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. Highway Finances.-in New Jersey 
DWIGHT 0 R. G. PALMER 

Mr. Palmer became Highway Commissioner ef the State Highway Depart- , 
ment of New Jersey in April z954 and, in this capacity, also directs the 
activities of the Division of Railroad Transportation. He served as the Gover-' 
nor's Flood Coordinator for the Delaware River Flood of r955, and as a mem-
ber of:· the Delaware River Joint Toll Bridge Commission; New 'l'ork-New 
Jersey Transportation Agency; Tri-State Transportation Committee; the 
State Coordinating Council of Traffic and Safety, and of the Governor's Com-
mittee on Economy and Efficiency in Go~ernment. He is the Governor's Coor-
dinator of the activities of semi-autonomous transportation agencies, including ; 
the Port of New· 'l'ork Authority, New Jersey Turnpike Authority, Delaware 
River Port Authority, D~laware River Bay Authority, Palisades Interstate 
Parkway and Atlantic City Expressway Authority. He has received an Hon-
otary Doctor of Enginee~ing degree from Newark College of Engineering. 
Prior to becoming Commissioner, he had extensive. experience in various 
branches of the communidations industry. He served on Presidential commit-
tees andwith private agencies and has been cited by them for his work in pro-
moting better human relations in the nation's efforts in World War/I. 

· N. ·• EW JE~~EY has ?istinction ?fbeing the first state to grant 
state aid m the bmldmg of pubhc 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 $75,000 annually, to be expended by the Secre-
tary of Agriculture, Wiith a Department of Public Roads being 
established in 1894 to ~dminister the program. 
· This law was amen<:led in 1912 by increasing to 40 percent the 

. . I . . • 

state's share for any cm;mty road project approved by the Commis-
sioner of Public Roads. By 1917-when the annual appropriation 
was increased to $500~000-2,052 miles of macadam and gravel 
roads had been constnicted. 

! 

Several sources have been!used in the preparation of this article. They include: U.S .. 
Bureau of Public Roads ;Autotjiotive Safety Foundation; The Review-Society of Residen-
tial Appraisers; Traffic Quarter!)i; Dun's Review and Modern Industry; Bergen Evening Record; 
Newark Evening News; Newark Star Ledger; Passaic Herald News; Wall Street]ournal; New 
Jersey State Highway Department, Bureau of Planning and Traffic; NewJersey State 
Highway Department, Divisioh of Right of Way. · 
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480 · TRAFFIC QUARTERLY 
To provide a better conhection between rural. areas and urban 

population centers, a state highway system, 679 miles, was created 
in I g 1 7, with a tax of one mill placed on each dollar of ratables to 
finance its construction. Thesetax receipts proved insufficient, and 
the legislature, in 1922, appfoved a bond issue of$40,ooo,ooo, tobe 
amortized from the mill t~, to expedite its completion in a five-· 

. year period. Only those ro*tes then in existence, 728 miles, were 
eligible for improvement.' 1

, 

, . I - •• 

To me,et increasing trafijc demands, the 1927 legislature desig-
nated a system of 1,871 mil~s to be financed from a gasolinetax of 

! 
. ..·. i 

REGISTRATIONS PERjMILE OF PRIMARY -HIGHWAYS 
NEW JERSEY- PENNSYLVANIA-NEW YORK 

I 

NEW JERSEY 

PENNSYLVANIA 

NEW YORK 

! 

. two cents, receipts from m~tor vehicle fees, and a bond issue of 
$30,000,000, also to be amo~tized from the mill tax. 

The system was revised in 1929, and in the following year addi-
tional funds were provided for its construction by an increase in the 
gasoline tax to three cent~, and an additional bond issue of 

I . 

$65,000,000 for bridges, viaqucts, tunnels and rights of way. 
At the same time, $18,090,000 was authorized for the elimina-

tion of railroad grade crossin!gs not on state highways, $10,000,000 
for state institutional building and $7,000,000 for the Water Policy 

I 
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Commission, a total of$ I 00,000,000-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 amortizh,tion 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 CORRID'OR STATE 

OVER ITS HIGHWAYS FLOWS 
THE WORLD'S GREATEST 

CONCENTRATION OF TRAFFIC 

PENNSYLVANIA 
AND THE WEST~---&~ 

116,408,720 

DELAWARE 
AND THE SOUTH 
II, 067,530 

19257,400 
NEW YORK AND 
NEW ENGLAND 

93,038,500 

239,772,150 
INTERSTATE CROSSINGS 

1961 

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. I 933 of a Budget Act for the control of fonds 
passing through the highway department, the legislature also pro-

.. vided mandatory appropriations to the counties for road and bridge 
construction, reconstruction .and mair_itfI?-f11,1Ce, debt requirements 
an.cl lighting, in the ari:iounl·of $6, 735,000,· ofwhich $6,000,000 was 
distributed on the basis of county road mileage, area and popula-
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tion. These sums have sin~e been increased to $9,155,000, of which 
$6,000,000 was distributecl as before and $2,000,000 on the. basis of 
county road mileage arid 1

, population and $i,r55,ooo, or $55,000 ' 
per county, as a direct gr~nt. , ·. 

· To assist the townshiws and boroughs in the improvement o( . 
. their huge rural-road milehge, the Herrick Act was adopted in 191 ~' · 
providing for the expendi~ure of$ 5,000 in the various townships of · 
each county, or $1Q5,ooo for the state. This has been gradually in- . · 
creased, the total provided for I 95 7' for example, being $6,768,700. . 

. I . . . 

ON NEW] JERSEY HIGHWAYS 
I OUT OF 5\VEHICLES rs A TRUCK 

I .. ·. . . . . . i 
dl).1111111u, ... 1§j'Ui~~ ~1~Jn1111u,~---~ .2 

I . 
1· 

AT JoME LOCATIONS 
THE R!ATIO IS I OUT OF 2. 

I 

a;1;111 o 11~1~a1JJ 11o11~,~~w 111111~1 s,iip~U1m1111u,-s- .. 
. I 

I 
I 

In addition, $340,000 i~ appropriated each year.as aid.to coun-
.·,ties and municipalities for liighway lighting. · . 

· Following the construdion renaissance of the 1920s and 1930s, 
road building in New Jersey came to a virtual halt with America's 

' entryinto 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, construction programs averaged less than·· 

. $40 million a year until th¢ year 1956; · · · 
·. This paucity offunds found New Jersey unprepared for the post-

, war traffic onslaught.Not only did registrations increase one million 
between 1946 and 1956; brttravel patterns changed materially . 
. The exodus to th~ suburbs tnd bey~nd created new transportation 
problems. As a result, traffi9 congestion, heretofore largely confined 

I 
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,. .· . I ; .. · . . . •·•. 
to cities,· became a ~uburban, ,and even a rural problem. Mari)1 
highways were overburliened wi!h traffic volumes of twice theit 
design capacity. · l . . . · · 

As a first step in aWitckitig New Jersey's highway problem the 
department developed· ~-- Mast~t Plan for construction. This plan . 

! 

140,-,. • ' 

150 ,_,_ CONSTRUCtlON PROGRAMS '-- 0 

, .· 1946•1963 § 
1201-L_~---'---' . •. i. .· ·------...J'- s 

.• no t--.,+ .. -1----1--1 Ill State- Funds I S! •• Federal Fundi 

1·::_--t--+--+-t----t--+--'1--t--+--+--,t--~- -Hl!III-Hlll-l-.-..i~-1-11111-1-1111-+-~Z! 
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. i 10 ,__,__-+'--'-4---.1-~'- 8·. ·~ g· "'; 0 ..,__0_._0_,_ 80 
,§.,, oa·JQ~oo 

• 50 ,__..._. ...... · -' - "' o - O 8 ::i .. _... 0.+11111H-1111-Hllli+~l-llll--l-llll~lll-l-lllll-l-....__. 50 
g 2 ~-; 

40 - " ._-.g .... IQ . !!1 _.,, -·. IQ ..,.,·· ,.; +-lllll-+-llil-HID-+~~-l--flll~lll-l-lill-+....__.40 ; ... , "'· - ,,, 
30 1 ·.·. ~-+Ill ........ ....+ i gjj-Hl!I-Hll+-llll-ll-llllil-+-IIII-Hi!IH-.fll--lf-111.-l-llll-l-lB-l-ll!I-I-B--l--l 30 ,., "' 
20 -, --1-&111-+lill-Hllll+-l'lll--!I-II.Ol-~l-l-lll\ll-l--lL'lll-l~-l-l!ll-l-ll!ll-l--...&"IIII-.I.Clllll-l-JillLl-llL.l__J20 

,o I II ,o 
146 147 '18 ·, '19 '50 '51 '52 '53 . '54 '55 '56 · '57 · '58 59 

. . · l· . Fr,JCAL YEARS ENDING tN JIJNE 
'60 .'61 ·'&2 '63 .. '64 6iS O, 

i. 

: 
was ·based upon currenit and future needs as indicated by popula-
tion; registration and travelprojectionsto the year 1975 .. 

When _completed irt 1956 the plan was taken· into each of the ·. 
twenty-one counties by; the commissioner and members of his staff 
and· reviewed with cotjn!Y and municipal· officials-'-a distinct de._ 

· ·· parture from prior department policy: The final plan reflects mariy 
· , constructive suggestiotjs received during this ·statewide tour. .. 

. . The heart of the ~~ster pla:n is a statewide network of 82 t miles. 
· of new freeways. The irtterstat~ system part'will tom prise 3 76 miles. 

. Also plannedis the du~lizing or ~dening 6f more than halfof the 
· , existing I ,862 miles of the state highway system. 

· Ftindamentally; any highway department's co:hsttuction pro-
grain in t:he mai~ depends o:n the "magic i~gtedient" -money. In 

•• • .• •.. I • • • • ' 
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New Jersey,, Utµike most tjthe~ states,: the highway departm,erit has 
been dependent solely up~n inadequate allotments as expressed in , . 
the annuallegislative apptopriations bills. Such ''.hand~to•mouth'; ,· ' .... 

''·.:·finat19inghasnoto~lyprefentedthedepartmentfromcoru;trUctirtg/.· . 
. ,;b~d~y-needed Mg~wayf1c~Hties, but b~ also sev,erely hampered tu: : 
long.:.rang~ plartmrtg prog~am. . · .. : .. . . · • .. · ·. · . .. . -~ .. 
.•. : _After the depa;rt:mentsyffered sotn~_ penalties ofreciuced f~de~al_·· 
assistance, the legislature; persuaded by the department's logtc, m-

.· .... creased the annual highway COl):S~ctic;m budget to an amount suf .. : 

. '· ficien~to matc~federal ~e.and'also provide_s()tne funds for con-
. structton·ofpro3ects not.eligtble for fod~ral assistance. . . , ' 

•. . !hough allotinents_thrtugh -196fwere sufficient to _assure c:om- :: 
· pletion of the system of in.terstate routes on schedule, to improve the 

· sa(ety and c~pacity of major existing .highways and to construct 
some sections of entirely n~\v primary and urban ro11tes, they wer~ 

. far ~elow the amount ne¢fed for. completion of tlie master plan~ 
. .... . . .· ' .. ·.· '·.. . .. '• I ..... I.·.. • . • .. ·. . ..... · .·. • . , .. ,, < ,',. HIGHWAY NtE;DS:_'fHE REASON AND THE ANSWER . 1 · 

.. ·.·•·· ••. ·.<lt,hasbeep;said.so•.6fte~that·NewJe~efis .. ·~··tirhari, densely 
··• ~opufa,ted ••."'f1!1.1· ti:affi.f: v~lt1mes hi~h ~bov.ethe.·na- .. 
ttonal av~~ag~, tltat every ctqzen shouW be awa:re c:>fthis fact by ·· 
. now. A trip<4round the staie ·highway systenfwill present the fact 
·. fat more eloquently th3.1( *ords~ The ,tatistics . are frightening~> 
travel on our r ,gqo•mile ·sfate highwa.Y syste!Il.- averaged r 2;425 · . . . . . . ·· .. ·. ·.·. ·, .. ··.I . ·. . .. . .. . . . . . 

.. vehicles p~r mile,in i 961. < 1 · • · : • 

. . The· demand-for travel' hlnes continues to in'.crease. Provision for 
new hlterstate · .crossings, .subh as . tqe D·elair Bridge, the ·chester-.. 

· <Bridgeport B:ridge, tqe s¢cqnd spa,1:1 for the .· Delaware . M:emori~ i 
.· Bridge, the Cape May-Lew.fs Perry, th~ Narrows Bridge, and ~he • . 
' ,illlprovement-of'existing'crossings, all add to the load. ·- .·. . .· : · · ... 
/ ... ·· To meet this onslaught,rllanniQ.g is needed.The federalgovern- ··. 
· . ment provid¢s higliwayfu~c,l* fo~ f~searc~ ai1fp~anning, a~oiititin~·. 
. to i •5 percent of the annual(¢dera1 ajd allotments, ~d th~ highwa;y 

I .... departrilent is usitig:the mofl~y in such cdopetatjye programs as the 
.·.·. PenniJers,ey S~udy;'the to-Q~t:l11tyNortheast$tpdy, thewor~_ofth_e . 

Tri-State TransportatiQfr Oo4i.tnitte~ an4 ·certain teseai-ch proje~tf!> 
... ::s111·.p~qeduies._ctr~iIDper,~1ye~;aftet•/~~5,'~lf~defal~ai4_Wgh~·· 
... w~y prOJects·mustbe based';oncomprehe~rvetranspottatton plan$. : ',> , :<,,: .·· .• \. > ·'•' ' · ... ·. . .. · .. ·•.····.··· 

• .. ·.:._.;·,,::-,• 
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The New Jersey Stat¢'Highway Department is no stranger to. 
planning'--quite the contrary. Comprehensive biueprhits fortneet-

.. ing the state's transport~tion·needs:have beenin its fil~s for mor~ . 
than forty years and have! been used in drafting annual construction ·. · 
programs •• These long-range programs h~v~ been periodically re-, . 
vised. The department is:fully awar~,just as much asthemot.orists · 

. who complain of congestion, haza~d and 'delay, of what needs to 
· be done.· ' · 'i · · · · · · 

', But planning 'is not enough. 'N6 blueprint is more than°ap.J11- :• •. 
triguing scrap ofpaper without the.~J:ierewithal~o breathe lifefoto .·•·· 
it. j ' ' ' ' 

' I •I' . 

The answer to this problem is no secret to any of us. What we: 
need is funds, · · 

HIGHWAY NEEDS: THE DOLLAR SIGN 

. The New Jersey St~te Highw!y Departnlent has long been 
· .. plagued With theyawni:µg_gulf between the s~ate.'s highway needs 

and the litnited resources to meet these needs~ 
. · A state study prepar~d at the direction ofthe U.S. Congress in 

_> 1955 .indicated the defopiency as more than $3,155,000,000. The . 
· _· figure arrived at was to put the state highway system .in a position ; .·· · 

to handle the estimated !i965 traffic demand. · ·· · 
Tlµs study, :revisedjin 1958~ ,was labeled the.department's 

"Master Plan" -aHsting qf the improvements required to handle . 
estimated)975 traffic d~mand. ·.. ' . . ... · · 
. · Despite the progres~ made during the intervening three years, . 

the·totalestimated defiqiency stood at $2,940,000,000 .. · 
. A review of the mast~rplanshows that the department has made 

a sizeable ,dent in that ;lo]}g list of needed projects. But the most 
· recent estimate of)he co~t of wprk remaining to be accomplished by 

· · ·._· , .: . the target date of1975 ~die.ates it still amounts to $2,007,000,000 .. 
· Theb~lkofthe accqmplishments to date can be credited to the 
construction programs 9f the past five years, which have averaged 
between $115 million and $i20 million a year. Some of the reduc-

. tion in the total cost isidue to sizeable savings in the cost of New 
Jersey's interstate systerh between the 19·58 ~nd 1960 cost estimates · 
required by the Congrdss. For example, a costly new .bddge across 

. ; the Hu~son w~ eliminated .. •· . . .. . . . . . . ... 

, I 
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. Regardless of this, the p)esent level of construction funds. avail-

able to the department willl+ave it shoitbysubstantially more than 
$1 billion in 1975. · ' i · 

The needs of our state ,h~ghway system, as presently discerned, 
. , may be broken down as folll1 ws: ', · . · 

?°mpletion of the Interstate System. . • . • . . . . • • . $ 6oo million ' 
Needed Non-Interstate Freeways , . . • . • • . .• . . • 814 million 
Othe; Feder~ Aid Projects covering ~ost ev_ery existing laricl~ervice · 
. h1ghway,meverycountyofthestate .•..• -••. , • 513million 

Projects which are not eligible for FeJ~al Aid . : · :. • · • • • · _75 million : .· · 
• I l Total $2,002 million 

_ What resources, do we :h, ve to_ mee~. this need? The highway 
department contemplates a $'1 I 7 .4 million construction program . 
for, 1,:963.:C.64, to be financed frtjm normaltax reveti11es and the federal ·-
aid apportioned/o~ ~at fi~c~ year. ·!hepf~J>Osed.bond issue w?uld ___ _ 
provtde $300_ m1lhon for c<>JJ-structiop. during a· five-year penocl.1 , 

'It is assumed ~t would fin~ti(:~ 'York (roniJuly r, 1_964,!hrou?hJu~e _ 
30,_1969. Estim~ted· feder.aI iaid..to beco~~ -~vailable dunng· this 
penod amounts to approx1mf tely $57p million. 
· . . .. · . . , · -· RESOURCES · ._ ·. · · , 
. -__ - . _- -- . •. ;, I • - _.· . ; ·.• ' _· . : 
_ _ _ '.Thus, the tot.al amo_unt afailab!e for expend1tl1re throu~h, y1e -· · 
end of the bond issue amoun~ to slightly 1more than $994 million. · 

·._ ._· This would leave the depal'.tment needing to spend (according to 
•··•· 'present ,estimates) about_ :$1J913!oob,°?()-iil orp.ert? fulfil1 the -· . 

.. ma3tet plan~ burthere woulli stilLhe tim,e to accoµ:iphsh the task. · 
- -_. \In sh~rt, there is no in~ijensive way t? ~rovide for our £.uture 

.. _·· - needs, a~d the longer we wait the more difficult-and _costly it be-· 
.. .. . ' ' 1-. . . . ·.. . . 
· ·comes,to catch up. _ . · I .· , - _ _ -- . .· · . 

· - ·. · Any improvementtipon'.the face oftheJ.irid produces-benefits, 
for the citizens who reside fo] tha.t area ~nd for those -who travel -. . . ,. . ·•' . . .,. I .. ' .... , . . . . . . •· 

·. thteugh it. This jsparticularlytrue of highway improvements; for . 
-_. , they not only facilitate the moyement of people :md goods, but they· .. 

-_- '.open up,new_teriit<>ties for r_es!identialand industrialdevelopment/ . 
. ' .. Mostpeople understand thesd prlnciplell_ and there is no argulilent . 

· ·.- · __ 1._ Approximately $50 million w~~<;{ be required'fo; cons~ction opc:ritti~gcosts; . . i , . . 
i 
1 
l 

·j 
· .. [ 
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as to the need for better highway transportation. The only question 
. . . I 

is: When will we be ablr to provide these benefits for the people of 
New Jersey? The answer: When we have adequate funds, and no 
sooner; 

IS BOND-F~NANCING WORTH THE COST? 

. Should the state highway department share in the proposed 
$750,000,000 bond_ issue, it would receive a net of $30,000,000 a 
year more than it now receives through direct appropriations for a 
period of fiye years, or atotal increase of$ 150,000,000 over the next 
five-year period for use in improving the state highway system. In . 
addition, a net anmunt: of $12,000,000 a year for five years would 
be provided for state aid to county roads, for a total of $60,000,000 
during the a~tive life of the bond issue. 

Costs vs. Benefits. There is no dispute that there is a cost involved 
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 against the benefits to 1 · 

be realized by accelerating such a program. · 
Cost-Benefit Ratio. Looking at it another way, the cost of a bond-

issue financing method must be weighed against the cost ofdelayirtg . 
the benefits :which our citizens will realize from the earlfer financing · 
and construction of the newtransportatiori facilities .. Our country'i 
state highway departments and the Federal Bureau of Public Roads 
have a standard formula that measures the benefits realized by the 
users of new highways. This is called the "cost.;benefit ratio" meth- . · 
od of analyzing these values. · 

Every facet of a pn;>posed new highway is analyzed and com-
pared with. existing methods of transportation. Every angle-,-..sav:.. · 
ings in time, greater safety, greater convenience, and all other aspects 
of traffic service-is.taken into accou.nt; . 

Unit: values, more ~r less staµdard throughout the nation, are 
assigned, and it is the ~egular order of business to come up·with a 
very detailed picture.of the benefits any.new or improved.highway 
produces and equatet:hem in dollars to the cost of the facility. · 

In New Jersey, the i financial problem~ of our 'highway depart-• 
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· mentcenter mainly around ~he need for funds to construct freeways 
completely within the statewhichmustbefinanced either on a 50-50 
matchinghasis or entirely by the state government. We have a great 
need for this kindofhighw~y facility and it is precisely this kind of 
road which provides the gr~atest benefits. ~tis conservative to esti-
mate that the users of these \new freeways will realize six dollars in 

'benefits for every dollar inV!ested in the new roads over the life of 
. · the pavement. Incidentally,ia figure of thirty years is used for pave-
. ment life-the same as the life of a normal bond issue. 
· · Right of Way. These arelsavings fot the users of highways. We 
must not neglect the savings Ito thestate government, which can be 
provided by accelerating oti;r construction program. For example, 
the cost of right of way in a state as urban as New Jersey and facing 
a continuing population explosion, is constantly increasing. It is a 

· . known fact that in very mJny areas ofour state the cost of land 
which could be acquired noo/ for highways, if sufficient funds were 
available, will be multiplied many time~ if the acquisitiortis deferred. 
. Here again, itis conserv~tive to estimate that the highway de-

. ·· .... · . I . . . . .. . partment can realize a saving to the,taxpayer of five dollars for 

. every dollar invested in such\ advance purchase of right of way and 
this saving perhaps in a decade! · 
· 1nter~stCosts. As mentioned previously, the proposed bond issue 
':'70uld provide a net of$ 150 ~illion for the highwaydepartment in 
excess of the amounts now·rbceived from·.norrrial revenues. These 

, ··. ..· I . . 

amounts, averaging approx~mately $40 million a year in recent 
years, would also be substituted for by bond-issue funds in order to 
proyide an increase in state aid to educaticm. In other words, of the 
totaL$750 million bond issu 1F, $350 million would be allotted to 

. state highway construction. (])f this $350 million, $200 million rep-
resents a replacement of curr~nt revenues in.order to continue our 
present· 1evel of construction!, and $150 million· represents an ac-
celeration of these programs.\· _· 

In estimatingthe benefits to be derived through the construc.tion 
, of new freeways and the adv~nce purchase of right of way which .. 
would be possible under thi~ acceleration of our present rate of .. 
progress, only the proposed increase of$ 150. million has been· taken 

· into account and weighed against the financing cost of the bond 
issue. These benefits will be sum:marized later in this report, but.it 

, . I 
' ' 

I 
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· is significant to note th4t .they alone would produce gains s1:1fficient ; 
to tounterba1ance ·the :estimated interest cost' not only· of the '$ I 50 
millioni but also of the/entire bond issue! . . · ·... . . . . . 

~d thfotighcmt ·.this discussion of interest co~ts, we must not 
· forget the interest' avail~ble to the state,. through investment, on the 
savings which would otherwise be spent. . . 

General Benefits. Th~re are a .number. of other . very important 
·. ec9nomic aspects to . highway constniction which cannot be esti~ 

niated in detail.. Highways produce substantial benefi.t{for the .· 
, . . people who live ~ong ~em ~s wellas for the people who tra~el on.· 
· . thetn. tand values in accessible areas increase., new industry is at-
. tracted, with .a tesultin:g favo~able effect upon local true rates.· The · 

economic vitality.of en;tire regions is stimulated and these benefits, 
in the long run, inay oµtweigh all other considerations.· · I . . 

In summary, it caµ be stated tJiat the savings·which"will be .··· 
· realized by acceleratin;g our highway construction program more 
than balance the cost qffi.nancing this acceleration tlitough a bond·. 
issue and, again looking at it from the other angle, the cost of delay- -
ing needed highway c6nstruction far out;weighs the cost ~f paying 

· interest on bonds. · · · · 

\TIME IS MONEY. IN THE FACE ·oF RISING COSTS 
• • I • 

A recent article in' The Wall Street Journal noted that high~~y 
co~ts are rising and that the'trend seems certai~n to continue •. In-
dicating that highwa~ will cost more the longer we wait to bliild 
them, The Wall Street Journal said:· , - · · -
• ! ' • 

. . ·., ,' .· ' . 
. Highway tonstruction costs are on the upgrade again after moving 

downhill much of the tiqie since 195 7. Of 21 state highway departments 
surveyed. by The Wall Street Journal, more than ha1fbelieve costs'will con-· 
tiime to climb in· 1963. S~me think the rate will accelerate. . ' 

This trend is fairly recent; An index of bid prices on Federally aiqed 
highway construction compiled by the U~S. Blireau of Public Roads hit its 
peak, at.io3.1 percent o(the 1957--,59 average, in 1957; from then.through 
1960 itfell 8.7 percent. tr'he index turned around again in 1961, ht~t the 

I . . . -
cost rise that year was le&s than I percent. _ · ·· .. 

_ · -. Big 1962 Rises. Last /year, however, .the index jumped 3.9 percent to 
. . , I • .. 

, 98.6 percent of the base1period aver.age. It's: possible these figures under- · 
state th~ 11ctual rise, too,i New York, the biggest highway b~ilder in terms ·· 
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ofdollar volume, recorded a :i:'13 percent jump irt road construction costs 
last year. Illinois had an 11.4 percent rise, California 7.1 percent. 

One reason for this situatioµ is that the Federal index doesn't include 
costs of acquiring rights-of-way

1
for highways. Rising land prices have sent 

. these up sharply in many states\ · 
Wages and Inspections. Hig~way officials and road builders mention 

several other reasons for the .climb in construction costs, including wage · . .I . ·. . , 
increases for road workers and ~igher prices for new road building machi'.n-
ery, which are :reflected in contr/lctorsj bids. Ironically, they say, efforts by 

· Federal and state authorities tb get the most out of highway funds by 
tightening inspection to eliminate substandard work and contractor cheat-
ing also are raising costs for thl contractors, .and thereby for the govern.;. 
mental bodies building roads. 1

1 . • . 

Average wholesale prices ofrew construction equipment such as bull-
dozers, graders and pavers hav~ risen about 7. 7 percent in the last four 
years, Government figures show J · . 

Inspection Crackdown. Finally, ~n the-wake of Congressional investigations 
which uncovered highway building scandals in several states,.bothFederal 

I - . . . . 

and state highway officials are tightening controls on highway construction. 
I . 

The Bureau of Public Roads in the c::urrent fiscal year is adding 127. 
engineers, appraisers and auditots to its staff, a 13 percent increase in these 
categories. Their tasks range fro~ boring holes in new pavement as. a test 
of construction to poring over state claims for reimbursement under Federal 
matching-aid plans. Many state~ are taking similar steps: North Dakota 
has added 100 workers to its highway commission staff of 1,200 in the past 

I . 
two years. 

ADVANCE PURCHASE OF RIGHT OF WAY 
. . I 

John A. Volpe, former Fe1deral Highway Administrator, said, 
I . six years ago : 
I . . I 

A mountain of evidence procl~ims the benefits of advanced acquisition. 
It greatly facilitates the orderly planning of a comprehensive system of 

arterial highways.It makes possi~le large monetary savings in the costs of 
. . . , I • 

future rights-of-way. Thesesavings: can rangefrom five to thirty dollars for every· 
dollar invested today for future. highJay. right-of-wa.Y,. Advance acquisition re-
duces the economic waste which1

1 occurs when rights-of-way are bought 
after public or private improvemdnts have been completed in a particular · 

, . . I 

area and it will hold to a minimum the number c>f persons and families who 
may be inconvenienced or displafed by a future highway imp~ovement; 
. Contractors and road builders hav¢ a special stake in this phase of the new . 
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program. Long delays in acquiring and clearing right-of-way are often very 
costly to builders. . . . 1 

A. C. Clark, former Assistant Commissioner, Bureau of Public 
Roads, noted: 

I .. . . . • . ._. .• 

, The cost ofthe right-of-way acquired for the construction of the Bal ti--
. more-Washington Parkway ranged from $250 to $350 an acre. Recentsales 
oflarge tracts along the right-of-way show that land valuesin rural areas 
along this· highway have risen to aJ much as $3,500 per acre. Clos.er to 
Was~ngton, land along the Parkway}s selling by the square foot. _ 

Similar increases in la~d value hav:e taken place along controlled access· 
highways all over the country. They will take place along the new Interstate 
system, particularly arou:ttd the interchange areas. Sites, readily accessible· 
to these safe, efficient highway transportation arteries, will bein great de-
mand for. new industries, housing developments, shopping and service 
ceriters and_ other businesses. _ _ . 

This anticipated rise in -land values along the Interstate. system brings 
us toanother provisio:h. ofthe Federal-Aid Highway Act of 1956 which has 
a historical background. In the past, failure_ to_ obtain right.;;of-way well in 
advance of scheduled star;ting dates-for highway construction projectsfre:- · 
quendy led to difficulties.' For one thing, land values would have already 
started increasing. Construction often has been delayed by right-of-way · 
lit:igation or until utilities bould be moved. To avoid such difficulties in the 

. new program, Congress i~ the Federal-Aid High~ay Actof J956 provided 
that States can be reimhµrsed later for right--0f.;way acquired as muc:h as . 

· five years in advance of the construction of any Federal-aid highway project. 
· This provision, if fulli utilized, will not only save tax _dollars in right-of- . 

way costs but will materially facilitate highway contradors' 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 obtainitwith 
sufficient promptness may request the Secretary of Commerce to acquire 
the land. The Secretary js authorized to comply with such requests ...• 

Dun's Review and Modern Industry stated: 
· Land values along the routes being selected for the new highways .are 

spurting upward. Commercial use ofland immediately adjacent to the roads·• 
will be prohibited, but th¢re is brisk demand forth.eland farther back. Some 
i.nd.ustries are planning locations near the new arteries. States and counties 
are planning feeder mads toaccess points on the. newthru~ways. Full impact 
of the program, however, will not be felt until later. . 
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The initial cost of freew,ws is high, but, in the long run, they are 
the least expensive portions :of our road and street plan. Due to the 
high volume of traffic\they: carry, costs per vehicle mile are low. 

I 

DO FREEWAY$ PAY FOR THEMSELVES? 
I "'' ' 

The initial cos~ ofurbanifreewc:J,y construction and right bf way 
looms large by comparison ~ith expenditures for conventional roads 
and streets. Sections of some freeways, where terrain features have 
been formidable or where h1ghly developed property had to be ac-
quired, have cost as much ~s $35 million per mile .. A cost of $5 
million per mile, however, hias not been unusual. 

When these expenditure~ are compared with benefits, such as 
reduced vehicle operating co~ts, savings of commercial vehide time, 
and reduced accident costs, freeways prove much less expensive per 
vehicle mile than other roads'or streets. Most freeways pay for them-
selves within a relatively fewfyears. . . · 

. Three different methods !have been developed to measure the 
direct dollar benefits from freeways. Two of these involve the J,llOney' 
savings to motorists; one mdsured on a cost-per-mile formula and·· 
the other on a cost-per-ri:tinµte. The third':rnethod measures the 
dollar value ofa freeway by the public revenue its traffic generates 
through user-taxes. . . . .. 

. The average saving fro~ freeway use came t:o. two cents per 
vehicle mile, computed roug~ly as follows: '! 

Gasoline savings . . . . . . , 
. Vehichmaintenance cost savings d~e jo elimination of st~p:and-go travel: 

0.33 cents 
0.24 cents 
0.56 cents 
0.87 cents 

Accident savings ; . .. ; . ; ! • • • '. ' .. ' 

Commercial~vehicle time savings pro~!ated to all traffic 

Total 2;00 cents 

What do these figures mean in relation •to the investment in 
·· freeways? The first 46.3 miles of freeway in Los.Angeles cost· 

$197,507 ,ooo. In 1954 this system c~rried I. 2 bilHon miles of vehicle 
.. travel.At two cents petvehide,mile, this meant tgat IllOtorists saved 

$24 milliorr a year, or.enough.to cover construction costs in slightly. 
morethandghtyears, • '. . .· ·. . . 

·· The Cabrillo Freeway in ~an Diego cost $4 million, and it was 
I 
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found that at the two-cents-per-vehicle-mile rate, savings to users 
would balance costs in less than four years. · · · 

Transportation e(i:onomists generally agree that this formula, , 
which assigns no value to the time pf private vehicles, is a conserva-
tive one. Applied to existing traffic volumes, it shows that savings to. 
u~ers would equalize freeway costs in Detroitin 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-occupied vehicles cannot be over-
looked. The salesman or the contractor making his round,s, the 
doctor or the repairman on call, the legislator or businessman keep-
ing an appointment, 1all can attach money value to the time even . 
though their vehicles 1 are not classed as commercial.·That millions 
of persons pay a_ pre~ium 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 tin;ie of passeng~r car 
drivers, the savings per mile on the freeways studied q>me to 4.16 
cents. By thi_s measure of savings the freeways mentioned above 
would pay for themselves in one-half the' time noted. , 

i This third metho?- of figuring the dollar value of freeways, by , 
the user revenues thdr traffic contributes to the public treasury, 

· likewise shows_ them to be prudent investmrnts. . 
· Over and above the direct dollar savings1 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~au · 
discussed in other sections of this report. 

Astudyofthefreewayfrom Perth Amboy to U.S. Route 22 neat 
Somerville (Route I~287 and Outerbridge Connector) indicated 

_ an initial cost of apprriximately $60 million for 18.5 miles and main-
tenance of approximately $2,000 a year per mile. 

It was estimated ~hat it would take approximately seven years 
to complete the entir~ 18.5 miles, at.die end of which the sections 

. already opened woul~ have earned $27 million in benefits. How-. 
ever, the benefit curve continues to rise sharply for the_ next 20 
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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 millionin excess of the cost by the 
time the route reaches capacity 16 years later. 

This study developed a b¢nefit-cost ratio of 11. 7, or $ 11. 70 for 
every $1.00 invested on the b~sis of average benefits of $13,470,000 
a year for 30 years divided byr average costs of$ I, I 59,000 a year for 

' 30 years. . 
A similar study of l-80 for1 16. 2 miles from the George Washing- · 

ton Bridge to Route 23 indi~ated an initial cost of $129 million 
during an eight-year constru~tion 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 capadty, 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 .oo invested on the b~sis of average benefits of $14,954,000 

· a year for 30 years divided by p,verage 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 s.:~.les theni.selves, which would be ac-
complished at the most opportune time and in the most economical 
manner possible, it can still bt used for talking purposes. On that 
basis, therefore, the prorated interest cost of the $150 million ac-
celeration ofhighway construction would amount to approximately 
$ I oo million. 

Pprtion of Bond Issue Applicable to Accelerated Highway Construction. $ I 50 million 
Pro-rated Interest Cost (approximate) ; mo million 
Total Principal and Interest Charges 250 million 
$ mo million devoted to Freeway Construction produces benefits of 

$600 million in 30 years . ' 600 million 
$50 million devoted to advance purchase of Right of Way produces 

savings of $250 million. 250 million 
Total Benefits to Highway Users and Taxpayers 850 million 
Net Gain over Cost . 600 million 
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This gain may seem focredible, 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 

' I by the people ofNewJersey? In the face1ofpresent revenue restric-
tions, a bond .issue is a horm~l and accepted method of acceleratihg 
highway construction. i 

GENERAL FREEWAY BENEFITS 

Here are a few of the experiences reported from areas where 
freeways have been corripleted: · 

1. Residential developments are springing up like 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 · 
impressions) while real ,estate values in areas 1 oo to 400 feet away 
rise faster than property . values out of the highway's immediate · 
"zone ofinfluence." · 

3. Retail trade in a small community which has been by-passed 
by ·an interstate route may slump temporarily, but it. soon climbs 
back to its normal pace~ and even accelerates. 

4. New industry is moving into areas served by the highways, 
much as industrial exp~nsion, one hundred years ago, followed the 
.railroads, creating morejobs for local citizens and producing more 
tax revenue for local governments. 

5. The value of adjacent farm land rises, sometimes adding 
thousands of dollars to the value of the "old homestead/' 

' . 

These are findings lieing reported to the U.S. Bureau of Public 
, . . . I . . 

Roads with completion 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 re,:ilized a few years ago. 

The e11gineers, economists, businessmen and legislators are dis-
. covering that new roads boost land values significantly. As men-
tioned above, the market value ofland adjacentto a new expressway 
may decline slightly, but beyond this narrow fringe, it may sky.; 
rocket. The value of land along the Grand Central Parkw,:1,y on 
Long Island, for example, has increased four times faster than land · 



I • 

TRAFFIC QUARTERLY 

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 fdllows 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 purchase',r asks is: 11How long will 'it take me to 
commute to my job?" 
, Compledon oh. new highway in a metropolita.'n area is followed , 
not only by a burst ofresiden;tial development, but also of shipping 
centers, hospitals, schools, and other public facilities so, much in 
demand by a burgeoning population, That the new· expressways 
trigger such developments is a common r1;1port from counties across 
,the land. . , , ·· 

The researchers have touhd that industry is avidly seeking out 
new plant sites accessible to new roads, and large uindustrial parksn 
are being dt1veloped just off many ro:utes. Manufacturers and dis .. 
tributors realb;l;l that an effk\ient 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 takefl 11;;:ss time to get to the, center of Los Angefos from their new 
outlying locations than it formerly did from their closer in .. city sites. 

Manufac~urers have built dozens of new plants along the East .. ' 
shore Freeway outside San Fl:'ancisco. In 111n area close to the high..-

. way which comprhu~s only 9 percent of the total industrial acreage 
in Alameda County, 'industri~lists have concentrated more than 43 
percent of their total investment in new industry in the count}'], 

Farmers are sometimes uhurtn when the engineer!! are forced to 1 

cut their way acroH country for It new !lttperhighway, but the value 
\j~f farm, fand also rise11=usiu11ly more than enough to c;,ffset the in" 
' conveme:m:;es, : ' 
, In the area of Hartford, ; Connecticutj directly under the in .. 
tluence of the Wilbur .Cros11 Highwayj an analysis showed that, in 
generalj towns subject to expressway'influences have increased in' 
number of dwelling units andj by inferencej in rate of property 
marketiitbility to a greatf;lr txte,nt than have those communities not 
subject to such influence!!, 

The construction of riew houses in Connecticut has been greatly 
~ccelerated alopg the parkways and expressways and also in the 
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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 par~way or expressway, or 1are within 
sight ofit. In onesectio~ 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> driving time of the Wilbur Cross Highway 
and most of the more e~pensive ones either within sight of the ex- ' 

. pressway or within two or three hundred yards of it. 
An extensive surveyishowed, beyond a shadow of a doubt; that 

land adjoining or near the Merrit-c f arKway sold, in most cases, at 
prices as high as, and sorhetimes higher than, comparable land some 
distance removed. The 1 only instances in which lower prices were • 
reflected involved properties below the level of the parkway. 

The foregoing indicates that certain general concI{isions are 
warranted. Connecticut communities, subject to express highway 
influence, have increased in population and industrial and com:-
mercial activities at a fa!r more rapid pace than those not subject to 
such influences, much <i>f this at the expense of the 1,1rban centers, 

All in all, it appears reasonable to conclude that the express , 
highway system has brought the country to the city and the city to 
the country, and further, that its effect has.been extensive. 

! 

TURNPIKE REVENUES· 

The surplus revenues of the NewJersey Turnpike have been as;. 
signed as the major soi:i.rce from which the cost of the bond issue 
would be paid.· We are all aware of the phenomenal growth iri 

• traffic and revenues-:-filrahead of expectations~which the turn-. 
pike has experienced. Its potential, however, was recognized more 
than a decade ago. ' 

Mr. Paul Troast, former Chairman of the Turnpike Authority; 
said, in I 952 : 

We have a problem of:out-of-state through traffic which is not matched 
anywhere in the United ~tates. The Turnpike was built to solve, in part, 
this extraordinary problem, and it is solving it well. · · 

The average trip on tThe New Jersey Turnpike is about fifty miles, and . 
· every traffic count has indicated that 60 or more percent of the vehicles 
. paying tolls and using the '.furn pike, bear licen~e plates of States other th~n 

· New Jersey... . . . .· 
If we would care to look down the road to the time when the pr~sent 

l 
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Turnpike has liquidated its indebt~dness and reverts to the State debtfree, • 
we can see vast millions of dollars :available to the State for highway im_. . 
provements from Turnpike revenues alone, if tolls· are ma,intained. 

• , I . 
i . . 

A recent estimate of the turnpike's future revenuegrowth iri-. 
. dicated that beginningthis yeat the\;foll co11ectiohs would jncrease · 
011 a gradually declihing scale frbm 5 percent in 1963 to 1 percent in . 
I 97 4, when it was believed that ~xis ting traffic lanes on the turnpike 
would reach saturation. 1 • • 

· The highway department'sf own projections indicate that the 
" above estimate is conservative, ;and that· the turnpike should con-

. tinue to experience some tra:ffiti and revenue growth beyond that 
.. ·I : . " 

date. This is particularly true of the southern section. 
The revenue structure of th¢ Garden State Parkway is entirely 

different from that of the turnpike. The major portion of its bonds 
a,re guaranteed by the state. As! a result, the highway department·· 
has been, 'and will continue td be, careful not to jeopardize the 
future income of the parkway; I · . • 

New Jersey Turnpike:· 

. :! ' 
MILEAGES 

! 

Deepwater to George Wa~hington Bridge 
Newark Airport to HonaJa Tunnel I 

Pennsylvania Turnpike Ektension 
. . . I . 

Total 
Garden State Parkway: 

118.omiles 
7.0 miles 
5.8 miles 

130.8 miles 

Cape May City to Montvale 1 73.0 miles 
. I .. . . 

THE PROBLEM PF URBANIZATION. 
I . , 

The phenomenal pophlatioh growth of New Jersey in recent 
years is well known. Many·. qr !the communities in this state . are 
perfect exa¢ples of whatis ter*ed ('Urban gpraw.ll' This con~eS-' 
tion, .this . crowdin~. together ;of our re,siderttialareas, .··. is already 
• creatingtre~endous probleillgforourhigh~a,y designers. 'The task 
. ·of pladng.· .. a.·TI1aJor•fr~eway .. tlirqugh•. th~ ..• he~rt of GI. cl,evel~p~g area 
: . and thenwi~~ing.publicacceptance of tqealigri~efl:~ is ~eartpre~k-i 
' ing.·.· And · .. evety·attetnptto sa!i~fy,,locaLdesires •. add.stothecQ$t i ' 
. substantially.·. There is absolut~ly.no reason ~o. hopethatthistre~c;t · ..•. 
will reverse itself .• New Jersey's geographical posi-tfon at the hub of .. · 
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the .greatest metropolit~n complex in the world-stretching from 
Boston to Washington--rrenders that impossible. 

Inthe older metropolitan are~s in other countries "'here the 
ratio of population to the available land has become critka.l, the . 
cost<:>fobtaining land fqr pubH.c purposes has become almqst pr0• 
~ibitiye •. For instanc:e, we wererepr-esentedat the .recent lJnited 
Nations-sponsored. study.week of the new railr9ad developn1en~ ... in 

· Japan. On his return, our delegate reported that the costofthenew 
railroad beingcorJ,Struct~9-.fromTokyo to Osaka~a distancepf3g3 
miles-averages about 2·5 million. U.S .. dollars per mile~ (jt alJout 
900 million Japanese yen per mile. This unus.ually high. cost for·. 
constructioninJapan isl attributable to the many mites. ofdeva.ted 
structure being . built to j min~mize righ t-Of'-Wa y costs. Even so, the 
cost of theJand over th~ entire route amounts to 21 percent of the 
construction cost. . . 

Inthe Tokyo metropolifanarea, a43-mile--longtoll expressway · 
. is nearly completed. Because ofthe very high cost of obtaining right 
of way, 35 percent of th~ 43 miles is being constructed on viaducts 

. . . . I . . . . . • 

over rivers or canals, 38\percent by double-decking existing streets 
or highways, 13 percent :Over other public land and only 14 percent 
on newly acquired right:ofway. · . . . · 
·. I am sure, because bf the many objections we hav~ received 
against elevated freeways, that this type of design will never he 
popular in New Jersey. 1, . · 

An illustration of the/high cost ofreal propertyin Tokyo is found 
in the April I g edition 9fthe Japan Times. Under the Real Estate 
listings in the classified !section two vacant lots are listed for sale. 
One, 70 by 100 feet, on :;i. corner, listsfor 6,000 yen per squarefoot, 

. whichis at the rate of $i2,6,ooo per acre, or $16.65 per squarefoot. 
Another slightly sn1alle~ lot lists for 5,850 yen per square foot, or 
about $700,000 per acr~. · 

I 
! 
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ESTlM;ATE]). DIVER;SION OF ·iit(IHWAV USER . REVENUES-1962-6:J . . _: ·. . . -! . ·-· . : . . . · ... 

Revenues for .1962--63 Estirnated-:-frotn. Saie of Mtitor :f'uels ait,d _ - . 
Moi:otVehicle License Fees:• · • ! · · · · · 

_ Motor Fuel$ _ --. - -_ - - . . i 
Motor Vehicle Fees, Fi~es; etc. · • i -. 

. . . . ' 1--- ... ·•:- _-. _: .. l --- -•- -·,_-·· 
-196~6:i lfpp;-o}/tiatiohs. L ··• 

Highway :Oepartmenf (General)-__ · ' I. $ 21;6r8;75ij 
· · .· .bebt··Setvice 2,880;67:lJ : 

RR Trans. ·· 6;000,000 1 

. $ 124,500;000 
-.8rl474,76!f 

-:. . ·-:- . .. . '. 

- $ 205,974/762 . -

--·. State Aid 16,615,701 . 
Qonstruction . 41,232,880 .. - . . . .... 

....................... --~- : -$ _ 80,34,fl;oit · --
. -. -· 7,760.,87~ 

-·. -· :· 9,882,899 
593,884 
3U,594. 

St~t~ •Police- _ _ _-_ -
_ .Motor. Vehicle.Departinent 
· Gaf T~_Dh,isioli __ ._ _ : 
· Delaware Riv.er Joint Toll Bridge 
Pensforis, Insuran:~e, Social Security tix, flqspifali:tatioii, · 

Sal~ry Adjust~eiiffor: '. ,1 · · · · · · · -. ··- . . ··.· i . 
ttighwayDepart.ment -·- ._ · . ' . 'l 
State Polfoe ·} · · ·· <' · 
Motor Vehicle· __ _ Estimated:sha~e 
Gas Tax Di\i:ision · · -- -_ · I -•· 

: 'Total Appropriatiorts . · 1 •• 

For Other State Purposes . 

_.., ' . ·. . . . ·. ! . ' ..... ·. ·. ·.·.·. ·,: ·_.-. 
- ST;\T_E '.f{IGHWAY S"\:"SlfEM MILEAQE GROWTH* 

··. ! 

LANES · il:fiLtAo~ _. MILEkoE 1.ANll: MiUAOE ' LANE MiWOE 

; · J-::,:t J;;;t · .. J•_:
2
~.::··.',•_·_.;_•s!.:_;_M_._... . j~:it 

_4 54~.1 . 645,6 ~u "1' Slj-382;4 -
. 5- · 2;0 _ ·•- '}8. Il'J;o ·_ 19.t) • 

. (i lli~O .. . '. 1:p•2 -.t_ :fli_:.J; . 451 ;ii 
a aJ _·- :· .•p .. oo o - Jt,f 

:1: --~-. --_-. r~:;-- . .· _._i2:~r -



Route 

80 

8oS and 42 

HIGHWAY F1NANCES IN NEW JERSEY 
TYPICAL: BENEFlT~COST RATIOS* 

Description 

George Washington Bridge to 
Garden·State Parkway 
Middlese~ :Freeway from Otttetbtidge 
to Route 22 
Camden North-South Freeway from 
Benjamin Franklin Bridge to Turnetsville 
Essex Freeway 

501 

Benefii-Cost 
Ratio 

8.85 
i I ,6 

*Note-These ratios show the return to the mototist for every dollar invested in 
highways. For example, every dollar invested in the Essex East0West Freeway wilt return 
$14.20 in terms of faster, safer, ~nd more convenient travel during a 30-year petiod. 

SUMMARY OF, BENEFIT-COST RATIO VALUES 

Cost 

Roadway= 30 year life 
Bridges = 50 year life 
Drainage = 50 year life 
Earthwork == 150 year life 
Right of W~y = I 50 year life 

PM0a11!cn1_t.negn. anc.e ·i·· 

Administration 
$2,000 per year per mile 

Benefits 

Time saved: 
Passenger cars =I 1.5 cents per car minute 
Trucks ==;3 cents per lighttruck minute 

= 13 cents per medimritruek minute 
=)4 cents per heavy truck minute 

Convenience: 
l 

Center Island=p,1. cent.per vehicle mile 
Intersections: r 

Major= o. 11. cent per vehicle 
Minor == o.o I cent per Vehicle 

· Congestion : . , 
· Over tolerable capacity =c 2 cents •per vehicle mile 

Over satisfiktory capacity= 0.4 cents per vehicle rnile 
Islan.d Openin~ == o.oi cent pet vehicle per opening 
Shoulders = o.o ~. cent per vehicle mile 
Parking= I cent per vehicle rnile 
Driveways =0.5; cent pet vehicle mile 



i 
I 

I 

I 
! 
I 

i 
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TRAFJ;i1IC QUARTERLY 
I 

Operation Costs: 
Reduced Mileage: .. 

Passenger carS J 3 cents per car mile 
Trucks · :::l4 cents per light truck mile 

910 cents per medium truck mile 
= 20 cents per heavy truck mile 

Stops a.nd Starts: · I 
Passenger carsd

1
quarter cent per car stop 

Trucks =,half cent per truck stop · 
Steep Grades: ! . · · · 

Passenger cars=ivariable 
Trucks =;I variable 

I 
.Poor Roads: i 

Passenger cars =:quarter tent per car mile 
Trucks · = half cent per trtitk mile 

Safety.: . . I . 
Accidents c:::I $ 250 
Injuries ,;., ( · 50 
Fatalities =' 23,Qqo 

Miscellaneous = $ I ,otjo per tiew road rnile ¢rca.ted 
Generated traffic= 4 ~ents per vehicle mile · 
15 percentofvalue of1tirne benefit 

· !Z percent of value of 101:1ve1:1ience, operation costs 11ri.d safety 

i 
i 
I 
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