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nghway Fmances in N eEw Jersey

DWIGHT 'R. G. PALMER

Mr Palmer became Hzghway Commissioner of the State Hzghway Depart— .
ment of New Fersey in April 1954 and, in this capacity, also directs the
activities of the Division of Railroad Transportatzon He served as the Gover-
nor’s Flood Coordinator for the Delaware River Flood of 1955, and as a mem-
ber of : the Delaware River Joint Toll Bridge Commission; New York-New
Fersey Transportatzon Agency; Tri-State Tmnsportatzon Committee; the
State Coordmatmg Council of Traffic and Safety, and of the Governor’s Com-
mittee on Economy and Efficienicy in Government. He is the Governor’s Coor-
dinator of the activities of semi-autonomous transportation agencies, including .
the Port of New York Authority, New Fersey Turnpike Authority, Delaware
River Port Authority, Delaware River Bay Authority, Palisades Interstate

* Parkway.and Atlantic City Expressway Authority. He has received an Hon-
orary Doctor of Engineering degree from Newark College of Engineerz'ng
Prior to becoming Commissioner, he had extensive experience in various
branches of the communications industry. He served on Presidential commit-
tees and with private agenczes and has been cited by them for his work in pro-
moting better human relatzons in the nation’s gfforts in World War II., '

EWJERSEY has the distinction of being the first state to grant
state aid in the building of public roads under an’ 1891 act of
the legislature which provided for aid to the counties in the con-
'struction of highways to the extent of one-third of their cost. The
law appropriated $7 5,000 annually, to be expended by the Secre-
tary of Agriculture, with a Department of Public Roads belng
established in 1894 to administer the program.
This law was amended in 1912 by increasing to 40 percent, the
state’s share for any coﬁnty road project approved by the Commis-
sioner of Public Roads; By 1917—when the annual appropriation
was increased to $500,000—2,052 mlles of macadam and gravel
roads had been constructed. a

| ) .

Several sources have been used in the preparation of this article. They include: U.S. .
Bureau of Public Roads; Automotive Safety Foundation; The Revieww—Society of Residen- -
tial Appraisers; Traffic Q_uarterly, Dun’s Review and Modem Industry; Bergen Evening Record; .
Newark ‘Evening News; Newark Star Ledger; Passaic Herald News; Wall Street Journal; New
Jersey State Highway Department, Bureau of Planning and Traﬂic, New- J ersey State
nghway Department D1v1ston of nght of Way.
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‘ .
‘To provide a better connection between rural areas and urban "
populatlon centers, a state highway system, 679 miles, was created .
in 1917, with a tax of one mill placed on each dollar of ratables to

finance its construction. These tax receipts proved insufficient, and

the legislature, in 1922, approved a bond issue of $40,000,000, tobe :

amortized from the mill tax, to expedlte its completion in a five- .
“year period. Only those routes then in ex1stence, 728 miles, were
eligible for 1mprovement
'To meet increasing traﬂic demands, the 1927 legislature de51g-
nated a system of 1,871 m_llq,s to be financed from a gasoline tax of
Sl
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two cents, receipts from m(‘>tor vehicle fees, and a bond issue of o
$30,000,000, also to be amortlzed from the mill tax.

The system was revised i in 1929, and in the followmg year addl-
tional funds were provided for its construction by an increase in the
gasoline tax to three cents, and an additional bond issue of
$65,000,000 for bridges, v1aducts, tunnels and rights of way.

At the same time, $18,000,000 was authorized for the elimina-
tion of railroad grade crossirfgs not on state highways, $10,000,000
for state institutional building and $7,000,000 for the Water Policy
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Commission, a total of $100,000,000—the sinking fund and interest
requirements to be met from the gas tax. An annual return of
- $5,000,000 to the municipalities, as an offset to the mill tax, was
also provided. This provision, however, was repealed in 1933, to-
gether with the mill tax, and the amortizbtion charges of the two .
former bond issues, amounting to $70,000,000, were placed against
the gas tax. : ‘ ‘

~ The inclusion of $17,000,000 for institutional buildings and the
Water Policy Commission, in bond issues, charges for which would |

NEW JERSEY IS A CORRIDOR STATE
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‘have normally come from property taxes or other revenues, marked
the first material diversion of motor vehicle funds for other than
highway purposes. , '
By the passage in 1933 of a Budget Act for the control of funds
passing through the highway department, the legislature also pro- -
- vided mandatory appropriations to the counties for road and bridge -
construction, reconstruction and maintenance, debt requirements
and lighting, in the amount of $6,735,000; of which $6,000,000 was
distributed on the basis of county road mileage, area and popula-
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~ tion, These sums have sm(‘:c been increased to $9,15 5,000, of whlch

-$6,000,000 was dlstnbuted as before and $2,000,000 on the basis of . ’

- county road mileage and‘ populat1on and $1 ,155,000, OF $55,ooo
: per county, as'a direct grant , \ e
" To assist the townshlps and boroughs in the 1mprovement of .

. the1r huge rural-road mlleage, the Herrick Act was adopted inrg16,
providing for the expendlture of § 5,000 in the various townships of B

__each county, or $105,000 for the state. This has been gradually in- ST
: creased ‘the total prov1ded for 1957, for example, bemg $6,768,700 e

\
‘ON NEW\ JERSEY HIGHWAYS

Jollyy OF,S“VEHICLES IS ATRUCK

AT SOME LOCATIONS
THE RATIO IS OUT OF2

In addition, $340,000 i is appropnated each year as a1d to coun- -
vatles and municipalities for hlghway hghtmg
- Following the construction renaissance of the 1920s and 19308,

o road building in New Jersey came to a virtual halt with America’s
" entry into World War II. Not until 1946 and 1947 did construction

- resume with token programs of $16.8 million of combined state and
federal funds. In fact, constructlon programs averaged less than
: 340 million a year until the year 1956. o
“This paucity of funds found N ew Jersey unprepared for the post-

* wartraffic onslaught. Not only did registrations increase one million - |

/I  between 1946 and 1956, but travel patterns changed materially.

' vThe exodus to the suburbs and beyond created new transportation -

s problems Asa result trafﬁc congesuon, heretofore largely conﬁnedr
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to cities, became a suburban, and even a rural problem. Many ‘
highways were overburdened w1th traffic-volumes of twice their
design capacity. l

As a first step in attackmg New Jersey s highway problem the
department developed a Master Plan for construction. This plan .
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_ was based upon current and future needs as 1nd1cated by popula-
~tion, registration and travel projections to the year 1975.
" When completed in 1956 the plan was taken into each of the
twenty-one counties by the commissioner and members of his staff
and reviewed with county and municipal officials—a distinct de-
parture from prior department policy. The final plan reflects many
. constructive suggestions received during this statewide tour.
‘The heart of the master plan is a statewide network of 821 miles
of new freeways. The 1nterstate system part will comprise 376 miles. .
. Also planned is the dual1z1ng or widening of more than half of the
- existing 1,862 miles of the state highway system. ;
Fundamentally, any highway department’s construction pro-
gram in the main depends on the “magic ingredient”—money. In
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- New Jersey, unhke most dther states, the highway department has
been dependent solely upon 1nadequate allotments as expressed in
‘the annual legislative appropriations bills, Such “hand-to-mouth” r
- financing has not only prevented the department from constructlng o
Ibadly-needed highway facrhtles, but has also severely hampered 1ts“.i
/ long-range planning program 7
After the department suffered some penaltles of reduced federal, -
,ass1stance the leglslature, persuaded by the department’s logic, in-
" creased the annual hlghway construction budget to an amount suf-
- ficient to match federal a1d and also provide some funds for con-
* struction of projects not ellglble for federal assistance. - .
Though allotments through 1963 were sufficient to assure com-:
‘pletion of the system of i 1nterstate routes on schedule, to improve the
~safety and ‘capacity of major ex1st1ng ‘highways and to construct
some sections of entirely new primary and urban routes, they were

far below the amount needed for completlon of the master plan.

R il
s HIGHWAY NEEDS THE REASON AND TI-IE ANSWER _’

It has been sa1d so often that New Jersey is an urban densely
: populated corr1dor/state, w1th traffic volumes hlgh above the na-
“tional average, that every ¢ citizen should be aware of this fact by -
-now. A trip around the state hlghway system will present the fact
_far more eloquently than words The statistics are frlghtemng——-
travel on our 1,900-mile state hlghway system averaged 12,42 5
vehicles per mile in 1961. : ~ ,
- The demand for travel lanes contlnues to increase. Prov1s1on for )
new interstate crossings, such as the Delair Bridge, the Chester- -
' TBndgeport Bridge, the second span for the Delaware Memorralif_’_
. Bridge, the Cape May-Lewes Ferry, the Narrows Bndge, and the
- improvement of existing’ crossmgs, all add to the load, _
‘.. Tomeet this onslaught, Rlanmng isneeded. The federal govern- %
- ment prov1des highway funds for research and planning, amounting
“to 1.5 percent of the annual federal aid allotments, and the highway
- department is using the money in such cooperative programs as the
. Penn-Jersey Study, the 10-County Northeast Study, the work of the
Tri-State Transportatlon Commlttee and certain research projects.
'{Such procedures are 1mperat1ve as, after 1965, all federal aid high-
s way pro_] ects must be based on comprehenswe transportatlon plans
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- The New Jersey State Highway Department is no stranger to.
planmng——qulte the contrary Comprehensive blueprlnts for meet- -
* ing the state’s transportatlon needs have been in its files for more
than forty years and have been used in drafting annual construction -
programs. These long-range programs have been perlodlcally re-.

- vised. The department is fully aware, just as much as the motorists -
who complam of congestlon, hazard and delay, of what needs to
- be done. , -

, But planmng is not enough. No bluepnnt is more than an in- _'. .:.
_ triguing scrap of paper w1thout the wherew1tha1 to breathe llfe 1nto-:
it.
~ The answer to this problem is no ) secret to any of us. What we'
need is funds. - . 4

HIGHWAY NEEDS THE DOLLAR SIGN .

_ The New Jersey State nghway Department has 1ong been
- plagued with the yawmng gulf between the state’s hlghway needs.
R and the limited resources to meet these needs.
' Astate study prepared at the direction of the U.S. Congress in
. 1955 indicated the deficiency as more than $3,1 55,ooo,ooo The

_figure arrived at was to put the state highway system ina posmon oy i

to handle the estimated | 196 5 traffic demand.

This study, revised in 1958 ‘was labeled the department s

- “Master Plan”—a hstlng of the 1mprovements required to handle .
: estlmated 1975 traffic demand. : .

- "Despite the progress made during the 1nterven1ng three years, :
the total estimated deﬁc1ency stood at $2,940,000,000.

- Areview of the master plan shows that the department has made -

o a sizeable dent in that ‘long list of needed projects. But the most

' recent estimate of the cost of work remaining to be accomplished by

. the target date of 1975 mdlcates it still amounts to $2,007,000,000.

The bulk of the accomphshments to date can be credited to the
construction programs ¢ of the past five years, which have averaged
between $115 million and $120 million a year. Some of the reduc-
- tion in the total cost 1s\due to sizeable savings in the cost of New
- Jersey’s interstate system between the 1958 and 1 960 cost estimates -

»‘ requlred by the Congress For example, a costly new brldge across

R the Hudson was ehmmated
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Regardless of this, the present level of construction funds avail-

© abletothe department wrll leave i it short by substantlally more than

~ $1 billion in 1975. '

- The needs of our state hlghway systcm, as presently dlscerned
may be broken down as follows

Completion of the Interstate Systern.l . . . . . .. . . . % 600milion g

Needed Non-Interstate Freeways . \‘ v e e+ i . v . 814million
Other Federal Aid Projects covering almost every existing land-serwce ‘ Y
highway, i in every county of the state . . . . . v ... .,. -513million

PrQ]ects which are not eligible for Federal Aid. . . . e« <75 million - -
1\ . , ‘ Total. - $2,002 million
P :

 What resources do we have to meet this need? The highway -
department contemplates a $I 17.4 million construction program
for 1963-64, to be financed from normal tax revenues and the federal
aid apportioned for that ﬁscal‘ year. The proposed bond issue would
provide $300 million for construction during a five-year period.*.
It is assumed it would ﬁnance work from July 1, 1964 through June
30, 1969. Estimated federal aid to become avallable during: this

perlod amounts to approx1mately $576 mllhon
RESOURGES

Thus, the total amount avaulable for expendlture through the
end of the bond issue amounts to.slightly more than $994 million. -
- This would leave the department needing to spend (according to -

_present estimates) about $1,013,ooo,ooo——1n order to fulfill the -
- master plan— but there would still be time to accomplish the task. -

" In short, there is no 1nexpenswe way to provide for our future

: needs, and the longer we wait the more dlfﬁcult and costly 1t be-

‘comes to catch up. S ‘ : :

Any improvement upon the face of the land produces. benefits

for the citizens who reside i 1n that area and for those who travel

‘through it This is partleularly true of hlghway improvements, for
- they not only facilitate the movement of ‘people and goods, but they .
‘open up new territories for residential and industrial development.

~ Most people understand these principles and there is no argument -

B 3 Approximetely $50 million would be required'for construction ope_re;ting‘cos‘t‘s. :

b B _

t
|
|
|
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" asto theneed for better hlghway transportatlon The only question
~ is: When will we be able to prov1de these benefits for the people of
New Jersey'r‘ The answer: When we have adequate funds, andno

.. Sooner.

- IS BOND-FINANCING WORTH THE cosT?

_ Should the state highWay dep‘artment share in the proposed -
$750,ooo 000 bond issue, it would receive a net of $30,000,000 a

year more than it now receives through direct appropr1at10ns fora

period of five years, or atotal increase of $150,000,000 over the next

five-year period for use in improving the state highway system. In.

addition, a net amount of $12,000,000 2 year for five years would
“be provided for state aid to county roads, for a total of $60,: ooo,ooo ‘
~ during the active life of the bond issue.

- Costs vs. Beneﬁts There is no dispute that there is a cost 1nvolved. G
in bond financing. Who ever decried the fact that all businesses and '

- industry borrow their working capital and pay interest or dividends
. on these borrowings until retirement? The same applies to the
. federal government. Here, as in all cases, the cost of neglect or post--

. ponement must be weighed in the balance agalnst the beneﬁts to ’ R

be realized by acceleratmg such a program. -

Cost-Beneﬁt Ratio. Lookmg at it another way, the cost of a bond o

issue financing method must be weighed against the cost of delaying
~the benefits Wthh our c1t1zens will realize from the earlier financin
. and construction of the new transportatlon facilities. Our country

 state highway departments and the Federal Bureau of Public Roads o | ,‘ "_ -‘
have a standard formula that measures the benefits realized by the L

users of new highways. This is called the ¢ cost—beneﬁt ratio” meth- | -
od of analyzing these values. :
- Every facet of a proposed new hlghway is analyzed and com-~
pared with existing methods of transportatlon Every angle—sav-"
‘ingsin tlme, greater safety, greater corivenience, and all other aspects
of traffic service—is taken into account. . -
" Unit values, more or less standard throughout the natlon, are
‘assigned, and it is the regular order of business to come up witha .
very detailed picture, of the benefits any new or improved hlghway '
produces and equate them in dollars to the cost of the facility. o
In New Jersey, the ﬁnanmal problems of our hlghway depart- o

R
k
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“ment center mamly around the need for funds to construct freeways
‘completely within the state whlch must be financed either on a 50-50

matching basis or entirely by the state government. Wehave a great
need for this kind of hlghway facility and it is precisely this kind of

. road which provides the greatest benefits. It is conservative to esti-
" mate that the users of these| new freeways will realize six dollars in

~“benefits for every dollar invested in the new roads over the life of
“ the pavement. Incrdentally,_\ a figure of thirty years is used for pave-

. ment life—the samie as the life of 2 normal bond issue.

- Rught of Way. These are‘savmgs for the users of highways. We
must not neglect the savings|to the state government, which can be
prov1ded by acceleratmg our construction program. For example,
the cost of right of way in a state as urban as New Jersey and facing
a continuing populatlon explosmn, is constantly increasing. It is a
~ known fact that in very ma“ny areas of our state the cost of land
‘which could be acquired now for hlghways, if sufficient funds were

available, will be multlphed r‘nany times if the acquisition is deferred.
. Here again, it is conservative to estimate that the highway de-
;o ’partment can realize a savmg to the taxpayer of five dollars for
~every dollar invested in such‘ advance purchase of right of “way and

7 thls saving perhaps in a decade!, :
- Interest Costs. As mentloned previously, the proposed bond issue
| would provide a net of $1 501 million for the highway department in
“excess of the amounts now ‘received from normal revenues. These
amounts, averaging approximately $40. million a year in recent
" years, would also be substituted for by bond-issue funds in order to

provide an increase in state a1d to education. In other words, of the

L ~ total, $750 million bond i 1ssue, $350 million would be allotted to

. state highway construction. (Df this $350 million, $200 million rep-
- resents a replacement of current revenues in order to continue our -
* present level of construcuon‘ and 15150 mllhon represents an ac-

_celeration of these programs. ° . :
In estimating the benefits to be derlved through the construction

i _of new freeways and the advance purchase of right of way which.

would be possible under thlS acceleration of our present rate of
. 'progress, only the proposed i 1ncrease of $150 million has been taken
. into account and weighed agalnst the financing cost of the bond
. issue. These benefits will be summanzed later in thls report, but 1t



million, but also of the entire bond issue! , _
And throughout  this discussion of interest costs, we must not -

* forget the interest available to the state, through 1nvestment on the
_ savmgs which would otherwise be spent.

General Bengfits. 'There are a number of other. very important

: economic aspects to highway construction which cannot be esti-

‘mated in detail, nghways produce substantial benefits for the
o _people who live a.long them as well as for the people who travel on
. them. Land values in acces51b1e areas increase, new industry is at-

~tracted, with a resultmg favorable effect upon local tax rates. The

economic v1ta11ty of entire regions is stimulated and these benefits,
in the long run, may outwelgh all other considerations. * [ -
In summary, it can be stated that the savings “which will be -

-~ ‘reahzed by acceleratmg our highway construction program more
than balance the cost of financing this acceleration through a bond

issue and, again looking at it from the other angle, the cost of delay- -
ing needed highway constructlon far outwelghs the cost of paylng'

" interest on bonds.

'TIME 1S MONEY IN THE FAGE OF RISING COSTS

A recent article in The Wall Street ]oumal noted that hlghway

costs are rising and that the trend seems certain to continue: In-

dicating that highways will cost more the longer we walt to bulld' :
them, The Wall Street ]oumal said :

nghway constructlon costs are on the upgrade again after movmg
downhill much of the time since 1957. Of 21 state highway departments
surveyed by The Wall Street Journal, more than half believe costs 'will con-
tinue to climb in 1963. Some think the rate will accelerate.

This trend is fairly recent. An index of bid prices on Federally aided
highway. construction compiled by the U.S. Bureau of Public Roads hit its
peak, at.103.1 percent of the 1957-59 average, in 1957; from then through
1960 it fell 8.7 percent. ‘The index turned around agam in 1961, but the -
cost rise that year was less than 1 percent.

- Big 1962 Risés. Last year, however, the index jumped 3.9 percent to

98.6 percent of the base-period average It’s possible these figures under- -
' state the actual rise, too. New York, the b1ggest hlghway bullder in terms

HIGHWAY FINANCES IN NEW JERSEY a8

i s1gn1ﬁcant to note that they alone would produce gains sufficient
. to counterbalance ‘the estlmated interest cost not only of the 31 50
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- of dollar volume recorded a 1\3 percent jump in road constructlon costs
last year. Illinois had an 11.4 percent rise, California 7.1 percent. ’
One reason for this situation is that the Federal index doesn’t include
‘costs of acquiring rlghts—of-way for highways. Rlsmg land prlces have sent
“these up sharply in many states.

. Wages and Inspections. nglrway oﬂic1als and road bullders mention
several other reasons for the climb in construction costs, including wage-
increases for road workers and hrgher prices for new roadbuilding machin-

_ery, which are reflected in contractors bids. Ironically, they say, efforts by
Federal and state authorities to get the most out of highway funds by
tlghtemng 1nspect10n to ehmmate substandard work and contractor cheat-
ing also are raising costs for the contractors, and thereby for the govem-
mental bodies building roads.:

Average wholesale prices of \new construction equrpment such as bull-

- dozers, graders and pavers have risen about 7. 7 percent in the last four‘ ,
years, Government figures show

. Inspection Crackdown. Finally, i in the wake of Congressmnal mvestlgatlons
which uncovered highway bulldlng scandals in several states, both Federal
and state highway officials are trghtemng controls on highway construction.

The Bureau of Public Roads in the current fiscal year is adding 127

_engineers, appraisers and auditors to its staff, a 13 percent increase in these
categories. Their tasks range from boring holes in new pavement as a test
of construction to poring over statp claims for reimbursement under Federal
matching-aid plans. Many states are takmg similar steps: North Dakota
has added 100-workers to its hlghway commission staff of 1,200 in the past

- two years. \

ADVANCE PURGITASE OF RIGHT OF WAY

John A, Volpe, former F ederal nghway Admlmstrator, sa1d :
, s1x years ago: - o \ : :

A mountain of evidence proclalms the benefits of advanced acquisition.

It greatly facilitates the orderly planning ofa comprehenswe system of.

‘arterial highways. It makes possrble large monetary savings in the costs of

future rights-of-way. These savings can range from JSwe to thirty dollars for every
dollar invested today for future highway right-of-way. Advance acqulsmon re<
- duces the €conomic waste Wthh occurs when rlghts-of-way are bought
after public or private 1mprovements have been completed in a particular

" areaand it will' hold to a minimum the number of persons and families who

may be inconvenienced or dlsplaced by a future highway improvement.

- Contractors and roadbuilders have a special stake in tlns phase of the new |
g \ ‘ ‘
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' ‘program Long delays in acqumng and clearmg rlght-of-way are often very o

costly to builders. . : : !

A. C. Clark, former Assistant Commlssmner, Bureau of Pubhc
Roads, noted: '

- The cost of the ﬁght-ol’-way acquired for the construction of the Balti- -
“more-Washington Parkway ranged from $250 to $350 an acre. Recent sales
~of large tracts along the nght-of-way show that land values in rural areas
along this highway have risen to as much as $3,500 per acre. Closer to
Washrngton, land along the Parkway is selling by the square foot. ~

" Similar increases in land value have taken place along controlled access -
hlghways all over the country. They will take place along the new Interstate -
system, particularly around the interchange areas. Sites, readily accessible:

to these safe, efficient highway transportation arteries, will be in great de--

" mand for. new industries, housing developments, shoppmg and serv1ce_

- centers and other businesses. ,

" This ant1c1pated nse in land values along the Interstate. system bnngs

~ us to another provision of the Federal-Aid Highway Act of 1956 which has

a historical background. In the past, failure to obtain right-of-way well i in -

. -advance of scheduled starting dates for highway construction projects fre-

quently led to difficulties. For one thing, land values would have already

- started increasing. Construction often has been delayed by right-of-way

- litigation or until utilities’ could be moved. To avoid such difficulties in the
" new program, Congress i 1n the Federal-Aid Highway Act of 1956 provided

that States can be reimbursed later for right-of-way acquired as much as
“five years in advance of the construction of any Federal-aid highway project.

- This provision, if fully utilized, will not only save tax dollars in right-of- .

* way costs but will materially facilitate highway contractors’ operations. The .

" Act further provides that any State which is unable to obtain the necessary .
- right-of-way for any section of the Interstate system or cannot obtain it with

- sufficient promptness may request the Secretary of Commerce to acquire

,'the land. The Secretary is authorized to comply with such requests. o

Dun s Review and M odem Industry stated:

. Land values along the routes bemg selected for the new h1ghways are
spurting upward. Commercial use of land lmmedlately adjacent to theroads -
will be prohibited, but there is brisk demand for the land farther back. Some
" .‘1ndustr1es are planning locations near the new arteries. States and counties:
“are planning feeder roads to access points on the new thru-ways Fullimpact
~ of the program,. however will not be felt until later ’ :
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The 1n1t1a1 cost of freeways is high, but, in the long run, they are
the least expensive portionsof our road and street plan. Due to the
- high volume of trafﬁc they carry, costs per vehicle mile are low.

DO FREEWAYS PAY FOR THEMSELVESp

“The 1n1t1al cost of urbanx freeway constructlon and rlght of way Sl

loomslarge by comparison with expenditures for conventional roads
- and streets. Sections of some freeways, where terrain features have
“been formidable or where hlghly developed property had to be ac-
‘quired, have cost as much as $35 million per mile. A cost of $5

~million per mile, however, has not been unusual.

“When these expendltures are compared with benefits, such as
-reduced vehicle operating costs, savings of commercial vehicle time,

*and reduced accident costs, freeways prove much less expensiveper
* vehicle mile than other roads'or streets. Most freeways pay for them— B

- selves within a: relatlvely few 'years. 2

_Three different methods have been: developed to measure the‘ S

o "‘dlrect dollar benefits from freeways. Two of these involve the moneyi‘ o

' savings to motor1sts one measured on a cost—per—mlle formula and

- the other on a cost-per—mlnute The third ‘method measures the

dollar value of a freeway by the pubhc revenue 1ts trafﬁc generatcs 8

N through user-taxes

‘,afveh1cle mlle, computed roughly as fOIIOWS'

RN Gasolme savmgs i

The average saving from freeway use came to two cents per '
' RaE , . . .,_f“o 33 cents.
- .Vehlcle-mamtenance cost savmgs due to ehmmatlon of stop-and-go travel o. 24 cents

" Accident 3 savings & . R E 6.56 cents

4 Commerc1a1-veh1c1e txme savmgs pro-rated to all trafﬁc el oo .0.87 cents -

Total 17"2’0‘0 Cents: “
‘ What do these ﬁgures mean in relatmn to the 1nvestment 1n'_
",freewaysp The first 46.3 m11es of freeway in Los.‘Angeles cost
3197,507,000 In 1954 this system carrled 1.2 billion mlles of vehicle

e ~ travel. At two cents per ‘vehicle m11e, th1s meant that motor1sts saved -

- more: than e1ght years, -

B2y million a year, or. enough to cover constructlon costs in shghtly

The Cabrlllo Freeway in S'an‘ D1ego cost $4 m1111on, and 1t was
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found that at the two-cents-per-vehmle-mﬂe rate, savmgs to users

would balance costs in less than four years. :
, Transportatlon economists generally agree that thlS formula, -
which assigns no value to the time of private vehlcles, isa conserva-
tive one. Applied to existing traffic volumes, it shows that savmgs to.
users would equal1ze freeway costs in Detroit in 20 years, in' Atlanta
in 8.3 years, in Cleveland in' 10.8 years and in Pittsburgh in 15.3. '
More difficult and costly construction in some cities; as well as dif- .
fering traffic volumes, accounts for the variations.
- Time savings to passenger-occupled vehicles cannot be over-
looked. The salesman or'the contractor making his rounds, the -
doctor or the repairman on call, the legislator or businessman keep-

ing an appointment, all can attach money value to the time even.. . -

" though their vehlcles are not classed as commercial. That millions
of persons pay a prem1um to use toll roads and save time shows the
“value they put on minutes and hours. Many traffic checks show that ,,
drivers generally choose the route that is shorter in time even though-
it may be longer in miles. « ,

When a computed value is placed on the time of passenger car
drivers, the savings per mile on the freeways studied come to 4.16
cents. By this measure of savings the freeways ment1oned above
would pay for themselves in one-half the time noted. o

. This third method of figuring the dollar value of freeways,- by' \
~ the user revenues thelr traffic contributes to the public treasury,
" likewise shows them to be prudent 1nvestments »

“Over and above the direct dollar savings to users there are many
other benefits from freeways which are capable of measurement,
such as faster service for transit riders, increased property values,
industrial and residential growth and urban redevelopment-all' ’
discussed in other sections of this report. [ -
- Astudy of the freeway from Perth Amboy to U. S Route 22 near' -

Somervﬂle (Route 1—7287 and Outerbridge Connector) indicated
-an initial cost of approximately $60 million for 18.5 miles and mam—
tenance of approximately $2,000 a year per mile. R
. It was estimated that it would take approximately seven years
~ to complete the entlre 18.5 miles, at the end of which the sections
_already opened would have earned 3527 million in benefits. How- .-
ever, the benefit curve contmues to rise sharply for the next 20

I
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years, while the cost curve flattens sharply. The two will balance
each other exactly three and one-half years after construction is
~ completed. After that, the accumulated benefits are all on the “plus”
side, reaching an estimated $200 million in excess of the cost by the
tlme the route reaches capacnﬁy 16 years later. '
This study developed a beneﬁt—cost ratio of 11.7, or $I 1.70 for -
every $1.00 invested on the basis of average benefits of $13,470,000
a year for go years divided byw average costs of §1,1 59,000 a year for
30 years.
A similar study of I-80 for 16.2 miles from the George Washing-
ton Bridge to Route 23 indicated an initial cost of $129 million
_ during an eight-year construction period. At the end of this time,
the cost exceeds the benefits by approximately $68 million; how-
ever, the two factors balance out six and one-half years later. By the
time the route reaches (,apamty, about 19 years after construction
“is completed, the benefits exceed the cost by almost $165 million.
This study developed a benefit-cost ratio of 7.7, or $7.70 for
‘ every $1.00 invested on the basis of average beneﬁts of $14,954,000
-a'year for go years divided by average costs of $1,952,000 a year for
30 years. |
It has been reported in the press that the over-all interest cost
on the entire $750 million bond issue would approximate $500
million. While the validity of this figure would certainly have to -
wait upon the actual bond sales themselves, which would be ac-
complished at the most opportune time and in the most economical -
manner possible, it can still be used for talking purposes. On that
basis, therefore, the prorated interest cost of the $150 million ac-
celeration of highway constructlon would amount to apprommately
$100 million. ! -

~ Portion of Bond ‘Issue Applicable to Aceelerated-I;Iighway Construction. $i 50 million

Pro-rated Interest Cost (approximate) { .. . . . . . . . 100 million
Total Principal and Interest Charges Lo e e . 250million
~ $100 million devoted to Freeway Constructlon produces benefits of . - -
~ $6co millioningoyears . . . . . . . . . . ... . 6oomillion
~ $50 million devoted fo advance purchase of nght of Way produces oo
savings of $250 millien. . . S B P 250 million .
" Total Benefits to Highway Users and Taxpayers T 850 million B

NetGainoverCost . . . . . . + « .+« '« . . . . 60omillion
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This gain may seem 1ncred1ble, but it is the natural result of the -
- benefits produced by adequate transportation facilities. 'The only-

~ question of real importance is: When will these benefits be realized

* by the people of N ewJersey ? In the face'of present revenue restric-" -
tions, a bond issue is 2 normal and accepted method of accelerating
~ highway construction. ; :

GENERAL FREEWAY BENEFITS

Here are a few of the experlences reported frorn areas where
‘ freeways have been completed: ‘ *

. Residential developments are springing up hke mushrooms,
near the new routes, with the promise of quick and easy access to
’ downtown offices and plants.

2. The resale value of homes abutting the expressways remains
constant or falls off only slightly (not drastically, contrary to first -

1mpres51ons) while real estate values in areas 100 to 400 feet away

.. r1se faster than property Values out of the hlghway s 1mrned1ate
“zone of influence.” : .
3. Retail tradeina small commumty which has been by passed

by an interstate route may- slump temporarily, but it soon chmbs

" back to its normal pace, and even accelerates. _
- 4. New industry is movmg into areas served by the hlghways, _

much as industrial expansion, one hundred years ago, followed the
“railroads, creating more jobs for local citizens and producing, more
‘tax revenue for local governments.

5. The value of adjacent farm land rises, sometimes addmg
“thousands of dollars to the value of the “old homestead.” -

~ These are findings belng reported to the U.S. Bureau of Public

Roads with completlon of a number of independent studies by
' universities, state highway departments and professional research’
organizations. All together, they constitute a striking justification
- for highway improvements only vaguely realized a few years ago.

The engineers, economists, businessmen and legislators are dis- = -

- covering that new roads boost land values significantly. As men-
~ tioned above; the market value of land adjacent to a new expressway -
may decline slightly, but beyond this narrow fringe, it may sky-
rocket. The value of land along the Grand Central Parkway on -
. Long Island for example, has 1ncreased four times faster than land -
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in the entire balance of the area it serves since the road was com-
pleted.
A wave of suburban development, with its construction of badly -

needed new homes, frequently follows the extension of major com-

muter routes. A new expressway close by is a major factor in choos-
ing a home these days, Realtors report that one of the first questions.
a prospective home purchaser asks is: “How long will'it take me to
commute to my job?”

. Completion of a new highway ina metropohtan area is followed
not only by a burst of residential development, but also of shippmg

- centers, hospitals, schools, and other public facilities so much in

demand by a burgeoning populatlona That the new expressways

trigger such developments is a common report from countxes across

‘the land.

The researchers have found that industry is avidly seeking out
new plant sites accessible to new roads, and large “industrial parks”
are being developed just off many routes. Manufacturers and dis-
tributors realize that an efficient highway system throughout the
area expands the size of their market considerably. Some firms now
located along the Santa Ana Freeway, for example, have found that
it takes less time to get to the center of Los Angeles from their new
outlying locations than it formerly did from their closer in-city sites.

Manufacturers have built dozens of new plants along the East-
shore Freeway outside San Francisco. In an area close to the high~

‘way which comprises only g percent of the total industrial acreage

in Alameda County, industrialists have concentrated more than 43

percent of their total investment in new mdustry in the county.
Farmers are sometimes “hurt” when the engineers are forced to

cut their way across country for a new superhighway, but the value -

.of farm land also rises— usually ‘more than enough to @ﬁ‘set the in-

“tonveniences.

In the area of Hartford, C!onnectlcu’t9 directly under the in-

~ fluence of the Wilbur.Cross I*Iiglfrway3 an analysis showed that, in

general, towns subject to expressway influences have increased in
number of dwelling units and, by inference, in rate of property
marketability to a greater extent than have those commumties not
subject to such mﬂuence&

The construction of new houses in Connecticut has been greatly

accelerated along the parkways and expressways and also in the

\ v
i
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communities under the influence of these new limited-access high-

ways. Many of the new residential properties either abut directly
on the right of way of the parkway or expressway, or are within

_sight of it. In one section of more than 1,000 dwellings in East Hart-
. " ford, costing between $9, 500 and $20,000 (and up), all the dwellings -
are within four minutes’ dr1vmg time of the Wilbur Cross Highway '

and most of the more expensive ones either within sight of the ex-
. pressway or within two or three hundred yards of it. ’

An extensive survey showed, beyond a shadow of a doubt, that

‘ _’land adjoining or near the Merrit | rargway sold, in most cases, at -
prices as high as, and sometimes higher than, comparable land some .
distance removed. The only instances in which lower prices were

- reflected involved propert1es below the level of the parkway
The foregoing indicates that certain general conclusmns are

warranted. Connecticut commumt1es, subject to express h1ghway. .
influence, have 1ncreased in population and industrial and com-

mercial activities at a far more rapid pace than those not subject to
such influences, much of this at the expense of the urban centers.
- All in all, it appears reasonable to conclude that the express

highway system has brought the country to the city and the cityto  *

{ the country, and further, that its effect has been extensive.

TURNPIKE REVENUES'

The surplus revenues of the New Jersey Turnpike have been as- . .

signed as the major source from which the cost of the bond issue

“would be paid. We are all aware of the phenomenal growth in -

. - traffic and revenues—far ahead of expectations—which the turn-

‘pike has experlenced Its potcnt1al however ‘was recogmzcd ‘more
than a decade ago.

- Mr. Paul Troast, former Cha1rman of the Turnp1ke Authorlty,
sa1d in 1952: 3

Wehavea problem of’ out-of—state through trafﬁc wh1ch is not matched

‘anywhere in the United States The Turnpike was built to solve in part ‘

this extraordinary problen‘*l, and it is solving it well.

The average trip on the New Jersey Turnpike is about fifty miles, and -

“every traffic count has 1nd1cated that 6o or more percent of the vehicles
. paying tolls and using the Turnplke bear license plates of States other than :

- New Jersey . . .

If we would care to look down thc road to the time when the present |

i

i
i
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' Turnplke has hquldated its 1ndebtedness and reverts to the State debtfree, :7",

we can see vast millions of dollars available to the State for highway i im- i

N provements from Turnplke revenues alone, if tolls are mamtamed

/

A recent estimate of the turnpll‘(e s future revenue growth in- -
dicated that begmmng this year the'toll collections would § increase -
“on a gradually declining scale from 5 percent in 1963 to 1 percentin -
' 1974, when it was beheved that ex1st1ng traﬂic lanes on the turnp1ke "
- would reach saturation. o o
The h1ghway department’s|own prOJecuons 1nd1cate that the
‘above estimate is conservative, and that the turnpike should con-
tinue to experience some traﬂic‘ and revenue growth beyond that '
- date. This is partlcularly true of the southern section. '
The revenue structure of the Garden State Parkway is entirely
 different from that of the turnpike. The major portion of its bonds
are guaranteed by the state. Asl a result, the highway department
~has been, and will continue to’ be, careful not to Jeopardlze the
future income of the parkway e .

v
\
e

: MILEAGES
New Jersey Turnpike:’ ] S
Déepwater to George Washmgton Brldge 118.0 miles
Newark Airport to Holland Tunnel ' : %7.0 miles
Pennsylvanla Turnplke Extens1on C . 5.8 miles
K : v | Total 130.8 miles
' Garden State Parkway: - -~ | ’ C , o
~ Cape May Cityv'to Moﬁtvale : _ . 173.0 miles |

. THE PROBLEM OF URBANIZATION

The phenomenal populat1on growth of New Jersey in recent |

N years is well known. Many of the communities m this state are

L : creatmg tremendous problems for our h1 '}

E perfect examples of what is termed “urban’ spraw » This conges-
tion,” this crowding together of our- res1dent1al areas, is already
ay- des1gnersf.’ The task
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the greatest metropohtan complex in the world—stretchmg from
Boston to Washington—renders that 1mposs1ble ‘
In the older metropolitan areas in other countries where the
ratio of population to the available land has become critical, the
- cost-of obtalmng land for pubhc purposes has become almost ] pro-
~ hibitive. For instance, we were represented at the. recent United -

N atlons-sponsored study week of the new railroad developm entsin

Japan On his return, our delegate reported that the cost of the new
railroad being constructed from Tokyo to Osaka-—a distance of 323
. mlles——averages about 2.5 mllhon U.S. dollars per mile, or about -

goo million Japanese yen per mile. This unusually high cost for

- construction in Japan is attributable to the many miles of elevated
structure being built to minimize right-of-way costs. Even so, the
cost of the land over the entire route amounts to 21- percent of the
construction cost. -~ i ‘

In'the Tokyo metropohtan area, a 43- mlle-long toll expressway‘ :
~ isnearly completed Because of the very high cost of obtammg right
of way, 35 percent of the 43 miles is being constructed on viaducts
over rivers or canals, 38 Ppercent by double-decking existing streets

or highways, 13 percent over other public land and only 14 percent _
- on newly acquired rxghtl of way.
" I am sure, because of the many objectlons we have received
against elevated freeways that this type of des1gn will ‘never be_ j
popular in New Jersey. |

An illustration of the, h1gh cost of real property in Tokyo is found
in the Apr1l 19 edition of the Fapan Times. Under the Real Estate
- listings in the classified | section two vacant lots are listed for sale.
'One, 70 by 100 feet, on a corner, lists for 6,000 yen per square foot,
~which is at the rate of $726 000 per acre, or $16.65 per square foot..

Another shghtly smaller lot lists for 5,850 yen per square foot, or
~ about $7oo,ooo per acre. ’




500 TRAFFIGQ,UARTERLY

ESTIMATED DIVERSION OF HIGHWAY USER REVENUES-—-1962—63 L

'Revenues for 1962—63 Estlmated-—from Sale of Motor Fue]s and -
_ Motor Vehicle License I‘ecs' BER , A w

_“Motor Fuels” . - I R ) 124,500,000
: Motor Vehlcle Fees, Fmes, etc. B T A _ 8!,474,762

1962-G3 Appropriations |

nghway Department (General) . . | $.21,618,758 '
_.Debt:Service .| . 2 880,678 :
RR Trans. © ~'| ' 6,000,000
" State Aid SRS () 615,701
Construction . .| = 41;232,880 L
- o LU ] e 388,348,017'- ‘
State Pollce - o R "~ 7,460,876
Motor. Vehicle Department L . . .'9,882,899
Gas Tax Division | ' - 593,884
»Delaware River Joint Toll Bndge L T 312,504
Pensions, Insurance, Social Securxty Tax, Hospitalization, -
‘Salary Adjustment for: ol ' “
Highway: Department
State Police ‘ : : R
Motor Vehicle ' Estlmated share S 5,322,000
Gas Tax Division - ] T _
Total Appropriations : .‘? .‘ o m " $ 112,220,276

For Other S'tate Purpdses ‘ | R - ‘ 3 93,754->49'21

!

STATE HIGHWAY SYSTEM MILEAGE GROWTH*

LANES =~ = ,' MILEAGE . = MILEAGE ' LANE MILEAGE " LANE MILEAGE

Jani 151984 - Jan. 1,:1963 - Ja’n 1,1954 . Jan. 1, 1963
2 71,1808 1,110.3 ,361 6 . 2,2206
3 535 o462 160 C 1386
4 L5421 6456 ‘ 2,168.4 - 2,582.4
5. Le2ien v ‘ 38 ‘ oo ; 19.0'
6 12:6 75 2 210 756 S 4512
8 ‘8.6 ‘ rog S 688 872
1o e a0 AL e 20i0°
6

x‘]o.-‘t S 16’,

515206

Total = ,799 6; o 1,89L1.1 . ; o
_ *Thls chart, while not mdlcatmg the full amount of new. constructloh

the mileage of two- and three:lane. hnghwlays has dlmlmshed, -while the

the equivalent of more than 168 miles of four-lane hlghway.

8§ 205,074,762 -

L the penod 1
' fromjan 1, 1954 through Jan. 1, 1963, 1llustrates the trend toward i increasing the capaeity - -
" of the state h:ghway system through construction of additional lanes. It will be noted that
ileage of- four-
and six-lane highways 'has greatly increased. The over-all increase of 675 lane. mlles is;
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_  TYPICAL BENEFIT-COST RATIOS* v
" Rotuite ' ' ! Description : Benefit-Cost
: : . N ' Ratio
8o o . George Waehmgton Bridge to - - o AR
Garden State Parkway : , ©8.85
287 Middlesex Freeway from Outerbrxdge 11.6
. .+ toRoute22 :
808 and 42 Camden North-South Freeway from .
: ‘ . Benjamin Franklin Bridge to Turnersville 4
280 : Essex F reeway : 14.2

*Note—These ratios show the return fo the motorist for every dollar mvested in
highways, For example, every dollar invested in the Essex East-West Freéway will return
$14.20 in terms of faster, safer, and more convenient travel during a 3o-year period.

SUMMARY OF BENEFIT-COST RATIO VALUES
Cost

Roadway =30 year life

Bridges = 50i year life

Drainége’ =150 year life

Earthiwork =150 year life

Right of Way =150 year life

"Maintenance o
Policing 5 $2,000 per year per mile
Admlnlstratlon -

i
|
. '

.Béneﬁls i
“Time saved: : ‘
. Passenger cars —h 5 cents per car minute -
Trucks =3 cents per light truck minute
=3 cents per medlum truck mmute
—-4. cents per heavy truck minute
Convenience:: - ] ‘
Center Island =0.1.cent per vehicle mile

Intersections: i
"Major =0.1 cent per vehicle -
Minor =o0.01 cent per vehicle

“Congestion: . | - :
Over tolerable capaclty 2 cents: per vehlcle ‘mile
Over satlsfactory capacity=o0.4 cents per vehicle mile

Tsland Opemngs =0.01 cerit per vehicle per-opening
~Shoulders =o. .01.cent per vehicle mile
: Parking =1 ce’nﬁ per vehicle rhile

Driveways=o. 5 cent pér vehicle mile

|
i
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Operation Costs:

Reduced Mileage: |
Passenger cars = = 3.cents per car mile
Trucks ' =4 cents per light trick mile -
’ = 10 cents per medium truck mile
| =20 cents per heavy truck mlle
Stops and Starts: ’y '
Passenger cars= =quarter cent per car stop
Trucks " =half cent per truck stop
Steep Grades: :‘ .
Passenger cars= ‘varlable
Trucks. ~ =variable
Poor Roads: o : '
- Passenger cars = Jquarter cent per car mile :
" Trucks ~ =half cent per truck mile
Safety' ‘ : / \
Accidents - ='$ 250
_Injuriés =50 ‘}
‘Fatalities, = 23,000

Nl
,‘:stcellaneous = $x,ooo per niew road mile created

‘Generated traffic=4 ¢ cents per vehicle mile-
15 percent of value of time beneﬁt S
‘2 percent of value of convcmence, operat:on COsts and safety

t
. |

Dy . \
: |
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