



8.0 Transportation 
Improve management effectiveness by enhancing inter-agency coordination to deliver projects on time and within budget; place future transportation funding on a stable financial foundation;    maintain and repair existing transportation infrastructure to ensure continued public safety and regional mobility; improve mobility, accessibility and reliability by countering congestion with multi-modal solutions, improved transportation network connections and by matching travel supply with travel demand techniques;  employ transportation infrastructure investment as a development and redevelopment tool; improve goods movement  system capacity and efficiency  by integrating freight planning into transportation and land-use planning and by targeting investments in key freight hubs and corridors to strengthen New Jersey’s economy; promote environmental stewardship with special attention to air resources, storm water and environmental justice concerns to enhance New Jersey’s quality of life; 
New Jersey’s Changing Transportation Agenda
New Jersey’s transportation policy-making establishment is engaged in planning and decision-making today that extends far beyond the design and construction of new and improved highways. Transportation planners and decision-makers recognize that solutions that successfully addressed major transportation issues in the past are no longer likely to be adequate in meeting future challenges. Meeting the challenges of the next two decades will require re-framing issues;  re-thinking past practices; and new tools will have to be fashioned. This process should lead to complementary changes in transportation and land-use policies that incorporate a regional perspective and require greater amounts of collaboration and coordinated problem-solving among multiple public agencies on different government levels. Furthermore, little, if any of this effort can proceed unless the State of New Jersey can devise a way means to adequately finance its transportation improvements in the near future.   
New Jersey’s Complex & Fragmented Transportation System  

New Jersey’s present transportation system is complex and fragmented. It represents an overlay of systems and institutions that have evolved over several centuries from pre-colonial Indian trails to the modern interstate highway system, from canals and railroads to commuter rail, and from obsolete seaports to modern port facilities and airports. 

As this network grew more intricate, so did its institutional management and financial structure. Today, the state’s vast complex of transportation routes, links and nodes is overseen by a variety of agencies of different sizes and financial capabilities.  The network’s fragmented nature is evidenced by a simple accounting of just its road system, which has 2,300 miles of state roads, 30,864 miles of municipal and county roads and 351 miles of roadways administered by independent authorities.   Counties and municipalities in New Jersey are also responsible for 2,472 bridges.     
The New Jersey Department of Transportation (NJDOT) has the most comprehensive mandate with respect to transportation in the state. In 1966, New Jersey was the first state to establish a single agency with responsibility for coordinating and planning the highway, bus, rail, aviation and port components of a statewide transportation system. Today, NJDOT has jurisdiction over 2,300 miles of state roadways, which also includes responsibility for 2,579 state bridges.  NJDOT also monitors and licenses 46 general aviation airports. 

NJ TRANSIT was established in 1979 to improve service to bus and rail users. It is now the fifth largest public transit carrier and the largest statewide public transportation system in the nation. It is responsible for approximately 850,000 trips each weekday on 242 bus routes, 11 commuter rail lines and 3 light-rail lines. Its rail and bus services have significantly increased ridership in recent years. It has also added light rail lines in Bergen and Hudson counties, in Newark to replace that city’s aging city subway and in South Jersey where its Riverline connects Trenton and Camden.    

In addition to the statewide focus of NJDOT and NJ TRANSIT, numerous  small authorities, commissions and corporations operate in New Jersey under more limited franchises. These entities play a major role in satisfying the mobility demand for both people and goods on a more localized basis. The transportation facilities overseen by these various agencies are extensive including rapid transit systems – PATH and PATCO; tunnel facilities – the Holland and Lincoln Tunnels; marine terminals – Ports Newark/Elizabeth, Global Terminal, Port of Camden and the Gloucester Marine Terminal; interstate and intrastate bridge crossings – multiple Delaware River crossings, and others across the Hudson River, Kill Van Kull, Arthur Kill and coastal waterways; and  toll road facilities –- New Jersey Turnpike, Garden State Parkway, and Atlantic City Expressway. 

In addition, New Jersey has three metropolitan planning organizations (MPO’s)--the North Jersey Transportation Authority (NJTPA), the South Jersey Transportation Organization (SJTPO) and the Delaware Valley Regional Planning Commission (DVRPC). These entities were federally established and function today pursuant to the Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU). The MPO’s reinforce local government participation in the ways that they interface with county jurisdictions. The MPO’s are responsible for the development of long-range transportation plans and the Transportation Improvement Program (TIP), which is developed in cooperation with the state and affected transit operators.  The TIP must be consistent with the long-range transportation plans and include all projects in the metropolitan area that are proposed for funding by the Federal government.  

This undeniable complexity, along with its fragmented nature, point to the need for a common vision and transportation planning approach that will improve the potential for more efficient, effective and coordinated decision-making.   

Funding Transportation Needs

A fiscally sound transportation system is vital to New Jersey’s economic growth and the maintenance of its transportation network. NJDOT and NJ TRANSIT spend billions of dollars annually on capital improvements to meet the needs of the State’s transportation network. The cumulative cost of maintaining and implementing essential improvements for the transportation system through 2030 is estimated to be approximately $200 billion. The financing mechanisms for such improvements must provide adequate and reliable funding for both today and the future.

 In 2003, a Blue Ribbon Commission was formed to study and make recommendations with respect to New Jersey’s transportation system. The Blue Ribbon Commission documented the extensive amount of resources needed to safely and reliably maintain New Jersey’s transportation assets and to fund critical transportation projects. 
That Commission’s Report also called for the following:

1. Fund a transportation capital program to improve the condition of the transportation network;  
2. Increase Transportation Trust Fund (TTF) Revenues  by increasing the fuel tax; 

3. Ensure adherence to strict financial standards; 

4. Increase revenues for NJ Transit Operations; 

5. Improve efficiency by advancing Smart Growth and incorporating best practices to maximize investments; 

6. Mandate public accountability to prevent future insolvency of the TTF. 

The Blue Ribbon Commission estimated that the transportation need over the next 10 years would be more than $4 billion annually. 
While New Jersey’s roads and bridges are the most obvious and expensive challenges, the state’s overall transportation infrastructure was characterized as deteriorating faster than it can be repaired and rehabilitated by the Blue Ribbon Commission. State assistance was also cited as critical to provide the NJDOT Local Aid program with sufficient funding to enable local governments to fund necessary transportation improvements and property tax relief to local residents. 
In February 2006, Governor Corzine announced and implemented a number of steps taken to extend the life of the TTF. Among the actions taken was the restructuring of $1.8 billion of the existing $7.4 billion in outstanding debt to produce a new debt service schedule. The resulting reduction in debt service will free up $105 million of constitutionally dedicated revenue to support capital projects. In addition, under the new financial plan, the TTF is expected to generate $90 million of new revenue from the dedicated gas tax and additional tolls.  Between the restructuring and the newly dedicated revenues, the TTF is expected to have an additional $195 million annually to leverage a new five-year spending program. These steps are expected to provide funding only through 2011. 
Fix-it-First -- The First Transportation Priority  

New Jersey has previously invested billions of dollars in its existing transportation infrastructure. That transportation infrastructure needs to be constantly maintained in a good state of repair. Transportation’s first priority is to therefore maintain and repair its existing infrastructure to ensure public safety at an acceptable standard and to continue to maintain and improve regional mobility at desired service levels. Governor Corzine’s steps to refinance the transportation network allow NJDOT and NJ TRANSIT to continue their long-standing commitment to “Fix-it-First” by repairing and rehabilitating deteriorating infrastructure through 2011.  

The considerable costs associated with maintenance and repair of the transportation infrastructure should not be underestimated. The traffic on the state’s highways and bridges along with the extensive use and frequent service of its rail and bus systems in this most densely populated state, combine with weather, aging and deferred maintenance to impose a heavy price in terms of the transportation system’s maintenance and repair. Maintenance and repair of New Jersey’s transportation system require constant attention. Pothole repair, resurfacing and road reconstruction are never-ending jobs. 
Restoring highway bridges to a state of good repair will be a high priority of NJDOT, as the state’s bridge inventory continues to age and yet continues to handle huge traffic loads. The average bridge in New Jersey is approximately 49 years old, with 20% of all bridges more than 75 years old, which is the average design life expectancy of a new bridge. 

Only approximately 667 of the 2,600 state highway bridges are currently in acceptable condition. The backlog of bridge needs continues to grow. Despite a small decrease between 2006 and 2007, too many of New Jersey’s bridges are still considered deficient. Bridges may be deemed “structurally deficient,” which means that they should be considered for rehabilitation or replacement; or they may be considered “functionally obsolete,” meaning that they are unable to accommodate the traffic or speeds that the roadways are designed to handle. In either case, public safety is not immediately an issue, but the situation requires attention. In addition, eight major high-cost bridges are currently under consideration for rehabilitation or replacement which alone might reach an estimated cost of $3 billion. 

The public transit system requires similar attention. Infrastructure and equipment upgrades are central to ensuring safe and reliable performance. NJ TRANSIT also expects to substantially replace its bus fleet and replace 1970’s rail cars and locomotives during this period in addition to major bridge and numerous bus and rail terminal improvements during this period.

Transportation  Safety 
New Jersey’s transportation record with respect to transportation safety concerns continues to improve. It remains a high priority. New Jersey’s “Safety First” strategy initiated in 2003 requires paying attention to the “Four E’s – Engineering, Education, Enforcement and Emergency Medical Services.”  The “Four E’s” are implemented in a coordinated way to reduce fatalities, injuries and property damage.  NJDOT and NJ Transit have worked closely together along with other agencies to devise and implement a “Comprehensive Strategic Highway Safety Plan” to advance New Jersey’s safety goals. 

NJDOT and NJ TRANSIT have worked closely together with other State and local government agencies to develop and implement its “Comprehensive Strategic Highway Safety Plan” to further the state’s safety goals. This plan addresses safety concerns such as curbing aggressive driving, improving design and operation of intersections, increasing driver safety awareness, minimizing roadway crashes, reducing impaired driving, reducing pedestrian, bicycle rail and vehicular conflicts, and sustaining proficiency in older drivers. 

NJDOT will continue to give top priority to the installation of safety median barriers. NJDOT also administers a senior safety pilot program, which implements low-cost safety improvements such as pavement marking and sign enhancement programs geared toward senior drivers and pedestrians. 

NJDOT also supports the “Safe Routes to Schools” program, which focuses on pedestrian safety in proximity to schools. This program has resulted in the designation of nearly 130 miles of state highways as “safe corridors,” which doubles fines and mandates more strict enforcement to reduce accidents on those designated roadways.  

The Future in Transportation  

Traffic congestion may be New Jersey’s major transportation concern. New Jersey’s rate of vehicle miles traveled (VMT) has historically grown faster than its population. Traffic congestion is likely to remain a huge issue into the foreseeable future along with the increases in travel times that result from it. Approximately 14% of New Jersey’s roadways are considered congested; and another 28% are operating at or near capacity, leaving only 58% of the state’s roadways capable of accommodating more traffic. These percentages indicate significant congestion increases over the past decade that will likely continue into the foreseeable future. 

Traffic congestion has historically been primarily a peak-period phenomenon.  Peak-period congestion is simply the result of too many people traveling the same route at the same time using the same travel mode to get to where they want to go. The increased complexity of daily routines has contributed to extending peak periods as journey-to-work trips have become relatively less important than the numerous ancillary trips that combine with the journey-to-work. The notion of rush-hours at the start and the end of the work-day when highway traffic was greatest has been replaced by daily congestion for extended periods throughout the day. 

Addressing the issue of traffic congestion today raises questions about the way land is used, the preferred locations of residences and economic activities, the range of travel choices and the institutional arrangements that have emerged over time to cope with travel needs.  The point is that it is not helpful in searching for remedies to traffic congestion to view it as an isolated phenomenon. Any expectation of future success in managing the currently congested situation requires paying attention to issues that extend far beyond what is most frequently considered in terms of transportation. Devising and implementing effective solutions will require different understandings and a reframing of this multi-dimensional issue. 
NJDOT has already begun to move in this direction.  NJDOT launched “New Jersey’s Future in Transportation” (NJFIT) in 2004 based on this new understanding and widened mission. NJFIT is a collaborative planning and policy implementation approach to transportation and land-use planning, involving public education and outreach by NJDOT to local jurisdictions.  This initiative encourages innovative, multi-modal solutions collaboratively developed between NJDOT and local government decision-makers. NJDOT conducted land-use and transportation corridor studies that were presented to local jurisdictions and their locally-identified stakeholders. The program encouraged changed local land-use patterns to improve street connectivity and the separation of local and regional traffic patterns. Multi-modal alternatives to the automobile were emphasized.   More recently, NJDOT has stepped out in providing funding to engage municipalities in zoning reform and the introduction of form-based codes that emphasize the integration of land-use and transportation planning. 
Reactions to these initiatives by local jurisdictions have been positive. They reflect a willingness to match state commitment with local government resources. Early NJFIT successes include breakouts of intersection improvement projects along Route 9 in Ocean County, implementation of the county-developed Route 130 Corridor Plan in Burlington County and transportation and center-based development, employing transfer development rights (TDR’s) along Route 322 in Gloucester County. 
This program’s future success will be gauged by continuing local jurisdiction engagement and willingness to adjust local land-use plans and zoning ordinances to reduce stress on the transportation network, to improve mobility and access, to expand transportation modal choices and to enhance the built environment by adding to its sense of place.   

The Transportation Land-Use Connection 
NJFIT underscores the changing nature of transportation planning and decision-making that is likely to become even more prevalent over the next two decades. NJDOT is expected to continue to empower counties and municipalities to work more collaboratively in devising innovative solutions to transportation and land-use problems in the foreseeable future.   An understanding of the connection between transportation and land-use is essential. 

Historically, transportation professionals did not have to pay close attention to this policy nexus. They built the highways to accommodate expected traffic increases. As incomes rose and people relocated, the demand for their services grew.  Satisfaction was derived from the tangible results that the highway-builders produced. The Federal government supplied much of the funding.  New Jersey and other states responded in kind with additional funds raised from state tax revenues and bonding mechanisms. The dream of the Interstate Highway System was transformed into a reality, while it was connected to an expanding state and local roadway network. 

In New Jersey, no single force has had as great an impact on the pattern of land development than its transportation improvements. Highway expansions and roadway construction reduced the cost, in terms of both time and money, of transportation within and between metropolitan areas. Automobiles and the roads they traveled assisted households in relocating from residences close to their workplaces to homes located in more distant locations. Distance came to matter less and less.   
For those who could afford to pay the price, these households were lured by what became synonymous with a substantial housing upgrade. That improvement often included a detached single-family home, surrounded by a large lot, an attractive and clean environment. The suburbs also provided at least the perception of increased influence over a local government that provided its services at less cost when compared to the urban center that was left behind. 
Retail firms followed customers. Long-haul trucks freed manufacturing from more obsolete sites for more modern ones, even if the new locations were further away from ports and railroad terminals. Service-oriented companies followed the retail and manufacturing enterprises to join the accelerating exodus from the urban core. 

Local government land-use plans and regulations encouraged new patterns of suburban development. They employed local zoning to take advantage of low-cost automobile transportation. Municipal land-use regulations codified designs that depended upon and reinforced automobile access. Zoning regulations were also employed to establish community character and to preserve environmental quality by requiring large lot sizes, which in turn created minimum price thresholds for new construction.   Distance mattered less as metropolitan expansion was underwritten by inexpensive fuel and publicly funded new and improved roads were provided along with additional public infrastructure and related services to accommodate the new growth patterns. 

Increases in Vehicle Miles Traveled (VMT’s) and trip demand have contributed to added traffic congestion over time. This increase in traffic congestion has been evident despite increased investment in new construction and the expansion of transportation facilities. As demand pushed up against roadway capacity, the typical solution was to add capacity. Yet, new construction and roadway expansions have been unable to keep pace with each successive round of growing demand. This situation persisted throughout the 1980’s when tightened fiscal constraints, rising construction costs and increased public resistance to highway building made the construction of each roadway proposal more costly and time-consuming.  These changing circumstances are today leading to a redefinition of the nature of the work that needs to be done. 

Adjusting to the Changing Social Realities 
Changing demographic, housing and economic trends are also having an impact on the transportation network. “Baby-boomers” in increasing numbers are expecting to trade suburban large-lot single-family homes for community choices that provide them with either an active adult or urban lifestyle. “Generation Y,” a group that includes young professionals and recent college graduates, in growing numbers seems to be searching for an urban lifestyle. In other New Jersey urban locales, an increased inflow of immigrant populations from Latin America, the Caribbean and Asia has fueled an urban re-birth.

These changing demographic patterns are leading to improved prospects for development and redevelopment in the more traditional rail and river urban centers. Land-use regulations and environmental constraints in the suburbs resulting in slowed suburban growth may also be strengthening this trend. The cumulative result has been a gradual reversal of fortunes, whereby growth is slowing down on the periphery and selective redevelopment and infill is beginning to accelerate in selected urban core and older suburban areas, especially those communities that have access to public transportation facilities.  

Recently rising fuel costs have further reinforced this trend. As gasoline prices rose from $2.00 to nearly $4.00 per gallon, commuters sought transportation alternatives to cut down on their commuting expenses. NJ TRANSIT, which typically reported 4% to 5% annual ridership growth is showing gains that significantly exceed those expectations.  In addition to increases on its traditional routes, NJ TRANSIT is also experiencing healthy growth on its recently built light-rail lines. For example, the Riverline that runs between Camden and Trenton has experienced an 8.5% increase over the past year. Similar ridership growth is evident with respect to the Hudson–Bergen Light Rail line, which was established in 2000 and now provides over 40,000 rides each day to local commuters. Ridership growth is also happening with respect to the recently upgraded light-rail line in Newark. Ironically, these increases are resulting in system stress, at least in the short-run, as some portions of the system are at or near capacity, and expanding capacity is currently difficult and costly. 
A third factor likely to have increased influence in the years ahead is the growing social awareness global warming and climate change. A scientific consensus has emerged developed linking greenhouse gas emissions with climate change. This consensus was reflected in the recent issuance of the Governor’s Executive Order No. 54 issued in 2007 to address this concern. The automobile as a transportation mode and its direct connection to the number of vehicle miles traveled (VMT’s) have been identified as major contributors to greenhouse gas emissions. Consequently, regulatory changes in the foreseeable future will likely be introduce to further change commuter behavior patterns, with a strong emphasis on reducing VMT’s.


Meeting the 21st Century Transportation Challenges  

1. The Transportation Land-use Connection

Changing circumstances combined with new understandings drawn from the experiences of the past half-century are redefining transportation issues so as to emphasize a new focus on the transportation and land-use connection, collaborative problem-solving along with local government engagement and an exploration of multi-modal transportation alternatives to the automobile.  The State Plan’s policy recommendations acknowledge these changes. 
The State Plan provides a vision based on the principles of smart growth and sustainability. Its policy recommendations are designed to improve the coordination and integration of transportation planning and land-use decision-making to lead to more compact and mixed-use settlement patterns, to direct growth to the already developed areas of the state where infrastructure already exists and to place a strengthened emphasis on alternative transportation modes to the automobile. It is expected that this combination of policies will have beneficial impacts in reducing traffic congestion, adjust to changing demographic and market conditions and address air and water quality concerns, including those related to climate change and green house gas emissions. 
The Transportation-Land-use connection is illustrated by the design considerations typical of suburban subdivisions constructed throughout the Post World War II period through the dawn of the 21st century.  Beginning in the 1950’s and 1960’s, typical roadway design practices favored a less networked, “hierarchical” street pattern. This design began at the lot level, with numerous unconnected streets, especially in primarily residential areas on the metropolitan periphery. The cul de sac became a popular suburban street design. Within housing subdivisions, the individual, smaller streets were designed to feed into larger collector roads, which in turn lead through a single intersection to the arterial which may be a state or county roadway containing not only individual residences, but also shopping centers, office parks and entrances to other major subdivisions.  Because there are few alternative routes of travel, the road system is designed to handle the collective flow of travel through key intersections onto other large arterials. The road system features wide intersections, access lanes and multiple turning lanes to minimize congestion with the collected and concentrated flow of traffic. This type of system increases the amount of land needed to handle collected traffic, concentrates traffic onto fewer roadways, increases the pressure to widen the roads and creates barriers to bicycle and pedestrian travel.  

The principles of creating more walkable neighborhoods, mixing land-uses, providing transportation options, directing development to existing communities and taking advantage of more compact building designs will have synergistic effects in these regards. They pose an alternative to the types of development that have prevailed over the past half-century. The street systems that make this combination of features possible are characterized by multiple connections as well as appropriately sized streets and intersections to support safe travel for the automobile driver, bicyclists and pedestrians. They can be in grids, but may also include walking paths and other street connections.  

In this way, the State Plan links its transportation planning and land-use recommendations, recognizing that additional public investments in transportation facilities and services can serve as important development and redevelopment tools, also capable of leveraging significant amounts of private investment based on innovative designs. 

2.  The Increasing Importance of Public Transportation Alternatives 

Public transportation in general and NJ Transit in particular are likely to play an increasingly important role over the next two decades. They will play a larger role with respect to supporting both New Jersey’s economy and its quality of life. Transit-oriented development will become more attractive and widespread, encouraging increased economic redevelopment activity in immediate proximity to NJ Transit stations. Instructive examples such as Rahway and South Orange already exist.  

Strategically placed transportation infrastructure investments can encourage economic investment and employment opportunities where they are most needed and where they may not have previously existed. The investment made in the NJ Transit’s Riverline provides just one instructive example of how dramatic the change can be in a relatively short period of time. 

In addition, a long list of NJ Transit proposed projects will have a transformative impact on the state’s transportation network and eventually New Jersey’s economy. Perhaps first among them is the proposed construction of the ARC rail tunnel, at an estimated cost of approximately $8 billion, under the Hudson River to provide convenient and direct service for more customers between New Jersey and Manhattan.The proposed tunnel will be constructed over the next decade.  More than half of NJ Transit’s rail customers currently cross into New York City as commuter rail service into Manhattan has tripled since over the past two decades. The new tunnel is viewed as essential to increase the number of commuter trains to and from Manhattan to relieve rail congestion during peak-hour travel times.

Other significant NJ TRANSIT project proposals include the PATCO Rail Extension to Glassboro, Riverline Signal Improvements, Hudson-Bergen Lightrail extensions, Northern Branch Passenger Rail restoration, Hawthorne-Hackensack DMU service, the Lackawanna Cutoff Commuter Rail Extension to Andover, Northeast Corridor/Central New Jersey Regional Rail Station-Park-and-Ride and the central New Jersey rail extension to Lakehurst (MOM Line). 

NJ Transit also expects to focus on restructuring and improving bus service  along major corridors and in urban areas; explore the possibilities of Bus Rapid Transit Systems (BRT’s) along selected heavily-traveled corridors; create additional multi-modal park-and-ride lots, while expanding capacity at existing lots; improve pedestrian and bicycle access to stations; and work closely with New Jersey’s Transportation Management Associations (TMA’s) to complement NJ Transit’s bus and rail services with locally supported and managed services. 

In addition, NJDOT and NJ TRANSIT and other State agencies have combined efforts, including planning, technical assistance, infrastructure investments and public education and outreach, to invest in public transit in ways that make a difference, and thereby leveraging private capital in the process. This approach will likely continue. The NJDOT-NJ TRANSIT “Transit Village” program has been operating for nearly a decade and has achieved success. Examples abound of where private investment has followed strategic public investment including Transit Villages in places like Cranford, Metuchen, Morristown, South Orange, Rahway and Riverside.     

Another example with its full impact not yet evident is the recently constructed Trenton Transit Center. Its strategic location and a generous state tax incentive program are expected to result in substantial economic development in proximity to the Trenton Transit Center. Sitting on the Northeast Corridor mainline between Boston and Washington, D.C., more than a million visitors each year step off and on the trains and buses that pass through the Trenton Transit Center, a new 46,000 square foot transportation hub designed to facilitate travel and accelerate the commercial, retail and residential redevelopment within walking distance of the facility. 

The Urban Transit Hub Tax Credit Program, which is a part of the Trenton economic development package, is designed to encourage investment and job growth around nine urban transit hubs in New Jersey including Camden, East Orange, Elizabeth, Hoboken, Jersey City, Newark, and New Brunswick..  The legislatively-established program provides tax credits equal to 80% to 100 % of the qualified capital investments made within an 8-year period. The developer may apply 10% of the total credit amount per year over a 10-year period against several taxes, amounting to a generous and attractive developer incentive.  




3. Bicycle & Pedestrian Mobility 
NJDOT produced a Bicycle and Pedestrian Mobility Master Plan in 1995, followed by a second phase Master Plan in 2003. Those plans are intended to serve as a framework to make New Jersey a safe and convenient place for bicycling and walking by elevating those transportation modes to contribute to  a more healthy and active lifestyle,  and as alternatives to automobiles. The plans call for the proactive support and funding of plans, designs and infrastructure for bicycle and pedestrian improvements in appropriate locations throughout the state. The implementation approach recommends changes to NJDOT internal procedures, collaboration with local jurisdictions and legislative changes to the Municipal Land Use Law to foster the incorporation of bicycle and pedestrian considerations to future transportation projects. Through public education and outreach, NJDOT also expects to provide important leadership to advance a pro-bicycle and pro-walking ethic.    Here, too, the connection between transportation and land-use is critical. 
4.  Reducing Travel Demand 

New Jersey’s transportation professionals have learned over the past few decades that working on highway capacity without providing commensurate attention to travel demand has not solved the state’s traffic congestion problem. Understanding and acting on the transportation and land-use nexus is one way to reduce travel demand. Enhancing the convenience and accessibility of public transportation alternatives at reasonable cost is another. Encouraging bicycle and pedestrian travel is yet a third way to address this problem.  Paying increased direct attention to  reducing travel demand will also prove to be important over the next two decades. 

Pricing is one way to affect travel demand. Its impact is currently being experienced through increased fuel prices, although higher fuel prices generally have a negative impact by exporting wealth from local economies. The purposes of a pricing policy are to ration capacity more efficiently and to encourage innovation to reduce the full costs of transportation. Current proposals related to toll road increases will begin to have this effect. Subsequent modifications of these proposals that tie toll prices to travel times will introduce an additional element of sophistication in affecting travel demand. In the absence of improved road way pricing, which is unlikely to happen very quickly, especially with respect to non-toll road, other approaches may be instituted. These include an enhanced role for transportation management agencies (TMA’s) in encouraging car and van pooling through a variety of public and private incentives and disincentives to reduce travel demand at peak travel times; increased fuel taxes; and parking policies that include increased investments in park-and-rides, the elimination of other parking subsidies, hidden or non-hidden, that may have encouraged sprawl.   In short, parking needs to be financially de-coupled from residential and commercial/office land development so that its true costs become more explicit.   

5. Goods Movement 

An important aspect of New Jersey’s economy that is directly related to transportation has to do with goods movement within and across New Jersey. New Jersey’s economic vitality and its quality of life are closely connected to its ability to facilitate goods movement efficiently and effectively. Each year, approximately 620 million tons of freight at values approaching one trillion dollars moves to, from, within and across New Jersey via a variety of transportation modes. The amount of goods that need to be moved is expected to significantly increase over the next two decades. 

New Jersey has historically been both a gateway and a corridor state, situated in the Mid-Atlantic region between the two major metropolitan markets of New York and Philadelphia; and midway between Boston and Washington D.C. The largest port complex on the North American east coast is in and around Port Newark/Port Elizabeth. Coupled with growing air freight operations of Newark’s Liberty International Airport, this region will continue to be a major gateway for much of the United States and Canada. Port and rail yards in South Jersey in places like Pennsauken, Camden and Salem City are also important, particularly to the Philadelphia metropolitan region. 

Despite the historic importance of New Jersey’s transportation network, much of its rail network experienced decline in the Post World War II period. During that period, rails underwent a painful transition. Trunk lines were under-maintained, while branch lines experienced a combination of consolidation, neglect or abandonment. Rail was simply less economically competitive than more convenient and accessible truck transport.  

In the last quarter of the 20th century, just as New Jersey underwent suburban sprawl of residential and commercial uses, it also experienced sprawl with respect to warehouse and distribution functions. Particularly, with respect to Port Newark/Port Elizabeth, brownfield contamination impeded the development and redevelopment of warehouse and distribution centers in close proximity to the port areas. Instead, warehouses and distribution centers moved at first to the New Jersey Meadowlands, and  later to central and southern New Jersey to once productive farmland sites as wetlands development met regulatory resistance and added to construction costs. Their distance from the ports now carries additional costs in terms of fuel expense, travel time, increased roadway wear, worsened traffic congestion and lost jobs and tax revenues to older urban centers.

With the dredging of Port Newark/Port Elizabeth, mega ships are expected to arrive and off load in the next few years. When that occurs, freight volumes will dramatically increase significantly adding congestion to New Jersey’s already crowded highways. The additional traffic will not just increase the need for maintenance and repair, but also likely detract from Port Newark/Port Elizabeth’s competitive position if public policy does not intervene to produce a manageable solution.  

The land-use aspects of what may at first impression seem to be a goods movement problem need to be acknowledged and addressed. Continued population growth accompanied by high land consumption levels will combine to fuel land-use competition. Situations are already evident in some municipalities where redeveloping residential waterfront uses have outbid continued industrial uses and logistics services at strategic locations. 


A multi-faceted approach is necessary to adequately address New Jersey’s goods movement situation in ways that will be efficient and effective to produce the desired economic impacts over the next two decades. Port areas need to be redeveloped and upgraded in collaboration with the appropriate bi-state authorities.  The NJDOT should pay increased attention to goods movement throughout New Jersey, formulating a multi-modal transportation approach to facilitate freight movement throughout the state that should build upon existing truck transport, revitalize its rail network and rely more heavily on water-borne transport.  Strategies will also need to be devised to increase the shre of freight shipped during off-peak periods. 

With respect to Port Newark/Port Elizabeth, the “Portway” initiative is already well underway. This initiative is an ongoing infrastructure investment program to improve the flow of freight traffic in core freight terminal areas. It includes that identification of site-specific locations in and around the port area where logistics operations are expected to expand including the clean-up of specific brownfield sites.   

NJDOT should employ its Freight Master Plan to establish a continuous Goods Movement planning process. As part of that process, logistics locations of strategic importance should be identified for port and terminal areas, freight villages and truck rest areas. The State Plan Policy Map may be used for these purposes. 

The railroad network needs to be upgraded and expanded, including the replacement of at-grade railroad crossings and the extension of selected railroad short lines from port areas to recently development warehouses and distribution centers. The upgrade and expansion to the existing freight railroad network will necessarily involve public education and outreach to regional agencies, counties and municipalities. The construction of sound walls, fences, berms, and the establishment of pedestrian path designs, buffers zones around warehouses and distribution centers, incident reporting systems,  highway “watch programs,”  railway “freight quiet zones” and the employment of innovative technologies will need to be incorporated as tools and as part of this public outreach campaign.  It will be both impractical and unfair to expect local jurisdictions to absorb the expense of the necessary improvements.  Technical assistance and adequate means to finance the essential improvements will have to be devised.  The vision and mission of the “Liberty Corridor” is expected to underwrite a portion of the cost for infrastructure improvements in these regards.    


6. Transportation & Energy 

New Jersey is heavily dependent upon foreign sources of petroleum. Accordingly, the state faces the potential for disruptions in its energy supply as well as increases in energy costs. As New Jersey’s economy enters the 21st Century, it will require a more diverse and independent energy supply. From the transportation perspective, this will translate into wider use of fuel efficient vehicles, cost-effective transitions to the use of alternative energy sources, and increased investments in and use of public transportation, ride-sharing, and land-use designs that encourage bicycling and pedestrian transportation modes. 

7. Transportation & the Environment 
a. Transportation & Air Resources 

The State Plan’s recommendations become even more significant when considering New Jersey’s air quality issues. New Jersey continues to fail to meet National Ambient Air Quality Standards (NAAQS), primarily for ozone precursors and to a lesser extent, but in localized “hot spots” for carbon monoxide. The Federal Clean Air Act Amendments of 1990 provide a balanced strategy for the nation to address the air quality problem. While it gives some states more time to meet air quality standards, it also requires states to make substantial progress in reducing emissions. Failure by New Jersey to comply with the Clean Air Act Amendments can result in the loss of Federal highway funds and a Federally-imposed compliance program.   
The State Plan’s policies support the notion that dependence on the automobile and more especially on petroleum fuels need to be reduced over the next 20 years. Smart growth, major investments in public transportation, more efficient and effective goods movement operations will reduce greenhouse gases and other emissions.  The State Plan’s recommendations are especially important in light of contemporary air quality and green house gas emissions concerns. New Jersey continues to fall short of meeting National Ambient Air Quality Standards (NAAQS).  While there have been significant improvements with respect to carbon monoxide emissions at local hot spots, the state still has air quality concerns with respect to ozone and ozone precursors with 18 of 21 counties  classified as “severe” ozone areas. 


b. Transportation & Storm Water 
The connections among transportation, development and storm water are numerous. Not only do transportation projects influence surrounding development, but the transportation – land-use nexus also affects the volume, velocity and nature of runoff pollution. Atmospheric deposition of mobile air emissions into nearby water bodies is also an aspect of the relationship between transportation networks, development patterns and their multiple impacts on natural resources. If water quality standards are not being met and a proposed transportation project will add more pollution to already polluted waters, the MPO’s as well as the relevant State departments and agencies can withhold transportation project funding. 

In addition, the links between transportation and storm water are bound to be important in two more specific ways: street and roadway designs and parking. With respect to street and roadway designs increasing attention is now being paid to “green” techniques for streets and roads. These techniques emphasize reducing street widths, employing swales and appropriate landscaping adjacent to roadways, and the eliminating curbs and gutters.  
Close attention to “green” techniques for roadway designs can have significant impacts because streets and roads often represent the largest share of impervious cover in residential developments and a substantial amount of the impervious cover in a watershed. Impervious cover directly affects the volume and velocity of storm water runoff. In addition, storm water quality is affected as pollutants deposited on street surfaces are trapped along curbs and then flushed during storm events. Residential streets usually rank high as a major source of water quality pollutants including sediment, bacteria, nutrients, hydrocarbons and metals. Employing “green” techniques with respect to street design can have significant environmental benefits by reducing the velocity and volume of storm water as well as reducing the amount of pollutants carried in its runoff.  
Parking lots are one of the more visible aspects of imperviousness within the built landscape.  Reducing their size and modifying their design can have significant beneficial environmental impacts in terms of water quantity, quality and global warming impacts.  Retrofitting parking lots is emerging as a popular best management practice (BMP). Improvements to existing parking arrangements may involve reducing the number of spaces and/or the size of parking spaces, encouraging shared parking and the building of structured parking in ways that can provide more parking spaces on a reduced parking footprint and thereby consume less land. Parking lot retrofitting with landscaping and infiltration strips may also be important to address environmental concerns. New technologies for pervious pavers and porous pavement are also advancing rapidly. These technologies are particularly attractive for low traffic areas, such as parking lots and driveways, and for spillover parking needed for episodic activities.  
In addition, NJDOT and NJ Transit are committed to the principles of environmental stewardship and environmental mitigation activities. Both have instituted policies to preserve open space, provide attractive landscaping and engage in context sensitive design initiatives with respect to project development. NJDOT and NJ Transit are also working to make their own facilities and vehicles “greener” by exploring and adopting alternative materials and technologies, including diesel retrofits, recycling waste and continuing to enhance not just protect environmental resources. .    




c. Transportation & Environmental Justice 

Finally,  the notion of Environmental Justice (EJ) should be incorporated into the concept of environmental stewardship. “Environmental Justice” refers to the need to prevent “disproportionately adverse human health or environmental impacts on minority and low-income citizens. In its practical application, it also connotes an assurance that these communities will enjoy benefits similar to those garnered by other communities.

NJDOT and NJ Transit have recognized the importance of Environmental Justice principles in engaging their own long-range planning. As part of that planning they have included the incorporation of following guidelines with respect to Environmental Justice: 

· Explore partnerships with Transportation Management Associations (TMA’s), counties and other organizations to provide mobility options for persons who need public assistance; 
· Implement a statewide bicycle safety initiative focusing on adult bicycle commuters, including lower-income service workers and non-English speaking riders;

· Ensure that affordable housing is provided near job opportunities and that low-income and minority residents are not displaced as a consequence of development and redevelopment options; 

· Analyze needs and prepare emergency evacuation plans for the State’s transit-dependent populations; 

· Ensure that lower income communities are included in NJDOT’s discretionary grant programs; 

· Investigate measures to promote the inclusion of projects in the capital programming process that are beneficial to these communities. 
The following policies represent an effort to address the major issues facing New Jersey in transportation. They should serve as a guide to State departments and agencies, regional agencies, counties and municipal agencies in incorporating the State Plan’s decision-making processes. They should be applied to meet State Planning Goals and Planning Area Policy Objectives. 

8.1 Transportation Planning &  Inter-agency Coordination –

Metropolitan Planning Organizations (MPO’s), state  departments and agencies, regional agencies, counties and municipalities should improve the coordination and integration of transportation planning among the relevant public, quasi-public and private transportation agencies, including bi-state authorities and commissions and other levels of government. Special efforts should be made to coordinate transportation planning processes by linking functional plans and through capital improvement programming, using a statewide, closely linked, hierarchal capital investment program (CIP).
8.2 Transportation Finance – State departments and agencies 
regional agencies, counties and municipalities should devise 
and implement stable source financing to cover the estimated 

costs of essential transportation improvements through the 

2030 horizon year, including, but not necessarily limited to the 

replenishment of the Transportation Trust Fund. 
8.3 Transportation Maintenance & Repair – State departments 

 and agencies, regional agencies,  counties and municipalities 

should require that the maintenance and repair of existing transportation infrastructure for the purposes of public safety and regional mobility at acceptable standards and levels of service should be transportation planning’s highest priority. This approach is intended to be a “fix-it-first” approach that places a higher spending priority on repair of existing infrastructure over the installation of new infrastructure. Particular attention should be paid to supporting operation and maintenance expenses for the existing system; and new transportation investments should not be allowed to proceed to construction without a plan that accounts for life-cycle operation and maintenance costs.  
8.4 Transportation  & New Capital Investment  – MPO’s,  State 
Departments and agencies, regional agencies, counties and
municipalities should order capital investment priorities so 
that “fix-it-first” and safety are capital investment priorities 
rather than expanding system capacity; applying cost-effective 
approaches to maintain the quality and serviceability of the
 existing transportation infrastructure; installing new technologies, techniques and materials to save both time and money; and investments that will encourage development and

redevelopment that adhere to the principles of smart growth

and sustainability; and only after those priorities are met 

should investments be made to  new roadway construction and/


or system expansions. 
8.5 Transportation& Land-use Planning-- State departments and 
agencies, regional agencies, counties and municipalities should strengthen the  linkages between transportation and land-use planning by emphasizing a “walk-ride-drive” approach to trip-making and by  establishing collaborative relationships on multiple government levels for all modes of transportation. Transportation system improvements and land-use planning practices should be mutually supportive in ways that reduce land consumption, improve transportation infrastructure efficiencies, and support multi-modal alternatives to the automobile that will result in reducing vehicle miles traveled (VMT’s) and in decreases in transportation-related energy consumption.  
8.6 Transportation & Economic Development & 
Redevelopment – State departments and agencies, regional 

agencies, counties and municipalities should employ transportation planning, facilities and services as development and redevelopment tools to shape growth and to link places of residence with those of expanding employment opportunities.
8.7 Transportation & Highway Access – State departments and 

agencies, regional agencies, counties and municipalities should devise and implement highway access management plans and regulations to promote public health and safety, promote regional mobility, protect system capacity, separate regional and local traffic and minimize sprawl.   

8.8 Public Transportation Maintenance & Expansion – State 
departments and agencies, regional agencies, counties and municipalities, should maintain and expand public transportation services especially  to areas of high-density or planned high-density development that provide opportunities to benefit from public transportation system efficiencies. Special attention should be paid to development and redevelopment opportunities in and around designated transit hubs, transit villages and in support of transit-oriented development in other appropriate locations, especially centers, throughout the state.  
8.9  Transportation & Bicycle & Pedestrian Circulation & Safety 

– State departments and agencies, regional agencies, counties 

and municipalities should employ appropriate techniques to encourage pedestrian and bicycle use and safety by adopting a “complete streets” policy. Where local travel may be a higher priority than regional mobility non-automobile travel should be facilitated by devising and implementing bicycle and pedestrian plans; by providing technical and financial support, public education and outreach; through reviewing and revising existing  plans and procedures to incorporate bicycle and pedestrian needs; by establishing policies and procedures to include bicycle and pedestrian considerations for bridge construction and rehabilitation programs; to adopt state-of-the-practice design standards related to bicycle and pedestrian infrastructure improvements; by launching bicycle & pedestrian multi-media and law enforcement campaigns to educate the public to lead to  improved safety and increased confidence for bicyclists and pedestrians; and by engaging in data collection and establishing indicators and targets as means of tracking progress and improving the planning process for bicycle and pedestrian improvements. 
8.10 Transportation  Supply & Demand – State Departments and 
agencies, regional agencies, counties and municipalities should emphasize the movement of people and goods, not vehicles, focusing on human mobility and access by coordinating and integrating inter- and intra-modal transportation facilities and linkages; encourage the efficient employment of transportation system capacity through travel supply management strategies, e.g., electronic toll collection, intelligent transportation systems, transportation improvement and development districts, and shuttle pick-ups at transit stations; and travel demand management strategies, e.g., road  pricing policies, fuel taxes, public transit, intercept parking, car and van pooling, park-and-rides, bicycling and pedestrian uses, telecommuting, flexible hours; and by employing other available technologies and techniques to manage capacity and reduce the cost of transportation infrastructure and services. 
8.11 Transportation & Parking – State Departments and agencies, 
regional agencies, counties and municipalities should employ

parking policies to encourage development and redevelopment

in ways that adhere to smart growth and sustainability principles in ways  that will reduce vehicle miles traveled and reduce green house gas emissions, energy consumption and reduce traffic congestion by encouraging increased reliance on alternative modes of transportation to the automobile. These policies may include financial de-coupling of parking from other land development investments,  public subsidies, pricing, reducing the size and number of parking spaces, encouraging structured parking to increase the number of spaces while reducing the parking footprint and promoting the greening of parking spaces including landscaping, infiltration strips, buffers and porous, more pervious materials.      
8.12 Transportation & Goods Movement – State departments 
and agencies, regional agencies, counties and 
municipalities should enhance the movement of goods 
throughout the state by taking the following steps: 

1. identify a dedicated funding source for goods movement infrastructure improvements including, but not necessarily limited to user fees charged to the freight industry;

2. designate a “single point of contact” within the Governor’s Office to be responsible for major freight-related decisions, including economic development and brownfield clean-up activities related to goods movement; 

3. engage in a continuous Freight Planning process employing the NJDOT Freight Master Plan and the State Plan Policy Map (SPPM) to identify strategic logistics locations and identify and implement performance measures to assess progress in these regards; 

4.  make appropriate investments to improve freight corridors and hubs, including upgrading the connectivity between port areas and key corridors building upon the “Portway” and “Liberty Corridor” initiatives and including, but not necessarily limited to port areas, freight villages and truck stops 
5.  increase the share of freight moved by modes other than truck including rail and waterways; 
6. advance the integration and adoption of intelligent transportation systems for freight; 
7. devise and implement actions to increase the share of freight shipped during off-peak hours; 
8. declare as a matter of State policy that brownfield clean-ups and redevelopment activities are significant for the future economic health and vitality of the state and should achieve policy parity  with  state- driven land acquisition programs in the following ways: a) establish a stable source of funding for  brownfield clean-ups and redevelopment; b) redevelopment for logistics purposes should be prioritized; c)create sufficient linkages with State-supported infrastructure investment projects to encourage local brownfield, logistic-related redevelopment opportunities; d)prioritize the NJDEP regulatory process for permit processing for projects identified as key logistics locations and intended to be re-used for logistics purposes; e) showcase  demonstration brownfield remediation logistics-related projects by concentrating resources and managing these projects. Important lessons learned should be drawn and publicized as demonstrations to others as to the ways that such projects may be achieved in cost-effective and timely ways.
9. Engage in coordinated and collaborative activities with the Federal government to gain the support of the relevant Federal departments and agencies related to port development, brownfield redevelopment activities and other logistics concerns that the Federal partners can provide. 
8.13 Transportation-- Recreational & Tourism Travel – State 

departments and agencies, regional agencies, counties and municipalities should promote travel and tourism in New Jersey by making appropriate transportation investments taking into account seasonal demands and improvements in way-finding to New Jersey’s cultural, historic and scenic recreational and tourist sites.   

8.14 Transportation  & the Environment – State Departments and 
agencies, regional agencies, counties and municipalities should incorporate context sensitive solutions and community impact assessments in the early stages of transportation project development; seek to go beyond environmental mitigation to provide benefits to the physical and natural environments including but not necessarily limited to meeting National Ambient Air Quality Standards as provided by the Federal Clean Air Act and within the timeframes specified in the State Implementation Plan (SIP), by addressing storm water issues as they relate to roadway construction, maintenance and operations and parking facilities with respect to storm water volume, velocity and quality and  by  reducing green house gas emissions and through encouraging greater energy efficiencies; and by ensuring that implementation and monitoring practices take into account both the principles of environmental stewardship and environmental justice.  
8.15 Transportation & Aviation Facilities – State departments and 

agencies, regional agencies, counties and municipalities should preserve and protect the state’s public use aeronautical facilities to maintain statewide access to global air transportation network; to enhance those facilities for passengers and goods movement; to maintain the viability of airports to meet their significant role in the transportation system and where appropriate to act as a stimulus for the regional economy; and to provide adequate land-use management for those areas immediately adjacent to public use airports through air safety zones, master plans, capital plans, official maps and development regulations. 
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