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The town​ship's location is one which is prime for contin​ued growth.  Located in Middlesex County, in the center of the state, the town​ship's populace has easy access to New York, Newark, Philadelphia and the sur​rounding cities of Trenton, Princeton and New Bruns​wick.  Existing transporta​tion sys​tems are being taxed as more people are drawn to this desirable local area.  Transportation is much more than a mat​ter of conve​nience; it is an inte​gral part of our growing communi​ty.



As with most suburban locales, Plainsboro's prima​ry means of trans​portation is the private automo​bile via the area's roadway network.  This plan recognizes the local population's preference for auto transportation, while promoting alternate modes such as bicycle, pedes​trian, and rail trans​portation.



The majority of residents in Plainsboro utilize the northeast corridor's major roadway system, including Route 1, Route 130 and the NJ Turnpike.  They are major links to surrounding communi​ties, and provides access to residential, industrial, and commercial areas.



Two principal arterial roads within the township that convey traf​fic to the north​east corridor are Plainsboro Road and Scudders Mill Road.  These roads have the highest traffic vol​umes on a daily basis.  The highest hour usually falls within the 7:00 a.m. to 6:00 p.m. time frame.  As Plainsboro grows, the arteri​al roads become more congested.  Congested roads lead to safety concerns, problem areas such as accident locations, a general deterioration of the entire road​way system, and short cutting through residential neigh​borhoods.



Plainsboro's Circulation Plan Element provides for a net​work of local, inter-municipal, and re​gional road​ways which meet the town​ship's transportation needs, based on the existing Land Use Plan.  Over the past decade the township has seen the completion of Scudders Mill Road, College Road East, and the Route 1/College Road grade separa​tion, in addition to local​ized roadway widening pro​jects, installation of traffic signals and intersection improve​ments.



A 1986 traffic report prepared by RPPW, Inc., based upon then cur​rent land use policies, out​lined the need for a series of roadway and inter​section improvements.  Then in 1990, an Orth-Rodgers traffic study was com​pleted which analyzed the roadway network in and around the Princeton-Forrestal Center.  Both of these studies are an integral part of this Master Plan by reference, and the relevant roadway im​provements identified in them are included here​in.



Roadway infrastructure planning is anchored by existing studies, primarily the township's 1986 Traffic Report prepared by RPPW, Inc. and the 1990 Orth-Rodgers report prepared as part of the For​restal Center-Plainsboro Township-Middlesex County Transportation Task Force.  It is anticipated that this Task Force will have a role in developing methods to implement the improvements detailed in the Orth-Rodgers report.



A second fundamental component of circulation planning is Transporta​tion Demand Management which focuses on making a more efficient use of the roadway infrastruc​ture by increasing vehicle occupancy rates and reducing peak period traffic.



The township's circulation planning in roadway infrastructure, demand manage​ment, pedestrian, bicycle and rail circulation is detailed herein.  Nearby air​ports and heliports are also identi​fied. 
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1.
Introduction and Overview



The vehicular circulation plan for Plainsboro Township con​siders local and regional needs.  Existing roadways are pro​posed to be widened and upgraded, and new roadway linkages are shown to be achieved through subdivision and site plan re​view.  It should be emphasized that the vehicu​lar circu​lation plan is not intended to reflect exact road​way alignments, rather the principles to achieve the township circu​lation network.  During sub​se​quent implemen​tation, further detailed analysis will be necessary to select exact roadway align​ments and engineer precise intersection improve​ments for various projects to be undertak​en.  The following are methods in which the trans​portation goals and policies are to be achieved:




a.
Require reverse frontage lots for all pro​posed roadways that are to carry substantial through movements.




b.
Improve key intersections which currently operate at or are pro​jected to operate at "D" level of service or exhibit haz​ard​ous safety conditions.




c.
Develop a mechanism to seek pri​vate cash or in-kind contributions for a pro-rata share of traf​fic improve​ments.




d.
Encourage local bus service and ride ​sharing, van-pool​ing, and staggered work hours to reduce depen​dence on the pri​vate auto​mobile.




e.
Coordinate roadway improvements with bicycle and pe​destrian routes while complementing private and public open space systems.




f.
Develop a Route 1 parallel service road​way network to better utilize existing roadway infrastructure and tie together existing and emerging development pat​terns.



2.
Functional Classification/Infrastructure Improve​ments



In a properly conceived circulation system, each road​way is designed in accor​dance with its func​tion; that is, the ser​vice that it will be expect​ed to per​form.  Generally, the road system in the township can be classified into six (6) func​tional categories:  princi​pal arterials (expressway), arter​ials (major and minor), collectors (major, minor and scenic), rural roads, and local streets.




In principle, the classification system is graded in nature.  The major road classifica​tion carries regional or through traffic to the next level roadway, distrib​uting regional traffic to an arte​rial system, which in turn distributes traffic to the next level of roadway, the neighborhood col​lector system, which in turn dis​tributes traffic to a local street giving individual property ac​cess.




In practical application, it may not be pos​sible in all in​stances to achieve such a circulation principle; however, a close ap​proximation is pos​sible in Plains​boro.




The primary corridors expected to experience the high​est traffic volumes and greatest number of problem movements are Route 1 and Scudders Mill Road.  The widening of Route 1 to six lanes, pro​vision of addi​tional grade separations and other access restrictions will help maintain through traffic flows along Route 1. These actions are considered important not only to the Forrestal Center area but to the entire Route 1 corri​dor.  Scudders Mill Road has a similar impor​tance, al​though on a smaller scale.  It serves as a major arterial for the Forrestal Center, and through its connections with Dey Road and Plainsboro Road, it provides access to the Turnpike, Route 130 and to southern Middlesex County.




The guiding premise in developing the town​ship's im​provements recom​menda​tions was to maximize fu​ture operating conditions at ex​isting inter​sec​tions wherever practical and permitted by adjoin​ing land uses.  Sup​ple​menting these actions are sugges​tions to realign roadways and add new links or sever existing connec​tions to provide traffic with more direct routes and thereby avoid sensi​tive areas where the present charac​ter of the roadway and adjacent development merit pres​erva​tion.




One of the significant improvements for the circu​lation system is the proposed connector road which will parallel Route 1 between Plainsboro Road and College Road.  While proposed to tie-in with Col​lege Road East through the Robert Wood Johnson Foundation site driveway, an alter​native of ex​tending the connector road to Research Way and the realign​ment of Research Way to Perrine Road is a potential alternate with environmental constraints. 




Different issues sur​round each alignment.  The Research Way alignment would provide more direct access to the proposed Perrine Road/Route 92 in​ter​change.  However, this alignment would impact Forrestal Center's open space plan, impact wet​lands, and bring a major roadway in prox​imity to the Princeton Plasma Physics Labo​rato​ries.  The alignment through the Robert Wood Johnson (RWJ) Foundation creates a more direct access to Route 1 and has few environ​mental con​straints.  The RWJ Founda​tion has, however, objected to the align​ment.




A secondary connection (right-in and right-out) at Route 1 south of College Road and a possible con​nection to the RWJ Foundation site are also de​picted on the Circulation Plan Map to compliment the pro​posed connector road.  The former link, which is an existing access, will supple​ment Sayre Drive for ac​cess to the parcels along the connec​tor road.




The projected traffic flows along Scudders Mill Road suggest that it can continue to operate as a bypass to Plainsboro Road in the short term.  However, to accommodate build-out traffic needs, Plainsboro Road needs to be considered as an im​portant alternate roadway link to the southern portions of the town​ship.  This is in terms of traffic to and from Route 1, as well as traffic to and from the east.  Cou​pled with this recogni​tion of continued Plainsboro Road usage, addi​tional improve​ments at the Schalks Crossing Road inter​section are incor​po​rated into this plan.  The need for improve​ments along Plains​boro Road is a result of development build-​out and will re​quire monitor​ing and further in-depth re​view since Scudders Mill Road can maintain acceptable operating condi​tions for the fore​seeable future.  Since Plains​boro Road is also uti​lized as a main access corri​dor or route to the Town Center shopping center, municipal complex, and the village, this plan dis​courages through-traffic movements on local resi​dential streets like Parkway Avenue and Prospect Streets which tie directly into Plainsboro Road.




The suggestions for Mapleton Road represent an example of where little or no improvement of the existing roadway is a preferred ac​tion.  In this corridor, a new connection to College Road West is proposed for the northern portion, while the south​ern portion will be isolated by the dele​tion of the Scudders Mill Road extension.  The deletion of the Scudders Mill extension is part of NJ DOT's desire to reduce the cost and impact of the Scud​ders Mill Road grade separa​tion at Route 1.  The effect of deleting this exten​sion would be a reas​sign​ment of traffic to College Road which needs to be considered in subsequent traffic studies.  These various steps would reduce the traffic on Mapleton Road, Seminary Drive and the west ap​proach (Mapleton Road) at the Plainsboro Road and Route 1 intersection, and would effectively con​vert them into local access streets.




A new connecting link on the west side of Route 1, extending from north of Ridge Road through the Prince​ton Nurseries site and into College Road West, would not only serve as access to this area, but would also tie Inde​pendence Way and the Belle​meade development into the area roadway system.  A similar connection of Independence Way to Ridge Road on the east side of Route 1 is also suggested as a way of improving access and completing a replacement for Ridge Road once the Route 92 im​prove​ments are completed.




Plainsboro's Circulation Plan Element provides for a local and regional highway network which meets the town​ship's transportation needs based on the Land Use Plan.  It is com​prised of a variety of road types from arterials such as Route 1, to local streets such as Parker Road in the U.S. Homes development, to princi​pal regional arterials such as Scudders Mill Road.




Described below are the various road improve​ment proposals illustrated on the Circulation Plan map, listed according to their function​al roadway clas​sifications.  They have been advanced in recogni​tion of future traffic volumes poten​tially possi​ble from the various land use propos​als contained in this Master Plan.  Also noted are suggested ultimate rights-of-way for the roadways.  Present​ed below is a summary of the improvement recom​men​dations, which lists the improvements suggested for each intersection or roadway seg​ment within the township.  A schematic depiction of potential alignments for new roadway connections is present​ed on the Cir​culation Plan map.  These improvement recom​mendations are intended to sup​plement exist​ing roadways or intersections, and to provide alternate routes for local traffic flows.




a.
Principal Arterials




Proposed State Route 92 and existing Route 1 are in this category.  Route 92 will be a limited access, 6-lane roadway with a 300 foot typi​cal right-of-way which will ulti​mately con​nect Route 206 in Montgomery Town​ship with Route 32 and the NJ Turn​pike in South Bruns​wick Township.  Route 1, which presently contains 4 moving lanes with a concrete medi​an traffic divider, experi​ences a traffic level of service "D" for short periods during the evening rush hours.  With the anticipat​ed increase in volumes due to the addi​tional development which is now oc​cur​ring along Route 1 between Trenton and New Brunswick, as well as the ever in​creasing volume of regional traf​fic, the capacity of Route 1 will have to be ex​pand​ed or some alternative regional highway will need to be provided if the service pro​vided by this key regional link is to remain accept​able.





The Route 92 improvement project has a long history.  As recently as 1986, a draft EIS was prepared by NJDOT.  Since 1986, the DOT has been revising the EIS to reflect the outcome of the public hearing process.  Basi​cally, a northerly rather than a south​erly aligned S-92 has been supported by the DOT and the town​ship.





Currently, the DOT is preparing a final EIS.  In addi​tion, the DOT is seeking Federal High​way Administration concur​rence to separate S-92 into two design projects.  One project consists of im​prove​ments from Route 206 to Route 1 (not including the interchange).  The other project consists of the portion of S-92 from the Route 1 interchange to Route 130.  The Hightstown bypass pro​ject has already been separated from the S-92 project.  The reason for the split​ting of S-92 into two projects is to allow the project schedule of S-92 from Route 1 to Route 130 to proceed without being delayed by the antic​ipated envi​ronmental concerns associ​ated with that portion of S-92 from Route 206 to Route 1.  There are ongoing discussions between the NJ DOT and municipali​ties affected by the S-92 alignment between Route 206 and Route 1 to evaluate alter​nate design strategies focusing on alignment, right-of-way, and number of travel lanes.





The final EIS is being delayed until wetland determina​tions are made related to portions of S-92 from Route 1 to Route 130.  The wet​lands determination will not be completed until late 1991.  While the current proposed alignment may be slightly altered by the wetlands de​ter​mina​tion, the DOT has no plans to shift the design to the south.  The DOT has stated that the precise location of the Perrine Road interchange will be final​ized dur​ing the design phase of the project, which will not begin until the EIS is finalized.





The estimated cost of the S-92 project from Route 206 to Route 130 is about $80 million.  Presently, the DOT has not secured funding for the design or con​struction phases of this project.





The typical right-of-way for Route 1 in Plainsboro is 150 feet, although the DOT is seeking up to 170 feet in certain instances on its future improvement plans for the road​way.  Key proposals for Route 1 are as fol​lows:





(1)
Scudders Mill Road and Route 1





·
Eliminate the traffic signal and jug-handle and pro​vide a grade sepa​ration at Route 1.






·
Construct a two-lane connector road be​tween Scudders Mill Road and Plainsboro Road, located approxi​mately ½ mile east of Route 1.






·
Provide three through lanes in each direc​tion along Scudders Mill Road between Route 1 and the pro​posed connector road.






·
Realign approximately 2,000 feet of Scudders Mill Road.






·
Eliminate the Plainsboro Road traf​fic sig​nal; ex​tend the concrete barrier; and limit Plainsboro Road access to right-in and out only.





(2)
Route 1





·
Provide three through lanes in each direc​tion from Plainsboro Road to north of Sayre Drive and four lanes in each direc​tion from Plainsboro Road south into West Windsor Town​ship. 





(3)
Sayre Drive and Route 1





·
Re-design and upgrade Route 1 ramps.  





Route 1 is projected to contain six moving lanes with a median traffic di​vider.  Poten​tial for a long-term future fourth travel lane in selected loca​tions, pend​ing comple​tion of NJDOT de​sign and environmental studies, war​rants contin​uing review of the Route 1 im​provement program by the Town​ship.





The Route 1/Scudders Mill Road inter​change project is part of the DOT pro​ject encompass​ing specific Route 1 im​provements from Route 295 to Scudders Mill Road.  In the early 1980's, the DOT recognized a need to make certain im​provements to Route 1.  This need was then translated into the DOT Route 1 improvement program.  Once funding be​came available for this project, the DOT initiated an environmental assessment report.  The DOT sponsored report as​sessed the anticipated environmen​tal impacts that the improvements would have on communities directly affect​ed by all of the Route 1 improvements.  It should be noted that the assessment involved the area between Route 295 to just north of Sayre Drive.  





Under the current DOT project schedule, it is estimated that construc​tion in Plainsboro would begin in the fall of 1994 and is ex​pected to take 18 months to complete.  Route 1 traffic would experience some delays dur​ing construction, but two lanes would be main​tained in each direction throughout the con​struction pro​cess.  The project could be de​layed if the present design changes.  





The DOT estimates the cost of the Route 1/ Scudders Mill road inter​change to be approxi​mately $17 million (not including right-of-way and engineering costs).  Funds have been reserved for these improvements, but are subject to annual appropriations by the state.  Township com​ments concerning the proposed Route 1 improvements can be found in Appendix 6.




b.
Major Arterials




Plainsboro's existing major arterials are Scudders Mill Road, Dey 





Road, and Plainsboro Road between Cedar Creek and Scudders Mill Road.  These roads, with a minimum 100 foot right-of-way, will continue to serve as the major circula​tion spine re​ceiving traffic from minor arterials and carrying it to Route 1.





They will generally have a total of four moving lanes with un​paved shoul​ders; a land​scaped median divid​er is provid​ed on Scudders Mill Road between Dey Road and Route 1; and storage for turning move​ments at key inter​sections is required.  Proposed major arteri​als in the PMUD zone would all have 20 foot wide land​scaped center medians.  Key major arte​rial proposals are as follows:





(1)
Scudders Mill Road and Schalks Crossing Road





·
Construct far-side jug-handle for westbound to south​bound movements (including third lane to serve jug-han​dle traf​fic).






·
Ban eastbound to northbound left turns.  These move​ments can be accommodated at the intersec​tion of Scudders Mill Road and College Road East.






·
Add two additional lanes on each approach of Schalks Cros​sing Road (providing dual left-turn lanes, a through traffic lane, and a shared through/right-turn lane on both approaches).






·
Evaluate the need for a jug-handle in the southeast​ern portion of the intersection on Block 6.16 Lot 24.01.






·
Provide an exclusive right-turn lane from Schalks Cross​ing Road onto Scudders Mill Road.






·
Provide three through lanes on the eastbound ap​proach.






·
Provide dual left turn lane for northbound Schalks Cross​ing Road.






·
Anticipate westbound traffic diver​sions to Plains​boro Road.





(2)
Scudders Mill Road and Campus Drive/Plainsboro Road "Link"





·
Provide right-turn and left-turn lanes along Scudders Mill Road (both approaches).






·
Provide a separate left, a shared left-through, and a sepa​rate right-turn lane for the Campus Drive ap​proach.






·
Provide a double left-turn lane and one through/right-turn lane on "link" road ap​proach.






·
Install traffic signal.






·
Provide northern connection to Connector Road.






·
Consider minor traffic diver​sions to Plainsboro Road.





(3)
Scudders Mill Road and Merrill Lynch/ Squibb Drive #1





·
Provide internal site connec​tions to the new Con​nector Road (Bristol-Myers Squibb site) and inves​tigate possi​ble new internal site connec​tion to the new Plainsboro Road link (Merrill Lynch site).





(4)
Scudders Mill Road and Merrill Lynch/ Squibb Driveway #2





·
Install traffic signal.






·
Consider new internal connec​tions and diversions to other driveways to delay the need for signalization at this inter​section.





(5)
Scudders Mill Road and Merrill Lynch/ Squibb Driveway #3





·
Install traffic signal.





(6)
Scudders Mill Road and College Road East/Merrill Lynch #4





·
Add westbound free flow right-turn lane to north​bound Col​lege Road East.





(7)
Scudders Mill Road and Dey Road





·
Add westbound right-turn lane on Scudders Mill Road.






·
Add separate left-turn lanes on Dey Road.






·
Lengthen existing eastbound left-turn lane on Scudders Mill Road.





(8)
Dey Road





·
Widen Dey Road to four lanes be​tween Scudders Mill Road and the Cranbury Township line, and add two traf​fic signals.






·
Improve Dey Road/Scotts Corner Road intersection with a traffic light, stacking and turning lanes, and roadway widening.





(9)
Plainsboro Road





·
Widen Plainsboro Road to four lanes between Dey Road and the Cranbury Township line, add a traffic signal and left hand stacking lane at Scotts Corner Road inter​section.





(10)
Schalks Crossing Road and Perrine Road





·
Provide two through lanes in each direction from Re​search Way to NJ Route 92.





(11)
Independence Way





·
Provide new connector links to Ridge Road (east and west of Route 1) and to College Road West.




c.
Minor Arterials




Key links between major arterials will be provided by four lane, 72-100 foot wide minor arterials.  Generally, these roads would not be equipped with paved shoulders, but would, in some instances, require landscaped center medians and adequate storage capacity at impor​tant intersections.





As shown on the Circulation Plan Map, roads in this category are basical​ly existing, and upgrading them to their ultimate right-of-way is proposed.  New road proposals include possible realignment of Scotts Corner Road with Friendship Road in South Brunswick Town​ship, implementa​tion of a new north-south arterial con​nector route through the Prince​ton For​res​tal Campus to Route S-92, new road​ways to service the Princeton Nurseries prop​erty, and exten​sion of College Road into the Princeton Forrestal Village "South​ern Cam​pus."  The realignment of Scotts Corner Road with Friend​ship Road will require further in-depth analysis due to the impacts on adja​cent properties and accounting for S-92 and other traffic related impacts.  Key proposals are as follows:





(1)
Route 1 Parallel Service Road





·
A new north-south arterial connec​tor route east of and parallel to Route 1, con​nect​ing Scudders Mill Road with Col​lege Road East at Research Way.  See align​ment on the Circulation Plan Map in the PMUD Zone.  The right-of-way and cartway may be reduced to that of a major col​lector if supported by traffic analysis.






·
Evaluate the possibility of extend​ing the new north-south route south of Plainsboro Road to connect with Route 571 in West Windsor Township.





(2)
College Road East and Research Way





·
Install traffic signal.






·
Provide a separate left-turn lane and a shared through-right turn lane on connector road approach when connector road is constructed.






·
Provide individual left-turn, through, and right-turn lanes on Research Way approach when connec​tor road is con​structed.





(3)
Research Way and Schalks Crossing Road





·
Install traffic signal.






·
Re-stripe intersection to provide separate right-turn lane on south​bound Schalks Crossing Road and a separate left-turn lane on north​bound Schalks Crossing Road.






·
Depending upon an ultimate link with S-92, re-align and extend Research Way to connect with Per​rine Road, and extend Schalks Cros​sing Road and Park​er Avenue to Research Way.  Our analysis sug​gests that the inter​section of Schalks Crossing Road and Research Way would oper​ate at acceptable service levels even if there were no re-alignment.  If re-alignment is pursued, it is recom​mended that Re​search Way/Schalks Crossing Road/Perrine Road provide two through lanes per direction between College Road East and Route 92.





(4)
College Road West and Seminary Drive





·
Provide separate right turn lane for College Road West.






·
Provide dual left turn move​ment from Seminary Drive (or new collec​tor road).






·
Install traffic signal.






·
Consider new Mapleton Road scenic collector.





(5)
Schalks Crossing Road





·
Widen Schalks Crossing Road to four lanes between Plainsboro Road and the AMTRAK bridge.





(6)
College Road West





·
Extend a two-lane private College Road West roadway into the Princeton Forrestal Vil​lage South Campus, also known as Village South to end as a cul-de-sac within a parking lot.





(7)
Princeton Nurseries





·
Extend four lane arterials from College Road West north into the Nurseries and South Brunswick T​own​ship.





(8)
Scotts Corner Road





·
Add traffic signal and widen Scotts Corner Road to four lanes between Plainsboro Road and the South Brunswick Town​ship line.





(9)
Schalks Crossing Road and Plains​boro Road





·
Provide left-turn lanes on all approaches.




d.
Major Collectors




These are collectors providing direct links to arterial roadways.  They usual​ly have a 60 foot right-of-way width, depending on antici​pated traffic carry​ing capacity, and contain two moving lanes.  They are distinguished from minor collector roadways which func​tion to indirectly distribute traffic to arteri​als.   In most cases, major col​lectors re​quire reverse frontage lots, whereas minor collector roadways could have direct front​age access.





Various major collector roadways are identi​fied on the Circula​tion Plan Map.  These include:  Grovers Mill Road to Maple Avenue and then onto Edgemere Ave​nue, linking West Windsor Township with Dey Road; Plainsboro Road from Route 1 into the Village, past the Municipal Complex to Scud​ders Mill Road; Schalks Cross​ing Road between the railroad bridge and Research Way; and Schalks Crossing Road from Perrine Road to Ridge Road in South Brunswick Township. 





Key proposals are as follows:





(1)
Grovers Mill Road and Maple Avenue





·
Study intersection geometrics and possibility of a traffic signal.





(2)
Plainsboro Road





·
Possible cul-de-sac of Maple Ave​nue, and upgrading of rail​road bridge.  The NJDOT's Bureau of Struc​tural Engi​neering Services has recommended the bridge be replaced and realigned at a cost of 1.9 million dollars.





(3)
Plainsboro Road and Connector Link





·
Provide separate left and right turn lanes for east​bound Plainsboro Road.






·
Provide a separate left lane for westbound Plains​boro Road.






·
Examine feasibility of a rear ac​cess driveway to Merrill Lynch site.






·
The connector road link between Plainsboro Road and Scudders Mill Road has been classified a major collec​tor road in this plan element.






·
Install traffic signal.






·
The northbound connector road intersection link with Scudders Mill Road will provide for separate left turn, right turn, and through lane movements.





(4)
East-West Road​way





·
With the development of the R-300 district north of Dey Road, a new east-west collec​tor roadway net​work should be included to the north of and parallel to Dey Road, linking Eiker Road with Scotts Corner Road and Dey Road.  This road​way network should be con​structed as a two-lane facili​ty with separate turning and stacking lanes at intersec​tions.  Consid​eration should be given to signaliz​ing the new inter​sections with Dey Road and Scotts Cor​ner Road.





(5)
North-South Roadway





·
With the development of the R-95 district south of Dey Road and the R-300 district north of Dey Road, a new north-south collector roadway should be included to paral​lel Scudders Mill Road, linking the main Linpro Shopping Center en​trance to Dey Road and extend​ed to Schalks Crossing Road with a short easterly spur extension to Dey Road to in​ter​connect with the new east-west roadway described above.





(6)
Industrial Research Labs Entrance





·
Relocate Industrial Research Labs entrance to new south​erly common access point at pro​posed traffic signal with north-south roadway.





(7)
College Road/Schalks Crossing Road In​terconnection
· The Master Plan showed an interconnection between the Princeton Forrestal Campus (College Road East) and Schalk’s Crossing Road in the vicinity of the Siemens building, passing through proposed Lot 18.05. For the reasons stated below, the Master Plan will not require reservation of the road right-of-way as otherwise provided for in NJSA 40:55D-44.  The plan determines that this roadway link is no longer useful and expressed its desire to abandon the same.

Traffic studies conducted in 1990 and again in June of 1995, and updated in 1999, concluded that a new connector road between College Road East and Schalk’s Crossing Road was not desirable. The studies, which were accepted by the Township, concluded that the existing connection via Research Way with intersection improvements at College Road East and at Schalk’s Crossing Road would be adequate to serve projected future peak hour traffic demands on full buildout of Princeton Forrestal Center and other development parcels in the area. As part of the General Development Plan Review approval for Princeton University (P99-15 Trustees of Princeton University Resolution adopted on June 21, 1999), a comprehensive traffic agreement was approved by the Planning Board and entered into by the Township Committee and the Board. The agreement requires numerous road and traffic improvements; however, the Master Plan link here in question is not provided for and will not be utilized.




e.
Minor Collectors




This roadway classification only applies to George Davison and John White Roads between East Windsor Township and Plainsboro Road.  This roadway connec​tion should have a 68 foot right-of-way with two moving lanes and shoul​ders.  Besides making improvements to the cart​way, the intersection offsets at Cran​bury Neck and George Davison Roads need to be elim​inated and a new traffic light installed.




f.
Scenic Collector




This roadway classification applies to Maple​ton Road located along the Delaware & Raritan Canal between Route 1 and South Bruns​wick Township.  It should have a 50 foot right-of-way and 





should be limited to only two moving lanes.  The intent is not to widen the road​way, but to make necessary minor repairs and improvements.  As such, the following ideas are proposed:





(1)
Seminary Drive and Mapleton Road





·
Realign intersection making north​bound Mapleton Road the minor street approach.






·
Provide a shared left-right turn lane on northbound Maple​ton Road.






·
Provide a separate left-turn lane on westbound Seminary Drive.






·
Provide a separate right-turn lane on southbound Mapleton Road.






·
Install traffic signal, or






·
Provide a new Mapleton Road connec​tor to College Road West and a cul-de-sac for Seminary Drive.





(2)
S-R Zone





·
Possible abandonment of Mapleton Road and re​alignment through the S-R zone.  See alternative alignments A and B on the Circulation Plan Map in the S-R Zone.




g.
Rural Roads




These roads include Grovers Mill Road, Cran​bury Neck Road, Nostrand Road, Eiker Road and Petty Road.  They are all envi​sioned to have 50 foot rights-of-way and two travel lanes with turning lanes at intersections.  No additional rural roadways are proposed in this plan.




h.
Local Streets




These roadways are found in subdivisions and large developments as parking lot access drives, loops, and cul-de-sacs.  They typi​cally connect into collectors, although some​times they are found to directly intercon​nect with arterials.




As a result of varied traffic analyses under​taken as part of the background studies to this Master Plan, coupled with information made available by the Township's Police De​partment, Traffic Safety Division, key inter​sections operat​ing at peak capacity or exhib​iting hazardous safety condi​tions were iden​tified.




Priority intersections proposed for improve​ment include Dey and Scotts Corner Roads, Schalks Cros​sing and Scudders Mill Road, Dey and Plainsboro Roads, Plainsboro and Scotts Corner Roads.  De​tailed traffic engineering studies of these inter​sections must be undertaken to determine the exact geome​trics of improve​ments required at each loca​tion.  At a mini​mum, adequate signalization and proper turn​ing lane movements should be considered at these intersections.  Through combination of state, county and federal funds (Federal Aid to Urban Systems), together with monies po​tentially available form application of off-tract pro-rata ordi​nance requirements, im​provement capital can be solicited to system​atically upgrade these critical inter​sections.




At present time, since the Scudders Mill Road interchange is under active consideration, the next most critical intersection needing major improve​ment in the township is at George Davison Road and Cranbury Neck Road.  A full four-way intersection is warranted.  This Plan recommends immediate priority from the county for development of an improvement scheme at this location.



3.
Prioritization of Improvements



It is the township's policy to anticipate needed roadway infrastructure improve​ments and program for the maintenance or upgrading prior to experi​encing unacceptable levels of service or unsafe conditions.  This is the premise of the Orth-Rod​gers traffic report which covers approximately one-half of the town​ship's land area and the vast majority of its roadway infrastructure improvement needs.  A prioritizing of improvements is being formu​lated by the Forrestal Center-Plainsboro Township-Middlesex County Task Force within the study area.  One intersection - Schalks Crossing and Scudders Mill Roads - was discovered to have failing levels of service and has since been in​corporated into the county's Capital Improvement pro​gram.  Other improvements within the study area will be based on antic​ipated levels of service triggered either by levels of develop​ment, time, measured levels of service, or a combination of the three.




Outside of the Orth-Rodgers traffic study area, the George Davison Road and Cranbury Neck Road intersection is of highest priority due to its inadequate level of service and traffic safety concerns.  Plainsboro Town​ship, the county, and Cranbury Township have engineered and developed a funding formula to undertake this improvement.




Other improvements outside of the Orth-Rod​gers traffic study area require additional formal pri​ori​tizing in conjunction with the county which has jurisdic​tion over several of them.  It is antici​pated that several of the im​prove​ments will be undertaken along with adjacent or nearby land devel​opment.




Route 1 and the proposed Route 92 improve​ments are a priority for the town​ship, but the timing is largely determined by the NJ DOT.  The township supports both projects and encourages their timely implementa​tion.



4.
Implementation of Improvements



It is the township's goal to implement the identi​fied projects with the least impact on township tax payers.  This is to be accom​plished by:  en​courag​ing the existing DOT Route 1 and Route 92 pro​jects; working with the county to have the roadways under their jurisdiction improved; and by having land developers within the township under​take or contribute toward road​way infrastructure improvements.  The latter component is seen as having two parts:  im​prove​ments within Forrestal Center, and those outside it.  Improvements within the Center are to be undertaken by the Center as speci​fied in the 1980 TMP.  Outside For​restal Center, a combi​nation or hybrid of TID, TDD impact fees and negotiated improve​ments are needed.  All of these options are detailed herein.




a.
Transportation Management Plan (TMP)




Traffic improvements within the Prince​ton Forres​tal Center are governed by a traffic management plan which seeks to coordinate the planning and development of sufficient acre​age in the area of growth along Route 1, to influence posi​tively the pattern and quality for de​velopment in the area and to conserve the ecological resources of the town​ship.





The traffic management plan (TMP) was pro​posed by Princeton Univer​sity to the Planning Board as evidence of its ongo​ing com​mitment to the town​ship.  Under this planning ap​proach, rather than relying on a single pro​jection of For​restal Cen​ter's impact when complete in the distant future, the township is assured that periodic assessments of the traffic impact of the Forrestal Center will be made and improvements will be implemented should they prove necessary and feasible.  In addition, the plan reaffirms the University's commitment to assist the township in gaining road​way improvements which will benefit the region.





The TMP for Princeton Forrestal Center, dated August 11, 1980, revised August 18, 1980 and Sep​tember 15, 1980, was approved by the Plainsboro Township Planning Board by Resolu​tion dated Sep​tember 15, 1980.





The TMP consists of sequential "check​points" which specify certain obliga​tions of Prince​ton Forrestal Center.  The goal of the TMP was, and remains, to provide an ongoing or​derly approach to traffic management. In 1985, the DeMatteis application triggered the Third Checkpoint.  This stage is between 476 and 575 acres of land within the of​fice/re​search component of Princeton Forrestal Cen​ter.  The DeMatteis appli​cation was for a office construction on the same site as the Bristol-Myers Squibb preliminary and final site plan appli​cation.





At the Third Checkpoint, Princeton For​restal Cen​ter was required to study traffic condi​tions at certain specified intersections and to propose upgrading work at those intersec​tions as deemed necessary by the study re​sults.  The proposed improvements required by the Third Checkpoint were approved by a Reso​lution of the Plainsboro Town​ship Planning Board adopted on April 15, 1985.





Therefore, Princeton University and the For​restal Center have been and continue to be subject to implementation of the traffic management plan found in Appendix 5.





The existing Traffic Management Plan and Princeton Forrestal Village traffic agree​ments have success​fully served their purposes and, as a continuation of this concept, it is anticipated that a similar type of agreement will exist for development on the Prince​ton Nurseries proper​ty.  Included in any future agree​ment will be a new section entitled "Trip Reduction Strat​egies" which may be devised with input from outside groups.





The Orth-Rodgers traffic study was undertaken to meet the re​quirements of the fourth checkpoint.  Middlesex County was brought into the process because many of the roads in question are under their jurisdiction and therefore development of adjacent properties requires county approval.




b.
Transportation Improvement District (TID)




The Transportation Improvement District (TID) is a logical com​ponent of the Master Plan in that it creates a mecha​nism to define and help finance specific off-tract improvements in a part of the township ready to undergo major develop​ment.  The TID can be considered a "sub-plan," enabled by the State's Munici​pal Land Use Law (MLUL) to further detail and refine master plan policies for manag​ing growth in Plainsboro Town​ship.





TID's are unified geographic areas.  These areas are largely unde​veloped and are collec​tively zoned to accommodate much greater development than other loca​tions within the township.  These areas are also targets for development pres​sures.





The township has previously utilized a TID to foster construction of the Col​lege Road/Route 1 grade separation.  Other portions of the township could be des​ignated as TID in the fu​ture, subject to off-tract improvement re​quirements.  Such addi​tional dis​tricts should be evaluated within the context of the Town​ship's Master Plan.  Identification of such additional districts or improve​ment areas needs to be based on the following general cri​teria:





(1)
Circu​lation policies and recom​mend​ed improvement pro​jects as con​tained in the Township's Mas​ter Plan (circula​tion) or sub-plan related to this element.





(2)
Pri​marily served by an identifiable road system (e.g. combi​nation of local and county or state highways) that generally provides direct arterial or collector road access to proper​ties located in the area.  Furthermore, traf​fic generated by the properties in the area should be primarily accommodat​ed by the road sys​tem (with improvements as necessitated by the development) serving the area.





(3)
Largely unde​veloped but zoned for devel​opment, the col​lective traffic impacts of properties within such area requir​ing improve​ments to the area's local road system's links and/or in​tersections.





(4)
Implementa​tion schedule can be deter​mined by a recorded in​creasing rate of development applications; that is, iden​tifiable areas of the township experi​enc​ing significant devel​opment activi​ty will require road improvements sooner than those in an area where sporadic or minor activity is noted.





The TID appears the most desirable way to foster improvement outside of the Forrestal Center.  It was successfully utilized previ​ously  for the College Road/Route 1 grade separation which was undertaken exclusively with private dollars at a cost of approxi​mately $20 million.  However, legal issues have been raised over the use of TID's, given the TDD legislation.





The legal basis for establishing a TID area is the circulation and utility elements of this master plan.  Essen​tially, the township must identi​fy the needed infrastructure im​prove​ments in one of these plans.  Also, an ordinance must be enacted, based on these ele​ments or studies, which con​tains stan​dards that indicate how the impact of a par​ticular project is to be mea​sured.





To summarize, the following steps must be taken when establishing a TID area:





(1)
Identify a related high growth area in the township.





(2)
Determine what road improvements are necessary in this growth area.





(3)
Revise the transportation and/or utili​ty element of the master plan to re​flect the proposed TID area.





(4)
Prepare an ordinance which identi​fies the standards by which to measure the share of future road improvements that is located within the new TID area to be assessed with respect to each develop​ment appli​cation.




c.
Transportation Development Districts




The New Jersey Transportation Develop​ment District Act of 1989 involves financing transportation improvements in growth corri​dors.  As stated in the Act, "Creation of these financing districts provides a mecha​nism in which the state, counties and munici​palities will have the means to work together to respond to transportation needs on a re​gional bases as determined by growth condi​tions rath​er than upon the pre-existing mu​nicipal and county boundaries."





Basically, the Act encourages counties to become the leading agency in estab​lishing a TDD area.  However, the Act also leaves open the poten​tial for the state or municipalities to form TDD's.





The NJ DOT must ultimately approve or deny the proposed TDD area.  The crite​ria used by the DOT in justifying a TDD area include:





(1)
Accelerated growth rate for popula​tion or employment exceeding 10% in three of the past five years in at least three adjacent municipali​ties.





(2)
Projected local traffic growth from new development ex​ceeding 50% in five years.





(3)
Commercial/retail development ex​ceeding one million square feet per square mile in five years.





(4)
Projected population or employment growth exceeding 20% in ten years.





(5)
Other standards developed by the DOT. 





Transportation Development Districts (TDD) are another option to channel pri​vate monies into roadway infrastruc​ture improve​ments.  While the concept is sound, the implementa​tion is prob​lemat​ic.  The level of coordina​tion needed among various govern​ment agencies is cumbersome, while the proportion of munic​ipal dollars required is prohibi​tive.




d.
Impact Fees




To pay for expanded community services neces​sitated by significant growth over the last decade, municipalities are focusing upon the private sector to assist in paying for these services.  Development impact fees are one way to shift the burden of paying for expand​ed or new facilities and improvements to developers.




e.
Negotiated Improvements




Other than the previous use of a TID, all other non-governmental monies for infrastruc​ture improvements have been negotiated from developers as part of the approval.  This will continue as the only mecha​nism until a formal method is developed.  While the timing of improve​ments is difficult to program through negotiations, they can be often in ex​cess of any predetermined formula and aimed where most urgently needed.




f.
County Improvements




Many of the identified improvements are under county jurisdiction and must be included in the county's capital im​provement program.  It is anticipated that the county will incur expenses for the im​provement beyond what is unattain​able through private efforts.




g.
Township Improvements




The township's role has traditionally been to maintain the local roads which are construct​ed as part of development.  While this is expected to continue, the township's role has expanded to examine roads under other juris​dictions, primar​ily county, and work with the county to program necessary improvements.  Addi​tionally, the county has implemented a policy whereby the township may ac​quire land needed to construct or widen a county road.  Plainsboro reviews these items on a case by case basis.  It is also anticipated that some roads under municipal jurisdiction will re​quire improve​ment beyond normal maintenance.  The township may have to expend funds for some of these improvements if devel​oper mon​ies are unavailable.



5.
Roadway Access and Curb Cuts



While established local policy, this Plan seeks to reinforce the township's approach to continue sound highway access management procedures with respect to driveway spacing along Route 1 and the township's major arte​rial and collector road sys​tem.  Its inten​tion is to preserve the traffic carrying capacity of such roadways and to preclude multiple access cuts on all roadway classifi​ca​tions above local or minor collector streets.  Depend​ing upon a parcel's specific location, di​rect access to principal arte​rials where other access alternatives are practically available will be discour​aged.  In this regard, the Planning Board intends to review, as part of the implemen​tation phase of this Plan, its current property access standards.




The state has proposed a Highway Access Code which was prepared by the NJ DOT.  The preparation of the code was mandated by the State Highway Access Management Act adopted in February 1989. The act is one of three bills known as Transplan whose purpose is to better coordi​nate transportation and land use planning among state, county, and local governments.




The access code is a comprehensive set of regula​tions intended to insure future mobility on the state highway system and therefore applies only to state high​ways, which make up about 5% of the state's road network.  The only state highway in Plainsboro Township directly affected by the pro​posed access code is Route 1.




The key elements of the proposed state access code are:  spacing stan​dards, access management plans, access classification and levels, non-conforming lots, alternative access, access permits, and desirable typical sections.  Highlights of the code are:




·
Since Route 1's speed limit is 55 MPH, the driveway or street spacing standard is 330 feet.  The spacing for traffic signals ranges from 1,100 feet to 2,640 feet, depending on signal timing and speed limits.




·
The code would enable municipalities and the NJ DOT to develop an Access Management Plan (AMP), a coordinated long range highway ac​cess plan.




·
The code establishes access levels for vari​ous state highw​ays based on highway charac​teristics such as speed and function.  The access level indicates the permitted turning movement to and from the state highway.  In the pro​posed code, Route 1 in Plainsboro is classified as an Urban Prin​cipal Arterial Roadway with an access level of 2, which allows only left turn access through jug-​handles with traf​fic signals, in addition to right turn access into and out of lots.




·
To determine whether or not a lot is non-conform​ing, the posted speed limit and dis​tance from the lot's center to the center line of adjacent lots are used.  Corner lots and single family lots have separate provi​sions.  Every non-conforming lot would be permitted at least 50 peak hour trips, with additional trips permitted for lots having sha​red or alternate access points.




·
The access code enables NJ DOT to require permit appli​cants to use alternate access when beneficial to the road network.




·
Access permits would be required from NJ DOT for con​struc​tion or modification of any driveway or street intersecting a state high​way, expansion or change in use on a lot having access to a state highway, or subdivi​sion or consolidation of a lot having access on a state highway.  Minor, major, and major with planning review categories of access permits are also established by NJ DOT based on the number of trips per day generated by the use.  The code specifies submission re​quire​ments, fees, and processing time for each category of permit.  Fees are reduced for approved affordable housing developments.




·
The desirable typical roadway section estab​lished by the access code represents NJDOT long range plans for each state highway and indi​cates the limits on the configu​ration and dimensions of a segment of a state highway.  The desir​able typical section of Route 1 in Plains​boro from the Dinky railroad line to College Road consists of a 172 foot right-of-way with 8 twelve-foot lanes, divid​ed, with shoulders.  The remaining portion of Route 1 in the township would have a typical section of 6 twelve-foot lanes, divid​ed, with shoul​ders within a 148 foot right-of-way.  




With respect to the proposed Route 1 improvement pro​ject from Quaker​bridge Road to just north of Sayre Drive, it appears that the access code is generally consistent with the anticipated improve​ment project along Route 1 in Plainsboro Township.  The access code is intended to serve as a long term guide for roadway improvements while the Route 1 improvement project is intended to correct a current situation.  The improve​ment project indicates a 6 lane configu​ration with an expected right-of-way ranging from 150 to 170 feet from the Dinky to Prince​ton-Plainsboro Road, whereas the long range typical section recommends an 8 lane configuration.  The township supports present NJ DOT plans for a 6-lane Route 1 configuration within Plainsboro.  The charac​teristics of access level 2 proposed by the code for Route 1, re​stricting left turn access to jug-handles or inter​changes, and right-in/right-out movements are consis​tent with Route 1 improve​ments currently being proposed by NJ DOT.  Adoption of the code is expected by fall of 1991.



6.
Bus Service



The Greater Mercer TMA manages the existing Forrestal Train link bus service.  Forrestal train link bus service is paid for by Princeton Forres​tal Center, First Boston, American Re-Insurance, and Merrill Lynch to take their employees from the Princeton Junction train station to and from work between the hours of 7:15 a.m. - 9:40 a.m. and 4:04 .p.m. - 6:40 p.m., Monday through Friday.  Train link is available only to employees of com​panies in the Princeton Forrestal Center.  Rid​ers are required to present identification cards to the bus driver at stops along Scudders Mill Road and Col​lege Road.




On June 2, 1992 the township submitted a Section 18 application to NJ Transit to expand the existing train link bus service to provide public transportation between two (2) proposed park n' shuttle lots and the Princeton Junction Train Station.  The Section 18 funded project would consist of:




a.
Continuation of existing service between the Princeton Junction Train Station and several major employers within Plainsboro Township.  The service currently provides six shuttle trips in the morning commuter period and five in the evening.  Currently a 33 seat mini-bus is utilized.  The service, referred to as "train Link" is managed by the Greater Mercer TMA, which contracts with A-1 Limousine to provide the service.




b.
Expansion of the above service to provide additional public transit opportunities.  Two additional stops would be added to the"Park n' ​Shuttle" lots to be created at existing shopping centers within Plainsboro.  The shopping center owners (Town Plaza and Prince​ton Meadows) have already indicated their acceptance of the program at no cost.  The Town Plaza has ±100 empty remote parking spaces available either behind the post office or near the bank and package store.  The Princeton Meadows Shopping Center has ±80 empty remote parking spaces available located close to Plainsboro Road.  Five shuttle trips in the morning and evenings are anticipated.  Up to 86% of potential ridership would be ser​viced by the morning and evening community link service sched​ule, based on NJ Transit and AMTRAK average loading counts.




The management of the Section 18 service will be provided on a contract basis, similar to that provided for the existing service.  The management responsibili​ties will include scheduling, service contracting, and general supervision.  Plainsboro Township will be responsible for marketing and establishment of the Park n' Shuttle lots.  Marketing is to include service announcements in the quarterly newsletter mailed to all postal patrons, press releases, and direct mailing to those on the waiting list for parking spaces at the Princeton Junction Train Station.  There will be no purchase of vehicles.  Driver​ training will be the responsibility of the firm chosen to provide the service.




Prince​ton​ Air​porter cur​rent​ly picks up people at the Doral Forrestal and Mar​riot ho​tels in Plainsboro and takes them to major New Jersey and New York air​ports via Dey Road to Route 130 and then onto the turn​pike.




American Limo service originates in Yardley, Penn​sylvania.  It provides twice daily express service to the New York Port Authority via the turn​pike.  Its route through the township is from the south along Route 1 to Scudders Mill Road, onto Schalks Cross​ing Road at the Town Plaza, and then Plains​boro Road to Route 130.  The Limo stops along the road at the Town Plaza Shopping Center, Princeton Meadows Shop​ping Center, Deer Creek, Brittany, and Aspen mul​ti-family residential developments.




New Jersey Transit provides weekday and Saturday bus service between Trenton and Plainsboro Town​ship, servicing Quakerbridge Mall, Princeton Market​Fair in West Windsor Township, Prince​ton Forrestal Center, the Linpro Shopping Center, and Princeton Forrestal Village.




The Bus Routes, Stops and Shelter Map shows the existing train link, American Limo, NJ Transit bus route, the proposed Section 18 route, and where NJ Transit bus stops now exist.  It also identifies addi​tion​al NJ Transit bus stops along its route.  The NJ Transit bus route requires eastbound buses to make a right turn from Scudders Mill Road onto Schalks Crossing Road, make a stop at the Town Plaza Shopping Center, and then proceed through the village onto Plainsboro Road, with another stop in front of the Enterprise Business Park, and terminating at Princeton Meadows.  The return trip from Princeton Meadows does not route the buses through the village, but instead requires them to travel Scudders Mill Road and stop at the inter​section with Schalks Crossing Road before proceeding onto College road and Forrestal Village.




The Map shows the current and proposed routes for New Jersey Transit Bus Service.  It is anticipated that service will be expanded onto Campus Road and to the Princeton Business Park site.  Additional bus stop/shelter locations have been added to complement new routes and also reinforce service on the existing route along College Road East, Scotts Corner Road, and Dey Road.  Monies contributed by developers will be used to put new shelters and signage in place.







Establishing NJ Transit bus stops requires approv​al by the NJ DOT.  Generally, the municipality and NJ Transit together identify the most appro​priate location for bus stops.  If the stop is intended for a county road, the county must also approve the proposed location.  Once the proposed bus stop location is iden​tified, the municipality and coun​ty (if the bus stop is along a county road) are required to pass a resolution officially designat​ing the bus stop.  The DOT reviews the pro​posed bus stop loca​tion and approves or denies it.  If bus shelters are desired, NJ Transit must be con​tacted because they are responsi​ble for funding and providing bus shelters on their routes.




A bus shelter design which has been implemented by Bristol-Myers Squibb and the Town Plaza Shopping Center is shown on the following page.  This shelter design will be typical of the one used throughout the township at other approved locations.  The shelter is placed on a concrete pad and has a metal bench, tempered glass (sides and back only), a cantilever roof, and aluminum with green powder coat finish.



7.
Travel Demand Management



The various roadway improvements described for the township are intend​ed to guide con​tinued growth.  With their implementation a future road​way system will be available which will be responsive to expected traffic de​mands yet balanced against other conditions or constraints in the area.




As evident by the need to consider con​strained future traffic demands, the suggest​ed improvements by themselves will not be fully sufficient.  An alternative to fully satisfying future traffic forecasts is to manage traffic growth in such a way that the peak demands are controlled so that they match more closely the ability of the roadway net​work to accommodate them without creating in​toler​able motorist delays.  Through various man​agement strategies, the peak traffic de​mands gen​erated by the area development can be monitored and adjusted to the most effi​cient levels.




A variety of demand management strategies could be applied to regulate traffic flows.  A range of possible actions are being consid​ered as part of the township's travel demand management program.  Several strategies are presently underway in the township and at the Forrestal Center, in either a formal or in​formal sense, and others might have only minimal applicability.  Morning and after​noon train link shuttle bus provides service between the Princeton Junction train station and For​restal Center as described in #6 above.  All stops in the Center are curbside, except Merrill Lynch, First Boston, and American Re-insurance, whose stops are at the front entrance. The shuttle makes desig​nated stops along College Road and terminates its run at Scanticon.




Varying work hours, car pool/van pool programs, and expanded transit services may be the most effec​tive and applicable actions in the fu​ture.  Sec​ondary actions such as coordination of site plans to compliment prima​ry strate​gies, or municipal direction and participa​tion in the implementa​tion of demand reduc​tion programs could also be impor​tant as enforce​ment measures.




The diversity and size of the uses within the township also lend themselves to some natural demand reduction strategies.  This condi​tion is recognized by reduced trip gen​eration characteris​tics expected from large mixed use develop​ments, and is exemplified by the overall Forrestal Center develop​ment program which places employment, resi​dential, and retail uses in prox​im​i​ty to one an​other.  Trips occurring between these types of uses do not add new traffic to the region's road​way system and can reduce overall traffic impacts.  Mixed use activities are also bene​ficial for em​ployees and residents in that they can have retail and other service uses located more conveniently to their homes or offic​es.




The specific types of actions, how and when they are implemented, and an estimate of their use or effectiveness are areas that need further study.  While some actions can be applied successfully on a site by site or employ​er by employer basis, others may be more effective when applied over a wider area and encompassing multiple sites.  An operat​ing plan describing the applicable programs, the steps for their accomplishment and a budget forecast is a desir​able prerequisite for any for​mal plan of transportation manage​ment strategies.




The implementation of demand reduction or manage​ment actions will likely require some form of sponsorship to provide coordination, monitor​ing and support.  This could be through a formal Transportation Manage​ment Associa​tion (TMA), such as the Keep Middlesex Moving TMA, or a local transportation manage​ment committee serving as a coordinator be​tween a development, member employ​ers, and the township.  The need for technical and support staff, office space, and project fund​ing may also play a role in how programs are defined.  A more formal structure with mem​bership dues or assessments would allow dedi​cated annual funding whereas member contribu​tions may be an easier initial process.




The various traffic improvement recommenda​tions identified in this master plan element have estab​lished an outline of roadway and inter​section needs to com​pliment the continued growth of the township and surround​ing area.  A similar outline of transpor​tation manage​ment actions has also been estab​lished as part of the solution to address the area's future transportation requirements.  The dual approach of improving roadway or intersection capacities and monitoring traffic growth will provide the best means of dealing with the area's future development.




The township has established a Transportation Task Force which includes representatives from major employers in Plainsboro Township as well as developers, citizen members, and the Planning Board and other appropri​ate boards and committees.  The Task Force was specifically estab​lished to review traffic demand management and its potential impacts on the township.  The Task Force is em​powered to make recommendations to the Town​ship Commit​tee on traf​fic reduction strate​gies to mini​mize adverse traf​fic impacts.  Traffic re​duc​tion strategies will in​clude a review of existing traf​fic concerns as well as a comprehen​sive review of regional and national strategies designed to re​duce traffic congestion.




Development of a comprehensive traffic man​agement program or ordi​nance designed to alleviate peak hour traffic movement within Plainsboro Township was adopted by the Township Committee on November 3, 1991.  This traf​fic management ordinance includes a tar​get figure for traffic reduc​tion as well as quantifiable methods to determine the effec​tiveness of individual programs.  To date, the township has received transportation management plans from Bristol-Myers Squibb and Merrill Lynch.




Members of the task force are appointed by the mayor to review, monitor, manage, and advise on the implementation of the traffic management ordinance.  The ordinance has the following purposes and objectives:




a.
To promote efficient use of existing transportation facilities (streets, highways, intersections, overpasses, parking facilities, public transporta​tion, etc.)




b.
To reduce the impacts of traffic congestion within township and region by reducing the number of vehicle trips, the number of vehicle miles traveled, and the concentration of vehicle trips within congested time periods compared to that which would otherwise result in meeting local commuting and other travel requirements.




c.
To reduce vehicle emissions, energy use and ambient noise levels by reducing the number of vehicle trips, vehicle miles traveled, and overall traffic congestion.




d.
To equitably reduce the total increase projected for the year 2000 in peak period office-related traffic volumes generated by existing employment and new commercial and residential developments within the township by at least ten (10) percent overall, recogniz​ing that greater or smaller reductions may be appropriate given an individual firm's past efforts and specific traffic generation charac​teristics, and that reductions above ten percent may be required at sites falling under the requirements of this ordinance to offset traffic growth at sites not under influence of this ordinance.




e.
To maximize the use of commute modes other than single occu​pant vehicles used in peak periods, through the development of company-supported and community-wide programs, incentives, and related servic​es.




f.
To minimize the share of employees driving to and from work in the township during congested peak travel hours.




The ordinance applies to all existing businesses, complexes, and multi-tenant buildings, to all proposed residential developments of 25 or more units, and to all non-residential buildings and complexes of 15,000 square feet or more of gross building area which have not received subdivision and/or site plan approv​al prior to the effective date of the ordinance.  The ordinance does not apply to eating and drinking establishments, retail businesses, grocery stores, shopping centers, security services, and other similar uses.




Those impacted by the ordinance must appoint transportation coordina​tors, must prepare annual surveys and reports, provide an area for infor​mational and promotional programs, and prepare a transportation man​agement plan.




The recently enacted Clean Air Act amendments of 1990 require the state to prepare and adopt specific transportation control measures in order to produce cleaner air.  On June 30, 1992 Senate Bill No. 35 (NJ Traffic Congestion and Air Pollution Control Act) was approved.  The bill estab​lishes a comprehensive strategy to assure compliance with federal man​dates.  By November 15, 1994 employers with 100 or more employees must submit trip reduction plans to the state that demonstrate how they will increase the average occupancy of employee vehicles by 25% during peak hours.  An employer plan must "convincingly demonstrate compli​ance" by November 15, 1996.  Substantial monetary penal​ties of $1,000 and $5,000 per month are possible for each work location failing respec​tively to file an acceptable plan or to achieve reduction in peak hour travel.  In Cali​fornia where travel demand management programs have recently been instituted, positive benefits to employers have resulted in terms of reduced parking costs, shorter commute times, and increased productivity.




The Task Force utilized the services of Keep Middlesex Moving (KMM) as a resource to expedite the review of strategies employed in other areas to meet similar transportation situations and to help put together the ordinance.  Keep Middlesex Moving, Inc. was established as a pub​lic/pri​vate partnership to develop and implement plans to address traffic issues facing Middlesex County em​ployees and residents.  KMM's goals are to reduce congestion problems and to improve em​ployee access to employ​ment sites through​out the county.  Some of the programs KMM uses to reach these goals include developing new transit oppor​tunities, encourag​ing em​ployers to implement stag​gered work hour pro​grams, and helping employees and residents to form car and van pools.




Various other strategies include, but are not limited to, the following:




a.
Maximize the use of commuter modes other than single occupant vehicle.  Encourage employ​ers:





(1)
To appoint a traffic coordinator for traffic manage​ment within their corpora​tion.





(2)
To implement employee ride-share pro​grams (matching, promo​tion, etc.)





(3)
To provide bonus, extra vacation day, or other incentive programs for tran​sit/ride-share users.





(4)
To implement new employee orienta​tion programs provid​ing incentives, informa​tion, and other inducements for commute alternatives.





(5)
To implement fare discounts to employees using transit and/or ride-sharing.





(6)
To distribute transit/ride-sharing in​formation (flyers, bulletin board, pay​check stuffers, company newsletter, information center, etc.).





(7)
To provide on-site ticket sales and passenger amenities.





(8)
To provide preferential parking, restricted parking, and to charge park​ing fees with differential parking costs for car and van pools.




b.
Reduce the number of employees traveling to and from work at the same time and during peak hours of travel:





(1)
Offer flextime.





(2)
Implement staggered work hours.





(3)
Offer flextime for car/van poolers.





(4)
Allow employees to work at home as ap​propriate.





(5)
Establish regular work hours out​side normal peak travel hours.





(6)
Set policy discouraging late after​noon meetings.





(7)
Compress the work week.





(8)
Participate in regional HOV lane evalua​tion program.




c.
Increase the use of other commute modes, such as ride-sharing and car/van pool​ing:





(1)
Establish preferential parking and load​ing areas for ride-sharers.





(2)
Implement van or bus shuttles to exist​ing rail/bus services and to serve local mid-day travel needs of ride-sharers.





(3)
Provide matching service, promo​tions of the matching services, vehicle purchas​ing (leasing), in​surance, mainte​nance, and operat​ing cost subsidies to van pool drivers.





(4)
Support third-party van pool servic​es.





(5)
Provide emergency mid-day travel servic​es for ride-sharers.  




d.
Develop and coordinate a plan in order to lower traffic capacity and maintain safety:





(1)
Adopt and announce policy support​ing traffic reduction.





(2)
Approve budget for traffic reduc​tion planning and pro​grams.





(3)
Establish continuing planning pro​cess to reduce traffic generation.





(4)
Establish a transportation manage​ment committee to coor​dinate and assist in Plainsboro's traffic reduction.





(5)
Identify future roadways within Plains​boro Township.





(6)
Secure service of traffic reduction consultants.




e.
Conduct surveys of existing transporta​tion measures in place and evalu​ate effective​ness:





(1)
Establish Task Force to implement sur​veys to residents, employ​ers, and em​ployees to establish existing residen​tial com​muting patterns, the level of interest in establishment of other com​muter modes and mea​sures taken by em​ployers to re​duce traffic genera​tion.




f.
Provide a comprehensive program to fa​cilitate public awareness of transporta​tion alterna​tives:





(1)
Present township efforts of traffic reduction program through presenta​tions at special meetings and con​ferences with the public.





(2)
Develop articles for publication in various journals, newslet​ters, etc.





(3)
Send mailings to local organiza​tions, citizen groups, and other similar groups.





(4)
Coordinate with NJ DOT and other public agencies.





(5)
Support activities to both execu​tive and commuter levels through use of TV, ra​dio, newsletter or newspaper.




g.
Set up policies within a work place to facil​itate ride-sharing and to allow for travel in off-peak periods:





(1)
Designate a traffic coordinator to act as liaison.  Traffic coordina​tor shall survey work force annual​ly to gather data on place of resi​dence, work hours, and commuter mode.  Said survey shall provide:






·
Number of employees beginning and ending work by 15 minute intervals.






·
Employee residency.






·
Number of employees who are commut​ing to work by means other than single occupancy vehicles.






·
Description of measures taken by businesses to reduce traf​fic gener​ation, including efforts to market traffic reduc​tion measures.






·
Number of employees partici​pating in an alternative work hour pro​gram.





(2)
Compressed work weeks, staggered work hours involving a shift in the set work hours of employees at the work place:






·
Starting times are concentrat​ed.






·
Encourage non-vehicular work trips by constructing side​walks, paving shoulders, wid​ening curb lanes on heavily traveled roads, and pro​viding paved paths and storage devic​es for bicycle access.




h.
Improve coverage, frequency of transit ser​vices to and from the munici​pality:





(1)
Construction of shelters to facili​tate traffic mitigation mea​sures.





(2)
Establishment of shuttle bus ser​vices to and from the train station in the morn​ing and afternoon. 





(3)
Establishment of an in-house or third-party ride-sharing or van ​pooling pro​gram.





(4)
Coordination with public and pri​vate transit operators as poten​tial providers of new shuttle services.





(5)
Providing shuttle service to and from the work place based on a demand re​sponse operation.  Employ​ees can ar​range, by prior reserva​tion, for pick up.




i.
Encourage increased transit ridership:





(1)
Coordinate with New Jersey Transit to develop a compre​hensive public transit service for the township.





(2)
Door-to-door service from the train station.





(3)
Greater flexibility to meet irregu​lar (or unexpected) trip demands.





(4)
Variability in scheduling require​ments on a daily or weekly basis.





(5)
Incentive programs provided by the em​ployer.




j.
Review the need for a park-and-ride facility:





(1)
Park-and-ride facility shall be located with direct access off a designated collector road





(2)
Park-and-ride areas can be either dedi​cated to the township or main​tained by the developer





(3)
Reserve parking spaces for busi​nesses participating in traffic reduction pro​gram.





(4)
Operate as a subscription service





(5)
Participate in regional park and ride lot program, local lots, and lease/ purchase lot programs.




k.
Coordinate with neighboring employers on transportation manage​ment:





(1)
Annual reports/surveys shall be utilized to determine wheth​er busi​nesses are making progress in achieving traffic reduc​tion goals (Traffic Reduction Plan).





(2)
Each business would be permitted to choose strategies which are most appro​priate, given the nature of the busi​ness and required traffic reduction goal.  Liaison person established for each busi​ness.





(3)
Establishment of workshops with busi​nesses, New Jersey Transit and traffic consultants to help facili​tate traffic man​agement.




l.
Sponsor public information campaign:





(1)
Hold public meetings on transporta​tion management pro​gram.





(2)
Publish in newspaper schedules for mass transit and other alter​nate commuter modes.





(3)
Company newsletters listing ride-shar​ers.





(4)
Establish an information center located in township on transpor​ta​tion alterna​tives.




m.
Work with traffic management associa​tions to coordinate traffic reduc​tion programs:





(1)
Hire a traffic management consul​tant to work with traffic man​age​ment associa​tions to assist design and implementa​tion of overall traf​fic reduction pro​gram.





(2)
Prepare a traffic reduction plan to be utilized by businesses and traf​fic man​agement associations.





(3)
Coordinate workshops with business​es and traffic manage​ment associa​tions for specific program ele​ments, such as flex​ible work hours and other potential resources (i.e. man​ual for implementing flextime).





(4)
Production of information and mar​keting materials as necessary to support pro​gram activities shall be distributed by traffic man​agement associations.





(5)
Provide direct program assistance to employers and develop effective communi​cation strategies in order to implement traffic reduction program.

C.
Pedestrian Circulation and Bikeway Plans

1.
Introduction and Purpose

Adequate pedestrian and bicycle circulation is vital to having a successful comprehensive transportation planning process that links people with places they want to go. Plainsboro has developed this plan in recognition of the importance of enhancing the level of pedestrian and bicycle circulation in the township.

This plan was developed to provide Plainsboro residents and workers with safe and convenient linkages between their homes and points of interest and activity, such as the library and municipal building, post office, shopping areas, local parks and schools, and scenic areas. The implementation of a comprehensive pedestrian and bicycle circulation system will also help to alleviate some of the safety and traffic congestion problems on local roadways.  Pedestrian and bicycle pathways can and will be used for commuting purposes, as well as for recreation, which, in turn, will increase the vehicular carrying capacity of local roadways. 

The Pedestrian Circulation and Bikeway Plans are intended to guide municipal review boards and the Township Committee in insuring that the areas designated for pedestrian paths and/or bikeways are reserved and used for that purpose. Once these plans are fully implemented, the system can be used by Plainsboro residents to locate a preferred route of unmotorized travel to recreational or nature areas, shopping facilities, places of employment and worship, and other activity centers both within and outside the township.



2.
Types of Pathways




a.         Bicycle Paths 

The first type of pathway is a bicycle or bike path, which is part of the broader category of pathways known as Bikeways.  Bike paths are designed to accommodate both pedestrians and bicyclists, and in the winter months, as conditions permit, may be used for cross-country skiing.  Such pathways can be located throughout the township parallel to existing streets instead of sidewalks, adjacent to or within utility rights‑of‑way, and through natural areas such as along stream corridors.  The Delaware & Raritan Canal Commission path and the Lenape Trail are examples of the later type of pathway. 
The design and engineering standards for bike paths in the township, as much as possible, shall be in accordance with the New Jersey Department of Transportation Bicycle Compatible Roadways and Bikeways Planning and Design Guidelines (NJDOT bikeway standards), which are based on national bicycle facility design standards (AASHTO Guide for the Development of Bicycle Facilities).    

Generally, bike paths shall at a minimum measure eight (8) feet in width and include a bituminous surface material.  However, bike path widths of ten(10) feet or more may be appropriate if: i. bicycle traffic is generally expected to be high, ii. where pedestrian use of path is expected to be more than occasional, iii. where good horizontal and vertical alignment will not exist, providing safe and frequent passing opportunities, or iv. where the path will be subjected to maintenance vehicle loading conditions that would cause pavement edge damage.  Also, when a bike path is part of a multi-use pathway or trail facility, alternative surface material and pavement structure may be appropriate.       

b.
Bicycle Routes

The second type of pathway, which is also part of the broader category “Bikeway,” is the bicycle or bike route.  Bike routes are located on existing roadways which are either wide enough to safely accommodate bicyclists without having to provide exclusive bicycle lanes (i.e., shared-roadway condition) or roadways with specially designated and appropriately identified bike lanes along both sides of the roadway.  Shared-roadway bicycle routes should be located on roadways having low to moderate traffic volumes and/or speeds, low number of trucks using roadway, and having anywhere from 12’-15’ of travel lane width in each direction, including shoulders where on-street parking does not exist.

Generally speaking, the proposed bikeway plan seeks to utilize existing and planned roadways for bike routes (whether shared-roadway or with bike lanes) where such roadways are bicycle compatible per NJDOT bikeway standards.  However, where a bike route is not the appropriate option due to the considerations listed below, an off-road bike and pedestrian path is recommended.  

· Incompatibility of roadway for safe bicycle usage (narrowness of roadway, traffic speeds and/or volumes, or frequent presence of trucks)

· Heavy usage of pathway by children and/or less experienced cyclists

· Need or desire to make connections within the system where roads do no exist 

· Desire to provide bikeway access to natural/scenic areas     

As with bike paths, the design and engineering standards for designated bike routes, as much as possible, shall be in accordance with the NJDOT bikeway standards.  For example, designated bike lanes along roadways shall have a minimum width of five(5) feet where the roadway is curbed or four(4) feet where no curbs exist.  Important components of safe bicycle routes are bicycle friendly grates and utility covers flush with the pavement surface, a smooth pavement surface free from irregularities (i.e. rumble strips), and adequate signage.  Proper signage is essential to alert motorists to the fact that certain roadways will be used by bicyclists and that special care should be taken when traveling these roadways. 

The Manual on Uniform Traffic Control Devices (MUTCD) should be used for signage design and placement. 

All designated bike routes should be regularly inspected or monitored to insure that debris is being picked up and removed from roadway shoulders and bike lanes, and that any necessary maintenance is done in a timely manner.  Such monitoring and maintenance is critical to providing a safe and attractive bikeway system.  

c.
 Sidewalks

Plainsboro Township already has an extensive network of existing sidewalks that link residential and non‑residential areas together.  Proposed sidewalks expand the existing system to permit improved pedestrian access throughout the township.

Sidewalks provide for safe pedestrian movement.  In residential areas, sidewalks are used by children for playing and as a way to get to school and to parks.  Adults use sidewalks as a way to get to neighbors, activity centers in the community, and for exercise.

Sidewalks should be at least 5 feet wide, which is adequate for 2 pedestrians or 1 pedestrian and 1 bicyclist.  In areas where the roads are too narrow for bicycles to share use of the roadway with motorists or where an off-road bike path is not feasible, sidewalks will inevitably be used by bicyclists; especially by children and less experienced bicyclists.  Even though it is not recommended that sidewalks be used in this manner, the sharing of sidewalks by bicycles can be done when pedestrian or bicycle traffic is very light.

Sidewalks should be 4 inches thick, except at driveway crossings where the thickness should be increased to 6 inches.  Handicapped ramps should be provided at intersections and driveways.




d. 
Nature Trails

A 9.8‑mile system of private nature trails exists within the Princeton Forrestal Center (PFC) for walking and jogging. Unpaved nature trails are encouraged to exist and expand within the PFC, on Township parks, and within other natural settings, while paved pathway systems are proposed within developments to absorb heavier use. Nature trails should be located to connect with recreational, historic and employment sites, and other points of interest. They provide for quiet and unspoiled walking and jogging experiences to observe pleasant scenery or for exercise, usually through heavily treed areas and along stream corridors and next to wetlands. Existing sidewalks, fire lanes and loop roads on developed properties may be used as part of the network.

Nature trails should be about three (3) to four (4) feet wide for pedestrian use only. The path may be as wide as eight (8) feet if necessary, but under no circumstances less than 1'6". The trail width should be determined by amount and intensity of use as well as by topography and vegetation. If the trail is narrow, occasional passing areas should be provided at places with gentle slopes.

Grades of 10% or less are desirable; grades may be as great as 15%, but should be avoided or kept as short as possible. Vegetation should be removed up to seven (7) feet for vertical clearance along a trail. The color and type of material chosen for surfacing, whether grass (dense fescue turf), wood chips, fine gravel, packed earth, etc., should be compatible with the environment through which the trail passes. The surfacing material must not create unacceptable run‑off or erosion problems. In order to provide directional information in an unobtrusive way, we suggest using a series of cedar bollards, two (2) feet in height, placed at various entry points and at forks in the A" system.

3.
  Inventory of Pedestrian and Bicycle Pathways

Through visual surveys, there is a large bicycling and jogging population that now exists in the township. While the township’s pedestrian and bicycle pathway system is currently somewhat limited, it is continuing to expand as a result of the efforts of the Township and development community.  Five (5) foot wide walkways or sidewalks are commonly found within many existing residential developments.  More sidewalks and now bike paths are being approved and constructed within new residential projects like Walker Gordon Farm, Crossing at Grovers Mill, Wicoff Estates, Parkside, and Burken/Katona Farms.  These pedestrian and bicycle pathway systems are being connected with the existing off‑tract pathways.  The Township's philosophy has been to require new residential development to provide for internal pedestrian/bicycle  circulation and to contribute to the implementation of external portions of a larger and more complex municipal system. 

In addition to the pathways serving residential developments, the Township has required pedestrian circulation systems within non‑residential developments, i.e. Princeton Forrestal Center and Enterprise Business Center.

Major components of the existing pedestrian and bikeway system include the Lenape Trail which is located adjacent to the Cranbury Brook and connects George Davison Rd. and the Brittany townhouse development with Enterprise Business Center, Deer Creek and Fox Run Apartments, Pond View Drive (Waters Edge Park) and Maple Avenue (Mill Pond Park). The Lenape Trail also extends into Plainsboro Park and to Plainsboro Rd. across from the Municipal Complex.

Another important pedestrian pathway system exists along the Cedar Brook connecting Dey Rd. and Petty Rd. with Plainsboro Rd., adjacent to the Gentry and Raven's Crest developments. This same system extends in back of the Aspen development along the Cranbury Brook and up to Plainsboro Rd., where it runs north along Scotts Comer Rd. to Quail Ridge Drive and then west along Plainsboro Rd. in front of the Ashford, Hampshire, and Tamarron developments.  Ultimately this network of pathways connect to the Lenape Trail and to Morris‑Davison Park.  Pedestrian paths also exist along Plainsboro Rd. connecting Hunters Glen with the Princeton Meadows Shopping Center, as well as along Plainsboro Rd. in the Village area.   

The Princeton Forrestal Center has an extensive system of informal nature trails within wooded areas along the Bee Brook.  Included along these trails are node areas that include benches, litter containers and trail bollards.  Forrestal’s nature trail system is largely confined to areas west of College Road East and north of Research Way.  The trail system east of College Road East and south of Research Way has been removed from the Township’s pathway plan to be replaced by sidewalk extensions between existing and proposed buildings and College Road East to provide pedestrian access to the College Road walkway system and the Bee Brook nature trail system located generally west of College Road East.

In addition to the nature trails, the Forrestal Center has paved walking/jogging paths along College Rd. East and portions of Scudders Mill Rd.  Additional paved pathways are planned along Scudders Mill Rd. and the soon to be constructed Campus Rd.  The College Rd. East pathway extends across the Route 1/College Rd. grade separation to the Forrestal Village.  A pedestrian crossing at College and Scudders Mill Rds., with a paved pathway along Scudders Mill Rd. to Schalks Crossing Rd., provides pedestrian and bicycle access from the Forrestal Center to the Post Office, Plainsboro Plaza, and the rest of the Village area.  

In terms of bike routes, the Township's only posted bike route is located in the Forrestal Center along Research Way and College Rd. East.

Another important pedestrian/bike path network in the Township exists within the D&R Canal Commission Park, which connects Princeton and West Windsor Township to South Brunswick Township along scenic Carnegie Lake.



4.
  Master Plan Network

The primary goal of this plan is to foster the creation of a coordinated and comprehensive network of multi-use pedestrian and bicycle pathways throughout the township – connecting residential, recreational, community facilities, commercial and employment areas.  An effort has also been made to coordinate the township’s bikeway system with bikeways planned in neighboring townships, Middlesex County and the State.

The proposed bikeway system is intended to compliment existing and planned pedestrian pathways in the township.  In order to avoid redundancy between the bicycle and pedestrian pathway networks, an effort has been made, where feasible and appropriate, to utilize existing and planned pedestrian pathways for both bicyclists and pedestrians.  For reasons of bicycle safety and convenience, the bikeway system has been designed with an eye towards maximizing continuity within the overall system.  This is achieved by avoiding the creation of dead-end bike paths and minimizing the switching back and forth of the bike paths from one side of a street to another.

In recent years, plans have been approved and, in some cases, construction has actually taken place to implement important pathway segments in the township.  Most recently, sidewalk improvements have been completed in the Village area along Edgemere Ave., Parkway Ave. and Plainsboro Rd.  Additional pedestrian and bikeway improvements are planned throughout the township, and particularly along Plainsboro Rd. in the vicinity of Morris Davison Park in response to traffic calming improvements recommended by the Township Planning Board.  Funding for these improvements is being sought from the New Jersey DOT Transportation Enhancement Program.    


The 1990 Pathways Plan identified a new pathway network in the Township's farmland preservation area (R‑1 00 and R‑1 50 zones), along Grovers Mill Rd., Cranbury Neck Rd., as well as along the PSE&G right-of-way and a portion of the Millstone River.  Among the most critical of these pathways would appear to be the one along (actually, within) the PSE&G right-of-way.  This pathway connection will function to link the farmland preservation area of the township, as well as the educational facilities area along Grovers Mill Rd. (Middle, Upper Elementary, North High School and planned Montessori School), with the residential and non-residential areas along and north of Plainsboro Rd.  As well, this proposed pathway would connect with the existing Lenape Trail, further enhancing its usefulness as a pedestrian and bicycle path.  A pedestrian/bicycle access easement from PSE&G, who have granted similar easements elsewhere in the state, will be necessary to make this pathway a reality.         

Other major bike paths include those planned along Grovers Mill Rd., Plainsboro Rd., Dey Rd., and within the Village area.  Bike paths are also planned in order to link the Village area and east side of the township with areas west of the Amtrak main line, including: Walker Gordon Farm, FMC/Firmenich complexes, and the Princeton Forrestal Center (including connections across Route 1 at the Scudders Mill and College Rds. to the Forrestal Village, Princeton Landing, Princeton Nurseries and the D&R Canal).


The following two maps, Pedestrian Circulation Plan and Bikeway Plan, show existing, as well as planned and proposed sidewalks, pedestrian paths, trails, and bikeways to be constructed by developers, the Township and others.



5.
 Supplemental Facilities

To improve the quality of the proposed pathways system, it is important to provide supplemental or accessory facilities. These facilities will make the pathways and designations along the pathways more enjoyable, thus encouraging their greater use.

Bike parking facilities should be provided at various stopping points along a pathway for security and weather protection. For example, shopping centers, the Municipal Complex and employment centers should have adequate parking facilities that are conveniently located near building entrances or other highly visible areas that are self‑policing. As noted by the American Association of State Highway and Transportation Officials (AASHTO), bicycle parking that is not properly designed will encourage bicyclists to use trees, railings, and other appurtenances for bicycle parking, which may lead to damage to such structures.

Accessories such as park benches, trash receptacles, exercise stations and rest areas with restroom facilities and water fountains should be considered along bicycle and pedestrian trails. The Township's plan does not specifically address these supplemental facilities for several reasons. Since the pathways system has been designed to lead pedestrians and 

bicyclists into activity centers, accessories such as rest rooms and water fountains would be provided in conjunction with existing structures or park facilities. Parking facilities would also be provided within these activity centers. If these centers do not have adequate accessory facilities, provision should be made to provide them. Also, it will be easier to properly locate and determine the types of accessory facilities needed after the paths have been used over a period of time. 

6.
Implementation

In order for the Township to have a successful pedestrian and bicycle pathway system, an implementation strategy is important.  Initially, the Township should amend its zoning, subdivision and site plan review ordinances to encourage the development of pedestrian and bicycle pathways by:

· Adding new definitions for pedestrian and bikeway facilities

· Specifying bicycle parking requirements for new development and redevelopment

· Providing bicycle parking facilities design standards

· Identifying the NJDOT Bicycle Compatible Roadways and Bikeways Planning and Design Guidelines as the principal standards for bikeway facilities

After such ordinances are amended, the Township's Community Development, Recreation and Police Departments should work together to prepare and distribute a pathways plan package.   Included in this package should be a detailed pathways map(s), generally accepted “Rules of the Road,” and safety tips.

One of primary means by which the pedestrian circulation and bikeway plans will be implemented will be through the development process, whereby a developer of new development or redevelopment requiring subdivision and/or site plan approval(s), would be required to construct on-tract and possibly off-tract pathways as a condition of plan approval.  

While the development approval process will be the primary means of implementing the pedestrian circulation and bikeway plans, an important secondary means of implementing such plans will be through the Township itself, as a result of funds obtained through County, State and/or federal programs.  For example, funds may be available in the future through the State DOT Transportation Enhancement Program, funded through the U.S. DOT TEA-21 Program.              

In order to communicate the existence of a planned bikeway system in the township and to demonstrate early progress in the implementation of the bikeway plan, an effort should be made to quickly move ahead with the implementation of those portions of the proposed system that can be done so without significant expense or effort.  For example, one task that should be considered for early action is the posting of “bike route” signs along those roadways proposed as bike routes that already comply with NJDOT bikeway standards.   

7. Recommended Priority Bikeways 

On September 22, 1998, a public outreach meeting or workshop was held in the Community Room of the Municipal Building.   The purpose of this meeting was to obtain meaningful public feedback regarding the issue of  -- where in the township bikeway facilities are needed and what priority should be given to such facilities.  With this in mind, the participants, including members of the various Township boards and committees, broke up into small work groups and proceeded to reach consensus about where bikeway improvements are needed and what priority should be given to each.  The recommendations of the small work groups were used to create the following list of proposed bikeways that they recommended be given high priority.  The proposed bikeway plan includes all bikeway facilities recommended at this meeting.  


High Priority Bikeways*   

Scudders Mill Road 

· From BMS west to existing pathway near Route 1 overpass

· From Schalks Crossing Road east to P-Loop

Plainsboro Road

· From P-Loop/Enterprise Drive east to Cranbury border

(particularly Wyndhurst/Center Drive to Cranbury border)

· From Schalks Crossing Road west to Connector Road ending at Scudders Mill Road 

PSE&G Right-of-Way

· From Grovers Mill Road northeast to Woodland Drive*

(*mid-block crossing at Dey Rd. problematic – staff recommends end path at Plainsboro Rd.)

Scotts Corner Road

· From Plainsboro Road north to Park Drive

Research Way

· From College Road East east to Schalks Crossing Road

Schalks Crossing Road

· From Plainsboro Road north to Scudders Mill Road

Cranbury Neck Road

· From Grovers Mill Road east to Cranbury border 

*
Recommended at meeting of grass root/community consensus groups on September 22, 1998.  


PRIVATE 
D.
Rail Transportationtc  \l 2 "D.
Rail Transportation"


As the township continues to experience population growth in the future, a greater burden is placed on Plainsboro's Road network.  As a result, there is a need to integrate alternative modes of trans​por​tation into the township's circula​tion system.



One of these transportation methods involves rail transportation facilities.  There is one existing rail station, the Princeton Junction Train Sta​tion, that serves the majority of Plainsboro's rail commuters.  In addition, another rail facili​ty is being planned in South Brunswick which also could eventually serve township rail commuters.



1.
Princeton Junction Train Station




The Princeton Junction Train Station services most of Mercer County's and part of Middlesex County's rail transit needs.  Since the clos​est rail sta​tions are in New Brunswick and Trenton, many com​muters travel to Princeton Junction from Ewing Township, Hamilton Town​ship, Lawrence Township, Princeton Township and Borough, Washington Town​ship, South and North Brunswick Townships, Cran​bury Township as well as Plainsboro Township.  In addition, Pennsylvania commuters use the Princeton Junc​tion Station.




The Princeton Junction station provides Am​trak and New Jersey Transit service.  Amtrak service pro​vides links south to Philadelphia and Washing​ton D.C. and further down the eastern coast.  New Jersey Transit service has sched​uled service to New York's Penn Station and various stops in New Jersey.




With regard to parking facilities at the Prince​ton Junction Train Station, these fa​cilities are cur​rently at capacity during morning rush hours.  There are both daily and permit park​ing lots at the station area.  These parking lots are owned by New Jersey Transit, West Windsor Parking Authority and private inter​ests.  Ap​proximately 1009 park​ing spaces are located in daily lots which charge a $2.00 daily fee. 




There are four lots at the Princeton Junction station area which operate on a permit basis.  One of these lots is owned and operated by the West Wind​sor Parking Authori​ty, while two of the lots are owned by New Jersey Transit but operated by the Parking Authority.  The fourth lot is private​ly owned and operated.  There are about 2150 per​mit parking spaces at the station.

 


Both the New Jersey Transit and West Windsor Park​ing Authority lots have waiting lists.  As of 1990, approximately 1100 people were on NJ Transit waiting lists.  The West Windsor lot had about 350 people on its waiting list.  It should be noted that approximately 24% or 240 Plainsboro residents were on the NJ Tran​sit waiting lists in 1990.



2.
Metroplex Train Station



One planned train station facility is being con​sidered in South Brunswick Township.  The new station is proposed for a 14.5 acre site east of Route 1 between Major Road and Deans Lane.  The rail station is part of a 7.8 million square foot mixed use office complex for Jersey Center Metro​plex being pro​posed by a private developer in cooperation with New Jersey Transit.




While this project is still in the planning stag​es, tentative proposals indi​cate that about 2000 parking spaces and several road improvements pro​viding access to Route 1 are envisioned.




The impact of this rail station on Plainsboro commuters is difficult to determine until plans are finalized for the rail station.  However, if the station is built, it is rea​sonable to expect that many of the Plainsboro residents on the NJ Transit waiting lists for Princeton Junction will benefit from the Metroplex train facility.  In addition, Plainsboro residents current​ly using the Princeton Junction Station may decide to use the Metroplex Station because of its proximi​ty.


PRIVATE 
E.
Air Transportationtc  \l 2 "E.
Air Transportation"


There are no airport hazard areas within the township.  The only air strip in the township was located within Forrestal Center which was closed in 1988.  Currently, the township is serviced regionally by the Princeton Airport and the Trenton-Robbinsville Airport, and internationally through the Mercer County Airport, Philadelphia Interna​tional and Newark.



Several corporate residents have heliport facili​ties including Firmenich, Merrill Lynch, and the Forrestal Center.


F.
Plainsboro Road Traffic Calming Study and Improvement Plan


1.
Study Area and Study Objectives
The boundaries of the roadway for purposes of the work completed for this project ran from the Cranbury Township border at the East to the signalized intersection of Plainsboro Road with Wyndhurst Drive/Center Drive to the West.

Within this area, Plainsboro Road moves from a 2‑lane cross section at the Cranbury Township border into a 4‑lane cross section with turning lanes at various locations along the roadway. Within the study area section of the roadway actual pavement widths vary from location to location. The roadway posted speed limit within the area is currently 45 mph.

There are currently two traffic signals located on the roadway within the study area. The first is at the western border at Wyndhurst Drive/Center Drive. The other signalized intersection is at George Davison Road. Traffic along the roadway is free flow with the exception of these two intersections.

There are nine residential communities within the study area which have access to Plainsboro Road. While the houses within these communities do not front on the roadway, many have sidewalks and pathways that run to and along Plainsboro Road. At the western end of the study area there is retail shopping and dining, as well as an office complex. The Morris Davison Park is also located along this section of the roadway. The park provides ball fields and a recreation area for community residents.

This study was under‑taken to address a number of objectives:

· To optimize safety on the roadway for pedestrians

· To optimize safety on the roadway for bicyclists and encourage alternative transportation usage

· To provide safe and useful locations for bus stops to promote alternative transportation

· To create a safer and more appealing entrance and exit from Plainsboro Road while maintaining adequate vehicle capacity along the roadway; and

· To insure that local motoring residents have adequate and safe access onto the roadway from local community neighborhoods

This effort was completed to attain these objectives while at the same time maintaining the necessary capacity on the roadway to serve commuter needs.



2.
Analysis Methodology
Recommendations in this memorandum are made as a result of a number of tasks completed for the analysis of Plainsboro Road. The first step in the analysis was to review existing data and previous studies related to the area. Next, field investigations were performed to verify data contained in existing reports and to obtain additional information not elsewhere provided. The consultant team then made a presentation to the township at a Planning Board meeting held on June 11, 1998, to obtain comments on issues and problems currently identified for the roadway. Meeting comments, and later written comments provided by interested township residents were incorporated into our definition of issues to be resolved for the roadway.

3.
Summary of Study Recommendations and Suggested Implementation Timeframes
A summary table of recommendations for improvements to Plainsboro Road is provided below. This summary table is followed by more detailed information about issues identified by mode, and then through a block by block list of improvements along Plainsboro Road.

PLAINSBORO ROAD SUMMARY OF RECOMMENDATIONS











Priority

Recommendation





Time Frame
Cost


*1. Phase I traffic striping and crosswalk modifications

short

low




2.  Complete Missing Sidewalk Sections
short

high




3. Reduce Lane Widths to 10 1/2 feet providing

short

low


  

    a striped shoulder of 4' or greater, where possible



4. Traffic Signal and realigned intersection
short
high




    at Thoreau and Morris Davison Park entrance









5. Traffic Signal at Deer Creek/Hunters Glen
med
med

   **6. Phase It traffic striping and crosswalk modifications
med

low



7. Six foot curbed and planted center medians

med

med



  * Between Wyndhurst and Deer Creek/Hunters Glen



  * Between Deer Creek/Hunters Glen and Thoreau

  * Between Scotts Corner and Township Boundary



8. Traffic Signal at Scotts Corner

med

med


9. Interconnect signals to regulate speed progression
med

low


10.  Install off-road bus pull-offs at intersections                           various
 low














(for ea

pull-off)  

                  11. Horizontal curve in roadway



                  
     between George Davison and Scotts Corner
long
high

     *Phase I Restriping and Crosswalk modifications include:

1.
Wyndhurst Drive Intersection crosswalk on the south side, relocation of the westbound stop bar, and leader lines for the westbound left turn into the shopping center.

2. 
Scotts Corner Road Intersection a) restriping for an eastbound left turn lane, b) striped crosswalks on the east and north sides of the intersection, and 3) removal of midblock cross‑walk together with sidewalk leading to crosswalk east of the intersection



3.
Plainsboro Road Restriping to one lane in each direction east of Scotts Corner Road with left turn lane into Aspen and Raven Crest Drives

**Phase II Restriping and Crosswalk modifications include:

1.
Wyndhurst /Center to Hunters Glen/Deer Creek Intersection removal of mid‑block crosswalk and the sidewalks leading to the crosswalk

2. 
Hunters Glen/Deer Creek Intersection placement of crosswalk on west, north and south intersection legs


Terms within the summary table have the following meaning:

Priority Time Frame ‑ a sequencing of projects based on ease of implementation, costs and 
safety considerations.

Short Term ‑ Projects that either are easy to implement and low cost or which should be implemented at an early stage because of their impact on safety considerations even though approval and construction factors may require a longer implementation time frame.

Medium Term ‑ Projects that are more complex or of a somewhat higher cost or which are of lower cost but which need to be sequenced in conjunction with the implementation of other medium term projects.

Long Term ‑ Projects that are important to the overall improvement plan but which are less critical from a safety standpoint.

Costs ‑ Order of magnitude project costs including estimates of design, administration and construction.

· Low Cost ‑
Projects that range in cost from $30,000‑$100,000.

· Medium Cost ‑
Projects that range in cost from $100,000‑$300,000.

· High Cost ‑
Projects that range in cost from $300,000 ‑ $650,000.



4.
 Issues and Identified Suggestions for Solution for the Study Area
Plainsboro Road is an important roadway for the Township. It serves local commuters who are either traveling by bus or accessing by car other major roadways in the surrounding areas. It also serves as a link for motorists, pedestrians and bicyclists from the surrounding residential area to the Morris Davison Park.

Since the needs of the users of the roadway differ, the analysis for this study looked to address the needs of each mode group separately. The following issues were developed through past studies, through field observation, through local resident comment, and through technical analysis.

The identified suggestions/solutions are all of the items considered and reviewed as part of the analysis. Many of the suggestions have been incorporated into the recommendations for improvement. Some of the items suggested have not been included in the final list of recommendations because of considerations of cost and/or the proposed implementation of other improvements that are expected to accomplish similar objectives. 




A.
 FOR BUSES AND BUS RIDERS





Issues

· Stopping at locations not designated or designed to pick up and drop off passengers

· Safe access of bus riders to their homes (walkers) or their cars (park and riders).





Identified suggestions1solutions

· Designated bus stop locations with bus pull off areas at locations proximate. to residential areas with safe accommodation for individuals waiting for or alighting from the bus

· Installation of bus shelters at designated stops to improve desirability of transit use




B. 
FOR PEDESTRIANS





Issues

· Speed of motorists traveling on the roadway coupled with the width of roadway which pedestrians are required to cross
· Limited visibility of some crosswalks at mid‑block locations

· Lack of sidewalk along sections of Plainsboro Road


Identified suggestions1solutions

· Curbed medians with pedestrian refuge

· Narrowing of vehicle lanes

· Relocation of some mid‑block crossing locations

· Pedestrian over or underpass from the Brittany to the park

· Construction of missing sidewalk segments and removal of inappropriate sidewalks that encourage roadway crossings at inappropriate locations

· Installation of Pedestrian Signals

· Installation of traffic signals at certain locations which include pedestrian signals

· Create improved linkages between residential developments along the roadway




C.
FOR BICYCLISTS


Issue

· Roadway is not striped or designed for bicycle compatibility yet used by bicyclists on a regular basis who need to be safely accommodated





Identified suggestions/solutions

· Restripe and narrow travel lanes to provide shoulders on both sides of the roadway where possible


· Create horizontal curves in the roadway at locations between Hunters Glen and George Davison and George Davison and Scotts Corner.

5.
Recommended Improvements
The next step of the analysis was to work block by block to address the issues for each mode along Plainsboro Road. Integrated improvements were then identified for each of the issues developed for the study moving along the roadway.

The first improvement looked at was the reduction of lanes on Plainsboro Road from two to one in each direction. The analysis showed that two lanes will be needed in each direction to accommodate future traffic from the western end of the study area to Scotts Corner Road.

Once the lane cross section analysis was completed, other suggestions for remediation were then systematically analyzed to determine if they would improve the identified issue conditions. Since the existing pavement width along the roadway currently varies from 11 to 12 feet, the impact of a reduction of lane width to 10.5 feet throughout the entire section was assessed. This reduction would allow for the addition of shoulder space to better accommodate bicycle travel. In some locations it would also provide additional area for a landscaped median. Review of this alternative showed that adequate capacity along the roadway could still be maintained. A recommendation to reduce through travel lane width to 10.5 feet throughout the study area is therefore included in the overall list of improvements.

Reconstruction of major sections of the roadway was not considered as an option for improvement at this time because of the prohibitive costs. As a result, one of the improvements recommended in the list below, i.e. providing a 4 foot striped shoulder for bicycles, is in many places not attainable because of constrained pavement widths. In locations where a 4‑foot shoulder striping is not possible, a narrower striped shoulder should still be provided. All suggested improvements are provided below working from west to east along the roadway.




A.
AT WYNDHURST DRIVE INTERSECTION

Bus Stop  -  A far side bus stop with bus shelter exists. A far side bus stop for the eastbound movement with a bus pull‑off area should be designated.

Crosswalk  -  Provide a crosswalk on the south side of the intersection. There is no crosswalk currently striped for this movement.
Striping Modifications  - These improvements will narrow the area of conflict within the intersection and allow for better guidance of turning vehicles

· Relocate the westbound stop line approximately 12 feet further west.

· Provide leader lines in the intersection for the westbound left turn movement into the shopping, center driveway.

B.
FROM HUNTERS GLEN/DEER CREEK INTERSECTION TO THOREAU INTERSECTION

Crosswalk  -  Remove mid‑block crosswalk and the sidewalks leading to the crosswalk





Cartway cross section

· Travel Lanes ‑ Restripe lanes to 10.5 feet

· Median ‑ Provide 6 foot curbed planted median in the roadway with 1.5' spaced striping on either side

· Shoulders ‑ Provide shoulders on both sides of Plainsboro Road to accommodate bicycle traffic. Ideally a 4‑foot shoulder on both sides of the roadway to accommodate bicycle traffic in both directions.

Sidewalks  - Complete sidewalk connections on the south side of Plainsboro Road.




C. 
INTERSECTION OF  HUNTERS GLEN/DEER CREEK





Traffic Control  -  Signalize the intersection

Bus Stops  -  Designate far side bus stops for east and westbound traffic at the intersection and provide bus pull-offs.

Crosswalks  -  Place crosswalk on west side of the intersection across Plainsboro Road and on the north and south legs of the intersection.

Sidewalks  -  Provide sidewalk connections to the crosswalk on both sides of the street.

D. 
FROM HUNTERS GLEN/DEER CREEK INTERSECTION TO THOREAU INTERSECTION





Cartway cross section

· Travel Lanes ‑ Restripe lanes to 10.5 feet

· Median ‑ Provide 6 foot curbed planted median in the roadway with 1.5' spaced striping on either side

· Provide a consistent 4‑foot shoulder on the south side of Plainsboro Road to accommodate bicycle traffic. Ideally a 4‑foot shoulder on both sides of the roadway to accommodate bike traffic in both directions.






Sidewalks

· Complete sidewalk connections on the north and south side of Plainsboro Road.

· If sidewalk extension on south side cannot be funded, remove existing sidewalk sections on the southbound side.

E.
INTERSECTION OF PLAINSBORO ROAD AND THOREAU DRIVE

Roadway Geometrics  -  Relocate entrance to the park so that it is opposite Thoreau Drive.





Traffic Control

· Signalize the relocated intersection

· Monitor traffic flow and install a speed hump within the Brittany development if necessary to discourage motorist cut through.

· If necessary install "No Left Turn (7am to 9am)" for northbound George Davison Road at its intersection with Tennyson Drive.





Crosswalks  -  Provide crosswalks at the relocated intersection






Bus Stops

· Place far side stops for both eastbound and westbound movements.

· Construct bus pull-offs for both stops. 



F. 
FROM THOREAU INTERSECTION TO GEORGE DAVISON INTERSECTION





Cartway cross section

· Travel Lanes ‑ Restripe lanes to 10.5 feet

· Median ‑ No median in this section.

· Shoulders ‑Provide a shoulder on both sides of Plainsboro Road to accommodate bicycle traffic. Ideally a 4‑foot shoulder on both sides of the roadway.






Sidewalks

· Complete sidewalk connections on the south side of Plainsboro Road.

G. 
INTERSECTION OF PLAINSBORO ROAD AND GEORGE DAVISON ROAD

Bus Stops  -  Far side stops with bus pull-offs for both east and westbound movements.

H. 
FROM GEORGE DAVISON TO SCOTTS CORNER ROAD INTERSECTION






Cartway cross section

· Travel Lanes ‑ Restripe lanes to 10.5 feet

· Median ‑ No median in this section.

· Shoulders ‑Provide shoulders on both sides of roadway





Modification to geometrics

· Introduce a horizontal curve into the roadway section





I.
INTERSECTION OF PLAINSBORO ROAD AND SCOTTS CORNER ROAD






Roadway Geometrics

· Provide a striped left turn lane to northbound Scotts Corner Road and a striped through lane for eastbound Plainsboro Road.

· Provide a striped night turn lane and a striped through lane for westbound Plainsboro Road 

Traffic Control   -  Signalize the intersection and restripe to provide a left turn lane for eastbound movements.

Bus Stops   -  Far side of intersection with bus pull off for east and westbound  movements.

Crosswalks   -  Provide striped crosswalks on the east and north sides of the intersection.

Sidewalks  -  Provide sidewalk connections to the proposed crosswalk locations and remove sidewalk that enters the street behind the stop bar on the north side of the intersection.

J.
FROM SCOTTS CORNER ROAD TO THE TOWNSHIP LINE

Bus Stops  -  Near side at Aspen Drive for both east and westbound movements in the existing right turn deceleration lanes (coordinate with sidewalk installations).

Crosswalks

· Remove the existing crosswalk located cast of the intersection of Scotts Corner Road and the sidewalk connections going to the crosswalk on both sides of the road.

· No modification recommended for existing mid‑block crosswalk located close to the Cranbury Township line. 



Cartway cross section

· Travel lanes ‑

· Reduce number of travel lanes from 2 to 1 in each direction to the cast of the Scotts Corner intersection.

· Stripe lanes at 10. 5 foot width

· Shoulders ‑ Provide 4 foot shoulders on both sides of Plainsboro Road to accommodate bicycle traffic.

· Median
· Provide 6 foot curbed planted median in the roadway with 1.5' spaced striping on either side.

· Create left turn storage lanes for Aspen Drive/Ravens Crest Drive turning movements.

Sidewalks  -  Complete sidewalk connections on the north and south sides of Plainsboro Road.

· Apply for TEA‑21 funding to enable widening to 4 foot shoulders on both sides of the roadway so that it is fully compatible (or six foot shoulders to have the road designated as a "bike way')

· Incorporate creation of a designated cast‑west bicycle trail and/or connections into future Plainsboro Township efforts

K.
MOTORISTS

Issues

· Straight roadway geometry and lane width gives a "wide open" major arterial feel which is not consistent with the township road desire for a minor arterial street leading into a town center and which provides an invitation for higher speed travel

· The volumes of local Plainsboro traffic utilizing and anticipated to utilize the roadway require that the capacity of the roadway be maintained

· There is a significant pedestrian volume along and across the roadway as walkers for surrounding neighborhoods access the park and nearby shopping center

· The skewed nature of the signalized intersection at Wyndhurst creates a wide area turning movement conflict zone and increases the tendency for vehicles turning left into the shopping center to aim for the outbound exit.

· The off‑set nature of park entrance and the entrance to the Brittany residential development create multiple conflict points and visibility limitations for pedestrians

· There are deviating widths along the roadway

· There are intersections with sufficient travel volume and turning movements to warrant traffic signalization




Identified suggestions/solutions

· Restripe and narrow travel lanes which will make motorists feel more restricted and cause a tendency to slow speeds of travel

· Install center planted curbed medians at applicable locations

· Provide landscaping closer to the roadway where appropriate

· Modify the striping at the intersection of Wyndhurst

· Install traffic signals at Plainsboro Road's intersection with Hunters Glen/Deer Creek and Scotts Corner Road

· Realign the park driveway opposite Thoreau Drive and signalize the intersection with speed humps installed on Tennyson Drive to reduce vehicle cut throughs from George Davison Road

· Interconnect all signals installed along the area to provide for a traffic speed progression of 35 ‑ 40 mph

· Reduce the section from the Township line to the east leg of the intersection with Scotts Corner to one lane in each direction with left turn lanes and a center curbed median opposite Aspen Drive

V-1









