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ABOUT THE 

Purpose 
Transportation Choices 2025 identifies the needs of New 
Jersey's transportation system to meet user expectations, 
for both person and goods movement, for the next 25 
years. It establishes a vision and policy structure, sets 
forth strategies, provides a framework for directing 
investment, and identifies the financial resources need-
ed to sustain the plan's vision. Transportation Choices 
2025 builds upon New Jersey's previous statewide long-
range transportation plan, Transportation Choices 2020. 
This document summarizes the results of a first step in 

a process that has been dubbed the "living plan." 
Future steps will include continuing efforts that will 
look more closely at some elements described here, 
and new efforts that will address issues already identi-
fied in the plan as well as future changes in needs and 
priont1es. Public outreach will continue, primarily 
through the plan's web site, www.njchoices.com, but 
also through public meetings and discussions with key 
stakeholders. Transportation Choices 2025 is not just a 
written report; it has launched an ongoing process. 

Format 
Transportation Choices 2025 has three components: a 
five-year program, a ten-year programmatic 
approach, and a 25-year strategic direction element. 
The five-year program reflects the current Five-Year 
New Jersey Transportation Capital Program. This 
program identifies projects that have gone through 
initial planning and project scope development and 
are undergoing final project design or construction. 

The ten-year programmatic approach establishes a 
direction for investment and other system improve-
ments for New Jersey through 2010. The 25-year 
strategic direction element is a forecast of projected 
needs for the entire transportation system for the year 
2025. The 25-year element provides a picture of the 
nature and level of investments needed, based largely 
on travel demand analyses and an examination of var-
ious improvement scenarios, as well as financial analy-
ses. Both the programmatic approach and the strate-
gic direction element can guide the state's three met-
ropolitan planning organizations (MPOs) as they 
develop their regional transportation plans. 

Vision and Goals 
This plan is the result of a process dedicated to 
achieving a carefully crafted vision, a vision that has 
been developed and refined over time. From that 
vision, the plan sets seven goals, each supported by 
specific objectives. Simply stated, the goals of 
Transportation Choices 2025 are to: 

• Maintain and Preserve Our Transportation 
System for Present and Future Generations 

• Improve the Safety and Security of the 
Transportation System 

• Improve the Effectiveness, Efficiency, and 
Attractiveness of Transportation Services Responsive 
to the Needs of the Customer 

• Improve the Process of Providing 
Transportation Facilities and Services 

• Promote Economic Development 
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, i L 
• Improve the Quality of ~ife for Users of the 

Transportation System and Fhose Affected by Its Use 
•Use Transportation to I $hape Desired 

Development Patterns Canis stent with the State 
Development and Redevelopm, t Plan 

Technical Approach I 

portation plan updat~ begk with the identification 
of five core issues that are ce~1

~ tral to the success of the 
state's transportation systerli in serving its customers: 
congestion, mobility, the i! terrelationship between 
land use development patterns and transportation, 
freight transportation, ahd current and future 

. f h ,I . f preservat10n o t e system s m rastructure. 

The ten-year programmatid pproach is based on the 
I 

Governor's Vision, .titled New jersey FIRST; A 
Transportation Vision For thel 1st Century, released in 
1998; the closely related NITDOT Capital Investment 
Strategy (CIS), a twelve-yealt !planning document also 
prepared in 1998 and upd1 ed in 2000; information 
collected and analy,zed !as part of the Urban 
Supplement reports on the 1s

1

even major cities in New 
Jersey, considered a part or this plan; and the draft 
final State Development and R,erf,evelopment Plan (SDRP), 
developed by the ,New I rr ersey State Planning 
Commission. The SDRP P[ovides important guid-
ance to direct investment ati.t growth that can be sus-
tained to areas in New Jersey where the essential infra-
structure already exists. Ertl hasis is on creating cen-

' ter-based, liveable commun~tles. 

A strategic direction for 202~ was developed by iden-
tifying and evaluating alte~riative scenarios to deter-
mine an approach to reilieving congestion and 
improving mobility. Thesel~cenarios assumed trend-
based growth in population and employment. When 
future year demographic Jf jections representing a 
more center-based growth lsFenario were examined, 
the results were encouragi1:1g. The scenario demon-
strated that center-bas.ed gr 1~th in concert with mul-
timodal transportatio~ syst ,m improvement strate-
gies may hold the promise ¢ improving the effective-
ness and efficiency of our I ~ransportation system as 
well as enhancing our qualilt of life. Further work is 
needed to refine the tools an to consider policy ques-
tions to determine the full J tent of that promise. 

I 

A Study Advisory Committee consisting of senior-level 
representatives from. Ne'1 Jersey's transportation 
authorities and commission , MPOs, bi-state trans-

l 

i-
portation agencies, and other s akeholder groups, 
convened at the beginning of the p anning process and 
at milestone intervals to review th plan's process and 
results and offer expert advice. 

Public Outreach 
Transportation Choices 2025 also refl cts the opinions of 
the citizens of New Jersey. An exten ive public outreach 
program sought to determine w at residents of the 
state want their transportation syst m to be and how it 
can best respond to their needs. At Public Information 
Centers throughout the state, peo le were asked what 
issues they think the plan should ddress. The plan 
web site, www.njchoices.com, provi ed (and continues 
to provide) a forum for the exch nge of information 
about transportation in the state, in luding how visitors 
to the site think transportation fu ds should be spent 
and a comment section where the can express their 
opinions and offer suggestions. 

NJDOT and NJ TRANSIT also g thered profession-
als and concerned citizens fro throughout New 
Jersey to discuss issues crucial to he future of trans-
portation, including freight transp rtation, travel and 
tourism, strategies to manage tra'[el demand, issues 
relating to an aging population rnd their mobility 
needs, and the application of tech~ologies to improve 
the transportation system. And th y conducted focus 
groups to ask various segments of the population 
about their concerns and needs, '"ncluding minority 
representatives, people with low incomes, disabled 
individuals, transit users, and citiz ns in rural areas. 

Finally, 800 residents were tele honed at random 
statewide and asked a wide variet of questions about 
New Jersey's transportation syste , both now and in 
the future. Questions included s me that have been 
asked before to determine wh ther perceptions 
about concerns have changed an how they are dif-
ferent. Questions were also aske about new issues, 
such as the importance of open s ace and managed 
growth, as well as other issues that have become 
more prominent since Transportati, n Choices 2020 was 
published in 1995. 

OVERVIEW OF THE EXESTH\IG 
TRAI\ISPORTATmN SYSTEM 

New Jersey's location at the cross oads between New 
England, New York, and the lo er Middle Atlantic 
states makes the state a focal poin for transportation 
throughout the Northeast Corri, or, and the state 
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serves as a major gateway for domestic and interna-
tional goods movement. New Jersey is home to more 
than 8 million people and more than 4 million jobs. 
Each day travelers drive more than 17.6 million miles 
for a variety of purposes, ranging from business and 
personal reasons to recreation and commercial needs. 
And on a typical day more than 255,000 people ride 
buses and another 100,000 travel by rail on the third 
most heavily used public transit system in the nation. 

The Roadway Network 
Of the nearly 36,000 miles of roadway in the state, 
only 2.1 percent of the total mileage - consisting of 
New Jersey's interstates, freeways, and expressways -
experiences about one-third of the state's travel. The 
State of New Jersey owns only 9 percent of its road-
way network (counties and municipalities own the 
other 91 percent), but about two-thirds of the travel 
in the state takes place on state highways. New Jersey 
is the most densely populated state in the nation, and 
its highways are the most heavily traveled. 

The total number of miles traveled by vehicles in the state 
has increased by 55 percent since 1970, significantly 
faster than the numbers of licensed drivers, households, 
and population in New Jersey. However, this growth rate 
in vehicles miles traveled is lower than the nation's. The 
state boasts nearly one vehicle for every person old 
enough to drive, two for every household, more than one 
per licensed driver, and almost 1.5 per job. 

The state has not been adding lane miles commen-
surate with the growth in vehicle miles traveled. Not 
surprisingly, 73 percent of New Jersey's residents 
identified congestion as the biggest transportation 
problem facing the state in the recent poll conducted 
for Transportation Choices 2025. The percentage of 
those saying traffic congestion is a very serious prob-
lem increased by 24 percent in the past decade. 

Public Transit 
In addition, New Jersey has one of the most extensive 
public transit systems in the United States. It includes 
a network of commuter and regional rail, light rail, reg-
ular-route bus services (both publicly and privately 
operated), and ferry lines. More specialized programs 
provide transportation services for persons with disabil-
ities and the elderly and services geared to supporting 
employment transportation in various parts of the state. 

NJ TRANSIT operates 591 daily commuter trains on 
12 lines serving 161 stations in 137 communities 

statewide. NJ TRANSIT provides approximately 1.2 
billion passenger miles of rail service annually, using 
a fleet of 928 vehicles. This service results in 52.1 mil-
lion annual rail passenger trips. 

NJ TRANSIT's bus ridership has reached 151.1 mil-
lion annual passenger trips. NJ TRANSIT operates 
more than 1,600 peak-hour vehicles from 16 garage 
locations, covering 178 routes. An additional 68 
routes are contracted to private carriers. NJ TRAN-
SIT provides approximately 850 million passenger-
miles of bus service annually. Including private car-
riers, the total fleet consists of 2,959 vehicles. 
Increases in both rail and bus ridership have created 
overcrowded conditions on some services, particular-
ly during morning and evening commutes. 

Goods Movement 
New Jersey also occupies a critical link in the nation's 
freight transportation system, serving as a connection 
between New York and New England and the remain-
der of the continental United States. The freight 
transportation industry plays a substantial role in the 
state's economy. An estimated total of 375.2 million 
tons of freight moves in New Jersey each year. 

On a tonnage basis, approximately three quarters of 
this freight - an estimated 283.1 million tons - travels 
by truck. In addition, the Port of New York and New 
Jersey is the third largest US port in terms of the dol-
lar value of goods shipped, as of 1997, and the fourth 
largest US port in terms of tonnage. The Port of 
Newark/Elizabeth accounts for most of the freight 
movement 1n the Port of New York and New Jersey. 
In 1998, this port did $20 billion in business, han-
dling 1.1 million ocean containers totaling 18.2 mil-
lion tons. Newark International Airport also handled 
approximately 1.1 million tons of air cargo in 1998, 
making it the eight largest air cargo facility in the 
United States. This demand for the movement of 
freight by air is expected to increase significantly with 
the movement toward more overnight deliveries. 

The consolidation of railroads and port development 
has increased the role of New Jersey as a regional 
freight activity center, further increasing the amount 
of freight that is expected to move through the state. 
New Jersey will face a challenge in providing loca-
tions for the needed intermodal and distribution 
centers. Poorly situated centers could further stress 
the already overburdened highway system and result 
in worsening congestion and travel delays. If the 
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freight distribution sy~tem~ linking port, rail, and 
highway systems are not effi ient and effective, the 
region will be faced with + gher costs for needed 
goods and raw materials am will cease to be com-
petitive in the global etonorli . 
. I 

Aviation I 
New Jersey's air carrie.r airt rts are uniquely situat-
ed to support passenger an cargo demands from a 
multi-state region, an~ the. act as gateways to the 
global economy. Thes~ facifi ies and the state's gen-
eral aviation airports play a I ey role in the retention 
and attraction of major bu inesses and industrial 
firms. New Jersey's aviatioh industry annually gen-
erates nearly $10 billion for[ he state's economy and 
provides more than 1(()0,00? jobs. NJDOT is in the 
process of developing a Sta e Airport System Plan 
that will analyze the state's I ir transportation needs 
and identify airports that a e crucial to a good air 
transportation system. I 

Newark International Airt rt in the north and 
Philadelphia Internatipnal · rport in the southwest 
rank among the mo~t co 1 gested airports in the 
nation. These hub airports , ntinue to be challenged 
by a~r tr~c congestip°: a+ delays . that ~£feet the 
state s residents and busmes people rn their travels. 
Because the Federal Aviatib Administration regu-
lates and controls air itraffii the state has a limited 
direct role in reducing delat . However, New Jersey 
is working to develop ;i syst~ of high-quality, small-
ai~cr~ft airports as alte. rnati~ s to di".'ert small ?eneral 
aviation planes away from j he maJor hub airports. 
The program will lielp to' r duce delays at the hub 
airports by easing cdngestioh at those locations. Most 
of these alternate "reli~ver Ji ports" already exist and 
must be improved to jrope~ y serve the needs of the 
flying public and New Jerse 's businesses. 

Demographics 
Population and employment growth will continue to 
make increasing de:ttjands I n New Jersey's trans-
portation system. If this grn th continues to develop 
in a sprawl direction, it I ill create even greater 
demands. Population i grow in the states surround-
ing New Jersey will also conJ 'bute to the flow of inter-
state traffic for those I?ersorl working in New Jersey. 
!he generation of "?a.by omers" will conti~ue to 
mfluence transportatlqn ne~ s as they work their way 
through middle age, ifemaih active in the workforce, 
continue to drive more i · es, and demand more 

transportation services. As house old size decreases 
and the number of households co tinues to rise, so 
will the number of trips as well a the demand for 
transportation services and system apacity. 

Within New Jersey, the average number of miles 
vehicles travel each day continue to grow. People 
continue to drive longer distance and make more 
trips. In New Jersey, suburb-to-su urb and long-dis-
tance commuting from bedroo commumt1es to 
employment centers has exacer ated peak-period 
congestion. As the state's popul tion and employ-
ment continue to spread out, effic ent transit service 
becomes increasingly difficult to p ovide. 

The population of the state is expe ted to increase by 
5.9 percent to almost 8.7 million persons by 2010, 
and to grow a total of 15 percent between now and 
2025. The state's employment · projected to be 
more than 4.3 million jobs by 2010 an increase of 7.8 
percent, and to grow by 24 perc nt by 2025. As a 
result, more people will use our hi hways, transit sys-
tems, and our airports, and mor people will walk 
and bicycle. More goods will ove through our 
ports and on our highway, rail, an aviation systems. 

FIX IT FIRST 

The State of New Jersey and its citi ens have made an 
enormous investment in our highw y, bridge, rail, port, 
and aviation facilities. Before we can even begin to 
address new transportation initiativ s, such as a signifi-
cant expansion in passenger rail service, we must 
ensure that these existing facilities re all brought to a 
state of good repair and kept there This is becoming 
the top priority for NJDOT, NJ T SIT, and all other 
transportation providers in the stat since the majority 
of our future transportation system is already in place. 

In past years, New Jersey has £ Hen behind in its 
efforts to maintain its transport · on system. Past 
practices of "deferred maintenan e" mean that the 
cost to bring the system up to as ate of good repair 
and then keep it there is high, fo both the highway 
and public transportation networ 
New Jersey's Five-Year Capital rogram, which is 
included in Transportation Choices 025 as the short-
term element of the plan, has all cated nearly one-
third ($2.2 billion) of NJDOT's program toward 
projects that will help achieve a s ate of good repair 
and maintain capital assets to ens re their maximum 
useful life. These projects include reducing the back-
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log of structurally deficient bridges, deficient pave-
ment conditions, drainage problems, lead-based 
bridge coatings, and inadequate darns. Other state-
of-good-repair initiatives include the irnplernenta-
tion of maintenance programs for bridges, pave-
ments, and drainage systems. 

NJ TRANSIT's capital program is structured to main-
tain its bus and rail capital assets in a state of good repair 
as well as to provide added capacity and new services to 
enhance market competitiveness. Rail capital projects, 
including maintenance, infrastructure, passenger facili-
ties, and rolling stock, equal $2.2 billion, or 43 percent, 
of the transit program. Projects will be undertaken to 
purchase new rail cars, rehabilitate tunnels and bridges, 
and upgrade track, signal and cornrnunication systems, 
stations, support facilities, and rights-of-way. 

This plan's prograrnrnatic approach, which addresses 
irnprovernents to the transportation system through 
2010, calls for further efforts to achieve a state of 
good repair, as well as continued efforts to irnplernent 
full maintenance programs for the state's bridges, 
highway pavements, and drainage systems. During 
this ten-year period, NJ TRANSIT will replace over-
age buses in its fleet and those of the private carriers 
under its jurisdiction, replace a significant number of 
rail passenger cars and locomotives, upgrade passen-
ger stations, and continue to invest maintenance dol-
lars in rail tracks, bridges, and yards to ensure this 
infrastructure is in a state of good repair. NJ TRAN-
SIT is also cornrnitted to advancing work on a num-
ber of bus and rail sys tern enhancement projects dur-
ing this period, including substantial progress toward 
the development of new trans-Hudson capacity. 

LOOKING TO fU1"URE: 

While the five-year capital program and ten-year 
prograrnrnatic approach set forth by Transportation 
Choices 2025 are largely based on existing documents 
and directions, determining a strategic direction for 
2025 took a different, rnore visionary approach. 
Using the three regional travel demand models 
developed by New Jersey's MPOs, a statewide travel 
demand tool was created to analyze future scenarios 
frorn a rnultirnodal perspective. Emphasis was on the 
related issues of congestion and mobility. Although 
the regional models are based on assumptions about 
highway use, they have proven to be useful for 
assessing the effects on other transportation options 

as well, such as what would happen to the highway 
system as a whole if sorne people used public transit 
instead of driving for at least a portion of their trips. 

Different scenarios examined the following conditions: 
• What would likely happen if no projects were 

initiated beyond those already cornrnitted by the 
Five-Year Capital Program (to establish a base case) 

•The results if an extensive program of travel 
demand rnanagernent (TDM) strategies was applied 
to reduce the use of single-occupant vehicles 

•The consequences of increasing the supply of 
public transportation by as rnuch as 50 percent (the 
model assumed the transit system would be able to 
absorb these new passengers) 

•The effects of applying intelligent transporta-
tion system (ITS) and transportation system rnan-
agernent (TSM) strategies to increase the efficiency 
of the existing highway system 

•The outcome of expanding the highway system 
to reduce congestion. 

An additional scenario looked at the effectiveness of 
a rnultirnodal approach that would combine the indi-
vidual scenarios. This approach analyzed two alter-
natives: 1) combining travel demand rnanagernent 
methods, ITS/TSM strategies, and an aggressive 
increase in public transit; and 2) applying these three 
approaches as well as expanding the highway system 
at a very reduced, selectively focused level. 

The rnultirnodal approach, using all the strategies 
available in a combination appropriate for each of 
the regions of the state, is extremely encouraging. It 
should be possible to maintain the highway system 
near its current level of service despite an increase of 
about one million people and almost five million 
daily vehicle trips in the next 25 years. 

To address the critical interrelationship between land 
use and transportation, additional scenarios were 
developed to gauge what might happen to highway 
conditions if a different pattern of growth were to 
occur, based on the land use concepts of the State 
Development and Redevelopment Plan. The SDRP 
emphasizes redevelopment of the state's urban areas 
and encourages compact or centered-based growth, 
in contrast to the low-density, decentralized sprawl 
development typical of recent decades. The results 
of these scenarios demonstrate the potential for a 
broadened application of center-based growth 
throughout the state and indicate that this type of 
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I I . 
growth and development ma enhance the effective-
ness of supporting tra:nsporr tion strategies. 

The plan shows that no sing e transportation strate-
gy is likely to preserve 

1
the lJ el of highway perform-

ance experienced today in~ w Jersey through 2025, 
let alone improve it. Hot ver, a combination of 
strategies could offer signific nt improvements over 
the level of congestion that I n otherwise be expect-
ed by 2025. The plan also su gests that center-based 
growth policies may cbntr+ te to improved future 
highway system performana . 

: I 
FINANCING THE TRANSPO TATION SYSTEM . ! 

The capital costs reql\ired t maintain and expand 
New Jersey's transportatioJ etwork are significant. 
Between fiscal years (F¥s) 211 and 2010, total capital 
costs are estimated to be $B .4 billion (all numbers 
shown here are in year-of-ek enditure dollars). The 
cumulative capital cost~ will g w to $85.8 billion by FY 
2025. NJDOT's and NJ T ' SIT's capital resource 
costs would be funded froml combination of federal 
and state sources. Highway bl pital costs would be pri-
marily for addressing the 1t= ficiencies of the current 
network and for bringing f sets to a state of good 
repair. Limited expent:liturn would be made for new 
highway capacity; the plan a~s mes a rate of expansion 
of only about 20 lane-1111iles p r year over the next 25 
years, for a total of about sob miles. 

Over the long-range plannil g period, NJ TRANSIT 
will need $17.0 billion by l Y 2010 to maintain its 
existing facilities in a state of good repair, .provide for 
the normal replacement of tl e bus and rail fleet, and 
implement new bus, comrli ter rail, and light rail 
services to accommod~.te thf state's growing mobility 
needs. Capital costs for th<e FY 2025 milestone year 
equal $40.1 billion. Npte t~ the costs defined above 
exclude the capital 'costs[ for the Access to the 
Region's Core (ARC) projea, which is assumed to be 
separ~tely funded. ~C 1~· J ~sential to increase rail 
capanty across the Hudson 1ver and to ensure that 
demand for rail service tween New Jersey and 
New York can be met. 
During the long-range plan eriod, NJDOT's operat-
ing costs are projecteq to gr w from $285 million in 
FY 2001 to $478 million in I Y 2025 based on annual 
inflation, the limited increas~ in highway capacity, and 
the implementation of ITS nd travel demand man-
agement strategies. Most o this increase is attributa-
ble to annual inflatioQ. In I al terms (i.e., excluding 

inflation), operating costs are fo ecasted to grow 
through FY 2025 by only 12.B pe cent as a result of 
new costs associated with the maint nance and opera-
tion of additional highway capacity, enhanced mainte-
nance and operation of the existin system, and ITS. 

NJ TRANSIT's FY 2001 operatin budget is $1.06 
billion. Operating costs are projec ed to increase as a 
result of annual inflation, the ope ation of new serv-
ices, and the need to meet growin demand on exist-
ing services. In contrast to highw y operating costs, 
most of the growth in NJ TRANS! 's operating costs 
is attributable to the expansion oft e transit network. 
NJ TRANSIT's operating costs are projected to grow 
by 81 percent (43 percent in real rms) between FY 
2001 and FY 2010, and by 239 per ent (63 percent in 
real terms) between FY 2001 and Y 2025. 

Transportation Choices 2025 establi hes an aggressive 
strategy for improving New Jerseys existing highway 
and transit network and for offeri g new options to 
meet the travel needs of the state' citizens, business-
es, and visitors. The resources req ired to implement 
this strategy are significant. Curr nt Transportation 
Trust Fund revenues will not be su icient to meet the 
capital funding costs of the long-r nge plan. 

The specific funding sources tom et the long-range 
transportation plan's capital and perating require-
ments will need to be evaluated b the state's citizens 
and policy makers based on: 

•The benefits of the recomme ded long-range 
plan strategies in improving the s ate's quality of life 
and enhancing its economic com etitiveness 

•The potential adverse enviro mental, econom-
ic, and social impacts from not m intaining current 
transportation assets and providi g capacity to 
accommodate future growth 

• The increased financial burd n on New 
Jersey's citizens and businesses as ociated with the 
increased transportation funding eed 

•The impacts on other state p ograms if exist-
ing resources were to be diverted to meet increased 
funding requirements for transpo tation. 

STRATEGIC TRANSPORTATION IRECTION 

The travel demand modeling de cribed earlier has 
provided a technical underpin ing for setting a 
strategic direction over the ne t 25 years. This 
approach, along with the public outreach that has 
taken place during the develop ent of this plan, 
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including the public opinion survey, the interviews, 
the focus groups, the issue groups, and the com-
ments from the web site, has shaped the strategic 
direction of the plan. 

Listed below is the plan's policy direction for each of 
the travel modes. 

Multimodal - Integrate travel modes to provide con-
nectivity and choices 

Transit - Preserve and expand our transit system and 
make the system safe, reliable, comfortable, and con-
venient 

Bicycle and Pedestrian - Provide non-motorized trav-
el options by routinely integrating bicycling and walk-
ing into transportation system improvements and pro-
moting bicycling and walking as a preferred choice for 
short trips 

Ferry - Support the private sector through landside 
access, parking, and terminal facilities 

Aviation - Maintain the critical airport and heliport 
network and improve landside access at airport sites 

Goods Movement - Integrate freight facilities and 
modes to provide a multimodal system through pub-
lic/private partnerships 

Highway- Maintain and preserve a safe existing high-
way system as a first priority, using travel demand 
management measures to reduce highway trips and 
operating strategies like intelligent transportation sys-
tems to increase highway efficiencies. Add highway 
capacity at selective locations based on need. 

Transportation Choices 2025 is unique in long-range 
transportation planning in New Jersey. It is a 
process, not a document, although this document 
obviously is an important part of that process. This 
long-range planning approach has been designed to 
provide continuous opportunities for updates and 
changes in focus, as well as ongoing public involve-
ment, to keep current with the concerns of trans-
portation users in the state. 

To date, NJDOT and NJ TRANSIT have identified a 
number of future actions that should be considered 

part of this planning effort, and they expect to iden-
tify other efforts that will contribute significantly to 
their commitment to consider New Jersey's trans-
portation future, as well as its immediate require-
ments. So far, elements in this process include: 

• Continued dialogue with the public. In its most 
basic form, this will include maintaining the plan's 
web site, www.njchoices.com, and continuing to pro-
mote it as a forum for the exchange of information 
about the transportation system. At least one elec-
tronic town meeting is envisioned via television, as 
well as a number of more traditional public meetings, 
to enable members of the public to ask questions and 
comment about the plan and both ongoing and new 
issues that concern them. In addition, the public 
opinion survey described in this plan will be con-
ducted yearly to identify changing perspectives and 
determine customer satisfaction. 

•Continued evolution of the travel demand mod-
eling tools. As travel demand models become even 
more sophisticated, the agencies will use them to ask 
more questions about the probable effects of short-, 
mid-, and long-term changes in the transportation 
system and land use in New Jersey. 

• Integration of the State Airport System Plan 
(SASP). The SASP is currently being updated by 
NJDOT It will become an integral part of the long-
range planning process. 

• Implementation of transportation strategies for 
the state's urban centers. Further work will be under-
taken to examine the transportation needs of the state's 
urban centers. The State Development and Redevelopment 
Plan identifies New Brunswick as an urban center and 
Hudson County as an urban complex. Urban 
Supplement reports will be developed for these loca-
tions to support NJDOT's and NJ TRANSIT's efforts 
to plan and implement transportation strategies that 
respond to the needs of their customers. 

• Ongoing progress reports. Indicators will be 
used to identify progress in meeting the goals of 
Transportation Choices 2025, and results will be report-
ed on a regular basis. 

• Commitment to environmental justice. NJDOT 
and NJ TRANSIT will advance efforts to undertake a 
statewide analysis of environmental justice through-
out New Jersey's transportation system to ensure that 
disproportionately high adverse effects are not 
focused on minority, low-income, elderly, or disabled 
populations. This will include updating demograph-
ic profile mapping, conducting focused public out-
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reach, and performing a syst ms-level ~nalysis of how 
target populations aite affe ted by transportation 
projects and services. 

• Changes in plan focus. ver time, additional areas 
for consideration will i emerk that NJDOT and NJ 
TRAN~!~ wi~ investig;i~e t9 et or refine policy, alter 
strategic direction, or gµIde i ogram development.O 



THE PLAN 

The federal Transportation Equity Act for the 21st 
Century (TEA-21) and New Jersey law mandate that 
the New Jersey Department of Transportation 
(NJ DOT) and the New Jersey Transit Corporation 
(NJ TRANSIT) update the statewide long-range 
transportation plan. State law requires an update 
every five years. The process of revising the plan 
allows NJDOT and NJ TRANSIT to keep current 
with the changing system needs, vision for develop-
ment, and goals for transportation in New Jersey. 
This update evaluates the current range of options 
available for the future transportation system in the 
state. The planning process focuses on the move-
ment of people and goods, including automobiles, 
bus, rail, paratransit, bicycle, pedestrian, air, and 
water travel. It provides policies, choices, directions, 
and actions that will lead to an improved system for 
all users. 

Transportation Choices 2025 is a far-reaching plan and 
process that seeks to guide investment decisions for the 
next 25 years, while anticipating changes in technolo-
gy, population, industry, employment, recreation, and 
travel patterns. It represents the continued shift in 
focus to the users and operators of the transportation 
system, rather than focusing on transportation system 
facilities. The plan offers recommendations and strate-
gies to help satisfy the needs of system customers. 

This long-range transportation plan update includes 
a comprehensive analysis of current and projected 
transportation needs. It is the result of the active 
participation of the public, as well as the involvement 
and expertise of transportation operators, agencies, 

planners, and engineers in New Jersey. This dia-
logue was necessary, and continues to be necessary, to 
help understand the changing focus and needs of the 
state's transportation system five, ten, and 25 years 
into the future. 

Recognizing that the needs and concerns of the cus-
tomers of the transportation system are always chang-
ing, NJDOT and NJ TRANSIT acknowledge the need 
for a more dynamic and enduring planning process 
that goes far beyond producing a static long-range 
planning document. Instead of a traditional plan, 
Transportation Choices 2025 seeks to serve as a platform 
for a "living plan" process that provides continuous 
opportunities for updates and changes in focus, as well 
as ongoing public involvement, to keep current with 
the concerns of transportation users in the state. 

A "living plan," such as Transportation Choices 2025, 
allows for growth, changes in public opinion, and 
input about the wide range of issues facing New 
Jersey today and in the future. As a "living plan," 
Transportation Choices 2025 is a flexible document that 
can adjust to changing issues and needs. 

Transportation Choices 2025 has three components: a five-
year plan, a ten-year programmatic approach, and a 
25-year strategic direction element. The five-year plan 
is the current Five-Year New Jersey Transportation 
Capital Program. This program identifies projects that 
have gone through study and development and are 
undergoing final project design or construction. 

The ten-year programmatic approach establishes an 
investment direction and other system improve-
ments for New Jersey through 2010. The ten-year 
outlook is based largely on the Governor's trans-
portation Vision, as described in New Jersey FIRST, 
and NJDOT's and NJ TRANSIT's capital investment 
strategies. As such, it identifies programs and activi-
ties to guide the state's three metropolitan planning 
organizations (MPOs) in developing their regional 
transportation plans over the next ten years. 

The 25-year strategic direction element is a forecast 
of projected needs for the transportation system for 
the year 2025. The 25-year element provides a pic-
ture of the types of investments needed, based large-
ly on travel demand forecasts, analyses of various 
improvement scenarios, and financial analyses. 
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Transportation Choices 2025 s ts strategic investment 
direction for transport~tion i~ New Jersey. Project def-
inition is left to the state's M Os, which identify proj-
ects and priorities through tt ir planning processes. 

All three of the plan's com onents draw from the 
Urban Transportationi Sup~ ement, which identifies 
and addresses the trarisportj tion needs and issues of 
New Jersey's urban centers./ 

I 

REILATIONSHUP O!fHIE~ LANS 

Transportation Choices 2025 / rovides strategic direc-
tion for the metropdlitan I lanning organizations, 
which then conduct c;orrid/ar studies and complete 
other preparatory project development work in 
order to identify projects. I he MPOs also develop 
long-range plans. These }I> ans analyze how trans-
portation facilities in ai speci c region interact. They 
look for ways to address cJ tain problems or issues 
on a regional basis. I 

The MPOs consist of the Nd th Jersey Transportation 
Planning Authority (N1TPA), with planning responsi-
bility for the northern i 3 cou ties; the Delaware Valley 
Regional Planning Com ! ission (DVRPC), with 
responsibility for Burlihgtori, Camden, Gloucester and 
Mercer counties; and the S9 th Jersey Transportation 
Planning Organization

1 
(SJTf ), with responsibility for 

Atlantic, Cape May, Cumberl nd, and Salem counties. 

The MPO plans and Transpol ation Choices 2025 all help 
to implement New Jerse1' State Development and 
Redevelopment Plan. Thtt State Development and 
Redevelopment Plan is a1 guidk to direct investment and 
growth that can be sustaine in areas in New Jersey 
where infrastructure alread~ xists. This approach also 
protects rural and sensitive la ds from development. 

I 

I 

I 

The development of Transph "tation Choices 2025 began 
with the identificatioi+ of a 1

1

· et of core issues. These 
core is_sues wer~ evaluated I sing travel demand and 
finanoal analysis models. / 

Two of the core issues, congelt on and mobility, were eval-
uated in terms of thefr futu~ performance by analyz-
ing comparative investment! cenarios. Travel demand 
models were used to analyze the interrelationship between 
land use development pcrtterns' nd transportation, a third 
core issue. Alternative futu e-year demographic pro-
jections (population and eni , loyment) were examined 

I I 

in a case study to determine lhl highway system 
impacts under a trend demographi· scenario versus a 
center-based growth scenario. 

A Freight Issue Group was con ened periodically 
during the plan development pro1ess and provided 
important dialogue regarding c rrent and future 
issues for freight transportation, the fourth core issue. 
A statewide model assisted in iden · fying the volumes 
of trucks on highways, and futur '-- year forecasts of 
locations where congestion affef ts trucking and 
where trucks affect congestion we , e projected. This 
information, as well as the resul s of the state rail 
freight planning process, was used to develop 
freight-related recommendations. 

The fifth core issue for analysis was current and 
future infrastructure preservation ne ds. Management 
system data were used to evaluate~urrent needs, and 
financial models were used to eva uate future system 
costs. The financial analysis pro ess defined future 
year capital and operating costs a d funding strate-
gies for meeting these costs. 

All these technical efforts, combi ed with the public 
involvement process described elow, contributed 
to the development of an invest ent direction for a 
multimodal transportation system for 2025. 

A wide array of techniques was use to reach the state's 
citizens and interested organizatiotns. An interactive 
web site was constructed to expl in the long-range 
plan to the public and provide op , ortunities for com-
ment. The web site, www.njchoices.com, includes links 
to viewing traffic trends over tim , a virtual budget 
game, a dynamic population map, a description of the 
plan and specific issues, an on-line survey, and discus-
sions of the user's region and inte ests. In addition, a 
customer survey was conducted ith 800 residents 
statewide by telephone. The surJey focused on per-
ceptions about the transportation ystem. It included 
questions from previous transp rtation surveys to 
identify trends or changes in opinir ns over time. 

Numerous interviews were condu4ed with individuals 
from various organizations and puplic interest groups, 
including grassroots organizations,j local and statewide 
planning organizations, and hum1n services agencies. 
Several issue groups focused on freight movement, 
travel and tourism, the aging and transportation, trav-
e. 1 demand management, and the ~ffects of technology 
on transportation now and in th 

I 
future. Five focus 



groups reached out to transit-dependent individuals, 
minorities, people with disabilities, rm;-al transportation 
users, and low-income users of the system. 

In addition, four information centers contributed to 
the public outreach effort, at Atlantic City, Newark, 
Somerville, and Woodcrest. At all the information 
centers, participants had the opportunity to explore 
the project web site and to comment about trans-
portation issues. They were able to view a long-
range plan video identifying the major transporta-
tion issues in the state and to play the virtual budget 
game, available on the web site. 

Employee in-reach included interviews with agency 
planners and engineers, meetings with senior staff, 
as well as in-reach to all employees of NJDOT and 
NJ TRANSIT via articles in newsletters and lobby 
displays. For more details on the public involvement 
efforts, refer to Chapter IV. 

Transportation Choices 2025 is organized as follows. 
Chapter II describes the framework for Transportation 
Choices 2025. NJDOT's and NJ TRANSIT's mission 
statements are included, as well as the vision, goals, 
and objectives of the plan. These elements were 
formed as a collective effort from the goals of the 
metropolitan planning organizations, stakeholder 
interviews, the State Development and Redevelopment 
Plan, NJDOT's Capital Investment Strategy, and New 
jersey FIRST. They are based on the foundation laid 
by the previous plan, Transportation Choices 2020. The 
building blocks for the plan development are also 
described in Chapter II. 

On overview of the conditions currently affecting the 
state's transportation system is provided in Chapter 
III. In that chapter, an inventory of the existing sys-
tem and an assessment of how it meets customer 
needs are presented. The discussion also includes an 
examination of past, present, and projected trends, 
and a look at how technology is being applied in pro-
viding and improving transportation in New Jersey. 

Chapter IV - What We Have Heard describes the 
public involvement process undertaken in the devel-
opment of the plan, and the important role that 
process played in shaping policy direction. It also 
includes information obtained during the process. 

Our urban centers are evaluated in Chapter V, where a 
summary is provided of the transportation needs of the 
state's seven major cities: Atlantic City, Camden, Elizabeth, 
Jersey City, Newark, Paterson, and Trenton. Discussions 
in this chapter link these needs to the 2010 programmat-
ic approach and the 2025 strategic direction. 

Chapter VI - New Jersey's Five-Year Capital Program 
discusses near-term capital priorities, how those pri-
orities were developed, and sources of funding. It 
also shows how these planned projects fit in with the 
overall vision and objectives of the long-range plan. 

Chapter VII explains the plan's longer-term recom-
mendations, covering the next ten years through 2010. 
It sets forth a programmatic approach for system 
preservation, maintenance, new capacity, and other 
investment categories. 

Chapter VIII - The Outlook for 2025 and Strategic 
Direction extends the vision to the next 25 years. 
The chapter explores a variety of transportation sce-
narios developed using sophisticated models, includ-
ing scenarios that examine the potential impacts of 
the center-based growth policies of the New Jersey 
State Development and Redevelopment Plan. Ultimately, 
it recommends a strategic direction for transporta-
tion investments that balances the anticipated needs 
of transportation users with the economic develop-
ment of New Jersey communities and the pressing 
need to preserve the state's environmental resources. 

Chapter VIII concludes with a summary of the 
strategic initiatives of this plan as they relate specifi-
cally to bus. and rail service, bicycle and pedestrian 
access, ferry transportation, aviation, goods move-
ment, and the highway system. 

Chapter IX presents the financial outlook for 2010 
and 2025. It includes a discussion of the financial 
resources required to achieve the objectives set 
forth in Transportation Choices 2025. 

Chapter X discusses the emerging initiatives of the 
New Jersey Department of Transportation and NJ 
TRANSIT. This chapter looks at how the principles 
of context sensitive design are changing the way trans-
portation improvements are made, and discusses ways 
in which increased access to transit can actually com-
plement ongoing community revitalization efforts. In 
addition, the chapter presents an urban investment 
strategy and a framework for addressing environmen-
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tal justice, and details ongoi
1 

g efforts to preserve and 
enhance the environm,entali uality of the state. 

Chapter XI addresses the ct cial question of how this 
long-range plan will be impl mented. It discusses the 
roles and responsibilities of It e various stakeholders -
from NJDOT, NJ TRANSl , and th~~ir partners to 
municipal and coulilty dfficials, special interest 
groups, policy makers and ~l~ivate citizens - in enact-
ing the vision contained in pansportation Choices 2025. 

The last two chapters, Chapters XII and XIII, set 
forth crite_ria for \~~~tifyinf. t~e progress of t~e pla? 
and describe the living pla concept by which this 
document, and the insightsl , ontained herein, can be 
adapted to respond to unfo'r seen circumstances and 
new trends.© 
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THE 
Transportation Choices 2025 has a foundation built upon 
the previous statewide long-range transportation plan, 
Transportation Choices 2020. An important element of 
both plans is their visions of a future New Jersey and 
transportation's role in that future. The public involve-
ment process undertaken for Transportation Choices 2025 
confirmed that the Vision set forth in the 2020 plan 
remains true for this update. 

The Vision emphasizes linkages among transportation 
choices and other economic and social objectives, such 
as fostering a robust state economy linked to global 
markets, providing affordable housing, revitalizing 
New Jersey's urban areas, promoting a sense of com-
munity, and preserving natural areas and open space. 

A Vision For New Jersey - A View From 2025 
New Jersey's citizens enjoy an enviable quality of life, 
with greater choice, access, and opportunity. The state 
is widely heralded as a leader in forging successful com-
munity and economic development patterns. These 
patterns, combined with an advantageous location, 

have made New Jersey a leading competitor in the glob-
al economic market. New Jersey's strong economy pro-
vides jobs for the labor force's many segments. The 
state's diverse service sector includes goods movement, 
tourism, and research. The state's manufacturing sec-
tor includes advanced, clean, energy- and resource-effi-
cient technologies, as well as innovative low-tech opera-
tions. The state's centerpiece of investment is based on 
fostering liveable communities of every size and scale 
where people choose to live. Development and rede-
velopment patterns follow a more compact form pro-
moted in the State Development and Redevelopment 
Plan, and supported by the transportation policies of 
Transportation Choices 2025. 

In 2025, the changes of the past have been harnessed to 
provide a balanced approach to the future. New Jersey's 
state, regional, and local policies are aggressively pro-
tecting valued natural and historic areas, open space, 
farmland, and recreational lands. The state has achieved 
the mandates of the Clean Air Act Amendments, in part 
through creating an efficient transportation network with 
a range of choices and connections for those who walk, 
bicycle, or take buses, trains, automobiles, or planes. 
Goods movement is a strong component of the state's 
economy, supported by a multimodal system that con-
nects road, rail, port, and air. New Jersey's citizens are 
able to travel with greater access and mobility than ever 
before. New Jersey's major activity nodes are connected 
to each other, and with neighboring regional centers such 
as New York and Philadelphia. Transit-friendly centers are 
being developed that incorporate the liveability of tradi-
tional small towns through easy access between homes, 
shopping, work, services, restaurants, and other ameni-
ties. Whether city or suburb, new or redevelopment, new 
comprehensive and coordinated planning processes have 
proved to be instrumental in creating an improved quali-
ty of life, from preserving natural resources to saving 
money, preventing crime, reducing alienation from public 
life, and fostering greater tolerance and civility. 

Transportation choices made in the early part of the 
21st Century have been crucial to the successes New 
Jersey has achieved in 2025, and will achieve in the 
years beyond. Transportation decisions and invest-
ments are coordinated with land use and other public 
investment decisions, private initiatives, and public-pri-
vate partnerships to guide new development and rede-
velopment. These choices, and the coordinated 
approach, spur both desirable growth and desirable 
patterns of growth. Transportation infrastructure invest-

____________ n, _____________ _ 
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ment decisions - whether invest in maintenance, 
replacement, expansion, or f higher quality of trans-
portation service mandgeme1t - make the state 1 s trans-
portation networks more effi

1

t]1ent and effective. 

Between the reality at the tu n of the century and the 
vision for 2025, a desire a~ , a willingness to change 
brought an atmosphere of· nergy and innovation to 
solving problems. To achievf these changes, a greater 
number of constituen;cies ere part of finding and 
implementing the sol~tions. The public became an 
active participant in the / ecision-making process, 
informed about transportatio needs, costs, and bene-
fits. Necessary changes we e made in the organiza-

1 

tional culture of transportatid:> agencies, and state gov-
ernment in general. Age cies and transportation 
providers began by recognizi

1
ng that the needs of affect-

ed constituencies are dJ cruci I component in the deci-
sion-making process. This new partnering between 
providers and consumers J nerated the political will 
necessary to provide stable t ansportation funding and 
allow consistent, long-ter~ investments around the 
goals reached by consensus

1

. 

U'II.J'M!l.,;;!J AN[) OBJECTIVE~ 

Transportation Choices 2025's oals and objectives pro-
vide structure to direct us award the Vision. The 
updated plan's goals i and bjectives are built upon 
the foundation laid in·. thel revious statewide long-
range transportation· plan nd are consistent with 
those of other significant lanning documents in 
New Jersey, including t I State Development and 
Redevelopment Plan, . NJ9 T's Capital Investment 
Strategy, and the three rnetr politan planning organ-
izations' Regional TranspJ tation Plans. All these 
documents, along with It e public involvement 
process, were used to updal the goals and objectives 
for Transportation Choices 20'Q 

The goals are broad conceJ
1

t~ that, when realized, will 
create the New J ersex and t· e transportation system 
we desire. The objectives n sted under each goal are 
rnore specific, achievable inh rovernents that advance 
a particular goal. When IiJ*d with the performance 
measures identified in Tran~.~Jortation Choices 2025, they 
will serve as a basis for eval ating progress in irnple-
rnenting the plan, niovini New Jersey towards its 
goals and the Vision for 29 5. The goals and objec-
tives collectively acidness se en critical areas for the 
users of New Jersey's transp rtation system. 

I 

I. Maintain and Preserve Our lansportatum 
System for Present and Future! Generations 

• Achieve and maintain a sta e of good repair 
on all elements of our transporta1· on sys tern 
to ensure maximum useful life 

r • Eliminate the backlog of d ficiencies on all 
elements of transportation infrastructure 

• Maintain the rnultirnodal system on a normal 
replacement cycle l 

• Irnplernent a full rnaintena ce program for 
all transportation and transportat~on-related 
infrastructure [. 

II. Improve the Safety and Secur1 ty 
of the Transportation System 

• Reduce the rate of motor vehicle crashes, 
fatalities, and injuries on state hi~hways through 
the irnplernentation of a counterteasure program 

• Reduce bicycle and pedest1an fatalities 
and injuries on state highways through the 
implementation of a counterrneas re program 

• Improve interrnodal safety where modes 
intersect such as at highway railr )ad crossings, etc. 

• Improve the safety of corn ercial vehicles, 
rail facilities, and public transpor ation vehicles and 
facilities (bus, train, and paratran it) 

• Improve the environment f transit stations 
and facilities, including better P' ssenger informa-

tion resources, permitting safer, ore secure use of 
these facilities by transit custome s 

III. Improve the Effectiveness, Ejj iciency, and 
Attractiveness of Transportat on Services 
Responsive to the Needs of th Customer 

• Reduce travel time and de ays 

• Improve reliability 

• Provide affordable transpo tation services 

• Increase convenience for t ansportation users 

• Improve comfort and amenities for 
transportation users l 

• Make access to the transpor ation system easier 

• Encourage greater energy rfficiency 
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• Reduce crime and the perception of crime on 
the transportation system 

• Raise the quality and increase the productivity 
of the transportation system, while reducing costs 

IV. Improve the Process of Providing Transportation 
Facilities and Services 

• Involve the customer and host community 
in the process of service and system development 
and use 

• Provide adequate information and public 
education to encourage informed customer/stake-
holder participation in decision-making 

• Create regional and local linkages for trans-
portation and land use development decisions 

• Establish partnerships among all levels of 
government, and with the private sector, to provide 
transportation improvements 

• Develop and use both proven and innovative 
technology 

• Provide a stable, dedicated, and adequate 
source of funds for transportation 

V. Promote Economic Development 

• Improve access to more job opportunities 

• Provide for more cost-efficient movement 
of goods 

• Upgrade intermodal facilities and access 
to them 

• Improve access to passenger and freight 
facilities to serve international markets 

• Stimulate tourism 

• Encourage development/redevelopment 
around transit facilities 

VI. Improve the Quality of Life for Users of the 
Transportation System and Those Affected 
by Its Use 

• Improve safety on the transportation system 

• Meet or exceed environmental standards 

• Provide mobility for all segments of 
the population 

• Provide additional transportation choices 

• Reduce stress associated with traveling 
in the state 

• Reduce the need for travel by use of 
single-occupancy vehicles 

VII. Use Transportation to Shape Desired 
Development Patterns Consistent with the 
State Development and Redevelopment Plan 

• Invest to support and strengthen 
liveable communities to focus growth and 
development 

• Preserve and protect open space and 
environmentally sensitive areas 

• Advance development patterns and land 
uses that can support a greater range of 
transportation services 

Along with the v1s1on, goals, and objectives outlined 
above, the building blocks for the plan include ideas 
and commitments expressed in a number of other pol-
icy documents, as well as information gained from tech-
nical analyses specifically undertaken to inform 
Transportation Choices 2025. This long-range plan 
presents an integrated approach to transportation 
investments for three time periods: a five-year capital 
program, a programmatic element through 2010, and 
the long-range strategic direction element for 2025. 
While all these plan components draw on a common 
foundation, each provides a different emphasis suitable 
to the requirements of short-range, medium-range, 
and long-range planning. 

2005 Element 
The five-year element is based on the Transportation 
Capital Program which was jointly prepared by 
NJDOT/NJ TRANSIT for the years 2000-2005. The 
Capital Program includes commitments drawn from 
the NJDOT Capital Investment Strategy and is consis-
tent with long-range goals. The Capital Program is 
prepared in coordination with the three MPOs and 
reflects detailed decision-making concerning the 
projects and initiatives needed to implement the 
MPO long-range plans for each region of the state as 
well as statewide goals and objectives. 
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The Transportation Capital: rogram is the product of 
extensive deliberation and outreach. It includes 
improvements to state high I ays, rail and bus systems, 
local transportation, airport~ intermodal goods move-
ment, and transportation an economic development 
projects. A critical empha~ s of the program is the 
preservation and maintena,~ce of the state's existing 
transportation systems, wit · projects including the 
rehabi~itation of ~eterio:atb bridges, rail trackage, 
and highway dramage imp ovements, and replace-
ment of outworn transit veh'cles. The five-year pro-
gram also includes major irii iatives to improve safety 
at high-accident locations, ii prove some of the most 
heavily congested highwax locations, and improve 

d . I 
pe estnan safety, as well as! unds for bicycle facilities 
and local bicycle and pedesti· an improvements. 

2010 Element 
The building blocks for ;t e 2010 programmatic 
approach include New jersf FIRST, the Governor's 
Vision for transportation released in 1998, and the 
closely related NJDOT Capit l Investment Strategy (CIS), 
a twelve-year planning doc ment also prepared in 
1998 and updated in 2000 1

1
• The top priority of the 

Governor's Vision and the'. IS is to fix the existing 
transportation system, inclul ing actions to reduce the 
backlog of structurally d ficient bridges and to 
upgrade transit stations an;.14 equipment. New Jersey 
FIRST and the CIS also cal~ /for measures to improve 
safety and to relieve con estion, including travel 
demand management stratd ies and strategic highway 
improvements at the state'sl ost congested locations. 
Expanded community tra4sit initiatives at the coun-
ty level are also part of the I overnor's Vision. 

The 2010 element also reflec¥ internal stirategic planning 
~ork undertaken by NJ 1l NSKT. It calls for the 
implementation of strategict ability projects, such as 
rail line extensions and i proved bus facilities to 
support increased bus ser~ ce. Like the 2005 ele-
ment, the 2010 element also callls for airport 
improvements and freight! nitiatives, including rail 
freight infrastructure imprb ements drawn from the 
New Jersey State Rail Pla prepared in 1999. In 
addition, the 2010 elemen/t builds on the results of 
two technical efforts uncle taken for this plan: a 
stu?y of the transportationi eeds of the state's seven 
maJor urban centers (Urba Supplement), described 
in Chapter V, and a statel ide scenario analysis of 
congestion and mobility, d~ cribed in Chapter VIII. 
The policy direction for th~ 2010 element also draws 
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on the goals of the New Jersey sJ te Development and 
Redevelopment Plan. 

2025 Element 
For the 2025 element of the plan the approach was 
necessarily less specific and more ~trategic in nature, 
due to the uncertainties a 25-yelr period presents 
with respect to changing needs, opportunities, and 
financ~al resources. Building blo+s for the 2025 ele-
ment mcluded the Urban Supplement, a statewide 
scenario analysis, NJ TRANSIT's strategic planning 
initiatives, and the SDRP, as well as extensive input 
from stakeholder groups and the public. 

The statewide scenario analysis wa designed to assess 
future demands on the transpo ration system and 
analyze the strategies that might b needed to accom-
modate _anticipated incre_ases in trf vel. This involved 
developmg a new analytical methpdology to link the 
results of the three regional MPO travel demand 
models and to measure the future erformance of the 
transportation system under alter ative assumptions. 

Scenarios included a travel de and management 
strategy, a major transit system e pansion, an intelli-
gent transportation systems strat gy, and a strategy 
of expanding the most severely c Ingested roadways, 
as well as combinations of these i dividual strategies. 
Additional scenarios assessed th effects of imple-
menting center-based developme t patterns in New 
Jersey, as envisioned in the SDR A comprehensive 
multimodal scenario is presented as a starting point 
for discussion of New Jersey's l!ng-range mobility 
needs. The multimodal scenario lso forms the basis 
for t~e pr~jected financial costs o - the 2025 element, 
descnbed m Chapter IX. The scf nario provides an 
overall direction that can be used to support the 
crafting of regional corridor-levcll plans, local land 
use plans, and related policy m9asures throughout 
the state. The strategic directifn will be further 
refined and tr~.n_sl~ted into ,rrogjammatic initiatives 
through the hvmg plan process described in 
Chapter XIII.@ 



New Jersey's location at the crossroads between New 
England, New York, and the lower Middle Atlantic 
states makes the state a focal point for transportation 
throughout the Northeast Corridor, and the state 
serves as a major gateway for domestic and interna-
tional goods movement. New Jersey is home to more 
than 8 million people and more than 4 million jobs. 
Each day travelers drive more than 17.6 million miles 
for a variety of purposes, ranging from business and 
personal reasons to recreation and commercial needs. 
And on a typical day more than 255,000 people ride 
buses and another I 00,000 travel by rail on the third 
most heavily used public transit system in the nation. 
~able III. I summarizes these and other transporta-
t10n-related statistics for 1998. 

Roadway Ownership 
The State of New Jersey owns only 9 percent of its 
nearly 36,000 miles of roadway, which is well below 
~he nationwide average of about 20 percent. This 
mcludes 2,331 miles owned by NJDOT, 399 owned 
by the four independent authorities and commis-
sions (the New Jersey Turnpike Authority, New 
Jersey Highway Authority, South Jersey 
Transportation Authority, and Palisades Interstate 
~arkway Commission), and 571 miles owned by var-
10us other state agencies. However, these state road-
ways take the majority of travel. This concentration 
of travel on a small portion of the overall highway 
network accounts, in part, for the chronic congestion 
experienced by many motorists. Almost all of the 
remaining roadways, more than 32,600 miles, are 
owned by various counties and local governments. 

Tot~l roadway mileage in the state has grown slowly 
durm~ the past three decades, increasing just 12 per-
cent s~nce. I ~70: Numerous constraints, including 
finanoal hm1tat10ns and environmental and other 
public concerns, have inhibited the construction of 
new roadways. Table III.2 shows the state's total 
route mileage in 1998, grouped according to func-
tional classification (a commonly used system denot-
ing the character of service a roadway is intended to 
provide). Almost two-thirds of the state's roads ar,e 
in urban areas. The vast majority, more than 91 per-
c~nt, are collectors and local streets, designed to pro-
vide local access and serve short trips at relatively low 
speeds. Comparatively few routes provide for travel 
at higher speeds over longer distances. 

Vehicle miles of travel (VMT) represents an estimate 
of the total miles driven by all motorists on an annu-
al basis and is generally considered the key statistical 
measure of motor vehicle travel. The highest classifi-
cation roadways - interstates, freeways, and express-
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ways - account for only l percent of the total 
mileage, yet these roadways I arry about one-third of 
VMT in the state, as show~ n Figure III. l. 

Figure 111.1 
Functional Class and Vf icle Mih;:s of Travel 
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National Highway System 
In 1995 Congress designated a ationwide total of 
more than 160,000 miles of roa I s as the National 
Highway System (NHS). Its purp se is to provide an 
interconnected network of prin I ipal travel routes 
that serve major population cefters, international 
border crossings, ports, airports, public transporta-
tion and other intermodal facili ies; meet national 
defense requirements; and serve i~ terstate and inter-
regional travel. The NHS was cre_rted to provide for 
the continued maintenance and rj~air of those roads 
most important for both comm rcial and defense-
related purposes. The system co sists of the entire 
Interstate Highway System plus other urban and 
rural principal arterial roadways. Dedicated funding 
is provided for these roads of n tional significance. 
Map III. l shows the NHS in N w Jersey and con-
necting roadways in neighboring 

Interstate Connections 
Although New Jersey shares its northern border with 
New York, most of its boundaries are formed by the 
Delaware River and Bay to the 1 est and south, the 
Atlantic Ocean to the east, and thel Hudson River and 
Arthur Kill to the northeast. Numerous transporta-
tion links between New Jersey atd its surrounding 
states cross a major body of water, requiring a system 
of 22 bridges, auto and rail tunnils, and a variety of 
ferries. Virtually all New York crofsings operate at or 
near capacity and additional ca acity is crucial to 
accommodate continued econo ic growth, Major 
roadways that do not require w ter-borne connec-
tions are Interstate 287, NJ Ro te 17, the Garden 
State Parkway, and the Palisades I terstate Parkway. 

Speed Limit 
In December 1995, Congress re 

1

ealed the National 
Maximum Speed Limit (NMSL~, originally estab-
lished to conserve fuel following! the energy short-
ages of the 1970s. The NMSL set speed limits at 55 
mph on urban interstate highwars and 65 mph on 
rural interstate and certain rural interstate "looka-
likes." This action returned full atithority to set post-
ed speed limits on all public roadsl once again to state 
and local governments. Since 19~5, most states have 
raised, and in some cases elimina ed, speed limits on 
certain roadways. New Jersey foll wed suit in May of 
1998, when the speed limit on a ~ptal of 4 7 5 miles of 
interstate, state, and toll road higf ways was raised to 
65 miles per hour. The list of applicable highways 
was developed by NJDOT in consultation with the 
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state Legislature, and the change in speed limit was 
designed as a trial program. An evaluation period is 
being used to determine whether any adverse 
impacts occur related to the higher speeds, particularly 
in terms of safety. Roadways affected by the trial pro-
gram include Route 18, Route 55, 1-78, 1-80, 
1-195, 1-287, 1-295, the New Jersey Turnpike, the 
Garden State Parkway, and the Atlantic City Expressway. 

High-Occupancy Vehicle Facilities 
High-occupancy vehicle (HOV) facilities have been used 
in a number of states as a means of relieving traffic con-
gestion and improving air quality. The objective is to 
entice single-occupant vehicle (SOV) drivers into 
ridesharing by providing travel time savings and more 
predictable trip times. Currently, New Jersey operates 
HOV facilities on the New Jersey Turnpike and an exclu-
sive bus lane on the approach to the Lincoln Tunnel. 
HOV facilities previously established on 1-80 and 1-287 
have now been converted to general-purpose use. 

The New Jersey Turnpike HOV lanes operate on the 
outer roadway's inner lane between Interchange 11 
in Woodbridge and Interchange 14 in Newark. The 
northbound HOV operates weekdays between 6:00 
AM and 9:00 AM. The southbound HOV operates 
between 4:00 PM and 7:00 PM. These lanes are 
open to passenger cars with three or more persons 
and buses and motorcycles regardless of the number 
of passengers. The Lincoln Tunnel Express Bus 
Lane (XBL) is a dedicated contra-flow bus lane that 
operates weekday mornings. Each day approximate-
ly 1,700 buses, carrying more than 60,000 com-
muters, use the XBL. 

Bicycle Facilities 
A significant number of New Jersey's state highways 
are suitable for bicycling on certain segments. The 
major factor determining bicycle compatibility is the 
presence of wide, paved, continuous shoulders. 
Currently, NJDOT is in the process of identifying 
additional highway segments which can be made 
bicycle-compatible. In addition, bicycle-friendly fea-
tures are incorporated in selected highway improve-
ment projects during the design process. 

In addition to on-road designated bikeways and bicy-
cle-compatible shoulders, 4 7 off-road bicycle facilities 
are available for cyclists in New Jersey. These facili-
ties include state and county multi-use trails and 
paved, designated bikeways within parks. 

Intelligent Transportation Systems 
The primary focus of New Jersey's transportation 
agencies has shifted from one of construction to the 
management and operation of existing facilities, 
placing a greater emphasis on measures for improv-
ing the safety, reliability, and efficiency of the existing 
system. These include a set of techniques known as 
intelligent transportation systems, or ITS. ITS refers 
to the application of advanced technologies (sensors, 
communications, computers, electronics) in an inte-
grated manner for the optimal operation of trans-
portation systems. For New Jersey's highway system 
this includes such elements as variable message signs 
(VMS), electronic tolls (E-ZPass), vehicle detection 
and signal coordination systems, and the improved 
detection, response and clearance of incidents, as 
described below. 

Advanced Traffic Management/Incident 
Management Systems 
New Jersey has initiated several programs to alert 
motorists to upcoming traffic conditions and expe-
dite incident response. These include two traffic 
operations centers (TOCs), located in Mt. Arlington 
and Mt. Laurel. The TOCs monitor traffic condi-
tions using loop detectors, weather sensors, and 
closed-circuit TV cameras and deliver real-time 
information to motorists about congestion or emer-
gencies, as well as coordinating response teams when 
incidents occur. They communicate with motorists 
using variable message signs and radio advisories. 

In addition, the New Jersey Turnpike Authority 
(NJTA) uses a network ofloop detectors, cameras, and 
VMS to manage traffic operations on the Turnpike. 
An operations center monitors a graphic display of the 
system, dispatches service, and communicates with 
more than 200 changeable message signs and other 
devices over radio links using a universal protocol. 

TRANSCOM, the tri-state regional agency which has 
assumed responsibility for coordinating many of the 
technological developments in New Jersey, New York 
and Connecticut, is developing an Interagency Remote 
Video Network (IRVN) that will provide the hardware, 
software, and communications network to support shar-
ing "full-motion" video among twelve of its member 
agencies. Another project, TRANSMIT, is being used to 
evaluate the use of automatic vehicle identification (AVI) 
technology as an incident detection tool on the Garden 
State Parkway (as well as on the New York Thruway). 
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In addition, rapid response• atrols can help to signif-
icantly reduce incident-rela~ed delay. Motorist aid call 
boxes offer connections to st te police on the Atlantic 
City Expressway, I-80, ]- 80, I-%, and I-295. 
Emergency service patrols a e currently operated by 
NJDOT on Routes 42, 55, 7 , 80, 280,, 295, and 676, 
and by NJTA on some of its roadway sections. This ll . fleet of vans, which patrol the major commutmg 
routes during the peak perip s, is equipped to handle 
minor auto repairs, push di abled vehicles from the 
travel lanes, and serve as su 1 port for major incidents. 

Traffic Signal Systems 
NJDOT continues to incre1 e the number of coordi-
nated signal systems throug out the state each year. 
Closed loop computerized 's·gnal systems have been 
completed and are operatiq al on Routes 18, 9, 37, 1 
& 9, and 73, and the signals stem on Route 1 is near-
ly complete. Several mor~ ystems aire in the plan-
ning, design, or constructio! stages. They all employ 
state-of-the-art technology I r signal systems, video 
suirveillance, VMS, high"',' y adviso:ry radio, and 
advanced traffic control S? tware using fiber optic 
communications to improv~ obility along corridors. 

Electronic Toll and Traffic Ma agement 
The introduction of electrd ic toll collection is a sig-
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nificant innovation in :t avel technology, one 
designed to reduce traffic I on~estion and_ i~pr~ve 
air quality and traveler co, vemence by ehmmatmg 
bottlenecks at toll booths ahd plazas. It is estimated 
that electronic toll collecti9 can increase toll facility 
throughput by 250-300 p~ cent per lane over con-
ventional toll collection me~ ods. 

During 2000 this technolo i , known as E-ZPass, was 
introduced on the New JerseiyTurnpike and the Garden 
State Parkway. The E-ZPass stem also operates on the 
Port Authority of New York Jrld New Jersey bridges and 
tunnels, the Pennsylvania Tiijrnpike, and the Atlantic 
City Expressway. New Jersey is participating with other 
states in a regional effort to I ake a uniform, integrated 
E-ZPass available throughou~ 415-mile syste_m of roads, 
tunnels and bridges in the northeastern U mted States. 
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Trends in Highway Syste~ Usage 
Total vehicle miles traveled ih New Jersey has grown by 
55 percent since 1970 to al ost 65 billion miles per 
year. This rate of growth,~ out 1.5 percent per year, 
is less than the national averk e of more than 3 percent 
per year over the same peri7 , due in part to the slow-
er growth of travel demand :f;· ctors such as the number 

of households, workers, and licenled drivers in New 
Jersey. Still, New Jersey's VMT hrs significantly out-
paced its population growth. Othlr important factors 
promoting increased driving are the growth of the 
labor force, a greater number oflic • nsed drivers, more 
widespread automobile ownershipJ and an increase in 
low-density, auto-oriented land us,s. 

As Figure III.2 shows, over the past three decades 
New Jersey has added 2.2 million! registered vehicles 
and 1.5 million drivers, but fewer than 950,000 people 
and 1,133,000 people of driving afe. The number of 
jobs has risen about as much acii population, even 
though only about half of the popjlation is employed. 

New Jersey boasts nearly one ve~icle for every per-
son old enough to drive, two fol every household, 
more than one per licensed ~ri\l~er, and almost 1.5 
per job. Together these data md cate that the need 
to drive, and the demand for ace ss to a vehicle, has 
been largely fulfilled among the greneral population. 

Figure 111.2 
Net Change in Factors Co tributing to 

Travel Demand, 197 -1998 
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The past decade has seen some leveling off in the 
growth in numbers of licensed drivers, driving-age 
population, and automobile registrations. The num-
ber of licensed drivers in New Jersey reached a peak of 
more than 6 million in 1987, as did the driving age 
population. At this zenith, nearly 80 percent of the 
state's residents were licensed to drive, and households 
averaged more than 2.2 drivers each. Since then, the 
number of drivers per household has declined to 
slightly less than two. Contributing factors in this lev-
eling off of growth in driving include the aging of the 
state's population and lower birth rates. Poverty also 
continues to inhibit vehicle ownership among the low-
est-income groups, including many recent immigrants. 

Consequently, the growth of VMT has slowed in 
recent years. Annual travel on the nation's highways 
grew by about 38 percent during the 1970s, 37 per-
cent in the 1980s, and just 22 percent in the 1990s. 
In New Jersey, the rate has dropped from 22 percent 
in the 1970s to 16 percent in the 1980s and 10 per-
cent in the 1990s. Although annual VMT per vehi-
cle is actually down slightly since 1970, most other 
per capita VMT measures continue to grow. This 
includes annual VMT per resident, driving age pop-
ulation, household, licensed driver, and job. Nearly 
all are significantly higher than 30 years ago, which 
further reflects the continued growth in VMT 
despite relatively small changes in population. 

Despite this slowing of growth, New Jersey's roads 
have not kept pace with VMT. The 12 percent 
increase in roadway mileage is significantly lower 
than the 55 percent increase in VMT since 1970, as 
shown in Figure III.3. Roadway mileage has, in fact, 
trailed all the leading indicators of travel demand 
discussed in this section, with the exception of one -
total population. 

Figure IH.3 
Growth in VMT vs. Route Mileage, 

New Jersey 1970-1998 

Year 

This has led to a growing burden on New Jersey's 
roads. Data for 1996 show that VMT per lane mile 
is more than 2.5 times the national average, indicat-
ing much higher levels of demand and congestion on 
the state's roads than that experienced by the aver-
age American. While roadway mileage measures 
only linear distance, lane mileage better reflects the 
true capacity by taking into account the number of 
lanes on each roadway segment. On an annual basis, 
New Jersey's roads carried 802,828 vehicle-miles of 
travel per lane mile in 1996, compared to the nation-
al average of 303,528, a ratio of 2.64 to 1. 

Condition Assessment 
In recent years, significant progress has been made 
in tracking the condition of New Jersey's transporta-
tion infrastructure through the implementation of a 
number of information management systems, some 
computer based and some manual. This section pro-
vides an overview of selected condition information, 
including the condition of the state's bridges and 
pavement as well as congested highway conditions 
and ~ighway safety. 

Bridge Condition 
There are nearly 7,000 bridges in New Jersey. 
NJDOT employs a Bridge Management System 
(BMS) to maintain an inventory of all bridges in the 
state with a span over 20 feet, listing the physical 
characteristics, condition, and ownership of each 
bridge. Bridges are inspected periodically to ensure 
that each bridge can safely carry vehicles at the post-
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ed truckload. The bndgeslte rated for their slruc-
tural condition as well as f nctional characteristics. 
Information on structural c

1 

ndition is also combined 
with bridge size and roadwa type to help determine 
priorities for bridge improt ment prodects. 

A bridge's structural contl'tion is given a rating 
between 9 (excellent) andl (representing a failed 
condition). A bridge ~s dee ed structurally deficient 
if its deck, superstructure, bstructure, or culvert is 
rated 4 (poor) or less, 1 or if t e overall structure eval-
uation for load capaicity fl waterway adequacy is 
rated 2 (critical) or less. S uctural cleficiency does 
not necessarily mean that aj I ridge is unsafe. It could 
mean that the bridge iis una le to handle the vehicle 
loads or speeds that would! ormally he expected on 
the roadway where the brid . e is located, and that the 
bridge is posted to in¢licat~ hese limitations. 

A bridge is classified. as fj~ctionally obsolete if the 
deck geometry, undetcleat nces, approach roadway 
alignment, overall structlh. al evaluation for load 
capacity, or waterway adeqh cy is rated as 3 (serious) 
or less. Functional • obsol scence could mean the 
width or vertical clearancb of the bridge is inade-
quate for current neeµs. Bir dges become functional-
ly obsolete due to highwa improvements, such as 
lane additions on the applr aches to the bridge, or 
changes in freight mqveme t technology or practice. 

Table 111.3 summarizes B idge conditions for the 
state as a whole as Jell a~ for the three regions in 
New Jersey defined, by the MPO coverage areas. 
Overall, 14 percent 9f Ne{ Jersey's bridges are con-
sidered structurally 'defici nt and 20 percent are 
functionally obsolete. I 
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Pavement Condition i 
NJDOT also maintains a Pave ent Management 
System (PMS) database with infor ation on the cur-
rent condition of pavement thr ughout the state. 
The PMS is updated every two ye rs; the 1997 data-
base was used for this report. T e PMS includes all 
interstate, toll, state, and US hig ways, plus signifi-
cant 500- and 600-level county ro ds and some local 
routes of regional significance. 

The rating system used to rank th roadways is based 
primarily on two criteria: ride qua ity and surface dis-
tress. The Ride Quality Index ( QI) describes the 
comfort level by measuring ro ghness, and the 
Surface Distress Index (SDI) com iles and measures 
the severity of surface distresses such as cracking, 
patching, shoulder condition, sho Ider drop, faulting, 
and joints. The average rut dept, (RD) is also taken 
into account, but is oflower priorit . A final pavement 
rating is calculated from RQI an · SDI to determine 
the quality of pavement. The rat' ngs, in conjunction 
with roadway type, are used to etermine priontles 
for resurfacing projects througho , t the state. 

Table 111.4 summarizes the pavement condition data 
for the state overall and by reg~on. It shows that 
roughly half the state's major hig~way mileage falls in 
the good/very good category and half falls in the fair 
or poor category. A regional disti ction can be seen in 
which the majority of highway mqeage in central and 
southern New Jersey (the D1RPC and SJTPO 
regions, respectively) is in good '{ very good condi-
tion, while only 36 percent of the 1orthern New Jersey 
(NJTPA) mileage is in good or ver good condition. 
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Highway Congestion 
A primary source of information on highway conges-
tion in New Jersey is NJDOT's Congestion 
Management System (CMS). Version 1.2 of the CMS 
contains conditions for 1990 and more recent years 
and offers calculated data such as volume-to-capacity 
ratio, average weekday daily traffic, and daily truck vol-
umes. These data were mapped to the NJDOT half-
mile Geographic Information Systems base map and 
evaluated. Two key measures of effectiveness that show 
a clear picture of how the state's roadways operate are 
the level of congestion and the duration of congestion. 

Level of congestion can be measured based upon the max-
imum volume-to-capacity (v/c) ratio. The v/c ratio is a 
measure of operational performance and indicates how 
well a given roadway segment is able to accommodate 
demand. A v/c ratio below 0.75 (Under Capacity) suggests 
that a roadway is operating well and has capacity available 
to accommodate traffic growth. A v/c ratio approaching 1.0 
(Approaching Capacity) suggests that a roadway is operating 
poorly with little capacity available for growth. A v/c ratio 
over 1.0 (Over Capacity) suggests that a roadway is operating 
at failing conditions with no available capacity for growth. 

As shown in Table 111.5, CMS data for New Jersey indi-
cate that a majority of the state's roadway network is oper-
ating at Under Capacity conditions on a typical weekday. In 
the DVRPC region, 72 percent of roadway miles are rated 
Under Capacity, compared to 84 percent in the SJTPO 
region and 60 percent in the NJTPA region. A small per-
centage ofSJTPO roads operate Over Capacity (3 percent), 
with larger percentages in the DVRPC (11 percent) and 
NJTPA (15 percent) regions operating at failing condi-
tions during the worst peak hour of the day. The condi-
tions summarized here do not reflect seasonal peaks in 
southern New Jersey, which becomes significantly more 
congested during the summer. Maps 111.2, 111.3, and 
111.4 illustrate these conditions by region. 

The amount of time a particular route is rated 
Approaching Capacity or Over Capacity is another 
method of quantifying traffic congestion. The 
Duration of Congestion statistic is a measure of the 
number of hours per day the v/c ratio is greater than 
0.9. For example, a route with a high v/c ratio for only 
one hour may be less problematic for highway travel-
ers than a route with a moderately high v/c ratio for 
more than one hour. A higher Duration of 
Congestion statistic, therefore, indicates a longer peak 
traffic period and a more serious congestion problem. 

The data for Duration of Congestion are averaged to 
represent a typical day and do not reflect worst-case 
conditions, seasonal fluctuations, or unusual single-
day peaks such as special events, accidents, holidays, 
or summer travel. As such, this analysis may depict 

. better conditions for a given roadway than those 
experienced by some travelers. 

As shown in Table 111.6, New Jersey CMS data indi-
cate that most roadways within the state do not expe-
rience congestion for more than one hour per day. 
The SJTPO region experiences the lowest level of 
Duration of Congestion - only 2 percent of the region's 
roadways are congested (have a v/c ratio of >. 90) for 
more than two hours per day. The NJTPA region 
experiences the most congestion, with 11 percent of 
the CMS network in this region operating under poor 
conditions for more than two hours per day. The 
DVRPC region experience congestion for more than 
one hour per day on a typical weekday. 

Highway Safety 
In addition to the condition of New Jersey's bridges 
and pavement, the safety of the highway system is 
another important element in assessing the perform-
ance of the transportation system. In 1999, the most 
recent year for which complete information is avail-



able, a total of 239,70~ motl r vehicle accidents were 
reported statewide. Of thes!e accidents, 65,332, or 27 
percent, involved injuries ar 605 involved fatalities. 
A total of 3,274 accidents il olved pedestrians, with 
58 pedestrian deaths. 

As is the case for the US ov
1 

all, the number of fatal 
accidents per vehicle mile <il iven in New Jersey has 
been decreasing in r~centl rears, due to improve-
ments in automotive saffety and other factors. 
Additional improvements He possible through the 
application of a variety of bruntermeasures, includ-
ing NJDOT's ongqing lgrogram of fast-track 
improvements to the most! tlangerous intersections 
throughout the state. 

I 
I 

New Jersey has one of th most extensive public 
transit systems in the Unit d States. It includes a 
network of commutt1r and regional rail, regular-
route bus services (both pub icly and privately oper-
ated), and ferry lind. M6 e specialized programs 
provide transportation ser+ es for persons with dis-
abilities and the elde~ly antl services geared to sup-

. . 1 d I 1 . portmg recreat1ona an e~ oyrnent transportat10n 
in various parts of th~ stat:. 

JP'a§§eJIBgerr lRaiili System 
The primary passenger I il facilities and service 
providers in New Jersey in lude NJ TRANSIT, the 
Port Authority Trans-Hutlson (PATH), the Port 
Authority Transportation cp poration (PATCO), and 
Amtrak. In addition, SEP, !A provides train service 
between Philadelphia' and If renton on the R-7 line 
and West Trenton on the W- 1 line. M~p III.5 depicts 
the principal passengyr rail ervice in New Jersey. 

I NJ TRANSIT Rail 
NJ TRANSIT operat,es 591 daily commuter trains 
serving 161 stations in 13f communities statewide. 
NJ TRANSIT provides approximately 1.2 billion 
passenger miles of rail serv~ e annuaUy, using a fleet 
of 928 vehicles. The averag fleet age is 18.5 years. 

I 

The commuter rail system's! 2 lines are grouped into 
three divisions: the Hoboken Division (which includes 
lines operating to anr fro I Hoboken Terminal on 
the Morris & Essex, Main/Bie gen, Pascack Valley, and 
Boonton lines); the Newar Division (indudes the 
Northeast Corridor, North IT rsey Coast, and Raritan 
Valley lines operating to !a d from Newark Penn 

Station, Hoboken Terminal, an New York Penn 
Station); and the Atlantic City Rail Line (which oper-
ates between the seaside resort cit and Philadelphia. 
NJ TRANSIT also provides rail s. rvice to and from 
points in New York State on the · ascack Valley and 
Port Jervis lines under contract wit the Metropolitan 
Transportation Authority. 

In addition to the commuter rail ystem, NJ TRAN-
SIT operates the Newark City Subway and the 
Hudson-Bergen Light Rail Line. The Newark City 
Subway serves eleven stations on a .3-mile route con-
necting Newark Penn Station with other Newark des-
tinations, with a dai1y ridership o~ 17,000. Extensive 
renovations are currently plannedf The first segment 
of the Hudson-Bergen Light Ra, 1 Line opened in 
April 2000. This segment has 12 stations, including 
four with park-and-ride facilities, and connects with 
PATH trains and NY Waterway rries at Exchange 
Place, as well as with many NJ T NSIT buses along 
the route. The next phase, between Exchange Place 
and Newport, is scheduled to o en early in 2001. 
The final phase, between New ort and Hoboken 
Terminal, is scheduled to open ~~rly in 2002. The 
system is designed to eventually ~~an more than 20 
miles between Bayonne and Ridglfield. 

Many NJ TRANSIT services are interconnected. 
Transfers to the state's bus systemlare possible at 123 
rail stations. At New York Penn Sfation, connections 
are available to Amtrak, the Lon~ Island Rail Road, 
and the New York City subway S)(IStem. At Trenton, 
riders can connect to SEPTA and Amtrak. At 
Hoboken Terminal, transfers canl-be made to PATH 
trains traveling between Hobokef and Jersey City, 
Newark, the World Trade Cenlter, and midtown 

. Manhattan, and to Manhattan-b(J>Und ferry service. 
At Newark Penn Station, con1•ections to PATH, 
Amtrak and the Newark City S bway are possible. 

·o .. ,P!lw-



MAP 111.2 - DVRPC REGION - CONGESTED LOCATIONS 

__ Severely Congested (Traffic Volumes 
At or Beyond Roadway Capacity) 

_ Congested (Traffic Volumes Approaching 
Roadway Capacity) 

- Not Congested (Traffic Volumes Below 
Roadway Capacity) 

No Data 

Source: NJDOT Congestion Management System Version 1.2 

01 /- RI 11-11 





MAP 111.3 - NJTPA REGION - CONGESTED LOCATIONS 

__ Severely Congested (Traffic Volumes 
At or Beyond Roadway Capacity) 

__ congested (Traffic Volumes Approaching 
Roadway Capacity) 

- Not Congested (Traff ic Volumes Below 
Roadway Capacity) 

No Data 

Source: NJDOT Congestion Management System Version 1.2 
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MAP 111.4 - SJTPO REGION - CONGESTED LOCATIONS 

__ Severely Congested (Traf fic Vo lumes 
At or Beyond Roadway Capacity) 

_ Congested (Traffic Volumes Approaching 
Roadway Capacity) 

- Not Congested (Traffic Volumes Below 
Roadway Capacity) 

No Data 

Source: NJDOT Congestion Management System Version 1.2 
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MAP 111.5 - PRINCIPAL PASSENGER RAIL SERVICE - STATE OF NEW JERSEY 

• Rail Stations 

-- Rail line 

Source: NJ TRANSIT 
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On South Jersey's Atlantic City Rail Line, connec-
tions can be made to Amtrak and SEPTA at 
Philadelphia's 30th Street Station. 

PATH 
The PATH system carries over 70 percent of all pas-
sengers entering New York City by rail from New 
Jersey. Approximately 220,000 passengers use 
PATH each weekday, more than two-thirds of these 
during the morning and evening peak hours. PATH 
is the only rail service that provides a direct connec-
tion between New Jersey and the employment hub of 
lower Manhattan, one of the largest employment 
destinations in the world. PATH operates more than 
1,100 trains daily on a frequent schedule. With a 
fleet of 342 vehicles, it provides approximately 300 
million passenger-miles of service annually on 28.6 
route miles. The average fleet age is 26 years. 

PATCO 
A subsidiary of the Delaware River Port Authority, 
the Port Authority Transit Corporation of 
Pennsylvania and New Jersey (PATCO) operates a 
14.2-mile rail line between Lindenwold, NJ, and 
Center City Philadelphia. Designated the PATCO 
Hi-Speedline, this service has a total of 13 stations: 
nine in New Jersey and four in Philadelphia. 
Transfers to SEPTA are possible at three stations in 
Philadelphia. The NJ TRANSIT Atlantic City Rail 
Line, which originates and terminates at 30th Street 
Station in Philadelphia, stops at Lindenwold for 
transfers to PATCO. PATCO provides approximately 
95 million passenger-miles of service annually with a 
fleet of 121 vehicles. The average fleet age is 25 
years. 

Amtrak 
Amtrak service caters to mostly long distance travel 
and its trains operate over more than 22,000 route 
miles nationally. In New Jersey, Amtrak operates the 
Northeast Corridor line, which is shared by NJ TRAN-
SIT between Trenton and New York Penn Station. 
Stations in New Jersey include Trenton, Princeton 
Junction, New Brunswick, Metropark, and Newark. 

Bus Services 
NJ TRANSIT Bus Service 
NJ TRANSIT operates an extensive network of 
routes throughout New Jersey and connects to New 
York City and Philadelphia via commuter, local, and 
minibus services. Commuter service covers New 

York City, Philadelphia, and Newark. Additionally, 
local service is provided in Newark, Elizabeth, 
Paterson, Atlantic City, Camden, and Trenton, and in 
Hudson, Morris, Bergen, Middlesex, and 
Monmouth counties. Minibuses serve as feeders to 
rail stations and provide transport in lower-density 
areas. Map III.6 depicts NJ TRANSIT's bus service 
coverage across the state. 

NJ TRANSIT bus ridership has reached nearly 
470,000 daily, increasing 15 percent in the past sev-
eral years. The fleet consists primarily of 40-foot 
vehicles. NJ TRANSIT operates more than 1,600 
peak-hour vehicles from 16 garage locations, cover-
ing 178 routes. An additional 68 routes are con-
tracted to private carriers. NJ TRANSIT provides 
approximately 850 million passenger-miles of bus 
service annually. Including private carriers, the total 
fleet consists of 2,959 vehicles. The average age of 
NJ TRANSIT's bus fleet is 11 years. 

Private Bus Carriers 
Private carriers operate a number of independent com-
muter bus routes in New Jersey in addition to operat-
ing on a contract basis to NJ TRANSIT. Most of these 
independent routes serve New York City destinations. 
Private bus carriers operating in New Jersey include 
Greyhound, Bieber, Academy, Coach-USA, DeCamp, 
Lakeland, Martz, Red and Tan, and Transbridge. 

Access Link and Paratransit 
NJ TRANSIT's Access Link provides curb-to-curb 
paratransit service along regular bus routes for people 
whose disability prevents them from using existing 
local bus service. In addition, each of the 21 counties 
in New Jersey provide county-based paratransit serv-
ice for senior citizens and people with disabilities. NJ 
TRANSIT assists in the provision of accessible services 
by the counties and non-profit agencies through a 
variety of state and federal funding sources. 

Park-and-Ride Facilities 
New Jersey has more than 250 park-and-ride facili-
ties available to commuters, including 51 lots operat-
ed by NJ TRANSIT and 38 operated under the juris-
diction of NJDOT, the New Jersey Highway 
Authority or the New Jersey Turnpike Authority. 
Most of the remaining facilities are either municipal 
or privately owned. The park-and-ride lots range 
from joint use on commercial properties to exclusive 
park-and-ride facilities. 

---------------------*'* OVERVIEW 



Bicycle Access to Transit 
One way to both encourage! ransit use and provide 
improved accommodations for bicycling is to make 
transit accessible to bicycles. i l'urrently, NJ TRANSIT 
promotes bicycle acce1ss thb6gh the Bike Aboard 
Program, which enables pass~ngers to bring bicycles 
aboard trains on most NJ Tl1 1 NSIT lines during off-
peak periods. As of May 2000, NJ TRANSIT no 
longer requires bicycle per its. Bicycles are also 
allowed aboard PATH, PATC 1 

, and SEPTA trains dur-
ing off-peak travel peribds, wi1Lh certain limitations, as 
well as on some Amtrak train~ by prior reservation. NJ 
TRANSIT provides bicycle pa[king facilities at each of 
its rail stations, typically in the form of bicycle racks. 
The agency has also installed bicycle lockers at some 
stations that are available on lease basis. NJ TRAN-
SIT has also begun a pilot p1 gram to allow cyclists to 
place bicycles on racks locatecl on the fronts of buses. 

Advanced Public Transit M~ agement 
Various agencies in New Jersey I e insralling advanced pub-
lic transit management systems f improve transit service in 
the state. Such systems ar~ anoth r application of intelligent 
transportation systems, as, descri ed in the section on high-
ways. The following activities planned or under way: 

• In Newark, NJ TRA~ IT is implementing a 
vehicle tracking system for over 1,000 buses for 
scheduling and operational ~urposes. 

• TRANSCOM is tonsi4 ring options for alter-
nate bus routing systems. . 

• An effort is unde:rway I y New Jersey Highway 
Authority (NJHA) and tral]l it agencies to provide 
priority handling of buses at the Garden State 
Parkway toll plazas. I 

• NJHNNJDOT/FHWAj I ndi.ng is being used to 
develop a bus inspection (sa ety and emissions) and 
credential handling system Herbertsville, NJ. 

FERRY SERVICE 

Fifteen ferry routes are cu1lntly operated between 
New York City and New Jerse by five different opera-
tors. According to NJ TRANS T estimates, these ferries 
carry a total of approximately ~0,000 passengers daily. 

•New York Waterway 011drates ferry service from 
a variety of locations i~.cludih~ Hoboken, Jersey City, 
and Weehawken to the Worlf Financial Center; Pier 
78 in Midtown, and Pier 11 h Wall Street. They also 
operate seasonal services fro1 Weehawken to Yankee 
Stadium and Shea Stadium.1 

•The Port Authority of Ne,'l York and New 
Jersey (PANYNJ) co-sponsors fefry service from 
Hoboken to the World Financial C~nter. 

• Seastreak operates ferry se,rvice from both 
Atlantic Highlands and Highlancas in Monmouth 
County to Pier 11, as well as seas, nal service from 
Highlands to Yankee and Shea stacaiums. 

• NY Fast Ferry provides fe ry service from 
Highlands to Pier 11 at Wall Street East 34th Street, 
and Shea stadiums. 

• Liberty Landing Marina offers ferry service from 
Liberty State Park to the World Financial Center. 

Three additional ferry services s1rve the southern 
region of New Jersey. 

•The Delaware River and Bay ,j\uthority (DRBA) 
operates the Cape May-Lewes Fetry, a ·year-round 
operation that primarily serves si1mmertime recre-
ational travelers. 

•The Delaware River Port A thority assumed 
responsibility for operating the Ri'jerlink Ferry serv-
ice between the New Jersey aqu*ium in Camden 
and Penns Landing in Philadelphia in 2000. The 
service operates seven days a weetl between April 1 
and November 30. 

•DRE.A's Three Forts Ferry Ser1~ice runs between 
Fort Mott in New Jersey, Fort Delatare State Park on 
Pea Patch Island, and Delaware tity in Delaware. 
Operating from mid-April to mid- eptember, it is the 
only crossing of the Delaware Riv r open to bicycle 
traffic between the Ben Frankli Bridge and the 
Cape May-Lewes Ferry. 

New Jersey is home to a diverse and ctive system of air-
ports. The state's current system of public use airports 
is comprised of 53 facilities includin 48 airports, four 
heliports, and one seaplane base. Irycluded among the 
48 airports are three commercial s9rvice airports pro-
viding regularly scheduled passeng~r service (Newark 
International, Atlantic City Internatiinal, and Trenton-
Mercer), and 45 general aviation airports. During 
1999, more than 17.1 million passen ers boarded com-
mercial passenger aircraft at New J rsey's commercial 
service airports and more than 480,0i°0 commercial air-
lin.e operations (takeoffs and landinr) took place. 

Newark International Airport _ I 
Newark International Airport (EfR), one of the 
nation's busiest airports, is operred by PANYNJ. 
More than 16 million passengers b larded commercial 

·a .. ,l!!'l:e-
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MAP 111.6 - NJ TRANSIT BUS SERVICE COVERAGE 

-- NJ Transit Bus Service 

Source: NJ TRANSIT 
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flights at Newark in 1998. A new $120 million 
International Arrivals Facility opened in January 1996, 
with nearly twice the capacity of the former facility. 
Some 3,000 passengers per hour can now efficiently 
clear immigration and customs in the new facility. 

The Newark Airport Monorail operates 24 hours a 
day between each of the three airport terminals, the 
monorail parking lots, and the rental car agencies. 
PANYNJ is expanding the system by linking the air-
port monorail to lines served by Amtrak and NJ 
TRANSIT, making it possible to reach the airport 
directly by rail. The connection will be provided by 
extending the monorail system to a new intermodal 
rail transfer station on the Northeast Corridor line. 
This project is part of a more than $3 billion expan-
sion program of the airport's facilities. 

Atlantic City International Airport 
The South Jersey Transportation Authority operates 
the terminal, runways, and related facilities at 
Atlantic City International Airport (ACY), located 10 
miles from downtown Atlantic City. The airport is 
situated adjacent to the Atlantic City Expressway and 
two miles from the Garden State Parkway. In 1998, 
approximately 394,000 passengers boarded at ACY. 
The airport's recently expanded terminal can accom-
modate up to 1.3 million passengers per year. 

Trenton-Mercer Airport 
Trenton-Mercer Airport (TTN), located in Ewing 
Township, offers an alternative to the large hub air-
ports at Newark and Philadelphia. In 1999, approxi-
mately 86,000 passengers boarded commercial flights 
at Trenton-Mercer. Plans for an $18 million expan-
sion, which would include a new passenger terminal 
and improved passenger facilities, are being reviewed 
by the FAA, but face opposition from several citizen 
groups. 

General Aviation 
General aviation activity primarily refers to corpo-
rate, business, recreational, and training flight activi-
ty. New Jersey's 45 general aviation airports range in 
size from facilities that are home to numerous corpo-
rate aircraft and have runways in excess of one mile 
in length to small, privately owned turf strips that are 
primarily used for recreational purposes. No matter 
how big or small, each type of airport serves a partic-
ular market niche. During 1999, approximately 2.5 
million general aviation operations ( operations by all 
types of aircraft except commercial passenger and 

military) occurred at New Jersey's airports. More 
than 4,200 general aviation aircraft were permanent-
ly based at New Jersey system airports as of 1999. 

State Airport System Plan (SASP) 
NJDOT's Division of Aeronautics is currently spon-
soring a detailed analysis of New Jersey's public use 
airport system. The SASP is a multi-year project that 
will inventory the state's existing public use airport 
system, identify each airport's functional role within 
the system, evaluate each airport's performance rela-
tive to its functional role, identify facility gaps in the 
system, and develop long-range goals for the system. 
The outcome of the SASP will identify specific air-
port projects that should be implemented to allow 
individual airports to better realize their functional 
roles and thereby allow the system as a whole to bet-
ter meet the demand and specific needs of the users. 

One important concern to be addressed by the sys-
tem plan is the decline in the number of airport facil-
ities in New Jersey over the last several decades. One 
of the primary reasons for this loss is the ever-
increasing pressure to develop open space with 
higher density land uses. Although the decline has 
recently slowed, the significant loss in the number of 
airports affects the viability of New Jersey's overall 
aviation system. As small publicly owned and pri-
vately owned airports close, other airports are 
required to accommodate the aircraft that were 
based and operated at the closed facilities. 
Ultimately, larger general aviation and commercial 
service airports are affected by this increased activity, 
which in many cases leads to capacity shortfalls with 
regard to aircraft storage and runway capacity. 
Therefore, the closure of small, local airports can 
lead to increased congestion and delays at airports 
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such as Newark Internatioq.c: 1, and other facilities of 
11 I I • importance to the overa tri'unsportat10n system. 

The SASP will also include ljn evaluation of runway 
safety areas at 34 of t~e statb:el s airports, an economic 
impact study, and the develo1 ment of land use com-
patibility guidelines. The IP rpose of the economic 
impact study is to better m~ sure the (:conomic ben-
efit generated by the ayiatio industry, which is a sig-
nificant and growing c,omp6 ent of the New Jersey's 
economy. The land u~e co patibility guidelines are 
intended to help mun~cipali,t es protect aviation facil-
ities from future encr9achrri nt by incompatible land 
uses, such as residential devf opment. By prot~ct~ng 
airports from incomp:atiblt; land uses, the existmg 
airport system can continue to provide safe operat-
ing conditions and play an important role in the 

• I state's transportation system. 

I 
TRANSPORTATU) 

New Jersey occupies a criti al link in the nation's 
I • • transportation system, ser mg as a connection 

between New York and! New 1 ngland and the remain-
der of the continental United tates. In addition, New 

I 

Jersey serves as a terminal for air- and sea-borne 
freight from both inside andl utside the country- The 
freight transportation industt y plays a substantial role 
in the state's economy, :µot oJl by providing jobs with-
in the industry, but also by ct ating jobs in a varie~y of 
industries that benefit from f; vorable access to freight. 
The following sections desd ibe New Jersey's major 
truck routes, rail freight, rp ritime freight, and air 
cargo. Principal facilities arel hown in Map III. 7. 

The Commodity Flow Survey shojs that most of the 
freight originating in New Jersey emains within the 
state. Over two-thirds of the dome ti~ freight t?nnage 
originating in New Jersey was dJtmed for m-state 
locations in 1997, with another 9. percent destined 
for New York State and 7.8 percen for Pennsylvania. 
Similarly, 65.2 percent of all U.S. d mestic freight ton-
nage destined for New Jersey ori I inated within the 
state, with 5.1 percent from New ork State and 9.3 
percent from Pennsylvania. Other significant origins 
for New Jersey-bound freight in luded the South 
Atiantic states and Louisiana. 

Truck Routes 
New Jersey Turnpike/Interstate 95 Corridor .. 
The I-95 corridor represents one cpf the most critical 
through truck routes in the state. The corridor 
extends through New Jersey frorh Fort Lee in the 
north to Deepwater in the south. !Interstate connec-
tions are provided to New York ind New England 
via the George Washington Brid~e, to Pennsylvania 
via the Scudder Falls Bridge, an1 to Delaware and 
the southeastern region of the United States via the 
Delaware Memorial Bridge. Th~ main line of the 
New Jersey Turnpike (I-95 fl r most of the 
Turnpike's length) serves as the b ckbone of the cor-
ridor. US 1 serves a large number f trucks with local 
destinations in the corridor, and I- 95 and I-676 also 
have significant truck activity. 

Other Major Truck Routes 
Major east-west truck routes incl de I-78 and I-80, 
which stretch across northern New Jersey from New 
York to Pennsylvania. I-78 maJ currently be the 
busiest truck route in the state. Trucks also use US 
9, Route 18, and certain portions df the Garden State 
Parkway to access southern New J rsey. I-287, which 
connects to many of the above r utes, provides an 
additional route for freight truck ovement. 

An estimated total of 375.2 million tons of freight 
mov~s in_ Ne': Jersey t;ach ar, eit~er originating or 
termmatmg m the state or travelmg through the 
state. On a tonnage basis, ap roximatdy three quar-
ters of this freight - an esdited 283.1 million tons 
- travels by truck. ! Truck Travel Restrictions 

i The change in traffic patterns r sulting from the 
The US Census Bureau CC mmodity Flow Survey completion of I-287 through trthwestern New 
indicates that a total of 2241 illion tons of domestic Jersey, along with the growing le el of truck traffic 
(non-export) freight w. as sfu~pped from New Jers~y throughout the state, has raise public concerns 
origins in 1997. This freigh1 was valued at $286 bil- about the safety oflarge trucks in clrtain areas of New 
lion, and the average shipmlft traveled 466 miles. Jersey. NJDOT has responded to these concerns by 
Between 1993 and 19~7, pa~tel shipments from New placing restrictions on the routes available to larger 
Jersey, including US Postal s

1
ervice and courier ship- trucks (102 inches wide! travelin~ th~ou~h t?e state 

ments, rose 33.1 perc<:;nt onl f tonnage basis and 43.8 that are not making pickups or .ldehvenes m New 
percent on a dollar basis, antll the average distance for Jersey. Through movements by ~hese larger trucks 
parcel shipments increased f

1 

rl om 648 to 709 miles. are now restricted to designated "National Network" 

I 
0VE.RVJEW 
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routes, most of which are limited-access highways. 

Rail Freight 
While most of New Jersey's freight travels by truck 
for some portion of its trip, rail freight is also a sig-
nificant mode of transport for certain goods. The 
availability of a viable rail freight network has helped 
to moderate increases in truck traffic impacts that 
might have otherwise been greater. In 1998, accord-
ing to the Association of American Railroads, more 
than 38.5 million tons of freight were shipped by rail 
in New Jersey. Much of this freight passed through 
the Port of New York and New Jersey. 

Until last year, Conrail was the only freight carrier 
with a major presence in the state. In 1999, the com-
pany was acquired by CSX and Norfolk Southern, 
which now share the Conrail trackage in New Jersey. 
This change has produced shifts in rail freight oper-
ations, since freight customers can now choose 
between competing rail companies. The Canadian 
Pacific Railroad also serves New Jersey freight cus-
tomers at its Newark and Philadelphia terminals. 

Shortline Carriers 
In addition to the major freight carriers, 13 shortline 
railroads operate in New Jersey and provide local con-
nections in limited geographic areas of the state. The 
13 railroads in New Jersey are the New York 
Susquehanna and Western, the Morristown & Erie, the 
Black River and Western, the Belvidere and Delaware, 
the East Jersey, the Port Jersey, the Southern Railroad 
of New Jersey, the West Jersey, the Winchester and 
Western, the SMS, the Durham, the New York and 
Greenwood Lake, and the New York Cross Harbor. 
Among the shortline carriers, the NY Cross Harbor is 
unique in that it allows rail freight to cross the New York 
Harbor to Brooklyn, where it connects to the New York 
& Atlantic Railway via barge. 

Infrastructure Limitations 
Physical constraints on rail service in New Jersey include 
the weight capacity of older bridges and low overpasses 
on some freight lines. Another issue affecting rail serv-
ice is inefficient signaling systems, which reduce operat-
ing efficiency. The limited capacity of switching and 
intermodal yards also restricts the expansion of rail 
freight service in New Jersey. In addition, the lack of 
direct freight rail across New York Harbor forces rail 
freight bound for points east to either be routed via an 
indirect route through Albany, NY, or to be ferried 
across the harbor via the New York Cross Harbor Ferry. 

Shared Freight/Passenger Trackage 
Another constraint on freight rail transportation is the 
growing volume of passenger rail service in New Jersey, 
which is competing for the limited capacity of New 
Jersey's rail network. Both NJ TRANSIT and Amtrak 
own rail lines that are shared by passenger and freight 
uses, and NJ TRANSIT already operates on line seg-
ments owned by freight railroads. In addition, NJ 
TRANSIT has proposed new passenger service on lines 
that are currently used only for freight. Shared track-
age with light rail passenger service, such as the South 
Jersey Light Rail System (currently under construc-
tion), is subject to federal safety restrictions on the inter-
mixing of light rail and heavy freight equipment. 

Maritime Freight 
In addition to New Jersey's surface transportation 
network, the state has a significant volume of water-
borne freight. New Jersey's principal seaports are the 
Port of New York and New Jersey and the Port of 
Philadelphia and Camden, and a number of smaller 
ports provide for freight movement (Bridgeton, 
Fieldsboro, Florence/Roebling, Gloucester City, 
Paulsboro, and Salem). The seaports located in north-
ern New Jersey and New York make up the largest 
container port region on the East Coast. 

Port of New York and New jersey 
The Port of New York and New Jersey is the third 
largest US port in terms of the dollar value of goods 
shipped, as of 1997, and the fourth largest US port 
in terms of tonnage. The Port of Newark/Elizabeth 
accounts for most of the freight movement in the 
Port of New York. In 1998, this port did $20 billion 
in business, handling 1.1 million ocean containers 
totaling 18.2 million tons. 

One of the most serious physical constraints facing 
waterborne shipments in New Jersey is the depth of 
the navigation channels approaching Port 
Newark/Elizabeth. Over time, silting has gradually 
filled in the sea lanes, restricting deep-draft ships 
from gaining access to the seaport. In addition, the 
maritime shipping industry has shifted towards the 
use of larger ships that require even deeper sea lanes 
to reach port. A number of dredging projects have 
been undertaken, while additional dredging propos-
als are under consideration. However, the presence 
of contaminated silt complicates dredging operations, 
due to the need for an appropriate disposal site. 
Another important issue is access to landside facilities 
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such as warehouses, ter~ nals, and surface trans-
portation connections. T~e planned Portway project 
seeks to address some of th se concerns for the New 
Jersey side of the Port of N w York and New Jersey. 

Port of Philadelphia and Ca4 en 
New Jersey's second maj r port is the Port of 
Philadelphia and Carhdenj hich is controlled by the 
Delaware River Port Authd ity (DRPA.) It is the 11th 
largest US port in to:q.nage I s of 1997, and the 19th in 
dollar value. This port dID s $1.2 bil[ion in business 
and is the largest break-bul facility on the East Coast. 

Ports/Pipelines i 
Many private facilities alsb support the tremendous 
volumes of petroleum t~ t literally flow into· the 
state's refineries. 

Air Cargo 
Although air freight make~ up a comparatively small 
portion of New Jersey's tob 1 freight, most shipments 
t~nd to be high in valuf N_ewa~k In~ernation~l 
Airport serves as the state' maJor air freight termi-
nal. PANYNJ reports app~ ximately 1.1 million tons 
of air cargo wa~ shilcped through Newark 
International in 1998. Th"s makes Newark Airport 
the eighth largest air cJ o facility in the United 
States. New Jersey's a~ cargo is also shipped 
through Philadelphia andl tlantic City international 
airports. Landside .access to each of these airports 
affects the efficiency of aii shipments to and from 
New Jersey shippers.O I 
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A variety of techniques were used to solicit comments 
from the public about transportation in New Jersey: 

• Public Information Centers were conducted 
early in the study at four locations throughout the 
state: Newark Penn Station, PATCO's Woodcrest 
Station, the Atlantic City Bus Terminal, and the 
Bridgewater Commons Mall. 

• A project web site - www.njchoices.com - was cre-
ated to both provide information to the public and 
seek input from individuals. 

• Issue groups were conducted with experts to dis-
cuss transportation issues as they relate to five key 
areas: freight, travel and tourism, mobility and the 
aging, travel demand management, and technology. 

• Focus groups were held in which citizens from 
different demographic groups were asked how trans-
portation affects their lives and what changes they 
would like to see. This included representatives of 
the following: low-income transportation users, 
minorities, people with disabilities, rural transporta-
tion users, and transit users. 

• A public opinion survey was conducted by tele-
phone throughout the state to capture a snapshot of 
public perceptions of various aspects of the trans-
portation system in 2000, and to track trends. The 
survey included 800 residents over the age of 18 
selected at random on a regional basis. It asked 
many questions that have been used on previous sur-
veys to identify changes in perspectives, as well as 
additional questions developed for this long-range 
planning effort. 

PUBLIC ANFORMATION CENTERS 

Many of the people questioned at the Public 
Information Centers are very satisfied with New Jersey's 
transportation system. However, there were specific 
comments on improving the system. Participants fre-
quently commented that buses and trains are too crowd-
ed, schedules are not coordinated, service is too limited 
(particularly at nights and on weekends), and other 
areas are not served by public transit at all. In addition, 
they noted that roads are too congested and highway 
signage is often inadequate or confusing. 

PROJECT WEB S~TU:: 

People who visited the project web site expressed 
similar perspectives about New Jersey's current 
transportation system. In addition, they commented 
on a need for more parking at train stations, facilities 
for bicycles, greater safety for pedestrians at intersec-
tions, and fewer potholes. 

ISSUE GROUPS 

Freight 
Participants in the issue group on freight agreed that 
goods movement has become a major challenge in 
New Jersey and that efficient and effective freight 
movement is critical to the state's economy and to the 
quality of life of its citizens. 

New Jersey is a major market for goods and a signifi-
cant multimodal point of entry, exit, and distribution 
for the entire nation; the movement of goods is cur-
rently the fourth largest industry in the state. The next 
25 years are expected to feature a tremendous demand 
for goods movement. The number of containers the 
Port of Newark/Elizabeth currently handles annually is 
predicted to double within the next ten years, and to 
double again in the next forty years. Similar increases 
are expected at the Port of Camden and the state's 
smaller ports, as well as at its international and region-
al airports. Although the use of rail is expected to 
increase, trucks will still dominate freight movement, 
adding to the congestion on the state's roadways and 
being slowed by that congestion, at a cost to everyone. 

Major congestion is not limited to the port areas. 
Everything the eight million citizens of New Jersey use 
in their daily lives represents a freight movement of 
some type. In addition, the freight industry is now com-
peting for available land to use for terminals, sidings, 
and storage yards. 
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Travel and Tourism 
Travel and tourism are impJrtant sources of jobs and 
revenue for New Jersey. To

1 

aintain and expand these 
economic benefits, the state e_e~s to ~ttra~t ~ncreasing 
numbers of travelers; coJ etition with similar shore 
areas such as those in Dela"'[ re and Maryland is strong. 
The transportation networU ust serve travelers well or 

• I they may choose to go else':'7 

Increased developm~nt inl he southern and eastern 
part of the state, coupled

1 
ith an expansion in the 

hours and seasons when .R ople travel for recreation, 
has seriously increased c9 gestion on the roadways 
leading to and serving the i ersey Shore. A significant 
increase in local traffic is i ow combined with recre-
ational traffic on a much I ore regular basis. At the 
same time, however, oppo* nities to increase capacity 
are limited. Measures must be found to accommodate 
recreational travel througfy ut this state, including in 
the gateway area into New) ork City. 

Mobility and the Aging pulation 
Currently 13 percent of alll · ericans are 65 and over. 
By 2030, 20 percent of all

1 

ericans are expected to 
be 65+. That would tota 70 million people, more 
than twice the numl,ler in1J998. In New Jersey, the 
percentage of people 65 

1 
nd older is expected to 

increase at a similar rate f1 m its current 13 percent. 

More of our elderly are q ing alone and in commu-
nities where public t:ranspb tation is not always acces-

. I 

sible, yet they want and xpect to be independent 
and included in social h d community activities. 
Although senior centers I nd community-assistance 
agencies provide subsid~ s or operate paratransit 
services to meet mobilitf needs, limited resources 
sometimes restrict these tr ps to those that are med-
ically necessary and to stj pping for food and basic 
essentials; all other trar 1, including visits with 
friends, religious activitie , and continuing educa-
tion, may be difficult or I en impossible. In addi-
tion, more people aged 6i and older will be driving ::.::: :::::r::::li::;::) 
TOM refers to programs hhd techniques designed to 
relieve congestion by redt ing the number of single-
occupancy vehicles on the ighways. It includes such 
elements as ridematchint carpooling and vanpool-
ing, telecommuting,: estaql shing shorter work weeks, 
providing park-and-ridel facilities and shuttles to 
transit stations, ma¼.ing l enities available for bicy-

clists, and offering tax incentive to promote transit 
use. Perhaps most important, i· also includes mar-
keting public transportation anf these other meas-
ures as desirable alternatives to ~riving alone. New 
Jersey's nine Transportation M1nagement Agencies 
(TMAs) are the main proponenil of these programs. 
They see an increased and conti uing need for fund-
ing and commitment to the pro rams if they are to 
succeed in their mission. 

Technology 
Intelligent transportation system (ITS) represent an 
exciting way to improve travel by managing the trans-
portation system better. These al vanced information 
and communications technologies offer a wide variety 
of applications that can improv travel in the state 
using the transportation netwo k that is already in 
place. They not only permit a , ore efficient use of 
the existing transportation infra tructure, they do so 
at a lower cost than would be required for system 
expansions, and without comp ,omising social, eco-
nomic, or environmental concer s. 

Institutional changes may be required in how projects 
are funded if they are to succeed.}n the long run, how-
ever. In addition, a trained wortforce will be needed 
to develop, operate, and maintai these systems. 

The focus groups that include citizens who live in 
mostly urban area (low-income and minority trans-
portation users and transit ride s) repeated many of 
the concerns expressed at the Public Information 
Centers and on the web site. Ther people emphasized 
aspects of the public transportLtion system. They 
noted that buses and trains are too crowded, schedules 
are not coordinated, and service lis too limited (partic-
ularly at nights, on weekends, an, in poorer neighbor-



hoods). They also commented that there are not 
enough bus shelters and many existing shelters are in 
poor condition. In addition, they said that getting 
schedule and fare information can be difficult, and the 
zone payment structure is confusing. When asked 
what transportation improvement they would like to 
see most, they stressed the need for more bus service. 

The participants in the group for people with dis-
abilities emphasized the need to accommodate 
wheelchairs on public transportation, including pro-
viding better training for bus drivers and train con-
ductors in providing assistance. They also men-
tioned difficulties in traveling on uneven sidewalks 
and in crossing at intersections with the current sig-
nal timing. Although they acknowledged the useful-
ness of Access Link, NJ TRANSIT's paratransit serv-
ice, they were vocal in describing its limitations on 
their personal mobility. . 

The rural transportation users, on the other hand, 
talked primarily about problems arising from road 
and bridge construction and flooding. They focused 
primarily on safety concerns, including the lack of 
shoulders on highways, inadequate lighting and 
signs, and not enough guardrails. They would also 
like to see more bicycle and pedestrian facilities. 

PUBLIC OPINION SURVEY 

Several of the questions posed in the survey were 
included to identify changes in the public's perspec-
tives about New Jersey's transportation system. 

Figure 111.4 
How Well Does NJ's Transportation System 

Meet Your Needs? 

Not too well 
12% 

Don'tknovv 
7% 

Somewhat well 
34% 

When asked how well New Jersey's transportation system 
meets their travel needs, 68 percent of the respondents 
reported that it meets their needs somewhat or very well. 

Figure 111.5 
How Would You Rate the Condition of 

NJ's Roads and Highways? 

Only fair 
32% 

Respondents were asked to rate the overall condition of 
the state's roads and highways. Ten percent rated them 
as excellent, 48 percent good, 32 percent only fair, and 
10 percent poor. Although 29 percent indicated that 
the condition of roads and highways has improved in 
the past few years, 25 percent reported they are worse, 
with 46 percent saying they are about the same. 

Figure 111.6 
How Would You Rate NJ's Public 

Transit System? 

Poor 
11% 

Eighteen percent of respondents rated the state's 
public transit system as excellent, 30 percent good, 
20 percent only fair, and 11 percent poor. However, 
26 percent thought the state's public transportation 
system has gotten better over the past few years, and -OVERVIEW 
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only 16 percent repout/ed that . it is worse. 
Sign~ficantly, the p~rcentag~ who pe:ceive that the 
state s transportat10h systfm has improved has 
moved up 10 percent sine<:! the 1990 survey. 

I 

The theme of this long-ra ge plan update is trans-
portation choices. Surve~ espondents were asked 
what modes they woµld li e to have access to that 
they don't have now. 1' irty-nine percent want 
access to buses, 39 percent ant access to rail servic-
es, 4 percent want access to car, and 2 percent want 
access to a bike. 1 

Figure III. 7 
How Serious Is Tr £:fie Congestion 

inYour rea? 

Somewhat serious 
26% 

Not too serious 
17% 

Very serious 
57% 

. I 

Respondents were also askf how serious traffic con-
gestion is in their areas. FiJft -seven percent said very 
serious, 26 rated it somewH t serious, and 17 percent 
said it is not too serious. ! he percentage of those 
saying traffic congestion i~ a very senous problem 
moved up 24 percent int~ past decade. 



Since the 1970s, the rate of population growth in 
New Jersey has been lower than that of the nation as 
a whole, and both have gradually slowed. According 
to the New Jersey Department of Labor, from 1980 -
2000, the state's total population increased by 40,000 
persons annually, or approximately 1/2 percent. 
This compares with the US rate of more than 1 per-
cent per year. 

From 1960 - 1998, the central counties in New Jersey, 
specifically Ocean, Middlesex, Monmouth, Somerset 
and Morris, accounted for nearly 60 percent of the 
total population growth in New Jersey. Other high-
growth counties were Burlington, Camden, 
Gloucester and Cape May in the south, and Sussex 
and Hunterdon in the north. Three counties with 
population decreases in that period were the more 
urbanized Essex, Hudson, and Union counties. 

Somewhat faster population growth is predicted in the 
future for New Jersey. Based on forecasts prepared by 
the state's three metropolitan planning organizations, 
New Jersey's population is estimated to grow from 
7,365,011 in 1980 to 8,198,307 in 2000, an increase of 
11.3 percent. From 2000 to 2020, nearly one million 
more people are expected to live in New Jersey, 
accounting for a growth rate of 12.2 percent. By the 
year 2025, our population will be 9,447,422. This 
means that New Jersey's population is forecasted to 
grow by more than 1.2 million people, or slightly 
more than 15 percent, in the next 25 years. The num-
ber of people living in every county in the state is 
expected to increase during that period, and Atlantic, 
Cape May, Burlington, Gloucester, Hunterdon, 
Monmouth, Ocean, Somerset, Sussex, and Warren 
counties are forecasted to grow by 30 percent or more. 
Map 111.8 depicts New Jersey's projected population 
change from 2000 to 2025 by county. 

The two components of population change are natu-
ral increase (births minus deaths) and net migration 
(the number of people moving in minus the number 
moving out). Net migration is typically more volatile 
than natural change because it primarily reflects the 
condition of the labor market. 

From 1995 - 2025, projections indicate that more 
people will move out of New Jersey than will move in 
to it from other states, but this state will experience a 
positive natural increase and continued net immigra-
tion from other countries. In fact, New Jersey will 
have the fourth highest net immigration of all states 
(behind only California, New York, and Florida). 

In terms of age distribution, the "baby boom" gener-
ation (those persons born between 1946 and 1964) 
comprises the largest generation in New Jersey. This 
is significant for two reasons: this generation includes 
people whose economic productivity and income are 
at their peak, placing great demands on the state's 
transportation system, and it will mean a rapid 
increase in the percentage of elderly population 
(65+) after 2010. This change will be accompanied 
by a decrease in the percentage of people aged 20-64. 

Seniors are currently such a significant portion of the 
population that they can be separated into three seg-
ments: the "young elderly" (65-74) the "middle-aged 
elderly" (75-84), and the "elderly elderly" (85 plus). 
For the period 1990 - 1998, the young-elderly seg-
ment growth rate declined slightly, while the middle-
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aged elderly segment grew; t a faster rate (20.6 per-
cent) and the elderly-eld9r y segment grew at an 
explosive rate of 37.8 perm t. 

I 

Currently, Ocean, Bergen, , nd Essex counties have 
the greatest concentration o the state's senior popu-
lation. Other counties witli at least 6 percent of the 
over 65 population a.r,e HJ son, Union, Middlesex, 
and Monmouth in east clentral New Jersey. The 
state's senior populatipn is t ncentrated more in the 
metropolitan and suburban counties and less so in 
the rural areas. Howeve:i;-, according to the New 
Jersey Department of Labo , more than 15 percent 
of the total population in e4 h county will be 65 + by 
2010 in Cape May, Sale: , Ocean,. Union, and 
Bergen counties. In partic lar, Bergen, Middlesex, 
and Ocean counties will ach have more than 
100,000 people aged 65 or Ider. 

New Jersey 's population is also becoming increas-
ingly diverse. The US Cen~ s Bmeau classifies pop-
ulation into five major ethni groups: White, Black, 
Hispanic, Asian, and Ame ican Indian. National 
trends indicate that from I 995 - 2025 the largest 
absolute growth will be in f e Hispanic population. 
By 2025, Hispanics will sur ass Blacks as the most 
populous minority grnup in the country. This trend 
is largely the product of im: , igration. 

I 
From 1995 - 2000, New J rsey had a 17 percent 
increase in its Hispanic pd ulation. Between 2000 
and 2025, New Jersey';s Asici population is projected 
to grow by 109 percent, the1 argest growth of all eth-
nic groups. In fact, by 202 , New Jersey will rank 
fourth among all states in i~s Asian population. New 
Jersey's Hispanic populatio~ is projected to grow by 
78 percent, the White popu'l tion will grow by 6 per-
cent, and the Black populat"on will grow by 39 per-
cent. By 2025, the state's IEiispanic population will 
exceed the state's Bladk po_Ei) lation. 

I 

New Jersey's ethnic diversity i especially apparent in its 
more urban areas. In general the Hispanic population 
is expected to increase in ol er urban areas and the 
Asian population to increase Ii older suburban areas. 

Household characteristics ~r also important factors 
in transportation planning· ecause the characteris-
tics of households are used to predict demand for 

I 

travel. Nationally, trenq have shown rapidly 
increasing numbers of h useholds, decreasing 
household size, and increa!s d diversity in types of 

households. Similar trends are ~ccurring in New 
Jersey - more households but s aller ones, more 
households that comprise people who are not relat-
ed, fewer households with married couples, and 
more single-parent households. 

New Jersey continues to be the ~ost densely settled 
state in the nation, with an avera e estimated popu-
lation density of 1,077 persons per square mile. 
However, the population trend h s been one of dis-
persion as residents continue to move into newer 
suburbs and rural areas while the population of our 
urban centers decreases. The ma·ority of residential 
growth has been in newer suburb and rural areas -
mostly in areas 30-50 miles from vfanhattan and 15-
25 miles outside Philadelphia. 

The 2000 Census is expected to sh w that only 11 per-
cent of New Jersey's total popula ·on is based in its 
cities, and that four suburban ownships (Edison, 
Woodbridge, Dover, and Hamilto --i) will each reveal 
populations that exceed those of Tr nton and Camden. 

Overall population growth will ontinue to make 
increasing demands on New Jersey'{ transportation sys-
tem. Population growth in the state1 surrounding New 
Jersey will contribute to the flow of if terstate traffic, and 
the more suburban and rural centrfl and coastal coun-
ties of New Jersey willi experience grfater travel because 
of increases in the number of people who live there. 
The generation of "baby boome!J." will continue to 
influence transportation needs as ey work their way 
through middle age, remain activ in the workforce, 
continue to drive more miles, and d[mand more trans-
portation services. As household sizf decreases and the 
number of households continues f o rise, so will the 
number of trips as well as the dem nd for transporta-
tion services and system capacity. 

The current concentrations of eld, rly persons are in 
the metropolitan and suburban a~eas of New Jersey 
including Ocean, Bergen and Ess1ex counties. The 
services needed by seniors are largef y available in these 
areas, and they wiH be in evenl greater demand. 
Mobility issues will arise especially fiDr the elderly living 
in rural areas of the state, where a ~parser population 
and greater distances affect the typ of transportation 
services that can be provided efficie tly. 



MAP 111.8 - PROJECTED POPULATION CHANGE 2000-2025 
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The growing senior population has a number ?f 
transportation implications for the state. The avail-
ability of senior transit services for medical and per-
sonal travel will become increasingly important, 
especially during off-peak periods. 

New Jersey and other states also face the question of 
how to identify and address safety issues associated 
with senior drivers. Some states have implemented 
voluntary driver testing once a certain age is 
reached. Others are considering requiring eye test-
ing and/or driver testing every ten years as part of 
the license renewal process. As adult living commu-
niti.es are developed, it will be important to work 
with transportation providers and other agencies to 
focus senior transportation strategies on particular 
areas. Alternatively, New Jersey may need to consid-
er providing developer incentives for building tran-
sit-oriented senior living communities. 

New Jersey's increasing immigrant population will 
require communicating with increasingly divers_e 
groups of residents. Highway signage, travel advi-
sories, and other information about the transporta-
tion system may need to be translated into multiple 
languages. New Jersey's transportation providers 
may also need to hire more multilingual employees, 
especially in customer service, to adequately serv_e 
this diverse population. In addition, these immi-
grant populations may also affect the average house-
hold size within the state over time because some cul-
tures typically have an extended family household. 
Larger household sizes can have implications for trip 
making and the transportation system. 

Small, two-wage earner households with high 
incomes have created the "demographics of afflu-
ence." Throughout the US, high incomes are relat-
ed to higher auto ownership, and in New Jersey they 
are also related to longer commutes. Many wage 
earners work in Manhattan, particularly in the finan-
cial center. This phenomenon has led to increased 
demand for housing in northern New Jersey and, in 
turn, to higher housing costs. Additionally, trans-
Hudson commutation needs are expanding. 

The trip-making patterns of New Jersey's increasing 
single-parent households may also change the 
demands on the transportation system. This type of 
household often combines trips, using a trip to day care 
to also run other errands or buy groceries, for instance. 
This kind of travel makes using transit and ridesharing 

more difficult. Longer-term trends may affect average 
trip distances as single parents choose to live nearer to 
employment, schools, and recreation facilities. 

ECONOMDC AND EMPLOYMENT 
CHARACTERBSTICS .AND TRENDS 

Economic trends in New Jersey are influenced by both 
national and international conditions. New Jersey is 
located in a megalopolis between two of the largest 
cities in the nation. Economic forces beyond its control 
therefore affect it. 

New Jersey had the eighth largest economy in the 
nation in 1996 as measured by Gross State Product. 
In a regional context that includes New York, 
Connecticut, and Pennsylvania, New Jersey's econo-
my is growing the fastest; it has outperforme~ these 
nearby states for the past twenty years. In times of 
economic expansion the state's economy has 
expanded more than those of neighboring states, 
and in the recession of the late 1980s it declined less. 

While total employment in the US increased 1.5 per-
cent annually, in New Jersey it increased one percent 
per year from 1980 - 1999. New Jersey's employme~t 
growth outpaced that of New York and Pennsylvama 
from 1993 - 1997. Statewide employment growth for 
1990-2000 was about 5 percent; however, five north-
ern counties (Passaic, Bergen, Essex, Hudson, and 
Union) lost employment during this period. Recent 
data reveal job growth of 67,200 in New Jersey in the 
one year from June 1999 to June 2000. The 1999 -
2000 unemployment rate in New Jersey dropped to 
3.4 percent, the lowest since 1970. 

For 2000 - 2025, New Jersey is projected to have a 25 
percent growth in employment based on metropoli-
tan planning organization forecasts (see Map 111.9). 
All counties are projected to experience job growth, 
with Hunterdon and Somerset counties expected to 
have the largest percentage increase. 

Mirroring the US economy, New Jersey's economy 
will continue to experience a shift from goods-pro-
ducing industries to service-producing industries. 
New Jersey's manufacturing economy peaked in 
1969. Manufacturing employment in New Jersey 
declined by 38 percent from 1980 - 1998, while serv-
ice employment increased by 99 percent during the 
same time period. The New Jersey Department of 
Labor anticipates that manufacturing jobs will con-
tinue to decline, except in high value-added busi-
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nesses such as pharma¢eutica s. The largest percent-
age increases will be irt the rvice sec~or, which will 
grow at three times th~ rate fall jobs. This growth 
will offset declines in waking goods. 

The greatest employrpent I rowth is expected to 
occur in the business, healtli, and social services sec-
tors. The greatest em~loyme t decreases are expect-
ed in the electronic eqthpme t, industrial machinery, 
and apparel and textile prcr ucts sectors. Business 
services such as computer, d ta procesi;ing, and per-
sonnel supply services) are J ojected t~) be strong in 
New Jersey. The health ser ices sector will grow, in 
part, because of the increa ing senior population. 
Employment growth iti sed

1

_ rs such as engi~eering, 
manag~ment, and corµmo11 y brokers are likely to 
lead to mcreased demand fo office space. 

Similar to the national trend1 females aad non-Whites 
have increased their ~hares in New Jersey's labor 
force. Since 1989, the i growt rate for women in the 
workforce has slowed; but i is faster than that of 

I 

males. Between 1990 , - 199 , women accounted for 
nearly all the net lab9r fore increase. During the 
same period, the grmyth dt for non--Whites in the 
labor_ force was 20 pe~_cent, I early 7? percen~ of the 
total mcrease. Growth l.n the on-White share 1s large-
ly a function of increasing im igration. 

From 1969 - 1997 the statJ. base for total personal 
income, "personal econ;omic b pacity," sfaifted from the 
northern urban countjes tow rd the "wealth belt" in 
central New Jersey, wh~re fou of the top five wealthiest 
counties are located. SbmerJ t County was ranked # 1 
in per capita income at 143 p~ cent of the statewide per 
capita income. Howev~r, th~ e are still large income 
gaps between rich and poor c unties in New Jersey. In 
1997, the average per! capita income in Cumberland 

I I County was less than ha,lf that f Somerset County. The 
rate of New Jersey fall}ilies ii ing in poverty has been 
lower than that of the country as a whole for at least ten 
years. Seven percent of all N w Jersey families were at 
the poverty level in l 9Q7 - 19 8, compared to 10.2 per-
cent in the nation as a whole 

were taken to New Jersey in 1998, almost 19 million 
of which were for business. 

The geographic distribution of NeJ'. Jersey's tourism 
has implications for the trans ortation system. 
Approximately 25 percent of the t urism trips made 
in 1998 were to casinos in Atlanti City, 12 percent 
were to New Jersey's beaches, an 7 percent were 
destined for other outdoor activites. New Jersey's 
tourism industry also has season 1 implications for 
the transportation system, wit June through 
September as the busiest months. 

The new economy that is eme1 ging has spread 
throughout the state rather than emaining focused 
in central cities as in the past. La ge regional shop-
ping malls began to dominate New Jersey retailing in 
the 1980s, and more than 80 perc nt of all the office 
space ever built in the state was c nstructed in that 
decade. In the 1990s big box reta ling emerged as a 
trend primarily along suburban ighways. These 

;~~~i~Ocet:te{~o~i;~is:q~~r~nf!:t ~+~esar:itFre~::~t~; 
developed into "power centers" f up to 1 million 
square feet - as large as many egional shopping 
malls. These centers are almost to ally dependent on 
automobile access and generate su stantial traffic. 

New businesses are a sign of econ]mic growth. New 
business incorporations in New Jerse declined by 7 per-
cent in the late 1980s but then incr ased by 33 percent 
from 1990 - 1995. Recent New Jers ,y data indicate that 
for every 1,000 jobs lost through dpwnsizing in larger 
corporations approximately 300 new home-based busi-
nesses are created. National estim tes indicate home-
based businesses increase at 12-18 p, rcent per year. 

All New Jersey counties are rojected to have 
employment growth over the neKt 25 years. The 
services sector will continue to increase while manu-
facturing declines. Although le~s freight may be 
shipped from the state, increas d freight activity 
associated with the Port of New Yo k and New Jersey 
will more than take its place on t, e state's highways 
and rail freight system. 

More home-based businesses mad possible by mod-
ern technologies can reduce som commuting trips. 
Trends already show that peak feriods have been 
spreading out over longer portion of the day as peo-

Tourism plays a major role 1 New Jersey's economy. 
In 1998, the travel and to rism industry in New 
Jersey directly genera~ed 4p ,000 jobs. Taking into 
account the additiona:I indi ect impacts of tourism, 
this industry created! 635,b 0 jobs that year, con-
tributing $2.2 billion in stat and local taxes to New 
Jersey. Nearly 164 million ravel and tourism trips 

i I . ,. 
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ple take longer to get to their destinations and some 
choose to travel at less congested times. These extend-
ed peak periods are also influenced by strategies such 
as travel demand management that encourage flex-
time and compressed workweeks. Continued growth 
in home-based businesses should reduce peak-period 
trip making. However, the services economy will con-
tinue to promulgate a high level of business travel 
between offices, clients, and customers. 

The combination of a growing labor force and slower 
job growth will mean small increases in unemploy-
ment. If new businesses continue to locate in subur-
ban areas, and many of the new jobs are in highly 
skilled technology fields, the unemployment problems 
facing urban areas will likely increase. The geograph-
ic shift to suburban work locations and the shift 
toward a need for a highly skilled work force may con-
tribute to continued concentrations of poverty in New 
Jersey's cities. To combat this possible trend, improv-
ing access to jobs for urban residents, through work 
force training, job and skill matching networks, trans-
portation, communications, and education, is critical. 

TRENDS SN 
TRANSIT USE, AND GOODS MOVEMENT 

In 1960, about one of five New Jersey households 
had two or more automobiles. By 1990, more than 
one-half of the state's households had two or more 
cars. In 1998, 5.6 million people were licensed to 
drive, while 5.8 million vehicles were registered, 
more than one vehicle per driver. 

Ridership on the state's transit system is also increas-
ing. NJ TRANSIT's daily bus and rail ridership has 
grown from 290,000 in 1992 to 357,900 in 1999, an 
increase of 23 percent. However, transit's share of 
work trips has decreased over time. 

In the 1970s New Jersey, like other northeastern states, 
went through a period of abandonment of unprofitable 
urban rail freight lines. The Northeast's rail infrastructure 
has been downsized over the past thirty years in an effort 
to make freight services more manageable and profitable. 
Conrail inherited most of the system's freight operations, 
while NJ TRANSIT took over the rail passenger market. 

The recent CSX/Norfolk Southern purchase of 
Conrail has changed the role of the state's freight rail 
lines. New Jersey now has more regional market ties, 
which significantly influences the role of freight lines 

in the movement of goods throughout the region. 
Major rail competition will deliver more rail options 
to shippers and may lead to some growth in the 
amount of goods moved by rail in coming years. 

Smooth intermodal linkages are now a vital aspect in 
the coordination between rail services and trucking. 
The emergence of intermodal distribution centers in 
suburban and rural areas will make possible the use 
of rail freight lines for long haul service, but trucks 
are still needed for shorter distances. Locations 
between the rail lines and highways have become 
desirable for warehousing and distribution centers. 

E-commerce and the global marketplace are affect-
ing the movement of goods and services throughout 
New Jersey. Although the impacts on New Jersey 
have not yet been quantified, experts recognize that 
business practices are quickly changing. Market 
dynamics have begun to shift with the globalization 
of the economy. The "just-in-time" inventory prac-
tices made possible by modern technology are in use. 
Geography no longer defines the market of a busi-
ness that uses the Internet in daily operations. In 
New Jersey and elsewhere, intermodal centers will 
become increasingly important hubs for shipping 
goods to the global marketplace. 

The northern New Jersey metropolitan area is facing a 
number of unprecedented developments in its freight 
distribution system that will challenge its existing phys-
ical infrastructure. The key port and intermodal 
freight facilities located in the region are major eco-
nomic assets and play a key role in allowing the region 
to participate in the international economy. The Port 
of Newark/Elizabeth captures more than 50 percent of 
the market for containerized freight moving through 
North Atlantic ports. More and more cargo is also 
being moved by air. Typically, air cargo is low in weight 
but high in value. One million tons of air cargo moved 
through Newark International Airport in 1999. Steady 
increases are expected in the future as freight carriers 
such as Federal Express, Airborne, and UPS expand 
their presences at the airport. 

PANYNJ officials are forecasting a doubling of port 
traffic over the next 10 years and a quadrupling 
from current levels over the next 40 years. In addi-
tion, CSX and Norfolk Southern have projected that 
perhaps a million domestic containers will be divert-
ed from main north-south interstate highway corri-
dors, with much of this traffic potentially headed to -,-OVERVIEW 



rail terminals in this region.; he huge regional mar-
ket drives this increased fr:e·ght traffic in northern 
New Jersey and New York (C ty as well as the growth 
in world trade. According t PANYNJ, these factors 
virtually guarantee th~t thdr wiH be large increases 
in truck trips through• nortl rn New Jersey. 

IMPLICATIONS 

As noted earlie_r, New J er~e I as more !:han one vehi-
cle for every licensed I dnver two vehicles for every 
household and 1.5 vehicles i er job. These data indi-
cate that the potential sh ply of travelers and 
demand for automoljiles ! ay finally be reaching 
equilibrium. Nationally an~ within New Jersey, the 
average number of n/liles hides travel each day 
continues to grow. People c ntinue to drive longer 
distances and make more t~i s. In New Jersey, sub-
urb-to-suburb and other l@ g-distance commuting 
has exacerbated peak-perio~ congestion. 

I 

While the state's population' nd employment centers 
continue to spread out, ef cient transit service is 
becoming increasingly

1 
diffidJlt to provide. 

The consolidation of railroa1 and port development 
I • 1 has increased the role of N w Jersey as a reg10na 

freight activity center, furthe increasing the amount 
of freight that is expected td ove through the state. 
New Jersey will face a: challlnge in prnvidi.ng loca-
tions for the needed. inte~ odal and distribution 
centers, and it must "'[ork t ensure that plans and 
policies for infrastructure a e adequate to support 
newly located distribution cJ ters. Locations for dis-
tribution centers must be b nsistent with the sur-
rounding land uses and tr~ sportation policies for 
the areas. Poorly situated centers could further 
stress the already overlburde ed highway system and 
result in worsening congesti n and travel delays. If 
the freight distribution syste 1 s linking port, rail, and 
highway systems are not effi ient and effective, the 
region will be faced with h gher costs for needed 
goods and raw materials. 

TECHNOLOGY TRENDS I 

The growth in information tee nology (IT) has already 
affected the nation's transpor~a ion system and will have 
a much greater impact in the uture. Determining the 
impact of the digital economy1 1 owever, remains a chal-
lenge, since new measures arf needed._ .The techr:iolo-
gy is also changing faster tha the ab1bty of busmess 
economists to develop measut s to gauge them. 

US producers of everything fromiIT infrast~ucture 
equipment to Internet content s ould contmue to 
expand in the worldwide market. he new technolo-
gy has helped to create new rel

1
ationships and to 

streamline the supply chain pr cesses. As these 
changes are occurring, the roles f logistic interme-
diaries such as FedEx and UPS ar expanding. 

Electronic commerce can reduce t e influence of dis-
tance as a factor in personal and business decision-
making and can alter the concept of community. It 
enables people to maintain cont ct over long dis-
tances and to have online comm nities with global 
memberships. In the business wo ld it means global 
markets. As a result of developi g a global market 
however, a company can become less loyal to the 
community in which it is physica ly situated. It is 
possible that this may contribute t a greater decen-
tralization effect, enabling busines es and individuals 
to locate in more remote locations 

Telecommuting and telecommuni ations technology 
create and enhance the potentia for home-based 
businesses. Some estimate that i just a few years 
half of all homes will have a homebbased business. 

IMPUCATiONS 

The ability of New Jersey to accom odate communi-
cations system conduits in transportf1tion rights-of-way 
or on other properties and facilities is essential now 
and will be essential in the future. llt is important for 
NJDOT and NJ TRANSIT as well t other transporta-
tion agencies to establish the insti utional structures 
needed to enable shared right-of-w y agreements. 

With the globalization of the economy and develop-
ment of IT technology, businesseJ may continue to 
lose their links to the specific commll nity in which they 
are located. This may contribute to a continued trend 
in employment and residential de I entralization, fur-
ther straining our state highway and local road system. 

LAND USE AND RELATED IRENf 5. 

Beginning in the 1950s, New J erser, hke other states, 
began to emphasize new_ invest~ent in su~urb~n 
infrastructure over the mamtenan7e and repair of its 
urban infrastructure as people b9gan to move out 
from its cities. As a result, more t an 40 percent of 
New Jersey's total identified infras ructure needs are 
for roads, bridges, and tunnels. 



New development in New Jersey continues to occur at 
relatively low densities, thereby consuming land at 
high rates. Transportation expenditures to accommo-
date this development are being made at the expense 
of maintaining the infrastructure that already exists. 

As a consequence of development patterns, commut-
ing patterns have shifted from the suburb-city com-
mute to suburb-suburb and city-suburb. This 
occurs as cities lose prominence as regional centers. 
Although ridership on public transit has increased 
over the past decade in New Jersey, the percentage 
of commuters using public transit for the journey to 
work has decreased. One of the consequences of the 
land development pattern and the increased auto-
mobile use is that every county in New Jersey has 
transportation-related air quality problems. Each 
one has been designated as being in non-attainment 
of the federal standard for ozone. 

Most new housing is being built in medium- and low-
density single-family subdivisions in newer suburbs 
~nd_ rural areas. Residential development is spread-
1.?-g mto t?e outer ring of suburbs in New Jersey, par-
ticularly m the following corridors - Interstates 287 
and 78, Route 1, Interstate 295, the Atlantic City 
Expressway, and the Garden State Parkway/Route 9 
corridor in Monmouth and Ocean counties. This 
residential development foreshadows further eco-
nomic development in these areas in terms of retail 
stores and offices in the near future. 

Many new subdivisions tend to be designed for auto-
mobile access with little or no regard for other modes 
of transportation. Their layouts do not recognize the 
special travel needs of young, elderly, or handi-
capped persons or the travel needs of anyone with-
out an automobile. Often the roads are not designed 
to accommodate transit vehicles or efficient transit 
routing even if the density is adequate to justify the 
cost to provide transit service. Many young people 
are precluded from walking to playgrounds, school, 
and other activities because there are no sidewalks or 
the circuitous route and separation of land uses 
makes the trip too long. Because subdivisions tend 
to separate residential uses from shopping, office, 
and other services, elderly persons often have diffi-
culty me~ting their medical, social, or shopping 
needs. Disabled persons may be scattered in suburbs 
a~ such low density that it is not cost efficient to pro-
vide regular transportation services to them. 

According to the New Jersey Office of State Planning, 
no precise measures exist for the amount ofland con-
sumed for development since the State Development 
and Redevelopment Plan was adopted in 1992. 
However, indirect measures suggest that land is being 
consumed at high rates and at low densities, with New 
Jersey losing about 10,000 acres of farmland each 
year. Since the SDRP serves as a long-term strategy to 
guide growth and development throughout the state, 
it is not reasonable to expect major changes in land 
use patterns to occur in a short time period. 

The state is now developing indicators to monitor the 
progress made in implementing the plan. As the state's 
development and redevelopment policies, regulations, 
and infrastructure funding programs are refocused to 
be more consistent with the content of the plan, urban 
areas should begin to capture more of the develop-
ment, and environmental areas will be protected. 
Over longer periods of time, the trends may begin to 
show more of a shift, as measured by indicators such as 
infrastructure costs, developed land per capita and per 
job, and proportion of jobs located in urban areas. 

New Jersey building trends over recent years indicate 
that seasonal, resort communities along our coast are 
becoming year-round places of residence, changing 
the demands on the transportation system. 
Development that is inconsistent with the SDRP's 
objectives will further increase the need for trans-
portation services and infrastructure. The big box or 
power center trend has significant implications for 
the transportation system since these centers are 
almost totally dependent on automobile access. 

A potential inconsistency with New Jersey's long-term 
planning strategy, however, is that business patterns 
~re al_s~ undergoing rapid change as a result of emerg-
mg digital technologies. The factors that have histori-
:ally influe1:1ced business location decisions may be less 
important m the future, especially for certain indus-
tries. In a global economy where digital information is 
the service or product, the location of the building 
where information is processed is not significant. 
The sta~e's recent commercial development patterns 
have shifted employers to suburban locations where 
~ransportation facilities and services are generally 
madequate to meet the need. Meanwhile the exist-
ing infrastructure in many urban areas is underused. 
In addition, poor urban residents tend to lack the 

we 
OVERVIEW 



resources needed to treacJ he decentralized jobs in 
the suburbs, contributing tb the persistence of pover-
ty in urban areas. Iii accJ dance with federal poli-
cies, New Jersey will ~contih e to find ways to match 
people needing employm~ t with the jobs that have 
relocated in suburbal!l are~ . Public/private partner-
ships are emerging ,ill ove , the country to address 
the reverse commutei in inh vative ways. 

. I 

Continuation of current, re~i ential development pat-
terns at low density and J tside urban areas is the 
major factor contribhting] o the great increase in 
vehicle miles of trav~l. If roved ~uels and engine 
technology have redu€ d vehicle emissions. 
However, the large : incrJ ses in vehicular travel 
negate some of the progrci s that has been made in 
improving the state's air uality. The low-density 
development pattern~ put I strain 011 the suburban 
transportation netwo:rf k and ead to larger increases in 
vehicular travel demand. I The demand for road 
capacity leads to an ~mphl sis on road construction 
rather than on alterritative~ to driving, especially in 
low-density environments th t cannot support transit. 

There are still under,servJ transit markets in New 
Jersey, especially for ilowe+ncome transit-dependent 
persons and in our ur~an are s. There are limited tran-
sit options for New Jerse~' s suburban commuters, 
resulting in increaseq. cont uting time, commuting 
costs, and congestion. ,The f persed employment loca-
tion~ are generally i~possi~l[ to serve ~~ciently by c~n-
ventional bus or rail transit The existmg low-density 
land use patterns witfu stre~ that are not connected 
render pedestrian andl bicyc} access difficult, or impos-
sible. Employer-sponsored transportation programs 
and initiatives may em~rge ai art of the solution to sub-
urban congestion and: emp[ yee transportation prob-
lems that have resulted frmrl ese land use patterns. 

CRITICAL AREAS 
I 

To provide access and mobp ty for people and goods, 
New Jersey must address t following areas: 

. I 
The N reds l an Agin~~ 

TransportMion I frastruc1ture 
The majority of the s

1
tate's ture transportation sys-

tem is already in plac¢, but t is system must be main-
tained and preserved jso it n continue to serve both 
current and future gened ·ons. Years of deferred 
maintenance are begirlming t take a toll on the mobil-
ity of New Jersey's citjzens oth on the highway and 

by transit. Past patterns of negle t must be corrected 
if we are to continue to provid essential mobility. 
Structurally deficient bridges and deficient pavement 
conditions must be corrected; de cient dams rebuilt; 
overage buses, rail cars, and loco otives replaced; rail 
a·nd bus stations rehabilitated; b s garages and rail 
maintenance facilities modernize ; and tracks, rail-
road bridges, and yards brought p to a state of good 
repair. New Jersey cannot affo d to continue past 
practices - a transportation syste in a state of good 
repair is essential if its citizens are to prosper. 

Lack of Coordination Betw en Land Use 
and Transportation Planning an Implementation 

There is evidence from other stat s that center-based 
growth and related initiatives ma provide guidance 
to effectively coordinate land use and transportation 
planning and achieve comprehe sive planning goals 
through policy and investment pr ctices. Other states 
have adopted transportation pla s that provide geo-
graphically specific investment de ignations designed 
to implement their plans in a com rehensive manner. 
Municipal government has a sign ficant role in main-
taining and expanding the lo al road network. 
Equally important is the role of municipal govern-
ment in developing land use plan that determine the 
style and amount of development affecting the state's 
transportation system. However, any municipalities 
do not undertake the required mi imum of planning, 
including the development of circ lation plans. 

State agencies are directed to use he State Development 
and Redevelopment Plan as a guide t setting investment 
priorities. More importantly, th general concepts 
and policies of the SDRP support he development of 
growth patterns that increase tra sportation options 
and reduce growth in the numb r of miles vehicles 
travel. However, current populati n and employment 
projections do not reflect an ag essive implementa-
tion of the vision presented by th SDRP, especially in 
view of current expectations fi r continued high 
growth rates in outlying suburban and rural areas. 

New Jersey must be aggressive inc rrecting the discon-
nect between land use and transpo tation planning and 
work to change the status quo if the state is to realize the 
promise of the State Development a Redevelopment Plan. 

Congestion on the E isting 
Multimodal Transportat on System 

New Jersey suffers from perva ive congestion on 
many of its critical highways. Congestion also 
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impairs the mobility of passengers on the state's pub-
lic transit system - buses operate on congested high-
ways, many rail and bus lines are too crowded at rush 
hours, and the capacity of some critical transit facili-
ties is being taxed, including the Exclusive Bus Lane 
at the Lincoln Tunnel, the rail tunnel into New York, 
the rail system at Penn Station New York, and the 
Port Authority Bus Terminal. Congestion affects this 
state in many ways on a daily basis in terms of delay, 
lost time, and increased business costs. New Jersey 
must seek multimodal solutions as well as land use 
solutions to address this issue. 

Freight Transportation Needs 
Planning for the movement of goods needs to be 
brought into the mainstream of the transportation 
planning process. The failure to do so results in a lack 
of investment resources being applied to a highly 
important area for the economy of New Jersey. It also 
contributes to a lack of communication on issues and 
problems that result from the interaction between the 
movement of goods and the movement of people. 

Issues relating to goods movement are complex and 
extensive. Highly important concerns are: landside 
access to port facilities, how to maximize the transport 
of goods by rail, defining growth opportunities and 
operational challenges related to the purchase of 
Conrail by CSX and Norfolk Southern, and the need to 
balance the rail access needs of passengers and freight. 
In addition, the distribution and access of trucks on the 
highway network must be addressed. Other issues 
include understanding and planning to implement new 
technologies that assist in the efficient movement of 
goods, and understanding the long-term trends in ship-
ping and warehousing that will dramatically affect the 
transportation system over the next 25 years. 

Recreational Travel Needs 
The transportation planning process and ex1stmg 
planning tools need to more effectively evaluate non-
work trips, to accommodate off-peak and seasonal 
travel needs, and to support new tourism initiatives. 

Research on travel behavior indicates that a decreas-
ing percentage of trips are for work, and recreation-
al travel has increased. Combined with the fact that 
tourism makes significant contributions to New 
Jersey's economy, there is a need to more effectively 
evaluate the ability of the transportation system to 
respond to the needs of the recreational traveler. 
Recreational travel tends to follow seasonal peaks, 

not the traditional commuter morning and evening 
rush hours. Transportation data collection and mod-
eling are often not sensitive to these patterns. As a 
result, an inaccurate picture of how well the trans-
portation system serves people who want to travel to 
major tourism centers is created. Similarly, much of 
the data used to identify and plan for transportation 
corridors is based on journey-to-work flows. Data to 
identify significant recreational travel patterns, ori-
gins, and destinations often do not exist or are not 
regularly applied in many parts of the state. 

Further, the potential effect of recreational traffic 
congestion on the state's economy needs to be fully 
understood. Facility constraints could cause travelers 
to avoid tourism in New Jersey. Compared to daily 
traffic congestion that delays the regular traveler, 
recreational congestion can alter the travel destina-
tion, making the difference between tourism dollars 
being spent in New Jersey or elsewhere. Further, 
transportation investments can have a significant role 
in spurring the development of new .tourist facilities 
and corresponding jobs in areas of the state that have 
few other opportunities for economic development. 

Work First New Jersey Job Access Needs 
Recent changes in welfare programs at the state and 
federal levels have drawn attention to the need to 
provide transportation linkages between unemployed 
populations and potential employers. The State of 
New Jersey funds the development of transportation 
plans to address this issue for each county. The state's 
three metropolitan planning organizations receive 
federal grants to develop supportive plans. The 
MPOs also actively work with NJ TRANSIT to identi-
fy and prioritize demonstration services for state and 
federal funding. The transportation services to meet 
the needs of Work First New Jersey should not be 
considered outside the transportation planning 
process or the regular transportation system. These 
services should be integrated into a comprehensive 
transportation system that provides a greater range of 
options and greater accessibility for all citizens. 

The Transportation Needs of 
an Aging Population 

The transportation needs of older citizens have 
become a more important issue as the "baby boomer" 
segment of the population begins to reach retire-
ment. Over the 25-year planning horizon of the 
updated statewide transportation plan, a larger seg-
ment of the population will be categorized as elderly. 

eta 
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One issue is safety, and the a ility of aging members of 
the population to operate J otor vehicle on increas-

, I 

ingly congested streets and h ghways. Given the limit-
ed sets of options and the coh enience, often by design, 
of automobile travel, i it is I ifficult to identify either 
incentives or opportunities £ r the elderly to use other 
modes of travel if they are ab

1
e to drive. Another issue 

relates to special ser,vices If signed to address the 
mobility needs of the elderl)ll. opulation. Specific tran-
sit vehicles or other services hat are required to move 
older individuals are a lneed ot genera]ly addressed by 
the traditional transportatib, planning process, but 
through specialized transit rvice operations, often in 
coordination with NJ TRAl'f IT. 

Transportation Choices recognizes the need to 
address the growth of this s

1 

gment of the population 
and their growing require , ents over the horizon of 
the plan, and to idendfy ex~s ing and planned actions 
by NJDOT, NJ TRANSIT, i d other state agencies to 
coordinate with and1 supp rt those charged with 
responding to this challeng . 

I 

Environmental Justli e in New Jersey 
Recent federal guidance hasl laced a greater emphasis 
on environmental justice. M~ ting the goals of environ-
mental justice generally me s ensuring that the nega-
tive effects and the positive bti efits of any transportation 
policy or investment are no~ focused on any particular 
segment of the population. 11 addition, agencies must 
make special efforts to ensur that disadvantaged and 
minority populations h~ve thk opportunity to participate 
in and comment on the trans ortation planning process 
and specific investment studi~s. Federal guidance to date 
is that environmental jJstice is ues must be dealt with in 
a comprehensive manner, eaf l in the planning process. 

This issue has three potenti 1 aspects in transporta-
tion planning in New J. erse)t

1

. First, the transportatio. n 
planning and development rocess must ensure that 
sufficient outreach and iny lvement is undertaken 
early and on a continuing p sis to include participa-
tion and comment frdm dis dvantaged and minority 
communities. Second, th€ planning process must 
develop an assessmen~ of th~ distribution of these seg-
ments of the population and. determine how well they 
are served or negatively affd ted by the existing trans-
portation system, and how t ey will be affected by the 
implementation of planned transportation improve-
ments. Third, the trp.nspJ tation planning process 
should identify potential st ategies to address envi-
ronmental justice issues an~ detail internal efforts by 

NJDOT and NJ TRANSIT to e· amine and adjust 
their own planning processes and ublic participation 
policies to meet this mandate. 

A foundation for this work and th many issues relat-
ed to environmental justice has be n laid in the devel-
opment of the Urban Suppleme t to Transportation 
Choices 2025.0 



Intelligent transportation systems represent one way 
to improve travel by managing the transportation 
system better. These advanced information and 
communications technologies offer a wide variety of 
applications that will improve travel in the state by 
making the transportation network that is already in 
place more efficient. 

These technologies are beginning to enable agencies 
to keep track of all aspects of the transportation net-
work: highways and city streets, buses and commuter 
rail, and specialized services such as paratransit for the 
elderly and disabled. The information they gather 
makes it possible to respond quickly to increased con-
gestion and interruptions in travel flow caused by acci-
dents, breakdowns, emergencies, weather, etc. When 
it becomes available, detailed information about cur-
rent travel conditions in the region will enable travel-
ers to make informed decisions about how they travel, 
both before they make their trips and while they are 
en route. And the data that is collected will enhance 
planning for future transportation improvements. 

One of the most visible ITS applications in New 
Jersey is E-ZPass. The benefits of E-ZPass are many. 
Motorists using this system no longer have to wait in 
long lines to pay a toll and they don't have to worry 
about having cash or tokens available. Reducing the 
congestion levels at toll plazas also improves air qual-
ity in the region, which benefits even those who do 

not drive. Fewer lines enable tourists and infrequent 
visitors to the region who may not have E-ZPass to 
pay their tolls more conveniently. Travelers can use 
the same E-ZPass tag with equal ease in New Jersey, 
New York, Delaware, and Pennsylvania. 

Other ITS applications include: 
• Variable message signs and dedicated radio sta-

tions that indicate problems on the roadway ahead 
due to accidents, construction, etc., and suggest 
alternative routes when possible 

• Automatic announcements at each stop on com-
muter trains, including what the next stop will be 

• Electronic displays, supplemented by public 
address announcements, that indicate in real time 
whether trains and buses are on schedule and their 
expected arrival times 

• In-vehicle devices that provide directions to des-
tinations and display traffic conditions for selected 
areas on the dashboards of automobiles. 

Information of all types is at the heart of intelligent 
transportation systems. A variety of technologies is 
used to monitor existing conditions - detectors in or 
near roadways indicate when traffic has slowed or 
stopped; sensors identify the presence of adverse 
weather (wet surfaces, snow or ice, fog); closed-cir-
cuit television cameras provide visual images of high-
way conditions; transponders attached to vehicles 
automatically identify the locations of buses. 

The data generated by all this instrumentation are 
processed immediately by sophisticated computer 
programs, enabling the state's transportation 
providers to respond to problems and to alleviate 
them more quickly. When the data indicate difficul-
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ties that require diversions,! he public can be advised 
immediately, enabling trave ers to make alternative 
plans - change the mdde the use, the time they trav-
el, or the route they take. 1 

TRANSCOM, a coali~ion J sixteen transportation 
agencies in the New YorM/ ew Jersey/Connecticut 
area, keeps regional agencib as well as radio and tel-
evision stations regularly irl rmed about travel con-
ditions. It uses an in~elligJ t system called TRANS-
MIT that measures th:e flow of vehicles on area high-
ways by reading E-ZPass to]l~tags. (The tags are read 
without billing the travelJ or identifying specific 
owners.) Thus one inteV gent system builds on 
another intelligent sy~tem 1t 1 offer additional bene-
fits. TRANSCOM alsd pro'1i es traveler information, 
using other methods, on s, commuter rail, and 
ferry conditions. 

Beyond improved mobility, i telligent transportation 
systems also offer ot~er pl tential benefits to com-
mercial vehicles. Delays ilil rease the cost to trans-
port goods, affecting jboth It e carrier and the con-
sumer. Intelligent tags, sim, lar to those used for E-
ZPass, can be encoded so thl t a truck can be weighed 
in motion and elect:roniclty inspected for safety 
without stopping. Other intelligent applications 
enable commercial vehicle b erators to obtain all the 
licenses and permits they f ed at one location, pay 
their vehicle taxes electron cally, and obtain clear-
ance for state and ev~n inl1t rnational border cross-
ings simply and quickly. . 

I ns PRMORITY CORRIDORS 

NJDOT has identified t~ priority corridors for 
implementation of a cbmpre ensive program ofITS. 
The 1-80 Corridor, indudi~g parallel Routes 4, 17, 
and 46, has been designatci as an "ITS Showcase." 
This corridor is one bf the1 ost heavily traveled in 
the state, and will benefit grjeatly from the installation 
of an advanced traffic defi ction and management 
system. The system is expb ted to reduce accidents 
by 15 percent, increa~e ca~ city by 20 percent, and 
decrease incident-reldted cl ngestion by as much as 
50 percent. 
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Work has already begun o 
the 1-80 Corridor; the totall 
pleted by 2003. It inqludes: 

implementing ITS on 
rogram should be com-

• Installation of an adva ced incident system that 
will improve traffic and bus operations as well as inci-

dent detection, response, and mahagement capabili-
ties between 1-287 and the G orge Washington 
Bridge. This system includes a traffic operations 
center, dosed-circuit television cameras (CCTV), 
variable message signs (VMS), vehicle detection 
devices, weather stations, and highway advisory 
radio (HAR). 

• Construction of a state-of-ti e-art multimodal 
transportation center, including car and bus pool 
lot, a train station, kiosks providi g travel informa-
tion, and additional traffic manag ment devices 

• Fully staffed and expanded emergency service 
patrols, route diversion plans, an incident manage-
ment response teams 

• Replacement of existing true z scales to improve 
efficiency and to enable trucks Ito be weighed in 
motion. This will enhance the ab~lity to target over-
weight vehicles and improve safeJ. 

The second priority corridor is the South Jersey 
Urban Commuting Corridor, whi h extends through 
Burlington, Camden, and Gloucester counties and 
includes travel into Philadelphia. iAn advanced traf-
fic management system for signa ized highways has 
already been installed on Routes 0, 38, 70, and 73. 
This system also includes the in~allation of dosed-
circuit television cameras, highw y advisory radio, 
and variable message signs to co municate with the 
transportation operations cente in Cherry Hill. 
Components that are expected lo be complete by 
2003 include: I 

• Installation of a multimodal tfansportation free-
way management system on Routp 42, 76, 295, and 
676, including CCTV, VMS, HAR, and detection 
technology to improve incident rlesponse and man-
agement. ITS technology on I-[95 will also alert 
motorists about PATCO operations at Woodcrest 
Station. 

• Fully staffed and expanded emergency service 
patrols, route diversion plans, an incident manage-
ment response teams. 

ns PLANNING CORRIDORS 

NJDOT's Strategic Business Pl n for Intelligent 
Transportation Systems also ide tifies three plan-
ning corridors for future ITS investments. They are 
described below. 

OVERVIEW 



The Central NJ North-South Commuting Corridor 
is the most heavily used multimodal commuting cor-
ridor in the state. It is served by the Northeast Rail 
Corridor (NJ TRANSIT and Amtrak), the North 
Jersey Coast Line (NJ TRANSIT), numerous public 
and private bus lines, the New Jersey Turnpike, the 
Garden State Parkway, and several major state high-
ways (Routes 1, 9, 18, and 130). This is also the most 
heavily used goods management corridor in the 
nation, and it serves the Jersey Shore on weekends. 
The implementation of E-ZPass on the toll roads is 
the first step in ITS. Improvements over the next 5-
10 years are expected to include: 

• The computerized connection and integration 
of traffic signals, including CCTV, HAR, and VMS 

• Operation of an alternative bus routing project 
at the Raritan River crossings and better manage-
ment of the I-495 express bus lanes 

• Connection to the New Jersey State Police West 
Trenton Facility to support statewide emergency 
management and communications 

• Traveler information dissemination on the 
Northeast and North Jersey Coast lines concerning 
parking at rail stations. 

The I-78/I-287 Suburban Growth Corridor is one of 
the fastest growing corridors, and I-78 is second only 
to the Turnpike in truck travel. The use of future 
technology is being considered to improve bus and 
truck safety and incident management. In addition, 
new technology will be used to replace the current 
outdated truck weighing station. 

The Jersey Shore Recreational Corridor runs the entire 
length of New Jersey's shore line. NJDOTwill continue 
to work with the Committee for a Smart New Jersey (this 
state's primary ITS proponent) to improve access to the 
shore area through such programs as "Reach the 
Beach." Other efforts are expected to focus on comput-
erized signal systems on Route 36 between the Garden 
State Parkway and Sandy Hook and in the Atlantic City 
region. Signs and other information systems will also be 
improved to address the needs of recreational travelers. 

EVOLVING AGENCY NEEDS 

While these technologies are changing the way peo-
ple travel, they are also changing the ways in which 
NJDOT works. Historically, the Department of 
Transportation has built and maintained highways to 

increase capacity. In this new millennium, however, 
a new highway is often not a viable solution. In a 
state as densely populated as New Jersey, the lack of 
available land, environmental constraints, and 
increasingly the will of the people argue against new 
construction. Instead, NJDOT's role is evolving 
more into managing the state's highway system so 
that all available capacity can be used as efficiently as 
possible. ITS is a major tool to help relieve conges-
tion and improve safety. 

Emphasis on new technologies requires that the state 
make major capital investments, as well as financial 
commitments, to operate and maintain ITS systems 
once they are in place. In addition, highly trained 
personnel are needed to oversee the development, 
installation, operation, and maintenance of increas-
ingly complex electronic equipment, and ongoing 
education is a must. 

Information technology is also improving customer 
service. New Jersey is taking immediate actions to 
use the Internet to its best advantage. Numerous 
web sites serve the traveling public, providing multi-
modal information about NJDOT, NJ TRANSIT, the 
Division of Motor Vehicles, and a host of other trans-
portation-related agencies and activities. In addi-
tion, NJDOT and NJ TRANSIT are taking increas-
ing advantage of project-specific web sites, such as 
www.njchoices.com, designed to share important 
information with the public and solicit their com-
ments and questions.© 

ere 
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PUBLIC 

Comments from part1opants at the Public 
Information Centers tended to be about public trans-
portation, although some people did offer sugges-
tions regarding highway travel. Remarks ranged 
from broad statements about extending rail service 
to very specific observations about particular bus or 
train routes. These comments also stressed the 
importance of increasing public transportation - in 
the evenings and on weekends - and extending it to 
areas not currently served. Representative sugges-
tions by participants included: 

• Offer weekly and monthly passes for 
off-peak hours 

• Provide direct service to Manhattan 
on the Raritan Valley Line 

• Extend rail service to New Jersey's southern 
communities 

• Provide bus shuttle service to train stations 

• Extend the service area and hours of 
public transit 

• Create a continuous bus fare card to cover 
all NJ TRANSIT zones 

• Renew rail service to Cape May 

• Computerize more intersections 
• Improve traffic flow at Metropark Station. 

WiEIBl 

People who visited the project web site offered a 
broad array of comments and suggestions, covering 
such topics as public transportation, highway con-
struction and operation, land use, and advice about 
funding. Again, the focus was on relieving congestion 
and improving public transportation. Representative 
suggestions included: 

• Provide convenient, free parking near 
train stations 

• Create more park-and-ride lots in 
Camden County 

• Ensure compatible land use near large and 
small airports 

• Complete the missing I-95 link 
(Trenton-Somerville) 

• Increase the gas tax and eliminate toll roads 

• Increase emergency van service for 
stranded motorists 

• Make traffic signal maintenance a priority 

• Assign exclusive E-ZPass lanes on the Garden 
State Parkway 

• Provide security at all train stations, such as 
telephones and good lighting 

• Focus future investments to support "centers" 
and major intermodal transportation facilities 

• Construct more service roads to separate 
business traffic from through traffic 

• Inspect and service ticket vending machines 
just before the start of the month 

• Provide exclusive bus service for wheelchair 
customers in areas where many use public transit 

• Provide commuter rail in Sussex and 
Warren counties 

• Raise train fares to pay for more rail cars 

• Develop ecotourism-related bike trails from Egg 
Harbor City to the NJ TRANSIT train station 
and eventually to Hamilton Township. 

NIP 
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ISSUE GROUPS 

Freight 
Participants in the Freight I sue Group focused on 
the tremendous increase in • eight traffic anticipated 
in the next 25 years, an inc~ ase that will affect both 
truck and rail deliveries. In general, members 
agreed that the current syst m of financing freight 

.. d I d movement 1s ma equate tp nurture an support 
their transportation needs. i t has too short a focus 
and lacks financing mechaJi ms that are committed 
for the long term. New Jer~ y would be well-served 
by a joint investment on th<e part of both the public 
and private sectors to ha~ le increased demand 
based on common objectives. 

To meet the market demanj for rail freight and to 
accommodate NJ TRANSi I 's need to use freight 
right-of-way to move pass<e gers, more funds are 
needed to build additional J pacity and remove bot-
tlenecks. This is particular] true in the port areas. 
Most of the representatives ll lieve that some relative-
ly low-cost highway improv! ents, such as eliminat-
ing bottlenecks in critical arf s, may be more impor-
tant than building new capa~· y for truck movements. 
When new capacity is added it should be enough to 
accommodate future expecti ions. They also stressed 
the need to develop and sli re a full-fledged goods 
movement database for ho I the public and private 
sectors, an effort that has alf ady begun. 

Despite environmental .. cont ination issues, there is 
significant competition for l · d in areas around port 
facilities for use as freight t~ minals, rail sidings, and 
equipment storage yai;ds. 1 state agencies work to 
implement the policies of t e State Development and 
Redevelopment Plan and thel ffects of programs to 
redevelop brownfields are ftjl , this issue is anticipated 
to become more urgent. 

1 

It was noted that th~re ne¢ s to be an explicit link 
between greenfields and bnl1 wnfields. The redevel-
opment of brownfields will I ake possible delivering 
goods using the shortest cf tance possible because 
they are geographically cedt red and near the labor 
market. The use of brow~ elds will also save open 
space and farmland in the! est of the state. Siting 
unique intermodal transfe~ reas could provide the 
flexibility and agility nee4 d to be responsive to 
changing demands. 

The members of this issue group e phasized the need 
to build support for investments in freight movement 
by educating the public about its i portance to their 
daily lives. They also stressed that etter cooperation 
and coordination among public age cies that plan and 
fund transportation investments ar essential. 

Travel and Tourism 
The Travel and Tourism Issue Gro p focused prima-
rily on the Jersey Shore and the so thern part of the 
state, although it did recognize tha tourism is becom-
ing increasingly popular in the ateway area near 
New York City, Camden with its n w attractions, and 
the Delaware Water Gap. More c pacity is planned 
for the Garden State Parkway an the Atlantic City 
Expressway, but east-west travel is limited, as are 
opportunities for increasing capac·ty on other roads. 
In the far south of the state, more phasis should be 
placed on Transportation Syst m Management 
(TSM) and other operational mprovements to 
improve intersections and remove ottlenecks. 

Although members of the group would like to see 
transit geared toward recreati nal needs, they 
acknowledged that traditional fi ed-route services 
may not be appropriate. They ould like to see a 
summer recreational transit syste with park-and-
ride lots and jitneys. All agreed t at shuttle connec-
tions between Atlantic City and its ail station and air-
port would be valuable. 

Signage was a major topic. An at ractive and consis-
tent signage system should be de eloped that would 
provide visitors with clear directio s, including identi-
fying the locations of various attra · ons. More visitor 
centers and welcome signs woul also make travel 
more friendly for tourists; ideally, ese centers should 
offer real-time traffic informatio and travel advi-
sories, including alternate routes. n crowded week-
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ends, variable message signs on the highways and at 
service areas should notify people about state park 
closings, as well as highway conditions, and suggest 
alternative destinations. In addition, there needs to be 
better information available on interstate bus service. 

Bike lanes could be used for intra-town trips, particu-
larly in areas of New Jersey that are flat, but this will 
be practical only if sufficient shoulders are added to 
many of the roads. 

Mobility and the Aging Population 
This issue group addressed concerns about the trav-
el of senior citizens in three primary areas: transit, 
driving, and paratransit. Many seniors are afraid to 
take transit, even though they used it when they were 
younger. In areas where trains and buses are avail-
able, a transit buddy system such as that used in 
Texas could be tried. The transit buddy system pro-
vides volunteer companions to go with people on 
their first transit trips to instruct them on using the 
transit system (how to get fares, schedules, transfers, 
etc.). This works particularly well for mid- to high-
income individuals. 

A critical issue for the elderly is the problem of vision. 
Many have difficulty reading signs, especially at 
night, and are affected by the glare of lights. Street 
signs need to be more reflective, especially in the sub-
urbs. The elderly need travel information that is 
presented clearly and accurately, including signs and 
other written information, such as transit schedules, 
that use large letters and are easy to read. The group 
recommended a system that would feed signage 
problems to NJDOT, such as a suggestion box or toll-
free number. Information on lower-speed alterna-
tives to major state highways and interstates needs to 
be developed and shared with the elderly. Many sen-
ior citizens also need more time at crosswalks. 

The expectations of seniors for specialized transit 
services are increasing. While the more affluent 
adult communities have their own transit services, 
there has been little success in coordinating para-
transit services, especially across county lines, or in 
extending the eligibility requirements to include 
both the elderly and persons with disabilities. In 
addition, paratransit service differs greatly between 
counties, affecting the expectations of the elderly 
when they relocate to different counties. Flexibility 
about how current paratransit can now be used is 
constrained by certain limitations, including the 

requirement that new systems to provide mobility for 
the elderly cannot compete with fixed-route services. 
By revisiting the Casino Act, there may be opportu-
nities to fund feeder services to transit buses. There 
may also be incentives for private/public partner-
ships since many more of these seniors are now able 
to pay for services. 

The issue group also made some recommendations 
regarding the relationship between transportation 
and land use: 

• Future retirement communities should consider 
what transportation services are there now, and 
locate near them. 

•Townships must consider the infrastructure and 
transportation that will be needed to support the 
large communities that are being developed. 

• Before approvals are made, developers should 
be required to contribute money or services to the 
transportation system. 

• Developers should build some services within 
the communities (public/private ownership). 

Travel Demand Management 
TDM will be an even more important component in 
New Jersey's future transportation system as the 
trend continues away from building new highways 
and towards managing and operating the highways 
we now have more efficiently. The state's nine 
Transportation Management Agencies (TMAs) are 
ready and eager to take on this challenge. 

The TMAs would like to take a more proactive role in 
educating the public about alternatives to driving alone 
(ridematching, car- and vanpooling, telecommuting at 
least one day a week, etc.) by actively marketing these 
programs. They are enthusiastic about taking advan-
tage of recent technologies to model traffic and to reach 
a wider audience through the Internet. The TMAs 
believe their activities should be better coordinated with 
those of the metropolitan planning organizations to take 
advantage of the greater resources the MPOs can offer. 

They would like to see TDM promoted in a manner 
similar to context sensitive design: future development 
should consider TDM at the planning stage, not after 
congestion has become a problem. This would include 
the development of unbiased guidelines for develop-
ment, since many current site plans accommodate only 
cars, with few if any provisions for bus stops, bicycle 
facilities, and sidewalks. Incentives need to be devel-
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oped and improved at all leve s to make this happen. 
Perhaps most important, T~, As require both recog-
nition of the importance o:ff heir function and ade-
quate funding to pursue q1eir programs. As they 
noted, "TDM is the policy; · MAs are the tools." 

Technology I 

Advanced technologies are not only changing the 
way people travel, they are a so changing the ways in 
which NJDOT meets the n!~ds of its customers. As 
new highway constructiopj becomes less viable, 
NJDOT is placing more and more emphasis on man-
aging the state's highway s}stem so that all available 
capacity can be used as r fficiently as possible. 
Intelligent transportation s stems willl increasingly 
play a key role in helping relieve congestion and 
improve safety. J 

Emphasis on new technologi s requires that the state 
make financial commitment~ to operate and maintain 
ITS systems on a 24/7 basis I nee they are in place, in 
addition to the initial capital 1i vestments. A new high-
technology infrastruct1µre ni st be created for future 
generations. In addition, ighly trained personnel 
are needed to oversee the Ji velopment, installation, 
operation, and maintc1nancJ of increasingly complex 
electronic equipment, and o: going training is a must. 

The Technology Issue Groili largely focused on the 
kinds of institutional issues t at must be addressed to 
be able to use technolpgy fili ly. Participants stressed 
the need to educate the pu lie about the benefits of 
technology to gain support. In addition, state and 
regional agencies must strb gly commit to coordi-
nating their efforts. 

I 

The driving force of new I echnology is to spread 
travel peaks and relieve con , estion. Unless land use 
and development issues ard ddressed simultaneous-
ly with technological adva ces, however, ITS can 
have only limited success. ! 

I 

For the most part, partici ants in all five focus 
groups believe transportatil n has improved in New 
Jersey over the past five ye· rs. The urban groups, 
which consisted of the low-i come group (Camden), 
the minority group Qers1 City), and the transit 
users group (Newark), we1 similar in that the par-
ticipants all rely heavily o public transportation, 
especially bus service. Parti)c pants in the Salem/rural 

group rarely take public transportation and are con-
cerned mainly with road and bridge safety. They 
were open to the possibility of pu{lic transportation 
in the future, such as direct train pr ferry service to 
urban areas. The majority of th disabled group's 
needs were related to paratransit and handicapped 
accessibility issues. 

Transportation Improveme ts Desired 
by All Groups 

Participants in all the focus group were unammous 
in requesting the following: 

• Better attitudes and skills on t e part of bus driv-
ers. Some bus drivers are particul rly impatient with 
the disabled and the elderly. Participants observed 
that drivers do not always stop at he bus stops, they 
are often rude, and they are ofte not prepared to 
deal with wheelchairs. 

• Improved pedestrian and icycle pathways. 
This is particularly important to tlk rural group and 
to those who must use wheelchairJ.. 

• Less construction and conges ion. Drivers com-
plained that bridges and roads ar constantly under 
construction. The members fro a rural area were 
also concerned about road and br dge flooding. 

• Better signage. 

Transportation lmprovem nts Desired 
by the Urban Gro ps 

The minority and low-income tr nsportation users 
and the transit users were particularly interested in 
the following: I 

• Increased bus service, includirg both frequency 
and the number of routes, especi, lly on nights and 
weekends. This is particularly true for the low-income 
group because they rely most heav"ly on bus service. 

• Improved security, especially for those traveling 
in poorer neighborhoods, includ"ng designated bus 
stops, safe shelters, police patrols, cameras on buses 
and in train stations, and plainclolhes police. 

• Schedule and fare information that is more 
accessible. 

• Separate vehicles for student , whom they con-
sider loud and ill-mannered. 

•Transit-friendly development such as stores and 
shopping near stations. 



Transportation Improvements Desired 
by People with Disabilities 

This group focused primarily on the needs of wheel-
chair users: 

• Wider doors and better lock-in systems on trains 
and buses 

• Greater assistance and patience from bus drivers 
on both Access Link and other systems 

• Handicapped accessibility at all stops 
• More reliable handicapped equipment on buses 
• Better sidewalks and more depressed ramps 

• Unisex bathrooms in rest areas (to permit oppo-
site-sex assistants to aid disabled individuals) 

• Longer signal timing at street crossings 
• Paratransit that is: 

- Convenient 
- Less expensive 
- More responsive 
- Flexible in terms of reservation and 

notification requirements. 

Transportation Improvements Desired by Rural 
Transportation Users 

The residents of Salem County who participated in 
this focus group were primarily concerned about road 
safety. They would also like to see investments in 

• Sidewalks along rural residential areas 

• Road shoulders and guardrails along rural routes 
• Widened and improved roads, especially those 

that lead to resort areas (like Atlantic City) or 
employment centers 

• Improved lighting and signage 

The results of the public opinion survey strongly support 
the observations individuals made through the other 
public involvement tools used to develop this plan. The 
survey is statistically valid, within 3.5 percent. 

Figure IV.I 
What Is the Biggest Transportation Problem that 

Will Face NJ Over the Next 20 Years? 
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Seventy-three percent of the New Jersey residents polled 
believe congestion is the biggest transportation problem 
facing the state. The percentage naming congestion as a 
critical issue has moved up 20 points since 1990. Other 
issues identified as most critical are public transportation, 
roads, pollution, and too much development. 

Figure IV.2 
Which of These Issues Are Critical? 
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Respondents were also presented with a list of issues 
that New Jersey will face in the next 5 to 10 years and 
asked to rate whether each issue is critical, impor-
tant, or not important. Several issues have gained 
considerably in significance since 1990, as the chart 
above illustrates. For example, the percentage of 
New Jersey residents who say managing develop-
ment is a critical issue has moved from 26 percent in 
1990 to 64 percent today. Preserving open space and 
farmland was also ranked as critical by 64 percent of 
the participants. This question was new in 2000. 
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Figure IV.3 
How Serious Is Traffic Cd 
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When asked how serious tr 
1 

1c congestion is in their 
area now, 56 percent of th respondents said it is 
very serious, 26 rated it s~ ewhat serious, and 17 
percent said it is not t.oo s~f ous. The percentage of 
those saying traffic conges~< n is a very serious prob-
lem moved up 24 percent i: the past decade. 

Figure IV.4 I 
How Important Is a: Goocil. Public Tl·ansportation 
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Similarly, when they were a~1 ed how important a good 
public transportation systerti is to the state's economy, 
7 5 percent said that is was + ry important, 17 percent 
said it was somewhat 1 imp9 tant, and only 3 percent 
said it was not important. e number of people who 
said a good system is very id! ortant was 8 points high-
er than in 1990 and 16 poirl s higher than in 1986. In 
addition, 7 5 percent of thJ respondents now believe 
that subsidizing transit fa~ s is very important, the 
highest percentage since th , uestion was first asked in 
1986 and 14 points higher an in 1995. 

Figure IV.5 
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How Much Change and lnve tment in NJ's 
Transportation System Is eeded to 

Maintain Economic G owth? 
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On the whole, the public appears o be more satisfied 
with New Jersey's transportations stem than it was a 
decade ago. As the chart above i dicates, fewer sur-
vey participants believe that ajor changes are 
required to maintain economic g owth in the next 5 
to 10 years than those who comp eted the survey in 
1990. Twenty-seven percent ind cated that the sys-
tem is good enough as is, compar d to only 7 percent 
in 1990. Twenty-nine percent sai the system needs 
major changes and investments, compared to the 
very high 4 7 percent in 1990. 

The citizens of New Jersey wer also asked about 
growth and development since hese elements are 
critically important to the state's a ility to continue to 
provide an excellent transportati n system. 



Figure lV.6 
Where Should New Development Be Concentrated? 
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Respondents were asked where new development 
should be concentrated - in existing towns and new 
villages, in designated growth areas, or wherever the 
developers and landowners choose. A wide margin, 
68 percent, indicated growth should be concentrated 
in the existing towns and designated growth areas, 
while I 7 percent said this decision was up to the 
developers and landowners. Respondents with 
lower family income levels were more likely to sup-
port developers' choice than those with higher 
income levels. 

Figure lV.7 
"Mixing appropriate commercial services 
with new residential development should 

be encouraged." Agree or Disagree? 
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Respondents were also asked whether they agreed or 
disagreed with the statement above. Thirty-five per-
cent strongly agreed with this statement and 33 
percent agreed. Sixteen percent disagreed and 
6 percent strongly disagreed. 

When asked how they felt about the following state-
ment: "Revised zoning codes to promote land uses 
and site designs that better support transit use, bicy-
cling, and walking should be encouraged," 48 strongly 
agreed and 36 percent agreed. Only 6 percent dis-
agreed, and one percent strongly disagreed. 

Finally, participants in the survey were asked how 
effective they thought a list of possible improvements 
would be on the transportation system. Creating serv-
ice patrols to respond to accidents was rated very effec-
tive by 70 percent, 6 percent more than any other sug-
gestion. Other improvements that were rated as 
potentially very effective were: 

• Improve rail freight service to help take trucks off 
the road 

• Implement new technologies to make highways 
more efficient 

• Design communities to make it easier to walk and 
bicycle to stores, schools, and public facilities. 

Building more highways, the transportation solution of 
past decades, was rated least in effectiveness of all the 
possible improvements. Expanding bicycle networks 
and constructing new sidewalks were both rated as 
potentially more effective.O 
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Jersey City arose from scattered Dutch settlements 
facing New York Bay, and this strategic location has 
been critical to its development. Early on in its his-
tory, Jersey City served as a ferry and railroad termi-
nal, and witnessed the construction of the Hudson & 
Manhattan Tubes and the Holland Tunnel. 
Elizabeth and Newark became major manufacturing 
and distribution hubs given their central location in 
the northeast corridor. Paterson developed an 
extensive manufacturing base, using the power of 
the Great Falls of the Passaic River, and then hydro-
electric power, and many silk, textile, and paper 
mills, and other industries were built. By 1900 
Paterson was the fifteenth largest city in the country. 
Atlantic City thrived in its dual role as shore tourism 
magnet and central city. And from the beginning, 
Trenton has served to link the movement of people 
and goods between Philadelphia and New York City. 
On the Delaware River, Trenton and Camden devel-
oped diversified manufacturing bases. 

In the recent past, however, the precipitous decline of 
manufacturing employment and the movement of 
office, service, and retail employment to suburban and 
rural areas of New Jersey have substantially eroded the 
population, employment, and tax base of many of New 
Jersey's major urban centers. This loss of public- and 
private-sector resources has placed a disproportionate 
burden on the economies of New Jersey's urban centers. 
As a result, action is required not only by each urban 
center, but also by state government, counties, and the 
private sector to reverse trends and to put forth worth-
while opportunities and strategies for revitalization. 

The State Development and Redevelopment Plan recog-
nizes the critical role our state's urban centers play 
and can play in New Jersey's future; the plan's first 
goal is "revitalize our state's cities and towns." 
NJDOT and NJ TRANSIT are committed to the 

rebirth of New Jersey's urban centers and to sup-
porting the implementation of the SDRP. This com-
mitment is reflected in the recommendations con-
tained in this chapter, as well as in other chapters of 
Transportation Choices 2025. 

Additionally, policy-makers and legislators must real-
ize the importance of the mobility offered by local 
bus services in New Jersey's major urban centers. 
Many urban residents simply do not have access to 
an automobile. Local bus service and other transit 
services provide all the mobility of many urban resi-
dents. These local transit services must be main-
tained, and many need significant service expansion. 
It is vital to New Jersey's overall economic health and 
the health of our urban centers to maintain critical 
operating funds and support increased operating 
funds for local bus and other urban transit services. 

The problems of New Jersey's urban areas are well 
known. From highways to classrooms the infrastruc-
ture of our cities is aging, and public policy must 
guide investments to maintain and use existing infra-
structure while building needed new facilities. 
However, affording the construction and upkeep of 
infrastructure is challenging as needs nearly always 
exceed available resources. Despite these problems, 
outreach conducted for the development of 
Transportation Choices 2025 found that planners, econ-
omists, employment professionals, and others 
throughout New Jersey are optimistic, albeit cau-
tiously, that many of our major urban centers are 
experiencing or are at the brink of comebacks. 

NJDOT and NJ TRANSIT will continue to work to 
bolster urban redevelopment activities and, to the 
extent possible, use transportation investments to 
redirect growth to our state's urban areas in support 
of the policy guidance provided by the State 
Development and Redevelopment Plan. See Chapter X for 
NJDOT/NJ TRANSIT's Urban Investment Strategy. 

This chapter of Transportation Choices 2025 highlights 
the findings of the seven Urban Supplements pre-
pared as part of the long-range transportation plan 
update. State law requires that NJDOT, in conjunction 
with NJ TRANSIT, prepare and submit to the New 
Jersey Legislature an Urban Transportation 
Supplement to the statewide long-range transportation 
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plan. The aim of the Urba~ upplement, which must 
be updated every five years,j ii t? ident~fy and addr~ss 
the transportation needs an issues of seven maJor 
urban centers in New Jers1 including Atlantic City, 
Camden, Elizabeth,Je!jsey Ci , Newark, Paterson, and 
Trenton. Map V. l depicts thy cities for which an Urban 
Supplement was develop;ed. The first Urban 
Supplements were prepared n 1993, and new reports 
were prepared as part of Tr« portation Choices 2025. 

I 

The Urban Supplement r ports outline how to 
improve access to these majp urban centers, empha-
sizing the transportation pt blems of city residents 
who are employed or who . re seeking employment 
in suburban areas - the rev~ se commute. They also 

I 

address improvements to th circulation needs with-
in each city to support thtr growth and redevelop-
ment of our urban areas, 1 onsistent with the State 
Development and Redevelopme t Plan. Inasmuch as 
transportation can be a ca~ lyst for redevelopment 
and increased employment n our urban areas, our 
urban cities should be abl~ to provide jobs for city 
residents as well as other t sidents of our state. If 
the SDRP is successful. at re irecting growth, urban 
residents should be able tb avail themselves of job 
opportunities near their I esidences, making for 
shorter and less expensive~ mmutes. 

Information for the Urbani upplement reports was 
gathered from the US Cen us, NJDOT, NJ TRAN-

I d . SIT, county and local mf ter an transportat10n 
plans, the New Je~s~y o1 artment of L~bor, the 
Office of State Plannmg, tht'l hree metropolitan plan-
ning organizations for New I ~rsey, and other so_urces 
of published data and matt) ials. Importantly, mfor-
mation on the transportad n needs of each of the 

I 1 . . urban areas was gathered If om persona mterviews 
with professionaJs working! n pla~ning, transporta-
tion, economic development and Job placement and 
training at the local, countt, and state levels. More 
than 60 individuals were in erviewed to learn their 

I • 
thoughts and opinions ap ut the transportat10n 
needs of our urban centers.I 

I Each Urban Supplement rn ort: 

• Assesses progress made in b inging the trans-
portation improvements and strat gies recommend-
ed in the 1993 Urban Supplemen- to fruition 

•Updates the progress made to develop new serv-
ices as proposed in the Commun'ty Transportation 
Plans prepared to address the n eds of Work First 
New Jersey participants and other transit-dependent 
individuals in each county 

• Identifies transportation impr vement strategies 
and recommendations for that citt 

• Summarizes employment-relited funding pro-
grams for transportation services 

• Examines other significant problems facing 
urban residents who are seeking mployment. 

AN 

Financial Commitment 
•New Jersey needs to comm1it more financial 

resource_s to meeting the increasinp ~eman~ for local 
bus service and other bus and tr1nsit services. Bus 
ridership in our urban areas fas shown steady 
growth over the past eight years because of the 
increase in employment, the num~er o_f people work-
ing, and improvements to buslervices. Marked 
increases are on weekends and d~~ing early a~d late 
runs. New Jersey needs to <level p more services to 
meet this demand, which will co tinue to increase. 
Sufficient operating funds for the e vital transit serv-
ices must be made a priority. 

•New Jersey should ensure that financial resources 
are committed to transit services hat serve the most 
needy. Many of New Jersey's. urbti_i residents do_not 
have access to a vehicle; transit service alone provides 
all their mobility. It is vital tha · these services be 
maintained and expanded when eeded through the 
dedication of sufficient capital an operating funds. 

Urban Economic and Communit Development 
•New Jersey should encouragI!urban growth and 

redevelopment, thus enabling urb n residents to seek 
urban jobs first, thereby supporti g the policy guid-
ance offered by the State Developme t and Redevelopment 

labor force, and Plan. People should work as close ts possible to where 
they live. Short commutes are less . xpensive (in te~ms 

• Examines suburban 4 d in-city employment of fares and time) and more reat:Y enable workmg 

• Provides a demograp ic, 
employment profile of the t·ty 

locations parents to meet childcare obligati~ri:s. 
• Describes the transporta ion network serving the •New Jersey needs to con tint e to make trans-

1 portation improvements and inv stments that sup-city and its environs 
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port the State Development and Redevelopment Plan. 
New Jersey needs to invest in more bus service, 
expanded rail and light rail transit, and facilities like 
shelters in the most urbanized areas of our state 
instead of investing heavily in getting suburbanites to 
work in areas where transit may be less efficient. 

•New Jersey should use transit services and facili-
ties to enhance the livability of communities. Transit 
can be the focal point of a community and a catalyst 
for urban development and redevelopment. 

Service Improvements 
•New Jersey needs to address intra-city circula-

tion needs as a first priority. The first focus should 
be to ensure that there are adequate and convenient 
connections between neighborhoods and employ-
ment destinations within the city. The second focus 
should be connecting the cities to the near suburbs 
where transit already exists. 

•New Jersey needs to improve regional mobility. 
Improvements are needed to allow cross-county trips 
for all residents between urban and suburban areas, 
not for just one group of people to a particular job site. 

•New Jersey needs to improve bus service 
between cities in the state. Many routes are struc-
tured for a commute into New York or Philadelphia, 
secondarily providing intra-state service. Many of 
our urban centers need services matched to their 
needs as final destinations. 

•New Jersey should build on existing transit serv-
ices first. The Urban Supplement work has identi-
fied the need for expansions of service frequencies 
and hours and extensions of service to weekends. 
This is less expensive to implement than wholly new 
services, and does not require expensive marketing. 
For example, people soon hear from others that a 
bus now operates until midnight. 

•New Jersey should address the gaps in second-
and third-shift service. Service is desperately needed 
in these areas to get employees to jobs. Again, serv-
ice extensions are relatively inexpensive and the pay-
offs are immediate compared to starting new routes. 

•New Jersey should address the lack of Saturday 
and Sunday service and 24-hour service. In numer-
ous instances, a bus route could add a significant 
number of new riders with a service expansion 
because the demand already exists. A classic exam-
ple is services to malls - bus service may end at 9:00 
PM while people have to work until 9:30 PM. 

• New Jersey should review traditional hub-and-spoke-
oriented bus service and make appropriate changes that 

facilitate both intra-city and reverse commuting. 
•New Jersey should improve the frequency of serv-

ice and facilities for reverse commuters and develop 
intermodal connections to suburban locations. 

•New Jersey needs better feeder and intermodal 
services to maximize rail transit for the reverse com-
mute. Many suburban jobs could be reached by rail 
if there were transit connections at the destination 
station. This is true for better bicycle and pedestrian 
connections as well. Where possible, rail schedules 
should be examined to help support the reverse 
commute market. 

•New Jersey should continue to look at innovative 
ways to serve small travel markets. New Jersey 
should examine changing regulations to allow for 
shared-ride taxis where transit is not economically 
feasible. Subsidizing these services may be less 
expensive than other alternatives. 

•New Jersey needs to address security issues relat-
ed to bus operations, particularly at night. This is an 
issue both for bus drivers and for passengers who 
must board/debark. 

• New Jersey needs to continue addressing the safety 
of transit riders as pedestrians and bicyclists. Attention 
must be paid to the complete trip - facilities for pedes-
trians and bicyclists for both rail and bus are important, 
and ensuring good connections at the destination is also 
important. This means improving street crossings, 
sidewalks, and other pathways. Increasing the capacity 
of roadways should not result in the destruction of 
sidewalks, shoulders, and bus stops. 

•New Jersey must alleviate congestion because it 
seriously affects bus operations. Operating bus tran-
sit costs more because of delays, such as along Routes 
9 and 21, and at other locations in New Jersey. 
Saturday and Sunday congestion has been increasing 
because of travel to malls and other retail corridors. 

•New Jersey should continue leading efforts in 
developing a transit system that integrates NJ 
TRANSIT bus, rail and light rail services with those 
provided by private carrier bus, van, jitney opera-
tors, and paratransit operators. 

Education and Information 
•New Jersey should do a better job of educating 

job placement and training professionals and the 
general public about how to use transit. They need 
more information about the various modes, opera-
tors, services and fares so that transit can be used 
most efficiently and conveniently. 

•New Jersey needs to educate employment pro-
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fessionals and the genera[ public about how and 
where transit works. Everybne wants a bus, but tran-
sit isn't the answer in som cases because of cost, 
operating constraints, ins~ Iicient demand, lengthy 
routing, or destinatjons t*at are not transit- or 
pedestrian-friendly. Peopltr_feed to understand why 
transit cannot be provided I verywhere. 

•New Jersey should infor and educate firms that 
relocate about the "cost" I f locating in suburbia. 
After they have moved, fir 1 s frequently contact NJ 
TRANSIT to request bus s~ vices that simply cannot 
be provided. Instead, fy ms should consciously 
locate near transit services· hat aire in and near our 
urban centers, if they hay a workforce that they 
know is located predomina! tly in an urban area. 

•New Jersey needs to by ter inform people about 
transit services by reaching into various immigrant 
communities to expand I arket penetration and 
develop context sensitive s~ vices. Unregulated and 
uninsured services are being used by the uninformed 
and by those more comfor able riding in a smaller 
vehicle driven by someone+ o speaks their language. 

•New Jersey needs itl reased communication 
among various agencies anl employers and NJDOT 
and NJ TRANSIT. School I istricts and colleges need 
to convey information on cla s schedule changes to NJ 
TRANSIT. Large employe~ along a bus route need 
to inform NJ TRANSIT afu ut shift changes, facility 
expansions, and the like so t at the agency can proac-
tively rather than retroactiv~ y address service modifi-
cations. NJDOT and NJ Tl NSIT need to consider 
a relationship with local gov~ nments because the con-
struction of low- and ml derate-income housing 
should be in areas near trahsit and where pedestrian 
and bicycle amenities can b~ provided. 

Highway System I 

•New Jersey should addr ss the effiects of highway 
congestion as it affects thoud ds of bus riders every day. 

•New Jersey should rep~ r or renovate structural-
ly deficient bridges to enab e buses to use the most 
direct routes and travel un~ peded. 

•New Jersey should ca tinue to address safety, 
particularly at high-accideil locations. 

•New Jersey should bri1;1 substandard pavement 
up to a state of good repait 

•New Jersey should corl ·nue to address highway 
improvement, preservation, <ii- d maintenance programs. 

SUMMARY OF ~U'IHll': URBAN SU PtUEMIEINT 
REPORTS AND RECOMMEN!DA" BOi\.!S 

Information derived from e ch city's Urban 
Supplement report is provided b low along with the 
specific recommendations to improve commutation 
in and around each urban area. 

Atlantic City 
The transition of Atlantic City to a service economy 
dependent on tourism accelerated in the 1990s so that 
today more than 87 percent of its ~obs are in the serv-
ice industries. Casinos and relater service industries 
will continue to dominate the locfl-1 economy as new 
casino-hotels and entertainment centers are built. 

After decades of declining popul~tion, Atlantic City 
may have stemmed the flight to lthe suburbs. The 
population figure of approxi?tately 38,000 has 
remained virtually unchanged si~ce the last census, 
and projections for the next 25 )fears show that the 
city's population may grow slight[. While a greater 
percentage of residents are workin~ now than in 1990, 
the percentage of unemployed hjs increased as casi-
nos have cut payrolls. With the Jpening of two new 
casinos and hotel rooms and the r development of the 
eight-block area between the Atla tic City Convention 
Center and the Boardwalk, empl yment is expected 
to bounce back again over the ne t five years. 

Despite the overwhelming impact of the casino 
industry on the city and the billi ns upon billions of 
dollars spent there, Atlantic City s local economy is 
still struggling. Over the past few ears, experts have 
come to the conclusion that wh t is necessary for 
Atlantic City to thrive is broader ased tourism that 
brings in non-casino hotels, fa ily entertainment, 
and other types of attractions. According to the 
Convention and Visitors Autho ity, only about 20 
percent of tourists stay overnig t, and half of the 
total visitors come mostly to gam le. The city lacks 
enough hotel rooms to expand 1he market beyond 
casino goers, and quality shopping and retail busi-
nesses are scarce. Finally, an inl1reasing number of 
gaming and gambling opportun ties on the north-
eastern seaboard all compete wit Atlantic City. 

Nevertheless, there are signs ofr5birth in many loca-
tions. The new Convention Centpr opened in 1997, 
the Atlantic City International Airtport was expanded 
and upgraded, and the Atlantit City Expressway 
recently developed a new gatew to the city. Over 
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the past several years, the central business district 
added a new supermarket and shopping plaza and a 
Special Improvement District is working on beautifi-
cation projects. Several residential neighborhoods 
from Venice Park to Lower Chelsea, from Ducktown 
to Kentucky Avenue, and from Bungalow Park to the 
Northeast Inlet are being rejuvenated. 

A number of features set Atlantic City apart from the 
other six cities reviewed in the Urban Supplement. 
First, the city is physically smaller than the others, so 
that most of its population is within easy access of tran-
sit. Second, unlike the other cities, Atlantic City is locat-
ed far from the main highways, making access to some 
of the state's largest employment centers difficult. Most 
important, because of the casino industry, Atlantic City 
is now the major job site in both Atlantic County and the 
southern New Jersey region. As a result, the reverse 
commute as a key to future employment of residents is 
much less an issue in Atlantic City than it is in New 
Jersey's other major urban centers. Atlantic City is the 
main economic engine of the region, but suburban cor-
ridors contain concentrations of jobs that can be filled 
by city residents. Despite these major differences, 
Atlantic City shares many problems common to major 
cities, including poverty, crime, and poor housing. 

Even though a high proportion of Atlantic City resi-
dents work within the city, suburban job locations 
afford many opportunities, and several corridors are 
important, including Route 40/322, Tilton Road and 
Delilah Road, and Route 30. Both skilled and less-
skilled jobs are represented by a mix of retail, ware-
housing, manufacturing, and service industries. 

Although the regional highways are fairly good, sec-
tions of Routes 30, 40 and 322/40, as well as the 
Garden State Parkway, face highly congested condi-
tions and are prone to accidents. Absecon 
Boulevard, one of the main arteries in Atlantic City, 
is nearing the limit of its ability to carry traffic. The 
only significant travel option for the reverse com-
mute is NJ TRANSIT bus service. 

Transit in Atlantic City and from Atlantic City to the 
suburbs is also good, and nearly all bus routes are 
experiencing increasing ridership on weekdays and 
weekends. Still, NJ TRANSIT tries to meet the 
demand for more service. There are requests to add 
service to relieve overcrowding, to better accommo-
date early morning and late evening shifts, and to 
provide more extensive weekend service. Added to 

these pressures is the desire to operate in locations 
along suburban corridors that are either not current-
ly served or underserved by buses. Initiating new 
transit services in suburban areas where residential 
and employment densities are low is likely to be less 
successful than building on existing bus routes, as evi-
denced by the results of recent experimental services. 

Mobility in Atlantic City is enhanced by the Atlantic 
City Jitney Association, which runs 190 13-seat jit-
neys (mini-buses) on four routes throughout the city. 

Under the auspices of the Job Access and Reverse 
Commute Program, the Atlantic County/Cape May 
Workforce Investment Board has been approved to 
run a new service to link people and jobs in suburban 
areas. Although there is fairly good transit service in 
the Atlantic City area, the lack of adequate transporta-
tion to job sites remains a very important problem. 

Highway Recommendations 
• Initiate studies and implement recommended 

improvements to relieve congestion on major road-
ways, especially along Routes 30, 40, 322, and 
40/322, and along Absecon Boulevard in Atlantic 
City. Severe congestion in the vicinity of Atlantic City 
impedes mobility for drivers, truckers, and bus rid-
ers. Congested interchanges on both the Garden 
State Parkway and the Atlantic City Expressway are 
being addressed by construction projects planned or 
underway. 

• Undertake bridge upgrades and replacements. 
Because Atlantic City is an island, the condition of 
bridges serving the city is critical. Structurally deficient 
bridges in Atlantic County should be addressed, with 
emphasis on bridges on the approaches to Atlantic City 
and within the city itself. 

• Improve pavement conditions on sections of 
Routes 30, 40, and 40/322 outside Atlantic City. 

• Continue to address and implement safety 
improvements at high-accident locations along Route 
30, the White Horse Pike and Absecon Boulevard, on 
the Garden State Parkway at the interchange with 
Route 40/322, and at other high-accident locations. 

Transit System Recommendations 
• Improve cross-county bus service. Radial service 

into and from Atlantic City is quite extensive along 
the major corridors, but service that runs north to 
south is non-existent. 

• Provide bus service that runs 24 hours a day, 7 
days a week to hotel-casinos. 
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• Coordinate jitney service 
times of casino work shifts at th 

• Ensure that bus servio 
work shifts in Atlantic City. I 

schedules with the start 
Taj Mahal and Showboat. 
schedules complement 

• Monitor bus routes t9 ensure that bus service 
meets the needs of emplo ers in Atlantic City as 
employment and employeJs grow. 

• Add bus service to Rq tes 30 and 322/40 and 
Tilton and Delilah Road~, and in Buena, Buena 
Vista, industrial areas of Eg, Harbor City, and other 
locations in western Atlan~i County. These routes 
would serve major e_mplo~.-+ent destinations, ma~ls, 
and other commeroal act1.yi ty centers, commumty 
resources such as hospidi~s, and rail stations in 
Hammonton and Egg Harj:)br. They would connect 
with other NJ TRANSIT bhs routes to extend the 
utility of the new services. 

• Alleviate current over rowded conditions on 
some bus routes. 

• Increase information a out transit services in 
Atlantic City, Atlantic Count~, nd southern New Jersey, 
including information not o ly on schedules, routes 
and fares, but also on how t6 use the bus service. 

• Support the implemen~ tion of a transit village in 
the Urban Enterprise Zonel f Pleasantville. A transit 
viHage is a compact, mixed!- se community centered 
around a lransit facility th t invites residents and 
workers to use transit mor1 nd automobiles less. 

Camden I 

Camden, the seat of Camd~ County, is located with-
in the heart of a networM of roads that carry the 
largest vehicular traffic in t e eastern United States. 
This network gives diredt access to the Port of 
Camden and Philadelphia! · nd the Delaware River 
Waterway, and connects the ort of Newark/Elizabeth 
and the Atlantic seaboard t the east with Pittsburgh 
and Chicago to the west. cl den remains the largest 
port on the New Jersey sid~ of the Delaware River. 

I 

Once a leading industrial ci{ Camden faces an uncer-
tain future. While the <.'.ity ma· ntains its role as an impor-
tant center of freight and vJ icular traffic and is slowly 
adding a core of business anp. health services, the weak-
ening in its manufacturing b,a e has created a deep eco-
nomic decline. The robust g owth in New Jersey over 
the past several years has hei ed lift Camden's econom-
ic situation to only a limited degree. Unemployment 
remains very high, even corli ared to the other Urban 
Supplement cities. Neverth~ ess, Camden's transporta-
tion infrastructure is a valuap e resource. 

Unlike some other Urban SuppleJent cities, Camden 
has not yet redefined its role in thJ regional economy 
for the 21st century. Unlike citifs in northeastern 
New Jersey that are helped by their proximity to New 
York, Camden is located next to ;hiladelphia, a city 
that continues to lose jobs and po ulation. The level 
of physical and social degrad tion is severe in 
Camden, and investors need ince tives to go into the 
city with their plans and dollars. Despite some new 
development, such as the Sony/Bl ckbuster E Center 
and the NJ State Aquarium, and redevelppment in 
Camden, the surrounding areas emain empty and 
unattractive. In contrast to he other Urban 
Supplement cities, Camden has v rtually no middle-
class upon which to rebuild the city. While many 
Urban Supplement cities are finapy at the threshold 
of a comeback or already undergoing a renaissance, 
Camden remains left behind. 'I 
On the other hand, many job opp1rtunities are devel-
oping in suburban locations in c1mden, Burlington, 
and Gloucester counties. Bi-state commuting to 
Pennsylvania has always been anl important part of 
the journey to work in Camden. ~though there are 
psychological, informational, andl/nstitutional barri-
ers to crossing state lines to wo~k, there is a great 
potential for an increased numbFr of Camden city 
residents to work in Philadelphia and suburban 
Pennsylvania because a rich netw~rk of transit service 
is available. Both skilled and less-tkilled employment 
opportunities exist in most of thele locations. 

Camden residents enjoy a fairly igh level of public 
transit service. Improvements to ·his service are crit-
ical, however, especially since thle is a low level of 
household automobile ownership and a subsequent 
dependence on these services. slveral new services 
are operating or are proposed t! assist the reverse 
commute. A shuttle service from! Camden and sub-
urban locations was expanded t9 accommodate off-
hour commuting and new emploxment sites in 1999. 
A new service has been approved ~o provide door-to-
door shuttle service from Camden and other loca-
tions to the United Parcel ServicJ Lawnside Facility. 
Additionally, the new Southernj New Jersey Light 
Rail Line that will operate bet 

1

veen Camden and 
downtown Trenton will enhance access to the city. 
In addition to transit improverrients, nearly all of 
Camden County's roadways a e congested, and 
many are aging. The Statew·de Transportation 
Improvement Program projects addressed by the 



state's Local Aid Program target these concerns 
through operational improvements, resurfacing, and 
bridge replacement projects, and projects that 
enhance mobility for pedestrians, bicyclists, and tran-
sit users. But there are always more improvement 
needs than there are resources. Camden County's 
most pressing needs continue to be in the areas of 
relieving congestion, improving the flow of traffic, 
and enhancing access to other modes. 

Highway Recommendations 
• Initiate studies and implement recommended 

improvements to relieve congestion on major road-
ways, particularly along Routes 30, 38, 42, 70, 73, 168, 
561, and I-676. Alleviate local congestion on Mickle 
Boulevard and mitigate the effects of truck traffic on 
residential areas from Delaware to Seventh Street. 

• Undertake bridge upgrades and replacements, 
with particular attention to the Broadway, State, and 
Federal Street bridges and the Route 641 bridge in 
Haddon Township. 

• Improve pavement conditions on Routes 30, 70, 
and I-676, as well as segments of Jackson, Laurel, 
and Cedarbrook roads. 

• Continue to address and implement safety 
improvements at high-accident locations in Camden 
County, including those clustered around intersec-
tions along Routes 130 and 42 outside Camden. 

• Make improvements to local city streets by 
upgrading the traffic signal system and network of 
sidewalks and other pedestrian facilities. 

• Increase access to the Camden waterfront along 
Delaware Avenue and Front Street and to Petty's 
Island Maritime Complex. 

• Provide adequate signage throughout the city to 
direct visitors to major destinations. 

• Improve the traffic flow along various roadways 
and at key intersections on Routes 168, 536, 604, 673, 
689, 705, 716, at Brooklawn Circle, in the Erial area, 
and at interchange 3 of the New Jersey Turnpike. 

Transit Recommendations 
• Comprehensively review Camden bus routes and 

schedules to determine whether the current fre-
quency of service and transfers are appropriate and 
meet the needs of users. 

• Improve intra-city bus service so that all transit 
routes do not funnel into the downtown transporta-
tion center and service is not limited between the 
city's neighborhoods and employment sites. 

• Provide 24-hour-a-day, 7-day-a-week bus service 

in Camden, especially on Routes #400 and #413. 
0 Add late evening and/or early morning bus serv-

ice to accommodate employees who work the second 
and third shifts, especially on Routes #404, #451, 
#452, and #453. 

• Address security issues for both drivers and pas-
sengers who travel during the late evening and early 
morning hours. 

• Add or expand Saturday and Sunday service to 
Routes #401, #412, #451, #453, and #457. Add 
evening and weekend service to the Woodbury corridor. 

• Alleviate overcrowded conditions on Routes 
#404 and #409. 

• Increase service in locations that are under-
served, including Pureland Industrial Park, 
Pennsauken Industrial Park, Airport Industrial Park, 
and the East Gate Industrial Corporate Center. 

• Facilitate bi-state commuting by transit. NJ 
TRANSIT and SEPTA should make it easier for rid-
ers to transfer between the two systems by improving 
the coordination of schedules and fares. 

• Improve sidewalks, lighting, bus signs and shel-
ters and other amenities for bus transit riders. ' •Use transit stations to enhance livability in 
Camden. Stations should be integrated functionally 
and visually, streetscapes should be updated, and 
these facilities should serve as catalysts for economic 
development. This is particularly important for the 
new station construction that will be occurring for 
the Southern New Jersey Light Rail Transit System. 

• Improve transit facilities and intermodal connec-
tions in Camden County. Make improvements to the 
Beckett Street and Broadway terminals in Camden. 
Construct additional park-and-ride lots along I-295. 
Improve access to the Atco rail station, expand park-
ing there, and consider adding a rail station at 
Pennsauken along the Atlantic City Rail Line. Install 
trailblazers on roadways in the vicinity of PATCO's 
Ferry Avenue, Haddonfield, and Westmont stations. 

• Make all PATCO stations handicapped and 
wheelchair accessible. 

Elizabeth 
For much of its existence, Elizabeth has been a trans-
portation center. It remains a transportation hub for 
New Jersey and boasts two NJ TRANSIT rail lines, 
the New Jersey Turnpike, the Garden State Parkway, 
many other highways, and a multitude of bus routes 
serving its citizens. The importance of transporta-
tion is likely to continue growing as Elizabeth and 
Union County encourage the expansion of the 
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capacity to move both peo le and goods along the 
Route 1 &9 corridor, at thel ort of Newark/Elizabeth, 
and at Newark Internatiotl I Airport. In addition to 
various major highways ari rail and bus transit, Port 
Newark/Elizabeth and Ne* rk International Airport 
provide Elizabeth with act ss to regional, national, 
and global destinatiohs. 0 er the next several years 
the Newark-Elizabeth Rli Link will be built to 
extend direct rail service ft m Elizabeth and Newark 
to the airport. 

Since the mid 1990s, Elizabeth has aggressively pur-
sued development <1,nd rfrevelopment within the 
city. As a result, various industries have grown,· 
including manufacturing,! etail, and warehousing 
and distribution. An incr~ se in jobs ove.r the next 
25 years appears inevitab~ as Elizabeth and Union 
County target an extensiv~ amount of new commer-
cial and industrial develop~ ent along Routes 1&9, at 
the Port, and at Newark Ai port. Elizabeth has des-
ignated its midtown area k d the Elizabeth Seaport 
for new housing stork forl residents to support the 
increase in the number of~ bs. 

I 

Elizabeth has a wide variety f job locations in the city, 
including downtown retail I istricts, hospitals, govern-
ment offices, the Port of f wark/Elizabeth, Newark 
International Airport, Jersey ardens, and IKEA Jobs in 
the suburbs are plentiful an~ equally as varied and may 
be found in Linden I and Rahway, in the 
Union/Kenilworth area, ano along Route 22 between 
Mountainside and Crahford,I nterstate 78 from Millburn 
to Berkeley Heights, Inters 1 te 287 in Piscataway, and 
Routes 1 and 18 in New B1 swick and East Brunswick. 

Although transportauion i~ lentiful, there are prob-
lems. Serious congestion a d frequent accidents are 
common along the .Gardlen State Parkway, Route 
439, and Route 27, and thp condition of pavement is 
poor in the city of Elizabe\ . The network of public 
transportation is extensive 1 nd serves many locations 
outside the city. Howevev, reaching suburban loca-
tions can be unsafe, slow, I nd inconvenient. More 
often than not, the lack 9 Sunday or late evening 
service is a problem, and so e routes do not operate 
frequently enough. One J the most pressing needs 
for the reverse commute irl nion County is to estab-
lish appropriate transit J rvice from Elizabeth to 
employment sites along th~ Route 22 corridor. 

The increasing developml t and redevelopment of 
locations both inside' and putside the city limits will 

create the need to assess the ade uacy of public tran-
sit service operations in the vi inity of Elizabeth. 
Many highway improvements h ve been suggested 
for the Transportation DevelopDJ/ent District and for 
the Port areas to accommodade growth. These 
improvements are addressed i the most recent 
Statewide Transportation Imp ovement Program 
developed by NJDOT in conjunc ion with the North 
Jersey Transportation Planning uthority. Similar 
recommendations for transit use s will be necessary, 
and proposals to improve inte modal connections 
should be seriously considered. 

Elizabeth has many major highways that link the city with 
outlying areas, and its has a varie~y of bus routes that 
serve major local destinations, as WI ell as other Urban 
Supplement cities such as Newark, and New York City. 
However, some highways approafhing Elizabeth and 
some roadways within the city are c ngested, and capac-
ity will be stressed by additional anticipated growth. 
Automobile ownership among houf holds is rather high 
compared to other Urban Supplement cities, but still 
about one-quarter do not own veHicles. NJ TRANSIT 
operates most of the bus service in ~lizabeth, and is assist-
ed by the Orange-Newark-Elizabe;1 bus company, which 
operates in these locations. Betwee 1993 and 2000, bus 
ridership increased dramatically byl 50 percent, 70 per-
cent during weekdays and SaturdaJjs, and Sunday rider-
ship more than tripled. 

Highway Recommendations 
• Initiate studies and imple ent recommended 

improvements to relieve congest on on major road-
ways, especially at the southern end of the Garden 
State Parkway in Union and alon Routes 22, 24, 27, 
and 439. 

•Undertake bridge upgrades and replacements. 
Structurally deficient bridges in Union County 
should be addressed, particula ·ly bridges on the 
New Jersey Turnpike entrance to Elizabeth and with-
in the city itself. 

• Improve pavement conditi ns on sections of 
Routes 22, 24, 28, and 439. 

• Continue to address and implement safety 
improvements at high-accident ocations, including 
the intersections of Route 439 wJth Routes 1 &9 and 
27, and other places along Rout 1&9. 

Transit Recommendations 
• Add late evening and/or earl morning bus serv-

ice to accommodate employees w o work the second 
and third shifts. Routes that wo Id benefit are #40, 



#56/57, #58, and #59. 
• Increase the frequency of bus service on some bus 

routes, including Routes #56/57, #59, and #112. 
• Add Saturday and Sunday service to some bus 

routes, especially Routes #56/57 and #58. 
• Add more late evening and Saturday service and 

institute Sunday service on Routes #26 and #52. 
• Increase the efficiency of off-peak and morning 

reverse commute service on Route #113. 
• Add bus service to new locations. 
• Improve transit and pedestrian facilities in the 

Route 22 corridor. More direct and frequent bus 
service is needed to the various retail, industrial, and 
office establishments. 

• Investigate ways to serve employment centers by 
transit. Options could include an expansion of 
WHEELS or traditional transit service. Employment 
centers include various hospitals, medical centers, 
malls, and hotels along Routes #26, #52, #66, and 
#70; the Port and Linden Municipal Airport; and 
offices along I-78. 

• Monitor bus routes to ensure that bus service 
meets the needs of employers in Elizabeth and sur-
rounding areas as employment and employers grow. 

Jersey City 
Jersey City's locational advantage and extensive 
transportation infrastructure, which initially fueled 
the city's growth, have once again become important. 
Due to the foresight and planning efforts of the city 
and Hudson County, Jersey City has emerged as a 
major center of employment growth and opportuni-
ty. Over the past ten years, many financial businesses 
in New York City have moved to Jersey City in search 
of plentiful office space and access to transportation. 

Two particular sources of transportation have been 
especially advantageous to employers in the city. 
The Port Authority of New York and New Jersey 
Trans-Hudson Corporation (PATH), which had 
taken over the Hudson & Manhattan Tubes years 
ago, expanded its service and operates a terminal 
and transportation center in Journal Square. In 
addition, in 2000 the first operating segment of the 
Hudson-Bergen Light Rail Transit System 
(HBLRTS) opened in Jersey City. The HBLRTS, as 
well as other transportation investments planned in 
the city, is central to Jersey City's vision for the future 
as a "community of neighborhoods and a regional, 
national and global center." Jersey City seeks to use 
the transportation system to enhance the quality of 

life of residents while developing the city into a cen-
ter of international business and commerce. 

A new economic development program led to the 
redevelopment of housing and industrial properties. 
The waterfront has lured developers seeking to cre-
ate high-density housing and commercial properties. 
Downtown Jersey City, the heart of the central busi-
ness district, is experiencing a significant increase in 
commercial development, and the southern portion 
of the peninsula continues to attract industrial devel-
opment. Jersey City, freed of its dependence on 
manufacturing, has become the financial center of 
the region. Software and Internet companies as well 
as the media industry have also discovered Jersey 
City. Not surprisingly, both population and employ-
ment are increasing and are projected to continue to 
grow over the next 25 years. More than three-quar-
ters of Jersey City's residents hold jobs in the city. 

Jersey City has a diverse and extensive roadway and 
public transportation network that facilitates the move-
ment of people and goods within the city and connects 
it with other regions throughout the United States. 
Numerous highways are easily accessible, and the state 
is working to upgrade aging facilities and to complete 
missing links that improve the commute. NJ TRAN-
SIT operates six rail lines that connect to Jersey City via 
PATH, moving passengers throughout the region, the 
state, and the city itself. The recently completed seg-
ment of the Hudson-Bergen Light Rail Transit System 
provides connections for city residents and has facili-
tated development and redevelopment within the city. 
Jersey City also has ferry service as a part of its trans-
portation network. Seven routes link residents and 
commuters to New York City, with further connections 
linked to new development on the waterfront. 

Bus service by NJ TRANSIT and private carriers is 
also extensive, and commuters can use the bus sys-
tem to reach many locations in Jersey City, 
Manhattan, other New Jersey cities, and in suburban 
locations. There is little difficulty in moving around 
the city via bus or in traveling south or north from 
Jersey City in Hudson County. However, many 
routes operated in the city experience problems 
ranging from poor on-time performance to inade-
quate service frequency to a lack of late night and 
weekend service. Some sites, like the Hackensack 
Meadowlands, need better access to public trans-
portation. Finally, traffic congestion, aging facilities, 
and the obsolete nature of some infrastructure create 
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I I · . . 1 operating problems for so i e bus routes. t 1s cnt1ca 
for New Jersey to make cb tinued transit improve-
ments for Jersey City sine~ nearly half of all house-
holds do not have automo~ les. 

.I . d" . J Although the number of J© s 1s expan mg m ersey 
City, many residents will cJ tinue to pursue employ-
ment in locations oµtsid~ of the city. Significant 
employment centers for J e sey City workers are in 
Bayonne, Newark, Unio~ City, West New_ York, 
North Bergen, Secaucus, 0 rltstadt, Moonachie, East 
Rutherford, Linden, Elizai th, and along 1-78. 

Highway Recommendations I 
• Initiate studies and i1 plement recommended 

improvements to relieve c: ngestion on major road-
ways, especially Routes 49f 440, 1-78, and 1-280. 

• Improve east to west aic ess. 
• Address growing circu[ tion and parking needs. 
• Provide adequate signh e. 
•Undertake bridge up~r des and replacements. 
•Improve pavement cq ditions on Routes 3, 7, 

and 169. : . 
•Continue to address and implement safety 

improvements at high-ac~i ent locations, especially 
along Routes 1 &9, 3, 495, a, d along Tonnelle Avenue. 

Transit Recommendations 
• Rationalize public t~' nsportation services in 

Hudson County. A full ntegration of the trans-
portation system, includi NJ TRANS~T ~us and 
light rail, private bus,jitnet and van service, 1s ne_ed-
ed. Comprehensive inforrµ tion about these services 

I "d is also needed in the cou ty throuf~h county-w1 e 
transit maps and oth~r ve+ ~s. . . 

• Preserve PATH as the , aJor east-west transit lmk 
to New York City. 1 

• Add late evening and/ i early morning bus serv-
ice to accommodate empld ees who work the second 
and third shifts, paiiticul1 ly for _employment sit~s 
along Tonnelle Avenue arnll West Side Avenue and m 
Secaucus. Buses from IT rsey City to IKEA in 
Elizabeth also need to ru9 onger hours. Add more 
evening service on Route 85. 

• Add Saturday and Su day service to some bus 
routes and increase the fr{!! uency of some. 

• Increase service in lb ations that are under-
served, with emphasis onl ecaucus,_ the Port ar~a, 
and the southern portion (!) Jersey City at Greenville 
Yards. Additional servic{ to Ne~ark's Ironbound 
District on Route #1, Ca en Pomt, and the Post . a . d 

• Consider adding bus servic to new locations, 
including extending Route #2 o new compames, 
Route #43 along Route 508 in earny, and Route 
#85 in East Rutherford. 

• Improve transit facilities and "ntermodal connec-
tions. Maximize connections to the HBLRTS and 
the ferry service and ensure that transfers are seam-
less. Revise bus signage to mak it compatible with 
the city's program. Improve PA'. H station faciliti~s. 

• Monitor bus routes to ensu e that bus service 
meets the needs of employers n Jersey City and 
other locations as employment a d employers grow. 
This is particularly important o Routes #2, #82, 
#83, and #87, where ridership is growing or expect-
ed to increase in response to job rowth. 

•Reduce the impact ofvan,jit ey, and private car-
rier service on NJ TRANSIT N TRANSIT should 
seek to mitigate the erosion of ridership due to _a 
duplication of services provided y private bus earn-
ers, jitney, and van operators. TRANSIT routes 
affected include #80, #81, #84/96, #88, #126. 

• Provide bilingual transit info~mation. Riders on 
Route #84/86 have requested bilin al transit informa-
tion, and many others would benefi from this approach. 

Newark 
Newark is the seat of Essex C unty and a major 
industrial and financial metropol s. The city's exten-
sive transportation network incl des a comprehen-
sive bus system and state and federal highways. It 
also has a major maritime port in the New York-New 
Jersey harbor complex and one o the_ largest air, ~ail, 
and truck transportation cent rs m the U mted 
States. The Port of Newark/Eliz beth marine termi-
nal handles millions of container and million of tons 
of freight annually, and Newark I ternationa_l Airport 
served more than 32 million assengers m 1998. 
Newark Airport is the nation's eig th largest air cargo 
facility, handling more than 1.1 illion t?ns of cargo 
in 1998. Growth in both the Ne ark/Elizabeth Port 
and Newark Airport is assured b the Portway proj-
ects that aim to expedite freight ovements within a 
dedicated corridor, and a major xpansion of the air-
port. Goods movement by truck, air, and rail, as well 
as passenger travel, is expected o rise thr~u?h the 
foreseeable future. As the airpo t expands, 1t 1s fuel-
ing the demand for related serv ces and facilities in 
adjacent areas, such as wareho sing and storage, 
flight kitchens, and maintenance. 

Office in South Kearny lS I Sire · 
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Newark is linked to Manhattan by many forms of rail 
transit, allowing an easy commute between the two 
cities, and these transportation and locational advan-
tages fuel Newark's growth. The airport, the port, 
and the area in the immediate vicinity of the rail link 
to New York combine to provide a strong employ-
ment base for the city. Manufacturing remains a 
major employer locally, although its importance has 
declined steadily. The central business district of 
Newark is the largest single center of office employ-
ment in New Jersey. The 1990s has represented a 
watershed decade for the city, and new private con-
struction of commercial, cultural, and entertainment 
facilities, as well as building upgrades. have led to 
economic growth. Due to the investment infrastruc-
ture and support services, Newark has established 
itself as the high technology center of the region. 

New economic development programs and initiatives 
are seeking to develop more downtown parking, an 
arena for the New Jersey Nets, light industrial space 
in neighborhoods, including Urban Enterprise 
Zones, additional hotel rooms, and shopping centers. 
To assist newcomers, Newark is offering an informa-
tional clearinghouse for the business community and 
aggressively signing city highways to provide direc-
tions and local identity. New transit and highway 
transportation improvements will support and sus-
tain growth. Indeed, both resident population and 
employment are projected to stabilize and grow over 
the next 25 years. Even though unemployment is still 
much higher than in state of New Jersey as a whole, 
it has fallen over the past ten years. 

Newark, once one of America's leading industrial cities, 
has lost significance as a manufacturing center, and the 
economy is making a transition to one dominated by 
service industries. A growing proportion of the city 
labor force holds jobs in service-producing sectors. 
There are more transportation, communications, utili-
ties, finance, real estate and insurance and public sec-
tor jobs than can be filled by Newark residents. On the 
other hand, there are not enough jobs in manufactur-
ing, retail trade, services, and construction to fill the 
demand by Newark residents for these jobs. 

According to the 1990 Census, half of Newark resi-
dents are employed in the city and half work outside 
of the city. Newark is a major employment center that 
offers over 160,000 jobs. Thanks to an improved 
national economy and new development, Newark's 
in-city jobs have been increasing in the past several 

years. The most significant areas of job growth are at 
the Newark Airport and its periphery and at the Port. 

The city of Newark benefits from an extensive road-
way and public transportation network that facilitates 
the movement of people and goods within the city 
and connects it with other regions of the United 
States. Numerous highways provide access to and 
from Newark, and the state is working to upgrade 
aging facilities and to complete missing links that will 
improve the commute. Four rail lines transport peo-
ple to or through Newark on their way to New York 
City and allow residents of the city to reach jobs in 
suburban locations. The Kearny and Secaucus rail 
connections are designed to improve rail access by 
linking various rail lines. Additionally, the new 
Newark-Elizabeth Rail Link and the new intermodal 
station that will serve the Newark International 
Airport will open new locations for reverse commute 
employment opportunities. The Newark City 
Subway line in the city provides convenient trans-
portation to and from the core of the city and the 
planned expansion of this system will improve access 
for Newark residents. While all the new rail service 
will improve access, using the commuter rail service 
from Newark to the suburbs is difficult because train 
schedules are designed for inbound commuting trips. 

Bus service is also extensive, and commuters can use 
the bus system to reach many locations in suburban 
Newark. However, the absence of night and week-
end bus service on some routes hinders working at 
work sites with less traditional hours. Some work 
sites like Newark International Airport and the 
Newark/Elizabeth Port desire service that operates 
daily around the clock. Increased express service is 
often wanted by Newark residents and suburban 
employers, and service extensions into new locations 
are also requested. Finally, traffic congestion, aging 
facilities and the obsolete nature of some infrastruc-
ture creates operating problems for some bus routes. 
Under the auspices of the New Jersey Jobs Access 
and Reverse Commute Program, Essex County is 
launching new reverse commute services that will 
assist Newark residents in obtaining and maintaining 
employment in suburban job locations. It is critical 
for New Jersey to make continued transit improve-
ments for Newark since nearly half of all households 
are without autos. 

Although new jobs are being created in Newark 
every day, many city residents work in the area's sub-
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urban locations. Suburba employment corridors 
that are particularly! impd tant include Bloomfield 
Avenue, Springfield Aven! , Routes 1&9, 3, and 7. 
Secaucus and the OrangJ continue to offer jobs. 
Areas that are grorwing I · n significance include 
Hillside, West Caldwell, Fairfield, and I-280. 
Newark is well connected tb the New York metropol-
itan area through major ·nterstates such as I-78, 
I-280, and the New Jerse Turnpike, and by state 
roads such as Routes; 1&9,1 1, and 22, but many are 
congested in and arciund t e city. Key connections 
between local roadways ad interstates do not exist, 
although many of these ar~ being built over the next 
several years. 

Highway Recommendations 
• Initiate studies and ii plement recommended 

improvements to relieve cb gestion on major road-
ways, especially along the ength of Routes 24, 46, 
and 124. In Newark itself, oute 21 and 1-78 are sat-
urated with traffic and cantj~t tolerate increases. 

• Undertake bridge upgtades and replacements, 
particularly addressing al oncentration of bridge 
problems along the Ne Jersey Turnpike, the 
Garden State Parkway, andl 1-280. 

• Improve pavement cp ditions on Routes 28, 
124, 439, and sections of l 80 and Routes 1&9, 21, 
and 124. I 

• Continue to address and implement safety 
improvements at high-ac7i ent locations, including 
at sites along Routes 1&9, · 1,439, and 1-78. 

particularly along Routes 10 and 46 to Fairfield and 
in the Meadowlands. 

•Improve the coordination b tween NJ TRAN-
SIT and private shuttle services t Newark Airport. 

• Improve transit and pedestr'an facilities in the 
Route 22 corridor. 

• Enhance rail access to s~burban locations. 
Intermodal connections shoul9 be improved to 
increase the likelihood of using tthe train to reverse 
commute, as well as the frequencjr of train service for 
riders commuting from Newark o work. 

Paterson 
A modest level of new residential, retail and commer-
cial development is occurring in P terson, several new 
businesses have established the selves, and some 
employers have increased their pJ,yrolls. Despite this 
activity, Paterson's economy still struggles. The city 
has never recovered from the 1 

1
ss of industry and, 

unlike Jersey City and Newark, it pas not been able to 
attract firms from New York beca9se of its location far-
ther west. Nevertheless, emplo)fment numbers are 
expected to stabilize over the nextl 25 years. The pop-
ulation grew in the 1990s due to 1 new wave of immi-
gration. One of Paterson's greatest assets is its people; 
nearly 60 different nationalities at1 represented in the 
city, creating a diverse and ambiti us labor force. 

Paterson's transportation networ was established to 
support industry, and its street p1ttern is based upon 
grids connected to major arterialsj. Today, the area is 
oriented to highways but, although the city is located 

Transit Recommendations close to the Garden State Parkwa[ and Interstate 80, 
• Provide 24-hour,a-da~, 7-day-a-week bus service access from these highways to the ety is not easy. The 

to destinations like Newark Airport. public transportation system was created to be radial in 
•Add late evening and;b early morning bus serv- nature because it served to bring~orkers to Paterson's 

ice to accommodate empld ees who work the second mills, and this structure persists today. Paterson is 
and third shifts on Routes j 11/28/29,. #26, #37/107, served by NJ TRANSIT buses, a d the NJ TRANSIT 
#42, #71, #73, and #79. , oordinate transportation Main Line railroad links Paterson to residential com-
services with shift times af employment sites in the munities north of the city as well is to employment in 
Meadowlands. ' Hoboken and, via PATH, in New york City. 

• Add Saturday and Sul day service to some bus Paterson promotes economic dfvelopment, urban 
routes, including Rout9s #5, #11/28/29, #26, and suburban redevelopment, a d historic preserva-
#37/107, #65/66, #72, #1 , #79, and #92. tion activities, and is aggressively pursuing improve-

• Alleviate overcrowded onditions. ments to public facilities and ser ices. In addition to 
• Increase the frequeri y of some bus routes, historic designations and the c, nstruction of new 

especially on Routes #43 i d #73. housing in the central city, two new Special 
• Offer more express 9 s service on Route #40 Improvement Districts have bee1 formed. 

and Route # 71 at Eecker Farms, and in Roseland 
and Fairfield. I Despite the fact t~at new firms ~re lfc~ting int? Paterson, 

• Consider offering bu~ service in new locations, and some establishments are mcrfasmg their payrolls, 
' . Paterson continues to lose emplo)1lment. Paterson has 
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never recovered from the loss of the textile industry, and 
its dependence on manufacturing as a base of the local 
economy makes the city particularly vulnerable to eco-
nomic downturns. Although in-city jobs have been 
declining during the last decade, employment opportu-
nities in the Paterson suburbs are increasing. The 1990 
census data indicate that almost two-thirds of Paterson 
residents commute outside the city; the majority travel to 
Wayne and Clifton. Virtually all the major highways in 
lower and central Passaic County are experiencing 
increased development and employment. The number 
of retail jobs, in particular, is expanding, but so are jobs 
at industrial and healthcare establishments. 

Corridors with current employment opportunities 
for Paterson residents include Route 3 in Clifton and 
the Meadowlands, Route 4 in Paramus, Route 17 in 
Bergen County, Route 20 to Fairlawn, Route 23 from 
Clifton to Morris County, Route 46 from Fairfield to 
Parsippany in Morris County, Routes 208 and 504, 
and 1-287 from Oakland and Franklin Lakes to 
Ringwood. High-growth corridors for the future are 
expected to include Routes 23 and 46, 1-287 in 
Ringwood, and the Meadowlands. 

Paterson is situated in northern New Jersey, with 
easy access to midtown Manhattan, and near many 
New Jersey corporations. Paterson is accessible by 
automobile, bus, freight and passenger trains, and 
air. The city is at the crossroads of a number of New 
Jersey's major highways, linking Paterson with the 
rest of New Jersey and New York. Transit in 
Paterson and from the city to the suburbs is fairly 
good, and nearly all bus routes have experienced 
increasing ridership. Still, NJ TRANSIT tries to 
meet the demand for more service. There are 
requests to add service to relieve overcrowding, to 
better accommodate late evening shifts, and to pro-
vide more extensive weekend service. Added to 
these pressures is the desire to operate in locations 
along suburban corridors that are either not served 
or underserved by buses. Paterson's bus service suf-
fers from an antiquated and outmoded route struc-
ture that funnels all riders into central downtown. 
Improved crosstown and intracity travel is needed to 
accommodate the trips that riders need to make in 
today's world. There is also a need for improved 
service to connect the towns within Passaic County 
and to connect Passaic County with its neighbors in 
Bergen, Morris, and Essex counties. 

Many roadways suffer from severe congestion that is 
increasing as a consequence of the expanding econo-
my and increased development. Some highway proj-
ects are being undertaken to alleviate congestion and 
upgrade bridges and roadways. Other new projects 
are being undertaken to improve roadway operations 
at major intersections and connections between high-
ways. One focus is to build better connections between 
the city of Paterson and surrounding roadways. 
Paterson's rail service to midtown Manhattan and 
access to other sections of northern and central New 
Jersey will improve with the completion of the 
Secaucus Transfer. To address the needs of reverse 
commuters from Paterson, the County of Passaic is 
working with NJ TRANSIT to develop services from 
the city to Morris and western Passaic counties, as well 
as to nearby cities such as Passaic City. 

Many Paterson residents work in suburban areas outside 
the city. Relevant suburban employment corridors 
include Routes 3, 4, 17, 20, 23, 46, 202, 208, 504, and 1-
80. Many of these corridors have only recently emerged 
as employment growth areas. Because Paterson is divid-
ed by the Passaic River, the condition of its bridges is 
important. Unfortunately, many bridges need rehabili-
tation and widening or replacement and, as mentioned, 
highway connections are incomplete. Bridge projects 
feature prominently in plans to improve transportation 
in Paterson. In addition, congestion and bottlenecks, 
particularly at the intersection of Routes 23, 46 and 1-80, 
are severe. Auto ownership is relatively high among 
Paterson households, yet transit remains an important 
part of the transportation system in the city. 

Highway Recommendations 
• Initiate studies and implement recommended 

improvements to relieve congestion on major roadways, 
including Routes 3, 4, 17, 23, and 46. Future growth 
and development at the interchange ofl-80 with Routes 
23 and 46 and at the interchange ofl-287 with Route 23 
will exacerbate already congested conditions. In 
Paterson, sections of 1-80 are severely congested. 

• Improve access to Paterson from 1-80. 
• Make improvements to Squirrel wood Road 

interchanges. 
• Undertake bridge upgrades and replacements, 
• Improve pavement conditions along Routes 3, 

20, 46, and a section of Route 504 in the city. 
• Continue to address and implement safety improve-

ments at high-accident locations, especially along Routes 4, 
7, 23, and 46 near Paterson but not within the city limits. -,, 

OUR URBA1V CENTERS 



: I 

Transit Recommendations ' 
• Improve intracity buslf ervice. The hub-and-

spoke route structure that nnels all buses into the 
center of downtown should be modi1ied to provide 
more crosstown service t6 directly link Paterson's 
neighborhoods and work sit s. 

• Add late evening ;md/o/r early morning bus serv-
ice to accommodate einploy es who work the second 
and third shifts. Many ma

1 
ufacturing firms operate 

on a 24-hour basis, and retail centers like Willowbrook 
Mall need late evening servi e to bring workers home 
after the stores close. . Incr9 se the span of service on 
Routes #704, #707, #712, a d #744. 

• Add Saturday and Sun ay service to some bus 
routes and increase the fre~ ency on others. 

• Consider adding bus s rvice to new locations. 
There are requests to impt ve local destinations on 
Route # 190 and to extend bus service along Route 
46 to Fairfield and on Route #704, #705, and #712. 
Areas of Route 17 with. stroh job growth in northern 
Bergen County do ndt havf bus service. 

• Offer more express bu~ service from Paterson to 
the Meadowlands. I 

• Address competitive lo al van services. Local 
minivan service, based in s¢ eral ethnllc communities 
in Paterson, is eroding the Fi ership of publicly fund-
ed bus Routes #74, #712 d #770. 

! 

Trenton I 

Trenton never fully recovelf d from its loss of manu-
facturing jobs and, along wit Patersm1 and Camden, 
the city is one of the mo~ distressed in the state. 
Nonetheless, the city continili s to move forward devel-
opment and redevelopme4tl projects in an effort to 
turn the economy around. rt· enton is redeveloping its 
waterfront through the addi · on of a baseball stadium 
and other attractions, hew rb ail has been added at the 
Historic Roebling CompleJ, and an arena and bank 
have been built. Over the ! ext several years, a hotel 
and convention center will e built opposite the War 
Memorial and a major devcil pment is planned in the 
area of the Trenton Battle N1. nument. Restoration of 
state buildings has also occu:r ed. 

Despite these actions, botJ opulation and employ-
m~nt are declining, and p~ ·ections show a continu-
ation of these trends. Subur an sprawl will continue, 
increasing the significance of major employment 
centers in locations outsidle the city. These trends 
create the need for an im roved reverse commute 
transportation infrastruct1i1 e and inherently raise 

i 

transportation challenges for city residents trying to 
reach the best job opportunities. 

Trenton continues to have an exce lent transportation 
network. It is well connected by r ad, rail, and air to 
all metropolitan centers in the r-I~ ortheast. Sixteen 
miles southeast of Trenton is the N · w Jersey Turnpike. 
Route I connects Trenton and P iladelphia. Other 
?ighwa!s include Routes 206, 31, 13, and 29. Trenton 
1s also lmked to Route 130, 1-195 and 1-295. Various 
city and intercity buses operate fol1om Trenton. The 
Trenton rail station is served by .Amltrak, NJ TRANSIT, 
and SEPTA. The Southern Ne'f Jersey Light Rail 
Transit System will provide iiproved access to 
Trenton, particularly if the service continues into the 
downtown. Air services consist of r1he Trenton-Mercer 
Airport and connections with Philadelphia and 
Newark inte~national airports. All these facilities have 
greatly contnbuted to the develop ent of Trenton, as 
have the state capital and county srat, serving its state, 
county, and local employees, st2fte legislators, and 
numerous private-sector businessed. 

Transit within the city of TrentoJ is fairly good, and 
ridership has increased on most bls routes. However, 
more service is needed for residents who reverse com-
mute to suburban employment ce9ters. Another tran-
sit need is extended service in off-peak hours to meet 
a variety of work shifts, especially third shift workers, 
outside the traditional 9-5 workda I,_ Several new serv-
ices are operating or proposed t assist the reverse 
commute. The Route 130 Shuttle Service is proposed 
to operate from Trenton to Hights own and the Route 
130 employment corridor where t ere is currently no 
transit service. However, issues ar slowing the imple-
mentation of the service, such as he locations of bus 
stops and traffic engineering co cerns. In addition, 
the Mercer County Night Line ha been approved to 
fill the transit gap in late evening ervice along Route 
1, although funding has not yet been provided. The 
city is also looking at pedestrian nkeds and encourag-
ing the use of bicycles for commut· ng and recreation. 
In fact, within the next five years there should be a 
pathway for pedestrians and bicy lists for the entire 
length of the Delaware River in th city. 

The reverse commute is impor ant in a city like 
Trenton that is not experiencing an increase in the 
number of available jobs. Trenton residents must seek 
employment in suburban location in New Jersey and 
Pennsylvania. Employment corridors that are consid-
ered to be important include RoJte 1 in New Jersey 
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and Pennsylvania, including Princeton, Route 130, 
Hamilton, and specific work sites along Routes 31, 
195, I-295, and I-95. In addition, NJ TRANSIT offers 
extensive bus service to the downtown's major desti-
nations and to the region's shopping centers and 
malls. Trenton, unlike most Urban Supplement cities, 
suffers from only minimal congestion, but the city is 
poorly connected to the regional roadway network. 
Bus service is inadequate in suburban locations where 
the growth in employment is occurring. As suburban 
employment expands and the workforce grows, the 
use of NJ TRANSIT buses will increase. 

Highway Recommendations 
• Initiate studies and implement recommended 

improvements to relieve congestion on major road-
ways. Congestion is minimal in the city of Trenton, 
but it does occur at the Calhoun Street Bridge. 
Suburban congestion is a problem along Business 
Route 1 and Routes 27, 31, 33, 206, 571, and 579. 

• Improve access to Trenton from major roadways. 
The completion of improvements along Route 29 is 
critical. 

• Address downtown parking needs. 
• Improve bicycle and pedestrian facilities. In 

Trenton pedestrian improvements are needed along 
Calhoun, Willow, Perry, and Carroll streets. Add 
pedestrian trailblazers at the Princeton rail station. 
Provide a bicycle lane along Grand Avenue at the 
West Trenton rail station. 

• Provide adequate signage along Route 1. 
• Improve the traffic flow along various roadways 

and at key intersections, especially on Routes 27, 206, 
583, Nottingham Way, and Alexander Road. 

• Undertake bridge upgrades and replacements, 
with emphasis on Scudders Falls Bridge and those 
located along Routes 1, 29, 31, and the New Jersey 
Turnpike. Other bridges that need improvements 
include the Route 635 bridge over Amtrak and the 
Wall Street bridge. Bridges that need replacement 
include those on Route 604 over Stony Brook and 
those on Fackler and Old Mill roads. 

• Improve pavement conditions on Business Route 
1 and Routes 27, 29, 33, 156, and I-295. Repave 
Hightstown and Etra roads and Snowden Lane. 

• Continue to address and implement safety 
improvements at high-accident locations, with partic-
ular attention to two locations along Route 29 near 
the waterfront area and on Route 130 at the border 
of Mercer and Middlesex counties. 

Transit Recommendations 
• Add late evening and/or early morning bus serv-

ice to accommodate employees who work the second 
and third shifts, especially along Route l. 

• Increase service in locations that are underserved. 
Route 1 is a major source of jobs in central New Jersey, 
but service may not be adequate. There are sugges-
tions to increase service to the Princeton area and to 
extend service into Middlesex County. Route 1 in 
Pennsylvania has many retail jobs associated with 
malls and shopping centers as well as industrial jobs, 
but the corridor is only minimally served by SEPTA 
bus service. The service is inadequate for reverse 
commutation from Trenton. 

• Consider adding bus service to new locations. 
There is no continuous crosstown bus service along 
Olden Avenue, nor is there bus service along the 
Route 130 corridor in Hightstown/East Windsor and 
Washington and Hamilton townships where a signif-
icant number of new jobs are being created. Also, 
there is virtually no service from Trenton to locations 
west and north of the city. Outside of Trenton, not 
all employment centers in Hamilton, Ewing, and 
Lawrence are served by transit from Trenton, 
although job growth is strong in these locations. Bus 
service from Hamilton to Exit 8A of the New Jersey 
Turnpike should also be explored. Additionally, 
new services to major employment sites in Bucks 
County, Pennsylvania, should be considered. 

• Improve transit facilities and intermodal connec-
tions in Mercer County. Construct additional park-
and-ride lots along the New Jersey Turnpike and 
explore the creation of a formal park-and-ride at the 
Quaker Bridge Mall. 

• Facilitate bi-state commuting by transit. There 
are many jobs for Trenton residents in Pennsylvania, 
but NJ TRANSIT and SEPTA operations are not inte-
grated. The two transit agencies should make it easi-
er for riders to transfer between the two systems by 
improving the coordination of schedules and fares. 

•Use transit stations to enhance livability in 
Trenton. NJ TRANSIT should use its facilities to 
enhance the residential and business communities 
surrounding stations. Stations should be integrated 
functionally and visually and serve as catalysts for 
economic development. This will be important at 
the Trenton rail station and at stations for the new 
Southern New Jersey Light Rail Line@ 
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Near-term capital priorities are established each year 
through the Statewide Transportation Improvement 
Program (STIP). The STIP, which is required by the 
federal Transportation Equity Act for the 21st Century 
(TEA-21), is a multimodal capital improvement pro-
gram covering all areas of the state. It includes 
statewide initiatives and regional programs developed 
by the state's three metropolitan planning organiza-
tions. The current STIP covers fiscal years 2001 
through 2005. Federal regulations mandate that the 
STIP is constrained during the first three years by the 
amount of projected funding available. 

This section describes New Jersey's multimodal capi-
tal investment strategies for the 2001-2005 STIP 
period. It begins with an overview of the STIP's 
funding sources. This is followed by a discussion of 
the programmed uses of those funds. 

2001-2005 SOURCES OF FUNDS 

STIP projects are primarily funded by a combination 
of federal and state sources. During the 2001-2003 
fiscally constrained portion of the plan, federal 
sources represent 50 percent of the combined 
NJDOT/NJ TRANSIT program, while state sources 
equal 48 percent. Other resources make up the bal-
ance. Federal sources fund a higher percentage of 
the NJDOT program (52 percent) than the NJ 
TRANSIT program (47 percent). The following out-
lines the major sources of federal and state funding 
for the STIP. 

Federal Transportation Funding 
The federal government receives funds for trans-
portation from gas tax revenues and user fees, which 
are placed in the Highway Trust Fund (HTF). The 
HTF is composed of the Highway Account, which 
funds highway and intermodal programs, and the 
Mass Transit Account. Funds are allocated to states 
on a formula and discretionary basis to support the 
following major infrastructure programs: 

Highway Programs 
•National Highway System (NHS): The National 

Highway System includes the interstate system, other 
urban and rural principal arterials, highways that 
provide motor vehicle access between the NHS and 
major intermodal transportation facilities, the 
defense strategic highway network, and strategic 
highway network connectors. NHS funds are dis-
tributed on a formula based primarily on the extent 
of a state's principal arterial network (measured in 
lane miles) and the uses of the system (measured in 
vehicle miles). 

• Interstate System/Interstate Maintenance (IM): 
This program provides funds to ensure the continued 
maintenance and improvement of the interstate sys-
tem. Grants are distributed based on each state's lane 
miles of interstate routes open to traffic, the vehicle 
miles traveled on those interstate routes, and the con-
tributions to the Highway Account of the Highway 
Trust Fund attributable to commercial vehicles. 

• Surface Transportation Program (STP): The 
STP provides flexible funding that may be used by 
states and localities for projects on any federal-aid 
highway, including the NHS; bridge projects on any 
public road; transit capital projects; and public bus 
terminals and facilities. A new provision permits a 
portion of funds reserved for rural areas to be spent 
on rural minor collectors. Funds are distributed 
among the states based on each state's lane miles of 
federal-aid highways, the total vehicle miles traveled 
on those federal-aid highways, and estimated contri-
butions to the Highway Account of the HTF. Once 
the funds are distributed to the states, 10 percent are 
set aside for safety construction activities (i.e., hazard 
elimination and railway-highway crossing improve-
ments), and 10 percent are set aside for transporta-
tion enhancements, which encompass a broad range 
of environmentally related activities. 

• Bridge Replacement and Rehabilitation: This 
program provides resources to ensure a state of good 
repair and the normal replacement of bridges. 
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• Federal Lands Highway~ Funding for this pro-
gram is provided for high' ays on federal lands -
Indian reservation roads, pa k roads and parkways, 
and public lands highways ( iscretionary and forest 
highways) - and federally 9 ned public roads pro-
viding access to or withiIJ- the National Wildlife 

I Refuge System. I 
• Emergency Relief (ER): The Emergency Relief 

program assists state and loct 1 governments with the 
expense of repairing ~erioJs damage to federal-aid 
highways and highways oJ federal lands resulting 
from natural disasters or cat]strophic failures. 

. I Transit Programs , 
• Section 5309 Federal 1[r nsit Capital Program: 

This program funds major c pital and special transit 
projects. A portion of the fe(fl ral funding authorized 
through this source is provi~ d on a formula basis in 
the form of Section 5309 F~ ed Guideway and Rail 
Modernization funds to indi idual urban areas. The 
remainder of the capital pt gram funding for this 
source is distributed on a di cretionary basis in the 
form of Section 5309 NeJ Starts funds for fixed 
guideway systems, the introd ction of new technolo-
gy, and the acquisition, corl truction, and improve-
ment of bus and rail faciliti~s and equipment. 

'"Section 5307 Urbanized! rea Formula Program: 
This program provides fun: s for planning, acquisi-
tion, construction, imp:rovem nt, and associated cap-
ital maintenance items. The1 istribution of resources 
is on a formula basis. Capi al projects are funded 
with a maximum 80 percent deral contribution and 
a minimum 20 percent local atch. 

"Other Programs: In ad ition to the two major 
funding programs desclr·bed above, federal 
resources are available to fun transit providers serv-
ing individuals living in rui 1 areas, as well as those 
who are elderly and/or dis~ led, and the procure-
ment of clean fuel transit ve ides and over-the-road 
buses accessible to the disab~ d. 

I Other Federal Programs I 

In addition to the major Hi hway and transit pro-
grams described above, fede~ 1 grants are available to 
states to support maritime ah seaports, and rail pro-
grams such as high-speed ra~l and magnetic-levitation 
vehicle technologies. For iation, New Jersey has 
been designated one of ten st tes that receive Federal 
Aviation Administration Blod Grants. The FM gives 
a single grant to the state, wlli"ch, in turn, offers grants 
for airport and heliport improvements at the state's 
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public use facilities. Special prograbs, including wel-
fare-to-work and on-the-job trainiqg, have also been 
implemented to help meet the mo ility needs of the 
economically disadvantaged. 

State Funding 
The primary state funding source is he Transportation 
Trust Fund. Trust Fund revenues are derived from a 
portion of the state's motor fuels gallbnage tax, petrole-
um products tax, sales tax on n;~ motor vehicles, 
motor vehicle registration fee, and a4~ual contributions 
from the state's three toll road aufhorities, the New 
Jersey Turnpike Authority, the Ne Jersey Highway 
Authority, and the South Jersey Transportation 
Authority. These revenue sour es are leveraged 
through bond financing. Bond proteeds are allocated 
from the Trust Fund to provide statejresources for STIP 
highway, transit, and intermodal prljects. 

Transportation Trust Fund resolces were supple-
mented in 1999 when voters appr ved a bond reso-
lution for certain bridge and high "'lay improvements. 
Proceeds from the bonds are beirlg used to fund a 
portion of STIP projects sue I as intersection 
upgrades, drainage improvements, and traffic oper-
ations and bridge improvements. 

2001 ~2005 USES OF FUNDS 

Table VI.1 presents a summary of he five-year STIP, 
while Tables VI.2 and VI.3 describ the highway and 
transit capital programs in more derail. The $12.0 bil-
lion STIP includes projects that ill help bring the 
state's highway and transit systems to a state of good 
repair and keep them there, enhanc system safety, and 
provide new capacity and services to reduce congestion, 
enhance mobility, and support econ mic growth. 

The following sections summarize r}ie major elements 
of the highway and transit improv, ment programs. 

PROGRAM 



NJDOT CAPITAL PROGRAM 

The $6.8 billion NJDOT Capital Program is guided 
by the Department's Capital Investment Str~~egy 
(CIS). The CIS is a performance-based deos1on-
making tool to develop investment options for major 
program categories, to provide strategic directio~ in 
the formulation of the capital program, and to gmde 
project prioritization and selection decisions. Table 
VI.2 presents the 2001-2005 NJDOT Highway 
Capital Program organized by major CIS category. 

Nearly one-third ($2.2 billion) of NJDOT's program 
is allocated toward projects that will help achieve a 
state of good repair and maintain capital assets to 
ensure their maximum useful life. These projects 
include eliminating the backlog of structurally defi-
cient bridges, deficient pavement conditions, 
drainage problems, lead-based bridge coatings, and 
inadequate dams. Other state-of-good-repair initia-
tives include the implementation of maintenance pro-
grams for bridges, pavement, and drainage systems. 

Congestion relief is the next largest category, repre-
senting 24 percent ($1.6 billion) of the total program. 
This includes initiatives to address congestion at the 
top 40 most congested areas in the state, build cer-
tain strategic mobility highway projects (such as the 
recently completed Route 133 Hightstown By-Pass), 
construct multimodal access points between the 
interstate and commuter rail systems, implement 
demand management programs, enhance highway 
operations, and ensure the viability of general avia-
tion airports. 

Local partnerships represent 15 percent ($1.0 bil-
lion) of the planned capital expenditures. This pri-
marily includes the allocation of resources to coun-
ties and municipalities for improvements to the local-
ly owned bridge and road network. 

In addition to the above, NJDOT's program pro-
vides resources for: 

• Improving the safety of the transportation net-
work and reducing highway and pedestrian fatalities 

• Promoting a more user-friendly network 
through the use of intelligent transportation systems, 
signage and other technologies 

• Progressing economic growth initiatives such as 
rail freight improvements 

• Enhancing the state's quality of life through 
projects such as the construction of new bike lanes 
and highway landscaping 

• Improving highway operations and project 
delivery through supporting a sustainable planning 
and scoping work program 

• Implementing state-of-the-art management sys-
tems for tracking the condition of capital assets 

• Enhancing productivity through funding capital 
program support services. 

NJ TRANSIT CAPITAL PROGRAM 

NJ TRANSIT's capital program is structured to 
maintain bus and rail capital assets in a state of good 
repair as well as to provide added capacity and new 
services to enhance market competitiveness. Rail 
capital projects, including maintenance, infrastruc-
ture, passenger facilities, and rolling stock, equal 
$2.2 billion, or 43 percent of the transit program. 
Projects will be undertaken to purchase new rail cars, 
rehabilitate tunnels and bridges, and upgrade track, 
signal and communication systems, stations, support 
facilities, and rights-of-way. 

Extension of the Hudson-Bergen light rail and initial 
construction of the Southern New Jersey light rail 
equal $1 .4 billion of the capital program (27 percent 
of the total). More than $800 million in systemwide 
projects will be undertaken to improve NJ 
TRANSIT's fare collection, passenger information, 
and management information systems. Bus and 
light rail infrastructure and rolling stock represent 
$709.1 million, or 14 percent of the capital program. 
This includes terminal and parking facilities, bus 
signs, shelters, bus overhauls, and new buses for NJ 
TRANSIT and private carriers. 
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f S!VE I"' Pl 
PROGRAM TO LONGER~~GE GOJ~LS 

Work to realize the vision, 1 oals, and objectives of 
Transportation Choices 2025 I as begun.. New Jersey 
cannot afford to wait to i I plement its long-range 
transportation plan. Plan i ! plementation is already 
underway and will continJ for the next 25 years 
and beyond. I 

The current Five-Year Capi al Program reflects the 
policy direction contained iA the previous long-range 
plan, Transportation Choices 1 020, and New Jersey's 
center-based growth plan, It e State Development and 
Redevelopment Plan. Since thle vision, goals, and objec-
tives of Transportation Choices 2025 were laid on the 
foundation of those of the J evious plan, the Capital 
Program is fully compatible I ith the long-term direc-
tion set forth in Transportati n Choices 2025. Their 
similarities are highlighted below. 

i 
I 

Five-Year Program H~ghlig' ts 
Transportation Choices 2025 vacates a strong focus 
on system preservation andl . aintenance activities to 
ensure that New J eusey a hi eves a state of good 
repair for the state's trans ortation system. This 
emphasis will ensure that t e system is maintained 
for its maximum useful lifi to serve current and 
future generations. The Fi e-Year Program contin-
ues New Jersey's major corri itment to reducing and 
eventually eliminating thd backlog of structurally 
deficient bridges. Additiohally, special emphasis is 
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placed on upgrading New Jers1y's local bridges. 
Highway rehabilitation is also give~ increased impor-
tance, especially for New Jersey's_i_interstate system. 
Improvement projects are plann! for segments of 
I-78, I-80, I-287, and I-295 to allo these facilities to 
better withstand the demands of , odern traffic and 
heavier truckloads. l 
System preservation and mainten nee activities are 
equally important on the state's tr nsit system. The 
Five-Year Program funds NJ T~NSIT's basic rail 
infrastructure to maintain a state of good repair 
where it exists and to continue p1gress to that end 
where it is not yet at that level. Importantly, the 
Bergen Tunnel rehabilitation will 

1
egin. This impor-

tant effort is needed to ensure thtr successful imple-
mentation of the Secaucus Transfer project, a project 
that links the Main, Bergen, and Bascack Valley lines 
with the Northeast Corridor line. 

Transportation Choices 2025's sa ety goals reflect 
Governor Whitman's "Safety First" focus as expressed 
in her strategic transportation pol"cy document, New 
Jersey FIRST: A Transportation Vision for the 21st 
Century, and the major commitme t to promote the 
safety of the transportation system expressed in New 
Jersey's Capital Investment Strategy. 

The Five-Year Program also conti ues New Jersey's 
major commitment to transpor ation safety. It 
includes increased funding for the ftate's Intersection 
Improvements Program, which prfivides for low-cost, 
fast-track improvements at proWem intersections. 
Increased funding is also providied for pedestrian 
safety improvements, as well as gJiderails and other 
highway safety features. A critica~ safety project on 
NJ TRANSIT's rail system - tpe installation of 
Automatic Train Control and Posi[ive Train Stop - is 
continued in the Five-Year Program. This investment 
is needed to ensure that New J er~ey' s passenger rail 
system is the safest in the countryj For aviation, the 
focus is to bring the state's critical eneral aviation air-
ports up to today's design standar s to enhance their 
operational safety characteristics. 

Transportation Choices 2025 and the Five-Year Program 
also reflect Governor Whitman's focus on mobility 
and the major commitment to promote mobility and 
reduce congestion contained in New Jersey's Capital 
Investment Strategy. The Five-Yearl Program allocates 
funding to build "strategic mobilify'' projects - proj-
ects that are key missing links ii the state's trans-



portation system. One such example is the 
Flemington Area Congestion Mitigation project, 
which provides a partial by-pass of the Borough of 
Flemington and the Flemington Circle. Other funds 
are aimed at projects that address highway conges-
tion at the most congested locations in New Jersey, 
such as the work to widen sections of Routes 1 and 9 
in Rahway and Woodbridge. Funds are also direct-
ed at intersection improvements; one example is the 
improvement of the interchange of I-80, Route 23, 
and US 46. In addition, the Five-Year Program allo-
cates money to strategic mobility projects for NJ 
TRANSIT, including final funding for the Montclair 
Connection, construction funding for the Newark-
Elizabeth Rail Link, and continued funding for the 
Hudson-Bergen Light Rail Transit System. 

The Five-Year Program and Transportation Choices 
2025 also both seek to improve the effectiveness, effi-
ciency, and attractiveness of the transportation sys-
tem. NJDOT and NJ TRANSIT are continuing to 
make improvements to the state's transportation sys-
tem to make it easier to use for the traveling public. 
Examples are the addition of new routes to the 
Emergency Service Patrol areas, the South Jersey 
Visitor Center (a state-of-the-art visitor center near 
the Delaware Memorial Bridge in Deepwater), and a 
program for new bus stop signs and shelters. 

Common economic development goals are reflected by 
Partway, which will provide an efficient, intermodal 
goods movement corridor in the northern New Jersey 
port area, increases in funding for rail freight programs 
and aviation, and improvements in intermodal circula-
tion on I-78 in the City of Newark near the airport. 

Both Transportation Choices 2025 and the Five-Year 
Program stress improving the quality of life for users 
of the transportation system and those affected by its 
use. Funding is provided in the Five-Year Program 
for upgrading the landscaping of key state highways 
in urban and rural gateways, the Washington 
Township Route 33 by-pass, and improved commu-
nications systems and new technology to enhance bus 
and rail customers' experiences. 

Transportation Planning Initiatives Needed 
For 2010 and 2025 
Implementation of the Five-Year Capital Program 
represents a planning process involving a thorough 
and ongoing examination of existing conditions, an 
in-depth analysis of current trends, and a careful 

evaluation of proposed alternatives. As near-term 
capital improvement projects proceed, NJDOT and 
NJ TRANSIT will also be looking forward to identi-
fy specific actions to enact the programmatic 
approach for 2010 and strategic directions for 2025 
and beyond. 

The 2010 programmatic approach calls for building 
multimodal access points at key connections between 
the interstate highway system and NJ TRANSIT's com-
muter rail lines. To advance this goal, a study and 
development program must be initiated to identify pos-
sible key locations, screen the locations, initiate concept 
development, and advance preliminary engineering. 

The 2010 programmatic approach also calls for imple-
menting or seeking alternatives for strategic mobility 
projects on the state highway system. With the 
increases in VMT forecasted, New Jersey must move 
on selected projects that have already been identified 
as needed to increase capacity. Planning must begin 
now to identify what improvements will be imple-
mented and where alternative solutions will be sought. 

The 2010 programmatic approach also highlights the 
urgent need to expand or improve local bus services in 
New Jersey, particularly to and from our state's major 
urban centers, based on work contained in the Urban 
Supplement. Additional buses and bus maintenance 
facilities are needed. Planning must begin now to 
determine the best locations for these support facilities. 

In addition, the 2010 programmatic approach identi-
fies the need for further implementation of intelligent 
transportation systems technology. Work is progress-
ing on the installation of the MAGIC system along I-
80. Studies should be conducted and analyzed to 
determine the effectiveness in New Jersey of these 
various technologies. Using these results, a study and 
development initiative should be undertaken to 
advance plans for other corridors based on NJDOT's 
Intelligent Transportation Systems Master Plan 
update. NJDOT appreciates the potential offered by 
intelligent transportation systems and will continue to 
identify further applications as technology evolves. 

The increases in VMT by 2025 cannot be accommo-
dated by our existing highway and transit system; to 
attempt to do so would threaten our economy and 
degrade our quality of life. The technical work 
undertaken to develop this plan has identified those 
areas where future congestion will occur. This work 
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will be shared with the thr~ MPOs in New Jersey 
and solutions to these future year capacity needs will 
be identified through the I PO planning process. 
But the 2025 scenario develo ment process will show 
that highway capacity must Jbe balanced with both 
increases in travel demand tanagement techniques 
as well as a major program , expand transit in mar-
kets where it can be support d. 

The planning process for thi future must also evalu-
ate non-highway alternatit s based on emerging 
technology and developing It ends. 

Communities in New Jerse~ must work to advance 
strategies to reduce travel 1 emand. Such efforts 
could include the promoti6 of more center-based 
development; local ordina11 es specifying the maxi-
mum number of parking s aces at a location and 
requiring connectivity betJ en developments; and 
design and subdivision rb ulations that require 
designs that support transiiJ se and access by walk-
ing and bicycling. Major strdy efforts must also be 
undertaken to vigorously pand the state's transit 
system by 2025.0 



Based on statewide travel projections, these increases 
in population and employment will mean an increase 
in the number of daily vehicle trips from just over 21 
million in 2000 to more than 22.7 million trips in 
2010, or an increase of 8.1 percent. The daily vehicle 
miles of travel will increase from more than 148 mil-
lion miles to just under 164 million miles, an increase 
?f 10.5 percent in the ten-year period. Figure VII.I 
illustrates the ten-year change in vehicle miles of trav-
el without any change in the transportation system, 
representing the base case condition. 

Figure VII. I 
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Without any change in the highway system, the daily 
vehicle hours of travel will increase by more than 17 per-
cent, or more than 862,000 hours. Figure VIl.2 shows 

the change in vehicle hours of travel between 2000 and 
2010. Without any changes in the highway system, 
increase in transit usage, or reduction in travel demand 
(base case), the delay on the highway system will grow 
faster than the population over the next ten years. 
Furthermore, this increased demand will occur dur-
ing a time in which New Jersey's existing transporta-
tion infrastructure will need heavy investments to 
offset the effects of aging and deterioration. 

Figure VII.2 
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The New Jersey Department of Transportation and NJ 
TRANSIT have developed a programmatic approach to 
meet this increased demand on our transportation sys-
tem. This approach builds on several building blocks: 

•The state's transportation "vision" plan, put 
forward in 1998, New jersey FIRST,A 
Transportation Vision for the 21st Century 

•The Department's Capital Investment Strat,egy 
documents, which relate policy directions 
(including New jersey FIRST) to measurable 
performance objectives 

•The technical analyses used in preparing this plan 
• Information gained in preparing the Urban 
Supplement reports and from focus and 
issue groups. 

THE PROGRAMMATIC APPROACH 

The objective of the programmatic approach is to establish 
a direction for investments in the transportation system 
through 2010. This direction will be translated into 
investment and project selection decisions at NJDOT 
using the Capital Investment Strategy, which will be 
updated annually. Under the provisions of the 
Congestion Relief and Transportation Trust Fund 
Renewal Act of 2000, the Department is required to 
submit its proposed Capital Investment Strategy to 
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the Legislature each Mary 1, along with its pro-
posed annual capital progir m. The programmatic 
approach will also help to~ de the state's three metro-
politan planning organizati~ s as they develop their 
regional transportation plans,' lan for their corridors, and 
identify projects. This· appro ch should also lead other 
New Jersey and bi-state trar¥ ortation agencies in their 
planning and investment deds ons. The programmatic 
approach focuses on the elertj nts described below. 

I 

Keep the Transport tion System in a 
State of Goo Repair 

The New Jersey FIRST·plan le s for fixing the existing 
transportation system first. 1[ is should be the top prior-
ity for all agencies and gove~ ments with transportation 
infrastructure. NJDO'F's Ca·· l InvestrnentStrategy, which 
implement New Jersey FIRS1j, calls for bringing key ele-
ments of the transportation I ystem to a state of good 
repair by 2010. The objective include: 

• Reduce or eliminate thle backlog of structurally 
deficient bridges 

• Eliminate the backlog 9 deficient pavement 
conditions on state highways 

• Eliminate the backlog serious drainage 
problems on state high! ays 

• Correct all deficiencies n state highway dams 
• Resolve all serious flood· ng problems on 

I 
state roadways I 

• Develop and implemen an effective preventive 
maintenance program f, r state bridges, 
highway pavements, arl drainage systems. 

In addition, the following Rfly actions will occur dur-
ing this ten-year periqd to p ovide on-time perform-
ance, ensure safe operatiol s, and sustain customer 
satisfaction on the public tJ nsit system: 

• Replace overage limses i the fleets of both NJ 
TRANSIT and private le rriers 

• Replace 424 rail passeri er cars and 17 
locomotives I 

•Upgrade the top twentiy passenger stations that 
are most in need of rep ir 

• Continue to invest mai.µ enance dollars in rail 
tracks, bridges, and ya1 , s to ensure this 
infrastructure is in a sta e of good repair 

I 

Improve Highway, Rail,! nd Pedestrian Safety 
The number of older drivers aged 70 and above killed 
in crashes nationwide incrciased by 39 percent from 
1989 to 1999; in the sarrte tiry overall fatalities declined 
by 9 percent. Also, pedest~i n fatalities involve more 
children and older ad1;1lts, as "ndicated by the National 

Highway Traffic Safety Administr tion's Traffic Safety 
Facts-1999. For these reasons, the 

1
afety improvements 

and countermeasure programs ust concentrate on 
these two age groups. 

Public safety will continue to be a cornerstone of the 
ten-year programmatic approac of all state and 
local governments and transport tion agencies. Key 
actions will include: I 

• Implement countermeasure ~rograms to 
reduce auto fatalities by 25 Pfcent and 
pedestrian fatalities by 50 percent 

• Implement safety improvemetts at the top 100 
intersections identified by the safety 
management system 

• Bring highway-rail crossings f p to current 
safety standards by continuinf to upgrade 
twenty or more grade crossings per year 

• Implement full maintenance i)rograms for 
safety systems on highway, ra1l, and bus facilities 

These safety improvements and c_runtermeasure pro-
grams will be implemented by applyipg a variety of strate-
gies, including improving highway design, installing traf-
fic calming devices, providing bettJr roadway lighting, 
installing large-letter signs, employi4g safety technology, 
enforcing truck and weight limitatiofs, and working with 
communities, school systems, and se1~ior citizen centers to 
heighten public awareness and resp1nsibility. 

Relieve Congestion and Incrtse Mobility 
Relieving congestion can be acco plished by either 
reducing the demand for transport tion (known as trav-
el demand management - TDM) or expanding the 
capacity of the transportation s

1
ystem. Reducing 

demand on the highway system mefns moving persons 
out of their automobiles. This caf take a number of 
forms, from encouraging people t

1
f use public transit, 

carpool/vanpool, and bicycle or wallt to work, to increas-
ing the use of telecommuting or sh,rtened work weeks. 



It also means providing incentives for people to drive 
at other times of the day, through such measures as 
encouraging flextime, implementing value pricing, 
and educating transportation users about the time 
and fuel that can be saved by avoiding congested 
periods and locations whenever possible. 

New Jersey's nine transportation management asso-
ciations (TMAs) are critical facilitators of travel 
demand management programs. Working with 
employers and employees, the TMAs promote and 
help to implement measures to reduce the use of 
highways. NJDOT and NJ TRANSIT are also key 
players in advancing travel demand management. 
The 2010 programmatic approach emphasizes con-
tinuing and expanding the following strategies: 

• Ride matching 
• Park-and-ride facilities 
•Transit shuttles 
• Van pool incentives 
• Bicycle amenities 
• Tax incentives to encourage transit use 
• Marketing to create behavior change 

In addition, travel demand strategies related to land 
use need to be further promoted and implemented. 
These include: 

• Center-based development as called for in the 
State Development and Redevelopment Plan 

• Local ordinances that support TDM, such as 
requiring developers to reduce the number 
of single-occupant vehicles generated by 
their developments 

• Local ordinances that indicate the maximum 
number of parking spaces for a development 
rather than a minimum number 

• Local subdivision regulations that support 
transit use and connectivity between 
developments 

• Local initiatives to realize transit-oriented 
development in proximity to the state's bus 
and rail transit network 

Increasing the supply of transportation facilities and 
services will also reduce congestion. The Department's 
Capital Investment Strategy calls for a number of actions 
to be implemented by 2010: 

• Make improvements to reduce highway 
congestion at the top 40 most congested 
locations in the state 

• Build all committed strategic mobility projects 
(i.e., major mobility projects with 

regional impacts) 
- Route 18 extension, Piscataway 
- Route 21 missing link 
- Route 31 Flemington Area Congestion 

Mitigation project 
- Route 33 Freehold by-pass 
- Route 206 by-pass 
- Hudson-Bergen light rail transit extension 
- Rail storage facilities 
- Bus facilities to support expanded 

bus service 
• Implement an effective program of highway 
operational improvement projects 

• Build multimodal access points at key 
connections between the interstate highway 
system and commuter rail lines 

• Ensure the viability of New Jersey's general 
aviation airports 

All these actions must be consistent with the State 
Development and Redevelopment Plan. No highway 
widening will be implemented if another feasible 
solution is available, and access management tech-
niques, as defined in the Highway Access Code, must 
be applied. Access will be controlled on all new align-
ments. In addition, the project development process 
will use context sensitive design. This means that 
communities and people will shape NJDOT an NJ 
TRANSIT's project concepts and alternatives in the 
early phases of a project's development. 

Access to the Region's Core (ARC) is a project that 
will significantly expand rail access to New York City 
from New Jersey. All the alternatives under study 
involve construction of a new tunnel under the 
Hudson River. Over several years of study, numer-
ous alternatives have been narrowed to less than half 
a dozen, which will be studied in further detail 
through an environmental review. 

ARC must be the subject of intensive and compre-
hensive study over the next several years. After the 
studies are completed, it is imperative that the pre-
ferred alternative be implemented as soon as possible. 
ARC provides the needed additional trans-Hudson 
capacity so that plans for commuter rail projects can 
move forward. More detailed discussion of this proj-
ect will be included in long-range plan updates. 

As its title states, Transportation Choices 2025 is also about 
providing mobility choices for all the citizens of New 
Jersey, including transportation services for those who 
do not have an automobile. This includes persons with 
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disabilities, people whc:i> canJ t afford to buy and oper-
ate an automobile, senior di · zens who are no longer 
able to drive, and everyone ho choos€s not to drive. 

To support travel choices, th1 vernor's Vision calls for: 
•Building 2,000 mHes of icycle paths 
• Empowering com;ities ~1 they can coordinate 

and expand comimun~~ -based transit services _ 
•Working with commu~i ·es to create "transit 
vil~a~es" around rai~ stl ion~ that will maximize 
existmg transportation ervices 

In addition, the Urban S plements prepared for 
seven cities in New JersJ support the need for 
expanded bus service to e~ ble reverse commuting 
(see Chapter V, "Our Urb~r Centers"). The mobili-
ty recommendations includ providing: 

M fr . I • • b • ore equent service o existing us 
routes, including increl ing the service 
during off-peak hours ! 

• Additional bus routes q extensions to existing 
routes into outlying sut rban areas 

• Expanded weekend se:rr ice 

Develop a "Travel-Friendl~ Transportation System 
The Governor's Vision als~I. ecognizes the need for a 
transportation system to g(1t people where they want 
to go that is quicker, safer) smarter, and more con-
venient. E-ZPass, which h been implemented on 
New Jersey's toll roads an bi-state bridge and tun-
nel crossings, is alrea~y cop ributing to quicker and 
more convenient travel. Ni w Jersey FIRST and the 
Capital Investment Strategy hi e identified a number of 
additional initiatives to bel mplemented or further 
enhanced by 2010. These t elude: 

• Create a regional transf fare card. This 
"smart card" would pr(i) ide commuters with 
access to all transit syst I s in the region. 

• Install a com~uter~zed 
I 

ata information system 
at selected rail stations s commuters have 
access to real-time upda es on train arrivals 
and departures · ] 

• Further implement thel ntelligent 
Transportation System I usiness Plan projects: 

- Expand the Emerg ncy Service patrols 
to new routes : 

- Improve NJDOT's raffic Operations 
Centers, incl~. dinl1 xpanded coordination 
with NJ TRANSi , PATCO, 
TRANSCOM, an 
othe~ incide~t mar gement team~ 

- Contmue to i.ntero nnect traffic signal 
systems on rrajor I ighways 

• Install "travel-friendly" road igns with larger 
letters and symbols and ident fy important 
locations such as hospitals, cu tural centers, 
park-and-ride facilities, etc. 

• Build state-of-the-art visitor c nters at all 
major entry points into New ersey 

Support Economic Growth Consi;ent with the State 
Development and Redevel . ment Plan 

The Governor's Vision calls for ma ·ng New Jersey the 
world's premier gateway to Ameri 1a by 2010. Freight 
transportation is currently the fou th largest industry 
in New Jersey. The Vision is to m ke New Jersey the 
number one port and freight state in America. 

New Jersey has two international · ports, Newark and 
Atlantic City, and 45 other public se airports. Thirty-
three million people are served ann ally by the two inter-
national airports. In addition, N wark International 
Airport is a major air cargo facility. ajor capital invest-
ments are being made at each of e international air-
ports to meet air traveler and air ca o needs. 

The public use airports are used ostly by corporate 
planes and recreational flyers. Ne Jersey has lost half 
of its airport inventory since 1950, rimarily because of 
rising real estate values. With t e reduction in the 
number of smaller airports, sever of the public use 
airports are expected to experienc capacity problems 
within the next ten years. New Jer ey's Airport Master 
Plan, which is currently being u dated, will address 
both short- and long-term improv ment needs. 

The Port of New York and New Je sey, which includes 
Port Newark/Elizabeth, is the lar est and busiest on 
the East Coast. New Jersey is also erved by the South 
Jersey Port Corporation in Camd n and the Port of 
Salem. Trucks carry the major·ty of goods, with 
almost 1.3 million daily truck mo ements. The pur-
chase of Conrail by Norfolk South rn and CSX has 
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also given the state real rail competition and more 
national rail access. New Jersey has 13 shortline rail 
operators that also serve the state's freight industry. 

In addition to improving goods movement, targeted 
transportation improvements can act as incentives in 
attracting and retaining major employers, thereby 
bolstering weak market forces in redevelopment 
areas. They can also be used to leverage private 
development funding. 

To meet the Governor's Vision and the goals of the 
State Development and Redevelopment Plan, the follow-
ing programmatic direction has been identified: 

• Target investments to make sure the ports 
of New Jersey are among the best in the world 

• Preserve part of the Marine Ocean Terminal, in 
partnership with the city of Bayonne, for use as 
a commercial deep-water port 

• Build Partway projects, a premier intermodal 
facilities connector, in conjunction with the 
private sector 

• Support access improvements to land 
development projects that are regional 
economic anchors and projects that promote 
urban redevelopment 

• Finance improvements to shortline railroads to 
promote economic growth along existing rail 
freight routes 

• Explore with Norfolk Southern and CSX 
public/private financing of key projects that 
support better rail and intermodal access 

Implement Transportation Improvements 
That Improve Our Quality of Life 
and Promote Community Values 

The Governor's Vision is to provide a transportation 
system that brings communities closer together. 
Such a system will give people greater access to 
places where they can enjoy their leisure time. It will 
also pay attention to aesthetic detail and work in har-
mony with the environment, in accordance with the 
principles of context sensitive design. 

To meet the Governor's Vision and the goals of the 
State Development and Redevelopment Plan, the follow-
ing programmatic direction has been identified: 

• Re-landscape major state highways 
• Support local transportation enhancement 

projects that advance State Development 
and Redevelopment Plan goals 

• Expand the Adopt-a-Highway Program to 

provide more funding to enlist the support 
of civic groups to aesthetically improve 
state highways 

• Continue to implement a program of 
demonstration grants for ecotourism 

Develop the State's Partnership with Counties and 
Municipalities and Create Public/Private Partnerships 
for the Improvement of Local Transportation Systems 

An objective of Transportation Choues 2025 is to "establish 
partnerships among all levels of government, and with 
the private sector, to provide transportation improve-
ments." NJDOT has long supported communities with 
funding and technical assistance as they make trans-
portation improvements on local systems. Public/private 
partnerships have been created with shortline railroad 
operators and for design/build highway projects. 
Under an agreement with private carriers, NJ TRANSIT 
leases buses to these carriers using Federal Transit 
Administration capital funds. 

The Capital Investment Strategy outlines two objectives 
that support partnerships between NJDOT and local 
governments: 

• Support Local Aid programs that are adequate 
to meet the needs of transportation systems 

under county and municipal jurisdiction 
• Provide funding for Local Aid to Centers of 

Place. This program provides funds to assist 
communities that have become "designated 
centers of place" under the State Development 
and Redevelopment Plan. 

In addition to these more traditional programs, over the 
next ten years NJDOT and NJ TRANSIT will seek to 
develop other programs to encourage the development 
of public/private partnerships. In this direction, 
NJDOT recently created the Division of International 
Intermodal Corridor Coordination. The International 
Intermodal Corridor is a transportation mobility corri-
dor in northeastern New Jersey that establishes an effec-
tive system of intermodal connections to satisfy both 
goods movement and passenger needs. The Division of 
International Intermodal Corridor Coordination is 
charged with coordinating transportation initiatives 
being proposed by public and private entities to ensure 
an integrated transportation network in the corridor. 
This high-visibility group is charged with coordinating a 
financing decision-support structure for implementing 
the intermodal transportation plan. 
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The FY - 1999/2000 UpdatJ keport of the New Jersey 
State Rail Planning Prodf ss contains a Norfolk 
Southern and CSX overvi9] titled "New Jersey and 
Freight Rail - A New Par~ ership." This overview 
indicates the need for publl" c/private funding of rail 
freight infrastructure in N w Jersey by specifically 
identifying investments nci~ded for rail freight in 
northern New Jersey. p he State Rail Freight 
Assistance Program has as~isted eight shortline rail-
roads since its incepti<m in l 1~84. The current update 
report identifies more than $236 million in ongoing 
and proposed new projectsJ Over the next ten years, 
the New Jersey Departmentl<~fTransportation and the 
private railroads need to continue to work together to 
support rail freight growth.~~ 

I 



Exploring these questions required linking the results 
from three regional travel demand models, each repre-
senting conditions in one of the three metropolitan 
planning organization areas of the state: northern, cen-
tral, and southern New Jersey. The travel demand 
models use mathematical relationships to estimate the 
ability of the highway system to satisfy demand. While 
each of the three models has a different structure and 
was run independently, they provide a common basis 
for forecasting future travel conditions. 

The scenario analysis provides a multimodal perspective 
on statewide transportation needs for 2025. Although the 
regional models are based on assumptions about highway 
use, they have proven to be useful for assessing other 
transportation options as well. For example, the models 
can be used to measure what would happen to the system 
if more people used public transit instead of driving. 
They can also be used to gauge the effects of adjusting 
transit and highway system capacity to better meet pro-
jected travel demands in the different regions of the state. 
In addition, they can provide an idea of what can be 
accomplished through travel demand management 
measures, such as ridesharing and telecommuting, or by 
steering future growth toward planned centers that 
already have a good supply of transportation. 

The scenario results are presented as a starting point 
for public discussion of New Jersey's long-range 
transportation needs, which vary from one part of 
the state to another and which may require different 
approaches in different communities. The model 
results can help to inform that discussion and to sup-
port the crafting of region-level corridor plans, tran-
sit service plans, local land use plans, and a range of 
related policy measures throughout the state. 

The regional travel demand models use mathematical 
relationships to estimate the ability of the highway sys-
tem to satisfy demand. A large portion of the highway 
network is represented as a series of individual links, 
each having an estimated capacity based on character-
istics like the number oflanes and the type of roadway. 
The mo.del forecasts the number of trips that will be 
made based on the characteristics of the population 
and employment in an area. It then assigns these trips 
to the highway network by selecting the best route 
from each trip's origin to its destination, which is usu-
ally the route that takes the shortest travel time. 

As all the trips are assigned to the highway network, 
traffic volume builds on each link. The capacity of 
each link is then compared to the number of vehicles 
desiring to use it, which results in a measure called 
the volume-to-capacity ratio, or v/c ratio. The high-
er the ratio for a given link in the system, the more 
crowded it is with traffic. If the v/c ratio is below 0.8, 
the roadway is said to be under capacity. In under 
capacity conditions, a roadway typically operates well 
and has capacity available to accommodate addition-
al traffic. Motorists experience little delay and gen-
erally satisfactory levels of comfort and convenience. 
But when conditions on a roadway are approaching 
capacity, traffic begins to slow, driving is less comfort-
able, and even minor incidents can disrupt traffic 
flow. For this analysis, approaching capacity is defined 
as having a v/c ratio between 0.8 and 1.2. (While 1.0 
is often used as the upper end of this range in traffic 
studies, for regional modeling a slightly higher value 
is needed to better relate model performance to real-
world performance.) Finally, over capacity conditions 
are defined as those having a v/c ratio greater than 
1.2. In these "failing" conditions, traffic flow breaks 
down, lines form, and motorists often become very 
dissatisfied. These three conditions, known as levels 
of service (LOS), are illustrated in Figures VIII. I, 
VIII.2, and VIII.3. 
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Figure VIII.1 
LOS U nderf apacity 

Figure VIIl.2 I 

LOS Approach~ 

Figure VIII.3 1 

LOS A.hovel 

MEASURING THE RESULTS 1 

Each scenario analysis produces erformance meas-
ures for the highway system that c n be used to com-
pare one scenario to another. T ey allow compari-
son, for example, of how much avel would occur 
and how much time people woul spend driving in 
congested conditions under the different scenario 
assumptions. Measures of conges1ion are of particu-
lar interest due to the emphasis .!citizens placed on 
this issue in a survey undertaken fi1 r this plan update 
(see Chapter IV). 

The region-level models generat; several perform-
ance measures that indicate how well vehicles flow 
through the highway network. A et of performance 
measures was chosen that provid1s a common basis 
across the three models and is sui able to a statewide 
assessment. Together these meas res tell the story of 
how the highway system will operate in the future. 
They include the total number of trips made, vehicle 
miles of travel (VMT), vehicle hou~s of travel (VHT), 
and the proportion of travel that f curred under the 
three levels of service definetl above (under, 
approaching, and over capacity). I For this analysis, 
projected conditions during an +erring peak hour 
(rush hour) were chosen as the ba~is for comparison. 
Since each of the regional models bases performance 
measures on different peak hours,I a normalizing fac-
tor was used to combine the three results into a 
statewide estimate. Definitions o' the key perform-
ance measures are as follows: 

• Vehicle miles of travel (VMT) represents an esti-
mate of the total miles driven by 11 motorists on the 
highway system in a defined time eriod (a year or a 
day, for example). It is generally wnsidered the key 
statistic~! measure of motor vehicl~ travel. 

• Vehicle hours traveled (VHlf) represents the 
total number of hours spent drfilving by motorists 
within that same time period. 

• Amount of travel by level of se vice represents the 
total miles of travel or total ho rs of travel that 
occurred under each of the three of era ting conditions 
(under, approaching, and over capacity). VMT by 
level of service tells us how many rrliles were driven in 
relatively uncongested, congestedl or severely con-
gested conditions; VHT by level of fervice tells us how 
much time was spent driving uncle each condition. 



SCENARIO CONSTRUCTION 

The study process began with the construction of a 
"base case" as a framework for the analysis. The 
2000 base case reflects today's conditions, and the 
2025 base case indicates what would happen in the 
future without any long-range transportation 
improvements. Next, a set of scenarios was devel-
oped, each representing one strategy that could 
potentially improve transportation conditions over 
the base cases. The scenarios were first evaluated 
individually, and then in combination. The results of 
these evaluations led to the selection of a compre-
hensive multimodal scenario that would be used in 
further analysis. The multimodal scenario set direc-
tion for the analysis of financial needs presented in 
Chapter IX, and is intended as a basis for discussing 
the state's long-range transportation strategic direc-
tion. A separate analysis of alternative land use 
assumptions was also conducted and is described in a 
subsequent section. 

Base Case 
A base case is a reference point for comparing the 
effectiveness of alternative strategies. In regional 
modeling, a base case representing a current or 
recent year is needed to ensure the model's assump-
tions properly reflect reality. It also provides a famil-
iar reference against which hypothetical future con-
ditions can be judged. But a future base case repre-
senting a "do nothing" or "no build" alternative is 
also critical, as it provides a reference point for 
future scenario outcomes. 

In this study, the future base case helped assess the 
impacts of doing nothing beyond the set of commit-
ted short-term projects in each MPO region's 
Transportation Improvement Program (TIP). To 
create the base case, a network including these TIP 
projects was developed. Then each MPO's forecast 
of future population and employment was used to 
project the travel demand on that network. This 
resulted in: an assessment of existing and future year 
performance in terms of number of vehicle trips, 
VMT,and VHT 

The combined MPO demographic forecasts for 2025 
indicate a statewide population increase of 15 per-
cent and a 24 percent increase in employment com-
pared to today's levels. The regional travel models 
show that this level of growth would produce a 24 
percent increase in daily vehicle trips (Figure 

VIII.4). However, daily VMT would rise by more 
than 85 percent - from an estimated current base of 
148 million miles to 275 million miles in 2025. 
Evening peak hour VMT would rise by 34 percent, 
and evening peak hour VHT would increase by 74 
percent (see Figures VIIl.5 and VIIl.6). 

Figure VIII.4 
New Jersey Daily Vehicle Trips 
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Figure VIII.5 
Vehicles Miles 'Iraveled PM Peak Hour Statewide 
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Figure VIII.6 

BaseCase 2010 BaseCase 202S 

Vehicle Hours Traveled PM Peak Hour Statewide 

Base Case 2000 Base Case 2010 Base Case 2025 

Growth of this magnitude can be expected to pro-
duce traffic conditions that are significantly worse in 
2025 than they are today. For example, while the 
models estimate that 15 percent of peak hour VHT 
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in New Jersey currently oq:: rs under severely con-
gested conditions, in the 20 5 base case this figure 
rises to 27 percent of VHT. I 

wise be used by commuters. Thes diversions would 
be voluntary, but they would be aggressively sup-
ported through policy incentives such as employer 
support services for carpoolers nd transit users, 
employer-supported vanpooling ith a "guaranteed 
ride home" program, and alterna ive work arrange-
ments such as telecommuting nd flexible work 
hours. The target population for bany TDM meas-
ures is people traveling to work, ~ecause of the pre-
dictable and repetitive nature of tHese trips as well as 
their significant contribution to co gestion. 

For comparison purposes, a separate base case was 
developed using a statewitl model developed by 
NJDOT. This model covers/ : larger netw_ork includ-
ing not only New Jers<ry, bufNew York City and sur-
rounding portions of N~ York State, eastern 
Pennsylvania including -Phi~ delphia, and. northeast-
ern Delaware. The s~atewil e mode_l projects tr~vel 
conditions from 1990 to 2(l) 0 and mdudes projec-
tions of truck trips as well a~ travel by all vehicles. The TDM scenario applied trip reductions at the 

county level to allow for variation in such factors as 
The statewide model projci ts significant deteriora- the existing mode share, existing levels of rideshar-
tion in roadway performa 1 ce for both autos and ing, and the percent of office workfrs in each county. 
trucks by 2020. The numb r of daily truck trips in (The percent of office workers is important since cer-
this larger region is projectb to rise by 19 percent, tain TDM strategies, such as flexib~e work hours, are 
from 1.21 million daily trucU rips in 1990 to 1.44 mil- generally available only to officf workers.) The 
lion in 2020. For trucks alorl , the percentage of daily reduction in work trips ranged ffom a high of 5.6 
VHT occurring under sevet ly congested conditions percent in Somerset County to a loiwl of 3.2 percent in 
is projected to nearly doublJ uring this period, from Salem County. Systemwide, daily vehicle trips were 
18 percent in 1990 to 34 pe cent in 2020. In other reduced by about 0.5 percent by 2125, and peak hour 
words, by 2020 one third of a 1 the hours trucks spend VMT and VHT were reduced by .6 percent and 4.0 
on the road would be spent i severe congestion, with percent, respectively. An analysis f th~ l~vel of serv-
implications for the econ9J y of ~he northeastern ice during the PM rush hour sh9ws similar modest 
region as well as for the traf portat10n system. improvements to the transportatior system. 

What actions could be taken to improve system per- Transit Rich 
formance co~pared to the se case forecast? A va~i- The second scenario was an aggresive transit scenario 
ety of scenarios were d~velow · d to gauge how well dif- that models the effect of diverting! numerous vehicle 
ferent strategies wouldl com at the effects of growth trips from the high~ay system to ~u~lic tr~nsit. T~e 
on the operation of the higj way system. These see- "transit-rich" scenario assumed cafaCity will be avail-
narios can be categorized int those that reduce high- able on the transit system to absor these new passen-
way demand and those thatl ·ncrease highway supply. gers, and therefore implies major ervice increases. 
Those on the highway dema d reduction side include 
travel demand manag~ment strategies and a "transit The projected reductions in veh"cle trips were tai-
rich" scenario that would 

1
s gnificantly increase the lored to regional conditions and rip purposes. For 

amount of public transportat"on available. Those test- the North Jersey Transportation Pfanning Authority's 
ing for supply include a s enario using intelligent region, reductions were based on t methodology that 
transportation systems/transl ortation system manage- NJ TRANSIT recently developed to assess the poten-
ment strategies (ITS/TSM) It _at improve tr~ffic ~ow tial demand for transit in different areas of the state. 
without major new constru, tion, and one mvolvmg This methodology assigns each . eographic area a 
building, or expanding, roa 1

1 

ways. score for transit potential (i.e., pr pensity for transit 
use) based on measures such as th density of house-

Travel Demand Managemi t holds, population and employm9nt levels, and the 
Travel demand managemt/ t, or TDM, is a policy number of zero- and one-car households. These 
approach that seeks t:o infl ence travel behavior in scores were used to estimate the ntlmber of trips from 
order to reduce the numbe~ of trips made by people the regional travel forecasts thit could likely be 
driving alone. The objecti~

1 

of this scenario was to diverted to transit. In t~e cenfral and. southern 
gauge the ability of a compr hensive TDM program regions of the state, reductions ~ere applied across 
to take some vehicles off tlj road that would other-" t!,e board based on planning judg,ment. 



Since work trips are more easily diverted to transit 
than non-work trips, higher reductions were applied 
for work trips, and smaller reductions were applied 
for shopping and other trips. The resulting trip diver-
sions ranged from Oto 5 percent. The total number 
of vehicle trips eliminated from the highways is esti-
mated at nearly 400,000 by 2025. This corresponds to 
about 1.5 percent of daily vehicle trips on the highway 
system. PM peak hour VMT and VHT were reduced 
by 1.0 and 3.4 percent, respectively, producing mod-
est improvements in peak hour level of service. 

ITS/TSM 

The Intelligent Transportation Systems/Transportation 
System Management scenario aims to increase the effi-
ciency of the existing highway system, rather than 
expanding it. This evaluation used New Jersey's 
Intelligent Transportation Management System Master 
Plan as a guide to ITS deployment. The Master Plan 
includes 17 different ITS/TSM strategies and recom-
mends different combinations of the strategies for 
application to specific corridors around the state. The 
strategies include such techniques as traffic signal syn-
chronization, intersection improvements, electronic toll 
collection, provision of traveler information about alter-
native routes, and techniques for managing the disrup-
tion caused by traffic incidents. Assumptions were 
developed as to the likely effectiveness of each strategy 
in maintaining or improving capacity on the applicable 
corridors. The increases projected for individual strate-
gies ranged from 3 to 15 percent. Overall, the strate-
gies could theoretically add 30 percent capacity if they 
were all applied to a particular highway segment, but 
the maximum benefit was capped at 20 percent to avoid 
overstating the effectiveness of combining the strategies. 

Systemwide, the number of daily vehicle trips was 
not affected because the measures act on only trans-
portation supply, not demand. Route selection was 
influenced, however, resulting in PM peak hour 
VMT and VHT reductions of 0.5 and 9.2 percent, 
respectively. Level of service during the PM rush 
hour showed modest improvement. 

System Capacity 
This scenario tested the effect of expanding portions 
of the highway system to address severe congestion. 
Under this scenario, roadway sections that were 
operating unacceptably (at a v/c ratio greater than 
1.2) were improved by adding capacity until each 
section was brought to an acceptable level of service 

(a v/c ratio less than 0.8). Initially, this was done 
without regard to the number of lane-miles added. 
Accomplishing this meant adding nearly 1900 lane-
miles to the existing system (about 1500 to the 
NJTPA region and about 200 each to the SJTPO and 
DVRPC regions). Since today's system currently 
totals approximately 78,000 lane-miles, this scenario 
represents an increase of 2.4 percent in statewide 
highway capacity for the 25-year period. 

This rate of expansion would be the equivalent of 
adding approximately 75 lane-miles statewide per 
year. This is significantly more than the recent rate 
of road construction in New Jersey, and may not be 
a realistic rate of expansion, nor one that would nec-
essarily be accepted by local communities. The sce-
nario is presented for comparison purposes to gauge 
the effectiveness of targeted highway widenings as a 
long-range transportation strategy. A subsequent 
version, described below, was modified to limit 
expansion to an average rate of 20 lane-miles annu-
ally, in line with the recent rate of construction. 

Once again, systemwide daily vehicle trips were not 
affected. Route selection was affected, however, and 
resulted in a 2 percent reduction in PM peak hour 
VMT PM peak hour VHT was reduced much more 
significantly, by 25.5 percent, and the level of service 
during the PM rush hour was improved. 
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Comparison of Individual S~enarios 
Figure VIII. 7 comparns the! esults of the individual 
scenarios for PM peak hourlVMT by level of service. 
It shows the percentage of miles traveled under each 
of the three operating cond tions described earlier: 

under capacity, approaching capaci y, and over capac-
ity. Figure VIII.8 provides the same comparison for 
VHT, indicating the proportion of tptal PM peak hour 
vehicle hours spent in each conditi n. 
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Figure VIII. 7 
Vehide Miles Traveled by Level of Service 
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Figure VIII.8 
Vehicle Hours Traveled by Level of Service 

2025 PM Peak Hour Statewide 
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Management 

737,071 741,043 696,570 572,116 

Note: % above each bar is the sum of VHT approaching and over capacity 
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The figures show that the two scenarios addressing 
demand for highway travel - TDM and Transit Rich -
had little effect on peak hour conditions relative to the 
2025 base case. Overall peak hour VMT reductions for 
TDM and Transit Rich were approximately 260,000 and 
160,000, respectively. VHT reductions were approxi-
mately 30,000 for TDM and 26,000 for Transit Rich. 
Approximately 50 percent of VMT and 30 percent of 
VHT were under capacity in these scenarios, with 9 per-
cent of VMT and 27 percent of VHT over capacity. 

Conditions improved when the highway supply aspect 
of travel was addressed. For ITS/TSM applications, 
VMT improved to 55 percent under capacity and 8 
percent over capacity. Improvements were more obvi-
ous in VHT, with 36 percent under capacity and 23 
percent over capacity. Even more significant is the 
congestion reduction that occurs when system capaci-
ty is expanded. VMT under capacity improves to 60 
percent and the number of segments over capacity 
decreases dramatically to 2 percent. Even more strik-
ing are VHT reductions to 4 7 percent under capacity 
(from 30 percent in the base case) and only 7 percent 
over capacity (from 27 percent in the base case). 
Overall VMT reductions for ITS/TSM and System 
Capacity are approximately 90,000 and 325,000, 
respectively. More striking are VHT reductions of 
70,000 for ITS/TSM and 195,000 for System Capacity. 

Combining Strategies 
Once these individual scenarios had been analyzed 
and compared, the next step was to combine por-
tions of each to determine the effect on future travel 
conditions. The first combination package consisted 
of three of the four individual scenarios: TDM, 
ITS/TSM, and Transit Rich. This combination pack-
age showed encouraging results: PM peak hour 
VMT under capacity would be 59 percent in 2025, 
and PM peak hour VMT under severe congestion 
would be 8 percent. Although these conditions 
would be worse than today's, they would be signifi-
cantly better than 2025 base conditions. The 
TOM/Transit Rich/ITS scenario returns PM peak 
hour VHT under capacity to 39 percent and reduces 
VHT over capacity to 23 percent. Overall, PM peak 
hour VHT is reduced by 115,000 compared to 2025 
base case conditions. 

A second multimodal combination package tested 
the effect of adding a modified highway expansion 
strategy to the package above. This less ambitious 

highway expansion strategy was based on an analysis 
of highway expansion in New Jersey, which revealed 
that historically somewhat more than 20 lane-miles 
are added to the highway system per year statewide 
in recent years. Therefore, in the second combina-
tion package, capacity additions were limited to an 
average of 20 lane-miles per year, or 500 lane-miles 
through 2025. (To put this number in perspective, if 
each county in the state were to widen a one-half-
mile segment of road in each direction per year, the 
overall total over the 25-year-period would be about 
500 lane-miles.) The modified lane-mile additions 
were allocated among the three MPO regions based 
on the proportion of congested links found in each 
area (about 340 in the NJTPA region, 90 in the 
DVRPC region, and 70 in the SJTPO region). The 
lane-miles were added to those sections of roadway 
with the worst v/c ratios, with a maximum increase of 
one lane in each direction. 

The multimodal combination package shows even 
more encouraging results than the first package. The 
percentage of peak hour VMT under capacity would 
be nearly restored to today's conditions at 64 percent. 
The percentage of PM peak hour VMT over capacity 
is actually better than current conditions, at 4 percent. 
Overall, PM peak hour VMT is reduced by 906,000 
over 2025 base case conditions. See Figure VIIl.9. 

Similar results are seen for PM peak hour VHT by 
level of service. The multimodal option nearly 
returns to the 2000 base case at 51 percent under 
capacity, and reduces the over-capacity segments to 
only 7 percent compared to 2025 base conditions, 
resulting in a slight to moderate improvement over 
today's performance. Overall, peak hour VHT is 
reduced by 200,000 over 2025 base case conditions. 
The multimodal scenario produces results better than 
any of the others tested, as shown in Figure VIII. I 0. 

The initial scenario work described above was based 
on MPO estimates of the distribution of population 
and employment growth through 2025. These 
demographic projections are considered "trend" 
projections in that they largely assume a continuation 
of today's development patterns. To gauge what 
might happen to highway conditions if a different 
pattern of growth were to occur, additional scenarios 
were developed based on the land use concepts of 
the State Development and Redevelopment Plan. 
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Figure VIIl.9 
Vehiclie Miles Traveled by Level of Service 

PM Peak Hour Statewide 
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Figure VIII.IO 
Vehicle Hours Traveled by Level of Service 

PM Peak Hour Statewide 
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The SDRP emphasizes re~ velopment of the state's methodology for apportioning eaci county's projected 
urban areas and encoura~es compact, center-based growth to municipalities in keepiir,g with SDRP poli-
growth, in contrast to the 1 w-density, decentralized cies. Using a forecast year of 2020, the impact assess-
suburban development ty~i al of recent decades. A ment projects an alternative distriHjution of population 
recent impact assessment o the SDRP developed a and employment that can be used o test the effect of a 



center-based development strategy on highway system 
performance. SDRP impact assessment projections 
were compared with MPO "trend" forecasts for 2020. 

The alternative projections were tested for the 
NJTPA region and for a subarea case study within 
that region. The region and subarea were chosen 
because of their well-established transit service (both 
buses and trains) and the presence of both urban 
centers and lower-density suburbs, all important ele-
ments for a meaningful hypothetical study of land 
use and travel changes. The case study was devel-
oped to examine the effects of alternative demo-
graphic patterns at a more fine-grained level, taking 
into account the location of existing transit services 
and regional activity centers. 

Case Study Subarea Profile 
The case study subarea, shown in Figures VIII. I I and 
VIII.12, includes sections of five counties: Hunterdon, 
Middlesex, Morris, Somerset, and Union. With 684 
square miles and 46 municipalities, the estimated 
2000 population of the subarea is 788,293, while total 
employment is 499,002. Urban centers in the subarea 
include New Brunswick, Plainfield, and Somerville, 
while rural areas are found in portions of Hunterdon 
and Somerset counties. 

Figure VIII.11 
Map of NJTPA Region and Somerville Subarea 

N.ITPA region 

Somerville Subarea 

Figure Vlll.12 
Map of Somerville Subarea 

The "nerve center" of the subarea is the town of 
Somerville and its surroundings, where several major 
highways intersect. Interstate 287 intersects with 
Routes 22, 202, and 206 near the Bridgewater 
Commons, a major shopping mall, and I-287 also pass-
es close to New Brunswick to the east. In Somerville, 
Route 202/206 intersects with Route 28 at a circle 
known for its consistent congestion. 

Interstate 78, the main thoroughfare between the New 
York/Newark metro area and Allentown, Pennsylvania, 
passes through the northernmost section of the subarea. 
The New Jersey Turnpike and Routes 1, 130, and 27 
also pass through the subarea. Rail service in the sub-
area includes a Northeast Corridor station in New 
Brunswick; the Raritan Valley Line, serving Plainfield, 
Bound Brook, Somerville, and Hunterdon County; and 
the Gladstone Branch of the Morristown Line, which 
serves Berkeley Heights, Gillette, and Far Hills. The 
stars on the subarea map indicate transit stops. 

Bus service in the subarea includes Routes #65 and 
#66. Routes # 114 and # 117 provide interstate serv-
ice to New York City. 

Results of Alternative Demographic Scenario 
For the NJTPA region as a whole, the SDRP impact 
demographics showed very minor daily improve-
ment over trend conditions. Daily trips were 
reduced by 0.1 percent, VMT by 0.3 percent, and 
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VHT by 0.5 percent. period level of service 
I 

operated under capacity, and 11 percent of VMT 
and 27 percent of VHT operated ver capacity. for VMT and VHT showed nearly identical results, 

with a gain of approxima~e y one percent in each 
case in under capacity con

1 

itions under the SDRP 
scenario. Approxim~tely '1:~ percent of PM peak 
hour VMT and 30 percen~ f PM peak hour VHT 

I 

These results should be interpret d cautiously, since 
a changed demographic patte n may produce 
improved transportation perfor ance that was not 
captured in the regional highway :ietwork contained 
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Figure VIII.13 
Somerville Subarea 

Vehicle Miles Traveled by Level of Service 
2020 PM Period 

SDRP Focused Center-Based Demographics 

Note: % above each bar is the sum of VMT approaching and over capacity 

Trend 

Figure VIII.14 
Somerville Subarea 

Vehicle Hours Traveled by Level of Service 
2020 PM Period 
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SDRP Focused Center-Based Demographics 

~o e: % above each bar is the sum of VHT approaching and over capacity 
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in the model. The subarea analysis provides anoth-
er perspective. While the subarea also experienced 
minor changes in the number of daily trips and 
VMT, daily VHT was reduced by 2 percent, and the 
level of service indicators (VMT and VHT) showed 
modest improvements in the PM period, as shown in 
Figures VIII.13 and VIII.14. Subarea peak VMT at 
under capacity conditions increased 4 percent over 
the trend conditions, and VMT under severe con-
gestion decreased 3 percent from the trend. Subarea 
VHT under capacity increased 4 percent over the 
trend conditions, and severely congested VHT 
decreased 5 percent from the trend. Moreover, these 
improvements occurred in spite of modest increases 
in subarea population and employment over the 
trend conditions (a result of some redistribution of 
growth into the subarea's centers). 

The figures also show the results of a modified, still 
more compact growth scenario, which resulted in a 
very slight improvement for these indicators. This 
more focused center-based scenario further com-
pacted growth within the subarea, focusing it along 
transportation corridors (highway or transit) and in 
core areas within each municipality. The results of 
this variant of the center-based growth scenario are 
quite similar to the basic SDRP scenario. Overall, the 
demographic analysis suggests that center-based 
growth policies such as those envisioned in the SDRP 
may make a positive contribution to future highway 
system performance and should receive further con-
sideration and analysis. 

IMPLICATIONS FOR MANAGING CONGESTION 

This study shows that no single transportation strat-
egy is likely to preserve the level of highway per-
formance experienced today in New Jersey through 
2025, let alone improve it. However, a combination 
of strategies could offer significant improvements 
over the level of congestion that can otherwise be 
expected by 2025. 

If population and employment growth are consistent 
with MPO forecasts, in the 2025 base case daily VMT 
will increase by about 85 percent - close to doubling -
and peak hour VMT will rise by about one third. The 
percentage of peak hour VHT under severely congest-
ed conditions will also nearly double, from 15 to 27 per-
cent. The scenario analysis shows that a combination of 
strategies, each relatively aggressive in its assumptions 
about the policies that would be implemented, would be 

needed to significantly reverse this decline. For this rea-
son, a multimodal combination package is recommend-
ed in this plan. Study results suggest that center-based 
development policies may also contribute to improved 
future highway performance. 

It is important to note that congestion on the transit 
system is also an important issue to many citizens who 
experience crowded buses and trains. While the sce-
nario analysis did not directly address transit conges-
tion, it assumed a preservation of today's levels of 
service on the transit system in addition to the 
increased transit capacity in the Transit Rich scenario. 

USING THE SCENARIO ANALYSIS RESULTS 

The scenario results provide a basis for public dis-
cussion of New Jersey's long-range mobility needs, as 
well as an analytical framework for future examina-
tion of changing conditions and assumptions. They 
are most useful for making relative comparisons of 
possible futures, rather than for predicting absolute 
levels of transportation activity. In other words, the 
scenarios do not tell us exactly how many people will 
ride the transit system, carpool, or drive in 2025; 
rather, they show the general magnitude of the shifts 
in travel behavior that might be possible and the 
effects that such shifts could have on the perform-
ance of the highway system. The results also suggest 
the general magnitude of increases in transit service 
that would be necessary to accommodate the 
assumed shifts. 

The scenario results also provide a framework for 
analyzing order-of-magnitude financial require-
ments, as discussed in Chapter IX. For example, the 
technologies applied in the ITS/TSM scenario would 
have certain capital and operating costs, as would the 
major increases in transit capacity and the selective 
increases in highway capacity envisioned in the com-
prehensive multimodal scenario. 

It is important to recognize that even the best long-
range forecasts are subject to change. Although the 
alternative demographic scenarios considered the 
effect of shifting projected growth within a region, 
the aggregate growth forecasts could be too high or 
too low. For example, an economic downturn could 
reduce the projected growth in employment, signifi-
cantly affecting predicted growth in the number of 
trips and the performance measures for the period 
of the downturn. Or a very major increase in gas 
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prices could create a signifif nt disincentive for driv-
ing, either reducing total ti:-"p making from the esti-
mated levels or causirlg lark -scale shifts to rideshar-
ing and transit, or both. 1t1· · s also difficult to predict 
the extent to which techno] gical changes may affect 
travel behavior. For insd ce, telecommuting and 
flexible work hours couldl row more significantly 
than is envisioned in 1the 'J' M scenario, helping to 
reduce rush-hour co11:gestiJ - the potential for such 
changes is not well uriderstbod at this time. 

While travel demand mod~l are well suited to pre-
dicting the effects of, demb raphic changes on the 
transportation system, they rovide little guidance in 
understanding the conv:e se relationship: how 
changes to the transportatio, system may affect future 
land development. For eJ mple, would the major 
investment in transit capacif assumed in the Transit 
Rich scenario help to stimula e urban reinvestment, by 
making it easier to travel It and from centers like 
Newark, New Brunswick, an Somervillle? Or would 
such investments si~pl~ 1£ st~r more low-dens_ity 
development, by makling 1t , oss1ble for people to hve 
farther from their workplace while still maintaining a 
convenient commute? At P[ sent, few technical tools 
are available for answ~ring t is type of question. 

Providing for continued ml bility and curtailing the 
growth of congestion ,!ire k~ concerns for the future, 
but they are by no means t e only important trans-
portation issues facing Newl ersey. A number of crit-
ical issues were not addr ssed through scenario 
analysis but are considered elsewhere in this plan. 
These include the n:eed t · maintain the existing 
infrastructure in a state of g; od repair; improve safe-
ty; increase accessibility to 1j bs, services, and other 
destinations for persdns wit limited incomes; sup-
port the efficient movemen of freight; create more 
pedestrian- and bicyde-frik dly environments; and 
ensure that transportatiorl improvements help to 
improve the overall quali y of life within New 
Jersey's communities. Thk relative emphasis to be 
placed on mobility and con! estion relief and the ful-
fillment of other goa]s reqtiires continued dialogue 
within each region anti ~v"._ .. unity. 

I 
efforts have shaped the strategic po icies of the plan for 
each of the travel modes. The follo ing discussion helps 
form the basis for establishing these policies. 

The multimodal scenario builds o the "transit rich" 
scenario that. calls for a 50 percenrincrease in transit· 
ridership. To achieve this level, a extensive expan-
sion of New Jersey's transit syste will need to take 
place. As the Urban Supplemen s stress, an expan-
sion of bus hours of service ( espetially for late night 
and weekend service) will be ntcessary to ensure 
workers can travel to their places of employment, as 
well as increased service on existitg bus routes, par-
ticularly during the peak period . New bus routes 
will also have to be added to meet he population and 
employment growth. Addition Uy, improvements 
must be made to important bus corridors, like Route 
9, to prioritize and improve the flow of buses. To 
support these new services, ex· sting bus garages 
must be modernized and new bus garages and main-
tenance facilities constructed. 

NJ TRANSIT has a number of co :nmitted passenger 
rail expansion projects, as well as 1hiany potential rail 
line expansion and light rail serv~ce proposals. The 
committed rail projects must confinue to move for-
ward. Planning studies and d~aft environmental 
impacts statements must be pre~ared for any new 
potential commuter rail and lightlrail facilities. Like 
bus service, rail service will have ti o be increased on 
the existing rail system, and as new rail lines are 
added, the level of service must bf sufficient to meet 
the projected demand. Improv€d station facilities 
must also be provided, as well as ±-econstruction of a 
number of critical railroad drawb1Lidges. 

The Access to the Region's Core pJject is a critical part 
of expanding rail passenger servic~s in New Jersey as 
it will significantly increase rail jl apacity across the 
Hudson River into New York City. ARC must be com-
pleted prior to the completiof. of many of NJ 
TRANSIT's rail expansion projects since without ARC 
there would not be sufficient cross- udson capacity to 
meet the growth in demand for rail passenger service. 
Planning, environmental, and ehgineering studies 
must proceed on this important prrject. 

Kee~ing the tra~s_it syste~ _in a state <pf good rep~r is also 
The travel demand and finan ial analyses described ear- cruoal to prov1dmg existmg and future public trans-
lier in this plan provide 1a tecH~ical underpinning for set- portation services. The existing trarsit system must be 
ting a strategic direction for tr nsportation over the next brought up to a state of good repair and that system and 
25 years. Combined with 1 

, e public outreach, these the expanded system must then be ~ept at that level. 
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Ferry service across the Hudson and Delaware rivers 
is operated by the private sector. This service com-
plements existing bus and rail transit and provides 
capacity relief to the Hudson River crossings. Public-
sector support for these ferry services should include 
landside assistance. 

A concern that needs to be addressed is the decline 
in the number of general aviation facilities in New 
Jersey. Because of ever-increasing development 
pressures, numerous airports have been lost. With 
these closures, increased aircraft activity takes place 
at larger general aviation and commercial service 
airports, thereby increasing congestion and delays at 
these airports. NJDOT will provide land use com-
patibility guidelines to help municipalities protect 
aviation facilities from further encroachment and 
work with these municipalities to preserve existing 
general aviation facilities. 

Not only is New Jersey a major gateway with respect 
to the movement of goods, it is also a major consumer 
of goods. To eajoy the quality oflife New Jersey's cit-
izens expect, products must move efficiently to the 
marketplace. The statewide truck model predicts 
that by 2020, one-third of all the hours trucks spend 
on the road will be spent in severe congestion. This 
has dramatic economic implications since it adds to 
the costs of goods shipped and negatively affects just-
in-time delivery systems. Intermodal facilities must 
also be planned and implemented to support truck 
travel. NJDOT will work with the private sector, 
including the railroad and trucking industries and 
major shippers, to move as much freight as possible in 
a multimodal fashion. 

Like the public transportation system, the highway 
system must be brought up to a state of good repair. 
Deferred maintenance of both these transportation 
systems has caused them to fall far behind the stan-
dards of a well-maintained system. 

This plan calls for limited highway capacity expansion 
beyond the capital needs identified in the FY 2001-2005 
State Transportation Improvement Program. The fore-
casted need for highway expansion is approximately 500 
lane-miles over the next 25 years as long as major initia-
tives are undertaken to reduce highway travel demand 
and make the most efficient use of the highway system. 

Rather than a major highway expansion program to 
meet the transportation needs for the next 25 years, 

other measures are proposed. In addition to the 
major transit system expansion, reducing highway 
demand through an aggressive travel demand man-
agement program and providing bicycle and pedes-
trian travel options wherever possible are proposed. 
We must also continue to make more efficient use of 
the existing highway system through continued 
implementation of intelligent transportation systems 
such as integrated traffic signals and motorist adviso-
ry signs. Transportation system management tech-
niques like turning lanes at intersections will also 
continue to be applied. 

This plan supports the principles of the SDRP and 
through the demographic analysis shows that center-
based development can have a positive impact on 
reducing the number of highway trips. Higher-den-
sity development along established transportation 
corridors and mixed-use development help make for 
more efficient use of the transportation system. 

Municipalities need to work with NJDOT and NJ 
TRANSIT to establish zoning ordinances that regu-
late land use in a manner that promotes higher den-
sity, mixed uses and discourages sprawl. The subdi-
vision regulations of many municipalities need to be 
rewritten so that they promote transit-friendly design 
and provide connections between land uses so that 
bicycling and walking are both possible and practical. 

Integrate travel modes to provide connectivity and choices. 

NJDOT and NJ TRANSIT need to plan and imple-
ment transportation improvements in a multimodal 
fashion that supports center-based growth. Working 
with the other state and bi-state transportation agen-
cies, they will advance a coordinated and integrated 
transportation system that serves the state, the 
region, the nation, and the world. 

Preserve and expand our transit system and make the system 
safe, reliable, comfortable, and convenient. 

Moving towards and maintaining a state of good 
repair for the existing core public transit system is 
critical. New and expanded bus and rail services are 
necessary to keep pace with our state's forecasted 
growth. A fare policy that is equitable to transit rid-
ers and taxpayers must be maintained. 

THE OUTLOOK FOR 2025 AND STRA'J'EGIC DIRECTION 
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B~CYCLrE AND PEDESTRD N 

I 

Provide non-motorized travel b tions by routinely integrat-
ing bicycling and walking I ·nto transjJortation system 
improvements and promoting icycling and walking as a 
preferred choice for short trips.

1 

Continued diligence is nee!ded to ensure that bicycle 
and pedestrian issues will p routinely addressed as 
part of the activities bf all nits of NJDOT and NJ 
TRANSIT. Beginning at e earliest stage of needs 
analysis and problevi dd nition, and continuing 
through the entire projt1c development process, 
bicycle and pedestrian trav 1 needs should be incor-
porated in the planning, ~coping, design, construc-
tion, and managemei:it of iV transportation projects 
and programs and as ind{!J?endent projects funded 
by NJDOT and NJ TRAN~ T. 

I 

FERRY 

Support the private sector throu h landside access, parking, 
and terminal facilities. I 

Ferry service is again bed ming a viable mode of 
travel, typically serving bi-~ ate niche markets. The 
private sector should con~i ue to determine needs 
and provide the equipme~t and personnel to oper-
ate and maintain this mari e mode of travel. The 

I 

public sector can support £i rry service by providing 
land, terminal, and parkink facilities, as well as ade-
quate access to the landsid~ facilities. 

AVIATION 
i 

Maintain the critical airport1 and heliport network and 
improve landside access at airpo t sites. 

NJDOT is currently upda~i g the New Jersey State 
Aviation System Plan. Thr ugh this effort, aviation 
policies will be reviewed anl revised to meet current 
and future needs. The res Its of this update effort 
will become part of the "liv~ g plan." 

GOODS MOVEMENT 

Integrate freight facilities and 1 des to provide a multimodal 
system through public/private pa nerships. 

I 

An International/lntermodk Corridor Coordination 
Division has been establish~ within NJDOT to sup-
port the development. of pt vate/public partnerships 
on freight initiatives in no thern and central New 
Jersey. A major initiative of NJDOT's is the Portway 

International/Intermodal Corridlor. Partway 1s a 
series of transportation improveFent projects that 
will strengthen freight access to and between the 
Newark/Elizabeth Air/Seaport Cdmplex, intermodal 
rail facilities, trucking and wareh9using/t~ansfer facil-
ities, and the regional surface traTportat10n system. 

In addition, NJDOT_ will ~ontinfe its partn~rships 
with the state's shortlme rail operl tors, and will con-
tinue to support the Port of Cam en and the Port of 
Salem with landside access. 

NJDOT must also investigate st tewide freight and 
logistics trends and opportunitiis and define and 
implement strategies to exploit New Jersey's global 
competitive advantages. 

HiGHWAY 

Maintain and preserve a safe existing highway system as a 
first priority, using travel demand mahagement measures to 
reduce highway trips and operating st~ategies like intelligent 
transportation ~ystems to ~ncrease . higlway efficiency. Add 
highway capacity at selective locations based on need. 

The majority of our future highw y system is in place 
today. To meet tomorrow's motility needs, there-
fore, it is imperative to provide al safe system and to 
maintain and preserve this impoltant asset for cur-
rent and future generations. 

The Congestion Management Syst m study approach, 
used by the state's MPOs and NJ I OT, is to first look 
at the demand side and see i~ d~fand manag~1:1ent 
techniques will reduce or ehmmate the add1t1onal 
demand generated and thus resol~e the issue or prob-
lem. If supply side measures needl to be undertaken, 
strategies to increase transit usa~e and bicycle and 
pedestrian alternatives will be identified. If the travel 
demand still cannot be accom~10dated, highway 
capacity increases can then be uniertaken.C 
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The objective of the analysis is to project on a needs 
basis the annual expenses and revenues, both capital 
and operating, from FY 2001 to FY 2025 for NJDOT 
(including the Motor Vehicle Services Division) and NJ 
TRANSIT The analysis does not project the operating 
and capital needs associated with the independent 
transportation authorities, such as the highway author-
ities, the Port Authority of New York and New Jersey, 
and the Delaware River Port Authority. The highway 
authorities are addressed in the financial analysis in 
terms of their legislatively mandated annual contribu-
tion to the New Jersey Transportation Trust Fund. 

The needs basis perspective of this analysis must be 
emphasized. The financial analysis was structured rec-
ognizing that funding constraints have historically lim-
ited transportation investment in New Jersey, particu-
larly for infrastructure renewal. This analysis specifi-
cally assumes that a prompt recovery from deferred 
maintenance occurs (particularly for highway bridges). 

The Access to the Region's Core project is a vital com-
ponent of the long-range plan. It will significantly 
increase the capacity to move passengers across the 
Hudson River into Manhattan. Completion of this 
project must occur to support the current system and 
many of NJ TRANSIT's prospective commuter rail 
projects. The capital cost of this project is quite large 
(estimated at $6 billion in FY 2001 dollars, including 
rolling stock), and no determinations have been made 
regarding critical institutional arrangements (e.g., 
construction management and funding responsibili-
ties). As a result, the capital costs for the ARC project 
are NOT included in the financial analyses presented 
herein. The net operating subsidy of the ARC, how-
ever, is included, as the assumption has been made 
that NJ TRANSIT will be responsible for operating 
and funding the agency's ARC services. 

As part of the financial analysis effort, the following 
annual costs were projected. 

Operating Costs 
• Baseline System - This refers to the resources 

required to maintain and operate the existing high-
way and transit network. It also includes the annual 
costs to operate Motor Vehicle Services. 

• System Expansion - This includes the incremen-
tal costs associated with the operation of new NJ 
TRANSIT bus, rail, and light rail services, creating 
additional highway capacity, and implementing intel-
ligent transportation systems. 

Capital Costs 
•State of Good Repair and Normal Replacement -

This includes costs to bring existing NJDOT, includ-
ing Motor Vehicle Services (MVS), and NJ TRANSIT 
facilities to a state of good repair and provide for a 
normal replacement of these assets. State of good 
repair and normal replacement needs are also pro-
jected for new highway and transit facilities as they 
reach the end of their projected useful life. Estimates 
are also included for the regular replacement of rail 
cars and buses. 

• System Expansion/New Capacity - This includes 
construction costs associated with the implementa-
tion of new transit services, incremental additions to 
the highway network, implementation of intelligent 
transportation system strategies, and expansion of 
transportation demand management initiatives. 

RIP 
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• Debt Service and Finan ing - As described below, 
a portion of the state's hik way and transit capital 
needs is funded fro ill the N w Jersey Transportation 
Trust Fund. The Trust nd has the authority to 
leverage its revenue source~ through the use of debt 
financing. This allows t~E Trust Fund to better 
match highway and transit~ source needs with fund-
ing. This financial aialysis projects the annual debt 
service on existing Trust Fund bonds as well as debt 
service and other fin$.ncin~ costs associated with the 
projected issuance of new b nds. 

The proposed impletnentl ion schedules for high-
way and transit capacity e pansion and ITS initia-
tives were based on a nutjl er of factors, including 
construction time frame, r lationshiJJ to/impact on 
the existing transportatio network, and funding 
constraints/magnitude of lie funding needed. 

In addition to operating art capital costs, the follow-
ing revenue sources were 1 rojected as part of the 
financial analysis. 

Operating Funds I 

•New Jersey General Fun - General Fund resources 
would be available to fund I the operating needs for 
NJDOT, the MVS, an'd thJ portion of NJ TRANSIT 
operating costs not covered~ fares, other operating rev-
enues, and federal funds for lc pitalized maintenance. 

• Fares and Other Operatii g Revenues - This source 
would be available to fund J ortion of NJ TRANSIT's . I. 
annual operating costs. Fare and other operating rev-
enues would increase baseti on projected growth in 
ridership and assumedl farell vels. 

• Federal Transit Funds fo~ Capitalized Maintenance -
• I I • 

While the goal of NJ TRt- SIT 1s to lease finance 
rolling stock through appfa: tion of the annual feder-
al transit apportionment, J ortion of these funds is 
assumed to fund a portion p capitalized maintenance 
activities for the bus and ra1·1 system. 

Capital Funds 
• Federal Funds - As note, in the Five-Year Capital 

Program section of this plan] ew Jersey receives feder-
al funds from a variety of infir structure grant programs 
to cover a portion ofits ,highJt and transit capital needs. 
These funding sources are as urned to be available dur-
ing the period covered by I ' ransportation Choices 2025 
based on assumptions Sescrib d later in this section. 

i 

• New Jersey Transportation rust Fund - This 
funds the portion of highway and transit capital costs 
not funded by federal grants. The Trust Fund 
receives revenue from a variety o sources, including 
a portion of the state's motor fhels gallonage tax, 
petroleum products tax, sales tax pn new motor vehi-
cles, motor vehicle registration fel~' and annual con-
tributions from the state's three tlll road authorities, 
the New Jersey Turnpike Author·ty, the New Jersey 
Highway Authority, and t e South Jersey 
Transportation Authority. The rust Fund has the 
authority to leverage these reven e sources through 
the use of debt financing. 

•New Jersey General Fund - Based on current 
practice, General Fund resource. would be used to 
fund MVS capital needs. 

The long-range plan financial a alysis is performed 
in year-of-expenditure (inflated) tlollars so that debt 
financing computations, if requif ed, can be accom-
plished. In addition to projecting a baseline rate of 
inflation, inflation assumptions a~e required for con-
struction and vehicle capital cost~ and for operating 
costs and revenues. Results are ~tated in both year-
of-expenditure and base year dollars. 

The financial analysis is then u 'ldertaken and the 
year-end balances are reviewed to ensure that nei-
ther capital nor operating shortfp-lls occur. For the 
purposes of the financial analysts, this was accom-
plished by considering the follow ng: 

Potential responses to capital funding hortfalls: 
• Apply new capital funding s urces - If existing 

funding sources are inadequate, additional sources 
could be assumed. This could "nclude the imple-
mentation of a new revenue source. 

• Apply debt financing - The uje of debt financing 
provides the ability to advance p oject implementa-
tion by borrowing against project d future revenues. 

• Delay service growth and/or , elay construction -
Short-term delays in the implemen ation of new servic-
es and facilities would result in a lm~er demand on avail-
able funds. Assuming that additiopal revenue sources 
are secured, this would reduce irn~erest expenses and 
increase the ability to finance on a jay-as-you-go basis. 

Potential responses to operating shortf_r,L ls: 
• Delay new services and capac~ty expansion initia-

tives growth - As with capital shortfalls, delays in the 

I 



growth of transit service would result in a lower 
demand on available funds. This would also result in 
lower annual operating and maintenance subsidies. 

• Apply new funding sources - This could include 
higher revenues from dedicated sources. 

• Apply new fare funding sources - For the pur-
poses of this analysis, this would require a higher 
transit target farebox recovery ratio. However, the 
adoption of a higher farebox recovery ratio may 
adversely impact ridership. 

Financing Alternatives 
This financial analysis allows for the evaluation of 
various financing options. The first and most desir-
able choice is pay-as-you-go financing, whereby avail-
able revenue sources fund the construction and 
implementation of capital projects. The second 
option is to finance the project by issuing long-term 
debt. The use of debt financing provides the ability 
to advance project implementation by borrowing 
against projected future surpluses. 

The financial analysis continues with an exploration 
of these potential remedies until no further capital 
and operating shortfalls remain. At that point, a 
series of financial feasibility tests are examined to 
assure that the financial plan is feasible and (if debt 
financing is applied) acceptable to the capital markets. 

At this point in the process, the financial analysis has 
defined a scenario, which is described in the remain-
der of this section, based on a most likely set of cost and 
revenue projections, implementation of a state of 
good repair, normal replacement and capacity 
expansion construction projects, operating efficien-
cies, transit fare revenues, the implementation 
schedules for facilities and services, and inflation. It 
must be recognized that many uncertainties can affect 
this most likely scenario. This includes factors 
beyond the control of the state's transportation poli-
cy makers and managers, e.g., inflation and interest 
rates, construction and operating costs, ridership, 
and dedicated revenue growth. 

In the context of debt financing, minimum debt serv-
ice coverage was considered to evaluate the feasibili-
ty of the proposed financial plan. This measure is 
defined as the ratio of current year dedicated rev-
enues divided by current year debt service payments. 
This is a conventional measure of financial feasibility 

whereby higher values are better. The financial 
analysis assumes that revenues used to repay debt 
issued for highway and transit capital needs are 
derived from the Transportation Trust Fund's rev-
enue sources. Under this financing structure, a min-
imum coverage ratio of 1.50 was assumed. 

CAPITAL FUNDING REQUIREMENTS 

The capital needs required to maintain and expand 
New Jersey's transportation network are significant. 
Between FY 2001 and FY 2010, total capital costs are 
estimated to be $35.4 billion (all costs and revenues 
in this section are expressed in year-of-expenditure 
dollars) (see Figure IX. l). The cumulative capital 
costs will grow to $85.8 billion by FY 2025. NJDOT's 
portion of capital costs represent 51.8 percent of the 
FY 2010 milestone and 53.2 percent of the FY 2025 
horizon year. NJ TRANSIT's portion of these costs 
equals 48.2 percent of the FY 2010 milestone and 
46.8 percent of the FY 2025 horizon year. NJDOT's 
and NJ TRANSIT's capital costs would be funded 
from a combination of federal and state sources. 

FINANCIAL PICTURE FOR 2010 AND 2025 



Figure IX.I 
Projected Highway and Transit Capital Costs 

Millions of Year-of-Exp nditure (lnflat~d) Dollars 
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Note that the costs defined f ove exclude the capital 
costs for the Access to t~e Reg on's Core project, which 
is assumed to be fonded thro gh pools of federal and 
state funding separate from jt e pools applied to fund 
the capital portion of this lotg-range transportation 
plan. The institutional arran ement for the construc-
tion of ARC will likely fo; outside the existing 
NJDOT/NJ TRANSIT strudt re. The net operating 
subsidy of ARC is included i~ the financial plan of this 
plan because NJ TRANSIT : ill probably be responsi-
ble for the operation of the f ency's ARC services. 

The following discusses proje ted highway and transit 
capital costs and funding req irements in more detail. 

Uses of Funds 
Highway Capital Funding Requ rements 
Highway capital needs are I rimarily for addressing 
the deficiencies of the curre1r- network and for bring-
ing assets to a state of good!. repair (SOGR). There 
would be limited expend~t res for new highway 
capacity. Figures IX.2 and [ .3 summarize highway 
infrastructure renewal capidl needs; Figure IX.4 com-
pares the infrastructure rene al needs against invest-
ment requirements for high I ay capacity expansion. 

I 

Highway capital needs were estimated based on the 
FY 2001-2005 STIP; NJDOT s 1998 CafJital Investment 
Strategy (which was updated n 2000), Motor Vehicle 
Services facility needs, and long-range-plan-related 
highway capacity, intclligei' transportation system, 

and travel demand management i1i1itiatives. Overall, 
expenditures to bring bridges td a state of good 
repair represent the largest percei~tage of projected 
capital needs (33.4 percent throukh 2025). This is 
followed by initiatives to enhance ~ighway operations 
and capital project delivery (18.~ percent through 
2025) and support for local highway systems (16.7 
percent through 2025). 



Figure IX.2 
Projected Annual Highway Infrastructure Renewal Costs 
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Figure IX.3 
Projected Total Highway Infrastructure Renewal Costs 
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! I Figure IX.4 
Frojeqt d Highway Infrastructure Renewal Costs (Dotted Line) 

and Capacity Capital Projects (Bars) 
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Long-range plan highway c pacity needs total $1.1 
billion for the construction! f 502 new lane-miles of 
highway facilities by 2025 ($231.0 million by the FY 
2010 milestone year). The need for this additional 
highway capacity was. iden¥ 1ed as part of the long-
range plan travel demand fl recasting effort. As part 
of this effort, a transportat' on investment strategy 
was structured to facilitatci the development of an 
integrated, multimodal i ansportation network. 
Additional highway capacif strategies were identi-
fied to complement expan1 d transit capacity initia-
tives. The additional capacit represents a small por-
tion of total highway capital eeds ( 4.1 percent of the 
total through FY 2025 tota~ and a slight increase in 
roadway capacity, an only ~.67 percent growth from 
current statewide total lane miles and only 4. 7 per-
cent of the state highway st tern. 

I 

In addition, the long-:rang~ Ian's multimodal trans-
portation strategy identifi s needs for intelligent 

I 

transportation systems anq travel demand manage-
ment initiatives. ITS strai: gies, which include the 
use of technologies such asl ariable message signage 
alerting motorists to ti;affic c nditions and alternative 
routes, remote traffic monitl ring, and incident man-
agement, would better hel the movement of vehi-
cles over the existing lhigh* y network. TDM initia-
tives refer to strategies thatl romote better use of the 
state's limited highway cf acity during the peak 
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hours, such as car pools and van p ols and programs 
to promote flexible work hours t at could spread a 
portion of peak hour travel dema d to less congest-
ed periods. ITS capital investmer~ts equal $713 mil-
lion by the FY 2010 milestone ye~llr. 

Transit Capital Funding Requirements 
Over the long-range planning pe 1iod, NJ TRANSIT 
will need $40.1 billion by FY 2025 t1b maintain its exist-
ing facilities in a state of good repfir, provide for the 
normal replacement of the bus ind rail fleet, and 
implement new bus, commuter rail, and light rail serv-
ices to meet the state's growing mo ility needs. Capital 
needs for the FY 2010 milestone y~ar equal $17.0 bil-
lion. Long-range transit capital n9eds were estimated 
based on the FY 2001-2005 STIP, historic expendi-
tures for recurring facility needs, 9~rrent bus and rail 
fleet profiles and replacement Sfhedules, new rail 
capacity expansion initiatives, and bus service growth. 

In contrast to the highway necdf identified in this 
plan, the capital needs for transi

1
t involve a greater 

percentage allocated to new serivices and capacity 
expansion (36.8 percent and 33.~ percent of the FY 
2010 and FY 2025 totals, respe9tively - see Figure 
IX.5). The transit candidate proj; cts are shown here 
only to represent the level of tra sit service assumed 
in the multimodal scenario for 2025 discussed in 
Chapter VIII. Whether any of these projects will 



Figure IX.5 
Projected Transit Infrastructure Renewal Costs (Dotted Line) 

and Capacity Capital Projects (Bars) 
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move forward has not been determined. These indi-
vidual projects have yet to be fully developed. 
Baseline system capital needs, bus and rail car 
replacements, and regular rehabilitation and 
replacement of capital assets for system expansion 
projects equal 63.2 percent and 66.3 percent of the 
FY 2010 and FY 2025 totals, respectively. 

Major new service and capacity expansion strategies 
included in the long-range plan have been catego-
rized by NJ TRANSIT as committed and candidate 
projects. Specifically, these projects include: 

Committed Projects: 
•Hudson-Bergen Light Rail System 
• Secaucus Transfer 
• Newark City Subway Extension 
•Newark-Elizabeth Rail Link (first operable 
segment) 

•Southern New Jersey Light Rail System 
•-Montclair Connection 
• Newark Airport Station 
• Morrisville Train Storage Yard 

Candidate Projects 
• West Shore Line 
• Northern Branch 
• Bergen Cross-County Connection 
• Sports Complex Rail Spur 
• Newark-Elizabeth Rail Link (second and 
third operable segments) 

•Union Cross-County Connection 
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• Monmouth-Ocean-Middlesex Line 
• Cape May Seashore Lines (Hammonton-Cape 

May Courthouse) 
• Camden-Glassboro Line 
• West Trenton Line 
• Phillipsburg Extension (via Raritan Valley and 
Boonton lines) 

•New York, Susquehanna and Western 
• Lackawanna Cut-Off 
• Perth Amboy/South Amboy-New York Ferry 
•Elizabeth-New York Ferry 
•Newark City Subway Extension to Paterson 
• Bus Priority - Route 9 Corridor 
• Access to the Region's Core-Two-Track Tunnel 
to Penn Station New York (NOTE: Capital costs 
excluded from the financial analysis, but net 
operating subsidy included.) 

Sources of Funds 
NJDOT's and NJ TRANSIT's long-range capital 
needs would be funded from a combination of federal 
and state resources. The following describes the long-
range plan forecasts for baseline federal and state cap-
ital funding and the need for supplemental state rev-
enues to meet projected highway and transit needs. 

Federal Funds 
As described in the Five-Year Capital Program sec-
tion of this plan, a portion of New Jersey's highway 
and transit capital needs is funded from a number of 
federal transportation infrastructure grant programs 
(see Table IX.I). 
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For the purposes of the 19 g-range plan financial 
analysis, it was assulllied tn t total annual federal 
highway funds would rema~ flat at $748.1 million 
(in year-of-expenditure dop rs) between FY 2002 
and FY 2025. In other word , federal highway fund-
ing is assumed to decline int al terms. This is a con-
servative assumption that rk ects uncertainty about 
the annual amount of federil highway funds that will 
be allocated to the sta.te a~tf the expir~tion of the 
current federal transportatlo program m 2003. 

Similarly, conservative assu ! ptions were developed 
to project the amount! of fJ era! transit funds that 
would be apportioned to I J TRANSIT. Federal 
transit funds allocated: on J formula basis are pro-
jected to grow based oh forn asted growth in service 
and ridership. For the put oses of the long-range 
plan financial analysis, !it is a~1umed that federal tran-
sit formula funds will not gr

1

diw in real terms. This is 
based on the assumption tha transit services in New 
Jersey will not grow as rapi ly as in the rest of the 
nation (particularly in the S~ thwest, where the 2000 
Census shows a signififant s' ift in population). 

In addition, the financial a: alysis assumes that dis-
cretionary federal transit r~ ources would fund an 
average of 50 percent of th~ construction cost of NJ 
TRANSIT's proposed capi ity and service expan-
sion projects. The stafutor~ aximum federal share 
for capacity/service expansip , or "new starts" proj-
ects, is 80 percent. However, the demand for limited 
federal new starts funds has increased as a result of 
the growing number of me~r politan areas pursuing 
transit strategies to 1addrk s their transportation 
needs. For this reasorl, the Federal Transit 
Administration is encpuragi g project sponsors to 

fund a greater share of their coscl with non-federal 
new starts funds, typically in the ratge of 50 percent. 

State Funding 
The State of New Jersey would pro ide the resources 
for the portion of NJDOT, excluding MVS, and NJ 
TRANSIT capital needs not forded by federal 
grants. MVS capital needs woulc} be funded from 
New Jersey's General Fund resourfes. Highway and 
transit capital needs would be funded from a combi-
nation of pay-as-you--go and bond proceeds from the 
state dedicated transportation funtl. As part of the 
long-range plan financial analysisj long-range fore-
casts of current dedicated transp1rtation fund rev-
enue sources were developed. Fo~ecasts were based 
on projected growth in populat~on, employment, 
and vehicle miles traveled as well c\S increased motor 
vehicle fuel efficiency. Current Tryst Fund revenues 
would be available to pay annu~l debt service on 
existing bonds and a portion of ainual debt service 
and capital costs associated with f ture highway and 
transit needs. The specific amoun applied from the 
Trust Fund varies from year to ye; r based on needs 
and authorization by the Legislatjre. 

The financial analysis projected tlie amount of sup-
plemental revenues that would be II equired to bridge 
the gap between current revenue sources and pro-
jected long-range plan highway and transit capital 
costs. Supplemental revenues cbuld be provided 
from a variety of sources. The spiecific amount and 
mix of supplemental revenues dedicated to trans-
portation will ultimately need to ~e agreed upon by 
New Jersey's citizens, elected ofrcials, and trans-
portation policy makers. 



By FY 2010, total state transportation revenue needs 
will equal $2. 78 billion; by 2025, this figure grows to 
$3.13 billion. Of this amount, current revenue 
sources represent approximately one third and sup-
plemental revenues represent two thirds. 

Figure IX.6 presents the amount of total state revenues, 
including pay-as-you go cash payments and bond pro-
ceeds, that will be required to fund the state's portion of 
projected highway and transit capital needs. Bond pro-

. ceeds are based on the current annual limit of$650 mil-
lion per year, adjusted for inflation every five years. 
The balance of the payments is from annual revenues 
from existing sources and from additional bond author-
ity and annual revenues from new sources. By the FY 
2010 milestone year, total state revenues to fund high-
way and transit capital needs will equal $37.1 billion; by 
FY 2025, state revenues for highway and transit capital 
needs will equal $102. 9 billion. 

As noted above, dedicated state revenues are used to 
provide funding for highway and transit capital proj-
ects on a pay-as-you-go basis and are also used to pay 
annual debt service on the portion of capital costs 
that are bond financed. Figure IX. 7 shows projected 
dedicated state revenues and annual debt service 
over the long-range plan period. The 1.50 mini-
mum coverage ratio requirement is met throughout 
the long-range plan period. The minimum project-
ed coverage forecasted during the plan period is 1.55 
in FY 2015. Excess revenues not used for debt serv-
ice are available to fund highway and transit capital 

costs on a pay-as-you-go basis. Note that initial high 
coverage ratios could be reduced by reducing the 
annual additional revenues to the dedicated state 
fund. The financial analysis assumed no significant 
year-to-year adjustments in revenues, although this 
could be accomplished through legislative action. 

Figure IX.7 
Projected Debt Service Coverage 
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Figure IX.6 
Capital Sources Applied to Pay-as-You-Go and Debt Financing 
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I 
OPERA.TING FUNDING REQ IREMENTS 

Uses of Funds I 
NJDOT's FY 2001 operatin budget equals $224.6 
million. Of this amo~mt, . perce~t is for M_otor 
Vehicle Services, 37 percent is for highway mamte-
nance and operations, ,and e balance is for regula-
tion and general madage nt, physical plant and 
support services, and securi responsibility. During 
the long-range plan period,! perating costs are pro-
jected to grow based oh an1 al inflatio°:, the limited 
increase in highway capaciti , and the implementa-
tion of ITS strategies, T~ financial analysis also 
projects the costs for travel demand management 
strategies to be implerriente& by transportation man-
agement associations. The t mulative TDM expen-
ditures equal $40.3 million 1 d $126.1 million by FY 
2010 and FY 2025, respectir ly. 

Figure IX.8 shows the projf ted growth in highway 
operating needs from the F 001 base year to the FY 
2010 milestone and FY 2025 orizon years. NJDOT's 
operating costs are projecte to incr~ase from $2~5 
million to $4 78 million. This increase is mostly attnb-
utable to annual inflation. I real terms (i.e., exclud-
ing inflation), operating cos are forecasted to grow 
through FY 2025 by only 12 3 percent as a result of 
new needs associated with rrl intenance and the oper-
ation of additional highiway Cf .icity, enhanced mainte-
nance and operation of the t'f · sting system, and ITS. 

NJ TRANSIT's FY 2001 operating udget is $1.06 bil-
lion. Rail and bus operations equal 7 percent and 35 
percent of this total, respectively. Purcha~ed trans-
portation services represent 10 per ent, ~hile corpo-
rate operations are the balance. eratmg costs are 
projected to increase as a result of a nual inflati?n and 
the operation of new services. In c ntrast to h~ghway 
operating needs, most of the growth m NJ 
TRANSIT's operating costs is a tributable to the 
expansion of the transit network. shown in Figure 
IX.9, NJ TRANSIT's operating cos s are projected to 
grow by 81 percent ( 43 percent in r al terms) between 
FY 2001 and FY 2010. Between FY 2001 and FY 
2025, NJ TRANSIT's operating co s are projected to 
grow by 239 percent (63 percent in real terms). 

I Figure IX.8 
Highway Capital and Operating Costs 
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Figure IX.9 
Projected Transit Operating Costs 
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Sources of Funds 
All NJDOT operating costs, both highway and MVS-
related, would continue to be funded from New 
Jersey General Fund sources. Similarly, NJ 
TRANSIT's operating costs would continue to be 
funded from a combination of fare and other oper-
ating revenues, federal funds for capitalized mainte-
nance activities, and the New Jersey General Fund. It 
is assumed that proceeds from the dedicated state 
fund would not support NJ TRANSIT's operating 
budget, a practice that has been used in the past to 
solve near-term operating shortfalls but has diverted 
funding from the capital program 

During the long-range plan financial analysis period, 
the portion of NJ TRANSIT's operating costs fund-
ed from fares and other operating revenues is pro-
jected to decline (see Figure IX. IO). FY 2001 fare 
and other operating revenues are budgeted to cover 
44.0 percent of NJ TRANSIT's operating costs. The 
percentage of operating costs covered by fares and 
other operating revenues is projected to decline to 
40.5 percent by FY 2010 and return to 43.8 percent 
by 2025. The decline in this percentage is due to: 

•Service Productivity - Although the proposed new 
services allow NJ TRANSIT to provide increased 
capacity and comfort for its existing customers and to 
serve new markets, they are not as productive as the 
current baseline service the transit agency provides. 

01 03 05 07 09 11 13 15 17 19 21 23 25 
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• Fare Revenue Growth - Fare revenues are pro-
jected to increase with projected ridership growth 
and periodic fare adjustments. For the purposes of 
the long-range plan financial analysis, it is assumed 
that fares charged to customers will grow at an over-
all rate that is less than inflation. 
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Figure IX.11 summarizes tJ projected FTA Section 
5307 Urbanized Area form4 funds and their appli-
cation to leases, other capit 1 projects, and preven-
tive maintenance. NJ TRAf IT's goal is to leverage 
these funds to finance the ace uisition of rolling stock. 
The financial plan accom~l shed this to the maxi-
mum extent possible. 

The demands on New rsey's General Fund 
resources are expecte1 to gr w as a result of project-
ed increases in NJD0T's I perating costs and the 

portion of NJ TRANSIT's operatl~-1 g costs not fund-
ed by fare and other operating re enues and federal 
capitalized maintenance funds. F gure IX.12 shows 
the growth in the demand for ;eneral Fund rev-
enues over the long-range plan p riod. By the FY 
2010 milestone year, total Gene al Fund require-
ments will equal $11.4 billion (21. percent for high-
way and 78. 7 percent for transit ; by FY 2025 the 
cumulative need wiH be $40.6 bil ion (20.1 percent 
for highway and 79.9 percent for ransit). 

I Figure IX.11 
Projecte1 pplicati0n of Section 5307 Urbanized Area Formula Fund 
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CONCLUSIONS 

Transportation Choices 2025 establishes an aggressive 
strategy for improving New Jersey's existing high-
way and transit network and for offering new options 
to meet the travel needs of the state's citizens, busi-
nesses, and visitors. The resources required to 
implement this strategy are significant. Current 
Transportation Trust Fund revenues will not be suf-
ficient to meet the capital funding needs of the long-
range plan. The operating funds required will place 
significant additional demands on the state's General 
Fund. Supplemental revenues to the Transportation 
Trust Fund are projected to total $31.9 billion ($24.3 
billion in 2001 dollars) through FY 2025. Additional 
demands on the General Fund for highway and tran-
sit operating needs are projected to total $15.7 bil-
lion ($10.9 billion in 2001 dollars) through FY 2025. 

As described above, a variety of funding sources 
could be used to meet the supplemental revenue 
needs for the Trust Fund. Increased General Fund 
resources for NJ DOT's, MVS's, and NJ TRANSIT's 
operating needs and MVS's capital needs could be 
derived from a re-allocation of existing General 
Fund resources, an increase in General Fund-based 
revenue sources, or a combination of the two. The 
specific funding sources to meet the long-range 
transportation plan's capital and operating require-
ments will need to be evaluated by the state's citizens 
and policy makers based on: 

•The benefits of the recommended long-range 
plan strategies on improving the state's quality oflife 
and enhancing its economic competitiveness 

•The potential adverse environmental, economic, 
and social impacts from not maintaining current 
transportation assets and providing capacity to 
accommodate future growth 

•The increased financial burden on New Jersey's 
citizens and businesses associated with the increased 
transportation funding need 

•The impacts on other state programs if existing 
resources were to be diverted to meet increased 
funding requirements for transportation. 0 
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CONTEXT SENSITIVE DESIGN 

Context sensitive design (CSD) is an approach that 
emphasizes broad stakeholder participation and all-
around ownership of results. This national trend is 
causing transportation professionals to re-think the 
way system improvements are developed and imple-
~e?ted by challenging engineers and planners to 
thmk beyond the pavement." It is being imple-

mented in many other states, and has been endorsed 
by the American Association of State Highway and 
Transportation Officials (AASHTO). In recent years, 
NJDOT has begun to incorporate CSD principles in 
the development of new projects. 

Context sensitive design is a comprehensive and bal-
anced approach to all transportation-related activities. 
Instead of focusing first on the desired systemwide 
outcome of a proposed transportation activity, and 
ther:1 m~tigating community impacts, CSD projects 
begm with a careful evaluation of the "context" of a 
proposed project area. Using broad-based communi-
ty participation, a context sensitive design assesses all 
the . potential effects of the proposed activity on the 
proJ:ct area and then harnesses the flexibility in engi-
neenng and policy principles to accomplish the proj-
ect goals without compromising overall safety or the 

integrity of local environmental, economic, and cultural 
systems. CSD emphasizes identifying and involving all 
the stakeholders related to the transportation project at 
an early stage and working with them to identify prob-
lems and needs and to develop concepts and alternatives. 

Following the principles of context sensitive design, 
NJDOT has started introducing changes in its project 
development process. The Department has estab-
lished a Context Sensitive Design Implementation 
Team comprised of representatives from its planning, 
scoping, design, construction, operations and mainte-
nance, and finance departments. Six subgroups of the 
team deal with various aspects of implementation. 
Perhaps the team's most important task is to educate 
the public about the CSD process to change the way 
communities interact with the Department. Because 
residents, local officials, and other stakeholders know 
their communities best, the team's efforts focus on 
e1:rolling communities at an early stage in the plan-
mng process and establishing mechanisms for collect-
ing and recording suggestions and feedback. Other 
aspects, including standards and practices, policies 
and procedures, training, and organization are also 
important for the success of context sensitive design. 

NJDOT's project development process involves five 
major steps. The initial planning phase in which 
transportation problems, community needs, and 
possible solutions are identified is concept develop-
ment. Implementing CSD principles at this stage is 
very important as it establishes the foundation for all 
the later stages of the project. During this phase, 
understanding the community, defining problems, 
and developing general solutions are emphasized. 

During_ the second step, known as feasibility assessment, 
or scopmg, concepts and needs are refined into various 
alternatives. With continued community involvement, 
these alternati:es are then assessed to select the pre-
ferred alternative, one that balances community, trans-
portation, and environmental needs. Next is final 
scope development, in which the design focus shifts 
from general to detailed and the community focus shifts 
from the conceptual approach to refining these details. 

During the final design step, specifications and con-
struction plans are completed and construction cost is 
estimated. Quality assurance reviews are conducted 
right-of-way is acquired, and environmental concern~ 
are re-evaluated. In a context sensitive project, the dia-
logue with the community continues through the final . ., 
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design phase and does not sto even after completion of 
construction. The communii remains actively engaged 
through the operations and I aintenance phases. 

NJDOT has started implel enting CSD with some 
existing projects and is corii itted to full implemen-
tation. Gathering knowledg from its early successes 
and lessons learned whh co 1 text sensitive design, the 
Department recognizes th positive impact it can 
have in making and irpplerli nting policies to benefit 
all sectors of the state' and ~s eager to proceed in this 
exciting and innovative dirr tion. 

! 

Transportation Choices 2025 ad ocates a major expansion 
of transit facilities in the fu ure, with only a limited 
increase in the highway systci . Providing access to the 
transit system at rail station~ nd at bus stops, offering 
opportunities for transfers, I nd ensuring intermodal 
connections are critical for e success of New Jersey's 
future transportation 'systerli Similarly, access to the 
highway system must be 111anaged and controlled to 
preserve through traffic and nhance safety. 

NJ TRANSIT's Planning fair Transit-Friendly Land Use, 
published in 1994, provid~ guidance to local com-
munities in planning for irli roved access at rail sta-
tions and other transit df.·lities. This handbook 
identifies strategies dnd rii thods to accommodate 
pedestrian, bicycle, and ve~ cular access and circula-
tion, as well as land ~ses t at support transit rider-
ship. NJ TRANSIT continu s to work with local gov-
ernments to address acces~ issues related to rail sta-
tions and bus stops, ahd tol romote long-term plan-
ning for "transit-friendly" € mmunities. 

To maximize capacity on el·sting highways, NJDOT 
has been active in implerpenting intelligent trans-
portation systems antl traf c management systems. 
In addition, the Highway I ccess Code, adopted by 
NJDOT in 1992, mandate the proper spacing of 
roadways and driveways th:a intersect state highways 
to enable through traffic tp proceed as smoothly as 
possible and allow fm maxi um capacity. 

The proposed addition of 500 new highway lane-
miles over the next 25 y~ rs will take the form of 
adding lanes to existing faoi ities and new alignments 
on new facilities. The Hig way Access Code will be 
enforced along state liighw~ s where additional lanes 
of new capacity are adde1 o that both the existing 

capacity of the facility and any niw capacity will be 
maintained. For state highways 9n new alignments, 
full control of access will be obtai1ed. 

Access management plans providl another opportu-
nity to manage state highway ciacity by allowing 
changes in local land uses to be cf ordinated to pro-
mote highway access. For this mason, NJDOT has 
become active in assisting munici~alities in the devel-
opment of these plans. They helf? identify land uses 
and designs that meet comm nity development 
objectives and provide access poi ts along state high-
ways, thereby preserving capacity 

Traditional congestion relief measures, including tran-
sit and roadway expansion projectt are becoming less 
and less feasible due to financial land land use con-
straints as well as environmental i~sues. As a result, 
transportation officials must seek I innovative ways to 
reduce congestion by modifying travel demand pat-
terns. One such strategy is value ~ricing, a policy that 
charges a variable toll for road usel determined by the 
amount of traffic at a particular time. For example, a 
toll bridge or tolled highway woultl charge more dur-
ing the morning and evening rus~ hours. 

Value pricing reduces congestion lby giving drivers a 
financial incentive not to drive f uring peak traffic 
periods. Just as long distance phone companies and 
airlines vary their rates accordirig to demand (i.e., 
weekday phone calls cost more !than nighttime or 
weekend calls), variable road pricing can help reduce 
traffic congestion by encouragin$ drivers to switch 
modes, drive at different times o~ day, or carpool. 

NJ TRANSIT and private bus carriers have used value 
pricing for some time. Riders p~rchasing individual 
tickets during the peak travel period pay a premium 
over tickets purchased for non-peJk period times. 

I 

The New Jersey Turnpike Authorfty's E-ZPass service, 
launched in late 2000, was the first I use of value pricing 
on the state's highway system. E-4Pass users can save 
money by traveling on the Turnpi~b at non-peak times. 
As part of its recent toll increases, P{\NYNJ has initiated 
value pricing for E-ZPass users dutjng off-peak periods. 
Many other opportunities exist to i i plement value pric-
ing at New Jersey toll facilities, as well as with bi-state 
transportation agencies that operate bridges and tunnels. 



1JT~ffe),~ :§ Ou 
NJDOT and NJ TRANSIT are fully committed to 
the recently established Transit Village Program 
because of its potential to promote the use of multi-
modal means of transportation and serve as a catalyst 
for local economic revitalization. Other state agen-
cies involved in this effort include the Economic 
Development Authority, Commerce & Economic 
Growth Commission, Department of Community 
Affairs, Office of State Planning, Redevelopment 
Authority, Department of Environmental Protection, 
Housing and Mortgage Finance Agency, and the 
State Council on the Arts. 

A "transit village" is a compact and mixed-use com-
munity, having a substantial residential base, concen-
trated in the vicinity of a transit station. 
Compactness of the community ensures easy access 
to the transit station, which is located at the commu-
nity's focal point. Residents living within a quarter 
mile can easily walk or bicycle to the transit station. 
Mixed-use development promotes resource efficien-
cy and minimizes congestion. In a well-planned 
transit village, vehicle trips are diminished not only 
because of ready access to transit, but also because 
daily errands and other activities can be conducted 
in the shadow of the transit station. 

The Transit Village Program focuses on renewing or 
upgrading a community's transportation system with 
the help of federal, state, and county agencies. It 
targets conservation of fuel and other natural 
resources by providing safe and attractive alterna-
tives like landscaped walkways and bikeways linking 
the residential area and the business district. It also 
aims at encouraging private capital investment for 
community development. Neighborhood revitaliza-
tion, improved public safety, and higher rates of 
transit use are among the many positive outcomes 
expected from the Transit Village Program. 

A successful transit village begins with a strong pub-
lic/private partnership. Local businesses and prop-
erty owners must work together with dedicated pub-
lic officials to forge a market-oriented revitalization 
plan, and local residents need to be engaged in rede-
velopment planning. An aggressive approach to 
zoning and rezoning sets the stage for the viable 
transit-oriented community, which balances com-
mercial development with higher density housing 
without sacrificing the quality of life of its residents. 

With a goal of establishing two demonstration projects, 
transit village partnerships were established in 1999 
with five municipalities: Morristown, Pleasantville, 
Rutherford, South Amboy, and South Orange. These 
municipalities have diverse socioeconomic and ethnic 
compositions and contain a variety of transit station 
types and transportation modes. They will be given pri-
ority consideration for funding from NJDOT's Local 
Aid for Centers and Transportation Enhancement 
Programs, and will receive NJDOT's assistance in circu-
lation plan preparation and partnership development. 

NJDOT is part of a nationwide effort to cultivate and 
promote awareness of one of our state's most impor-
tant resources - the view from the road. The 
Department has brought together a number of agen-
cies and organizations with prior experience or 
mutual interest in scenic byways to develop New 
Jersey's Scenic Byways Program. 

A "scenic byway" is a transportation corridor of 
regionally outstanding scenic, natural, recreational, 
cultural, historic, or archaeological significance. The 
corridor reflects the uniqueness and diversity of the 
place. New Jersey is rich in scenic, historic, and cul-
tural resources, and the Scenic Byway Program is 
intended to enhance tourism, promote commerce, 
encourage other travel alternatives like bicycling and 
hiking, improve quality of life, and provide many 
other benefits to New Jersey's residents and visitors. 

To ensure that the Scenic Byways Program is inte-
grated with the state's development and conservation 
objectives as well as its transportation needs, the pro-
gram is guided by an interdepartmental advisory 
committee with representatives from various state 
agencies. The committee offers a wide range of tech-,,.,, 
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nical assistance and e.x1perti~ in maintaining the pro-
gram and in reviewing anq evaluating scenic byway 
management plans. I 

The Garden State Parkway J d the Palisades Interstate 
Parkway are pioneeri~g exJ ples of scenic byways in 
New Jersey. The 34-'mile retch of Route 29 from 
Trenton to Frenchtown, wi~ its picturesque and his-
toric Delaware River v~ews, fu · s also received the desig-
nation, and other pot~ntial i cenic byway projects are 
currently moving through th process at NJDOT. 

I 

In the ongoing effort to pr6 ide excellent transporta-
tion service, NJDOT, NJ T' SIT, and other trans-
portation agencies have beco, e increasingly mindful of 
the concept of environmental stewardship. As it relates 
to transportation initiatives, J vironmental stewardship 
means taking care to preser\r and enhance the state's 
natural resources and ecosys ems, adding an aesthetic 
dimension to facility desigi s, and p:reserving New 
Jersey's rich cultural heritag . Specific areas in which 
this heightened concer1n is di nifest include the design 
and maintenance of transpoit tion facilities, the admin-
istration of environmental protection and historic 
preservation programs, and he promotion of energy-
saving and emission-free trar portation. 

As the implementation ofl ontext sensitive design 
continues to improve the wa existing and new trans-
portation facilities are d~ eloped, transportation 
projects are reflecting more and more the character 
of the surrounding commJ ities. For example, the 
preservation of existin'g sceh c and/or historic bridges 
is a top priority, but when t ey cannot be preserved, 
their replacements rrflect i he local surroundings. 
Similarly, noise walls and "'I tlands replacement (two 
for one) mitigate negative e, vironmental impacts. 

I 

NJDOT is also concerned / ith enhancing and pro-
tecting the travel-way la11- scape - the trees and 
foliage along transportati n pathways. This is 
accomplished through t 11-designed landscape 
plans and proper mai:µtena ce. In addition, NJDOT 
participates in the state's a~ i-global warming initia-
tive by replacing two trees p r each one removed. 

The Department's mainte~ nee procedures also rec-
ognize the importance ofl nvironmental steward-
ship. For example, NJD9 's standards dictate the 
use of environmentally safei aterials and call for the 

I 

storage of equipment and chemiJals in a safe man-
ner. When rebuilding maintenance facilities, 
NJDOT and NJ TRANSIT emplby the latest meth-
ods to control and prevent air arid water pollution, 
and the Department is currently elxperimenting with 
techniques to recycle project waste and by-products. 

I 

NJDOT also funds a variety of spec~al projects intended 
to enhance the environment fild quality of life. 
Transportation enhancement funds have been used for 
such projects as restoration of the 1 ship A.]. Menwald 
that features an on-board interactiv, classroom promot-
ing ecological and historical aware~ess. Other funded 
projects include the stabilization of t1e historic lighthouse 
and interpretive facility in Absecon at'1d the restoration of 
a sculpture, the Dublin Spring Water Boy, in Paterson. 

NJDOT is also living up to its obj~ctive of protecting 
our state's natural resources while bringing about 
transportation improvements. R~presentative proj-
ects include the provision of safe drossing for wildlife 
in Clinton, the relocation of Flanders Brook to pro-
tect trout species, and the restora1ion of a salt marsh 
on Drag Island in Atlantic Count!. 

More than a hundred years ag~, railroad stations 
were built as architectural expressipns of their owners 
and the communities in which lhey were located. 
Today, state agencies, communitifs, and businesses 
are once again paying close attention to aesthetic con-
cerns as they build, rebuild, and testore rail stations 
and other passenger amenities arid new commuters 
discover the conv_enience and env~:onment~l ben~fits 
of taking the tram. The restoratJ10n of rail stations 
and historic bridges th:oughout t~e _state exemplifi~s 
this renewed attent10n to ar<t:h1tectural detail. 
Archaeological excavations related! to transportation 
projects have also helped to save )some of the state's 
heritage. At Abbott Farm National Historic 
Landmark in Mercer County, for) instance, ar~haeo-
logical findings contributed to the understandmg of 
prehistoric cultures in the Delawate River Valley. 

Finally, an area that has long I been a focus of 
NJDOT's and NJ TRANSIT's eJvironmental stew-
ardship efforts is the development and promotion of 
energy-saving and emission-free t1ansportation alter-
natives. Current initiatives incl1de the use of fuel 
cells, rather than conventional~nergy sources, to 
power variable message signs, as well as the use of 
electric cars by NJDOT and J TRANSIT. NJ 
TRANSIT has replaced 50 ditel-powcrcd buses 



with buses fueled by compressed natural gas to help 
reduce emissions along the Route 9 corridor. 
NJDOT is part of a public/private research team that 
is developing vehicles powered by electric and 
hydrogen fuel cells, and New Jersey's Clean Air pro-
gram has launched a two-year vehicle inspection pro-
gram with stricter emissions standards. 

URBAN INVESTMENT 

The State Development and Redevelopment Plan advocates 
the use of public investment priorities to guide 
growth to centers. Its approach to urban revitaliza-
tion includes a strategy to expand and modernize 
urban infrastructure. Further, the SDRP advocates a 
system of public investment priorities that will be 
implemented through the policies of Transportation 
Choices 2025. The highest priority for system mainte-
nance, preservation, and repair is New Jersey's cities. 
Specifically, priority is first to urban complexes and 
then secondly to urban centers for capacity expan-
sion and other capital asset investment. 

As the state's long-range transportation plan, 
Transportation Choices 2025 sets forth an urban invest-
ment strategy. Under this strategy, NJDOT and NJ 
TRANSIT will prioritize transportation investments, 
for infrastructure preservation and maintenance as 
well as system capacity, to the state's urban complex-
es and urban centers. This represents an aggressive 
change in practice to support the implementation of 
the State Development and Redevelopment Plan. 

Currently, through the Transportation Trust Fund, 
NJDOT provides local governments with funding for 
road, bridge, and other transportation improve-
ments. Administered by NJDOT's Local Aid 
Program, the TTF provides millions annually in state 
aid to municipalities and counties. 

In addition, NJDOT provides millions for local bicycle 
and pedestrian projects, and funding for the Centers 
of Place Program. Centers of Place grants are award-
ed for non-traditional transportation projects that 
support urban, regional, town, or village centers 
under the State Development and Redevelopment Plan. 
Several programs also provide funding to counties 
and municipalities with federal TEA-21 monies. The 
most important is the Transportation Enhancements 
Program, which is a non-traditional transportation 
program designed to promote alternative forms of 
transportation and support livable communities. 

To employ the urban investment strategy, funding 
for all the above programs will be prioritized to New 
Jersey's urban complexes and urban centers. 
Additionally, NJDOT and NJ TRANSIT will work 
with their planning partners, the three metropolitan 
planning organizations in New Jersey, to advocate 
Transportation Improvement Program selection cri-
teria that prioritize investments to urban complexes 
and urban centers in the state. 

A major goal for environmental justice in the state is to 
re-emphasize NJDOT's and NJ TRANSIT's commit-
ment to protect human rights and to enable all New 
Jersey citizens to participate in decisions affecting the 
transportation system and to enjoy the benefits it pro-
vides. NJDOT and NJ TRANSIT are fully aware of 
the importance of addressing environmental justice 
issues in the transportation development process. 

NJDOT and NJ TRANSIT have reached out to the 
disadvantaged and minority groups in the state as a 
part of the public involvement process for the for-
mulation of Transportation Choices 2025. Five focus 
groups were held throughout the state to discuss var-
ious transportation needs and issues. Three of these 
groups - the Low-Income Focus Group, the Minority 
Focus Group, and the Disabled Focus Group - specif-
ically addressed issues associated with environmental 
justice. The results of each of these focus groups are 
presented in Chapter IV - What We Have Heard. 

To understand the concerns of senior citizens -
another traditionally under-served sector of the pop-
ulation with respect to transportation - a Mobility 
and the Aging Population Issue Group was con-
vened. The forum gathered input from individuals 
and agencies involved in providing transportation to 
this sector of the population in an effort to identify 
their special transportation needs. Identification of 
the issues identified, problems encountered, and rec-
ommendations of this issue group are also contained 
in Chapter IV The feedback and recommendations 
from all the focus groups and the issue groups have 
served as supportive material in the development of 
this plan. 

The Urban Supplement reports for seven cities in 
New Jersey developed as part of this plan specifical-
ly focus on the needs of inner-city residents who are 
reverse commuting or are seeking employment out-

li'fl 
EMERGING INITIATIVES 



side the city in which they live. These data provide 
valuable insight on how J e benefits derived from 
recent transportation invei ments have been distrib-
uted throughout all sectors of the population. 

d • I . d NJDOT an NJ TRANSi have mcorporate the 
discussions from the focusl nd issue groups, as well 
as the informatio:n gat~ered for the Urban 
Supplement, in the policielsl of this long-range trans-
portation plan upd<[lte. . he public involvement 
process and concenttation n urban issues has pro-
vided an opportunity to £r me the plan for system 
improvements in terms ofl 11 the elements of a com-
munity, with special attenti n paid to the target pop-
ulation of minority, ldw-in~ me, elderly, and disabled 
individuals. · 

I 

NJDOT and NJ TRANSIT will continue to address 
environmental justice th~ ugh the "living plan" 
process. Work is andcipat~ on three fronts and will 
be conducted with the staf 's MPOs. Work is envi-
sioned on demographic pr file mapping, outreach. 
and systems level analysis. I 

Working with the MPOs, DOT's and NJ 
TRANSIT's analyses iare ef ected to focus on: 

•Updating Demograph~ Profile Mapping 
-Update the n;iappi: g oflocations of minority 
and low-income pulation concentrations 
using 2000 Census ata 

-Develop maps for le derly and disabled 
population conce°it ations 

• Continuing Focused d treach 
-Continue work onl argeting and engaging 
populations of con ern in identifying needs 
and in transporta¥ n decision-making, 
including involving them in context 
sensitive design p~ dects 

•Conducting Systems-U vel Analysis 
-Prepare an analysi~ sing the three MPO 
travel demand moH ls to evaluate if access 
to jobs and service~ · s equitably distributed 
to populatio11s of cb cern 

-Develop strategies o address any 
disproportionateli ow be1:efits or high 
burdens on those opulat10ns 

Both agencies are committed to integrating environ-
mental justice into all transportatiof processes, and will 
evidence this commitment througH continued efforts in 
fulfillment of public involvement ahd planning process 
requirements, as well as in the sha: ing of policy.O 
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The New Jersey Department of Transportation oper-
ates and maintains the 2,331 miles of interstate and 
state highway under its jurisdiction. While this repre-
sents only a small fraction of the nearly 36,000 miles of 
roadway in the state, the highway systems operated by 
NJDOT carry the heaviest volume of traffic. NJDOT 
is also charged with providing strategic direction for 
transportation planning within New Jersey. 

NJDOT produces the Statewide Transportation 
Improvement Program (STIP), which is mandated by 
the federal government. The STIP serves two primary 
purposes. It presents a comprehensive, one-volume 
guide to major transportation improvements planned 
in New Jersey during the next five years that provides 
a valuable resource for the state's transportation agen-
cies and everyone else who is interested in transporta-

tion issues. It also serves as the reference document 
required under federal regulations for use by the 
Federal Highway Administration and the Federal 
Transit Administration in approving the use of federal 
funds for transportation projects in New Jersey. 

The federal Transportation Equity Act for the 21st 
Century (TEA-21) requires each state to develop one 
multimodal Statewide Transportation Improvement 
Program (STIP) for all areas of the state. In New 
Jersey, the STIP consists of a list of statewide line 
items, programs, and the regional Transportation 
Improvement Program (TIP) projects developed by 
the three metropolitan planning organizations MPOs 
(see below.) The MPO TIPs result from extensive 
deliveration with NJDOT and NJ TRANSIT Once 
approved by each MPO Policy Board, each TIP is 
included in the statewide TIP without modification. 

The Federal Statewide Planning Rule requires that the 
projects contained in the STIP be consistent with the 
statewide transportation long-range plan, including 
any updates. Transportation Choices 2025 is therefore 
critical in setting the overall policy framework for the 
development and prioritization of capital programs. 

NJDOT is responsible for presenting Transportation 
Choices 2025 to other agencies, stakeholder groups, and 
the general public so they may comment on it and take 
ownership in its development. The agency will also be 
responsible for updating the "living plan" as needed. 
As the long-range plan advances toward implementa-
tion, NJDOT will need to assist other agencies, counties, 
and municipalities with funding for the long-range plan 
projects that fall within those jurisdictions. The agency 
also needs to continue and expand its efforts to develop 
public/public and public/private partnerships. 

NJ TRANSIT, the nation's third largest public trans-
portation provider, operates and maintains New 
Jersey's public rail, light rail, and bus systems. The 
agency's 178 bus routes and 12 rail lines cover a serv-
ice area of 5,325 square miles. NJ TRANSIT also 
administers several publicly funded transit programs 
for people with disabilities, senior citizens, people liv-
ing in rural areas, and the transportation disadvan-
taged. In addition, the agency provides support and 
equipment to privately owned contract bus carriers 
and actively supports private ferry operators by pro-
viding land, terminal, and parking facilities. 

IHI 
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NJ TRANSIT is responsible fo~ · mplementing those por-
tions of the long-range plan th11t relate to public transit 
within the state. In addition, II' J TRANSIT is primari-
ly responsible for conducting- the planning and feasi-
bility assessments for new td1 sit services in the state, 
and thus plays a critical rolj1 in advancing the plan's 
strategic direction. It. i~.. also 1 esp?nsible. for. obtain~ng 
funding and for inforrmr'l.g thelJ ubhc of all projects bemg 
undertaken as part of the lon - ange plan. 

I 

METROPOLITAN PLANNINj<• ORGANIZATIONS 

New Jersey has three m._etroplil litan_planning _org_ani-
zations. They are reg10nalj lannmg orgamzat10ns 
designated by the Governor I hose members include 
representatives from local '.~ overnments and state 
and federal agencies. The Nf POs are responsible for 
corridor planning and de'1<: loping projects within 
their regions. They are eacp required to produce a 
multimodal TIP that lists al projects that will use 
federal funds as well as nob federally funded proj-
ects that are regionally sig!nificant. This includes 
state and local highway projt: cts, public transit proj-
ects, and statewide transpor1ation programs sched-
uled for implementation wiJt in the next three fiscal 
years. In addition, each M:W[1 D is charged with devel-
oping a regional long-:range 1 ransportation plan. 

The North Jersey Transport· ion Planning Authority 
is the MPO for the thirtb 0 n northern counties: 
Bergen, Essex, Hudson, f unterdon, Middlesex, 
Monmouth, Morris, Oce,:i :i, Passaic, Somerset, 
Sussex, Union, and WarrenJ 

! 

The four central counties are l · thin the area covered by 
the Delaware Valley Regionl Planning Commission. 
They are: Burlington, Camdeh, Gloucester, and Mercer. 

I 
The southern region MP( is the South Jersey 
Transportation Planning Organization. The counties 
included in this region arc : Atlantic, Cape May, 
Cumberland, and Salem. 

The MPOs' regional kmg-ri1[1.ge plans should incor-
porate the state's long-rangel plan as it relates to their 
individual regions. Througlll their public outreach 
programs, the MPOs snouldjt ducate the public about 
their long-range plans, elicit pomments, and share the 
public's comments with NJ9<DT and NJ TRANSIT. 

TRANSPORTATION AUTHORITIE, . . . 
The four independent authont1es aµd comm1ss1ons m 
New Jersey operate and maintain die specific highway 
systems under their control. Althou~h these highways 
account for only 399 miles, they, lile NJDOT's high-
ways, are among the most heavily tr :iveled in the state. 
They also provide a source of revenue. 

These authorities include: 
•The New Jersey Turnpike lt\uthority, which 

operates and maintains the New Jersey Turnpike 
•The New Jersey Highway tuthority, which 

is responsible for the Garden State Parkway 
•The South Jersey Transpor ation Authority, 

which operates the Atlantic City E~pressway 
kl .. •The Palisades Interstate Par ray Comm1ss10n, 

which has jurisdiction over the Palisades Parkway 
I 

Various other state agencies own ln additional 571 
miles of highway. / 

In addition, a number of bi-st~te transportat~on 
agencies contribute to New Jersey's transportat10n 
system. They include: I 

•The Port Authority of New York and New Jersey, 
which is responsible for the de~elopmfnt, ~peration, and 
maintenance of New Yo~k City me9:opolitan_ area tun-
nels, bridges, transportation and mary._ne terrmnals; met-
ropolitan area airports; the PATH rail system; and cer-
tain railroad freight, resource recovtry, industrial, and 
regional development facilities 

•The Delaware River PortAutho11ity of Pennsylvania 
and New Jersey, which owns ~nd operates the 
Benjamin Franklin, Walt Whitman, <Commodore Barry 
and Betsy Ross bridges; the PATCQ High Speed Rail 
Line; the Port of Philadelphia ~nd Camden; the 
RiverLink Ferry; the International) Cruise Terminal; 
and the Ameriport Intermodal Rail penter_ . . 

•The Delaware River and Bay Authonty, which 1s 
responsible for the operation and tjiaintenance of the 
Delaware Memorial Twin Bridge~; the Cape May-
Lewes and Three Forts ferry systems; and the New 
Castle, Cape May, Millville, DelaJare Airpark, and 
Dover Civil Air Terminal ~irports I . . . 

•The Delaware River Jomt Toll Bpdge Comm1ss1on, 
whose governor-appointed members represent eight 
counties in southern New Jersey and Pennsylvania and 
whose duties include overseeing P?r~ and terminal facil-
ities; seven toll bridges and th1rtteen toll-supported 
bridges; and regional economic dev~lopment 
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•The Burlington County Bridge Commission, 
which is responsible for operations of the Tacony-
Palmyra, Burlington-Bristol, and Riverside-Delanco 
bridges, as well as various minor bridges 

The transportation authorities and commissions are 
responsible for implementing the elements of the long-
range plan that are related to their facilities. They will 
need to work with NJDOT in obtaining funding. In 
addition, these entities must keep the public informed 
as projects move forward and address the needs and 
concerns of the public. 

COUNTIES 

Of the nearly 36,000 miles of roadway, more than 
32,600 miles are owned by various counties and local 
governments. While this represents 91 percent of the 
system miles, these roadways carry a much smaller 
amount of traffic than the state highway system. 
However, this system of arterial and collector roads plays 
an important role in the overall highway transportation 
network. The local and collector streets are designed to 
provide local access and serve shorter trips. The coun-
ties and municipalities maintain their roadway system 
through state local assistance funds and taxes. 

The counties and municipalities identify problems to 
be included in the regional planning agenda of their 
respective MPOs. They also are responsible for identi-
fying projects for NJDOT local aid funding. These 
projects should be consistent with the goals of 
Transportation Choices 2025. As with all parts of the plan, 
the counties and municipalities must work with the 
general public and other stakeholders to ensure that all 
concerns are addressed. 

Municipalities, since they control land use decisions 
through local zoning ordinances and subdivision 
regulations, should: 

• Encourage center-based development 
• Promote transit-friendly design 
• Support mixed-use developments 
• Work with NJDOT in developing access 
management plans on state highways 

TRANSPORTATEON MANAGEMENT ASSOCIATBONS 

New Jersey's nine transportation management associ-
ations are critical facilitators of travel demand man-
agement programs. TMAs are non-profit organiza-
tions that work with employers and government to 

reduce traffic congestion and improve mobility and 
air quality. The nine New Jersey TMAs include: 

•TRANSIT PLUS (Essex, Union) 
• Cross County Connection TMA (Atlantic, 
Burlington, Camden, Cape May, Cumberland, 
Gloucester, Salem) 

• Greater Mercer TMA 
•Hunterdon Area Rural Transit (HART) 
• Keep Middlesex Moving (Middlesex, 
Monmouth, Ocean) 

• MC RIDES (Morris, Sussex, Warren, 
suburban Passaic) 

• Meadowlink (Bergen, urban Passaic) 
• Ridewise of Raritan Valley (Somerset) 

TMAs offer a variety of programs that provide trans-
portation choices and reduce the use of highways by 
encouraging people to use carpools and vanpools, 
public transit, and bicycle or walk to work. They also 
work with employers to promote options like 
telecommuting and shortened work weeks. While 
some of the programs are specific to. a particular 
TMA, the core programs offered include: 

• Carpooling and rideshare programs and 
matching assistance 

• Van pooling assistance 
• Guaranteed/Emergency Ride Home Program 
•Transit assistance (bus and train schedules, 
fares, transfers, incentives) 

• Marketing information and assistance 
• Employer/employee education programs 
• Traffic alerts 
• Construction news 
• Public/private transportation partnerships 
• Innovative transportation programs 
• Professional transportation advice and 

assistance 
•Telecommuting options 
• Compressed work schedule programs 
• Office relocation services 
• Bicycle maps/route information 
• Ozone alerts 

The TMAs will be responsible for imple~enting trav-
el demand management programs that support 
Transportation Choices 2025. They will provide assis-
tance to NJDOT and NJ TRANSIT in informing 
businesses and employees of the near-term projects 
and projects under construction that affect them. 

ROLES AND RESPONSIBILITIES IN PLAN IMPLEMENTATION 
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Transportation Choices 2025 serts the need for an 
aggressive strategy for, imp~ ving New Jersey's trans-
portation system. It identi 1es the critical need to 
bring our ?ighway an~ tr~nls t systems ~P to a state of 
good repair and to ma'mtam hem at this level for cur-
rent and future generation's. The plan stresses the 
critical need to mainta,in an

1 

expand the core transit 
services that serve our 'state's rban centers. The plan 
also advocates new optionk for meeting the travel 
needs of New Jersey'~ citizie s, businesses, and visi-
tors. All these improyeme, ts are necessary if New 
Jersey is to remain competit~ e in the global economy. 

I ., 
Current revenues from the T ansportatLon Trust Fund 
will not be sufficient to meet! he capital funding needs 
for the long-range plan. F4 thermore, the operating 
funds required will place ad itional demands on the 
state's General Fund. Policy I akers must begin serious 
discussions on funding, sourJ s to meet the long-range 
capital and operating and rii intenance requirements 
for transportation in New Jet ey. Our state's long-term 
future depends on it. · : 

I 

The private sector plays vari us roles in New Jersey's 
transportation system. In J me cases, private enter-
prises are instrumental in I roviding transportation 
facilities and services; in othe s, they offer transporta-
tion enhancements, suth as e sort of compact devel-
opment around a tra:t;isit s~ tion needed to create a 
transit village. Freight woul not move in New Jersey 
without privately owned J ucking companies and 
freight railroads, andi manr1 passengers would lose 
some travel options without rivate bus operators. 

I 
I 

The private sector has also d veloped, and continues 
to advance, many of' the telligent transportation 
systems used to increase ttj efficiency of the trans-
portation system. Still oth r companies are soon 
expected to accept the "s, art" cards and devices 
used for electronic fare coll~ tion and E-ZPass as pay-
ment for products or servi es, thus increasing the 
popularity of these technolo ies, and the number of 
people who use them.. In J dition, private develop-
ers are often key to ensurinl that new developments 
are accessible by transit, co 1 patible with other land 
uses, and "friendly" to pedJ trians and bicyclists. 

I ---

A continual open dialogue betteen NJDOT, NJ 
TRANSIT, and the private sector ik crucial to identify 
opportunities that can benefit all Pf ties. This can take 
place through many forums. Indrstry organizations 
such as the Alliance For Action, few Jersey Motor 
Truck Association, and New J er~ey Motor Carrier 
Association routinely interact with transportation 
agency staffs and present their prsitions on various 
issues, and individual companies al~o have opportuni-
ties to express their ideas and conlerns. The Goods 
Movement Issue Group that provided significant infor-
mation in the development of t~is plan is another 
example of communication between the public and 
private sectors. ·1 

Public/private partnerships wi~h transportation 
agencies are currently taking plaqe, and their num-
ber is expected to increase. Thie Hudson-Bergen 
Light Rail Line and the Southern/ New Jersey Light 
Rail Transit System are two examples of current pub-
lic/private partnerships that N TRANSIT has 
undertaken. The private sector is responsible for 
designing, building, operating, and maintaining 
these facilities. NJ TRANSIT also eases buses to pri-
vate carriers using Federal Transit Administration 
capital funds. Registration of mo~or vehicles on-line 
is an initiative of a partnership bttween the private 
sector and NJDOT's Motor Vehiclf Services, and the 
state-funded Rail Freight Assistanoe Program focuses 
on the preservation, rehabilitatiin, and enhance-

1 

ment of New Jersey's private rail :!freight network. 

S . . Id . tate transportat10n agenoes nee to contmue to 
support these public/private tartnerships and 
explore innovative ways to involv9 the private sector 
in transportation initiatives baseq on the guidance 
provided in Transportation Choices 2025. In turn, the 
private sector should work with l'f ew Jersey's trans-
portation providers to develop mutually beneficial 
approaches to solving transportatibn issues. 

A wide range of special interes~ groups are con-
cerned with transportation issues. They include 
transportation groups; advocacy !organizations that 
support the elderly, disabled, mfnority, poor, etc.; 
and environmental groups. Th<e functions of the 
special interest groups may diffet, but they have in 
common their efforts to influencb the policies and 
plans developed and implementeld by NJDOT and 



NJ TRANSIT, as well as other transportation agen-
cies and providers. They also inform their con-
stituencies about upcoming projects and issues. 

All special interest groups have the responsibility for 
becoming informed about the plan. As plans move for-
ward, they should work with NJDOT and NJ TRANSIT 
to ensure the successful implementation of projects. 

The general public includes everyone who lives, 
works, and travels in New Jersey. The role of the 
public is to influence decision-makers and inform 
them about the concerns and issues they consider 
important. To achieve this goal, the public is respon-
sible for understanding the issues and being aware of 
the results of specific decisions.O 
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A sound performance evaluation framework involves 
three key components: 

• A clear direction or purpose, often expressed 
as a v1s10n 

• A simple set of measurement standards based 
on readily obtainable data and targeted to 
measures within agency control 

• Routine, readable reports 

Indicators should be understandable to decision-
makers, planners, and the general public alike. They 
should rely on information or data that can be 
obtained at a reasonable cost and with reasonable 
effort. They should focus on outputs that can be 
influenced by NJDOT and NJ TRANSIT activities. 
Finally, these indicators should be reported regularly 
to monitor where the agencies are in relation to 
where they want to be. 

Like Transportation Choices 2025 itself, performance 
indicators also need to be "living" - they must be 
refined, added to, or deleted as goals and objectives 
are modified during the "living plan" process. 

DEVELOPSNG 

To develop performance indicators, the distinction 
between outputs and outcomes must be understood. An 
outcome is a consequence of the transportation system. An 
output, on the other hand, is a measurable result generat-

ed by the construction, operation, or use of the trans-
portation system. Outputs are used to measure outcomes. 

A performance indicator is a desired, measurable 
output level that relates strongly to a desired out-
come. For example, a performance indicator for a 
bridge operation might be the passage of 2,500 peo-
ple per lane per hour during peak commute periods. 
An output would be the measurement of how many 
people actually traveled per lane per hour during 
the peak commute period. The desired outcome 
might be increased access to employment locations 
on one side of the bridge from the other. 

Performance measurement can assume perspectives 
as diverse as the transportation system itself. Total 
system performance depends upon subsystem per-
formance from individual modes and programs 
(transit, highway, bicycle, pedestrian, bridge, rail, air-
port, and goods movement, for example). The sys-
tem works well when all these subsystems and their 
components work well. 

System outcome performance focuses on the benefits 
and costs accruing to society from a transportation sys-
tem. Outcomes represent the values that society deems 
important and are often difficult to measure directly, 
thereby requiring indicators that can be measured 
using available output. Outcomes may be positive or 
negative. A positive outcome of a rail construction proj-
ect, for example, may be to reduce traffic congestion. A 
negative outcome may be noise and the localization of 
air pollution around stations. 

A technically sound way of determining whether a 
strategy is translated into an action and to what 
extent desired outcomes are achieved is to measure 
performance by means of a "scorecard." This is a 
framework for selecting a manageable number of 
useful indicators about performance on the strategic 
level. A scorecard is "balanced" when it measures 
success toward a goal using both internal and exter-
nal indicators. A small set of carefully chosen indica-
tors (selected by cause-effect analysis) can give a very 
accurate picture of overall performance in terms of 
making progress on plan implementation. 

Performance in one area affects performance in anoth-
er. For example, the best projects will be selected and 
constructed on schedule if the public has been proper-
ly involved and, if possible, innovative financing has 
been explored. One implication of this interdepend-

IDENTIFYING PROGRESS 



cnce is that if the mea>ures J the scoreG1rd are well 
selected, all of them tog~ther 1Jri11 give a fairly accurate 
indication of how NJ DOT and NJ TRANSIT as a whole 
are performing in terms of mJ ing progress toward the 
realization of the goals df Tra* ortation Choices 2025. 

Lessons Learned 
Many states have incqrpora ed performance meas-
ures or indicators in their t ansportation planning 
processes or for their long-t nge plans. While the 
measures or indicators cliff~ , depending upon the 
needs and unique circumsta ces of that state's plan-
ning, a number of lessons al relevant: 

• Keep the number of mea ures or indicators man-
ageable. Limit the number µsed, keeping those with 
a clear purpose. Measures or indicators can and 
should be periodically revie ed for relevance and 
refined as needed. As wart olf this process, others may 
be added. Establish a reguli timeframe to do so. 

(}There is no perfect me~s re or indicator. 

"Involve stakeholders i the development of 
performance measures and · ndicators. This plan is 
the beginning of a dia.logu~ with planning partners 
and the public on perform nee indicators for New 
Jersey's long-range transpot ation plan. 

"Focus performance measu es or indicators on telling 
a story and gauging prqgress,I ot assigning blame. 

General Recommendations 
Performance measures provi e an effective means of 
~valuatin~ system and ~gen~J: perform.ance, identify-
mg plan implementation i:;, ogress and issues, and 
tracking achievement of t~ goals of a plan. Care 
must be taken to ensure th t they actually measure 
what they are intended to rrt asure, and that they can 
be tracked with reas<,mably available data. A key 
point is that a performar1 e measurement system 
must track indicators in rel tion to predetermined 
goals. Without predeternii ed goals, tracking the 
measures alone does not all; w for a clear determina-
tion of success or failure. 

A number of agencies and ntities have developed 
performance measurement ystems or identified and 
tracked key indicators, inclµ ing a number of initia-
tives produced by NJDOT, 1 J TRANSIT, the Office 
of State Planning, New Jers y Future, and the New 
Jersey Department of El ironmental Prntection. 
Most of these documents li ve been released to the 
public and some are availa9l on the web. They were 
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reviewed and provided input into the possible indi-
cators identified for Transportation 1 hoices 2025. 

Core Issues 
Technical analys~s fo~ Transporta~ion ~hoices 2025 
worked from an identlfied set of tore issues which 
~ere analyzed usin~ travel d:1:11and fodels an~ fina~-
oal models: congestion, mobility, the mterrelationship 
between land use development ptltterns and trans-
portation, freight transportation, land current and 
future transportat~on ~nfrastructure needs. The possi-
ble performance mdICators for Tr: , nsportation Choices 
2025 were developed within this sef of core issues, as 
well as the plan's goals. They use eiisting data. 

Public involvement is also crucial The vision for 
Transportation Choices 2025 identifi s the need for a 
grea~er numbe~ of constituencies tol be part of finding 
and implementm~ transportation sf lutions. To do so, 
~owever, ~h_e pubhc _must become ai active participant 
m the deosion-makmg process, infi rmed about trans-
portation needs, costs, and benefits 

An important step in this process i, to provide access 
to information a_bout the state's trafsportation system 
on a regular basis to allow the public sufficient under-
standing to participate in the pro!ess. The "living" 
plan provides an opportunity to tlo so through an 
ongoing Internet web site, www.nj11 hoices.com. 

Possible Indicators 
The plan's seven goals each have a series of objectives 
nested under them to provide more !specific direction to 
each goal. Each goal has been reph]ased into a desired 
outcome that captures the intent of the goal and incor-
porates the objectives of that goal. In many instances, 
indicato~s can_not be identified th~t exactly reflect each 
of the identified outcomes. Plromote Economic 
Development," for instance, cannot be exactly meas-
ured and quantified. Therefore, in inost instances, per-
formance indicators are identifield that reasonably 
reflect a given outcome. These indicators generally use 
~uch of ~he traditional transportatipn output informa-
tion routmely collected by transporrtion agencies. 



The following chart summarizes the Transportation Choices 2025 goals, a desired outcome of each goal, suggested 
indicators to gauge progress on that outcome, and possible outputs that support the indicators.O 

Transportation Possible Output/Data 
Choices 2025 Goal Desired Outcome Possible Indicator Collected 

I. Maintain and Preserve Maintain the transportation Backlog of deferred • % of NJDOT's and NJ 
Our Transportation system in a state maintenance at TRANSIT's annual budget 
System for Present and of good repair 2005, 2010, 2015, 2020, spent on maintenance and 
Future Generations and 2025 preservation programs and projects 

• % of general public reporting 
satisfaction with the 
general maintenance of 
NJ's transportation system 

II. Improve the Safety Improve safety Injuries and • Number of transportation-
and Security of the fatalities by mode related fatalities per 100,000 
Transportation System persons and per million VMT 

Customer perception • Number of high-accident 
of safety locations on the state highway 

system improved 

• % of general public reporting 
satisfaction with travel safety 
in New Jersey 

111. Improve the Provide a user-friendly Provision of • Number of projects to 
Effectiveness, transportation system real-time information to provide commuters with 
Efficiency, and commuters on all modes real-time information to 
Attractiveness select the most efficient route 
of Transportation Public transit 
Services Responsive on-time-performance • On-time performance of 
to the Needs of public transportation 
the Customer Provision of attractive 

transportation services • % of NJ TRANSIT's and 
NJDOT's annual budgets 

Vehicle hours traveled devoted to landscaping and 
other scenic enhancements, 
providing and upgrading visitor 
centers and rest areas, and rail 
station and bus stop 
renovation & rehabilitation 

• Number of context sensitive 
design projects implemented by 
NJDOT and NJ TRANSIT 

• Renovation, upgrading & 
periodical replacement of 
rolling stock. 

• Total vehicles hours traveled ,,,, 
lDENTll•YlNG PROGRESS 
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Po!sible Output/Data Transportation Desired Outcome Possible Indicator 
Choices 2025 Goal I Collected 

i 

.I 
: 

• Num~er of highway-related IV. Improve the Process of i Provide a transportation Number of transportation 
Providing Transportation ~evelopment process that projects that are projectsi that have been bid 
Facilities and Services • ~ngages customers & results being implemented 

, in improved project delivery • Numli>er of transit projects 
Amou~t of interaction that hate been bid 
with the public 

• Numtr of hits on NJDOT's I 
I 

and NJ TRANSIT's official websites 

V. Promote Economic Help support economic growth Expenditure in dollars and • Number and dollars of trans-
Development in New Jersey number of projects portaticln projects that serve 

that support state economic comme[cial centers, goods 
development goals movem

1
ent facilities, and 

international markets 
• Volute of goods carried 

I on systrm 
• Numper and dollars of 
transportation projects that 

I • I suppo1 tourism goa s 
' • Confbrmity of state air quality VI. Improve the Quality of Provide a transportation system Standard environmental 

Life for Users of the that promotes a high quality indicators with fetieral standards 
Transportation System of life, consistent with 

• Proplrtion of all trips made and Those Affected community desires and Number and share of trips 
by Its Use environmental justice made using alternatives to the by nonf SOV modes 

single-occupant vehicle 
• Number of public transit 

Use of alternative fuels 
passelgers 

• Share of goods moved by rail 
I 

• % ofkgeneral public reporting 
that th1 y have many modes to 
choos, from 

• % o~ projects built using 
context sensitive design 

I 

procedlures 

• % 01 NJDOT and NJ TRANSIT 
fleet u ing alternative fuels 

I 

• Nujber of private vehicles 
using 11ternative fuels 

I 

VII. Use Transportation Support implementation of the Number and dollar • Nurriber and dollars of trans-
to Shape Desired State Development and value of projects in portatilon projects in NJ urban 
Development Patterns Redevelopment Plan with SDRP Centers center~ and urban complexes 
Consistent with the transportation decisions I 

State Development and • Nu~ber and dollars of 
Redevelopment Plan transpbrtation projects within 

other centers designated by the 
I 

State rlanning Commission 

I i 
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Just as a broadly inclusive public involvement 
process is necessary for forming a long-range plan 
for strategic investment, it is equally essential after 
the plan is released for NJDOT and NJ TRANSIT to 
continue to engage in dialogue with New Jersey res-
idents, local officials, metropolitan planning organi-
zations, and other entities. A high level of communi-
cation among stakeholders will ensure that the prior-
ities in the plan remain relevant and can be adapted 
to respond to changing circumstances. The activities 
described below will be further developed as the 
public participation program evolves. 

NJDOT and NJ TRANSIT are committed to sustain-
ing the public dialogue on the state's transportation 
priorities and will do so in a variety of ways. U pan 
release of Transportation Choices 2025 for review and 
discussion, a series of meetings will be convened to 
solicit public comment on the document. All the 
activities in the public comment phase will be widely 
publicized to encourage maximum participation. 

To broaden the outreach effort, an "Electronic Town 
Hall Meeting" is envisioned to be held with a live tel-
evision audience and broadcast by NJN, New Jersey's 
statewide public television network. The electronic 
town meeting format will allow viewers at home to call 
in through a toll-free number to ask questions and 
make comments during the broadcast. The event will 
also be advertised on-line, so that the public will have 

the opportunity to present advance questions for 
panelists to answer during the broadcast. 

A telephone survey conducted during the plan 
development process provided valuable insight into 
the attitudes and opinions of New Jersey residents on 
the state's transportation system. This effort will be 
renewed annually, with some new questions being 
introduced and some being asked year after year. In 
this way, NJDOT and NJ TRANSIT will be able_ to 
elicit citizen input on new issues and track changmg 
perspectives as the statewide long-range transporta-
tion plan moves forward. 

The project website for Transportation Choices 2025 -
www.njchoices.com - played an integral role in the 
development of the plan by serving as a clearinghouse 
for information and a readily available venue for pub-
lic involvement in the planning process. As the process 
moves forward through the phases of public comment 
and implementation, the website will continue to serve 
the important function of providing a forum for dia-
logue on New Jersey transportation issues with the 
general public as well as key stakeholder groups. 

In its most basic form, the website will function as a 
bulletin board: the plan document will be posted, 
and visitors will have opportunities to comment on 
what they read. In addition, www.njchoices.com will 
offer innovative ways for people to interact with the 
information presented - just as it has throughout the 
plan development process with such f~atures as ~he 
virtual budget game and the dynamic population 
and traffic growth graphics. 

A similar approach to illustrating the statistical models 
presented in Chapter VIII, for example - with dynam-
ic images and the opportunity to "play out" various 
scenarios - will go a long way toward acquainting peo-
ple with the abstract mathematical tools that help 
NJDOT, NJ TRANSIT, and its partners anticipate the 
changing needs of New Jersey's growing communities. 

In Chapter IX, Financial Picture for 2010 and 2025, 
financial needs to support the capital and operating 
costs of the transportation system identified in 
Transportation Choices 2025 are clearly defined. To 
meet the financial needs identified, a dialogue must 
take place between the state's citizens and policy 
makers to determine how best to fund, and at what 
level to fund, the transportation system. 

THE LIVING PLAN 



The analysis of poss~ble sF narios for New Jersey's 
transportation needs in 202 is presented in this plan 
as a starting point for plii lie discussion, and as a 
framework for furth!er atj lysis of the state's long-
range mobility needs. Th se scenarios are derived 
from a new tool based on tfu models of the three met-
ropolitan planning o;ganiz~ · ons that is being applied 
statewide for the first timr To remain useful, the 
process of model detelop I ent, like the evolution of 
the plan itself, needs to ada t to new information and 
unforeseen factors that bd · n to influence the ways 
people and goods move wit in and through the state. 
For example, as more is kQ. wn about the prospect of 
alleviating congestion: by Ii , iting low-density develop-
ment and promoting mixe~ use development around 
designated centers, the p~ ~ected scenarios and the 
models upon which they ,;I. e based will need refine-
ment. A unified set of de ographics must be devel-
oped that represep.ts g owth under the State 
Development and Redevelojrmen Pl,an to do so. 

In addition, as Transportatio Choices 2025 points out, 
the existing models canno~ address how the project-
ed improvements themsel es might affect develop-
ment patterns and enact ~[ ogether different scenar-
ios. Similarly, the plan ack owledges as a significant 
unknown the poten~al tH t technological advances 
in the workplace and th~ market sector hold for 
changing transportation p tterns, and people may 
actually lose their itoler~ ce for congestion and 
change their travel behavio to avoid it. These issues 
are currently under study, and as more is learned 
and additional modets with even more capability are 
developed, the "living fil n" will consider them. 
NJDOT and NJ TRANSil will continue their efforts 
to understand the connet ·on between transporta-
tion and land use, and willi aintain a dialogue about 
this issue with the MPOsj ounties and municipali-
ties, and other key stakehC> ders. 

Congestion on the tranM system is not directly 
addressed by the scenario : nalysis, which is based on 
estimates of travel dematj on the highway system 
only. Future model develo ment will need to look at 
congestion and mobility fr m different perspectives, 
particularly as strategies foir promoting alternatives to 
highway driving begip. to ac ieve their desired results. 
A fully integrated model o* e complete system will be 
necessary to examine the in eractions of highway trav-
el, public transit, goods mo ement, and aviation. 

INCORPORATING THE STATE 
AIRPORT SYSTEM PLAN 

At the time of the publication of ransportation Choices 
2025, NJDOT was in the proc ss of updating the 
New Jersey State Airport Systei Plan (SASP). The 
strategic direction of the state's 1,irport system must 
be incorporated into the overar11 long-range plan 
because of the importance of air tavel and the state's 
growing air freight industry to 1ew Jersey's multi-
modal transportation system. . . 

The SASP will look five, ten, an 20 years into the 
future to determine the needs aJd capabilities of the 
airport system to meet its transp rtation modal role. 
It will also evaluate the impacts f urban and subur-
ban growth, environmental recl~mation, and other 
factors on the state's aviation facilities. Finally, it will 
develop a plan for how aviation I ill fulfill its role in 
the state's overall transportation ystem. 

REFINING URBAN INVESTME T STRATEGIES 

An Urban Supplement examinin the transportation 
needs of the state's seven majo urban centers is a 
required component of the longlrange plan update, 
and it provides key information Of how to address the 
challenges faced in those areas w~th regard to access, 
mobility, and infrastructure. Als the "living plan" 
evolves, it must take into accounf New Brunswick as 
an urban center and the desiination of Hudson 
County as an urban complex b the State Planning 
Commission to help support im lementation of the 
State Development and Redevelopme}Pl,an. 

To develop urban supplements or New Brunswick 
and Hudson County, NJDOT an NJ TRANSIT will 
undertake the same process it e ployed in studying 
the other seven urban centers - ihich placed special 
emphasis on identifying and a4

1
dressing the trans-

portation issues facing city residlents. Information 
gathered from meetings with go+ernment officials at 
the city, county, and state levels l~nd representatives 
from. transportation agencies anf other entities with 
a stake in meeting local transpo~tation needs will be 
analyzed along with existing NJ OT and NJ TRAN-
SIT data to create the new suppl ments. In an effort 
to identify the needs of reverse ommuters and wel-
fare-to-work recipients, NJDOT and NJ TRANSIT 
will also rn.eet with local huma services officials to 
learn about local employment p tterns. 

THE LIVING PLAN 



The additional supplements will allow the agencies 
to continue to plan and implement investment strate-
gies that support SDRP's mandate to guide growth 
and public investment to urban centers and urban 
complexes. To further support this initiative, 
NJDOT and NJ TRANSIT are committed to provid-
ing priority funding for projects focusing on trans-
portation improvements for New Jersey's cities. 

IDENTIFYONG PROGRESS 

One key to the success of a "living plan" is the ability 
to identify progress and report on it to everyone with 
a stake in the plan's goals and objectives. NJDOT and 
NJ TRANSIT will provide regular updates on the 
progress of the plan in meeting its goals so that stake-
holders can remain engaged in the process of refining 
strategies as they are adopted and implemented. 

The Transportatinn Choices 2025 website will continue to pro-
vide access to information about the state's transportation 
system and the indicators used to measure its effective-
ness. As described in Chapter XI - Identifying Progress, 
these proposed indicators will be dearly linked to the 
goals of the . plan. Comments and suggestions on these 
proposed indicators will take place during the "living 
plan" process. 

ENVIRONMENTAl JUSTICE 

NJDOT and NJ TRANSIT will continue to be guid-
ed by the principles of environmental justice, which 
mandate fair treatment for people of all races, cul-
tures, and incomes regarding the planning of new 
projects and the development of strategic directions 
for the future. Providing environmental justice also 
requires meaningful community participation with 
transportation providers. 

Adherence to these principles means continually ask-
ing tough questions about prospective new invest-
ments. Such questions as "Does this project deny 
benefits to any particular person or group?" need to 
be considered with input from all stakeholders - even 
if it means that tougher questions or logistical prob-
lems are raised as a result. 

Creating opportunities for public involvement from 
priority setting through implementation is essential 
to the practice of environmental justice. NJDOT and 
NJ TRANSIT will continue to employ the outreach 
strategies used in the development of Transportation 

Choices 2025 - including public forums; focus groups; 
planning meetings with community officials and 
other stakeholders; the interactive website, publica-
tions, and other media - as well as exploring other 
means of keeping communities engaged in making 
transportation choices for New Jersey. 

Equally important is continuing to allow for the flex-
ibility to respond to community concerns. The fur-
ther integration of context sensitive design processes 
in the work of planning, scoping, financing, building, 
operating, and maintaining transportation projects 
will help meet this objective. 

The protection of human rights and the just provi-
sion of relief from disproportionately high adverse 
environmental effects are guiding principles for all 
aspects of planning and operations for publicly fund-
ed transportation systems and services in New Jersey. 
To monitor the success with which these principles 
are being integrated into operations at all levels, 
NJDOT and NJ TRANSIT will undertake a statewide 
analysis of environmental justice practices through-
out New Jersey's transportation systems, working 
with their planning partners, the MPOs.O 

lttl 
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New Jersey Department of Transportation - Corridor Analysis 
New Jersey Department of Transportation - Div. of Trans. Systems, TOM Section 
New Jersey Department of Labor, Camden 
New Jersey Highway Authority 
Mercer County Workforce Investment Board 
New Jersey Department of Transportation 
Port Authority of New York & New Jersey, Staten Island Bridges 
NJ TRANSIT 
New Jersey Department of Environmental Protection 
Meadowlands Regional Chamber of Commerce 
Jersey City Dept. of Housing, Economic Development & Commerce 
Mercer County Office of Training and Employment 
Delaware River & Bay Authority 
NJ TRANSIT 
AAA 
New Jersey Department of Transportation 
NJ TRANSIT 
New Jersey Department of Transportation - Statewide Planning 
Union County Division of Engineering, Department of Operational Services 
New Jersey Department of Transportation 
North Jersey Transportation Planning Authority 
New Jersey Department of Transportation 
New Jersey Department of Labor, Elizabeth 
Middlesex County Department of Human Services 
Anne Strauss Wieder, Inc. 
New Jersey Department of Labor, Elizabeth 
NJ TRANSIT 
NJ TRANSIT 
National Park Service, Sandy Hook 
New Jersey Highway Authority 
Port Authority of NY and NJ, Office of Policy and Planning 
DHSS/DSA 
New Jersey Department of Transportation 
New Jersey Office of State Planning 
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