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To the’ Citizens of Ne'w Jersey:

This is the third in a series of documents which are bemg debeloped as part of -
the evolutionary process to derelop a revised New Jersey Statewide Transportation
Plan. This thzrd document — the Long-Range Plan for Surface Passenger
Transportatiori — builds on two previous volumes: The New Jersey Transportation
Plan: Goals, Objectives, and Program Policies: and the Short- Range Plan.. :

The Long-Range Plan recognizes the future uncertainties which will shape the
State’s long-range transportation needs and our ability to meet these needs. ,
Accordingly, the Plan examines several conceivable, alternative futures. and defines

‘a course of action which, while aimed at the future judged to be most likely to
occur, provzdes a framework for adjustment if key indicators of future needs being
monitored by the Department suggest a changed fulure The Plan concludes with a
discussion of projects which have been previously propmed for long-range _
implementation. et’aluatmg each of these projects in terms of long-range. .~
desirability in light of the “most likely” future. Thn evaluation defmee the
Department s intentions at this time. :

: . o : _

The e'valuaﬁlion of these long-r_ange projects is based on a recognition that we are
in a period of rapid transition away from the big road building booms of the 1950s
1960s, and early 1970s. which were marked by low energy costs and extensive growth
in new construction. The evaluation also rejlects the need to concentrate limited
financial resources on the maintenance of the State’s valuable existing
transportation infrastructure — road, bridge. rail, and bus — rather than on the
construction o] new roads which will spawn more dispersed development. Such
development is contrary to our stated goals and objectives. which are rlefuwd in the
opening eecuon of the Long-Range Plan.

- The enmmg Prejace and Table of Conten:c outline hou, this document fits in
with the development of the total transportation plan. They also td(—‘nllfv
additional volumes of the Plan slated to follow in the future.

It is my sincere hop’e that this longorange plan will be as well received and as
ettensn’elw reviewed as were the first two publications. The transportation
infrastructure and how it is developed will be vital to the future development of
New Jersey. It is essential that the cm..em of the State be a part of that '

development.

Smcerelv,

4nne P Canbv )7

. Commissioner of Tr_ansportauon
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PREFACE

This is the third and final volume of the New Jersey Surface -
Passenger Transportation Plan. It is a  long-range plan, spanning the next
twenty years (through the year 2000).

: The first volume of the plan describes the goals, objectives, and
policies the New Jersey Department of Transportation (NJDOT) has formulated
to shape transportation decisions.! It was 1issued in draft form in
September 1979 and, following extensive public comment received to date, is
- being reissued with ceértain revisions as the opening section of this third
volume. The second volume is the short-range plan which describes the.sur-
face passenger transportation improvements desired between —now and
1988.2 It was issued in draft form in March 1981 and received extensive
public comment in the intervening nine months. During this same period,
significant changes in federal policy have transpired, and plans for im-
provements between now and 1988 have been influenced accordlngly. While -
the short-range plan is not being reissued as part of this third volume,
projects whose status has been changed by developments over the past year
are acknowledged. : v : :

As with the first two volumes, this volume will undergo extensive
‘review by the various publies prior to its final version. After this
review, the three draft volumes will be consolidated into a final working
document.

The following outline shows how this volume fits in with the
series of volumes that will ultimately be developed. The "Long-Range Plan”
presented here is shown in the outline ‘as Section IV. The ensuing volumes
in Section V will address transportation needs and programs for goods move-
ment, airborne transportation, and flnally, waterborne transportatlon.

New Jersey Transportatlon Plan Outllne

- ( I. Introduction )
Surface ( ) Volume I-draft issued -
Passenger (- II. Guidelines for Decisions)
Transportation ( v . , o
( III. Short-Range Plan ) Volume II-draft issued
( | I - _
( IV, Long-Range Plan ) Volume III-this document

V.  Future Programé

VI. The Process

1  New Jersey Transportation Plan, Surface Passenger Transportatlon -
Element - (draft) Sections I and II, September of 1979.

2 New Jersey‘Transpcrtation[Plan, Short-Range Plan, Surface Passenger
Transportation (draft) Section III, March of 1981. . '
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IV. LONG-RANGE PLAN -

~ A. INTRODUCTION

The deve
based on long-range projections of travel, .and while such projections can

be made, they are predicated upon a varlety of assumptions that are highly

- conjectural. In the 1950's, 1960's, and early 1970's, long-range plans
~ were formulated assuming that observed travel trends would continue in the
future, and thus |projections of future travel mirrored these trends. The
--0il shortages in (1973 and in 1979 made us palnfully aware of the fact that
our nation is highly dependent upon foreign oil supplies--particularly the

"transportatlon sector--and that cutoffs of these supplies profoundly affect

opment of a long-range transportatlon plan is necessarllj o

us. = These shor
plans-=we cannot

Indeed,
developed nations
--had far reaching

ages also exposed the fallacy of our earlier long-range
afely assume that past travel trends will continue.

the reailiatlon by petroleum exporting countries that the
of the world are so highly: dependent upon oil 1mports has

our nation continues to struggle in dealing with this new reallty and its

assoclated effect

v With res
‘that foreign oil
where we travel,
previous long-ran
realize that our

- degree upon the
not be forecast wi

Thus ir
long=-range projec

S.on our economic well-belng as a nation.
pect to'long-rahge*projectﬂons‘of traﬁel, we now realize

and how we travel in the future. Accordingly, and unlike
e plans produced in New Jersey and elsewhere, we now also
future transportation’ needs- will depend to a substantial
ind of future that materlallzes, and that the future can-
th any certalnty. |

tead of. preparlng a ”master plan" which defines a set of
s, we have elected to prepare a "poliey plan" which: (1)

geo=political effects,’ fundamentally alterlng the balance -
of power world-wide. 011 has proven to be a powerful economic weapon, and

availability will profoundly affect how much we travel,’

defines dlternative futures based on plausible sets of assumptions "bound- -
ing" the realm of possibility; (2) identifies, based on present. knowledge,

which of these futures is "most llkely " (3) advocates that the seven-year

capital plans fo
institutes a mon

.continual reappraisal of long—range future prospects and, in  the event

"these indicators

mulated annually be aimed at this most likely future; (4)
itoring system of key- datallndlcators which will permlt

signal changes, adjustment ! of the most likely future so

that subsequent seven-year capital plans cangbe similarly adJusted.

“The present. seven-yeaf capital pian ’(phesented to the State

Legislature’s Capital Budgeting Committee in [October 1981) defines a set of
- project aims consistent with the most likely future described here and the

goals, objectives, and policies first publlshed by the Department in the,J'

fall of 1979 an
Next year's plan

attendant commitments, -and the new informat?cn-gathered’by the_yearelcng

monitoring effort

recently revised in llght of this most likely future.
ill be formulated in light jof" the present year's plan and

‘

©2

Y
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In identifying a most 1likely future, we have accounted for the
fact that this future is to some degree a consequence of the decisions we
make in the nearer term. That is, we can influence our own future by the
pursuit of goals, objectives, and policies which are perceived to be in the
state's interest. The New Jersey Department of Transportation is seeking
to exert such influence by pursuing the forementioned goals, objectives,
and policies, which are detailed in the opening section of this long-range
plan.

While the plan does not define a set of long-range projects, it
does provide a basis for reappraising long-range projects proposed in pre-
viously prepared long-range, or master plans. In the concluding section of
this plan we have done so, identifying whether each of these previously
proposed projects still warrants consideration in light of current expec-
tations about future conditions. Many of the proposals contained in pre- .
vious plans have been judged to be unworthy of retention; these proposals
are being proposed for abandonment. Proposals which still warrant con-
sideration will be the subject of further examination following the
issuance of this plan, so that those with demonstrated merit can be placed
in subsequent seven-year plans for implementation.
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B. GUIDELINES FOR DECISION-MAKING

The goals, objectives, and policies described in Volume 1 and more
recently modified in response to comments received will serve as the basis
for the Department's decision-making.

In this section, these goals, objectives,-and policies are reit-
erated. At the .outset, however, we shall briefly discuss the major issues
prompting these goals, objectives, and policies. The reader is also re-
ferred to the Appendix for a detailed inventory discussion of the existing
surface passenger transportation system in New Jersey. Both the issues and
transportation inventory are discussed in more detail in Volume 1.

1. Major Issues ' .

New Jersey has an extensive network of transportation facilities
to serve the mobility requirements of its citizens. However, the existing
system has serious inadequacies and its development over the years has
contributed to other serious problems throughout the state. In addition,
issues have surfaced in recent years which will impact the way people and
goods are transported in the future.

a. Interdependence of,Transportation, Land Use, and Energyn

The interdependence of transportation, land use, and energy has
generally been understood for some time. Now that our concern about energy
availability and consumption has been heightened, this interdependence of
transportation, land use, and energy warrants careful consideration.

New Jersey is the most densely populated state in the nation, with
an average density of 975 people per square mile. While New Jersey ranks
46th in the nation in total land area, it ranks 9th in population,
resulting in 3.3 percent of the nation's population re51d1ng in a state
having only 0.2 percent of the nation's land area.

While New Jersey is ‘the most urbanized state in the nation, its
primary development pattern is suburban. This pattern has not occurred by
design. Rather, it is ‘the result of historic forces; initially begun by
the suburban commuter rail lines, dramatic increases in accessibility
occurred with the emergence of the automobile as a means of travel and a
highway system to accommodate it. -Although much has been learned about
transportation and land development relationships, the effectiveness of
accessibility improvements or restrictions in changing the rate and pattern
of iand development is still largely unknown.

The population increase and low density development around the
urban areas has consumed large amounts of land, energy, and natural resour-
ces. Since scattered low density urban development is not easily served by
public transportation, dispersion of population and employment has in-
creased the dependence on the automobile. This situation might not be as
problematic were it not for the present unstable energy situation, increas-
ing petroleum costs, decreasing petroleum reserves and increasing Third
World demands for "their" share of energy fuels and other natural resour-
ces.
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The primary source of energy consumed in the United States comes
from petroleum which accounts for about 45 percent of the total énergy
base. Approximately 40 percent of all petroleum consumed is imported from
foreign countries. Although extensive, this reliance on foreign oil has
decreased slightly during the past decade as non-domestic o0il accounted for
50 percent of total oil consumption during the early 1970's. The transpor-
tation sector accounts for about 26 percent of the nationwide gross energy
consumption and 51 percent of the nationwide petroleum consumption.

The statisties are even more profound in New Jersey as approxi-
mately 60 percent of all energy consumed comes from petroleum products.
This figure also represents a decline as the state used petroleum for 70
percent of its energy needs during the 1960's and 1970's.

Comparative statistices for transportation use indicate that about
25 percent of gross energy consumption and over 45 percent of petroleum -
products consumed in the state during 1980 are related to transportation.
The transportation consumption portion of gross energy use actually de-
clined recently as this figure fluctuated between 28 and 29 percent during
the 1970's. However, transportation steadily increases its percentage
share of gross petroleum consumed in the state as other sectors change to
other fuels or reduce their petroleum consumption through conservation
efforts.

The private automobile is the greatest user of petroleum in the
transportation sector as approximately 60 percent of the energy devoted to
transportation in the nation is supplied in the form of gasoline to automo-
biles and small personal trucks. As indicated in Table 1, the single occu-
pant auto is among the most ineffiecient of available transportation modes,
thus contributing significantly to the high energy consumption of the auto-
mobiie. Therefore, to reduce transportation related energy consumption, we
need to reduce automobile use -and place increasing reliance upon public
transportation, particularly in urban areas, and ride-sharing in general.
While the current fuel shortage may have heightened public awareness of the
energy "problem" and whetted the public's interest in such alternate means
of travel, the long-term prospects for economical public transportatlon
service w1ll depend upon the pattern of future development.

Major transportation investments will influence the nature and
shape of future growth in the state. Therefore, transportation should be
recognized as a key tool in an overall growth management strategy for the
state. This is especially trus since transportation investments affect
energy conservation, through the patterns and types of land-use which they
foster, i.e., low-density sprawl which precipitates greater amounts of
transportation energy consumption, or more compact, energy-efficient land-
use arrangements. »

There is now significant public support for growth management and
rationalized development patterns. A number of laws, regulations, and
activities have been promulgated at the national and state levels of
government to provide some guidance and control over future land use pat-
terns. These include: CAFRA, Pinelands, Wetlands and the State
Development Guide Plan drafted by the New Jersey Department of Community
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" TABLE 1
ASSENGER TRANSPORTATION ENERGY INTENSITY
IN THE UNITED STATES, 1977

‘ " PMT/Gal. Gasoline

Btu/PMT or Equivalent

Motorcycles 2,465 51
Passenger Car% 4,704 27
Personal Light Trucks | 5,409 23
Buses - -

Intercity Buses 980 128

Transit Buses 2,888 43

School Buses . 850 _ 147
Rail | ' L v

Intercity Rail 3,369 : 37

Transit Rail : 3,015 42

Commuter Rail 2,913 43
Bicycles 71 1,750
Biu = British Thermal Unit A '
PMT = Person Mile of Travel :

Source: Transportatic
National Lab.. USDOE

Affairs. While

pn Energy Conservation Data Rook. Edition 3 Feb. 79. D.B. Shonka Editor. Oak Ridge
t: and Dr. David Gordon Wilson. Professor. M.I.T.. Mass.

these initiatives have benef‘ited growth management objec-

tives, there are
the state. Ther

use and transportation development.

coordinated set
sewage, zoning
practices, school

still serious limitations ﬁon growth management plaguing
is a need to integrate the planning and control of land
This planning should operate with a

f policies that address such factors as water supply,;-

nd subdivision regulations, taxation, federal mortgage
‘and other elements that shape development patterns.

Ssues

b. Social I

_ We use this term to encompass mattefs relating to the welfare and
aspirations of the people of a society, onjan individual or group basis,
.and human interrelationships and interactions. With respect ‘teo transpor-

tation, social issues of major import include:

1) the degree of mobility

afforded individuyals and groups in the society by transportation services

and, 2) the range
whole. Each of t

of choices or opportunities available to the society as a
hese issues is discussed at greater length below.

Mobility is the degree to which the various elements of a society

have access to opportunities.

valued by our soc

It is a kind of freedom, a freedom highly
iety. Accessibility refers to the-ease (or difficulty) in

reaching a given destination. Most Americans now weigh. accessibility

w)
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highly in making their employment, residential, recreational, cultural,
ete., choices. Because those of us who have access to one or more cars
enjoy a high degree of mobility, the range of options is primarily limited
by economic resources and personal preferences rather than physical proxi-
mity. However, the degree of mobility possessed by all members of society
is not uniform, so that the range of options available to some members is
far more restricted than others.

Such mobility limitations are most pronounced in certain segments
of society, including the elderly, physically disabled, the urban and rural
poor, and the young. There are some 1,047,000 persons over 65 years of age
or physically handicapped in New Jersey--14.6 percent of the state's popu-
lation. The young (those under the age of 17, the legal age for a drivers
license) constitute 31 percent of the population.

The failure to provide mobility for all of the state's citizens
has some serious consequences. Employment opportunities in suburban and
exurban locations are beyond the reach of many of the unemployed, who lack
autos and reside in the state's urban areas. Likewise, many vocational and
higher education institutions, recreational and cultural facilities and
services are beyond the reach of persons lacking automobile access.
Diversity in housing and neighborhood/community environment options, par=-
ticularly from the standpoint of racial and economic integration, develop=-
ment styles and characteristics also elude the mobility disadvantaged.
Efforts to provide low and moderate-income housing in developing suburban

areas, as called for by the New Jersey Supreme Court in the landmark Mount
Laurel zoning case, could be facilitated by increasing accessibility of
work places from the areas where such housing is to be censtructed.

C. The Economic Situation

New Jersey's economy is in transition now, struggling to recover
from an industrial decline which was deepened by the worst recession since
the Great Depression. Although the state has traditionally enjoyed strong
industrial and population growth, its favorable competitive position has
been seriously eroded by recent national trends and the economic lull of
the 1970°s. .

Overall, the state has undergone a long~term shift from goods-
producing activity to service-producing activity, accelerated by the loss
of industrial plants due to the aging of existing investments and a low
rate of capital reinvestment compared to the rest of the nation. While in
1940, goods producing jobs accounted for 45 percent of all employment in
the state, in 1970, they comprised only 38 percent. The recession of the
early 1970's affected New Jersey heavily, causing an acceleration of the
industrial exodus from the state, a faster loss of manufacturing jobs, a
decline in the state's comparative rate of growth, and widespread
unemployment .

The location of jobs is also changing. Jobs which were located in
the central cities of New Jersey are shifting outward to suburban or rural
areas, placing new demands upon the highway system. Development pressure



and population growth are also occurring in ﬁhese new open areas, part of
an overall trend flor development to ocecur inm southern, central, and north-

western areas of t
regions. Ironical
to "sun belt" shif

he state instead of in the already developed northeastern
Ly, these changes are a micrboosm of similar "frost belt"
ts in development occurring at the national level. These

general directions of change, in combination w1th the effects of economic

lulls during this
Economic reasons

quality of life f
such as unhealthy
buting to these sh

New Jerse_

decade, have had serious  consequences in New Jersey.
e not solely responsible for this dislocation. Other
ctors including a number of environmentally related ones
air and water, noise, and congestion are also contri-
ifts. : :

's Competitive Position |

Despite the evidence of industrial declihe, New Jersey has fared

better than most

favorable position
tively new to the
basically removed
still retains a b
per state basis

‘porations both for

~ The stat
highest number of

of the Northeastern states and is still in a relatively
to attract new development. Industrial decline is rela-
state, having begun only in the 1970's, and so far has
the least productive plants from the roster. The state
tter than average share of the nation's industry, on a
d a per capita basis, and remains attractive to cor-
management and production functions, '
|- . '

e has a highly-productive; ‘trained labor force, the
scientists and engineers per capita of any state in the

nation, and a high level of spending by 1ndu$try on research and develop=

ment. Of every $1

is spent in New Jersey. In addition, the 'state has a highly diversified
industrial mix, and enjoys the presence of strong Atlantic Ocean ports. No

less ‘importantly,
Washington megalop

Transport

0 spent in the U.S. on research and development, a dollar

New Jersey is located in the center of the Boston-
olis, one of the largest markets in the nation.

atlon Implicatlons

New Jerse
unemployment, its

r is a state of paradoxes. In spite of Newaersey's high

citizens have enjoyed a per capita income which is the

second or third highest in the continental US. Although New Jersey is the
most urbanized state of the Union, it is "transportation poor" in terms of

- traffic accommodations.

This is especially true in the area of urban

public transit, where the service in many areas is poor, due mainly to the
existence of antiquated equipment, poor infrastructure, and congestlon with
other modes on the highway system.

dependent goods-p

oducing one to the more varied location-independent

As ‘the %Fconomic base of the state changes from a locat:.on-

"services" orient
demand for infras
state and local g

tion, New Jersey will have to contend with the resulting
tructural support due to .suburbanization pressure. The

firms to other regions of the country.

o Economic
- of the country's.

recovery’depends to a 1argé'extent on the redevelopment
urban cores--and this is especially~trge:in New Jersey.

overnments must weigh these demands against the loss of

a.

L}
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Low density suburbanization runs counter to such redevelopment. "A compact
development pattern can help to make better use of the existing infrastruec-
ture and service systems. With increasing costs of government services,
materials, construction, and maintenance, better use of our physical and
social infrastructure will be an important factor in the (state's) ability
to meet future needs. A compact development pattern created by reinvest-
ment in the urban cores and 'in-filling' of vacant parcels of the urban
areas will help insure that those needs are met in a thorough and economi-
cal way."!

d. Air Quality

It is well established that motor vehicles contribute substan-
tially to air pollution in New Jersey's urbanized areas. Indeed, the auto-
mobile is the principal source of one major pollutant, carbon monoxide, and
is further thought to be responsible for much of the ozone pollution.

Carefully formulated, comprehensive transportation-air quality
planning at all levels of government, together with the well-managed execu-
tion of resultant plans could certainly contribute to improved air quality.
Such plans will call for less automotive use, increased occupancy in auto-
mobiles that are used, cleaner engines, and increased use of public tran-
sit.

Standards and Trends

In 1970 Congress instructed the United States Environmental
Protection Agency to establish nation-wide standards for air quality which
would protect and enhance public health and welfare. National Ambient Air
Quality Standards were subsequently promulgated for the following five alr-
borne pollutants:

- Particulate matter

- Sulfur dioxide

- Nitrogen dioxide

- Carbon monoxide

- Ozone

Since the early 1970's, New Jersey's overall air quaiity has shown
steady improvement. The state is substantially in compliance with National
Ambient Air Quality Standards for three pollutants: particulate matter,
sulfur oxides, and nitrogen dioxide. Not as much progress has been made

in controlling transportation related carbon monoxide (CO) and ozone,
however. ‘

1 - DVRPC Year 2000 Plan



Attainment of Standards

The Federal Clean Air Act called for attainment of air quality

standards as expeditiously as possible, but not later than December 31,

- 1982. However, i

the case of carbon monoxide and ozone, the law permitted

EPA to grant an extension of the deadline to December 31, 1987. Based on
all presently available evidence, and despite plans to implement available

control measures,
standards for th

New Jersey has determined 'that it cannot fully attain
>se two pollutants by 1382. The state accordingly

requested an extension of the attainment deadline for carbon monoxide and

ozone to December

31, 1987, and this request was approved by EPA.

The State Implementation Plan

The point of departure for transportétion-air quality planning ié

the Federal Clean

substantially amended in 1970 and 1977.

Air Act as first written in 1963 and as subsequently and
The act requires each state to

submit to EPA a State Implementation Plan (SIP) which demonstrates how the

state will attain
SIP submittal to E

The SIP ¢
Plan (TCP) which
the state's trans
requirements for
improvement measur

and maintain air quality standards.
PA was delivered in December 1978.

New Jersey's first

ontains a sub-portion known as the Transportation Control
demonstrates how the amount of pollutants emanating from
portation system will be .reduced. Because. of the TCP
automobile travel reduction measures and traffic flow
‘es, it is this portion of the SIP which has the most pro—

found influence onl the New Jersey Transportatlon Plan.

Since Newy Jersey was granted an extension of the 1982 attainment
deadline by EPA, the state is required to produce an update of the 3IP and

the TCP explaining

‘how the state will meet air quality standards by 1987.

The state is currently working on these submittals which are due to EPA. by

July 1, 1982.

0
|

Q. Other Environmental Issues

As New Jersey's population increases and economy expands, more
open land is lost to residential, commercial, industrial, and public faci-
lity and utility needs/demands each year. This increased development poses
significant danger to the quality of our ambient air (discussed in the pre-

vious major issue) and water resources.

development, too,

This is true of transportation
as rail, highway, and airport facilities consume large

tracts of land and contribute to air and water degradatlon.

In a state as small and densely populated as New Jersey, open

land, sufficient

water resources, and clean ‘air are extremely valuable-=-

economically, environmentally, and socially. The issue here is the deter=-
mination of a balance between the economic development of the state, so

important to the
cultural and histq

of the envircnment. Public support for federal, state, and local legisla=-

vitality of its citizenry, and the loss of open space,
orical heritages, and the general decline in the quality

tion aimed at securing, preserving, and maintaining environmentally sen-

sitive land and e

stablishing high standards for environmental quality has

10
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grown, and consistent with this sentiment, the New Jersey Department of
Transportation has: 1) promoted environmental consideration in the
transportation facilities planning stage to enhance the environment when
possible, and 2) sought available ways to mitigate any projected adverse
impacts. Indeed, federal legislation such as the National Environmental
Protection Act (NEPA), Section 106 of the Historic Preservation Act, and
Section 4(f) of the 1966 Department of Transportation Act have had signifi-
cant and far reaching impacts on NJDOT programs and projects. .

The state boasts a number of environmentally sensitive areas,
which have led to protective legislation. For example, the continually
growing public awareness of the aderse impacts of "over-develcpment" of the
state's coastal area culminated with the passage of the Coastal Area
Facilities Review Act of 1973 which authorized the state to prepare a plan
for coastal management and to regulate all proposed industrial uses and
large scale residential developments (see Figure 1). The purpose is to
guide growth, avoiding adverse environmental impacts in an area having one
of the most fragile and important ecological systems in the state. This
area, so prone to intense summer recreational activity and residential and
commerical development, presents complex environmental problems requiring
unique solutions from scientists as well as planners.

Other environmentally sensitive areas include recreational areas
and wildlife preserves which are so important that they have achieved
national recognition and protection. These. include:

. Delaware Water Gap National Recreational Area which includes
portions of western Sussex and Warren Counties bordering the
Delaware River.

. Gateway National Recreation Area concentrated in the area of
Raritan Bay and Lower New York Bay encompassing Breezy Point,
Jamaica Bay, and Floyd Bennett Field in New York State  and
Sandy Hook in Monmouth County, New Jersey.

. Great Swamp National Wildlife Refuge in Morris County;

. Barnegat National Wildlife Refuge in Ocean County.

. Brigantine National Wildlife Refuge in Atlantic County.

. Killconook National Wildlife Refuge in Salem County.

Not all environmentally sensitive areas have been designated for
absolute preservation. The Hackensack Meadowlands District has been
targeted for urban development, notwithstanding the fact that its location
and land composition make it ecologically important to the northeastern
metropolitan area. The Meadowlands District is composed of about 19,730
acres of largely undeveloped tidal salt meadows and marshes and extends:
through 14 northern New Jersey municipalities in Bergen and Hudson
Counties. To insure the preservation of the Meadowlands and to produce a
viable developmental plan, the New Jersey Legislature in 1958 enacted a law
creating the Hackensack Meadowlands Development Commission. Possessing

11



FIGURE 1
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independent administrative, financial, and regulatory powers of broad
scope, the commission is responsible for writing and implementing a master
plan and corresponding zoning plan. The zoning regulations set the frame-
work for providing balanced development and necessary public services. The
Department of Transportation is committed to ensuring that transportation
improvements in and around the District are fully compatible with their
Master Plan.

Two of the state's great natural areas, the Pine Barrens of
southern New Jersey and the Skylands area of Passaic and Sussex Counties,
also warrant special care and attention. The Pinelands area is a unique
environmental system which is not duplicated anywhere in the United States.

'The Skylands area is a rugged area which contains heavy forests and steep

slopes. In addition to its recreation potential, the rivers, lakes, and
reservoirs in this area are the best source of water supply for major por-
tions of the northeastern metropolitan area.

Besides the foregoing environmentally-sensitive land areas, the
state contains numerous other state and local parks and forests, recreation
areas, and fish and wildlife management areas. Historic landmarks from
both the National and State Registers of Historic Places can be found in
the countryside and cities of New Jersey, their existence protected by the
New Jersey Department of Environmental Protection.

f. Funding Transportation

Perhaps the most critical transportation issue faced by New Jersey
is the funding of its transportation systems and services. As the most
urbanized and densely populated state in the Union, transportation systems
in New Jersey experience greater usage than in other states.

New Jersey ranks Tirst in the nation in traffic intensity, i.e.,
the number of vehicle miles of travel related to the total mileage of all
highway facilities. Figure 2 historically compares New Jersey with other
northeast states and the national average. The average daily traffic per
mile of highway in the state in 1979 was 4130 vehicle miles of travel,
while the national average was approximately 1070.

While the need for transportation facilities and services has
grown in the state, the financial resources to meet these needs have not
grown accordingly. In 1962, the state's transportation program accounted
for approximately 18 percent of the total state budget. For FY 1982, only
6.7 percent of the total state budget was allocated to transportation.
While absolute dollars have increased, their buying power has decreased.
This situation has had its impact on the state's ability to meet transpor-
tation needs as more and more projects have been delayed or reduced in
scope due to inadequate funds. Maintenance of state facilities has like-
wise been impacted over the years as maintenance standards have had to be
reduced or, in some instances, some maintenance has had to be deferred
altogether. ' :
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Public transit services have also felt the impact of limited funds
as transit service has been cut while at the same time transit fares have
been increased. | Indications from the federal and state governments are
that this situation is likely to continue in the near future.

Part of the problem can be relatedgto the almost unique way that
transportation is funded in New Jersey. New Jersey is one of only a hand-
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ful of states which does not have some form of dedicated funding for
transportation. Most other states divert all, or nearly all, of their
transportation user revenues back to the transportation sector. However,
in New Jersey, transportation user revenues are put in a general state fund
and transportation must compete for those funds with other statewide ser- -
vices as part of the state's annual budgetary process.

The New Jersey Department of Transportation has taken some ini-

. tiatives to advance a stable dedicated transportation funding program for

the state. The NJDOT will continue to advance these initiatives in the
future.

(1) Defining the Needs

New Jersey's transportation needs through 1988 were discussed in
the recently published Short-Range Plan. These needs were modified in
NJDOT's latest submittal of its seven-year plan to the New Jersey
Commission on Capital Planning and Budgeting. However, in the aggregate,
the Short-Range Plan is still represenative of the state's short-term
transportation needs and is summarized in the following paragraphs.

Capital Needs

As indicated in Table 2, the short-range plan identified capital
needs through 1988 for three major categories of improvements which
totalled $5.78 billion. : :

-

’ TABLE 2 ’ ' .
SHORT-RANGE CAPITAL IMPROVEMENT PLAN SUMMARY
FOR SURFACE PASSENGER TRANSPORTATION
FISCAL YEARS 1981-88.

Category 1981 1982 = 1983 1984 1985-88  Total

Public Transit 389.4 - 241.1 243.4 303.1 955.5 2.132.5
State Highways 220.0  536.8 306.3 624.4 1.161.0 3.048.5
Local Roads 78.0 100.1 100.3 100.3 220.3 399.0
TOTAL 687.4 878.0 850.0 1.027.8 2.336.8 5.780.0

Note: All amounts in millions of 1980 dollars

Public Transportation Operating Assistance

The Short-Range Plan noted that the amount of operating assistance
necessary to keep the state's present mass transit system in operation
could grow from the approximate $137 million reported for fiscal year 1980
to over $400 million by 1988 (see Figure 3). This would represent an
increase of almost 200% over today's needs. It was also noted in the plan
that the growth in operating assistance provided from federal funds has not
kept pace with the total growth in operating assistance needs. Indeed,
federal funds for these purposes are now proposed for outright elimination.

-
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the state's mass transit systems in operation will con-
With the likely cutback in federal funds for these pur-
of meeting operating assistance needs will fall heavily

on additional state and local resources, increased fares, and reductions in

service. The mix

of these factors will result in poliey decisions that

will evolve over time.

Operation

and Maintenance of the State Highway System

State highway maintenance needs could grow to as much as $209

million by 1988,
State Legislature
than funds request
maintenance standa
This trend is likel
cies (see Figure 4)

Historically, funds appropriated to the NJDOT by the
for maintenance purposes have almost always been less
ed by the Department. This has necessitated reduced
rds and the deferral of some maintenance altogether.
ly to continue in the future under current funding poli=-
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FIGURE 4
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State Aid

County and local roads have suffered substantial deterioration
over the years. The vast majority of these roads are not eligible for
federal aid and county and local budgets have been unable to support an
adequate level of maintenance and repalr.

The short-range plan identified local road needs through 1988
totaling $599 million. The lack of a uniform and reliable local fund
contribution system for local projects is a major problem for state govern-
ment .

(2) Short-Term Solutions

In 1979 the NJDOT developed an early action program to help alle-
viate the state's transportation funding problems. During that time, the
Department successfully promoted thé Transportation Rehabilitation and
Improvement Bond Issue and a unique funding arrangement known as TRANSPAC.
Both of these proposals were part of a program which was designed to pro-
vide approximately $2.1 billion for transportation improvements through
1983. However, once these funds are exhausted some time in 1983, and if
the state must rely exclusively on traditional sources and levels of funds,
severe transportation funding problems will be experienced again.
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(3) Long-Range Funding Issues

It is evident that current sources and levels of funding for
transportation 11 not be sufficient to meet the state's continuing
transportation needs. On the federal side, continued funding at current
levels will be insufficient to address the ever-growing backlog of highway
reconstruction, bridge rehabilitation, and other safety improvements which
are growing at alarming rate on the highway system of the state. The
problem is equally significant for federal funding of public transit, both
capital and operating. State funding has also been in short supply.

The NJDOT is trying to alleviate the funding problem with such
initiatives as attempting to maximize the usefulness of interstate transfer
funds and seeking the use of surplus revenues from the various authorities
and commissions throughout the state. However, these efforts will not
obviate the need |for an adequate and stable funding source for transpor-
tation in the state. New Jersey is the only state in the nation where less
than 70 percent of the transportation user ' revenues are returned to the
transportation sector. To keep the State 'viable and economically com-
petitive with the|rest of the nation, the need for an-increased and assured
state and local transportation funding source must be recognized and pro-
vided by the citi&ens, legislature, and government officials of the state.

2. .,Future Growth and Development

As the previous discussion on major issues suggests, existing
transportation programs affect to a significant degree the size and shape
of future economic growth and development. @ Because transportation com-
prises a key component of our economic infrastructure, investment deci-
sions, both for pusinesses and homeowners, are often determined by the
availability, quality, and cost of transportation services. [Therefore, it
is a fundamental responsibility of the, New Jersey  Department of
Transportation tol examine the effects that its programs have on either
enhancing or hindering economic growth and on molding or modifying the pat-
~ tern of development. The Department's. programs must be designed and
planned so that they foster and complement the statewide policies on growth
and development established by the Executive: Office of the Governor. The
interrelationship| of this growth with transportation will be discussed in
more detail in the "scenario" section. '

3 Goéls And Objectives

The quality of 1life of the citizens of the state should be the
foremost concern of any plan dealing with an infrastructure as vital to our
everyday life as transportation. In fact, quality of life may even be con-
sidered the ultimate goal or ideal toward ‘which all other efforts are
directed. '
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Quality of life is defined by the goals which the people establish
for the social, economic, and environmental aspects of their society. From
a transportation perspective, the important means to achieving these goals
- are transportation facilities and services, land use, and energy resources.
The goals for these important "means" should be secondary to, but suppor-
- tive of, the quality of life goals.

People live a life style that is mostly described by their degree
of social activity, the amount of economic vitality, and the quality of
their surrounding environment. Energy and land resources have become more
important factors or constraints, not only because our population is
growing, but because it is recognized that these resources, like transpor-
tation, are no longer unlimited in quality or quantity. And yet, all these
elements or goals, primary and secondary, are interrelated. One element
affects another, and so on, until the total picture of the quality of
society's 1life appears to change, for better or. worse, from the ideal.
Transportation goals and objectives must, therefore, reflect or be inte-
- grated with goals and objectives from other elements. :

Figure 5 illustrates the flow of considerations from the Quality
of Life "Ideal" to Transportation Program Policy Statements. Transporta-
tion, land use, and energy are shown as interrelated with social, economic,
and environmental considerations because none of these elements are
mutually exclusive. The direction to be taken by one will affect the

~direction to be taken by another. In addition, there are certain external
influences outside the basic elements of our quallty of life which will
affect the direction of future transportation development. Although not
all-inclusive, some of phé major influences include legislative mandates,
fiscal considerations, technological advances and public input.

In recent years, there have been a number of planning developments
which are affecting our perception of quality of life and the way in which
it is achieved. The developments could, in effect, place certain limita-
tions on the direction that future transportation programs will take. Some
of the more prominent developments are summarized as follows:

New Jersey State Develépment‘Guide Plan

The New Jersey Department of Communlty Affairs published its State
Development Guide Plan (preliminary draft) during September, 1977. This
plan was developed to provide a framework plan within which development
programs could be viewed for their potential impacts. The plan suggests
areas appropriate for future development, as well as areas in which de-
.velopment should be constrained. The plan also establishes a series of
guidelines to assist the public and private sectors in relating proposals
to fundamental state goals and objectives. -

, The plan identifies’ goals for future state development. . These
goals are summarized as follows: . :

. maintain the quality of the-environment‘

. preserve the open space neceSSary for an expanding-popuiation
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~« provide space and services to support continued economic ex-
pansion :

. enhance the quality of life in urban areas

New Jersey Energy Master‘Plan i

The New Jersey Department of Energy published a revised New Jersey
Energy Master Plan during September, 1981. The publication of this docu-
ment enabled New Jersey to become the first state to develop a comprehen-
sive guide for statewzde energy policy.

The report outlines proposed policy goals and strategies to shape
energy-related decision-making in the state for the next ten years. It
recognizes the important links between energy and the economic and envi=-
ronmental goals of the state. The plan identifies three long-range energy
poliecy- goals which are identified as follows:

. assure uninterrupted energy supplies to all residential, com-
- mercial, utility, and industrial users in New Jersey

. promote economic growth while . safeguarding environmental _
quality ’ .

. encourage the lowest possible energy cost consistent with the
conservation and efficient use of energy :

The State Implementation Plan for the Attainment and Maintenance
of AlP Quality Standards

New Jersey's "State Implementation Plan for the Attainment and
Maintenance of Air Quality Standards" (SIP) was formally delivered to the
- Environmental Protection Agency during December, 1978.

The SIP describes four basic classes of emission controls:(

. regulations for those industrial em1381ons which contribute to
ozone standards contravention

« the federal "tailpipe® control program to reduce emissions from
new motor vehicles (FMVP)

~« New Jersey's motor vehicle em1s310ns 1nspection and maintenance
program (I/M)

. measures to reduce pollution emissions from the state s trans-
portation systenm

"The State Implementation Plan is currently in the process of being

updated. = The revised plan must be submitted to the Environmental
Protection Agency by July 1, 1982._
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Section 50

i} of the Rehabllltatlon Act of 1973

Section 5(
nation on the b

4 of the Rehabllitation Act of 1973 prohibits dlscrimi-
is of handieap in any program receiving federal

assistance. Presidential Executive Order 11914 required the Department of

Health, Education

and Welfare (HEW) to issue guidelines concerning the

responsibili;iés of each federal agency under‘Seetion 504, which reads as

follows:

"...no otherwise qualified handicapped individual...shall,

soiely by
of, or be

reason of his handicap, be excluded from the benefits
subjected to dlscrlmlnation under any program or acti-

vity recelving federal financial asslstance..."

iGoVernbr Brendan T' Byrﬁe’s Second Inaugural Address

The importance of preserving our state's urban areas was empha-

szzed in Governor

Byrne's second inaugural address and has governed the

state's actions throughout the administration's last four years.

. "Yet, with
our image, one gr

these exciting new developﬁents;to enrich our lives and

at frontier remains:  the inner frontier of our own

cities. If our cities are not made as healthy and attractive as the rest
of New Jersey, I fear that all the other achievements are threatened. But

if we take up and

in the challenge of the cities, we will not only restore

ourselves, but set an example for a whole nation to folloWe..." _

Stéte Expe

ndltures Limltatlon Act

On August
c.67 which -created
legislation limits
on a formula which

18, 1976, Governor Brendan T. Byrne signed P.L. 1976,
] the State Expenditures Limitation Act. This CAP
the maximum permissable expendltures by the state based
is tied to the state per capita personal income.

" The preceding activities were givén careful consideration in the

development of goals and objectives which serve -as the basis for the .b
various transportation program policies. Consideration was also given to

other state and regional metropolitan planning organization (MPO) reports,

as well as staff analysis, to arrive at a consensus for future statewide

transportation development programs.

The following discussions on goals

and objectives are repreSentedbfrom a transportation perspective.

 ae Transportat

: Establish .
feasible which allo

ion=Soeial Goal

?d'maintéin.asAeQuitable é'tranSportation system as
New Jersey's citizens and visitors the opportunities

to participate in those social activities wh¢ch express the varied and

acceptable aspects o]

f human life.
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' ObjectiVes

. Promote social well-being by enhancing the accessibility of
employment, educational, religious, cultural, recreational,
medical and other activities and by encouraging expansion of
the range of opportunities for such activities.

.'_Malntaln neighborhood integrlty in the develOpment of new fa-
cilities. ,

. Open accessibility opportunities to those persons with physical
or economic handicaps (handicapped, elderly, young, economic
disadvantaged, auto-less) such that they may be 1ntegrated into
the mainstream of social activities. :

be Transportatlon-Economlc Goal

Establish and maintain a transportatlon system which will assist
- in the inducement of continued economic growth in New Jersey with minimum
environmental damage and social disruption. :

Oblectlves

. Promote an appropriate relatlonshlp between 1land development
and each component of the transportatlon system to maintain
consistency with. state  economic development and petroleum
resource policies. :

~-. Consider all. impacts of new or 1mproved transportatlon faClll-
ties on existing bu31nesses.

. Provide new and'impreved‘facilities which will develop.ecoﬁomic
opportunities consistent with overall growth objectives.

S Ce Transportation—Envirenmental Goal

Establish and maintain: a transportation system which complements
the state's desire for a clean, healthful and pleasant living environment.

Objectives~

.. Plan, design and construct transportation facilities with mini-
mal impact to the environment: noise, air, and water pollu-
tion; community disruption; aesthetic degradation.

. Promote the usage of transportation modes or pfograms which
maximize the attainment of needed mobility but minimize the
detrimental impacts of that need on the environment.

d.  Transportation-Land Use Goal

Develop an appropriate balance between land development and each
component of the transportation system to promote state goals and to en-
hance the economic development potential of the state. Ensure that trans-

- 23



portation plans, projects, and programs are consistent with the following:
Department of Commuynity Affairs' State Development Guide Plan; Metropolitan
Planning Organizatmons' Year 2000 Land Use, Housing and Open Space Plans;
Regional Development Guldes and Transportation Plans.

i

Objectives

»Urbah Revitalization

. P}ovidi transportation facilities ﬁhich promote urben develop~
ment consistent with state, regionel, and local objectives.

. Promote transportation modes consistent with existing or
desired population densities. : .

.« Give priority to transportation in&estments which are vital to
~  the economic development of the older urban communities.

. Promote a balanced and coordlhated transportation system which‘
would reduce congestion ‘and lmprove travel time within the

‘,urban areas.

Suburben and Ruraerevelopmentb

. Link outlying population clusters with their natural urbang
- central business diStricts (CBDs) and'employment opportunities,

« Promote new facilltles or 1mprovements to existing facilitles

which encourage the clustering of economic activ1t1es.

. « Discourage land development which is inconsistent with the abi-

lity of the existing transportation system to serve the addi-
~ tional travel demands. ‘

‘ Preservetion‘v

« Discourage new facillties or lmprovements to existlng ones

which would promote development in areas set aside as agri-

cultur l, open spaees etce

s Meet tr nsportatlon needs through 1mprov1ng existlng facillties

rather than constructing new ones wherever possible.

o -Manage |automobile travel in such a manner- so as to increase the
people |carrying capacity of the system and thus minimize -the
need for additional lane miles. ' :

. Consider jo&nt ‘use -of rightSnofuway or air-rights for maximum

‘benefit| to society.

. Ensure thatvtransportation,plahs, ﬁvojects,,and programs ‘strive
" . to maintain the preservation of environmentally=-sensitive lands

and waters defined by the Department of Environmental Protec-

tion's |Coastal Management Program, Green AcresrProgram, Parks
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and Forests Management Programs, Wetlands, Riparian Lands, and
Flood Plains Management Programs, and Stream Encroachment and
Water Planning Resources Programs.

Accessibility

o Minimize interchange locations on freeways and expressways
except in those areas where vital to urban revitalization.

. Discouragée land development in areas where such development
will severely overtax the capacity of existing transportation
systems and where ﬁmprovements to the existing system are
impractical.

. Transportation-Energy Goal

Promote the concepts of energy conservation by placing more empha-
sis on public transportation systems and ridesharing programs, by encour=-
aging some measure of trip diversion away from the single-occupant auto,
and by encouraging_ the more efficient use of the highway system through low
capital intensive transportation services  and facilities  that reduce
congestion and conserve energy.

Objectives

Conservation

. Encourage greater use of more energy-efficient modes of trans-
portation such as public transportation, carpooling, - van-
pooling, bicycling,  walking, etc.

. Encourage more energy-efficient use within each and every mode
of transportation used for passenger movements.

. Encourage greater use and dependence on telecommunications as a
beneficial alternative to trip-making where possible.

« Encourage multlple-purpose trip-making instead of single-pur-
pose auto trip—maklng.

. Support the New Jersey Department 6f Energy's programs and
recommended transportation conservation policies.

Equity

. Support all attempts by the New Jersey Department of Energy to
assure - that petroleum supplies are available for New Jersey
transportation needs during emergency periods, as well as non-
emergency periods, based on the most equitable system possible
in relation to other state 1nterests, adjoining states and/or
regions. .
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f.

',Develogmen

Support/promote research and develbpment of new energy forms,
existing untapped energy resources, and more energy-efficient

ict

transpo tation vehicles.

Encourage the development of a more reliable, more efficient,
more accessible public transit system - commuter rail, rapid
rail and bus.

Energy Planning

© _long=te

In conjunction with the New Jersey Department of Energy, asslst;
in the |preparation of contingency plans for petroleum emergen=-
~eies for the state.

Anal&ze all maJor projects to determlne the energy 1mpact of

such projects.

In conjunction with the NeW‘Jersey Departments of Energy and
Labor and Industry, assist in the preparation of a long-range,
1:n transportation energy plan-the ultimate aim of which

is the most energy-efficient transportation system available.

?ransportation Program Goals

The basic transportation goal'for,Neﬁ Jersey should be the deve-
lopment, coordination, and maintenance of a transportation system that pro--

vides the optimum capability for the movement of people and commodities in
the most efficient, time-effective, convenient, safe, reliable, and cost-

effective manner copnsistent with the social, ' economic, and environmental
“interests of the people. At the same time, emphasis should be placed upon
transportation needs within the urban, suburban, and rural areas, and be=-
_tween cities. o ' ‘ L ‘

- adjoining states, th maxlmum consideratlon given to social, economic, and

Inter-City‘Transportation Goal

Develop, intain, and maximize thejtotal utilization, for all
potential users, of a balanced transportation system which interconnects
major cities and industrial sites with each other, as well as with those of

renvironmental concerns.,

- those of adjoining states.

passenger transportation system.

. Provide sufficlent capacity to maximize the accessibility of

major urban centers of the state to each other, as well as
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Urban Transportation Goal

Promote the development, maintenance, and maximum utilization, for
all potential users, of a multi-modal transportation system within the
urban areas, which provides the optimum capability for the movement of
people in a manner consistent with the social, econcmic, and environmental
interests of the people of each urban area and within a transportation
planning process which establishes cooperation among publlc, prlvate,'and
citizen 1nterests.

Oblectives

. Provide 1ntegrated transportatlon systems within the urban
areas which augment and .support the intercity transportation
system while at the same time serving the maJor activity cen-
ters within the urban area.

. Provide sufflclent surface transportation capacity to maximize
the accessibility of act1v1ty centers within the urban areas of .
the state.

. Plan transportation system' lmpbovements comprehensively, in
cooperation with the metropolitan planning organizations, local
agencies, elected offic1als, and interested 01tlzens.

Rural Transportatlon Goal

Promote the development, maintenahce, and maximum utilization of a
‘transportation system which meets the basic mobility needs of the residents
of the rural and small urban areas of: the state. :

Objeotives

. Promote the development of a transportation system which eon=- -
nects the major rural concentrations of population with their
natural urban centers.

.. Promote the development of a transporta*lon system which serves
the more important intra-county corridors not already served by
‘the interecity surface passenger system. .

.« Promote the development. of transportation systems and programs.
which provide the potential users with a modal choice.

4, Program Policy Statements

The previously defined general development goals and objectives
for the state must be translated into specific transportation program
policy statements in order that a) the attainment of the desired goals may -
be furthered, and b) the settlng for program priorlties and dlrectlon may
be established. »

v .Within the past decade we have seen the range of'transoortation
programs broadened to deal with a greater variety of transportation
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problems and needs,

Expanded safety, eeonomic developmment, and rural

publie transportation programs were added to the traditional 1legislated

programs. At the
goals in program d
tation dollars purc
of future energy re
ducts, makes the fo
cifie poliey state
development.

The New Je
responds to the nee
a knowledge that s
determine what tr
would have broad-ba
expected in a rev
during February of
objectives to vario
this survey were us
tives, and policy st

The draft
Passenger Transport
ments updating the 1
upon its presentat
Department's transpo

ame time, the assessment of environmental and social
velopment has intensified in recent years. Transpor-
ase less each year due to inflation. The uncertainty
ources, particularly the avallabllity of petroleum pro-
ecasting of transportation needs difficult. Thus, spe=-
nts ‘are appropriate in gulding transportation system

sey Department of Transportation must be sure that it
s of the citizens. Specific policy statements require
ch policies will address these needs. In order to
sportation programs conceived within the Department
ed support from the publiciand what policies would be
sed transportation plan, the Department circulated,
1979, questionnaires citing various transportation
S public groups for their response. The results of
ful in the development of drart program goals, objec-
atements.

oals, objectives, and policies portion of the Surface
tion Plan, the initial document in the series of docu-
972 Master Plan, was well accepted throughout the state
ion in the fall of 1979 as a redirection of the
rtation activities. :

Public Meet

ings and Questionnaires

shops were held throughout the state to solicit recommendations on improv-
ing the draft goals, objectives, and policies section of the Surface

During Novfmber and December of 1979{ public meetings and work-

Passenger Transportation Element. Also, throughout 1980, questionnaires
related to the same document were distributed: to interested individuals,
agencies, and special interest groups for the same purpose. The analysis

of comments made a

the meetings and recorded on the questionnaires have

been useful in amending the draft policy statements@

During May of 1981, public meetings were held throughout the state

to présent a draft 8=-year short-range plan for surface passenger transpor=-

primarily to solicit comments on the short-range plan, some comments

tation that was deifloped during 1980. Although those meetings were held

received had pertin
to these revisions.

The overall]

nce to the draft policy document, and thus contributed

] format Gf'the policy document- has been maintained.

However, some policy statements have been omitted because they were judged
to be vague, and others have been combined with other statements to elimi-

nate fragmented concepts. Some new policies have been added, and many have

been reinforced with supporting or clarifying statements.
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Transportation Program Policies

Program policies to be promoted by the New Jersey Department of
Transportation are categorized into the following programs:

« Railroad Services

. Bus Services

. Paratransit

. Highways and Streets Programs

« Ridesharing Programs

. Bicycle Facilities and Programs
.‘ Pedestrian Services

» Railroad Station Facilities

. Bus Passenger Facilities

. Park—and—Ride Program

The format for each program-poiicy includes'an introduction which

discusses the program, and program policy. statements which include brief
explanatory paragraphs expanding each policy statement.

a. Railroad Services

Introduction

The passenger rail system in New Jersey consists of both commuter
rail and rapid rail facilities. The commuter rail system serves 16 of the
21 counties in the state with approximately 500 route miles of track and
carries about 168,000 passengers per day. The rapid rail system serves
three counties with almost 33 route miles of track and carries about
224,000 passengers per day.

The state's commuter rail system was generally characterized by
outdated and worn equipment, unreliable service, and, until the recent
energy crisis, . declining ridership. This was the result of years of
neglect by private owners of thelr rail assets. By contrast, most of the
state's rapid rail facilities, which are owned and operated by publlc agen-
cies, prov1de modern, efficient, and reliable service.

Since 1961, the state and federal governments have subsidized com-
muter rail service in New Jersey. The subsidy program has grown from its
initial $4.1 million investment in 1961 to approximately $88 million in
fiscal 1981. The Newark City Subway is also a participant in the subsidy
program. ' :
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Passenger
future growth and
land development,
every effort will

rail service will play an integral part in the state's
development. There is an integral relationship between
publie transportation, and‘petroleum’conservatlon, and
be made to maintain essential services and expand this

service where warranted in the future.

Program Pcliex_Statements

Give High

Priority to Preserving and,Stabilizing Essential

Ser?ice

The economic v1tality of the state depends on railroads through

the service they

provide to both commuters and industry. In this era of

energy prudence, it is essential that existing rail service be preserved
and stabilized, not only to provide the commuter with a viable transpor=-

tation alternative

to ‘the automobile, but also to guide more energy effl-

eient land development in the future.

Maximizevjystem Operational Flexibility and Efficiency

The State's commuter rail system represents the remnants of a

system that was bt

strong and large
numerous private o
pendent. rail syste
necessarily interc
case of electrifie
largely retains th

ilt a century ago by private interests. An initially
ket for both passenger and freight service resulted in
erators competing for a share of that market. The inde-
that emerged were not all compatible, i.e., were not
nnected and/or used non-compatible power sources in the
routes. Today's publicly owned passenger rail system
se inherited traits. However, there are opportunities

~to provide a more| efficient service to the public at reduced cost. A

number of possibl

notably a compatible electric power system, will make it possible to

restructure rail
stock, and attain

ervice, maximize the efficdient wutilization of rolling
more efficient and responsive operation.

The Depa tment w1ll give high priorlty to the development of

prospective rail system improvements where such improvements are demonstna- ,

“tively cost-effective in reducing operating costs and/or 1norea31ng fare

--revenues .

Rebuild'the Physical Plant

- The state

through NJ TRANSIT, owns H25 miles of rallroad Flghtw'

of—way, ‘as well as stations and other supporting facilities. Included in
the inventory are bridges, viaduets, tunnels, storage yards, structures of
~all sorts and other tangible assets. Much of the system was neglected by
‘the former bankrupt owners for many years and must be rebuilt to insune
- rellable, comfortaTle, and onmtime performance.

Replace Obsolete Rolling Stoek

The state
tives used in its
most of the rail
needed during peak
to be replaced.

owns all coaches, electiié éommuter éars, and locomo-
commuter rail service. Through a replacement program,
cars are less than ten years old. = However, many cars
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interconnections and operational improvements, most

periods are old, uncomfortable, and unreliable, and need
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The state also owns a number of electric and diesel locomotives,
some of which are old and unreliable.. Their replacement is essential to
continued rail service. Replacement equipment is scheduled to be in ser-
vice within a year.

Maintain a Decent Level of Serv1ce -

It is essential to the preservatlon of rail service that a decent
level of operations be maintained. Therefore, it is mandatory that trains
run on time, heating and air conditioning systems be in working order,
seats and floors be clean, train crews be at work, tracks be unobstructed,
signals and communication systems be operatlng, and stations be open to the
publlc and staffed.

The state affirms its intention to see that rail passenger service
is maintained at the highest level possible within the confines of finan-
cial capablllty. Any increase -in frequency of service must, however, be
tempered by cost-effectiveness con51deratlons.

Promote Fare Structures Which Will Serve as an Inducement to
Increased Ridershlp

Inflation and increased energy costs now make rail services more
attractive as an alternative to the automobile. It is essential that fare
structures be set at a practical level which seeks to maintain existing
ridership, as well as induce increased ridership. This policy requires
that operating subsidies be continued for all essential rail service.

This policy must also be tempered by financial feasibility re-
straints, and by demonstration that subsidies are not excessive.
Obviously, the cost the state is prepared to bear is a measure of the
public benefit the state perceives in maintaining service at certain fares.
However, a consistent fare policy must be in place that equitably treats
bus and rail riders and covers an acceptab‘e portion of operating costs.

Provide Acce351bllity for the Elderly and Handicapped

Most of the state's commuter rail system has limited access1billty
for the elderly and physically disabled. Without the ability to drive a
car and without accessibility to publie transit, these individuals have
restricted mobility. Improvements which would facilitate access to the
~ System are desirable, e.g., renovating stations and platforms, and will be
implemented where appropriate. The benefits which would be derived from
such improvements must be gauged against the benefits which would be
derived from other alternatives, e.g., paratran51t in order to judge where
" such improvements are appropriate.

Prov1de-Approprlate Protection at all Rail-Highway Crossings

It is essential to the efficient and safe operation of both the
rail and highway systems that all rail/highway crossings be appropriately
protected from conflicting movements. Grade separated crossings should be
constructed at high volume crossings, while appropriate warning and/or
safety devices should be installed at lesser volume at-grade crossings.
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Expand Ap

oropriate Rail Service to Developlnngreas Where it is

Judged to

be Cost=effective

As New Jersey's population continues to grow, and more dense

corridors develop,

railroad services will play a key transportation role in

the orderly growth of these developing areas. Because of the energy con=-

servation aspects
commuter or rapid
planning for these

>The Depar
case basis, and

of rail transit, it is essential that the appropriate
new growth areas.

tment will study a developing area's needs on a case-by-
identify the most cost-effective transit improvement

options. This may or may not entail rail service extensions. Sprawl dis-
couragement will ﬁe a paramount aim of the Department in assessing these

needs.

Retain Di

There are

scontinued Rail Service Rights-of—Way for Future Use

numerous commuter and freight rail lines which have been

discontinued and abandoned over the years. These rights-of-way could be a

valuable asset to
retained where fe

future transportation growth and development and will be
sible for future considerations. The Department will

decide on the specific uses of such rights-of-way on a case-by-case analy-

sis.

Encourage

Systems

Priority Allocatiqn-of Energy Supplies to Rail and Bus

By its naturé, rail and bus service is more efficient in terms of

energy used per pa

ssenger mile than the standard one-occupant auto. During

-emergency energy situations, the Department w1ll encourage a priority allo=-

cation of fuel to

b. Bus Servi

rail and bus systems.

ceS

ion

Intfoduct

Each day
available means of

transportation.  State and federal funds, provided to

private and public. carriers, are used to subsidize the costs of bus ser-

vice. This subsid
In fiscal 1981 the

Since the

ridership has decreased by over 40%.

y affects about 80% of regular-route riders in the state.
operating subsidy amounted to about $64 million.

state opérating assistanCe:prbgram began ten years ago,
The costs to provide service have

exceeded the amount of public funds available to pay the private operators,

and, as a result, -

To revers

he level of bus service in New Jersey has deteriorated.

this decline in needed bus service, the state created

the New Jersey transit corporation, NJ TRANSIT in 1979. This public agency

is authorized to

panies, and to operate transit 1lines.

urchase the property and equipment of private bus com=-
The: agency is charged with the
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rail facilities be considered as an integral part of the

over 650,000 riders use buses, and to many it is the only
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responsibility of providing an efficient, coordinated, safe, and responsive
public transportation service which promotes mobility, serves the needs of
the transit-dependent, protects the environment, conserves energy, and pro-
motes sound land use and the revitalizatlon of our urban centers.

Program Pollcy Statements

Preserve Ex1sting Essential Bus Serv1ce '

Exmstlng bus service will be maintained during any. tran31tion
period when NJ TRANSIT acquires bus operators. Operating subsidies will
still be available to those bus operators which remain independent, private
companies. Private operators willing to meet the state and federal re-
quirements for public assistance will share available funds w1th NJ
TRANSIT.

The largest private operator, Transport of New Jersey, and its

subsidiary, Maplewood Equipment Company, which together operate over half

the bus service in the state, was acquired by NJ TRANSIT on October 1l,
1980. The other 209 private companies, which provide the balance of the
service, will have the opportunity to coordinate or consolidate their
operations and equipment with NJ TRANSIT. NJ TRANSIT has a built-in con-
sumer orientation. It will strive to provide levels of bus services at the
right time of day to those people who need the service the most,_reflected
in prevailing travel patterns and travel densities. Route modifications,
additional service for heavily travelled lines, innovative fare structures,
and an aggressive marketing program will all be implemented using bus ser-
vice improvement recommendations developed by the Department of Transpor-
tation and NJ TRANSIT. However, such service improvements must also be
tempered by fiscal limitations and fare revenue prospects.

Acquire and Maintain Modern BUses.

The state presently owns 1,579 of the 3,605 buses operated in New
Jersey. The Department will purchase 1,165 new replacement buses, which
will lower the age of the statewide fleet, required to provide peak period
service, to under twelve years. These new buses will be air-conditioned,
have easy access features for the elderly and handicapped, and be equipped
with the most efficient air-pollution controls available. State-owned

" buses are available to the private operators and NJ TRANSIT, prov:.decl that

stringent maintenance conditions are met.

One of the more unfortunate aspects of the rapid increase- in the
costs of operating buses is that periodic maintenance of the equipment is
often minimized to cut costs. This frequently results in breakdowns on the
street and aggravating schedule disruptions. Equipment has been charac-
terized as too often dirty and unattrative to those potential riders
repelled by graffiti, littered floors, and non-transparent.windows. Air-
conditioning equipment occasionally fails in the summer causing riders to
swelter in the buses. However, steps have been taken to clean up the
equipment and repair faulty machinery. The adequate maintenance of all’

publicly-owned buses will be a primary policy of the State. The main-

tenance shops acquired by NJ TRANSIT will be made more efficient and, as
funds become available, new shops will be built as needed.
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Promote Progressive Management

Publie ownfrship and operation of buses provide the opportunity to
more effiently manage existing services through the coordination of opéra-
- tions and centralization of management. Where it 1is determined that
improved service ¢ be provided to the public through better coordination
of operations, NJ TRANSIT will be able to work directly with the private
operators. .On the other hand, where public operation is viewed as the best
way to improve service, NJ TRANSIT will be able to merge existing routes
into its route structure. A significant reduction in overhead expenses can
oceur. Purchasing, accounting, and other general administrative functions

can be run more effectively. Service adjustments will be made where two
competing companies| run buses on the same route, resulting in more buses
available than needed during the rush-hours and few buses running off-
hours. Fares charged will be equitable to all, and transfers will be pro-
vided between rouqls.' Supervision of buses on .the streets, by the
utilization of modern communications techniques, will result in closer

adherence to schedules and the ability to respond quickly in order to over-
come service disruptions. v

Further, NJ TRANSIT management wili develop adequate and where

possible innovativ
especially -in regard

Foster the

marketing programs and public information systems,
to fares, maps, and schedules.

‘In the words of the act which created the Corporation, .it - is .

stated that, "it is
the  participation
competition.” In
routes in the state,

Coordination of Publie TranSportatibn Service

desirable to encourage to the maximum extent feasible
of private enterprise and to avoid destructive

laddition to coordinating existing bus schedules and
NJ TRANSIT will assist in setting up bus feeder routes.

" to commuter railroa# and rapid transit stations. Whenever possible, com=

muters will be enc
transportation.

Park-and-ri
and buses will be sc
State without commut
vice to Newark, New
be extended to serv
employment concentr

ouraged to leave their cars at home and use public

heduled to serve these parking lots. Many areas of the
er rail service are now provided with commuter bus ser-
York City and Philadelphia. These operations can often
e developing residential areas, shopping centers, and
tions. When a potential market for bus service occurs,

NJ TRANSIT will explore all possibilities of operatlon either by itself or

in cooperatlon with

private bus companies,

Co Paratransit| -

Introductio

_ Paratransit
portation that oper
between" the privat

generally refers to those formS of passenger trans-
te on the highway and street system which are "in-
automobile and conventional bus. Inciuded are such

services as rental car, taxi, dial-a-ride, jitney, and subscription bus.
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Paratransit can play an important role in serving peak hour tra-
vel, in meeting low density travel demand (particularly by disadvantaged
groups), in providing short access trips to conventional transit terminals,
and in serving the demand for internal movement within business and commer-
cial districts. Thus, paratransit might effectively substitute for or
complement the private automobile and conventional transit.

Paratransit could become an essential element in a system tailored
to meet the diverse needs of an urban area such as New Jersey. It can
operate in low density areas not economically served by fixed rail or bus
systems, provide feeder service to line haul routes, and provide the back-
bone of small community and neighborhood transit service. :

Paratransit policy has been given impetus by the Governor's recent
Executive Order for the Coordination of Specialized Transportation Services
in New Jersey.l Basically, this order requires the state to continue its
efforts in the coordination of paratransit services, especially by assist-
ing the counties in establishing county-wide coordination offices and
paratransit coordination plans. Among - other requirements, the order
directs the state to research and develop sources of funding for 1local
demonstration projects for the coordination of specialized transportation
services.,

Program Policy Statements

Encourage Local Initiative -

Local initiative is this program's basic tenet. The localities
should be encouraged to take a larger role in solving local transportation
problems. Generally, the county should become the coordinating unit and
assist in the identification of 1local mobility needs and appropriate
paratransit solutions.

Promote .the Use of ExiSting Transportatién Resources

'Encourasing the utilization of existing local transportation
resources, such as local private .operators and existing public services,
will make this program more economical. '

Foster Coordination

Efforts will be made to achieve greater coordination of existing
paratransit services. This will require greater cormunication with, and
the provision of technical assistance to, local governing bodies. Maximum
participation of private operators will also be encouraged so as to benefit
from their incomparable expertise in providing these services.

1 Coordinating Special Transportation Services in New Jersey by the

Governor's Task Force on Transportation Service for Elderly and
- Handicapped Persons - Jan. 1980.
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A single 1
all state and feder
be responsible for
throughout the stat

Integrate

ecipient for each county shéuld éerﬁe as the broker for
ral funds flowing into their jurisdietions. NJDOT will
" the fair and equitable distribution of these funds
e, | :

Paratransit with»Conventionél Services

The Depar
to conventional tr
network should func
‘transit in low-dens

zﬂfnt shali encourage the lidking‘of paratransit services

sit wherever feasible. Ideally, the local paratransit
tion as a collector/distributor service for conventional
ity or low-transit demand areas. -

d. Highways A

nd Streets Program

on -

Introducti

. 'New Jersey
of facilities and

day. The responsibi
facilities is share
several public agencies (highway authorities).

As New Jer

its highway system

125 vehicles compared to the national average of 34.
these are automobil
bus passengers per ¢

s highway and street system contains about 33,000 miles
carries approximately 20 million passenger trips each
l1ity for constructing, operating, and maintaining these
among state, county, and local governing bodies, and

sey is the most densely populated state in the nation,
has more vehicles per lane-mile than any other state, -
» Although most of
es, the highway system also carries more than 650,000
iay. .

the suburbanization | process, which, in turn, has placed the core cities and

 Much highw y construction in the pastihas no doubt contributed to
larger urban areasI; a state of economic and social instability.

In addi-

tion, automobile usage has become a prime target in efforts to conserve

~energy and improve
private investment
people and goods.

v Concerns f
highway constructior
way programs into a period of transition.

characterized the 1
geared to preservi
already exists.

,Highway‘plg

‘modate the needs o

ir quality. However, there is considerable publiec and
in highways which must be pﬁeserved'for the movement of

or the social, economic, and environmental impacts of
1, plus ever growing funding limitations, have led high-
The massive road building that
950s and 1960s is being replaced by programs which are

ng and improving the management of the system which

ns and programs must.be pfepared carefully to accom- |
{ a variety of modes (auto, truck, bus, bieyelist and

pedestrian), for highways can serve as a positive and efficient infrastruc-

ture for future development of the state.

"However, these plans and:

- programs must be geared to developing a totally integrated transportation
- system and be accomplished within a framework of coordination and coopera=-

tion between state

nd local governments. .
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Program_Poligy Statements

Give High Priority to ConstructihgﬁEssential Missing Links

There are several segments of the statewide freeway system (both
Interstate and Non-Interstate) which are still to be completed. = The
absence of these essential "missing links" severely curtails the full
measure of service that could be provided by the freeway system and places -
an undue burden on county and local roads which must "bridge the gap" in
the interim. This has led to many instances of severe localized congestion

~and its attendant problems. Completion of these missing links is essential
to the circulation and proper functioning of the freeway system, as well as
to air quality improvement, energy savings, safety, and national defense.

However, not all missing links are "essential", and those deemed
non-essential will have a low priority or other projects will be proposed
in their place, e.g., some proposed freeways may be downgraded to limited
access facilities, or existing highways may be upgraded instead and comple=-
mented by improved public transit and/or ridesharing promotional efforts.
Each missing link must be analyzed on its own merits.

Improve Existing FacilitiesiRatherzthan Construct New Ones

There are numerous links in the statewide highway system which are
currently deficient or are expected to be deficient in capacity in the
future. In the past, it was in many cases the practice to improve the
carrying capacity of a faecility by constructing a new parallel facility.
This practice was costly, caused extensive environmental damage, contri-
buted to the suburbanization process, and increased auto use. To address
current considerations, the Department will focus on improving the carrying
-capacity of a highway corridor, where appropriate, by improving the
existing faecility. ‘ o : :

In order for the highway system to function properly and in the
interest of improved air quality, energy conservation, and safety, it will
be necessary to improve the carrying capacity of certain links where no
other prudent alternative exists. In these cases, the Department will give
highest consideration to the implementation of Transportation System
Management (TSM) measures rather than the actual physical expansion of a
facility. :

In vlight of the deteriorating condition of 1loecal roads' and an
increased burden on local funding resources, the previous two policies will
be advocated by the Department in its dealings With local governments.

- 'Improve Substandard Links in the Highway Network

There are a number of links in the state highway network which are
deficient by accepted Department standards. These 1links are generally
significant in length and contribute to hazardous and uncomfortable driving
coriditions. Such deficiencies include, but are not limited to, extreme
horizontal and vertical curves, 3-lane highways, undivided 4-lane sections
of highway, and deficient lane or shoulder widths. In the interest of

. 37



safety, the Depar ment will maintain an on-going program to identify and
improve these deficient sections where appropriate.

Improve azardOQSAand Congested Spot Locations

A number of locations exist throughout-the state's highway system
which are points of severe traffic congestion or are highly hazardous loca-
tions. Such spot| locations include: Over-capacity intersections; traffic
ecircles, inadequate or unsafe bridges; and hazardous rail/highway cross-
ings. In the interest of safety, air quality, and energy, the Department
will maintain an on-going program to locate and improve conditions at such
locations.

Integrate the Highway System with Existing and Proposed Public
Transit Systems

To promote more extensive use of; the state's public  transit
system, the Department will integrate the highway system with the existing
and proposed public transit system to the extent feasible. To facilitate
‘modal change and| increase public transit patronage, the highway program
will strive to ximize highway access to public transit terminals, sta-
_tions, and park-and-ride lots. Each new proposal to expand a highway's
capacity will first consider park-and-ride! lots which could encourage
ridesharing. ' :

Eneourage the Elimination of On-Street Parking on Major Arterials
in Congeéted Areas

On-street parking, especially during peak periocds, deprives moving
vehicular traffic| of essential highway capacity. Motorists entering and
exiting from thein vehicles (as well as parking them) can effectively para=-
lyze a center city street. The elimination of on-street parking from major
arterials during |peak periods in congested areas can do much to improve
traffic flow and reduce congestion and in many cases can negate the need
for additional capacity improvements. This action can lead to reduced
automobile use, increased travel speeds, and significant reductions in auto
pollutant emissions and energy use. 3 =

Enecourage Measures which w111 Spread the Peak Perlod

The majority of traffic problems oceur during the morning and
evening journey-to-work and return trip. During each of these periods, as
much as 8% to 10%| of the total daily traffic carried by a highway faeility
can occur. By spreading the peak period, significant reductions in traffic.
congestion and capacity needs can take place. The Department will
encourage public and private agencies, business, and industry to enter into
a coordinated program to vary working hours so as to reduce traffic peaking
characteristies. |Such measures to be considered include the staggering of
work hours, flex-time, and the U4-day work week. These efforts, however,
will be cognizant |of transit service. ‘ -

- Consider Bicycle Traffic in Facilities Design and,ConstrQetion

The bicyele is a legitimate and ' viable transportation mode.
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According to New Jersey law, the bicycle has essentially the same rights to
the road as motor vehicles. .Therefore, the transportation infrastructure.
should be constructed in such a way as to accommodate the shared use by
both motor vehicles and bicycles.  Further, the bicycle will be encouraged
as a viable option for short trips.

Consider Pedestrian Traffic in Facilities Design and Construction

The pedestrian mode is a viable mode for fair weather short trips.
Therefore, such movement should be allowed to occur through a separation of
vehicular and pedestrian traffic. This will encourage pedestrian movements
where such movements were previously unsafe (real or perceived) and allow.
vehicular traffic to flow with minimum interference and interaction with
pedestrian movements. - This can have an added advantage of simultaneously
promoting public transportation use.

Encourage Enforcement of the 55 MPH Speed Limit

The Emergency Conservation Act of 1973 mandated a nationwide maxi-
mum speed of 55 miles per hour. Since that time, evidence indicates that
enforcement of the 55 mph limit has resulted in the saving of thousands of
lives and millions of dollars in property, reduced injuries, and provided
significant savings in energy. The Department of Transportation assists
the Division of State Police in the Department of Law and Public Safety in
maintaining the speed limit. - This cooperative effort and support will con-
tinue to be maintained. : ' '

vLocatebinterdhanges on FreewaYS'énd Expressways Consistent with
the State's Urban Redevelopment Objectives

The primary function of freeways and expressways is to intercon-
nect regional activity centers. However, indiscriminate and excessive
interchange locations can spur growth in undesirable growth areas as well
as generate a significant amount of loecal traffic on a high-speed facility
which was intended for longer distance trips. To negate these effects,
interchange locations on such facilities will be minimized except in those ,
areas where such access 1is vital to desired urban redevelopment. This
policy will maintain the integrity of the system as well as serve both the
transportation, growth, and development aims of a region.

Control Accessibility to the State Highway System

Accessibility to the state highway system is provided by the De-
partment through a driveway permit request procedure. State law currently
permits denial of access only for safety reasons. This practice has led to
uncontrolled growth along the state highway system and has contributed
significantly to current growth and traffic problems. To rectify this
situation, the Department is supportive of changes in the law which would
allow the Department to deny such access, should studies indicate that the
transportation system is incapable of handling the additional burden gen-
erated by new development or such development is in conflict with statewide
goals. , . :
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for construction of all highway facilities should not only be awarded to
the lowest qualified bidder, but also to that design which will necessitate
the lowest present and future operating and malntenance expenses., ,

Utlllze the Most Efflclent Technologles and Methodologles'
Available for Operat145 and Malntalnlng the Highway and Street

sttem

As technological innovations continue to be developed for the
operation and maintenance of highway facilities in such areas as highway
lighting and signalization, resurfacing, and snow removal, the Department
will pursue, investigate, and adopt those innovations which are truly
energy efficient and cost saving whlle minimizing risk to travelers, resi-

‘dents, and the environment.

Negotiate Jurlsdlctlonal Responsibllitles Consistent . with
Functional Cla331fication Concepts where Feasible

Changes in land-use, population density, and highway travel pat-
terns have caused the functional usage of a significant number of highways
and streets in the state to change over the years. Consequently, there are
instances where state highways are serving "local" travel, and local roads
are carrying travel of regional significance. To rectify this situation,
the entire statewide system of highways and streets should undergo a juris-
dictional realignment so that facilities of similar usage would be admin-
istered by those levels of government best- suited to their administration.
The Department will attempt to negotiate this jurisdictional redistribution
with county and local governing bodies, based on the concepts of functional
classification.

e. Ridesharing Programs

Introduction -

v In exploring methods of increasing vehicle occupancy, in order to
achieve high 1levels of petroleum : conservation and improvement in air
quality, the Department is presently engaged in two ridesharing programs to
promote public transit use, carpooling, and vanpooling. Each mode of
transportation is a more or less appropriate way of increasing occupancy
depending upon the nature of the area served and the related travel pat-
terns.

The computer-assisted carpool matching program is the most acti-
vely promoted program presently being employed by this Department. Carpool
matching is based on the concept that the major deterrent to the formation
and use of carpools is a lack of knowledge relative to the origin, destina-
tion, and time-of-travel of other persons making trips between the same
places at the same time.

A second pnogram is the Department's Vanpool Program. A vanpool
substitutes one high-occupancy vehicle for several low-occupancy vehicles.
Vanpools,operate like carpools except for the ownership of the vehlcle and
the greater number of persons in the pool. : :
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- ecerted effort on

Program Policz Statements

Assist both Public and Private Employers and Employees who wish
to Establish Carpooling and Vanpoollng Programs Where they are
Needed and Desired

A concerted effort by the Department, as the lead planning agency,
will enable these programs to become firmly established as a viable option
within the statels total transportation system. This poliey will be care-
fully exercised so as to avoid competition with public transit., Further,
such a program can provide useful feeder service to and from public transit
systems. The Department also will continue to implement ridesharing alter-
natives where ridership no longer warrants regular transit route service.

Assist Local and Other State Government Departments, and Their
Instrumentalities, in Encouraging Rideshadring by Removing Legal
and Regllatorz Barriers to such Programs, Supporting Existing
Carpooling and Vanpooling Programs, and Providing Technical
Assistance ' :

Some laws and statutes regulating the insurance industry and
inter-governmental transactions, once established for justifiable reasons,
have today become archaic and/or regressive.. Analysis of these regulations
will reveal those laws which can be modified or repealed to allow ride-
sharing programs| tod be successful. To that end the Department will ini-
tiate the investigation of 'special insurance programs for those in carpools
and vanpools, asTwell as an investigation of developing tax incentives for
companies which Trovide special insurance programs for those who carpool.

Coordinate the Department's Ridesharing Efforts with the Depart-
" ments of Environmental Protection and Energy, other affected
Departments, Local and County Governments, Metropolltan Plannlng
Organizations, and State Highway Authorities

‘It is imperative that a unlfied approach be maintained in New
Jersey s ridesharing efforts which are crucial to the state's petroleum
conservation efforts. Much of this effort will overlap both jurisdiectional
and administrative funetions; thus success can be achieved only by a con-
the part of all partlcipants involved.

Strengthen the Department's Marketlng Program to Promote the
Concepts of Ridesharing ' _

An increase of public response to informative‘ promotional cam-
paigns hinges on a well-managed and cogent marketlng effort, similar to
those employed by private industry.

fo Bicyele Facilities And Programs

Introduction

In an era of energy and environmental oonservatlon awareness, the
bicycle is an underutlllzed, inexpensive, and beneficial form of travel.
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Bicycles can be used for short-trip utilitarian purposes such as travel to
work, school, shopping, recreation areas, and public transit stations.
Further, due to the aforementioned benefits, the bicycle mode is an ex-
tremely equitable form of transportation and can enhance the mobillty of
many sectors of the state's populatlon.

. Although current popular interest in bicycllng is at an all-tlme
high and bicyeling is the number one form of outdoor recreation in New
Jersey, greater utilization and integration into the transportation system
is inhibited by safety and security problems, both real and perceived.
Interaction with the auto mode, especially at roadway intersections, is a
prime cause of bicycle accidents. Poor traveling surfaces, curbing, and
poorly designed drain grates also contribute to. bicyecling hardships. With

the high cost of many bicycle models and the high theft rate, inadequate
and insecure parklng facilities for bicycles are a major deterrent to such

' utilitarlan use.

Primarily,_the state will seek to establish adequate facilities
and road designs which incorporate bicyclists' needs, improve public tran-
sit connections, promote increased use of the bicycle for short distance.
trips, and promote improved education of motorists and bicyclists regarding
each other's rights and responsibilities. At the local level, emphasis
should be on specific needs of a given municipality, and state assistance
and support should be channeled in that direction.

Program Policy Statenents

Promotion of Educétlon of Both the Bicyclist and Motorist as fhe
Most Effective Way to Reduce Bieyeling Accidents, through Schools
and Motor Vehlcle LicenSLng and Reglsterlng

Education of both the bicycllst and the motorist is recommended as
the most effective way to reduce biecyeling accidents and thus promote con-
fident bicycle use. Schools are the logical place to teach children; the
automobile licensing and registration system is an easy, quick, and inex-
pensive way to reach the motorist; the electronic and printed media can
reinforce the safety message to most of New Jersey's citizens.

Motorists must learn to understand bicyclists' abilities . and
problems. Bicycles are legitimate and legal vehicles on the road, a fact
of which many motorists remain unaware or tend to overlook.  Bicyeclists
need to learn to ride with the trafflc, use lights at night, and observe
the rules of the road.

Promotion of Statewide Bicycle Reglsterlng Adminlstered at the
‘Local Level to Inhibit Theft

-Blcycle theft is a major deterrent to utilitarian bicyele-use.
Secure bicycle-locking facilities are badly needed, especially in urban
business centers and near public transportation centers. A statewide

- bicyecle registration system would help reduce theft by making the reselling

of stolen bicycles difficult and would aid the police in returning stolen
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bicycles to thein owners. Such a registration system would help to enforce
safety equipment| standards, legitimize the status of the bicyele as a
vehicle, aid in| the collection of safety’ statisties and user charac-
teristies, and educate bicyelists on proper blcycllng princlples.

Facilitate the Use of Federal—Funds on the Local Level for the
Costs of Supplementary Facilities such as Shelters, Parking
Facilitlesz Bicxole Storage Facilities and Comfort Statlons,

v Especially at Public Transit Stations and Termlnals

The Federal Highway Administration (FHWA) allows the construction .
- of bikeways as incidental feature of regular highway improvements. FHWA
can pay T75% of [the cost of these bicycle .facilities (90% in interstate
construction), just as with any Federal-Aid Highway funds' project, with
the state or local government paying the remaining portion. FHWA permits
~ the use of up to $2.5 million per state per year of highway funds to be
spent on independent bicycle facilities. The Department should apply such
available resources to obtain maximum benefit for New Jersey's citizens.

Provide Mapping which Identifies:

. local bikewéxs‘and bicycle-safefétreets,

. tourist information such as scenlc and hlstorlc routes having
"blkeways, and .

‘s« genenal biklngflnformation.

Bicycle maps showing the best bicycling streets, coupled with
~safety improvements (spot improvements, operational signing, storm drain
- replacement, shoulder paving, ‘ete.) are inexpensive and effective alter-
- natives to creating an official bicyele system. Such maps would show
- bikeways, safe streets and bridges, transit' stop information, locking fa-
cilities and bicycle repair shops. Maps could also contain safety rules
and practices. |Maps could be sold at cost to supply money for future
reprinting if funds are not available, as they are for other mapping
. efforts. : N . ’

GivelPriority‘to‘Improviqg Existing Roadways and Ancillary Facil-
ities to Accommodate Bicycles over the Construction of Bikeways

. In road construction, the needs of bicyelists must be. incorporated
into the design | where appropriate. This often eliminates the need for

' separate bikeways. Wide curb lanes or paved shoulders, bicycle-safe drain .

gatés,cSmooth railroad crossings, and bikeways on highway brldges will ‘be
~designed into future proaects._

The Department, in all future transportatlon projeects and pro-
grams, will utilize the planning approach and, where applicable, design
criteria contained in the New Jersey Bicycle Planning and Design Guide-
lines, AASHTO Bicycle Facilities Guidelines, and the proposed Federal
Design and Construction Criteria for Bikeway Construction.
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Advocate or Promote Concepts Conducive to or Permitting Bike
Riding

The Department will advocate or promote the amendment of local
zoning and plan review ordinances to require bike parking faCllltleS in all
new building construction.

- Pedestrian Services

Introduction

As New Jersey's citizens become more energy and health conscious,
appropriate provisions must exist for improvement and/or construction of
pedestrian malls and other means of separating pedestrian and vehicular
traffic. With more people realizing the energy-efficiency of walking
directly to their destination, assuming close proximity and appropriate
weather conditions, efforts must be taken to meet pedestrian needs. In
addition, the sport of jogging, as a form of exercise and recreation,
depends on a good, well-connected system of pedestrian walkways for  the
safety and convenience of both the joggers and vehicular traffic.

Even though a portion of most. trips involves walking, only minimal
attention has been given to pedestrian services outside CBDs and other
areas of high pedestrian concentrations. Furthermore, the absence of
sidewalks in residential areas requires pedestrians to walk in the street,
which is a deterrent to many who wish to utilize bus transit.

Program Poliéy Statements

Pedestrian Facilities should be made a Prime Element of Public
Transportation Systems particularlz;where they Support Com-
munity-centered Public Transportation Services

One of the ways that ridership can be increased on public
transportation systems, especially buses, is to make such service more
accessible. Ridership could be increased if pedestrian systems could
attract more car-less riders as well. -

Provide Safe Waiting Areas Adjacent to Highwavs for School Bus
"and Mass Transit Patrons

Such' a. policy will encourage bus ridership and thus aid in the
reduction of wurban traffic ccngestion. Furthermore, the increased
pedestrian traffic flows that result may increase CBD business volumes.

Provide for Safe, All-weather Walking Space along Highways in
Those Areas where Pedestrian Traffic is likely to Ocecur

Although many highways and expressways near urban areas facilitate
vehicular movements, those that lack pedesirian walkways can effectively
isolate those areas they traverse. Such walkways are important in main-
taining residential and commercial district interaction and cohesion.
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»Thus, impacts on land use in the proximity of a highway can be signifi-
cantly lessened. S ’

Provide Pedestrian Overpasses at Locations where such Overpasses
are Warranted by Department Guidelines and where At-grade Pedes-
trian Crossings are not feasible

Pedestrian overpasses can be useful in selected areas as they per-
mit the safe crossing of a highway which would otherwise be impassable or
extremely hazardous. Inter-community 1nteractlons are also enhanced. '

Provide Appropriate Pedestrian Protection at All Highway
Intersections

This will facilitate and improve pedestrian circulation and
safety. It can be achieved by pedestrian-actuated traffic signals, cross-
walks and a uniform system of signing, or pedestrian overpasses, where
warranted. » -

From a |pedestrian viewpoint, safety is of great importance.
Often, even minor improvements can enhance the appearance of a pedestrian
-system, which will increase its viability as a mode option.

h, _Railroad Station Facilities

Introduction

s

On September 15, 1978, the State of New Jersey, operating through
the Commuter Operating Agency (COA) of the Department of Transportation,
exercised its option to take title to most rail properties, used in com-
muter rail service, which were conveyed to Conrail on April 1, 1976, under
the terms of the Regional Rail Reorganization Act of 1973, as amended. As
of that date, the COA became the owner of 130 station parcels. All those
available station| parcels, including associated parking facilities, for-
which continued commuter operation is expected were acquired. This total
number includes most Conrail-owned station parcels on the former Erie
Lackawanna, New York and Long Branch, Central Railroad of New Jersey, and
Reading and Penns lvania-Reading Seashore lines. The State of New Jersey
has ‘also exercised its option to acquire from Amtrak those station proper-
“ties on the Northeast Corridor used primarily by NJDOT-Conrail commuters.
This acquisition is in addition to the rallroad property acquired by the
State in ApPll of [1976.

Prggram,ﬂolicy Statements

Encourage Local Pride

Historically, railroad station facilities have been located in or
adjacent to central business districts of municipalities along the rail
lines. The railroad stations have, in the past, served as a spur to devel-
opment of town centers, as well as residential communities. Because of the
prominent position a railroad station usually has in community-anchoring or
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as the hub of a town's commercial center, the station should be a source of
municipal pride as well as a social and economic asset. For this reason,
the state wishes to encourage local community involvement in the upkeep and
improvement of station facilities. ~

Improve the Standard of'Maintenance and Security

A local munieipality, as opposed to the state or even Conrail, is
in a position to notice maintenance problems quickly and to match the level
of maintenance and minor improvement functions to the desires of the com-
munity, in order to insure clean and safe station operation. Similarly,
the necessary level of personal security can more adequately be prov1ded at
a local level.

Minimize State and Local Costs

The state will continue to be financially responsible, through the
rail service financial assistance program, for the provision of commuter
rail service and maintenance of the railroad right-of-way. In an effort
to minimize costs of individual stations, consideration should be given to
the leasing of railroad stations and related facilities. The additional
" station operation and maintenance costs can be incorporated into existing
municipal budgets at a funding level lower than present costs.

Retain Limited Control to Insure Full Access to the State-owned
» and Subsidized Commuter Rail System

-

The state's involvement in station operation is required in -a
limited manner, because of system-wide commuter rail responsibilities.
" These responsibilities will include standards for maintenance, parking
fees, surveillance, signage and information, supervision of ticketing and
commuter fares, and control over station uses which might unduly limit or
interfere with commuter operations.

Restore and Improve Rail Station Facilities

With the financial decline of passenger railroad service, station
facilities have been neglected and have in many instances deteriorated to
an unacceptable condition. Furthermore, certain station facilities are no
longer appropriately sized for existing demand and operations. In addi-
tion, although station facilities are a prominent feature of most com-
munities, many have not been  improved and developed to complement,
reinforce and function as a vital part of the surrounding areas.

To address these problems, station facilities shall be restored
and improved by the state with reference to the following guidelines:

. Facilities should be sized for current levels of usage and
shall maximize operational efficiency.

. Facilities should be permanent, durable, resistant to abuse and
’ easy to maintain at minimal costs.
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. Stations should provide an attractive, bright, highly visible,
and high quality environment, meeting modern standards of com-
fort and safety.

. Facilities should be energy-efficient.

. Stations must facilitate modal interchange.

. Station| areas should be organlzed to facilitate pedestrian and
~ vehicular movement.

‘,; Joint use and multi-purpose development in and around public
transit| facilities will be encouraged.

. Exten51ve-system and community 1nformat10n will be provided.j

. :Statio’ must be developed so that they are compatlble with

communi y needs and activities.

. 'Prov1sl}n of sufficient parklng at stations in butlying com~-
munitleT will be given priority over center city rall-velated

parking facility improvements.

. Parking facilities for bicycles will be provided and should be

located in close proximity to the station wherever possible.

1. Bﬁs»Passenfer Facilities

Introduction

New Jerseyrs bus system includes a large number of passenger fa=
cilities and a few terminals. ‘These facilities range from: Unattended and .

unmaintained roadside parking areas; through reserved sections of shopping
center parking lots, where in some cases bus tickets are sold by commercial
- establishments and [which have informal parking arrangements for bus pas=

sengers; and finally to major high volume terminals with waitingvrooms and

attendants.

‘Program Policy Statements

;‘Impreve Existing Facilities

 Facilities |acquired by NJ TRANSIT will be improved as required to

better serve the public. Municipalities will be encouraged to provide bus

shelters and waiting rooms at high volume points along bus routes. Federal

and state funds will be available for these improvements.

Establish intenance Practices

Bus shelters and unattended waiting rooms are prime targets for
vandals and graffiti artists. Keeping these facilities clean and safe for
use by the public| requires the cooperation of the transit operators,
owners, police, and most of all the general publiec. The Department of
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Transportation will continue to 1nspect these facilities and encourage

their proper maintenance.

Before public funds are invested in improving existing facilities,
standards of maintenance must be assumed by the owner. Community coopera-
tion is necessary to ensure that these facilities are kept clean, safe, and
in good repair.

All new bus facilities constructed by NJ TRANSIT will be fﬁlly
accessible to the handicapped. Information -on routes, fares, and schedules
will be posted and kept current. :

Explore Increa31ng Intermodal Transfer Opportunltles at Bus
Facllltles

Expanding bus station facilities to include space for carpools,
vanpools, and bicycles, and to provide space for future paratransit opera-
tions, will increase the utility of the transit system as well as conserve
energy and reduce air pollution by reducing single driver auto travel.

Je Park-And-Ride Program '

Introduction

The goal of any park-and-ride program is to attract people from a -
single occupant auto into a higher density passenger vehicle. Tradition-
ally, the thrust of a park-and-ride improvement program has been directed
at regular public transportation modes.  This is now changing to also-
accommodate parking for carpools and vanpools. The basis for locating
facilities should be traffic, current  land use densities, and future de-
velopment goals. ' :

New Jersey has a number of park-and-ride facilities throughout the
state which are served by both commuter rail and bus systems. No specific
park-and-pool facilities are now under state jurisdiction although several
are operated by state toll road authorities; however, pooling does occur at
various locations along state highways and at highway interchanges. -Also,
it is likely that some pooling occurs at transit park-and-ride locations.

Most formal transit park-and=-ride facilites in New Jersey can be
termed "successful." Some are so successful that overuse and its attendant
problems have occurred. The potential for success at other park-and-ride
facilities is diminished by the negative impacts which these problem areas
impart to other corridors in the transportation system. Unrestricted
access, free parking and good transit service all can contribute to the -
overuse of a park-and-ride lot, sometimes at the expense of transit ser-
vices in other corridors. Also, park-and-ride locations in or near a major
CBD will attract patrons from transit services in outlying areas to the
transit services at the parking facility.

- Transit service adjustments during peak, and especially off-peak,
times will smooth service demand, aid in attainment of on-time performance
standards, and raise comfort and convenience levels. The counterproductive
nature of long distance trip making exhibited by those who use park-and-
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ride lots located close to CBDs can be avoided as a matter of development
policy. Certain aspects of the financial advantages of point-to-point
short-haul transit service associated with CBD=proximate park-and-ride lots
can be applied to over-the-road commuter type park-and-ride service. The
value of removing the maximum number of vehicles from a given traffic flow
on heavily congested roadways, an advantage of close-in park-and-ride lots,
can be weighed in determining park-and-ride locations with respect to dis-
tance from CBD considerations. These questions are important in developing
a program which is responsive to the concerns of both consumer and
suppliers of park-and-ride services. ‘

Program Policy Statements

Increase Transit Ridership Through the Rational Improvement of
the Cunrent System of Bus and RailzParking Facilities

The main thrust of this policy is to increase current transit
ridership trends through improvement of the existing parking facilities.
Ridesharing program gains will provide complimentary progress towards the
attainment of the state's goals. Within budgetary constraints, the im-
provement of the current problem in the existing system of transit park-
and-ride lots is of high. priority. The following guidelines will be
utilized: o : '

. Improve existing facilities to an acceptable capacity and
opeqating standard; reallocate excess demand and capacity
threugh transit service adjustments or parking management
techniques; improve joint-use arrangements to reduce risk of
parking privilege loss.

o 'Pro’ide preferential parking for carpoolers and vanpoolers and
provide bicycle lockers at facilities where feasible.

+ Adjust park-and-ride transit service to a maximum achievable
transit productivity level.

. Seek early and active community participation in park-and-ride
lot lexpansion or adjustment activities; expand only those faci-
litiles which neither inhibit community development goals nor
adversely affect ad301ning land uses. .

o Adjust transit services based on expressed community des1res as
welﬂ as technical requirements. ‘

o .Make maximum use of transportation and public works funding
- sourices which may be available at the federal, state, and local
levels, and from private sources.

. Seek management and operation agreements that place respon-

sibility at the local level; arrange fair and eqguitable rates
for parking without geographic constraint.
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DeveIop'New Park-and-Ride Facilities that Will>SuccessfullY'
Penetrate the Auto-Driver Travel Market .

. The development of new park-and-ride lots should concentrate only
on those candidate projects which would successfully penetrate the auto-
driver travel market. Only those few with the greatest potential should be
pursued as a high priority. The technical aspects of the policy. relating
to facility improvement and new project development are basically the same,
and are aimed at equitably addressing questions of land use and develop-
ment, economics, ownership and operation responsibility. However, addi-
tlonal guidelines to be considered in the development of new facilities
are: : : :

. Active consideration for new locations will be given to those
with potential for maximum auto diversions and minimum, una-
voidable current transit travel diversions.

. New facilities will be considered by an area, corridor or
system approach, with attention given to staged development
alternatives. o o

. Early and continuous participation of  local and county
interests in project development will be required; all deci-
sions concerning location facilities, service, funding,
acquisition, construction, and management and operation will be
made cooperatively.

. - Carrier participation will be sought; an acceptable level of -
carrier productivity, balancing manpower, equipment and reve-
nue, will be ensured; the potential. competition between

- carriers and transit sub-modes will be avoided. -

. Maximum reliance will be placed on municipal agencies to manage
and operate new park-and-ride lots; subject to demand manage-
ment and re-allocation techniques, access to park-and-ride lots
will not be constrained geographically; parking rates will be
set based on operating and- malntenance costs.

. Joint use of existing or proposed parking spaces for other
business or commercial purposes will be investigated for tran=
sit and paratran51t purposes as well.

Establish a Program of Fundlng, Operatlng ‘and Maintaining Park-
and-Rlde FaCllltleS .

Generally, the responsibility for the ownership and operation of
~ transit and pool park-and-ride lots is defined on an individual basis.
Consequently, park-and-ride lots are owned and operated by a wide range of
public and private entities, and almost every facility is unique. Govern-
ment involvement in park-and-ride facilities should not reduce the current
performance capability of a given facility, should improve poor perfor-
mance, and establish guidelines to ensure proper operation of publicly=-
owned and newly-acquired facilities. The lack of formal organization and



operating strategy at many park-and-ride facilities leads to problems of
congestion, safety and security, and foul-weather inefficiency. Further-
more, certain joint-use park-and-ride lots, located in shopping centers and
similar properties, are constantly in jeopardy of being closed. Usually,
government is powerless to successfully intervene in such situations.
Clear policy and| direction concerning ownership and especially operating
responsibility for publicly owned park-and-ride facilities will aid in the
‘smooth operation |of the whole transportation system, and stimulate uni-
formly reliable oIeration of all park-and-ride facilities in New Jersey.

Techniéa‘ly, facilities would be owhed by the state as a poliey
matter; responsibility for management and operation of park-and-ride lots,
- through a lease aéreement, would be at the loeal municipal level.
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C. FUTURE ENERGY ALTERNATIVES

1. Energy - Why it's an Issue

When developing the transportation system of the future, public
officials and planners must look at the existing system and determine what
issues, constraints, and impacts are molding that system. Many of these
issues were discussed in the preceding section and were instrumental in
developing the goals, objectives, and policies for the various transpor-
tation programs. Although there were several issues discussed, the issues
that have more notably shaped transportation decision-making in the recent
past and are expected to account for the majority of changes in the trans-
portation systems of the future are basically limited to two: The high
cost and the questionable availability of petroleum fuels (gasoline and
diesel fuel).

During the decades preceding the 1970's an inexpensive and ap-
parently limitless energy supply was generally taken for granted. Con-
sequently, energy was never really a factor to be dealt with in the devel-
opment of transportation systems. The transportation system that evolved
in New Jersey and the rest of the nation was supportive of middle-class
suburban development that, for a time, contributed to a standard of living
and economy that was the envy of much of the remainder of the world.
However, the wisdom of this kind of development has been questioned in
recent years largely because of the great increase in the price of fuels
(also used for home heating and electrical generation) and because of the
concern caused by brief but significant shortages of these fuels. This
"sword of Damocles" hanging over the nation has made many citizens, politi-
cal leaders, and planners stop and reevaluate much of the decision-making
of the past and many of the activities currently underway to accomodate
future growth and development.

The issue of the cost and availability of energy is not limited to .
the state or the nation alone. Instead, it must be regarded as a world-
wide issue. Just as New Jersey must rely on imports of energy fuels from’
other states and nations, many nations are totally dependent on other
nations for energy fuels. The issue of energy is clearly a global issue--
and clearly a primary one.

Although estimates vary, there are approximately 650 billion
barrels of proven crude oil reserves in the world today. Up until the
latter part of the 1970's, petroleum producers were able to augment this
supply with new discoveries averaging approximately 24 billion barrels
annually. A situation now exists, however, where the world's consumption
rate is 42 percent higher than the discovery rate, and the depletion runs
on the order of 6 billion barrels per year. Although it will continue to
supply a major share of the world's energy requirements for some time, oil
is expected to reach its peak production within the next several decades
followed by a precipitous decline.!

Of the 650 billion barrels of oil world-wide, 70 percent is con-
trolled by the Mideast nations of OPEC. In order to stretch revenuss from

1 National Academy of Sciences New Report Vol. XXXI, No. 5, May 1981
"World Energy Needs to Year 2030 Can be Met, but Not Easily"
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~ a few exceptions,

billion barrels

this fixed reserve, OPEC apparently intends to market what amounts to 400

of crude oil over the next 30 years or more. For the

Middle East, this basic OPEC policy appears to be a wise investment stra-
tegy. For the United States, ‘which controls less than 5 percent of world

reserves yet cons
of a chronic limi

umes 30 percent of all petroleum world-wide, the prospect
tation on o0il could spell economic disaster.!

Some oil experts believe the answer to the energy crisis is to
restock the world's reserves by substantially increasing oil exploration.

For China, Mexico

in the world), big finds have resulted. For the United States, however,

the new frontier

abandon or delay

of offshore drilling on the Outer Continental Shelf, with
has been less than successful, causing many companies to
further explor'ation.1 Already the United States has been

highly explored during the last 100 years, and it appears unlikely that any
new major finds will be made.

‘There is no unaninimity on the future of energy supplies in the
United States and the world. While some experts argue that technological
advances can bridge the gap between petroleum supplies and needs, others
feel that petroleum supply-demand problems are here to stay and that

problems associatl

ed with alternative sources of energy will not make them

feasible on a laﬁge scale by the year 2000.

During‘qhe Johnson Administration an internationally supported and
funded non<political research consortium of scientific institutions from 17
nations around the world was established in Schloss Laxenburg, Austria.
This consortium--the International Institute for Applied Systems Analysis
(IIASA)--was established to study world-wide issues and problems as far in
advance as possible in order to ward off global crises. Among the activi-
ties undertaken by this group was an examination of the future world-wide

energy situation.

|

During P981, the Energy Systems Program Group of the Insititue
published the results of a massive study they had undertaken to evaluate
the supply and demand prospects of energy through the year 2030. The study

report - entitled

picture for the future of energy in the world through the next 5 decades.

Energy in a Finite World - forecasted a somewhat somber

Armed with a hlgh degree of international cooperation and very good data

‘and assuming no

nological panacea

global disaster, no profound economic change, no tech-
, and a degree of international cooperation that can only

be described as ?ptlmlstic, the Group determined that the lives of the pro-

jected number of

However, the "epp

8 billion people could be sustained through the year 2030.
rt noted that it will not be easy and it will not happen

automatically. Strategic action and understanding and political coopera-
tion will be required for this to happen.

The report noted that within 50 years the world population will
double and need four times the energy to sustain life as is used today.

1 National Aca&emyvof Sciences New Report Vol. XXXI, No. 5, May 1981

"World Energy

Needs to Year 2030 Can be Met, but Not Easily"
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The provision of energy demands to the year 2030 and beyond can be met
because there are possibilities of unlimited energy supplies. However, the
report differed in substance and tone from a great deal of the current
energy-policy discussions by finding no promises of easy nuclear power, of
harmless solar technology, and of boundless renewables. The projections do
show an increasing use of liquid fuels at high cost and the use of breeder
reactors, if technological and political problems can be countered, before
the world can achieve a transition to energy technologies far more
sustainable. The various scenarios of the report show energy conservation
as a necessity--not a choice.

Other energy experts believe that alternatives like o0il and gas
from coal may become cheaper than finding, developing, and producing new
oil, and that coal liquification and gasification will undoubtedly be the
new wave of the future in energy. However, because of the lack of govern-
ment funding, guarantees, and tax incentives to support synfuel research,
no plant is operating in the United States today and none are expected to
produce commercial quantities of oil or gas before the mid-80's. There are
also severe environmental and water quality impacts to be dealt with.

) Of course, there are other schools of thought concerning energy
and petroleum availability in the year 2000 and beyond. One pessimistic
viewpoint is that U.S. and world oil supplies are limited, and even with
static demand, the U.S. has only a 25 to 30 year supply and the rest of the
world little more. This viewpoint is shared by most American petroleum
companies, the Arab o0il producing countries, several respected American
geologists, and several research organizations such as the Rand Corpora-
tion. The basic points that support this view are that the U.S. has con-
sumed 75 percent of its known o0il reserves and that major new finds are
unlikely, the Alaskan North Shore will supply only one and a half years
worth of domestie o0il, and that economically recoverable coal will last
less than a century. The bottom line is that oil supply will steadily drop
and that the Ypetroleum age of the free world may be expected to continue
at most for only about 30 more years."! An extension of this pessimistic
view is that oil will become less .important and less depended upon because
it will no longer be a cheap energy supply. O0il energy was widely used
because it was inexpensive and other factors were optimized, e.g. labor
costs, processes and machinery used, levels of maintenance, and economic
life of equipment. Hence, with energy becoming expensive the world would
use less energy and petroleum products by altering processes away from
intense energy consumption or substituting non-petroleum energy supplies.

At the other end of the energy supply spectrum is a much more
optimistic view of potential petroleum availability. This view has been
suceinetly vocalized by the Economic Geography Institute at Erasmus
University in Rotterdam, Holland. Basically, this view holds, "...that
there are many possibilities for the geographical diversification of oil
reserves and production potentials."2 Several points support this view:

1. "Energy Self-Sufficiency: I," by Shell 0il Co., July, 1974.

2. mp Pepsonal View of 'Missing 0il'," by Peter R. Odell, Petroleum
Economist, January 1980.

(1]
(1]



. "...the areas with proven reserves that dominate the contem-
poraﬁy picture are a very small part of the total areas of
the world with oil and gas potentials;...

. On looking, at the distribution of the world oil industry's
exploration and development effort, the contrast between the
limited number of areas which have enjoyed a significant
effort and the much more extensive areas with little or no
activities to date is even more emphaticj...

. even | in the industrialized world most regions have enjoyed
little petroleum development (well-drilling) compared with
the U.S. where, in spite of the long and intensive history of
the industry, it 1is still generally agreed that there are
considerable quantities of new o0il to be found; and..." -

. the rest of the world remains basically unexplored.!

This view maintains that the pessimistic view held by American oil

companies and Arab oil producing countries, and which has predominated
world opinion, is a product of its own political, economic, or geological
situation, and is not necessarily true world-wide.

While this plan does not maintain the veracity of any one view, it
does subseribe to the somewhat "middle of the road" findings of the IIASA
study; that although sufficient energy resources exist to support the
world's population through the 21st century, a lack of political coopera-

tion and technological research and development may actually inhibit such
an attainment.

2.  Energy Usei in New Jersey

New Jersey is dependent upon other states and nations for its
supplies of fuel. !Except for some coal deposits in central and western
Pennsylvania, there are no fossil fuels in the region. The picture may
change slightly with the development of the Outer Continental Shelf, but
New Jersey will continue to rely on sources outside the region for its
energy supplies.

New Jersey has an exceptionally high dependence on petroleum pro=-
ducts and that dependence is continuing to rise. As indicated in Table 3
the state relies more heavily on oil than the national average.

The transportation sector is a primary user of energy in New
Jersey. As indicated in Table 4, about 26 percent of gross energy consump-
tion and 43 percent of petroleum products consumed in the state are related
to transportation.

Given the uncertainty surrounding future energy supplies and the
recognition that transportation consumes an inordinate amount of these
resources, this transportation plan considers energy availability a primary
consideration in future transportation development.

T« mp Personal View of 'Missing 0il'," by Peter R. Odell, Petroleum
Economist, January 1980.
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TABLE 3 ‘
TOTAL ENERGY CONSUMPTION BY FUEL TYPE
(x 10!2 Btu)

New Jersey 1960 1970 1975 1980
0il 912.0 1.374.8 1.222.6 1.158.8
72.4% 72.3% 66% 38.3%
Nat. Gas 150.5 324.6 265.8 387.5
11.9% 17.1% 14.3% 19.6 %
Coal 198.1 158.8 136.3 157.3
13.7% 8.4% 7.4% 7.9%
Nuclear 0 35.9 102.6 111.6
0% 1.9% 5.5% 5.6 %
Purchased 0 7.3 126.1 164.7
Electricity 0% 4% 6.8 % 8.3%
Renewable 0 0 0 0
0% 0% 0% 0%
TOTAL 1.260.6 1.901.4 1.833.4 1.979.9
100% 1009 100% 1009,
United States
Qil 19.922.8 29,520.7 32,730.6 34,390.0
‘ 45.2% 44.2 % 46.3% 44.7%
Nat. Gas 12.385.4 21,794.7 19.947.3 20,880.0
28.1% 32.6 % 28.2% 27.1%
Coal A10.119.2 12.663.7 12.825.0 15,750.0 -
23.0% 19.0 % 18.1% 20.5%
Nuclear 6.0 239.3 1,899.8 2.850.0
0<% 4% 2.7% 3.7%
Purchased 1.633.6 2,669.2 3.291.1 3.080.0
‘ 3.8% 4.0% 1.7% 4.0%
-]
TOTAL! 44,083.2 66,827.2 0.707.9 76.960.0
1009 100% 1009, 100,

1. Columns do not sum to total because the total energy consumed includes U.S. net imports of coal coke and due to
independent rounding by fuel type: reference. Report DOE/EIA-024-(78)

SOURCE: Draft Revisions 1o the New Jerses Energy Master Plan. September 1981



1980 ENERGY

TABLE ¢

(x 10!2 Buu)

" USE IN NEW JERSEY BY TYPE AND SECTOR

Coal Petroleum Natural Gas | Eleetricity Nuclear Total
Residential  .9(2%) 143.1(29.8%) |148.8(3L.0%) | 187.9(39.1%) 180.7(100%)
6 12.3% 39.0 - 25.7% 21.9%
" Commercial  .3(.1%) | 197.2(43.2%) | 69.0(15.1%) | 189.8(41.6%) 136.3 (100%)
| 26 17.0 % 18.1 % 26.0% 23.6 %
Industrial  3.3(1.1%) | 229.9(15.8%) | 78.8 (15.8%) | 187.3(37.3%) 501.6 (100%)
3.5% 19.8% 20.7 % 25.7% | 25.9 %
Transporta:  .0(0%) 494.4(99.96%)|  0(0%) 2(.04%) 194.6(100%)
tion 0% 12.7% 0% 03% 25.6%
Sub-Totals  6.7(.3%) |1.064.6(35.1%) |296.7 (15.3%) | 565.2(29.2%) 1.933.2(100% )!
1.3% 91.9 778% 77.4% 100%
for 150.6 94.2 85.1 1647 * | 11L6 3
Electricity  95.7% 8.1% 22.0 % 22.6% 100%
Production
Other 5.7
2% |
TOTALS 157.3(7.9%) [1158.8(58.3%)(387.3(19.6%) | 164.7 (8.3%) | 111.6 (5.6%) |1979.9(100%)
1005 100% 1009 1009%  |1009% 1009

1. This sul-total is less than total energy by type of energy source. due 10 losses (electric transmission) and differences. in conversion factors,

2. Electricity purchased from out of siate p;odueérsf :

3. Energy for electricits production is noi summed horizontally because it is utilized by the four sectors and is accounted for in the eleciricity column.

NOTE: The percentages in parentheses lotal horizontaliy. They represent the percentage of each sector’s energy use by fuel type.

The percentage without parentheses n;nal veriically. They represent the percentage of each fuel used by a sector.

SOURCE: NJDOE Draft Revision 1o the New Jersey Energy Master Plan. September 1981.



3. Energy Scenarios

a. Introduction

Energy, especially petroleum, is a primary consideration in future
transportation programs. Since the future outlook for energy supplies is
uncertain, this section will discuss the transportation impacts of four
energy availability scenarios. ’

The four scenarios which follow discuss a range of issues and
parameters that can be expected to affect transportation in New Jersey over
the next 20 years. The scenarios will take shape based on certain assump-
tions in regard to energy availability, primarily petroleum, and the impact
that each scenario is likely to have on these parameters.

The first and fourth scenarios are considered as boundary sce-
narios which will help to focus directly on the proper range and degree of
energy availability and, indirectly, on other parameters. These two boun=-
dary scenarios will be extremes of situations and as such are possible
although improbable futures.

Scenarios II and III will focus on more likely availabilities of
petroleum supplies and will discuss the ramifications of such availabili-
ties on several parameters. These parameters include future population and
land use growth and distribution, economic viability and status of the
state, environmental impact, cost of travel and social impacts, available
transportation technologies, and finally transportation demand.

The following discussions give a brief definition of the four
alternative scenarios and some of the characteristics of each scenario
which indicate why it is 1likely or unlikely to occur. Following this
introduction, several of the parameters which impact transportation de-
velopment will be .-discussed relative to the probable impact of any par-
ticular energy scenario on that parameter.

(1) Scenario I--Cheap and Abundant Petroleum

This scenario envisions the return of relatively inexpensive and
abundant petroleum fuels during the next two decades, reminiscent of the
decades of the '50s and '60s. The hope always remains that a last minute
major find of vast petroleum stores may result from geologic exploration
which would mean a return to cheap and abundant fuel for Americans. People
likewise dream of the development of new, cheap, and abundant portabie
synthetic fuels similar to gasoline and diesel fuels.

As appealing as this scenario might be, it is highly improbable
between now and the end of the century. Because it is improbable, it does
not merit the in-depth investigation the more likely scenarios will receive
in this analysis. On the other hand, a more cursory investigation of such
a scenario is instructive, since it helps us to understand the repercus-
sions of an extremely optimistic future--in essence, bounding the future.
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(2) Scenario II--Trend Conditions: Moderate Energy Conservation

This scenLrio envisions conditions over the next two decades re-
flecting recent trend conditions, namely, no sustained energy shortfall but
an increase in energy costs. Any decline in supply is assumed to be easily
absorbed by higher efficiency cars, overall energy conservation, and
increases in the energy contribution of coal, nuclear fission, solar, and

non-conventional oil.

Scenario II is a possiblé one under the following set of con-
ditions: :

. OPEC has now, and could have, the ability and desire to raise
the real price of oil. These price increases would probably
result in a steady rise in the price of o0il rather than
periodic large increases.

. The supply of OPEC oil could remain sufficient, and no major
oil 'shortages could occur. The U.S. would be able to pur-
chase as much oil as is needed.

. Any decline in domestiec conventional oil production could be
- adequately offset by increased energy from nuclear fuels,
coal, shale oil, enhanced production oil, solar, or imported

: oilo -

. Technology could imbrove energy efficiency in all sectors of
the economy as auto mileage per gallon increases, synfuels
become available, industrial processes become more efficient,

and Fesidential heating loads diminish because of insulation
and design improvements.

(3) Scenario III--Moderate Energy Shortfall: Stringent Energy
Conservation

|
This scenario assumes that reductions in petroleum supply -are
anticipated and not disruptive, e.g., sudden embargo. Where such sudden
disruptions do occur, it is expected that they will be limited duration
inconveniences that can be survived improvisationally without the need for
sustained changes in travel behavior.

More specifically, this scenario assumes a2 moderate reduction of

about 35 percent of imported petroleum from 1980 levels, roughly equal to a
total cutoff of imported Arab OPEC o0il. If equitably spread across the
nation, this reduction or short fall would equal about 15 percent of the
state's consumption of petroleum. Further, a long term state policy
assumption is made, whereby the entire shortfall in petroleum availability
would be met through a reduction in petroleum consumption in the transpor-
tation sector, a reduction of about 35 percent. This assumption is based
on the conecept that the future reliance on petroleum fuels of other sectors
of the economy are less adaptable to change than the transportation sector.
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Scenario III is a 1likely scenario because of the following

reasons:

. Domestic 0il reserves are declining and production is slowly
and steadily declining, and these trends could continue to
oceur. '

. OPEC members logically would desire to make their countries'

vast o0il reserves last for many decades into the future to
optimize their countries' economic growth and insure the
highest possible price for their natural resource.

. Nuclear accidents have slowed the growth of nuclear genera-
tion of electric power by introducing many regulatory, poli-
tical, and economic restrictions.

. Large-scale increases in coal usage could be difficult due to
transportation, environmental, and technical constrictions.
Coal liquefaction and high technology extraction of tar sands
and shales suitable for fueling automobiles are plagued with
difficult problems and may be able to overcome little more
than a small percentage of the decrease in domestically pro-
duced petroleum.

. The international oil companies would rather sell less oil at
higher prices over a longer period of time.

. National policy would most likely be to lessen o0il imports so
as to reduce the financial balance of trade deficit and to
lessen the nation's dependency on OPEC and Middle Eastern oil
for political and defense purposes.

. Technological improvements require high oil prices to become
cost effective or widely marketable.

. Technology applied to synfuel production also requires higher
© 0il prices to become profitable and Jjustifiable. As oil
supplies decline, expensive replacement fuels will partially

fill the shortfall but all prices will rise.

(4) Scenario IV--Severe Energy Shortfall

This scenario envisions a severely reduced petroleum energy
availability amounting to a gradual virtual cutoff from Arab OPEC producing
nations. This scenario, like Scenario I, is highly improbable and will
thus be investigated only cursorily. It forms the second boundary on the
future.

It appears that even if such a scenario came to pass synfuel pro-
duction and coal liquefaction would not be able to adquately compensate for
the loss of natural crude production in the years preceding 2000. Such a
doomsday scenario cannot be summarily dismissed, however improbable it
might be, in light of the present international climate (a loecal nuclear
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confrontation could occur in the Mideast bringing a halt to crude
production).

NJDOE Energy Projections

In its recently published draft revision to the State Energy
Master Plan, the N‘w Jersey Department of Energy projected energy consump-
tion for the year 2000.7  The projections contained in that report are
policy projections that are aimed at reducing New Jersey's petroleum depen-
dence to a level more in line with the nationwide average.

Although the NJDOE projections were based on assumptions and
trends that approximate Scenario II conditions of this report, there is no
implied or direct'relationship between the two assumed conditions. The
NJDOE Master Plan contains policy projections that may or may not come to
pass, whereas the projections inciluded in this plan are "what if" scenarios
designed to look at a possible range of alternative futures.

b. Transportation Parameters

, The following sections discuss the likely impact of each of the
four assumed scenarios on the most significant factors which impact the
transportation sector. These factors include: (1) land use and demograph-
ies; (2) social implications; (3) economic conditions; (4) envirohmental
concerns; (5) technological developments; (6) infrastructure conditions;
‘and (7) funding impacts. Since Scenarios I and IV are assumed to be boun-
dary conditions and unlikely to occur, they will not be discussed in the
same detail as Scenarios II and III.

(1) Landese and Demographics

A strong nelationship exists between land use, transportation, and
energy. Over the past 125 years, human settlements in the developed parts
of the globe have grown spatially from hamlets confined by distances that
could be easily traversed by foot or animal powered forms of transpor-
tation, to contemporary cities where motorized travel is the norm. Each
‘advance was made possible by man's transportation inventiveness and the
associated availability of energy to power his new inventions.

One of man's latest transportation inventions--the automobile and
'a road system to serve it--has spawned the surburban development patterns
so prevalent today.  Substantial evidence exists . suggesting that suburban
development is intrinsically less energy efficient than higher density city
or village development. The inefficiency of a suburb is a function of its
lower population density requiring more infrastructure to be constructed
"and maintained to provide basic services like water supply, sewage dispo-~
sal, electricity, and transportation. To reach any destination, the
average suburban resident must drive a car, because: The distance is too
great to walk; the population density is too low for public transportation

1 Draft Revisions To The New Jersey Energy Master Plan, September, 1981,
NOJOD.O.EO . .
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to provide high-frequency service; and exclusive 2zoning places shopping
areas away from residential areas. In today's land use practices, suburbs
are much less energy efficient tharn cities, particularly in home heating
and transportation.! A shortage of oil® will fundamently affect suburban
life styles which are predicated on the use of automobiles and cheap fuels.

Analogously, New Jersey is the most densely populated state in the
nation and presently uses less energy per capita than the national average,
i.e., N.J. uses 240 x 105 BTU/capita/year or 66 percent of the national
average of 355 x 106 BTU/capita/year. Further, energy demand per dollar of
personal income in the state is 70 percent of the national average. Table
5 provides a historical comparison of per capita energy sonsumption for New
Jersey and selected sunbelt states. New Jersey requires more heating than
Florida or Texas but less cooling, and heating is generally efficiently
provided where as cooling is not. Therefore, New Jersey's total residen-
tial energy demands are less than Florida or Texas. Consequently, it is
not more energy efficient to live in the south or southwest, although it is
presently cheaper to purchase the energy there.

TABLE 3
PER CAPITA ENERGY CONSUMPTION FOR

NEW JERSEY AND SELECTED SUNBELT STATES
IN BTUx10¢/PERSON/YEAR

Motor Gasoline All Trans. Energy = Residential Energy Total Energy

NJ
1960 43 55 ) 39 216
1970 48 68 65 263
1978 58 8 . 65 267

Florida )
1960 48 68 30 168
1970 58 88 57 236
1978 69 102 68 280

Georgia

1960 - 43 52 35 m
1970 62 86 ) 60 277
1978 75 107 N 331

Texas . . » - v
1960 49 83 40 407
1970 66 108 68 340
1978 . 82 141 77 566

SOURCE: State Energy Data Report. Statistical Tables and Technical Documentation 1960-1978. USDOE April 1981: and
Statistical Abstract of the United States 100th Edition. US Department of Commerce

NOTE: Total Energy = Residential + Coinm_eﬂ:inl + Industrial + Transportation

1 The Costs of Sprawl, by Real Estate Research Corporation, April 1974.
(NOTE: Some researchers disagree with the findings of "The Costs of
Sprawl" and maintain that cities are not all that more efficient than
sSuburban development. The reader is referred to such works as The
Urban Transportation System: Polities and Policy Innovation, by Alan
Altshuler, MIT Press. Such debate requires further in-depth analysis
on this topic.)
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Scenario T

A return to the energy abundance of the post-World War II, pre-
embargo period wou#d undoubtedly foster continuation of the suburban deve-
lopment trends that occurred during that period. There would be extreme
pressures to develTp open space, vacant land and farmland. Any policy in

regard to land use control would be based on a philosophy of preservation

of open space for future generations, as well as on other existing land use
management program%

Although the population level projected for this scenario may be
similar to or somewhat greater than that projected for the other scenarios,
the residential de?51ty of population would be lower under this scenario.
- Migration from th
would increase at 'a higher rate toward suburban and rural areas of the
state. This migration would exacerbate the problems now faced by the
state's central cities. Faced with a reduced tax base, economic down-
spiraling would occur and cities would be hard pressed to provide adaquate
services to the remaining citizenry. :

If a return to an era of cheap and abundant fuel does occur, there
is a possibility of higher birthrates directly related to a higher state=-
wide economy "fueled" by low-cost petroleum. Consequently, there could be
an increase in the average family size over the next two decades. However,
- the average household size (all persons who occupy a housing unit, whether
related or not) will continue to decline slightly, even though the family
size (persons residing together who are related) will increase from the
recent historic downward trend (see Figure 6). The general strength of
Scenario I's economy will allow many people to live alone, or with few
others, in smaller size households. This situation would be similar to
that which ccurred durlng the 1950's and 1960's.

Scenario II

Land Use Characteristics

Under Scenario II conditions, land use patterns will not- alter
appreciably as the majority of the population will be able to afford higher
priced gasoline and cars. Under this seenar'loi the real price of energy is
expected to increase by about a factor of 2.0.' Table 6 provides a histori=-
cal perspective of the price of gasoline. Even with these increased energy

1 The following references generally assume a future similar to Scenario II
and provide estimations generally in the range of two-fold increases in the
real price of petroleunm.

a). Gasoline Prices to Year 2000, Data Resources, Inc. 1979;
b) "Long-Range Forecasts of Transportation Energy Consumption in New

York State" by D. Hartgen & N. Erlbaum in Transportation Energy:

Data Forecasting Policy and Models, Transportation Research Board,
‘Transportation Research Record 764, March 1981;

e) Gasoline Price Projections, New Jersey Department of Transporta=-
tion, March, 1981.

central cities in New Jersey and surrounding states -

[
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AVERAGE POPULATION
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FIGURE 6
AVERAGE POPULATION
PER HOUSEHOLD AND PER FAMILY,
1940 - 1980 ‘
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Source: U.S. Department of Commerce, Bureau of the Census.
Current Population Reports. Series P-20. No.313. “Households and )
Families by Type: March 1977 (Advance Report). “Washington. D.C.. 1978. p. 4.



TABLE 6
HISTORICAL PRICE OF GASOLINE!

Year Current Dollars/Gallon Constant 1978 Dollars/

- : Gallon
1950 .262 711
1955 .287 .700
1960 311 ‘ .688
1965 334 635
1970 .357 .594
1973 .390 .559
.1974 .528 .689
1975 .562 671
1976 | .587 667
1977 .626 - .672
1978 639 .639
1979 .865 797
1980 1.280 1.013

ICompiled by NJDOT from the following sources:

Transportation Energy Conservation Data Book: Edition ¢+
G. Kulp. Oak Ridge National Laboratory Sept. 1980. Table 3-1:

Transportation Energy Conservation Data Book: Edition 3
Shonka. Oak Ridge National Laboratory February 1979 Table 3-10:

US Dept. of Labor. Bureau of Labor Statistics, Consumer Price Index:

NJ Energy Profile, May 1986, NJDOE

costs suburban sprawl will continue, even if at a slightly lower rate than
in Scenario I. The increase in the price of fuel will encourage some indi-
viduals and the business community to become more energy conservation
minded. People will purchase more efficient automobiles to save on gaso=
line costs and insulate homes to cut heating costs. People with low
incomes will be burdened by the increase in fuel prices, but those who can
afford to buy new energy efficient cars may well experience a decline in
the real dollar cost per mile of propulsion energy.

Some rebuilding of cities and villages will occur but more because
of the desire for an alternative to suburban living than as a reaction to
fuel shortages. Land use zoning and land tax laws will not change much.
Developers will continue to build suburbs and little 1n—f1111ng and cluster
development would occur under this scenario.

Farmland
New Jersey contains about one million acres of farm land or 4.8
percent of the total ceropland and improved acreage in the Northeastern

United States. Pressure for development varies throughout the state, pri-
marily as a function of proximity to major centers of employment.
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The average annual loss of farmland in New Jersey during the past
decade was 4,500 acres with a 30 year statewide decrease of approximately
770,000 acres.! Compounding this problem is the fact that farmers own
only 47 percent of the state's farmland, the balance being owned by
developers/investors who may be temporarily leasing the land while waiting
for a more intensive land use opportunity to develop.2 Farmland preser-
vation is an important issue for two reasons: a) food price inflation and
b) food supply dislocations. The Northeast region of the U.S. has the
third lowest total of prime farmland (the Mountain and Pacific regions were
lower) at 13.6 million acres or 3.9 percent of the national total.3 New
Jersey has 1 million acres of prime farmland or 7.4 percent of the
Northeast region's total. Prime farmland is land with the best combination
of physical and chemical characteristies to produce food, feed, forage,
fiber, and o0il seed crops. Prime farmland has soil quality, growing
season, and water supply needed to economically produce sustained high
yield crops. As a result of this situation, the Northeast (New Jersey
included) must import much of its food. As energy prices increase, the
cost of transporting food from other states to New Jersey will also rise
causing food prices to rise. Under this scenario, farmliand would continue
to be taken at a high rate to acommodate continued suburban sprawl.

Demographic Characteristies

The N.J. Department of Labor and Industry's projection of New
Jersey's Year 2000 population and county distributions are used in Scenario
II. The trend projections were developed using an ODEA (Demographic
Economic Linked) Model which considers future employment as well as other
demographic parameters. The statewide year 2000 population under this sce=-
nario would be 8.32 million, representing a 13 percent increase over 1980
(see Table 7). These future county residential population distributions
reflect a continuation of suburban development trends.

With no energy shortfall and a gradual increase in the real price
of energy, state government will have a difficult task to realize its
objectives of a stabilized urban population, reduced rural and exurban
growth and suburban infilling development, assuming, as we do here, that
these objectives will still be in the state's best interest in order to
conserve energy, promote environmental quality, etc. These objectives and
their associated activities, such as priority infrastructure investment in
urban areas, stronger statewide land use controls, and adoption of energy

1 N.J. Profile, Economic Policy Council and Office of Economic Policy,
N.J. Dept. of Treasury, 1981; and Farm Numbers, N.J. Crop Reporting
Service, U.S. Dept. of Agriculture and N.J. Dept. of Agriculture,
January 6, 1981.

2 Grassroots: An Agriculture Ketention and Development Program for New
Jersey, October 1980, N.J. Dept. of Agriculture and NJDEP.

3 Statistical Abstract of the U.S., 101R Edition, U.S. Dept. of Commerce,
Bureau of Census.
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TABLE 7 - :
N.J. POPULATION PROJECTIONS BY COUNTY! - SCENARIO II
1 Est. 2000 |
: L%;aEG Population Gain % Growth

County Population  Projections or Loss 1980 - 2000
Atlantic 194.600 295.000 100.400 - 31.6%
Bergen 844.100 896.200 - 52.100 6.2%
Burlington 363.500 471,300 107.800 29.7%
Camden 472.000 498.200 26.200 5.5%
Cape May 82800 122,300 39.500 47.7%
Cumberland - 133.100 161,700 238.600 21.4%
Essex - 848.400 706.200 -142.200 ‘ -16.8%
Gloucester 200.600 287,600 87.000 43.4%
Hudson 555.700 443.600 -112,100 -20.2%
Hunterdon 87.800 . 111,100 23.300 26.6%

Mercer 367.900 354.900 47,000 15.3%
Middlesex 596.200 750,000 153,800 - " 25.8%

- Monmouth 504,200 . 592,700 88,500 17.6%
Morris : - 408.200 523,500 115,300 28.2%
Ocean 349.400 549,000 199.600 57.1%
Passaic 447,200 460,900 13,700 3.1%
Salem , 64.800 69,600 4.800 1.4%
Somerset 203.200 261.200 58.000 28.5%
Sussex 117.100 151.200 34.100 29.2%
Union 303.100 515.300 12,200 2.4%
Warren : . 84.700 95.700 11,000 13.0%

TOTAL » 79363.300 8.317,300 948.500 12.8%

'Statewide total and county distributions from Trend ODEA model. NJ Dept. of Labor and Industey.

efficient planning and building codes will receive less support . as thé
energy supply remains ample and much of the population can afford the
increased energy costs.

Under this scenario, household characteristies would be different
in the year 2000 than today. The average household size would decrease
from 2.65 persons/household to about 2.2 persons/household which represents
a leveling off of trend from 1965 (see figure 6), resulting in a 36 percent
inerease in the number of households. A smaller household size means more
travel per capita would occur.

People 65 years or older would comprise a larger percentage of the
population (about 13.2 percent) in the year 2000 than they do today (11.5
- percent). Although older people today generally drive less than the. rest
of the driving publie; the elderly of the future (today’s middle aged) can
be expected to drive more thus generating additional travel per capita.
New Jersey has already become a major retirement state with many elderly
people buying single family homes in retirement villages, particularly in
Ocean County.

68

“

]



Some return of middle aend upper income people would occur in the
cities and towns as some of these families begin to move back to the urban
areas for cultural, social, and economic reasons. Although this gentrifi-
cation is not directly a transportation problem, the displacement of the
poor and minorities to other sections of c¢ities or suburbs would be a
transportation problem, since these people are more public transit depen-
dent and the areas to which they would move are less amenable to cost-
effective public transportation services (because of lower residential
densities and less centrality.)

With higher energy costs, but no shortages, the out-migration from
New Jersey to the South and West will continue, perhaps at a slightly lower
rate than is occurring today. The low density and 1lack of public
transportation in the Sunbelt will not deter people from moving as the
higher energy costs for heating in the Northeast can be averted in the
warmer Sunbelt climate. The out-migration will be slowed somewhat by the
increased cost of energy for air-conditioning costs, the lack of water or
of inexpensive water and an infrastructure that will be getting older and
problematic in the year 2000. In this scenario, the water problem may be
acute because synfuel and advanced recovery technique oil supplies are
assumed to be in place to make up for the lost conventional crude oil and
these processes require enormous supplies of water.

The impetus for companies to migrate to the Sunbelt states could
slow as prevailing wage scales begin to rise to equal wages in the
Northeast region of the nation. Higher wages would be demanded in southern
and western states as unions gain strength, as the standard of 1living
rises, and as taxes and prices increase to pay for boom-inherent costs.
These factors would slow job formation in these growth areas.

Scenario III

Land Use Characteristics

Since the transportation sector is almost totally petroleum depen-
dent, a reduction in petroleum supply on the order of 35 percent would have
a great affect on transportation, greater than on the residential, indus-
trial, and commerical sectors which have a greater ability to convert to
non-liquid fuels. If petroleum were to become more scarce, society would
no doubt allocate petroleum to industries and businesses to keep the eco-
nomy going and people employed, to farmers for food production, and to heat
homes to protect the physical well-being of the populaticn. Within the
transportation sector, fuel use would also no doubt be rationed with pre-
ference being given to emergency vehicles (police, fire, and ambulances),
the trucking industry to insure the movement of goods necessary to sustain
the economy, and to public transportation. The private automobile would
likely be at the very bottom of the petroleum allocation ladder.

The diminishing supply of petroleum would increase the real price
of energy by about a factor of 2.5 by the year 2000.1 This increase in the

1. Ppetroleum shortages would drive up the price of fuel significantly
above that projected for scenario II. Refer to footnote on page 64..
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cost of fuel would make individuals and the business community signifi-
cantly more energw conservation minded. = For example, many people would
choose to relocate| their homes closer to their places of work and to other
services to reduce fuel consumption and into housing having lower heating
costs (urban areas for instance). Likewise, many employers would move to
the city or other dense transportation corridors allowing alternative tra-
vel modes for the+r workers. The economy of the state would continue to
change to one based more on service industries than on manufacturing
industries.

The propensity to move to. rural and low density suburban areas
would be diminished, a self-limiting feature of this scenario. However, a
‘certain increase in statewide land use control would be necessary and would
be more politically acceptable to insure proper, energy efficient infilling
of development tc occur rather than inefficient exurban development.

In the yéar 2000, better integration of new housing, shopping
areas, offices, and other worksites would occur as people would have had
time to react to the long-term development of energy shortages and in=-

creased prices. Developers would begin to build higher-density mixed-use

developments because they would sell better than remote single family
homes. The public need for smaller housing units and alternatives to auto=-
mobile travel would help popularize cities, villages, and cluster develop-
ment where services are closer to the residences.

The state would expand and clarify the State Development Guide
Plan, and the state's land use powers would increase as the need for effi-
cient land use infrastructure became more vital to the economic competi-
tiveness of New Jersey. With publie, private, and governmental pressures
being applied, 1land use zoning and tax laws would no doubt change from

exclusionary zoning and special tax write-offs only for hew construction

and begin to favor infilling and the rehabilitation of existing areas.
Infill development would convert low density areas into higher density
areas and make major steps toward integrating housing with shopping and job
opportunities. Clusters of newly constructed houses, appartments, shopping
centers, offices, and businesses would cut down on the amount of
infrastructure needed to serve the population and businesses.

Farmland

As mentioned in Scenario II, farmland is a valuable asset to New
Jersey. Containing urban sprawl, in favor of more compact growth, will
lessen the pressure on farmland. Retention of farmland in New Jersey is an
important issue warranting prompt state action.

Government action in Scenario III could lay the groundwork for a
serious and cogent land use poliey aimed at the protection of New Jersey's
farmland. Since population generally stabilizes in urban areas and does
not grow as rapidly as in rural areas, the rate of farmland disappearance
should be less than in Scenario II. Certainly any continuation of recent
trends in construction of new residential areas will continue to erode New
Jersey's capability of food production.
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Demographic Characteristics

This secenario uses a slight modification of the N.J. Department of
Labor and Industry's ODEA projection of New Jersey's year 2000 population.
However, the county-by-county distribution was based on the policy popula-
tion projections prepared by the Governor's Office of Policy and Planning
(see Table 8).

TABLE 8
N.J. POPULATION PROJECTIONS BY COUNTY - SCENARIO II1
L&I Est. 2000!
1980 Population Gain % Growth
County Population  Projections or Loss 1980 - 2000
Atlantic 194.600 286.100 91.500 - 17.0%
Bergen 844100 899.000 54.900 6.5%
Burlington 363.500 422.800 59.300 . 16.3%
Camden 472.000 577.600 105,600 22.4%
Cape May 82.800 110.100 27.300 33.0%
Cumberland 133.100 158.300 25,200 19.0%
Essex 843.400. 848.400 0 , 0%
Gloucester 200.600 254.100 53,500 26.7%
Hudson 333.700 559.600 3.900 - 0.7%
Hunterdon 87.800 98.800 11.000 12.5%
Mercer 307.900 376.500 68.600 22.3%
Middlesex 396.200 732.200 156.000 26.2%
Monmouth 504.200 568.800 64,600 12.8%
Morris 408.200 477.000 68.800 16.9%
Ocean 349.400 447:400 98,000 28.0%
Passaic 447.200 477.000 29.800 6.7%
Salem 61.800 66.100 1,300 2.1%
Somerset 203.200 256.900 53.700 26.4%
Sussex 117.100 150.700 33.600 - 28.7%
Union 503.100 503.100 0 0%
Warren - 84.700 91.800 7.100 8.4%
L |
TOTAL - 7.368.800 8.382.300 1,013,700 13.8%

'Statewide total developed from trend projections modified by stabilized population growths for Essex and Union Counties.
County distributions based vn poliey distribution. \J Dept. of Labor and Industry.

In an energy shortfall situation, the state government, with full
regard to energy efficiency concepts, could realize its policies of stabi-
lized urban population, reduced rural and exurban growth, and orderly
suburban infilling development through activities such as priority
infrastructure investment in urban areas, stronger statewide land use
controls, and adoption of energy efficient planning and building codes.

Under this scenario, the average household size would decrease
from 2.65 persons/household to about 2.4 persons/household, resulting in a
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25 percent increase in the number of households. This average household
size is slightly larger than Scenario II's household size because the tight
energy situation, with its changes in land use patterns and a slightly
weaker national ecdnomy, would slow the trend of declining household size
which occurs duri an era of stronger economic growth and cheap energy.
As in Scenario II, people 65 years or older would also comprise a larger

percentage of the population under this scenario (also about 13.2 percent)

in the year 2000 tﬂan they do today (11.5 percent). However, the trend of
elderly people buying single family homes in retirement villages would slow
in this secenario as]single—unit housing would become more expensive due to
a severe housing crunch resulting from the inereased number of households
and potentially high interest rates. To compound the problem, future
reductions invSocia% Security benefits are also possible.

Recent population distribution trends would begin to reverse
because people would settle closer to their worksites and other services
because of the cost of travel and the problem of not having alternative
travel options to the private car during times of tight gasoline. The

smaller household size would require smaller housing units. Cities have

more apartments and buildings easily converted to small units,

More gentrification would occur in cities and towns under this
scenario as more middle and upper=-class families move back to urban areas.
Consequently, the displacement of more poor and minority citizens would
create additional transportation problems. :

_ As noted previously, the suburbs are less energy efficient than

cities. Suburban houses tend to require more energy to heat, cool, and
maintain than city type housing stock, and suburban development patterns
require significantly longer trips to satisfy needs--predominantly by auto-
mobile. By some estimates, 80 percent of the housing stock needed in the
year 2000 is in place today, thus the suburbs are here to stay, not
withstanding their energy inefficiencies. However, the remaining housing
stock needed to accommodate the year 2000 population should be located in
more energy efficient environs.

"Shortages and_higher prices of energy could slow»thé out-migration

from New Jersey as the south and west have lower population densities and

thus are less prone to utilize public transit. Further, the increased cost
of energy for air-conditioning, the lack of water or of inexpensive water,
and an infrastructure that will be older and problematic in the year 2000
would likewise stem out-migration from the Northeast. However, some degree
of out-migration to the more densely populated areas cof New York City and
Philadelphia could oceur, thus counterbalancing any potentlal increase in
population over Scenario II°

Scenario Iv

The tendency toward denser land use would pvedominate this sce=
nario, chiefly because people and goods can be transported more energy
efficiently in denser corridors. Residential, commercial, and industrial
land can also be maintained more energy efficiently in denser development
patterns. Although there will be this innate tendency, proper planning is
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necessary (if there is any development or redevelopment at all) to ensure
the proper locationing and/or infilling of such development. Just as it
would be difficult to judge the economic base of the state under such a
severe scenario, it would likewise be difficult to determine a specific
future land use that would be necessary to maintain such a base. Hence, it
can only be assumed that a highly dense land use would be necessary in the
year 2000 as well as the centralization of land use control such develop~
ment would require. ’

It is difficult to determine changes in population during a
progressive and somewhat long-term crisis situation. The state's economy
would no doubt be directly impacted by such a prolonged reduction in petro-
leum availability. Chiefly, there would be two occurrences that would
result in population changes. First, the nation, and hence New Jersey,
would experience a great relocation of businesses, industry, and residen-
ces. Businesses not already located near high population areas would
either move or fail. Industries would evaluate their locations with
respect to the transportation system and move accordingly. Employees of
those industries which remain viable would have a tendency to move closer
to their places of employment to reduce costs of commuting or to eliminate
the need to use an automobile to make the journey to work.

Second, the economy of the state could be depressed to the point
that fewer births would occur. The cost of raising a large family would be
prohibitive and most couples would opt for delaying the start of their
families until the economy improved. For these reasons, it is difficult to
project the state's population accurately and the distribution of that
population. However, it seems probable that natural population growth
would be retarded and population densities would increase in urban areas.

(2 ) Social Implications

Scenario I

Under this scenario, a continuation of the disparity between the
social status of urban and suburban households/families will continue to
lead to inequities in mobility and hence to serious social problems within
the state and significant demands upon state government for resolution.
This disparity would continue to increase over the decades with possible
associated social disruptions occurring if the growing disparity is not
decreased by government remedial action. Indeed, some government assis-
tance would have to be instituted to allow certain services, such as public
transportation, to continue in the urban centers. Revised property taxa-
tion, statewide property taxation, or unification of parts of the urban
centers with more affluent surrounding suburbs and communities may have to
occur, thereby reducing the economic plight that could develop.

Scenario II

The higher real cost of energy will increase the cost of owning
and operating an automobile. Thisvwill force many poor and lower income

\,
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households to becope carless, and increase their need for alternative
‘transportation, especially public transit.

Although auto-travel as a whole will increase, the percentage of
auto=less people wi}l rise because:

. Although thereiwill"be more elderly peoplie who drive in the future,
there will be a higher percentage of elderly in the population who
don't drive. '

» Some gentrification of urban areas will occur and these people will
have-less need for the automobile mode.

|

. A larger percentage of the population will not be able to allocate
increasing proportions of their disposable incomes to transportation,
particularly those who can't afford to purchase new, more efficient
cars.

The transportation disadvantaged will become a larger percentage
of the population, but they will continue to be basically poor and elderly.
These people will need alternative modes of transportation that are inex-
pensive. Alternative modes such as public transit, carpools, vanpools,
bicyeling, and walking, along with their appurtenances, will be required.
However, if the majority of people still drive cars, there will be little
interest or widespread demand for these services.

With a continuation of low density land use development, public
transit will be very expensive to provide and the public sentiment for
increased subsidies could abate. The issue of modal costs and their sub-
sidies will continue to be debated in the future in the search for lower
cost transportation. The degree of debate will depend on the political
strengths of those people not capable of utilizing the automobile mode,
namely the poor, elderly, and central city dweller.

Scenario III

With tightvgasoline supply and the higher costs of owning and

operating an automobile, an increasingly large percentage of the population
would become carless or second-carless and would have a pressing need for
alternate transportation, especially public transit. Transportation may
well become a social issue for the middie-class as they begin to experience
the same transportation problems that now are mainly confined to the poor
and elderly who are the traditional non-car drivers.

The percentage of carless people would also  rise for other
reasons: :

« The gentrification of urban.areas where there is less need for owning
an auto and, conversely, where the cost of auto ownership is high,
€.8., insurance rates and garaging fees.

o As the economy slows due to less energy, more households would not be
able to allocate increasing amounts of their disposable income to
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transportation, particularly the poor who would be hurt by high fuel
costs and lack of capital to purchase newer fuel efficient cars. Even
the affluent could be inconvenienced by rationing and regulations.
Non=car drivers would begin to stress equity in transportation as a
political issue. Without a second car, the two working parent family
would need alternative modes of transportation to get to work or for
other trip purposes.

All of this will lead to a need for greater attention to be given
to alternate transportation modes that can serve society but which are less
dependent on petroleum fuels. These alternate modes include public tran-
sit, carpool and vanpool programs, bicyecling, and walking.

Scenario IV

It is difficult to project the social ramifications of a severe
energy shortfall. On the one hand, severe energy restrictions would lead
to increased unemployment rates and a reduction in personal income growth.
On the other hand, the disparity between the economic status of the citi-
zens of the state would diminish as jobs move back into the urban centers
allowing the urban poor to compete for them. Also, the full range of
opportunities available to all citizens of the state would increase under
this scenario as not only employment but also recreation, cultural, and
other activities follow the citizens back into the urban areas. As there
would be less petroleum fuel to support personal mobility to the degree
that exists today, it would fall, no doubt, to state govérnment to insti-
tute and maintain adequate public transportation to accommodate as many
journey-to-work trips as possible.

(3 ) Economic Conditions

The projection of the economic status of the state under any
energy scenario is a difficult and complex matter since econcmic trends are
affected by many other factors besides energy. Costs of labor, impact of
labor unions, tax incentives, and the relative advantages of constructing
new industrial infrastructure versus the rehabilitation of outdated ex-
isting infrastructure are just a few of the many other factors which ecan
affect the geographical location or relocation of jobs. However, this sec-
tion will attempt to address the likely impact on the state's economy of
differing levels of energy cost and availability.

Scenario I

Under this scenario it can only be surmised that cheap and abun-
dant fuel would be an economic boost for the nation and the state in the
period through the year 2000. New Jersey's chemical, drug, and refining
industries would be fortified by such conditions. What is difficult to
determine is which industries in the state's urban areas would elect to
move to the more suburban and rural areas of the state or to the Sunbelt
states altogether, driven by cheaper fuels and the desire to function in
campus-like settings. This out-migration must be counterbalanced by the
in-migration into New Jersey of businesses and industries from the major
metropolitan centers of New York City and Philadelphia. The only
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constraints to such a suburbanizing trend would be an open land conser=-
vation policy advocated by government and endorsed by the citizens. Such a

policy would have to be measured against the impacts of such policy on:

business and 1ndustr1al relocation.

Scenarlo?II

For many years economic conditions, technological developments,

population densities, and life styles combined to place New Jersey among
~the top states in the nation in terms of economic strength. Prior to the
decade of the lgVO‘s, manufacturing industries were primary components of
the northeast states' economies. In recent years, however, the South and
West have attracted both manufacturing industries and financial resources
from these older industrial areas. This industrial migration has helped to
retard the economic growth of New Jersey and the rest of the Northeast.

Income Growth

Currently, per capita income in New Jersey is increasing by
approximately 1.9 percent per year while the nationwide average is
increasing by about 2.6 percent per year.1 Under Scenario II conditions,
it can be expected that these trends and relationships will continue for
the next two decades with perhaps the growth rate increasing slightly.

Uhemplbyment

Statewide uneﬁployment reached a post-World War II high in 1975 of
11.4 percent. Since that time, it has declined to just over 7 percent.

The high unemployment rate of 1975 can be related to the energy shortage.

years of 1973-1974 and the recession and inflation that followed, thus
portraying the impact of energy cost and supply on employment. :

.Currently, unemployment in New Jersey is approximately 7.2 per=-
cent. This rate is tied into- the energy prices which currently exist.
Under Scenario II, which envisions moderate increases in energy costs, the

‘unemployment rate in the state can be expected to approximate today's

figures or decrease slightly. The potential for reducing unemployment by
any sizeable amount is dampened by the fact that employment opportunities

which moved from New Jersey in the past are not likely to return by the

year 2000.

Cost of Living

While increasing energy costs are not totally responsible for
inflation, the gradual increase in energy prices has affected the costs of
many other products and services. Rising energy prices have caused

increases in all components of the Consumer Price Index (C.P.I.) and have

made it harder for New Jersey residents to meet their expenses.

1 Survey of Current Business, U.S. Dept. of Commerce, Bureau of Economic
Analysis, Nov. 1980, pg. 49 :
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From 1960 to 1970 the C.P.I. for all items rose 27.6 points; from
1970 to 1980 the same component of the C.P.I. increased 130.5 points.
Other components of the C.P.I. also show the effects of inflation. From
the base year, 1967, when all parts of the C.P.I. were set equal to 100
points, to 1980, the following components of the C.P.I. showed increases:
Food up 148 percent; apparel and upkeep up 78.4 percent; housing up 163.3
percent; rental housing up 91.6 percent; transportation up 149.7 percent.
These cost increases have meant increasing hardship for many New Jersey
residents. Table 9 provides a historical comparison of consumer price
indices for all items and for transportation only.

TABLE 9
CONSUMER PRICE INDICES
"~ (1967 = 100)
Year All Items Transportation
1950 72.1 68.2
1955 80.2 77.4
1960 88.7 89.6
1965 94.5 95.9
1967 100.0 100.0
1968 104.2 : 103.2
1969 109.8 107.2
1970 116.3 112.7
1971 - 121.3 118.6
1972 125.3 119.9
1973 133.1 - 123.8
1974 147.7 137.7
1975 161.2 150.6
1976 170.5 165.5
1977 181.5 177.2
1978 195.4 185.5
1979 217.4 212.0
1980 246.8 ' 249.7
1981! 264.8 301.7

'August, 1981 figures are for all Urban Consumers in New York-Northeastern New Jersey.

SOURCE: Handbook of Basic Economic Statistics. May. 1981. pp. 99-101
and U.S, Department of Labor, Consumer Price Index  9/24/81

Currently, overall inflation is running about 10 percent per year
for all items. Under the conditions of this scenario, the inflation rate
can be expected to continue at about the same rate.

Scenario III

Approximately 8 years have passed since the first domestie oil
shortage occurred. The economic conditions brought on by an energy short-
fall as perceived in this scenario conceivably could be considered similar
to but not as severe as the situation that existed in the shortage years of
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1973-1974 and to Fhe years of recession and inflation that immediately
followed. The state is now in a better position to address energy problems
than it was in the early 1970's. Also, the more energy intensive indus-
tries, such as primary and fabricated metals, electrical machinery, and

some stone-clay-glass manufacturing, have already left the state.

It would be incorrect to assume that there would be little or no
impact to businesses and industries due to reductions in petroleum fuel
availability. Indeed, the large price increase alone would have a negative
influence on the growth of the economy, employment and the cost of living.
Other states will experience somewhat similar impacts, and thus, nationally
there will be 1less consumer and business spending and increased
unemployment . ;

‘As these effects would take place over a 20-year period, the
marginally energy inefficient businesses and industries would have left the
scene. If the U.S. allocates its domestic energy fairly, New Jersey would
appear to be in a competitive position nationally due to its high popula-
tion density, proximity to major markets, good public transit infrastruc-
ture, relatively mild climate, and diversified employment base.

Income Growth

As petroleum becomes scarce, total production in New Jersey could
decrease and the output of goods and services could decline. Particularly
vulnerable is the state's petrochemical-plastic industry which represents a
large aspect of the state's economy. This industry accounts for approxi-
mately one third of the state's value of total manufactured shipments and
20 percent of the manufacturing sector's employment. ‘

Under this scenario, New Jersey's annual growth rate of per capita
income through the year 2000 would be less than that of Scenario II and
less than today's growth. It is likely that this measure of the state's
economy will experience a decrease on the order of 1 to 2 percent from
today's annual growth rate of 1.9 per cent. Income growth effectively
becomes nominal under this scenario.

"Unemployment

During the next 20 years, the unemployment rate in New Jersey
would follow current trends but at an accelerated rate. Manufacturing
employment would decline during this period. However, jobs in the state's
service industries would increase modestly as would jobs in finance,
insuranee, and real estate. The state's average unemployment rate could
exceed 10 percent under this scenario, with even higher unemployment rates
. experienced in certain key industries.

Cost of Living

Inflation under this scenario would increase to slightly higher fb

levels than Scenario II as the scarcity of energy and high fuel prices
further increase all components of the consumer price index. The rise in

inflation, coupled with the anticipated decline in personal and per capita
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income, would result in some fundamental changes in the life styles of the
citizens of the state. The continued. increase in the cost of home owner-
ship, for example, would continue to spur changes in home purchase pat-
terns. A continuation of recent trends of purchasing cheaper homes in the
inner cities or the purchase of condominiums will have important implica=-
tions for land use and transportation planning. ;

Scenario IV

A severe energy shortfall could initially have a catastrophic
impact on New Jersey's economy. As noted .in the preceding scenario, the
petro-chemical-plastic industry accounts for approximately 20 percent of
the manufacturing sector's employment. Also, many of the state's workers
are employed in jobs that are directly tied to transportation, i.e., gaso-
line refining, automobile and other transport equipment manufacturing, and
public transit operation. '

v ’Additionally, most New Jerseyans rely on the automobile to get to
work. A severe energy shortfall would play havoc during the short term
-with the citizen's desire to travel from home to work.

Over the long term, however, the inherent energy efficiencies of
the Northeast and existing infrastructure could make New Jersey even more
attractive to industrial and manufacturing development compared to many
other states. Also, New Jersey is the base for much scientific and tech-
nological research. Therefore, synthetic fuel research, development, and
production could increase significantly under these conditions.

Urban living and cluster developments along major transportation
arterials and transit lines would take on added impetus. Small industries
located within the urban area or part of the cluster development would
emerge. Even the concept of "cottage industry" might reemerge in the
future. No doubt, public transit would enjoy a renaissance in terms of
reinstitution of service, new construction, and use.

(4 ) Environmental Concerns

Scenario I

There are principally two main impacts of such an energy situation
in New Jersey. First, due to abundant fuel, the suburbanization process
would continue, leading to greater conversion of open space and farmland to
other developed land use--residential, commercial, and industrial.

Second, a greater use of the automobile with lower occupancy rates
could have a detrimental effect on the quality of air within the state.
This could be especially severe if technological research and development
in pollution abatement slackens, as it would in the area of engine effi-
ciency. :

A return to an era of cheap and abundant fuel coulé encourage a
return to the use of larger and heavier automobiles, thereby increasing the
use of other natural resources, i.e., chrome, aluminum, copper, steel, etc.:



Scenario Ii

Environmental damage under this scenario would be less thah in
Scenario I. This ;scenario assumes that the reduction in energy supplies

from certain fuels, e.g. petroleum, which are expected to be more scarce in

the future, will be offset by conservation efforts and 31gn1f1cant in-
creases in alternative fuel supplles.

The development of alternative fuels to replace conventional oil
has a great potential for environmental damage. Coal development has
severe land reclamation, air pollution, water pollution, and transportation
consequences. Nuclear power development has unsolved radicactive waste
disposal problems, requires large amounts of water, and the operational
safety of these plants is questioned by many. Advanced oil recovery tech-
niques can cause water pollution and disturb wildlife and the natural
“environment. Synfuel production requires vast amounts of coal and water.

The euburbanization process would continue under this scenario

although slightly less than under Scenario I. Increases in auto use would
lead to increases in air pollution; however, the lesser degree of subur-
banization and the conservation efforts associated with this scenario would
generate less air pollution than Scenario I.

Finally, continued road’bulldlng efforts of a significant scale
would be required under this scenario leading to contlnued adverse impacts
on the state's env1ronment especlally in urban areas.

Seenaplo_III

Pending the results of any further oil exploration attempts off
the coast of New Jersey, one of the few benefits of being an energy poor
- state is the reduced environmental damage that can occur from the mining
and processing of coal, oil, gas, and nuclear bearing ores. The impacts of
these activities will clearly impact the environment of the southern and
western states. Thus, New Jersey could be impacted by acld rains and
polluted air from western areas of the country.

The development of new energy forms necessitated by this scenario
would entail many environmental decisions and may bring diminishing returns
energy-wise. In the long run, it may be cheaper and easier, or as easy, to
eliminate the need for a barrel of oil or a ton of coal by never using it
at all (by increasing energy efficiency) than it is to find, process, and
consume energy and clean up afterwards. _

Environmental awareness is deeply engrained in large segments of
the population, and should the environmental status quo drastically worsen,
technological fixes and conservation would be demanded by large segments of
the population. A high standard of environmental quality can be compatible
with a high standard of living, but not with a wasteful standard of living.
The extra cost of environmental mitigation would make conservation a more
cost effective and preferable route. Some of the major environmental pro-
blems to be faced are: Open -space reduction from energy exploration and
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extraction; acid rain, water and rain pollution, water scarcity, noise,
social disruption, and land reclamation problems from coal utilization;
radioactive waste disposal, water supply problems, and the danger of a
power plant accident from nuclear electric power; and air and water pollu-
tion problems from oil utilization. .

Because this scenario assumes less petroleum consumption than
Scenario II, it can be assumed that the environmental impacts would be less
from that energy source, only to be countered by increased utilization of
other fuels, primarily the increased burning of coal for electrical genera-
tion. It is conceivable that, in an energy rationed future, the concerns
of certain industries and some segments of the publiec over the reduced
energy supply could convince federal and state governments to lower en=-
vironmental protection standards. Air pollution standards, open space pre-
servation, and pollution abatement in general, often seen as preventing
efficient recovery and usage of energy supplies, could be jeopardized.

Scenario IV

It is expected that the environmental damage would be minimal
under this scenario. However, this assumption would depend to a great
extent on the degree of offshore drilling, pumping, and transportation of
petroleum crude along the coast of New Jersey, and the production and -
refining of petroleum products within the state. Preliminary information
has indicated that the reserves off the coast of New Jersey will yield
limited petroleum reserves. Actually, many of the western states' environ-
ments will be jeopardized as the country would be forced to increase the
‘mining of coal, nuclear materials, and oil bearing sands and shales.

Further, such a scenario would mean a curtailment of new
infrastructure construction in rural and undeveloped areas of the state.
The suburbanization process would be halted; if any construction did occur
infilling would take place in the state's urban areas and at intersections
of main transpcrtation corridors. This land use development would mean the
greater preservation of open space, farmland, and other environmentally
sensitive land.

(5 ) Technological Developments

Technological advances will temper the effects. of the different
energy scenarios. However, it is difficult to estimate the rates of
progress under various energy shortfalls. A major shortage of fuel and
associated high prices would provide a greater impetus for -advanced energy
efficient technology and, assuming our technological research and develop-
ment efforts are fruitful, less energy would be needed for the same quality
of life. If prices rose slowly and energy became more plentiful, there
" would be little demand for new energy efficient products and more energy
would be used.

Scenario I

Undoubtedly, this energy scenario would curtail the consumer
demand for energy efficient motor wvehicles. The citizens, industry, and
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government would probably be satisfied with energy efficiencies presently
attained. However, even with substantial improvements being made in recent
years and anticipated through 1982, additional research would likely occur
to reduce automobile pollution further, if mandated. Research into synthe=-
tic 'fuels, eleetric vehicles, and improved public transit vehicles and
systems would probably be foregone due to cost/benefits of such research
and development.

Scenario II

Energy production technology will advance in Scenario II. Better
advanced oil recovery, coal mining, synfuel, and solar techniques will

evolve. These will make adequate energy available at a real price of

approximately double today's price.

How widespread advancements in transportation technology will
become, hinges on the fuel supply. If sufficient fuel is available, there
will be 1less need for electric cars, telecommunications, and appropriate
technology.

If there is some fuel supply constraint, advances in transporta-
tion technology will augment gasoline powered travel by electric vehicles,
useful telecommunications, and the deployment of appropriate technology.

Seenario III

Under this scenario, the energy shortfall would begin to be
apparent long before the year 2000 and that information would spur research
and development of more energy efficient vehicles and equipment in all sec-
tors of the economy. As the real price of fuel increases and its availabi-
lity .decreases, more research and development would take place and ‘the
public and industry would be willing to expend more amounts of capital to
purchase energy efficient automoblles and equlpment.

With the shortfall deplcted in this seenario, 35«&0 mpg auto and
light truck fleet consumption rates would seem reasonably possible. The
car of the future would no doubt be small, low powered (by today's
standards), have computer monitored carburetion, and have an improved or
infinitely variable transmission. The truck fleet efficiency would improve
by about 1.5 times as better power plants, transmissions, tires, and some
aerodynamic streamlining takes place. However, since trucks would continue
to carry large and. heavy freight, weight reductions would be less feasible.

Electric powered cars would have some utility under this scenario
because they can be powered with non-petroleum fuels. However, they would
probably have a small market penetration, on the order of 2 percent, since
they are not much more energy efficient than internal combustion engine
‘autos and would have limited range performance characteristics.

Substitute fuels for automobiles would not be a panacea for
replacing the diminishing supply of domestiec oil production. The synfuel
programs are plagued with environmental, capital, political, and cost-
effectiveness problems. Fuels from biomass raise an equity problem from a
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‘world-wide perspective. New Jersey is part of a world community which has
much concern for starvation and malnourishment, and making fuels using
agricultural resources could raise a moral controversy.

Telecommunications would become more important in the future as it
eliminates the need to make certain trips, or alters the trip-making acti-
vity. Two-way interactive coaxial cable systems linking computers would
become ubiquitous. Long distance travel would grow at a slower rate than
it has with improved telecommunications. Urban/suburban trip making would
be altered and could even diminish the negative impacts of forced reduc-
tions in discretionary trip making. The viability of the CBD could be hurt
as telecommunications help increase the energy efficiency of low density
suburban development. The most promising telecommunications advances would
be aimed at remote worksites, teleconferencing, improved traffic .control,
ridesharing information distribution, and shop-at-home services. High
energy and travel costs would spur research and development in the telecom-
munications field.

Appropriate technology is not so much sophisticated advances in
gadgetry but using the correct technology to perform the specific task.
Better utilization of efficient motorized and non-motorized (bicyecle)
vehicles, improvements in delivery service, solar heat, gardens, and some
life-style changes all are appropriate answers to the energy problem.
Innovative and simple systems are often Jjust as effective as high-
technology solutions.

Scenario IV

Technological advances would be most critical under this scenario
for they would determine the quality of life that wculd exist in the year
2000 under dire conditions. Indeed, as adverse economic conditions deve-
loped, they would compel diverse and intense research and development in
all areas impacted by serious energy shortages. It would be most difficult
to ascertain the degree of success of such attempts. However, from a
transportation point of view it can be assumed that not only will there be
research in improving vehicular energy efficiencies but the efficiencies of
entire transportation systems as well.

A great deal of research would have to be exerted in finding new
and cheap fuels that could be used until the year 2030 when it is expected
that the benefits of fusion power would become possible. Alternatives to
trip making would also have to be explored and would result in improved
high-speed telecommunications which would take the place of business
meetings, shopping trips, educational trips, and many work trips. ]

(6 ) Existing Infrastructure Conditions

When planning for one infrastructure, such as transportation, it
is important to look at the impact of such plans on the total infrastruc-
ture. Therefore, this section is presented to examine the scope of the
infrastructure that will have to be improved or added to depending upon
which scenario should eventually evolve.
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Transportation

New Jersey's ¢transportation system:is'extensive for a state so.

small in size. The system consists of approximately 33,000 miles of high-
ways and streets, 500 route miles of commuter rail track, a rapid rail

' system consisting of 33 route miles of track and approximately 3,600 buses..

- Although extensive, .the state's transportation system is rela-
tively small when compared to some other states. For example, New Jersey
has 4.6 center line miles of highway per 1,000 residents. This compares to
10.0/1,000 for Pennsylvania, 6.2/1,000 for New York State and 17.8/1,000
for the nation as a whole. On the other hand, New Jersey's highway system
is extensively traveled as its average daily travel per mile of highway is
b,134. This compares to 1,639 for Pennsylvania, 1,951 for New York State,
and a nationwide average of 1,069.

Because of this extensive use and historical funding insufficien-
cies, New Jersey's transportation system has begun to wear out, and exten=-
sive rehabilitation efforts must be undertaken regardless of which energy
scenario and development patterns should eventually come to pass. This
rehabilitation effort is necessary if substandard roads, bridges, and
public transit systems, that result in increased vehicle operating maine-
tenance costs, energy consumption, pollutant emissions, accidents, and
congestion, are to be averted. ' ‘

Based on a recently compiled analysis of future transportation
infrastructure conditions, it has been determined that if current levels of
funding are not increased beyond present levels, there will be an estimated
19,000 miles of state and local roads in need of pavement rehabilitation
and over 800 state and local impassable bridges by the year 2000.

_ The statewide public transit system wculd experience problems of a
different sort. - Currently, a massive public transit modernization program
is in progress, so the problems public¢ transit will face in the future (if
no substantial amounts of additional transit funding are forthcoming) is
keeping the fleet of buses and trains well maintained and operating, with
replacements forthcoming when rail cars and buses reach retirement age.
Indeed, the services now provided at current funding levels cannot be
- sustained, even if fares were increased to keep pace with inflation.

 Moreover, if current funding levels are not increased, transit
service cutbacks would be necessary to avert deficits. These cutbacks, in
- turn, would prompt a loss of existing ridership--as some transit dependents

are left without service and some transit riders with travel choices

- available are dissuaded from using transite-and forfeiture of anticipated

ridership growth. Some of these "lost" riders would be transit dependents
left without transit, who would then be forced to forego the trips they
formerly made, thus reducing their mobility. The remaining "lost"™ riders
would be people diverting to cars, plaecing further strains on the state's
already congested road system. This added traffic would increase travel
times on the state's principal commuter arteries and would also translate
"into increased energy consumption and air pollution as well.
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Simply raising fares in lieu of service cutbacks would not solve
the problem. Besides further burdening transit dependents, this strategy
would in itself lead to decreased ridership. A general relationship of
fare increases to patronage loss is that each 1 percent increase in fare
results in a 0.3 percent ridership decrease, e.g., if fares are raised 30
percent, a patronage drop of 9 percent could be expected.1 Relative
ridership losses could be significantly higher given large and/or frequent
fare increases and especially if coupled with service cutbacks.

Housing

Residential development consumes more land in New Jersey than any
other use. It is established that more than 50 percent of all lands pre-
sently developed in the state are occupied by residential uses. Until
recently, the consumption of land by residences had been accelerated by the
outward movement to the suburbs which had characterized New Jersey's growth
during the past several decades.

During the past decade, the growth in housing stock increased at a
greater rate than the population. These trend relationships were caused by
decreases in the average household size, a population that is growing
older, and the need to replace units lost through obsolescence, deteriora-
tion, and destruction. During the period 1970-1980, population in New
Jersey grew by 2.3 percent while housing stock for the same period in-
creased by more than 16 percent. The nature of the growth in housing stock
during this period reflects the statewide trend toward suburbanization.
Between 1970 and 1980, the four leading counties in terms of housing stock
increases were Ocean with an increase of over 62,000 units, Monmouth with
more than 41,000 units, Burlington with more than 32,000 units, and
Middlesex with an increase of almost 32,000 additional housing units. The
majority of these new units were of the high-cost single-family unit type.

Projections included in the New Jersey State Development Guide
Plan call for an annual production rate of 65,000 units to satisfy New
Jersey's housing requirements through the year 2000. Although this figure
would no doubt fluctuate depending on which energy scenario and development
patterns should eventually come to pass, the construction of housing units
will have to accelerate under any scenario as building permits during ‘the
recent past have averaged slightly more than one-half the projected rate
necessary to meet demand. A major challenge in the years to come will be
to provide a variety of housing opportunities in appropriate locations for
New Jersey's increasing population.

Utilities

, The provision of utilities including water supply, sewage dispo-
sal, gas, electricity, and telephone are essential to the future well-being
of the state's developed areas. Although utility services have for the
most part adequately met the needs of the state's growing population, it

1 Traffic Quarterly, Vol. 35, No. 1, January 1981, 117-142. "Transit
Rideship Responsiveness to Fare Changes." 4



appears that two of the most important services, i.e., water supply and
sewage disposal, are falling behind in thelr abillty to meet growing needs.

As the state develops over the next two decades, the demands to be
placed on utility services will vary under the various energy scenarios.
The ability to meet those needs could be limiting factors on the land use
that will eventually emerge.

Weter’Supply

New Jersey has more than 500 public and private purveyors (enti-

‘ties which provide water to the public) that operate in the state. The
sources of water for these various purveyors takes many forms: Reservoirs; .

river intakes; well systems; purchases from others; and various combina-
tions of these. ‘ :

. Demand for bpurveyor-supplied water in 1980 approximated 1,080
million gallons per day. Projections for water demand in the year 2000 in
New Jersey show an increase of 255 million gallons per day.

A comparison of resources and demands indicates that the state is
not uniformly capable of meeting projected water supply needs. While some
areas of the state are in the enviable position of having sufficient water
resources both for the present and near-term future, other areas are now
in, or are rapidly approaching, critical shortage conditions. For
example, in the coastal communities of central and southern New Jersey,
summer vacationers inflate normal populations tenfold in some cases and

much of the apparent surplus supplies in those areas are committed to meet

these seasonal demands. Some surplus is desirable within a system as a
- back=-up supply in the event of an emergency or drought.

‘The recent drought situation indicates the precarious and fragile
water supply system that exists in New Jersey. As demands increase in the

future, the need to develop additional supplies will intensify. The number
of people that locate in the state, under the various energy scenarios, and
their geographical locations will have much to do with the extent of that
- demand and how it is satisfied.

Water quality has a, significant impact on water supply. efforts.
Pollutants from various sources can have a significant negative impact on
the quality of the state's 'drinking water thus reducing the amount
available for potable purposes.

: The effects of uncoordinated land use can also lead to
‘deterlorated water quality conditions. The introduction of incompatible
human activities into areas serving as sources of potable water supply or
the introduction of development in watershed areas which provide water to a
‘distant service area can sxgniflcantly impact water supplies and distribu-
tions. .

1 The New Jersey Statewide Water Supply Master Plan - Draft NJDEP, June

1981
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State plans call for the construction of several projects through
1985. 1 These projects are needed to provide adequate water supply and
distribution systems for the state. Once the immediate Action Plan is
under way, the state and purveyors will be in a better position to consider
and respond to needs that will occur after 1985. However, development of
new sources of supply will remain the principal means of satisfying needs
in the post 1985 period. The way the state develops, i.e., urbanization or
suburban sprawl will cer;ainly impact those needs.

Sewage Disposal

In addition to water supply systems, sewage disposal systems are
essential to residential, industrial, and commercial development. There -
are over 250 different organizations, both local and regional, that own and
operate the various waste water facilities throughout the state. The state
has some 650 waste water treatment plants that are the responsibility of
156 of these organizations, three of which are privately owned.

The state has identified several categories of waste water treat-
ment needs through the year 2000. These categories of treatment facilities
include: Secondary treatment; advanced secondary treatment; advanced waste
treatment; correction of infiltration/inflow; major rehabilitation of
sewers; new collector sewers; new interceptor sewers; and control of com-
bined sewer overflow.

Sewage systems and improvements require major investments. Until
recently, the construction of these kinds of projects have been heavily
funded by the federal government under the Clean Water Act. Present indi-
cations from Washington are that federal funding will be cut for certain
categories of projects, only earmarking available funds for treatment fa-
cilities of demonstrated benefit.

New Jersey will probably be able to meet its more critical waste
“water - treatment needs during the next decades. New strategies 1like
shifting waste water responsibilities to the localities rather than the
federal government will have to be investigated in light of planned federal
budget cuts. Additionally, new waste water treatment demands will have to
be reassessed due to a decreased amount of federal monies. The extent of
these needs will depend on the way the state develops in the future.
However, it cannot be over emphasized that the presence of these facilities
is essential to the state's future growth and development.

Electricity

Electricity in New Jersey is provided by three primary utilities:
Public Service Electric and Gas, Jersey Central Power and Light, and
Atlantic City Electric. The respective coverage area for each utility com-
pany is: PSE&G - from Bergen County South to Camden (including Trenton);
ACE-from the Deleware River, South of Camden to Atlantic City and Cape May
County; and JCP&L - all remaining areas.

1 The New Jersey Statewide Water Supply Master Plan - Draft NJDEP, June
1981. - |
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JCP&L and ACE basically serve the developing counties in New

Jersey while PSE&G serves the established urban areas. In conjunction with

this service, JCP&L and ACE are projecting an annual growth rate in

electrical use through the year 2000 of 2-3 percent while PSE&G projects a
growth rate of slightly more than 1 percent. This indicates that the uti-
lities expect a trend of continued suburbanization.

_ With the exception of PSE&G, the utility companies have very small
‘reserve capacities. Therefore, increased demand for electricity will have
to be met through expanded facilities. The energy scenario and land use
patterns which ultimately develop in the year 2000 will determine the
extent and cost of these additional service needs.

Natural Gas

New Jersey is currently a non-producing state for natural gas and,
as such, must rely on other regions of the nation for its natural gas
supply. Natural gas is supplied to New Jersey via a vast network of pipe-
lines which primarily originates in the Gulf states. The main pipeline
serving New Jersey is the Trans-continental pipeline.

There are four companies which provide natural gas to the state.

In order of size, they include Public Service Electriec and Gas,

Elizabethtown Gas, New Jersey Natural Gas, and South Jersey Gas. During

- 1980, the amount of natural gas supplied by these companies to New Jersey
residents was 387.5 billion cubic feet.

The use of natural gas in New Jersey peaked in 1972, declined
thereafter due to supply problems, and peaked again in 1980 when consumption
exceeded the 1972 figure. Growth in natural gas consumption during %he
dext 20 years is expected to increase by about 2 percent per year.1

Increased consumption of natural gas will require the construction
of a number of new facilities. These include both liquefied natural gas
(LNG) import facilities and natural gas pipelines. The siting of LNG faci=-
lities has become a controversial issue and may affect the location and use
of these facilities. The location and construction of natural gas pipeli-
nes do not appear to be as controversial.

Overall, the outlook for natural gas supplies in New Jersey is
generally considered to be favorable, especially in light of the recent
finds off the coast of the Eastern Seaboard. However, the land use pat-
terns that exist in the year 2000 will certainly impact the distribution
system necessary to accommodate consumption needs.

‘Educational Facilities

New Jersey is experiencing a change in its demand for educational
facilities. While the state's population is inecreasing, its public elemen-

T Draft revisions to the New Jersey Energy Master Plan, September 1981,
by NJDOE. '
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tary and secondary school enrollment is decreasing. However, at the same
time the number of New Jersey students attending institutions of higher
learning is increasing significantly. These trends are indicative of both
the declining birth rate in the state and the demands being placed on the
citizens' educational experiences by an advancing technology.

During the past five years, approximately 50 primary schools have
been built in New Jersey (mostly in rural areas). During the same time
period, about 35-40 schools per year have been closed (mostly in urban
areas). These data are a reflection of the state's changing population
shifts and declining enrollments in urban areas.

To meet the need of providing public schooling beyond the level of
high school, many junior colleges have been built to take some of the
increasing burden off of the colleges and universities in the state. These
facilities will continue to play an increasingly important role in the
future of higher education in New Jersey.

The future demand for educational facilities in New Jersey will
quite naturally depend somewhat on the impacts of the emerging energy sce-
nario. However, under any scenario, it is essential that educational fa-
cilities be available to the citizens of the State if New Jersey is to be
an "intelligent" state ready to meet the challenges of future growth and
development .

Effects of Population Density

: An examination of some of the relative impacts of different con=-
centrations of development give an indication of the price that society may
have to pay to support continued growth and development. Although the
following data support the thesis that urban development patterns. are more
energy efficient and cost effective than suburban sprawl, not all "experts"
agree with this contention. However, the majority do subscribe to this
view.

Table 10 indicates the costs of public services associated with
three types of community development patterns, i.e., low density sprawl,
combination mix (infilling) and high density development (eluster); Table
11 indicates air pollution; Table 12 indicates water pollution; and
Table 13 indicates energy consumption for the same categories of develop-
ment .

(7 ) Financial Impacts, Resources and Strategies

The preceding section noted that New Jersey has an extensive
infrastructure which will have to be considered in the state's future
growth and development plans. The discussion attempted to provide some
sense of the size of the system, as well as its condition and the extent of
rehabilitation that is already necessary.

This section will discuss, in some measure, the costs related to

maintaining and improving the transportation portion of the state's in-
frastructure as well as the potential to meet those needs. For financial
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TABLE 10

COSTS OF PUBLIC SERVICES BY TYPE OF DEVELOPMEVT
(10,000 UNITS)

COMMUNITY DEVELOPMENT PATTERN

Low; Density Combination High Density
~ Public Services \ Sprawl - Mix Planned

i

Neighborhood streets ~ $22.200,560 $15,792.800  $12,080.664
capital costs; arterial, v S .
collector, minor

‘Operating & maintenance, 395,841 - 259.577 209,362
all sts., all costs \ .

Police service, o-pe‘r'ating‘ ' 710,096 603,593 532,572
& maintenance costs ‘ .
Water Supply capital costs - 27,236.468 15.788.923 9,607,274
Electricity capital costs 1,706,713 1.139.850 885,787

Electricity, operating 2,361,816 1.760,374 ' 1,418.012

SOURCE: Real Estate Research Corporation: The Costs of Sprawl: Detailed Cost Analysis, pp. 113-126:

TABLE 11

AIR POLLUTION GENERATED BY
COMMUNITY DEVELOPMENT PATTERNS
(10.000 LNITS) |

POUNDS GENERATED INTO AIR PER DAY

Type of Development Pattern o o CO HC - NOx

Low Density Sprawl ’ 4,040 487 473
Combination Mix ’ ‘ 3,043 367 358
- High-Density Plan 2.031 ~ 245 : 239

CO = carbon monoxide
HC = hydro carbons
NOx = nitrogen oxide

SOURCE: Costs of Sprawl. p. 134
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TABLE 12

WATER POLLUTION BY DEVELOPMENT PATTERNS
(10,000 UNITS)

Type of Average Annual Sediment ~ Pollutants From
Development Volume During Development Run-Off Total

Pattern Period (tons per year) Volume (liters)
Low Density Sprawl 6,170.39 9,176.756,160
Combination Mix 4,450.31 : 7,807,494.380
High-Density 3,636.40 7,141,284,480

SOURCE: Costs of Sprawl. p. 137

TABLE 13

ENERGY CONSUMPTION BY COMMUNTIY
~ DEVELOPMENT PATTERN
(10,000 UNITS)

Tvpe of Low Density Combination High Density
Energy Sprawl Mix ' Planned
Natural gas (Therms per year) 13.470.900 9.994.180 7.951.770
Electricity (KWH per year) '295,227,080 220.046.750 : 177.251.577
Gasoline! (Gallons per year) 13,115,667 9.879.330 6.594.333

tAssumes 135 miles per gallon as average auto consumption rate
- -

SOURCE: The Costs of Sprawl. pp. 13, 116, 147
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needs related to the remaining infrastructure, the reader is referred %o
the annual report of the New Jersey Commission on Capital Planning and
Budgeting or to those agencies responsible for the remaining elements. |

.Financial_Needs

As indicated previously, a recently' compiled analysis of New
Jersey's transportation infrastructure 1ndlcates that an extensive backlog
of needed improvements exists.

‘In addition to the funding necessary to attend to this backlog,
there is a recurring need for funding to address infrastructure problems
which will arise through the passage of time. Roads, bridges, and public
transportation facilities have 1limited 1lives, and a certain level of
funding is necessary to continue to maintain this infrastructure in ser-
viceable condition. Moreover, as new travel demands arise, certain capa-
city increases and new roadway construction will be necessary.

Estimates of the annual funding levels needed for each of these

 purposes are depicted below:

" Annual Cost
Purpose (million $, 1981).

1e Highways and Bridges

Reconstruction and Rehabilitation 95
Operations and Maintenance 172
Completion of the Interstate System 24
Necessary Capacity Increases 32

2. Transit

Reconstruction and Rehabilitation 80
Operations and Maintenance 150

3. Transit Extensions and New Highway
Allgnments ’ 30

" 4, Debt Service from Bonds 75

56 Local Aid to Counties and Municipalities 100
758

Future Funding Potential

- There are three principal sources of transportation funds at the
state level. First, funds are provided by appropriations by the State
Legislature. Second ,fedaral aid for highways and transit is admin-

1 State of New Jersey Annual Capital Improvéement Plan, New Jersey
Commission on Capital Budgeting and Planning.
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istered by various federal agencies. Bond financing is the third major
source of funds, but it is not a recurring funding source over the years.
Since 1968, the voters of New Jersey passed two bond referendums for
transportation, one in 1968 and a second in 1979. However, during the
intervening years, other proposals were rejected.

Most transportation funds for state.projects and programs in New
Jersey come from state appropriations from a general fund. The state is
almost unique in that respect as most other states have some form of dedi-
cated transportation funding program whereby nearly all of the transpor-
tation revenues collected are returned to transportation uses.

New Jersey finances its transportation system through annual
appropriations by the legislature from the general funds of the state
treasury and through the monies received from federal apportionments and
grants. A state statute requires that all expenditures be made by legisla-
tive appropriation and that appropriations shall not be made unless revenue
on hand and anticipated for the fiscal period is sufficient to cover the
appropriation. '

This type of funding arrangement has created a situation whereby
New Jersey is the only state in the nation where less than 70 percent of
the transportation revenue is returned to the transportation sector. The
long-term outlook for meeting transportation needs under this funding
arrangement is not encouraging. In 1962, transportation was appropriated
18.2 percent of the total state budget. That relationship has continually
decreased to where in FY 1982 the portion of the total state budget devoted
to transportation was only 6.7 percent.

If New Jersey is to meet its long-term obligation of fulfilling
the mobility needs of its citizens, then it will have to explore alter-
native ways to fund the transportation system in the future. The following
discusses some of the possible ways that additional revenue can be gen-
erated for transportation purposes. The applicability of each proposal to
the four energy scenarios is also presented. However, no attempt is made
in this discussion to recommend a possible course of action. That analysis
is currently being undertaken by the state outside the scope of this
effort.

Dedicated Transportation Funding

As noted above, New Jersey is one of a handful of states which
does not have some form of dedicated funding  for transportation.
Currently, about 30 percent of the approximate $550 million annual revenue
collected in transportation user revenues 1is diverted to other non-
transportation uses. On a cumulative basis over the last 20 years, about
$3 billion of transportation user revenues has been diverted away from the
transportation sector.

Registration Revenues -

Revenues from motor vehicle registration fees and related taxes
are classified as motor-user tax revenues. These revenues include collec-
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tions of motor véhicle registration fees, duplicaté certificates, trans-
fers, certificates of ownership, vehicle inspection fees, motor carrier
road taxes, and other miscellaneous charges.

On a per | vehicle basis, gross registration revenues in New Jersey
average about $38.64 per registered vehicle, not inecluding motorcycles.
Table 14 compares registration revenues of other highly populated urban
states with New Jersey.

Table 14

1979 Comparative Registration Revenues for
Highly Populated Urban States (not including motorecveles)

Gross Reg. Registered Reg. Revenues per
State Revenues Vehicles? Reg. Vehicle

(Thousands)
Michigan $216,770 6,340,761 $34.19
California 937,648 16,261,297 57.66
Illinois 341,634 8,746,775 39.06
New York 243,985 8,004,179 30.48
Connecticut 55,045 2,206,202 25.41
Pennsylvania | 232,283 6,756,484 34.38
Massachusetts | 53,282 3,721,687 14,32
New Jersey 182,144 4,714,490 38.64

T« Highway Statistiés, 1979, p.b62.
Highway Statisties, 1979, p.15.

)3
L]

-Motor Fuel Tax Rates

At the present time, the state's motor fuel tax is 8 cents per
gallon. Thirty three states in the nation have gasoline taxes higher than
New Jersey. The following table gives some comparative statisties for the
same states as included in the preceeding table.

Table 15

Comparative Gasoline Taxes For
Highly Populated Urban States

Costs per General Sales Combined Cents per
Gallon-Motor Tax on Motor Gallon Equivalent
State Fuel Tax Fuel (Approx. $1.20/Gal.)
Michigan 11¢ 4% 15.5
California T¢ 6% 14.0
Illinois T.5¢ 4q 13.0
New York 8¢ 49 . 12.5
Connecticut 11¢ Exempt 11.0
Pennsylvania 11¢ Exempt 11.0
Massachusetts O¢ 10% 10.0
New Jersey 8¢ Exempt 8.0
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Based on current gasoline usage in New Jersey, each 1 cent incre-
ment of tax could yield approximately $35 million annually. However, one
problem associated with a fixed rate tax on usage is that gasoline consump-
tion in the state has been decreasing recently. To counter the projected
decline in tax revenue under this system, several other taxing proposals
have been suggested. One such proposal is an ad valorem tax on gasoline.
Under an ad valorem system a fixed percentage rate is uniformly applied to
the variable base, i.e., the price. An inherent benefit of this tax plan
is that it includes an automatic growth feature; the tax increases directly
with rising fuel prices..

Sales Tax

As indicated in Table 15, motor fuel is exempt from the sales tax,
in New Jersey. However, nine states throughout the nation do impose a
sales tax on this commodity. In addition to those states shown in Table
15, Indiana, Mississippi, Georgia and Hawaii also impose a sales tax on
motor fuel. Some claim that the sales tax is an extremely regressive form
of taxation. This may be one reason why recent efforts to add or increase
sales taxes on motor fuels have failed in ten states, i.e., Arkansas,
Florida, Maryland, Mississippi, Nebraska, Ohio, Nevada, Tennessee,
Wisconsin, and Wyoming. '

Some areas of the country have divertéd portions of their total
retail sales tax revenue to transportation. Atlanta, Cleveland, Denver,
and other cities have used sales tax revenues to finance mass transit pro-
Jjects.

Recently, a special type of sales tax has been proposed in several
states. The proposal levies a percentage charge on the gross receipts of
0il companies doing business in a state. Several states are considering
various forms of this tax. Such a tax would have merit in New Jersev, .
however, it may lead to oil company threats to move elsewhere.

Bond Financing

\,

As noted previously, bond financing has not been a major factor in
financing transportation in New Jersey. Although bond issues were approved
by the state's voters in 1968 and 1979, other attempts at passing bond
. issues in the past have proven to be unpopular and failed. Also, the bond
proposals in New Jersey have generally been for capital construction and do
not address operating and maintenance needs.

Real Estate Taxes - The Value Capture System

These measures, sometimes called value capture devices, are widely
advocated by tax experts as they place a tax on owners of property whose
value increases as a result of public improvements. The central question
that needs to be examined before such taxes are imposed, however, is the
extent to which transportation improvements actually increase real estate
values. It is difficult to relate land values to transportation improve-
ments in already built-up areas. -Moreover, transit improvements in central
cities tend to create nodes of development around the improvement. These
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Expressway Authority, the Delaware River Joint Toll Bridge Commission, the
Delaware River and Bay Authority, the Palisades Interstate Park Commission,
the Burlington County Bridge Commission, and the Cape May County Bridge
Commission.

, Since these agencies generally operate facilities in major
transportation corridors, there 1is 1little 1likelihood that additional
authorities or commissions will be established in the future. However, in
recent years there has been an attempt to encourage these agencies to
contribute to other transportation improvements.

During 1979, the PANY&NJ dedicated $120 million from bridge and
tunnel tolls as part of a $600 million program to improve the state's mass
transit system. The NJDOT is now negotiating with other agencies to secure
their financial assistance in funding other transportation improvements.

Other Funding Sources

There are numerous other tax forms which could be tapped as poten-
tial sources for funding the state's transportation system. However, the
potential yields from these sources are thought to be insignificant and
therefore have not been addressed in this discussion.

Applicability of Funding Alternatives

The preceding section discussed several alternatives that could be
considered to fund transportation improvements in the future. Depending
upon which energy scenario should eventually evolve, not all of these pro-
posals would be effective. For example, under an extreme energy shortfall,
such as Scenario IV, an addition to the gasoline tax would not be
appropriate. Under this scenario, gasoline consumption would substantially
decrease making the gasoline tax less reliable as an added transportation
funding source.

The following matrix is presented to show which funding proposals
are likely to have effective applicability under each of the four sce-
narios.

Scenarios
Funding Proposals I II IIT IV
Dedicated Funding X X X X
Motor Vehicle Registration Revenues X X
Motor Fuel Tax (fixed) X X X
Motor Fuel Tax (ad valorem) X X X
Sales Tax X X X X
Bond Financing X
Value Capture (Real Estate Tax) X X
Transit Districts (Real Estate Tax) X X
Income Tax X X X X
Transportation Authorities (excess revenues) X X
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:ion Demand/Impaqts

This section will look at the propensity to travel in the year

2000 under the vari
relative to energy
will also be discus

availability and the potential to meet these demands
ed.

While Scenarios I and IV will be addressed in more qualitative and

general statewide ¢
tively in terms of
travel patterns and

erms, Scenarios II and III will be discussed quantita-
specific transportation corridors and areas based on
population densities. These corridors/areas will also

be referred to in section "d". The corridors/areas consist of the Suburban

Northeast Corridor,

the Northeast Corridor, the Central Corridor, the Shore

Corridor, the Atlantic City-Philadelphia Corridor, the Rural Northwest
Area, and the Rural| Southern Area (see Figure 7).

Corridor Definitions

The Suburban Northeast Corridor includes Bergen and Passaic coun-

ties. This corridor exhibits the highest overall population density of all .

the corridors while also exhibiting a rather homogeneous spread of residen-

tial development.
terns as well as

The corridor exhibits numerous intra-corridor trip pat-
stablished travel desires to Newark and all sectors of

Manhattan. The Meadowlands development complex is emerging as a dominant
traffic generator in the southern portion of the corridor.

Highways in the corridor include Routes I-80, U.S. U6, N.J. 3, U4,

17, 20, and 208.
the Pascack Valley

Rail service is provided on the Bergen/Main Lines and
Line. Extensive bus service is also available.

The Northeast Corridor contains the counties between Philadelphia

and Mercer. This

orridor accounts by far for the greatest percentage of

and New York City}}ncludimg'Essex, Hudson, Middlesex, Union, Burlington,

person trips in th
population. The c
The Philadelphia/T

state due to its large size and attendant high overall
orridor consists of two distinet major travel segments:
renton-Newark/NYC subcorridor; and the Trenton-Camden/

Philadelphia subcorridor, with the most concentrated travel demand in this

subcorridor being
‘Burlington County.

The very
‘ridership in Essex
in the Northeast C
range from low in

between Camden/Philadelphia and the developed areas of

high rail ridership in the corridor is due to PATH
County being included with commuter rail. Development
orridor has not been homogeneous. Population densities
the rural areas to high in the dense older cities mainly

located along Amtrik'stEC,rail line. Development patterns range from com-
r

pact cities and st
and, more recently,

Major hig
Routes 95 and 295,

the Northeast Corr
the Newark Subway.

ip development along major highways, to suburbs, exurbs,
planned cluster development.

hway routes are the New Jersey Turnpike, Interstate
and U.S. Routes 1 and 130. The major rail lines include
idor, the West Trenton Line, Monclair Branch, PATH, and
Several bus carriers serve this regional corridor.

The Central Corridor includes Morris and Somerset counties. With

"~ the exception of

the Morristown and Raritan to Newark/NYC subcorridors,
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this corridor exhibits low population densities and non-homogeneous devel-
opment patterns |that are similar to the Northwestern and Southern rural
areas. However, the two aforementioned subcorridors collectively produce a
substantial number of long-haul commuter trips by both commuter rail and
bus. ‘

Highway | routes include Interstate Routes 78, 80, and 280; U.S.
Route 22, and N.J. Routes 24, 28, and 10. Rail service is provided on the

Raritan Valley Line, the Morris and Essex Line and the Boonton Line.

Numerous bus carriers operate in this corridor.

The Shore Corridor inecludes Monmouth and Ocean counties. This
corridor is composed of two distinguishable segments. The segment from
Northern Ocean County through Monmouth County is characterized by a high
number of linear external journey-to-work trips oriented toward Newark/NIC.

In Monmouth County the existing development patterns consist of shore com-

munities along the coast, strip development along the Route 9 subcorridor,
and suburban to |rural development elsewhere with the exception of a few
inland communities. Northern Ocean County has grown dramatically in recent
years, due in part to the development of numerous retirement communities.
Development in general has been at low density with the exceptions of Toms
River and Lakewgod. By contrast, central and southern Ocean County  are
basically rural in nature with the exception of the immediate vieinity of
Route 9 and adjacent shore communities.

Major highway routes in this corridor include Interstate Route
195, the Garden State Parkway, U.S. Route 9, and New Jersey Routes 33 and
35. Rail service is provided on the North Jersey Coast Line and extensive
bus service is provided via the Route 9 Corridor.

The Atlantic City-Philadelphia Corridor contains Atlantic, Camden,
and Gloucester counties. This corridor is comprised of two principal tra-
vel subcorridors: Atlantic City-Camden/Philadelphia and Gloucester
County-Camden/Philadelphia. In. the Camden area, existing residential de=-
velopment consists of the central city urban core surrounded by a ring of
relatively homogeneous suburban development, interspersed with denser strip
development along major radial access routes to the urban core from Camden
and Gloucester counties. The dominant work trip generator in the area is
Camden City/Philadelphia.

. In the |Atlantic City Area, deveiopment consists of the central -

city bordered by a few moderate density mature municipalities. The
remaining land area between the Camden/ Gloucester urban core suburbs and

the Atlantic City area, accounting for a high percentage of the corridor,

is predominantly

Atlantic
experience dramat
scenarios except
to Atlantic City

rural and low density development.

City proper and municipalities in its viecinity will
cic growth, as a result of the casino industry, under all
the severest energy shortage. Growth immediately adjacent
will occur primarily as infilling within existing residen-

tial areas. Development slightly further out will consist of closely

spaced clustered

planned developments. This growth pattern . .is largely dic-

tated by the limfted availability of land suitable for residential use in
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the vieinity of Atlantic City, i.e., Pinelands, Wetlands, and the Coastal
Area.

Major highway routes include the Garden State Parkway, the
Atlantic City Expressway, Route 30, Route 42, and Route 322. Public
transportation is provided by NJ TRANSIT, PATCO, and several bus carriers.
A through-trip between Atlantic City and Philadelphia would be about 60
miles.

The Rural Northwest and Rural Southern Areas exhibit the same
basic characteristics and therefore will be treated together. The Rural
Northwest Area is made up of Hunterdon, Sussex, and Warren counties. The
Rural Southern Area consists of Cape May, Cumberland, and Salem counties.
Both are characterized by a dominant rural status interspersed with small
towns and diffuse residential development. Each also contains a few "small
urban" characteristic areas. Travel patterns are likewise fragmented but
do contain a degree of linear long-haul commuter trips.

Highways in the Rural Northwest Corridor include Interstate Routes
78 and 80, U.S. Route 46, and N.J. Routes 12, 23, 31, 57, 94, 202, and 206.
The Rural Southern Area includes the Garden State Parkway and state highway
routes 40, u45, U47, 49, 50, and 55. Both areas have bus service but not
substantial rail service. '

Year 2000 Travel Demand

In attempting to determine the year 2000 travel demand for
Scenarios II and III, projections were based on various assumptions for
those factors which impact travel demand, i.e., population and employment
numbers and geographical distribution, energy costs, auto occupancy rates,
trip length, etc. Assumptions for these factors were based on a most
likely or normal change that would occur over the years in response to the
evolution of the conditions of the respective scenarios. Travel projec-
tions were not totally restrained at this point by the projected availabi-
lity of petroleum in the scenarios and, as such, should be considered as a
"propensity to travel."

Travel projections were then measured against the anticipated
amount of petroleum expected to be available in the scenarios. The
"propensity to travel" projections could then in fact be evaluated to see
if normal trends in energy conservation efforts would suffice or if more
stringent programs would be necessary to enable travel demands to fall
within the boundaries of energy availability.

It should be noted that the travel projections were based on
historical data which has not as yet been entirely corroborated by the
recent 1980 Census. Consequently, the preliminary estimates contained in
this section will be re-examined when the 1980 Census data becomes
available. Particular regard will be given to journey-to-work and other
travel and transportation statisties.

Table 16 summarizes the projected statewide travel demands that
can be expected to occur under Scenarios II and III. The ensuing
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discussions address
to travel" demands

available under each scenario.

TABLE 16

SUMMARY OF TRAVEL PROJECTIONS BY MODE

. the likelihood of these travel demands or "prépenSity
materializing given the level of petroleum assumed to be

2000 2000
2000 Scenario I11 Scenario 111
1980 Scenario 11 Unconstrained Constrained

Rail Ridership! 391 1.8% 640 - 1.8% 571 1.9% 571 1.9%
Bus Ridership! 673 3.1% 1,030 2.9% 968 3.2% 1300 4.3%
Auto Person Trips! 19,578 89.4% 31,024 88.8% 28,861 88.5% 25,539 84.1%
Other (Walk, Bicycle, 1,256  5.7% 2,245 6.4% 1,955 6.4% 2,391 7.9%
etc.)
“Untrips” — — S — —_— — 554 1.8%
TOTAL 21,896 100% 34,939 100% 30,356 100% 30,355 100%
Auto Vehicle Trips! 3 16,054 23,862 19,898 19,017
Auto VMT?23 145,625 219,330 189,320 181,234
Total VMT? 167,383 217,609 209,523

252,103

1. Average Weekday Trips x 103
2. Average weekday VMT x 103
3. Includes Vans and Lxght Trucks

It is interesting to note that, on a statewide basis, travel does
not vary significantly among Sscenarios by mode. However, on a corridor
basis, some of the variations are significant.

Scenario I

Under this| scenario, there would be a notable increase in highway
demand which would be more evenly dispersed throughout the state. Such a
demand would be a consequence of continued suburbanization at a rate equal
to that which occurred during the decades of the 1950's and 1960's.

As indicated in previous sections, the population of the state
would seek to locate in lower density areas as migration from the central
cities would continue. Such development would rely heavily on auto travel
with significant increases in statewide VMT expected by the year 2000.

Public transit would have a substantially lower market share of
~all person trips in the year 2000 under this scenario.
ridership would remain at today's levels as transit service would still be
necessary to avert| excessive auto congestion in urban areas. However,
without the high densities necessary to support additional transit service,
it is 1likely that any major additional reductions in congestion would come
from carpools/vanpools.
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Major improvements to the transportation infrastructure would be
in the form of major highway expansions in the suburban and rural areas.
Although there is unused capacity on much of this system at the present
time, it would become overloaded under the conditions of this scenario.

The transit system would likely consist of the system that is
currently in place. Since the state is currently in the process of
overhauling much of the existing system, the transit program through the
year 2000 would be one of continued maintenance and replacement of aging
rolling stock. However, since the urban centers would be economically
depressed under this scenario, the federal/state governments would have to
take a larger financial role in supporting transit service.

Scenario II

The propensity to travel would increase in the future under this
scenario. As noted in previous sections, land use patterns would not be
altered drastically from Scenario I as there would be continued suburban
sprawl., However, because the real price of energy is assumed to increase
by a factor of 2.0, suburban sprawl would not be as extensive as in
Scenario I.

There would be some rebuilding of villages and cities as péople
and jobs move back into the urban areas to a moderate degree. Also, out-
migration from the state would be slightly less than it is today.

The average household size would decrease from today's figure of
2.65 persons/household to 2.2 persons/household. This reduction in house-
hold size would be accompanied by an increase in the number of households,
thus resulting in more travel. However, there would be more auto-less
people in the future under this scenario than today because of the high
cost of energy and car ownership, more elderly who would not drive, and
some gentrification of citizens who are more inclined to use public tran-
sit. Overall, there would be increases in travel in the future because of
a higher statewide population. However, this demand would not be as high
as in Scenario I because of fewer auto drivers, shorter trip lengths,
higher auto occupancy rates, and more trips that would not be made.

Year 2000 Travel Demand (Unconstrained)

Table 17 compares today's population and number of person trips
with projections of similar data for the year 2000. As indicated, total
person trips are projected to increase to 34.9 million person trips per
day, representing a 59.6% increase over today's travel.

Table 18 compares person travel by mode for today and projections
for the year 2000. Table 19 shows auto trips and daily and annual vehicle
miles traveled and compares year 2000 projections with 1980 data.

Year 2000 Travel by Mode (Constrained)

The main assumption behind Scenario II is that there would be no
energy shortfall in the year 2000. Consequently, energy availability would
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) ~ TABLE 17 |
1980 AND YEAR 2000 PERSON-TRIPS-SCENARIO II

Work " Other Total
Corridor Population! Person-Trips? Person-Trips? = Person-Trips?
| 1980 2000 1980 2000 1980 2000 1980 2000
Suburban Northeast 1291 1357 1592 2284 2122 2796 3712 5085
Northeast 3175 3241 3905 5543 4619 5913 8548 11526
Central ' 611 784 952 1693 1296 1923 2251 3634
Shore 854 1142 1094 2759 1509 2361 2603 5132
Atlantic City-Phil. 867 1031 1221 2867 ¢ 1665 2426 2885 5314
Rural Northwest 290 358 401 1347 598 858 998 2205
- Rural Southern | 281+ 354 363 1254 538 786 © 901 2044
STATEWIDE TOTAL 7,369 8,317  9,52817,748 12,347 17,063 21,898 34,940
'Population x103 2Average Weekday Person-Trips x 103 ' ‘ :
' ~ TABLE 18 .
1980 AND YEAR 2000 PERS-ON-TRIPS BY MODE - SCENARIO II
: Autc-Persoﬁ Rail-Person Bus-Person Other Mode Total-Person -
Corridor - Trips! Trips! Trips! ~ Person Trips! Trips!

| 1980 2000 1980 2000 1980 2000 1980 2000 1980 2000
Suburban Northeast 3314 4508 27.6 37.3 138.7 198.0 232 341 3712 5084

Northeast 7338 9801 233.4 329.3 446.7 630.5 530 765 8548 _ 11526

, Central : - 2063 3311 55.4 98.4 18.3 32.5 114 192 2251 3634
Shore 2423 4663 30.9 75.1 17.4 42.2 132 351 2603 5131
Atlantic City-Phila. 2650 4752 43.8 994 43.9 99.4 147 363 2885 5314
Rural Northwest 945 - 2083 - - 0.4 1.4 53 121 998 2205
Rural Southern 845 1906 . . 16 26.1 48 112 901 2044

STATEWIDE TOTAL 19,578 31,024 391.1 639.5 673.0 1030.1 1,256 2.245 21.898 34,939

- 'Average Weekday Person-Trips x 103

. : TABLE 19
1980 AND YEAR 2000 AUTOMOBILE TRAVEL - SCENARIO II

_Corridor | 7 Daily Auto Trips! Daily Auto YMT? Annual Auto VMT3

| 1980 2000 1980 2000 1980 2000
Suburban Northeast 2746 3469 25019 31596 7701 9725
Northeast 6145 7538 - 58963 72340 17940 22010
‘Central 1652 2546 14274 22010 4421 6820
Shore 1941 3587 16767 33530 5193 8346
Atlantic City-Phila. 2123 3655 18339 34170 5680 8507
Rural Northwest 764 1602 . 6471 13410 2040 3029
Rural Scuthern , © 683 1466 5789 12270 1825 2763 -

STATEWIDE TOTAL 16,054 23.862 145,623 219.330 44,800 61,200

'Average Weekday Auto Trips x 103
. 2Average Weekday VMT x 103

3Annual VMT x 10¢ ‘

NOTE: Auto includes vans and light trucks
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not be a constraining factor in the travel projections cited in this sec-
tion. However, the increase in the real price of energy would have a
restraining effect on auto travel habits, especially of lower income house-
holds in the various corridors and rural areas of the state.

Estimating the reduction in travel caused by a doubling of the
real price of gasoline is difficult to quantify due to the large array of
interdependent variables, i.e., percentage and location of low income -
households, availability and cost of public transit, relation of price
increases to long term travel habits and other needs, strength of economy,

unemployment, etc. Utilizing extensive national personal transportation

statistics relating household income to travel per household, an estimated .
5 to 10 percent reduction in the propensity for auto travel might occur
statewide from a 200 percent increase in petroleum prices over 1980 prices.

Scenario III

The propensity to travel would also grow under this scenario.
However, because of the reduction in petroleum availability and its high -
cost assumed in this scenario, total travel demands would be less than pro-
jected in Scenario II. Many citizens and jobs would move to the cities or
other high density corridors as the desire to move to suburban and rural
areas would diminish. The trend would be toward cluster development and
infilling of urban fringe areas.

The average household size would be smaller than today but
slightly higher than under Scenario II. Also, there would be many more
households, each with a need to fulfill normal household functions which
include travel for work, shopping, recreation, church, and so on. Smaller
households travel more per capita than large households. The increase of
two=worker households would generally mean that no matter where the house-
hold is located, someone must commute. People who are over 65 years of age
in the year 2000 may, more so than today's elderly, retain the strong car
travel propensity that they were accustomed to during their entire adult
life.

There would also be influences moderating travel demand in the
future. People who are accustomed to driving an automobile may alter their
habits as the prices increase for cars, gasoline, insurance, and parking.
Indirect costs of driving may also increase because governments and busi-
nesses may reduce expenditures which subsidize the automobile system, such
as for traffic control, free parking, and road maintenance.

The "un-trip"™ (the trip that is not made) would become much more
common due to a variety of reasons. "Trip-chaining", which is the com-
bining of several destinations during an outing, such as doing the shopping
and other errands on the way home from work, would increase as people get
more conscious of the cost of transportation. Telecommunications would
reduce travel by allowing teleconferencing, remote job work sites, shopping

“"at home via interactive TV/computer systems, home delivered goods, and

improved ride sharing information systems.

Overall, the propensity to travel would increase as each person
travels more due to smaller household size, increased length of trips due
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1980 AND YEAR 2000 P

1980 AND YEAR 2000

to suburbanizatig
and older people

n of homes, shops, and employers, more licensed drivers,
driving more than they do today since they would be very

accustomed to a driving lifestyle.

Year 2000 Travel Demands (Unconstrained)

- Table 20

and the year 2000.

increase by 38.6

Table 21

the year 2000. F
annual vehiele miles of travel.

lyear 2000.

compares population and person trips by purpose for 1980
As indicated, total person trip demand is expected to
percent in the year 2000.

compares current and projected person travel by mode for

inally, Table 22 shows year 2000 auto-trips and daily and
This data is compared for 1980 and the

TABLE 20

- Work Person- ‘ Other Person-

ERSON-TRIPS BY PURPOSE - SCENARIO III (UNCONSTRAINED)

Total Person-

'Population x 103
2Average Weekday Person-

Trips x 103

TABLE 21

Corridor Population! Trips? Trips? Trips?
1980_2000 1980 2000 _ 1980 2000 _ 1980 2000
Suburban Vortheast 1291 1376 v 1592 2212 2122 2708 3712 -4925
‘Northeast 3175 3463 3905 5653 4619 6031 8548 11754
Central 611 734 952 1512 1296 1724 2251 3246
Shore 854 1016 1094 1589 1509 1799 2603 3391
Atlantic City-Phila. 867 1118 1221 1919 1665 2397 2885 4317
Rural Northeast 290 341 401 641 598 782 - 998 1424
Rural Southern 281 335 - 363 588 538 711 901 1299
STATEWIDE TOTAL = 7.369 8,382 9,528 14.114 12.347 16,150 21.898 30.356

PERSON-TRIPS BY MODE SCENARIO II1 (UVCONSTRAINED)

106

Corridor Auto Person- Rail Person- Bus Person- Other Mode Total Person-
Trip? Trips!  Trips' Person-'l_‘l_-ips‘ Trips! v
1980 2000 1980 2000 1980 2000 1980 2000 1980 2000
Suburban Northeast 3314 4364 276 38.1 138.7 1917 232 331 3712 4925
Northeast 7338 9995 233.4 335.8 446.7 643.0 530 780 8548 11754
Central 2063 2957 554 879 18.3 29.0 114 171 2251 3246
Shore 2423 3095 30,9 433 17.4 243 132 229 2603 =~ 3391
Atlantic City-Phila. 2630 3894 43.8 66.6 43.9 66.6 147 = 290 2885 4317
Rural Northwest 945 1342 . - . 04 0.7 53 81 998 1424
" Rural Southern 845 1214 - - 7.6 123 4&;%% 13 901 1299
STATEWIDE TOTAL 19,578 26,861 3911 571.7 673.0 967.6 1,256 1,953 21_.,893 30.356
~ tAverage Welekdny Person-Trips x 103

]
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TABLE 22 :
1980 AND YEAR 2000 AUTOMOBILE TRAVEL - SCENARIO II1 (UNCONSTRAINED)

Corridor | Daily Auto Trips! - Daily Auto VMT? Annual Auto VMT3

1980 2000 1980 2000 1980 - 2000

Suburban Northeast 2746 3233 25019 29449 7701 9064
Northeast 6145 7404 - 58963 71037 17940 21614
Central 1652 2191 14274 18927 4421 5862
Shore ' 1941 2293 16767 22188 5193 6829
Atlantic City-Phila. 2123 2884 18339 26274 5680 8087
Rural Northwest - 764 994 - 6471 8425 2040 2656
Rural Southern . 683 899 5789 - 7620 1825 2403

. . . ——
STATEWIDE TOTAL 16,054 19,898 145,623 189,320 44,800 56,515

!Average Weekday Auto Trips x 103
2Average Weekday VMT x 103
3Annual VMT x 106 .

NOTE: Auto includes vans and light trucks

Statewide Year 2000 Travel by Mode (Constrained)

The main assumption behind Scenario III is that a petroleum
availability shortfall would occur by the year 2000 that would necessitate
some reduction in travel or switching among modes. The assumption is made
that in an energy shortfall situation public transit, commercial airecraft,
and heavy trucks would retain their energy supplies. The private automo-
bile would, therefore, have to bear the brunt of reduced transportation
energy supplies. While it can be expected that an energy shortfall of this
magnitude would initiate some response from the public and private sector
in terms of stepped up domestic production, development of alternative
fuels, and conservation efforts, these efforts are not assumed to be suf-
ficient to offset the assumed shortages of petroleum.

In this scenario, the year 2000 petroleum available for transpor-
tation use is assumed to be 35 percent less than 1980 levels (3.96 billion
gallons), or approximately 2.6 billion gallons. Discounting fuel required
by public transit, commercial aircraft, and heavy truck use would leave
approximately 1.2 billion gallons of fuel to be allocated to cars and light
trucks.

Approximately 13 percent of the year 2000 annual total VMT would
be attributable to diesel and heavy duty trucks, leaving approximately 56.5
billion annual VMT to be driven by cars and light trucks. To meet this
demand with the available petroleum assumed under this scenario would
require an average auto fleet consumption rate of approximately 47
miles/gallon. Since this scenario envisions an average fleet efficiency of
approximately 40 miles/gallon, an average annual shortfall of about 2.5
billion VMT would occur which would have to divert to other modes or not be
made at all. This unfulfilled auto VMT is equivalent to approximately 1.3
million daily person trips.
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The treatment of the unfulfilled auto-person trips is the subject

of the next section,

- Seenario IV

Under this

"Transportation Policies and Programs."

scenario, there would be a notable decrease in highway

demand and a resultant increase in demand for public transit services.
Alsc, it is likely that, in total, fewer trips would be made as there would

be more "untrips" tt

1an in the preceding scenarios.

As indicated in previous discussions, there would be a tendency

toward denser land |
closer together in
corridors served by
expected for the st
potential.

use under this scenario as people and jobs tend to move
the more dense urban areas or along the more dense
public transit. Also, the adverse economic conditions
ate under this scenario would cut back on trip-making

In:all lik

lihood, the energy constrained automobile VMT would be

significantly less than the previous scenarios and many of the potential
auto trips would have to divert to other forms of transit or not be made at
. all. This would further compound the increased demand for public transit

facilities already

d. Transportat

xpected under scenarios II and III.

,ion Policies and Programs

General

The purpose of this section is to describe the general course of

action and areas of
demands while maint

~and objectives under the four energy scenarios.

emphasis that would be required to meet transportation
ining consistency with the state's transportation goals

N

The primary basis for this analysis is the travel demand projec-
tions discussed in the preceding section. As with the preceding sections,
" Scenarios I and IV| are treated on a statewide "broad brush" basis only.
Scenarios II and III will be treated in significantly more detail and will
be treated on a stajewide and corridor/area specific basis.

Energy Ava

Based on t

lability Scenario Impacts on Public‘Transit

e current outlook for energy availability and pricing

in the future, it appears that the most likely future for the year 2000 is
likely to fall between Scenarios II and III, i.e., trend and a moderate

energy shortfall.

1so, because of the increasing cost in the real price

of energy associated with Scenario II and the reduced availability of
liquid fuels and even higher cost associated with Scenario III, publie

transportation wil

assume an even more important role in our future

transportation planT and programs.

As was di

cussed in the first volume of this plan, residential

densities are a priqary determinant of public transit demand for particular
transit modes, as is distance from non-residential, e.g., work place, con-
centrations, the size of such concentrations, and their character, e.g., a
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downtown vs. a shopping mall.! Stated somewhat differently, only certain
modes can be supported by a given residential and non-residential density

at an acceptable revenue-cost ratio. It should be noted that these basic
relationships are overly simplified in that there are several other signi-
ficant factors that must be taken into consideration in their actual appli-
cation. However, they are adequate and useful - in discussing modal
implications in generalized terms. Table 23 shows residential density
thresholds for the various modes while figure 8 indicates transit modes
suited to varying downtown sizes. It is clear from these relationships
that as residential density and downtown size decreases, the capital inten-
sity of transit modes that can be viably supported likewise decreases.
Likewise, the frequency of service that can be supported diminishes.

1 "Urban Densities for Public Transportation," Regional Plan Association,

May 1976.

Mode

- TABLE 23

Minimum Necessary
Residential Density’
Service dwelling units per acre

TRANSIT MODES RELATED TO RESIDENTIAL DENSITY

Remarks

Dial-a-bus

Many origins to many 6
destinations

Only if labor costs are
not more than twice
those of taxis

Diqlfa-bll§

Fixed destination or ' 3503
subscription service

Lower figure if labor costs
twice those of taxis: higher *
if thrice those of taxis

Local bus “*Minimum.” %2 mile route 4
spacing. 20 buses per day
Local bus “Intermediate.” !2 mile 7 Average. varies as a funetion of
route spacing. 40 buses per day downtown size and distance from
residential area to downtown
Local bus “Frequent.” % mile route 15

spacing, 120 buses per day

Express bus
-reached on foot

Five buses during two hour 15
peak period Average dénsity over two
square mile tributary area

From 10 to 15 miles away to
largest downtowns only

Express bus
-reached by auto

Five to ten buses during two 3
hour peak period Average density over 20 square
mile tributary area

From 10 to 20 miles away to
downtowns larger than 20
million square feet of non-
residential floorspace

Light rail

Five minute headways or 9
better during peak hour Average density for a corridor
of 25 to 100 square miles

To downtowns of 20 to 50 million
square feet of non-residential
floorspace

Rapid Transit

Five minute headways or better 12
during peak hour Average density for a corridor
of 100 to 150 square miles

To downtowns larger than 50
million square, feet of non-
residential floorspace

Commuter rail

Twenty trains a day lto2

Only to largest downtowns. if
rail line exists

Source: Regional Plan News, August. 1976. No. 99. Page 4:
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Downtown Size, Million Square Feet of Nonresidential Floorspace

FIGURE 8 ‘
TRANSIT MODES SUITED TO DOWNTOWN SIZE

(Approximate ranges)
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Ultimately a point is reached where practically no transit service can be
cost effective. Considering that the range of energy scenarios would
directly and profoundly influence 1land use development, they would
correspondingly impact the viability of different forms of public transit.
At the one end of the spectrum even the existing transit system would ine-
vitably decline. At the other extreme the problem, at least theoretically,
would be in being able to provide enough transit service, although in this
case transit "attractiveness" would be overshadowed by captive ridership,
i.e., no alternative due to no fuel. In the mid-ground of a moderate
energy shortfall, ridership demand would also be expected to increase in
somewhat greater proportion than density and downtown size alone would
indicate, due to the aspect of some additional ecaptive ridership brought
about by the energy shortfall. The preceding principals were qualitatively
considered in the development of the ensuing statewide/corridor/area sce-
nario discussions. '

Scenario I

Under the energy implications of’ this scenario, public transpor-
tation would have a substantially lower market share of all person trips by
the year 2000. Indeed, current ridership figures would decline in spite of
the significant increased demand for travel.

In the case of suburban commuter rail and bus services to major
employment centers, i.e., large cities such as Newark, New York, and
Philadelphia, abundant and low cost fuel would probably not directly impact
ridership. These modes, especially rail, have been the most viable since
the alternative is highly congested, slow, and costly auto access. If
reliable and well maintained, they would continue to be considered a pre-
ferred premium service. In fact, continued residential out-migration to
the suburbs/exurbs from those cities, expected under this scenario, would
at first seem to tend to favor these transit modes. However, employers
would also be expected to relocate outside of the cities. The result would
likely be 1little line-haul transit growth at best or a decline at worst
depending on the aé¢tual future's specifics.

With respect to more localized services, e.g., intra-county, the
continued and escalated suburban sprawl of both residences and places of
employment, through relocations and new growth, would continue to make
public transportation less and less effective and financially feasible
other than for line-~haul service. The multitude of diffuse origins as well
as destinations would defeat its strengths, i.e., economy and efficiency
through satisfying many trip demands between geographically concentrated
origins and destinations. Not only would new service be impractical in
emerging developments, but existing services would decline or could become
non-viable through further diffusion of their service areas.

~ The continued out-migration from the central cities to the suburbs
would lower urban local trip public transit demand. On a strictly economic
basis, this would result in proportional reductions of services provided,
i.e., less frequent service and/or termination of sparsely used routes.
However, this would adversely impact the mobility opportunities of those
transit dependent residents remaining in the cities. Considering that the
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economy of the state as a whole, but not the cities, would be expected to
be at least reasonably prosperous under this scenario, it would be antici-
pated that at least minimally acceptable. levels of service would be
retained for the social good. :

Under this scenario, no additional rail infrastructure would be
expected. Servici’pvovided could remain relatively stable. The line=haul
commuter bus fleet size and frequency of service could remain relatively
stable or declinel somewhat. The remainder of the bus fleet, along with
services provided, would decline substantially.

A return|to cheap fuel could cause serious problems in regard to
automobile-highway impacts as the economic advantages of conservation stra-
tegies would disappear. The greatest impact would occur on those highways
and in those corridors that would experience increased growth due to subur-
banization of places of employment and residence. Those facilities and
corridors serving major employment centers, i.e., central cities and urban
cores, would not| necessarily be impacted adversely because of 1limited
parking and limited local street networks to handle great increases in auto
traffic in the celtral cities. ’

The degrLe of response from state, county, and local government
toward meeting inereased demand could only be gauged against increases in
the level of highway user revenues and funds from other sources to imple-
ment major capital improvements. Indeed, many cities would once again, and
in heightened fashion, be faced with a loss of tax base as residents and

businesses moved To suburban locations.

However, | resistance from special interest groups towards a con=
tinued highway expansion program may be sufficiently formidable to thwart
- an expanded highwpy system. Such a stance does have merit when one con-
siders the degreeiof open space and farm acreage that is constantly lost to
development in th state. However, sufficient and powerful demand for

improved highway Facilities can be expected from the pressure of suburbanA

expansion.

Also, un$er this scenario, the populace would have less of a ten=-
dency to utilize slower, non-motorized modes of traveling, such as walking
and bicyeling, and less of a tendency to utilize telecommunications, pre-
ferring to travel to conduct business.

Scenario |11
Generalmgtatewide Policy Implications

Public transit would continue to play an important role within the
state's transportation system under this scenario. Given comparable con-
ditions today with respect to congestion and the percentage of expendable

income devoted t; transportation, public transit would be expected to at

least maintain its current market share of total trips made. Considering

the inereased tr

vel demand projected for the year 2000, this actually

translates into a publie transit ridership growth of approximately 57 per=-

cent, or an annua

1 average growth rate of approximately 2.3 percent.
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As previously noted, future fuel efficient autos may mitigate the
impact of the projected real-cost increase of gasoline and diesel fuel.
However, the real cost of petroleum used for heating, petro-chemical pro-
ducts and power generation will also increase. Likewise, this would be
true for energy sources in general, e.g., natural gas and nuclear power
generation. Costs would be passed on to consumers as is currently the
case. The result would be to reduce the percent of expendable income for
other purposes, including transportation; thereby inereasing the propensity
to use public transit beyond its current market share. This increase could
be small or significant depending on the extent of mitigating factors such
as increased efficiencies and the use of lower cost substitute materials.
Due to the complexity of factors involved, an estimation is beyond the
scope of this plan. The monitoring/feedback process will be used to
account for actual impacts in the plan development/update process.

Thus public transit would continue to remain a high priority for
the year 2000 under this scenario, based on the state's adopted transpor-
tation policies, goals, and objectives. Service increases within the basic
rail, commuter bus, and local bus system as well as potential fixed guide-
way additions to the system are conceivable under this scenario, although
funds permitting fixed guideway additions are likely to be confined to low
cost extensions and connecting links designed to enhance operating perfor-
mance. Existing commuter rail and bus service would increase as warranted
by demand. This would likewise be the case for local 'transit within urba-
nized areas and cities. However, localized service in lower density areas
could very well prove financially infeasible under this scenario. It
should also be noted that services provided under this scenario would not
be overly cost effective on a per passenger carried basis, in that off-peak
utilization would remain very low, thereby inhibiting high overall daily
vehicle and 1labor productivity. Higher anticipated off-peak use to be
discussed under Scenario III would improve productivity somewhat.

The prime difference in the public transit systems expected to
emerge under Scenarios II and III is a matter of degree rather than direc-
tion. Therefore, in order to avoid redundancy, corridor specific public
transportation is discussed only briefly in this scenario with more
detailed discussions contained in Scenario III. Also, it is felt that it
is easier to conceptualize scaling down from a bolder set of initiatives
(under Scenario III) to a more modest set of initiatives (under scenario
I1). -

As in the case with public transit, the degree to which the state
will be able to respond to needed highway improvements in the future would
depend mostly on the financial capabilities of the state at that time.
Indeed, the cost of maintaining the highway system in the future will be
quite formidable and should funding in the future reflect historical levels
of resources and expenses, the state would be hard-pressed to adequately
maintain the existing highway infrastracture; let alone initiate new fa-
cilities or greatly expand or extend existing facilities. o

Scenario II, however, does envision a future with an annual state-

wide automobile VMT of 61.2 billion, an increase of 37 percent over 1980.
Faced with limited resourges, the state would be forced to limit capital

113



expenditures to those few projects that provide the maximum benefit to the
traveling public. For most of the system, however, the principles of
Transportation System Management would be applied to reduce congestion, air
pollution, energy |consumption, and travel time. Capital programs would be
limited to improvements necessary for safe operation of the system and
reconstruction of| existing facilities in selected areas to improve the
capacity of the system. In all cases, regional/ corridor analyses would be
conducted to determine what capacity improvements, if any, would be ini-
tiated commensurate with the financial capabilities of the state or other
implementing agency. It should be noted that this rationale generally
applies to longer| range proposals. The assumption is made here that the
capital program presented in the 1988 Short-Range Plan will for the most
part be "in place" by the year 2000. o

Under this scenario, it 1is desirable to carry out all highway
improvements and |maintenance in a manner consistent with the needs of
pedestrians and bicyelists. In anticipation of (and to promote) increased
~use of bicycles, the state's roadways should be capable of accommodating
- shared use by motor vehicles and bicycles. Bike parking should be provided

at rail stations, places of employment, and other typical destinations; and
selected improvements to benefit bicycle access could be carried out where
warranted. ’

Should the financial capability of the state remain relatively
limited and unpre#ietable in the long-term future, Transportation Systems
Management strategies would be the vanguard of state policies with much
emphasis' given toward promoting carpooling and vanpooling and the construc=-
tion of carpool and vanpool park-and-ride facilities along many of the

state's arterials and freeways.

Corridor‘and Area Discussions

|

Table 24 |presents a summary, by corridor/area, of the various non=-
auto driver travel modes that would be expected to experience increased
demand under this.scenarioo The potential for additions to the existing
rail system, i.e.} commuter, rapid and light rail, is also indicated. It
is intended only ?s a relative and general guide and not intended to indi-
cate absolutes. | Major new highway construetion, beyond currently
programmed projecjs, may not be fundable under this scenario.

Suburban Northeast Corridor

This cor4idor would retain its rather homogeneous spread of resi-
dential development. Due to the homogenity of development, emphasis would
remain on existi‘g line~haul commuter rail and commuter bus services.
Increased service for both modes would be expected. Also, emergence of the
Meadowlands as a major employment and residential center would require con=-
siderable new public transit service, as will be discussed under Scenario
III.

|

The dense, homogeneous development of this corridor makes major
reconstruction of existing highway facilities to increase capacity very
difficult. Such state highway facilities as Routes U.S. 1 & 9 and 46 and
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STt

Corridor/Area

Suburban N.E.

Corridor
Northeast Corridor
Central Corridor
Shore Corridor

Atlantie City-Phila.
Corridor

Rural N.W. Areca

Rural South Area

TABLE 24
SCENARIO I}
DEMAND FOR NON-AUTO DRIVER TRAVEL MODES
AND THE POTENTIAL FOR RAIL SYSTEM EXPANSION

Increase in Higher Density*

Cluster

Maybe

Maybe

Maybe

Maybe

Maybe

Growth Patterns

Increased** Increased**
Existing Ride Rail

Infill  Cities Sharing Demand
Commuter  Rapid Commuter
Maybe Maybe Maybe Yes n.a. Yes
Maybe Maybe Maybe Yes Yes Yes
Maybe Maybe Yes n.a. Yes
Maybe Yes n.a. Yes
Maybe Maybe Maybe Maybe  Yes Yes
Maybe No n.a. No
Maybe No n.a. No

Increased **
Bus Demand

Feeder  Local
Maybe Maybe
Maybe Maybe

Maybe Maybe

Maybe Maybe

Maybe Maybe

No No

No No

Potential for
Rail System

Expansion
Commuter ~ Rapid  Light
Maybe Maybe Maybe

No  Maybe Maybe

No No No
Maybe No No
Maybe Maybe Maybe

No No No

No No No

* Shortens various desived trips, thereby reducing auto dependence und implying inereased potential for bike, walk. electrie car, ete. trips and shovter

auto teips. A blank eairy for “Cluster™ or “Lafill” indicates that, based on exi

ing development patterus, it does not appear that the categors would he

conductive 1o effective higher density growth. A blank entry for “Existing Cities™ indicates that, although a degree or in-migration could oveur.
corridor-wide impact would not be expected 10 be significant.

** A "Maybe” entey denotes that it is not certain whether or not potential demaad increases would be significant from a coreidor-wide el
perspestive,



N.Jo 3 and 17 w

uld exhibit increased demand and congestion and require

analysis to determine the best solutions. Within the next two decades,

Route I-80 could r

require additional resurfacing and/or rehabilitation.

The Hackensack Meadowlands is the one area that could require

substantially new
development analy:

highway and roadway infrastructure development. Such
s5is would have to consider the entire spectrum of trans-

- portation alternatives, including carpooling, vanpooling, and associate

park-and-ride lot
pedestrian needs.

s, and non-motorized travel to include biecycle and

~Northeast Corridor

" similar to today’

, except that exurban and very low density suburban de-

The NortEeast Corridor would continue to exhibit growth patterns

velopment would

ot likely be as prevalent under this scenario as under

scenario I. Also, some of the larger cities should experience a moderate

net in-migration.

Public t‘ansit service increases would primarily be expected in
the areas of existing commuter rail, commuter bus, and local transit in
urban areas. The potential for new fixed guideway service along dense
linear travel routes could exist.

, The primﬁry concern in this corridor would be the increase in
highway usage along the principal highway facilities, i.e., Routes I-295
- and U.S. 130 in 1he southern counties, and Routes U.S. 1, 1 & 9, 22 and

‘N.J. 27 in the northern counties. Trips that would fall linearly north and
south in the corridor could most likely be served by the commuter rail
system and the existing highway network, with localized improvements where
necessary. Increased "cross corridor" trip activity would be best served
by TSM strategies and improved ridesharing programs. Park-and-ride lots
established at key points along such highways as Routes N.J. 18, 92, I-287,
I-78, U.S. 9, and the Garden State Parkway would ease traffic congestion
and provide a base for improved bus services.

One of the primary factors that would constrain the ability to
improve highway capacity through reconstruction of the existing facilities
within the Northeast Corridor would be the lack of ROW, or at least cheap
ROW, resulting from dense development along the facilities. Route U.S. 1 &
9 is a prime examile of this condition.

Central Corridor

- Development would continue at present low densities and in non-
homogeneous patterns. Both commuter rail and commuter bus service would
show moderate service increases under this scenario. Likewise; intra=
corridor localized bus service to major work-trip generators would inerease
somewhat .

The Central Corridor contains several important Interstate routes,
i.e., Routes I-78, 80, and 287. Indeed over the next two decades these
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high-use facilities would require resurfacing and rehabilitation. Further,
routes I-78 and I-80 would, no doubt, exhibit capacity problems and studies
would have to be undertaken to determine the best solutions to handle the
increased demand.

Other major state highways that would exhibit capacity restraints
under this scenario include Routes U.S. 22 and 206 and N.J. 24 west of
Morristown. Any capacity improvements considered for these facilities
would have to be weighed against future improvements to the Morris and
Essex rail lines and other public transit services in addition to TSM stra-
- tegies such as carpooling and new park and ride lots.

Shore Corridor

Development patterns would continue basically as at present, i.e.,
high growth at moderate to low densities within northern Ocean. County and
low density growth elsewhere.

In Monmouth and northern Ocean Counties, publiec transit would con-
tinue to be most effective in serving linear corridor commuter trips,
requiring increased commuter rail and commuter bus service. The potential
for increased commuter rail coverage in this corridor would be applicable
to this scenario. Increased public transit service in central and southern
Ocean County would continue to be oriented toward line-haul commuter bus
due to the rural nature of the area.

Although travel patterns are.rather diverse in this corridor, two
basiec travel flows are present, i.e., north/south and east/west. - Under
Scenario II, substantial increases in highway travel could be anticipated
in these corridors. Those facilities in the north/south. subcorridor that .
face capacity restrictions include Routes U.S. 9, and N.J. 34, 35, and 36.
Those facilities that lie basically in the east/west subecorridor that face
possible capacity problems ineclude Routes N.J. 33, 37, and 70. In addi-
tion, Route I-295 could be in need of resurfacing or rehabilitation by the
year 2000. '

Atlantic City-Philadelphia Corridor

The existing relatively homogeneous ring of suburban development
radiating outward from the Camden/Philadelphia urban core would continue to
expand at densities comparable to existing development. The City of Camden
itself could be expected to experience a moderate net in-migration, through
gentrification, assuming that urban revitalization efforts in the city con-
tinue. However, potential growth would not be comparable with that to be
expected under Scenario III. Atlantie City and its environs would
experience dramatically higher density growth as discussed in section "e".
The remainder of the corridor would continue to develop at existing low
densities.

In the case of Philadelphia/Camden oriented trips, public transit
emphasis and service increases would be in the area of commuter bus and the
- existing PATCO rapid rail line, including feeder bus service. There would
also be potential for new fixed guideway service. Growth in Atlantic City
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and its environs would require substantial short-haul commuter bus and

local bus servie

and intercept parking. The potential for direct

Philadelphia to Atlantic City rail service would apply to this scenario as

well. ‘

‘ This corridor would be faced with two to three major traffic
problems. One ma%%r_problem would be the local traffic conditions in the

suburban ring in
The subcorridor ro
traffic congestion
Routes U.S. 30
Philadelphia from
levels of congestio
of development in t
ing new, parallel 1

ew Jersey east of the Philadelphia/Camden urban core.
utes leading into the core would experience increased
especially in the peak periods. Of special note are
nd N.J. 42, 73, and 168 which provide access to
ew Jersey suburbs and which presently exhibit varying
n during peak periods. The somewhat homogeneous nature
he suburban ring restricts the possibility of construct-
imited access highway facilities. Consequently, limited

improvements to and reconstruction of the existing facilities represents a

maximum level of hi

ghway capital improvements,

Another pnoblem that would be experienced in this corridor under

this scenarioc would be improved recreational access to Atlantie City for
those trips from tﬁe southern counties and for those southern and western
trips' that enter the state via the Delaware Memorial Bridge. The cost of
any new limited,acéess highway facility from the bridges to Atlantic City

could be prohibiti
state development
present capacity

corridor should be

t X . . X
ve and in ‘any case not in conformance with desirable

blans. However, Routes U.S. 322 and N.J. 40 and 49 do
improvement options but are not without localized

losely monitored in the future to determine the charac-

problems,’ requirini major spot improvements and reconstruction. This

teristies and degree of travel so that the best solutions can be applied in

improving access to

Atlantic City.

A third major problem would be facilitating increased access to
Atlantic City from | the suburban ring surrounding the city and from points

directly north and| south of the city.

It would be desirable, from the

state's perspective, that major capacity improvements necessary to improve

access be satisfie

by improvements to the Garden State Parkway and the

Atlantic City Expressway where possible. TSM strategies would be employed

to ease congestion

Rural Nort

En other arterials and local highways.

west and Rural Southeérn Areas

These areas would continue to exhibit their dominant rural nature
with diffuse residential development. Local trip desires within and be-
tween existing toqu and small urban areas could require modest increases
in loecalized bus transit service in specific cases. . Likewise, long=haul
transit commuter trips to large employment centers could be expected to
increase somewhat.

Under Scenario II, the rural northwest and rural southern areas
would be more susceptible to suburbanization trends than Scenarios III and
IV. Hence, it can be expected that rural arterials and freeways will reach
capacity levels, especially at localized areas and during peak periods.
The rural northwest contains portions of Interstate Route 78 and 80 and
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State Highways 46 and 57. Capacity improvements would have to be con-
sidered for these facilities as well as general resurfacing and rehabilita-
tion. |

Earlier master plans of the department called for an extensive
freeway network in the rural northwest to serve recreational demand created
by the Delaware Water Gap National Recreation Area. However, the reduced
level of development now projected for this area and the cost for such a
system makes these proposals prohibitive and unwarranted. Consequently,
TSM strategies and spot improvements would have to be relied upon to solve
localized congestion problems expected under this scenario.

The rural southern area also exhibits a recreational demand, as
well as agricultural-transportation requirements. Current expectations of
future development patterns in this corridor are such that the freeway pro-
posals contained in earlier master plan documents are no longer warranted.
Consequently, capacity improvements will have to be made and TSM strategies
utilized to solve congestion and delays on routes U.S. 9 and 40, and N.J.
45, 47, 49, 50, and 77. : :

Seenario III -

General Statewide Policy Implications

As noted in section "c", some 1.3 million daily statewide trips
that would normally occur in the private auto must be either accommodated
by other means or would not occur at all because of petroleum supply limi-
tations expected under this scenario. . Our premise in analyzing these trips
is that other means should be available to accommodate them, i.e., public
transit and other ridesharing techniques and an increased emphasis on non-
motorized travel, including bieyecling and walking. The following discusses
the potential of these other means to address these trips.

Defining the role of public transit in accommodating this
increased future demand is difficult since transit, most notably passenger
rail service, runs nearly at capacity during peak (journey-to-work) periods
- throughout weekdays in New Jersey. Although substantial capacity increases
‘could be achieved operationally by increasing the number of trains or the
length of trains, great increases in ridership (and thus trips) could only
take place if off-peak service were utilized or if the infrastructure,
i.e., rolling stock and trackage, is increased dramatically.. For the
former to occur, not only must massive changes in the habits and schedules
of people and businesses occur, but there must be a guarantee of sorts that
public transit will serve adequately the diverse distribution of origins
and destinations that will exist in the future. For the latter to occur,
there must exist the commitment by the state to a very substantlal capital
program to increase the coverage of the system.

Individual suburban commuter rail lines, by their nature, can
effectively link a limited number of residential 1locations with work and
non-work destinations. Therefore, potential ridership is limited by the
number of persons desiring to reach a destination served by the line and by
those who can reasonably access an origin station. The existing system
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already serves corridors with relatively high potential. Therefore, to
increase system ridership beyond normal growth, it would be necessary for
infrastructure coverage to be increased at least proportional to the growth
desired. An additional small increment beyond normal growth could be
expected on the existing system under this energy shortfall scenario due
primarily to residential infilling, but not a significant amount. Both
system coverage and ridership in the 1950's were roughly twice what they
- are today. Therefore, it would not be unreasonable to assume that this
level of coverage |and ridership would represent an upper limit of transit
ridership demand by the year 2000. In any case, doubling the passenger
rail infrastructure, including possible new rapid and light rail service,
would be exceedingly expensive, costing several billions of dollars.

Buses, however, with their inherent advantages of flexibility and
lower capital costs, hold the greatest potential for significant increases
in ridership throPgh expanded service. Because a capital program for
acquiring buses would  be significantly less expensive than improvments to
the rail infrastrwcture, the state and the citizenry may be more inelined
to follow a course of action with more emphasis on increased bus service
than increased rail service.

Bus ridership could conceivably be roughly doubled over 1979-1980
figures by the year 2000 if bus services were progressively expanded to

keep pace with in?reased demand. This doubling would be indicative of a

return to ridership experienced in the mid-1950's. That period was charac- °

terized by moderaqely less suburban development and lower auto ownership
rates than today, §,situation analogous to the conditions of this scenario.
Therefore, it is assumed that approximately 332,000 daily trips over and
above the year 20@0 ridership estimated in the unconstrained situation,

i.e., normal growth, could occur.

It 1is recognized that a certain amount of rail infrastructure
expansion will likely take place by the year 2000. However, no candidate
projects have been fully analyzed or final recommendations made. There=-
fore, it is consid?red prudent to deal only with the existing system rather
than assuming specific additional rail services at this time. On that
" basis, as previously discussed, rail ridership would be expected to
inerease only slightly beyond the natural increase that would occur in the
unconstrained situation. Under these assumptions, total public transit
usage (rail and bus) could exhibit an overall growth of approximately 76%
"to the year 2000, or an annual growth rate of approximately 2.9%. The pre-
ceding is not an unreasonable approach since total demand for public tran-
sit, under an energy shortfall scenario, would not be expected to be
dependent on the s?ecific mix of transit modes provided, i.e., modal appeal
would not be a significant factor. Persons who, today, would use a rail
service but woulderive rather than take.a bus, for the same trip, would
most likely use the bus in this scenario. . Therefore, added rail patronage
resulting from potential infrastructure expansion would be in lieu of a
portion of the afo#ementioned doubled bus ridership, not through additional
auto diversions. In Table 25, this total additional rail and bus ridership
has been distributéd among the corridors and areas proportional to current
transit ridership distributions. It is recognized that the actual year
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2000 distribution may vary from this distribution due to shifts in growth

patterns.
L TABLE 25
DISTRIBUTION OF DAILY TRIPS TO BE MADE BY SUBSTITUTE MODES - SCENARIO III
Yearly 2000, Daily Trips  Increased  Short, Local Trips
Policy Pop. 1o be made by  Public  Trips by Bike, Substituted Trips by
: Densities modes other  Transit Walk, & by Telecom- Electric ===
Corridor (Pop./S.M.) than auto Service Trip Chaining munications Car “Untrips™

Suburban Northeast 3.230 213,200 65,770 31,800 33,920 4,240 77,470

Northeast 2,113 488.300  220.630 75,820 80.880 10,110 100,860
Central 947 144,500 9,950 20,570 21,940 2,740 89,300
Shore 909 160,600 8,340 23,960 25,550 3,190 99,560
Atlantic City-Phila. 999 190,200 22,850 28.370 30.260 3,780 104,940
Rural Northwest 260 65,600 240 9,320 9,940 1,240 - 44,860
Rural Southern 296 59,300 4.220 8.430 8,990 1,120 36.540
STATEWIDE TOTAL 1,321,700 332,000 198,270 211.480 26,420 553.530

The constrained scenario III's assumption of reduced vehicle miles
cf travel is based on a reduced availability of petroleum fuels. However,
the normal growth in auto travel could also be accommodated for by an
increase in average automobile occupancy rate (from approximately 1.2 to
1.5) that is the result of successful ridesharing inducement/promotion

* programs. Although daily atuto-oriented person trips are expected to
increase by 37 percent in the year 2000 under this scenario, this transla-
tes to only an 18 percent increase in vehicular trips due to the increase
in the average auto occupancy rate. - This averages out to approximately a 1
percent increase per year over the next two decades. Such an increase in
vehicular traffic would not warrant a program of substantially increased
highway construction. Clearly, a program of highway maintenance,
reconstruction of existing highway facilities, and capacity improvements of
some existing major arterials and spot locations may be necessary..
However, it is unlikely that any significant amount of new limited access
facilities would be warranted under this scenario.

It is relevant to note that over 60 percent of all purpose vehicle
trips are 5 miles or less in length; however, these trips only account for
about 17 percent of all vehicle miles of travell. It is also important to
note that the auto is least efficient when it is operated for short
distance trips due to low engine operating temperatures. Thus, a decrease
in short trip VMT would provide significant energy savings. It is con-
ceivable that a reduction in auto trip making (and thus in VMT and energy
consumption) could occur using other modes,  specifically, trip chaining,
bicyecling, and walking, considering the short travel distances made.
Although historical data exists indicating the various types of modes and
degree used in making work-type trips, the same information for all-purpose

1 1977 Nationwide Personal Transportation Study, U.S.D.0.T., Report No.
3, pg. 85. .



trips is 1lacking, as well as data on the degree of trip chaining in short
.distance trip-making. Historically, the bicycle has been used for about 1
percent of all work \trips and walking has been utilized for about 5 percent
of work trips. However, overall percentages for walking and bicyeling for
all trip purposes would be expected to be higher than for work alone, since
average trip distances are much lower for shopping, personal business,
civic, educational, | and religious purpdses than for work. Combined with
the effects of trip chaining an auto trip reduction of 15 percent is not
unreasonable. Thus reduction in auto trip making is likewise propor-
tionally distributed in Table 25. :

Technology, too, as discussed earlier, could play an important
part in the future |[in reducing the need to travel long distances by autd.
Improved telecommun*cations could reduce the need to travel for business
and government personnel when meetings and conferences are necessary. Also
many short-distance local trips may be substituted using advanced telecom-
munications technology. Although discretion must be used when estimating
- the reduction in travel made possible by telecommunication, a review of
many studies indicates that approximately 16 percent of travel could be
made using the telecommunications mode. Therefore, a year 2000 reduction
of 16 percent in trips made previously by the automobile has also been pro=-
portionally distributed in the corridors and areas of the state.

Other technology developments in vehicular design and propulsion
could also contribu‘e to the necessary reduction in travel by internal com-
bustion powered vehicles. It has been previously menticned that a market
potential of 2 percent has been projected for the number of electrically
propelled vehicles that will exist in the year 2000. Correspendingly, a 2
percent reduction in trips otherwise made by internal combustion automo-

biles is reflected in Table 25, i.e., approximately 26,000,

The accumulative effect of increasing publie transit services and
the use of other dees and technologies would be to provide for nearly

770,000 of the trips that normally would have been made by the automobile.

As .can be seen in Table 25, a projected one-half million daily trips would

not be able to be made in the year 2000 under the parameters of this sce=- .

nario. This numbeﬂ reflects a reasonable order of magnitude estimate to
guide the direction of future Department policies and programs.

In this scenario, emphasis is placed on increasing auto occupancy

as a way of maintaining most essential trip making (such as work trips) and

greatly reducing energy consumption. Programs to encourage carpooling and
vanpooling should be a firm policy of the. state. Programs such as carpool
and vanpool matchiné services are essential building blocks in achieving
higher vehicle occupancy rates. Further, policies employing incentives
for ridesharing and‘ disinecentives for singlé-occupant - driving should be
established and utilized by responsible state and local agencies. Such
incentives could include preferential parking for ridesharing vehicles,
reduced tolls and pakking fees for ridesharing groups and special insurance
" rates for carpoolers and vanpoolers to name only a few. Such disincentives
' as the abolishment |of free.parking, increased tolls and higher parking
fees, and higher registration fees should be thoroughly investigated and if
feasible considered for institution against the single occupant driver as a
means of reducing siFgle occupant driving.



Further, due to accelerating construction and maintenance costs as
well as reduced petroleum availability, the State should review and dispose
of those highway proposals that would extend the highway system into rural
and low density developed areas. The state should improve portions of the
existing highway system, where possible, rather than develop new parallel
facilities. The state should also adhere to Transportation System Manage-
ment philosophies and strategies in regard to improving the energy effi-
ciency of the highway system and advocate such strategies as providing
high-occupancy-vehicle lanes on the highway system where feasible and de-
veloping park-ride lots in outlying areas to facilitate carpooling, van=-
pooling, buspooling, and, ultimately, facilitate the development of public
transit routes. Where appropriate, highway redesign should take into con-
sideration the requirements of non-motorized vehicles such as bicycles as
well as pedestrian needs.

Considering the great capital expense involved in developing new
rail passenger systems in relation to expanding bus passenger service and
facilities, the state should emphasize increased use of bus service to meet
increased demands in existing and developing areas of the state not already
served by a rail passenger system. This does not mean that the state would
abandon rail service as a viable means of transporting people. The state
would continue to maintain the existing rail passenger system, promote its
increased use, and consider the extension of rail service in areas where
warranted by detailed cost-benefit analysis.

: Paratransit, because of economies of scale, is not seen as contri-
buting directly to increasing the capacity of the transportation system per
se, but in conjunction with other modes would indirectly allow the future
capacity of the system to increase by basically acting as a feeder service
to publie transit. Paratransit's greatest utility would be in providing an
efficient, parallel transit system for elderly and handicapped segments of
the population. '

Inasmuch as over 60 percent of all trips are of a local nature,
i.e., five miles or less in length, the state would continue to recognize
the importance of non-motorized travel modes such as bicyeling and walking.
The state would continue to develop and maintain programs aimed at pro-
moting an increased use of bicyeling, walking, and other similar modes.

Under this scenario, it would be imperative that all roadway pro-
jects be constructed in accordance with pedestrian and bicyclist needs. To
provide for the increased use of these modes, all roadways should be
capable of accommodating the shared use of motorized and non-motorized
modes. Secure bike parking at typical destinations and intermodal transfer
points should be provided. Improvements to the roadway system to facili-
tate bicycle access should be carried out in selected locations.

Corridor and Area Discussions

Although table 25 presented substitute trip making by orders of
magnitude, individual corridors may have a greater or lesser potential to
utilize certain substitute modes than that shown depending upon specific
circumstances. ‘



Table 26 presents a summary, by corridor, of the various non-auto
driver travel modes |that would be expected to experience increased demand
under this scenario, The potential for additions to the existing rail
- system, i.e., commuter, rapid and light rail, is also indicated. It is
intended only as a relative and general guide and not intended to indicate
absolutes. As previously noted, major new highway construction, beyond

currently programmed projects, may not be required under this scenario.

Many modal | substitutes are beyond the purview of the State.
Improved standard vehicle technology, electric vehicle technology and tele-
communications. deve#opment cannot be accelerated by the State; however,
their development can be encouraged, and once developed, their usage advo-

'. cated by the State.

The following corridor specific discussions concentrate on publie
transit and ride-sharing solutions. The discussions are not intended to be
all inclusive or highly specific with respect to particular mobility solu-
tions. Rather they are intended to serve as a general guide, broadly indi-
cating where emphasis should be placed. Specific modal/geographic choices
will emerge through monitoring/feedback and detailed alternatives analysis
as the future unfolds.

\

Suburban Northeast Corridor

Although grbwth would have a tendency to infill and cluster under
this scenario, the eiisting residential pattern is so widespread and firmly
established that the overall situation in the year 2000 will not be appre-
ciably changed from ﬁcday. Given this condition, it will take a concerted
effort on all fronps to satisfy the large number of desired trips pro-
jected for the corridor. Major transit coqmponents would include the
following: ‘

. A substantial number of uptown Manhattan workers, currently
using private auto for access, would need to be accommodated
by expanded commuter bus service, with attendant park-and-
ride facilities. )

. Commuter rail and bus services oriented to Newark and mid
and lower Manhattan would require increased service.

o The mwriad of intra-corridor work, and to a lesser degree
high potential non=-work trip attractors, would require an
expandéd "loeal"™ bus transit network.

. The development of the Meadowlands as a major employment and
residential center will result in the need for substantial
publicw transportation services for both residents of the
Suburban Northeast Corridor and adjoining corridors. It is
1ikelyithat implementation of specifiec service improvements
will be more evolutionary than revolutionary, growing with
demand, due to the potential magnitude of ultimate develop-
ment and attendant required services. The entire question of
transit services to, from, and within the Meadowlands,
ineluding modal mix, will be the subject of detailed analy-
sis, ‘ -
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TABLE 26
SCENARIO 11}

DEMAND FOR NON-AUTO DRIVER TRAVEL MODES
AND THE POTENTIAL FOR RAIL SYSTEM EXPANSION

Increase in Higher Density*
Growth Patterns

L Increased** Potential for

Existing Ride Increased Rail Increased Bus © Rail System

Corridor/Area Cluster  Infill  Cities Sharing Demand** . Demand** Expansion
Commuter  Rapid Commuter  Feeder  Local Commuter Rapid - Light

Suburban N.E. Yes Yes Yes Yes n.a. Yes Yes Yes Maybe Maybe Mayhe

Corridor

Northeast Corridor Yua Yes  Yes ch' Yes Yes Yes Yes No Maybe Maybe
Central Corridor Yes Yes Yes Yes n.a. Yes Yes  Yes No  No - No
Shore Corridor Yes Yes Yes n.a. Yes  Yes Yes Maybe No No
i\::)lri:,?:liocrc")A'Phil“' Yes Yes Yes Yes Maybe  Yes Yes Yes.  Yes Maybe Maybe Maybe
Rural N.W. Area Yes - Yes Maybe  n.a. Maybe Maybe Maybe No No No
Rural South Area Yes Yes Maybe n.a.  Maybe Maybe Maybe No No No

* Shortens various desired wrips. theseby ceducing auto dependence and implying increared potential for bike. walk electrie car, ete. inps and

shorter

awto trips. A blank entey for “Claster™ or “Lofill™ indicotes that, based on existing deselopmeat pattecns. it does notappear that the category wonld be
conductive to effective higher density growth, A blank entry for “Existing Citien” indicates that, although a degree or in-migeation could oceur.
carridor-wide impact would not be expected 10 be significan.

=0 A "Mayhe™ entey denotes that it is not eertuin whether or not poteatial demand inercases would be significnnt from u corridor-wide travel
perspeetive,



In addition to the need for substantial additional public transit
usage, emphasis would also have to be placed on increased auto and van
ridesharing. This strategy should be successful within the corridor due to
a reasonably high| number of common desired destinations coupled with .suf-

ficiently high residential densities to supply ride-share market pools at

the origin end of the trips.

Norﬁheast Corridor

, Growth would occur predominantly in the form of infilling along
major travel routes and repopulation of the older cities. To a lesser
degree, infilling of suburban clusters in the vicinity of high trip
generating urban cores, e.g., Newark/NYC and Camden City/Philadelphia, will
ocecur. Little if| any new low density development would be expected. The
resulting population pattern would indicate that the following public tran-
sit solutions to the energy shortfall are appropriate:

o Empﬂasis on linear oriented commuter trips via 'incfeased‘

existing commuter rail service and increased/ expanded com=-
muter bus service with attendant increased rail parking and
bus! park-and-rides. The densest emerging linear travel
rouqes, currently served only by surface bus, could be con-
sidered for fixed guideway service, i.e., rapid/light rail or
bus%sys. Detailed cost/benefit analysis would be required,

however, to define the most cost effective solutions.

. The reemergence of the cities would require additional local
transit service for both work and non-work trips. Likewise,
there would be an increased demand for non-work intercity
trips that would require additional off-peak rail and bus
service. )

Lower deésity areas within the corridor would remain relatively
dependent on the auto, especially for non=-work trips. This would require

an emphasis to be placed on auto and van ridesharing.

Central Corridor

Growth would occur, under this scenario, primarily as clustered
growth and infilling along existing major east-west travel routes and to a
lesser extent along north-south routes. Growth would also occur within
existing cities and to a lesser extent as clusters in lower density areas
having access to existing transit facilities. This pattern of growth indi-
‘cates that publie| transit solutions to an energy shortfall should con-
centrate in the follow1ng areas:

o Incrkased commuter rail service over existing lines.

o Increased intra=corridor localized bus service to major work
and 'non-work trip generators from areas of sufficient resi=-
dential densities.

o Increased commuter bus service and .attendant park-and=-ride
facilities in "non-rail territory" subcorridors serving major
traffic generators.
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As is the case for practically all other corridors, significant
empha81s will also have to be placed on increased ride sharing under this
scenario.

Shore Corridor

Growth would occur predominantly in Monmouth and northern Ocean
counties as infilling, including population growth in the shore com-
munities, and as clustered development. As in the case of the Northeast
Corridor, public transit would be most effective in satisfying 1linear
corridor commuter trips, thereby requiring increased commuter rail and bus
services. There could be a potential for expanded commuter rail coverage
in this corridor, terminating at Lakewood. Such an extension would affect
the required bus/rail mix to service the corridor. The use of rail and bus
linear commuter routes to satisfy non-work trips would be more limited than
in the Northeast Corridor due to greater dispersion of, and smaller, traf-
fic generators along those routes. For this reason and for work trips to
and from scattered low density areas, increased ridesharing is also an
important goal for the corridor.

Central Ocean County is expected to retain its basic rural nature.
With growth in Atlantic City employment, the southern end of the county
would be expected to show the highest concentrated population increase,
mitigated by Pinelands and Wetlands considerations, due to its proximity to
Atlantic City. This could indicate that combined northbound and southbound
Rcute 9 subcorridor travel demand would require increased commuter bus ser-
vice. Other work and most non-work trips would continue to depend on the
auto due to low densities coupled with diverse origins-destinations. Ride-
sharing should be encouraged but results cannot be expected to be dramatic,
again due to low densities and trip diversity.

~ Atlantic City-Philadelphia Corridor

The existing relatively homogeneous ring of suburban development
radiating outward from the Camden/Philadelphia urban core would continue to
expand somewhat but at a higher overall density. The denser development
would occur as infilling in areas close to Camden City and along radial
access routes, and as clustering in more outlying areas. Camden City
itself would also experience renewed growth. From the standpoint of public
transit solutions to an energy shortfall, as well as to avoid congestion
and pollution, this indicates the appropriateness and need for increased
rapid transit service on the existing PATCO rapid rail line from Lindenwold
to Philadelphia with complementary feeder bus services and supplementary
commuter bus service, as necessary, for the Camden County area. For
Gloucester County, increased commuter bus service and/or the potential for
a new fixed guideway facility, e.g., light rail or busway, with attendant
feeder bus service is indicated. The fixed guideway concept would require
detailed cost/benefit analysis. Expanded local bus service is also indi-
cated for the denser Camden area developments.

Growth in and around Atlantic City would require considerable

short-haul commuter bus service to avoid severe congestion, pollution, and
parking shortages in Atlantic City regardless of the energy shortfall.
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Further, urban development would require improved locally oriented transit
services. : o

The remainder of the Atlantic City-Philadelphia corridor would
continue to remain at relatively low densities, interspersed with moderate
infilling of existing residential clusters and the formation of a few new
residential clusters. To satisfy mobility demand under this scenario would
require an empqasis on increased auto occupancy rates through the ride
sharing practicgs of car/vanpooling. There would also exist the potential
for increased bus services connecting clustered development with the urban
cores of Camdeq/Philadelphia and ‘- Atlantic City and park-and-ride/inter=-
ceptor parking facilities, geared toward those urban areas, to serve lower
density residences.

Finally, due to the reemergence of Atlantiec City as a major
regional recreational trip generator, reinstitution of direct rail service
from Philadelphia has promise. Although such service would predominantly
be geared toward interstate trips, with few stops between the principal
cities, commuteﬁ and recreational service within New Jersey would be an
adjunct. The service would possibly best be provided through the private
' sector because of the corridor's projected high recreation orientation.

Rural Northwest and Southern Areas
. ’ ‘
These areas would continue to exhibit similar residential patterns

under this scenario. They would retain their overall rural status with -

growth occurring within existing small urban areas and towns and as new
clustered. development in a few instances. Although public transportation
can be expected 'to play a relatively greater role in certain instances, the
dominant rural %etting would continue to preclude the viability of signifi-
cant transit investment as a means of satisfying mobility needs. The auto
would continue to be the prime travel mode. Therefore, emphasis in -these
areas would be‘ on increased ride-sharing, although results cannot be
expected to be ?s’significant as in corridors with more common origins and
destinations.

Public transit would continue to be most effective in the satis-
faction of long-haul commuter trips to large employment centers, i.e,
Newark/NYC area for the Northwest and Camden/Philadelphia and Atlantie City
for the South. | To that end a moderate increase in commuter bus service
could be expected in both areas, along with park-and-ride facilities. 1In
the Northwest, |existing commuter rail service could also experience a
moderate growth: sufficient to warrant additional service. In the South,
the existing Camden/ Philadelphia oriented commuter rail service would not
be expected to show appreciable gains from a commuter standpoint due to
limited marketable trips in the service area. However heavier utilization
for seashore recreational trips by Camden/Philadelphia residents during the
summer months could be expected.

Local trip desires within and between closely spaced towns and

small urban areas could also require moderate increases in localized bus
transit service.
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Scenario IV

As has been previously stated, this scenario is difficult to
assess due to the enormity and unpredictability of the socioeconomic
impacts. If the full shortfall came suddenly, the short term impact on
public transit would obviously be chaotic. Demand would be enormous while
rolling stock and manpower would be sufficient to satisfy only a fraction
of the demand. The best that could be done would be to provide for as many
work and other essential trips as possible, on an equitable basis. If the
full shortage developed more gradually, and was recognized and planned for
at an early stage, short term catastrophic impacts would at least be
somewhat mitigated.

For the long term, assuming economic stability/regrowth, the pic-
ture would not be as grim. Repopulation and return of businesses to the
- cities and denser urbanized areas would re-instate public transit as a
highly effective and efficient travel mode in those areas. Likewise, popu-
lation concentrations surrounding rail stations, including established
cities, would cause a resurgence of rail ridership for both commuting and
non-work trips. Long-haul commuter bus would likely decline in that it
currently serves low density areas which, to a large degree, would decline
in population. Those who remained in rural and low density areas, other
than for agrarian purposes, due to their financial inability to relocate,
might or might not be severely impacted depending on the specific and
actual course of the scenario. Public transit levels of service infra-
structure would grow significantly under this scenario but in a basically
compact manner. )

Clearly, no new highway construction would be warranted. The
major problem would be to determine which segments of the system should be
maintained at a high level as opposed to little or no maintenance at all.
This problem would emerge from reduced highway user fees and reduced
government allocations of tax revenues. It is conceivable that little used
segments of the system, especially structures, that have fallen into an
unsafe condition may have to be abandoned or restricted from use.

It can also be assumed that, out of necessity, greater use of non-

motorized travel would occur, i.e., bicycling and walking, and greater use
of telecommunications as a travel substitute would occur.
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D. PLANNING FOR THE FUTURE

Monitoring

On Friday, October 29, 1981, OPEC members announced new price
increases for crude petroleum that reportedly will raise the price of a
gallon of gasoline an average three cents for the American motorist during
1982. ©Political tensions in the Middle East at the time of this writing
are at a disquieting level. Although the state appears to be heading
toward a future somewhere between Scenarios II and III, conditions similar
to the aforementioned could direct state development substantially toward
one rather than the other.

As we noted in the introduction to this plan, the future is to
some degree what we make it. Our sense of what we believe to be in the
state's interest--defined by the goals, objectives, and progrm policies
discussed in the opening section of the plan--and our efforts to pursue
these goals, objectives, and policies will influrence the future of the
state, and will determine how well prepared we are to respond to future
conditions beyond our ability to control.

The pursuit of these goals, objectives, and policies is more or
less difficult depending upon the popular support they enjoy. As we have
described earlier, energy conservation and fiscal restraint concerns have a
major bearing on these goals, objectives, and policies. There is ample
evidence that the citizens of the state are being similarly influrenced and
are thus sympathetic to such state aims., New Jerseyans have taken upon
themselves a strong conservation minded role. In the transportation sec-
tor, increases in the cost of travel have prompted many to purchase more
fuel efficient vehicles and to adopt more judicious driving habits. The
cost of travel is becoming an important determinant in housing and
employment location decisions, as is proximity to public transit.

Our plans for transportation improvements must be formulated
accordingly. We need to establish what we expect in terms of long-term
future conditions, and what influence we believe we can and should wield in
shaping these conditions. Then we need to proceed with shorter term, i.e.,
seven-year, project plans which are designed to bring these longer-range
conditions about. No less importantly, we need to monitor conditions so
that long-range expectations can be continually reappraised and adjustments
in shorter term plans can be made, as necessary, to account for observed
changes.

In the preceding sections of the plan, our expectations about
future conditions have been described, and a most likely future based on
current knowledge has been defined. Consistent with this and the goals,
objectives, and policies described earlier, the New Jersey Department of
Transportation has recently transmitted to the State Legislature's
Committee on Capital Budgeting and Planning, the Fiscal Year 1983 to 1989
Seven-Year Capital Plan. To formulate next year's seven-year capital plan,
it is imperative that we carefully monitor conditions likely to have an
important bearing on the future and public behavior in response to these
conditions.
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The followling is a list of relevant data that must be collected

and monitored for statistical trends within specified categories. Much of.

the data having global significance is generally already being compiled by
several organizations, notably by the federal government or through its
auspices. o , | : :

Energy

Domeshic and world 0il production
Domestic and world oil reserves '
Domestic and world oil consumption
New Jersey motor fuel demand '
National automotive energy effiCiency
Price |of gasoline i
Synfuel production '

Transporta ion

- Highway ‘travel demand
~ Rail nidership - ‘ :
Bus ridership ‘ : 5
Average automobile occupancy rates
Highway maintenance requirements i
Rail vehicle and facility maintenance and

-replacement requirements ,k

Bus vehicle and facility maintenance and

, replacement requirements :

Finaneial

Automobile operating costs
Highway user revenues
* * Public| transit fares -
Public| transit revenues
Public| transit operating assistance
Federal transportation assistance !
State general fund transportation expenditures
Disposable family income spent on transportion

Demog;aphics/Economics , ‘ : .

Statewide Population and County Distribution
Age of |Population. ,
" Employed, Unemployed, Workforece

Per Capita Income
'Elderly and Handicapped
Households, households below poverty level
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Land Usel

Developed land use acreage
Land use regulations in force
. Development densities in transportation corridors/areas, sub-
areas

Environmental

Air Quality
Water Quality
Degree of Open Space

Technologz

Engine efficiency technology

New vehicle technology

Alternative energy source development
(e.g., Solar, wind, synfuel, etec.)
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148
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E. ANALYZING TRANSPORTATION NEEDS AND_SOLUTIONS

As mentioned previously, this long-range plan is the last volume
of the series of draft documents which together make 'up the Statewide
Surface Passenger Transportation Plan. This document builds on the goals,
objectives, and policies included ‘in this Plan and the projects and
programs contained in  the ' Short-Range Plan  for - Surface . Passenger
Transportation. ' o

It is not the intent of this long-range plan to present a list of
new project proposals that should be pursued to meet some projected year
2000 travel demand. Instead, this long-range plan was developed to provide
a rational basis on which to judge the merits of existing or new transpor-
tation project proposals and programs.

As a first step in that process, past transportatlon project pro=-
posals are reexamined in this section of the Plan. The determination will
be made as to which transportation proposals previously identified should
continue to be pursued and which should be eliminated from further con-
sideration. - As new proposals are brought forward, they also will be eva-
luated against current planning considerations.

Past transportatlon proaect proposals are those identified in the
Short-Range Plan, 1972 Master Plan, or the Transpac report. While there
are other proposals which may have been "legislated" at one time or .
another, such proposals do not have the same currency and thus are not
addressed here. Proposals provided for in the capital improvement section

" of the Short-Range Plan will be listed but not discussed here, unless some
modification . in their scope is expected. Past proposals have been
‘classified in one of the follow1ng three- categorles.

Categogx'I:

~ Those projects appearing in the Short-Range Plan unless identified
in Categories II or III below. Subject to the availability of funding
these are projects which are deflnltely slated for implementatlon, i.e.,
"commltted"

For a more complete discussion of these projects, the reader 1s :
referred to pages 7 through 35 of the Short-Range Plan for Surface
Passenger Transportation, March 1981. :

Categorz II:

Those projects proposed in response to a perceived transportation
need but whose merit has not yet been clearly established. Further analy-
sis is required to confirm whether those projects, or alternative lesser
cost projects, are merited and at what point in time. In some cases, pro-
Jects appearing in this listing have undergone modification. or more signi=-
ficant changes of scope relative to the originally conceived proposals.
Projects marked with an asterisk (¥*) appeared in the capital improvement
- section of the Short-Range Plan but are no longer committed.
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Yy also 1noludes progects and needs listed on' pages 50'

als whloh represent ‘a previously antlolpated need that"
Progeots marked with a double asterlsk {(*%) appeared
itext of the above defined project categorles.v ‘The -

. reader is also refenred to figures 9 and 10 for project identificatlon.‘i.
- Project . numbers in_the text correspond with the projeot numbers on the-



Project
Identification
Number, Figure 9

Category I

Short-Range Plan - Public Transit Projects (1981-1988)

T-2

Description

Rail Projects

M&E Re-electrification
North Jersey Coast'Lihe

Electrification, Matawan-Long Br.

Diesel Equipment Purchase (not mapped)
Newark Subway Improvements

Phase I (fixed facilities/ROW Imp./stations)
Raritan Valley Upgrade

Phase I (diesél equipment puqchase/statiohs)

Phase II-A (stations)

Phase II-B (track/signals)
NEC/NJCL MU Equipment:

Arrow I & II Rehabilitation (not mapped)
Hoboken Division Equipment

Arrow III Staging (25 kv) (not mapped)

Overhaul Push-Pull Fleet (not mapped)

U3UCH Locomotive Overhaul.(not mapped)

U34CH Locomotive Replacement (not mapped)
Eixed Facility/ROW Improvements

Rail Statioﬁ Restoratioﬁ (not mapped)

Systemwide Track Rehabilitation‘(not mappéd)



\

Lo
‘Category I (continued)

\

)

i

Project

Identification L : } o x o
Number,vFigure.Q‘ : C :_ ' Deacrlgtlon f
’ | Rall Proaects
vRall Fixed Facllity and Equlpment Upgrade
(not mapped) % . 3
Hoboken Power Pladt/Swmtch Heaters (not mapped)
. Pollution Controlgat,Fuellng Sites (not mapped)
Silicone Transformers (MU c%rs) (not mapped)
Repalr/Replace R. A. BrldgesZCulverts (not mapped)
PATCO' Improvements (for 1mproved operatlons)
(not mapped) - 1 ,
T=5 e" _ )J ‘NEC: Improvements)(Trenton,'Metropark Newark,
Y NYC)_"‘l |
- T-6 . 'iRaritan River Brid%e (repaid/replace)
T=7 N 7,‘Pascack Valley Line Improvements
' Systemwide Signal Improvements (not mapped)
Rail Malntenance Fa0111%1es Upgrade
T‘T-8 - R B )bMaJor Repair Shop,lDe31gn/Land

T8 S o MaJor ‘Repair Shop, Construct&on
: 1 S

" Bus Projects

o " o
Bus Purchase (not mapped)

|
‘Bus Rehabilitation (not\mapped)

Bus leed Faclllty Upgrade (not mapped)
s I

Bus Exact Fare Boxes (not mapped)_
’BﬁS-Support,Vehieles»(not_mapped)i»’

~ Bus Radios (not mapped)

(7
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B Projecti
Identification

‘Numbep,,Figure 9.

T-10

4‘Categprym1‘(qontinued)

Descrlptlon
Support Prolects

Camden ‘Transportation Center
vHéboken'Terminalempr0vements

Bus Shelter (not mapped)

Bus & Rail Park-n-Rldes (not mapped)

Marketlng Program (not mapped)

Bus Stop Signs (not mapped)

E&H Vehlcles & Rural Tran51t (not mapped)

R R. Statlon Paging System (not mapped)

_Joint Development/Urban Inltlatlves (not mapped)_

Bus Wheelchalr Retroflt (not mapped)
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Short-Range

Category I (contlnued) vi

l

Plan - State nghway Projects (1981- 1988)

Project
Identification

Number, Figure 10

Route ~Description

 Completion of Interstate SyStem

[
j
|
|
i

H-1 6  Walt Whltman Brldgei
” Lo Ramps E :
H-2 78 Plainfield Ave. to |
Springfield Ave.
H-3 8 : aDelawareuRﬁvér:tb o
~-Route 22 ‘
. 195 ' Routes 29 & 1-295
o to Broad St.' {
H-5 287  Route 202 to NYS
: Line | ;
| ; I |
H-6 295 Route 130 to i
o % ~ Delaware Spo o
H-T. 205 Route 130 to
- ' . Kuster Road
,Other Major CQnstruction on: New ﬁlignment g
H-8 -  18r ‘ | Garden Staﬁe Pkwy
» to Deal Road
H=9 18 ,  Interchange at Rlver*
e ol Road 4
B-10 20 I-80 to Inner Loop
CHe11 24 ,‘Brooklake~3d. to- f
| Rb. 1-287
H-12 29 ~ Route 29/129 to |
B ‘ 195/295 Interchange '
H=13"  129 Route 1 to’Route 29F
’
»&
138
, , |

' Countx

Camden -
Union

Warren.

Mercer

Passaic,
Bergen,
Morris

Gloucester

Burlington,

Mercer

Monmouth

Middlesex -

.Passaic

Morris '
Mercer

Mercer

i»

i

.



Project
Identification

Category I (continued)

He1l
H-15
H-16
H-17

H-18

H=19

H=-20

H=21

H-22

H-23

H-24

Number, Figure 10

Route

Other Major Construction Of New Alignment

4o .
55
81

90

92

169

185

Woodstown By—Paés

Route 40 to Route U2

Route 1 to NJ Tpke.
Interchange 13A

- Connection

Haddonfield Rbad‘to
Route 73

Route 206 to Route 33

JFK Blvd. to Route
185

Route 169-to Caven

'Point Road

'Major Reconstruection Of Existing Facilities

1

1&9

1&9

1&9

Pierson Ave. to East .

Scott Ave. including
Green St. Circle

Widening

~ Bridge 6Ver»Waverly’

Yards-and South St.
Structure Rehabili-
tation

Overpass at North &
South end .of Skyway
Bridge Rehabilitation

Bridge over Conrail,

" Avenel; Bridge -

Replacement

County -

Salem

- Gloucester

Union

Camden
Burlington

Mercer

Hudson

" Hudson

Union -
Middlesex

Essex

~ Essex

Hudson

 »Middlesex



Project

Identification
Number, Figure 10

H-25

H-26
H-27

H-28

H-29

. H..;30

H=31

H=32
H=-33

H-34

H=35
H=36

H=37

Ma jor

Route

Category I (qontinued);

Descrigtion

Reconstruction Of Existing Facilities

K

10

17

22
23

23
31
33

33

Vicinity of Saddle
River to Rt. 95;
Widening :

Overpeck Creek Bridgej
Bridge Rehabilitation

Over Hackensack River;
Bridge Rehabilitation

Garden Staie Pkwy. tél
Rt. 34: Widening,
Resurf.

Rt. 526 to West Farms
Rd.: Dualization

Intersection Improve<
ment at Littletown Rd.
(Rt. 202)

Terrace Avé. - Polifiy

. Rd. to New York State
" Line: Resurfacing,

Barrier Curb Safety
Improvements

Bridge Over Waverly
Yards; Rehabilitation

Rt. I=80 td New Street
Dualization

New York Ave. to
Maple Lake Rd.:
Dualization

Flemington Circle to
Rt Y 1-78

Cot'lies Aveo - Rte 35
to Rt. 71; Widening

Ward Ave. to Robbins-
ville Widening

140

County

Bergen

Bergen

Hudson

Middlesex

Ocean
Monmouth

Morris

Bergen

Essex
Passaic

Passaic
Morris

Hunterdon

Monmouth

Mercer



Project

Category I (continued)

Identification

Number, Figure 10

H-38

H-39

H-40

Heli1
H-42

H-U3

H-44

H=-U45

H-U6
H-47

H-48

H-L9

Route

Description

Ma jor Reconstruction Of Existing Facilities

35

38

41

41

428295

46

82
88
95
130
130

7

Maple Place to.
Prospect Ave.; Bridge
Replacement over
Matawan Creek

NJ Tpke. to Pemberton
Rd.; Dualization,
Jughandles

Evesham to Woodbufy -

Almonesson Rd.;
Dualization, Jughandles

Rt. 70 to Rt. 38;
Widening 2 to 4 lanes

Rt. 42 to Rt. I-295

Connector

Structure over Rockaway
River, Rockaway Twp.

- Rehabilitation

Replace Rahway River
Bridge

Beaver Dam Rd. to
Memorial Drive;
Bridge Replacement

Scudders Falls to

Scoteh Rd.; Widening

Rancocas Creek Bridge,
Relocation

Assicunk Creek to Rt.
206 Widening &
Resurfacing

Rt. 9 to New Jersey -
Ave.: Widening

141

County

Monmouth

‘Burlington

Gloucester

Camden

. Camden

Morris

Union

Ocean

-Mercer

Burlington

Burlington

Cape May



-~ Project
Identification

Number, Figure 10

(not

(not

H-50

H-51

H=52

H-53

H-54

H-55

H=56

mapped)

mapped)

H=57

- H-58

H-59

Ma jor

- Category I (continued)

"Route.‘

o . H
- ‘ 1

: Deseéigtion

. Minor

206

. 152

280

295

- hyy  Wood Ave. & Rt. uly !
: park StagexII B o

huy

Somers Poiht te
Longport Bridge;;
Replacement

Rt.. .27 to Rt. I- 287
Duallzatlon :

Connector Ramp to Rt.
\.

Delaware'sq. to

Widening {

Mechanics st. to Rt. |

I-295: Widening
\

Interchange Metro=- - |

GSP Intercqange 8. to;

128 Rehabllltatlon &

‘Widening | -

Newark Airpbrt-& I-7d

Reconstruction Of Existing'?acilitieséf.

|
- Repaupo Rd.: 3‘

- Surveillance System

Route Guide System |

ReCOnstructionband Safety Improvements

L

1

142 |

Rt. 9 to Conrall
" Resurfacing!

|
|
I
I

NS Justlce Complex Ramps

o ; , b
. Bakers Basin Inspection
- Station; Jughandles 1?

County

Atlantic

Mercer

Somerset -

Essex

" Gloucester

Gloucester

Middlesex

j Cépe May

Essex
Union

‘ ‘N..E. .
-‘Counties
‘Mercer

Mercer

- ‘Middlesex

[N



' Projeet
Identification
B ' Number, Figure 10

- H=60
. H-61
H-62
H-63.
H-61

H-66

H-67

H-68 -

H-69

. H-T0

Category I (cbhtinued)‘

Route

- Desecription.

H-71

1&9

C1a9

%9
IR
o 1&9T

S 19T

1&9T

Minor Reconstruction and Safety.ImprQVements '

‘Bayway Circle Cut- -

~through

' Bridges.over St.-Charles

Place, CNJ, Roanoke

' Ave., Foundry St.

" Delany St. LVRR, Wilson
Ave., Niagara St.,
Magazine St. J
Rehabilitation -

~ Bridge over Rt. 35;

Rehabilitation

~ East Grand St. to Bond
- St. Lower Rt. 1&9 '
- under CRRNJ '

Passaic River to Rt.

440 Safety Improvements

StructurejRehabilitatién‘;
~ over St. Pauls Ave.

~ Pulaski Skyway to

“Passaic River Bridge
- Intersection Revision

Passaic River to
Rt. 1&9: ‘Safety

. Improvements

Rt. 46 to Bergen County

Line: Safety Improve-
- ments R

~New Ramps west of Rt. 17

Bridge over ELRR,

 Rehabilitation

B .GSP‘to_Rt; 1: Barrier
~ Curb Minor Widening -

Resurfacing

o143

- County
" Union -

Essex

‘Middlesex:

Union

Hudson
;HuGSOh

- Essex

'Behgéh
Hudson

. Passaic -

Bérgen

Hudson

‘Middlesex



Proaect

Identlfication'

Number, Figure 10

 Category I' (continued)

‘Roufe"

Lo |
. - :
S R

Descrigtion l'.

Au‘T ' }7 .e%,f

Minor

'_Hé72 S

‘:T‘H‘73'

Cwts

CHTT

v» fH_7guc"

'QAHésof?,

| He81

Ees2

: S ] -
Reconstructlon and Safety Improvements

‘9f

W

10

¥a11 e‘f>;,{f

fiLedgewood Clrcle to

" Paramus Rd. to Soutﬁi
- Lake Steow Resurfacing' '

" Clinton ‘to Somerset!
County Line; Safety,
;‘Improvemehts &
;Jughandles o

[

RN T
¥ T
Sl
N |

Aq. . . .5

Southbound lanes at‘7~

. King George Post. Rd..
- Ramps at West Pond Rd. -
"fFResurfaeing & Safety o

.ﬂ‘Walker Hollow, Boro,of
' ‘Alpine, Horiz & Vert.»
L Alignment> R

i
[
[ .

leingston Cirele: |

Jughandle Intersectlons
- Safety Improvements

‘“‘1ncluding deck rehab.

"wvover Rt. 53 L

'.Willlams St. to Essex
‘Sto; Resurfacing :

!

,‘;f'NJ‘Tpke. to vicbnity of
-~ Main St.:} Resurfac;ng -

|
C

-

|
|
L
i
{

' “East of Chimney Rock Rd.
" to Wilson Ave.; Resurfac-
‘fing:apd Guide Rail |

ap

- ‘Vicinlty‘of Steenykill
. Lake to NXS Line,v,_f
Collingswood Clrclefto ‘

.;fAirport Circle, Minor vf.“
Widening, Resurfacing

Marshalls Corner =

g ;Wbodsv1lle Rd. to Eaat‘i
,--f,Amwell-Hopewell Llne°‘f‘
v;';Widening, Resurfacing E

|

P aCouﬁtz .

 Middlesex

. ‘Bergen -

Morris

~ Bergen
. Bergen
"“MiddleSex;v

 Hunterdon

- Somerset

~ Sussex

_ Camden

- Mercer

-



- Category I-(continued)

' Prdject.
* Identification

Ocean

‘Burlingtoh;“

Gloucester

‘Passaic

Bergen

Morris

- Number, Figure 10 ~  Route ~~  Deseription -
. | | | _Minor'Reconstrucfion‘andjSafety Improvements -
'H-83‘ 3T " GSP to Dover Twp. Line:
: S o - Highway &.Intersectlon :
?‘Improvements
H-BH" ; o 38 Madlson,Ave, to Pine St.:
‘ o ' : : Resurfacing, Drainage
H-85 o 428322 ~ Rt. 168 to Main St.;
: : ' ' .. Minor Widening, '
-Resurfacing & Jughandles e
fH—86:v : Cowe _ 'Bridge over Passaic River
: ’ ~ Rehabilitation
H-87 ';if e 'Brénéhiof Mine’Brobk.to”
: -~ Naughright Rd.:
‘ '~ Resurfacing _
B-88 . - 4  Elimination of Little

Ferry Traffic Cirele -

 H-89 46  Structure over Rockaway .

H=90 ,'.fv ‘. - 46 1 Intersecﬁion“lmprovément
' : ' at‘TWo Bridges»Road‘

- H=91 R 'u6'_  ' v"Passaic River to Rt. 17
: ' o _ Barrier Curb

H-92 = ue i ~  Bridge over Passaic
o ‘ ~  River and Riverview Rd.,‘
‘ Rehabllltatlon'

‘H-93 : ke Riverview Dr. to Paulison

S " : - Ave.: Interchange
Improvements & Safety
Improvements '

COH-QW . u7 E Chestnut St. ‘to Rt. 55F ,
: B ' “Dralnage, Resurfacing :

H-95 ‘49 Quinton to Shiloh;
: S : - : Resurfacing; ‘

145

‘ Bergénbl‘

: ;MorriS'
" River, D&WRR & Blackwell -

St.: Deck Rehabilitation
Essex

Bergen

' Passaic

" ‘Passaic

Cumberland

‘Salem
. Cumberland



Prdjeet

Identification

" Number, Figure 10

Hf96

| H-97 ;

‘Hf98 '
 H-99

H=100

H=-101

H=102

H=103 :

“H=-104

H-105

 H-106

Minor

Category I (contlnued)

&

Route

|
i
|
[
. |
|

‘Descrigtion'

. . o i
Reconstruction'andvSafety,Improvementé

5T

R

e
‘75

80
95
130

130 -

:f,BPidge Replacement

73

Rt. H6 to Fietcher Aﬁe.

130

P N
over Pohatcong Creek!
near Brass‘Castle Rd.
| T
Lafayette Ave. to

.Brlnkerhoff Ave. at Rt.
53 Resurfaclng Inter-

- .section: Improvement,\

Structure ﬁehablllat;on

Rt. 38 to NJ Tpke.;
Mlnon Wldenlng &
Barrler Curb S i

Shirley Rd. to Rt. MO
Circle Resurfa01ng and
Minor Widenlng
, o
,Allerton'Rq. to Plain-
field Aveo.- Safety &
Reconstructlon ‘

i
o

Interchange Improveméntn
at Rattlesnake Rd. and
RE. 31

t

l
Rt. 94 to Cherry Hill Rd.

Median Shoulder Improve-,

ments, Resurfacing, Major
Deck Repalr

Safety‘Imprbvements-E

i-

Wood St. to‘south of
Rising Sun Rd.; I
Resurfacing /

\

' East of PRSL to Rivem
" Drive; Dralnage and |

Deck Rehabilitatlon ober

‘Big Timber Creek ‘

~ Rt. 47 to Collingswood

Circle; Barrler Curb
|

146 !

]

County

~ Warren

Bergen

Burlington

- Salem

Somerset

Hunterdon

Somerset
Hunterdon -

Warren
Morris
Sussex -

Bergen

Burlington

Camden
Gloueester

Camden

L3

R



Project
Identification
- Number, Figure 10

Category I (continued)

Route

Description

Minor Reconstruction and Safety Improvements

H-107

H-108
H-109
H-110
H=111
H-{12 |
»34113
H-114

H-115

H-116

159

166
183
202
206
208
280
287

287

495

Bridge over Passaic
River Reconstruction

Bridge Replacement ovef
Jake's Branch of Toms
River

Rt. 46 to Rt. 206;
Highway Improvments
to Relieve Congestion

Rt. 31 to Somerset County
Line: Left Turn Revision
and Safety Improvements

Somerset County Line to
Rt. I-80 Improvments &
Resurfacing

Viaduct over ELRR Deck
Replacement & Resurfacing

Ramp at Highland Broad

- Sts.: Part of Newark

Feasibility Study

Viaduct Rehabilitation
over Raritan River &
Easton Avenue

Viaduet Rehabilitation
over LVRR, Reading RR,
Raritan River and D&R

Canal

Bridge Rehabilitation
over JFK Blvd. ’
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County

Essex
Morris

Ocean
Morris
Sussex

Hunterdon

Morris

- 'Bergen

Essex

Somerset

Somerset

Hudson



 required to define.

~ Category II

‘}Publicﬁfransit Projects_

T-11% Kearny Connection. ;t'

) This project
the construction of

rail connection between the Hoboken Division s Morris

- and Essex Line and | the. Northeast Corridor’ at, Kearny to provide direct.
access ‘to Penn ‘Station, N.Y.C. It included ‘modification to tracks, signals.
~and traction power system on the corridor and at Penn Station, N.Y.C., in

order to expand peak hour capacity to 26 trains. An- engineering study is

the pro;ect, 1nclud1-g actual Penn Station capacity requirements. e

ﬁ‘ifT-12* Hackensack Me dowlands Transit., 'n ‘“‘E of77 ‘g

This projecg

) including modal- alternatives.r ‘The 1972 Master Plan
"1proposed a Newark-Meadowlands rapid rail service. More recently, several
_commuter rail access proposals have been advanced° EERE N : ‘

:fT- 3* Montclair Cont ction:il'-fl;:i_:v S '! -

This proaec . providing Boonton Line riders with‘direct:accesszto -

p_the Nenark CBD -was
and cons of the proj

called for in the 1972 Master Plan.. Due to the pros

set, NJ TRANSIT. has undertahen a reexamination of - the

}. project_ ‘to determine' whether, on balance, the project §should still be-

- pursued. This’determination is. expected shortlyq

’ *f Hoboken DiVision Push-Pull Fleet Reseatlng (n&t mapped)

, This project was recommended in the Transpac report. It'called
,fcr the reseating of 150 cars from a. 2-2 to a 3=2- configuration. The -pur=

pose was. to increase capacity to accommodate" anticlpated short-term growth-

based on ‘trends at that time. Required capacnties, method(s) for. their

achievement, and timing need to be reassessed using currenu ‘trends and pro—

»Jections.,»s : _ T L

» SR

i

i

Notes o I
‘.* Listed in’ the capital improvement section of the Short-Range Plan

ftax: Progect-identiflcation number, figure 9

i
b
|
. .?
\
L
l

7 was called for 1n the 1974 Master Plan.v It entailed‘-t

the specific requ1rements, scope, design, and  cost of

was cited as requirlng development in the Transpac»
freport. Non-project: specific funds were included in the 1979 Transporta-
. tion Bond.. ‘The scope of this project requires definition. Further analy=- :
- sis is needed to detiermine the most effective mix of ‘Meadowlands relatedv‘?'
' transit 1mprovements

a.



_CategcrvaI (continued)

T-14% NeWarkaubway»Improvements; Phases IT and IIT:

' These'phases of - the Newark:Subway,improvement-programfwerefini-
tially addressed in the Recommendations for the Transpac Program (Transpac)
report. Phase II is basically the purchase of new light rail vehicles and

related items. . It was recommended for Transpac. Phase III is the con-

struction: of high level platforms and the installation of automatic fare -
collection equipment. It was deferred from Transpac due to funding
constraints but included in the 1979 Bond. Vehicle design requirements
for reliability, utility and compatability with the existing system require
engineering study. High level platforms will require analysis as to feasi-
bility considering compatability with rolling stock and  system physical
restrictions as well as need. Automatic fare collection requires needs
analy51s. :

T-15* Raritan Valley Upgrade, Phase III.

Thls phase of the Raritan Valley Upgrade was- identified 1n the

1979 Transportation Bond Issue as a discrete project. It called for the

installation of new signals and the construction of high level platforms
and gantlet tracks at Westfield, Fanwood, Netherwood, and Plainfield sta-
tions. Design practicality and appropriateness. requires analysis. . Also,
the potential project is more: properly viewed:as being within- the context
of the statewide Rail Passenger Facilities program rather than as an inde-
pendent proposal. , . : :

* Arrow Iv Purchase (not mapped)

This project was reeommended w1th1n the Transpac report. CIv

called for the purchase of approx1mately 25 Jersey Arrow type multiple unit
rail cars. . The purpose was to provide an adequate number of fleet spares
and provide for anticipated growth on the NEC and NJCL, based on data
.available at that time. Actual future fleet requirements, including the =
timing of new purchases, considering the state's overall existing Arrow I,

'II, and III fleet needs to be addressed u31ng “eurrent trends and o

projections.
T-16% PATCO Extension to Berlin:

This extension was 1mp11cit1y called for in the 1972 Master Plan
as part of the proposed PATCO extension to Atlantiec City. It is currently

in the process of undergoing alternative's analy31s, 1nclud1ng specific-
" terminus and conSideration of lower cost transit options. ’

Notes
?;:Listed in the capital improvement section of the-Short-Range’Plan

Tox: ‘Project identification number;lfigure 9
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1968 and 1972 Maste

|
1 . if

: ‘ . ’ l . ’
Category II (continued) o |
|

T-17 Orange Street Newark'Subway Transfer:

: This project, the constructlon of a transfer facillty ‘between the B
Newark Subway and the Hoboken Division Morristown Line at the - existing

Orange Street subway| station was addressed in the appendix to the Transpac
report as requiring| development. The project still requ1res engineering
feasibility/design and benefit analy31s. 1 : :

[ |
A . b |
T-18 Newark City to| Newark Alrport Tran51t. l -Y;A

_ . :

‘This proposal is a splnoff of the "Newark to Raritan via Newark
Airport" PATH extension project called for in| the 1972 ‘Master Plan (see

Category III). It is recognized that improved public transit service bet- .
ween the city and airport is desirable. However, alternatlve modal analy-

sis is required to define progect scope. | Lo r

;o - ;
T=19 Hoboken D1v151>n Pascack Valley/Maln Line Connectlcn
| .
Thls project was cited in . the append1£ to the Transpac report -as
being in the- conceptual stage. The : proposal was to connect the 1lines in

Rockland County, N.Y,, via a rehabilitation of the" Plermont Branch, to per-
- mit additional peak |period Pascack Valley service. ' The proposal requires

analysis with respect to~ operatlonal effectlveness, cht/benefit, and

- alternative solutions. ‘
T-20 Secaucus Conneition/Tranefer: ' i -

Ccnnectlon, to permit dlrect accees to N.Y.C. for
‘Hoboken Division non-Morris and Essex line tralns, was called for in the
Plans. = The benefit of the proaect has come under
serious question as |a result of more recent investlgatlons conducted for

}
i

| The Secaucu

NJDOT/NJ  TRANSIT by the Tri-State Regional Plannlng Comm1331on. It should

also be noted that the original proposal assumed electnlflcatlon of the
vllnes in question which is no longer the case OSee Category III llstlng)
Therefore, the project would also be contingent on the potential availabi-

lity of reliable high-performance dual-mode locomotlves.' ‘The connection

must be reexamined in light of the preceding as well as related improvement
. proposals for the Meadowlands. As part of thiswreexamlnatlon, lesssr cost
improvements, such as a Hoboken Div1sion-Northeast Corrldon transfer sta-
v‘tlon, will be considered. : !'

‘r
b

\
b
| |
| |
FRRRN
. B i ‘l
Notes | |
S
1 - Projects cited in the appendlx to the Transpac reportrwere included as
information items only. They were not evaluated or . con51dered for
recommendation due to lack of develooment. -

i

T-x: Project identiflcatlon number, flgure~9_
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Categcry,II'(continued)

T-21 West Shore Corridor Transit:

. This project was cited in the appendix of the Transpac report as
requiring development. Recent examination of various service improvement
options for the West Shore Corridor indicates that rail service reinstitu-
tion does not appear to be a cost-effective option. However, lesser cost.:

~options, e.g., busway, appear to merit more serious further consideration.

T-22 Bayonne Light Rall Transit'

, This proaect is a more modest varent of the "Hudson County Subway,v'
Bayonne to Fairview" proposal in the 1972 Master Plan (see Category III).
The current proposal is for light rail transit service from Jersey City

-through Bayonne. Community objections to an alignment along a central‘f

thoroughfare diminishes the attractiveness of a prospective light rail

investment, since the only alternative alignment is a railroad right-of-way .

on the eastern edge of‘the'peninsulaf-poorly situated in relation to trip
generating land uses. -~ This right of way is not entirely without merit, .
however, since the portion of it from.the Turnplke north traverses undevel- '

oped waterfront which could be developed and therefore enhanced by a tran-~v o

sit connection to PATH.
T=23 NJCL Lakewood Exten31on (Dlesel)

This project is a non-electrifled varlant of the electrlfled pro-
 posal contained in the 1972 Master Plan (see Category III). More recently,
electrified Lakewocd service was considered for Transpac but not _recom=
mended due to cost. It was noted that diesel options would be evaluated. .
Routing to Lakewood could be either from Red Bank or from Matawan via
Freehold. The most recent study of prospectlve rail service to Lakewood is

a study undertaken by Ocean County, which recommended reinstitution of -

- diesel service between Red Bank and Lakewood. Although ‘there 'is an

apparent need for. transit service improvements in,both»theVFreeholdvand -
Lakewood corridors, further study will be necessary to define:' 1) most
appropriate improvements in light of state and local development and .

transportation = objectives; and 2) a realistic implementation
plan: Improvements warranting con31deratlon 1nclude bus and dlesel rail
service options. : S S »

T-ZU PATCO Extension to Glassbcro.'

: Thls extension was called for in the 1972 Master Plan and more -
recently by the Delaware River Port Authority (DRPA) as a result of a DRPA
commissioned feasibility study. Current plans by NJDOT and DRPA call for a:
reanalysis of this proposal and 1lesser cost alternatlves ‘in light of "
changed demographic and financial circumstances, and in light of implemen-

- tation prospects for Route 55, a proposed state highway which would occupy
the same right of way as the transit facility . for part of the overall
-distance. .

Notest

T-x: Project identification number, figure 9
| o B



 transportation solut

- T-25 PATCO Extensio
. " This exten
.‘the more recent DRP
in light of changed
transit alternatives

-26 Atlantic City

This prOJec

. being in the concept

pared - for Atlantic|

n to Mount Laurel:

f
|
i
!
|

Category IT (continued) - :
f

ion was also called for 1n the 1972
commissioned study. It 1s also slated for reanalysis-
finaneial and demographic 01rcumstances. Lesser cost
w111 also be considered. S N [ o o

! t

rransportation Center ’
- |-

ual stage.( Since that time, a consultant report pre-

"City .- was completed. Its recommended -long=-range -

ion is a very high cost, exten51ve, -downtown elevated

people mover (DPM) .
transportation cente

g _sérvices and the DPM;"

tional $138 million

- tional. casinos by 1990.

t a 1979 cost of $460 million and a joint development

The transportation center was estimated at an addi-
in 1979 dollars. - Needs were predicated on 26 opera-

Master Plan and.thlfy

t was cited ‘in the appendi& to the Transpac report as vh*

1ntegrated with the Seashore Division Rail Line, bus

The report suggested ‘bond financing through a

© cess of being,

to receive attention within NJ- TRANSIT's ongoing
Likewise, ‘the appendix to thesTranspac report
" _alluded to potential
" These too will be con

= ‘T—x;

to=be-created Atlantic City Transportation Authority (an,Atlantic County
Transit “Authority has been formed). The scopé
. staged long-term tra sportation improvement program for. Atlantic City, con=
‘sidering current est'mates of expected casino growth to 1990 and beyond and
financing capabiliti S, still needs to be developed.w' : '

not mapped)

, The 1972 M ster Plan recommended numerous 1mprovements “to the"
' state s major commuter rail lines, 1ncluding. track upgrade' new rolling
. stock; parking expan ions; automatic fare collection and;- _
“T_forms.\ High density service improvements, e. g.,\automatic,fare collection,
~were largely predicated on large patronage increases generated by a new
Hudson River ‘transit tunnel. However, such 1mprovements could possibly. be
,warranted in the future in . speoific cases due to factors jother than a new
" tunnel. Many of the recommended improvements have been, on are in the pro-
implemented, ‘especially in the areas of rolling stock
frenewal and track improvements. - All of these type proaects’Will continue

statew1de rail facilities'

program development effort. .
bus terminal and 1ntermodal facility 1mprovements.

y 31dered w1th1n the NJ TRANSIT program development pro-
‘“dzcess. _3;- o . L. e E e .
~ Notes A,
,Projeot identification,numper,?figure.g‘f
152?“, at

and . timing for an actual =

high level plat- -



Category II (oontinhed)

T=-27 - 32 Longer-Range Projects for FuturovConsidération:

, The following projects were all called for in the 1972 Master
Plan. All. require considerable scope development and/or detailed alter-
natives and cost benefit analysis. = Due to the extremely high order" of
‘magnitude cost that would be associated with them, it is not anticipated
that they could receive consideration prior to the year 2000. However,
they are indicated within Category II in that they represent ' those
" currently identified conceptual projects. that exhibit the greatest apparent
- potential of being high benefit "future generatlon" pPOJectS. ‘They are as
follows. . . - o

T-27 Newark Subway Extension to the'Ironbound'DiStricﬁ

‘T-28 Newark Subway Extension to Irvington Center

 T-29 New Hudson River Tunnel - Four tube tunnel to serve both com-
muter and rapid rail transit to midtown Manhattan. As noted
"in the 1972 Master Plan, the tunnel is the key for the sub-v
sequent progects that follow.

T-30 Great Notch to New Hudson Rlver Tunnel Rapld Ra11 Tran31t

', TQ31 Emerson to New Hudson Rlver Tunnel Vla West Shore ROW Rapld
- _Rail Tran31t ' : : '

T-32 Hackensack to New Hudson Rlver Tunnel, Via Llnk w1th Westl’
- Shore Rapid Rail Transit : : :

Notes

T-x: Projéct,identification number, figure 9
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H-117  Route 17F, Bergeh'tbuntyé};{
The 1972

f vicinity of Route I-280, thus. extending}high capacity ‘access to the lh

v R ‘ -
-;Category IIﬁ(continued)f,”

|

i

 State Highway Projects

t
s - . ‘ |
|

‘ ster Plan called for the construction of Route 17F
southerly fr‘m the Route 3 intersection with existing Route 17 to the

Hackensack Meadowlands, Newark and those communities along the I-280
corridor. -Construction through wetlands 'may make a freeway link pro-

- ‘hibitive. . Further, HMDC has proposed a land service facility to pro-
. vide access points- for planned development. Specific improvements
- will be determined after further review,Ihowever, something less than_'

RN

a freeway 1s anticipated. SR f' .

H-118 Route 18F Middlesex County (River Road to Route 1-287)

;Both plans o _
~ the extension was to go to Route 22, in'the later plan only to Route

| (

‘lled for extension of Route 18 as a freeway., Originally o

I-287. A recent feasibility study conducted by NJDOT has confirmed
“that improve ents and extensions of the existing iroad- network would

b ,Short-Range lan proposes the sealed down proposal.
H-119 Route 21F'
E'Both the 196

‘the continuation of Route 21F northward to Route I-80 to allow an n._v,._
unimpeded. highway connection between the Newark and ‘Paterson areas.

'provzde the - |[necessary. access with 1es# impact- and disruption ‘than -

vconstructing ‘a freeway on new alignment through, Pisoataway. - The "'

Passaic County. ‘l-s L'l 'i

|

and 1972 plans recognized ithe need for and recommended,'7

" Because of the degree of ‘development . that exists 1n this corridor and

+ the presenc
-question. :This project will remaln active pending further study.

H-120 Route 29F Mercen County. 5f L i

of the:' Passaic River, the proper terminus is in

" Both the 1968 and 1972 plans called for the continuation of Route 29F

south from Route U.S. 1 (near Ferry. Street) to’ the Routes I-195-295

interchange to prov1de direct access to the Capital from points eastiﬁf

~ ~and south. ~ The proposed’ construction of Route 122 between the Route '
- 1-195-295 interchange and Route U.S. 1 (near Market Street) will
- influence the need for this facility ‘and thus,l further study iss

‘necessary to [define ‘the final improvement.r,»

Notes

f.’H-fo,

|
|
B

Projeetlidentificationjnumber,“figune“10“ '
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Category;II (continued)

Proposed Dualizations

H-121 Route 9, Atlantic County:

The proposed dualization from Smithville to the Mullica River assumed
construction of a Route 9 freeway to the south. Although the pro-
posed freeway will be dropped from further. consideration, the growth
of Atlantic County spurred by the. casino industry may make improve-
ments to Route.9 necessary. This proposal will be examined as part
of ‘a study that is currently underway to evaluate access roads into -
the Atlantic City area. The Route will be monitored and, if traffic
‘warrants, an improvement program developed.

H-122 ‘Route 9, Ocean County:

Dualization of Route 9 through Lakewood is generally " considered
‘impracticable. As part of the long term program, 1mprovements on new
alignment will be investigated.

H-123 Route 9W, Bergen County:

The 1972 Master Plan called for the dualization of Route 9W from
Route I-95, north, to the New York state line. The section from
Route I-95 to E. Clinton Ave. has been improved. The remaining sec-
tion, to the north, is listed as a "Current Study" in the Short-Range
Plan.

H-124 - Route 33,vMonmbuth Cdunty:

‘The Route 33 Freehold bypass and dualization of the existing roadway,

east, to Route 34 were contained in both the 1968 and 1972 Master

Plans. The portion of the Freehold bypass west of Route 79 has been

completed and is open to traffic. The remaining section of the

bypass, east of Route 79, and the dualization of Route 33, ‘to Route
34, are both listed in the Short-Range Plan under. "Current Studies"

and "Additional Unmet Needs".

H-125 . Route 34, Monmouth County:

The 1972 Master Plan called for the dualization of Route 34 from
Route 9 south to. Route 33. While demand does not justify the duali-
. zation of Route 34 entirely, the portion between Route 18F and Route
33 has taken on heightened importance since Route 18F will not be
completed between Route 38 and Brielle Circle. The entire section
between Routes 9 and 33 will be studied to determlne the scope of -
~ necessary. improvements. (See H-22)

Notes

H-x:  Project identification number, figure 105



H-126 Route 37, Oc

7 *~Serv1ng the o
~ment during th
- -are dependent
wH-1o)

H-127 Route HO and

" The 1972 Mast

ean5Ccunty'-:

!
|
\
B
Category II (continuedj' R
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t

:astal resort areas,

this highway may requ1re 1mprove-)
e time of this plan. The nature of these improvements
on: decisions made for improv1ng Route 70 (see - 1tem o

e
- iy I
322 Atlantic County. e
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i
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. faeility from|:

Township.
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*H—128 Route 66 Monmouth County.v -

i .1his dualizati
.- Plans and 1981

*H—129 Route 70 Bu1

improvement r
Pinelands.
-been recommend

H-130 Route 206 _At

fOriginally pro
this pr
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traffic needs. |

'l plans,

H-131

. studied,
. operating at ca

Notes‘l

Listed in the cap

H"x .

Atlantic City

r Plan called for the dualization of this four lane
South Main Street to Brenta Avenue in  Egg Harbor
ther analysis is required to determine what improve-
ssary.; This proposal w1ll ‘be examined as part of the'
ccess roads study. . . . -

l

demand and lanc
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|
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on project, called for inithe 1968 and 1972 Master
Short-Range Plan, will be evaluated 1n terms of travel .
1 use changes to determlne if the 1mprovement should ‘be

'lington and Ocean Countle
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1 .

|-
ication number, Plgure 1ﬂ ;

of State growth



Category II (continued)

*¥H-132 Route 18, Middlesex County:

- The 1972 Master Plan called: for the'widening of Route 18 between

Route ‘1 and Route 9. The widening of this facility from County Route
527 to Route 1 is included in the Short-Range Plan. The widening of
the remaining section from County Route 527 to Route 9 should be -
studled. : : '

- H-133 Route 27, Somerset and Mlddlesex Counties:

Improvemments to Route 27 between Princeton and New Brunsw1ck are
listed as "Additional Unmet Needs" in the Short-Range Plan. Any
study to determine the magnitude of improvements necessary on this
highway should be expanded in scope to include the section between
New Brunswick and Rahway as was shown in the 1972 Master Plan. -

H-134  Route 30, Atlantic County:

‘ The'improvement of Route 30 from Delilah Road to the Inland Waterway

will be studied as part of the overall needs analysis that is
currently underway to assess the transportation needs in the Atlantlc v
City area. o

H=-135 Route 40, Salem, Gloucester’and Atlantic Counties:

The widening of this facility wae‘included in both the 1968 ande1972‘
master plans.: A proposed by pass of this route around Woodstown is

- included in the Short-Range Plan. Improvements to the remaining sec-

tions of this highway should be studied in terms of the capacity

,required to serve‘the Atlantic City and surrounding shore areas.

H-136 Route H6 Bergen County

Notes

The widening of Route U6, between Route 17 and the New Jersey Turnpikev

was proposed. - This improvement may be necessary to accommodate traf-
fic generated by the development of the Hackensack Meadowlands and
should be studied. :

'*Listed'in.the capital improvement section of the Short-Range Plan

.H=x:

Project'identifioation numberg figure 10
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Category}III l

: i
i

Publie‘Transit Projects ' ’%'

TQ33 - 37 Commuten Rall Line Electriflcatlon ProJectS°

, - The 1972 M ster Plan called for the electrlflcation of practlcally,
all of the state's non-electrified lines. Considerlng the extremely high
capltal vS. potentl 1l benefits, it has been Judged to be unwarranted for
consideration within the plan time frame and w1ll not be pursued. Service
improvements to the|year 2000 will focus on the exlstlng diesel services,

- Initial improvements are defined within the 1981 draft Short—Range Plan.
Additional  improvements may be added as needs' are identified. The 1972
Master‘Plan identified the following lines for electrlflcatlon° ’

-33 Bergen County/MainfLine

T
- 34 Pascack Valley'Line o l.
‘ . »
T-35 Boonton Llne (** 1ncluding Dover to Netcong)

Té36 North Jersey Coast Line (Long Branch to Bay Head)

iT-37 NJCL .E3 ten31ons-Matawan to Freehold and Red | Bank to Lakewood
(See C tegory II)

| vi
J i

..T 38 Newark to Rarl an (Rarltan Valley Llne) V1a Newark Adrport'

_ The 1972 Master Plan called for elthen -an extenslon of PATH to
Raritan via Raritan| Valley Line ROW or electrlflcatlon of the Raritan
Valley Line from Raritan to Newark with subsequent access to N.Y.C. via the
Northeast Corridor. |It was also noted that - -the desxrablllty of integrating
corridor service with Newark Airport access would be explored° It was sub-
sequently decided, in light of financial restraints and proaected passenger
density, only to upgrade the existing Raritan Valley Line diesel ‘service
between ‘Raritan -arld Newark ‘rather than elther extendlng PATH or
electrifying the  line.  ~ The 'diesel ' upgrade  is currently underway.

- Additional impnovemerts may be added as.future’needs are identified.

T-39 Ridgewood to Newark. Rapld Rail Transit: 2 -
This”project was called for- 1n the 1972 Master Plan.~ Considering
~its extremely high anticipated capital cost and in that other proposed pro-

 jeets would parallel the general service area, the pnogect does not appear
feasible for the for%seeable future. ‘ ‘

| i
_ & ' S
- Notes o S . L )

#%  Listed as an additional dnmet need in the Shqnt-Range ﬁlan
T=-x: . Project identification number, figure 9 i o
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Category III (continued)

T-uo Néwark CBD People Mover:

_ Called for in the 1972 Master Plan. The deployment of people
movers in urban settings has come under serious question, most recently

evidenced by decisions in several U.S. cities to -abandon plans for

federally  sponsored people mover demonstration projects. . There is  con-
siderable doubt as to the cost-effectiveness of such projects, and equip-
ment reliability in an urban setting is untested. Accordingly, plans for
the Newark project have been abandoned. Lesser cost bus improvements to
facilitate downtown traffic ecirculation will be explored.

T-41 Hudson County Subway, Bayonne to Fairview:

This project was called for in the 1972 Master Plan. Considerihg
its extremely high anticipated capital cost, the project does not appear
vfeasible for the foreseeable future. o

T-U42% Improvements to Sunnyside Yard Maintenance Facilitieé:

This project was recommended in the Transpac report and sub-
sequently included in the draft March 1981 Short-Range Plan. Since that
time, NJ TRANSIT has determined that the improvements will not be required,
primarily due to the programmed major repair/rebuild and inspection/service
shops: and other minor maintenance facility improvements. :

T-43 _I-295 Northeast Corridor Rail Pérk-and-Ride:_~

This proposal, located in Hamilton Township was evaluated in the
Transpac report. - It was not included in the recommended program due to
outstanding issues, including potential parking expansions at Trenton and"
Princeton Junction. Expansion at Princeton Junction is in progress and
parking expansion at Trenton is included in the draft Short-Range Plan.
Therefore, the I-295 proposal will not be’ pursued. '

T-U4l4 PATCO Extension to Atlantic City:

Called for in the 1972 Master: Plan, this project is judged to be
highly unlikely because of its prohibitive  capital cost. Lesser cost
alternatives are being pursued, namely the reinstitution of commuter rail
services between Philadelphia and Atlantie City over existing rail right-
of-way. The state is seeking tofattract a private sector party to provide
this service. A shorter PATCO extension is under consideration (to West
Berlin or Atco), however, along with lesser cost service improvements, to
alleviate traffic- and parking problems at Lindenwold and to help shape
future corridor development in a more energy efficient manner. (see
Category II). ' : ' ‘ ‘

Notes
*Listed in the capital improvement section of the Short-Range Plan

T-x: Project identification number, figure 9
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‘.!

i
|
|
B A T SR
o Category III-(continued) -

sions were called for in th%

ns from Mount Laurel to Mount Holly andvt§ Bur1ington .

1972 Master Plan. Sinece

these projects would entail substantial capital ‘cost and considering that

they are of lesser 1
and Glassboro, it i
the long-range plan
‘ 'Noteé’_a. |

T-x: Project identi

tlme frame.

fication,nﬁ@ber;’figure 9
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Category‘III'(continued).

- State Highway Pfojects .

vProposed‘Ffeeways

H-137 Route 1 and 9F Hudson and Bergen Countles.

Both the 1968 and 1972 plans recognized the oongestlon on’ Tonnelle :
Avenue as being  significant and recommended a freeway solution.

~ Studies have indicated that such a roadway is unbuildable for tech=

nical, environmental, and cost difficulties. Efforts should be made

- to improve traffic flow on the existing system in this corridor. .

H-138 Route 9F, Atlantic Count?ﬁA

This prOJect was in both earlier plans. Given the environmental sen- -
sitivity of the region, it appears more prudent to correct problem

. locations along Route 9 and to encourage through traffic to use the
. parallel Garden State Parkway. Therefore this freeway is no longer
. recommended. - Alternate improvements will come from *qe Atlantlc City

access roads study. - S

H-139 Route 9F Mlddlesex County

The 1972 plan called for a new fneeway that would have avoided -the -
congested - link of Route 9 between Routes 34 and 35. An improvement

to Route 9 is now underway and more exten31ve projects have been pro-.'”
‘posed to correct the more congested points. Further studies are

expected to indicate the improvements to the existing route that w1ll_

'serve travel demands through the year 2000.

#H-140 Route 18F, Monmouth County..

H-141"

The 1968 and 1972 Master Plans and the - 1981 Short-<Range
Transportation Plan called for theﬂdevelopment"of'Route 18F between
the Brielle Circle and the Garden State Parkway. A recent analysis
has indicated that the lower portion between the Brielle Circle and
Route 38 is not justified and that future traffic demands can be met
by improving existing highway facilities in the corridor.

[Route‘21F, Essex County:»'

The proposal to upgrade Route 21 in Newark to a freeway has been:
found infeasible. Rather, the Newark Access Study calls for a

widening of the existing Route 21 and complete 1nterchanges with
Routes I-78 and I-280. Therefore, the fveeway conoept is dropped for’
a more - feasible alternatlve. o , -

Notes B

%  Listed in the oapital improvement seotlon of the Short-Range Plan

H-XO

Project identlflcatlon number, flgure 10
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1 E
Category III (contlnue )

[
1
H=-142 Route 24F, ﬁorrls County (Route I- 287 to Route 206)

"H-143 Route 29F,

|
R o O . 3
CHe144 Route 31F,_M‘rcer County' - » ?

‘ H-145 Route 35F M nmouth County. L

H-146 Route 38F Burlington and Monmouth‘Counties: %'

.Orlginally pr posed to extend to Phllllpsburg, Route 24 was cut back

‘to Route 206 {in: 1972. Subsequent studies determlned that extension

‘'of a .freeway| beyond Route I-287 was not warranted.v Studies .to
acomplete the highway from Brooklake Road to Route I-287 are underway.
Hunterdon County.» S . i

The Lambertville bypass was proposed as a way to relleve traf‘f‘ic

through that community. With the completlon of the‘Route 202 bypass,
however, much |of the remaining traffic tends to have a local orien-

‘tation. Existing and antlolpated traffic demands no longer appear to
warrant such a bypass., |

o \ | ‘
This freeway was proposed as part of the loop road system: around
‘Trenton from the Pennington Cirele to Route I-195. Thls freeway pro=-

posal has now| been reJected because of the physical disruption it .

would entail |on the eastern leg. Some of ‘the| land prev1ously

acquired may be used to correot congestlon at dangerous locatlons on

the existing system. ‘_' S _

‘(
|

.
\‘ .|

'Developed as a rellef of". Route 35 this project assumed ‘completion of
‘Route TU4F (a ¢ tegory 3 item). Parallel to the Garden State Parkway,
current concepts call for directing through traffic to the toll. faci-

zlity. ‘Therefore completlon of this freeway is not warranted.

F

i

N

'Thls proposal would have extended a new freeway from Route 73 north

to Route 18, oonnecting the Camden  area wWith' northeastern Monmouth

vaounty; C 0r1glnally, a portion of: whatl is now ‘Route I-195 was
- ineluded in  this ‘concept. The highway would extend across. ‘the

Pinelands. ' Since the completion of Route I 195 prov1des an alternate
routing, and since the alignment for the proposed 38 traverses the
Pinelands, this project does not ‘warrant lmplementatlon. :

‘H-Ju7lRoute SOF;,Atlantlc and Cape May Countles . ?>

‘_Pinelands district. Thus this route is‘now reJected since . it is .

Notes

Hex:

This route . was 1ntended to prov1de a’ stlmulus for development of
central Atlantic County, an area now protected as part of the

contrary to state development pollcy.. I ‘ |

|

Project identification-number,.figure 10
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Category III (continued)

H-148 Route SUF, Cumberland and Atlantic Counties:

The proposal to extend Route 54 as a freeway south into Vineland was
viewed as serving travel between that city and Trenton. The proposal
anticipated the dualization of Route 206 (see item H-12). Together,
these -improvements would have provided a continuous high level route.
The freeway proposal is no longer contemplated.  Service in this area.
appears to be adequately provided through 1local roads, especially
county Route 655. Therefore, any future improvements should con-
centrate on upgrading the ex1sting -system. : »

H-1M9 Route 55F, Cumberland and Cape May Counties:

The southern extension of Route 55F was proposed to relieve Route 47.'
Past NJDOT investigations have determined that a freeway extension is
not Jjustified in thls area and 1mprovements to Route M7 have been

‘recommended.

H-150 Route 60F'-Salem, Cumberland‘ and Atlantic Connties:’

H=-151

This major east-west freeway would have connected Atlantic City and

Vineland with the Delaware Memorial Bridge, providing an alternate to -

Route 40. The travel demand has not developed to justify a freeway.
Attention will be paid to casino-generated travel and some lesser
improvements in this corrldor may be necessary prlor to. the year
2000. :

Route T2F, Burlington County:

This routevwesjproposed in both master pians to connect the proposed
Route I-895 to Route 70/72. Since Route I-895 has been dedesignated:
and removed from the system, thls freeway is superfluous. :

H-152 Route TUF, Middlesex County: .

vThis east-west corridor'was proposed to support the expanding Subnr-

ban development in eastern Middlesex County. It would have connected

- with Routes 9 and 34 and the proposed Route 35F. The freeway connec-

tor .is no . longer considered feasible because of ‘environmental

impaets, which would make . the costs of such a faclllty prchlbltlve.

H-153 Route 90F Burllngton County (Rt 73 ‘to Rt. 73):

Notes » RN o o
Project identification number, figure 10

H-x:

The 1968 and 1972 Master Plans called for the continuation of Route
90F from Route 130 to Church Road in Mount Laurel Township.  While
the section connecting the Betsy Ross Bridge to Route 73 is included
in the Short-Range Plan, the degree of development along the Route 73
Corridor severely constrains the development of the remaining portion
of this freeway; hence ways of increasing the capacity of Route T73.

through TSM measures or other minor construction must be explored.
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Category III (continued)

i
|
1

“-;'H-15u Route 178F, dorris County:".

"This proposed route would have ‘connected Route ZHF (west of Route o
I-287) with Route I-80. The decision not ito extend Route 24F to this
‘point alters the terminus and diminishes the - need‘for Route 178F. - ,
ngestion and physioal characteristics of Route 53 may -

However, the ¢
.require some t pe ‘of facility in this oorridor.:”;’ir

. H-155 Route 206F, tlantic County (Hammonton B Dass)v: %

'This route wa

Hammonton., The freeway design would require a full dualization of_,'”
Route 206 north, a proposal ‘that is now inconsistent with plans for 3
f the Pinelands. Therefore, the Route 206F is now. -

. preservation e
S being- ~dropped, however, lesser improvements in the area may be_ .
'_;warranted. : o . : Lo .

R
[ o o)
|

'»FH-156 Route 208F _ . S
v o S

.‘assaic County. .

vk'fEarlier propos 1s for a freeway through this region [are. inconSistent;_f’
~ with the preservation ' of ‘the Skylands | area of | Passaic ‘County.

Further, the location of Route I-287 in the Route 208 corridor ‘will

_-provide - improved access ' for -the municipalities in this area.'”"

"._Therefore, the Route 208F has been dropped from all plans.;

H=157 Route 322F Gloucester and Camden Countie3° g ?3

" ; o
Route 322F lled for in. the 1968 and - 1972 plans is inconsistent

with the State's growth policies._ Traffictand roadway conditions in

v"inerease. ‘This Wlll identify needed TSM improvements. o

this corridor [will be monitored as Atlantie City travel demands x:f

1

',v.H-158 Route quF dudson County.r..,, SR f'v ‘%"”

I

‘r

v.,'This proposed ,reeway had significant env1ronmental impacts and would.
'~ require substantial relocations. Parallel‘to Route 169, the road was

contemplated ‘a serving traffic from Staten Island.z Today the ser-

~vice to be pr'vided by - Route 169 is con31dered adequate -and Route'ﬂ'

*HMOF has been d opped._i_ '", »' , 1 , ;.,_'1

S
b

I:H-159 Alfred E Dri coll Expressway, Ocean, Monmouth andtMiddlesex :~
Counties° L e ' f .

_‘Originally prop'sed as’ Route 821F in the 1968 - plan,‘this freeway was
" modified and i‘entified as the Alfred. E.vDriscoll Expressway in the -
.a - result of. studies. prepared by . the New Jersey

;.f,1972 plan. As’
. Turnpike Author
infeasible.,

ity, this proposal ‘has been dropped as unnecessary and-

Notes S

. H—x. Project identiflcation'number, fiéure<1dh ._;‘5 RN ‘f:~a
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CategorvaII (continued)

Proposed Dualizations

H-160 Route 9, Burlington and Ocean Counties.

H-161

" The use of the Garden State Parkwayrby through traffic and trucks
"eliminates the need for this dualization from New Gretna, north,,to_‘

Toms River. Some lesser 1mprovements to’ facilitate local travel may :
be necessary. ,

Route 29, Mercer and Hunterdon Counties'v

The 1972 Master Plan called for the dualization of Route 29 between
I-95 and Lambertville. Although, some improvements in this corridor
may be necessary, environmental and phy31cal constraints would make
this proJect unfeas1b1e.

'H-162 Route 30, Atlantic and Camden CountieS'

The dualization of this four. lane roadway may become necessary in the
future for safety reasons. However, until a way is found to properly

- eirculate traffic in Atlantic County there are no plans to Signlfl-'.

cantly increase the capacity of Route 30.

H-163 Route 31,”Mercer and»Hunterdon;Counties.

Dualization of this section between Pennington and Flemington is

contrary to desirable growth patterns reflected in' the State

‘Development Guide Plan. The project is recommended for deletion.

Lesser alignment related, spot improvements may be. necessary. o

—*H—164 Route 31, Hunterdon and Warren CountieS'

‘Dualization was proposed for the’entire section of this route from

Route 202 north to Route 46. A current feasibility study has found -
that the section north of Route I-78 is not justified. = Lesser,
alignment related, .spot improvements may be necessary. The remainder
of that route continues under development. EEE S

¥¥H-165 Route;35, Monmouth‘County:

Fourvsectionsfof this rOadway were proposed for dualization in the .

1972 Master Plan. These improvements were considered necessary to -

serve the local and regional traffic. Due to the developed character
of this area, it will be necessary to make a lesser improvement.
This corridor will be reviewed for: both interim and 1ong term impro=- -
vements. : ‘ : : -

Notes'

*# Listed in the capital improvement section of the Short-Range Plan
**  Listed as additional unmet needs in the Short-Range Plan

H"x‘.

PrOJect identification number, figure 10
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'V~H-168 Route H6

SR H-169 Route 49,

R H§171 Route 54

'-vLVH-172 Route 57,

":%H—x°f Project iden

i
{ i
! E i
] o
!
>

. Category III (continued)

| . :
I !

i s
I

Monmouth County.

- H-166 Route 36,

“The dualiza
'Beach would

- would not be
- CAFRA deter
lesser type

"H-167 Route HS,

tion of this roadway between Long Branch and High‘land
consistent with coastal: area policies implicit in past
nations.
improvements. S | B

e

o A
-GIOucester~and-Salem*Countiesi

T
- X
]

The 1968 plan called for the widening of this highway and the 1972

plan called
Although ant

for its dualization ‘south of the NJ Turnpike to Route 49,
icipated demand no 1onger warrants a dualization, oertainl'
TSM improvements may be necessary. S ﬁ o :

Morris County..

The 1972

Route 10 in
- Route 80 dix
is not consi

ster Plan called for the'dualiZation of,Route,HSIfrom

rerted traffic from Route u6.
dered necessary. : ,»- w T g_,-. N

g

i
i

Salem and Cumberland Countiesj”

» ]hGrowth exper
‘zation of t}

e be.eXamined>

to Route 49
-1_typify futur

_'H-170 Route 51,

T

1is route.
Some cross-section improvements have already been made

‘A lesser levelvof improvement “however, ‘must

e improvements. o |:g
Lo B
Camden~County: _

The - Camden
vice route
recent plan=
”=iroute.

?
l
i
r

B
1

Industrial Highway was. to have been a dualized land ser- -
‘The development ‘of Route I-676 and
for the Camden Gateway have eliminated the need for this'

on. ‘new location.u

i

Atlanticfcountyfb

R This dualiz
: with the fr

P
H . ¢

: i " . ) -
i B

b

Warren County. :.__r“

Although re:

’ F

indicate lesser type improvements will serve this corridor.

Notes "

H
H
H 1
. L !
R L
| l
‘x
i
j
i

‘tifiéati§“3n°¢59f§4fiéurej1oy"5‘

166

involve extensive construction along the coast. - This

Therefore this\ route will be reviewed for

Ledgewood to Route I-80 in‘DenVille. The completion'of'y
Therefore, the dualization.

ienced in this ‘area does not necess1tate the full dualie

between Bridgeton and Millville which will probably‘,,ii‘;‘*

tioniwasftiedﬁtofdevelopment of the Route 54 freeway. Asa7r
eway; traffic demands;do not warrant suoh -an improvement. :

*ommended in the 1972 Master Plan, ‘recent growth trends



Category III (continued)

H-173 Route 68, Burlington County:

The dualization of ‘this highway in the Fort Dix/Wrightstown area is
not warranted based upon current traffic expectations. Should there
be ‘significant changes in the character of the military installa-

- tions, this proposal would be reviewed.

H=-174  Route 72,>Burlingtbn and Ocean Counties:

Dualization of'thisbroute through'the Pinelands is not justified in -
the light of current policies to protect that area. - However, im-
provements of -a reduced scale should be studied. :

H-175 Route 77, Camden and Salem Counties:

This project was proposed in anticipation of'development in Salem

" County. Although anticipated demand no longer warrants a dualiza-.

tion, certain TSM improvements may be necessary.

¥#H-176 Route 206,:Somerset and Morris Counties:

The 1968 and 1972 Master Plans called for the dualization of Route
206 generally from Route 202 to Route u46. This highway passes
through an area where the State Development Guide Plan discourages
dramatic development. The 1981 Short-Range Plan does recommend,
however, a 12.2 mile safety project from the Somerset County Line
north to Route I-80 which includes repav1ng the highway and upgradlng
the shoulders.

H-177 Route 322, Atiantic Coﬁnty:

The need for the. dualization of Route 322 between Route 50F and Route
50 as recommended in the 1972 plan is not justifled due to the aban-
donment of the Route 50F proposal. .

H-178 Burlington-Camden Expressﬁgy;

This dualized route on new alignment has been dropped from further

~ consideration due to strong loecal OppOSltlon. Other improvements in

Notes

the area are yet to be determlned.

%** Listed as an additional unmet need in the Short-Range Plan

H-x:‘

Project identification number, figure~10
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e

RH-179 Route 3, Bergen and Passaic CountieS"i“

Phy31cal 11m1t

" Route 46 and Route 21.

Sfie flow on th

’f studied. »[jﬁ

tions make it 1mpractical

'vle—180 Route 9, Ocean Count&:j:&, T

The widening of Route 9iin‘Toms River was tied
the Alfred E. Driscoll Expressway.

oonstruction of

>:17 lity will not b
37 and 166 is no longer Justified.“ff‘

73-181

Route 22, Somerset and Union Countles.:?;”e

"'The eompletion

‘ .;Short-Range Plan. .

 Somerville and

- - full impact of
.. interim, low &
nggriding charaot

“Piapbgea?wideninQS];f~1‘5

of}Route I-78 in Union QOunty is e
The proposed widening of - Route 22 betweenf“ o

e oonstructed, ‘the. widening of Route 9 between Route3~'“*

the Garden State. Parkway should be deferred until the

the completion of Route 1-78 can be evaluated. RN
st safety 1mprovements may be necessany to 1mprove thevg,_,_),if
1stics of this roadway._g‘;ﬁ;»;,“ S .

The w1dening 2}
e

fea51ble becau

“1 corridor.,;

RR"CH~183 Route ue Mor

“5_:77H-182 Route 35 Ocean County.,ikn—fr,

ris, Essex and Passaic Count1e3°?7 !

o

%

Route 35 from Mantoloking to PointgPleasant“is.notd'
‘of“the concentrated develop

Beeause of intense roadside development,

“tical. - However
feasibility of

"3fiofH- 8& Route 88 Ocean County., |

~lesser type TSM 1mprOVeme
implementatlon. S

The widening if Route 88 between Route

Pleasant is ‘im

ractical due to excessive- r

',faoility.Should be restudied to evaulate TS

| Hfii

‘Project identification number, figure 10 | |

19l

the additlon of lanes to~¢iﬂ>;r;;,_
Route " 6 between. Denv1lle and the Garden State Parkway. is: not’ prac= "
nts should be examined for'f"”

IR
I
MR

oadside development.

to widen\Route 3 betWeenf'*'
‘ . However, because of the need ‘to improve traf-
1Sifagiligyt somefle§ser_type 1mprovements should be

~vnto the proposed N
“Since this faci<"

In the .-

nﬂ whioh exists in thlS‘

andllRoute 35 in Poxntgflg,
~ This
>M§type improvements. Fow e

e

o



Category III (continued)

Interstate Substitutions

Federal regulations passed in 1976 and further modified by the. sur-
face Transportation Act of 1978 allowed the states to modify their
Interstate systems by withdrawing unwanted Interstate mileage and
substituting other transportation projects in their place. The
following summarizes New Jersey's efforts in w1thdraw1ng interstate
mileage. .

H-185 Route I-95, Mercer and Somerset Counties

This project was intended to complete the missing segment of
Interstate Route 95 between Interstate Routes 295 and 287. On
January 19, 1981, FHWA and UMTA approved the withdrawl of the unbuilt
portion of this route between Interstate Routes 695 and 287. The

- state is pursuing the withdrawal of the remaining section between

"Interstate Routes 295 and 695.

H-186 Reuterl-ﬂ95, Hudson County

FHWA and UMTA approved the wlthdrawal of this route durlng September,
1979. :

H-187 Route I-695, Somerset County -

The state is currently pursuing the withdrawal of this proposed route
from the Interstate System. ‘

H-188 Route I-895, Burlington County

- FHWA and UMTA approved the withdrawal of this proposed route on

September 30, 1980.

Aceessibility to the Delaware,Water Gag,National RecreetienvArea

There were several proposals included in the 1972 Master Plan that
were. developed to satisfy the anticipated need for access to the
Delaware Water Gap National Recreation Area. At that time, park

. development plans anticipated 10.5 million visitors per year. This
‘high degree of visitation was expected to severely overtax the

Notes

Hex:

existing highway system in Sussex and Warren Counties, thus leading
to the extensive highway improvement program indicated in the 1972
Plan. :

Project identification number, figure 10
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b

i . ;‘,“, Y

ifioant reductions in ‘the-

:"E»QQnsequently, the entire access problem!

. pestudied.
sive highway ex
. way accéss prot

';;widenings of ¢t
‘ments.

’3f The. speoifio o

- '**3-189 Route lSF s

However,

he. existing highway system‘

o

ussex County. .;y,a

Woodruff's Gap

| >;' **H—190 Route 23F Sussex County-"hfv |

to Ralse Corner;'gyy

1, Stockholm to Po

*%;:_**H-191 Route 23A F

rt Jerv1s e *

Sussex County.ivf

Proposed Route

x ,**H-192 Route 31F warren County.

Route 31 at Oxf

ord to the proposed FoothilJ

:1"**H-193 Route 9uF Sussex & Warren Counties.,x :1

Route I-80 to t

' 5**5;19u Route 9uA F

he New York State line o

Sussex County.,"

Proposed Foothills Freeway to the proposed

“,**H-195 Route 206F,

Sussex County.v -

beeause of  the reduoe
environmental concerns. and finally funding|co

L pansion program identified in
-jbeing eliminated from. further con51deration.

>lems in this area will be. ad

206F to the proposed Route a3§

i
W
3
o
{
F

for the Delaware Water Gap National Reoreation Area S
degree ,of ~development. . .
in this  area should be .
d scale of development S
n81derations, the exten- =
the 1972 Master Plan is

It is likely that ‘high-
dressed through seleoted

afd through TSM 1mprove-

to

Rdute;ghg.--"

‘-[f_ Route H6 to the Pennsylvania State lineft 'é
la_t**H-196 Foothills Freewa”, Sussex & Warren Counti;s;ft-Sﬂ“‘*:;‘hix
| Route I-80 to the'New York State line né;b |
'f,%}**3¢197 Route 36 dwalization,_Warren County._h”né
s Route 31 to Route I—80 1
o M_e_s. L

'”of**Listed as. additional unmet needs 1n the Short-Range Plan;
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F. APPENDIX

Transportation Inventory

New Jersey has an extensive and complex network of both highways
and public transit systems. Its population density, industrial aectivity,
recreation opportunities, and proximity to large metropolitan areas place
great importance and demand on all of its transport modes. Consequently,
the state of the state is closely related to the state of the transpor-
tation system. . ‘

Highways

The highway system in New Jersey grew to a reported total in 1979
of 33,136 miles. This network is divided into several general administra-
tive groups: The state highway system, county roads, municipal streets,
toll roads_and bridges; state forest, park and institutional roads; and
finally national park roads. Table 1 details New Jersey's total road &nd
street system by Jjurisdictional responsibility as well as county
distribution. Figure 1 shows those highway facilities under state
Jjurisdiction. : .

Although extensive, New Jersey's highway and street system is
relatively small when compared to other states. Table 2 provides a facili-
ties density comparison between New Jersey and other selected states, as
well as with the nationwide average. The indication is that New Jersey has
significantly less miles per capita than is available to highway users in
many other states and only one quarter of the nationwide average.

The intensity of use of New Jersey's system, however, is another
matter. For the same comparisons, Table 3 indicates that the density of
daily highway travel in the state is significantly higher than other states
and approximately four times the nationwide average. 1In short, New Jersey
has the most intensely utilized highway system in the nation. This, of
course, is not to be unexpected in a state which is the most densely popu-
lated in the nation, has relatively low miles per capita, has approximately
93 percent of all person-trips ocecurring by the automobile and has the
ninth-highest number of automobile registrations in the nation.

Passenger Rail

In contrast to the growth in highways, passenger rail service in
New Jersey has shown a steady decline in both facilities and service.
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A['I’Ll\l)l\ TABLE }

NEW JERSEY HIGHWAY MILEAGE BY SYSTEM'

JANUARY 1, 1981

= ‘ : . Total
State Hwys.  State Hwys.  County Municipal “N. J Garden AC Toll & Operating

County Legislated Operating Roads Roads TPK Siate Pkwy., Expwy. Others Roads
Atlantie 226 146 368 1354 0 20 29 5 1922
_Bergen , 175 102 445 2232 2 14 0 19 2814
Burlington 222 153 499 1412 30 6 ) 1 2101

Camden 130 - 100 375 1237 9 0 14 3 1738 -
Cape May 121 78 190 612 0 24 - 0 7 911
Cumberiand 84 84 551 585 0 0 0 0 1220
Essex 115 - 59 225 1337 6 10 0 0 1637
Gloucester 174 132 401 744, 17 0 1 2 1297
Hudson , 70 28 120 437 14 0 0 4 603
Hunterdon 114 114 262 805 0 0 0 0 1181
— Mercer : 159 104 175 930 12 0 0 1 1222
£ Middlesex 205 136 312 1625 27 8 0 1 2109
Monmouth 260 190 350 2065 0 29 0 0 2634
Morris 202 148 308 1717 0 0 0 0 2173
"Oecean 229 135 . 620 B 1565 0 36 0 0 2356

Passaic 66 47 234 - 936 0 1 0 2 1226
Salem 97 83 355 411 8 0 0 1 858
Somerset 111 111 233 957 0 0 0 0 1301
Sussex 118 111 301 850 0. 0 0 1 1263
Union 102 65 181 1152 1 2 0 1 1408
- Warren 103 103 253 602 0 0 0 -3 961
TOTAL 3083 2229 6758 23565 i32 156 44 51 32935
- Swate Forest, Parks, Institutional Roads 490
National Parks ’ 13
TOTAL 331438

Hin Center-Line Miles
S( llfl{(fl::: Npor 'I‘rnusph&luﬁnu I'I'ﬁnuing & Research. Burean of Dati Resourees .
. L s e
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COMPARISON OF HIGHWAY SYSTEMS
' SELECTED STATES
1979
‘Total Center Line Miles
State Center Line Miles Per 1000 Residents

Florida 96,281 10.9 .
Illinois 134,243 12.0
NEW JERSEY 33,396 4.6
New York 109,277 6.2
Pennsylvania 117,480 10.0
South Carolina 62,086 -21.2
United States 3,917,819 17.8

SOURCE: Highway Statistics 1979. FHWA Table M-1. Pg. 100

APPENDIX TABLE 2
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APPENDIX TABLE 3
COMPARISON OF HIGHWAY TRAVEL DENSITY

SELECTED STATES
1979

State Center Line Miles Total Daily Avg. Daily Travel

Travel Per Mile
Florida 96,281 204,523,287 2124
Illinois 134,243 177,877,671 1325
NEW JERSEY 33,396 138,073.972 4134
New York 109,277 213,178,082 1951
Pennsylvania 117,480 192,564,383 1639
South Carolina 62,086 65,956,164 1062
United States 3,917,819 - 4,189,405,479 1069

SOURCE: Highway Statistics. 1979 Tables VM-2, Pg. 319: M-1. Pg. 100
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The extent to which passenger rail service has deteriorated in the

state since its peak

years is indicated in figure 2. In 1950, all but one

of New Jersey's 21 counties had rail service on a system totalling approxi-
mately 1,100 route miles of track. The system has since been reduced to

serve only 16 counti

Currently,
rail service, carryi

s with a total of less than 500 route miles of track.

he system consists of U495.9 route miles df commuter
g approximately 168,000 passengers per day and almost

33 route miles of rapid transit service which carries approximately 224,000

passengers per day.

Commuter Rail

Most commut%r rail service in New Jersey is provided by NJ TRANSIT

through contract wi

h Conrail. Additional service is provided on the

Northeast Corridor 1line by Amtrak. With the exception of the Northeast

Corridor line which

is owned by Amtrak, all passenger rail equipment and

stations are owned by NJ TRANSIT.

Commutér rail service in New Jersey operates on fourteen lines
which are shown on fligure 3 and identified as follows:

Hoboken Division (This Division is comprised of the follow1ng
former Erie Lackawanna (EL) Railroad Lines):

Ber
Main
Boon
Morn
= Mont
- Glad

- Raritan Val
North Jerse
Northeast C

Seashore Li

n County Line
Line

ton Line
istown Line
clair Branch
stone Branch

Pas:Fck Valley Line

ley Line
y Coast Line
orridor Line

ne

- Atljntic City Line

= QOce
= Cape

West Trenta

n City Branch
May Branch

n Line
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Until recently, the state's commuter rail system was generally
characterized by outdated and worn out equipment, unreliabale service, and
until the recent energy crisis, deelining ridership. This was the result
of years of neglect by private owners of their rail assets. However, with
the creation of NJ TRANSIT in 1979, this situation has begun to be reversed
as the corporation is ambitiously improving equipment and serviece which
will hopefully reverse the trend of decreasing ridership.

Rapid Transit

Rapid transit service in New Jerséy is provided by three public
agencies. This service exists in 3 of New Jersey's 21 counties and carries
approximately 224,000 passengers per day. -

“The Port Authority Trans-Hudson System (PATH) is a rapid transit
line which operates in the New York-New Jersey metropolitan area. The
Philadelphia-Lindenwold line is a rapid transit line which operates in the
Philadelphia-Camden metropolitan area. The Newark City Subway is a vital
link in the transportation system serving the Newark metropolitan area.
These systems are identified respectively in figures 4, 5, and 6.

In contrast to the commuter ‘rail system, the state's rapid rail
facilities generally provide modern, efficient, and reliable service. The
major exception is the Newark City Subway system which has steadily de-
teriorated since the system began operations in the 1930's. However,
NJ TRANSIT is actively pursuing a program which will see the modernization
of this system. '

Bus

Like its commuter rail counterpart, bus transportation in New
Jersey has declined significantly since its peak years. Current ridership
is only one-third of that immediately after World War II.

The statewide bus network is comprised of over 200 companies which
provide service on approximately 270 routes with a total of about 3,605
buses. Each day, over 670,000 trips are made by bus, and for many users it
is the only available means of transportation. Recently, NJ TRANSIT
acquired the two largest bus companies in the state, i.e., TNJ and its sub-
sidiary, Maplewood Bus Company.

The major focus of New Jersey's bus improvement program is to
reduce the statewide bus fleet age and to rationalize bus routes into a.
more effective and efficient system. Motor buses in New Jersey vary widely
in age and type. Figure 7 summarizes the comparative age of the statewide
bus fleet.
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PORT AUTHORITY TRANSIT CORPORATION

of Pennsylvania and New Jersey

An Interstate Rail Rapid Transit System
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