This is ConnDOTs first cautious draft, & in view of the shifts in New England
& US sentiment toward highway safety, ped/bike & envitonmental concetns, a
thoughtful revision of this should become availavle in the next 12 months!

(N.E.A.R. 5/07)
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Use of Roundabouts:

In preparing this paper, information was gathered from the FHWA publication "Roundabouts: An
Informational Guide," NCHRP Synthesis 264 "Modern Roundabout Practice in the United States,"
NY DOT's "Roundabouts Interim Requirements and Guidance" and from information gathered at a
seminar given by the FHWA entitled "Roundabout Design Workshop."

When determining the use of a roundabout, the following items need to be considered:

1) Single lane urban or rural roundabouts should be the only type considered when first installing
roundabouts in an area. It is recommended that no multi-lane roundabouts be considered until after
motorists become familiar with the operation of single lane roundabouts.

2) Peak hour volumes of 1800-2000 vph (total entering volume) are the maximum that single lane
roundabouts can handle.

3) Capacity analysis using design year volumes should be done for each leg. If the V/C ratio is
greater than 0.85 on any approach then it will essentially operate as a stop controlled intersection and
a roundabout is not recommended.

4) Queuing analysis should be performed comparing what is expected for a roundabout versus a
signalized intersection using design year volumes.

5) The signal warrants should be provided. Those locations, which just meet or nearly meet the
warrants, should be given consideration for roundabout installation. Intersections that are, or
proposed to be, all-way stop controlled may also be good candidate locations for a roundabout.

6) Right-of-way impacts need to be assessed. While roundabouts usually require less R.O.W. on the
approaches to the intersection, additional R.O.W. impacts may be required at the corners of the
intersection.

7) A cost comparison of the use of a roundabout and more traditional engineering options needs to

be provided.

8) The grades on the approaches to a roundabout should ideally be no greater than 4 percent. Grades
greater than 4 percent may limit visibility and also make it difficult for large vehicles to maneuver
around the roundabout.

9) Adequate sight lines must be provided before considering the use of a roundabout. These sight
lines shall include the visibility of the motorist in the roundabout, the motorist entering the
roundabout, and the visibility to and from the pedestrians.

10) The accident history of the location being considered for a roundabout must be reviewed. The
types of accidents the frequency of which may be reduced by the introduction of a roundabout
include head-on left-turning accidents and angle accidents.

11) The functional classification of all intersecting roadways needs to be considered. The roundabout
gives each approach equal weight for assigning right of way. Therefore, consideration must be given
to delay added to the arterial roadway.

12) Balanced flow on the approach legs will provide better operation of the roundabout. If the
arterial volume represents over 80 percent of the total entering volume, excessive delay could result.

13) A high percentage of left-turning vehicles on the arterial generally make a roundabout more
advantageous than a conventional intersection.

14) Roundabouts should not be installed when located in a signal system. The roundabout will break
up the platoons of traffic.
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15) A bottleneck downstream, such as a drawbridge, a railroad at-grade crossing or an over-saturated
intersection may preclude consideration of a roundabout since traffic may back up into the
roundabout.

16) Pedestrian activity needs to be considered (low/average/high). Visually impaired pedestrians
have difficulty negotiating the crossings of roundabouts and are opposed to their use. High
pedestrian activity may cause the roundabout to breakdown as yielding traffic can back up into the
roundabout.

17) Truck volume needs to be considered (low/average/high). Trucks have more difficulty
maneuvering through roundabouts. Frequently truck aprons are installed to help mitigate this
situation. However, high truck volumes may cause the roundabout to break down.

18) Bicycles need to be considered. Bicycle accidents are typically increased with a roundabout. If
a bike route or high volumes of bicycles are present, a roundabout may not be the best option.

19) Illumination is essential to light up the inner circle and the pedestrian crossings. If illumination
is not acceptable to the stakeholders, the use of a roundabout is not recommended.

20) An intersection with an unusual number of legs or where the major move makes a 90-degree
turn maybe better served with a roundabout.

21) Roundabouts should not be used solely for traffic calming. They can be used in conjunction with
other traffic calming strategies. On a median divided road to facilitate u-turns or as a transition from
a commercial to a residential area, a roundabout could be considered.
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