry forward as the Roundabout Interchange Concept.  Other alternatives were eliminated 
because they: could not accommodate future traffic growth; their unusual geometry would not meet 
motorists’ expectations (i.e., could be confusing); and/or they it may not meet Michigan Department of 
Transportation (MDOT) or FHWA interchange requirements. 
 
2.1 GEOMETRY 
 
The roundabout interchange concept would include modern roundabouts at three intersections: Lake 
Lansing Road and the US-127 southbound ramps; Lake Lansing Road and the US-127 northbound ramps; 
and Lake Lansing Road and Preyde Boulevard/Kerry Street (Figure 2).  The following paragraph 
describes the ultimate geometry of the roundabout design.  Initially, the geometry of the roundabouts was 
designed to accommodate opening day traffic volumes.  Once the opening day geometry was determined, 
the design was adjusted to create as much additional auto capacity as reasonably possible without 
additional ROW impacts.  The geometry of the roundabouts was determined using RODEL software.  
The design vehicle was a WB-62.   
 
As shown in Figure 2, the proposed design for the roundabout at Lake Lansing Road and the US-127 
southbound ramps would have three entry lanes and three exit lanes on east and westbound Lake Lansing 
Road, and two entry lanes with one right-turn semi-bypass lane at the southbound US-127 off ramp and 
one right-turn semi-bypass exit lane to get on the freeway at the southbound US-127 on ramp.  The 
proposed design for the roundabout at Lake Lansing Road and US-127 northbound ramps would have a 
similar design with three entry and exit lanes on Lake Lansing Road, and two entry lanes with one right-
turn semi-bypass lane at the northbound US-127 off ramp and one right-turn semi-bypass exit lane to get 
on the freeway at the northbound US-127 on ramp.  The roundabout at Lake Lansing Road and Preyde 
Boulevard/Kerry Street would have three entry lanes and exit lanes on Lake Lansing Road, two entry 
lanes and one exit lane on Kerry Street, and three entry lanes and two exit lanes on Preyde Boulevard.  
The outside diameter of all the roundabouts would be approximately 250 feet.  A 12-foot truck apron 
would be required for all three roundabouts.  Figure 2 shows the lane assignments for each approach. 
 
Between the freeway ramp intersections, three through lanes in each direction would be required along 
Lake Lansing Road.  A non-traversable median would be constructed between the roundabouts at 
southbound US-127 and Preyde Boulevard/Kerry Street, as shown in Figure 2.  Based on the geometry of 
                                                      
1 RODEL is a computer software program designed specifically to analyze traffic operations and geometry at roundabouts.  It is 
generally recognized as the best model for this purpose and is widely used and accepted for roundabout design.   
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the roundabouts, the approximate speed of a vehicle traveling through would be 15 to 25 miles per hour.  
Lane assignments at each roundabout were determined based on calculations of vehicle numbers using 
each lane.  Based on the lane assignments shown in Figure 2, a driver can choose a lane before entering 
the system and remain in the same lane throughout, leading to their destination. 
 
Figure 2 shows the ultimate geometry of the roundabouts.  To accommodate future traffic growth, the 
roundabouts were designed with as much additional capacity as practically possible.  Figure 3 shows the 
opening day geometry that would be needed.  Additional lanes that are not needed on opening day would 
be striped out with paint so drivers know not to use them.  Lanes would be striped out on east and 
westbound Lake Lansing Road at its intersection with the northbound US-127 ramps, at eastbound Lake 
Lansing Road at its intersection with southbound US-127 ramps, and at eastbound Lake Lansing Road at 
its intersection with Preyde Boulevard/Kerry Street.  The right-turn semi-bypass lane at the southbound 
US-127 off ramp would not be needed as part of the opening day geometry.  This could be added at a later 
date.  However, it would be most economical to construct the semi-bypass lane as part of the opening day 
geometry.   
 
At 99 feet, the existing Lake Lansing Road bridge over US-127 is wide enough to accommodate the 
ultimate geometry design, even with the non-motorized paths that are described later in this section.  As 
part of regular maintenance, MDOT is planning a bridge deck overlay in 2009.   
 
2.2 TRAFFIC OPERATIONS 
 
The opening day geometry traffic operations of the roundabout interchange concept for the year 2004 
peak hour volumes would be very good (LOS A in the PM at all three intersections).  For the intersection 
of Lake Lansing Road and the southbound US-127 ramps, the RODEL analysis showed that the 
roundabout interchange concept would have an average delay per vehicle of 6.5 seconds for the year 2004 
in the PM peak hour.  For the intersections of Lake Lansing Road with the northbound US-127 ramps and 
Preyde Boulevard/Kerry Street, there would be an average delay per vehicle of 5.3 seconds (Table 3).  As 
shown in Table 4, the ultimate geometry traffic operations of the roundabout interchange concept for the 
year 2004 peak hour volumes would also be very good (LOS A in the PM at all three intersections).    
 
Table 3: Opening Day Geometry LOS and Additional Auto Capacity (PM Peak Hour) 

Opening Day Geometry 
Location LOS  

(average delay in 
seconds) 

Percent Traffic 
Increases Until LOS E 

1st Leg 

Percent Traffic 
Increases Until LOS E 

Overall 
Northbound US-127 
Ramps and Lake 
Lansing Road 

A (6.5) 14% (WB) 19% 

Southbound US-127 
Ramps and Lake 
Lansing Road 

A (5.3) 20% (EB) 25% 

Preyde/Kerry and 
Lake Lansing Road A (5.3) 13% (EB) 20% 
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Table 4: Ultimate Geometry LOS and Additional Auto Capacity (PM Peak Hour) 

Ultimate Geometry 
Location LOS  

(average delay in 
seconds) 

Percent Traffic 
Increases Until LOS E 

1st Leg 

Percent Traffic 
Increases Until LOS E 

Overall 
Northbound US-127 
Ramps and Lake 
Lansing Road 

A (2.9) 41% (EB) 48% 

Southbound US-127 
Ramps and Lake 
Lansing Road 

A (2.4) 58% (SB) 64% 

Preyde/Kerry and 
Lake Lansing Road A (3.2) 33% (NB) 41% 

 
This analysis was developed for the 50 percent confidence level for capacity (i.e., the average capacity 
that is most likely to occur).  The roundabout interchange concept was also tested for the 85 percent 
confidence level (i.e., a pessimistic capacity), and this test showed that the roundabouts would still 
provide acceptable traffic operations (LOS A at all project area intersections).  RODEL output summary 
sheets are included in Appendix B.   
 
The roundabout interchange concept provides about 48 percent additional auto capacity at the intersection 
of Lake Lansing Road and the US-127 northbound ramps for the ultimate geometry, 64 percent additional 
capacity at the intersection of Lake Lansing Road and the US-127 southbound ramps, and 41 percent 
additional capacity at Lake Lansing Road and Preyde Boulevard/Kerry Street for the ultimate geometry.  
This analysis indicates that traffic volumes at the intersections could increase by 41 to 64 percent beyond 
year 2004 PM peak hour volumes before the intersections would reach LOS E.  
 
It is also important to note that the improved traffic flow at the US-127 interchange with Lake Lansing 
Road could impact other intersections outside of the project area, specifically the intersection of Lake 
Lansing Road and Coolidge Road.  This intersection is just east of the project area in the City of East 
Lansing.  As improved traffic flow moves greater traffic volumes through the interchange, the signalized 
intersection at Coolidge Road will become overloaded with long queues, as it is already backs up into the 
interchange area.  This would gridlock the roundabouts and cause major backups.  Since it was a potential 
concern, this scenario was evaluated and verified through SYNCHRO analysis.  Therefore, the City of 
East Lansing is currently conducting a study of improvements at that intersection.  
 
2.3 COST ESTIMATE 
 
The total estimated cost of the roundabout interchange concept including landscaping is approximately 
$14.2 million in year 2006 dollars (see Appendix C for a detailed breakdown).  The cost breakdown is as 
follows.  The planning level estimated cost of the roundabout interchange concept without landscaping is 
approximately $11.7 million which includes construction, ROW acquisition, and engineering (design & 
construction), as well as pedestrian/bike facilities. The estimated cost of the landscaping improvements 
alone is approximately $2.5 million and includes engineering and design and construction observation 
broken down into four phases (which are shown on the landscape plan in the map pocket in the figures 
section of this report).  Phase I will cost approximately $1.3 million.  Phase II will cost approximately 
$25,000.  Phase III will cost approximately $1 million.  Phase IV will cost approximately $145,000.  An 
enhancement grant is being prepared which includes landscaping, concrete coloring, and the ten-foot wide 
multi-use paths.  This grant will include a cost of approximately $2.9 million.   
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2.4 SAFETY 
 
Properly designed modern roundabouts are very safe, and the number and severity of crashes are reduced 
when compared to what occurs at a signalized intersection or stop-controlled intersection (Insurance 
Institute for Highway Safety, 2000).  Modern roundabouts are safer because they have low circulating 
speeds and fewer conflict points (places where the path of one vehicle/pedestrian crosses the path of 
another) than other types of intersections.  They also eliminate the possibility of right angle (“T-bone”) 
and head-on crashes which can occur at traffic signals and usually account for the majority of injury and 
fatal crashes.  An additional operational characteristic of modern roundabouts is that they have a 
“calming” effect on all traffic traversing the intersection.  As traffic enters the modern roundabout, the 
road geometry forces vehicles to slow to approximately 15-25 mph.   
 
2.5 AESTHETICS 
 
The modern roundabout alternative will provide opportunities for aesthetic enhancement.  These 
opportunities would come from the green space in the splitter islands and the central island.  Roundabouts 
are often used as “gateway” improvements for communities.  In these instances, the central island of the 
roundabout can contain a variety of features that will create a focal point for the motorist, as well as 
provide an improved view of the road to support a positive image of the community.  As part of an 
enhancement grant, Lansing Township hopes to secure funding assistance for beautification elements 
shown in the roundabout interchange concept, including landscaping and decorative pavement treatments 
in the central islands, splitter islands, median, and on the west side of the project area along US-127. 
 
The proposed landscape improvements (shown in the attached conceptual landscape plan) have been 
separated into four separate phases that allow the Township to work within their existing budgets, while 
not sacrificing service to the Township’s greater infrastructure and day-to-day operations.   Each phase is 
designed as a stand-alone project to provide a seamless transition to each successive phase, while 
maintaining the same character.  The planting design has smaller plants and is more complex when 
motorists’ vehicle speeds are slower.  Where motorists’ speeds are greater, the plantings are spaced 
farther apart and in masses to create a greater visual impact from the roadway.    
 
Phase I is located west of the proposed southbound US-127 off ramp, which includes a tiered retaining 
wall with combinations of shrubs, trees, evergreens and ornamental plants to provide year round interest.  
Phase II, which is located along the proposed southbound US-127 on ramp, will provide street trees on 
Lake Lansing Road that transition down the westerly edge of the ramp and terminate at the southerly 
Township limits.  Phase III consists of installing plantings at each of the three proposed roundabouts, 
including decorative concrete sidewalks, on Lake Lansing Road.  Phase IV extends along the west side of 
US-127 from the northerly Township limits south to meet the edge of Phase I.  Phase IV includes the 
installation of groups of roadside plantings at the edge of the US-127 right of way to signify entry into 
Lansing Township and mark a visual change in the character of the landscape.  By taking a phased 
approach to construction, the Township will be able to keep the project moving forward versus delaying 
construction until funds are available to construct the entire project at one time.   
 
2.6 PEDESTRIANS/BICYCLISTS 
 
Lansing Township has expressed a specific interest in making the project area more pedestrian and 
bicycle friendly and connecting the east and west sides of the freeway for non-motorized traffic.  
Therefore, non-motorized design features were incorporated into the design of the roundabout interchange 
concept.  As part of the enhancement grant Lansing Township hopes to receive, ten-foot wide multi-use 
paths would be constructed throughout the project area except for along Preyde Boulevard, Kerry Street, 
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and Lake Lansing Road west of Preyde Boulevard/Kerry Street which will have five foot sidewalks.  
Paths would be constructed along both sides of Lake Lansing Road and extending onto Preyde Boulevard 
and Kerry Street and connecting with existing facilities on the east side of the freeway (Figure 2).  MDOT 
will be doing a bridge deck overlay on Lake Lansing Road over US-127 in 2009.  As part of this regular 
maintenance, non-motorized facilities (ten-foot wide paths on both sides of the road) may be constructed 
on the bridge.   
 
It is recommended that bicycles should not circulate within a roundabout.  Instead, they should use 
pedestrian crossings at the roundabouts.  As long as bicyclists avoid circulating inside the roundabouts, 
they would be safely accommodated by this alternative.   
 
Modern roundabout intersections accommodate pedestrians more safely than traffic signals.  However, it 
should be noted that in parts of the U.S., some visually impaired pedestrians have stated that they are 
concerned about their ability to safely cross at modern roundabout intersections with heavy traffic 
volumes and relatively slow speeds.  Therefore, some blind pedestrians may have difficulties crossing 
independently at modern roundabout intersections.  Both the opening day geometry and the ultimate 
geometry of all roundabouts in the project area were designed in accordance with current Americans with 
Disabilities Act (ADA) standards.  Also, considering the current interchange configuration which includes 
high speed free flow ramps in all four quadrants, the roundabout option would be a considerable 
improvement for all pedestrians.   
 
2.7 CONSTRUCTION IMPACTS 
  
Part-width construction would allow at least one lane of travel in each direction during construction.  
Construction would still cause notable delays and congestion, and access to businesses would be impacted 
during this time.  Construction could start as early as 2007 and would take approximately six to twelve 
months. 
 
2.8 RIGHT-OF-WAY IMPACTS 
 
The roundabout concept would require the purchase of approximately 35,000 square feet (0.8 acres) of 
additional ROW.  Attempts were made during the concept development to minimize ROW impacts to the 
greatest extent possible without compromising the operation or safety of the roundabout.  One business 
relocation would be required for the construction of the roundabout interchange concept.  This is the gas 
station in the southeast quadrant of the Preyde Boulevard/Kerry Street intersection with Lake Lansing 
Road.  Additionally, about four to six parking spaces would be impacted at the bank in the northwest 
quadrant of this intersection, but these would likely be replaced on site.  The proposed improvements 
would not affect the overall use or viability of parcels where ROW acquisition is being proposed.  The 
roundabout concept also creates the potential for 467, 000 square feet (10.7 acres) of excess ROW in the 
northwest (Lansing Township) and southeast (City of East Lansing) quadrants of the interchange that 
could potentially available for development (Figure 2).  Further coordination with MDOT will be required 
to determine if these parcels could be declared excess ROW under their policy. 
 
2.9 ENVIRONMENTAL IMPACTS 
 
As an added benefit, the proposed modern roundabout would help to improve the air quality in and 
around the project area.  Reductions in the number of idling vehicles would result in reductions in the 
amount of fuel consumption and automobile emissions in the project area.  Added non-motorized 
facilities would encourage pedestrian/bicycle travel from nearby areas also cutting automobile emissions.  
The proposed concept would not impact any regulated wetlands, as there are not any in the project area. 
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SECTION 3 - CONCLUSION 
 
 
The roundabout interchange concept will provide very good traffic operations (LOS A) on opening day at 
all three project area intersections.  There is also a sufficient amount of additional capacity to allow traffic 
volumes to grow significantly before any of the intersections would be considered failing.  The 
roundabout interchange concept provides environmental benefits not realized by previous options and the 
cost of construction is relatively low when compared to other intersection improvements previously 
studied.  Roundabouts are also the safest type of at-grade intersection in the world with statistically 
significant reductions in the number and severity of crashes when compared to signalized intersections 
and stop-controlled intersections (IIHS, 2000).  As part of the roundabout interchange concept, aesthetic 
features such as landscaping and non-motorized facilities would be constructed and potentially partially 
funded with an enhancement grant.  Proposed non-motorized facilities are shown in Figure 2 and Figure 
3. 
 
It is recommended that these improvements not be constructed unless and until the City of East Lansing 
also constructs improvements at the Lake Lansing Road/Coolidge Road intersection.  If improvements 
were constructed at the interchange without changes to the Lake Lansing Road/Coolidge Road 
intersection, it is highly probable that the Lake Lansing Road/Coolidge Road intersection will queue back 
into the interchange area and gridlock the roundabouts. 

  
 



 
 
 

SECTION 4 – DESIGN AND CONSTRUCTION PROCESS 
 
 
The following outlines an approximate timeline from the original conception of the modern roundabout 
concept (i.e., this study) to the completion of construction.  The timeline outlined below and the 
associated steps are a general estimate and only represent a general overview of the design and 
construction process.  Unforeseen circumstances could delay or speed up the process.   
 

1. Approval of the general concept by MDOT and the Ingham County Road Commission (ICRC).  
This should take approximately three months. 

 
2. Identify and secure funding sources and preparation of the construction plans.  This could be done 

concurrently with approval of the general concept and should take approximately six to eight 
months. 

 
3. Acquire necessary ROW.  This could be completed approximately four to six months after the 

identification of funding sources and preparation of construction plans. 
 

4. Bidding and contractor selection.  This could be completed approximately two to four months 
beyond ROW acquisition. 

 
5. Construction of the modern roundabout concept.  This could be completed approximately six to 

twelve months after final contractor selection. 
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