sSummary

The purpose of the M-15 Environmental Assessment isto: (1) evaluate conditions surrounding the M-15
corridor between 1-75 and 1-69; (2) develop and evaluate improvement alternatives; (3) narrow those to
practical, then feasible alternatives, and finally a recommended alternative; and, (4) gain environmental
approval from FHWA on the recommended alternative so that it can advance to the design phase. Corridor
aternativeswill be evaluated using objective criteria(including cost) in consideration of legal and regul atory
requirements. Thiswill be acooperative process, affording early and continuing involvement of the general
public, elected officials, public agencies and regulatory bodies, private providers of transportation, and
other stakeholders in Oakland and Genesee Counties.

The study areais bounded by I-75 on the south, 1-69 on the north and a band generally one mile wide to the
east and west of M-15. The study area boundaries may be reasonably expanded from these minimums as a
result of the public involvement process.

The alternatives to be examined at the outset of this project are summarized next.

Do-Nothing Alternative

A “do nothing” or “no build” alternative will be considered throughout the course of the environmental
analysis. Making no improvements to M-15, beyond the current repaving now underway, will remain an
option through the public hearing stage of the project.

Mass Transit Alternative

Mass transit must be considered in al federally-funded projects that address substantial improvements to
thetransportation network. Inthiscase, masstransit hasbeen considered from the standpoint of the maximum
potential diversion from personal vehicles that might be achieved. Thiswas done by examining the mode
split (the percentage of people using transit versus personal auto transportation) in similar areas. This
examination led to a conclusion that even under the most favorable conditions, it is unlikely that more than
5 percent of the travel on M-15 could ever be diverted from the auto. Preliminary travel demand estimates
indicate aneed for four lanesintheyear 2025. A 5 percent diversion would not affect thislaneage requirement.
Therefore, the non-auto aternative is not considered a viable option to addressing the travel demand issues
of the corridor and will not be the focus of additional analysis.
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Low Cost Improvements/TSM - Alternative No. 1

Low-cost improvements need to be considered as an aternative to widening the roadway for its entire 20-
mile length. Low-cost improvements include transportation systems management (TSM) techniques that
are designed to maximize the use of the existing transportation system. A number of options are proposed
under this umbrella of low cost improvements and each is discussed below. Some of these items may be
incorporated with other alternatives. Together they comprise Alternative No. 1 (Figure S-1).

Pave Gravel Roads

Many of the roads in Oakland and Genesee Counties are gravel. They generaly serve low traffic volumes
at low speeds. Paving these roads would substantially increase their capacity and their usefulness. In this
role, they would provide relief to M-15.

Upgrade Intersections

Intersections invariably involve interaction of crossing/turning vehicles. These movements are controlled
by stop signs or signals that bring traffic to a halt. Conflicts can be reduced by removing turning vehicles
fromthethrough travel lanes. Thismeansadding left-turn and right-turn lanes on the near sides of intersections
and return tapers on the far sides to alow vehicles turning from side roads to enter the traffic stream more
smoothly.

Oakland County has aggressively pursued the implementation of a FAST-TRAC (Faster And Safer Travel
through Traffic Routing and Advanced Controls) system. It includes optical sensors that count traffic at
each approach of the intersection through each signa cycle. The system reallocates green time to the
approaches that have the highest counts. This effectively adjusts the green time available to match the
travel demand from the heaviest approach in adynamicway. Theresultisimproved travel flow and asignal
that ismoreresponsiveto the varieties of travel demand over time. The FAST-TRAC systemisparticularly
effective where signals areisolated from one another. Where intersections are close together the benefits of
FAST-TRAC are lesser and the benefits of signal coordination (linking signals) are greater.

Roundabouts

Roundabouts are an innovative solution in Americathat allow the continuous flow of traffic at intersecting
roads. Threekey features of modern roundaboutsthat set them apart from earlier traffic circle configurations
are: 1) approaching traffic entersthe traffic circle at an angle; 2) entriesto the circle flare to multiple lanes;
and, 3) traffic on the approaches aways yields to traffic within the circle. Roundabouts have had success
in Europein reducing the severity of accidents aswell as certain accident types, while maintaining a steady
traffic flow. Under the appropriate circumstances, where right-of-way is available at an intersection,
roundabouts may prove to be a potential solution in the M-15 corridor.
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Incident Management

I ncident management means increasing response rates to incidents (accidents, spills, fires, and the like) and
moving vehicles out of thetraffic stream as quickly aspossible. The primary focus of incident management
isin freeway situations, but the principle applies to other roadways. Incident management will be carried
through the environmental document. And, while it does not increase capacity from the standpoint of base
infrastructure, it is a means of making the best use of the capacity that exists.

Access Management

In recent years, the Michigan Department of Transportation has developed guidance with respect to access
management and driveway control. The goal is to reduce friction on the mainline roadway and minimize
conflictsthat lead to accidents and delay. Access management involves observing recommended driveway
spacings based on roadway speeds; encouraging shared driveways by adjacent owners; providing access
from side streets; providing, in some cases, frontage roads or service drives; and, seeking other innovative
ways to minimize direct conflict with through traffic. Access management will be an important component
of any improvements made in the M-15 corridor.

Telecommuting/Demand Management

It is evident that under the right circumstances, individuals are no longer commuting to work on a daily
basis, but are instead working at home via electronic means. Interestingly, analysis of this trend finds that
travel reduction is not as great as one might expect. In fact, the need for individualsto be in the workplace
on aregular basis seemsto counterbal ance the advantages gained by telecommuting such that travel, overal,
is not reduced significantly. This pattern could change in the future but at the present time, telecommuting
is not seen as a panacea in terms of the need for additional roadway capacity.

Demand management is a partner to telecommuting in the sense that it is an attempt to reduce travel.
Demand management generally takes the form of actions by large employers, which may set up ridesharing
programs, provide four-day workweeks, or allow travel during off-peak times to reduce the peaking
characteristics associated with work travel.

In the end, neither telecommuting nor demand management is expected to influence travel forecast in the
M-15 corridor in such away that the laneage needs evidenced by travel projections are reduced.

New Alignments - Alternative No. 2

Severa roads on new alignment will be considered to provide relief to M-15 and to provide better truck
movement in the corridor.

Thefirst alignment would use existing roads to connect M-15 north of Goodrich to the Dixie Highway/I-75
area just south of the Oakland/Genesee county line (Figure S-2). From north of Goodrich, this alignment
would follow Perry Road west to the community of Atlas, then south via Gale Road to Groveland Road.
Groveland Road would carry traffic west to Dixie Highway and the nearby interchange with I-75.
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An alternative to this use of existing roads would be to follow a diagonal alignment from the general
vicinity of Perry Road and M-15 south and west, cross-country, to Dixie Highway at itsinterchange with |-
75.

Finally, two new bypasses are considered as options: one on the east side of Goodrich and the second onthe
east side of Huff Lake and Lake Louise.

M-15 Reconstruction - Alternative No. 3

A number of roadway types have been examined to improve M-15. And while several are not considered
feasible, others are offered as viable Illustrative Alternatives. Each of these is discussed below.

Super-2

A Super 2 highway is aconcept wherein additional passing opportunities are available to the motorist. The
example of a typical section for a Super 2 is two 12-foot (3.6-m) lanes with full 10-foot (3.4-m) paved
shoulders on either side. This allows slower-moving vehicles to move to the right to allow others to pass.
Travel demand indicatesthe need for four lanesthrough the corridor. Asaconsequence, the Super-2 type of
roadway is not considered a viable option for M-15 reconstruction.

Four-lane Road

Four lanes can servethrough travel adequately; however, in many locations, dueto the numbersof driveways,
left turnsare common. Four lanes simply do not have the capacity when turning movements are considered.
The left-turn movement blocks the through-travel lane. The number of driveways all along M-15 suggests
that having a continuous left-turn lane (i.e., afifth lane) is a more desirable configuration.

Three-lane Road

Three-laneroadsare designed to provide one Figure s-3
lane of travel in each direction unobstructed
by left turns, which occur from a center turn
lane. Travel demand hasindicated the need
for at least afour-lane section with two lanes
in each direction for through travel.
Therefore, the three-lane alternative is not
considered aviable aternative.

Five-Lane Road in Urban Area

Five-lane Roadway

A five-lane roadway can be constructed in
either an urban or rural cross-section type
(Figure S-3). Thedifferenceisdrainage and
sometimesamenitiesintheform of sidewalks
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or walkways/bicycle paths. The five-lane urban section is compact, with curb-and-gutter drainage, and
requires a minimum of right-of-way. Where more right-of-way is available, the rural section allows for
sidedope drainage to a ditch. In either case, the outside lane can be widened to alow for bicycle travel
concurrent with vehicular travel ontheroadway. Thefive-lane section would be augmented at intersections
by exclusive |eft-turn and right-turn lanes. Inaddition, on the far sides of intersections, there may be ataper
lane that allows right-turning vehicles from the cross road to return smoothly to the two-lane traffic flow.
Travel demand projections at this point do not indicate any locations where more than five lanes would be
required.

Narrow Boulevard _ Figure S-4
Boulevard Showing Managed Access

A narrow boulevard provides a more
aesthetic treatment than an “all concrete”
five lane road for managing two through
lanes of travel in each direction (Figure
S-4). The median acts as a separator
between the two travel directions,
improving safety. Narrow boulevardsare
less favored in terms of geometrics
because the narrower median offers a
greater challenge for providing U-turn
movements. The U-turnsare necessitated
because many cross streets and driveways
will not have median openings. For many
adjacent land uses, there will be only
“right turns in” and “right turns out” of
the property. Left turns would be
accomplished by a right turn from the
crossstreet/driveway into traffic flow and
then asubsequent U-turn. The U-turncan
only occur where the median is of adequate width. In the M-15 corridor a narrow boulevard is an option,
with adequate U-turn movements provided for at selected locations. Thisalternative will likely have fewer
impacts because it is limited in its right-of-way requirements.

Wide Boulevard

A wide boulevard provides a full-width median to allow storage of large vehicles and U-turn capabilities
along the entire road.

One-way Pair

Consideration is being given to formation of a one-way pair in the Village of Goodrich (Figure S-5). The
existing roadway would serve as the southbound element of the one-way pair. The northbound element of
the pair would take of f from the existing curve in M-15 south of Goodrich (at the point where M-15 transitions
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from a northwest-southeast orientation to a north-south orientation). The northbound road would proceed
across Kearsley Creek, then north to the east of Putnam and to the west of the new subdivision whose
principal roads are Rose Lane and Fox Hollow. It would cross East Hegel and transition back to M-15 south
of the Bank One property. The new roadway would pass through a vacant area that has been proposed for
a senior center, presumably associated with Goodrich United Methodist Church, which fronts onto M-15
just south of East Hegel. Advantages to such an approach may be fewer takings of structures along M-15
and reinstitution of on-street parking on the southbound leg of M-15 as it passes through the commercial
district of Goodrich.

Evaluation Process

For the first-level screening of aternatives, the preliminary list of evaluation factorsis shown here:

. Displacement of People

. Effects on Historic Properties
. Effects on Waterways

. Effects on Farmland

. Effects on Wetlands

. Community Cohesion

. Engineering Difficulty

. Traffic Flow

Land use data are available from the Michigan Department of Natural Resources through their MIRIS
system, which isdesigned to map Michigan’ snatural resources. Datafrom that system have been aggregated
into categories such as residential development, industry, commercial/office locations, ingtitutions, parks,
wetlands, farmland, quarriesand landfills, woodlands, and utility corridors. Thisinformationwill becombined
with information from Oakland County Planning available in ARCVIEW and information gathered in the
field.

In addition to the GIS-based information discussed above, the consultant has addressed project need by
using travel simulation computer model to assign existing traffic to a network of major roads in the area,
including afacility to represent the proposed M-15.

Public Involvement

The public involvement effort will drive the project. An e-mail system is available for comments. The
project web siteis: www.mdot.state.mi.usm15. Scroll to the bottom of the page. Click on the box called
“Email UsY our Comments’ and follow theinstructions you see. Theweb sitewill be regularly updated to
keep citizens posted on meetings and project progress. A project telephone “hotline” (1.800.900.2649) is
also available for messages.

M-15 Environmental Assessment - S - 9



For each round of public meetings, media releases will be prepared to stimulate attendance, and graphics
and handouts will be prepared to convey information and encourage discussion and promote comments. A
“diary” of hotline calls, emails and public meeting notes will be compiled. A database mailing list will be
continuously updated. Updateswill be based onincoming hotlinecalls, e-mail and signupsat public mestings.

Four rounds of public meetings are proposed prior to the public hearing, with one wrap-up meeting to
follow for atotal of six rounds of public involvement. During the August meetings, the public will be asked
to review these Illustrative Alternatives and propose modifications/additions asthey seefit. The public will
also be encouraged to rank the evaluation factors. They will also be asked for their input regarding other
factors they deem important for use in later phases of the analysis.
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