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The circulation goals and objectives of the Township center on a desire to provide safe,
convenient access for both vehicular and pedestrian traffic throughout the Township. This
section will explore means by which these goals and objectives may be realized.

In order to ensure the safety of the traveling public, it is necessary to evaluate the existing
circulation network, identify problem areas and solutions and set priorities for improvements and
new construction. As the principal roadways through the Township consist of state or county
roads, the State of New Jersey and Warren County road and drainage improvement plans
significantly affect the Township’s ability to upgrade the system. Close coordination with these
jurisdictions will be key to an effective transportation improvement plan.

The road network at the local level is more complex than that at the County or State levels. The
State highway system is designed for the fast and efficient movement of vehicles, with limited
access. The State recently adopted the State Highway Access Management Program to ensure
that this simple objective is attained. At the County level, the principal focus, again, is the swift
and efficient conveying of traffic from one point to another with limited direct access along the
road frontage. A greater degree of access to County roads exists than is the case for State
highways, principally due to historic development patterns. The County roads were in large part
the original road system; local streets were developed as time went along.

Road improvements generally fall within two categories. The first is alignment, both horizontal
and vertical. This relates to tightness of curves and severity of rise and fall. Alignment has a
direct effect on the safety of a road, whatever its width and composition. Improvements to
vertical and horizontal alignment are most important on roads, which serve a relatively high
volume and/or speed traffic load. These roads are those defined as collectors or arterials.

Secondly, intersection improvements to permit adequate sight distance are necessary at a number
of sites within the Township. All intersections should provide a clear sight triangle in order that
vehicles may safely enter and leave the roadway.

ROADWAY CLASSIFICATION

The road network is best described by the Road Hierarchy. Similar to a stream systems where
small streams flow to larger ones and to rivers, local access roads flow to collector roads and
then to arterial highways.

STATE HIGHWAYS

US 46 is a major state artery serving to connect New York and Pennsylvania. This highway
along with US 22 were the major east-west connectors in Northern New Jersey before 1-80 and I-
78 were constructed. Although, it serves as a major material road, US 46 also provides direct
access for homes and businesses with the adoption of the NJ Highway Access Management
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[image: image3.png]regulations, direct access for the highway (and consequent conflict with is thorough traffic
function) is discouraged.

COUNTY ROADS

An important county objective for roads under their jurisdiction is to ensure that critical areas in
the road network are improved so as to eliminate safety hazards. The county’s vision for its
roads is that they serve as collector or arterial roads. As such, they are to be upgraded as much
as possible, depending on funding, to meet the standards for efficient traffic flow. Discussions
with the County Engineer, Douglas Hicks, point out that the county engineering department is
aggressively pursuing a repaving program and a bridge repair program, which has, for many
years, suffered from lack of funding. It is important for municipal planners and governing body
members to participate in this process in order to avoid serious deterioration of these facilities
and the accompanying high cost of major repairs. By the same token, intersection improvements
which involve both the county and municipal roadways should be addressed on a joint basis,
thereby improving the potential for securing outside sources of funding as well as addressing
concerns which may be more apparent at the local level than at the State or Federal level.

ARTERIAL AND COLLECTOR STREETS

Where higher order streets (e.g. primary collector and arterial streets) exist or are projected to be
constructed, discussions should be held with the Board of Chosen Freeholders with a view to
having the County take over these roads. As noted above, the function of County roads is the
safe and efficient conveyance of traffic between points in the region. The emphasis is on
uninterrupted flow, minimum numbers of points of access and a significant proportion of truck
traffic. Roads which should be reviewed for County takeover are Pequest Road, Shades of Death
Road, Free Union Road and Townsbury Road.

SHADES OF DEATH ROAD

Shades of Death Road runs between Allamuchy Road in Allamuchy Township and Hope-Great
Meadows Road. It sees a substantial amount of heavy truck traffic as it serves the Pryslak
facility in Liberty Township. It also serves as a road without substantial grade problems for
truck traffic from Route 80 to Liberty Township.

Shades of Death Road connects County Route 612 (Allamuchy-Johnsonburg Road) and 615
(Alphono Road) in Allamuchy with Hope-Great Meadows Road (Warren County Route 611) in
Liberty. Although this road exhibits several tight turns, it accommodates a significant amount of
truck traffic. Additionally, the road is not heavily developed for residential use, being more
farmland, State park and commercially developed than residential. Although this would require
a cooperative effort between the Townships of Allamuchy, Independence and Liberty, a petition
for County takeover of this road based on its function would be appropriate. The connection
between Route 80 and Route 46, as well as the presence of the Pryslak operation at the Liberty
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[image: image4.png]end of the road, suggests that this roadway serves a regional function and would better fit under
County jurisdiction.

PEQUEST ROAD

Pequest Road (Townsbury-Pequest Road) runs from the Village of Townsbury across the
Pequest and then runs generally parallel as County Route 625 to Pequest Furnace Road where it
returns to Route 46. This road is generally residential in nature. Townsbury itself is
immediately adjacent to Route 46 which serves to its access to the regional road network. The
township may wish to petition the county to take over this road.

FREE UNION ROAD

Free Union Road connects the center of Liberty Township, presumably once known as Free
Union, to Route 46 in White Township. For traffic moving to points west on Route 46 or
returning from points west, Free Union Road is a more direct route to the center of town than is
Route 46 to Hope-Great Meadows Road to Mountain Lake Road. It connects a significant
~tocation (Liberty Town Center) with a regional artery, Route 46. This might be a good candidate
for County takeover. The level of residential development along Free Union is such, however, as
to warrant some concern. The county’s priorities of rapid conveyance of traffic with its attendant
widening, straightening and flattening of roadways could well have a negative effect on the rural
nature of Free Union Road.

LOCAL STREET FUNCTION

Notwithstanding the State’s decision to become involved in street design at the local level, there
are a number of functions which residential streets serve beyond simply providing access and
conveying traffic. In a residential setting, streets constitute a significant visual element of a
neighborhood. In low density developments, streets often serve as pedestrian pathways, pat
areas and generally have a great deal to do with the defining character of the neighborhood.

Because of these additional functions, often overlooked, a number of factors should go into street
design. Traffic should be kept to a minimum in residential areas. Specifically, direct access to
county or other major collector/arterial roads should be minimized and local access provided.
Street alignments should follow the natural contours, preserving natural features or important
cultural features (e.g. lime kilns, stone rows). Streets should be curvilinear to the greatest extent
possible. This works to control speeds. Additional means by which speeds can be controlled are
narrowing of roads and the installation of traffic calming devices at strategic points.

Residential streets should be planned so as to avoid attracting through traffic. Loop streets and
designs where intersections are offset are acceptable in avoiding unnecessarily large numbers of
culs-de-sac. Streets should be designed to avoid excessive generation of storm water runoff and
concentration of that runoff. Curbing should be utilized only when necessary to control runoff
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[image: image5.png]and to stabilize the edge of roads. Curbing installed for stabilization purposes may be depressed
or mountable curb. Residential streets should be designed with the minimum width possible
under the Residential Site Standards to avoid unnecessarily high speeds, cost both to developer
for initial construction and to the municipality for eventual operation and maintenance. This
reduction in impervious coverage and storm water runoff also yields an increase in available area
for ground water recharge. Streets should be kept in scale with development so as to blend
harmoniously with the neighborhood. Specifically, neighborhood streets should, by their design,
result in safe access ways serving all the functions noted previously.

Separation of traffic by function and character is recognized as a significant contributor to

overall traffic safety. It will be important to incorporate this understanding in preparation of the
land use plan.

The State’s standards notwithstanding, average daily traffic flow is not necessarily the
appropriate measure to evaluate a local residential street. If local residential streets are designed
properly, they encourage a willingness to pause to allow traffic to get by rather than insisting on
the ability to allow wide vehicles to pass at the design speed. They foster an awareness of the
life of a residential neighborhood which affects the street, specifically children playing, people of
all ages on bicycles, roller skates, etc. There should be a sense of leaving the high-pressure flow
of traffic normally found on arterial and collector streets. Accordingly, the typical standard of
two large vehicles being able to pass each other while at the same time allowing parking on the
street is not appropriate in this context. Residential traffic often should be expected to yield to
drivers backing from driveways, or vice versa. This is a brief pause and is acceptable in the
residential street context. It is so much less so in connection with higher order streets. As such,
direct driveway access to such higher order streets should be minimized.

Street layout is critical to the success of a community as a place to live and has a direct impact on
the marketability of the homes. It is integral to maximize solar access, interaction between

neighbors and segments of the community. The Institute of Transportation Engineers suggests
the following:

o Paved access should be provided to all developed parcels.
o Street system design should discourage through traffic on local residential streets.
o The layout of a local street system should not create excessive travel lengths.

e Local street system should be logical and understandable; the street system should be
easily “read” by the user.

o Local circulation systems and land development patterns should not detract from the
efficiency of adjacent major streets.

¢ The local circulation system should not have to rely on extensive traffic regulations or
control devices to function efficiently and safely.
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[image: image6.png]e Traffic generators such as schools, churches, or neighborhood shops within residential
areas should be considered in the local circulation pattern.

¢ Residential streets should clearly communicate their local function and place in the street
hierarchy.

o The local street system should be designed for a relatively uniform low volume of traffic.

e To discourage excessive speeds, streets should be designed with curves, changes in

alignment, and shout lengths. Further, streets should not be designed to be wider than 1s
necessary.

o Conflict points between pedestrians and vehicles should be minimized.
e Consistent with safety and liability, a minimum area should be devoted to streets.
e The number of intersections should be minimized.

e Local street layout should permit economical development of land and efficient lot
layout.

o Local streets should be responsive to topography and other natural features from the
standpoint of both economics and amenity.

¢ Residential areas should provide for public transit service where appropriate.
o Streets should be designed to accommodate local emergency services.

o Pedestrian movements, non-motorized vehicle movements (i.e. bicycle) and truck
deliveries should be accommodated.

e The residential street should enhance the community’s visual image.

CONTROL OF TRAFFIC SPEED

The question of speed on local access roads is critical. Higher speeds increase the likelihood that
accidents will happen in a street that serves a variety of functions as distinct from the
decreasingly complex role of higher order streets. The American Society of Civil Engineers
(ASCE) recommends that residential streets be designed for a speed limit of twenty miles per
hour. This is consistent with the relatively short length of residential streets, the likelihood that
there would be some vehicles parked on the street, the presence of children, pets, etc.
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[image: image7.png]The ASCE recommends stopping sight distances as follows:

Safe Stopping Sight Distances

Design Speed Distance
(Mph) (Feet)
20 110
25 150
30 200
35 250

Please note that these distances are calculated for wet pavement conditions.

Public paths and sidewalks should always be located in a public right-of-way, a public easement
or a common area. The current standard holds that a sidewalk should be located at least one foot
inside the right of way line. A three to five foot border area or grass strip between the street edge
of the sidewalk or other walk area should be provided for most residential areas where space
permits. The grass strip will provide a visual break between paved surfaces of the street and the
sidewalk as well as the following benefits:

o Children walking and playing enjoy increased safety from street traffic.

o Conlflicts between pedestrians and trash receptacles awaiting pickup at the edge of the
street are eliminated by using the border for temporary storage.

o The sloped transition area necessary for an appropriate driveway gradient is minimized
by locating a major portion of the gradient within the border.

e Danger of collision between pedestrians and out-of-control vehicles is minimized by
placement of the walk at maximum practical distance from the curb.

o Conflict with storage of snow plowed off the roadway is minimized.

¢ Inrainy weather, pedestrians are less likely to be splashed by passing vehicles.

e Space is available to plant street trees.
Sidewalks do not need to rigidly follow the alignment of the street. They may curve to
accommodate the existence of large and desirable trees or increase the utility of traffic calming
devices where they may extend into the road and provide a larger grassed area.
Bicycle paths should be at least five feet wide and segregated from the sidewalk areas where

heavy use is expected. Alternatively, a portion of the paved road may be striped and signed as to
indicate to drivers that cyclists may be encountered.
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[image: image8.png]The Municipal Land Use Law requires that all construction be limited to properties with
reasonable access to an approved road. Where roads in Liberty Township fall below some
minimum standards, (i.e. a pavement width of 18”) and an all weather surface, no construction
should be approved until such time as these roads are brought up to this minimum standard.

STREET TREES AND UTILITIES

Street trees, when planted, should be located so as to avoid becoming an impediment to drivers’
sight lines and also to avoid interfering with overhead utility lines. This will increase traffic
safety in the former case, and reduce the cost to the utilities in line maintenance and avoid the
aesthetic impact of oddly shaped canopies, which generally occurs when the utility companies
have gone through and cleared for their lines. One road safety issue, which is of particular
concern, is the location of utility poles. Where development is served by overhead utilities, the
poles are often located at the edge of the cartway. This poses an unnecessary traffic hazard.
Where a municipality or County deems it appropriate to make road improvements to the cartway,
utility poles should be situated at least five to six feet off the edge of the cartway. Additionally,
in order to minimize general light pollution, street lighting should be limited to the end of cul-de-
sac, street intersections and to address site-specific needs. Over illumination wastes taxpayer
dollars and contributes to a suburban rather than rural atmosphere.



[image: image9.png]PRINCIPAL AREAS OF CONCERN

Mountain Lake Road"

Mountain Lake has as its principal access Mountain Lake Road. This road was recently taken
over by the County, leaving Lake Drive and the smaller residential access streets under
municipal control. The road is generally acceptable with a serious hazard at its intersection with
Lake Just-It Road. This intersection was recently realigned and remains hazardous due to very
poor sight lines.

Lake Drive

Mountain Lake was developed as a summer community. The road network, lot sizes and
dwelling locations were adequate for a seasonal, low intensity use. Since its inception, however,
Mountain Lake has seen an almost complete change into a year round community. Lake Drive,
constrained as it is by construction and the topographic character of the area, particularly on the
west side of the lake, has not been reconstructed to keep pace with the changes in use. It is
narrow and somewhat hazardous. Accordingly, what was once a reasonable rural street,
sufficient for general, fair weather use, is now a paved, year-round access way that serves not
only the lake but also travelers from that portion of Liberty Township to County Route 519 in
White Township and Route 46 via Tamarack Road. The principal hazards in this area are
indicated on Exhibit 12.

The most seriously constrained section of Lake Drive as shown on the Exhibit is the western
portion. There does not seem to be any means by which additional width may be constructed. In
fact, there are dwellings which themselves serve as impediments to safe travel. It is critical,
therefore, that no further encroachment on the cartway be permitted on any portion of Lake
Drive. Non-structural solutions should also be investigated to reduce the impact of traffic on the
road. One of those solutions is to make the road a one-way loop. There is no safe pedestrian
pathway connected with Mountain Lake. In the event that Lake Drive were to be restricted to
one-way travel, there would then be room for a marked pedestrian pathway as well. Current
encroachments shown on Exhibit 12 generally involve on street parking. Delineation of the
allowed parking area might be of use to homeowners seeking to avoid creating a hazard.
Redirecting traffic to a one-way flow in conjunction with more rigorous enforcement of parking
standards is the most feasible and immediately achievable means to improve safety around
Mountain Lake.
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ROAD HAZARDS
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[image: image12.png]HAZARDS IN THE NETWORK

In addition to the forgoing discussion, there are various sites in the Township road network that
pose a hazard to vehicular and pedestrian traffic (See Exhibit 12).

1.

10.

11.

12.

Hope-Great Meadows Road - Although this is a county road, the area in question is a
sharp downbhill curve with very poor sight distance. Efforts should be made to encourage
the county to improve this area.

Intersection of Hope-Great Meadows Road and Shades of Death Road - Significant sight
distance problem, particularly to the south from Shades of Death Road. Intersection
should be 90 degrees.

Intersection of Mountain Lake Road and Hope-Great Meadows Road - Significant sight
distance problem and poor road alignment. This condition continues to the north along
Route 611. A reconstruction plan should be developed in cooperation with Warren
County.

Lake Drive - All Sections

Intersection of Danville Mountain Road and Free Union Road - Sight distance can be
improved through removal of brush.

Intersection of Mountain Lake Road and Lake Just-It-Road - Sight distance and
intersection alignment should be improved. This intersection was recently realigned and
remains hazardous due to very poor sight lines.

Intersection of Spring Hill Road and Quenby Mountain Road - Alignment is poor.
Should be reconstructed to make a ninety-degree intersection.

Intersection of Park Street with Mountain Lake Road - Sight distance is affected by a
substantial boulder, which should be removed.

Intersection of Quenby Mountain Road and Route 46 - The intersection needs to be
realigned.

Although not within Liberty Township, the intersection of Hope-Great Meadows Road
and Route 46 is an important intersection affecting both local and regional traffic. This
intersection is limited as to sight distance, particularly from Hope-Great Meadows Road
to the west. Construction alternatives may exist, although it is more likely necessary that
a traffic light be installed at the intersection.

Marble Hill and Mt. Lake Road sight.

Marble Hill and Hope Road.

The above, not in order of priority, should be addressed by the governing body in future capital
budgets.
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The Township is wholly dependent on vehicular travel as the means to get from one place to
another. There are few areas of sidewalk or paths in town. Those areas which do exist are part
of newly developed single family subdivisions and do not serve the general public wishing to
travel throughout the Township. Wherever possible, pedestrian and bikeways should be
constructed along existing roads, particularly those serving residential neighborhoods. They
should be designed so as to be physically separated from vehicular traveled ways. Additionally,
efforts should be made to coordinate this objective with the Township’s open space planning.
Areas of potential greenways should be connected and may also serve as a location for
pedestrian and bikeways.

ADDITIONS TO THE ROAD NETWORK

In addition to these new rights-of-way, it is important to create alternative means of local access,
thereby reducing the impact on existing municipal roads. An effective way of providing for this
future expansion is to require that, where a development abuts a parcel of underdeveloped land
and the topographic character of the area makes it possible, stuff rights-of-way extending to the
property line should be provided for eventual extension.

Exhibit 13 depicts several possible alignments for additions to the local road network. Some,
such as Buzzard’s Glory Road and State Park Road, exist as mapped but unimproved streets.
Others are completely new. Efforts should be made to incorporate these into an Official Map.

These streets are important future links within the Township. They will enhance public safety
and general access.

Any municipal takeover of private roads should require that the roads be brought up to municipal
specifications as to cross section pursuant to State Statute by the owner of the roads prior to
municipal acceptance. :

LOOP ROADS

The existing road network tends to act as a residential collector system with some (e.g. Mountain
Lake Road) acting as a secondary arterial and others (e.g. Hope Road, Route 46) acting as
primary arterials. The tendency has been for residential development to begin along an existing
road with the back land being left for development at a later date. As long as development is
relatively light and population relatively low, the residential use of these streets does not conflict
with through traffic. As population increases and traffic along these streets increases

concomitantly, the desirability of residential use, particularly single-family single residential use
along these streets, is reduced.
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ADDITIONS TO LOCAL ROAD NETWORK
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[image: image16.png]Development should focus on avoiding direct access to arterial streets as well as higher order
collector streets wherever possible. Connector streets between existing arterials and collectors
should be designed in such a way as to reduce the desirability of those streets as cut-through to
retain their viability as residential streets while allowing them to serve as alternative routes for
emergency equipment. These will also make the operations of the Public Works Department
more effective as they have a significant advantage over cul-de-sac streets.

STREET SIGNAGE

Street signage should be uniform and the street names themselves should be made of reflective
material to ensure greater visibility after dark as a safety measure. Any vandalized signs should
be replaced as quickly as possible.

ROADWAY WIDTHS

Exhibit 14 depicts the current rights-of-way and cartway widths of roads in Liberty Township.
Historically the Township has utilized a cartway width of 24 feet with a right-of-way of 50 feet
as authorized by the Municipal Land Use Law. However, through an unfortunate State takeover
of municipal road standards, the New Jersey Site Residential Improvement Standards (RSIS)
provide for a category of street known as rural streets. These streets serve low-density
development, may be 20 feet in width and require only a 40-foot right-of-way. Cartway width is
similar to that of Lake Drive in its most improved sections. Except for cul-de-sac streets, this

width is generally unacceptable as any on-street parking or pedestrian use effectively makes the
street a one-lane street.

The next order of street permitted under the RSIS is a 28-foot “Residential Access” street. This
is excessive, generally going beyond the width of many County roads in the Township. The
RSIS does, however, permit a municipality to require a four-foot bikeway in connection with a
rura] street. A four-foot bikeway combined with a 20-foot cartway would provide an overall
street width of 24 feet. Bikeways should also be required for all rural streets where a 28-foot

street is required by the State standard. There is more than adequate width for safe passage of
bicycles. '

In order to ensure that municipal planning is accompanied by an understanding of the plans and
land use activities of other jurisdictions, the Municipal Land Use Law at Section NJSA 40:55D-
28d states “The Master Plan shall include a specific policy statement indicating the relationship
of the proposed development of the municipality, as developed in the Master Plan to (1) the
Master Plans of contiguous municipalities, (2) the Master Plan of the county in which the
municipality is located, (3) the State Development and Redevelopment adopted pursuant to the
“State Planning Act,” sections 1 through 12 of PL 1985, c¢. 398 (C.52:18A-196 et seq.) and (4)
the district solid waste management plan required pursuant to the provisions of the “Solid Waste

Management Act,” PL 1970, c. 39 (C.13: 1E-1 et seq.) of the county in which the municipality is
located.”
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RIGHTS-OF-WAY AND CARTWAY WIDTHS
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[image: image19.png]The Township should also look into cooperation with Warren County and the State of New
Jersey in providing bicycle lanes for county roads and state highways. Currently, the State of
New Jersey is looking to install bikeways along State Route 94. This would also be appropriate
for US 46 and County Route 611 (Hope-Great Meadows Road). There does not appear adequate

width on Mountain Lake Road to create a separate bikeway without substantial reconstruction of
the road.

PARK AND RIDE

Park and rides are a valuable means by which commuters may reduce the costs of regular
commutation during rush hour traffic. A park and ride should be established in the vicinity of
the Fish Hatchery on US 46 as well as in the Free Union Town Center.

OTHER ELEMENTS OF THE CIRCULATION SYSTEM

The Township was also served at one time by two railroads, as mentioned earlier. One of these,
the Lehigh and Hudson River has been effectively destroyed as a railroad bed. Portions of the
railroad right-of-way have been sold and developed both in Green Township as well as in
neighboring Andover Borough. The second, the former Erie Lackawanna Cutoff, is a dramatic
contrast. The twenty-six miles of the Cutoff running from Roxbury to Pennsylvania border has
been condemned by the state of New Jersey. Plans are underway to reactivate the railroad to
provide both passenger and freight service by the year 2003. The Cutoff runs through Greendell
on its way to Johnsonburg, Blairstown, and Columbia. The train station at Greendell was
improved by the former property owner and has since been allowed to deteriorate.
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