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January 5, 2010
To: West Windsor Township Mayor Shing-Fu Hsueh; Mercer County Executive
Brian Hughes; Mercer County Engineer Greg Sandusky; Mercer County Traffic
Engineer George Fallat; John Kovar, Project Manager, Louis Berger Group;
Patricia Ward, Coordinator, Community Development, West Windsor Township;
Brian Aronson, Assistant Manager of Engineering, West Windsor Township;
Francis Guzick, Township Engineer, West Windsor
Cc: West Windsor Township Council Members; West Windsor Township Planning
Board Members; Mercer County Board of Freeholders; U.S. Representative Rush
Holt; New Jersey State Senator Bill Baroni; New Jersey State Assemblywoman
Linda Greenstein; New Jersey State Assemblyman Wayne O. DeAngelo; Robert
Hary, West Windsor Township Business Administrator; Aaron Watson, Director,
Mercer County Transportation and Infrastructure
Re: Main Street Princeton Junction / Rt. 571 Design Recommendations
Introduction
West Windsor Bicycle and Pedestrian Alliance (WWBPA) is pleased to see
progress toward making our township more bicycle and pedestrian friendly, as
evidenced by the public hearing December 15, 2009 on the planned
improvements to the Main Street Princeton Junction area.
This letter documents our recommendations, building on previous communication,
including letters to the Mayor, Township Council et al., in 2006, 2007 and 2009, a
community walk in 2007 and an intersection walkability evaluation in 2008, as
detailed on our Web site. County, state and federal officials are included in this
communication because this county project is reportedly seeking state and federal
funding.
Executive Summary
The Redevelopment Plan notes the project area is near “New Jersey Transit’s
highest volume commuter rail station along the Northeast Corridor and at the
heart of West Windsor Township”, and reflects the township’s historic agreement
to “create a “Main Street” … that would transform the existing strip commercial
form of development along Route 571 … to achieve a desirable mix of pedestrianfriendly, village scale development.”i These improvements to the roadway and
streetscape are critical to realizing our plan.
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The WWBPA is pleased to see continuous sidewalks planned for both sides of the
roadway, and trust they will be implemented so as to bring the project area into
compliance with Americans with Disabilities Act (ADA) standards.
Differing visions, resulting from Rt. 571’s dual role as arterial and “Main Street,” have
delayed much-needed improvements, resulting in a reported vehicle collision rate 50%
above state averages. Bicycle and pedestrian collision rates were not reported.
Fortunately, NJDOT guidelines to resolve these kinds of differences are included in the
NJDOT Smart Transportation Guidebook (STG)ii published March, 2008. In addition,
since the hearing NJDOT adopted a “Complete Streets” policy which will ensure that all
users are accommodated on our state highway system.iii
Unfortunately, the state guidelines were not considered when developing the Rt. 571
design. Critically, the usage context of the roadway was not considered – using STG
language, Rt. 571 is a Suburban Center, and the Township Master Plan envisions it a
Town Center, as new buildings close to the street are developed over time.
This context is critical because it drives the choice of design features that work together
to impact safety, e.g.:
1. Desired vehicle operating speed.
2. Two-way left turn lanes (TWLTL’s) vs. curbed medians.
3. Midblock pedestrian crossings.
4. Bike lanes.
5. Intersection width.
6. Transitions and gateways to the main street area.
Based on the information below, the WWBPA recommends:
1. Lower desired operating speed to 25-30mph, supported by each roadway design
element, not just a lower posted speed.
2. Curbed medians with appropriate pedestrian refuges.
3. Pedestrian-activated crossing signal that stops traffic at Sherbrooke.
4. Bike lanes per the Township Master Plan.
5. Increased safety at intersections through a variety of design changes, e.g.:
a. pedestrian-only crossing time as part of the signalization of intersections.
b. adopt NJDOT-recommended geometry of curb radius and right turn slip
lane islands.
c. allow sufficient crossing time to comply with ADA standards.
d. provide pedestrian refuges in medians when crossing distance exceeds
60 feet, per NJDOT policy, or keep distance under 60 ft.
e. eliminate right-turn-on-red permission at the Wallace/Cranbury and
Clarksville intersections with Rt. 571.
6. Strengthen visual cues leading to and within the main street area, e.g.:
a. reduce the posted speed limit in the transition areas leading to the main
street to 35mph.
b. reduce to one through-travel lane before the start of the area.
c. provide gateway treatments defining the area boundaries.
d. provide street furniture, trees and landscaping.
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Cost can be reduced by staying within current right-of-way boundaries, implementing
raised-curb medians instead of TWLTL’s and eliminating roadway and intersection
widening.
The WWBPA is confident that implementing these recommendations will reduce cost,
increase safety for all roadway users and greatly increase the livability and desirability of
the township.

Vehicle Operating Speed
The current desired operating speed is simply not pedestrian friendly. State guidelines
call for a desired operating speed of 25-30mph,iv versus 40mph in the current design. If
a pedestrian is hit by a vehicle traveling at 40mph, he/she has a 15% chance of survival,
but if the vehicle is going 30mph, chance of survival increases to 55%v. In addition,
“Faster speeds increase the likelihood of a pedestrian being hit.”vi Last, motorist
compliance with yielding to pedestrians in crosswalks is significantly improved by
reducing vehicle speed to below 35mph.vii
The WWBPA urges reconsideration of the desired operating speed in the strongest
terms possible.
Lowering the desired operating speed must not be just changing the speed limit sign,
however. Each design element, including roadside features as well as features not
directly related to design speed, should support the desired operating speed. viii This
“livable streets” approach has been shown to greatly improve safety for motorists,
pedestrians and bicyclists.ix
Two-way Left Turn Lanes (TWLTL’s) vs. Medians
The WWBPA is concerned about the proposed TWLTL’s, because the design:
1. Reduces pedestrian safety by half.x NJDOT notes “the raised median with
curbing is preferred due to its ability to encourage safe pedestrian crossings”. xi
2. Costs more to build (10-15%) and maintain (40%), vs. medians. xii
3. Is appropriate for roadways with low to moderate speeds and volume.xiii
4. Has only a “negligible” effect on motorist safety compared to the existing
roadway, since there is no on-street parking. xiv
5. Appears utilitarian, compared with medians, which can be attractively
landscaped.
The WWBPA strongly recommends the consideration of medians with appropriate
pedestrian crossing refuges and left turn lane cutouts at driveways.
Midblock Crossings
Pedestrians are observed to cross at midblock xv because the distance between signals
at Cranbury/Wallace and Alexander, about 1965 feet, exceeds NJDOT guidelines of
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1320 feet. xvi Additional signals and/or midblock crossings should be provided. If
TWLTL’s are implemented, crossing design is even more critical, due to the extra lane.
NJDOT notes:
“There is no difference in safety between marked and unmarked midblock
crosswalks on two-lane roads, and that marked midblock crossings on multi-lane
roadways are actually less safe than unmarked midblock crossings.”xvii
The WWBPA recommends a pedestrian-activated signal that stops traffic, called a
HAWK Signal Beaconxviii or Pedestrian Hybrid Beacon, at the crossing at Sherbrooke
Drive, meeting Community Arterial guidelines, xix as well as the new 2009 Manual of
Uniform Traffic Control Devices (MUTCD) guidelines.xx
Bike Lanes
Bike lanes are missing in the design, yet they are an important traffic calming and
bicyclist safety feature. Their absence is particularly puzzling since they are included in
the Township Master Plan as well as in earlier concept drawings.
The WWBPA strongly recommends the provision of bike lanes to encourage bicycling for
casual and child bicyclists.xxi
Intersection Safety
The WWBPA is concerned that current plans to expand the intersections in the project
area meet capacity improvement goals but not safety goals, because:
1. Wider intersections lead to additional pedestrian collisions and greater motorist
frustration, due to longer crossing times.
2. Proposed curb radius is too long (i.e., the turns are not sharp enough), which
encourages drivers to make faster turns and provides less time to watch for
pedestrians and bicyclists.xxii
3. At some intersections, a right turn slip lane island is proposed which does not
follow the design geometry recommended by NJDOT,xxiii making it difficult for
drivers to look both left for oncoming traffic and right for pedestrians in the
crosswalk.
The WWBPA recommends a range of solutions, including:
1. Pedestrian-privileged crossing time as part of the intersection signalization, such
as pedestrian-only crossing time, which must be sufficient to comply with ADA
standards.
2. Adopt the NJDOT-recommended geometry of curb radius and pedestrian island
geometry for right turn slip lanes.
3. Limit pedestrian crossing distance to 60 feet, or provide a median with a
pedestrian refuge area whenever the distance exceeds 60 feet, per NJDOT
policy. xxiv
4. At Clarksville, special consideration is strongly recommended to maintain the
safety of children walking to the high school, as well as the safety of the crossing
guard, by not including new right turn slip lanes, which encourage drivers to
bypass the crossing guard’s instructions to stop.
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5. Eliminate right-turn-on-red permission at the Wallace/Cranbury and Clarksville
intersections with Rt. 571
Visual Cues Defining Main Street
To function effectively as a pedestrian-friendly Main Street, the design should provide
visual cues to drivers, including transition zones, reduced speed, bike lanes, gateway
treatments, street furniture and trees and other landscaping.xxv

The WWBPA recommends:
1. Transition from 2 to 1 eastbound travel lanes before the Cranbury/Wallace
intersection, by using the existing left lane as a left turn only lane.
2. Reduce travel speed eastbound to 35mph starting on the approach to the Station
Drive intersection
3. Transition from 2 to 1 westbound travel lanes before the Clarksville intersection,
by using the existing left lane as a left turn only lane.
4. Reduce travel speed westbound to 35mph starting at the South Mill intersection.
5. Bike lanes and/or a multi-use path (such as bordering the Rogers Arboretum
and/or the high school) per the Township Master Plan.
6. Gateway treatments with landscaping, signage, medians and decorative
pavement at the Cranbury/Wallace and Clarksville intersections.
7. Street furniture and lighting per the Township Master Plan.
The WWBPA is concerned that the design does not reflect current state policies and
guidelines that balance capacity, safety and usability for motorists, bicyclists and
pedestrians. We believe implementing these recommendations is critical to achieve this
balance, and look forward to working with our public officials to make West Windsor a
more bicycle and pedestrian friendly community.
Respectfully submitted on behalf of the Trustees of the WWBPA,
Jerry Foster
2nd Vice President
West Windsor Bicycle and Pedestrian Alliance
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