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SUMMARY OF.RECOMMENDATIONS 

After review of the current and projected socioeconomic 

characteristi<::s, daily travel demand patterns, and public trans-

portationoperations in the Eastern Monmouth-Ocean-MiddleseX 

Corridor (Study Area), several alternatives for modifying the ex..;. 

isting bus network were developed. Each was designed to.reduce 

travel time and mileage, improve feede:i; to line--haul services, 

provide service to areas currently without service, increase 

ridership, and reduce route duplication. Recommended modifications 

are as follows: 

Operating Modifications 

1. Reroute Boro Busses Route l to serve the southern 

Camp Charles Wood area, the Mid-Monmouth Industrial 

Park, and the Stony Hill Garden Apartments. Provid6 

additional midday service. (Page 75) ·-

2. Consolidate Coast Cities Coaches Routes 4, 2/16, 

and 20 to reduce mileage and route duplication. 

Extend• Route 4 to serve the Shark River Hills 

area of Neptune Township and/or more of western 

Neptune Township. ( I> age 7 8) 

3. Reroute Coast Cities Coaches Raute31 to elimi-

nate unproductive mileage and introduce service· 

to new areas. Reroute Bero B.usses Route l with-

. in Long Branch to continue service to some areas· 

while also providing direct bus access to Monmouth 
. . 
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Shopping Center for more Study-Area residents~ 

(Page 84) 

4. Eliminate Amboy Coach service in Woodbridge and 

terminate the Route at the Perth Amboy General 

Hospital. This will eliminate route duplication 

and provide new direct service to the Hospital 

from areas of Perth Amboy. (Page 89) 

. 5. Coordinate the peak-period service of the Amboy 

Coach Route and TNJ Route 12/58 along Main Street 

in Sayreville. (Page 89) 

6. Extend.Bayview Bus Lines' Keansburg Route to provide 

a bus service link a:t Campbell's Junction in 

Middletown. Passenger travel between Red Bank and .· 

Keansburg would thus be made easier. (Page 91) 

7. Reroute Coast Cities Coaches Routes 2, 7, and 

20 to serve variou~ Study-Area railroad stations· 

directly. (Page 96) 

capital Improvements 

:9. Continue the bus purchase program objective, 

initiated by the New Jersey Department of 

Transportation, of replacing all buses 12 

y~ars old or older. (Page 115) · 

2 
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9. Initiate a program to install modern bus shel-

ters and bus stop signs at key bus-stop loca-

tions throughout the Study-Area over the next 

5 years. (Page 123) 

Adminfstrative SuJ;?port .. ' . ' ' ' ' 

10. Organize and initiate a strong ma.rket develop-

·ment pl:'ogram oriented toward making residents 

of the Eastern Monmouth-Ocean-Middlesex Corridor 

fully aware of the public bus service presently 

available, through the use of all types of public 

media programs, printing of timetables or sched-

- ules for all bus services, and the marking and 

identification of bus-stop locations. (Page 116) 

Jf'orb. :t\4con 8.. l>avie 
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CHAPTER I 

INTRODlJCTION 

·_ The Eastern Monmouth..,Oceari-Middlesex corridor _ (Study · 
. .. . . . . ·.. . . . . 

Area) .extends.along the·northeastern Atlantic Ocean coast~ine of 

New Jersey and connects, at its northern end,. to the North~ast 
. . - . ·. . . 

Corridor between· New York City and Philadelphia. ·. Parts of the. 

Study Area have been among the fastest growin<;J areas in the 

4 

United . States in the ia_st 2 0 years. Many newly-d~veloped portions 

have become ''bedroom communities II for· the large employment ceriters 

to the north. The existence of public transportation was. one of 

the factors which made it ·possible for people to live in this area 

and work in Newark; New York City, and Union, Essex, and Hudson 

Counties.· Equally important to the Study Areahas-been theability 

- of the transit system to carry visitors from the heavily-populated 
! . . 

northern·areas to the shore·communities, in· support of the seasonal 

-- resort industry. To this day, and especially in view of recent 

and· forecasted shortages of and price increases f()r fuel, a segment 

_ of the population in the Study Area relies heavily on the local 

and line-haul transit network for its livelihood; convenienc~, 

and/or recre~tion. 

Study Area Definition 

'i'he ·Study -Area is bounded to the west by the Ga+de:n 

-State Parkway in Middlesex, Monmouth, and Ocean Counties; _to the-

·- north by the town bf Woodbridge; arn;l t~ the south by th.e Borough 

of Bay Head, Brick Township; and the Borough of Point Pleasant •.. 





0 

Also included are the Borough of Sayreville and Old Bridge 

(formerly Madison) Township in Middlesex County. The Study Area 

is shown·in Exhibit 1. 

Development Pattern 

Growth in the Study Area traditionally took pl,ace in 

the northern and eastern urban sections, i.e., in Perth Amboy, 

South Antboy, Keansburg, Red Bank, Long Branch, and Asbury Pc;1.rk. 

These areas are becoming fully developed, and, in recent decades, 

growth has occurred further inland in the western sections. One 

major catalyst of this growth trend was the construction of the 

Garden State Parkway in the 19S0's. The shore resort industry 

plays a major role in the economy of the Study Area. The few 

heavy industrial concerns in the area are located primarily in 

5 

the vicinity of the Amboys and, to a small extent, along New Jersey 

Route 36 in the Hazlet area. Numerous military installations in 

the Study Area provide a significant amount of employment. Present 

commercial growth is oriented towards the. growing western residen-

tial areas and much of the recent increase has been in strip devel-

opments along the major highways. 

Present Transportation Service 

The Study Area is served throughout its length by the 

New Yor)< and Long Branch Railroad (NY&LB), operated by the Penn 

Central Transportation Company and the Central Railroad Company 

of New Jersey. This. line primarily serves the older established 

eastern communities and connects them to Newark and New York City. 
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Several line-haul bus services operate from most of these same 

towns to Newark, Jersey City, and New York City. Local bus ser""' 

vices connect many of the eastern communities. Three primarily 

radial patterns of local transit bus service exist, centered in 

6 

Perth Amboy, Reel Bank, and Asbury Park. Many of these local routes 

feed both the bus and railroad line-haul services at various points. 

In addition, some east-west local services to the Freehold and 

New Brunswick urban centers are provided. 

Phase A Bu.s Study 

This study is the second phase of a two-phase study of 

public transportation·in New Jersey, and the.objectives of .this 
/ 

phase are based on some of the results of the first phase (Phase 

A)~ Phase A consisted of the following three tasks: 

a. Preparation of an introductory overview statement 

dimensioning the transportation situation in the 

.state of New Jersey and identifying governmental 

policy alternatives. 

b. Inventory all existing bus transportation·oper-

ations in New Jersey. 

c. Development of recommendations for immediate-action 

improvements making optimum use.of existing equ.ip-

rnent and facilities. 

Problem: Statement 

The following four problems were addressed in this 
' Phase B study to improve existing and short-range future (1980) 

transit service: 
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a. ];3us-railroad competition for commuter trips to 

b. 

c. 

d. 

Newark and New York. 

Reorientation of bus service to feed improved rail-

road service proposed in the Study Area. 

Review of subsidy programs for railroad and cornpet-

ing bus services. 

Rationalization of local bus service to minimize 

subsidy rates while providing effective service. 

Study. Objectives 

The objectives of this study are as follows: 

a. Analyze the routes of Coast Cities Coaches, Inc., 

Boro Busses Co., Amboy Coach, Inc., and Bayview 

Bus Line, Inc., to determine if they serve the 

needs of.the Study Area. 

b. Analyze the commuter bus operations of the Asbury 

Park-New York Transit Corp., the New York-Kec3.nsburg-

Long Branch Bus Co., and Transport of New Jersey 

Route 130/133, to determine if planned improvements 

to the New York and Long Branch Railroad would ad-

versely affect the bus services. If these effects 

are foreseen, develop an integrated operating plan 

which would optimize the utilization o;f the avail-

able facilities and increase patronage of the public 

transportation network. 

7 
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CHAPTER. II 

FIELD SURVEYS. 

Various survey tasks were undertaken by Fol;:'d, Bacon & 

Davis, Inc. (Consultants) for the purpose of generating data in 

accordance with contract provisions. Conducted during April and 

LJ May of 1975, the surveys included passenger counts and travel time 

studies and were made with the cooperation of the bµs operators. 

involved: 

a. Asbury Park--New York Transit Corp. (AP-NY) 

b. New ¥ork-Keansburg-Long Branch Bus Co. (NY-K-LB) 

c. Coast Cities Coaches, Inc. (CCC) 

d. Amboy Coach , Inc • (Amboy) 

e. Bayview Bus Line, Inc. (Bayview) 

f. Boro Bus ses Co. (Boro) 

g. Transport of New Jersey (TNJ)* 

on-Board Passenger Counts and Roadside Counts 

On-board counts were performed between April 21 and 

May 2 on either: (a) two trips in the peak direction during morn-

ing and evening peak periods and two round trips.during the off.,. 

peak period; or {b) at least 10 percent of the trips in each of 

those time periods. Iil compiling the on-board counts, observers 

recorded the time and location of each stop to pick up or di;-op 

off passengers and'the number of passengers at each stop •. In 

addition, bus and bus stop characteriE:;t:i..cs were noted. 

* Surveyed on November 2 4 and 25, 19 7 5. 
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Roadside load-point counts were taken at a minimum of 

two locations for each route. The locations were chosen based on 

discussions with bus company personnel and field observations 

made by the Consultants. Observers recorded the direction of each 

bus, the.time of arriva+, the number of passengers on board, and 

the number alighting or boarding at the location. These counts 

were used i~ expanding the on-board count sampling and to check 

the accuracy of the on~board counts. The roadside counts were 

made at the following locations: 

Company and Routes. 

AP-NY 

NY...,K-LB 

Bore: 
Route 1 

Route 2 

Routes 4,5,10 

Route 8 

CCC: 
Route$ 4,2/16,20 

Route 7 

Location of Roadside Count 

Red Bank Bus Terminal/Rail.,.. 
road Station 
Asbury Park Bus Terminal 

Leonardo Bus Terminal 
Airport Plaza 

Broad and Monmouth (Red Bank) 
Monmouth Shopping Center 
Broadway and Norwood (Long 
Branch) 

Broad and Monmouth 
Monmouth Shopping Center 

Broad and Monmouth 
Front and Broad (Red Bank) 
Red Bank Railroad Station 

Broad and Monmouth 
Broadway and Norwood 

Cookman and Main (Asbury Park) 
Press Plaza (Asbury Park) 

Cookman and Main 
Press Plaza 
Broadway and Norwood 
Broadway and Third (Long Branch) 
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Company and Routes 

CCC: (cont'd) 
Route 31 

Location of Roadside Count 

Cookman and Main 
Press Plaza 
Broadway and Third 

10 

Amboy, Bayview Smith and Maple (Perth Amboy) 
108 Stevens Avenue (South Amboy) 

Bus Travel.Time Studies 

Bus travel time studies were conducted on the same sam-

pling basis as the on-board counts. Undertaken between April 29 

and May 8, 1975, observers recorded the location, duration,: anq 

reason of each stop or delay in the operation of the bus routes, 

A'qto Travel Time Studies 

Recordings were made over sections of highway which com-

prised the major network in the Study Area. Two auto trips were 

made in the peak direction in each peak period and two round trips 

were mao.e during the off-peak period. The type of data c:::ollected 

was identical to that collected for the bus traveil time studies •. 

The survey work was undertaken between April 29 and May 9, 1975, on 

the following selected sections of highway system: 

a. Garden State Parkway from Interchange 96 (Wall 

Township) to the New Jersey Turnpike (Exit 11) 

b. New Jersey Turnpike from Exit 11 to Exit 16 

c. Route I-495 from New Jersey Turnpike Exit 16 to 

Lincoln Tunnel 

d. Lincoln Tunnel to New York City (41st Street ana 

. e. 

10th Avenue) 

New Jersey Route 35 from Asbury Avenue (Asbury· 

Park) to Korvettes (Woodbridge) 





f .. New Jersey Route 36/Ocean Avenue from Broadway and 

--' Ocean Aven\;le (Long Branch) to the junction of Nf,:lw 

Jersey Ro1,1tes35 and 36 (Hazlet) via Highlands 

I 
I t ,_, 

g. 

Bridge 

New Jersey Route 36 from Interchange 105 (Garden 

State Parkway) to Joline and Ocean Avenues {Long 

Branch) 

):1. Broadway in Long Branch from New Jersey Route 36 to 

Ocean Avenue 

i- Norwood Avenue in Long Branch from Broadway to Cedar 

Avenue 

j. Monmouth County Route 520 from Interchange 109 

(Garden State Parkway) to Shrewsbury River Bridge 

(Sea Bright) 

k. New Jersey Rou.te 71 from New Jersey Route 36 (West 

Long Branch) to New Jersey Route 35 (Brielle) 

1. New Jersey Route 35 from New Jersey Route 34 (Wall 

Township} to Point Pleasant Beach railroad station 

m. New Jersey Route 34 .from Interchange 96 (Garden 
. . . . 

State Parkway) to New.Jersey Route.35 (Wall Township) 

n. New Jersey Route 33 from Interchange 100 (Garden 
. . . 

State Parkway) · to New Jersey Route 71 (Asbury Park) 

o. Asbury Avenue from New Jersey Route 35 (Neptune 

Township) to,New Jersey Route 71 (Asbury Park). 
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CHA!>TER Il:I 

. $TUPY AREA CHA~CTERISTIC$ AND TRENDS. 

The Study. Area is an int_egral part of the New. York Cj. ty . 
. . . · . .- .· . . 

metropolitan region arid is subjec:t to the economic,.· social, a.nd 

demo9raph;i,c forces at·worl{ within it. ~xcept:. for.Point Pleasant 

•. Beach ·1nocean ·County,. t:.he Study· Area. li,es w:i,·thin the 23..-county 
. . . . . ·. ' . . . . . 

Tri-state :Region ttihich,_ c::'.ontained one-tenth of the nation's 1970 

population. Its geographic proximity .to New York ancr Newark, the · 

presence of' ;roads' such as th¢ Garden State Parkway, and Jti; ion~,- ·.· 

attractive Atlan~ic coastline have f,igured, prominently in :the growth; 

.·of the Study Area during the ~ast·· three _._decade~. 

Major Municipalities.· 
) 

Major municipalities within the Study Area wh;ieh,h~ve high 
population ~ensity and the,' potential to eupport ', public transit include 

. .- . . . 
. . . . . --- .. ... ,. 

Long Branch., Asb~ry. Pa;r~, Reg Bank, I<eanSburg and. Perth Amboy •.. ··· 

· . :ar;i.ef. de:scriptions of these place$ . follow •. ·· . 

Long Branch 
•'· . 

'!'his city islo<:rated on the Atlantic shore, east.of New 
. -

Jersey. Route 71 and south of ~ew jersey Route 3.6 •. Accqrding te> the -

1970 u.s~ Census. (Census)/ its POJ?ulation of 31~774 ranked it as 
. 40th in population among New Jerseyciti¢s. It has a population 

' . 
'' ' 

density of 6,230persons per square.mile over its 5.l~square-mile 

area. 

Bus service is pro~ided by Boro Bu$~esand Coast Citi~s 

,coaches, with intercity bus se;rv:i.ce to and from Newark:and/or Ne\'i 

York provided by the New York-I<eansburg-Long Branch Sus Co. , ' Trans- . ',, 
,'.; _· . :• ·. ·. :_ . . : ·. . 

.pqrt of. New Jersey,· ancl Asbury Park~New York:. Transit~ .Railroad .. 

service i's-provided_ by·· the NY&LB. 

tffl(J9acon tl>«tie; .· 
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The main commercial district is along Broadway, part ... 

icularly in the area of the Liberty Street/Memorial Parkway inter-

section. Major manufacturing/industrial concerns include Long 

Branch Manufacturing Co., Wheelock Signals, and Abate Clothing. 

Electronic Associates, one of the leading employers in the County 

is located in nearby West Long Branch. 

There are three subsidized senior citizen housing develop-

ments in Long Branch: Chester Arthur Apartments with 60 units, 

Kennedy Towers with 100 units; and Hobart Manor with 57 units. 

Senior citizens comprise 11 •. 4 percent of the City's population. 

Other subsidized dwelling units for low-and moderate-income 

LJ families include Garfie.ld and Grant Courts (162 and 82 units), Sea 

View Manor (46 units), and Woodrow Wili:;on Homes (136 units). As·. 

of June, 1972, there were two additional high-rise senior-citizen 

apartments either proposed or pending, with 317 and 35b units, 

respectively. 

Asbury Park 

Also located on the Atlantic shore, 2.3 miles south of 

Long Branch, Asbury Park is served by New Jersey Route 71, with 

New Jersey Routes 35 and 66 (Asbury Avenue) also providing high-

way access. Local bus service is provided by Coast Cities Coaches 

l .. • and Boro Busses. Intercity bus service between Asbury Park and 

other shore communities and Newark/New York is provided by Asbury 

Park-New York Transit. Transport of New Jersey has routes from 

Asbury Park to Philadelphia and to Newark. The North and South 

Jersey Bus Company connects Asbury Park and .;Jersey.City. Asbury 





J?ark is served by the New York and Long·Branch Railroad. The 

Asbury Pc3.rk Air Terminal is located at the intersection of New 

Jersey Route .66 and the Garden State Parkway, and, while not 

serving corrunercial c;:1irlines, provides a terminal.for private 

aircraft. 

The 1970 Census shows the population of Asbury Park at 

14 

I I G 16,533 persons, a decline of 4.8 percent from 1960~ It ranks 84th 

in population among New Jersey cities. The 1970 population q.ensity 

was 11,022 persons per square mile over a land area of 1.5 square 

miles. 

Senior citizens comprised 19.9 percent of the 1970 popu-

lation. About 17 percent of Asbury Park's families were classified 

as having incomes below the poverty level, as defined by the 

Census. 

Five subsidized senior-citizen housing developments have 

been built in Asbury Park: Dr. Robinson Towers with 110 units,. 

Charles Lumley aomes with 60 units, Kingsley Arms with 92 units, 

Asbury Towers with 350 units, and Comstock Courtwith 50 units~ 

Low- and moderate-ipcome housing developments include Asbury Park 

Village (249 units), Washington Village (59 units), Lincoln Village 

(63 units), and Stephens Manor (90 units). 

· The downtown business and commercial center is on Cookman 

Avenue, particularly in the area of Press Plaza. Amusements and 

arcades for the summer tourist business are located along the 

boardwalk and Ocean Avenue. Besides·the recreation·industry, 
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which swells the City's summer population from 16,000 to about 

'~: 43,000, major manufacturing/industrial employers are the Asbury 

Park Press with 469 employees, J. Kaslinger & Company with 110 

employees, and Bio-Science Industries with 70 employees. 

r1 
I I l_1 Red Bank 

Red Bank is located on the south bank of the Navesink 

lJ River and is served by New Jersey Route 35 and by Monmouth County 

Route 520, the latter providing convenient access to the nearby 

Garden State Parkway. The 1970 Census shows the City's popula-

tion at 12,847 persons, a 2.9 percent increase from 1960. The 

Monmouth County Planning Board estimated as of January 1, 1974, 

the City's population to be 13,090 persons. Red Bank is relatively 

r, densely populated, with 7,341 people per square mile over its 1.75 

square miles. 

(1 
(_j 

Bus service is provided by Boro Busses within the City 

and to and from Long Branch, Asbu:ry Park, Freehold, :fort Monmouth, 

Sea Bright, and Highlands. Asbury Park-New York Transit provides 

commuter bus service from Red Bank to New York. Bus service to 

and from Jersey City is provided by the North anc;l South Jersey 

Bus Company. Railroad service is provided by the NY&LB. 

Red Bank's downtown commercial district is located on 

Broad Street, in the area of West Front and Monmouth·streets. The 

principal businesses in town are Seals Eastern, Bridge Sportswear, 

1_~1 Adams Bros., and Red Bank Clothing and Manufacturing Company. 

Evergreen Terrace, with 50 units, i~ the only subsi-

dized housing development for senior citizens, who make up 19 
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percen-tof the J;>Opulation. r-ioritgomery Terrace supplies 40 units 

of loW..;' and. moderate~in·coxrie. hOu$ing. . The 1970 Censu~ li$ted 329 
. . . . 

. - . .· 

families below the poverty level. As of June 1972, four high- · 
. . 

ri.se·apartment complexes, with a total of 382units, were pro-

·posed. 

Keansburg 

Keansburg is located in the northeastern portion of 

MonmouthCounty across the Raritan Bay from Staten·Island. Bus 
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service is provided to the Amboys ·and .. intermediate coastline points 
• • • > •• •• ••• -· •. • • 

by Bayview Bus Line. The NY-K-LB provides bus service from Long 
. . . -

Branch to New York City and New~rk, Vici Keansburg. The 19.70 Census 

shows Keansburg's population at 9,720 persons, up 41.8 percent fr~m 
1960 and, distributed 'over 0.95 square miles. 

The co:rnmerical distr.:ict of Keansburg is centered along 

Main Street.· There are no large manufacturing employers in.town, 

but some of the major employers in the County are nearby, along. 

i . New Jersey Routes 34, 35 and 36 in Hazlet and 'in Holmdel. These.· 
I_ ' 

u 
0 
C 

include International Flavors and Fragrances, 'Lily Ctip, and Lanvin 

Charles of·the Ritz. 

Twelve percent of the Borough's families were. below the 

poverty level, according to the 1970 Census. . To .date, 131 apart ... 

ment.units·have been completed and occupied by low-income families·· 
. . . 

as part of the Borough's Urban: Renewal Proj ~ct.· 

Perth Amboy 

Perth Amboy had a 1970 population of 38,798, an increase 
1
'--' of 2.1 percent over its 1960 figure~ . It is located on the riorth 





L 
shore of the Raritan River at the mouth of the Raritan Bay. 

The 1970 population density of this 4-1/2-square-mile city was 

8,622 persons per square mile. Senior citizens comprised 14.2 

percent of the 1970 population. 
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Local bus service is provided by Amboy Coach, Bayview 

Bus Line, and Transport of New Jersey. Commuter bus service to 
i lJ New York and Newark is operated by TNJ. The NY&LB provides rail-

\ 

road service to Newark and New York. 

The primary commercial district is located along Smith 

Street. Numerous industrial concerns are in the City, with con-

centrations in the southern and northeastern sections. The largest 

(~ employers are the Anaconda Company, American Smelting and Refining, 

and Chevron Oil. 

Study Area Population 

LJ Population counts of each municipality are listed in 

Table 1. The Study Area population grew from 376,432 persons in 

1960 to 532,507 in 1973, an increase of 41.5 percent. Comprising 

249.3 square miles, which represents 3 percent of New Jersey's 

land area, the Study Area accounted for 6 percent of the State's 

population in 1960 and 7 percent in 1970, a growth rate 13.8 per-

cent faster than that of the State as a whole. 

A component of population that should not be overlooked 

is the huge influx of summer visitors principally to the shore 

resorts. Al though the Census provides no data on summe-r population, 





. Municipality 

Perth Amboy 
South Amboy 
Sayrevill.e . 
O].c;i Bridge (formerly Madison) 
Matawan Twp. 

. Keyport 
Union Beach 
Keansburg 
Hazlet 
Middletown 
Highlands 
Atlantic Highlands 
Fair Haven 
Little Silver 
Tinton Falls (formerly New Shrewsbury) 
Red Bank 
Rumson 
Sea Bright 
Shrewsbury Twp. 
Shrewsbury Baro 
.Eatontown 
Long Branch 
Monmouth aeach 
w. Long Branch 
O~eanport 
Allenhurst 
Loch Arbour 
Interlaken 
Asbury Park· 
Avon 
Bradley Beach· 
Deal. 
Neptune 
Neptune City 
Ocean Twp. 
Wall 
Belmar 

1960. 

38,007 
8,422 

22,553 
22, 722 

7,359 
6,440 
5,862 
6~854 

15,334 
39,675 

3,536 
4,119 
5,678 
5,202 
7,313 

12,482 
6,405 
1,138 
1,204 
3;222 

10,334 
26,228 
1,363 
5,337 
4,937 

795 
297 

1;168 
17,366 
1,707 
4,204 
1.,889 

21,487 
4,013 .. 

11,62.2 
11,929 

5,190 

Table 1 
Populatio~ <rrends. 

Population 

1970 1973 1980 

38,798 40,62.5 44,890 
9,338 9,642 10, 352_ 

32,508 ·36,472 45,721 
48,715 . 57,753 78,842 
17,680 18,720 21,556 

7,205 7,670 8,001 
6,472 6,600 7,157 
9,720 9,780 10,439 

22,239 22,670 24,610 
54,623 57,680 67 ,l.35 

3~916 3,980 4,971 
5., 1Q2 5,300 5,767 
6,142 6,250 6,514 · 
6,010 6,120 6,335 
8,395 8,570. 12,792 

12,847 13,080 13,881 
7,421 7,659 8,273 
1,339 1,530 1,646 
1,164 1,16.0 1,388 
3,315 3,310 4,171 

14,619 15,170 17,070 
31,774 32,600 35,254 

2,042 2,230 2,680 
6,845 7,270 7,814 
7,503 7,800 8., 700 
1,012 1,010 1,071 

395 430 465 
1,182 1,200 1,260 

16,533 16,600 18,576 
2,163 2,240 2,521 
4.,163 4,340 4,986 .. 
2,401 2,500. 2,733 

27,863 29,100 33,463 
5,502 5,590 6,167 

18,643 21.,550 26,673 
16,498 17,760 26,4.31 

5,782 6,030 6,660 

l 

Percent Change 
iri Populati9n Land Are.a Population Densit:t 

1970 ... 1980 {Sg, Miles) 1970 1980 

15,7 4,50 8,622 9,':176 
10.8 1.40 6,670· 7,394 
40.6 16.60 1,958 ·2, 754 
61.8 38.30 1,272 2;059 
2l.9 5.45 3,244 3,955 
1.1.0 1.40 5.,146 ·5, ns 
10.6 1.80 .J,!'i96 3,976 
7.4 .95 10,232 10,988 

10.7 5.60 3,971 4,3':15 
22.9 41.08 1,330 1,634 
26.9 · .64 6,119 7,767 
13;0 1.20 4,252 4,806 
6.1 1.55 3,963 4,203 
5.4 2 .. 80 2,146 2,263 

52.4 15.15 553 844 
8 .. 0 1.75 7,~41. 7,932 

11.5 5;20 1,427 1,591 
22.9 .60 2,232 2,743 
19.2 .. 09 12,933 15,422 
25.8 2.30 1,441 1,813 
16.8 5,80 2,521 2,943 
,10.9 5.10 6,230 6,913 
31.2 l.10 1,856 2,436 
14.2 2.83 2.,419 2,761 
16.0 3.10 2,420 2,806 

5 .. 8 · . 30 3,373 3,570 
17.7 .10 3,950 4.,650 
6.6 .38 .3 ,111 3,316 

12.4 1.50 11,<022 12,384 
16.6 .40 5,408 6., 303 
19 .. 8 .70. 5,947 7,123 
13.8 1.20 2,001 2,278 
20 •. 1 8.00 3,483 4,183 
12.1 .90 .6,113 6,852 
43.l 11,20 1,665 2,382 
60.2 31.01 5J2 852 
15.2 1.00 5.,782. 6,660 





Page 2 of 2 
Table l 

Population Trends 

Population Percent Change 
in Population Land Area Poeulation Density 

Municipality 1960 1970 1973 1980 1970-1980 (Sg, Miles} 1970 1980 

So. Belmar 1,537 1,490 1,470 1,-696 13.8 .20 7,450 8,480 
Manasquan 4,022 4,971 5,200 5,656 13.8 1.40 3,551 4,040 
Sea Girt 1,798 2,207 2,330 2,535 14.9 1.05 2,102 2,414 
Spring Lake 2,922 3,896 4,000 4,298 10.3 1.30 2,997 3,306 
Spring Lake Heights 3,309 4,602 5,100 5,933 28.9 1.30 3,540 4,564 
Brielle 2,619 3,594 3,880 4,597 27.9 1.65 2,178 2,786 
Holmdel 2,959 6,117 7,130 9,523 55.7 17.90 342 532 
Pt. Pleasant Beach 3,873 4,882 5,415 5,420 11 Q 1.50 3,255 3,613 

Total .376,432 499,628 532,507 626,623 25.4 249.28 2,004 2,514 

Source.s: U.S. Census; Monmouth County Planning Board; Ford, Bacon & Davis, Inc. 





it is estimated that 150 to 200 thousand persons come to New 

Jersey's shore area in the summer. 

Population Density 

The distribution of population within the Study Area 

18 

{j finds major concentrations in the coastal communities. Shrewsbury 

Township has the greatest population density (12,933 persons per 

square mile), a somewhat misleading figure due to its small size 

r I LJ 
0.09 square mile area. Next highest in density are Asbury Park, 

Keansburg, and Perth Amboy. 'l'he areas of lowest concentration 

are H~lmdel, Tinton Falls and Wall Township. 

The 1970 population density of the Study Are.a as a whole 

was 2,004 persons per square·mile, an increase of 494 over the 

1960 density •. This compares with densities of 2,188 ano. 953 

persons per square mile for the Tri-State Region and New Je+sey, 

respectively, in the same year. Exhibit 2 portrays municipal 

population derisities, by range. 

Elderly Population 

According to Census figures there were58,688 senior 

citizens (11.7 percent of the total population) in the municipal-

ities of the Study Area. Senior citizens are especially important 

in terms of transportation, because oftheir relativedependence 

on public transit. They generally have less income than younger 

inhabitants and are, therefore, less likely to own an automobile. 

Tri-State Regional Planning Commission data for 1970 reveal that 

only 24 per cent of Monmouth County senior citizens over the age 

of 64 have a driver's license. 
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EXHIBIT NO. 2 
1970 POPULATION DENSITY 

BY MUNICIPALITY 
NEW JERSEY PUBLIC TRANSPORTATION STUDY 

EASTERN MONMOUTH-OCEAN -MIDDLESEX CORRIDOR 
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N(WYORK • 
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_P~pulation Forecasts 

j 
L_, 

The population -of the . $tud~( Area is forecast to total 

626,623 per•ons in 1980;-an increase of 25~4 ~ercent over the 1970 
i I . . 
L Census count. Genera.l.l.y, .·the. growth of the older cities and 

coastal areas is not expecteci · to be , nearly as. r_apid as· that of the 
.- _: ·. -· - .. ··,. . . . 

inland area~, E!UCh as Wall Towpship,_ Tinton Falls; and Old Bridge 

Township. The population deh~~ty of the Study Area is projected 

. to be 2,514 persons per square ,mi,le in 1980, an incr~ase O,f 510 

persons. p~r square rriile ove·r the 1970 f igu:i;e. Shrewsbury Township, 
. . . 

Asbury Park, Keansburg, and Perth Amboy will continue to have. the. 

highest densities· and Tin tori Falls, Holmdel, . and Wall Township 

. the lowest. · 

Econom.i.c Characteristics.· .· 

Exhibit 3.-shows median family income ranges'of the. munic,..;· 

ipalities in 1970. Among the most af~luent communities ~re beaL, 
. . . . . 

Little Silver, Rumsori Interlaken, and. Hoimdel. ·.· Those places wit;h. •' 
. . . . . 

the lowest median f amil}7'. income values are Asbury Park, Bra,dley _· 

Beach,Sou1:h Belmar,.Sh;ewst>ury Towns)lip, Keansl:>urg, Long Branchi 

and aighla.nds • Iri the Monmouth 'County. portion of the . st'udy. Area.-~ •. ·_ .. 

6. 2 percent of all families in 1970 ,were. below the· ti .s. Bureau Qt 
•. . . 

the Census poverty level. Asl:)ury Park, Middletown, Nept,me Town ... _ : 
. ,. . . . . : . -· :. . _· .- . ,·, . 

ship, and Long Branch led in the number of thes(a tami].ies, while, 

communi tie~ with the high~s-t .· percentage of such families were· 
' . . 

, south Belmar (17~9 percent), Asbury t>ark(17.0p_ercent)-, Bradley' L 
. . . 

Beach (l-3.2 percent),· and Keansburg (J:2'percent). 
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The largest concentration of·households which haVe no 

autos available is in Perth Amboy, and other large clusters are 

in Long Branch. and Asbury Park~ 

Major Generators 

· EmployPen t 

The manufacturing and service industries are the two· 

largest industrial categories in the Study Area by total employ-

ment; according to the Census. Concentrations of job loca.tions · 

exist in Perth Amboy, along New Jersey Route 36 in the Bayshore 

communities, and in the Eatontown Circle/Fort Monmouth area~ 

Outside of the Study Area, jobs are concentrated in the vicinity 

of Freehold and.in Middlesex County municipalities north of the 

Study Area. Among the largest employers within the Study Area are 

Fort Monmouth, Du Pont, Lily Cup, N,L. Industries, Electronic 

Associates,.Jersey Central Power & Light, Midland Glass, American 

Smelting and Refining, and the Anaconda Company.. By the end of 

1976, Prudential Life, located in Holmdel, will employ between 

1,500 and 2,000 anc;l be among the Study Area's largest employers. 

Commercial Centers 

All of.the urban centers and bigge:r' towns in"the Study 
. ' . . -

Area have established shopping districts along their main downtown 

20 

streets. Some of these districts are deteriorating due to the 

competition of suburban shopping centers. The only major shopping 

center lying within the Study Area is.the Monmouth $hopping Center. 

The Center recently expanded from 54 to 124 stores and by August 

1976, will have 155 stores. several shopping centers are located 
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-near the Study Area, among them are the Woodbridge Shopping Center, 

Mid-State Mall, and Brunswick Square Ma:11. The common suburban 

practice of creating a_ continuo;us band of commercial development 

along major-highways has taken place within the Study Area, a 

notable example being along New Jersey Route 35. 

Medical Facilities 

Seven hospitals are located in or near the Study Area. 

They are: Jersey Shore Medical Ceriter (Pitkin Hospital) in 

Neptune, Monmouth Medical Center in Long Branch, Riverview Hospi-

tal in Red Bank, Bayshore Hospital in Holmdel, the Greater Freehold 

Area Hospital in Freehold, South Amboy Memorial Hospital, and Perth 

Amboy General Hospital. 

Educational Facilities 

Monmouth College is the only four-year college in the 

Study Area. Located in Long Branch, the full-time enrollment in 

1975 was approximately 3,400 undergraduate and 900 graduate 

students. 

Brookdale Community College is a two-year college located 

in Lincroft at Brookdale farms. Rutgers University operates a 

Fruit Research Center and a Soils and Crop Research Center in the 

western part of Monmouth County. 

Numerous vocational high schools are located in the Study 

Area, including Monmouth County's Vocational Onit at Long-Branch 

High School. 
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•Resorts andRecreation 
. . 

The resort industry along the Study Area's· beacnes and. 
. . - . 

boardwalks on the Jersey Shore attracts thousands of people each 

summer, with that total estimated to be between 150,000 and 200,000· 

persons~. There are· ·two racetracks in or · near the area: Freehold 

Raceway in Freehold c1nd the Monmouth Park Jockey Club in Oceanport. 

The Ga;rden State Arts·Center in Telegraph Hill Fark.in Holmdel is 

i · an arts and cuJ tu.ral center with indoor and outdoor seating~ Also · 

available.to residents and summer visitors are excellent parks; 
f. 
I 

\ 
\. 

I ; r 

golfcourses, marinas, andyachtclubs~ 

Jou:tnex-to""'.Work.Travel Patterns and Characteristics 

Table 2 lists the destinations of the typical da:ily work 

trips originating in each municipality of the StudyArea, based 

on Census data. These figures are summarized bysub~areas and 

shown·in Exhibit 4~ More trips to.Newark and/or·New York originate 

in the northern pa:i::t of the Study.Area than originate in the sout;h- · 

ern part of the Study Ar.ea. Of the 160,874 trips origin,ating ill. 

the Study Area, Newark and Manhattan a·ttraet 3. 4. percent and, 4 .7 . 
percent, ;respectively. Over one-.half (54. 5 percent) of the.· trip$ 

are clestined.for Monmouth County locations, both within and outside 

the Study Area.• 

Work-Trip Transportation Modes 

Table 3lists the distribution, by transportation mode,·of 
. ; -. ,_. the daily work trips originating in.the areas·defined in Table2~ 

The highest percentages of·. railroad trips occur in the Middletown/ 

l·_ 
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Table 2 
Page 1 of·, 

Destinations of 1970 'Daily .Work Trips 
Originatirig in Study Area 

Destination 
Rest of RE!st of Rest of Trenton Philadelphia 
Essex N.Y·.C. & Union Middlesex Monmouth Ocean Hudson North & Mercer · & South 

Area Mllnici:eality of Origin Newark -County Manha-ttarr N.Y State County County County County CoU:nty Jersey County Jersey Total 

A Perth Amboy 170 243 136 125 884 12,561 112 158 206 47 8 14,650. 

·B South Amboy 84 68 70 82 195 2,632 124 78 101. 6 3,440 
Sayreville 665 291 571 436 931 8,086 251. 427 470 57 13 12,198 
Old Bridge 1..ss2 1 469 8,088 ___&Q§_ _11.± ____ll 16,197 

S'Ubtbtal 1,863 837 2,223 1,357 2,595 18,806 1,607 1,111 1,224 171 41 31,835 

C Holmdel Twp, (North of G.S.P.) so 31 93 48 34 115 556 6 23 956 
Matawan Twn (Northern) 117 113 400 71 183 810 1,365 25 134 51 6 3,275 
Keyport 67 15 71 60 93 470 1,664 26 20 14 12 2,512 
Union Beach 168 21 ·63 25 118 249 1,070 22 88 39 1,863 
Keansburg ')9 77 156 206 159 272 1,473 11 165 22 7 2,647 
Hazlet __.l.Q.± ----21]_ .___II]_ ___jQl _.1§.§. -E _?21. ---121. ---11. ___§_,fill 

Subtotal 917 461 1,706 787 990 2,704 .9 ,.331 121 704 308 38 39 18,106 

D Middletown (North of G.S.P.) 826 273 1,166 653 705 1,120 9,731 146 538 258 30 37 15,483 
Highlands- 43 30 7 37 24 27 1,060 36 9 13 7 1,293 
Atlantic Highland_s ___ 5_8 ___iQ __ 9_9 __ 7_2 ___lM ___l! ---1±. 

Subtotal 927 343 1,272 758 801 1,251 12,113 203 589 299 37 . 37 rs, 630 

E Fair Haven 17 15 259 58 77 62 1;571 20 22 10 14 6 2,131 
Little Silver 63 43 240 101 56 79 1,379 21 21 28 12 2,043 
Tinton Falls (Northern) 16 25 22 47 527 12 10 659 
Red Bank 103 51 · 95 98 78 97 3,612 38. 56 26 23 6 4,28.3 
Rumson 92 22 298 232 49 56 1,447 21 9 11 8 2,245 
Sea Bright 37 .s 29 7 437 13 7 538 
Shrewsbury· 22 6 165 12 28 52 974 7 7 7 1,280 
Shrewsbury Twp. ___ 3 ___ 3 ___ 3· ___ 1_8 ----2Q.l ___ 7 ---1l2. 

Subtotal 350 148 1,114 504 310 418 10,248 l07 140 89 66 20 13,514 

F Eatontown 14 13 84 19 49 Bl 6,587 77 13 12 14 44 7,007 
Long aranch 133 45 150 133 92 198 9,634 134 ·65 48 9 39 10,680 
Monmouth Bea:ch 24 8 29 14 40 6 593 13 7 734 
Ocean_port 28 18 43 29 14 19 3,780 29 35 6 8 26 4,035 
West Long B~anc~ __ 4_3 ---1.l ___ 3_0 ___ 3_6 ___ 2_6 . 1,954 ---1..§. ___ 7 2,174 

Sl.lbtotal 242 105 336 231 221 329 22,548 258 126 66 45 123 24,630 





P?1,ge -2 of 2 
Table 2 

Destinations of 1970 Daily Work Trips 
Originating in Study Area 

Destination 
Rest of Rest of Rest of Trenton Philadelphia 
Essex N.Y.C. & .Union Middlesex -Moninol.lth Ocean. Hudson No·rth & Mercer & South 

Area MuniciEality of Origin Newark County Manhattan N.Y. State County County County County County Jersey County Jersey Totals 

G. Allenhurst 28 L6 19 16 13 307 399 
Asbury Park 50 46 lOl 23 23 62 4,190 74 12 33 9 4,623 
Avon 14 7 8 7 315 7 26 384 
Bradley Beach 24 26 18 42 7 21 1,137 42 19 9 1,345 
Deal 26 13 14 16 12 6 621 7 715 
Loch Arbou.r 5 11 56 72 
Neptune 94 46 102 48 69 173 6,571 140 90 68 31 15 7,447 
Neptune City 45 12 32 5 23 · 11 1,600 95 8 15 20 8 1,874 
Interlaken 31 7 271 7 5 328 
Ocean Twp. _ll 111 ___..2Q 149 __rz_ 163 _§ _1l _fill. ____ll 

Subtotal 406 198 436 247 29.6 368 20,.842 528 214 201 108 34 23,878 

H Belmar 3B 28 20 32 49 32 1,9s~ 83 9 18 1,960 
Briell·e 51 15 50 23 29 16 810 107 8 10 1,119 
Manasquan 56. 16 21 63 63 21 1Jl08 209 25 44 22 1,648 
Sea -Girt 53 47 7 16 15 364 36 9 14 9 7 577 
Spi::"ing Lake 46 13 14 69 12 10 774 66 44 39 10 8 1,105 
·spring Lake Heights 64 14 42 38 43 50 1,251 86 34 22 14 1,658 
Wall 146 103 143 110 .106 153 4,223 441 29 33 5 26 5,518 
South Belmar 6 14 14 21 23 343 25 12 6 464 
Pt. Pleasant Beach ,____!± ---11 

;56 
____!± ----1§1_ ---11 ___§1_ _hill 

Subtotal 518 217 361 339 334 10,906 2,037 185 253 30 95 15,631 

Study Area Total 5,393 2,552 7,584 4,365 6,436 36,771 87,707 3,254 3,227 2,646 542 397 160,874 

Percent of Total Study Area 3.4 L6 4.7 2.7 4.0 22.9 54.5 2.0 2.0 -1.6 . 3 • 3 100.0 

Solirce·: 1970 U.S. Census 
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· • . 0000 Trips To Newark 

Total Trips Originating In Sector Ob€···. 0000 Trips To Manhattan . 

0.0000. ---. ·.-__ · 0000 .Trip·s. To Middle.sex C_ounty 0000 Trips To Monmouth County 
0000 Trips To Ocean County · 
0000 Trips To. All Others 

Source: 1970 U.S. Census · 
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EXHIBIT NO. 4 
DESTINATION OF 1970 DAILY WORK TRIPS 

, ORIGINATING-IN STUDY AREA 
NEW JERSEY PUBLIC TRANSPORTATION STUDY 

EASTERN MONMOUTH- OCEAN -MIDDLESEX CORRIDOR 
Jforo. ~a,on a. l!lavis 

,Jn,orporakO 
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. Table 3 
Work '!'rip Mode Utilization 

Percent of T+ips, by Mode 

Area of 
Trip Origin 

A 

B. 

C 

D 

G 

H 

Stu<;:iy Area 

(driver 
Auto 
or . passenger) 

70.0 

81.5 

77. 6 

77.8 

74.5 

71.6 

79.6 

81.3 

77.2 

Source: 1970 U.S. Census 

Bus -.. -. -
8.1 

8.7 

11.1 

6.0 

3.3 

3.0 

2.3 

1.3 

5.5 

Railroad Walk Only 

1.1 17.9 

3.0 3 .• 2 

4.4 4.3 

8.0 3.0 

10.4 7.0 

2.6 19.0 

3.1 7.3 

6.0 5.7 

4.4 8.2 

Note: Area code letters correspond to those ·in Table 2. 

Other 

2.9 

3.6 

2.6 

5.2 

4.8 

3.8 

7.7 

5.7 ·-·-. 

4.7 
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Red Bank area, while the largest proportion of bus trips originate 

in the Matawan/Hazlet/Keansburg area. The relative importance of 

walk trips is greater and auto trips less in the urbanized areas. 

I>eak-Period Travel Time 

Table 4 presents the average peak-period access times 

to pus and railroad boarding points in the Study Area. These times 

are based ~n surve~ responses* made by passengers of all bus and. 

railroad services connecting the Study Area and New York City. The 

survey results show that passengers boarding buses in Red Bank, 

Eatontown, and the Long Branch/West Long Branch area are wi;I.ling 

(or find it necessary) to spend the greatest average amount of till\e 

traveling to the bus by auto. Passengers boarding in Ocean Town-

ship, Eatontown, and Asbury Park spend more time walking. to their 

buses than those boarding in any other area. The railroad pa$sen~ 

gers who require the greatest average amount of time to drive to. 

their station are those who board at Little Silver, Point Pleasant 

Beach, and Bay Flead •.. Those daily riders who board at the North 

. Asbury Park, Matawan, and Red Bank railroad stations spend. the 

most time walking to the station, while the shortest average walk 

trips are made to the Allenhurst, Avon, and Little Silver·:railroad 

stations. 

Exhibits 5 and 6 show travel time contours for morning 

peak-period trips from the Study A.rea to New York· (Port Authority 

Bus Terminal) by auto and by bus. These exhipits are based on 

the results of field studies conducted during April and Ma.y.1975. 

*1972 Port Authority Bus Passenger Survey. 
1974 Port Authority Rail passenger Survey 





( 

i 
I --

Table 4 
Average Transit Access Times 

Average Average -

Auto to Walk to 
Bus Access Bus Access 

Time Time 
Boarding Location (minutes) (minutes) 

Perth Amboy 20 9 
South Amboy 11 10 
Sayreville 17 17 
Old Bridge 15 13 
Matawan l.3 10 
Hazlet 18 11 
Middletown 15 15 
Keansburg/Union Beach 13 12 
Highlands 13 9 
Red Bank 21 15 
Little Silver 10 12 
Shrewsbury 15 
Sea Bright 12 
Monmouth Beach ) ) 
West Long Branch }22 ) 7 
Long Branch } ) 
Elberon ) ) 
Eatontown 25 20 
Ocean Township 25 
Deal 8 
Allenhurst _..., 
North Asbury Park } ) 
Asbury Park ) 17 )21 
Neptune 7 
Bradley Beach 
Avon --
Belmar ) ) 
South Belmar ) ) 
Spring Lake )14 ) 12 
Spring Lake Heights -) ) 
Sea Girt ) ) 
Brielle ) ) 
Manasquan ) ) 
Wall Township 11 
Pt. Pleasant Beach 15 12 
Bay Head 

Source:- 1972 Port Authority Bus Passenger Survey 
1974 Port Authority Rail Passenger Survey 

Average 
Auto to 

Rail Access 
Time 

(minutes) 

14 
19 

18 
13 
16 

16 
22 

14 
12 

13 

14 

16 
18 
17 

12 

12 
~9'!"' 

15 

21 
21 

Average 
Walk to 

Rail Access 
Time 

(minutes) 

15 
15 
-..-

22 
11 
14 

18 
10 

14 
12 

8 
26 
13 
.,.._ 
16 
10 
13 

16 

14 

16 

12 
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Comparison of. the two exhibits indicates that, from many points in 

the Study Area, trips to New York.can be completed faster by bus 

than by auto •. This time advantage is explained by the fact that 

during the morning peak period, buses can take advantage of the 

exclusive bus lane at the Lincoln Tunnel approach road (Interstate 

Route 495). Comparative travel time data for buses and autos on 

the road segment between Exit 16 of the New Jersey Turnpike and 

the Port Authority Bus Terminal (PABT) show an approximate time 

difference of 12 minutes in favor of bus travel. This time advan-

tage of bus over auto is less from Study Area locations, depending 

on the distance traveled on local roads prior to entering the 

Garden State Parkway and/or the New Jer~ey Turnpike and on the 

total distance traveled via the Parkway and/or the Turnpike. On 

these two highways, autos were found to travel at an p.Verage speed 

approximately 5 mph faster than that of the buses. On the local 

roads, autos are again found to travel faster than buses. This 

difference in.speed is due primarily to the delays met by the 

buses in picking up or discharging passengers. Therefore, tl)e 

travel time differential between autos and buses is affected by 

the length of open-door operation and the level of passenger 

activity along the bus route. Generally, the shorter trips from 

northern sections of the Study Area can be completed faster by bus 

than comparable auto trips. Longer trips from southerly portions 

of the Study Area are traveled faster by i3,Uto. 

A comparison of the auto, rail, and bus morning peak-

period line--haul travel times from selected Study-Area locations 

to New York City and Newark is presented as part of Table 5. 
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Average 
Access Time 

Origin Mode (minutes) 

Pt. Pleasant Rail 18 
Bus 
Auto 

Asbury Park Rail 14 
Bus 20 
Auto 

Long Branch Rail 14 
Bus 

Auto 

Red Bank Rail 18 
Bus 20 
Auto 

Table 5 
One-Way Travel Costs from Selected Origin Points 

to New York and Newark - Morning Peak Period 

To Newark 
Line Haul Travel and Fare and Average 
Travel Time Access Time Operating Access Time 

(minutes) Costs Costs Total Cost (minutes) 

106 $ 6.20 $ 1.18 $ 7.38 18 
- Service not available - 14 

73 3.65 10. 72 14.37 

83 4.85 1.45 6. 30 14 
100 6.00 1.91 7.91 20 

66 3.30 9.83 13 .13 

70 4.20 1.12 5.32 14 
- Service not available - 14 

14 
62 3.10 9.09 12.19 

59 3.85 1.37 5.22 18 
74 4.70 1.60 6.30 20 
57 2.85 8.11 10.96 

To New York 
Line Haul Travel and 
Travel Time Access Time 

(minutes) Costs 

123 $ 7.05 
99, 5 .65 
90 4.50 

101 5.75 
92 5.60 
83 4.15 

88 5.10 
79 1 4.65 

102 2 5.80 
79 3.95 

76 4. 70 
63 4.15 
74 3.70 

Sources: Average access times based on 1972 Port Authority Bus Passenger Survey and 1974 Port Authority Rail Passenger Survey. 

Pt; Pleasant bus and all rail line-haul travel times based on public time tables. 
Bus and auto line~haul travel times based on FB&D field surveys. 

l via AP-NY 
2 via NY-K-LB 

Fare and 
Operating 

Costs Total Cost 

$ 1.81 $ 8.86 
2.08 7.73 

12 .86 17.36 

2.09 7.84 
2.33 7.93 

12.02 16.17 

1.67 6.77 
2.02 6. 67 

-1.84 7.64 
11.33 15.28 

2. 02 6.72 
2.15 6.30 

10.35 14.05 
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Railroad travel times to New York City are generally the slowest 

\_: of the three modes. Travel to Newark is faster· by railroad· than 
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by bus. In all cases/ auto travel is faster than railroad.travel, 

although from Red Bank the differences are small. 

Peak-Period Travel Costs 

Table 5 compares the es_timated travel costs of morning. 

peak-period trips from selected. Study-Area origins to eith~r ~ewark 

or New York City •. Time costs.were developed using $3.00 per hour 

as representative of. the· value of time •. · Operating costs include 

auto operating expenses (based•on.15¢.per ·mile), highway tolls, 

and parking fees. Fares reflect the lowest fare available based. 
. . 

on multiple-ticket book purchases. Costs were developed based on 

a Newark destination of Pennsylvania Station or the Public Service 

Bus Te:i:;-minal. Costs for New York trips reflect travel to either 

PABT, Pennsylvania Station, or the 33rd Street Station of the Port 

Authority Trans-Hudson (PATH) • 

. The time costs of auto trips are .lower than those of the 

other modes.. Trips py bus to New York generally have lower tim(:! 

costs than by railroad, while the opposite is true of the·trips to 
. . . 

1~ Newark.· Bus and.railroad fares and oper~ting costs are competitive, 
I 
\ __ I 

0 
0 
i 
\. I 

I 
) ' 

I 

t. 

but with the railrOad costs consistently being.the iower of the.· 
. .. . . . 

two. .Auto operating costs are substantially higher than railroad ·· 

or bus trip fares and costs~- Due to these high operating dosts, 

. the total cost of auto trips were about o.ouble the total costs· of 

trips made by bus or ra.ilroad. Total bus and railroad travel costs 

are similar f_or New York trips while railroaq. costs are slightly 

... less than bus costs for Newark trips. 



L__ 



By utilizating carpools, the high auto operating costs 

can be shared and the total travel cost pe~ person reduced. For 

example, the members of a three-person carpool traveling between 

Long Branch and New York would each have $7.73 in total costs per 

trip, making auto travel more competitive with bus and railroad. 

26 
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CHAPTER IV 

EXISTING TRANSPORTATION SYSTEM 

Railroad Service 

New York and Long Branch Railroad 

The New York and Long Branch Railroad is the only J?g.S-

senger railroad carrier in the St\lO.Y Area. The NY&LB is owned 

jointly by the Penn Central Transportation Company (PC) and Central 

Railroad Company of New Jersey (CNJ). The PC furnishes approxi-

mately 60 percent of the passenger service over the tracks Of the 

NY&LB. 

CNJ t:r;-ains operate into Pennsylvania Station, Newark at 

which point connection can be made with PC trains.to Pennsylvania 

Station, New York, or PATH trains to the World Trade C1:nter, ;33rd 

Street, or intermediate points in New Yo:rk or NE;lw Jersey. PC 

trains provide direct service between NY&LB stations and Pennsyl-

vania Station, New York. 

The .PC main line is electrified at 11,000 volts, ac, 

25hz. This includes the Perth.Amboy and Woodbridge Branch between r~ Rahway and Perth Amboy and the New York and Long Branch between 

Perth Amboy and South Amboy. CNJ trains operate· seven daily roµnd 

I 

I i 

trips with diesel-,electric locomotives between Bay Head and 

Pennsylvania Station, Newark. PC trains operate ten daily round 

trips with diesel-electric locomotives between Bay Head and South 

Amboy where electric locomotives are substituted for the run to 

Pennsylvania Station, New York. Additionally, multiple-unit (M-U) 
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electric;:: trains are operated by the PC '.between South Amboy and 
' 

L New::. Yo.rk •. 

Other Rai.1 Fac::ilities 

One railroad line parallels the NY&LB, al though lying·. to 

,~ · the west and.· primarily outside the Study Area. This is the CNJ' s .· 

southern Division which connects Red Bank and Lakehurst via 

Eatontown. and Lakewood. There has been no passenger service on. 

this line.for over20 years. 

Fares 

· As of April 25, 197 5, NY&LB passengers are offered 

monthly and weekly commutation fares in addition to regular one;,.. 

way and reduced (non..,.rtish hour) round-trip fares. One-way fare$ 

from stations :in the Study Area to New York range from $2.40. · 

(Perth Amboy) to $5. 00 (Point Pleasant Beach)•. Weekly commutation 

fares to New York range from·$18.25 to $21.25 and monthly commu-

tation rates from $64~00 to $74.00. The •Off-peak round;..trip 

fares vary from $3.50 to$7.50. · Theone""'.way andoff:...peak round 

trip fares between Perth Amboy and Newark are $1.60 and $2.50 

respectively. Comparable fares between Point Pleasant aeaeh ·. · 

and Newark are $4~40 and $6.50. Weekly commutation fares to 

\ , Newark range from $11. 50 (Perth Amboy) to $19. 00 (Point· Pleasant 

' . 
' 
\ I 

i 
( .. ' 

. .• . . 

Beach) while monthl,.y fares range f.rom $39.00 to $63.00. 

·. Subsidization 

The operating subsidies paid to NY&LB ar-e. not separable 

from the overall p~yments paid to the two owner lines, PC and GNJ. 
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The total subsidy paid to CNJ was $1,104,000 in 1961 rising to 

$10,616,000 in 1974. The PC received $l,402,000 and $7~300,000 

during the same years. In March 1975, it was estimated that CNJ 

would receive $14,219,000 and PC $10,199,000 for fiscal year 1975. 

Ridership 

Table 6 indicates the destinations of the northbound 

person-trips originating at each station of the New York and 

Long Branch Railroad, according to the 1974 Port Authority Rail 

Passenger Survey. New York City-bound trips comprise 73 percent 

and 71 percent of the peak~period and total daily trips, respec-

tively and when combined with Newark-bound trips comprise 94 

percent and 92 percent, respectively. The proportion of New 

York-bound trips to total trips originating at northern railroad 

stations ~s greater than at southern railroad stations. Corre-

spondingly, the l?roportion of Newark-bouno. trips to total trips 

is higher at south~rn railroad stations than at northern railroad 

stations. Of the total daily tr~ps, 87.8 percent are made during 

the peak hours. 

Based on results of the 1974 Port Authority PATH Passen-

ger Survey, 2,500 daily peak-period NY&LB trips originating in 

the Study Area transfer to the PATH system at Newark. Of this 

total, 89.7 percent (2,243 trips) are destined for·the downtown 

New York World Trade Center station, 2.5 percent (63 trips) are 

destined for midtown New York stations on the 33rd Street Branch, 

and 7.8 percent (195 trips) travel to New Jersey stations. During 





'l'abl-e 6 
Summary of Daily Rail Person - Trips 

Originating at Study Area Rail Stations 

Peak-Period Peak-Period Peak-Period Daily Daily Daily 
Peak Period Trips Trips Trips 1 Daily Trips Trips Trips 1 Rail Station of Origin Tries to New York to Newark to Other Trips to New York to Newark to Other 

Perth Amboy 102 63 26 - 13· 144 94 26 24 
South Amboy 729 .541 146 42 907 632 196 79 
Matawan 1,356 1,104 205 47 1,486 1,192 230 64 
Hazlet 402 329 63 10 448 343 77 28 
Middle.town 1,303 1,053 211 39 1,394 1,1~4 224 46 
Red Bank 1,329 1,085 198 46 1,442 1,169 225 48 
Little Silver 469 347 · 105 17 505 372 111 22 
Long Branch 309 221 49 39 373 245 78 50 
Elberon 300 207 69 24 326 223 72 31 
Allenhurst 320 203 74 43 341 214 77 50 
North Asbury 5 2 2 1 12 7 2 3 
Asbury Park 136 73 45 18 204 101 71 32 
Bradley Beach 138 94 34 10 150 100 .37 13. 
Avon 59 24_ ··22 13 64 24 22 18 
Belmar 287 159 98 30 329 177 111 41 
Spring Lake 194 105 68 21 239 139 79 21 
Sea Girt 49 28 15 6 49 28 15 6 
Manasquan 193 100 69 24 255 136 78 41 
Point Pleasant Beach 339 171 120 48 445 217 149 79 
Bay Head 161 62 76 __u 208 63 -------2.§. 47 

Total- 8,180 5,971 1,695 514 9,321 6,600 1,978 743 
Percent_ 100 73 21 6 100 71 21 8 

Source: 1974 Port Authority Rail Passenger Survey_ 

1 ·••other" denotes any destination other than New-York or Newark_. 
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the entire day, total of 2,794 NY&LB riders originating in the 

Study Area transfer to the PATH system at Newark. 

Improvement Plans and Ridership Forecasts 

The Capital Improvement Program of the New Jersey De-

partment of Transportation (NJDOT} would extend the electrifieq.· 

portion of the NY&LB from South Amboy to Red Bank, a distance of 

30 

about 15 miles. According to current traffic projections, 74 

percent of all NY&LB passengers in 1985 will originate at stations-

between Red Bank and Avenel, inclusive •. Peak-period, patronage -

at thesecstations is expected to increase 48 percent, from 6,700 

in 1974 to 9,900 in 1985. Peak ... :period patronage south of the Red 

B,;:tnk railroad station is estim~ted to grow 9 percent, fr~m 3,350 

in 1974 to 3,650 in 1985. Based on.these projections, the 1980 

peak""".period patronage originating-between the Avenel. and Red Ban]( 

railroap. stations, inclusive, is estimated to he-9,022. The total• 

1980 peak-period patronage originating or terminating between_the 

·Ave1,1.el ctl'l<i.Bay.:aead.railroad stations, inclusive, is estimated··at 

12,273 .. The total-1980 da.ily patronage originating' 

stations is projected to be 14,099. 

The State of New Jersey proposes to acquire sufficient 

new electric multiple-unit cars to furnish most of the service 

between Red Bank and 1 New York. Certain of the trains between Bay 

Head and Red Bank would continue .to be pulled by diesel-eleGtric 

locomotives, with electric locomotives substituted at the latter 

point for the.journey to New York. In addition, there would be 
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street closings to eliminate grade crossings, and station consol-.-

idation where warranted by tra£fic conditions. 

Bus Service 

An annual total of 4,066,051 passengers are carried on 

31 

18 bus routes in the Study Area*. A little more than half (52.9 

percent) of those passengers are carried on. four commuter-oriented .. 

routes operating from the Study Area to New York and/or Newark. 

Exhibit 1 gives a composite picture of the primary bus network 

formed by these routes. 

New York-Keansburg-Long Branch Bus Company. (NY-K-LB) 

1 The NY-K-LB.operates two commuter routes, one terminating 

in New York (PABT), the othel::' in Newark (Public Service Terminal). 

aoth routes operate along New Jersey Route 36 from Long Branch to 

Hazlet and travel express from that point via the Garden State. 

Parkway and New Jersey Turnpike. Route.variations provide service 

to Hazlet (along Middle Road) and Keansburg. In addition, NY-K-LB 

provides one daily round trip between Long Branch and the Wall 

Street area in Manhattan, via Staten Island. Local service is 

offered between all points south of Hazlet on all trips. Free 

park-and-ride facilities are located at three locations; Hazlet 

(Airport Plaza) , Keansburg, .and Leonardo. Service is greatly re-

. duced on weekends and holidays, with nine daily northbound trips 

to New York and two to Newark. Weekday service consists of 38 

trips to New York and six trips to Newark. 

*Based on 1974 PUC and ICC Annual Reports. 



t 



I : u 

I --

Asbury Park,...New York Transit Corp. (AP-NY) . - , .. , ' 

The 1\P-NY :r;>rovides commuter service between Point 

Pleasant Beach and New York (PABT), with peak-period express ser-

vice from various locations in the Study Area. One daily round 

trip is made to downtown Manhattan. The major municipalities 

served are Asbury Park, Long Branch, and Red Ban~. ·Local service 

is offered at a flat fare of $1.00 l;>etween any two New Jersey 

points south of Laurence Harbor. Weekend service is provided at 

one-third the weekday frequency level. 

Coast Cities Coaches, Inc. (CCC) 

32 

Headquartered in Neptune, CCC operates five local transit 

routes radiating from Asbury Park. The routes are lightly patronized 

as feeders to commuter bus and railroad facilities. All routes u experience patror1age increases in the summer months, evidenced by 

a 26-percent revenue increase in July 1975, as compared to January 

of the same year. Saturday ridership equals the typical weekday 

ridership on these routes. A brief desc::ription of each route 

follows: 

a. Route 4, Deal to Neptune ... ,.. This route operates to 

the Jersey Shore Medical Center (Pitkin Hospital) 

and the Asbury Park business a~ea. Major use of the 

route is made by h_ospital workers at Pitkin, employees 

of stores in Asbury Park, arid persons employed as 

domestics in Deal. The busiest trips are the east-

boung morni,ng peak-period trips and those serving 

the hospital between 3:00 and 4:00 P.M. Saturday 
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service is reduced and no service is provided on 

Sunc:lays. Summer ridership j_ncreases are light on 

this route. 

Route 2/16, Asbury Park/Belmar/Manasquan -- Route 16 

(three daily round trips) operates from northern 

Asbury Park to 22nd Avenue in Belmar. Route 2 

service continues farther south to the Manasquan/ 

Brielle border~ The line carries many elderly riders 

from northern Asbury Park to the Cookman Avenue 

business area, also in Asbury Park. The busiest trips 

are the 7:15 A.M. northbound and the 4:25 P.M. south-

bound. Service is provided seven days per week with 

reduced service on Sundays and holidays 

Route 20, Asbury Park to Point Pleasant Beach This 

route duplicates Route 2/16 as far south as 18th Avenue 

in Belma:r:. From there it proceeds to Point Pleasant 

Beach via New Jersey Routes 71 and 35. Ridership is 

highest during the morning and evening peak hours and 

consists largely of workers and shoppers in Asbury 

· Park stores. As with Route 2/16, elderly residents 

utilize this route for trips within Asbury Park~ 

During the summer months, delays are experienced 

frequently due to drawbridge openings. The route 

operates Monday through Saturday, with a reduced 

schedule on Sundays and holidays. 

33 
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d. Route 7, Asbury Park to Long aranch -- This route operates 

primarily on New Jersey Route ,71 (Norwood Avenue) and 

e. 

aroadway (in Long Branch). It serves the commercial 

areas of both Long Branch and Asbury Park~ but it skirts 

the campus of Monmouth College. Service is operated 

every.day with a reduced schedule on Sundays and 

holidays. 

Route 31, Asbury Park to North Long Branch -- This 

route is less direct than Route 7. It serves the 

Long Branch and Asbury Park commercial centers.and 

the Monmouth Medical Center in Long Branch. The 

morning trips are patronized by employees of the 
i 

Medical Center, by domestics, and by employees of 

st.ores in Asbury· Park. School children {required to 

travel by school bus in the mornings) make up much of 

the afternoon traffic, as do shoppers (many elderly) 

destined td and from Asbury Park stores. This route 

is operateci Monday through Saturday only. 

Boro Busses. Co. \ (Boro) 

Headquartered.inShrewsbury Borough, Boro operates six 

local routes radiating from Red Bank. Certain of the routes are 

LJ used,· to a limited extent, as feeder lines to commuter bus and 

railroad facilities, primarily in Red Bank. Generally, on Saturday-

C 
0 

operating routes, the passenger volume on that day is comparable 

to the passenger volume on a weekday. A brief description of each 

route follows: 

) 
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a. Route 1, Red Bank to Long Branch -- This route operates. 

between the Red Bank and Long Branch downtown business 

areas, with stops at Fort Monmo\;lth and, at certain time$, 

at the Monmouth Shopping Center. On the runs that stop 

at the Shopping Center, the bus travels over New Jersey 

Route 36 to Broadway in Long Branch. Other runs use 

Broad Street and Eatontown Boulevard to Broadway and 

I,.ong Branch. 

b. 

Major use of the route is made by employees and shoppers 

in downtown stores in Red Bank and Long Branch, workers 

at Fort Monmouth, and shoppers at the Monmouth Shopping 

Center, in which there are two bus stops. No service 

is provided on Sundays or major holidays. 

Route 8, Red Bank to Long Branch via Little Silver 

This route operates between the Red Bank and Long 

Branch business areas. It serves Little Silver and 

Oceanport via Oceanport Avenue operating to the east 

of bus Route 1 but taking approximately the same total 

travel time between Long Branch and Red Bank. 

c. Route 2, Red Bank to Asbury Park -- This service operates 

from the Red Bank railroad station to Asbury Park. The 

route extends primarily along New Jersey Route 35,•with 

stops at Fort Monmouth and the Monmouth Shopping Center. 

Ridership is.steady throughout the day because the route 

is well patronized by shoppers, many of whom are elderly. 
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. ·. ( . -Paily service is provided, with reduced hours on Sunday. 

Th$re is no holiday service. 

d. . Rout~ 4, Red': Bank to Highlands -- This route operates 

north along New Jersey Route 35 into Middletown.: :tt 

then proceeds east into Leonai::do, Navesink, Atlantic 
, . . 

·Highlands, and Highlands~ The busiest runs are-· the · 

7:00 A.M. trip into Red Bank arid those leaving Red 

Bank between 2:00 andS:00_ l?.M. School children and 

senior citizens comprise the- great majority of the 

no~-peak patrons._ There is a late spring/early 

summer riµership increase of approximately 10 percent, 

~omposed bf ba~h~rs bound for Sandy Hook. There is ·-

no service on· Sundays or major holidays. 
.. _-·. : . - . ·. ·. 

e •. _ , Route 5, Red Bank to· Sea Bright -.:.. This route operates . 

· from Shrewsbury, throug_h Red Bank, and east to Fair 
. . 

Haven, Rumson, and Sea B:tight. :tt is._ the shortest .. 

of the Boro routes,. ' ':1:'he heaviest passenger _ traffic -

occurs during· the morning peak period intQ and the.· 

evening peak peri_od out of Red Bank. These ·trips 

primariiy.cariy shoppers and_einployees of Red Bank 

establishment.s, with some -commuters making railroad._ 

· ancl bus-· connections to and· from New York. Off-peak 

traffic is generally light. In the s-u,mmer months 

there is increased ridership on the route. Reduced 

service is provided on Saturdays, and there is no 
, . 

service on Sundays cir major holidays. 
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f. Route 10, Red Bank to Freehold -- This. is Boro 's 

newest route, initiated as an experimental route in 

February 1974. Major points served are the ECOM Build-

ing, Brookdale Community College, and the Freehold Court-

house. Except for the morning and evening peaks, this 

rout~ is lightly traveled but may become more important 

in the future with the population, industrial and 

commercial growth projected for the Freehold area. There 

is no service on Saturdays, Sundays, or major holidays. 

Marathon Bus Line Inc., Bayview Bus Line, Inc., and Amboy 
Coach Inc. 

Marathon Bus, Bayview, and Amboy are owner-affiliated 

companies which provide bus service in southeastern Middlesex 

County, centered around Perth Amboy and So1+th Amboy. Marathon 

Bus does not operate any regular routes but runs a charter bus 

[J operation. A description of each of the three regular routes 

LJ 

operated by this group follows: 

a. Perth Amboy to Keansburg -- Operated by Bayview, this 

b. 

route serves southeastern Middlesex County and Keyport, 

Union Beach, and Keansburg in Monmouth County. There 

is no weekend service. 

Woodbridge to New Brunswick -- Operated by Amboy, this 

route serves the downtown areas of Perth Amboy and New 

Brunswick. Other major stops are Mid-State Mall and 

Rutgers University. Reduced Saturday service is 

provided. 
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c. Perth Amboy to East Brunswick -- This route is operated 

by Bayview. Prior to February 2, 1974, it ran only be-

tween Perth.Amboy and the Sayrewoods Shopping Center. 

38 

It primarily operates via u.s. Route 9, Middlesex County 

Route 516, and New Jersey Route 18, with diversions to 

serve housing developments in the Sayrewood South and 

Pinewood sections of Old Bridge Township. Principal 

points now served include the Perth Amboy and South Amboy 

business areas, the Sayrewoods Shopping Center, the 

Brunswick Square Mall, and the Mid-State Mall. There 

is no weekend service. 

Transport of New Jersey (TNJ) 

TNJ's Route 130 runs between Asbury Park and Newark, 

with route variations operating via New Jersey Routes 35 and 34 

and the Garden State Parkway.* Its Route 133 extends between 

Newark and Asbury Park but service is provided only between 

Newark and Red Bank during peak hours. Most of the Route 130/133 

trips serve Newark Airport. The routes are operated out of TNJ's 

Elizabeth Garage. Weekend service is two-thirds as.frequent as on 

weekdays. Three extra daily trips are operated during the summer. 

Other Companies and Services 

In addition to the foregoing, there are some services 

being operated in the Study Area which are not being analyzed in 

detail as part 6f this study. Domenico Bus Service, Inc. operates 

*Modified during the course of the study •. 



11 



I 

LJ 
1 i u 

u 

,--

L 

I 1 L_I 

I 1 u 

I I LJ 

LJ 

a route connecting the communities of Keansburg, Keyport, Union 

Beach, Cliffwood, South Amboy, and Perth Amboy with Bayonne, via 

Staten Island. A transfer can be made in Bayonne for buses to 

downtown and midtown Manhattan. This service is operated on 

Saturdays, Sundays, and holidays only. North and South Jersey 

Bus Company provides four daily round trips between Asbury Park 

and Journal Square in Jersey City, via U.S. Route 1, the New 

Jersey Turnpike, and New Jersey Routes 35 and 71. Local service 

is provided between Asbury Park and Keyport. 

39 

The Mercer County Improvement Authority ·(Mercer Metro) 

offers a service connecting Trenton and Asbury Park via New Jersey 

Route 33. 

Lincoln Transit Company and TNJ operate express service 
i 

to New York, via the Garden State Parkway and New Jersey Turnpike, 

from various points in western Old Bridge and Sayreville Townships. 

TNJ provides service in the Study Area with the following routes: 

a. Route 4, Perth Amboy to New Brunswick -- This route 

operates via New Brunswick Avenue and Woodbridge 

Avenue through Metuchen and Highland Par~. 

b. 

c. 

Route 84, Perth Amboy to Woodbridge and Edison Township 

Route 62, Perth Amboy to Newark. 

d. Route 46/139, Perth Amboy to New York -- Express 

service between New York and Matawan is also part of 

the Route 139 service. Local service is provided 

between Perth Amboy and Carteret. 
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e. Route 12/58, New Brunswick to Sayreville via Milltown 

f. 

This route is extended to serve Sayreville during 

peak hours only. 

Route 117, Asbury Park to Philadelphia. 

Seasonal and Special Services 

40 

In addition to the regular routes described above, there 

are several seasonal and special services operating in the Study 

Area. One of these is Route 5/9 provided by Coast Cities Coaches 

between Asbury Park and Spring Lake. This route is operated in 

the summer season only and travels via Ocean Avenue. Eleven 

southbound and ten northbound trips are operated Monday through 

Saturday. Thl;-ee fewer trips are made on Sundays. 

Ocean Grove Belt Line, Inc., an affiliate of Coast Cities 

Coaches, operates a loop route within Ocean Grove during the sununer 

months only. The route consists of two loops serving the northern 

and southern-halves of Ocean Grove. 

Boro Busses operates seasonal routes between Asbury 

Park and Allentown, Pennsylvania, and between Long Branch and 

Camden. 

Consolidated Shore Lines, a division of the Manhattan 

Transit Company, offers seasonal service between Asbury Park and 

Fort Lee and Paterson. Other seasonal routes connect Seaside 

Heights to Fort Lee and Paterson, via Brielle. 

The Long Branch Senior Citizen Resource Center, as 

part of its Community Development Program, operates a 12-passen-

ger v!3-n serving any City resident over 60 years of age. It . is .. a 
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dial-a-ride service, and reservations should be made at least one 

day in advance. The program, financed with State funds, has been 

in effect for just over one year. No fare•is ,charged for rides. 

The service operates between 9:00 A.M. and 5:00 P.M., Monday 

through Friday, and provides intracity trips only. Initial capital 

investments totaled nearly $5,000 and annual operating costs are 

$14,300. Ridership during April 1974 totaled 1,742. Annual 

mileage is approximately 13,800. 

The City of Asbury Park also has a dial-a-ride program, 

operating one van. 

Certain of the senior citizen retirement communities 

in the Study Area operate minibuses or vans. One of these is 

Shadow Lake Village, located in Middletown, immediately north of 

Red Bank. An 18-passenger vehicle makes numerous shuttle trips 

between the Village and downtown Red Bank. 

A dial-a-ride program began operation on September 2, 

1975, in Middlesex County. Four 12-passenger vans are operated 

by the Middlesex County Office on the Aging, to provide trans-

portation to blind, disabled, and elderly residents. Federal 

and County funds finance the program. Potential passengers must 

meet eligibility requirements. One of the vehicles is garaged in 

Perth Amboy and serves that immediate area. Another is located 

in Sayreville. A similar program is operated by the Monmouth 

County Office on the Aging, serving 20 municipalities. Four 

14-passenger vans are used. 
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Numerous bus companies operate l,ocal routes to the 

Monmouth Park racetrack and to Freehold Raceway from points to 

the west and north. 

The U.S. Army provides a shuttle bus connecting Fort 

Monmouth and Camp Charles Wood in Eatontown and the ECOM Building : 

in Tinton Falls, to serve military, personnel only. 

Timetables and Public Information 

All of the bus companies print public,timetables fc;,r 

each route. The two New York commuter service timetables list 

terminals and ticket.agencies. The AP .... NY timetable .also :includes 

. a schematic route map and mentions some connections that can be 

made in Asbury Park (to Lakewood/Fort Dix/Camden/Philadelphia). 
• I • 

Boro lists the schedules and provides a composite map.· 

of all its routes on one timetable. This facilitates a determina-

tion of the location and convenience of transfers. The Route 10 

fare schedule is included, and mention is made of .possible connec-

tions in Asbury Park and Red Bank. 

The .Amboy/Bayview schedules are listed on one timetable, 

together with· a composite route map. The map does not differentiate. 

the routes or identify all end points. Transfer points (between. 

Company routes only) are listed. 

CCC route schedules are listed on separate timetables. 

Route maps are not included but each timetable contains a list of. 

the streets over which the bus operates. Fare schedules are also 

shown. No transfer information is included, other than the cost 

of a transfer. 
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The Monmouth County Government and the Monmouth 

Workshop provide a public transportation information service, 

Monday through Friday. Initiated in June 1975, the Monmouth 

County Transportation Information Center receives about six tele-

phone inquiries daily regarding local services and schedules. 

Bus Stop Characteristics 

As part of the field studies, bus stop characteristics 

were recorded every time a surveyed bus stopped to pick up or drop 

off a passenger. Table 7 lists, by route, the characteristics 

noted on the trips ·sampled. The frequency of totally unmarked 

bus stops ranges from a low of 28.8 percent on CCC Route 20 to 

high of 87.6 percent on Boro Route 4. Bus stop markings occur 

most frequently in urban areas, such as Red Bank, Perth Amboy,. 

and Asbury Park, and the most common marking is painted streets 

a 

and curbs. The highest frequency of these markings was found·. on 

CCC Route 20. Bus shelters were observed infrequently, especialiy 

along the Amboy and Bayview routes.· The highest frequency of bus 

stops with benches was along the CCC routes, primarily due to the 

numerous benches located along Cookman Avenue and Main Street in 

Asbury Park where many stops are made. 

Bus Stops located at the nearside of intersections are 

most common, especially along the CCC routes. Midblock locat;i.ons 

occurred frequently along only two routes, Boro Routes 1 and 8. 
I ; 
\_1 Midblock locations rarely were observed in urban areas. In Perth 
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Table 7 
Bus Stop l:!haracteristics 

Bus Stop Markings Bus Stop Location · 
Total Sign 
St9ps 

Paint. Bench Shelter Unmarked Nearside Farside Midblock 

Company and Route Made No. No. No. No. No, % No. No, % 

Boro Buses 

No. l Red Bank - Long Branch 78 33 42.3 44 56.4 4 5.1 2 2. 6 27 34.6 23 29.5 13 16.7 42 53.8 
No. ·2 Red Bank - Asbury Park 218 69 31.7 78 35.8 32 14. 7 17 7.8 121 ss.s 138 63.3 41 18.8 39 17.9 
No. 4 .Red Bank Highlands 186 5 2.7 8 4.3 5 2.7 10 5.4 163 87 .6 134 72 .o 34 18.3 18 9.7 
No. 5 Red Bank - Sea. Bright 300 32 10.7 73 24.3 17 5 .• 7 33 11.0 193 64.3 223 74.4 46 15.3 31. 10.3 
N~. 8 Red Bank - Long Branch 193 32 16.6 44 22.8 7 3.6 2 1.0 no 57.0 53 27 .5 38 19.7 102 52.8 
No. 10 Red Bank - Freehold _ll 33.8 14. 2D.6 _7 10.3 30 44.l _21. 83,8 _;__]_ 10.3 __1. _hl --

Total 1,043 194 18.6 261 25.0 65. 6 .. 2 71 6.8 644 61.7 628 60.2 179 17 .2 236 22.6 

Coast Cities ·coaches 

No. 4 Deal -Neptune . 253 6 2.4 80 31.6 42 16;6 19 7.5 151 59.7 222 87.8 14 5.5 17 6. 7 . 
No. 2/16.Asbury Park - Manasquan 421: 87 20.7 184 43.7 104 24.7 214 .so.a 353 83.8 50 11;9 18 4.3 
No. 20 Asbury Park - Pt. Pleasant 212 '61 28.8 143 6Ti5 60 28.3 11 5.2 61 28.8 170 80.2 39 .18.4 3 1.4 
No. 7 Asbury Park - Long Branch 343 35 10.2 32 9.3· 56 16.3 2 0.6 264 77 .o 267 77 .8 50 14. 6 26 7.6 
No. 31 Asbury Park - .No. Long.Branch. 34 16 .7 --2.2. 48.5 _g 20.6 _3 ---1.2. 100 49'.0 --11.Q 83,3 __2.£ 15.7 _2 _!._Q_ 

Total 1,433 223 15.6 538 37.5 304 21.2 35 2.4 790 55.1 1,182 82.5 185 12.9 66 4.6 

Amboy Coach, ·Inc. 

Woocibridge - New Brunswick 201. 74 36.8 99 49.2 31 15 '.4 87 43.3 82 40.8 90 44.8 29 14.4 

Bayview Bus Line 

Perth·Amboy - Keansburg 253 58 22.9; 63 24.9 31 12.3 4 1;6 151 59 .. 7 157 62.1 7.8 30.8 18 7.1 
Perth Amboy - East Brunswick _ill 33 21.7 . .21. 21.7 10 _§_,_§_ 112 73. 7 __ll 59.9 37 24.3 24 15.8 

Total 606 165 27.2 195 32;2 72 11,9 4 0.7 ·350 57.8 330 54.5 205 ·33;8 71 11.7 

Transport .of New Jersey 
No, ],30/133 151 ·48 31.7 22 14.6 12 7.9 28 18 .. 5 100 66.2 67 44.4 20 13.2 64 . .42;4 

Source: FB&D field surveys covering a sampling of daily pus trips. 
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Amboy, many bus stops along Smith Street are located at the far-side 

of intersections, thus the relatively higher percentage in that 

category for the Amboy and Bayview routes. 

Ridership 

Table 8 presents the typical daily ridership on the 

commuter bus routes l;:>ased.on the on-board field surveys. The 

NY-K-LB New York service is shown to carry the la:rgest number of 

daily passengers. TNJ carries·more daily riders between the 

Study Area and Newark than does NY-K-LB. 

The area between Matawan and Keansburg, inclusive, 

generates 56.5 percent of the ridership on the NY-K-LB New York 
I 

servi:ce and 65 percent of the passengers of the same company's 

Newark service. Local trips within the Study Area comprise 7.6. 

percent of all trips on the NY-K-LB New York service. No local 

trips were.recorded on the Newark service. 

Over one-half (57.7 percent) of the total daily and 

nearly 61 percent of the peak-period AP-NY ridership is generated 

in or north of the immediate Red Bank area (including Shrewsbury, 

Tinton Falls, and Little Silver). The Red Bank area itsel;f' accounts 

for 32.9 percent of the total daily passengers and 37 percent of 

the peak-period riders. The area between Point Pleasant Beach and 

Belmar, inclusive, generates 10 percent of the total daily rider-

ship. Yet 75 percent of the Point Pleasant Beach and Belmar pas-

sengers ride during peak periods compared to less than half (48.4 

percent) of the remainder of the daily riders. Only 5.2 percent 

of the daily passenger .... trips both originate and terminate .:j..n the 

Study Area. 
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Table 8 
Typical Weekday Ridership of Commuter Bus Routes 

Company and Route 

Asbury Park-New York Transit 
Corp. (AP-NY) 

Point Pleasant/Asbury Park -
New York Service 

New York~Keansburg -Long 
Branch Bus Co. (NY-K-LB) 

Long Branch - New York 
Servi<::e 

Long ~ranch - Newark 
Service 

Transport of New Jersey 
(TNJ) 

Route 130/133 

Total Daily Passenger Trips 

Northbound Southbo-und · 

A.M~ Peak All Day P.M. Peak All Day 

532 1,069 576 1,222 

1,267 l,69i 1,007 1,578 

62 82 69 98 

167 310 176 315 

Source: Based on FB&D field surveys. 
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. Ta.bl~ snows the daily ·variation .:in ridership on JU>~NY f 
. .· . ,' . . ,. . . ·. i. '• 

service. Weekday ridership 01;1. this line is stable except .for sroa:1:1 

· dec:reases · on Wedne~days and ThuJ;:"sdays •. 
. . . . - . ' . . . . . 

· Nearly ~n·e-half of ·tli~Tt-rJ ·Route 130/i33 ridership: 

or alights i.n Asbury Park, Red Bank,, and Middletown,. · :J:.;ooal trips,: .. ·. 

·. originating and term:i;.nating south 9f the Raritan 1;aver; compris~ 
.· . ... . . . :·.-, .·· 

7. 4 percenit of all weekday p~rson--trips. On the. trips surveyed~ , . 

only 2 ,peri;:e~t of the trips to or .f~om Newax:.k origiPateA 0~ termin- . 

ated at N~wark 1\irport~·. Table IO presents the daily ridership · 

v~riation on this route.· Between Monday and Friday the ,numbe:i::- of ,. 

·daily_passengers gradually-decrea~es. 

The passenger suivey·:i,ndicates that theNY,:_K-tLB service 

carries an averatje of 52~ 9 passenge~s. per p~ak-period trip . at1d 4:L .4. 
passengers per:idaily t"rip. Exc;Luding ;local intrastate passengers, .. 

. . . . 

thkse;.,figures. become 47. 5 and 37. 2 :i;e~pect;ively.i · .·The A,P;..NY: serv:i;.ce·, .. · 
.... 

carries an q.Verage of 41 passengers. per peal<-period tr~p and 33. 7 
pa~sengers per daily trip. Th.e;r~s:pective ~v·erages for ,o~l,y the 

New York.;.;bound pc;iS$engers are ,39. 2,: and 31.9 · . 
. ·- . , . . . .. . .·· .. · -. . . . . . -

The ·NY'•K-.LB Newar~ se-rvick carries an- aveiagJ o;E is pas~ 

sengers · per daiiy trip wh:ile the ''l'NJ New~~k ~e:r'\Tice· carries an.. 

average· of 2·2. 3 persOtis per. trip. The peak-period pasienge:rs per 

trip civerage 21 •. 8 (NY"".K-LB). and 34 .3 (T'NJ) -~ ·. 
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Table 9 
Dail,y Ridership Variation of the Asbury Park·- New York Transit Corp. 

Northbound Southbound Total 

Date Buses )?_~ ss·engers Rsgr./Bus Buses Passengers Psgr./Bus Buses Passengers Psgr./Bus 

Saturday 10-13-73 33 952 28.8 35 1,227 35.l 68 2,179 32.0 

Sunday 10-14-73 31 1,048 33.8 27 907 33.6 58 1,955 33.1 
Monday 10:.15-73 53 2,041 38.5 51 2,098 41.l 104 4,139 39~8 

Tuesday 10-16-73 52 2,028 ,39.0 51 2,09.8 4Ll 1-03 4,126 40.1 

Wednesday . 10-17-73 54 1,820 33.7 50 2,012 40.2 104 3,832 36.8 

Thursday 10-18-73 51 1,857 36.4 49 2, 02·8 41.4 100 3,885 38.9 

Friday 10-19-73 52 1,,899 36.5 54 2_,282 42 .• 3 106 4,181 39~4 

Source: Port Authority of New York and New Jersey 

Table 10·, 
Daily Ridership Variation of TNJ Route 130/133 

Northbound .Soutbbound Total 
Date Buses Passengers ·psgr ./Bus Buses Passengers Psgr./Bus Buses Passengers Psgr./Bus 

Monday 9- 8-75 14 362 25.9 14 337 24.1 28 699 25.0 
Tuesday 9- 9-75 14 334 23.9 14 328 23.4 28 662 23.6 
Wednesday 9-10-75 14 293 20.9 14 326 23.3, 28 619 22.1 
Thursday 9-11.:..:75 14 310 22.1 14 300 21.4 28 610 21.8 
Friday 9-12-75 14 249 17.8 14 284 20.3 28 533 19.0 
Saturday 9-13-75 7 146 20.8 7 174 24.9 14 320 22.9 
Sunday 9-14-75 7 196 28.0 7 178 · 25.4 14 374 26.7 

Source: Transport of New Jersey, 
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.. Table 11 · compares the daily PABT-bound bus rid.ership .. · ..•.. · \ 

of the AP-NY and ~Y~K-LB companj.es·with.the rJq.ership.of ail. bu53. \ 
j-. 

' companies providing simiict:i;; service td the Study Are.a. B;r:eakdown~ > · 
. .·· . 

by sub-areas Of the Study Area are given~ Overall, 4 2. 7 pe:i:¢ent 

of the even-ing peak-period pa$Sen.gers and 46. 8 percent of. all. 

daily passengers.in the soutlibounddirecti~n are carriedby the 
·. . . . .. · >.·.•:· ·:. 

two bus compariies•under study. Looking only at those ·sup-art:!as .·. 
. . . . ·. . . . ··. . _. ·. . 

in which these. bus services concentrate (Areas C, D, E, F, and(;); . 

the percentages c~ange ·· ~o 72 .3 per~ent. ana 1a. s· percent resi,ec;__: 

tively. · The 1-\P'.""NY: se,rvice · predominates · in A;reas E, F ., · and G • 

while the NY-K-~B.ser)~ice.doesli~ewise.in Areas•C and D. 
t_ . . . ·. . _·. . _. .. 

Table 12 presents .the·typical daily ridershiP.Q! eaoh· 

of the local t;a.nsit :routes uncler study~ based .on the o.n-board. ·· 
. ·• .. 

passenge-r counts condu~·ted by the c6nsul tant. . Included are the .· . 
. . . 

on/off· passenger distributions of tl:le daily ridership of seg- ·. 

mented · portions ·of· each rcrµte. The roµtes . carrying. the greatest··. . . . - . ' . . . . . . 

daily ~a.troriage are. CCC Route' 2/16 ·. (79:i passengersl, CCC R~ut.e 7 .· .. 
·. . .,. . . .· - .. . . . ·: 

(949passengers}, Boro Route 4 (772 passerigers),andAmboy•s; 

. New Brunswick ~oute (693 ;passengers). · The routes carrying the. 
·. - . . . 

lightest• total daily r,idership are. BQro Routes .. to• (71 passen~e+-$), 

1 (193 passen<Je'ts), and 8 ( 310 passengers) .and CCC Routes 4 .(229 

· passengers) and 20 (295 passengers). CCC catri.es 2,611 cla;j_;ly 
. . :. .·· .··. . ·, . . 

passengers on the routes li~ted in Table 12', a bit more than· 
.: . . - . . . 

is carried by the Boro ro~f.es · ('2, 34 7 passen,gers). The three 
. . . . . . . 

Amboy/Bayview rout.es !carry 1,670 ·daily passeng:ers, '313 of which .. 
. . 

originate and termin~te outside tne Study Area. 
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. ... . Table .l.l 
·Total B"Ue Persc;,11---TX'i,ps from New· York• 

(PAB'I') to the.St.µo.y Area by 

T;i.:nte. 
P'eri.od ·. · 

Atea of 
.· De$ti.-· 

nat'i.On 

P.i. Peak(2) A 
a 
C 
.D 
E 

.F 
G 
'ft.· 

• A • .• 

:;~;~~S\'Tdfa1 sttai;'; Area , 
-:_; ?'·''}~-- ·;- .,.:· -

. ' ·.· 

~11-Day A 
B 
C 
D. 
E 
F 

. G 
<'iifI 

.· Stt;1dy Area 

··.Bus. coni;ean~. 
'. · .. ·_•.' . 

46 
1,353 

.l,393. 
513 
175 

· ·68 
,42 
29.6 

3,886 
.84 .. 

'1,906 . 
1,879· 

729· 
. · ;323 · 

183 
159 . 
480.·. 

.;. ... .... -17 t. 3 -. .. 
107 7. 7 716 51;4 
ll! 21~6 400 78~0 
123 70.3 27 15.4 

44 64.7 20 29.~4 
.36 85.7 .,.. 
· .. 60 20 .3 

498· 12\8 f,163 29~.9 

- 34 · 1. 8 .. , - ... 
•· 230 .12 • 2 991 · 52 ,7 
173 ·. :23.7 ·'.· 554 {6;0 
2 62 · 81 .1 3 O · .. . . 9. 3 .·· 
148 ·so .. 9 ·. 31 · · l6.9 
151 95.0 .,.. 
· .• 04 l7~s. """. _ .... _ .... 

. ~-... · 

Source: . · 1972 Port Authority Bus Pas_senger Survey. 

' . 

( 1 ) All ·bus. companies which ptovide service between New .. 
York and the Study Area •.. ·· 

1~ <2 > All trips in this. time p~r;i.od departed· New York between 
I ·. 4 : 0 0 P • M c,ind . 6 : 5 9 P • M • l ... ! 
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Op a .per-one-w.ay trip basis, Baro Route 4 ·shows the 

D highest ave;rage riderspip (25 .7 passengers/tr:ip) followeq by the· 
. . . . . -- . . .-._ . 

Amboy (23.9), Bayvi~~•s Keansburg service (21.1), Cind :Spro Route 
' . . . . LJ 2 (19 .l). Boro Rout~s 10, 5, 1, and 8 and ¢cc Route 4_ show the. 

0 
0 

I __ , 

,-. 
I 
I l __ ! 

lowest rates with the iowest being on Boro Route 10 (8.9 passen-
. . .. . 

gers/trip). By company, the highest average ridership is shown 
·. . . . . . . 

· by the_. Amboy/Bayviet-1 routes· (18 6. passengers/trip)~•• · Baro route,s 

averages .14. 5 passengers/tr.i,p and CCC 14. 8. 

Bus Route Coverage Areas. . ·. 

The cioveraga bi~servi¢e a~ea~6f the local transit rotites 
: . . . . .. . . 

in the Stµdy Area is.considered to be th{at area.within 1,500.feet 

of either .side of eac;::h bus route.. 'i'his corres;ponds to the distance · 

generally accepted as a reaso:hable.wa.lkin9 distance fo;r the general 

population. • Table 12 includes_ data concerning the Stud:y.;.A:tea popu;..· 
. - . . . . . -. 

lation living within, this distance of a local bus route. 

The ~oy 1Bayv,iew routes· serve th.e greatest number of·· 

total re~idents within the. sthdy Area. while at the same-- time 'they 
. . . ' . . 

serve the lowest nun;tber of senior ci tizen.s as a percentage of 

total population. CCC Routes 2/16. an'd 20 serve both the greatest 
. . 

absolute ·numbers and highest percentage of elderly·· residents. 

The percentages o'f elde·rly resicients to· al-1 residents within the . • · 
. . ' . 

. individual · route co~erage areas ra~ge from 9 l (Bayview i ·s East 

Brunsw;i.ck 'route)·· to ~6.l Jccc Rout~ ·2/16) ~-

ccc Routes 4 and 7 and. the Amboy route serve the hi.gn.est ·· 

population densities within their coverage areas~ The lowest 
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Table 12 
Typical Daily Rider.ship and Coverage Ar.ea. Characteristic·s of Loccil Bus Routes-in the Study· Area 

Total Elderly Poptilation Percentage Total Daily Passenger - _Tries Average 
Population Popula~ion D,ensi ty of· Elderly A.M. Peak •off-Peak P.M. Peak.A:M. Pe.ak Of-f-Peak P.M. Peak Passengers 

Company Route and Route Segment (62 yrs. and- Over~ .{personsi'.sg._rni.) Population Off .....Q!!._ Off .....Q!!._ . QfL ___Q!!_ 2.ff..._ _Q!!_ Off .....Q!!._ -2ii .....Q!!._ -Per TriE 

Bora Busses #8 Red Bank - .. Long Branch To Long Branch To Red :Bank 

Red Bank R.R. Station to Broad & Harding 4,060 1,179 7,660.4 29. 0 13 80 2 40 16 78 1 21 
Broad & Harding to Red Bank/ Little 

Silver Line 2_.132 603 6,270.6 28.3 4 2 1 7 2 3 2 
Red Bank/Little Silver -~ine to 

Little SilVer/LQng Branch Line 3.802 434 3.168.3 11.4 2 8 1 14 2 4 2 4 4 
Litt-le. Silver/Long Branch Line to 

Oceanport Ave. & Broadway 4;6-59 217 3,697.6 4. 7 2 2 9 3 2 3 5 5 9 
Oceanport Ave. & Broadway to 

qceail & Laird Ave. ___h_,__±TI 9 396.l ---12,_Q_ 12 34 ___l 65 ___l 16 ...2. 80 _± 30 
Route Total 24,237 3,870 5,571.7 16.0 19 19 53 88 83 48 28 28 ·90 90 37 37 10.3 

To Long Br"anch To Red Bank 
#l Red Bank - Long Brarich 
Red Bank R.R .. Station to Broad & Newman 

Springs Road 5,563 1,565 6,468.6 28.l 3 24 l 21 29 26 i 16 2 21 2 
Broad & Newman Sp.rings ·Road to Rt. 35 & Rt. 71 6,374 308 4,618_8· 4.8 3 2 1 6 1 3 6 3 1 6 8 
Rt. 35 & Rt. 71 to Oceanport Ave~ & Broadway 4,444 458 2.795.0 10.3 1 2 5 1 
Rt. 35 & Rt. 71 to Rt. 35 & Rt. 36 l_. 822 297 3,196.5 16.3 8 4 1 3 1 4 
Rt. JS & Rt. 36 to Oceanport Ave. & Broadway 1,845 245 1,476.0 13.3 4 2 4 5 10 3 1 7 
Oceanport Ave. & Broadway to Ocean & Laird Ave. . 9 584 l 437 9 396 .1 15 .o 21 _l 14 ....1. 28 4 ll ....1. n. _]_ 

Rou-te Total 29,632 4-,310 4_,442.6 14.5 30 30 29 29 40 40 35 35 30 30 29 29 10,2 

#5 Red Bank - Sea Bright 
Shrewsbury Ave. & Newman Spring.s Rd. to To Sea Bright To Red Bank 

Red Bank R.R. Station 4,313 565 6,16cl.4 13.l 3 21 l 33 8 12 22 2 10 
Red Bank R.R. Station to E. Front & Spring St. 2,918 872 6,631.8 29.9 1 4 12 70 61 35 3 . 76 18 13 8 
E. Front & SpringsSt. to Fair Haven/Rums-on Line 5,319 747 5,065.7 14. 0 8 4 33 6 34 10 10 26 :?,6 4 4 
Fair Haven/Rumson Line to Sea Bright Bridge 4,643 653 2,920.1 14.1 9 51 1 32 2 22 5 54 2 14 
Sea Bright Bridge to Church St. _l]_l'l_ 3.815.8 _l2_,_Q ___§_ ....ll ll 12 30 _£ 

Route Total 17,918 2.975 4,513.4 16. 6 29 29 ll0 ll0 81 81 50 50 129 130 29 28 9.5 
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Table 12 
Typical -Dail)' Ridership ati.d ·Coverage AI'ea -Characteristics of Local ·Bus Routes in the Study Area 

Tota-1 Elderly Population Percentage Total Daily Passenger - Trips Average 
Population Population Density of -Elderly A.M. Peak off-Peak P.M. Peak A.M. Peak Off-Peak P.M. Peak Passengers 

Company Route. ana E.oute Segment (62 yrs. and Over} ,12ersonsLsg.rni-.) Population Qff_ _QQ___ Qf.L _Qg_ Off _Qg_ Qf.L _Qg_ Qf.L _Qg_ QiL_Qg_ Per T-ri12 

#4 Red Bank -· Highlands To Highla-nds To Red Bank 
Broad & -Froht St. to Cooper 1 s Bridge 4,499 1,216 7,029.7 27.0 6 2 72 2 128 32 85 1 26 
Coop€r ts Bridge to Rt. 35 & Tindall Ave. 4.,201 355 2,593.2 8.5 2 2 23 13 45 13 7 35 17 3 
Rt. 35 & Tindall Av_e. to Rt. 36 & Leonard Ave. 6,683 520 3,051.6 7.8 49 49 51 35 39 20 3 19 68 93 52 45 
Rt. 36 & -Leonard Ave. to Rt. 36 & 1st. Ave. 4,253 561 5,186.6 13.2 1 10 34 23 37 7 9 29 53 20 7 
Rt. 36 & 1st. Ave. to Rt. 36 & Bay Ave .. 5,011 930 2,298.6 18.6 16 19 7 29 4 5 17 28 30 
Rt. 36 & Bay Ave. to Bay & Waterwitch Ave. 2.-171 10,338.1 __ll_J_ ___:J,_ _n_ 2Q. _]_ __Q _1& 

Route Total 26,818 3,"867 3,501.0 14.4 68 ·68 150 150 172 172 47 47 234 234 101 101 25. 7 

#10 Red Ba-nk - Freehold To Freehold To Red Bank 
Broad -& Front to Hubbards Bridge 4,499 1,216 7,029.7 27.0 9 15 12 3 13 9 
Hubbards Biidge to Brookdale Community College 4.465 ____l1§. _2 _2 _§. _! --2 __ l __ l _l __ 2 _g _2 

Study Area Route Total 8,964 1.554 2,708.2 17.3 2 11 8 16 5 13 4 1 15 12 9 2 
Brookdale .Commllnity College to Freehold __ 9 _1Q _£ __ 8 __ 1 _i __ 3 __ 7 

Route Total 11 11 18 18 13 13 5 15 15 9 9 8.9 

#2 Red Bank - Asbury Park To Asbury Park To Red Bank 
Red Bank R.R. Station to Broad & Newman 

Springs Road 5,563 1,565 6,468.6 28.l 3 15 98 2 48 36 70 4 27 1 
Broad & Newman Springs Road to Rt. 35 & Rt. 36 8,557 652 4,388.2 7.6 4 4 31 52 25 31 J 13 19 14 19 
Rt. 35 & Rt. 36 to Rt. 35 & Asbury Ave. 4,047 245 1,521.4 6.1 4 5 15 17 9 7 19 84 42 1 22 
Rt. 35 & Asbury Ave .. to Cookman & Main St. 9 .771 1,616 9.674.3 16.5 9 4 32 1 18 1 19 10 27 4 
Cookman & Main St. to· Asbury Park Casino 6.932.4 .. , _j_§_,_Q _§. _!IT _n_ _li __ 2 -2§. _1& 

Route Total 30. 50 3 5,257 4,453.0 17.2 28 28 168 168 87 87 58 58 185 185 47 47 19.1 

Bayview Perth Amboy - Kean.sb.urg To Keansburg To Perth Amboy 
Bus Line Rector & Fayette St. to Victory Bridge 12.627 2.013 10,980.0 15.9 2 12 81 3 63 47 94 12 1 

Vi.ctory Bridge to Main & Broadway 1,125 82 -1,102.9 7.3 4 2 6 
Mai-n & Broadway to Portia & Pine-Ave. 6,736 973 9,905.9 14.4 2 3 31 19 12 19 1 13 6 3-2 6 
Portia. & Pine Ave. to Monmouth County Line 7.446 662 2,788.8 8.9 8 24 33 25 3 6 13 20 26 5 
Monmouth County Line to Stone Road & Broadway 7. 599 C:190 4,662.0 11. 7 2 48 35 25 11 11 12 25 48 3 7 
-Stone Road & Broadway.to Union Ave. & Rt. 36 6.588 561 4,773.9 8.5 2 28 7 9 6 19 20. 5 
Union Ave. & Rt. 36 to Laurel Ave. & Rt. 36 2,805 282 4,007.1 10.l 10 4 l 6 1 
Laurel Ave. & Rt. 36 to Beachway & Carr Ave. 6.977 6 840.2 ----2. _§_± 14 _li _i __l!_ _1& -1§. _6 

Route Total Sl_.903 6,358 5,063.7 12.2 17 17 199 199 96 96 81 81 17 3 173 24 24 21.l 
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Table 12 .. ·-

Typi_cal Dai:ly Rider·ship and Coverage Area Characteristics of Local Bu·s -Routes i-r-i· the Study Area 

Total Elderly Po°pulation Perce.ntage 
Totai ·Daily ·Passenger - Trips Average 

A;M. Peak Off-Peak Pea·k A.-M. Peak -Off-Peak P.M. Peak Population PopulatiOn Densi~y of Elderly P.M. · Passenge':rs 
Company Route al1.d Route Segment (62 irs,- .and Over) (:eersonsLs9: 1 mi.) POJ?:Ulation Off _Q!!_ off _Q!!_ .Q!L _Q!!_ - Qli_ _Q!!_ Off _Q!!_ Off ...Q!!_ Per Trip 

Perth Amboy - E. Brul1.swick To East Brunswick To Perth Amboy 
Rector' & Fayette St_. to Victory Br~dge - 12,627 2,013_ 10,980.0 15.9 3 22 40 23 30 9 
Victory Bridge to Mai.n & Scott Ave. 24 1 44._4 4.2_ 
Main &.Scott Ave, to Bordentown Ave. 

@ Garden State Pkwy. 9,729 1,267 6,529.5 13 .o 2 2 -_15 35 28 12 ·3 17 23 15 13 4 
Bordentown Ave .. @ Garden State Pkwy. to 

Rt. 9 & Rt. 516 10,181 ·- - -595 - 3,349.0 5.8 2 28 24 17 ·6 25 34 13 16 
Rt: 9 & Rt. 516 to Southwood Drive & Rt. 18 13.298 __1Ql 4,104.3 _5. ...ll _lQ __§_ _6 _3 _ll ...ll ,_N -Study_Area Route Total 45,859 4,179 _ ·4,84,.7 9.1 4 l-0 ·67 111 53 61 26 .z6 ·101 73 55 20 
Southwood Drive & Rt. 18 to Tanner's Corner/ 

Mid-State Mall _6 _11 -11 _3 _2 _li _3 ..l.§_ 
Route. Total 10 10· 111 111- 64 64 28 28 116 116 58 58 11. 7 

Amboy Coach Woodbridge - New BrunsWick To New Brunswick To Woodbridge 
Korvettes to Rt. 35 & Amboy Ave. 11,741 1,119 6,346.5 9.5 9 8 3 -18 
Rt. 35 & Amboy Ave. to Victory Bridge 24,764 3,794 11,055.4 15.3 43- 40 11 36 54 72 55 44 55 42 10· 6 
victory Bridge to Main & Broadway 1,125 82 1,102 .. 9 7. 3· 
Main & Broit.dwa-y to Washington -Road 

@ Garden State Pkwy. 5,871 890 5,538.7 15.2 4 14 10 6 1 5 8 15 6 
Waspington Road@ Garden State Parkway to 

Sout-h River 10,oao _§1! 4,182.6 ___§_,_j_ -1 __ 5 _N _g _3 _2 __!Q ...1Q _2. .--2 
Study Area Route Total 53,581 ~,529 6_,244. 9 12.2 45 57 30 74 72 15 61 59 111 62 25 6 

.south River tu New Brunswick _l§_ 110 __§§_ .:.ill. _l§_ _.§2 114 ...M -1l 
Route Total 81 81 140 140 120 120 97 97 176 -176 79 79 23 .9 

Coast Cities #7 Asbury Park - Long Branch To Long Branch To Asbu!;Y: Park-
Coaches Asbury Park Casino to Cookman & Main St. 2,565 1,119 6,932.4 _ 46.0 39 151 : 31 1-S 73 32 

Cookman & Main to Deal Lake 6,829 1,566 11,980.7 22 _-9 25 52 37 83 7 9 36 3 134 95 87 25 
Deal Lake to No.rwood & Highland Ave. 4.,970 777 2,823.9 15.6 21 4 ·gs 19 8 6 6 3 17 39 30 
Norwood & Highland Ave. to Norwood & Broadway 6,422 650 5,536.2 10 .1 17 1.0 48 7 14 8 6 13 19 33 8 
Norwood & Broadway to ocean & Broadway ---2..,_gQ_ ...2......!lQ.. ...!§..2. _2. __!Q 110 ..21 _Q _l _.il _}2_ 113 _9 _ _§_ 

Route Total · 28,306 5,415 6,048.3 19 .1 115 115 293 293 67 67 66 66 280 280 128 128 15.8 

#31 Asbury Park - North Long Bra-nch To Long· Branch To Asbu!Y Park 
~sbury Park Cas.ino to Cookman & ·Main St. 2,565· 1,179 -6_,932.4 46.0· 12 43 26 11 21 5 
-Cookrnatl & Main St. to wannarna~~a Bridge 11,185 1,786 .11_;185.0 16.-0 3 9 11 .14 14 3 10 10 22 11 8 ·3 
Wannarnassa Bridge t6--_9o·rlies & Monmouth Ave. 5,149 607 4,186.2 11.8 3 15 4- 3 5 ]:Q 5 4 5 
Carli.es & Mbnrnouth Ave. to N0rwood & Wali ·st4 6,125 750 2,469.8 ·12.2 6 -15 '2 9 5 1 6 rs 9 5 
Norwood & Wall St. to Broadway & Liberty Ave. 11,463 1,344 8,428.7 11. 7 14 6 34 24 13 30 11 18 20 13 23· 
Broadway &·Liberty Ave. to Atlaatic & 

·Presiey. Ave. -1....Q§§_ 1,001 2,838.9 _R,__§_ _3 _2 ...:.1i ..21 _Q -1 _lQ _2 -2 
Route Total 39,553 6_,667 5,259.'7 Ui.9 29 29 89 -89 72 72 35 35 Bl 81 41 41 14;5 
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Table 12 

Typical Daily Riders-hie and Coverage Area Characteristics of Local Bus Routes in the Study Area 

Total Elderly PopuLation Percentage Total Dai1y Passeng·er - Tri12s Average 
A.M. -Peak Off-Peak P.M .. Peak A.M. Peak Off-Peak P.M. Peak 

Populption POpulation Density of Elderly Passenger 
Company Route and Route S.egment (62 yrs. and Over) (personsLsg.mi.) .Population Off -2.!!._ Off -2.!!._ Off -2.!!._ Qli_ -2.!!._ Off -2.!!._ Off -2.!!._ Per Trip 

#4 Deal - Neptune To Neptune To Deal 
Norwood & Roseld Ave. to Deal Lake Rd. & 

Grand Ave. 2,281 403 3,124.7 17.7 1 3 5 6 5 
Deal Lake Rd. & Grand Ave. to Cookman & 

Ma·in St. 7 ,6D5 2,8;!2 10,864.3 37 .1 21 5 59 1 22 11 l 31 17 23 5 
Cookman & Main St. to Morris & Bylvania Ave, 9,665 1,·213 9,383.5 12.6 12 6 23 4 18 5 16 12 12 12 10 
Morris & -Sylvania Ave. to Fitkin Hospital 2,705 .628 4,226.6 23.2 14 20 3 2 8 4 
Fitkin Hospital to Asbury Gardens . 4 282.7 _!_Ll __ 3 __ l --12 ---2. __± _!i _ll 

Route Total 25,725 5,524 6,579.3 21 .. 5 29 29 63 63 25 25 21 21 51 51 40 40 10.0 

#2 - 16 Asbury Park - Manasquan TQ Manas9:!:!an To Asbua .Park 
8th & Park Ave. to Cookman & Main St. 7,342 2,575 7,269.3 35.1 6 3.6 61 187 6 7D 13 1 134 43 48 20 
Cookman & Main St. to 18th & F Ave. 11,611 2,776 6,276.2 23.9 33 17 89 4l 53 47 24 24 69 103 40 34 
19th & F Ave. to 22nd & F Ave. 711 167 5,078.6 23.5 3 11 1 2 1 2 2 8 5 1 
22nd & F Ave. to Sea Girt Bridge 4,147 908 3,399.2 21.9 12 28 21 30 6 17 24 2 16 
Sea Girt Bridge to Brielle Baro Line ___hD.§_ 1,385 3,236.0 _2 _§§. __ 7 _n _6 _2 22. _ll 

Route Total 29,927 7,811 4,898.0 26.1 56 56 257 257 118 118 39 39 ·230 230 91 91 16 .1 

#20 Asbury Park - Pt. Pleasant To Pt. Pleasant To Asbury Park 
8th & Park Ave. to Cookman & Main St. 7,342 2,575 7,269.3 35.l 6 27 7 26 1 45 26 19 6 23 3 
Cookman & Main St. to 18th & F Ave. 11,611 2,776 6,276.2 23.9 11 6 15 11 38 18 33 20 25 23 15 21 
18th & F Ave. to Spring Lake/Sea Girt Line 5,272 1.,053 3,876.5 20.0 2 1 7 6 6 1 11 3 6 10 
Spring Lake/Sea Girt Line to Mana-squan/ 

ll Brielle Line 4,146 950 3,838.9 22 . .9 11 4 6 2 15 5 2 2 
Manasquan/Brielle Line to Pt. Pl·easant 

R.R. Station ---1.,lQl 3.176.0 __ 9 _l __ B -11 _ll _8 _2 _£ 
Route -Total 31,647 8,062 4,995.9 25.5 39 39 43 43 64 64 59 59 48 48 42 '12 14.8 

Sources: Populations characteristics based on 1970, U.S. Census. 
Ridership based on FB&D field surveys. 





population densities being served are within the coverage areas 

of Boro Routes 10 and 4. The population densities served range 

from 2,708 to 6,579 persons per square mile. It is interesting 

48 

LJ to note that CCC Route 4 serves the most densely-populated coverage 

area and produces one of the lowest passengers per trip averages. 
~- ,' . , 

Boro Route 4 serves one of the least densely-populated areas and 

produces the largest passengers-per-trip average. It will be seen 

in Chapter VI (Table 21) that both of these route~ produce the 

highest passengers per bus,;.,mile averages. Therefore, the adequacy 

of the service offered by a .r.oute cannot be measured solely by the 

size of the iI11IIJ:ed:fate population being served. Residential-orig:i,n 

trip ends must be linked to desired generator-destination trip-ends. 

Other.factors to be considered include the safety, comfort,. sched-

ule; fare level, and speed of the.service. One other important 

consideration is the characteristics of the immediate population 

served, ·i.e., the number of elderly, young, poor, and/or handicapped 

residents in the area. 

The distributions of total poJ?Ulation, elderly popula"".' 

-tion, and no-car households in relation to the composite bus ser-

vice coverc:1ge area of the local transit routes are shown in Exhibits 
. . 

7, 8, c:1nd 9, re spec ti vely. The local service po:rtions of the · 

New York services are included.· Most concentrations of the total 

population are currently being served. The locations of senior 

citizen residents and zero car households both coincide, to a hi<;rh 

degree, to the area served by the bus network. 
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EXHIBIT NO. 7 
BUS SERVICE COVERAGE 
OF TOTAL POPULATION 
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EXHIBIT NO. 8 
BUS SERVICE COVERAGE OF POPULATION 

AGED 62 YEARS AND OVER 
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EXHIBIT NO. 9 
BUS SERVICE COVERAGE 

OF ZERO-CAR HOUSEHOLDS 
NEW JERSEY PUBLIC TRANSPORTATION STUDY 
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ExhibitlO compares the bus network coverage area with 

the location of;the major traffic generators in and near the 

. Study Area. Most employment concentrations are served by at least 

one route. The high concentration of job centers in Perth Amboy 

is served by some or all of-the Amboy Coach/Bayview routes as 

shown a.nd additionally by some of the routes of TNJ not shown. 
. . 

Other generators·. appear. well..-served, · especially shopping and 

medical facilities. 

Bus Travel Titne Characteristics 

The bus travel time survey result.s were tabulated a1,1d 

analyzed by route segment and total route by direction and by 

tim.e of day. Tota;l. travel time, total. delay time, c:1-nd running 

time (total travel time less total delay time) were developed 

for each route. Regarding the local trarisitroutes, total delay 

as a proportion of total travel time ranged from 10.6 percent 

(CCC Route 7) to 37. 2 percent (Boro Route 5) in the morning peak 

period~ from -.~.8 percent (Amboy} to 40.5 percent (Boro RoµteS) 

in.the eveningpeak period, and from 1:0.5-percent (Boro '.Route 5) 

to 38.2 percent (Boro Route 1) in the base.period. Boro Route 5 

showed the greatest fluctuation.in delay percentage for the various 

time periods and directions. The primary cause of dela:y varied 

widely both between routes and within routes oy time period, 

direction, and route segment, so that no generalizations can be 

made for all the routes. 
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CCC Routes 2/16 and 4 and Boro Route 1 showed the 

slowest average speeds in the morning peak, midday, and evening 

peak periods, respectively. The fastest speeds for those time 

periods were recorded by Boro Ro1.+te 10 and the Bayview route. 

Comparing actual trip duration to the scheduled trip 

duration, only Boro Routes 10, 8, and 1 traveled faster than 

scheduled in all time periods in each direction. CCC Route 4 

traveled slower in all time periods in both directions. All other 

routes were inconsistent in this respect. According to the oper-

ator, summer traffic congestion (caused by nearby drawbridge oper-

ations and by the influx of summer visitors) causes the CCC routes 

to operate beyond their scheduled time durations. 

Not surprisingly, the commuter routes showed faster 

average speeds and generally a lower ratio of delay time-to-total 

travel time compared to the local transit route. This is due 

to the time and distance of service operated express via the 

New Jersey Turnpike and/or Garden State Parkway. In the peak 

periods, delay time as a percentage of total time were similar 

for the two New York routes. During midday, the AP-NY service 

experienced about twice the percentage of delay as did the NY-K-LB 

service on northbound trips. On southbound trips, the opposite 

was true. 

During peak periods, the two New York services traveled 

at nearly equal average speeds. The off-peak period average 

speed of NY-K-LB was higher on northbound trips. The average 

running speeds were similar in all time periods except the morning 
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:peak period. wheri the AP-NY service operated nearly 5 mph faster. 

The NY--K--LB.service require more time than scheduled 

in all instances~ The AP-NY actual times exceeded the sc]jeduled 

times only during midday in the northbound direction and during 

· the evening peak 'pfE!riod when operating southbound via Garden 

Stat.e Parkway_. Interchange -117. 

The NY-K-LB Newark service experienced a higher ratio. 

·_ of de],.ay to total travel time than the TNJ service. The NY-K..:.LB 

actual trlp durations were slightly more than those scheduled. 

The TNJ actual trip durations. exce~ded the scheduled_ travel ti.mes 
. . . 

.on.aJmost·every.trip. Excluding one trip driven by a substitute 

driver unfamiliarw:lth thEE! route, the TNJ trips required an average 

of over. 11 :minutes per trip :more than the scheduled travel times. 

Fares 

The fares on the AP-NY service range 

··_ for a. one-way trip. A representa.tive sampling 

in effectduringMarch 1975 follows: 

New York To: One way Round Trip 

Asbury Park $2. 71:J $4.95 

Brielle 3.15 5.65 

Red Bank/ 
Middletown 2.35 4.20 

10 Trip 

$18~25 

18.75 

16.45 

A flat $1.00 fare is charged for any intrastate trip sopth of 

Laurence Harbor. 
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The one .... way fares on. the NY ... K-La service range from 

$1.69·(for the Keansburg zone) to $2.22 (for the Leng Branch 
. , . ." 

z9ne). There are· six fare zones. The .fare for a 10-trip commu-
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tation pass to the PABT ranges frorn.$13.78 to $15.90. The fares 

on'the once-daily\round trip service to downtown New York (Wall 

Street) range from $2.12 to $2.62 for a one-way trip. The lO-trip 

fares range from· $19 .• 08 to $21. 08. The Newark service fares 

range :Erom $1.SCl to $2.00 fOr a one..;way ticket and from $12~25 to 

$14.45 for 10 trips. 

The one..:.wa.y fares fo:i;:- local trips originating and 

terminating south of the Raritan River on the TNJ route range 

from 40¢ to.95¢. The one-way·fa.res to arid from Newark range from 

$1.10 (Sayreville) to $1.60 (Asbury Park). Ten-trip ticket books 

for Newark"'."oriented trips c9st between $9.70 and $14.10. 

The !ares on the Bero Busses routes range.from .a minimunt 

of. 25¢ i;:o a maximum of 75¢. The maximum fare occurs on the Free-

hold route which has a base· fare of 40¢. Fares are collected 

using an on-and-off system •. Depending o.n which zone boarding 

takes place, pa.rt of the fare is paid When boarding the bus, and 

· the ha.lance. is paid when alighting .. 

The Coast Citie~ Coaches routes have from three· to £ive 

fare zones. The base fare is 25¢, arid the maximum fare of 45¢ 

occurs on the Asbury Park:..to-Point Pleasant route. The charge 

for transfers is 5¢. 

The three routes operated by Amboy and Bayview have 

from six .to eight zones. The basic fare is 25¢ on the I<eansburg 
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route with a mq:x:i,.mum o! 55¢. The. bas:j..c fare on the Woodbridge-

New Brunswick route is 35¢ with a ma,cimum of 70¢. The Perth Amboy-

~ast Brunswick route also has a 35¢ base fare, with a ma,cimum of 

65¢. 

In New Jersey, senior citizens aged 62 and over can 

travel intrastate on any·regularly .... scheduled bus route during 

off,-peak hours for one-half the regular fare. The difference in · 

fare revenu.e is paid to the bus operators through a state-funded 

subsidy program. This half-fare program has ;been extended to 

cover commuter railroad and some interstate bus carriers. 

As of December 15, 1975, intrastate bus fares on all 

Stµd¥-Area pus routes increased as recommended by the Commuter 

·Operat;i,ng Agency of NJDOT.· These fare increases were designed 

to overcome a shortage o:t; available state su;bsidy funds. 

Operating Subsidies 

Since 1969, the State of New Jersey has carried out a 

funding program designed to provide subsidies to offset operating 

los.ses on bus services deemed essential by NJDOT. All of the 

bus companies under study are now in this program and receive 

subsidy funds as follows: 

Total Year of first Estimated 
Company FY 1974 to date Payment FJ'.': 1975 

AP-NY $150,000 $249,000 1973 $485,724 

NY-J(-LB ·99,364 99,364 1974 325,030 

Bo;r-o· .266,640 635,525 1971 334,595 

CCC 224,078 709,612· 1970 288,271 

Amboy/Bayview 182,000 395,217 1970 325,748 
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In addition to the above amounts, TNJ has received funds 

in subsidy of specific routes .statewide. As of July 1, 197 4, TNJ 

began receiving a subsidy to cover general operating expenses. 

Between that date and June 30, 1975, TNJ received over $14 million. 

Table 13 presents the subsidies and subsidies per 

passen9er for each company during the calendar year 1974. The· 

company payments were apportioned to each individual route accord-

ing to net operating revenues (net operating revenue data is shown 

in Table 22). No value is listed for the TNJ route due to the 

complexity involved in estimating that route's portion of the 

entire TNJ system subsidy payment. Two of the routes, Bero Route 

10 and the Bayview East Brunswick route, have average subsidy per 

·· passenger values which are much higher than the other routes. 

CCC Route 31 and the Amboy route also show high values. The AP-

NY service exhibits the lowest value, 23¢ per passenger. Sev-

eral other routes have values near that of AP-NY. 

AP-NY and NY-K-LB have the lowest average subsidy per 

passenger on a company basis. Of the local transit operator~, 

CCC has the lowest value, followed by Bore, Bayview, and Amboy~ 

Highway Network 

The .Garden State Parkway, New Jersey Routes 35, 36 and 

71, and U.S. Route 9 are the major north-south roads serving 

the Study Area. Major east-west roads are New Jersey Routes 36, 

38, 33, and 440. Other highly-utilized roads are Monmouth 

County Routes 16, 516, 537, and 520, New Jersey Routes 34, 66 and 

18, and Middlesex County Routes 516 and 535. The Garden state 

Parkway, New Jersey Routes 18, 35, and 440, and U.S. Route 9 
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Table 13 
Average Bus Routes Subsidies 

per Passenger for Calendar Year 1974 

Estimated Average 
Total Route Subsidy 

Company and Route Passengers Subsidy per Passen9:er 

Boro 697,358 $320,682 $ .46 
#1/8 148,848 81,774 .55 
#2 197,088 65,098 .33 
#4 218,606 84,981 .39 
#10 11,531 26,296 2.28 

CCC 698,139 272,375 .39 
#2/16/20 323,455 88,794 .27 
#4 74,482 21,245 • 29 
#7 20l.,863 83,892 .42 
#31 86,420 72,452 .84 
#5 11,919 5,992 .50 

Bayview 320,446 178,142 .56 
Keansburg 195,268 52,017 .27 
E. Brunswick 125,178 126,125 1.01 

Amboy 149,787 100,126 .67 

AP-NY 1,055,646 246,311 .23 

NY-K-LB 884,114 247,382 .28 

Sources: Figures based on'the 1974 PUC and ICC Annual Reports. 
Individual route subsidies allocated on basis of 
estimated net operating revenues. 
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connect tne·northern·portion of the Study Area to the nearby New 

Je:i::-sey Tu:rppike/u.s. Route 1 corridor. Recent average annual 

· daily traffic.: (MDT) figures for key locations in the highway 

network are shown in Table 14. Not surprisingly, AADT and AADT 

pe;r lane figurep are highest for the Garden State Parkway and 

New Jersey Turnpike. In general, the AADT's increase toward the 

northe.rn portions of highway. 

Comparison of the 1973 and 1974 MOT's reveals the 

effects of the. early 1974 gas shortage. At all points but 

on~, the 1974 ·figures were lower than those of the previous 

year. From 1994 to 1974 and from 1969 to 1974, most points show 

heavy traffic g:rowth. Only New Jersey Route 35 traffic over the 

Victory.Bridge showed a decrease in traffic, this between 1969 

and 1974. Traffiq at that po;i.nt continually fluctuated during 

this period. 

Th~ fastest traffic growth rates between 1964 and 1974 
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.oc;:curea: at th~ Garden State Parkway Interchange 114 (traffic; more 

than tripled),.· c;>n New Jersey Route 38 near New Jersey Rottte 34, and 

on the Garden State Parkway at the Raritan Toll Plaza. Between 

1969.and 1974, New Jersey Route 38 experienced the fastest traffic 

growth rate.· In terms of total traffic growth, the Garden State 

Parkway and New Jersey Turnpike show the greatest increases both 

from 1964 to 1974 and from 1969 to 1974. Of the points on the 

other roads, New Jersey Route 18 shows the largest absolute growth 

between 1964 and 1974. U.S. Route 9 at the Edison Bridge and New 

Jersey Route. 38 near New Jersey Route 34 show the largest growth. 

in the 1969 to 1974 period. 
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Table 14 
Average Annual Daily Traffic Trends at Major Roadway Points 

In and Near the Study Area 

1974 AADT AADT 
Number AADT 1974 Percent \Percent 1972 

of 196.4 1969 1972 1973 1974 {Both AADT Change Change Percent 
Location Lanes Direction AADT AADT AADT AADT AADT di'rections J Per Lane 1964-74 1969-74 of Cars 

u.s. Route 9: 
0.2 miles north of N.J. 34 (Madison Twp.) 4 North 16,836 21,18.5 22,415 23,904 22,611 45,200 5,650 34.3 6.7 83 
At Edison. Bddge (Woodbridge) 5 South 25,14.5 28.,664 31,191 31,953 31,915 63,800 6,380 26.9 11.3 79 

N.J. Route 35: 
At Victory Bridge (Sayreville) 4 Both 13,324 22,342 20,753 22,574 18,492 18,492 4,623 '38.$ (17.2) 86 
1.0 miles south of Kings Hwy. (Middletown) 4 North n.a. 12,771 15,279 15,890 15,140 29,100 3,638 n.a. 18.5 88 
100 .feet north of Allaire Rd. (Wall Twp.) 2 North n.a. 6,504 7,271 7,117 7,243 14,500 3,625 n.a. 11.4 85 
200. feet east of Jct. N .. J. 71 (Brielle) 4 North n.a. Ib,o'73 10,992 11,283 10,646 21,300 2,663 n.a. 5.7 88 

N.J. Route 18: 
600 feet east of So. River Bridge (Madison 4 West 9,811 15,228 18,870 19,003 17,918 35,800 4,475 82.6 17.7 85 

N.J. Route 36: Twp.) 

200 feet west of Main St. (Keyport}' 4 West 8,662 ·13,667 is,103 15,893 15,011 30,000 3,750 73.3 9.8 87 

N.J. Route 66: 
0.2. miles west of N~J. 35 ( Ocean Twp. ) 4 West 6,268 9,889 10,869 11,019 10,578 21,200 2,650 68.8 7 .. o 90 

N,J, Route 38: 
0.6 miles.east of N.J .. 34 (Wall Twp.~ 2 Both 3,466 5,873 8,511 n.a. 9,100 9,100 4,550 162.6 54.9 85 

Garden State Parkway: 
Asbury Toll Plaza (New Shrewsbury} 4 Both 24,412 37,120 48,139 50,977 46,668 46,668 11,667 91.2 25.7 
Raritan Toll Plaza (Sayreville) 6 Both 3$,756 59,696 74,514 86,685 81,890 81,890 13,648 111.3 37.2 
Interchange .105 road to N •. .i:. 36 

(New Shrewsbury) 4 ' Both 5,823 9,317 11,400 11,800 11,400 · 11,400 2,850 95.8 22.4 
:interchange 109 ramp to County Rd. 520 

(Middletown) 4 Both 3,952 5,843 7,000:. 6,800 6,000 6,000 1,500 51.8 2.7 
Interchange 114 tb Red Hill Rd. (Middletown) 4• Both 899 1,986 2,600 3,200 2,800 2,800 700 211.5 41.0 

New Jersey Turnpike: 
Between Exits 11 andl2 12 Both 57.,122 79,117 115,078 121,032 .112,968. 112,968 9.,414 97.8 42.8 n .. a. 

Source: New J'ersey Department of Transportation 





Traffic on U.S. Route 9 at the Edison Bridge had the 

lowest 1972 percentage of cars (79 percent) of all the highway 

locations. JU though information is not available for the Garden 

State Parkway and New Jersey Turnpike, it can safely be assumed 

that car traffic made up most of the 1972 traffic on the Parkway, 

because trucks and motorcycles were not allowed to 1J.se thcit road 

at the time. 

Auto Travel Times 

Exhibits 11, 12, and 13 present the total auto travel 

times required to travel over selected portions of the Study 

Area's major road network during the morning peak, midday, and 

evening peak per;iods. These times were obtained from the auto 

travel time surveys conducted by the Consultant during April and 

May 1975. 

Competition and Coordination 

Exhibit l shows the existing primary bus and railroad 

network serving the Study Area. This exhibit shows that several 

instances of route and service duplication or overlap exist, 

descriptions of which follow. 

Intramodal 

CCC Routes 2/16 and 20 are identical from their start-

ing point at 8th and Park Avenues in Asbury Park to 18th and F 

Avenues in South Belmar. From that point they parallel each 

other south as far as Brielle. 

The AP-NY service duplicates portions of several 

of the local transit routes in the area. A limited situation 

of competition exists in each instance. The AP-NY service 
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provides local service between points in the Study Area, but only 

to and from scheduled stops and at a much higher fare than compar-

able local services. These areas of duplication are as follows: 

a. Along Broadway a:r,i.d Oceanport Avenue from Morris 

Avenue in Long Branch to the Monmouth Street Bus 

Terminal in Red Bank, duplicating most of Boro 

Route 8. 

b. Along New Jersey Route 35 and Asbury Avenue from 

Asbury Park to the Monmouth Street Bus Terminal 

in Red Bank, duplicating Boro Routes] and 2. 

c. Along New Jersey Route 35 from the Monmouth Street Bus 

Terminal to Tindall Road (Five Corners) in Middletown, 

duplicating Boro Route 4. 

d. The AP-NY service and CCC Routes 2/16 and 20 operate 

over many identical portions of New Jersey Routes 35 

and 71, Third Avenue, and Washington Boulevard, between 

the Point Pleasant railroad station and Asbury Park. 

In addition, they operate parallel service within 

blocks of each other along most other portions be-

tween those points. 

Several of the bus rf>ntes overlap along Broadway in 

Long Branch. Boro Routes 1 and 8 meet at Oceanport Avenue and 

travel east where they both meet CCC Route 7. All three then 

operate over the same street to their terminal point at Ocean 

Avenue. As mentioned previously, the AP-NY route travels on 

Broadway between Morris and Oceanport Avenues. In addition, CCC 
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Route 31 also operate along Broadway for the short distance be-

tween Third and Liberty Avenues. 
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The NY-K-LB service duplicates and/or parallels Bayview's 

Keansburg route between Keansburg and the junction of Union Avenue 

and New Jersey Route 36 in Union Beach. Although these two routes 

differ in the basic nature of service offered, a limited competi-

tive ~ituation exists due to the fact that NY-K-LB can serve 

intrastate trips within this area, although at a higher fare. A 

similar situation exists between the NY-K-LB service and Boro 

Route 4 between Highlands and the Belford area of Middletown. 

Five instances of limited competition exist between 

duplicated portions of the Amboy route and various routes of TNJ. 

TNJ Route 46/139 and the Amboy route both operate along Amboy 

Avenue and Convery Boulevard from Green Street in Woodbridge to 

New Jersey Route 440 in Perth Amboy. From that point they split, 

meeting again at Fayette and Rector Streets in Perth Amboy, the 

end point of the TNJ route. Primarily a New York-oriented service, 

TNJ Route 46/139 provides local service between Perth Amboy and 

Green Street. 

TNJ Route 84 and some Route 46/139 trips duplicate the 

Amboy route along Amboy Avenue between Green Street and Convery 

Boulevard in Woodbridge and between New Jersey Route 440 and Hall 

Avenue in Perth Amboy. They also meet at Fayette and Rector Streets, 

1, the end point of the TNJ route. 

TNJ Route 62 and the Amboy route both operate along 

Smith Street and State Street from Davidson Avenue to Hall Avenue, 

all within Perth Amboy. 
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During peak hours, TNJ Route 12/58 duplicates the 

Amboy route along Washington Road from Roosevelt Boulevard to 

South River. From th~re they take separate routes to New Bruns-

wick, TNJ via Milltown and Amboy via New Jersey Route 18. 

The Amboy route has common end points with TNJ Route 4. 

Both begin in Perth Amboy, travel along Smith Street; and 

i, : terminate in New Brunswick, the 'l'NJ route operating via Metuchen. 

Finally, tp.e AP-NY route and TNJ Route 130/133 operate 

over common sections of New Jersey Route 35 and the Garden State 

·sg 

\ I Parkway from Asbury Park north. The former route serves New York-
t_J 
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bound riders and the latter serves those who are Newark-bound. 

The TNJ route and the NY-K-LB service both connect Long Branch 

and Newark but operate via different routing within the Study 

Area. Regarding the AP-NY and NY-K;..LB New York services; only 

a very limited amount of competition exists, this being for 

passengers originating in Long Branch and in parts of Middletown 

and Hazlet. 

Except as noted below, the transfer between two bus 

routes requires the payment of two full fares. The transfer 

from Bayview's East Brunswick route to Amboy's New Brunswick 

route for passengers destined for New Brunswick can be made for 

only a two-zone charge because the transfer is made at Tanners 

Corner (Main and Hillside) in South River, a zone boundary. As 

previously discussed, transfers can be made among CCC routes at 

a charge of 5¢. 
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Exhibit l also indicates points where the local routes 
. ' . . . . . . ·. 

~erve as feederstc:>the New' York and Newark line-haul servic:es • 
.. . . · ·. . ' ::_" ..... ·. . .. . ·. . . 

·· .. ·. Sdme of .these connections have been discussed above,· as transfers· 

can be made along those areas· where the local ~nd line""."haul ser--
.. . . . - . . 

vices overlap. Other interface d,esc_riptions follow: 

a. All Boro routes interface with the<AP-NY service and. 
. . 

TNJ Route .i30/133. at .the Mo:ru:qouth. Street ··Bµs Terminal . 

.. .. in R¢d Bank . 
. . 

· .· b. Bore Route 4 meets the NY-K-LB service near the 
: . . . - . ' . . . . . 

' :· .·· ' . . . 
Leonardo Bus :Terminal an,d at various-ot:her·points 

along New Jersey Route 36. 

CCC Route 31 meetsthe terminal point of the 

·NY-K-LB route at the Monmouth Medical Center. in 

Long Branch •. Route 31 also intersects.the AP-NY 
. . . ·. . 

·- . . . . , - . . . . 

.. route along -Second -Avenue.in Long Brarich between 

Brighton and. Pavilion Avenues•• 
. . . 

. d~. ·· · CCC Route 7 meets. the AP-NY route at Broadway 

and Norwood·Avenue and along.Broadway to Morris 

· Avenue, all · in Long B;ranch •. 

·· e. Bayv,iew's Keansburg route connects with ·the NY-K-LB 

route in Keansburg and along portions of New Jersey .. 

Route 36. 

f. The Bayview and Amboy routes interface with TNJ 
' ·. .. 

New York and :Newark ~cutes in Pert_h. Amboy. 

. g. · · All of the CCC bus r;-outes pass within one block of 

the Asbury Park Bus Terminal and the AP-NY service. 
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Tntermodal 

.· As Ex:hibi t 1 shows, the AP-NY service duplicates the 

route of the New Yor:k & Long Branch Railroad from Point Pleasant 

Beach north. TNJ Route 130/133, also parallels the railroad 

from Asbm;:y Park north. The NY-K-LB service originates across 

the street from the Long.Branch railroad station but swings far 

61 

·. to the east o:f: the railroad route from th<;1t point northward. Only 

in the Hazlet/Matawan area· do the two services again. come. in 

proximity.to each other. 

Also evident are instances of bus-railroad interfacing. 

These connections are as follows: 

a. All Boro routes feed the Red Bank railroad station. 

b •. CCC Route 31 serves the LongBran:ch railroad station. 

c •. CCC Routes·? and 31 and Boro Route 2 serve 

the Asbury Park railroad station. All other CCC 

routes operate within one block of this station. 

CCC Route 20 interfaces with or operates within one 

block of the railroad stations in Point Pleasant 

Beach, Belmar, Manasquan, Avon,·and Bradley Beach. 

e. CCC Route 2/16 interfaces with or operates within 

one block of the railroad stations in Belmar, Bradley 

Beach, Avon, Spring Lake, Manasquan, arid Sea Girt. 

f. Boro Route 8 serves the Little Silver railroad 

station. 

g. CCC Route 7 serves the North Asbury Park and 

Allenhurst railroad stations and operates within 

.one block of the Elberon railroad station. 
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h. The Amboy and Bayview routes serve the Perth Amboy 

and South Amboy railroad stations. 

Some of the above bus-bus and bus-railroad interfaces 

appear tq be accidents of location rather than the result of 

deliberate planning. In many cases, bus stops are more than a 

one-block wal.k from the rail.road station platforms. Little or 

no attention is given to bus accomodations. Only the Red Bank 

railroad station has an off-street bay-type bus facility, however 

it is a primitive, poorly identified, unpaved area frequently 

shared with taxicabs. In general, there are few .:indications of 

the presence of bus service at railroad stations. 
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CHAPTER V 

RIDERSHIP CHARACTERISTICS 

63 

Certain characteristics of the passengers who ride the 

AP-NY and NY-K-LB bus services q.nd the NY&LB rail service can be 

derived from the 1972 Bus Passenger Survey and from the 1974 Rail 

Passenger Survey,· both conducted by the Port Authority of New York 

·. and New ~e:J'.'sey. 

Trip;I?urgose 

Table ·l5 shows ridership by trip purpose for the peak: 

period and for all day. The bus data is for southbound evening 

peak period trips while the rail data is for northbound morning 

peak period trips. In all cases, work trips are by far the great.,,. 

est single trip purpose. Work trips comprise a smaller percentage 

of total trips on the AP-NY.service than on the other two. The 

AP-NY service shows that peak-period trips comprise nearly half 

of all trips. ~n contrast:, peak-period trips comprise 87.8 

percent and·72.5 percent of all trips on the NY&LB and NY-K-'-LB 

services· respectively. School trips are generally the next most 

sigpificant trip purpose. 

Trip Frequency 

Taple 16 shows the frequency of person-trips between 

New York and the·study Area carried by all bus companies or made 

by NY&LB passengers. Similar values of consistent ridership are 

shown for all.peak-period pc;1,ssengers. The bus services which 

operate more frequent off-peak service have lower values of 
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. Table 15 
.commuter Person-:'I'rips by .Purpose 

Tirre 'lbtal 
Company Period Trips 

To/From Colpany. 
Work % Business. % ·Shopping 

AP-NY Peak.1 500 420·· 84.0 16 3.2 12 

All Day 1,084 667 61.5 65 6.0 21 

· NY-K--LB Peak.1 1,166 1,135 97.3. 4 0.3 3 

All Day 1,609 1,449 90.1 18 1.1 12 

NY&LB Peak.2 8,180 7,915 96.8 36 0.4 27 

All Day 9,321 8,766 ·. 94.0 48 0.5 63 

Sources: 1972 Port Authority Bus Passenger Survey 

1974 Port Authority Rail Passenger Survey 

Trip 

% 

2.4 

1.9 

0.3 

0.8 

0.3 

0.7 

of Trip 

Purpose 

Rec./'&)c. % School % 

10 2.0 20 4.0 

143 13.2 85 7.9 

4 0.3 9 0.8 

49 3.0 50 3.1 

4 131 1.6 

63 o. 7 · 224 2.4 

1 P.M. peak period. 
and 6:59 P.M. 

Trips in thi.s time period departed New York between 4.:00 P.M. 

Other 

22 

103 

11 

31 

53 

157 

2 A.M. peak period. 
and 9 : 5 9 A .M. 

Trips in this time period arrived in New York between 7:00 A.M. 

% 

4.4 
.. 

9.5 

1.0 

1.9 

0.6 

1.7 
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Table 16 
Frequency of Bus and Rail J?assenger-Trips 

Trip Frequency Percentage 

Company 

All pus 
companiesl 

Time Period 

Peak2 

Five or 
more trips 
per week 

91.1% 

Four or 
more trips 

per week 

94.1% 

One or 
fewer trips 
per week 

1.8% 

All Day 80.9% 83.8% 7.9% 

NY&LB Peak 3 93.1% 94.4% 0.6% 

All Day 90.3% 93.8% 0.7% 

Sources: 1972 Pbrt Authority Bus Passenger Survey. 
1974 Port Autnority Rail Passenger Survey. 

1 

2 

3 

All c;:ompa.nies offering pus services between New Yo;rk an<;! the 
Study Area. 

P.M. peak·period. Trips ,;in this time perioc;i departed New York 
between 4:00 P.M. and 6:59 P.M. 

A.M. peak period. Trips in this time period arrived in New 
York between 7:00 A.M. and 9:59 A.M. 
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consistent off-peak ridership and a greater frequency of ceca-

sional riders for the entire day. 

· Ridership Age, Income,·. and Sex 

Various socioeconomic breakdowns of the total bus 

ridership between the Study Area and New York (PABT) are shown 

in Table 17. Separate percentage values are given for portions 

of the Study Area as well as for the total study area. For 

each breakdown, the percentages inc::r~ase slightly for all-day 

ridership compared to peak period ridership. 

Overall; very few elderly residents ride buses to 

New York. Only in Area E do. elderly residents comprise an 

64 

LJ appreciable portion of total riders. Younger riders, under 

G 

the age of 25, comprise 12. 2 percent of the total ridership~ 

. Areas A and F show· significantly larger percentages,. but not 

large a;bsolute numbers. Most riders (71.7 percent) are male, 

with variations occurring in Areas A, F, and G. Again,. as the 

total number of riders attributed to these areas are small, the 

percentages do not represent large absolute numbers. 

Riders with annual incomes of less than $7,500 com-

prise 12. 6 percent of the. total ridership and 8. 4 percent of 

the peak-period ridership. While riders under the age of 25 

comprise 12.2 percent of the total ridership, they comprise 43.7 

percent of those riders earning less than $7,SQO. And while 

male riders represent 71.7 percent of all riders,·they represent 

only 35.9 percent of those riders earning less than $7,500. Riders 
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Area 

A 

B 

C 

D 

E 

F 

G 

H 

Municipalities Within Area 

::1:: :::, Sayreville, Old Bridge Township 

Majawan, Keyport, Union Beach, Keansburg, 
Ha1let, Holmdel 

Mi1dletown, Atlantic Highlands, Highlands 

Far Haven, Little Silver, Tinton Falls, Red 
Babk, Rumson, Sea Bright, Shrewsbury, Shrewsbury 
To*nship, Colts Neck 

ontown; Long Branch, Monmouth Beach, West 
g Branch, Oceanport 

enhurst, toch Arbour, Interlaken, Asbury 
Pak, Avon, Bradley Beach, Deal, Neptune Town-
sh'p, Neptune City, Ocean Township 

mar, South Belmari Brielle, Manasquan, Sea 
t, Spring Lake, Spring Lake Heights, Wall 
nship, Point Pleasant Beach. 
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Table 17 
Selected Bus and Rail Passenger CQ~racteristics 

Percentage of Trips Comprised of Riders Meeting Certain Socioeconomic Conditions 
Income Under Income Under Income Under Income Under 

Age Income $7,500 $7,500 Income Income Under $10,000 $10,000 
Time Area of Total Under Age 65 or Under Income Under Age Under Age 65 Under $10,000 Age Under Age 65 or 

Company Period Origin Trips ____E_ Greater Males B...,_29.Q $7,500 Male 25 or Greater $10,000 Male 25 Greater 

All Bus Companies 1 Peak 2 A 32 37.5 0 37.5 50.0 12.5 25·_0 0 87.5 37.5 37.5 0 
B 1,340 13.3 0.3 73.0 5.1 1.8 2.4 0 18 .. l 5.8 7.3 ·O 
C 1,384 9.7 0.6 70.9 10.5 2.5 4.3 0 23.0 6.6 7.1 0.3 
D 526 7.2 0.8 75.3 5.7 1.9 1.5 0 14.8 4.9 3.8 0 
E 176 7.9 4.5 69.3 7.9 2.3 3.4 0 19.3 2.3 5.7 0 
F 58 44.8 0 58.6 27.6 6.9 13 .8 0 58.6 17.2 44.8 0 
G 32 12.5 0 25.0 18.7 0 0 0 43.7 12.5 0 o· 
H 10.6 __2_.,]_ _Ll ___l_,,l _Ll _!_Ll __!Q_,_§_ _Ll __1_,,l 

Study Area 3,850 11.4 1.0 71.1 8.4 2.3 3.3 0.1 20 .8 6.7 7.1 0.2 
All Day A 52 23.1 0 34.6 42.3 7.7 15.4 0 92.3 34.6 23.1 0 

B 1,848 12.2 0.4 75.7 9.6 3.5 4.3 0 20.9 7.0 8.3 0.2 
C 1,786 11.2 1.1 71.9 13.1 4.4 5.7 o·. 7 24.9 8.7 8.4 0.9 
D 722 9.1 0.5 71.2 9.1 3.3 3.6 0 17. 2 6.9 5.3 0 
E 288 8.3 9.0 68.7 8.3 3.5 5.5 0 19.4 3.5 6.9 0 
F 144 48.6 0 so.a 36.l 12.5 27.8 0 52.8 16-. 7 34.7 0 
G 140 14.3 7.1 42.8 38.6 11.4 11.4 0 55.7 18.6 11.4 0 
H _____±§1_ __lQ_,_± ___l2_J_ _____§_,2_ ___1_,,1, __,,b,1, 10.4 ----2.,_§_ __1_,,l 

Study Area 5,442 12.2 1.8 71, 7 12.6 4.5 5.5 0.4 24.0 8.5 8.6 0.5 

NY&LB Peak3 A 113 28.3 .o 60.2 11.5 11. 5 11.5 0 40.7 22.1 17.7 0 
B 715 14.3 0 69.8 5.5 1.1 2.9 0 15.8 5.6 9.2 0 
C 1,411 4.1 0.3 83 .-8 2.2 0.4 0.6 0 8.9 2.2 1.5 0 
D 1,450 5.0 0.3 87,9 1.3 0.6 0.7 0 3. 7 0.8 1. 7 0 
E 1,637 2.9 1.4 87.0 1. 5 0.5 0.8 0 4.3 1.0 1. 2 0 
F 569 8.1 1.4 85,4 2.6 1.2 1.6 0 11. 2 3.0 4.4 0 
G 985 10.l 4.8 74.0 6.2 2.6 2.9 0 19.l 6.6 4.4 0.5 
H 1,101 ---1.2 ___l_,2_ ---11_,_§_ ____!,,,Q ----1_,_§_ _o_ _o_ 11.8 __ o_ _o_ 

Study Area 7,981 5.9 1.6 80.9 3.1 1. 2 1. 3 0 9.9 3.1 2.7 0.1 

All Day A 14B 30.4 0 55.4 8.8 8.B 8_8 0 32.4 18.2 13.5 0 
B 877 14.6 0 74.0 6.8 3.3 3.1 0 16.6 5.5 8.2 0 
C 1,570 5.2 0.3 84.3 3.6 1,8 1. 7 0 11.0 3.8 2.3 0 
D 1,572 4.6 0.3 87.1 1.8 0.6 0.6 0 5.1 1.0 1,. 5 0 
E 1,735 2.7 1.3 85.1 2.4 0.5 ·O. 7 0 5.5 1.1 1.4 0 
F 653 7.0 1.2 77. 2 3.2 2.0 1.4 0 14.1 4.1 3.8 0 
G 1,069 9.8 4.4 74.6 6.3 2.4 3.9 0 19.4 6 .,6 5.5 0.5 
H 1,399 __!_,_§_ --2l.,,1_ ____2_,_]_ _Ll _o_ 2,_Q_ __lLl _Ll _o_ -2..± 

Study Area 9,023 6.1 1.8 80.1 4.1 1.6 1.6 0.3 11. 7 3.7 2.9 0.4 

Sources: 1972 Port Authority Bus Passenger Survey - 1974 Port Authority Rail Passenger Survey 

1 11All bus companies 11 re.fers to all bus services operating be~ween New York and the study area. 

2 11 Peak 11 refers 'to the PM peak period. Trips in this tirre period departed New York between 4:00 PM and 6:59 PM. 

3 11 Peak 11 refers to the AM peak period. Trips in this time period arrived in New York between 7 :.QQ AM and 9: 59 AM. 
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earning less than $10,000 annually constitute 20.8 percent of the 

peak,..;period patronage and nearly one quarte·r of the· total patronage. 

Table l7.also li$ts similar Socioeconomic data for . . ... 
'·,.,;..,.;. . . . . . " 

riders of the N°Y'&LBwhose trips originate in the Study Area. 

Again/,slight percentage increases exist for the .daily trips 
: . . 

compared to the peak-period trips, ex¢ept in_the male ridershif> 
. , . . 

category. ·-_ As ,,iith the bus patronage, elderly ridership is small. 

__ The-_ peJ:"centage of elderly rldex-$1\ip increases · from northern to _ 
. , . 

. Southern areas of the Study Area~ 

Ridership of-pasSengers·under 25 years of age-makes 

up 6.i percent of the total -ridership artd_38.4 percent of the 

· ridersh;i.p earning less than $7,500 annually. Male riders com-

prise·· 39. 8 percent of those ear.ning ·1ess than $7,500 wh;ile com-

piising ½80. l percent of all riders. 
, , 

Comparison -of the· bus· and railroad ridership results · --

shows. that the ra;i.lroad. has a .lower_per::centage of young riders 

and a higher percentage of male riders than the bus patronage. 

Blderl~ riders comprise similar proportions of the ride;ship of _ 

-__ the two modes~· 

The proportion of bus riders earning less than $7,500 
, , , 

- is si9nificantly higher than· the co:treeponding proportion of rail.,.. · 

road riders •.. This applies to peak-period. riders as well as' totdl 

daily ridership. -- The bus proportions 'a~e also higher for rider$ 

earning less than $10,000. In terms of actual numbers, the bu$es-
. - . . - . 

carry- 3_L 2 percent more riders earni~g less than $7 ;500 than the 
, , . 

railroad carries in the-peak--period and nearly twice the·amount 
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all day. The differences are smaller when comparing the respective 
. , 

passengers earning less than $10,000. Equal numbers of these 

.passengers are carried in the peak period by the two modes while 

the buses carry 24 percent more all day. 

Mode of Arrival/Departure 

Table 18 shows modes of transportation used to get to.or 

from the line-haul bus and railroad services. The bus data relates 

to mode of departure after southbound trip disembarkation. The 

railroad data reflects mode of arrival at Study-Area railroad 

stations to complete northbound trips. 

Local buses provide access for only a smal 1 m;tmber of 
I , LJ· commuters. Automobile is the primary access mode for the rail-

u 

G 
r-, .. 
LJ 

. . 

road patronage; walking and the auto:mobile are the primary access 

modes for bus riQ.ers. Comparison of the two bus services shows 

that the NY-K-LB route has a slightly h;i.gher incidenceof waLk-

only access than does the AP-NY. 

The Long Branch/Sea Bright area has the highest percentage 

. of walk-only access to the NY-K--LB service while the Middl,etown 

and Hazlet area has the lowest percentage. The percentage of 

riders meeting the AP-NY service by car was highest among those 

passengers boarding in Point Pleasant Beach, Red Bank, and Key-

port. 
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Table 18 
Commuter Person-Trips by Mode of 

Departure/Arrival at Study Area End of Tripl 

Time Total Walk Local I 
Company Period Trips Only ·% Auto % ·Bus % Other 

NY"'-K-LB Peak2 1,166 608 52.1 541 46.4 6 0.5 7 

All-Day 1,609 866 53.8 716 44.5 8 0.5 12 

AP-NY Peak2 500 '229 45.8 256 51.2 8 1.6 7 

.All-Day 1,084 463 42.7 536 49.4 19 1.8 63 

NY&LB Peak3 6,165 603 9.8 5,360 86.9 60 1.0 75 

All-Day 6,596 688 10.4 5,640 85.5 74 1.1 117 

Sources: 1972 Port Authority Bus Passenger Survey. 
1974 Port Authority Rail Passenger Survey. 

l Modes of arrival are indicated for rail trips. 
for bus trips. 

Modes of departure are indicated. 

2 

3 

"Peak" ref~rs to the P.M. ~eak period. 
York between 4:00 P.M. and 6:50 P.M. 

Trips in this time period departed New 

"Peakl' refers to the A.M. Peak period. Trips in this time period arrived in 
New York betwe.en 7:00 A.M. and 9:50 A.M. 

% 

0.6 

0.7 

1.4 

5.8 

1. 2 

1.8 
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CHAPTER VI 

SERVICE STANDARDS 

A·set of standards was developed to aid in the evalua..-

tion of.the service perforroance of the bus system and individual 

routes of the Study Area. These.standa.rds are presented in 

Table 19. This chapter discusses the bus services in comparison 

with the recommended standards. (Compliance to the bus shelter 

·standard is disqussed in Chapter IX.) 

Headways, Hours.of Operation, and Schedule Adherence 

Table 20 presents a summary of the average headways by 

time of day, the weekday hours of operation, and the on ... time 

performance of the bus routes in the Study Area. Similar data 

for the NY&LB are includedfor comparison purposes. The headways 

of the.1ine""'.'haul routes serving New York. generally meet the 

maximum standar.d. Only the peak ... period trips between New York 

and Long Branch fail to do so. The routes serving Newark do not 

consist of enough trips in most time periods on which to base 

meaningful average headway calculations. Where headways could 

be determined, only the TNJ Roµte 130/133 peak ... period headways 

met the maximum recommended standards. 

67 

Only one local transit route (Boro Route 8) does not 

meet the recommended maximum off ... peak headway standard. Of the 

other routes, only CCC Route 7 and the combined operation of CCC 

Routes 20 and 2/16 between Asbury Park and Belmar meet the desired 
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Table 19 
Recommended Standards for Bus Services in the Study Area 

Criteria 

1. Headway 

2. Hours of Operation 

3. Schedule Adherence 

4. Revenue - Expense 

1 

Recommended Standard 
Local Service Line Haul Service 

Peak: 30 min. (maximum) 15 min. (desirable) 
30 min. (maximum) 

Off-Peak: 30 min. (desirable)60 min. (maximum) 
60 min. (maximum) 

Local Service: 6 A.M.-7 P.M. minimum Monday-Friday 
, with evening service on those 

routes operating to major shop-
ping centers. 

Line-Haul Interstate trips should leave 
Service: between 5:30 A.M. and midnight 

Intrastate trips should leave 
between 5:30 A.M. and 9:30 P.M. 

Minimum Percent of Vehic,les On TimJ-
with Headwa::i:: of: 

<30 Minutes :> 30 Minutes 

Peak 85 90 
Off-Peak 90 95 
Express 95 95 

Route revenue. total operating expenses should 
equal a minimum of 0.4, and/or route revenue should 
be-.greater than total transportation (over-the-road) 
expenses. 

"on-time" defined as O minutes early to 5 minutes late, inclusive. 

Criterion 

5. Walking Distance 

6, Coverage Area 

7. Operating &peed 

8. Load Factors 

9. Bus Shelters 

Recommended Standard 
1,500 feet or less. Service should operate 
closer to areas of high senior citizen 
occupancy. 

At least 70 percent of the population of urban 
areas should be within the recommended walking 
distance of a bus route. 

Local Service: 10 m.p.h. minimum in Cao areas 
15 m.p.h. minimum in other areas 

Line-Haul Service: 25-35 m.p.h. minimum 

Local Service: A load factor of 125 percent is 
acceptable for the heaviest peak 
trips of each route. No passenger 
should stand for more than 15 
minutes. 
Each passenger should be provided 
a seat during the off-peak period. 

Line Haul Service: Each passenger should be pro-
vided a seat at all times. 

As a minimum, at locations with 300 or more daily 
boarding passengers. Also at park-ride stops and 
major transfer points. 



L~ 
r 
S_j 

C: 
[! 

C 
0 

r, 
1 I 

- .l 

I. 



r 
1._ __ _ 

Table 20 
Bus and Rail Service Levels 

Wee_kday Hours 
Average 

Daily Off-Schedule Percent of 'Peak Percent of Off-l'eak 
Average Headways in Minutes, Of Operation Round 1 Performance Period Trips Period Trips 

Corn:eany and Route AM Peak Base PM Peak Evening From __ T_d __ {minutes - seconds) .on-Time2 On-Time2 

Asbury Park - New York Transit Corp. 
Asbury Park to· New York 30 60 24 60 5:30 AM 2:42.AM 35 5.21 60 78 

New York - Keansburg - Long Branch Bl.ls Co. 
Long Branch to New York (PABT) 

a) from Long Branch 36 60 32 60 5:35 AM 2:15 AM 20 ) ) ) 
b) from Highlands 25 60 16 60 5:05 AM 2:15 AM 30 .)4. 43 )60 )44 
c) from Hazlet 9 60 9 60 4-:40 AM 2:15 AM 40 I ) ) 

Highlands to Newark 39 38 ·, 5:15 AM 9:23 PM 6 I ) ) 

Baro Busses Co. 
#1 Red Bank - Long Branch 30 64 6:30 AM 6:15 PM 9 8.35 29 0 
#2 Red Bank - Asbury Park 59 60 60 60 6·:30 AM 11:20 PM 15 .45 100 ·100 
#4 Red Bank - Highlands.,- 48 60 60 60 6:00 AM 8:50 PM 16 1.46 100 ,93 
#5 Red Bank - Sea Bright . 30 60 30 5:40 AM 8:00 PM 23 5,55 20 100 
#8 Red Bank - Long Branch 34 78 42 6:00 AM 7:00 PM 15 4.00 50 100 

#10 Red Bank - Freehold 7: 30. AM 5:30 PM 4 4.45 33 80 

Coast Cities Coaches 
#4 Deal - Neptune 60 60 60 6:45 AM 5:57 PM 12 14.26 0 60 
#2/16 Asbury Park - Manasquan 503 5G3 503 6:20 AM 6:50 PM 20 5.25 17 33 
#20 Asbury Park - Pt. Pleasant 503 503 503 6:50 AM 6:25 PM 10 1,24 83 75 
#7 Asbury Park - Long Branch 25 25· 25 6:05 AM 7:04 PM 30 1.43 78 80 
#31 Asbury ,Park - North Long Branch 60 60 -60 6,39 AM 6:49 PM 12 3.00 60 100 

Amboy Coach Inc. 
Woodbridge -· New Brunswick 60 60· 60 5:05 AM 7:05 PM 13 2.00 50 67 

Bayview Bus Line Inc. 
Perth Amboy - Keansburg 60 60 60 5:10 AM 7:40.PM 14 22.40 0 0 
Perth Amboy - East Brunswick. 60 60 60 56 4 5:40 AM 10:50 PM 17 2.24 86 100 

New York and Long Branch R.R'. 
Bay Head to Newark/New York 17 226 12 78 4:24 AM 2:41 AM 17 
South Amboy to Newark/New York 15 76 13 78 4:24 AM 2:41 AM 25 

Tr.ansport of New Jersey 
#130/133 Asbury Park - Newark 118 6:30 AM ·10:25 PM 8 )2 18 )100 l33 
#L30/133 Red Bank - Newark 28 148 30 5:40 AM 10 :1-0 PM 8 ) ) ) 

1 Or maximum trips in one direction, 
2 "on-tine 11 defined as o minutes early to. 5 minutes late, inclusive. 
3 The combined Routes 2/16 and 20 provide a 2.5 minute headway between Asbury Park and Belmar .. 
4 Between South Amboy ~nd Brunswick Square Shopping center, on~y. 
Sources: FB&D field surveys, NJ nor field surveys, a~d bus and rail public timetables. 
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Table 20 
Bus and Rail Service Levels 

Company and Route 

Asbury Park - New York Transit Corp. 
Asbury Park to New York 

New York - Keansburg - Long Branch Bus Co. 
Long Branch to New York (PAET) 

a) from Lo·ng Branch 
b) from Highlands. 
c) from Hazlet 

Highlands to Newark 

Bero Busses Co. 
#1 Red Bank - Long Branch 
#2 Red Bank - Asbury Park 
#4 Red Bank - Highlands 
#5 Red Bank - Sea Bright 
# 8 Red Bank - Long Branch 

#10 Red Bank - Freehold 

Coa~t Cities Coaches 
#4 Dea_l - Neptune 
#2/16 Asbury Park - Manasquan 
#20 Asbury Park - Pt. Pleasant 
_#7 Asbury· Park - Long Branch 
#31 Asbury Park - North Long Branch 

Amboy Coach Inc. 
Woodbridge-· New Brunswick 

Bayview Bus Line Inc. 
Perth Amboy - Keansburg 
Pert~ Amboy - East Brunswick 

New York and Long Branch R.R. 
Bay Head to Newark/New York 
South AmboY to Newark/New York 

Transport of New Jersey 
#130/133 Asbury Park - Newark 
#1.30/133 Red Bank - Newark 

1 or maximum trips in one direction. 

Average Headways in Minutes 
AM Peak Base PM Peak Evening 

30 

36 
25 

9 
39 

30 
59 
48 
30 
34 

6.0 
503 
503 
25 
60 

60 

60 
60 

17 
15 

28 

60 

60 
60 
60 

60 
60 
60 
·10 

60 
5e,3 
503 
25 
60 

60 

60 
60 

226 
76 

118 
148 

24 

32 
16 

9 
38 

64 
60 
60 
30 
42 

·60 
503 
503 
25 
~o 

60 

60 
60 

12 
13 

30 

60 

60 
60 
60 

60 
60 

78 
78 

2 11 0n-ti:rre II defined as O minutes earlY to 5 minutes late., inclusive. 
3 The combined Routes 2/16 and 20 provide a 25 minute headway between Asbury Park and Belmar .. 
4 Between South Amboy and Brunswick Square Shopping Center., only. 

Sources: FB&D field surveys, NJ nor field surveys, a~d bus and rai~ public timetables. 

Weekday Hours 
Of Operation 

5:30 AM 

5: 35 AM 
5:05 AM 
4:40 AM 
5: 15 AM 

2:42 AM 

2:15 AM 
2:15 AM 
2:15· AM 
9:23 PM 

6:30 AM 6:15 PM 
6:30 AM 11:20 PM 
6:00 AM· 8:50 PM 
5:40 AM 8:00 PM 
6:00 AM 7:00 PM 
7:30 AM 5:30 PM 

6:45 AM 
6: 20 AM 
6:50 AM 
6:05 AM 
6:39 AM 

5:05 AM 

5:10 AM 
5:40 AM 

4: 24 AM 
4:24 AM 

6:30 AM 
5:40 AM 

5:57 PM 
6:50 PM 
6:25 PM 
7:04 PM 
6·:49 PM 

7:05 PM 

7:40 PM 
10:50 PM 

2:41 AM 
2:41 AM 

10:25 PM 
10:10 PM 

Daily 
Round l 

35 

20 
-30 
40 

6 

9 
15 
16 
23 
15 
.4 

12 
20 
10 
30 
12 

13 

14 
17 

17 
25 

8 
8 

Average 
Off-Schedule 
Perfonnance 

(minutes-. seconds) 

5,21 

) 
)4.43 
) 
) 

8,35 
.45 

1.46 
5,55 
4.00 
4.45 

14.26 
5.25 
1.24 
1.43 
3,00 

2.00 

22.40 
2,24 

Percent of Peak 
Period Trips 

on-Time 2 

60 

) 
)60 
) 
) 

29 
100 
100 

20 
50 
33 

0 
17 
83 
78 
60 

.50 

0 
86 

Percent of Off-Peak 
.Pet'iod Trips 

On-Time2 

78 

) 
)44 
) 
) 

0 
·100 

83 
100 
100 

80 

60 
33 
75 
80 

100 

67 

0 
100 
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Table 20 
Bus and Rail Service 

Average Headways in Minutes 
Company and Route AM Peak Base PM Peak Evening 

Asbury Park - New York Transit Corp. 
Asbury Park to New York 30 60 24 60 

New York - Keansburg - Long Branch Bus Co. 
Long Branch to New York (PAET) 

a) from Long Branch 36 60 32 60 
b) from Highla_nds 25 60 16 60 
c) from Hazlet 9 60 9 60 

Highlands to Newark 39 38 
Boro Busses Co. 

#1 Red Bank - Long Branch 30 64 
#2 Red Bank - Asbury Park 59 60 60 60 
#4 Red Bank - Highlands 48 60 60 60 
#5 Red Bank - Sea Bright 30 60 30 
#8 Red Bank - Long Branch 34 78 42 

#10 Red Bank - Freehold 

Coast Cities Coaches 
#4 Deal - Neptune 60 60 60 
#2/16 Asbury Park - Manasquan 503 5G3 503 
#20 Asbury Park - Pt. Pleasant 503 503 503 
#7 Asbury Park - Long Branch 25 25 25 
#31 Asbury Park - North Long Branch 60 60 60 

Amboy Coach Inc. 
Woodbridge -- New Brunswick 60 60 60 

Bayview Bus Line Inc. 
Perth Amboy - Keansburg 60 60 60 
Perth Amboy - East Brunswick 60 60 60 56 4 

New York and Long Branch R.R. 
Bay Head to Newark/New York 17 226 12 78 
South Amboy to Newark/New York 15 76 13 78 

Transport of New Jersey 
#130/133 Asbury Park - Newark 118 
#130/133 Red Bank - Newark 28 148 30 

1 Or ma~imurn trips in one dir€ction. 
2 11 0n-~irre 11 ·defined as o minutes early to 5 minutes late, inclusive. 
3 The combined. Routes 2/16 and_ 20 provide a 25 minute headwa·y between Asbury Park and Belmar. 
4 Between South Amboy and Brunswick Square $hopping Center, only. 

Sources: FB&D field surveys, NJ Dar field surveys, and bus and rail public timetables. 

Levels 

Weekday Hours Average 
Daily Off-Schedule l?ercent of Peak Percent of Off-Peak 

Of Operation Round 1 Performance Period Trips Period Trips 
__ T_o __ {minutes - seconds) - on-Tirne 2 On-Tiroe 2 

5'30 AM 2:42 AM 35 5.21 60 78 

5:35 AM 2:15 AM 20 ) ) 
5:05 AM 2:15 AM 30 )4.43 )60 )44 
l-J:40 AM 2:15 AM 40 ) ) ) 
5:15 AM 9:23 PM 6 ) ) ) 

6:30 AM 6:15 PM 9 8.35 29 0 
6:30 AM 11:20 PM 15 .45 100 ·100 
6:00 AM 8:50 PM 16 1.46 100 83 
5:40 AM 8:00 PM 23 5.55 20 100 
6:00 AM 7:00 PM 15 4.00 50 100 
7:30 AM 5:30 PM 4 4.45 33 80 

6:45 AM 5:57 PM 12 14.26 0 60 
6:20 AM 6:50 PM 20 5.25 17 33 
6:50 AM 6:25 PM 10 1. 24 83 75 
6:05 AM 7:04 PM 30 1.43 78 80 
6:39 AM 6:49 PM 12 3.00 60 100 

5:05 AM 7:05 PM 13 2.00 50 67 

5:10 AM 7:40 PM 14 22.40 0 0 
5:40 AM 10:50 PM 17 2.24 86 100 

4:24 AM 2:41 AM 17 
4:24 AM 2:41 AM 25 

6:30 AM 10:25 PM 8 >2 18 >100 ) 33 
5:40 AM 10:10 PM 8 ) ) ) 
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off-peak headway standard. These same services plus Boro Route 1 

(A.M. peak only) and Boro Route 5 are the only local transit routes 

whose hec;1.dways are within the recommended maximum peak-period 

standard. Most other routes operate at60~minute headways. 

Both of the New York bus services operate beyond the 

recommended hours of operation. The TNJ service adequately spans 

-the recommended hours of operation while the NY-K-LB Newark 
r-I service.does not operate as late as recommended. In generc;1.l, the 
l_, 

local transit services operate -from the morning peak period until 

between 6:00 P.M. and 7:00 P.M. Only Boro Routes 2 and 4 and 

Bayview's East Brunswick route operate substantially beyond that 

time. Only Bore Route 5 and CCC Routes 7 and 2/16 operate 20 or 

more daily round trips. 

The average off-schedule times are based on the field 

surveys and represent the average_difference between the actual 

and scheduled departure times of eachof the one-way bus trip 

sampled. Two routes·show poor results, CCC Route 4 and Bayview's 

Keansburg route. On their respective survey dates, each of these 

routes fell far behind schedule early in the afternoon and all 

subsequent trips were late. _ The best results were shown by Bero 

Route 2. 

Few of the bus routes have survey results which meet 

the recommended schedule adherence standards. Only TNJ Route 

130/133 and Bore Routes 2 and 4 meet or exceed the peak-period 

standard. Bero Route 2 also meets the off-peak period standard, 
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along with Bero Routes 5 and 8, CCC Route 31, and Bayview's 
I 

\ ' East Brunswick service. 

\ I 

One third of the A~-NY trips arrived more than 5 minutes 

later than their respective·scheduled destination arrival times. 

Many of.the trips arrived earlier than scheduled. Forty percent 

of the NY-K-LB trips arrived more than 5 .· minutes later· than sched..:. 

uled. 

Revenue and Expense Statistics 

Annual Revenue Statistics 

The 1974 statistical operating characteristics of the 

bus routes are p:iresented in Table 21. The NY-K-LB New·York service 

exhibits $1.92 in average revenue per bus-mile, nearly double the 

figure of the AP-NY service. The NY-K-LB service carries over 

double the average amount of passengers per bus,...mile of AP--NY. 

The AP-NY service collects an average fare·of $1.95, which is 50¢ 

higher than that of NY-K-LB. 

The TNJ average passenger and revenue statistics on 

either a round-trip or bus-mile basis are substantially lower 

than those·of the NY-K-LB service. The NY-K-LB average fare is 

$1.34, which is 17¢ higher than the TNJ average fare~ 

Of the local transit routes, Bore Route 2 shows the 

.highest average revenue per bus-mile while the Bayview ~ast· 

Brunswick route, CCC Route 31, and BOro Route 10 have the lowest 

figures. The East Brunswick route average revenue per bus-mile 

was twice as la:i;ge before service was extended from Sayrewoods to 

East Brunswick •. The Amboy route has the highest· average revenue 
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Table 21 
1974 Bus Operating Statistics.of .Routes in the Study Area 

Total 
Trips 

Company and Route (Round Trips) 

Asbury Park - New York Transit Corp. N.A. 
Asbury Park to New York 

New York - Keansburg - Long Branch Bus Co. 
Long Branch to New York 12,395 
Long Branch to ·Newark 1~429 

Bora Busses Company 
#1/8 Eed Bank - Long Branch N.A. 
#2 Red Bank -·Asbury Park N.A. 
#4 Red Bank - Highlands N.A. 
#5 Red Bank - Sea Bright N.A. 

1 #10 Red Bank - Freehold N.A. 
Coast Cities Coaches 

#4 Deal - Neptune 3,·312 
#2/16/20 Asbury .Park - Pt. Pleasant 9,607 
#7 Asbury Park - Long Branch 9,595 
#31 Asbury Park - No 0 Long Branch 3,436 
#5 Asbury Park - Spring Lake 622 

Amboy Coach Inc. 
Woodbridge - New Bruriswick 3,718 

Bayview Bus Line Inc. 
Perth Amboy - Keansburg 5,168 

2 Perth Amboy - Sayrewoods 348 
3 Pei;-th Amboy - East Brunswick 4,777 

Transport of New Jersey 
#130/133 Asbury Park: - Long Branch -

Newark 7,558 
#4 Perth Amboy - New Brunswick 9,733 

Source: 1974 P~u.c. and I.c .. c. Annual Reports 

N.A. denote·s information not available 
1 Initiated February, 1974 
2 Operated until 2/2/74 

Total Total 
Passengers Bus-Miles 

1,055,646 2,075,125 

819,354 619,750 
64,760 64,305 

148,848 112,246 
197,088 127,475 
218,606 137,258 
121,285 85,081 
11,531 27,814 

74,482 46,079 
323,455 210,413 

,201,863 158,15"? 
86,420 110,659 
11,919 8,790 

149,787 183,669 

195,268 182,947 
7,400 5,498 

117,778 237,895 

212,480 628,431 
406,166 309,811 

3 Formerly operated to Sayrewoods only; extended to East.Brunswick as of 2/2/74 

Total Average 
Revenue Passengers 

(~l Per Round-Trip 

2,062,7~4 N •. A. 

1,190,588 66.l 
86,861 45.3 

60,703 N.A. 
92,610 N.A·., 
80,157 N.A. 
44,964 N.A. 

8,917 N.A. 

20,983 22.5 
95,281 33.7 
64,719 21.,0 
25,820 25.2 

3,677 19.2 

63,394 40.3 

77,936 37.8 
2,322 21.3 

50,176 24.7 

249,504 28.1 
189,049 41.7 

Average Average Average 
Revenue .Passengers Revenue 

Per Round~Trip Per Bus-mile Per Bus-mile 

N.A. 0.5 $ .99 

$96.05 1.3 1.92 
60.78 1.0 1.35 

N.A. 1.3 .54 
N.A •. ·1.5 .73 
N.A. 1.6 .58 
N.A; 1.4 .53 
N.A. 0.4 .32 

6.34 1.6 .46 
9.92 1.5 .45 
6.75 1.3 .41 
7.51 0.8 .23 
5.91 1.4 .42 

17.05 o.8 .35 

15.08 1.1 .43 
6.67 1.3 .42 

10.50 0.5 .21 

33.01 0.3 .40 
19.42 1..3 .61 
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on a round-trip basis and also one of the lowe.st average revenues 

per bus-mile. On a company basis, Boro has the highest average 

revenue per bus""."mile, 59¢. CCC ave~ages 39¢, Amboy averages 

35¢, anq Bayview averages 31¢ •. 

BoroEoute 10 collects the highest average fare, 77¢ 

per passenger.·. The lowest average fares.are found on the CCC 

routes. 

Net Revenues 

Table 22 presents annual net revenue statist~cs of each 

company and rout,~, based on the 1974 Public Utility Commission 

(PUC) and Interstate Commerce Commission (ICC) Annual Reports. 

The TNJ expense figure was prepared by TNJ. The other expense 

figures are estimated values developed by the Consultant. 

The total operating expenses of each route exceed 

the respective direct route revenues.· · The largest·--operating 

losses occur on the .AP-NY service, the TNJ route, the East 
. . 

Brunswick route, the NY-K-LBNewark service, and the Amboy 

route. The stnaliest losses occur on CCC Routes 4 and 5 and on 

Boro Route 10. 

The New York services show the smallest losses per 

bus-mile of operation,. Of the local.routes, the Keansburg 

route has the smallest lo.ss per bus-mile. The largest losses 

per bus-mile are shown by the NY-K-LB Newark service aridBoro 

Route 10. 

On a bus-hour basis, the largest losses are shown by 

the NY-K-LB Newark service, Boro Route 1.0, and. the TNJ route. 
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Table 22 

1974 Bus Route Financial Statistics 

Total Net Cents Per Bus - Mile Dollars Per Bus - Hour Operating Operating 
ComEan;i'. and Route Revenue ExEenses Revenue Bus-Miles Bus-Hours Revenue ExEenses Net Revenue ExEenses Net 

Boro $ 287,351 $ 591,810 $( 304,459) 489,874 34,440 58, 7 120.8 62 .1) 8.34 17.18 8.84) 
#1/8 60,703 138,559 ( 77,856) 112,246 8,610 54.1 123.4 ( 69.3) 7.05 16.09 9.04) 
#2 92,610 154,304 ( 61,694) 127,475 9,057 72 .6 121.0 ( 48 .4) 10.23 17.04 6.81) 
#4 80,157 160,793 ( 80., 636) 137,258 8,472 58.4 117.1 ( 58.7) 9.46 18.98 9.52) 
#5 44,964 104,276 ( 59,312) 85,081 6,303 52.8 122.6 ( 69.8) 7.B 16.54 ( 9. 41) 
#10 8,917 33,878 ( 24,961) 27,814 1,998 32.1 121.8 ( 89.7) 4.46 16.96 (12 .49) 

CCC 210,480 464,974 254,494) 534,098 38,943 39.4 87.1 47.7) 5.40 11.94 6.54) 
#2/16/20 95,281 178,276 82,995) 210,413 14,292 45.3 84. 7 39.4) 6.67 12.47 5 .80) 
#4 20,983 40,899 19,916) 46,079 3,544 45.5 88.8 43.3) 5.92 11.54 5.62) 
#7 64,719 143,104 78,385) 158,157 12,695 40.9 90.5 49. 6) 5.10 11.27 6.17) 
#31 25,820 93,514 67,694) 110,659 7,477 23.3 84.5 61.2) 3.45 12.51 9.06) 
#5 3,677 9,181 5,504) 8,790 935 41.8 104.4 62. 6) 3.93 9.82 5.89) 

Bayview 130,434 310,090 ( 179,656) 426,340 21,116 30.6 72. 7 42 .1) 6.18 14.69 8.51) 
Keansburg 77,936 130,317 (, 52,381) 182,947 .. 8,461 42.6 71.2 28. 6) 9.21 lS.40 ( 6.19) 
E. Brunswick 52,498 179,773 ( 127,275) 243,393 12,655 21.6 73.9 52.3) 4.15 14.21 (10.06) 

Amboy 63,394 164,350 100,956) 183,669 13,096 34.5 89.5 55. O) 4.84 12.55 ( 7. 71) 

TNJ 
#130/133 253,038 516,331 263,293) 628,431 24,642 40.3 82.2 41.9) 10.27 20.95 (10. 68) 

AP-NY 2,062,734 2., 431,182 368,448) 2,075,125 N.A. 99.4 117.2 17.8) 

NY-K-LB 1,277,449 1,430,885 153,436) 684,055 26,577 186.7 209.2 22 .5) 48.07 53.84 5. 77) 
New York 1,190,588 1,232,103 41,515) 619,750 23,095 192.1 198.8 ( 6. 7) 51.55 53.35 ( 1.80) 
Newark 86,861 198,782 111,921) 64,305 3,482 135.1 309.1 (174.0) 24.95 57.09 (32 .14) 

Sources: Figures are based on 1974 P.u.c. and r.c.c. Annual Reports 
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The smallest losses are shown by CCC Routes 4, 2/16/20, and 5. 

By company, the largest operating loss is incurred 

by ,AP-NY, ,followed by Bore, TNJ (Route130/133 only), CCC, 

Bayview, NY-K-LB, and Amboy, in that order. Boro shows the 

- largest loss pe:r bus-mile while AP-NY has the smallest. On a 

bus_;hour basis, NY-K-LB has the smallest loss and, of the loqal 
- ' 

route operators, Boro has the largest. The total operating ex-

penses are highest forNY-K-LB on both a bus-mile and bus-hour 

basis. 

Revenue to Expense Ratios 

Tabl.e 23 presents the ratio of direct revenue to both 
' ' 

over-the-road expenses and total operating expehses for each bus 

. route studied. The over-the-road expen$es are estimated values 

- · based on total transportation expenses (Account No.· 4200) as 

reported in the PUC and ICC Annual Reports. 

.. On a company ba$iS, only NY-K-LB, AP-NY, and Boro meet 

- the recommended standard that-revenue exceed transportation ex-

71 

penses. Individually, eight ro\J,tes comply to this standard, while 

nine do not. All routes except Boro Route 10, CCC Route 31, the 

East Brunswick route, and the Amboy route meet the recommended 

standard that revenue be at least 40 percent of total operating 

expenses. These same four routes fail to meet both parts of the 

recommeno.ed standard . 

. Coverage Area 

The percentage of the general population residing 

within 1,500 feet of any of the local transit bus rOutes is 
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Table 23 

1974 Bus Route Revenue/Expense Ratios 

Company and Route 

Bero 

CCC 

#1/8 
#2 
#4 
#5 
#10 

#2/16/20 
#4 
#7 
#31 
#5 

Bayview 
Keansburg 

Amboy 

TNJ 

E. Brunswick 

#130/133 

AP-NY 

NY-K~LB 
New York 
Newark 

$ 

Di:i:ect 
Route 

Revenue 
(OOO's) 

287 .4. 
60.7 
92.6 
80.2 
45.0 
8.9 

210.5 
95;3 
21.0 
64.7 
25.8 
3.7 

·130.4 
77 .9 
52.5 

63.4 

253.0 

2,062.7 

1,277 .. 4 
lil90.6 

86.9 

Net Revenue 
Over the After Over the 

Road Expenses Road Expenses 
(000' s) (000 IS) 

$ 218.0 $ 69.4 
53.0 7.7 
57.1 35.5 
56.l 24.1 
39.2 5.8 
12 .• 6 ( 3.7) 

236.2 (25 .. 7) 
88.l 7.2 
21.2 ( 0.2) 
75.4 (10.7) 
46.2 (20.4) 

5.3 ( 1.6) 
, 135.5 ( 5 .1) 

55.4 22.5 
.80.1 (2 7. 6) 

74.4 (11.0) 

353.1 (100.1) 

1. 032 • 8 1,029.9 

665.6 611.8 
555.6 635.0 
110.0 (23.1) 

Source: Figures based on the 1974 P.U.C. and I .• c.c. Annual Reports 

Ratio of 
Revenue :- Over 
the Road Expenses 

1.32 
1.15 
1.62 
1.43. 
1.15 
0.71 

0.89 
1.08 
0.99 

'0.86 
0.56 
0.70 

0.96 
1.41 
0.66 

Q.85 

o.n 
2.00 

1.92 
2 .14 
0.79 

Total 
Operating Ratio of 
Expenses Revenue·! Total 
(OOO's) Operating Expenses 

$ 591.8 0.49 
138.6 0,44 
154.3 0.60 
160.f 0.50 
104.3 0.43 

33.9 0.26 

465.0 0.45 
178.3 0.53 
41.0 0.51 

143.l 0.45 
·93_5 0.28 

9.2 0.40 

310,1 0.42 
130.3 0.60 
179.8 0.29 

164.4 0.39 

516.3 0.49 

2,431.2 0.85 

1,430.9 0.89 
1,232.1 0.97 

198.8 0.44 
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·listed for selected municipalities in Table 24. These municipali--

ties consist. pri;i:µarily of urban and suburban area and contain 

the highest population.densities in th,e Study Area. The 

percentage figures.give a relative indication of the.coverage 

adequacy of the local bus network in each of the municipal areas. 

Six of the municipalities fall below the 70 percent coverage 

level, · indicating a potential need for public transportation 

improvements. These areas are Point Pleasant Beach, Belmar, 

Keansburg, Avon,·Bradley Beach, and Fair Haven. Within Keansburg, 

consideration of the NY-K--LB service would substantially .incr.ease 

the percent of population covered by bus service. The.NY-K-LB 

service was not included in the development of the covered 

population because, .in spite of the fact that local service is 

. offered, the service is primarily a line-haul commuter route 

and there is but one major generator along the route within 

Keansburg and the immediate Keansburg area. Similarly, inclusion 

of tne AP-NY service.would have increased the covered population· 

· percentage in Point :Pleasant Bea,ch. But the service was not con...; 

sidered because ;Local service is limited to scheduled stOJ?S only. 

The AP-NY service duplicates the local transit routes serving Avon, 

Bradley Beach, and Belmar. .The ref ore, the exclusion of the 

·AP-NY service from.consideration did not affect the percentage 

of covered population. 

The bus network in "Perth Amboy barely meets the recom-

mended coverage,standard, but only the Bayview and Amboy routes 

were considered. The addition to the analysis of TNJ local 





Table 24 
·Proportions of ;Municipal Populations Within Walking 

Distance (1,500 feet) of a Local Bus Route 

Municipality 

Perth Amboy 

South Amboy 

Keyport 

.union Beach 

Keansburg. 

Highlands 

At].antic Highlands 

Red Bank 

Fair Haven 

Long Branch 

Asbury Park 

Neptune City 

Bradley Beach 

Avon 

Belma+ 

south Belmar 

Spring Lake· 

Sea Girt 

Manasquan 

Point Pleasant Be~ch 

Percent of Population 
Within Walking Distance 

71.2 

97.0 

75.3 

77.6 

59.6 

100.0 

94.6 

86.0 

100.0 

92.3 

61.9 

60.6 

43.2 

91.3 

90.0 

97.l 

69.2 

31.9 

Source: Based on 1970 U.S. Censris Block Statistics. 
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transit routes operating within the C1ty would substantially 

increase the total covered population. 

The heaviest..,.populated area of Neptune Township (Census 

Tracts 74,75, and 76) is located in the northeastern portions 

of the Township. The popu;I.ation covered by bus service is 81 

percent of the total area population. 

( _1 .• Operating Speed 

(J 

With limited exceptions, all of the bus routes meet 

the recommended speed standards, baSed on the results of the bus. 

travel· time· surveys. The AP,...NY .. service often exceeded 35 mph, 

overall, while the NY-K,..;LB and TNJ services averaged between 

30 and 35 mph~ 

Boro Route 1 operated at 8.6 mph westbound along-Broad.,.. 

way in Long Branch during the evening peak·period, thus failing· 

to meet the 10 mph standard. CCC Route 31 failed to meet this 

standard throughout the day on the route segment between the 

intersection of Main Street and Asbury Avenue and the Asbury 

Park Casino in the direction from the Casino. Average.speeds 

ranged from 6.4 to 9.1 mph. Still, the entire route exhibited 

average speeds ranging from 16.5 to 19.7 mph •. Bayview's East 

Brunswick route averaged 9.1 mph within :Perth. Amboy and South 

Amboy in the southbound direction during the evening peak period. 

The entire route averaged 16.2 mph in that time period. 

Load Factor 

During the midday period, no standees were observed on 

any of the bus trips sampled dur,ing the field surveys. During 
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the peak periods, a few instances of standing passengers were 

observed on Boro Route 4 but never exceeding 1.25 times the 

number of available seats and never for a time period of more 

than a few minutes. Most of the passengers on these trips were 

school children. 

No standees were observed on the line-haul commuter 

services. 
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CHAPTER VII 

BUS ROUTING MODIFICATIONS 

In response to some of the problems identified in the 

preceding chapters, several plans for modifying the existing bus 

network were developed by the Consultant so that the b1.1s network 

75 

'· 1 would he more responsive to the Study Area's needs and demands 

without increasing operating expenses excessively. These plans 

·were designed to reduce travel time and mileage, improve feeder 

to line-haul services, provide service to areas currently without 

service, and to ;r:-educe competitive service duplication. Each plan 

would produce an increase or decrease of daily route mileage and/or 

labor require~ents, resultipg in a corresponding change of operat-

ing expenses. Each plan woul'd also cause a net change in daily 

ridership, resulting in an increase or decrease of operating re-

venues. The Consultant estimated these expense and revenue changes 

,_i to determine the net fiscal results that could be expected from 

eaoh plan. This chapter presents these plans along with discussion 

of their potential benefits or drawbacks. 

·Local Transit Route Modifications 

Modifications to Boro Routes land 5 

Several modifications to Boro Routes I and 5 were devel-

oped by the Consultant to introduce bus service to Shrewsbury 

Township and the Camp Charles Wood area of Eatontown.. These two 

areas of relatively high population density are not currently 



1-~ 
l I 
LJ 

\ ) 
lJ 

i 
'-~--' 



served by any public transit bus routes. Areas of Camp Charles 

Wood are served by a military shuttle bus as described in Chapter 

76 

0 , IV, but area residents may still be attracted to a direct bus 

service to Red Bank, the Monmouth Shopping Center, or other near-

by points. The service modifications would also provide service 

to the Mid-Monmouth Industrial Park and to the Stony Hill Garden 

'_I 

Apartments on New Jersey Route 36. 

Accordingtp a Bero spokesman, Bero Route 5 previously 

operated to Shrewsb}lrY Township, but the Route was since shortened 

to its present configuration due to low ridership demand. Census 

data indicates that 86 percent of the Shrewsbury Township housing 

units have one or more autos available, which, when confirmed by 

field observation, indicated little demand for local bus service. 

According to the Census, persons over the age of 61 represent 5 

percent of the Shrewsbury Township population, compared to 11.7 

percent of the Study Area population. For all of the preceding 

reasons, the Consultant abandoned analysis of the feasibility of 

bus service to Shrewsbury Township exclusively. 

Some modifications were eliminated from further analysis 

due to relatively low potential for attracting ridership or sub-

stantially high extra mileage and/or labor involved. No modifi~ 

cations to Route 5 that were considered could be made without 

seriously disrupting the current schedules. In effect, these 

modifications would become the equivalent of a new individual 

(-i route. Rather, it was felt that the service could be provided 
LJ 
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at less expense by re-routing Route 1. Two of the modifications 

are as follows: 

1. Operate Route 1 via Tinton Avenue, Hope Road, and 
New Jersey Route 36 between Fort Monmouth and the 
Monmouth Shopping Center. 

2. Operate Ro-q.te 1 via Lewis Street, J?ine Brook Road, 
Hope Road, and New Jersey Route 36 from Main and 
Lewis Streets to the Monmouth Shopping Center. 

These modifications are shown in Exhibit 14. 

Modification 1 would require an extra 2.1 miles per 

one-way trip, 0.1 miles more than would Modification 2. The 

lattet; change provides direct bus service to more people, prin-

cipally the civilian and military family apartments located along 

Pine Brook Road. Modification 1 would serve undeveloped land, a 

golf course, and military officers' homes. On:J.,y a garden apart-

ment development in the vicinity of Tinton Avenue arid. Violante 

Court might generate passengers along the potential bus routing. 

Modification 2 would continue bus service to the Broad Street 

area of Eatontown, an active a.rea 6f the bus routes currently 

operating there. By making these changes, service would be elim .... 

inated along portions of New Jersey Route 35. Of the current 

Route-1 ridership (on trips operating to the Monmouth Shopping 

Center), 15.5 percent would be adversely affected by Modification 

1 while only 3.4 percent would be affected by Modification 2. 

All c,f the affected trips could still be made via Bora Route 2. 
"' 

Modification 2 changes could be accommodated within the layover 

time on Bora Route 1, without adversely affecting an acceptable 

schedule recovery allowance. 
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The Route 1 service should be provided during the mid-

dayper:i;od. Assuming the addition of midday service and the im-

plementation of Modification 2 for all midday trips and some 

peak..-peri,od trips, daily mileage would increase 68 miles and 3.5 

extra daily bus..'.'hours would be required. Without the extra midday 

service, daily mileage would increase only 22 miles. 

The alteration of Boro Route 1 to serve the Camp Charles 

Wood area. (under Modification 2 with service throughout the midday 

period) would increase the route's annual net operating revenue 

by $455. Due to the increase in general population that would 

be offered bus service under this plan, and the net revenue im-: 

provement, the service change is recommended. 

Modifications.to CCC Routes 4, 20, and 2/l6 

CCC Routes 2/16 and 20 dupl:i,cate each other for their 

· first 4.8 miles between Asbury Park. and South Bel.mar. The Con-

sultant studied the possibility of re-routing one or the other· 

of th.ese routes, with little additional mileage being incurred, 

to provide service to areas currently without transit.service 

while continuing service to.all or most areas that are now,served. 

Some of these changes, in conjunction with potential modifications 

to CCC Route ·4, would serve to consolidate the routes. The pos-

sible changes are shown in Exhibit 15 and described as follows: 

1. Discontinue Route .. 4 service between Asbury Park and 
.Deal. Terminate the Route at the Asbury Park Casino. 

2. Operate either Route 2 or Routes 16 and 20 via Grand 
Avenue, rather.than via Kingsley·and Ocean Avenues 

•in Asbury Park. 





River 

· . Solid lines indicate existing routes. 

Broken lines indicate route modifications. 
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3. - Operate Route·_ 2_ via New· Jersey Routes 35 and 33 · be-
tween Sylvania Avenue in Avon and Broadway in Ocean 
Grove. · 

· 4. . Eliminate Route 4 · service alon'g New Jersey Route 35, 
Sylvania A:ven-µe, Neptune Avenue~ and Taylo:i:7 Avenue 
in NeptuneCit¥,.and Neptune Township. -

' 5. Extenci' Route 4 to provide· bus service; to areas of 
Neptune.Township (and area-s further west) presently--- not served: - - - - - -- - - -

. ·. . ..- . . . ,• . ' . . . . '. 

a. operate a loop yia Corlies Avenue, _- Brighton 'Avenue,. 
Highland Avenue, RiversideDrive, East End Avenue; 

-- - Sylvania -Avenue, and O~ford way in Neptune Town..;; 
ship. - - - -
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Operate -via Wayside•_- Road, West Bangs ~v~nue, Corlies 
Av~nue, Jumping-Brook Road, Crescent Drive, West 
Jump~ng Brook Road, and Schoolhouse Road.in Neptune 
Township.~ . 

', c---. "Opet ate via New Jersey Route 33 and Mo~rnouth. County •--- · 
Route537 to Freehold (as suggested by the Monmouth 
County Transportation coordinating committee). 

·operate Routes 20 and '.16 via Brinley, Ocean, a:p.d Sylvania 
~venue,~_ ih Bradley .:eeach and Avon. . . · · · · 

• p -·~;~' • • • • • ·, • • • • 

-·. .· .· 

_Modification_! is ·design~d to eliminate an unproductive< 

segment.of Route 4. North of Asbury Park, the Route.generates 

,· •- ·only is da.ily passenger-trips, br -3. 5 -_ percent of all. pa~senger-

:trips. ge~erated ~m the entfr,e route, 6n _ 19. 3 percept of th~ daily 

rout$ mileage. Most of the passenger are employed as ,domestics 

- in private homeS and_ likely t~ be captive riders. Most of the 

· tr:ips could be made using.CCC Route 7,some'requiririg a transfer. 

· {All of these trips could be made by. CCC Route 7 or· 31 if changes · 
. . . . . ; . 

discussed later in this Chapter _are implemented~.) _This ro.tite 

change would :r;-educe the one-way travel time by 9 to 10 minutes 
' ' 

and the one-,way mileage by 1.9 miles. 
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Modification 2 should be made.in conjunction with Modi-
. . 

f ication .• l tq preserve bus .· service along Grand Avenue. In addition, 
. . : ·. . •, . ; . . . 

this change wbuld 0 eliminate route duplication.along l<ingsley"and 

Ocean Avenues.•·. ·Headways along the latter segments would lengthen 

from 25 b:> 50 minutes. Service :along Grand Avenue woulcl _ begin 

an hour earlier and terminate .an hour later than.Currently• provid-·•-.· 

ed by the Route 4 schedule._ Headways would be shortened f roin 6 0 

to50 minµtes. A mileage savings c:>f ,O.J miles per one-.way trip 

would.result. 
•~ 

· Modification 3 should be implemented ·only iii conjunction_.· 

w:i,.th Modification 4. Of the daily Route 4 passenge!~trips currently 
' ' . 

generated along New Jersey Route 35, all but 5 {13 percent) could. 

be handle:!,P. by this Route-2 service chan9e. Headways along this 

segment would b~r shorteried from 60 to· 50' minutes and the_ hours of 
, . 

operationcouldbe expanded. ·service along.portions of earlies 
. .. .· 

Avenue east of New._ Jersey· Rout~- 35 could be similarly impro\Ted. > 
. . ·: ' . ..- ·. 

Rotite·2 servic~duplicating.Routes 16.and 20al6ngMain Street be-
. -- . . ,: ·. 

. . . . 

tween Sylvania Avenue in Avon and Corlies Avenuta. in Neptune c.Ould 
. . ~- . . . 

be elimiriat~d ,. affecting' 17. 5 percent of the current. daily· route 

riders:hip. _· AlI·of the.affeqted northbou,nd trips and most of the 

..... affected southbound. trips could still be made, utiliz.:i.ng ih~ Route 

20 and Route 16 services. ·. Bus service headways in this segment . ·· · .· 

would b~ doubled, from the present 25 minutes to 50 minutes. . Mod·-· 

ification 3 would require O ~-75 additional one-way miles. 
. ·. . .· 

The implementation of Modification 4 would inconvenience 
. -

or eliminate only 16 daily passenger--trips, or 7 percent of all 
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t-, . passenger-trips currently serve1 by Route 4. Some of the .terminal 

points' of these trips would be tithin the coverage area of the re-

maining Route 4,service.on Corlies Avenue, the Route 2 service 

· desc~ibed in Modification 3, ·or .. the ~cute 4 service described 

lJ, :i,.n Modification Sa. Modification 4 would reduce the Route 4 one-

C 

way mileage by 1.Smiles .and the one-way travel time by .6 to 7 

· minutes. 

The time and mileage savings resultirig,from: the above 

modifications would enable the alternative route extensions of 

t" Modification S to be made. These extensions could be operated 

0 
[) 
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\ 

l-1 
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initially on a11.experimental basis.· Modification Sa is designed 

to provide bus service to the current': and projected residents of 
:/. 

the Shark River Hills section of Neptune Township (isolated due 

to geographic configuration} arid the westernmost portion of the 

West Sylvania Avenue area of·• Neptune City. These are relatively 
' I • • 

. heavily-populated areas, the former area currently without any 

bus service; This modification ~ould increase the current Route 
{;,.:, .... 

4 Fitkin.Hospita'l round.;..trip milec;1ge by 4.4 miles. 

.The p;reserit · Route 4 segment between Fitkin Hospital 

and Aspury Gardens generates only 4 daily passenger-trips oO 3-1/2 

daily round""'.tr:i.ps. This segment contains 6. 4 percent of the · 

daily route mil,eage and generates only 1~7 percent of.the daily 

ridership. Modification Sb.is designed to attract more rider-

ship from. the area west of Fitkin Hospital by providing a more 

direct service to·some areas, introducing service to areas with-
. . . . . 

out service, and increasing the daily service frequency. This 
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extension would increase the current one-way mileage (to Asbury 

Gardens) by 3.4 miles. 

Modifications Sa and Sb could both be operated, on an 

alternate-trip basis. Furthermore, either service extension 

could be operated during peak or midday periods on_ly if demand 

patterns so warrant. The new Route 4 evolving from the imple-

mentation of Modifications 1 and 4 ahd either Sa or Sb.could 

be operated at current headways. 
-·s~.';, 

Modification Sc could accomplish, to an extent, some 

82 

of the objectives of Modification Sb while also providing a con-

nection between Freehold and Neptune and Asbury Park. Each one-way 

trip between Asbury Gardens and Freehold would require 13.2 miles 

of travel and 30 minutes of travel time. Most of the additional 

area to be served (parts of·Tinton Falls, Howell Township, and 

( - Freehold Township) is very lightly populated and is not expected 

to grow substantially in the near future. Due to the low patron-

I 

age that would be generated along this route segment, Modifica-

tions Sa and/or Sb are preferred at this time. 

Modification 6 is designed to provide a more direct 

bus service to the residents of Bradley Beach and Avon and to 

increase the proportion of total population within the coverage 

l : area of the local bus network. The bus route segment proposed j 

( 
I . 
LJ 

for elimination under the route change ~enerates 4.8 percent of 

the daily person-trips carried by Routes 20 and 16. Based on 

population distribution data and the configuration of the NY&LB 

(it acts as a buffer zone between the bus service and residents 





to the west), it can safely be assumed that most of the potential 

affecteq ridership is generated east of Main Street. Under this 

route change, less than 1 percent of the daily ridership would 

not be.within walking distance of the bus routes. Thus, the 

83 

I ' (J change would add little inconvenience to the entire ridership, 

u 

would increase convenience to some riders (by reducing walking 

distances), and will serve more residents. In addition, service 

to the Bradley Beach railroad station would continue. The walk-

ing distance reductions are an important factor because of the 

\ : hi·gh proportion of senior citizens in this area. According to 
·~! 

the 1970 Census, residents aged 62 or greater constitute 22 and 

25 percent of the total populations of BracUey Beach and Avon, 

respectively, approximately double the elderly proportion of the 

Study Area as a whole. Modification 6 would require an additional 

2.3 miles more per round-trip than currently required. 

Combinations of the above route changes would result 

in the following net daily mileage changes: 

Route Modification 
rnb . / . Co 1nat1on 

1&2 

3&4 

1,2,3,4,Sa,&5b 

1,2,3,4,Sa,5b&6 

Net Daily 
Mileage Change 

-50.8 

-12.0 

+12.8* 

+46.4* 

The consolidation of CCC Routes 4, 2/16, and 20 (under 

Modifications 1,2,3,4,Sa and Sb) would result in an increase pf 

* Assumes alternate~trip operation of ModificatJ-<;:>nS Sa and Sb. 



i J 

i 



$1,895 in annual net operating revenue. Daily ridership is esti-

mated to increase by 20 passenger-trips under this operating 

pattern. If Modification 6 were operated in addition to the other 

changes, an increase of $1,127 in annual net operating revenues 

would result. The implementation of these changes is therefore 

found favorable. 

Modifications to CCC Routes 7 and 31 

A number of CCC Route 7 and Route 31 service changes 

were considered, each designed to eliminate service to relatively 

84 

( unproductive route segments or to introduce the routes into areas 
\_j 

D 

currently without bus service. One of the changes studied was 

the elimination of service along Monmouth Road between Corlies 
. . 

Avenue in Ocean Township {West Allenh_urst) and Cedar and Locust 

Avenues in.West Long Branen. This change would convert Route 31 

into two separate routes, one serving the Long Branch area and 

.the other serving the isbury Park area. The Monmouth Road_segment 
. -. . . 

·comprises 20.4.percent of the daily Route-31 miieage and generates· 

14.7 percent of the daily ridership. An additional 17 percent 

of the daily ridership travels through the Monmouth Road segment 

between the Long Branch and Asbury Park areas .. Thus the elimina-

tion of this segment would adversely affect over 30 percent of 

the daily ridership and the change is not recommended.· 

Other changes, which were studied but are not.recommended 

due to significant potential ridership losses, concern direct 

operation of Route 31 in Asbury Park, WannamasSa, and Interlaken, 
. . 

eliminating circuitous route mileage. 
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Other potential service changes are described as follows: 

1. Operate.Route 31 via Ceclar and Westwood Avenues 
from Monmouth Road and Locust.Avenue in West 

· Long Branch to Brighton Avenue in Long Branch. 

2. Operate Route 31 via Joline, seventh, and Atlantic 
Avenues in Long Branch. 

3. Operate Route 7 via High Street and Bath Avenue in 
Long Branch. 

4. Operate Route 31 via Corlies, Norwood ancl Sherman 
Avenues ·in Allenhurst, Deal,. and Ocean Township.· 

5.· Operate Route.31 via Roosevelt Avenue, Highwood 
Road, Freehold Street, Whale Pond Road, and West 
Park Avenue in the Oakhurst section of Ocean Township. 

These modifications are shown in Exhibit 16. 

Modifications l, 2, and 3 are designed to be imple-

mented simultaneously,althoughit would be possible to make each 

change separately. Modification 1 would eliminate a relatively 

weak. segm~nt .of Route 31. There is one heavy load point along 

this section, the Long Branch High Schoo]..· On those trips that 

normally carry heavy student patronage, the service should continue 

to serve the school, operating via Westwood Avenue, Wooley Avenue, 

Ellen Lane, and Hoey Street. Modification l would increase bus 

service to Monmouth College·and southern West Long Branch. The 
l :l 
1---1 change would produce a savings of O .5 miles per one-way trip. Th.is 

saving would enable Modification 2 to be made with little.net time 

or mileage changes. This re-routing would substantially increase 

lJ the bus coverage in the western Joline/Atlantic Avenue area (ten.,. 

sus Tract 55). Only 56 percent of the residents of this area are 

currentl,y within walking distance of a bus route. Modification 2 

would require 0.9 miles more than presently required per one-way 
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trip. Modification 3 would continue bus service to most of the 

riders who would be adversely affected by Modification 1. The 

change would affect less than 2 percent of the present Route 7 

ridership, all of which would still be within the Route 7 cover-

age area. Bus service in-the High Street area would be improved 

with headways shortened from 60 to 25 minutes. 

As an alternative to Modification 3, Bero Route 1 or 8 

could be re-routed to serve many of the riders affected by Modi-
,::,-;,-; 

fication 1. Either route could operate via Bath and Third Avenues 

within Long Branch, thus continuing direct service td the Long 

Branch railroad station and the Monmouth Medical Center. Although 

this may develop some competition along Third Avenue between the 

Bero service and CCC Route 31, at the same time competition would 

be reduced along Broadway, both between CCC Route 7 and the Bero 

routes ah<;l between the Bore routes themselves. -This change would 

offer direct bus service·to Red Bank and Fort Monmouth to more 

Long Branch residents than presently served. And if Bore Route 

1 were changed, more Long Branch residents would be offered direct 

bus service to the Monmouth Shopping Center. 

Modification 4 would replace· a relatively weak segment 

of Route Jl with a segment that would serve the Allenhurst rail-

road station and would preserve bus· service along Norwood Avenue 

in Deal (if CCC Route-· 4 service is discontinued as previously dis-

cussed}. The segment of proposed service elimination presently 

comprises 7 percent of the route mileage yet generates onlyl 

percent o~. the daily ridership. Modification 4 would expand the 
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Route 31 coverage and would increase the current one-way mileage 

by 1.5 miles. Some duplication of Route 7 would result. 

Modification 5 was designed to increase the potential 

Route 31 ridership in the Oakhurst area by providing direct bus 

service to more residential areas. Modification 5 would require 

1.1 more miles per one~way trip than currently operated. 
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Route 31 currently operates on a one-hour headway and a 

longer headway is not recommended. The changes in modifications 

2, 4, and 5 could not easily be made while maintaining the current 

schedule. The time and mileage savings resulting from Modification 

1 would offset the extra·time and mileage requirements of one of 

the other changes. Modification 2 is given priority because the 

areas that would be served as a result of the other two modifica-

tions are J.ess-densely populated and relatively more affluent than 

the area to be served by Modification 2. They also would require 

more mileage than would Modification 2. It appears that no other 

feasible change would be made to the present Route 31 that would 

reduce travel time (with little or no ridership loss) to allow 

the implementation of Modifications 4 and/or 5. 

Combinations of the changes described above would pro-

duce the following net daily mileage changes: 
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Route Modification 
· <;:oIIlbination · 

1&2 · 

1,2,&3 

1,2,&3 .. 

1.&4 

1&5. 

1,2,&4 

Net Daily 
·• Milea9e Chang:e 

+10.8 

+34.8 

+32.4* 

+25~2 

+15.6 

+46.8 

· These servic.e mod.ific.citions combinations would .P+Oduce 

the following annual expense and revenue changes: 

. ~oute . 
Modification · Operating Expense 
Combination Increase 

1&2 $248 
.. . . 1 
1,2,~3 805 

. 2 
1,2,i3 . 697 

1,2,&33 804 

1&4 580 

1&5 33:f, 

1,2,&4 994 

Operating Revem,1e 
Inc:rease 

$ 361 

·J,.,267. 

3,694 

L,819 

(1,337) 

CL,446) 
.. 

1,337 

Change to Net 
· Operating · 

Revenue 

$ ;t.13 

462. 

2,997 

1,015 

(1,917) 

(1,777) 

. 343 . 
I • 

The combination of Moq.ifications 1 and 2 and the re-routing of 
. . . 

Boro Route l in Long l3ranchwould provide the most effective bus 

* .Assumes re-routed Boro servic.es in. Long Branch as previously 
described 

1 CCC Route 7 re-routed 

2 Boro Route 1 re-routed 

3 Boro Route 8 re-routed 
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coverage and would produce the greatest savings in net operating 

revenue and is therefore recommended. 

Modifications to Amboy Coach Service 

The Consultant considered several service modifications 

designed to reduce or eliminate competition between the Amboy 

route and vario1,1s TNJ routes. The Amboy route and TNJ Route 84 

are currently scheduled 5 minutes apart on northbound trips be-

tween Perth Amboy and Woodbridge and only 1 minute apart on south-,-

bourid trips. ·. At the very least, efforts should be made to coordi-

lJ · nate the schedules of these two routes. Two modifications designed 

u 
I I 

to eliminate.entirely the duplicated service in this area are 

described as follows: 

1. Operate TNJ Route 84 between the Middlesex Community 
College and Main Street in Woodbridge only. Operate 
'l'NJ Route 46/139 between New York City and the Wood-
bridge Shopping Center only. 

2 .. Terminate the Amboy route at Hall and Amboy Avenues 
in Perth Amboy. 

Modification 1 would eliminate direct bus service between 

Perth Amboy, the Woodbridge·Shopping Center, and New York City • 

. Therefore, it is not recommended. Modification 2 appears feasible. 

LJ Nearly 15 percent of the Amboy ridership is generated between 

I LJ 

I 

LJ 

Green Street in Woodbridge and the intersection of Hall and Amboy 

Avenl).es. Almost all of.these trips are oriented to downtown Perth 

Amboy along Smith Street and could therefore be handled by the 

TNJ routes. Those trips that are generated between Green Street 

and the Korvettes store in Woodbridge account for 4 percent of 
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the Amboy ri<:lership andcoul<:1 not be made via any other exist,ing. 

bus service. The route segment. north of Green Street comprises 10 

percent of the entire Amboy route mileage. 

To recoup some of the fares lost due to the route re-

duction, the Amboy route should be extended from Amboy Avenue to 

the Perth Amboy General Hospital via Hall, Pacific, and Brace 

Avenues and Convery Boulevard. (See Exhibit 17.) This change 

would create direct bus service between the Hospital and the 

L-~I . State Street/Hall Avenue area of Perth Amboy as well as points 

0 

south of the Raritan River~ The current schedule would be in-. 

creased by two daily round-trips while the headway would be short-

ened. from 60 to 50 minutes. The total daily mileage would be re- -

duced 9.4 miles. 

The termination of Amboy Coach's Woodbridge service 

and implementation of service to Perth Amboy General Hospital 

would produce a decrease of $7,000 in the annual Amboy Coach net 

operating revenue. The TNJ/Amboy bus network would experience a 

daily net increase of 8 passenger-trips and an increase of 

$2,494 in annual net operating revenue. Seventy-four daily 

passenger--trips would be made at a higher fare than at_present. 

The increase in Amboy's operating loss (and therefore subsidy 

requirement) would be more than offset by the decrease in TNJ's 

operating loss (and therefore subsidy requirement). 

Because of the introduction of new service, the.increased 

Amboy service level, and the overall network financial improvement, 

this change is recommended.. It should be noted that Middlesex 
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County contributes to the subsic;ly payments·to Amboy but not to 

TNJ and that contribution would therefore increase after the 

service change. 
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The Amboy route and TNJ Route 12/58 each operate during 

peak hours along Main Street in Sayreville enroute to.New Brunswick. 

Each route operates every 60 minutes but the two services often 

operate minutes apart. · Either the schedules should be coordinated 

to produce 30 minute headways or Amboy trips should assume ex-

clusiveoperation of the Sayreville to New Brunswick services. 

Modifications t6 Bayview Service 

The Consul.tant joins the Monmouth County Transportation 

Coordinating Committee in reconunending an extension of Bayview's 

Keansburg route to Camppell's Junction in Middletown. At Camp-

bell's Juncti(,)n, transfer could be made to Boro Route 4 to travel. 

to Red Bank (or Highlands). The service should be re-routed within 

Keansburg and Hazlet and operate via Laurel Avenue, Beachway, 

Carr Avem,1e, Church Street:., Main Street, Port Monmouth Road, Bray 

Avenue, Main Street, Campbell Avenue, and Main Street within 

Keansburg, Hazlet, ·and the Port Monmouth and Belford sections of 

Middletown. This routing would increase the coverage area·within· 

Keansburg, and the bus would.operate to the Keansburg Junior/Senior 

High School. Service would be discontinued along 10th Street in 

the West Keansburg Beach section of Hazlet and along Church Street 

in Keansbµrg. This route segment now generates less than l·per-

cent of the daily ridership and all .of those trips would be within 

walking distance of the new service. By operating along Beachway, 
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the route would serve directly several senior citizen rest homes 

and ap;;irtments. Each one-way trip would require 4.6 miles more 

than at present, and ari extra bus and driver would be required so 

that the current 60 minute headways would be maintained between 

Perth An)boy and Keansburg •.. Daily mileage would increase 129 miles. 

(This extension is shown in·Exhibit 18.) 

Another scheme to provide a transit link between 

Keansburg and Campbell's Junction is to operate the NY-K..,.LB ser ... 

vice via Thompson Avenue and Leonardville Road from the Leonardo 

Terminal to Campbell's Junction. 

The extension of the Bayv±ew service from Keansburg 

to Campbell'i;; J\J,nction woulci increase that route:i's annual opera-

·ting loss by $12,039. The net operating revenue of Bore Route 4 

would increase $2,026. ·Therefore, the· annual net operating re- . 

venue of the Bayview/Bero network would experience a decrease 

of $10,013. If the NY .... K-LB service· is changed to provid.ethe 

Keansburg/Campbell's Junction connection, NY-:K-LB would experi-

ence·an increase of $9,647 and Boro would experience an increase 

of $2,345 in annual net operating revenues, for a total network 

increase .of $11,992. · Although this latter change would produce 

better financial results, the Bayview route extension is recom-

mended, The NY-K-LB service is subject to more potential delays 

which could disrupt the high degree of schedule coordination that 

would be necessary to provide the service effectively. 
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.The Consultant al$O considered the feasibility of oper-. 

ating the Keansburg route between Keansbu,rg and South Amboy only. 

By elim:Lnating the service between Sou,th Ampoy and Perth Amboy a 

savings of 4.4 miles and approximately 15minutes per one-way 

trip could be realized. Thus, the route extension to Campbell's 

Junction could be operated with no increase of .labor and·eq:uip-

ment requirements and with no change of service headway. It was 

thought that service between Perth Amboy and South Alnboy would 

· be continued by the other Bayview route.and by the Amboy route. 

Trips between Perth Amboy and points south of S<;mth Amboy would 
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require a transfer in 8011th Amboy. This modification is not rec,,.. 

ommended becau,se the field surveys indicate that nearly 45 percent 

of the present ridersnip would require this transfer. 

Modifications to Boro Routes 4 and 5 
. . 

Survey results show that one quarter of all trips gen-

erated ori Boro Route 4 originate or terminate in Highlands and 

46 percent of the Route's passengers board.or disembark in Red 

i-/ Bank. The Cons\lltant considered three alternative consolidat,ions l I _J 
of Bol:'.'o Routes 4 and .5 for the purpose of determining if travel 

i .. i time between Red Bank and Highlands could be reduced while simul-

taneously reducing operating expenses and continuing service to 

\ i 

a majority of the present riders. These modifications are shown 

in Exhibit 19. 

Modification 1: Travel time between Red Bank and Highlands 

could be reduced from the current 55minutes to an estimated 30 
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minutes by extending Route 5 north along New Jersey Route 36 from 

Sea Bright to Highlands. From the Highlands Bridge, the route 

wo~ldoperate in a loop via New Jersey Route 36 and Linden, Water-

witch, and Bay Avenues. Along with this change, Route 4 would 

be shortened by discontinuing service between Highlands {New 

Jersey Route 36 and Linden Avenue) and Atlantic Highlands (New 

Jersey Route 36 and First Avenue). Thus, except for the loca.l 

service offered by NY-K-LB, there would no longer be any direct 

bus service between Highlands and the Atlantic Highlands, Leonardo; 

or Belford areas. The area between Highlands and Sea Bright, 

currently offered local service by NY-K-LB, would be additionally 

served by the modified Route 5 • 

. It is doubtful that reduced travel time between Red 

Bank and Highlands, shortened Route 4 headways, and introduction 

of service between Highlands and Sea Bright could attract sufficient 

new riders to offset the potentiaL patronage loss of this alter-

native. 

Modification 2: The ma.jar disadvantage of Modification 1 

could b~ eliminated by combining Routes 4 and 5 into one loop oper-

1 ··; a ting via New Jersey Route 36 and Linden, Waterwi tch, and Bay 
(~l 

j 

lJ 

Avenues in Highlands. (This Highlands service could be alternated 

with service via New Jersey Route 36.) The service would operate 

in both d~rections. Operation within Red Bank would be via East 

Front, Broad, and Monmouth Streets and Shrewsbury Avenue in the 

counter-clockwise direction. In the opposite direction, the route 

would be operated via Maple Avenue rather than Broad Street. 
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Service between Monmouth Street and Newman Springs Road along 

Shrewsbury Avenue should not be eliminated because this segment 

currently carries 14 percent of the current Route;..5 ridership. 

Operation to Church Street in Sea Bright should be continued. · This 

loop route arrangement would provide direct bus service between 

any two.points currently being served by Routes 4 and 5, and, in 

many cases,. in faster time than at present. 

A major problem to be met in operating this potential 

loop route is the establishment of a fare structure and colleC-· 

tion system. The route length would preclude a flat fare between 

any two points, and without route end points, an on...;and-qff sys-
~- . 

tern of payment would be difficult to monitor. 

The consolidation of Boro Routes 4 and 5 under Modifi...; 

cation 2 would increase annual operating expenses by $6,926 due 

to increased mileage and labor costs. The net passenger in-

crease that would result would add 6nly $1,664 to the annual 

revenue, thus an additional loss of $5,262 would be applied to 

the net operating revenue. For this reason, it is not recommended 

to impl~ment this modification unless an accompanying change is 

made to another component(s) of the transportation network, sub-

stantially increasing ridership on these routes. 

Modification 3: Under this scheme, Route 5 would be extended 

to Highlands as described in Modification 1. Route 4 would be--

come a loop route, leaving the present route at Locust·Road and 

(j Navesink Avenue in Middletown and traveling to Red Bank via Locust 

Avenue, Locust Point Road, Oceanic Bridge, and River Road. Route 
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5 would then be re-routed via Ridge Road, Harding Road, and Broad 

Street to Monmouth Street in Red Bank. This modification would in-

crease 1:>us coverage through Rumson and Fair Haven and provide di..;. 

rect bus service to RedB&nk, Red Bank.Regional, Red Bank catho],ic, 

and Rumson-Fair Haven Regional High Schools. Service would be 

discontinued along River Road from the Oceanic Bridge·to Ridge 

Road. 

Route 4 would have the same fare structure and collection 

problem.described in Modification 2. As in Modification 1, direct 

service between Highlands and other points· along Route 4 would be 

limited only to those trips which could be accommodated l::>y NY-K..;.LB. 

Finally, owing to the relatively affluent characteristics of.the 

area, the new bus s.ervice in Fair Haven and Rumson is not likely 

to attract significant ridership. For these reasons, this modi-

fication is not recommended. 

Minor Route Modifications· 

Local bus routes that now operate within one block of 

railroad stations should experimentally operate to the railroad 

stations during peak periods. These route modifications would 

· not significantly affect travel time or daily m.ileage. Any .pas..,. 

sengers that ride these routes to or from the railroad stations 

would be provided a more convenient transfer. The sight of the 

buses· at the railroad terminals would serve to remind railroad 

LI users of the bus service and may attract some to use it. Spec-

ifically, CCC Route 20 could operate via Main Street and Euclid 

Avenue to serve the Manasquan railroad station. CCC Route 7 could 
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travel.via Lincoln Avenue and Truax Street to serve the Elberon 

railroad station in Long Branch. CCC Route 2 c9uld serve the 

Spring Lake railroad station via Mercer and Sussex Avenues. These 

three changes would require O .15, O. 2, and O. 3 additional miles · 

per one-way trip, respec:::tively. 

Line-Haµl Route Modifications 

Several modifications were considered concerning the 

reduction of servic:::e on the line-haul routes or the conversion of 

those routes to railroad-station-.feeder services. These modif i-

cations were designed to reduce operating mileage and to reduce 
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or eliminate.~ompetition between the bus and railroad lines. For 

the.most part, proposed service eliminations were limited to areas 

with alternate public t.ransit access to railroad or other bus line.;. 

haul service. 

Partial Elimination of NY-K-LB Service 

The Consultant considered the elimination of NY-K..,;LB 

service between Highlands and Long Branch. This service elimina-

tion would affect local trips within.the Study Area as most of 

those trips could not be made by an alternate pub].ic transit ser-

vice. Few local trips were observed during peak hours. Most of·. 

the off-peak period trips generated along this segment are.local 

in nat'ure. In view of the lack of alternate service, midday and 

evening service to Long Branch. should be continued. Elimination 

of peak-period Service would save 95 miles, or 7 percent of the 

total daily NY-K-LB mileage·east of Airport Plaza (Hazlet). 
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During ·peak hours, the segment generates 3.5 percent of thE!_daiJy · 

NY-K-LB ~idership. 
. . . . . . . 

· - If the NY--K-LB _ peak period -service between Highlands· and·· 

Long Branch was eliminated~ CCC Rou:t:e 31 was extend~d to 'Monm~uth : 

Beach, artd _ Baro Routes 4 an_d _ 5 were _consolidated (Modif'ication -- 2)-, · 
. ·. : ..... . . .... ' 

then the entire bus and railro.ad network would exper:i,ence an in~ --
. . . ' . . 

. . 

crease of $1,806 in. annual net operating revenues._ --- The annual 
.. . . 

net operating revenue of NY-K~-LB would decrease by an. estimated 
., _-· . : .· .· · ... 

$37,113. All. of the present .NY,K--LB commuter passeriger ... t:i:-ip~ 

generated along the segment could be made either by usi~gAP..;.NY 

or NY&LB services at Long Branchor_Red B~n1<at additional expense 
. . -· . 

and/or.inconvenience over the current rou.t:Lng~ In view of the 

-_- disruption to current .travel patterns; increased passenger e~pense 

and inconve:nience, ·and:relatively· small ·network net operating re-
• .• .• •, ••• • • • •: "c 

_venue increase~ this servi~e modification is not recommended. 
. . . . : . . 

TNJ Service Modifications 

Aqcording to field Surveys, ~6 percent of -- the Ro_ute 130/ 

.. 133 'rider~hip -generated in Red Bank h~ards or· alights -the bus at --

(or within walking 0distarice of) the Red Bank·railroad station. 

During peak hours, when the NY&LB operates frequent service, these_--

trips could be made by railroad. The TNJ rou.te could by--pass Red 

Barik during peak periods. __ Daily_ ride!'.ship would decre_ase 8 percent. 
' . 

The TNJ route should operate to .eithe:i:- Lincroft or the M6nmouth ·. · _ 
. . ' . . ._. . ' · ... 

Shopping Center in E~tontown via Na~esink River' Road, Hubbar~ Road,, 
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west Front Street, Half Mile Road, Newman Springs Road, Shrewsbury 

Avenue, and New Jersey Route 35. (See Exhibit 20.) The introduc,.. 

tion or increase of bus service on these road segments would 

generate new riders, helping to offset the loss of the R~d Bank, 

riders. Service to Long Branch should be eliminated* as the two__ 

daily round trips generate only 4 to 5 passenger-trips, all of 

which could be made via the NY&LB using various other bus servlces 

for railroad station access. Most (85 percent) peak-period trips 

to or from Newark terminate or originate within walking distance 
I 
i,_, of Pennsylvania Station 92 percent terminate or originate between 

Pennsylvania Station and the immediate area of Raymond Boulevard 

l , and Broad Street. • Including the possible necessity of a subway 

trip in Newark, most railroad trips from Red Bank or Long Branch 

would require the same time and expense as the current trips by 

bus. 

If the TNJ route were to by-pass Red Bank, the net 

annual passenger loss would produce an additional annual route 

loss of $15,642. The alternate bus routings would attract few new 

daily passengers to offset those lost. The present bus passenger-
i i lJ trips to or from Red Bank could be made by railroad, but at a 

slightly higher fare. Under this scheme, the TNJ/NY&LB netwo:rk 

would experience a decrease in annual net operating revenue of 

$765. Due to these negative potential fiscal results 1 this ser-

vice modification is not recommended. 

*This service elimination was made by TNJ after, and independent 
of, the analysis of the change performed by the Consultant. 
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-. The elirnination of. the Lorig Branch service of TNJ ~oute 
- - . . . -

1_; 130/133 would increase that company's ar1riual net operating revenue. 

I 

i ' l __, 
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by an estimated $715~ -Trips between Newark and Long Branch wotild -
. . .. 

ha~e to be made by railroad at·a fare lower than by bus. ·The 
. . 

TNJ/NY&LB network would therefore experience an increase of. $1, 968· .·· 

in annual riet: operating revenue. · _ Dt1:e to the low. ·daily ridershi:r;> .-.·.· 
- . 

on.the.segment, the·availability of the railroad.service, and the 
. . . . . . . ; . 

potential annual - savings; this. service elimination is recommended. 
·-_ . . .· . .· . ·._ : : . . . . .· ·. 

Conversion to Feeder·service 
. . . -

.Thei Consultant studied the institutional feasibility 

of restrQcturing bus route~ now operating·incompetitio~ with 

.the NY&LB. into' a fe.eder orientation.· In doing so; consideration· 

was ma.de of the· following facto-rs: 

1. It is desirable tO maximize the-benefit's·of the 
planned.· improvements to the NY&LB due to its gr~ater • 
line-haul ·capacity. With.in this framework, the 
effectiveness of operating subsidy funds paid to· 
competing carriers should, be ma:ximized~ · 

2. Coriversionto feeder bus orientation snould result 
in fewer bus-miles operated; improvements i:t1air 
quality through traffic reductions, and reduotion. 
of bus,· fuel, and maintenance expenses. ~eductions . 
in equipment and driver requirements could be Jriiti--- · 
gated from a labor relations standpoint by .increases 
in experimental feeder servic'es. 

3. -Travel times, including transfer times, from various 
Study.;..Area points _snould be as· at.tractive as pos:sible. 
within the constra1nts o.f terminal capacities and 
railroad -and bus equipment type and availability. -

- ',['he abilit~ of the.- railroad service to accommOdate addi-

. tional passengers from the :potential feeder services would be.· 
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limited by the size and number of trains that would be operated.·• 
. : . 

and the type of :cars used. These factors; in.turn, would be:Limited•.· 
.-. ·. . : . 

by station and platform capacities in Newark and New York ~ncl :in 
. . . . . . . . . .· . . . -

the Study Are·a and by the train capacity of the PC mainline. · c,1r'-
rently, the.longest trains operating into NewYork_consist of 12 

. . . 

ca.rs (ele~en· coaches and. one bar car}. Trains of up .. to l6 cars . -· 
. . 

could be operated assuming (a) the availability of the·. large~t 

platforms in Pennsylvania Station, New York (Platforms 5- and 6); .· 

(b) the availability of. extra cars; and; (c) the availability. of 

.· an e;xtra motive power. The planned acquisition of electric M;.,.U 

cars for operation between New York.and Red Bank would make avail ... 
. . . . ,_., 

able the additional equipment required for longer trains ori _· the 

NY&LB service. Line capacity could also be increase by·operating:-
. . . 

extra trains, assuming they could :be scheduled int~ the present 
. . 

NY&LB and PC mainline operations. Extra. peak-hour traii:is ._ could .· 
. . .. 

operate to Newark in view of the f~ct that the snort-:-rapgedistri-

bution -of peak-h~urcapacity in Pennsylvania Station,<New Yc::>rk 

allocates space for only the existing seven NY&LB peak-hour train~/ 

Current rail-passenger statistics -ind{cate·that mariy 

morning peak-period trips carry a substantial number of standees~-

.. Asswnihg an average of 70 seats per car, the three peak-half'"".hou;r 

·trains (Numbers 1108, 1110, and 1112) have an average load factor 

of 1. ?9 passenger_s per sec;1.t between South Amboy and· Newark. 'l'he 

implementation -of M_-u service to the northernmost Study""'.'Area rail-
.. 

road stations arid the length~:ming of trains• would in,crease se-at:i,:n:g 
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capacity in 1980 and'alleviate (or eliminate). most crowded condi"" 

tions. Estimated patronage increases would.offset some of·the 

additiona1. seating. Assuming tp.e addition of 10 cars to the three 

peak-half-hour trains, the average load factor on those trains 

would be 1.22 passengers per seat. Ridership is expected to 

increase further between 1980 and 1985 and railroad ridership 

would be further increased by the conversion of commuter bus routes 

to rail feeders. · It could be expected that much of this addition.al 

ridership would desire to ride the three peak-half-hour trains 

because of their convenient New York and Newark arrival times. 

To achieve a 100-percent-seating standard, passengers would have 

to be induced to travel at an.earlier or later tim:e (causing per-

sonal inconvenience),·and/or ari extra train (or trains) would 

have to be operated during the critical pea:J<-half-hour and pos:-

sibly during other.portions of the peak period, depending upon 

the capacity restraints discussed prev:i,ously. 

NY-K-LB operates 3,200 bus-miles daily between the Air-

port Plaza terminal in Hazlet and New York or Newark. This mile-

age, and the time required to travel it, could be saved by re.,. 

routing.the bus service to the planned consolidated Matawan/Hazlet 

railroad station or to the Middletown railroad station. 

Due· to the high degree of route duplication between the 

AP-NY service and the Boro and CCC routes between Red Banl< and 

Point Pleasant Beach, it appears that no viable feeder routes 

could be established by AP-NY in this area that would not provide 

competition to the existing local transit routes. 
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The AP-NY service could continue operation as a line~ 

haul service to New York from south of Red Bank while also pro-

viding railroad feeder service along the current New Jersey Route 

35 coverage area from Red Bank north. Bus travel times from points 

south of Red Bank are generally faster than railroad travel times 

by between 5 and 24' minutes. In spite of expected reductions of 

railroad travel time through improved scheduling and station stop 

patterns and the electrification plans, bus travel times would 

still be faster. By operating all trips express from Interchange 

109 of the Garden State Parkway or points further south,.bus travel 

time would be even faster. But most current peak-period trips 

operate half-full south of the Red Bank railroad station. Survey 

results show that one fourth of.the daily northbound AP-NY pas-

sengers board at the Red Bank railroad station and nearly half 

(47 percent) board between that location and points further north. 

, Thus, to operate a productive service, fewer trips would have to 

be operated and headways would be lengthened. Off-peak trips now 

operate every 60 minutes, the maximum that is recommended. 

To compensate for the loss of passengers and to in-

crease bus ridership south of Red Bank, railroad service could be 

eliminated at one of the southernmost stations (e.g., Spring Lake 

or Manasquan). This plan would result in a travel time savings 

on railroad trips to or from Ocean County. Current railroad pas-

senger projections indicate a slightly declining pattern in rider-

ship at these southern stations. 
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The feeder service would operate between the Red Bank 

railroad station and the proposed consolidated Matawan/Hazlet rail-

road station, with an intermediate stop at the Middletown rail.road 

station. Current AP-NY passengers in Cliffwood Beach and La,urence 

Harbor could travel via the Bayview.Keansburg route to the South 

Amboy railroad station. Few of the current AP-NY riders in the 

area between Red Bank and Matawan would utilize the feec;ler service. 

Over one half (56.8 percent) of these riders now board or alight 

· at the Red Bank railroad station. Riders who are now met at their 

bus stop by auto would probably ride directly to the nec;trest rail""' 

road station, as would many of the current bus riders who now drive 

and park at their bus stops. The result is that approximately 75 

daily passenger-trips would be made in each direction, one half 

during the peak period. This is equivalent to one full bus in each 

direction during both the peak and off-peak periods. Thus many 

trips would operate with only a ha.ndful of. passengers. The opera-

tion of fewer trips would limit passenger choice of time of travel. 

Ridership could be nearly doubled by discontinuing the trips of 

( TNJ Route 133.between Newark and Red Bank or Long Branch, forcing u 
passengers on those trips to travel by railroad or feeder bus and 

railroad. The present AP-NY passengers that would have to travel 

by railroad would require an additional 5 to 10 minutes in line.,. 

haul travel time. Railroad-station-access time and transfer anc;l 

(~ waiting times would lengthen this time difference even more. . Travel u 
by feeder bus and railroad would be more expensive i:3-S well. This 

u 
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overall operating pattern would eliminate direct bus service be-

tween Study-Area points and would inconvenience local trips made 

on the present services. This feeder operation of the AP--NY ser-

vice is not recommended. 

Field survey results show that 55 percent of the daily 

northbound AP-NY ridership boards at three major points: the 

Rollo terminal in Keyport (where four out of five riders arrive 
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by auto), the Rollo terminal in Asbury Park, and at the Red Bank 

railroad station bus stop. Each of these points is within a short 

distance of and easily accessible to a rail.road station, and pas..-

sengers from these areas make a choice of one mode based on ex-

pense, travel time, comfort, corivenience, and/or other factors. 

The importc;1nt fact is that they have a choice available and perhaps 

the optimally-responsive public transit network that could be pro-

vided should include a choice at the heaviest load points. The ., 

service modifications and eliminations discussed thus far concerned 

limiting choice and forcing modal usage. 

One operating pattern that would include a conversion of 
I , 
LJ commuter bus to feeder bus service while sti;I.l continuing some 

availability of choice would consist of continued operation of 

the AP-NY service to New York and the operation of the NY-K-LB 
r----
1 service to feed the AP-NY, TNJ, and NY&LB services. Thus, trips 

to New York or Newark could be completed by either bus or railroad. 

\ 
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Several new routes should be initiated to expand the feeder ser-

vice coverage. The feeder routes should be operated as follows*: 

(a) Leonardo Bus Terminal to Matawan/Hazlet railroad 
station via Thompson Avenue, Leonardville Road, Main 
Street, Campbell Avenue, Main Street, B:ray Avenue, 
and Port Monmouth Road in Middletown; Main Street, 
Center Avenue, Raritan Avenue, Beachway, and Laurel 
Avenue in Keansburg; New Jersey Route 36 in Hazlet; 
New Jersey Route 35 and Broadway in Keyport to the 
Rollo terminal in Keyport and the Matawan railroad 
station. One-way distance: 13.4 miles. Estimated 
travel time: 35 minutes. 

(b) Leonardo Terminal to Rollo terminal in Keyport via 
New Jersey Route 36 and Main Street in Middletown; 
Middle Road, Union Avenue, Appleton.Driv~, Lynn 
Boulevard, Middle Road, Hazlet Avenue, Bethany Road, 
Cresci Boulevard, and Oakgrove Road in Hazlet; 
Lloyd Road in Matawan; ·and Broadway in Keyport to 
the railroad and bus statio-ns. One-way distance: 
11.8 miles. Estimated travel time: 28 minutes. 

(c) Highlands to Middletown railroad station via Bay 
Avenue, in Highlands and New Jersey Route 36, Main 
Street, Valley Drive, Cherrytree Farm Road, Harmony 
Road, and Kings Highway in Middletown. Connection 
can be made at Harmony Road and New Jersey Route 35 
for the AP-NY bus. One-way d.istance: 10.8 miles. 
Estimated travel time: 27 minutes. 

(d.) Local feeder service in Mc:itawan via South Con.course 
Drive, Cliffwood Avenue, Cross Road, Ravine Drive, 
and Main Street_ in Matawan;·Maple Place and Broad.way 
in Keyport; and Lloyd Road, Idlewild Lane, Iris Way, 
Ivy Hill Prive, Iron Gate Lane, Inner Way, Van Brackle 
Road, and Reid's Hill Road in Matawan. One..,.way dis- -
tance: 8.3 miles. Estimated travel time: 30 minutes~ 

These feeder routes are shown-in Exhibit 21. 
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*For purpose of analysis, the site of the Matawan/Hazlet railroad, 
station was chosen to be at the intersection of Lloyd and Oakgrove 
Roads at the municipal border. The eventual site may necess;i.tate 
further route modification. 
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EXHIBIT NO. 21 
NY-K-LB FEEDER ROUTES 

NEW JERSEY PUBLIC TRANSPORTATION STUDY 
EASTERN MONMOUTH-OCEAN MIDDLESEX CORRIDOR 

Feeder bus routes 
..,, ..,, ..,, • Line ha~I bus routes 

l\iY &LB Railroad 

0 Rail Stations 

One inch= 6000 feet I • I 

SANDY HOOK 
BAY 





Proposed Feeder Routes (c) and {d) need not be operated 

during the off-peak period. In addition to these routes, Boro 

Route 4 would continue connections with the AP-NY, TNJ, and NY&LB 

services in Middletown and Red Bank. Bayview's Keansburg route 

would do likewise in Laurence Harbor and South Amboy. The oper-

ation of proposed Feeder Route (a) described above would make the 

extension of the Bayview route to Campbell's Junction unnecessary. 

The operation of this feeder network would involve a 

high degree of coordination between all the services involved so 

that transfers could be made with a minimum of waiting time and 

inconvenience. Where presently the NY-K-LB passenger is only 

i I concerned with traffic conditions along New Jersey Route 36, the 
\___1 

I I 
' ' 

Garden State Parkway, New Jersey Turnpike, and Lincoln Tunnel, 

that passenger could be affected by both highway conditions and 

train breakdowns if he traveled via the feeder service. The on~ 

time performances of all the services would have to be improved 

to ensure a dependable service. 

If the NY-K-LB commuter bus service is changed to a 

feeder bus service, CCC Route 31 extended to Monmouth Beach, and 

Boro Routes 4 and 5 consolidated {Modification 2), each of the 

individual transportation service operators would experience the 

annual net operating revenue changes listed in Table 25. The 

NY-K-LB feeder routes were assumed to operate at 20-minute head-

(c___J ways during peak periods. Feeder Route {a) would operate at 40-

minute headways and Feeder Route (b) at hourly. headways during 

(; 
l 
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Table 25 

Annual Net Operating Revenue Changes Resulting from the Elimination of 
NY-K-LB Line Haul Service and Implementation.of Feeder Service 

Operating Expense Operating Revenue. Net Operating 
Operator Increase Increase Revenue Increase 

NY-K-LB (378,709} (1,042,066) (663,357) 

Boro 6,926 16,641 9,715 

CCC 348 3,253 2,905 

TNJ 11,834 26,929. 15,095 

AP-NY 124,873 557,435 432,562 

NY&LB 104,504 762,098 657,594 

Total Network (130,224) 324,290 454,514 
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off-peak and evening service periods. Feeder Routes (c) and (d) 

would operate during-peak periods only. The NY..;,K;,.,.LB routes would 

require 13 vehicles during peak periods. The extra passenger· 

demands Ori..t,he.AP-NY service would.require .11 additional peak-
·. .. . . . . ' 

period round trips daily'. As discussed p;eviously, NY&LBwould· 

have to operate longer·trains.plus an additional train during the 

peak..;,half_;hour to alleviate crowded-conditions which could be 
·. . . . . . ,·· . . . . . . 

··_ ,expected bc,3-sed on the. railroad ridership. forecasts •. The feeder 
. . . . . . ' 

. . '- '•' ·•-. 

route services would produce even more demand for -train service. 

A requireme~t of four additional peak~period cars in each dix-ec_; · 

tion was used to . de:termine the . increase · in NY&LB operating· ex~ 

penses.• 
-

Table. 25 shows that the• financial copdition of: the.·-· 

aggregate public transportation network in the-Study Area would. 

improve by $454,514 under th:i::s feeder-serviceoperating patte:r;n. 

But" there are additional factors that should b·e giveri careful 

consideration before a final decision is made' to irnp~ement th(3 

feeder service. The NY-K-I.B .management is now working tQ elimi- 0 .· 
. . . . 

nate the necessity of state subsidy reliance. 
. . 

Under.the feede:r 

service plan, the annual op~rating loss would be. enormously ·-in- -· 
: .. -: _ _., ·._ · .. 

creased, making .Self-sufficiency impossi.ble. The State's annual 
. ·_... .. . . . ', . .· . 

·; . '. •, ·: 

subsidy payments to the other operators .should decrea$e by approlC~ 

imately $928,100, but much· oft.his would have. tobe ~pplied to ,. 
. .· . . . . 

the increased NY-K-LB loss. fqr a: net subsidy savings of $270,500 •. 
. ·. .· . . . 

· If the feeder network is desired, then a corisi_derable feeder sub·-, 

sidy on a continuing basis wol,lld be ne¢essary. 

. . . . . 
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As previously mentioned, the feeder bus-to-line-hat1l 

system would be difficult to provide on a dependable basis due 

to the high degree of .modal schedule coordination required and 

the sensitivity of each component to local and systemwide condi-

tions. 

The implementation of this feeder network would disrupt 

1 , the present travel patterns of 3,200 daily line-haul passenger-
1_ 

trips, 3,000 of which are made to or from New York. Under the 

feeder service system, most, if not all of these trips wo1,.1ld be 

made at increased travel time, cost, or inconvenience. The line-

haul fares·of the New York-o:riented trips would increase by an 

average of 12¢per one-way trip. The Newark-oriented line-haul. 

fares would decrease by an average of 21¢ per one-way.trip. Ac~· 

cess costs, either by feeder bus, auto, or other mode would addi-

tionally increase the one-way travel cost. The necessity of per~ 

forming.a modal transfer would increase travel time and decrease. 
) 

travel convenience. Line-haul travel times for some.trips would 

increase while others would decrease but the total travel time. 

of most trips would be increased. Some of the Newark--oriented 

trips would require a connecting bus or subway trip within Newark,· 

increasing travel time, expense, and inconvenience. 

The present NY-K-LB buses would be generally inappro-

priate for local feeder use. The seating capacity of each bus is 

from 46 to 54 seats, more than would be required for the feeder 

service. Vehicles with between 30 and 40 seats would be better 

suited. The high-back, reclining seats of some buses would have 
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to be replaced and the seating patterns of most vehicles re-ar-

_ranged. The present engine gear ratios would have to be changed 

to meet the stop;..and-go travel pattern of local service better. 

Additional bus maintenance facilities may also become necessary. 

The establishment of this feeder network would require 

the provision of bus s;helters at bus-to-bus transfer points. 

Shelters should be constructed at Valley Drive and Monmouth Road 

in Middletown and along New Jersey Route 35 at Tindall ~oad 

(Middletown), Harmony Road (Middletown), Hazlet Avenue (Hazlet), 

and Cliffwood Avenue (Matawan Township). Each location woul.d re-:-

quire shelters to serve both directions of travel. The initial 

capital costs of the feeder operation would include appro~imately 

$35,000 for bus shelters. 

Summary of Recommended Changes 

The estimated annual net revenue changes of the pµblic 

transportation network that would result from the implementation 

lJ of the recommended service changes are summarized as follows: 

i I 
LJ 
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Service Change 

Re-.route Bora Route 1 

Consolidate CCC Route 4, 20, 
& 2/16 

Re-route CCC Route 31/Boro 
Route 1 

Re-route Amboy 

Coordinate Ambby/TNJ Route 
12/58 

Extended Bay view to Camp-
bell's Junction 

Eliminate TNJ Route 133 to 
Long Branch 

All 

Expenses 

$ 5,000 

1,152 

697 

(225) 

0 

23,262 

(2,104) 

27,782 

. Ll,l 

Annual Increase 
Revenue · Net Reven'tl.e 

$ 5,455 $ 455 

2,270 1,127 

3,694 2,997 

2,269 2,494 

0 0 

13,249 (10,0l~) 

(136) 1,968 

26,Bl.O (972) 

For an insignificant, amount of subsidy increase, the public traps-

portation network of the Study Area could be expanded and improved. 
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CHAPTER VIII 

BUS FLEET ~HARAC'J'ERISTICS 

Present Equipment 

The buses available for use on the Study-Area routes 

are generally very old as shown below: 

Average Seats Average Percent of Bus Fleet 
Company per Bus Bus Agel Over 12 Years Old 

(Years) 

AP-NY 48.8 15.0 57 

NY-K-LB 51.4 15.9 75 

CCC 37.8 22.6 96 

Boro 41.4 21.8 93 

Bayview 39.7 21.0 67 

Amboy 46.0 18.3 75 

112 

Overall, 74.4 v~rcent of the buses are over 12 years old. 

Observations made on board a sampling of the buses in operation 

revealed that buses on the line-haul routes are relatively newer 

and ride smoother and more quietly than buses on the local transit 

routes. 

Field observations of the bus characteristics were made 

primarily by non-professional personnel. The observers were both 

residents and non-residents of the Study Area and users and non-

users of the Study-Area bus services. They responded to various 

bus characteristics with either a positive or negative response. 

These responses served as an indication of the general public's 

1 As of 1975. 





reaction to the condition of buses. The bus characteristics that 

evoked negative responses most frequently are. listed below:· 

Most F:i::-equently-Cited 
Company Negative Bus Condition 

113 

Boro Noise, ;followed by roughness of ride, 
poor condition of·upholstery, and litter. 

CCC 

. · Amboy /Bayview 

Dusty interiors, noise,·lack·of 
ai~ conditioning, and roughness of 
ride. · 

Roughness of ride, followed by dusty 
interiors, deteriorating exteriors, 
and noise. · 

Each of the above-listed operators commented that they 

have been·experiencing increasing vandalism. 

Equipment Requirements 

If all of the service modifications recommended in the 

preceding chapter are implemented, the route equipment requirements 

1 would be as listed in Table 26. Except for Bayview's Keansburg 

service, the vehicle needed are the same as at present .. The ex ... 

tension of the Keansburg route would require the operation of one 

additional bus. In addition to the number of buses. listed, both 

AP-NY and NY-K-LB should have three spare buses on hand. Amboy 

and Bayview should.each have a spare bus and the other operators 

would need two spares. The total peak""".periodbus requirement is 

thus adjusted to 105 vehicles. 

Bus Purchase Program 

In 1973, the New Jersey Department of Transportation 

purchased 35-seat Twin-Coach buses which were leaseo to bus oper ... 

ators statewide at $1.00 annually to replace aged equipment. Boro, 
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Table 26 
Proposed Bus Reg;uirements 

Company ·and Route Peak Period Base Period 

Boro 12 9 
Route 1 3 2 
Route 2 2 2 
Route 4 2 2 
Route 5 2 1 
Route 8 2 1 
Route 10 1 1 

, CCC 11 .11 
Route 2/16/20 4 4 
Route 4 1 1 
Route 7 3 3 
Route 31 2 2 
Route 5 1 1 

Bayview 6 6 
Keansburg 3 3 
East Brunswick 3 3 

Amboy 3 3 

TNJ 10 6 
Route 130/133 7 3 
R01Jte 130/133 (summer) 10 6 

AP-NY 21 11 

NY-K-LB 28 4 

Total 91 50 
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CCC, and Amboy/Bayview each received one of these vehicles for use 

on their regular routes. This program has been continued and the 

State has purchased 865, new buses which will be delivered and dis-

tributed to New Jersey bus operators beginning in the spring of 

1976. The vehicles are being built by Flxible and are categorized 

as follows: 

335 40-foot commuter buses 

268 40-foot transit buses 

176 35-foot transit buses 

87 30-foot transit buses 

NJDOT has also arranged for the rehabilitation of 520 buses (515 

from the TNJ fleet). This work will include the installation of 

1 air-conditioning and anti-pollution equipment. The new buses will 
L~ 

L 

I I 

Li 

be distributed on a basis of need, route patronage, and operational 

performance. New buses will be allocated to the Study-Area opera-

tors as follows: 

Company 

AP-NY 

Boro 

CCC 

Bayview/Amboy 

NY-K-LB 

Number of 

6 

2 
9 
3 

10 

7 
1 

4 
8 

Buses Bus Type 

40-foot commuter 

30-foot transit 
35-foot transit 
40-foot transit 

30-foot transit 

35-foot transit 
30-foot transit 

40-foot transit 
40-foot commuter 
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These new.buses should be operated on the most prod1J.ctive and/o:r 

least vandalized routes ·of each company~ · 

Bus ·Replace;ment program 

. New Jersey Department of Transportation policy .is to 
. . . . 
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n.ave no vehicl~s in service that areover li yeare ot age.· Ourin9 

1976, a total of li7-vehicles ~vailable for Ol)eration on those-· 

route stqdie,d woul,d.be in that category, Howev~r, ll;lany of these 

are extra buses that a;re rarely or never used in reg1,(l.ar· route 

operation. Therefore, based on the,daily bus needs,·a modif:i.ed 

[/ total of 60bQses should be_replaced during 1976. 'l'he portion 

0 
D 
.o 

of this total that will not be replaced: as .part of the curreri'lr 
. . 

bus purchase program, along with those buses that will rea9n. the· 
_.·. . . ' . ·.· . . . : . 

replacement age by 1980 (those huses built in the years 1964 

through 1967) are listed as fol.lows:· 

·Year 

1976' 
1977 · 
1978 
1979 
1980 

. Number of Buses Qualifying for Replacem~nf. 
TJ;"ansi t · Commuter 

3 
1 

... 

7 
4 
3 
4 
6 
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CHAPTER IX 

MISCELLANEOUS SERVICE IMPROVEMENTS 

Several recommendations have been developed which deal 

with minor problems and deficiencies of the public transportation 

network. Most of the suggested changes involve relatively l.ittl.e 

or no expense. Some of the chariges apply generally to all of the 

services while others are aimed at specific routes. This cha.pte;r 
. . 

describes· some of the probl.ems and th.eir possible solutions. 

Service Information and Marketing 

The Consultant's field work revealed that while bus 

rid~rs are familiar with the bus services that they use, the gen-

eral public appears to have little knowledge of ro~tes, fares, 

schedules, .or bus stop locations. The initiation of service mod-

···ll6 

ifications, described in Chapter VII, would result i.n further un;fa-

miliarity of service, even among regular users. Current bus in:l;or-

mation and marketing activites of the Study-Area bus·operators 

consists of little more than yellow pag~s advertising, provision 

of timetables at.major bus stops and terminals, and occasional ad-

vertisements on bus exte:iriors. The l.ine-haul service operators 

appear more active in advertising than the local servi.ce qperators. 

A continuing information and marketing campaign should be under.-

taken by the operators to accomplish two primary objectives: to 

create a public awareness of public transportation facilities and 

services that are available; and to fully describe.service modi.-

ficatiqns as they occur. Increased knowledge of the services 

should encourage greater usage. 
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Cent_ralized Information Centers 

The Monmouth County Transporta_tion Information Center 

(MC'l'IC}; described in Chapter IV, is an important sourc~ of transit · ·· 

service .information because it centralizes the information re9ard-

[J ing -ali bus · and rail services in Monmouth County. A similar· ser- , 

[j 

0 
[-) 

I 

. vice should be implemented in Middlesex County~· Initially, the 

existence of the service should be widely advertised through news--

paper advertisements. These local information qenters co1,1idbe 

supplemented by a statewide information center located in Trenton~ 

Fc,r· local service info:rmation, the county--leve:L centets-would have 

greater familiarity with services, ,geographic considerations, et<:?. 

They would also be less·expensive to call. 

· Timetable Improvements 

All of the public timetables should 

r-\ fares, a schematic map indicating the streets· over. which the rout.e 
_l 

,·, 

operates, and a phon~ number for information. It is also adyis.,. 

. able that each -.timetable include the' MCTIC (or correspo:hdi11g local 

information center) phone number as well. If composite route·. 

maps are shown, as·on the Amboy/Bayview and Boro timetables, the 

··. t~~IIli.nal points O:f each :route should be indicated •.. Ma_jor_. gep,~p_a--
- /: .. ;·7·":-··:--'" ,'',--.~-:-r;.;; ... 

tors served should be indicated as should major transfer. point$ 

Li to other services. The timetables of local routes that feed line-

r 
! 

[i 

haul services should include the joint schedules of the feeder ser-
. . . 

vicef and the connecting inode (s) at the transfer point (s). Each ,...... . 

bus driver should carry a supply of .timetables for disti'.ibuti6n 

on request. Or a supply of timetables could be.displayed .i-n a 
. . 

_dispenser at the ·front·of each bus. 
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Area.Maps 

·The MCTIC has prepared a composite map of bus and .rail..,-

. road_ transportation services in Monmoutll_·county. Loca.l transit 

routes ate shown on one side while line:..haul E;iervices appear on_. 
(J the opposite side. Both maps should be posted a.t major boarding 

i] 

[J 

[l 

Cl 
[j 

points and other selected locations in Monmoutn County and nearby · 

·-areas, including• all railroad stations, bus shelters; and do~mtow11 

shopping areas. The map at each location.should include an indica-

tion of the reader's location wi.thin th_e system (e.g., a "You Are 
. . 

Here" symbol). · Portions of these maps (or r~duced versions of the 

entire· maps) should be reproduced and displayed cm board· the buses 

operating within Monmouth CoJ;Inty. 

·A similar map.of public transit services in Middlesex 

County recently has been. prepared-and distributed and should be 

displayed within that county. -· · 

-One method of producing a wide distribution of the·se 

maps at a relatively low cost is to have it printed in local news-

papers for people to cl.ip and save. _-· The maps will thus r.each many_ 

people who would probably not try to obtain one on their .own. 

News Media and Advertising 

The bus operators should make increased use of the media 

as advertising. vehicles. Primary advertising efforts shouJ,d consist 

of ads in local newspapers and posters at bus shelters and major 

·travel generators and·on bus exteriors.· Television ads would 

r: reach the greatest number of pe?ple but woul.d be very expensive, 
\ J 

especially in view of the.resultant revenue increase that could 

: . be e.xpected. The Study Area is served by a wide variety of radio 

r• u 
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stations, thus making it expensive to reach many listeners. Ra-

dio advertising which might be contemplated should be limited to 

local stations that broadcast from the Study Area. 

AP-NY, NY-K-LB, and TNJ should launch advertising cam-

paigns aimed at current auto users. Such advertising should em-

phasize the shorter travel times and lower total cost of the bus 

trip from selected Study-Area points, the service frequencies at 
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various points, and.the.convenience and cost savings involved in 

not requiring auto parking in Newark or New York. Auto users un-

familiar with these advantages may favor bus travel once informed.· 

The local transit services should make an effort each 

year to tap the summer visitor market. Advertising should be 

aimed at those temporary Study~Area residents who stay for a week-

end, a few weeks, or the season, informing them of the available 

services and suggesting possible use of the bus system fq:r shop-

ping and recreation. 

Advertising should be.carried out on a continuing basis. 

Special events, such as the one-day fare reductions, should be 

carried oU.t on occasion. Subsequent advertising could focus on 

the successful results of such endeavors, possibly by using re-

prints of newspaper articles. 

An effort should begin to sell more interior and exte-

rior advertising space on the buses to bring in additional revenue. 

Businesses that are directly served by a bus route are prime can-

didates.for advertising on that bus route. The advantages of 

such advertising could be advanced by discussing the ability.of 

a sign to move throughout the local area or by publishing the 
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daily ridership of each route or bus. 

Route Supervision 

In view of the fact that each of the bus operators and 

routes within the Study Area is being subsidized with State and 

local funds and has or will receive new buses from the State, 

120 

a program of field inspections and observations in the Study Area 

should be initiated by NJDOT. An inspector could be assigned to 

the Monmouth County portion of the Study Area to monitor the per-

formances of those services which the State is financially support-

ing. A second inspector could be assigned to the Middlesex County 

portion of the Study Area as well as other areas of Middlesex 

l__j County. In this way, the daily operating requirements of each 

I I l . _) 

(-
) I 
( ) 

route or company could he evaluated continuously. A!rlong the primary 

items to be monitored are ridership levels, schedule adherence, 

travel patterns, effectiveness of,marketing efforts, and improper 

operations. Monitoring should be performed by means of on-board 

observations and passenger counts, passenger surveys and interviews, 

inspection of operator, passenger and revenue statistics, and road-

side counts and observations. Continued analysis of the results 

of this program would help to determine the effectiveness of the 

system and aid in developing subsequent service modifications. 

Especially important would be the monitoring of the performance 

and effectiveness of the experimental route changes. 

Transit Management and Administration 

Ro1,1te supervision is not the only aspect of the transit 

operations in the Study Area that requires attention by l.ocal 

people as well as the staff of the NJDOT. While under the bus 
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subsidy program, carriers are regulated by the Conunuter Operating 

Agency (COA). There appears to be limited local input into the 

deliberations of the COA_ and the follow-through on the'ir directives 

by the staff of the Oivision of Commuter Services (DCS). 

With the subsidized operators relinquishing their re$pon-

sibil.;ity for improvements i:n their operations, and with the ,public 

removed from the COA by the distance to Trenton, local control of 

the bus operations is.effectively lost. If NJDOT is to regulate 
' - -

the private carriers operating under subsidy, it-needs loca],.ly-based 

monitors to watch, advise, a:hd make recommendations on day-to-day 

activities, including the entertainment of local ideas, suggest.tons, 

questions, and complaints on current services. The monitor func~ 

tion falls under the Bureau of Bus Operations in the DSC. 

Formalization of a coordinating group is suggested, with 

membership to include: 

Chief, Bureau of Bus Operations, DCS, NJDOT. 

Chief, Bureau of Analysis and Marketing, DCS, 'NJDO'l', 

Inspectors, Eastern Monmouth-Ocean-Middlesex Corridor 
Services, DCS, NJDOT. 

Operations Managers, Study-Area 13us Companies 

Directors of Planning, Monmouth, Ocean and MidcUesex 
Counties 

Six public representatives, two from each of the 
three counties, to be selected by the respective 
Boards of Chosen Freeholders 

This group cou1d be reduced in number to be more effec-

tive, but in some measure, the representation outlined herein is 
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required to establish a responsive coordinating agency and reflect 

local needs and desires in public transportation~ 

Operational Improvements 

Performance and Control 

Passenger confidence in a bus service is directly af:f;ect--

ed by schedule adherence. Efforts should be made to :improve the 

performances of the routes that showed the poorest on-time results 

(see Chapter VI) .. Much of the trip starting delays were caused 

by late arrivals on the previous trips. If a service cannot be 

operated within the scheduled travel time during part or all of· 

a day, then the timetable should be changed to reflect the actual 

operation, even if a convenient 30 or 60 minute headway must:.be 

disrupted to do so. Similarly, if increased t:raffic congestion 

during summer months causes consistent increases of bus travel 

time, then summer timetables should be prepared. 

Legislative Changes 

If commuter bus routes are' changed to feeder. services, 

efforts should be made to establish a. through..-fare, interline 

ticket system. Enabling legislative changes should be.made, :Lf. 

necessary. 

All of the route modification and service changes dis-

cussed in this report, and many other changes that may made to 

improve the financial condition of the various operators or in-

crease ridership should be able to be made on an experimental 

{l basis. If, at the end of a predetermined trial period, the service 
Li 

is unproductive or in bad financial condition, the operato:r should 

be free to discontinue the service without the responsibility of 
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continuing service while abandonment proceedings take place. Upon 

c__j service implementation, the potential temporary natQre of tne· 

service should be stressed to the public. Legislation should be 

passed which would allow this type of experimentation. 

LI 
' I 

Curbside Passenger Amenities 

Bus Stop Markings 

All bus stops in the ,study Area should be marked. Each 

stop should have either a sign, painted markings, or a bench with 

the words "Bus Stop" printed on it. Bus stops in 1,1rban areas 

lJ should have a sign and painted curb and street markings. Bus stops 

in Spring Lake are particularly lacking in bus stop markings. Park-,-
( 

U ing restrictions at bus stops should be strictly enforceo.. Bus 

stops in Belmar should be lengthened to provide buses witl) enough 

room to pull over without disrupting traffic flow. Signs should 

indicate which bus routes serve each bus stop. Munic;i.palities-

within the Study Area should coordinate their bus-stop-sign-provi--

sion efforts both to share expenses·and to ensure uniformity of 

signs. 

Shelters and Benches 

The Consultant has identified several locations whe:i;:-e 

the addition of bus stop shelters and/or benches is recommended, 
i i L1 due to heavy or other special passenger loading conditions. One 

of these locations is the bus stop area along Front Street at Broad 

Street in Red Bank where approximately 200 daily passengers board 

r I LJ buses. Three of the Boro routes utilize this bus stop. The side-

r I LJ 

walk is very narrow and, during the afternoon, is often lined with 

students and shoppers waiting for the buses. These peopl.e tend to 
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-~-
block the doorways of some of the stores on Front Street. TWo 

I 
1,__J long-vacant storefronts face tl:1.e bus stop area. One of these 

( 
i 
Lr 

stores could be acquired for use as a waiting room, providing 

ample shelter and seating for bus passengers. Arrangements would 

have to be made to provide whatever police surveillance is neces-

sary. As an alternative, the area taken up by the first parking 

space next to the sidewalk in the municipal parking lot located 

adjacent to the bus stop area could be used for the construction 

of a bus shelter. From this location, waiting passengers wOuld 

be able to see buses approaching and would be within one to two 

bus lengths of the boarding point. 

A bus turn~in and shelter.area should be incorporated 

into the construction or rehabilitation plans of the Study...,Area 

railroad stations, as appropriate. For example, the Boro routes 

serving the Red Bank railroad station pick up 95 daily passengers 

at that location, and the AP-NY and TNJ routes pick up approximc;ltely 

300 additional daily passengers at the station.· 

The CCC routes pick up 278 daily passengers at the inter-

section of Cookman Avenue and Emo:i;:y Street in Asbury Park, in the 

1--1 westbound direction .. Boro Route 2 pic:k:s up approximately 100 dai..,. · 
l~1 

c I 

I I 
l__1 

ly passengers at this stop. Although being one of the heav;i.est 

load points•in the Study Area, a bus shelter is not recommended 

because it is anticipated that most waiting passengers who now 

stand inside the front doors of Steinbach's Department Store would 
. . 

continue to do so. This area is heated in winter-and air-condi-

tioned in summer and is thus preferable to an open bus shelt~r. 
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Between 290 and 300 daily passengers wait at the Asbury.· 

Park bus stop at Cookman Avenue and Main Street for CCC routes 

and Boro Route 2 in the westbound direction. Although qualifying 

for a bus stop on the basis of heavy passenger activity, there.is 

insufficient space for a bus shelter~ since the sidewalk is very 

narrow. The shelter would have to be located at the above inter-

section. The shelter cannot be moved further west because the 

bus routes travel in different directions from this intersection. 

At the 1:;>us stop one block east, the same crowded sidewalk situation 

exists and therefore special arrangements should be made. 

At present, only 50 to 60 daily passengers board Boro 
(--! LJ Route 4 at Campbell's Junction in both directions. A shel,t~r is 

' ____ _) 

recommended at the westbound bus stop because of the transferring 

that would be required there after the extension of Bayview's 

Keansburg route. This shelter is given a primary priority. A 
. . 

shelter should.be constructed at Leonardville Road (westbound) at 

Hosford Avenue in Middletown to serve the 40 to 50 students of 

Bayshore .Junior High School who ride Boro Route 4 each day.· 

There were no other boarding points identified in the 

Study Area, without an existing shelter facility, that ha:ndle close 

to 300 daily passengers. 

Locations with over 100 daily passenger boardings are 

recommended as sites for bus shelter installation but are given 

a secondary priority unless otherwise noted. One of these·loca,.:. 

tions is the bus stop. at Smith and Maple Streets in Perth Arnboy 

in the westbound direction. All of the Amboy/Bayview routes and 
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·several local transit and line~haul routes of TNJ serve this stop 

and. pick ·up nearly~ 200 daily passenger~ •. · 

The westbound bus_ stop on.Broadway at Norwood Avenue in 

Long Branch serves approximately 240 daily passenge'~s waiting for. 
. ,. . . . . . . 

CCC Route 7, Boro Routes 1 and 8, ~nd the AP-NY service. Passengers 

sometimes wait inside a lti.ncheonette>located. here. The luncheone·tte ·· 

also has a wide awning in front which affords overhead shelb~:r. A 
- . . . 

·formal bus shelter.is nevertheless recommended, a.lthough space'· 

along the sidewalk may present a problem~ 
. . •, .. ' 

The bus stop at the _Ground Round Restaurant in tl'.le 

·. Monmouth shopping Center serves 90 to 100 daily passengers while 

the bus stop at Alexanders Department Stpre in the.same Center 
. . . . . . . . 

is used by about half that number. The expans:i.on Qf the 'sliopp;in.g 

Center probably woulcl increased these figures. Since many of the. 

· passengers would be holding packages,shelters are r~bomrriended at 
.- ·- .. -

both of these locations to protect both passengers and their pur-

chases during inclement weather. 

The bus stop at the southwest co·rner of Monmouth and 

Broad Streets :i.n Red Barik is the loading point for 220 daily pas_; 
. . - . ·: .-·. . 

sengers of Boro Routes 1, 2, and 8. · Shelter is alre~dy provided · 
!? . ··- . . 

in front of and inside a mini-mall. This . shelter is adequate and·. 

no formal bus shelter is recommended, however seating £ch· wait~ 

-ing passengers ·shoQld be provided at this location. 'A berich could 

not be placed along Broad Street without interfe·ring with store 

activities or. pedestrian movements.· . Benches should be placed at 

the corner up against the stone wall of the mini..,;mall building~: 
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Waiting passengers would be able to see buses approaching along 

Monmouth Street and be within a few steps of the boarding point 

on Broad Street. 

Three other locations which do not qualify for a bus 

shelter (on the basis of daily passenger boardings) are recom-

mended as sites of bench installations based on a nigh level of 

usage by elderly passengers and/or sboppers. Each location has 

ample room for a bench without disruption of pedestrian flow. 

Each location is served by at least two bus routes. The locations 

are as follows: 

1. On the east side of Liberty Avenue immediately 
north of Broadway in Long Branch. 

2. On the north side of Broadway immediately west 
of Liberty Avenue in Long Branch. 

3. On the north side of Monmouth Street immediately 
west of Broad Street in Red Bank. 

Parking Facilities 

Operators feel that both the bus and the railroad.ser-

vices could increase ridership by the e~pansion of convenient 

parking facilities at boarding locations. However, care must be 

taken to balance parking supply and parking demand properly. Ex-

panded.parking at line-haul".""service boarding locations would re-, 

duce feeder bus utilization. Railroad station construction plans 

for Red Bank, Middletown, and Matawan/Hazlet include parking fa-

cilities equal to or exceeding those presently provided. In Red 

Bank, the parking improvements would benefit both railroad and 

bus services. Efforts should be made to increase the availability 

of -parking at the Rollo terminal in Keyport. Additional parking 

:).27 
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facilities in the Keyport/Ha~let area might be considered if bus 

feeder routes are not implemented. 

Bus Signs 

In the course of field survey work, buses were occa..,. 

sionally observed operating with incorrect destination signs in 

the front ana side roll sign panels. Bach bus should be equipped 

with signs that indicate the route number and destination of each 

one-way route variation that the bus is utilized on, and the 

correct sign should be displayed on each trip. Damaged signs._ 

should be repaired as soon as possible. Wording should be held 

to a minimum so that the size of printing can be as large ~s 

possible. These sign improvements would primarily bel:lefit new 

ano. occasional bus riders. It is also recommended that number 

128. 

or letter c;l.esignations be assigned to the Amboy and Bayview ro~tes 

and that these designations be used on the bus signs, timetables, 

etc. 
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CHAPTER X 

IMPLEMENTATION PLAN 

This .report has described recommendations pertaining 

to bus route and. service modifications, equipment modernization, 

.bus shelter needs, and marketing and monitoring programs. Table 

27 details the recommended implementation plan of these proposed 

changes on a year--by-year basis through 1980. 

All of the recommendations should be initiated during 

the first year of the transit improvement program, .1976. · Most 

of the route changes could be easily accomplished within the cur-

rent equipment and labor requirements. The moni torin,g program 

should be started concurrently to evaluate the succes's of the 

route changes. Advertising campaigns should begin prior to the 

changes to alert and educate the publid of those changes. 

129. 

The total capital funding requirements for the 1976-1980 

1 ., period is estimated to be $1,956,500'. All but $4 2; 500 of this 

amount would be applied toward the purchase of new buses. The 

cost of·bus.purchases under the current program is not inclu<':led 

in this figure as the funds·for this program element remain from 

a 1968 transportation bond issue. The capital budget fo.r each 

year.is shown in Table 28. 

It is expected that the bulk of the capital needs (80 

percent) would be obtained through Urban Mass Transportation Admin-

istration grants while the State would supply·the local (20 per-

cent) funding. 





,- --, 

L 

Year Item 

197Q 1 

\ I u 

0 ·2 

\ i 

3 

4 

Page 1 of~ 

Table 27 
1976-1980 Transit Development Program 

Description 

Institute the following route changes: 

a. Re-route Boro Route 1 to the Camp 
Charles Wood area. 

b. Consolidate the services of CCC 
Routes 4, 20, and 2/16. Extend 
CCC Route 4 service to areas of 
Neptune Township. 

c. Re-route CCC Route 31 and Boro 
Route 1 within Long Branch and 
West Long Branch. 

d. Eliminate the Amboy service to 
Woodbridge. Re-route the Amboy 
service to Perth Amboy General 
Hospital. 

e. Coordinate the peak period sched-
ules of TNJ Route 12/58 and the 
Amboy route in Sayreville. 

f. Extend Bayview's Kea:n,sburg route 
to Campbell's Junction in Middle-
town. 

g. Re-route CCC Routes 2, 7 and 20 
to directly serve various Study 
Area railroad stations. 

Initiate a continuing major market.:i,.ng prograltl 
. designed to inform the public of upcoming 
service modifications and to encoµrage increased 
use of public transportation. 

Plan and initiate a continuing prog~am to 
monitor the performance of bus services 
and marketing efforts to evaluate that 
performance. 

Install bus stop signs at new bus stops along 
modified routes and at various existing bus 
stops. 
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Table 27 
1976-1980 ·Transit Development Program, 

Description 

~ut-new buses into regular route opera~ion. 
Begin f_unding application proceciur,es- for future -
bus-purchase requirements as outlined in this 
•report. 

, Install seven bus shelters and six bus stop 
benches at various Study irea loqati6ns. 

Acquire 15 n$~ buses to be -put into regular -
route operation in the Study Area, -includ- . 
.ing ten buses·to replace those buses·that be.,. 
came eligible for replace;ment-in 1976 but were 
not·· covered by the current bus purchase pro-

· gr_am. 

Continue marketing campaigns designed·to at.~-
tract·new passengers and.advertisers. 

Evaluate-the success or 
·roµte moqificatione and 
fications if necessary. 

. moni taring program. ' 

failure of experimental -
develop furthermodi-

Continueperformance-

·Acqu'ire·three new commuter buijes for regular 
:route service.in t:he· Study·Area. 

Evaluate the effects of past marketing efforts 
and develop improvements in the marketing pro--
gram. ·· Continue marketing ·endeavors. in response 
to the evaluation. · 

Continue monitoring of ser,vice performance. 

Acquire four new·- commuter_ buses for_ use in .. · 
regular route opere2tions in the _Study. Area. •- .-

C:::o.ntinue monitoring of service performance with 
emphasis on load-point counts to identify sites• 

-requiring · bus shelters. -· Develop -. service 
modifications,_ if found necessary~ 

Continue marketing programs. Solicit responses 
from mc;1.jor employers in or near-the Stµdy· 
Area regarding service effectiverie•s~ -

";('-
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Table 27 
1976-1980 Transit Development Program 

Description 

Acquire six new commuter buses to replace aged 
buses in regular route operation in the Study 
Area. 

Continue monitoring of bus service performance. 

Continue marketing programs. 

Complete construction of bus shelters at new 
railroad station facilities in the Study Area. 
Begin installation of shelters at sites iden-
tified during previous year, if any. 

Prepare a transit development program for 1980-
1985. 
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Table 28 
Capital Budget 1976-1~80 

Item Capital Costs in Thousand of Dollars 

1976 1977 1978 1979 1980 Total 

New Buses< 1 ) 990.0 198.0 290. 4 435.6 1914.0 

Bus Shelters< 2 ) 24.5 10.5 35.0 

Bus Stop Signs 
and Benches(3) 7.5 7.5 

Total - 32.0 990.0 198.0 290.4 446.1 1956.5 

(1) Based on $66,000 for suburban buses bid in 1975, with 10 percent escalation in 1979. 

(2) At $3,500 each. 

(3) Based on $15 per sign and $500 per bench. 
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