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NEW JERSEY TRANSPORTATION DEVELOPMENTS -
PAST AND PROJECTED 

By any standard, New Jersey has developed dramatically and 

extensively du+ing the 1960 1 s. Population has increased by more than 

one rp.illion people and the estimated value of real property has nearly 

doubled, to mention just ·two obvious indicators. 

The impact ofthis growth has been particularly apparent in the 

area of tr~nsportation and especially the sector concerning the auto-

mobile. Motor vehicle registrations have grown from 2, 257, 000 in 

1960 to 3,440,000 in 1968. Vehicular travel; over the same period 

of time, has increased by more than 10 billion miles to more than 

37 billion vehic~lar miles annually. Gasoline consumption increased 

by more than 200, 000, 000 gallons per year. 
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1960 
1961 
1962 
1963 
1964 
1965 
1966 
1967 
1968 

Gas Consumption 

.1, 989,030,254 
2,020,425,864 
2, 065, 977,835. 
2, 186, 560, 025 
2,265,365,646 
2, 392, 178, 748 
2,461,974,374 
2, 536, 898:, 121 
2, 691, 81 t 690 

M~ V. Registration 

2,457,551 
2,590,604 
2,667,940 
2,805,278 

. 2,927,760 
3,058,731 
3,215,847 
3,307,503 
3,440,648 

Vehicular Miles 

27, Oll, 000, 000 
27,498,000,000 
28, 159, 000, 000 
29,847,000,000 
30,990,000,000 
32,773,000,000 
33,778,000,000 
34,882,000,000 
37,066,000,000 

This great growth 'in population, land development and 

transportation activity has had a corresponding impact upon all . . . ' . 

transportation mqd~s and the governmental agencies responsible for 
,1. . 

the public prograin.s concerningl the different modes of transportation. 
: ! 

l 

One of the develo:pments that brbught about a great change in the 
l . 

public involveme11-t in transport~tion, however, did not happen in 
I • t 
: 1 

New Jersey but i~ Washington i~ 1958. 
I ! 



J?UBI..iC ·T~NSPORT:ATION '.'.' A NEW ST.ATE ROLE. 

· It was :in 1958, that the Co:rigreEIS el).a;c:ted tl:ie '',Transpor~atfon , . 

Act ,of 19 5 8 II which aniend,e~f the Inte£state>conuner ce C<>m~issio~ ·. . . ' . , . . . . , . . ._ ' . . - . .: . .. - . ' " . 

Law .. · Tl:1ese amendments h.adthe effect 'of. relieving:the ra.il:i,-oads of 
. . ,· ·: -· • . ' . ,- . _. .··· : - < . . . ..· . 

. . 

.·. were incu!'red~ The reas()n'.ing l:>ehin.d,•tllis, change in Fe<ieral policy·.· 
........ · .... . ':.:-•.· '·. :···.• ... · .. ' ,_,·.·•'·:. ...... •. · .. · .. '· ... ·. ·. 
was the apparent c~rigre0ssional concetnthat s~cha financial obligation •.. 

. - .. . - . '· . . . . . . . . . . .· . . . . .. 

on railro~ds was l:>ecorn.ing so greM that it was jeop~rdizing the ability 

... o{the ;,ail c~rder .to sustain their, o1>1igatfon,s in, the: area of freight ... 

, ,,se:i-~ice;· 

In the, '.Honse report op th:e Tr~nsportation Act, the deficit from 

ran p~f~·senge:r service was :recpgnized to be p~tentially i:l;S la:r~e as . . - ·. . ._ .. ... . . . ·, . .. .- . -

$700':niillhm a year .. ·· HaviIJg g~fsped t:he tilagnitude: of th~ financial .· 

burden-o:fp~sse:qger servh:e, t~e repo~t,ftirtherre~ognized ''th~tin 

. very great meaiu;e these passerige:r l<>sses ar~ attributable to commuter 
. ' . . . . .... · - ;,. . . . ·' 

service.''·.·· The. c:pmmittee~lso i-~cog:p.izedthe tnevita'ble rteed.:for 
. .. ,·· . . ... ' . . . -.· . . .. . . 

·: . goverm;n~ntal actiort,i but not on the F'ederal level~ Ul it.~ words~ 

. "It is clear that ·vvheresuch nec:es.sary se;r'vices cannot be made to ·pay. 

their way, the intei-~sted cor:hmunities have a very ~eal interest in, 

working out the problem. it woµ14 seem eyi.cf~nt that if such tirba:Q.,Q,r 
' . 

inter-urban, cornmuting Service cannot pe preserved; .. los.ses ·inc:urred 
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willhave to be ~et in some way by the communities. It is 

unreasonable to ~xpect that such service should continue to be· 
' ' . i ·! 

subsidized by the freight shippers throughout the country. II 

With regard to inter- city rail passenger service, the committee 

was even more e~plicit, Where such service could not "be made to 
-. l -

pay its own way l;>ecause of lac! of patronage at reasonable rates, 
' ' ' 
' ' ' 
' ' ' 

abandonment seepis called for. 11 After defining the problem, changing 

the rules,' and r~lieving the raiJ carriers, Congress did not consider 
i I 

· the subject againluntilthe enactment of the Urban Mass Transportation 
• I 

Act of 1964. 
i 

- I 

The passage of this Fedei"al legislation brought about one o:£ the 
I _

1

1_ • _ _ 

truly significant ~overnrnental developments in the area of transportation. 
I - I - __ ,_ -

i • - I .. - ·- -- _ --- -
It created a condition that required government action in a sector of 

- [ ' I · ' · · 

' ' ' -t -

transportation which previously, particularly in the New Jersey area, 
- - I - -

- I -
i 

had been reserv¢d for private ~nterprise, It mandated a new role 

for State govermp.ent. 

In New Jetey, the conoer"enceo Of this Federal deterri,ination 

were inevitable ~nd quick. Th~ rail carr,iers r~ndering :passenger 
· _ i. -· . l·- -

service in the N~w Je,rsey-NeJYork metropolitan area promptly move -
. f . • • • 

I. . -

to abandon, unde~ the simplified procedu;res provided by the 1958 
' I ' ' I -_ ' ' 

amendments, ne~rly alLpasl'!e~ger service. Confronted with the threat 
, I -

oflosing a major niass transpo!rtation network which carried tens of 
. . ·i - I • 
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thousands of daily commuters between New Jersey's cities and 

New York City, the State created, in 1959, a Division of Railroad 

Tra?sportation in t:he State Highway Department. 

For the first years of the operation of this agency, its primary 

efforts necessarily were devoted to maintaining the highest level of 
i ' 

rail service, possible consistent with an increasing obligation to under-

write the financial cost of such deficit services. As initially conceived, 

the State's program was directed toward subsidizing only that level 

of passenger deficit which could not b,e absorbed by the rail carriers. 

In fiscal 1961, the State subsidized rail passenger operations to the 

extent of $4. 5 million. Subsidy payments have amounted to approxi-

mately $78 million since}hat time~ By fiscal 1970, the annual payment 

level climbed nearly to $10 million. Vi:rtually all of these costs have 

been underwritt,en by the Emergency Transportation Tax or as it is 
\ 

more commonly known, "The Commuter Benefit Tax." This tax is 

levied upon New York~rs working in New Jersey .. Little direct State 
' . ' 

. tax money has been devoted to the support of the commuter program. 

Early in the program, it became evident that satisfactory 

passenger service could not be maip.tained simply through the payment 

of operating subsidies. In order to keep financial commitments within 

acceptable bounds, it became necessary for the State to be~ome 

involved in determinations as to which service should be preserved. 



I 
0' ... 

RAILROAD PASSENGER SERVICE CONTRACT PAYMENTS 
(In Thousands of Dollars) 

Fiscal Erie Jersey Penn N. J. &. N.Y.S. 
Year Lackawanna Central Central N. Y. Readin,s P.R.S.L. &W Total 

1961 .$1;993.5 $1,104.0 $1,401.9 75.9 $12.1 None None $4,587.4 
--~-"~~~- - ---~---- - 1962. ·.· > -2,-7-38-.l - 1, !54-6. 5- - -2,0-85.0 -- _JJ3.6 - --18.--J-- -• --None--- .None· · 6,481.5 

1963 2,408.7 1,404.3 1,816.7 101.1 17.3 201.0 None 5,949.0 
1964 2~325.1 1,380.1 _ 1,727.4 101.1 .15~6 179.5 40.9 5,769.7 
1965 2,175.2 2,842.1 1,748.6 85.3 42.0 214.9 73.5 7,181.7 
1966 2,284.2 5,925.0 (1) 143.0 70.0 299.5 111.0 8,832.7 
1967 4,231 .. 2 5,071.7 241.9 52.0 220.0 (4) 9,816.8 
1968 4,244.4 4,880.0 (2) 50.0 199.8 9,374.2 

.. ·--------------- _______ 1969 __ _ 4,_922 ._o _____ 4,454. o __________ _ ___ 18.JL. _200.,JL_ .. ----- _ .---- _____ 9.,59.4 ._Q __ 
1970 51166.4 4 1 580.0 (3) 325.0 101071.4 

. Total $32;488. 8 $33,187.7 $8,779.6 $841.9 $295.3 $1,839.7 $225.4 $77,658.4 

(1) Capital Improvement Prog:i;-am In Lieu of Operating Subsidy 
(2) Included with EL 
(3) No Subsidy .required this year 

. (4) Service tepninated 

August 1969 

. -- . - ---=--- - . ---- . -- - ---- ---



The Division of Railroad Transportation found it necessary to estab-

lish subsi_dy and service contracts that extended only to "essential 

passenger service, " thereby permitting the rail carriers under the. 

liberalized Federal procedures to abandon service which inight have 

been socially desirable but economically prohibitive in cost. 

IN COME/ EXPENDITURES 

Fiscal Year 

1961. 
1962 
1963 
19641 
1965 
1966 
1967 
1968 
1969 
1970 (EST.) 

TOTAL 

,,, Appropriated .,, 

Commuter Benefit 
Tax Collected 

$ 
6,485,067 
7,428,623 
6,691,360 
7,884,070 
9,689,320 

10,823,367 
12,440,888 
14,601, 810 
15,500,000 

$ 91,544,505 

Public Transportation 
Budget 

$ 4,990;413 
6,837,199 
8,005,489 
6, 181, 734 

13,.658, 276 
11,355,872 
17,745,074 
14,937,608 
1 O, 9 0 S, 519 * 
11,197,700 

$105, 814, 884 

The inefficiencies of rail operations also compelled a deeper 

involvement in .the problem for the new Division of Railroad Transportation. 
' 

For example, in 1962, it became necessary to formulate plans to 

eliminate the costly operation of obsolete ferry boats ac;ros s the 

Hudson River by the Erie Lackawanna and Central Railroad of 

New Jersey. Under the so- called ''Aldene Plan," the two main 



commuter routes of the Central! Railroad were relocated onto the 
I 

right-of-way of the Pennsylvania. Railroad, thereby providing direct 

access into the Pennsylvania St~tion in Newark and rail connections 
i 

to New York City~ The Aldene I.Plan was carried out at a cost of 

$7 million and wa:s placed into tjperation in 1967. lt has resulted in 

operating savings of approxima~ely $1. 5 million per year and has 
j 

- - - _I 

encouraged an inq:reased level df patronage on the Central Railroad, 
i 

In seeking tb maximize th~ facilities available to move commuters 

. on their interstatl journey b~tw~en New Jersey and New Yori<, the 

State of New Jersiey pressed for the acquisition and operation of the 
: ' 

bankrupt Hudson lnd Manhattanj'Tubes by the Port of New York ', 

Authority. Altholgh this bi- sta, e agency had vigorously resisted 
I 
' ' 

involvement in ra_~l transportatibn across the Hudson, New Jersey was 
- : I - _ 

successful in obt~ining legislatibn in New York as well as New Jersey 
', I - -
I - i 
' ' 

by including in the proposal authorizing the construction of the World 

Tfade Center by t• Port of Net Yori< Authority a requiremef fo, 

- - - - ; - - - - - I - : - , - - _- - - - - - -
the acquisition of the- Hµdsonan41 Manhattan Tubes. The 1?ortAuthority 

has committ~d ov~r $135 millio~ to acquire and improve this vital 
I • 

transit linkc and crvert it into a modern, air-conditioned railroad. 

It also underwrites the annual d~ficits on this carrier which exceed 
i ·1 

i I 
$10 million and isl increasing. j' 

I -

I 
I 
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Recpgnizing a eimila:r ne:ce~sity .£.or irnprov~d ,:-apld tr~nsit: 

·, inJhe ,camden-Phil~d~lphia aret, 'Ne\\':Jersey cUsp ~as successful: ' 

. i~ dev~lopin:ga,l>i~st.ate agreem¢P~ with ~h~'Stah:oft:>~n~s;lv~ni~ 

. fo'r t-o;nsfruftion ofthe Lindenw-qld li11e, a newJ1igfr-s.peed :ifall 
- . ··: -· '-- .. _ . . . '• .,. 

··. co;mmut.er Jirte fr6:m: 0~:mq~ri Ce>unty, New Jer$ey across.the 
. ·. . : . , .. ,, .~ .. , . , . . '. . . .. . . '/ .. ' . . . '. ,·. - :· ' ' . . : : 

D~laware Rfver into Phqc\,delphia•~' :Again, the devit'e of an ·, 
lnter13tate 1>.ticige a11t~or,ity w~e r.eso'~ted t,8 ~rtd,the <re~poiisibiHty, · .. ·.: 

_fo'r developing the: new ;airline \vas' vested in the n~ia~ai-~' 

•River' Port Authority.' The Lin4en~?14 Hri~ w~~completed''. at' 

.a c,o st of $92 milliC>tl ~~ci pic:t:cec:l' irtt:o :qper~t:ionhn 1969 ... 

•.Th~ ,assislarice Provided;to ~aif Jfa.n:sportatfon by,ihese• 
· .. -· . . ··- . "·- . .. ·. . ' . . . ·, .,_. . ., 

intel'state ag~ncies,. liciwevtii:; m:er"!Y cov:~reci.a small pa:rt.of.·· · 

the entire commuter· rail problem •. · It .e~on hec~tne evident th.it . 

. the r-rtant ye~rs of.11eglect of pa.s~enger serVfce by the r . .iilroad . 
. . . _, . . ·. . . ' - . ,_.. . ... , ·. _-. . .-. 

co~pariies ·had ·~esulteffn ~,.pa~'.~engetcope:ratic)li d'ep~ndei:ltqn'• 

'rive raged, ' obsblete e:q~iprn:e.nt 'and inadequate fa'dlities, generally.' 
Even ·a '.fu11•· sub~}cly,p·foiram, foi 'rail pa,~~}~P~~/·d~~i'c}i'EJ C(?lilq)1ot •. ·, 

"ft:······· 

'; ,be expectecl tp rriaintairi ,s:e.rvise.)1111~:s~:a ···~1;1pstah#~l;'p_J:~tfra#f '.:,· 
··;as tindert~ken td reequip/ ~od~rnit;e~ ; ~nd otherwis'e r~furbish, 

the capital pfaritofthe 'pa~s.eriger r,a,ilroads. 



•1 C 

I 
i 
I 

! 
·i 

In May, '19~6, Gov~rnor Richard J. Hughes proposed a ten-
1 I .. 

year program to carry 01.1t the rieequipment and modernization of 
I 

i I 

rail passenger service and the •~stablishment of a Department 
I . 

ofTransportatiQn1with broad opirating powers for implementing. 
I I 

I 
I 

the program. He,; stated:. . 
. I . 

"Our ~o_al m~st he n1othing short of a modern, 
electr;lf1ed, inter- connected commuter system. 
New sars wiU :rnovelpassehgers swiftly and 
safely, with few or Jo train changes, throughout 
~he no

1
rthern p_art of !the State. :Exp~nded_ par~ing, 

1mpre>1ved stations and more convenient ticketing 
arrarigemen:ts also J.rin increase the utility of 

• I . . I . . 
the s~stem ... Withou~. such a system, our 
problems can only nf1ultiply. Without such a 

. syste+,-,_ subsidies 4u1 increase rapidly as ca~s 
and eci.u1pment becorpe more aged and alternative 
forms1 of transportatiion draw commuters to our 
already choked high~ays. On the other hand, 

. with ~uch a sy.stem, I New Jersey's. vital economic 
lifeli1e win draw ner vigor and stre~gth. " . . .. 

The New Je:rsey Legislature responded pr·omptly to 
!' . ·I . . . 

' I --

Governor Hughes 11 proposal by e acting the Transportation Act of 

1966. The new Department of ransportation was established on 

December 12, 1966. ·. · 

. A NEW LPARTMEN I - A.NEW MANDATE 
· . ··1 · . · . . . I . . .. · . . 

. Th• Departfent of Transyrtat(on su~cee<led to the powers 

of the State Highw:ay Departmen,but with a much br?ader mandate. 

Its highway respohsibilities werb continued and indeed broadened 
I . 

,I 

1 n 



through the pas sage of the State Aid' R<>jld System: of 1967, which 

the new DePartment sought: in order, to develop a local road 
. . . ' .· . -. . ·. ". . . ·. _. 

netwo.rk which w.ould complement the State Highway System 
... _ .·' .· .·· : .· . ,· ·. .. . . . 

. being constructed._ ':rhe· broadened responsibHities for preser~ 

vation of rail commuter se;vice as ~ell as the addition df all 

State powers concerning aviation underscore,d the new emphasis 

on. coordinating ari,d rationaliz~ng ail rnodes of transportatic,n. 

The traditional limitation QnState. g9vernment _to highways and 

automobile problems was discarded ... ··. 
. . . .. 

The value of the restructwred agency ·earl be seen in the 

· progra:md~veloped and impl~me11ted by the:Department in the 
. . 

three years that have elapsed· sf'nce its creatio.n. · The Depa~tment 
. ' .· '· . 

pro,duced the first inf;eg:r,ated master plan for. transportation iJ · 
. . ·. .· ·: -. . . -· 

. . . . . . . . 

the Sta.tefs history duri~g its frrstyear of operation~ The plan 

· -surveyed the critical needs. of New Jersey i~ the areas of 
. . . . . 

highwaysancl. mass transpor~ation· and evaluated existing State 

and· Fede~al revenue s·ources .. It ,conclut;l~d th.it $1; 2 bi.llion in 

additional funds. were necessciry to carry out ess~ntial itnpr.ove~e~ts 
' .. . . . . . . , ,:.· .·. .· . 

on the State's highway and rail network, 'a.nd a bond·is$_ue of that 
. . ' . . . . . 

size was proposed to the Governor and'the State Legisl~ture. 
. . . . 

Of thi~ total sum~ it was s{iggested that $1 billion be allocated 

_to highway activities and $200 rriiliion. reseryed for mass ·· 

r .. 



I· 

' .. , 
transportatio~n. '. The Departriien;t estimated that the :mass tra.ns-: •. . .· . . . . . . .· l , . 

. ;portation bondiu1'ds co~ld gen~~a:te,. over the frve to six-yea~·. ,· 
; . ' ' ·. ·: .. . :. ·. . . .r ,•: . ,. . , ; . . . . ·. . 

period of the .program, approximately $125 million in Federal . .· . . ·-;. ' ·; -· . . . . . 

. -':.. .: .··· --. ; . . :_· . --. . - ·. . . 

· assi~tance, permitting an overa~l $325 million-transit improvement . . . I . . ,. . . . 

progra,n. ·.· ... ·. + .. . ..•... r ·. ..· ··.. .· 
. · .. Despite the f~nprecedentedj size bf the request, the bond 

·_ '. . . - . ·t .·-. :. ·_:_. . . ·.· .. _ . ·t· .' .· - · .... ' •' . 
propo1:1al was w~pLreceived and most-informed groups in the.· 

state cO~cUrr ea+t the bepa•+-nt' ~•· ml~tion of the •ituaUon. 
A blue ribbon committee of. bus1ness·and citizen leaders was . · ___ · .. : -···-.. ·. ·._· .. r. · .· .-···.· • r · < .···.· · 
appointed by Gove[rnor Hughes·a~ a Governor's. Commission to 

·. . . . : . .. .. . . I , 

Ev~hiateth• Capih Nee~s of Ntw J er Sey, . Aft Or careful ,'¢view 
thi~ prestigious :c~mmitt~e apprll, ved the D~partrn.ent' s entir·e .· 

'·[· '' 

·l I 

program, but reG?ttlFended: thctti $800 mHlion inb~nd funds be 
'.· ,· . ' .'' ... ) '' '· .. ·, '·'· . '! .'. '.' . . - . . 

:t~e:;:t::;l;::zt:::[::~t~s:::;:::~::o::e i::;::::· .· 
·. ·· . · ·i-.. ··· · .. l · · · -· ·. 

• .l, •·,f 

the full $200 millipn allocated f~:r trans-it improvements. 

Confronted +ith pressing lapita:l needs .in many areas 
other than tra11sP~rtation, the 4gisl~ture. reduced the Governor.' s 

' .·· ', ·, :· .:, " •. .J•; .. :· .. ... ,. .. . .. 'j".·:' .. · . ;'.·· ' ,·, ' .. '.. ': .. ' . 

.. · ·. co:mm1ssiorils recb:rnm~~datlonsf adopting a: boridproposal of . . .. I . . . . . , . .. . 

$640 million for tlansportation: tAgain, Ush011!.d be noted that 
the reducti~n wa~ ~de exclusiv~ .Iy in the highway area; the full. 
$20() ~iUion requ~·st for :1nass ti:iarispoi-tation was retained in the . 

. . . . . . I . . , . . 
J" 

,j, ' 
i .. 

'!. 

f·' 



bond proposal adopted. 

Although this single bond p;roposal authorizeda greater amount 

of State borrowing than had been approved for all proposals in the 

preceeding 20 years, more .than 63 percent of the voters approved 

the bond proposal in November, 1968. In less than two. years, 

the new Department had planned, . proposed and produi::ed the 

greatest transportation program in the State's history. It was a 

good start. 

HIGHWAYS 

The record of accomplishmeht ih the highway sector during 

the 1960's, as related as it must be to the institutional changes, 

however, should reflect not only the results of the decade, but 

should also consider the events following the end of World War II. 

The State Highway Department and its successor agency, the 

Department of Transportation, d.uring the 1960' s undertook the 
. . . 

largest construction program ever attempted by the State. By 

the end of 1969, the Dep~:rtment will have committed to highway 

construction more than $1billion in construction contracts alone. 

This contrasts with the $,30 miHion expended by the Department 

from 191 7 through 1954. This massive construction effort added 

1, 158 lane miles to the State highway netw6.rk during the 1960-1968 

-13--



j ·,. 
I 

• ·I .1'.·. 
-;!.· 

l . t 
period,. an increa~o in th<> •Y•te 1 i,. c&pacify o£2Z pe~~ent. In · 

·. ,·: . · ,, ,i ,: . ,1 . . ·. '·, · · · ', 
.. addition, 'c$300 rriitliori in h1ghway construction work is now in / .• 

' ' ·, ,, ' j ' '' •', i . '' ' . '; 

thO process of coi_:_ pl' et.ion whi.ch·•.·lw,.···· m •. dd II>"ny 1n9remiles to.the 

system. These fi~ures also do rot include the milea$e. add.ed by.: 
' : / ·•···.· ·, f ·_· .. ', • ··. ; i ',·,' · .. · .· ,· ': · .... ·.' ';· ·.••' ,' 

the constrtictfon t>;f' the Atlantic ~ity Expressway and the expa~sion 
' ' ' '· .. ' /·. '.·' .1.,_·· '' · .. ·,···., ·. _,· ' '.·.· .· •... · 
prqgrams of the l'iew J¢~sey Tµ ,npike Authority and New Jersey . . . .. • . . . l . . . . . . . 

· • .. Highway AuthoritY(. · 
' ' J .· .' ' ·.. ' ' ·, ' ' ' ·. ' 

· ·· The value o:f a- strengthened D:epartmerit can also beiseen 

in th~ St~t.' s high~ay effort a. reU a ~it. public tran:portatiOn 

programs. Shortly after its crf lion, the new Department of 

Transportation w~s-successfuliywinning support·foran . . .. 

extensib~ of, its p·:fograms of Sta e'Aid to provide funds fo~the •.. ·. :·.· 

,: .. ,· ·. ·.. .. ·.. . . . . ·. . .·. 

· the, system., Th State Aid Road System Act of '196 7 · 

authori~ed the be innirig's of this .c.ritical program. It has beeri · 

fu•nded annua.lly si ce:. therj, with .. $15 m:illion .app:ropriation.made · . . . : . ·. ·:.: . ,. , ·: : :I .. ,: ·.. . , .. ·•. . . . 
~ossible 'from the additio~ai:rev 1 nues gerterated a~ter the enactment 

of the State ~le• r:i<- i • .. •· ·. . . . ·•. . . . • . 
. The g;eatesfbe~efit .to the highway effort, however,'-' came 

' '·. 'as a
0 

result of -~he l ew Departrne t 's ~aster Pla~and 'bond progra~. i 



.· The adoption of'the}Transpbrt:a.tio11 Bcmd A.ct of· 1968 provided 

the State 1s highway-program with its first bond funds .. si;icJ ·the 

passage of the Highway Bond Act of 1930. These funds were 

desperately needed because New Jersey ha.cl not supported a 

substa.ntia.1 highway construction program. since the Depression 

years ha.d ended the great building effort of the 1920's and early 

l930's. Indeed much of the fiihds from the 19~0 Borid Issue were 

notused for highway purposes. 

J\lthougll New Jeri:; ey' s populatfon in:cr eased by S 0 
. . . 

percent in the period Jrorn 1940 to 1960, relatively little State· 
. . 

highway construction was •u.hderta.ken Until the Interstate System 

was created by the Federal goviernrnent in 1956. The war years 

prevented any action.through 1945 .. Immediately following the 
. . . 

end of World War .Il, t:he separate highway fund was abolished~ 
. ' . . 

The surpiusthat had built.:.up iµthe highway trust functwas 

largely dissipated for nori:..highway purpqses. The prolliises 
,_ ,-.·,, . . 

to reimburse the Highway i)epartrnent were never kept~ The 

Departmertt, which llad spent tlie wai- years perfecting plans for 
: . ,' ', . . . . . :·. ,· -_. ·: ._.: _,_· .' ·. ,' ' . . . -< .. 

impro"ing ari already fine sy.stern,. found itself With insufficient 

funds and. support; · Highway concepts that the Department had 
' . ,' . . .' . . .. . ,. . . 

de\reloped, such as a rebuilding of Route. l from 'Elizabeth to Jhe 

South,· were abandoned eveh though completedplartswere ready. 



' . ' . 
. , 

'I 
1· 

. i 
, .. - ,. ··: .- . ..t _-. ' ,· . .,'. < ., ·-

' I , , 
Other proje<::_ts subh a_s th'e Gard!en Stat'e Parkway were handed ,over . -- - -, . ----. -___ --- __ ! ._- , ; . -_--- I < -_ :, •-· ·• _--, . - . , -__ , _-

., to autonommis tolJ agen.cies,'to a:jvoid the necessity 0!1Jsing State· 
. :- . . . ~. - . ·. _.... ! - . . . ~. . 

, I 
• • •• ..• ,. • I ' '·I'., . . . . . . . ._ . 

higliway revenues:for highway construction,, even ,though the . -. --__ -. -__ - -- : -___ ·--•- -_-._. ,/ -'. .. -__ , ___ - -·-• . --_ I •· .. --- . •------•- --. -__ 
De.parttilent had bµilt the fi~st U miles of the Parkway from · .. . 1' . • . . I . . . . .. . .. 

RoutE, 2_2 to R~ute 1 I as a public iighwc:ty. Highway ,ta.~es;•;we:re . 

used to cari-yout
1

gen.el'al-_State'l~ed$.·, Pi:,rhaps}he·Highway,.· 

Department, Jt•~lf, shquld be f~ulted for this ~ra ofinactfon, 
· . · -- .- . r · · I · ' . - . . -- ··_ - . 

. · but it ·appearsthaJ few, i:f arty, were particu'iarly sehsitiv_e,to 
·, 

.. ·. . ... ··. i ... · .· · .. •.· .·· .· 
the_ ne~d for a gr elater effort,._ •· 

This·policy cost_New _Je_rs .ya decade of _highw~y construdion_. 

from ·1946··to l 956t whe~ the Inte_rstate.· ;yst~m-was authbrized •. : . . ·.' .. · -.. ,. I" . ,• ·_. ·.,. .... . . :. . ... ·.; ... 

·_ •Even the Interstcitk s;ste;, ho · eyer, dldnot perrriit Ne~ Je~ s.e_y 

. to·r.egai~,its highlay.-initiative •. ·Being: larg~ly.fede~ally fina~c.ed, ··• 
' : ·.: . - - . . . -

. this new prog7am perr.nitted l\le Jer·s·ey to c:qntinue1ts policy .·· . 

. of Undet-fi~nciri~St~te highway neecls: wllne tbe rnt .. rotate 

' pr9gram pertnittea· a goo4 s'ized highWcly effort, this·. effort,wa~-

.·. . . ::::::::::\:{::i::s:::::t1::::~:•~:::1::t:::::.red · .· . 
by the Interstate pro,gra~ and- nlither were many other; _vital 

intra~tate free_wayr. ' . . 

· ____ -, __ • .. !tis r,ie>t_sutpr:sing,th,ere,ore, that,NewJ~rsey•~.high'V:ay, 

needs grew atan jlarn,ing rafe·~.,epU,i{ pa Ce wiili the State's , 
i 

,/ 
! 
i . r 

.. i 
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... 

gro:winghurnan and. aufomobile population. By 1968, the Master -
. . 

Plan conservatively estimated that the non-lnt~rstate highway needs 

of the State totaled $2. 75 billlort. These included iniproyement 
. . . 

to existing highways thatrequired modernization and new freeways· 
. . . ,. . . 

· not on the Inter sfate System. The master plan further indicated that. 
. . : ' . . .· .. ··.·· . .. . . . · .. 

. of this total $1, 545, 4.QO, 000 worth of. projects fell into the first-
·. . . -_ . . .· . - .. . :· .. 

priority category and-$1, 2.i7, 700,000 into the second-priority 
' .. . . . . 

category~ The Department estimated. that $1 billion in excess of. 

State and Federal funds expected to be available, w.ould be 

· requireci to finance just the, first-pifority projects. .Of this 
. '• . . .. · - ' . . . 

amount, $440, 000., OOOin funq.s ha.ye be:en made available as a 
. . . . . 

result of the passage of the Trarispqr!c:1.tion Bo~d Issue of 196_8. 

At this time,· rio speci:fic arrangements hav-"e be~n agreed upon 

for fina~cing tho1;1e projects not covered by the 1968Bond lss_µe. 

U:nquestiohably, the failµ:re to pursue aggressively a 
.. . 

realistic highway prog;arii in ·the decade follcrwing World War II 

. has add~d hundreds- ofmillions of dollars in ~voidable costs to the 
·. :·· .· . . . ·. ··:. -. . . . . .. · . ., 

State' S highway program and has condemned Unhece s~arily 
. .:_ . . . . . ·. ' ·, _: .. .. 

im.portant areas of the ,.State .to d~pendence upon art inadequate high~ 

way system. The failure to build in time has/ in some instances, 

m.ade itimpossible to build. Even the major building effort now 

underway on the highway side cannot change this fact. Indeed, the · 
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presenLinabilityfo serve someof the State's critical arec1.s 

adequately by highwa.yhas been cl. major factor in the growing 

support for mass transit. 

. . ' . 

THE EMERGING NEED FOR PUBLICLY--SUPPORTED MASS TRANSIT_ 
. - -

As hasl)een indicated, it was not until 1958 that New Jersey 

first recognized the need to suppo:rt mass transit with public 
. . 

action and public funds. The State's initial efforts were confined 

exclusively to the commuter railroads which largely serve to 

connect the relatively affluent suburbs with the metropolitan 

centers. The present State progrcim is still oriented. towards 

the commuter ran problem. The passage of the Transportation 

Bond act of 1968, however, wilLp~rmit the State, if it receives 

even modest Federal assistance, to carry this aspect of th:e 
. . -

public transportation program to a successful completion within 

the next four to five years. A substantial start has already been· 

made with the capital improvement program developed by the 
' . . . . ' ' 

- Department of Transportation and this has been reflected in the 

increase in railpassertgersthat has developed i.n the past two_ 

years. Department esJimates indicate that raiLpatronage 

will double in the next 15 years if the program is carried to 

completion as now scheduled. 
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An interim program has been initiated for immediate 

replacement of equipment in critical areas. As the Department 

indicated in the master plan, a major rehabilitation program 

of the type underway will take four to five years to complete, 

but in many areas rail equipment was in such poor condition 

that the improvements required could not await completion 

of the Master Plan Program. 

The interim program provided the Central Railroad with 

desperately needed equipment. Forty-eight of a maximum of 

50 air- conditioned coaches have been acquired from other 

railroads throughout the nation and are being refurbished. They 

are being leased to the railroad with the State underwriting the 

costs. Thirteen new locomotives also were obtained and leased 

to the railroad. Sixty-five of CNJ' s old cars are being rehabilitated · 

· with the State paying for this work. These acquisitions provide 

the Central Railroad with a substantially improved equipment fleet 

and permit improved passenger service even in advance of 
. I 

completion of the long-range master plan program. 

The, initial order of 35 high- speed stainless steel Jersey 

Arrow cars for use on the Penn Central has been completed. 

These have been placed in service as they passed required 

testing. A completed application has been filed for a Federal grant 

-21-



for the purchase ?f the -45 additional cars of this type. It is 

anticipated that F~deral approval will be received shortly so 

that an order can ibe placed for these cars. 
! I 

I' , : • . , 

The Department has also awarded a contract to Pullman-

Standard for the. Construction of; 30 locomotive-hauled aluminum 
,. • I 
I. i 

. ·I ' ·. 

coaches for use oh the non-electrified lines of the Erie Lackawanna 

<I 
Railway"and has e1xercised its oj>tion to purchase an additional 

: I . . .: . .·· .· I . . . . 
75 cars, or a totall of 105 cars .• 1 These cars will enable the . . . . I 

I 
Departmentto coip-pletely repla.fe the existing locomotive-hauled 

·. . I · i . 
fleet on the Erie i,ackawanria. They are designed for possible 
- ·_ . I 

later conversion t:o self-propeUed electric cars. Delivery is 
I 

I . 

to begin next June:I· 
I 

The decisioti to obtain the additional 75 cars will enable 

the Department to quickly provi: ea first-class service on the 
I 

non-electrified portion of the Ei.J
1
ie Lackawanna without foreclosing 
i 

' . I . 
the possibility of future eledrif~cation of this system. Favorable 

:I . I · 

bids on the equipnb.ent will permlt the Department to convert 
I 

the equipment to electric MU cabs at a small, if any, difference 
·1 I 
I I 

: i ! .. . 
compared to the ptrbje•cted cost of new electric MU cars ordered. 

to be delivered after completion of the electrification system 

three (,r four yea1s hence, 
. ' 

' 
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Bids have also been received on 6 new locomotives. Contracts 

will be advertised in the near future for the remaining required 

locomotives. 

Fifty-three coaches were purchased from the Santa Fe 

Railroad as part of the interim equipment program. · Of the total, 

26 will be completely refurbished, including air- conditioning, for 

use by the Erie Lackawanna and will permit a substantial 

improvement in serviceuntiLall new equipment has been received. 

In order to sQlve a critical equipment shortage in the 

Shore service, the Department is assigning the remaining 27 

refurbished and air-conditioned cars purchased from the Santa 

Fe Railroad to the Penn Central's New York and Long Branch 

operations. About 25 of the railroad's present air- conditioned 

coaches will thereby be released for assignment in other services, 

7 having been designated for the Main Line and the others possibly 

for the CNJ Shore service. This reassignment of equipment will 

result in an increase of more than 500 seats for passengers using 

Penn Central' s New York and Long Branch service and should 

eliminate any present standee problem. 

Aside from the problem of reequiping the rail carriers, one 

of the major goals of the Department's program has been to 

make the access to both midtown and downtown Manhattan more 

- 23'-
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' convenient for the thousands of commuters who make this trip 

daily. A key facility in the .accomplishment of this goal is the 

Penn Central Station in Manhattan. 

Preliminary conclusions of the Department and the Tri-

State Transportation Commission indicate that this station is greatly 

under-utilized - - even during the peak commuter hours - - and 

there is a large unmet demand for direct and convenient access 

into uptown Manhattan. 

The Master Plan provides for a direct connection between the 

existing electrified lines of the Erie Lackawanna Railway, as 

well as the present GreenVICood I,,ake Division and Boonton 

branches via a new Montclair Connection, and the Penn Central 

at a point east of Newark. Although not a part of the Master Plan, 

a direct connection is also under consideration for the Erie 

Lackawanna lines in Bergen and Passaic Counties. Direct 

Manhattan access for the Central Railroad also is called for in 

the Master Plan. 

In addition to providing a better level of service for peak 

hour commt:1-tation trips, another major advantage of direct or 

improved midtown access is for off-pe~k trips for shopping and 

recreation which are primarily orie.p.ted to this area. 
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A joint study by the Department and the Penn Central of the 

capacity. of Penn Station,· New York, and the co:hne,cting tunnel is . I 
j . . 

now in progress to determine hdw to best utilize this vital facility. 
:. I 

Other aspedts of the entir~ commuter rail program, 
I . 

including station ilmprovements ~nd el~ctrification extensions 
' ' 

and modernizations are also prdgressing rapidly. 

BUSES _: MASS TRANS~T FOR THE MASSES 
I I. 
I I . 

The commuter rail progr~m, however, does not represent 
. I . . j 

the only or even tte most signif~cant sector of mass transit in 

which the St.ate must take an int1rest. In New Jersey, mass 
. . . ; [,, 

·. I . ·. . I . 
transit means bus:es. The buse$ now carry·1, 200, 000 riders 

daily -- nearly 9 times as manyl as are carried on the entire 
• ,[ I 

I I 
rail network. Th¢y represent t'e only means of transportation 

I I ,· . . i . ·. 
for many persons land particulally large groups of the young, 

the aged and the p9or. The busts perform an indispensible 

function in a society which is la¾gely automobile oriented, but 
,. . . I·. . . , 

.. I i . 
in which a substarltial minority 40 not have a car or the use of 

., I 
'! I one. 1 1 

l . ; 
. . I 

For this reO:son, -it is criti°al that we come to recognize 

that there is in N~w Jersey today, a bus crisis which portends . . I 
. I 

far more serious ·consequences than did the threat of 
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abandonment of rail services nearly a decade ago. There has been 

and continues to be a precipitous decline in ridership and service 

for the bus industry -- particularly local buses -- in New Jersey. 

The number of passengers on intrastate routes declined from 

826 million riders yearly to 235 million. 

The value of the broader,_ more comprehensive Department 

_ of Transportation was again demonstrated by the advance action 

taken in this important area. In May, 1969, the Department issued 

a report entitled,. "Buses: Crisis and Response'' which graphically 

illustrates the decline of bus service and outlines the impli,cation 

of this decline for New Jersey. 

Because of the strong support received from Governor 

Hughes, the Department was abLe to obtain legislative approval 

for an interim bus subsidy prog:11am of $750, 000 this July. This 

program will sustain vital bus s~rvices, which would have other-

wise been lost, until a long-range program is developed by the 

Department next year and presented to the Governor and Legislature 

for review and consideration. 
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.THE ASSAULT QNHIGHWAY$ 

Forthe first half of this century, . the public effort in trans-· 
. .. . ... 

···• po:rtcttion was .largely.limited to· highways. Public Transportation . 

. was generally~ private responsibility. and a profitable -0p.e .. ··· '.The . . . . . . . ,·. -· ' . . ·. 

' ' 

g~owth of a suburban society made p9ssible by.the automobile, 

however, has undercut the profit basefor transit while compounding 
. . ' . . . . . _·._ . ·. : . . . .. : . . .. 

the de:rnands pl~~ed upon a highway network that has not grown 

with or followed the. population~ 'Obviously, there is a need to. 

reas·sess our trariSportatiq~ poHci.e,s and priorities .. A proper 
' . . . . ::- ·. . . _. 

. . . . 

·. reassessment, howev:e.r, shoulcl not lead to a diminishing of the 

. · need for a highway effort b\lt rather t~ ~n establishment ofthe .· 

need for a ·greater effort in 0th.er-transportation modes·, in 
.. · .. · . . . :, ·- . . . . : ._ . ' :'. ' . . . . .. 

ad~ition to the highway. effort~ 
. . ' . 

. •. • - . • • ··•• • •. • • l\ ' •. : .. 

Departmental studte~ have indicated that the growth of 

population and continuing r~liapce on the automobile by most persons 

in New Jersey will rie,cess~tat~ .a major highwa:y ·effort for the .fore-

seeable future ..•. A special study. of State and loc~l h1ghway.needs~ 

comple~ed early}n l 9q8, esHmated that it could require an .e:,q,enditure . 
. . . . . 

' ' ' 

of nearly $12 billion to.meet New Jersey's highway transportation 
. '. . . . ', ' . . . .. 

requir~ments adequately througk 1985. The Department's ow~ Master 
. . : . 

Plan confirmed tlie fi11dings of this study as it i-elatedto :tlle St~te sy.stein . 



The natio:i;i' s highway cohstruction program has beem an 
' 

increasingly popular target of a!ttack. The basis for the objections 
. i 

J . . 
have been varied. Some have 9pposed it on a priority basis arguing _ 

·j : - . 
that other govern;mentaLneeds 

. . .; . 
tarranted some or much of the funds 
I 

supporting the highway effort. I . . . 
1In New Jersey, where the needs are 
I 

apparent and the ~evel of diver~ion of highway funds is far greater 
. ! .· . . . ! . 

than in any otheristate, such a9 argument would seem to have 
. . I . 

little basis in fac.i. At the pres/ent time, more than $160 million 

in highway user t~xes are dive~ted to non-highway activities. This 

represents moreithan 50 percer of the ainount raised l;>y such taxe,s. · 
. ' .. . . I 

_· · Others h~ve objected t9 highway construction because of the 
: . . I . ·. . . . 

hardship imposed. on persons dislocated from rights-of-way or -. . . L - . ! _· .. . . ·- ·_ -·_ 
because of the adlverse effect o{ construction upon natural resources. 

. L . . . . . . . ·. I . . . . ·. . . 
TheseobJections' relate more to the manner in which a given program . . . . I 

is carried out raiher ihanto thi necessity for the program itself. . . I . I . . ·, . 

· Obviously, many; objections of Jhis nature when applied to examples of . . . : . I .·_ . . ._· -_ .. · _· 
. highway constr.uqtion which hc~.vle been poqrly conceived, planned 01' 

... · . . . .- . - ii ·.· ·.- -·-•· ... - . . . . l ---.... -. ·. . -. . . .·-. . . 
executed have a. :ijigh d'egree ofJegitimacy. Recent developments· in··the 

- _·_ ... -_ .. · .... · _ i. • .• -•· _.··- ._ I <- > --.·· > <. < .. 
h
0
··•nighe·nwcary

0
-• ·a••c __ hctmo.·.ren•t•·••.ruupcohna.:psat.·rhk. eaR.n .. delocati~n. Assistance Law- a:nd .the · lirnita tion 

. _ -1, .. _ . conservation areas, however, should help 
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.,, 

... 

to curb abuses. 

- The most important level of objection, at the present time, 

comes from those groups who a:r·e genuinely concerJied over present 
. '• . . . . .. 

land use poli~ies and the pattern of spread devel<:>pment which has 

formed the basis for growth in this nation since World War II. Un-

fortunately, this point of view too often is not articulated frankly or 
c~early~ hut is frequently con_cealed under more genera1ized objections. 

Iri most cas~s. the holder of such a viewpoint is the strongest support-

er of mass transit primarily because of the belief that highways have 

caused spread development; that the cessatioi:l.of a highway effort would 
. . . - . . -

lead to a halt or decline of this fa.nd use pattern; and that mass transit 

would permit the develop:Qlent of a more attractive alternative land 

use program~ 

To those who would seek to curtail or curb entirely the high-

way effort, it should be pointed-out that such a move deliberately ig-

nores the extent to which the sod.ety we have constructed_is depehdent 

upon the automobile. For- New Jersey in particular, it also avoids fac-
. .· . 

ing the consequences of the p~pulation growth ~hich has produced much_ 

of our problems over the pas_t 3-0 years. All studies indicate this growth 

will continue at a high level for .1:he foreseeable. future, thereby threat-
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ening a geometric;: compounding of these problems unless meaningful 

solutions to the, transportation f equirements of the population are 

provided promptly-. 
i ' -

• ' i 

. : . ! . . . 

It is somewhat ironic th~t the population growth which the 
' .· 

Department belief.Tes requires tµe maintenance of a substantial highway 
I "' • I' ' 

I 

· effort is thev~ry! factor which tanypersons have seized upon as a 

i 
justification for undercutting that effort. It has become commonplace 

,' I . . i • 

for observers of~he New Jerse} scene to point. out that New Jersey is 
. I I ; .• . . . . I . . . . 

, • I 

the most urbaniz~d and the mos1t densely populated t3tate in the nation. 
. · 1 I . ' 

This is, of coui-s~, corr~ct. T~ese observers, however, have drawn 
! I 

from these generalized statemehts the conclusion that the growing pop-. . . ! . . 

ulation density in[New Jersey w:iH insure the necessity for thejustifi-
! ·. I 

cation of a mass transit networ~ to replace any new highway require --
. \ . . 

ments. Unfortunately, this. sirrlplification of the facts is not necessarily 1 
! I . . 
' ' 

correct. A revie1w ofpopulatioi figures for the past thirty years and 
I 

. I 
projections of the!se trend,s for the next fifteen years can help to 

• . • I. • • ,· • • I . ' 
. ... . I . . . . . . . 

explain whythesei observ-a~ions ~re not totaHyaccurate. .. 

As recet1tfr as1940,Nel Jersey had a Cpopula.tion of oiily 4,160,000. 
I \ . · ·•· I > i \ . .· . . . <t ·.·.· ..• 

persons. By196~, this,pqpu1at~onb:adincreased by SO percent to 

6,000,000. Our r•Hn,atos pla:+ tho State• s. curroµt population slightly 

in excess of 7,000,000 inhabitai:i.ts. By 1985, if present trends continue , .. I .. ·. ·. 
. I . . I 

I '1 

I 
i 
I 
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there will be nearly 10, 000, 000 persons residing in New Jersey's 

7,500 square miles. Since the size of the State has been held constant 

while its population has been nearly doubling, it is obvious that the 

density of population State.C:wide is increasing at a substantial rate. 
. . ' 

In 1940, there were only 553 pe:rsons per square mile. This 

grew by 1960 to 807 persons per square mile and it is estimated that 

by 1985 the population density of New Jersey will reach a figure in 

excess of 1, 300 persons per square. mile. 

For purposes of transportation planning arid particularly the 

development of mass transit systems, this increase in population density 

is largely illusory. To a certain extent, we are confronted with a 

paradox of rising population - - an increase from 1940 of four million 
. ' 

persons to a present population of seven million and a projected popula-

tion of nearly ten million by 1985 -- ,.. a'nd an actual diminution in density 

in those areas which in the past have housed most of our people. This 

paradox, however, is readily explainable, As the automobile has· come 

into more common usage, .more and more of our residents have left the 

more densely populated cities ahd relocated inthe suburbs in areas of 

much lower density. This shift of population has obviously increased 

the number of people and the density of population in areas which Were 

the most sparsely populated in 1940. But, this shifting of population. 
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NEW JERSEY POPULATION SHIFT 

-- LAND POPULATION 
COUNTY AREA 1940 J960 1967 - 1985 

ATLANTIC 575 124,066 160,880 -183,320 240,200 
BERGEN 233 409,646 780,255 901,550 1,153,900 
BURLINGTON 819 97,013 224,499 306,540 453,700 
CAMDEN~ _· _ -- -- ---- --- - ---- _221_ ---.-- 225,727 - --- - 392,035 - --460,490 612,500 
CAPE MAY 267 28,919 48,555 54,000 73,500_ 
CUMBERLAND 503 73,184 106,850 125,350 173,700 
ESSEX 128 837,340 923;545 960,410 1,023,900 
GLOUCESTER 329 72,219 134,840 163,160 -- 257,100 
HUDSON 45 652,040 610,734 608,.740 618,200 

I - Htnm:RDON 435 36., 766 54,107 65,120 124,400_ 
u.> - MERCER '228 J97.,3t8 i66, 39.i J()7 ,_130 396, 9()0 _ (X) 

~--
I -- -- ----" --- --

MIDDLESEX 312 217,077 433,856 566,240 972,800 _ 
MONMOUTH 477 161,238 - 334,40.1 439,880 765,600 
MORRIS- 467 125,732. 261,620 350,640 630,000 
OCEAN 639 37,706 108,241 157,970 314,600 
PASSAIC 194 309,~53- 406,618 458,060 582,100 

- SALEM 350 42,274 58,711 66,250_ 94,800 
SOMERSET 307 74,390 143,913 194,220 374,500 
SUSSEX 528 29,632 49,255 65,240 122,600 
UNION- 103 .328,344 504,255 571,190 724,900 
WARREN 361 50,181 63,220 72,900 122_,300 

TOTAL/AVERAGE 7,521 4,160,165 6,066,782 7,078,400 9,832,200 
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. NEW JERSEY POPULATION SHIFT 
(Basis: Per Square Mile) 

LAND POPULATION DENSITY 
AREA 1940 1960 1967 

575 · 215 279 319 
233 ·1,758 3,348 3,869 
819 118 274 374 
221 1,021 1,774 2,084 
267 108 182 202 
503 145 212 249 
128 6,542 7,215 7,503 
329 220 410 496 

45 14,490 13,572 13,528 
435 85 124 150 
228 865 1,168 1,347 
312 517 1,391 1,815 
477 338 701 922 
467 269 560 751 
639 59 169 247 
194 1,-595 2,096 2,361 
350 121 168 189 
307 242 469 633 
528 56 93 124 
103 3,188 4,896 5,546 
361 139 175 202 

7,521 553 · 807 941 

.,. "11f) 

1985 
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7,999 
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13,738 
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1,741 
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1,605 
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--3,00L~-

271 
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,, ' 

has led to a slight dispersal of people from the areas most heavily 
. _. I- . 

populated as recently as thirty years ago. 

If we were to compare the population of twenty-five of our 

more densely populated cities in 1940 with their present population 

and the population of several of, our suburban counties with their 

present populatidn, this trendjis clearly discernible. In 1940, for 

example, these 2\5 cities had a population of 2, 350, 000 persons and 
i I 

a total land area :.of 162 square 1jniles. _. The density of population in 

these are.as, therefore, was 14) 450 persons per square rriile. These 
i 

25 communities represented in;l940, 56. 5 percentof the State's 
' ' 
i. I 

. total population of 4,160, 000 pebple~ Even with the heavy concentration 

ofpeople, these Q,reas of New Jjersey in 1940 did not present attractive 
! 

rail transit pos sipilit:Les. 
i 

' ' 

By 1967, 11.owever, the pbpulation of these communities had 

_ slipped slightly t~ 2; 129, 000. The density of these communities was 
I , . . • • 

reduce.d by more :,than 1, 300 peo~le per square mile to a level of 13, _105 · 
' ! ' 
I 

persons per squa,re mUe. -. And,i the percent _of population that these_ 
' ' ' 

' i ' i', ' ' 
cities represented, as against the total State population, slipped to the 

. ' . I . . 

30 percent level. For mass tralnsit purposes, these areas in the 1960 1 s 
·. ·1r 

and 1970's could ~e con.sidered even less attractive candidates for rail 
. . i I' 

' . . . 
I . ' 

transit systems, l3.lthough resid~ntial popu:lation losses are more than 
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offset by increases in commuter trips from .the suburbs. 

For contrast, we cari look to the fast-growing suburban 

counties of Bergen, Middlese~ and Monmouth. In 1940, these 

. three counties accounted for ·790, 000 persbns or 19 percent of the 
. . 

. .· . . 

total State pbpulation .. By 1967, these three ·counties had grown 
. . . . 

to the poi~t where they cc:mtairi more than l, 900, 000 persons· 

representing 27 percent of the State'.s population. The density 

of these counties increased from 771 persons per square. m.ile in 
. . 

1940 to 1866 per.sons per square mile in 1967. In terms of percentages . 

bf increase, the suburban CO\lnties demonstrated a truly impressive 

rise in population density, In ~l;>solute numbers, however, the 

population 1'.iensity in these counties still lags substantially behind 
. ' 

. . , . . 

the 25 older communities which housed most o~ the State's population 

in 1940 and still accounted for 30 percent of that population in 1967. 
. . . . 

For fixed rail transit purposes, these areas pose extremely difficult 

problems with their relatively low densities and scattered destination 

points. 

Wha.t is happening is obvious, although some transit enthusiasts,· 

and land planners have been· reluctant' to recognize it~. We have 

developed a land use pattern for much of New Jersey whic:h cannot be 

· serviced effectively or ecbnorriically by traditional m.ean's of public 



transportation. '.spread develo~meritis basically inconsistent with 

mass transportation. It is almost exclusively dependent upon the 

automobile, As ~ong as spread development remains the pattern 

of development i~ New Jersey/ there .can be no alternative to 

major hi~hway construction to i'lccommodate .the additional millions 

ofpersori~ arriv{ng in New Jerkey and locating largely in areas'' 
. I I 

. : . . ,' 

which do not hav~ a road network adequate. to serve this increasing 

poplllation. . 
i 

Opponents 1of this viewpoint have contended that the continuation 

of sp·read develo~ment is· depenjtlerit upon the continued constr:uction 
! . ' 

of a highw~y nebil.ork. It 'is, arJued that these trends can be stopped 
i ! ' ' ' 

or substantially *evised provided highway construction is halted. In. 
> I . :· 

abstract, there cfould be merit in such a positicm. In terms of 
I . . 
I 

· present day New !Jersey, however, it ignores a critically impo;tant 
' ' ' 

fact. 
I, 
j I • • ,' 

Tl;iere alr:eady exists a sufficiently large road: network to 
. . . . . 

· permit access toimost of the unid¢veloped ac.reage in the State. It 
. . ,. ' - . 

. , ' i ' ·. i • · .. · ' ' ' ', ' 
· is physically pos~ible for subur:ban or rural lartd areas to continue 

. . - . . , . I . . 

-to pe developed i~. a fashion sitri,.ilar·to. that which has been ~itnesse·d . 

in the last t~enty;-five years, eyen .if additional -highway facilities are 
' ,. 

• I . . 

not constructed in advance of th:ese developments. · The pre'se_nt highway 



.. 

• 

infra-structure could not service or support the communities, 

industries and recreational activities that could be developed 

along the present highway network. This shortage of future 

capacity will not prevent such development, but will merely 

represent tomorrow's transportation problem. Substantiation 

of this view can be found in an examination of the road network in 

those counties which have already witnessed substantial spread 

development. Bergen County, for example, had a population of 

400,000 in 1940, and a 2, 000-mile road system in that year that 

consisted of 540 miles of State and county roads and 1, 500 of 

municipal roads. By 1969, the population of Bergen County had 

increased to approximately one million persons. The State and 

county road network had expanded to less than 600 miles, although 

a great number of existing roads were widened and increased in 

capacity. The local road network increased to 1,870 miles, most 

of which mileage presumably was located within the residential 

developments housing the 600, 000 new residents. 

Bergen County did not have in 1940 a road network adequate 

to service one million persons and it does not have such a network 

today. The new roads that it needed should have been built immediately 

after the end of World War II before the population explosion in that 
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county. Even though few new highways were built, Bergen County 

still had a road network sufficiently large to encourage the rapid 

development of the county. Other factors, including nearnes:s to 

the New York metropolitan centers, insured the development of 

the Bergen area . on a low dens:i'.ty suburban basis without regard 

to the inadequaci'es of the highway system. 

The pre1sen,t network of State highways now consists of 

more than 2, 000 1;miles of highvJ.ay much of which is located in 

undeveloped or sparsely settled areas .. Unquestionably, the 

present highway fnfra- structurt is adequate to permit the indis-
1 I 

criminate settle~ent of land throughout virtually every square mile 

of New Jersey. The mere termination of a highway construction 
I 

I I 

effort cannot ass*re the cease 9f spread development. Such a 
'j I 

termination could. result in the total inability of government to 

service such communities, one~· they are developed, with an adequate . I 
' 

transportation system. The population densities in suburban corri-
i 

munities will not ,support rail t:rlansit systems and adequate highways 
; I 

could not be built:aft.er the fact ~xcept at excessive cost and with sub-
·1 I 

stantial dislocation and hardship for those persons and activities dis-

I • 

placed by the con~truction of the needed facilities. 
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THE SHAPE AND FORM OF TOMORROW 

The decade of the 19601 s has "-Yitnessed thedeveloppient of the 

largest, most broadly-based and most imaginative attack upon the 

State's problems in the several modes of transportation. It has also 

witnessed the development of chronic highway congestion and the 

decline of public transportation facilities. · The result has been 

growing public demands for "solutions." This demand will persist· 

and grow stronger in coming years. Properly harnessed, as was 

the case with the Trc:1.nsportation Bond Act of 1968, it can be used· 

to support programs that will produce real transportation relief 

and an improved transportaiion syst~m. Increasing dhcontent ·. 

with conditions in the transportation sector, however, will add to 

the pressure for quick and simple solutions which over the long 

haul may prove to be costly and inadequate. 

The challenge of the 1970's, therefore, will be to structure 

programs that will produce an improved transportation system 

that can accommodate developing demands while satisfying the· 

growing pressure for immediate improvements. The Department's 

present program has been pointed in this direction. The interim 

program for reequiping the rail carriers, for example, will 



, provide at modest cost substantial improvements in present 

levels of service, will give the rail improvement program a 

greater degree of flexibility and also will provide additional 

time to carry out the essential long- range program. The approval 

of additional hig~way constructton funds in the Transportation 

Bond Act of 1968 also will permit accelerated completion of the 

long-desired highway improvements while an overall construction 
l· . : . . . 

- ' . 

program is gear~d to the newly: adopted Master Plan. 

The growin!g antagonism. to highways in abstract and support 
! ! l I 

for mass transit '
1
in vacuum, ho}Vever, poses a threat that future 
I 

program -efforts fu.ay be warped to accommodate political pres sure 

rather than trans~ortation reali!ty. In the transit area particularly, 
. ,-

there is a growing fixation with:hardware and an increasing desire 

for status symboFs. - Any new major Federal program of support 

for mass transportation carrie~ with it the real possibility that 
i ' 

badly needed tran\sit funds may ~e assigned to expensive rail 

networks that canp.ot be justified on any economic basis and which 
' - I . 

' -
will develop operating deficits that will further diminish their 

utility. · Certainly, major investments in rail transit in either -

North or South Je!rsey will be a !highly risky economic proposition 
' i 

unless new rail systems are coupled with the development or 
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redevelopment of adjacent land areas on a more intens.ive basis. 

If land development is left entirely to the forces of free enterprise 

or to unrelated and uncoordinated public endeavors, the likelihood 

of poor capital investment in transit facilities is greatly enhanced. 

In my opinion, serious consideration to a major rail transit 

network should not be undertaken unless there. is an equivalent 

commitment made to intensifying the population densities in the 

land areas in the corridors to be served by such a network. Since 

a :redevelopment Of corridor land areas cannot be carried out 

except on a closely coordinated basis, the State would have to be 

prepared, at the very1east, to consider joining together in a. 

single agency the public responsibility fo:r transportation and 

housing. A strong case can also be made for including the State-

wide responsibility for physical planning and urban redevelopment 

within such a public agency. Transportation facilities obviously 

have some impact upon land development patterns. The manner in 

which we develop our land resources, however, will dictate the 

kinds of transportation facilities wh1ch are possible arid economically 

practical hereafter. · If there is to be increasing reliance upon 

public transportation facilities in the future, we must be prepared 

to influence more directly the manner in which our land resources 

are utilized in: transportation corridors. In the absence of a land 



I· ., 

·use policy compatible with public transit facilities, we must 
I. 

be prepared to· a~cept continuation and perhaps acceleration of -the 

present spread development land pattern; Integration of both of 

these basic respi:msibilities within a single agency wquld greatly 
- :· . ·: - ' 

' . . . 

enhance the poss:ibiHties for modifying current lahd use pracHces. 

· ·The next d~cade, indeed,! the next few years,. will also 

require an increlsingpublic cdpimitment in the most Ileglected 
. . f 1 

. area of mass trap:sportation --:-lthe buses. The substantialpu,b1ic 
' 1· 

investment n~w· B,eing mad~ in fail facilities makes such increased ... 
I 

.. · · i ... ·· .. I 

public involvemep.t essential. A continuation of the competitive 
.. . . .· .. l · · . i· ·. 

· · operatibn betweeh trains and b~ses can 6nly serve to undercut the 
.. ,. Ir. . . . 

p"Ublic' inv:estmJ;nt in rails at ~he same. time that it we a.kens 
• ' • • l • j 

) .· . . . \ .· i ·.. . .. 
the e~onomic pos~tion of the pr~vate bus· companies. A compatible 

. . \. . ' 

bui;-rail system ~hich coordin~tes rather than competes between 

_these systems an~ which also p}bvidee; for the extensi~n of bus 
. i . . . 

I 

services into areas not now adequately served c·annot_ be established 

by governmei;it re(gulation .. Motfe positive and. affirmative actioll and 
. t . 

·. p.ossibly governmlental operatio* of bus fa~ilities wiU be required in 
J ,·;, '• 

the very nearfuajre~ .i 
. . - . . . 

. . . ·. . . ,, . ' .. ;- . . . . 
Continued attention will h~ve tci be given to new concepts of 

_!- • ·. 

public franspo:rta~ion, Among the rrtoSt attractive are those which 
i 

seek to establish i a new level off_ public transportation somewhere I . . 
I 
/· 

. ! 

I 



between the fixed~route buses and'the non-structlited tat.:¥icab - -

operation., Tlie id.ea of .a dial-a-bus :which would·provide reliiti:Y:ely •---• 
.. . . :. ' . ·,' . : .· . . . . . ... 

low cost pubUc tr~nsportation with muth of the fle:xibil~ty and·_ 

securit'>7 of the private automobile appears to be a fundamentally, _--
.:· ·. ,•• - . . . . . ··_: ..... 

-- sound one and certainly such an ~pproach seems fo offer greater-_ 
. . . . . ' . . . 

hope in the suburban society we a:re structuring ihan il,ny fixed- rail __ 

or fixed.:.r bute system, 

Urbctn. dweUers require vastly improved transportation - _ 
' -. . . . ~- . ' -. ' ' 

Suburban dweller~- -c,onnections with subu;banjob opportuniti~s. -

. now are virtually without any means of pllblic ,transportation e-xcept 

to the New York metr_opolitan center and do need ~mpr~ved public --

transpo'rtation services if we are t~ a.void every family bec~ming -· 

a two or three car family with _all that would iri;lply for ov-r highway 

network. 

The continuation 6£ an ongoing highway effort also Will require -

- an extremely highpriority sb1ce even th~ ~qnstruction ofa inajor, 

-rail fr ans it' system an<f a r_edevel~pment o/ adjacent J.and on a 
. •' . . . . . 

--•·-_high-density basis win not prevent ~ostof the additii:ni;;i:l pElrsons 

'in New Je~Seyfromr~·sidinf-inn.ewlydevel.oping sJbutbah center~ 

The inclusion of the, State-wide plannirig ~~ility:as w'ell a-s the • 
. . . . · . .· . . . . . . . . 

- pU:blic housing respoJ:1_sibility with the transportatio~ effoi::t would 

permit highway and public trcl.nsit ·construction to be ccl.rried out on 



a more logical, less disruptive basis. In addition, the growing 

housing problem of the suburbs, in which virtually all segments 

of society except the most affluent are priced out of the private 

housing market, can probably only be ove_rcome by an increasing 

public effort in this sector. The recent Regional Planning 

As sociati.on report on the economic limitations that have deve- · 

loped in suburban housing markets graphically illustrates this 

rapidly growing problem, 

The single factor which will undoubtedly affect future 

transportation developments and land use policies the greatest 

will be the State's tax structure. At the present time, the 

substantial reliance upon real property taxes virtually dictates 

a continuation of the suburban sprawl pattern we have witnessed 

over the past two and one-half decades. Unless community 

dependence upon real estate taxes can be diminished, a substan-

tially revised land use policy will be extremely difficult to achieve. 

Transportation decisions will affect the future growth of the 

State. They cann9t, however, in and of themselves, control that 

future growth. Indeed, major investments in transportation 

facilities can be largely dissipated if they are made in defiance 

of other economic and social pressures that are not dependent 

up9n the service such facilities are designed to provide. If we 
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intend to maximize the return on our public investment in 

trahsportation facilities, it will become increasingly critical 

for the State's policy makers to determine the extent to which 

government is prepared to alter developing land use patterns. 

These patterns cart be influenced in large measure by tax policies, 

public housing decisions and the exercise of land use controls. 

If a willingness develops, and none exists today, to exercise the 

full range of governmental powers, it will be possible to affect 

present land use trends. While a continuation of some suburban 

development is inevitable, new type communities more effectively 

served by public transportation are possible. Such /commurtities, 

however, win not evolve from transportation improvemertts alone 

and transportation investments. that are predicated on the development 

of such communities are likely to be largely wasted in the absence 

of a coordinated effort in the other critical governmental areas to 

which I have referred. 

In recent public discussions, this point seems to be ignored· 

more and more as spokesmen from non-transportation areas 

seek to influence transportation decisions without providing any of 

the necessary assurances that the other changes in taxes, housing 

and land use will also be achieved so that the transportation 

investment being sought will be a sensible one. The problems 
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of the '70' s will'. not be primarJly technical in character. If the 

real need is for mass transit 1acilities, for example, they can 

be produced. 'I1he necessary concepts for providing even totally 

new transportation facilities a:re now available. Great subway 

systems, however, can mean great subsidy problems. 
I I 

Transportation decision-making is now oriented towards 
! 

producing the kip.ds of facilitie:s, mainly highways that will be 

I 
needed if existirig land use policies are not changed significantly. 

Any other cours~ of action cou:ld not be justified. If we intend 

to change our ba:sic attitude toward land development polici~s, the 

' 

readjustment of transp:>rtation :decisions to the new policies need 
! ! I 

I 

not be difficult. 1 Unless we rec;ognize that new land use policies 
I 

will require fundamental chang!;es in a wide range of governmental 

- I . I 
programs, we had better be extremely cautious about simply 

i I 
I 

redirecting our tiransportation programs. It could prove to be a 
I . 

very costly ~xperiment. 
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