RETS

SRS

P

N

BB
NN

sietels

e
-
-
=
U
>
>
N
o
-
o
O

.m,.
o
go
o
opf
b
n
)
b
«
ey
3
@)
Sy
ls
S
(<))
wn
Lo
(3]
o
2
(¢]
Z.

RRARRA NN h«mmwﬁéw.

P
A

+.

L%

Rt

RN

to Governor Jim Florio

from the
Transportation Executive Council

Tom Downs, Chairman

April 16, 1991

New Jersey State Library

N2

RN

RRXN

b

n2




D

-



- Goods Movement -
,New ]ersey s fourth largest 1ndustry’ -

- Areport
~ to Governor Jim Florio
| - from the
| Transportahon Executive Councﬂ

Tom Downs, Chalrman :

April 16,1991






" Table of Conténts 3

I. Industry OVerVie_w
II. Strategies for Success

ITI. Recommendations:
Statewide Port Strategy
Rail Freight
Trucking
~ Distribution/Air Cargo

13






Goods Movement

New ]ersey s Fourth Largest Industry

, As a hub for both domestlc and international trade, New ]ersey has the potent1a1 to:,
lead the nation in goods movement. Shipping, receiving, warehousmg and dlstrlbutlon '
comblned constltute the fourth largest mdustry in the state. :

This report the f1fth in the Transportatlon Executive Council (TEC) series, outhnes e
New ]ersey’ s policies toward the goods movement industries and identifies the strategic =
opportunities and challenges that will help New Jersey capture a larger share of the global_ ;
- trade transport market in the 1990s.

" The expans1on of the global economy has been a boon to New ]ersey s goods move-:
ment industry in some respects. Our ports are well positioned to handle the huge influx of -
' goods flowing into the country. They are supported by an expanding supply of Warehouse' '
- space and an extensive h1ghway and ra11 dlstrlbunon system. SRR

. Northern New Jersey’s rail termmals have become a vital part of the 1ncreasmgly ,
‘popular “land bridge” concept, in which goods are shipped by boat from the Far East to the, '
West Coast, and across the United States to the East Coast by rail, where they are ulti-

mately distributed nationally and internationally. The increase in rail business has meant

‘that New Jersey’s losses at its sea ports as a result of manufacturmg shifts to the Pacific Rim -

- nations (i.e., Korea, Japan, Taiwan) are at least partially offset by its gains in the rail frelght :

industry. Although the ports of Philadelphia have not fared as well, New Jersey has man- e

aged overall to retam its status as a gateway to the growing Pacific Rim trade.
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Wlth trad1t10na1 air cargo centers, such as Memphls N, at capac1ty, many air caroo B 4;13

carriers are looking for alternatives. The acute ground transportatlon congestion around
New York’s John F. Kennedy Airport (JFK), particularly along the Van Wyck Expressway

- onlLong Island, has made NIA increasingly attractive as an East Coast air cargocenter,
~ espedially for small package shlpments By the close of the century, Newark is expected to -
~ handle more than 50 percent of the region’s domestic tonnage. NIA's strengths include .+ .

' good transportation access to major highways; an adjacent pre-eminent seaport; a large

_concentration of motor carriers; an extensive network of brokers and forwarders, and a e

" surroundmg populatxon of 17 mllhon

Ra11 Frelght

~Conrail is the predommant rail carrier currently serving the state and prov1d1ng /
New ]ersey industries with connections to the nation’s rail freight system. The New York,
Susquehanna & Western Railroad (NYS&W) has been Conrail’s pr1nc1pal competxtor for '
years, but other shorthne railroads also provide local rail freight service in many areas.
Together these carriers serve a total system of 1,500 track miles, move over 18 million tons -
- of freight annually, and employ 2,000 people Direct economic activity is est1mated at $65 R
m1111on annually ~ o : E -

_ While a far cry from rall frelght’ s heyday at the turn of the century, the state srail

frerght system has kept its industries competitive in a changing marketplace. Ava1lab111ty - b

of a modern rail infrastructure, coupled with the flexibility offered by shortline railroads, =
has made the state a leader in 1ntermoda1 transportat1on and maintained the reg1on S foot- S
‘ hold in 1nternat10na1 markets ’ : o , :

The recent acqu151t10n of the: Delaware and Hudson (D&H) Rallway by CP Rail of
‘Canada will undoubtedly prove to be a strong competitive counterbalance to Conrail’s
~ dominance of the region. This purchase will open up new markets for rail freight service,

_especially the Canadian market. The D&H acquisition further gives the Ports of Philadel- =~
- phia the distinction of being the only east coast port facilities served by three competxng b
Class I rail carriers, Conrail, D&H and CSX a southeastern rallroad servmg Chtcago and
. points south and east | :

Truckmg

 The motor carrier 1ndustry has become the foundation upon wh1ch the marine, air
- cargo and rail industries depend. At some point, almost everything in New Iersey travels
by truck. For example, 90 percent of all tonnage into and out of the New York region is

‘moved by truck. ‘If only rail and truck shlpments are con51dered that percentage rises t0 97 -

percent

Ra11 marine and air cargo shrpments are conveyed by truck from their respectlve o
termmals to dlstnbutlon centers or f1na1 destmatlons over the hlghway system Trucks also
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y, 250,000 jobs are directly related to trucking. The state serves as a o |

S for 7 percent of total state employment Its strate{ DR
lersey and the reglon should not be underestrmated Demand for -
r|1but10n fac111t1es continues to increase because of the massive (R
NIA. As manufacturmg firms leave New ]ersey, more products must o
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R and mldwestern states, and by the w1despread sh1ft from a manufacturmg to a service

* economy, which cut down on the volume of nationally produced goods to be transported
The technological: capab111t1es of the West Coast ports, particularly with regard to contain--

erization and on-dock rail facilities, far surpassed those of other Unlted States ports, pro- B

.v1d1ng yet another advantage over the East Coast.

-  This trend has begun to change, however, with industries once located in the Pacific
~ Rim countnes shifting their manufacturing sites to the cheaper labor markets of the devel- =
opmg nations of Malaysia and the Indian subcontinent. This geographic shift makes sh1p- i

- ping to the Atlantic Coast via the Suez Canal economically possible, w1th potent1a1 for
: *enormous beneflts both in port busmess and in new reverse rail moves. .

Deregulation and the Logistics Revolution

In the early 19805, deregulation of the mar1t1me, rail, truckmg and air cargo indus-
tries made it possible for all four modes to adopt more flexible rates, rid themselves of

~ excess capacity and rationalize their routes. At the same time, the logistics of goods move- - '

ment — the mechanisms by which goods are moved, warehoused and distributed — were -
undergoing a revolution. Manufacturers and shippers began to depend on: B

* Manufactunng outsourcmg, ie, manufacturlng components in cheap forelgn.

- labor markets and then shipping them to the Umted States for f1na1 assembly ; .} o

]ust-m-tlme dehvery to reduce costs by delivering goods prec1sely when they :
‘are needed on the assembly line or the retail shelf, thus eliminating the need =

“for inventories. This puts a premium on the speed and reliability of transpor- e

~ tation.

To satlsfy the cost/time dehvery needs of shlppers dealing with 1nternatlona1 assem-.
bly lines and Just-m-tlme delivery, transportation prov1ders have focused on:
- Modal integration. The maritime mdustry has undergone a major change,
becoming an international, integrated, source-to-delivery transportation
~provider. This expanded role has been supported by the purchase of rail
rolling stock and trackage rights, truck fleets and warehousing. Rarlroads
too, began acqumng trucking compames and fre1ght forwarders

Air cargo Manufacturers are relymg 1ncreasmgly on air carriers for ]ust-ln-
time delivery of key assembly line parts from plants around the world and
for dehvery of final products to retail outlets.

Rate '1ntegrat1on. Newly formed transportatlon companies have begun to
- offer “through rates,” single rate quotations for combined maritime, rail and
- truck shipments. The result, in many cases, is that shippers can directly '
influence not only the port of entry but the operations of the rallroads and
truckmg compames aswell. - »
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1' ‘gs that could result from intermodalism, many maritime compa- -

nies are. arrowmg the1r fo‘cus Steamshlp hnes are f1nd1ng it more economi-

| Po ts w1th notable geographlc ‘market, and transportanon infrastruc-

 ture adv, ;tages, such as deep harbors and extensive capital improvements

. dockside are naturally at an advantage for load center consideration. Simi-
larly, Federal Express has revolutionized the air cargo busmess with the hub

concept t‘ at is now bexng duphcated by many other carriers.
. ’ R
Recogmzmg the opportunities created by these market changes, the Transportatlon
~ Executive Council has 'c‘lennfied the cap{'ure of a larger share of gateway commerce as a
| ma]or strateglc focus fo transportanon mvestment in'the 19905

Load centering. Recogmz‘mg the s1gn1f1cant economies of scale, as well as the

i,
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.Strategies for Success

_ Unhke some other states, New ]ersey has made only hrmted attempts to take advan- it
' ‘tage of the national goods movement revolution. We have been able to compete by de- -

pending on our existing assets, such as natural harbors, an enormous local market and’
excellent h1ghway facilities. But as shipping lines focus on fewer and fewer ports of call

‘and as air carriers concentrate on developing just a handful of air cargo hubs, New ]ersey
- will have to devise aggressive modal strategles that will assure the state s pre-emmence in
the goods movement 1ndustr1es -

A Port Strategy

Both Port Newark/Elizabeth and the ports of southern New Jersey share their har-

- bors with another state, which has made development of a unified, aggressive port policy,
~especially in southern New Jersey, extremely challenging. However, New Jersey canno - -
_longer afford to rely on its natural assets. Unification of the southern New Jersey ports into

a larger Delaware River port facility depends on the development of a rational plan of

- action to attract increased business. Unfortunately, many of the strategies that this unified
- port would pursue to gain a greater share of the market could compete, albeit marginally, .
- with Port Newark/Elizabeth. Such potentially destructive competition will not benefit the

state’s objective of playing a larger role among the competing North Atlantic ports

Ports compete on the basis of both prlce and service. Although Port Newark/ Ehza- |

~ beth is near the nation’s largest market and offers more services than any portin the North

Atlanti, its costs average approximately $150 more per container than its primary competi- -
tors. This is due principally to higher labor costs and higher rail drayage costs. Because of
the shallow draft, many of the largest, most heavily laden ships must come in on:the tide.
Drayage (the cost of hauling cargo) to the nearest rail facilities can be expensive, reaching
as much as $125 per container. Hence, containment of these costs and developmentof
steps to maintain competition are critical to the Port's ab1hty to attract new business and to :

.hold on to existing cargoes

Fu.rther enhancement of rail competmon is also desxrable CP Rail and NYS&W

' should be given access to Port Newark / Ehzabeth and possibly to the Greenv111e termmal
area in Jersey C1ty

States hke Maryland and V1rg1ma have recognized the economic value of becommg

‘a primary United States gateway and have invested substantially in their ports. Norfolk
offers a channel depth of 60’ (compared to 35' at Port Newark/ Ehzabeth) and competmve _

9



rail access to the, M1d‘
- modern, with pier-sid

B

| est. Baltimore’s new Sea Girt fac111ty is one of the nation’s most

rail facilities pro‘v1d1ng more economical access to the Midwest.

- Significantly, neither f these ports determmes costs based on the recovery of the public

capital investments th

t have been made in these facilities. The Port Authority, on the

other hand, has an obl érahon to its bondholders to pursue only those projects which are

expected to have an ac

i
s

neptable return on mvestment

\
\

| | |
An A1r Cargo Strategy

\
The umque needs of the air cargo industry will requlre attentlon if the New York/

New Jersey region is tc
dent busmess

~ Relieving hlgh
‘advantage. By its natu
airport’s surroundmg
attractive. Delays in the
nies to meet their adve
widening of the Turnp
78 to NIA and places ¢
trans-Hudson congestl

o Beyond tlus, the
only to ensure the prod
~ to preserve the opnon ‘f

New Jersey has
Those airports served a
portant business suppo

New ]ersey also

\
\ \,
: S y

forge an aggresswe strategy for developmg a1r cargo as an 1ndepen— :

‘ ay congestlon w111 be critical to mamtammg NIA’s competltlve " .
e, air cargo is time-sensitive. If it takes as much time to traverse the
oadway network as it does to fly across the ocean, NIA will be less

- area around NIA tax the ability of small package express compa-
t1sed delivery schedules For these reasons, the TEC supports the
ke in the vicinity | of the airport, expanded ramp connections from I-
nsiderable prlonty on addressmg the trans-Palisades and midtown
n problems. ; ;

I o

s{tate must aggresswely preserve its ex1st1ng a1rport capac1ty, not -
ctivity of our ma]or airports by prov1d1ng relief capacity, but also

r future expansﬂon particularly in the air cargo industry.

een losing airporlts at the rate of one a year for the last decade.
5/ needed relievers to the state’s pr1mary airports and were an im-
rt ' E .

: \,

has a s1gn1f1cant long term resource at McGu1re Air Force Base. The

alrport is the size of JFK and could, in the long term, become a major air cargo hub serving
both the Phxladelphm and New York-New Jersey markets

| | |

| L I

A Dlstnbutlon Strategy

5

A key competmve factor in the growth of NIA will be the avaxlabxhty of nearby land

for warehousmg ‘The 5
construction is consider
-growth. In'other report«

00,000 square feet of warehousing space that now exists or is under
ed inadequate fon present levels of cargo, let alone for forecasted
, the TEC has concurred in the use of this site for these purposes

In addmon, the PAN YNTJ should con31der expanded use of warehouse 'space on its
marine facilities for air cargo as well as sea cargo inasmuch as site proximity is perhaps
. more important to air cargo than marine qargo.. Finally, representatives from Elizabeth,

- Newark and the PAN YN J must cand1dly d1scuss the best use of developable land around

e

.
: N
\
|

PR



. the alrport and reach a consensus on the econom1c development of the area j, R

. Warehouse avarlabrhty has also become a major factor in port ch01ces ere
o Phlladelph1a s success with South American fruit because of its warehousmg capabrhty, .

~ Brooklyn also has attracted large volumes of coffee and cocoa imports largely because of
the strategic location of its modern warehouse facilities. Unfortunately, the average age of
: warehouse facilities in the New ]ersey port region is 24 years and refrigerated spaceis -
. limited. The PANYNTJ has identified addrhonal modern warehouse space as strateg1cally
S 1mportant to attractmg mtematlonal cargoes ' col , :

A Ra11 Strategy

, The ports that can offer the best access to the Mldwest and Canada 1n terms of both o
pr1ce and time, will have the advantage in attractmg international cargoes. Both Baltimore = -
~ and Norfolk have ‘competing railroads serving their ports, which has kept the service -~ =
responsive to the changing logistics and the rates relatively low. - Port Newark/ Ehzabeth is
“ currently served by only one Class I railroad, Conrail, and by one aggressive Class I rail- =~ '
road, the NYS&W. The introduction of CP Rail via their recent purchase of the D&H Rail- -

- road should go a long way toward creating a more responsive rail system in the New York
region. Adequate terminal facilities and routings must be prov1ded however, toassure
that this raxl system realxzes its full competrtlve potentral I AN

‘ The 1nvestment of $32 mﬂhon in combmed federal state and local funds in the
state’s shorthne ra1lroads dunng the last decade has helped restore 80 to 90 percent of the AR

jburldmg products such as lumber, stone and sand temporarrly guaranteemg the small

railroads a stable revenue base. The softer economy of the last year and a half, however,

has resulted in significant downturns in business on the smaller shortlines. If a minor

downturn in the economy can have such a severe 1mpact on the shortlines, there is real

concern over their ability to weather an economic recession. A strategy of prov1d1ng a.

safety net for f1nanc1a11y margmal rarl hnes must be pursued . »

New Jersey will participate in the Bi-State Transportatlon Forum efforts to develop a.
regional rail polrcy to determine regional transportation requirements. Regional transpor-
_ tation agencies should be concerned that traffic volumes and competition between CP/ - RO
Conrail be structured to encourage reasonable rates and service. This also apphes to motor s
carrier initiatives to insure states and agencies are workmg to develop 1ntegrated reg1onal SR
- goods movement pohcres and pro]ects : .

A Truckmg Strategy

, The key to the eff1c1ent 1ntegrat10n of frexght modes is the truckmg 1ndustry Shrps R
,alrcraft and trains move throughout the state and nation relatively unencumbered, but. the "
, movement of their cargoes often gets bogged down on the hrghway durmg the dehvery
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phase. Delay is the pr1nc1pal obstacle to an eff1c1ent truckmg 1ndustry, yet it is the one
feature that seems to He built into the system :

- ‘ o o
v Delays come from a varlety of s sources The growing rmsmatch between the existing
. infrastructure and the

by requiring circuitous,
mcreasmgly unrehabl

| txme-consummg routings. Urban congestion is making travel -

\
Even non-trans

tory nature of regulatx
" ments of trucks. We1

.
ns imposed by various levels of government can hinder the move-

. 'tion thinking. A strategy for decreasmg} congestion and streamhmng truckmg procedures
. and operatlons is neede'd to assure contmued product1v1ty

Pohcy agreements should be developed between New York and New Iersey for :

‘estabhshmg truck/ ferry services to prov1de alternative routing when infrastructure re- L

- building is necessary.| Cons1derat10n should be given to a regional legislative effort to

obtain federal funds from the I—hghway Trust Fund for ‘emergency intermodal transporta- |
tion. g R R o |

sltead1ly mcreasmg sizes and weights of trucks can limit productlvrty T

ina market that is clearly grav1tatmg toward ]ust-m-tlme del1ver1es ’

ortation related issues like the complex and somenmes contradrc- Ly

. ulxst bring trucking concerns into the mainstream of our transporta-

2 I



Recommendat1ons

The blggest challenges facmg the state w111 be fmdmg the necessary resources to l T
~ repair and improve the aging freight infrastructure and dealing with the strategrc 1ssues :
that stand in the way of continued growth and productivity. The economics of the 1990s -

 will dictate a careful approach to freight transportahon expenditures and plannmg Trans- e

portation polrcy must shape and gu1de economic growth w1th1n the 11m1ts of ava1lab1e
funding. v =

, Ina global economy, transportation W111 play a cr1t1cal role in New ]ersey s economic - -

- success or failure. Clearly, the state canill afford to take its responsibilities in the goods
movement area hghtly The transportation investments of the next ten years will shape -
New Jersey’s economic future well into the 21st century. New Jersey’s pre-eminence as.an
international gateway and distribution hub is at stake. There are a number of steps Wh1ch ey

: should be taken to position the state to compete e

Statewide Port Strategy
. Reduce labor costs. When cargoes at Port Newark/Elizabeth became increasingly
containerized — substantially reducing the need for longshoremen —the salaries of
the workforce were guaranteed regardless of the availability of work. The cost of
- that agreement is eroding the Port’s competitiveness. Because there are few capital
investments that will offset this inherent cost disadvantage, the PANYN]J should

seriously evaluate either a long-term contract buyout or contmuatlon of the current
drayage incentive program : -

¢ Implement dredging proj ects and aggressively pursue new dredge materials
~disposal sites. The 1986 federal Water Resources Development Act authorlzed :
- improvements to six channels serving ports in New Jersey under the sponsorshlp of
a public agency. The Port Authority will act as the sponsor and provide the local -
- match for the four projects within the port district: the Port Jersey Channel in ]ersey
' Clty-Bayonne the Claremont Terminal Channel in Jersey City, the Arthur Kill Exten- =
- sion (Kill Van Kull Channel) from Staten Island-Howland Hook to Carteret and the -
- Newark Bay Channel. Two other bi-state authorities, DRPA and DRBA, represent
-~ the most logical choices for providing the local match for the other two projects, the -
Beckett Street Marine Termmal in Camden and the Salem River Channel in Salem,
respectrvely ,

v Over the long term the lack of a site for disposal of dredge mater1als may -
B prove to be the Achrlles heel of the state’s ports. W1th1n three to four years, the -
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tomated equipment identification system is a good beginning, but

lhance hlghway :Lccess to Port Newark/ Elizabeth. Excellent hrgh-

cularly along the Turnpike, has been a critical factor in the competi-
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inated dredgmg materials, including the feasibility of developing ‘_ Sy

have to stay abreast of electronic tracking capab111t1es and become .
'at1ve loglstrcs mformatlon services.

tive edge of the northern port. As'a main element of its competitive strategy, the

PANYNTJ has m, de the asumption that the Turnpike will expand its capacity from

Interchanges 11 hrough 14. The 't'EC recognizes the strategic value of that expan-
sion, not only to ort Newark/Elizabeth, but also to the neighboring Newark Air-
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' state to another.
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assure its ability t
cessful, rather th;

by PANYNJ.

/ Jersey ports

pacity should, however, be reserved for high occupancy vehicles
uld not be consumed by growmg numbers of s1ngle passenger .

1 southern New ]ersey w1th those in Philadelphia.: Just as New
rd competition ‘
compehtlon between the southern New Jersey and Philadelphia
rare. The southern New Jersey and Philadelphia ports, which

of the Delaware River Port Authority (DRPA) comprise the Ports of - v

re substantial, but different, capital investment needs that unifica-

modate. However, New Jersey must ensure that the marketing

by the unified Pﬂlladelphra ports does not dilute the strengths of

V

be competltlon between them for a share of new global markets
ird world market's, but steps should be taken to avoid competition
es resident at one% port or the other. Such competition does not

in in tonnage, rather it just moves tonnage from one region of the
Further, compentron to become a major east coast load center has
narrowed to Newark/Elizabeth, Baltimore and Norfolk. Hence,
res at the Ports of Philadelphia should be targeted approprrately to
o compete in those specialized markets which have proven suc-

head-to-head competmon for markets already served or targeted |
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between its northern and southern ports, so it must -



Ach1ev1ng umﬁcatlon along the Delaware 1nvolves three steps

1 The existing bl-state compact whrch dates back to 1951 must be mod1f1ed Lo

o glve the DRPA the power and 1eg1t1macy it needs to carry out 1ts 1n1t1at1ves

_ 2 A sound busmess plan must be developed outhmng ranonal growth
‘targets for the un1f1ed ports ‘ s | v A :

R 3.A port mfrastructure renewal program, wh1ch includes pro]ects to upgrade ; L
. SIPC facilities to eliminate severe capac1ty constraints, replace agmg equlprnent and
B accomphsh mamtenance dredgmg, must be 1mplemented ‘

The eventual result will be a full-serv1ce port that exp101ts market nlches

avoids mtraport compentron, and competes conﬁdently with other North Atlantlc S

v | ports for specxalty cargos.

Further explore the potentlal of the Port of Salem Although currently it can accept o
only shallow draft vessels and barges, this port is strategically located for certain -
niche cargoes. It could serve as a spillover port for bulk cargoes from the ports of
- either Baltimore or Philadelphia. Excellent rail access exists from the Camden area
to the border of the port district, although low volumes have not been able to sustain -
service. The Salem Port Authorlty has advanced a project to improve rail/ship - _
transfer capabilities within the d1stnct The p0551b111ty of developmg this port fur- ' } .
- ther should be studied. g ) AR

Rail Freight: o

' Secure rail competition. The state has an immediate opportunity to secure Class T
rail competition for the first time since the creation of Conrail. The purchase of the ‘
D&H by CP Rail of Canada gives CP trackage rights into the state via both NJ

TRANSIT and Conrail-owned lines. To fully real1ze the benefrts of deregulatron,
such competition is 1mperat1ve ' . o

Improve rail clearances. Substandard clearances stand in the way of prOViding a

_second competitive route into New Jersey. For CP access over Conrail right of way, . e

. improvements will be needed on the former Lehlgh Valley and Central of New
Jersey lines. Direct competitive access to pier-side facilities at Port Newark/ Elrza- >
beth is hampered by clearance problems on Conrall’s River Line. .

Consider future expansmn of the NYS&W and the Wmchester and Western B

shortlines. In the event of smaller rail line bankruptcies, these railways could cover

. the areas currently served by existing smaller shortlines. The two larger shortlines
~ have solid, extensive traffic bases and could easxly mamtam necessary hnks in. the

N _shortline network

Further, exploratron should be made of the use of N] TRANSIT track r1ghts to : R

‘ lmk the southern rail servxces to the northern count1es for the delivery of such key

15



:’constructlon m ter1als as sand The N]"DOT has been asked for help in resolvmg

| ” these problems and should prov1de 1t to encourage much needed competmon in the -

state s rall frerg lt service. 11 -

o Expand termm 1 space. The N YS&W is already suffermg from too little terminal

- -space. If they p ovide track access and terminal capacity to CP, this shortage will -
“become more a ute. However, the NYS&W has proposed construction of a new

- container facilit lm Secaucus: and CP Rail has termmal rights at Oak Island Yard in
- Newark. The ak Island Yard facrlrty would require substantial upgrades and,
- though limited n size, it would offer CP an mtermodal faahty close to the Port o

N ewark/ Ehzab th complex - i ol : ‘ A »

||

: Increase track ¢ pac1ty NYS&W track capacrty is msufﬁcxent to handle its expand— :

|

~ ing business. A shortage exists even without consrdermg the extra demand that may

~ be caused by CR Rail. Provision ofa parallel passing siding (in effect'adding a
second stretch o

;\;mcreasmg capac 1ty on the lme % ,

Improve ports1cle rail access. Shortemng the time and lowermg the cost of the
~ transfer from water to rail would also enhance port competitiveness. Projects such -

as expandmg and upgradmg the Port Newark Intermodal Yard, development of an -

- ~ on-dock interma dal terminal and lupgradmg the Greenville Yards in Jersey City to

serve as an expanded carfloat servrce yard would reduce the need for costly drayage
~of contamers to dlstant 1ntermodal rail termmals ’

! l

Plan reglonal mtermodal fac111t1es that avoid duphcatlon, reduce congesnon and
1mprove reg1onal goods movement ensurmg that mfrastructure dollars are w1sely

Dlstnbutlon/An' Cargo o

Provide addmonal warehouse space. As warehouse avallab111ty has become a -

~‘major factor in port choices, provrsron of additional modern warehouse space has -

- been identified by the PANYN] as strategically important. New Jersey must support .

this strategy by ensurmg that landl near major interchanges of the Turnpike and

~ Atlantic City Expressway is- zonedl for warehousing. This would reduce the problem

- of large trucks frequently using artenals and ensure convenient transportation

e between ma]or g ods movement hubs.

 tration (FAA) to| valuate the potenual for mlhtary / publlc use of McGulre Air Force
Base and prepare to preserve and utllize this valuable state resource. :

':J o |
| 2
i SRR
A 16“‘,
| | |
},

ltrack along a on[e- to two-mile portion of the mainline) in the New-
~ foundland area would permit the operatxon of two trains in opp051te drrectlons, thus



Truckmg

Support pnontlzatlon of systems preservatlon and capac1ty enhancement Pro] ects

on main goods movement networks. Examples include the resurfacmg and widen-
ing of Doremus Avenue, where, although it serves as one of the prmc1pal entry
_routes to the Port Newark area, transportlng even empty ocean-borne contamers is
‘ ser1ously hampered : ‘ : : :

Other potentlal pro]ects 1nc1ude repairs to the Whltpenn Br1dge on Route 7 in ,', ;
: 'Kearny, construction of full interchanges on I-287 at Stelton Road and New Durham R
' _Road in South Plainfield, Somerset County; and construction of a jughandle or other

traffic control device at or near the approaches to North Avenue and Kapkowsk1 =
Road in the Port Elizabeth area. ‘Kapkowski Road should be extended from the
western border of the Elizabeth Marine Terminal to the City of Elizabeth.

~ Continue congestlon mitigation efforts. Truckers compete w1th other travelers ‘
during both commuter and recreational peaks. Consideration should be givento

- greater use of nighttime delivery, to 24-hour operation of port facilities, and, under
specified circumstances, to prlorlty treatment of trucks on pr1mary goods movement
- routes. - : ‘ ;

‘Construction and reconstruction projects should take truck trarispOrtation into

account during the impact mitigation planmng process. Much of the region’s. truck -

traffic has already been diverted to off-peak hours. State DOTS, trying-to avoid - .
commuter delays by taking advantage of those same time slots, now schedule rna]or o
construction projects for off-peak periods. Off-peak truck movements are not; in '
" themselves, a total solution. A study of mandatory night shipping and receiving by
Caltrans indicates that it would cost the California economy more than $3 billion
‘annually. However, major highway' 1mprovement pro]ects will always have a severe
effect on truck travel patterns. '

Alternatives to relieve pressure on trans-Hudson crossings, such asa cross-harbor -

~ truck ferry and electronic toll traffic management (ETTM), are being actively

discussed and should be pursued However, major highway improvement pro]ects :

- will always have a severe effect on truck travel patterns. A long-term project like the

proposed Gowanus Expressway reconstruction will effectively limit tractor-semi--

~ trailer combinations’ access to N ew York to one route, the George Washmgton |
Bridge. -

Re—evalua_t'e state policies on longer trailer lengths and truck productivity. In ™
1982, the federal Surface Transportatlon Assistance Act (STAA) mandated produc- -
tivity improvements for the motor carrier industry. Specifically, the act opened up a
‘designated’system of highways for use by twin trailer combinations and 102-inch.

~ wide trailers of up to 53 feet in length. The STAA is to be reauthorized by Congress |
~in 1991, and the industry has already begun to request still larger vehicles to offset

. hlgher costs of fuel and the recently unposed federal fuel tax 1ncrease | .

Though not an 1mmed1ate issue, N]DOT must examme the 1mpacts of varlous o g



' se veh1cles, therr operatmg charactenstrcs and 1mpacts on N ew:

traile re, other state roads will be analyzed as potentlal add1t1ons to the
}designated netw ork o ‘ :

Until recently New Jersey was one of only a handful of states, mostly in the -

northeast which did not allow 53Tfoot trailers. As the warehousing industry moves
 farther away from urbanized areas, new facilities often locate along major interstate

routes. Larger vehicles are more pracncal for long hauls to these warehouses, while -

distribution froi “the facilities is generally more economical in smaller vehicles.
Routes will be studied to ensure that the 53-foot combinations are compahble with

\
the mfrastructur on those routes. .
\

e 'Develop a perm lttlng system for ocean containers. Many of the ocean containers
- that are transported over New ]ersey highways violate federal weight standards.
The state’s trucking companies and draymen bear the brunt of enforcement activi--
~ties, even thoug§ they have no control over the loading of these boxes. New Jersey

must develop a permitting system“ for sealed overweight ocean containers, treatmg o

- them as non-divisible loads, until such time as federal leg151atxon mandatmg um—
form container erghts is enacted. ‘

~*  Advance the use of ETTM with the trucklng mdustry With the number of toll
- roads in the state, the use of E'I'I‘M would facilitate industry billing and reduce

delays. New Jersey has been studylng the use of “smart highway” technology.for
3 almost a decade Itis time to begm 1mplement1ng the recommended pro]ects

As ev1denced by he opportumnes, problems, and strategles outlined in this report _

to the "‘ate s success

nd increased ve}ucle wexghts Before dec151ons can be made regard-
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